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EXECUTIVE SUMMARY 

PURPOSE OF THE REPORT 

 

1. In 2006 the World Bank wrote a report analyzing the situation of logistics in 

Argentina and identifying the main restrictions on trade flows.  That report, entitled 

“Argentina: The Challenge of Lowering Logistics Costs in the Face of Growth in Foreign 

Trade” was the first World Bank study designed to analyze the country’s logistics 

performance. Based on the government’s specific objective to achieve exports of US$60 

billion by 2010, the report highlighted the need for significant improvement in the 

efficiency of transport networks and logistics services. In addition, the report underlined 

the risk of congestion at critical nodes that could develop if exports were to grow at the 

rate forecasted at that time (a rate that was in fact exceeded between 2006 and 2008, but 

which suffered a significant decline as from the crisis that began at the end of 2008). On 

the basis of those projections, the main restrictions identified in that report were:      

Congestion at the agricultural products export hub in the city of Rosario.  

Congestion in the flow of containers in the area of the Buenos Aires Metropolitan 

Region.  

Limited participation by the railroad in freight transport 

Delays faced by international road transport, particularly at the Cristo Redentor 

crossing. 

Limited development of multimodal transport 

2. The high logistics costs faced by companies in the Argentine northwest 

(NOA) were also identified as a significant restriction in the 2006 Report. The report 

included a survey of freight-generating companies that revealed that companies located in 

the northwest of the country faced logistics costs of close to 16% of the FOB value of the 

goods exported. These costs were almost 50% greater than the average costs recorded in 

the Central, Northeastern (NEA) and Cuyo regions. Although part of this difference can 

be explained by both the greater average distances from the northwest of the country to 

the principal export nodes and the mix of products that the region exports, the challenge 

is to identify whether there are other variables that explain the greater costs, and what 

policies might be adopted to reduce them.   

3. Furthermore, the 2006 report underlined the need to strengthen institutional 

structures connected with the logistics environment, as a fundamental element to be 

able to make progress on an agenda of improvements in this area. An institutional 

strengthening strategy was proposed covering the various functions of the public sector, 

particularly in the area of transport, public works, trade facilitation and active policies for 

support of the private sector in its roles within the logistics chain. The report stressed the 

need for coordination between institutions as well as with the private sector through a 

National Logistics Council, with the participation of public bodies connected with the 

providing of services (Transport, Public Works, Customs), and in particular, with users 
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(Foreign Trade, Industry, Agriculture, SMEs), and with representatives of the private 

sector. This Council would be responsible for defining an agenda, establishing 

procedures for measurement and control of the various initiatives, developing a form of 

command panel and performing a regular follow-up of its progress.    

4. From the time that report was prepared and through to the beginning of the 

global financial crisis in the second half of 2008, Argentina‟s trade flows grew at 

rates that were even higher than those forecasted.   Between 2005 and 2008 the value 

of Argentine exports grew at an annual average rate of 19%, while imports did so at a rate 

of 27%. The restrictions identified in the 2006 report thus became real bottlenecks for the 

country’s trade flows. The global financial crisis that began in the second half of 2008 

helped take pressure off some of the bottlenecks that had begun to affect the operation of 

the logistics chain. Measured in current dollars, total Argentine exports in the first four 

months of 2009 were 21% down on those for the same period of 2008. Export sales of 

primary products and fuel were the categories showing the largest drops, with 

contractions of 38% and 28% respectively.  Imports fell more sharply, dropping 38%.  

5. Driven by the increase in the domestic prices of its inputs, Argentina‟s 

internal logistics costs have shown very strong growth in recent years. The monthly 

logistics cost indicator prepared by the Logistics Operators’ Business Chamber (Cámara 

Empresaria de Operadores Logísticos - CEDOL) registered a rise of 14% in 2009. 

Furthermore, this same indicator reveals that as at March 2010, logistics costs in 

Argentina were 527% higher than those that existed at the end of 2001. Therefore, 

according to the CEDOL indicator, logistics costs measured in dollars are considerably 

higher than they were in the final months of the currency board mechanism (when the 

peso/dollar exchange rate was set at 1 to 1 by law). Transport costs estimated by the 

Argentine Federation of Road Haulage Businesses (Federación Argentina de Entidades 

Empresarias del Autotransporte de Cargas - FADEEAC) indicate similar results.   

6. In 2010 Argentina‟s logistics system is facing a challenging context noted for 

rising internal logistics costs - as a consequence of a sharp increase in domestic 

prices - and a recession on the external front that adds uncertainty as to when, and 

by how much, demand for Argentina‟s exportable goods will recover, in a post-crisis 

scenario noted for greater protectionism. The best way to face these challenges is 

through the implementation of policies aimed at reducing or eliminating the main 

restrictions seen in the logistics system. In this regard, the need to adopt policies that help 

to reduce the country’s logistics costs becomes increasingly relevant.  As operating 

margins fall, every percentage point of logistics costs that can be lowered will be a 

determining factor in ensuring that the country’s exports do not lose markets abroad, and 

so that the price of imports can be lowered. 

7. Based on the diagnosis in the 2006 report, and in view of the development of the 

Argentine logistics system through to 2010, the purpose of this report is to analyze in 

detail two physical components that are critical to the performance of the Argentine 

logistics system - accessibility for the northwestern region (including an evaluation of the 

Ferrocarril Belgrano Cargas) and the strategy for expanding capacity of the maritime 

container terminals in the Buenos Aires metropolitan region- proposing a road map for 
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the establishing of an institutional organization to define and implement continuous 

monitoring of the national logistics agenda. These topics have been chosen because of 

their strategic relevance to the country’s logistics environment:  

The container terminals in the Buenos Aires metropolitan area are the main 

point of entry and exit of the country’s containerized freight, and are 

therefore a fundamental node for import traffic and for exports with 

increased added value. Growth in containerized freight and the resulting 

congestion, in a regional context of strong competition from the Port of 

Montevideo and terminals in the south of Brazil, underline the need to 

analyze viable options to achieve a solution to the challenges facing this 

node.     

The Argentine Northwest records high logistics costs compared with other 

regions, and these have a negative impact on the competitiveness of the 

region’s products. As it is also one of the regions with the highest poverty 

levels in the country, it will be essential to analyze those factors impacting 

negatively on logistics costs to be able to propose public policies with the 

aim of lowering them.      

Analysis of the current situation of Ferrocarril Belgrano Cargas is closely 

linked to the problem of NOA competitiveness, given the important role it 

has traditionally played in regional transportation. Since the 90s, frequent 

changes in its structure and operating deficiencies have resulted in a sharp 

drop in its freight volumes, which have remained at very low levels even 

in 2010. This Report argues that the Belgrano railroad possesses the 

potential to develop an economically viable freight transport operation that 

would have a highly positive impact in the NOA. To realize this potential, 

however, will require extremely significant changes to be made to the 

current operation and structure of the system.      

The design and implementation of an institutional structure responsible for 

coordinating initiatives in the field of logistics is a trend that has gained 

strength in recent years in several countries. This trend arises from 

recognition of the horizontal nature of logistics questions that exceeds the 

sector-focused structures common to the public sector. The need to 

incorporate private sector perspective within logistics policies is an 

additional incentive for the creation of new institutions to lead initiatives 

in this field.  

8. This Report makes a detailed analysis of the challenges and problems 

associated with the four topics identified in the preceding point, and presents 

recommendations of a general nature for their solution. The presentation of general 

recommendations to resolve the various questions analyzed in this Report is intended to 

act as a catalyst for a process of discussion between the various players involved, 

including the public sector, freight shippers, and logistics operators. Matters as complex 

as the situation of the container terminals in the Buenos Aires metropolitan area   and that 

of Ferrocarril Belgrano Cargas, require an approach that is comprehensive and has been 

agreed by all the main players;  only then can policies be designed and implemented that 
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will generate results that will be sustainable in the long term. In line with the foregoing, 

the recommendations presented are of a general and indicative nature, stressing the need 

for a deeper analysis to be able to count on reliable, up-to-date information on which to 

base the decision-making process.    

 

PRINCIPAL CHALLENGES FACING NODES ANALYZED 

 

Logistics in the NOA 

9. The northwestern region‟s main economic activities are strongly linked to the 

exploitation and processing of primary resources, as seen in the composition of 

regional exports and the structure of its industrial sector. Main mineral and energy 

resources are copper ore, oil and gas. Primary products consist mainly of  sugar cane, 

tobacco and soybean, the latter having grown in importance with expansion of the 

agricultural frontier. Citrus-growing benefits from a significant competitive advantage, 

with much of its production being exported. The structure of regional exports is heavily 

weighted in favor of primary products, fuel and energy. These headings account for 75% 

of NOA exports. The NOA contains 8% of the country’s industrial establishments, and 

most of these are concentrated in Salta and Tucumán. This sector offers two characteristic 

features: first, most industries are based on exploitation of the raw materials that exist in 

the region. Second, there are strong contrasts between the scale of establishments; on the 

one hand there are a limited number of vertically-integrated major companies that are 

long-standing in the region, recording large sales volumes on domestic and also foreign 

markets, mainly in the agri-business sector. There are also numerous SMEs that supply 

the regional market with goods and services, or whose businesses are linked to those of 

the large corporations.  

10. The great distances that separate the NOA region from the ports and the 

country‟s main centers of consumption, as well as the limited volume of their 

production when compared with the Pampean region, present significant challenges 

from the point of view of transport. The distances separating the main production 

centers in the NOA from the three provinces with the greatest economic activity in the 

country (Buenos Aires, Cordoba and Santa Fe), and the low relative level of their 

production, place the region at a disadvantage with regard to transport supply, which is 

evident from the scarcity of services, delays, and in some cases, higher rates. This 

situation worsens during the harvest season, as this takes place simultaneously in both 

regions. The most important freight movements originating in the NOA have two main 

destinations: the ports of Rosario and Buenos Aires in the case of exports, and the main 

consumption centers (Buenos Aires, Cordoba and Rosario) in the case of production 

intended for the domestic market. These destinations are in the same geographical region, 

so both flows overlap, contributing to the concentration of freight on the north-south axis. 
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11. A regional productive structure heavily based on primary products and their 

derivatives, and the absence of large consumption centers in the region, lead to a 

marked concentration of freight traffic on north-south flows, the direct result of 

which is an imbalance in freight flows. Most of the production originating in the NOA 

is transported south to the consumption centers and export ports. This output, mainly 

consisting of commodities, requires input from outside the region that is far smaller in 

volume, leading to smaller south-north flows that do not enable compensation of the 

freight flow imbalance. Furthermore, there are no large centers of population in the NOA 

requiring significant flows of products for local consumption to be shipped from the 

south. On average, only 25% of the freight traveling from north to south returns directly 

to the NOA, either as input or finished goods for consumption in the region. The rest of 

the return transports attempt to minimize unproductive routes modifying circuits and 

diverting to other cities, leading to significant delays on the south-north route. 

12. The low density and volume of intra-NOA trade have a negative impact on 

the logistics activities of the companies in the region (with the greatest impact being 

felt by SMEs), reflected in high transport costs and operative inefficiencies that give 

rise to excessively high inventory levels. In the case of distribution flows within the 

NOA region, high capillarity and the limited relative volume at each point generate 

complexities that affect the efficiency of intra-zone transport. These complexities have a 

negative impact on transport flows for SMEs that supply the regional market.   

Availability of transport services is viewed as insufficient by most of the companies 

located in the region. This limitation, added to the long distances, concentration of flows 

on a single axis, and the difficulties in intra-zone transport, present significant challenges 

from a transport perspective. These can be summarized as:   

 Higher costs. 

 Operating inefficiencies: Companies tend to build up inventories to ensure they 

can take up space when transport becomes available. The situation with SMEs is 

even more complicated for two reasons: (i) it is costlier for them to bear the high 

costs of inventory than it is for a company operating on a larger scale; and (ii) 

they do not generally have significant freight volumes that are stable throughout 

the year to enable them to ensure the existence of a permanent freight fleet 

adapted to their specific needs.     

 Delays: This is particularly the case on the south-north (return) leg, as carriers alter 

their routes to accept loads and avoid unproductive trips. 

 

Features of the Supply and Demand of Transport Services in the NOA   

13. There is a marked contrast between the logistics capabilities of large 

companies and the SMEs established in the NOA. In general, large companies 

established in the NOA handle all logistics-related activities internally, including the 

corresponding planning, scheduling, coordination and supervision. This is due to the 

strategic decisions linked to the weight of logistics in their cost structures (in the case of 

commodities, for example), and complexities derived from their products or distribution 

networks. Many of them operate their own truck fleets that meet much of their demand 
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for transport services. The small proportion of freight carried by rail mostly belongs to 

large companies, as they can ensure the large volumes of freight and assume the risk 

associated with the variable nature of railroad transport transit times. SMEs show less 

development in the handling of logistics, and many of them manage the transport of their 

products themselves. Decision by SMEs not to fully outsource their transport (and the 

rest of their logistics activities) is a response to two main factors: first, they need to set up 

transport networks that meet the requirements of their customers, usually located in 

regions with a low trip frequency and that imply the need for the return leg to take place 

empty. Second, given the complexities of zonal distribution, transport performs other 

functions related to company business, such as order taking and collections.  

14. Transport service offer in the NOA is centered on short, medium and long-

distance road haulage, there being no structured storage space offer, nor any public 

sectors for breaking bulk or temporary storage.  Offer is therefore concentrated on 

companies acting exclusively as carriers or “two party logistics” with a limited 

development. This situation affects SMEs in particular, because they do not count on an 

adequate logistics service offering and they are also not easily able to join the circuits of 

the large volumes handled by major companies as there is no intermediate role performed 

by an integrated operator.   

15. At present there are no areas in the NOA where the setting up of warehouses, 

distribution centers and transport bases is encouraged. Large companies possess such 

infrastructure, but this is located within their own facilities and is for their exclusive use. 

Access to such areas is difficult for SMEs, as it implies heavy investment that they are 

not generally in a position to make. The existence of logistics zones would encourage 

synergy (mainly in freight volume) and cost savings that SMEs are unable to achieve 

operating in isolation. The industrial parks that exist in the region could provide an 

interesting opportunity for the location of such installations. Such initiatives should be 

encouraged by provincial governments by means of coordinated actions to enable 

maximizing impacts in the region.  

 

Results of the SME Survey in the NOA 

16. As part of this analysis, a logistics survey was carried out among SMEs in the 

NOA. The following are the most notable conclusions of this survey:   

The most usual destination for sales by the companies responding to the 

questionnaire was the NOA. Indeed, almost 80% of the companies sell their 

products in that region. Bordering countries are the most common international 

destinations: 60% of the companies participating in the survey sell their output in 

Chile and Brazil, the exit points most used by these companies being the Paso de 

los Libres and Cristo Redentor border crossings. Regional exports using Paso de 

Jama are still marginal.   

Trucking is the mode of transport most frequently used by companies in the region to 

reach the domestic market or the ports.  Slightly over 90% of the companies 
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surveyed used trucks as their transportation mode. Railroad use is extremely low, 

as fewer than 10% of the companies use this mode. 

Questionnaire responses show that companies in the NOA do not seem to have an 

advanced level of sophistication in the field of the organization and development 

of logistics.  Over 90% of the responding companies indicated that they did not 

possess a logistics department: in all the companies surveyed logistics tasks are 

handled by personnel also performing other tasks. A total of 67% of the firms 

surveyed do not break out administrative costs of sales, while 80% do not keep a 

record of the cost of transport for their sales.  

The survey delivers significant messages in relation to the institutional weakness in 

logistics matters in the NOA. Almost 91% of the companies responding to the 

survey consider that there is no fluid discussion between the private and public 

sectors on matters impacting on the corporate cost of logistics. Nor do local 

business associations appear to make any contribution to improving the efficiency 

of their members’ logistics systems.   

High cost of service was the main obstacle that SMEs in the NOA perceived in 

relation to logistics matters. The other two obstacles that the companies mentioned 

with greatest frequency were the level of infrastructure in general and the lack of 

transport alternatives (a factor that is especially evident at harvest time).  
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Ferrocarril Belgrano Cargas: Key to the Competitiveness of the NOA 

 

17. One of the restrictions identified by the report on logistics in Argentina that 

the World Bank prepared in 2006 is the low participation by the railroad as a means 

of freight transportation. The deficient operation of the Ferrocarril Belgrano network is 

the main reason behind this limited participation.  During the last twenty years the freight 

transported by this network has recorded a sharply downward trend.  Towards the end of 

the 1980s it carried around 4 million tons, equivalent to 25% of all the country’s rail 

freight. Following years of disinvestment and constant changes in the administration of 

the operation, however, in 2008 freight carried by the Belgrano railroad totaled just 0.9 

million tons,  less than 4% of the country’s total rail freight.  

18. The frequent changes in administration that Ferrocarril Belgrano has 

undergone, analyzed in detail in Chapter 4 of this Report, constitute one of the 

principal reasons behind the decline in the level of activity by the Belgrano railroad 
The following comments reflect on the causes of the weak results from the performance 

by this railroad:   

Constant instability in the network’s administration. During a period of 20 years the 

Belgrano railroad experienced various forms of administration that needed to 

manage a complex network of over 7000 km of track, with dozens of stations, 

thousands of freight cars and numerous workshops, all in a critical state with very 

significant investment needs.  

Complexity in the implementation of changes. Each of the changes of model 

mentioned required at least one year of administrative processes: in addition to the 

short time granted to each type of management, one should subtract the time 

between the issue of the regulations and the actual implementation of the changes. 

The Law on the Reorganization of Railroad Activity passed in 2008 adds a further 

level of complexity to the institutional challenges faced by Ferrocarril Belgrano 

(see following Box). 

Lack of clarity regarding the administration model. The constant, complex changes 

can be linked to the failed attempts to grant the company on concession to the 

private sector in the same terms as the other freight networks in 1992, and to sell 

the majority shareholding to the private sector in 2005. The process endured by 

Belgrano Cargas would seem to indicate that the State has not had an institutional 

understanding and a reasoned position regarding whether to consider this railroad 

as a commercial undertaking, as a regional development tool, or as an outdated 

remainder of a transport system that it wish to shut down. 

Absence of objectives and targets.  The successive contracts have shown a notable 

lack of specifications regarding objectives in the area of transport (such as areas 

and traffic to be served), or targets in relation to tonnage, rate levels, service 

quality, etc.   In this context, it is virtually impossible to measure institutionally the 

success or failure of performance, as there are no parameters on the basis of which 

to do so. 
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A New Institutional Framework  for the Rail Sector: the Law on the Reorganization 

of Railroad Activity  

Through Law 26,352, enacted in March 2008, Argentina adopted a system of vertical 

separation of its rail system. Two separate companies to manage infrastructure and 

operations were formed. The first of these companies, Administración de Infraestructuras 

Ferroviarias (ADIF), “ …will be responsible for the administration of current railroad 

infrastructure, that to be built in future, its maintenance, and the management of control 

systems for rail traffic.”  The second company, Operadora Ferroviaria (SOF), “… will be 

responsible for the providing of both freight and passenger rail services to be assigned to 

it, including rolling-stock maintenance.”  In accordance with the new institutional 

organization, F.C. Belgrano was to be transferred to the management of the new state 

railroad companies; however, these companies are still in the process of being organized, 

and administration continues to be carried out by Sociedad Operadora de Emergencia. The 

condition for the transfer of administration is that the concession contract under which 

SOE operates should be extinguished. At the date this report is being written the Belgrano 

railroad operation remains in the hands of SOE, while the state operating company is 

encountering difficulties in organizing the operational management of the system. 

Presumably the SOE will continue to be responsible for administration at least during the 

whole of 2010. 

 

 

Current Situation of Ferrocarril Belgrano 

19. Ferrocarril Belgrano evidences a very weak operating performance when 

compared with other Argentine railroads and those in the rest of South America. 
Although Ferrocarril Belgrano Cargas has an extensive operations network when 

compared with other railroads in Argentina and the region, it records very low traffic 

levels as a consequence of its current critical state. As can be seen on Table A, Ferrocarril 

Belgrano shows weakness in the case of all the main operational indicators: traffic 

densities are very low and can only be compared with those of AFE in Uruguay, and the 

productivity of workers and freight cars is also deficient.  
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Table A: Comparative Indicators for Railroad Systems and FC Belgrano Cargas 

 
RAILROAD TON - 

KM    

(millions) 

AVERAGE 

DIST.  

(km) 

TON - 

KM per 

km of 

line 

(„000s) 

TON - KM per 

locomotive in 

service 

(millions) 

TON - KM 

per car in 

service („000s) 

TON - 

KM per 

employee

(„000s) 

(1) 

Ferroexpreso 

Pampeano 

1,754 426 457 34 787 2,964 

Nuevo Central 

Argentino 
4,257 495 1,208 47 1,024 2,240 

Ferrosur Roca  2,076 376 880 47 931 2,964 

América Latina 

Logística Central  

3,140 719 736 35 808 2,964 

América Latina 

Logística 

Mesopotámica  

906 577 447 27 549 2,964 

              

BELGRANO 

CARGAS  

828 885 164 28 343 501 

              

Ferrovías Centro 

Atlántico 

10,700 388 1,338 20 943 2,230 

Ferrocarril del 

Pacífico  

1,378 176 797 20 641 1,925 

Ferrocarril Oriental 822 610 661 39 1,101 1,440 

Ferrovías Central 

Andina  

362 224 724 16 381 s/d 

Administración de 

Ferrocarriles del 

Estado  

331 251 202 13 278 285 

Source: World Bank  

(1) Except for NCA and Belgrano, averages are shown for the rest of the Argentine railroads, as there is no detailed 

information.  

 

20. The infrastructure for Belgrano Cargas has suffered marked deterioration, 

mainly because of constant changes in administration and lack of investment.  In 

1989, prior to the first call to tender, the network had a length of 10,840 km although 

much of this was in a severely deteriorated state. This compares with the current 5,000 

km of operating network, of which only 400 km (or 8%) can be described as in a good 

condition. The so-called “Cereals Branch” that runs from Salta, reaching Rosario after 

crossing the province of Chaco and the north of Santa Fe, accounts for 65% of the goods 

carried by the Belgrano Cargas railroad. 

21. Significant investment is currently being carried out by the Railroad 

Infrastructure Administrator (Administradora de Infraestructura Ferroviaria -  

ADIF) with the aim of reversing the deterioration of the network.  The ADIF, with 

the support of the Andean Development Corporation (CAF) is making repairs to certain 

key sectors of the Ferrocarril Belgrano network for an investment of approximately 

US$175 million (AR$650 million). Work covers branches in the provinces of Santa Fe, 

Chaco, Formosa, Santiago del Estero, and Tucumán. The purpose of this work is so that 

the Ferrocarril Belgrano might recover its operating freight carrying capacity of 4 million 
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tons annually.  In addition, it is hoped to generate a multimodal transport hub for the 

output of the north of the country, with outlets to the ports of Barranqueras, in Chaco, and 

Rosario, in Santa Fe.
1
 

22. The company‟s locomotives record a very low availability, and the stock of 

freight cars shows a similar level of deterioration. There has been a drastic reduction 

in the stock of locomotives in service (from 120 at the beginning of the 90s to 30 in 2009) 

which is even more serious if it is considered that some sectors of the network require the 

use of two locomotives. In the case of freight cars, there has been a sharp drop in the 

number of units available in the period from 2007 to date.  Furthermore, it should be 

noted that the existing rolling stock is equipped to carry only a low freight tonnage per 

axle, and coupling devices are obsolete and do not allow for long formations. 

23. The organizational situation of the company -in terms of its key 

administrative and decision-making processes - is also precarious. Under the 

administration mechanism adopted in 2006 -in force as at the date of this report - the 

complex composition of the consortium in charge of the company’s management
 2

 and 

the overlapping representatives of the various partners in several key areas of the 

organization, have made decision-taking very difficult. The administration has had very 

limited time horizons; their immediacy does not encourage the search for internal 

reorganization or any rationalization of processes  

24. Based on estimates elaborated for this Report, the financial situation of the 

Ferrocarril Belgrano operator is precarious, and is strongly dependent on the 

subsidies contributed by the federal government.  Accounts show that Ferrocarril 

Belgrano income has risen sharply, this increase being almost entirely explained by the 

higher subsidies, which rose from $10 million in 2005 to $264.8 million in 2008
3
. 

Transport revenue went up by 25% during this period, from $5.2 million in 2005 to $6.5 

million three years later. This strong increase in subsidies has meant a reduction in the 

relative weight of transport revenue as a percentage of total income, however: such 

revenue has fallen from over 75% of total income in 2005 to less than 20% in 2008.  

Company expenditure increased in a similar proportion, in view of the increased 

spending on current and deferred maintenance, and the payment that SOE received for 

operating the railroad.  Disbursements, which include both maintenance and 

compensation due to operator SOE, rose from 19.4 million pesos in 2005 to 238.8 million 

pesos in 2008. This significant increase reflects a notable rise in investment, although the 

mechanism for deciding on investments, and the procurement process - the operator calls 

for price tenders and renders expenditure monthly to the State - could be having an 

impact of the strong growth of the “deferred maintenance” and “contracting of services” 

                                                 
1
 Information available at: http://www.adifse.com.ar/html/prensa.html 

2
 As from  2006, given the critical situation facing  Ferrocarril Belgrano, the Transport Secretariat 

coordinated the setting up of a group under the name of Sociedad Operadora de Emergencia S.A. (SOE), 

formed by three domestic companies (Macri, Roggio, EMEPA), a Chinese capital company, the Truckers’ 

Union, and the Union Ferroviaria and La Fraternidad railroad workers’ unions.  In June 2006 a contract was 

signed between the State, FC Belgrano Cargas and the SOE, whereby it was to act as the agent of the State, 

receiving a monthly amount to cover its expenditure. 
3
 The average US dollar/Argentine peso exchange rate from  2005 to 2008 was 3.3 pesos per US$1. 
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headings. The other heading showing a sharp increase is “Personnel Expenditure,” 

explained by the wage increases during the period and the overlaying of a new structure 

(that of  SOE S.A.) on top of the existing structure. While expenditure (net of the effects 

of inflation) grew 186%, tons transported did so by 13%. By way of comparison, the total 

level of spending by FC Belgrano Cargas, which carries one million tons, is almost the 

same as that of Nuevo Central Argentino, which carries over 8 million tons annually. 

Current Freight, Outlook and Development Potential  

 

25. Over the last decade the type of freight carried by F.C. Belgrano has shown 

clear signs of greater concentration. In 1998 (the last year the company was managed 

by state enterprise Belgrano Cargas S.A.) the freight handled by the railroad was fairly 

fragmented: grains and by-products, the most significant heading, accounted for less than 

one third of the total cargo transported by Belgrano Cargas. Nevertheless, the growing 

restrictions in relation to locomotive availability and the length of the network in service, 

in addition to increased competition from trucks and the NCA railroad, have forced    

Belgrano Cargas to concentrate on just a few forms of major traffic, practically 

abandoning the rest. The network does however have very considerable growth potential. 

This could be developed in various ways: through more intensive use by the products 

currently transported on existing branches in operation, by expanding service offer to 

new products, by increasing geographical coverage (opening up other branches) or by a 

combination of these options. The growth potential of the business and the corresponding 

investment costs will depend on the strategy adopted. The various strategies are discussed 

in further detail in Chapter 3 of the report.   

 

Rates and Intermodal Competition 

26. Ferrocarril Belgrano‟s rates for grain transport are notably lower than those 

charged by trucks in high season, but only marginally lower in the low season. 

Nevertheless, this proportion is lower than that indicated by transport theory, and 

that is generally adopted to highlight the benefit to users   of modal transference. 

Interviews with shippers in the NOA revealed that rates actually paid for road haulage are 

significantly lower than those proposed on the CATAC tariff schedule, with a marked 

seasonal variation. In high season the rates paid are close to the values indicated on the 

CATAC schedule for medium distances (in the order of 400-500 km), and approximately 

20% lower in the case of longer distances (800 to 1000 km)
4
. Comparison of   F.C. 

Belgrano rates with those effectively charged by road transport show that rail charges are 

equivalent to approximately 50% to 65% of road freight charges in high season, and that 

this gap narrows in the low season to 20% or less. 

27. Despite the fact that the rate difference between Ferrocarril Belgrano and 

trucking rate is less than might be expected given the greater transit time and lower 

                                                 
4
 This is the typical distance for soybean transportation from the production region in Salta to  Puerto San 

Martín. 
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reliability of the Belgrano railroad, the latter‟s users show a willingness to use it 

more often for reasons other than price.  Ferrocarril Belgrano customers in the NOA 

are in general large companies: grain storers, manufacturers of industrial goods, 

vegetable foods exporters, cement companies. During the interviews carried out, in every 

case customers expressed an interest in making greater use of the railroad if it were to 

have the capacity to serve them. The reasons for selecting this mode of transport were not 

based on rate differentials that might compensate for the increased transit time. The main 

reasons indicated were: (i) restricted availability of trucks in high season in the NOA, as 

the Pampean region absorbs the available offer; (ii) the railroad allows rates to be set on 

an annual basis, whereas trucks adjust their rates frequently (mainly because of changes 

in fuel prices); (iii) the railroad offers fewer traffic risks (road blockages); and (iv) 

transaction costs (waybills, documentation) are lower, as shipments are consolidated into 

a few large volume dispatches.  

 

Current  Situation and Outlook for Ocean Container Terminals in the Buenos Aires 

Metropolitan Region  

 

28. The report on logistics in Argentina written in 2006 identified the port 

system in the Buenos Aires Metropolitan Region (RMBA) as one of the principal 

bottlenecks affecting growth by the country‟s trade flows.  The container terminals 

located in the Buenos Aires metropolitan area handle around 90% of the country’s port 

container movement (2008), an indication of the national importance of the matter, which 

extends beyond the local scale. At present there are four main ocean container terminals 

in operation in the metropolitan region: three at Puerto Nuevo (adjacent to the city of 

Buenos Aires) and one at Dock Sud (in the province of Buenos Aires); there are a further 

two at Zárate, with less movement.   Specifically as regards containers, this group of 

terminals forms part of a wider regional market that includes the port of Montevideo and 

terminals in the south of Brazil.   

   Figure A: Share of Container Traffic by Ocean Container.  Terminals in the RMBA (2008) 
 

Buenos 
Aires
65%

Dock Sud
33%

Zárate
2%
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                       Source: World Bank, based on data from the Administración General de Puertos 

 

29. Although the economy continued to expand at high rates in the 2006-2008 

period, during 2007 activity began to level off, suggesting the existence of capacity 

restrictions already anticipated in the 2006 Logistics report. Saturation was 

postponed by the global international crisis. After the crisis in 2001, port movement 

expanded strongly in line with the recovery of the local economy and a strong growth 

cycle in the world economy. As from 2007, however, port activity started to grow at a 

lower rate than the economy. Restrictions on terminal capacity at the Puerto Nuevo 

terminals largely explain this brake on activity levels. Capacity restrictions originate 

basically from the lack of space for bays in Puerto Nuevo, where they are most severe, 

and in the lack of a disciplined system for the programming of receipt and delivery. 

Saturation symptoms postponed by the global economic crisis that significantly affected 

maritime container flows. The decline in commercial activity impacted strongly on 

shipping companies, as they had been expanding rapidly to meet growing demand, and 

when this collapsed it left them facing idle capacity. This situation led shipping 

companies to seek to improve the efficiency of their operating organization, reducing or 

consolidated routes.   

 

 

 

Figure B: Puerto Nuevo and Dock Sud Container Movements (thousands of TEUs) 
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Source: World Bank, based on data from the Administración General de Puertos 

 

Leveling off of activity at the Puerto Nuevo terminals has taken place at the same 

time as Montevideo had been showing steady growth.  Puerto Nuevo business 

stabilized as from 2005; it rose slightly in 2007 (2.9%), but dropped 23.4% in 2008. Dock 
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Sud grew strongly in 2007, only to register the impact of the crisis, although to a lesser 

extent than Puerto Nuevo. Nevertheless, Montevideo has recorded growth even in the 

worst years of the crisis, basically from its handling of transshipment containers: as its 

customs rules for transshipment are convenient, it has captured shipments for Argentina, 

Brazil and Paraguay. Almost all container traffic originating in or destined to ports in 

Argentina’s Patagonian region is transshipped in Montevideo, and in the last two years 

commercial services have arisen for the transport of containers from Argentine river ports 

(Rosario, Zárate, Campana) to Montevideo. 
5
 

 

Table B: Annual Rate of Change in Container Movements 

 2005 2006 2007 2008 2009 

Montevideo 7% 23% 7% 13% -13% 

Puerto Nuevo 27% 15% 3% 3% -23% 

Dock Sud 7% 14% 24% 6% -21% 

 
Source: World Bank, based on data from the Administración General de Puertos and Autoridad 

Nacional de Puertos (Uruguay) 

 

30. Forecasts predict demand in the order of 3 million TEUs for the Rio de la 

Plata terminals in 2015, and 3.5 million for 2020; the Buenos Aires terminals could  

expand their capacity and attend to their proportional part of this demand if they 

can resolve their two principal problems: (i) road accesses, and (ii) port-city 

relations. In 2008 the flow totaled 2.5 million TEUs (1.8 million handled by the 

Argentine terminals in the RMBA and 0.7 million by Montevideo). Forecasts on 

saturation of available capacity made in the 2006 World Bank report will be met, 

although showing a time shift with regard to the scenario in 2006/07. The main obstacles 

to be overcome by existing maritime terminals in order to be able to expand their 

capacity are as follows:   

Puerto Nuevo Capacity problems at the Buenos Aires terminals originate in land 

use conflicts and road access congestion: (i) their location in a densely urban 

environment considerably hinders road access to them - as the roads involved are 

some of the most heavily traveled in the country - as well as railroad access - 

which is becoming no longer viable following the growth of settlements around 

the terminals; (ii) real estate developments in areas close to the port enter into 

conflict with port activities; (iii) problems associated with dredging (accesses and 

maneuvering areas). To date, response to these problems has been slow and 

inefficient. It has not succeeded in developing logistics zones connected with the 

port. There are plans for physical expansion, but they have not coincided with 

regulatory aspects, because at the time this report was being written the 

concessions had still not been renegotiated, generating uncertainty.  

 

Dock Sud: Here the difficulties are less major than at Puerto Nuevo, but expansion 

of capacity is not an easy matter.  There are serious problems with road accesses 

                                                 
5
 One of the reasons for these services is to avoid congestion on the road accesses to the ports in the Buenos 

Aires Metropolitan Area.   
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from the north, and in railroad accesses. Access from the river has been a 

restriction, although it has improved following the dredging of the channel from a 

depth of 27 feet to 33 feet, with a width of 90 feet. 

 

Montevideo: More then half the traffic is transshipment, so road access is not a 

major problem. The main challenge faced by the port - in the medium term -  is to 

enable access by ships with a greater draught.  

 

31. Lack of regulatory definition also presents a challenge to Puerto Nuevo 

expansion, as the concessions have not been renegotiated following the crisis in 2001, 

and the expiry of the concessions is drawing closer. The first concession will expire in  

2012. This situation limits investment decisions by concession-holders; following the 

growth in traffic they are carrying out improvements (for example, with the incorporation 

of post-Panamax cranes), but they are unlikely to undertake any expansion programs in 

such a regulatory context. The port authority - the General Port Administration -

(Administración General de Puertos - AGP), with nationwide jurisdiction - has ambitious 

plans with a horizon set in 2030, but it is not clear that they count on the minimum 

political consensus necessary for their implementation. The Dock Sud terminal has plans 

for expansion (that would allow it to handle not less than an additional 0.5 million TEUs 

annually), and these plans are highly likely to be realized. 

 

32. Prospects for growing demand have encouraged several important projects in 

the region.  Two or three years ago an imminent capacity crisis was diagnosed, and as a 

result various investment projects were drawn up: 

 

Recently agreement has been reached on the construction of a new terminal in 

Berisso (La Plata), and it is now being built. It will add significant capacity ( in 

the order of 500,000 TEUs), and the project for a further multi-purpose terminal 

nearby (at Ensenada) is at an advanced stage.  

 

In Montevideo the main terminal (Cuenca del Plata) is adding a new pier, and a law 

has been passed for the granting on concession of a second terminal.    

 

In the south of Brazil progress is being made on important projects, particularly at  

Itapoá (in Santa Catarina state), at a deep-water site, conceived as a hub by some 

of the region’s leading shipping companies. 

33. The behavior of the leading public sector players in relation to the expansion 

of ocean container terminals shows differences.  Montevideo has taken firm strides on 

the matter of port services for containers,
6
 the result of a policy of state in Uruguay that 

has considered the development of a logistics complex as one of the pillars of national 

growth. This policy has been upheld by governments of various political hues, allowing 

the port to position itself as a good regional option for transshipment. It has gradually 

deepened the cost differential in its favor that exists, and takes advantage of its free port 

                                                 
6
 Some publications are referring to it as “the new Singapore”. 
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designation to place itself at the center of regional distribution; the setting of non-

automatic import licenses by Argentina benefitted it
7
. Argentina, however, shows limited 

coordination in its decision-making: concession contracts have not been renegotiated (as 

part of a process begun in 2002), customs regulations and in-shore navigation rules 

hinder transshipment, and in addition, union conflict is at a very high level. The two 

jurisdictions involved have traditionally recorded little coordination in port matters; these 

are the federal government (responsible for the Puerto Nuevo terminals) and the Province 

of Buenos Aires, to which the new terminals are tending to gravitate.     

 

34. The outlook for the future is uncertain, as it depends largely on the 

resolution of the situation of the Puerto Nuevo terminals. The demand forecasted for 

2015 could be met by the Puerto Nuevo terminals (if they all remain in service), Dock 

Sud with its planned improvements, the Puerto La Plata terminals, and the existing 

terminals and those under construction in Montevideo. Demand foreseen for 2020 will 

require greater capacity, even considering the continued use of the Puerto Nuevo 

terminals (all the concessions will come to an end in 2018); the expansion by Montevideo 

is no doubt intended to fill this gap. Should the Puerto Nuevo terminals be abruptly 

discontinued, a gap could develop that would have to be filled by a new terminal (in the 

area of La Plata, or the region of Paraná de las Palmas). On the other hand, if all the 

expansion plans foreseen for Puerto Nuevo and Dock Sud, the new La Plata terminals 

and all the projects under way in Montevideo (new piers and a new terminal), there could 

be surplus capacity in the region.  

 

 

 

 

Alternatives to Strengthen  the Institutional Organization of the Argentine Logistics 

System 

 

 

35. In recent years, with the reduction in trade tariffs, developing countries have 

shown growing interest in the lowering of non-tariff barriers that affect the 

competitiveness of economies. In this context, the reduction of logistics costs by 

improving the efficiency of each of its components has become a priority on the 

policy agenda. With better awareness of logistics costs, their determinants and impact on 

developing economies, there is a growing consensus on the need to generate efficient 

logistics systems. An efficient logistics system is a fundamental condition for increasing 

the participation of developing economies in global value chains, which in turn translates 

into greater participation in trade, therefore generating conditions for increased economic 

growth. Traditionally, policies intended to reduce logistics costs have focused on 

improving transport infrastructure and simplifying and facilitating procedures and 

regulations. Currently this approach has been replaced by a broader outlook linked to the 

                                                 
7
 Sources consulted at the time this report was being prepared estimated that the loss for Argentine 

terminals from traffic diverted to Montevideo is close to US$250 million annually.  
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value chain concept that gives rise to proposals for actions in the areas of infrastructure, 

service regulation, development of the private sector, and border management. 

36. Although logistics activities are basically services provided by the private 

sector, the role of the State continues to be essential.  Proof of this is the growing 

participation by the State in various initiatives intended to coordinate, plan and 

implement actions in the field of logistics. This change of model for the role of the State 

presents a serious challenge to the institutional capability of the public sector, both in the 

mobilizing of resources and in guiding the discussion among the various players 

participating in the value chain. As a result, analysis of experiences in the public-private 

organization of the logistics sector is essential for the identification of best practices and 

to promote their development. Even so, it should be noted that this identification and 

summary in this report is just a first approximation to the topic, providing lessons and 

revealing trends, but it would need to be deepened and adapted to the specific conditions 

in Argentina.  

 

International Experiences in Public-Private Organization in the Logistics Sector 

 

37. International experience indicates that two public-private models have been 

adopted to coordinate logistics stakeholders: National Trade and Transport 

Facilitation Committees (NTTFC) and National Logistics Councils (NLC). This 

report describes the structure, objectives and actions of the NTTFCs and NLCs to provide 

a reference framework for their future development in Argentina.    

38.  National Trade and Transport Facilitation Committees are the first concrete 

entities linking the public and the private sectors that group together players from 

the logistics universe. Most share the fact that public bodies hold majority representation  

in their structures; most Committees are chaired or led by the Ministry or agency dealing 

with transport matters. Various experiences with this type of organization can be found 

particularly in South Asia and Central Europe (see Table A1 in Annex 1). One of the 

principal roles of the NTTFCs is to coordinate reform initiatives in connection with the 

traditional agenda for the facilitation of transport and/or trade (simplification of 

bureaucratic customs procedures, modernization of regulations for transport operators, 

etc.). NTTFCs were also conceived as environments for the discussion of policies and 

strategies for the logistics and transport sectors; their success has been limited, however, 

because of the lack of effective consultation mechanisms to incorporate the views of 

users and providers of logistics services. The absence of financial and institutional 

sustainability, together with the lack of political commitment by participating players, has 

seriously affected the effectiveness of the NTTFCs. According to international 

experience, the lack of continuity in state funding and any strategy for them to generate 

resources autonomously has in many cases acted to limit their capacity and scope.
8
 

                                                 
8
 UNCTAD, 2002. 
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39. The recent appearance of National Logistics Councils (NLCs) reflects the 

growing interest in the impact of logistics activities on the competitiveness of 

developing countries.  The NTTFC approach to logistics matters was based almost 

exclusively on the reduction of transaction costs by means of the simplification and 

harmonization of procedures and regulations in relation to trade and border crossings. 

The fundamental concept guiding the NLCs, however, is that of the value chain. Based 

on this concept, logistics is understood as the administration of flows of goods, 

information and other resources between their point of origin and their destination. 

Consequently, this new approach covers not only procedures and regulations, but also 

flows of information, transport, inventory, storage, and the financial costs associated with 

physical goods handling. Three NLC models have been identified: (i) those of Malaysia 

and Thailand, where the NLC follows the institutional model of the NTTFC. Both have 

experienced difficulties in making concrete progress and coordinating the various 

interests of public and private participants; (ii) the model of Colombia, which has set up a 

Committee for Trade Facilitation and Logistics (COMIFAL) which operates within the 

sphere of the National Competitiveness System. To date it ha supervised the introduction 

of various measures, such as the simultaneous inspection system, the implementation of 

the Authorized Economic Operator, and the computerization of freight manifestos; and 

(iii) the Australian model, where the Logistics Council is noted for considerable private 

sector leadership, although with state participation. The Council is the main contact with 

the government on logistics topics, and plays an important role in providing technical 

assistance to both its members and the government on logistics and transport matters.  

 

Logistics Observatories 

40. One of the main obstacles to the taking of public decisions on logistics is the 

lack of systematic information measuring sector performance.  Several initiatives, 

mostly incipient, have contemplated the possibility of creating a technical and statistical 

body reporting to the NTTFCs or NLCs with the principal role of research and the 

providing of knowledge, information and statistics for the logistics sector. 

 

41. The various types of information and research generated by these bodies - 

here called Logistics Observatories - include regular measurement of logistics costs 

and other performance indicators for the sector. These objective indicators are a 

fundamental input for policy drafting and to set the basis for productive discussions 

between the public and private sectors. Only measurements using adequate, harmonized 

methodologies, on an appropriate scale, with regular repetition, will enable decision-

makers to determine the magnitude of logistics costs in absolute and relative terms (in 

relation to other countries), the factors that explain or determine such costs, and the way 

in which they impact on different sectors of the economy or players within the logistics 

value chain.  
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42. In addition to the measurement of logistics costs, these Observatories tend to 

evolve into institutions generating technical analysis and a reference library for 

logistics matters. Leading investigation and research by these observatories has included 

case studies and analysis of operational, tactical and strategic matters linked to value 

chains. Other relevant functions include the organizing of actions intended to promote 

good practices and certify the quality of logistics operators, as well as to generate 

discussion forums, congresses and training courses for their members.
9
     

 

National Logistics Strategies 

 

43. Regardless of the institutional model chosen, the design of a national logistics 

strategy (NLS) is a necessary element to guide the definition of policies and concrete 

actions in the logistics sector. Although governments have increased their participation 

in the tasks for coordination, planning and implementation of initiatives in the field of 

logistics, only a few countries have carried out an exercise for the drafting (and 

subsequent revision and updating) of a national logistics strategy establishing the vision 

for the country’s logistics system. 

44. Ideally, national logistics strategies should be the result of interaction and 

dialogue between the government and private sector players, which establish a 

vision (where it is wished to arrive), priorities of various types (a priority ranking) 

and an action plan to achieve them (targets, actions and performance indicators). 
Design of a national logistics strategy is not a simple task, and its implementation 

requires an explicit commitment at the highest political level. Although experience in the 

drafting of national logistics strategies is limited and varied, some common features can 

be identified, an exercise that is performed below for illustration purposes, being in no 

way restrictive: 

 

NLSs are characterized by their horizontality: priorities are assigned to different 

aspects within their logistics systems (transport modality, connectivity, etc.) but 

they do not explicitly assign priority to any sector over any other (Chile is the 

exception: its logistics strategy, currently in preparation, will assign priority to 

three productive clusters).   

NLSs adopt a modern approach to logistics that goes beyond the “traditional” 

focus that assigned priority to infrastructure projects. Investment in transport 

infrastructure, added to the improvement in procedures from the use if 

information technology and the creation of special units, are still present in the 

strategic priorities of developing and developed countries. Nevertheless, new 

elements have been added, particularly those in relation to the management and 

planning of the value chain and the systematic generation of information for the 

sector through the creation of special units (such as logistics observatories).  

                                                 
9
 In the case of Spain, the Club Logístico LÓGICA provides raining and quality certification for the 

providers of logistics services.  
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NLSs are increasingly including sustainability and regional equity objectives. 

Such components deal with the need to incorporate environmentally-friendly 

standards and practices, as well as matters concerned with regional development 

associations and development of SMEs, and energy efficiency. 

The private sector - logistics operators, shippers, carriers, and companies 

linked to the shipping sector - has played an active role in the drawing up of 

NLSs. In several cases, NLS design has been highly inclusive, with the 

incorporation of academics, labor organizations (as in the Colombian case), and 

representatives from the country’s different regions. 

Definition of competences and responsibilities. Some countries have included 

within their NLS the definition of competencies, responsibilities and leadership of 

government entities for the implementation of the recommendations that have 

been made. In addition, in various cases the NLS has established a scheme for 

prioritizing the action plan, together with performance indicators to monitor its 

implementation. 
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RECOMMENDATIONS  

 

45. The analysis carried out in this report has assigned priority to four key areas 

and strategies that affect the performance of the Argentine logistics system:  (i) 

Logistics in the NOA; (ii) the Ferrocarril Belgrano Cargas railroad; (iii) the port 

system in the Buenos Aires Metropolitan Region; and (iv) the institutional  

organization of the Argentine logistics sector. The adoption of policies and actions to 

resolve the problems identified in each of these areas will have a significant impact 

on Argentine logistics costs, and therefore on the competitiveness of the economy. 

Below are the principal policy recommendations corresponding to each of the four areas, 

organized on a table that makes a preliminary evaluation of who should be responsible 

for implementation, their expected impact, and the institutional complexity they imply. 

This listing of priorities is not intended to be definitive or complete, representing instead 

a contribution towards improvement in the country’s logistics performance.   

Area of 

Analysis 

 

Objectives 

 

Projects 

 Responsibility for 

Implementation 

  

Institutional 

Complexity 

  

Impact 

Public Private 

 
 

 

 
 

 

 
 

 

 
 

 
 

 

 
 

 

Logistics in  
NOA 

To ensure adequate 
capacity and 

reliability of the 

transport 
infrastructure on the 

main freight 

corridors   

Improvement of main highways 
and doubling of lanes on main 

freight corridors, with priority for 

National Highways 34 and 9.. 

    

Repair of priority segments of the 

Ferrocarril Belgrano Cargas 

network (see table for Belgrano 
Cargas) 

    

Harmonizing of 

quality standards at 

main border 
crossings  

Generating of conditions for 

efficient operation of border 

crossings. Border crossings with 
Bolivia record the greatest 

problems.   

    

Promotion of 
transport efficiency  

Development of intermodal 
transfer centers in industrial 

zones. Evaluation of feasibility of 

promoting Logistics Activity 
Zones. 

    

Facilitate the modernization of the 

fleet and investment in its 
expansion, with technical and 

credit support for the 

development of the carriers.  

    

Improvement of operation of 
Belgrano Cargas     

Control of compliance with 

transport regulations, preventing 

unfair competition in the sector 

(e.g. control to prevent excess 

weight per axle) 

    

To promote storage 
efficiency  

To design mechanisms to increase 
investment in systems and 

equipment to reduce storage costs 

(forklift trucks, racks, tools to 
optimize space).  

    

To promote training 

for SMEs in general 
logistics matter and 

Delivery of seminars/training 

courses to train SME executives 
in logistics.  
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encourage the 

development of 
specialized human 

resources  

Development of tertiary level 

courses for operating positions 
(Warehouse managers, 

Mechanic’s Assistants, Truck-and 

forklift drivers)  

    

 
 

 

 
Ferrocarril 

Belgrano 

Cargas 

 
 

 

 
To provide an 

efficient and reliable 

freight transport 
service  

Drawing up of a viable and 
socially convenient Business Plan 

that establishes precise targets to 

be met.  

 
  

 
 

 
 

Establishing of a management 

model that ensures effective 

compliance with the Business 
Plan  

 
  

 
 

 
 

Establish a regulatory framework 

that enables strict monitoring of 

compliance with the Business 
Plan.  

 
  

 
 

  

Ensure public funding for the 

operating scheme agreed for   
Ferrocarril Belgrano 

 
  

 
 

 
 

Container 

Terminals in 

the Buenos 
Aires 

Metropolitan 

Area  

Definition of a 

comprehensive long-

term strategy that 
will ensure efficient 

traffic through the 

AMBA container 
terminals  

Preparation of a White Paper 

containing a strategy agreed by 

the various participants in the 
public and private sectors.   

 
  

 
 

 
 

  Encouragement for the 

availability of value added 
logistics services in areas close to 

the container terminals.    

 
  

 
 

 
 

  Resolving of dredging problems 
affecting terminal access channels      

Institutional 

Reinforcement 

of the 
Argentine 

Logistics 

System  

Promotion of the 

coordination of 

policies in relation to 
logistics and 

development of 

mechanisms to 
obtain data relevant 

for decision-making    

Setting up of a National Logistics 

Council      

Design of a National Logistics 
Strategy  

 
  

 
 

 
 

HighMedium-highMedium-LowMínimum Medium  

46. Ferrocarril Belgrano Cargas: The infrastructure for Belgrano Cargas has 

suffered marked deterioration, mainly because of constant changes in administration, lack 

of investment and recent modifications to legislation defining the structure of rail 

transport and its regulation. This report argues that the Belgrano Cargas railroad has the 

potential to become the most efficient mechanism for lowering logistics costs in the 

NOA. Chapter 3 presents a series of strategies intended to achieve the recovery and 

sustainable operation of the Belgrano Cargas railroad. The scenarios defined in this report 

(which are preliminary in nature and should in no way replace deeper studies that will be 

essential if it is intended that Belgrano Cargas should be recovered as an efficient mode 

of transport) and the information obtained from interviews and field visits made within 

the context of this report, all indicate the potential that Belgrano Cargas possesses for the 

development of a freight transport operation that is economically viable and 

environmentally sustainable. Nevertheless, the transformation needed to turn Belgrano 

Cargas into an efficient and reliable operation is of major proportions. The most 

appropriate manner in which to transform Belgrano Cargas would appear to be a 

commitment that is explicit, credible and sustainable over time from the Federal 

Government and the Provinces that could benefit from its services.   
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47. The process for the drawing up of a strategy for Belgrano Cargas should begin as 

soon as possible. It should include at least the following:  

1)Definition of a business plan that is viable and socially advisable establishing 

specific targets to be achieved. This implies identifying the strategy to expand 

business, determining the products, geographical areas and customers that 

represent a priority for the system. This plan should be supported by a realistic 

analysis of the freight market, to establish not only potential demand but also the 

conditions under which the railroad can compete with other means of transport. 

The business plan should identify the risks to fulfillment, and actions to mitigate 

them. Investment programs and plans for operational management, human 

resources, sales and other actions proposed should be aligned with the strategy 

proposed. The business plan should be reflected in a financial model that will 

enable an estimate to be made of the requirements for resources (both financial 

and management), and an economic evaluation that will make it possible to verify 

the social advisability of the undertaking.     

 

2)A management model that will ensure effective fulfillment of the business plan.   
The current regulatory framework allows the management of operations to be 

carried out by means of a concession, or by the companies created by Law No. 

26,352. Should it be decided to adopt this procedure, it should be ensured that 

such companies are properly equipped to implement the strategy, and possess the 

human resources and organization needed to guarantee effective and efficient 

operation of the railroad system. Special attention should be paid to the unifying 

of ADIG and SOF investment plans, to commercial management, and to the 

operating organization of the railroad services.    

 

3)Monitoring of the activities of Ferrocarril Belgrano Cargas using the general 

regulatory framework applicable to railroads in Argentina, strictly controlling 

targets and commitments established in the business plan.   

 

4)Guarantee of public funding, because whatever the management model and 

business plan adopted, operating and capital subsidies will be certain to be needed 

until Ferrocarril Belgrano Cargas generates a volume of business sufficient for it 

to cover its operating costs.  

 

 

48. Port system in the Buenos Aires Metropolitan Region: It is very necessary to 

define a comprehensive strategy for the RMBA ocean container terminals. To do so, it is 

recommended that such a strategy should consider the following aspects:   

1) Terminal planning should form part of a strategy for land use, mobility 

and local economic development, incorporating logistics activities associated 

with the activity of the port.  Efforts should be made to organize value added 

logistics activities (mainly Logistics Activity Zones) in an ordered manner 

around the terminals to generate employment and improve competitiveness. 
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Their development should be combined with land use plans and other tools to 

promote the development of the private sector aimed at SMEs. 

 

2) The problem with access dredging needs to be resolved for terminals 

under both federal and provincial jurisdiction. Although the dredging of main 

channels has been well resolved, terminal access has presented problems at ports 

under both federal and Province of Buenos Aires jurisdictions. It will therefore 

be necessary to settle the matter of sustainable financing for the dredging of port 

accesses without compromising the competitiveness of the terminals or inhibiting 

investments in the sector.    

 

3) There needs to be greater coordination between the plans and regulations 

for federal jurisdiction ports and those governed by the Province of Buenos 

Aires.  It would be advisable to draw up a unified strategy, not just as regards 

port facilities but also in relation to land use policies, mobility and traffic, local 

development, setting up of logistics platforms, and business development. It will 

be extremely important to succeed in reducing regulatory asymmetries between 

the Province and the Federal Government. The City of Buenos Aires should also 

participate in the strategy-drafting exercise, even though it has no jurisdiction 

over port activity, because it will play a key role in defining those policies that 

should be coordinated on the basis of territorial criteria. It is proposed that the 

participants should develop a common program, a sort of “White Paper” that will 

contain the strategy that has been agreed. One possible way to reach such 

strategy agreement would be to gather a group of experts to perform a careful 

participatory planning exercise so that - on the basis of an objective evaluation of 

the current situation, trends and restrictions- it can propose a vision of the sector 

and alternative ways in which it could be realized that can be agreed and 

politically validated by the authorities of the participating jurisdictions at 

workshops.    

 

49. Institutional strengthening of the Argentine logistics system: All the chapters 

in this report have one element in common: the need to design an institutional framework 

that provides an appropriate context to debate, propose, design and monitor policies 

intended to increase the efficiency of the Argentine logistics system. Growing 

international experience in the creation of institutions with the specific purpose of 

drawing up a national logistics policy, and the measurement of logistics costs in the 

economy, and those for logistics chains of relevance to the competitiveness of the 

economy, provide Argentina with the opportunity to build effective institutions.     

50. It is proposed that a National Logistics Council be set up, as well as a Logistics 

Observatory that would depend from it, and that a National Logistics Strategy should be 

drafted. 

51. Given the institutional organization that exists in Argentina, this report proposes 

that the National Logistics Council be placed at the highest hierarchical levels of the 
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Ministry of Federal Planning, Public Investment and Services, or directly within the 

Transport Secretariat reporting to that Ministry. There should be broad participation on 

the Council by public and private sector players. The National Logistics Council could 

perform tasks in relation to the planning and supervision of initiatives on logistics 

matters, and could play a leading role in the development of a National Logistics 

Strategy. Chapter 5 of this report makes a concrete proposal of objectives, a road map, 

and initial functions and activities for an Argentine Logistics Council.          
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1. PURPOSE AND SCOPE OF THE REPORT 

 

52. In 2006 the World Bank wrote a report analyzing the situation of logistics in 

Argentina. That report, entitled “Argentina: The Challenge of Lowering Logistics Costs 

in the Face of Growth in Foreign Trade” was the first World Bank study designed to 

analyze the country’s logistics performance. Based on the government’s specific 

objective to achieve exports of US$60 billion by 2010, the report highlighted the need for 

significant improvement in the efficiency of transport networks and logistics services. 

The report provided decision-makers with policy options that ought to be decided on in 

the short and medium term to resolve bottlenecks in transport infrastructure, improve 

transport services, and reduce logistics costs, all of which measures would result in 

improved export competitiveness.    

53. The 2006 report identified the principal restrictions on trade flows, and 

underlined the risk of congestion at critical nodes that could develop if exports were 

to grow at the rate forecasted at that time (a rate that was in fact exceeded between 

2006 and 2008, but which suffered a significant decline as from the crisis that began 

at the end of 2008). On the basis of the Bank’s own forecasts for trade flows, the report 

estimated the impact of the growth in exports on the country’s main corridors and on the 

availability of logistics services. Based on this information, the main restrictions 

identified in that report were:      

Congestion at the agricultural products export hub around the city of Rosario: 58% 

of total export volumes are shipped from ports located to the north and south of 

the city of Rosario. This trade node is the world’s leading center for vegetable oil 

exports. As a result of the strong growth recorded in physical flow volumes in 

recent years, port and industrial installations have expanded and improvements 

have been made to navigable waterways, but the changes needed for road 

accesses to the terminals have not been made. The resulting congestion has had a 

serious impact on logistics costs, including severe distortion to modal distribution 

unfavorable to the railroad and the generation of considerable negative 

externalities with an impact on the urban environment and road safety.     

 

Congestion in the flow of containers around the Buenos Aires Metropolitan Region: 

Terminals forming the Buenos Aires port system account for over 90% of 

container movement in Argentina. Activity reached 1.4 million TEUs in 2005, 

showing serious signs of congestion because of the lack of container storage 

space, mooring sites and insufficient dredging to allow operation by larger 

vessels. Problems are not exclusively limited to the infrastructure: the operation of 

terminals for the receipt and delivery of containers and Customs operations all 

showed deficiencies that became more evident and activity levels and congestion 

increased.   
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Limited participation by the railroad in freight transport: Freight railroads could 

make a greater contribution to trade competitiveness, carrying a larger proportion 

of the domestic volume of general cargo and containers. Railroad share of 

domestic freight transport is relatively low, in the order of 5% to 8%. With the 

growth by the economy and transport flows as from 2002, its activity increased, 

although not as much as that of road transport.   

 

Delays faced by international road transport, particularly at the Cristo Redentor 

crossing: Avoidable delays to international road transport traffic are due to 

reasons that go beyond highway infrastructure and border controls. They can 

largely be explained by the way transport companies work and the weak 

performance of official bodies at the border crossing-points.   

 

Limited development of multimodal transport: Transport mode combinations and the 

hiring of different modes of transport from a single supplier, practices that are 

being adopted with increasing frequency in more developed economies, have had 

limited development in Argentina. Existing regulations are the main causes 

preventing growth in multimodal transport, particularly the restrictions on free 

circulation of containers, lack of coordination on the limitation of responsibility of 

the various transport modes, and failure to regulate a multimodal transport law 

that was approved almost a decade ago. Lack of infrastructure for container 

transshipment and the reluctance of some consigners and goods carriers to 

combine modes also play a significant role in explaining lack of multimodal 

transport development.  

54. In addition to these restrictions on international trade flows, the high 

logistics costs faced by companies in the Argentine northwest (NOA) were also 

identified as a significant restriction in the 2006 Report. The report included a survey 

of freight-generating companies that revealed that companies located in the northwest of 

the country faced logistics costs of close to 16% of the FOB value of the goods exported. 

These costs were almost 50% greater than the average costs recorded in the Central, 

Northeastern (NEA) and Cuyo regions. Although part of this difference can be explained 

by both the greater average distances from the northwest of the country to the principal 

export nodes and the mix of products that the region exports, the challenge is to identify 

whether there are other variables that explain the greater costs faced by companies 

located in the NOA, and what policies might be adopted to reduce logistics costs. 
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Figure 1: Logistics Costs as % of FOB Value of Goods Exported, by Region 
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Source: Argentina: The Challenge of Lowering Logistics Costs in the Face of Growth in Foreign 

Trade” World Bank, 2006. 

55. From the time that report was prepared and through to the beginning of the 

global financial crisis in the second half of 2008, Argentina‟s trade flows grew at 

rates that were even higher than those forecasted. In this context, the restrictions 

identified in the 2006 report became real bottlenecks for the country‟s trade flows.   
Between 2005 and 2008 the value of Argentine exports grew at an annual average rate of 

19.6%. That growth was explained by an average annual rise of 7.4% in export volumes 

and 11.7% in the prices of the goods that the country sells abroad. In the same period, the 

value of Argentina’s imports has risen at an annual average rate of 26.6%, with volumes 

rising at an average annual rate of 19.3%, and prices increasing at 6.1% annually.    

Table 1: Exports and Imports - Values, Prices and Volumes 

  Exports (annual % change) Imports (annual % change) 

Year Values Prices Volumes Values Prices Volumes 

2005 16.8% 1.8% 14.8% 27.8% 3.8% 23.1% 

2006 15.2% 8.6% 6.1% 19.1% 2.4% 16.4% 

2007 19.8% 11.6% 7.4% 30.9% 7.6% 21.6% 

2008 26.8% 25.0% 1.3% 28.4% 10.7% 16.0% 

Source: INDEC 

56. In value terms, Commodity exports have recorded the greatest growth in 

recent years. Between 2005 and 2008, the value of commodity exports posted an 

increase of 107%. Nevertheless, it should be noted that the main reason for this growth 

has been the increase in international prices of these products: over the period quantities 

exported recorded an accumulated increase of only 7%. Exports of manufactured goods 

of industrial origin (MOI) grew by 86% between 2005 and 2008, driven by a strong 56% 

rise in volumes. Manufactured goods of agricultural origin (MOA) recorded accumulated   

growth of 83% in the 2005-2008 period, although in this case growth has been due 

entirely to higher prices, as volumes exported fell 1%.   
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Table 2: Exports in US$ Millions and % Change, 2005-2008 

  2005 2008 % change 

in value 

% change 

in price 

% change 

in volume 

Primary Products             7,916              16,425    107% 89% 7% 

MOA           13,172              24,050    83% 85% -1% 

MOI           11,953              22,209    86% 19% 56% 

Fuel             6,991                7,905    13% 72% -36% 

Total           40,014              70,589    76% 72% -36% 

Source: INDEC 

57. The main driver behind the growth in imports has been the Fuel and 

Lubricants heading. Between 2005 and 2008 this heading has recorded accumulated 

growth of 179%, explained by a rise of 101% in prices and an increase of 40% in 

quantities. The second most dynamic import heading has been Consumer Goods, with 

accumulated growth between 2005 and 2008 of 113%. It should be noted that this 

expansion has been driven by the rise in quantities (+96% in the period).  

Table 3: Imports in US$ Millions and % Change 2005-2008 

  2005 2008 % change in 

value 

% change in 

price 

% change in 

quantities 

Capital goods             7,011              12,639    80% -1% 83% 

Intermediate goods           10,376              20,227    95% 60% 22% 

Fuel and lubricants             1,545                4,318    179% 101% 40% 

Capital goods parts             4,858                9,960    105% 8% 90% 

Consumer goods             4,765              10,166    113% 9% 96% 

Total           28,687              57,413    100% 21% 65% 

Source: INDEC 

58. The global international financial crisis that began in the second half of 2008 

affected the country‟s trade flows, easing some of the bottlenecks that were already 

beginning to appear along the length of the logistics chain. Measured in current 

dollars, total Argentine exports in the first four months of 2009 were 21.5% lower than 

exports in the same period of 2008. It should be noted that sales abroad of agricultural 

commodities and fuel posted the largest drops in this period, falling 38% and 28% 

respectively. Imports recorded a sharper drop of 38% in the same period. Broken out by 

heading, it can be seen that the two categories that have suffered most from the 

consequences of the global crisis have been imports of Intermediate Goods (with a drop 

of 53%) and imports of Capital Goods (down 43%).   

Table 4: Exports and Imports in US$ millions: Jan-Apr 2008 vs. Jan-Apr 2009 

  Jan-Apr 

2008 

Jan-Apr 

2009 

% Change 

Total Exports 21580 16951 -21% 

Primary products 5337 3319 -38% 
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MOA 7136 6595 -8% 

MOI 6252 4987 -20% 

Fuel 2852 2050 -28% 

Total Imports 17769 11096 -38% 

Capital goods 4340 2459 -43% 

Intermediate goods 6358 2969 -53% 

Fuel and Lubricants 741 528 -29% 

Capital goods parts 3083 1955 -37% 

Consumer goods 3214 2213 -31% 

Source: INDEC 

59. Driven by the country‟s high inflation, Argentina‟s internal logistics costs 

have shown very strong growth in recent years. The monthly logistics cost index 

prepared by CEDOL registered a rise of over 20% in the 12 months between May 2008 

and May 2009.  Furthermore, this same indicator reveals that logistics costs in Argentina 

are currently 463% higher than they were at the end of 2001. Therefore, according to the 

CEDOL index, logistics costs measured in dollars are considerably higher than they were 

in the final months of the currency board mechanism (when the peso/dollar exchange rate 

was set at 1 to 1 by law).    

Table 5: CEDOL Logistics Costs Index 

  Dec-01 May-08 May-09 May-09 vs 

May-08 

May-09 vs 

Dec-01 

Logistics cost index 100,00   465,82   562,90   21% 463% 

Logistics costs on 

transport index 

100,00   441,46   545,18   23% 445% 

Source: CEDOL 

60. Taking as a reference an international benchmark that measures the 

performance of the logistics system, Argentina has improved some of the 

components of its logistics system. Nevertheless, much remains to be done, 

particularly in areas that require initiative and leadership from the State, namely 

Customs and infrastructure.  The World Bank’s Logistics Performance Index shows 

that the country has made some progress with certain of the components of the logistics 

system. In 2010 Argentina recorded a global logistics performance rate of 3.10 (measured 

on a scale from 0 to 5) somewhat higher than the 2.98 recorded in 2007. In an 

international and regional context, Argentina has fallen back slightly, to position 47 in the 

world ranking (down from 45 in 2007), and is in second place in Latin America (the same 

position as in 2007)
10

.  

                                                 
10

 For further details on the logistics performance ranking, see  

http://info.worldbank.org/etools/tradesurvey/mode1b.asp#ranking. 
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Table 6: Logistics Performance Index (LPI) (scale of 0 to 5) 

  LPI Customs Infrastructure International 

Shipments 

Logistics 

Capacity 

Traceability Punctuality 

2010 3.10 2.63 2.75 3.15 3.03 3.15 3.82 

2007 2.98 2.65 2.81 2.97 3.00 3.00 3.50 

Source: Logistics Performance Index, World Bank 

 

61. In 2010 Argentina‟s logistics system is facing significant challenges (rising 

internal logistics costs as a consequence of a sharp increase in inflation and a 

recession on the external front that adds uncertainty as to when, and by how much, 

demand for Argentina‟s exportable goods will recover) that are external and 

therefore impossible to control. The best way to face these challenges is through the 

implementation of policies aimed at reducing or eliminating the main restrictions 

seen in the logistics system. In this regard, the need to adopt policies that help to reduce 

the country’s logistics costs becomes increasingly urgent.  As operating margins fall, 

every percentage point of logistics costs that can be lowered will be a determining factor 

in ensuring that the country’s exports do not lose markets abroad. 

62. Based on the diagnosis in the 2006 report, and in view of the development of the 

Argentine logistics system through to 2010, the purpose of this report is to analyze in 

detail two physical components that are critical to the performance of the Argentine 

logistics system - accessibility for the northwestern region (including an evaluation of 

Ferrocarril Belgrano Cargas) and the strategy for expanding capacity of the maritime 

container terminals in the Buenos Aires metropolitan region- proposing a road map for 

the establishing of an institutional organization to define and implement continuous 

monitoring of the national logistics agenda.  
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2. ANALYSIS OF LOGISTICS IN NORTHWEST ARGENTINA 

 

IDENTIFICATION OF FLOWS AND PRINCIPAL CHARACTERISTICS 

 

63. The Argentine Northwest (NOA) comprises the provinces of Catamarca, Jujuy, 

Salta, Tucumán and Santiago del Estero and covers an area of 470,184km
2
, one twelfth of 

the territory of Argentina. Regional gross domestic product is equivalent to 5.6% of 

national GDP.  

64. The NOA, like the provinces in the south of the country, is noted for the great 

distances separating it from the country’s main centers of consumption (Table 9). These 

distances, together with the NOA’s production matrix, ensure that the cost of logistics is a 

determining factor for the region’s competitiveness.    

Table 7: Area of Provinces in NOA Region 

 

Province Area (km
2
) % 

Country total 3,761,274  

Catamarca 102,602 2.7 

Jujuy 53,219 1.4 

Salta 155,488 4.1 

Santiago del Estero 136,351 3.6 

Tucumán 22,524 0.6 

Total NOA 470,184 12.5 

Source: INDEC and Instituto Geográfico Militar 
 

 
Table 8: NOA, Provincial Share of GDP 

 

Province Provincial Share of 

GDP 

Catamarca 0.6% 

Jujuy  0.9% 

Santiago del Estero 0.8% 

Salta 1.5% 

Tucumán 1.8% 

Total share of national GDP 5.6% 

Source: Indec 2004 
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Table 9: Distances Between NOA Provinces and Principal Consumption Centers in 

Argentina 

 

Km 

Origin/Destination 
Jujuy Salta Tucumán 

Santiago del 

Estero 
Catamarca 

City of Buenos 

Aires  

1160 1625 1310 1150 1150 

Santa Fe (Rosario) 1107 1074 767 607 770 

City of Córdoba  930 897 590 430 440 

Mendoza 1345 1227 1005 997 773 

Source: World Bank 

 

 

Natural Resources and Main Economic Activities 

 

65. The region has a wealth of varied natural resources, and possesses wide areas 

suitable for farm crops and fruit-growing. The region‟s main economic activities are 

strongly linked to the exploitation and processing of primary resources.  Main 

mineral and energy resources are copper ore, oil and gas. The region is a leading grower 

of sugar cane and tobacco, and its agricultural frontier has been extended strongly in 

order to cultivate soybean. Citrus-growing benefits from a significant competitive 

advantage, with much of its production being exported. The region also enjoys significant 

forestry wealth in the sub-Andean hills.    

66. The NOA contains 8% of the country‟s industrial establishments, and most 

of these are concentrated in Salta and Tucumán. This sector offers two characteristic 

features: first, most industries are based on exploitation of the raw materials that exist in 

the region. Second, there are strong contrasts between the scale of establishments; on the 

one hand there are a limited number of vertically-integrated major companies that are 

long-standing in the region, recording large sales volumes on domestic and also foreign 

markets. On the other, there are numerous SMEs that supply the regional market with 

goods and services, or whose businesses are linked to those of the large corporations. 

Agri-businesses head the list of major companies: sugar mills, citrus processors and 

sellers and tobacco companies are among the most significant. They are followed in     

importance by companies that exploit mineral and hydrocarbon resources, located in 

Catamarca and Salta respectively. It is also worth mentioning the existence of a dynamic 

industrial metalworking sector (auto parts and machinery) and the growing relevance of 

wine-growing and tourism. The following map indicates the geographical location of the 

various activities carried out in the region.    
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Figure 2: Geographical Distribution of Resources and Principal Economic Activities - NOA 

 
Source: Ministry of Economy and Public Finance, Economic Policy Secretariat 

 

 

67. The structure of regional exports is heavily weighted in favor of primary 

products, fuel and energy. These headings account for 75% of NOA exports.  Table 

10 shows that total NOA exports in 2007 totaled US$ 4.3 billion (7.2% of the country’s 

total), a notable increase compared with the US$1.9 billion exported in 2003 (6% of the 

total exported by Argentina). This growth has been explained by both growth in the 

volume exported and higher prices.   
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Table 10: NOA Regional Exports, 2007 

 

Major Headings US$ millions % 

   

Primary Products 2,901.2 66.8 

Vegetables 183.3 4.2 

Citrus fruit 195.4 4.5 

Wheat 95.8 2.2 

Corn 100.3 2.3 

Soybean 304 7 

Unprocessed tobacco 177 4.1 

Copper ore and concentrates 1,752.9 40.4 

Other primary products 92.5 2.1 

   

Manufactured Goods of Agricultural 

Origin  

436.2 10 

Unprocessed sugar cane 40.1 0.9 

Other sugars and jams 68.7 1.6 

Olives 52 1.2 

Fruit and vegetable juices 48 1.1 

Prepared hides and leather 41.4 1 

Others 186 4.3 

   

Manufactured Goods of Industrial 

Origin  

583.4 13.4 

Inorganic chemical products  88 2 

Essential oils and resins 113.7 2.6 

Paper. cardboard and their manufactures 74.7 1.7 

Precious stones and metals 62.7 1.4 

Vehicle and tractor spares and parts  129.2 3 

Others 115.2 2.7 

   

Fuel and Energy 422.2 9.7 

Gasoline 270.1 6.2 

Other fuels 22.5 0.5 

Petroleum gas 90.3 2.1 

Electricity 39.3 0.9 

TOTAL 4,343.1 100 
 

Source: Salta Chamber of Foreign Trade 

 

68. The following paragraphs provide a brief summary of the characteristics of the 

sectors in the NOA that are most representative of the region, whether because of their 

impact on employment or their high production and export volumes.   

69. Sugar. Argentina produces 2.3 million tons of sugar annually, and 99.5% of this 

production is centered in the NOA. Some 66% of total output originates from Tucumán, 

the rest being shared by Jujuy and Salta. This sector employs 46,000 people in the region 

in the harvest and at the mills. A total of 86% of all sugar production is sold on the 
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domestic market, while 14% is exported. In the case of domestic sales, 60% is used in 

manufacturing, while the remaining 40% is sold as white sugar for domestic 

consumption. This sector is noted for the high cost of transport because of the long 

distances between production areas and the main consumption centers. Transport costs 

from the shipment of raw material are significant, as the physical movement of sugar 

cane annually totals 20 million tons. 

 

Figure 3: Destinations of Argentine Sugar Exports (in %), 2007 

 

 
Source: Agriculture Secretariat 

 

70. Citrus fruit. Argentina is the world’s eighth largest producer of citrus fruit, and 

the world’s leading producer of lemons. Argentina’s citrus fruit output in 2005 totaled 2.5 

million tons, of which 49% were lemons, 29% oranges, 16% mandarin oranges and 6% 

grapefruit, Citrus-growing in Argentina is spread across 2 regions: the NOA that 

produces 65% of the country’s total, with oranges, grapefruit and in particular lemons 

being grown in Tucumán, and the Northeast of Argentina (NEA), where orange and 

mandarin orange cultivation predominates.     

71. A total of 86% of Argentina’s lemon crop is grown in Tucumán, with an excellent 

yield per hectare in international terms. The main industrialized lemon products are 

essential oil, concentrated juice, frozen pulp and dehydrated skins. Argentina’s 

production holds a firm competitive advantage, as it is almost the only alternative 

counter-seasonal (July-October) producer, global supply in the November-July season 

being dominated by Spain.  

72. The citrus sector shows a high level of vertical integration. Over 80% of 

companies in the industry produce the raw material, pack it, sell it and export the fresh 

fruit. As these industries are located close to production areas, domestic consumption and 

exports account for the bulk of the demand for transport, centered on road haulage.  

Nevertheless, the NCA railroad is used to carry significant volumes of lemons for export 

from Tucuman to ports in the province of Buenos Aires.  

73. On long domestic freight routes, most of the citrus transported is not refrigerated, 

basically because of the time of year the harvests take place. In the case of export 

shipments travelling by truck, all freight is carried in refrigerated vehicles.   
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74. This sector is noted for the high costs of transport because of the distance between 

centers of production and the main ports used for exports. As the harvest takes place in 

the same season as the coarse grain harvest (soybean, corn and sunflower), citrus fruit 

transport faces restrictions because of the low availability of trucks and hold space on 

vessels.   

 

Table 11: Destination of Fresh Fruit Production (% volume) 

 

 Industry 
Domestic 

Consumption 

Exported 

Fresh 

Lemon 70% 4% 26% 

Mandarin 22% 59.5% 18% 

Orange 30% 48% 22% 

Grapefruit 52% 34% 15% 

Total 51% 26% 23% 

Source: Fedecitrus, based on 2005 production figures 

 

 

Table 12: Export of Citrus Fruit, Volume by Port, 2005 

 
Campana 

Buenos 

Aires 
San Pedro Zárate Rosario Total 

Lemon 188,459 66,711 44,397 18,446 5,424 323,437 

Grapefruit 20,969 8,348 2,597 1,259 585 33,758 

Orange 56,279 23,834 40,184 7,743 502 128,542 

Mandarin 7,090 39,280 12,243 1,770 32 60,415 

Total 272,797 138,173 99,421 29,218 6,543 546,152 

Total % 50% 25% 18% 5% 1% 100% 

Source: Fedecitrus, based on 2005 production figures 

 

 

75. Mining. Argentine mining output posted a sharp increase in recent years, 

although its impact on the country’s total GDP remains low (below 2%). Ore mining 

takes place in Catamarca, Jujuy, San Juan and Santa Cruz. The NOA region accounts for 

42% of the country’s mining output, and within this region, Catamarca accounts for 87% 

of the activity, with production targeting foreign markets. The most important fields are: 

 

 Minera la Alumbrera: This is Argentina’s largest mine, located at 

Andalgalá, Catamarca. It is one of the world’s 10 largest copper-mining 

undertakings, and one of the world’s top 15 gold mines (in 2006 it 

exported 190 million tons of copper concentrate and 23 thousand tons of 

gold concentrate). 

 

 Salar del Hombre Muerto: This is one of the world’s largest lithium fields. 

It is located in the middle of the Catamarca high plateau or puna, in the 

department of Antofagasta de La Sierra. As a result of the Mining 

Integration Treaty signed by Argentina and Chile (providing for “mutual 

cooperation to reduce operating costs and make improved use of 
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infrastructure”), it has been provided with a direct outlet to the Pacific 

Ocean.    

 

 

76. In 2006, mining exports totaled US$ 2.78 billion, 90% corresponding to 

shipments of mineral ore. A recent report by the Argentine Industrial Union (UIA) puts 

transport costs at 75% of the total cost of the unprocessed mineral, and 35% of the cost of 

the processed ore. 

  

Figure 4: Mineral Exports by Country of Destination (in % of total tons), 2006 

 

 
Source: UIA 

 

77. According to the World Bank logistics study carried out in 2006, companies in the 

sector did not face major difficulties in shipping these growing flows. Given the scale of 

the mining undertakings, most companies handle their logistic activities internally, so that 

in many cases they have built up their own transport infrastructure.   

78. The logistics chain for Minera La Alumbrera is an interesting case, as its output 

represents close to 50% of the country’s mining exports. In an initial stage, water is 

added to the concentrate produced at the mine so it can be carried along a 316 km mineral 

duct running from the mine to the filtration plant the company owns at Cruz del Norte, 

province of Tucumán. From Tucumán, the ore is carried by the Ferrocarril Nuevo Central 

Argentino (NCA) railroad to the company’s port facilities at Puerto General San Martín, 

in the Province of Santa Fe. Minera La Alumbrera purchased the rolling stock it needed 

to transport the concentrate to the ports for export. La Alumbrera has a long-term contract 

with NCA under which it will be responsible for rolling stock maintenance and NCA will 

be responsible for maintaining the physical infrastructure. 

79. Tobacco. The provinces of Misiones, Jujuy and Salta, contribute 90% of the 

country’s tobacco production. In some of the departments of Jujuy and Salta, over half of 

all jobs rely on this crop, and small growers account for over 90% of the total number of 

farms. Tobacco was Jujuy’s principal export product in 2006. In Misiones and Salta, 

tobacco was the third and second most important export product respectively.  
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Figure 5: Relative Importance of Tobacco Exports, 2007 

 
Source: Nobleza Piccardo 

 

Freight Flows 

 

80. The great distances that separate the NOA region from the ports and the 

country‟s main centers of consumption, as well as the limited volume of their 

production when compared with the Pampean region, present significant challenges 

from the point of view of transport. Argentina’s economic activity is highly 

concentrated: 3 provinces (Córdoba, Santa Fe, and Buenos Aires) account for around 

50% of GDP, generate 68% of Argentina’s exports
11

, contain 75% of the country’s 

industrial establishments (see Figure 6) and therefore have a high level of demand for 

transport. The distances separating the main production centers in the NOA from these 

provinces, and the low relative level of their production, place the region at a 

disadvantage with regard to transport supply, which is evident from the scarcity of 

services, delays, and in some cases, higher rates. This situation worsens during the 

harvest season, as this takes place simultaneously in both regions. The most important 

freight movements originating in the NOA have two main destinations: the ports of 

Rosario and Buenos Aires in the case of exports, and the main consumption centers 

(Buenos Aires, Cordoba and Rosario) in the case of production intended for the domestic 

market. These destinations are in the same geographical region, so both flows overlap 

(see Figure 6), contributing to the concentration of freight on the north-south axis 

analyzed in the following paragraph. 

  

                                                 
11

 Percentage corresponding to average exports from 2003 to 2007. Source: Indec 
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Figure 6: Number of Industrial Establishments, by Region, 2007 

 
Source: UIA, 2007 

 

 

Table 13: Principal Routes for the NOA – Ports and Centers of Domestic Consumption 

Logistics Corridor 

 

Consumption 

Centers 

Domestic Market   

Jujuy Salta Tucumán Catamarca 
Santiago del 

Estero 

Buenos Aires RN 34, RN 9 RN 34, RN 9 RN 34, RN 9 RN 34, RN 9 RN 34, RN 9 

Santa Fe RN 34, RN 9 RN 34, RN 9 RN 34, RN 9 RN 38, RN 60, 

RN 9 

RN 34, RN 9 

Córdoba RN 34, RN 9 RN 34, RN 9 RN 34, RN 9 RN 38, RN 60 RN 9 

Cuyo RN 34, RN 

40 

RN 34, RN 

40 

RN 34, RP 27, 

28 y 29, RN 

141 

RN 34, RP 27, 

28 y 29, RN 141 

RN 64, RN 38 

Source: World Bank 

 

81. A regional productive structure heavily based on primary products and their 

derivatives, and the absence of large consumption centers in the region, lead to a 

marked concentration of freight traffic on north-south flows, the direct result of 

which is an imbalance in freight flows. Most of the production originating in the NOA 

is transported south to the consumption centers and export ports. The relative importance 

of primary products and their derivatives in the region’s production structure implies that 

there is limited supplying of input to local establishments, weakening the potential for 

south-north flows to offset the imbalance. Furthermore, there are no large centers of 

population in the NOA requiring significant flows of products for local consumption to 

be shipped from the south. On average, only 25% of the freight traveling from north to 

south returns directly to the NOA, either as input or finished goods for consumption in 
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the region. The rest of the return transports attempt to minimize unproductive routes 

modifying circuits and diverting to other cities, leading to significant delays on the south-

north route.     

 

Figure 7: Principal Domestic Destinations and Export Nodes for NOA Production  

 
Source: Strategic Territorial Plan   

 

82. In the case of distribution flows within the NOA region, high capillarity and 

the limited relative volume at each point generate complexities that affect the 

efficiency of intra-zone transport.  The three most populous cities in the region (San 

Miguel de Tucuman, Salta, and San Salvador de Jujuy, with populations of 527,000, 

450,000, and 237,000 respectively) are at an average distance of 300 km from each other. 

There are other centers that can be considered to have a significant population, such as 

San Fernando del Valle de Catamarca, Santiago del Estero, La Banda, Oran and Tartagal. 

At a third level, there are cities and towns with populations of under 50,000 inhabitants. 

Centers of consumption are scattered over a very wide geographical area, generating 

difficulties in the handling of intra-zone flows. In the first place, these complexities affect 

short freight runs for large companies transferring raw material to their processing 

centers. Second, they have a negative impact on the transport flows for SMEs that 

provide goods and services to the large companies and supply the regional market.       

83. The structural imbalance in freight flows and the low density and volume of 

intra-NOA trade have a negative impact on the logistics activities of the companies 

in the region (with the greatest impact being felt by SMEs), reflected in high 

transport costs and operative inefficiencies that give rise to excessively high 

inventory levels. Availability of transport services is viewed as insufficient by most of 

the companies located in the region. This limitation, added to the long distances, 

concentration of flows on a single axis, and the difficulties in intra-zone transport, present 

significant challenges from a transport perspective. These can be summarized as:   

 Higher costs. 
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 Operating inefficiencies: Companies tend to build up inventories to ensure they 

can take up space when transport becomes available. The situation with SMEs is 

even more complicated for two reasons: first, it is costlier for them to bear the 

high costs of inventory than it is for a company operating on a larger scale. 

Second, they do not generally have significant freight volumes that are stable 

throughout the year to enable them to ensure the existence of a permanent freight 

fleet adapted to their specific needs.     

 Delays: This is particularly the case on the south-north (return) run, as carriers 

alter their routes to accept loads and avoid unproductive trips.   

 

 

Analysis of NOA Export Logistics Chains  

 

84. The following paragraphs analyze the transport component of the principal 

export logistics chain for the NOA region.  The purpose of this analysis is to identify 

bottlenecks in the chains considered and propose initiatives to improve the circulation of 

freight flows. To perform the analysis, 9 groups were taken representing the region’s 

most significant export freight items, classified according to their shipment method (the 

resulting groups are shown on Table 14).  

Table 14: NOA Export Products Classified by Type of Freight and Shipment Method  

 

Group 

Code 

Type of Shipment Type of Cargo Specific Products 

1 Containers Unrefrigerated agri-

food 
Dairy goods, honey, yerba mate, 

spices, flower products, tobacco, 

drinks, wool, cocoa. 

2 Containers Refrigerated agri-food Meat and edible waste, fruit, 

sugar and confectionery goods, 

mill products, flour, starch.  

3 Bulk solids Bulk agricultural solids Cereals, seeds and oilseed, 

forage, food industry waste.   

4 Bulk solids Minerals and inorganic 

bulk solids 
Salt, sulfur, lime and cement, 

fertilizer, metal ores.   

5 Bulk liquids Agricultural and/or 

foods 
Fat and animal and vegetable 

oils, edible fats.   

6 Bulk liquids Minerals and/or fuels Mineral fuels, mineral oils and 

their distillates.  

7 Ro Ro/ containers Vehicles, equipment Vehicles and materials for 

railroads, road transport 

vehicles.  

8 Containers Non-food, non-

dangerous 
Others 

9 Containers Dangerous goods Organic chemical products and 

sundry chemical industry 

products, gunpowder and 

explosives.  

    

Source: World Bank 
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85. The most significant NOA export sector is that of Bulk Solids, in terms of 

both volume and value (see Figure 8 and Figure 9), and these use trucks for over 

90% of freight volume transportation. The main products in this group are minerals 

and bulk agricultural goods. The latter originate in production centers located principally 

in Santiago del Estero, Tucumán and Salta, which are also the provinces with the largest 

share of regional export volumes. Minerals, for their part, originate in Catamarca. The 

larger companies generating bulk solids have developed relatively efficient logistics, 

sharing rail and truck transport to the Rosario-San Lorenzo hub as the export outlet. 

Nevertheless, the railroad’s share of this freight is low, not more than 10% of the freight 

volume. The Containers and General Cargo sector mainly handles freight from the sector 

manufacturing goods of agricultural origin (food and agricultural industry cargoes) 

followed by manufactured goods of industrial origin, with Tucumán, Salta  and Jujuy the 

most significant provinces in these fields. Bulk Liquids are next in importance, 

particularly oil and derivates from Salta.  

Figure 8: NOA Exports – By Type of 

Freight in US$ (2007) 

Figure 9: NOA Exports – By type of freight 

in Tons (2007) 

Graneles 

sólidos, 51%

Vehiculos y 

autopartes, 3%Graneles 

líquidos, 12%

Contenedores 

, 19%

Contenedores 

Reefer, 15%

 

Graneles 

sólidos, 55%

Graneles 

líquidos, 16%

Vehiculos y 

autopartes, 

0%

Contenedores 

Reefer, 21%

Contenedores , 

8%

 
Source: World Bank 

 
 

Table 15: NOA Exports by Type of Freight, Means of Transport, Origin, Port of Exit and 

FOB Value  
Freight Means of 

Transport 

Tucuman Jujuy Salta Santiago 

del Estero 

Catamarca Tons US$ FOB Port of 

Exit 

US$/Ton 

Unrefrigerated 

containers 

Truck  

(100%) 

     

129,991    

   

119,237    

     

159,933    

           

28,193    

 

12,453 

      

449,807    

      

725,296,416    

Buenos 

Aires 

 

1612 

Refrigerated 

containers 

Truck (90%) 

Railroads 
(10%) 

     

516,841    

   

217,660    

     

376,848    

           

11,492    

 

35,881 

  

1,158,722    

      

546,553,488    

 

Buenos 
Aires 

 

472 

Bulk solids Truck (70%) 

Railroads 
(30%) 

     

630,761    

      

61,294    

     

681,093    

    

1,057,967    

 

702,659 

  

3,133,774    

  

1,912,148,794    

Rosario/San 

Lorenzo 

 

610 
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Bulk liquids Truck 

(100%) 

           

5,098    

      

905,255    

 

13 

 

2,989 

      

913,355    

      

465,888,421    

Rosario/San 

Lorenzo 

 

510 

Vehicles and 
auto-parts  

Truck 
(100%) 

        
12,243    

             
12,243    

      
129,316,377    

 
Zárate 

 
10563 

 

Total 

  1,294,934       

398,191    

 

2,123,129    

    

1,097,665    

 

753,982 

  

5,667,901    

  

3,779,203,496    

  

 
Source: Prepared by World Bank based on INDEC data.  

 

86. The predominance of trucking in the export of bulk solids and the coinciding 

of harvest seasons for the main crops in the region lead to high transport costs.  All 

the products from this sector are exported via the Rosario port system, where they arrive 

by truck along the corridors described in the following Table. Given the high volume and 

limited added value in the case of bulk solids, road haulage represents a high cost as a 

proportion of the total value of the goods shipped. At harvest time, given the coinciding 

of seasons for the region’s principal crops, rates increase significantly, as local farmers 

compete among themselves for the limited space on the truck fleet used to transport their 

produce. Table 16 takes the province of Tucuman as an example and shows how 

production - and therefore the associated demand for agricultural transportation - is 

concentrated.    

 
 

Table 16: Seasonality of Agricultural Harvest. Province of Tucumán 

ENE FEB MAR ABR MAY JUN JUL AGO SEP OCT NOV DIC

Arandano 20,00% 4,00% 1,00% 0,00% 0,00% 0,00% 0,00% 0,00% 1,00% 4,00% 20,00% 50,00%

Caña de Azucar 0,00% 0,00% 0,00% 0,00% 2,50% 7,50% 20,00% 40,00% 20,00% 7,50% 2,50% 0,00%

Girasol Confiteria 0,00% 1,00% 78,00% 10,00% 10,00% 1,00% 0,00% 0,00% 0,00% 0,00% 0,00% 0,00%

Limon Eureka 0,00% 0,00% 0,00% 0,00% 3,47% 13,79% 13,79% 13,79% 13,79% 13,79% 13,79% 13,79%

Limon Genova 0,00% 0,00% 0,00% 9,00% 19,00% 19,00% 19,00% 19,00% 15,00% 0,00% 0,00% 0,00%

Limon Lisboa 0,00% 0,00% 0,00% 0,00% 0,00% 14,29% 28,57% 28,57% 28,57% 0,00% 0,00% 0,00%

Maiz 0,00% 0,00% 0,00% 10,00% 19,00% 41,00% 20,00% 10,00% 0,00% 0,00% 0,00% 0,00%

Mandarina Clemenules 0,00% 0,00% 0,00% 0,00% 11,20% 22,20% 22,20% 22,20% 22,20% 0,00% 0,00% 0,00%

Mandarina Ellendale 0,00% 0,00% 0,00% 0,00% 0,00% 21,00% 21,00% 21,00% 21,00% 16,00% 0,00% 0,00%

Mandarina Okitsu 0,00% 0,00% 14,30% 19,05% 19,05% 19,05% 19,05% 9,50% 0,00% 0,00% 0,00% 0,00%

Mandarina Satsuma 0,00% 0,00% 4,30% 17,40% 17,40% 17,40% 17,40% 17,40% 8,70% 0,00% 0,00% 0,00%

Naranja Navel Late 0,00% 0,00% 0,00% 0,00% 0,00% 0,00% 0,00% 36,40% 36,40% 27,20% 0,00% 0,00%

Naranja Valencia Late 0,00% 0,00% 0,00% 0,00% 0,00% 0,00% 9,10% 18,18% 18,18% 18,18% 18,18% 18,18%

Naranja Valencia Seedless 0,00% 0,00% 0,00% 0,00% 3,47% 13,79% 13,79% 13,79% 13,79% 13,79% 13,79% 13,79%

Naranja Washington Navel 0,00% 0,00% 0,00% 0,00% 17,74% 23,50% 23,50% 23,50% 11,76% 0,00% 0,00% 0,00%

Palta Hass 0,00% 0,00% 0,00% 10,52% 21,05% 21,05% 21,05% 21,05% 5,27% 0,00% 0,00% 0,00%

Pasta Lula 0,00% 0,00% 0,00% 12,00% 22,00% 22,00% 22,00% 22,00% 0,00% 0,00% 0,00% 0,00%

Palta Torres 0,00% 0,00% 0,00% 0,00% 0,00% 12,00% 16,00% 16,00% 16,00% 16,00% 16,00% 8,00%

Palta Promedio 0,00% 0,00% 0,00% 7,51% 14,35% 18,35% 19,68% 19,68% 7,09% 5,33% 5,33% 2,67%

Papa Semitardia 15,00% 35,00% 15,00% 10,00% 5,00% 2,50% 0,00% 0,00% 0,00% 2,50% 5,00% 10,00%

Papa tardia 15,00% 35,00% 15,00% 10,00% 5,00% 2,50% 0,00% 0,00% 0,00% 2,50% 5,00% 10,00%

Papa Temprana 15,00% 35,00% 15,00% 10,00% 5,00% 2,50% 0,00% 0,00% 0,00% 2,50% 5,00% 10,00%

Pomelo Marsh Seedless 0,00% 0,00% 0,00% 0,00% 10,10% 13,30% 13,30% 13,30% 13,30% 13,30% 13,30% 10,10%

Pomelo Ruby Red 0,00% 0,00% 0,00% 8,82% 11,77% 11,77% 11,77% 11,77% 11,77% 11,77% 11,77% 8,82%

Pomelo Star Ruby 0,00% 0,00% 0,00% 8,82% 11,77% 11,77% 11,77% 11,77% 11,77% 11,77% 11,77% 8,82%

Poroto 0,00% 0,00% 0,00% 0,00% 0,00% 100,00% 0,00% 0,00% 0,00% 0,00% 0,00% 0,00%

Soja 0,00% 0,00% 4,00% 23,50% 54,50% 18,00% 0,00% 0,00% 0,00% 0,00% 0,00% 0,00%

Sorgo 0,00% 0,00% 0,00% 19,00% 32,00% 19,00% 25,00% 5,00% 0,00% 0,00% 0,00% 0,00%

Tabaco Burley 20,00% 60,00% 20,00% 0,00% 0,00% 0,00% 0,00% 0,00% 0,00% 0,00% 0,00% 0,00%

Trigo 0,00% 0,00% 0,00% 0,00% 0,00% 0,00% 0,00% 0,00% 0,00% 10,00% 53,33% 36,67%

TUCUMAN. CALENDARIO DE COSECHA AGRICOLA - TOTAL COSECHADO POR MES (EN %)

 
Source: Centro Tecnológico de Transporte, Tránsito y Seguridad Vial, Universidad Tecnológica Nacional. Yellow 

highlighting indicates month with highest harvest %. 
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87. Based on the field study performed for this analysis, it can be concluded that 

at the end of 2008, the average low season trucking rate was US$0.035 per ton per 

kilometer. During the 2007 and 2008 harvest season this rate increased to 4.5 - 5 

cents.  Ferrocarril Belgrano Cargas rates were set at similar levels. Although precise 

figures are not available, rates for 2009 have shown drops of between 20 and 30 percent 

because of the increased availability and reduced demand (as production and prices fell). 

Figures 10 and 11 show estimated values for the principal corridors leading to NOA 

production centers
12

. 

 

 
 

Figure 10: NOA, Highway Corridor 1 (Salta/Jujuy-

Santa Fe-Buenos Aires). In pesos (2008) 

Ciudad (Origen-Destino) Ruta KM $ por viaje $ por KM $ por Tonelada $ Por Tonelada KM

Buenos Aires 9

Campana 9 70            500             7.14          25                           0.36                              

Zarate 9 87            600             6.90          30                           0.34                              

San Pedro 9 180          800             4.44          40                           0.22                              

San Nicolas 9 245          950             3.88          48                           0.19                              

Villa Constitucion 9 264          950             3.60          48                           0.18                              

Rosario 34 318          1,050         3.30          53                           0.17                              

Rafaela 34 549          1,400         2.55          70                           0.13                              

Santiago del Estero 9 1,031      2,600         2.52          130                         0.13                              

San Miguel de Tucuman 9 1,280      3,100         2.42          155                         0.12                              

Guemes / Salta 34 1,471      3,800         2.58          190                         0.13                              

Perico 66 1,495      3,800         2.54          190                         0.13                              

SAN SALVADOR 66 1,539      3,800         2.47          190                         0.12                              

Origen

 
 

 

Source: World Bank 

 

                                                 
12

 Rate analysis was based on an exchange rate of US$1 = 3.5 pesos. With the data available it was possible 

to construct the cost of the rate per ton/km taking Buenos Aires as the point of origin. The cost of transport 

from the NOA to Buenos Aires was equivalent (the difference being in the trip time, which is greater from 

Buenos Aires towards the NOA).   
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Figure 11: NOA, Highway Corridor 2 (Catamarca -

Santa Fe-Buenos Aires) In pesos (2008) 

Ciudad (Origen-Destino) Ruta KM $ por viaje $ por KM $ por Tonelada $ Por Tonelada KM

Buenos Aires 9

Zarate 9 87.0        600             6.90          30                           0.34                              

Rosario 9 318.0      1,050         3.30          53                           0.17                              

Cordoba 9 716.0      1,800         2.51          90                           0.13                              

Jesus Maria 9 765.0      1,800         2.35          90                           0.12                              

Dean Funes cruce c.Ruta 157 157 835.0      2,200         2.63          110                         0.13                              

Catamarca 60 1,153.0  3,100         2.69          155                         0.13                              

Origen

 

 
 

Source: World Bank 

 

88. Improvements to the operations, infrastructure and equipment of the 

Ferrocarril Belgrano Cargas railroad would have a strong positive impact on the 

transport flow for bulk solids from the NOA. Given the nature of the products in the 

bulk solids category, the railroad offers significant competitive advantages for its 

transport. Ferrocarril Belgrano currently carries grain, sugar, beans (in containers) and 

citrus fruit; nevertheless, its use by companies in the region is marginal. The deficient 

state of its infrastructure, shortage of locomotives and the inefficiency of its operations 

have led to a steady decline in traffic. Its rates are similar to or slightly below trucking 

rates in the low season, and journey times are long: a trip from Las Lajitas (the heart of 

the soybean region, in the east of the province of Salta) to Rosario takes between 4 to 6 

days, compared with 24 to 36 hours if the transport takes place by truck. Although many 

companies agree on the benefits that the railroad could provide the region’s growers, 

there is considerable skepticism regard the possibility of it achieving levels of flexibility 

and service sufficient to attract increased cargoes without undergoing a thorough 

transformation
13

.  

89. Product chains with greater added value (mainly containerized cargoes), 

exported from the port of Buenos Aires, face difficulties similar to those of bulk 

solids. In the case of containerized and general cargo, there is a need for supporting 

infrastructure such as transshipment nodes, multimodal cargo transfer centers and dry 

ports that would help to reduce the average 2000km round trip by trucks that makes 

access to international markets for NOA products inefficient.  In the final section of this 

chapter a series of actions are proposed to improve freight logistics for containers and 

bulk solids.    

 

                                                 
13

 See Chapter 2 of this report in which the current situation and the prospects for the Ferrocarril Belgrano 

Cargas are analyzed in detail. 
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FEATURES OF THE SUPPLY, DEMAND AND PLAYERS IN THE REGIONAL 

LOGISTICS SECTOR   

 

90. Large companies established in the NOA handle all logistics-related activities 

internally, including the corresponding planning, scheduling, coordination and 

supervision. This is due to the strategic decisions linked to the weight of logistics in their 

cost structures (in the case of commodities, for example), and complexities derived from 

their products or distribution networks. These companies have specialized logistics 

departments and can coordinate up to an average 3,000 truck dispatches per month.  

Many of them operate their own truck fleets, but it is also common for them to sub-

contract point-to-point transport services. It should be noted that the small proportion of 

freight carried by rail mostly belongs to large companies, as they can ensure the large 

volumes of freight needed to achieve economies of scale in the use of this mode.       

91. SMEs show less development in the handling of logistics, and many of them 

manage the transport of their products themselves. Decision by SMEs not to fully 

outsource the transport of their products is a response to two main factors: first, they need 

to set up transport networks that meet the requirements of their customers, usually located 

in regions with a low trip frequency and that imply the need for the return leg to take 

place empty. Second, given the complexities of zonal distribution, transport performs 

other functions related to company business, such as order taking and collections.    

92. Transport service offer is centered on short, medium and long-distance road 

haulage, there being no structured storage space offer, nor any public sectors for 

breaking bulk or temporary storage.  Offer is therefore concentrated on companies 

acting exclusively as carriers or “two party logistics” with a limited development. This 

situation affects SMEs in particular, because they do not count on an adequate logistics 

service offering and they are also not easily able to join the circuits of the large volumes 

handled by major companies as there is no intermediate role performed by an integrated 

operator.     

93. Development of service centers and logistics activity zones could have a 

positive impact on the efficiency of the region‟s SMEs.  At present there are no areas 

in the NOA where the setting up of warehouses, distribution centers and transport bases 

is encouraged. Large companies possess such infrastructure, but this is located within 

their own facilities and is for their exclusive use. Access to such areas is difficult for 

SMEs, as it implies heavy investment that they are not generally in a position to make. 

The existence of logistics zones would encourage synergy (mainly in freight volume) and 

cost savings that SMEs are unable to achieve operating in isolation. The industrial parks 

that exist in the region (see Table 17) could provide an interesting opportunity for the 

location of such installations. Such initiatives should be encouraged by provincial 

governments by means of coordinated actions to enable maximizing impacts in the 

region.       
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Table 17: Industrial Park Areas, by Province 

 

Province Hectares Share of 

Total 

Buenos 

Aires 

3675 40% 

Entre Rios 712 8% 

Mendoza 635 7% 

Rio Negro 429 5% 

Chubut 406 4% 

San Luis 379 4% 

Cordoba 344 4% 

La Rioja 301 3% 

La Pampa 257 3% 

Chaco 252 3% 

Santa Fe 218 2% 

San Juan 95 1% 

NOA  720 8% 

Province Hectares Share of 

Total 

Salta  357 4% 

Santiago del 

Estero 

266 3% 

Tucuman 50 1% 

Jujuy 47 1% 

Catamarca 0 0% 

 
Source: CEP. Centro de Estudios para la Producción (Ministry of Economy and 

Production, Secretariat for Industry, Trade and SMEs)  

 

94. Interviews performed during the preparation of this report at companies in 

the NOA and the main business chambers have not been optimistic regarding the 

possibility of creating logistics centers in the short and medium term. Various 

reasons were given to support this conclusion, the most important being the lack of 

priority assigned to logistics in provincial development plans, lack of awareness of 

potential efficiency gains and cost reductions derived from the setting up of zones for 

logistics activities, lack of funding, and lack of discussion and coordination among the 

leading players in the sector.     
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LOGISTICS AND SMES IN THE NOA: RESULTS OF SURVEY OF FREIGHT 

SHIPPERS  

 

95. This section presents the results of a survey carried out especially for this study 

that was distributed to small and medium-size companies in the NOA
14

 region. The 

survey was performed via Internet during the first half of 2009 and was sent to over 200 

companies.  In response to these invitations, 35 companies answered the questionnaire. 

However, many of these 35 companies submitted partial answers, leaving some of the 

questions blank. There could be various reasons for the limited number of replies, some 

of which are not mutually exclusive: (i) e-mail has not turned out to be the most suitable 

method for carrying out this type of survey in the NOA; (ii) logistics is a sector showing 

little development among SMEs in the NOA, and therefore many of the questions were 

not easy to understand; (iii) information requirements were considered excessive; and (iv) 

companies do not see that responding to such questionnaires will be of any benefit to 

them (through the adoption of public policies that will improve their growth potential and 

their profits). Although the representative nature of the survey could be challenged -

quantitative information might have differed if the sample were to have been significantly 

higher - the results are informative and coincide with the qualitative conclusions obtained 

during preparatory meetings for this report held in the NOA.  

96. It should be stressed that the survey exclusively targeted SMEs in the NOA 

because: (a) the survey of logistics costs included in the report on logistics in Argentina 

by the World Bank in 2006 concluded that SMEs have logistics costs 30% higher on 

average than larger firms; (b) SMEs account for a significant proportion of regional GDP 

in the NOA; and (c) an effort was made to quantify the hypothesis that asserts that 

because of its distance from the main exporting and consumption centers and the lower 

level of economic development in the NOA region, SMEs located there face serious 

structural and institutional impediments to the development of efficient logistics systems.  

 

Characteristics of the Companies Surveyed 

 

97. Most of the companies responding to the survey are located in the province 

of Salta.  More than 50% of the responses came from companies in that province.  The 

Internet survey was also answered by companies located in the provinces of Tucumán 

(29% of all responses), Santiago del Estero (9%), Catamarca (6%) and Jujuy (3%). 

                                                 
14

 The survey can be found in Exhibit 2.  
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Figure 12: Province where Company 

Located 

 

Figure 13: Annual Sales (in US dollars) 
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Source: World Bank 

98. In terms of sales, employment and freight handled, it can be seen that the 

companies responding to the questionnaire fall into the classification for SMEs used 

in Argentina. According to the definition established by the Under-Secretariat for Small 

and Medium-size Enterprises and Regional Development, a company is considered to be 

an SME if its sales are below a certain amount that varies according to sector
15

. These 

annual sales amounts are: agricultural sector (18.2 million pesos), mining and 

manufacturing (60 million pesos), commerce (88.8 million pesos), services (22.4 million 

pesos) and construction (24 million pesos)
16

. A total of 70% of the respondents were 

from companies with annual sales of less than US$2,000,000. Of the remainder, 10% 

reported annual sales of between US$ 2 and US$5 million and 16% have annual sales of 

between US$5 and US$15 million. Lastly, only one of the firms responding had annual 

sales in excess of US$ 15 million. More than 70% of the firms employed fewer that 50 

people, less than 20% had between 50 and 200 employees, while just 9% of respondents 

were companies with 200 employees or more. Lastly, almost all the companies handled 

finished product freight of less than 2000 tons per year. 

                                                 
15

 Under-Secretariat for Small and Medium-size Enterprises and Regional Development, Ordinance 147/06. 
16

 In US dollars, at the average rate of exchange for May 2009, the values are: agricultural sector (US$4.85 

million), mining and industry (US$16 million), commerce (US$23.7 million), services (US$5.97 million) 

and construction (US$6.4 million) 
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Figure 14: Number of Employees 
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Figure 15: Destinations of Domestic Sales 
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Source: World Bank 

Freight and Destinations 

99. The most usual destination for sales by the companies responding to the 

questionnaire was the NOA. Indeed, almost 80% of the companies sell their products in 

that region. The other most frequent domestic destinations are Buenos Aires and the 

Central region, where over 30% of the firms surveyed sell their products. Lastly, the least 

frequent destination is the NEA region.       

100. In the case of international destinations, bordering countries are the most 

frequently mentioned.  Of the universe of companies surveyed that export, 60% sell 

their output in Chile and Brazil, while 40% export to Paraguay, Bolivia or other Latin 

American countries. The exit points most used by these companies are the Paso de los 

Libres and Cristo Redentor border crossings.   

Figure 16: Destinations of Export Sales Figure 17: Export Exit Points 
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Source: World Bank 

101. Given their distance from the principal ports for exports, highway border 

crossings and large domestic centers of consumption, transport times faced by NOA 

companies are high, although not significantly higher than those of other Argentine 

regions a long way from the ports.  Most of the companies responding indicated that 

the transport time for a standard shipment from plant to exit port or border crossing was 
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at least 24 hours. The time incurred for the transport of a standard shipment is not very 

different from that of other regions in the country, except for those close to the ports, 

which, as might be expected record far lower transport times.     

102. Trucking is the mode of transport most frequently used by companies in the 

NOA region to reach the domestic market or the ports.  Slightly over 90% of the 

companies surveyed used trucks as their transportation mode. Railroad use is extremely 

low, as fewer than 10% of the companies use this mode. Given the relatively high 

percentage of companies from Salta in the sample compared with those from Tucumán, 

this reply is not surprising. The only rail option not requiring transshipment available to 

companies in Salta is the Belgrano railroad, which is heavily focused on bulk transport. 

The information obtained by this survey shows that the SMEs produce goods with a 

relatively high value/weight ratio, so that rail transportation is not a feasible option.     

 

Logistics: Internal Administration, Costs and Perception of the Institutional Context 

103. Questionnaire responses show that companies in the NOA do not seem to 

have an advanced level of sophistication in the field of the organization and 

development of logistics.  Over 90% of the responding companies indicated that they did 

not possess a logistics department. Similarly, in almost all the companies surveyed 

logistics tasks are handled by personnel also performing other duties within the company. 

This result is not exclusive to SMEs in the NOA, as it is widespread across the country. 

There are various reasons for this, including the small scale of operations that does not 

provide an incentive for exclusive specialization by personnel in logistics activities, as 

well as cultural factors and the availability of information.  

104. Very few companies answered all the questions in the survey that referred 

specifically to the administration of logistics.  This low percentage of replies seems to 

indicate that many companies do not hold basic information on their own logistics 

operations, or that perhaps they are unaware of the developments that have taken place in 

logistics in Argentina in recent years.      

105. The low level of sophistication in relation to the administration of logistics 

can also be perceived when analyzing the replies to questions on the cost of logistics.  

A total of 67% of the firms surveyed do not break out administrative costs of sales, while 

80% do not keep a record of the cost of transport for their sales. Furthermore, all the 

companies responding declared that they did not carry a record of inventory costs as a 

percentage of sales. Lastly, none of the companies that exported track costs associated 

with export operations (Customs agents, consolidation, port charges, etc.) as a percentage 

of price per unit (or total amount) of export sales. These results clearly show the limited 

information available on logistics.  

106. The survey delivers significant messages in relation to the institutional 

weakness in logistics matters in the NOA. Companies have indicated that there is no 

dialogue between the private sector and the various levels of government concerning 
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logistics; it would also appear that business associations make no contribution to 

improving the efficiency of their members‟ logistics systems.  Almost 91% of the 

companies responding to the survey consider that there is no fluid discussion between the 

private and public sectors on matters impacting on the corporate cost of logistics.       

Similarly, 90% of the companies consider there are no forums for discussion (business 

chambers, foundations, etc.) that effectively promote dialogue on logistics topics among 

significant players.     

107. High cost of service was the main obstacle that SMEs in the NOA perceived 

in relation to logistics matters.   The other two obstacles that the companies mentioned 

with greatest frequency were the level of infrastructure in general and the lack of 

transport alternatives (a factor that is especially evident at the time of the harvest).  

Specifically as regards road transport, high costs are also the main logistical obstacle 

perceived by companies, followed by deficient highway infrastructure and limited service 

offer. Lastly, in the case of railroad transport, the main obstacles identified by companies 

were deficient infrastructure, deficient organization and management by railroad 

operators and the lack of flexibility compared with road transport. 

Figure 18: What obstacles do you consider 

exist in relation to logistics in the NOA? 

Figure 19: What obstacles do you consider 

exist in relation to road transport in the 

NOA ( You may indicate more than one)  

 
 

Source: World Bank 

 
Figure 20: What obstacles do you perceive in relation to railroad transport? 

 
Source: World Bank 
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Survey conclusions 

108. The survey demonstrates that logistics is an area showing very little 

development among SMEs in the NOA region.  Responses to questions in relation to 

internal logistics organization bring to light the very low level of development shown by 

companies in this field. Indeed, most SMEs surveyed lack such basic logistics records as 

costs of inventory and costs associated with their export operations.      

109. Survey results show that logistics is an area that is underexploited by SMEs 

in the NOA.  Therefore, give the substantial productivity and profitability gains 

associated with improved logistics administration from such low levels, it would seem 

timely for the creation of a forum or chamber offering training on logistics-related topics. 

 

RECOMMENDATIONS 

 

110. On the basis of the problems associated with freight logistics in the Argentine 

Northwest described in this chapter, the following Table presents a series of objectives 

and associated projects that could largely contribute to their mitigation. Although the 

execution of some of those projects will naturally fall to public agencies, the 

strengthening of public-private dialogue for analysis of the challenges associated with 

logistics is considered to be a fundamental condition for the definition of efficient 

solutions that will be sustainable in the long term.  

OBJECTIVE PROJECTS 
To ensure adequate infrastructure capacity and reliability 

in the main freight corridors 

Improvement of main highways used by road haulage and 

doubling of lanes on the main freight corridors, with 

National Highways 34 and 9 as a priority.  

Rehabilitation of priority segments of the Ferrocarril 

Belgrano Cargas network (see table corresponding to 

Belgrano Cargas). 
To improve service quality in the main trade nodes   Generation of conditions for efficient operation of border 

crossings with Bolivia.   
To promote transport efficiency Development of intermodal transfer centers in industrial 

zones. Evaluation of the feasibility of promoting Logistics 

Activity Zones. 
Facilitation of the modernization of the fleet and 

investment for its expansion, with technical and credit 

support for the development of the carriers.  
Improvement of the operation of Belgrano Cargas 
Control of compliance with transport regulations, 

preventing unfair competition in the sector (for example, 

controls to prevent excess weight per axle).  

To promote efficient storage Design of mechanisms to increase investment on systems 

and equipment to reduce storage costs (motor elevators, 

racks, tools to optimize space).   

To ensure safety of goods transportation.  Speeding the process for reporting and detecting crime 

(creation of a 911 line for freight-related crime). Generate 

mandatory control at toll stations of the RUTA card.  

To promote the training of SMEs in general logistics Seminars and courses for training of SME executives on 
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matters and encourage the development of specialized 

human resources.  

logistics matters.  

Development of tertiary-level courses for operational 

positions (Warehouse managers, Mechanics’ assistants, 

Truck and motor-elevator drivers, etc.) 
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3. THE BELGRANO RAILROAD: KEY TO THE 

COMPETITIVENESS OF THE NOA 

HISTORICAL DEVELOPMENT 

 

111. One of the restrictions identified by the report on logistics in Argentina that 

the World Bank prepared in 2006 is the low participation by the railroad as a means 

of freight transportation. The deficient operation of the Ferrocarril Belgrano 

network is the main reason behind this limited participation.  During the last twenty 

years the freight transported by this one-meter gauge network -shown on the map in 

Figure 21- has recorded a sharply downward trend. Towards the end of the 1980s it 

carried around 4 million tons, equivalent to 25% of all the country’s rail freight. 

Following years of disinvestment and constant changes in the administration of the 

operation, however, in 2008 freight carried by the Belgrano railroad totaled just 0.9 

million tons,  less than 4% of the country’s total rail freight. (Figure 22). 

 

 

Figure 21: Ferrocarril Belgrano Cargas 

Network 
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112. The frequent changes in administration that this network has undergone 

constitute one of the principal reasons behind the decline in the level of activity by 

the Belgrano railroad. Following the process for the incorporation of private capital to 

infrastructure corporations that began in Argentina in 1989 with the Law on Reform of 

the State, in 1992 the government called a tender for the comprehensive concession 

without subsidy of the F.C. Belgrano network (from which the suburban networks had 

already been split off), for exploitation as a freight railroad. However, as a consequence 

of the decline in traffic, serious problems with the infrastructure, the poor state of its 

locomotives and the vast extent of the network to be granted on concession, there were no 

bidders. In view of the impossibility of placing the railroad on concession, in August 

1993 the authorities decided to create a public company in the name of Belgrano Cargas 

S.A., spinning off the network from Ferrocarriles Argentinos, so that it could take charge 

of the providing of the railroad’s freight transport service until such time as it could be 

transferred to the private sector. Funds were allocated for rehabilitation of the basic 

network, achieving a modest recovery in traffic, which in 1994 had reached what was 

then a historical low. 

 

113. After this first failed concession attempt, the Belgrano Cargas railroad 

experienced several forms of administration, beginning with a direct concession to 

the railroad workers‟ union with financial support from the State, following an 

unusually lengthy administrative procedure.  In July 1997 the government made a 

direct award of the concession to the main railroad workers’ union, the Unión 

Ferroviaria, the conditions for which (including an annual government contribution of 

US$ 50 million for five years) were approved in October 1998, and the concession 

became effective in September 1999. As a result, ten years after the start of the railroad 
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restructuring process, a solution was formally implemented (intended at that time to be 

definitive) for the entire narrow-gauge network of the former Ferrocarriles Argentinos, 

with recognition of the need for a subsidy for its initial recovery. Although because of the 

manner of the contracting (direct), the total lack of administrative experience in the case 

of the awardee, and the absence of any targets and objectives established by the State, the 

outlook for this undertaking were uncertain, it was external conditions that conspired 

against its eventual success: the same year that the contract was signed (1999) and those 

that followed it were times of acute recession  and budgetary restrictions that affected the 

State, preventing compliance with the allocation of the funds that had been committed   to 

the project, leaving Belgrano Cargas in a critical situation.  

114. The economic and institutional crisis at the end of 2001 placed the entire 

railroad system in a state of crisis, but F.C. Belgrano received a different treatment 

from that of the remaining concessions.  A state of emergency was declared for the 

passenger transport concessions in the Buenos Aires Metropolitan Region, and together 

with the freight railroad concessions, they were made subject to a renegotiation process. 

F.C. Belgrano was not included in any of these variants, and although its situation 

merited a declaration of emergency and/or renegotiation of the contract in force, the 

concession continued in a kind of “vacuum,” in financial difficulties and with no 

institutional framework for its treatment.  

115. In 2004 changes were made to the company‟s by-laws in a renewed attempt 

to incorporate private capital which - after almost two years of negotiations - was 

unsuccessful. The company’s shareholding structure was altered to permit the entry of 

private investors with a majority interest, and a consultative council was created with the 

participation of the provinces crossed by the network. Nevertheless, the system of 

governance was such that any potential private investor, even when being responsible for 

the investments, still needed the approval of the union organization for all significant 

decisions. The Consultative Council was to contribute the requirements of the provinces, 

their governments and interested sectors that could exert influence through them. In 

August 2004 bid documents were prepared to enable the submission of bids and the 

subscription of shares, a process that was postponed on several occasions. Despite the 

existence of several interested parties, the bids received were not in accordance with the 

bid document terms, and in October 2005 the bid was declared void. The main causes of 

this failure were probably the impossibility of requesting subsidies, the system of 

governance proposed, and certain failings in the basic information (namely calculation of 

the level and composition of the debt of Belgrano Cargas S.A.).     

116. After this failure, the government declared F.C. Belgrano to be in a state of 

emergency, recognizing the need to contribute public funds for its recovery and 

exploitation, and the possibility of contracting the administration of the company, 

something that finally took place with the involvement of a number of local 

companies, one firm from China, and three union organizations. In April 2006, 

within the context of an ambitions investment program to revitalize railroad freight 

announced at the end of 2005
17

, FC Belgrano was declared to be in a state of emergency 
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for a (renewable) period of six months, and the need for State support to make the 

exploitation viable and increase its level of activity was recognized
18

. The possibility of 

granting non-reimbursable subsidies against future rendering was also contemplated, as 

well as the possibility of contracting out the management of the company. In view of the 

presentations and expressions of interest by various business groups and union bodies 

since the end of 2005, the Transport Secretariat coordinated the setting up of a group 

under the name of Sociedad Operadora de Emergencia S.A. (SOE), formed by three 

domestic companies (Macri, Roggio, EMEPA), a Chinese capital company, the Truckers’ 

Union, and the Union Ferroviaria and La Fraternidad railroad workers’ unions.  In June 

2006 a contract was signed between the State, FC Belgrano Cargas and the SOE, 

whereby it was to act as the agent of the State, receiving a monthly amount to cover its 

expenditure. Part of this expenditure could be obtained via private tender under the 

generic title of “deferred maintenance works.”   

117. In March 2008 a profound institutional change took place; the government 

enacted the Law on the Reorganization of Railroad Activity, whereby two 

companies were created in the form of State Enterprises. Through Law 26,352, 

enacted in March 2008, Argentina adopted a system of vertical separation of its rail 

system, creating two separate companies to manage infrastructure and operations. The 

first of these companies, Administración de Infraestructuras Ferroviarias (ADIF), “ …will 

be responsible for the administration of current railroad infrastructure, that to be built in 

future, its maintenance, and the management of control systems for rail traffic.”  The 

second company, Operadora Ferroviaria (SOF), “… will be responsible for the providing 

of both freight and passenger rail services to be assigned to it, including rolling-stock 

maintenance.”
19

 The law also specifies the roles of the Ministry of Federal Planning, 

Public Investment and Services, including the tasks it should order to be carried out by 

the National Transport Regulation Commission (Comisión Nacional de Regulación del 

Transporte - CNRT) or such body as may replace it. The former is to be in charge of 

strategic planning, regulation of the system, “continuation” of pending contracts 

(concessions), and the creation of regional Administrative Units has been contemplated. 

The CNRT will retain the job of supervising and controlling the companies responsible 

for providing the rail services, as well as actions in the area of railroad safety and 

information-gathering. 

118. In accordance with the new institutional organization, F.C. Belgrano was to 

be transferred to the management of the new state railroad companies; however, 

these companies are still in the process of being organized, and administration 

continues to be carried out by Sociedad Operadora de Emergencia. The condition for 

the transfer of administration is that the concession contract under which SOE operates 

should be extinguished. At the date this report is being written (end of 2009) the Belgrano 

railroad operation remains in the hands of SOE, while the state operating company is 

encountering difficulties in organizing the operational management of the system. 

Presumably the SOE will continue to be responsible for administration at least during the 

first half of 2010. 
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119. After this review of almost 20 years of the performance by the Belgrano 

railroad, during which results have been of little note, the following comments need 

to be made on the reasons for this situation:   

(i)Constant instability in the network’s administration. During this period the Belgrano 

railroad experienced various forms of administration that needed to manage a 

complex network of over 7000 km, with dozens of stations, thousands of freight cars 

and several workshops, all in a critical state with very significant investment needs. 

The Belgrano network has been part of the state rail enterprise, an ad hoc public 

enterprise, a concession awarded directly to the workers’ union, a concession that 

outsourced its management to an interim operator, and is now preparing to be 

incorporated to a new public administration scheme with vertical separation.   

 

(ii)Complexity in the implementation of changes. Each of the changes of model 

mentioned required at least one year of administrative processes: in addition to the 

short time granted to each type of management, one should subtract the time between 

the issue of the regulations and the actual implementation of the changes.   

 

(iii)Lack of clarity regarding the administration model. As well as the constant, complex 

changes, one should also include the failed attempts to grant the company on 

concession to the private sector in the same terms as the other freight networks in 

1992, and to sell the majority shareholding to the private sector in 2005. The non-

inclusion of this company in the contract renegotiation process begun as from the 

declaration of the Economic Emergency in 2002 should also be rated as a failure. As 

a result, the process endured by Belgrano Cargas would seem to indicate that the 

State has not had an institutional understanding and a reasoned position regarding 

whether to consider this railroad as a commercial undertaking, as a regional 

development tool, or as an outdated remainder of a transport system that it might be 

advisable to shut down.    

 

(iv)Absence of objectives and targets.  The successive contracts have shown a notable 

lack of specifications regarding objectives in the area of transport (such as areas and 

traffic to be served), or targets in relation to tonnage, rate levels, service quality, etc.   

In this context, it is virtually impossible to measure institutionally the success or 

failure of performance, as there are no parameters on the basis of which to do so.   

COMPARISON WITH OTHER RAILROADS 

 

120. One way to determine the performance of Belgrano Cargas is to make a 

comparison with other freight railroads, both domestic and regional. The freight 

railroads selected for this comparison (shown on Table 18) are the Argentine companies 

Ferroexpreso Pampeano (FEPSA), Nuevo Central Argentino (NCA), Ferrosur Roca 

(FERROSUR), América Latina Logística Central (ALL CENTRAL) and América Latina 

Logística Mesopotámica  (ALL MESO) and the regional Ferrovías Centro Atlántico 

(FCA, from Brazil), Ferrocarril del Pacífico S.A. (FEPASA, from Chile), Ferrocarril 
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Oriental (Bolivia), Ferrovías Central Andina (Peru) and Administración de ferrocarriles 

del Estado (AFE, Uruguay). 

 

Table 18: Railroad Systems Comparable with FC Belgrano Cargas 

 
RAILROAD COUNTRY LENGTH OF 

OPERATING 

NETWORK 

(km) 

TONS 

TRANSPORTED 

(Thousands of tons 

p.a.) 

Ferroexpreso Pampeano 

(FEPSA) 

Argentina 3,839 4,120 

Nuevo Central Argentino 

(NCA) 

Argentina 3,524 8,595 

Ferrosur Roca (FERROSUR) Argentina 2,359 5,519 

América Latina Logística 

Central (ALL CENTRAL) 

Argentina 4,268 4,364 

América Latina Logística 

Mesopotámica  (ALL MESO) 

Argentina 2,028 1,571 

        

BELGRANO CARGAS 

(FCBC) 

Argentina 5,053 936 

        

Ferrovías Centro Atlántico 

(FCA) 

Brazil 8,000 27,577 

Ferrocarril del Pacífico S.A. 

(FEPASA) 

Chile 1,729 7,830 

Ferrocarril Oriental Bolivia 1,244 1,348 

Ferrovías Central Andina  Peru 500 1,616 

Administración de ferrocarriles 

del Estado (AFE) 

Uruguay 1,641 1,319 

    

Source: World Bank based on Kohon, Jorge (2007), CNRT, FERROCAMARA Annual Report 

and enquiries for this report 

121. At first sight, it can be observed that while Belgrano Cargas is the railroad in 

the sample with the second longest network in operation, it is the one recording the 

lowest traffic. It is evident that this reality is the result of the critical situation this 

railroad currently finds itself in. This can be corroborated by the series of indicators 

shown below, which are summarized on Table 19:  

 Production in tons per kilometer: In the case of this measurement, FC Belgrano 

Cargas is among those railroads with the lowest traffic volumes. Its volume is 

similar to that of Argentina’s América Logística Mesopotámica and Bolivia’s 

Ferrocarril Oriental de Bolivia.  

 Average distance: On the other hand, Belgrano Cargas is the company recording 

the greatest average transport distance. Nevertheless, the average distance has 

been declining in recent years as a consequence of the increase in traffic from the 

north (Salta, Chaco) to Puerto San Martín, and the drop in freight sent to the 

Buenos Aires Metropolitan Region.   
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 Traffic density (ton-km per line km): FC Belgrano records the worst 

performance for this indicator, with levels only comparable to those of  Uruguay’s 

AFE.  

 Locomotive productivity (ton-km per locomotive in service): Belgrano Cargas 

is in an intermediate position compared with the rest of the railroads analyzed. 

Possibly this could be due to the limited number of locomotives in service (30).  

 Freight car productivity (ton-km per car in service): FC Belgrano is the 

second worst, behind AFE, with a level similar to that recorded by Peru’s 

Ferrovía Central Andina. 

 Productivity by employee (ton-km per employee): Once again, FC Belgrano is 

the second worst after AFE, although very far from the rest of the railroads, which 

record productivity that is between four and six times higher.   

 

Table 19: Comparative Indicators for Railroad Systems and FC Belgrano Cargas 

 
RAILROAD TON - 

KM    

(millions) 

AVERAGE 

DIST.  

(km) 

TON - 

KM per 

km of 

line 

(„000s) 

TON - KM per 

locomotive in 

service 

(millions) 

TON - KM 

per car in 

service („000s) 

TON - 

KM per 

employee

(„000s) 

(1) 

Ferroexpreso 

Pampeano 

1,754 426 457 34 787 2,964 

Nuevo Central 

Argentino 
4,257 495 1,208 47 1,024 2,240 

Ferrosur Roca  2,076 376 880 47 931 2,964 

América Latina 

Logística Central  

3,140 719 736 35 808 2,964 

América Latina 

Logística 

Mesopotámica  

906 577 447 27 549 2,964 

              

BELGRANO 

CARGAS  

828 885 164 28 343 501 

              

Ferrovías Centro 

Atlántico 

10,700 388 1,338 20 943 2,230 

Ferrocarril del 

Pacífico  

1,378 176 797 20 641 1,925 

Ferrocarril Oriental 822 610 661 39 1,101 1,440 

Ferrovías Central 

Andina  

362 224 724 16 381 s/d 

Administración de 

Ferrocarriles del 

Estado  

331 251 202 13 278 285 

(1) Except for NCA and Belgrano, averages are shown for the rest of the Argentine railroads, as there is no detailed 

information.  

Source: World Bank based on Kohon, Jorge (2007), CNRT, FERROCAMARA Annual Report 

and enquiries for this report 
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CURRENT SITUATION OF FERROCARRIL BELGRANO CARGAS 

 

122. The infrastructure for Belgrano Cargas has suffered marked deterioration, 

mainly because of constant changes in administration and lack of investment.  In 

1989, prior to the first call to tender, the network had a length of 10,840 km (although of 

this number only 40% could be rated as in a good state). This compares with the current 

5,000 km of operating network, of which only 400 km (or 8%) can be described as in a 

good condition. Another critical aspect of the Belgrano Cargas infrastructure concerns the 

bridges, many of which show structural damage. Many large bridges in the north 

experience the effects of river erosion, and their maintenance is very costly, requiring 

protection for embankments and columns.  

123. Belgrano Cargas currently only maintains two segments in operation, 

although both are in a poor state. The first of these is the so-called “sugar branch” that 

links Salta, Tucumán, Santiago del Estero, Córdoba, Rosario and Retiro. The second is 

the so-called “cereal branch” that runs from Salta, crossing the province of Chaco and the 

north of Santa Fe, and reaches Rosario. It should be noted that according to Secretariat of 

Transport data, this latter branch accounts for 65% of the goods carried by the Belgrano 

Cargas railroad.  

124. The company‟s locomotives record a very low availability, and the stock of 

freight cars shows a similar level of deterioration.  At the beginning of the 90s 

Belgrano Cargas had 250/300 locomotives, although only 120 were in a suitable state for 

operation. In 2005 a company report indicated that of these locomotives, only 20 were in 

service. Lately, company SOE S.A. has stated that its maintenance management has 

increased the availability of locomotives to provide traction for the trains by 40%, thus 

reaching a total of 30 units. This drastic reduction in the stock of locomotives in service 

(from 120 at the beginning of the 90s to 30 in 2009) is even more serious if it is 

considered that some sectors of the Belgrano Cargas network require the use of two 

locomotives. In the case of freight cars, Secretariat of Transport data for 2007 indicates 

that out of a freight car fleet of 5501 units, only 2494 were in service. Nevertheless, it is 

estimated that the current stock of cars in service is in the order of 2200 units. In addition 

to this reduction in the stock of cars in service, it should be added that all cars are of the 

bearing type (5” x 9”) with a maximum load of 17 tons per axle, resulting in a useful load 

of 45 tons per car. In addition, the couplings are all of the clamp type, mostly 5”x 5” and 

also 5” x 7”, which limits long train formations to a maximum of 60 to 70 cars. 

125. In addition to the current state of the Belgrano Cargas infrastructure, 

another relevant aspect is the organizational situation of the company, in terms of 

its key administrative and decision-making processes. Under the administration 

mechanism adopted in 2006 -in force as at the date of this report - the complex 

composition of the consortium in charge of the company’s management, and the 

overlapping representatives of the various partners in several key areas of the 

organization, have made decision-taking very difficult. The administration has had very 

limited time horizons of just 180 days; their immediacy does not encourage the search for 

internal reorganization or any rationalization of processes. Aggravating this situation, the 

last half of 2008 was marked by uncertainty regarding the continuity of current 
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management as a result of the decision to transfer responsibilities to two new state 

railroad companies.    

126. Belgrano Cargas income increased five-fold between 2005 and 2008, mainly 

from the subsidies contributed by the Federal Government
20

. The financial position 

for Belgrano Cargas for years 2005 and 2008 has been estimated on the basis of 

information on freight carried and rates, subsidies received, and spending on personnel. 

The results shown on Table 20, indicated that the railroad’s income has increased 

strongly, rising from $67.1 million in 2005 to $336.45 million in 2008. This increase is 

almost entirely explained by the higher subsidies that the company has received from the 

federal government, which rose from $10 million in 2005 to $264.82 million in 2008. 

Transport revenue went up by 25% during this period, from $5.2 million in 2005 to $6.5 

million three years later. From being equivalent to over three-quarters of the systems 

revenues in 2005, it dropped to being equivalent to less than 20% in 2008.     

Table 20: FC Belgrano Cargas Revenue and Expenditure (in millions of pesos - 2005 and 

2008) 

ITEM 2005 2008 

REVENUE 67.10 100.0% 336.45 100.0% 

  From transport 51.91 77.4% 65.12 19.4% 

  Others 5.19 7.7% 6.51 1.9% 

  Subsidy (1) 10.00 14.9% 264.82 78.7% 

        

EXPENDITURE 67.10 100.0% 336.45 100.0% 

  Personnel 35.92 53.5% 82.05 24.4% 

  Belgrano personnel 35.92  66.45  

  SOE S.A.   15.60  

  Fuel 11.79 17.6% 15.60 4.6% 

  Others 19.39 28.9% 238.80 71.0% 

  Deferred maintenance   69.55  

  Current maintenance   90.72  

  Retribution to operator   15.12  

  Services, security, 

insurance 

  63.408  

      

(1) For 2008 the subsidy indicated results from subtracting from the State contribution (to SOE S.A and 

Belgrano S.A for the payment of wages) the revenue from the sale of transport and other services.   

Source: World Bank, based on consultations and statistical data from the CNRT.   

 

127. Company expenditure increased in a similar proportion, in view of the 

increased spending on current and deferred maintenance, and the payment that 

SOE received for operating the railroad. The “Others” heading, which includes both 

items, during 2005 totaled some $19.4 million, rising to a total expenditure of $238.8 

million in 2008. The way decisions on investment and purchasing management must take 

place -with the operator holding price tenders and rendering expenditure monthly to the 

State- could be impacting on the sharp growth in the “deferred maintenance” and service  

                                                 
20

 Figures in this section are stated in Argentine pesos. The average US dollar/Argentine peso exchange rate  

between 2005 and 2008 was 3.3 pesos per dollar. 
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contracting headings. Another heading showing strong growth has been “Spending on 

personnel,” which went from $35.9 million in 2005 to $82 million in 2008. It should be 

noted that these higher disbursements on personnel are explained by the wage increases 

during the period and the overlaying of a new structure (that of  SOE S.A.) on top of the 

existing structure. While expenditure (net of the effects of inflation) grew 186%, tons 

transported did so by 13%. By way of comparison, the total level of spending by FC 

Belgrano Cargas, which carries one million tons, is almost the same as that of Nuevo 

Central Argentino, which carries over 8 million tons annually. 

 

CURRENT FREIGHT, OUTLOOK AND DEVELOPMENT POTENTIAL  

 

128. Over the last decade the type of freight carried by F.C. Belgrano has shown 

clear signs of greater concentration. In 1998 (the last year the company was managed 

by state enterprise Belgrano Cargas S.A.) the freight handled by the railroad was fairly 

fragmented: grains and by-products, the most significant heading, accounted for less than 

one third of the total cargo transported by Belgrano Cargas. Nevertheless, the growing 

restrictions in relation to locomotive availability and the length of the network in service, 

in addition to increased competition from trucks and the NCA railroad, have forced    

Belgrano Cargas to concentrate on just a few forms of major traffic, practically 

abandoning the rest (Table 21). In effect, during 2008 grains and by-products came to 

represent a little over 80% of the total freight handled by F.C. Belgrano, while the 

participation by other types of freight such as metallurgical products, minerals and fuels 

among others have fallen to next to nothing.  

Table 21: Composition of FC Belgrano Cargas Traffic (in tons and as % of total) 

YEAR 1998 2003 2008 

Tons % Tons % Tons % 

Grains and by-products  563,755 32.3% 570,905 62.3% 753,646 80.5% 

Sugar 180,688 10.4% 165,289 18.1% 124,031 13.3% 

Beans 0 0.0% 37,516 4.1% 30,245 3.2% 

Construction materials 144,732 8.3% 16,740 1.8% 23,806 2.5% 

Metallurgical products 0 0.0% 7,950 0.9% 30 0.0% 

Minerals 200,719 11.5% 26,238 2.9% 0 0.0% 

Oil and liquid fuels 320,739 18.4% 52,264 5.7% 0 0.0% 

Stone and limestone 54,922 3.1% 24,475 2.7% 0 0.0% 

Salt 9,440 0.5% 0 0.0% 0 0.0% 

Other products 269,243 15.4% 14,331 1.6% 3,900 0.4% 

TOTAL 1,744,238 100.0% 915,708 100.0% 935,658 100.0% 

Source: CNRT 

129. Grains and by-products transported by Belgrano Cargas are taken to the 

ports of San Martin and San Lorenzo. This cargo originates in the provinces of  Salta, 

Chaco, Santiago del Estero, Tucumán, Catamarca, Córdoba and the north of Santa Fe. 

Freight in containers, consisting of sugar and beans, originates from the provinces of 

Jujuy, Salta, Tucumán and Córdoba and has as its destination Buenos Aires, Mendoza or 
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Córdoba. Table 22 and Figure 22 summarize the sources and destinations of the principal 

products transported by this railroad. 

Table 22: Origins and Destinations of Traffic on the FC Belgrano Cargas Railroad (2008) 

PRODUCTS TONS ORIGINS DESTINATIONS 

      Stations Province   

GRAINS   753,646       

  Soybean 670,605 Charata, Gral.Pinedo Chaco Pto.San Martín 

     Col.Caroya, Gral Paz Córdoba Pto.San Martín 

     San Justo Santa Fe Pto.San Martín 

     P.Cabado, Macapillo, 

Cnel.Molinedo and 

others 

Salta Pto.San Martín 

     Las Cejas and others Tuc, Sgo, Catam. Pto.San Martín 

  Corn 45,800 Charata, Gral.Pinedo Chaco Pto.San Martín 

     Col.Caroya, Gral Paz Córdoba Pto.San Martín 

     San Justo Santa Fe Pto.San Martín 

     Las Cejas and others Tuc, Sgo, Catam, Salta. Pto.San Martín 

  Sunflower 15,924 Charata Chaco Pto.San Lorenzo 

     Gral Paz Córdoba Pto.San Lorenzo 

  Sorghum 18,690 Charata, Gral.Pinedo Chaco Ptos. S.Martín/S.Lorenzo 

     San Francisco Córdoba Ptos. S.Martín/S.Lorenzo 

     San Justo Santa Fe Ptos. S.Martín/S.Lorenzo 

  Wheat 2,627       

CONSTRUCTION MATS 23.806       

  Cement 23,806 Maquinista Verón Jujuy Resistencia, Rosario, Bs.As 

CONTAINER GOODS 154.276      

  Sugar 124,031 Ledesma Jujuy Bs.As (and Mendoza) 

     Tabacal Salta Bs.As (and Mendoza) 

     Tucumán Tucumán Bs.As (and Mendoza) 

  Beans 30,245 Pichanal, Güemes Salta Bs.As (and Córdoba) 

     Pampa Blanca, Perico Jujuy Bs.As (and Córdoba) 

     Milagro Córdoba Bs. As. 

SUNDRY   3,930      

  Fertilizer 3,075 Pto.San Martín Santa Fe Las Cejas (Tucumán) 

  Sacks 525 Florida Buenos Aires Ledesma (Jujuy) 

  Rails 30 Chenaut Buenos Aires various 

  Others 300 Various   various 

TOTAL   935,658       

Source: World Bank, based on data from SOF S.E 
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Figure 23: Origins and Destinations of Traffic on the FC Belgrano Cargas Railroad (2008) 
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130. It should be noted that in most cases the production carried by FC Belgrano 

is just a minimum proportion of the production generated in each of the areas of 

influence of its stations.  The following table illustrated this low share. The exceptions 

are cement originating from Maquinista Verón and processed beans originating at  

Milagro, goods produced specifically at these locations and entirely carried by this 

railroad. These facts lead to two conclusions. First, there would not seem to be any 

restriction on the side of demand. Second, this reality makes it possible to consider the 

significant growth potential for the operations of Belgrano Cargas. 
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Table 23: Principal Areas of Influence of the Freight Loading Stations 
 Grains Sugar Beans Cement 

Zone Tons 
2008 

Stations % 
Product 

Tons 
2008 

Stations % 
Prod 

Tons 
2008 

Stations % Prod Tons 
2008 

Stations % Prod 

Central 

Chaco 

 

327,948 

 

Charata, Gral 

Pinedo, Avia 
Teraj 

 

4% 

         

 

Salta, 
Jujuy 

 

192,652 

 

JV Gonzalez, 
Macapilo, 

Las Lajitas, 

General 
Pinedo 

 

3% 

   

149,518    

 

Ledesma, 
Tabacal 

 

15% 

    

22,643    

 

Guemes, 
Pampa 

Blanca 

 

7% 

 

23,579 

 

Maquinista 
Veron 

 

100 

East of 
Tucuman, 

West of 

Santiago 
del Estero 

18,245 SP de 
Guayasan, 

Las Cejas 

1%          

Central 

Cordoba 

148,021 Gral Paz, 

Colonia 

Caroya 

1%          

Western 
Cordoba 

         17,123    Milagro     

 

Totals 

 

686,866 

     

149,518    

      

39,766    

   

23,579 

  

100 

Source: World Bank 

 

RATES AND INTERMODAL COMPETITION 

 

131. The preceding analysis has indicated that the FC Belgrano focuses on a few 

types of traffic, with grains strongly predominating, and that its market share is 

relatively marginal. In the areas served by its network, most freight is shipped by 

truck; this leads to analysis of the criteria used by shippers to opt for (or discard) 

the railroad. The factors on which shippers traditionally base their choice of mode are 

price and service quality (transit time, reliability, losses). Particular attention has been 

paid to prices, which are of most relevance in the case of bulk transport. As road haulage 

is the dominant mode, in a competitive context it might be expected that the railroad 

would position its rates at levels similar to those for trucking, with a reduction in the 

freight charge because of providing a lower service quality, principally much longer 

transit times.  For example, the transport of grain from Las Lajitas – at the heart of the 

producing area in eastern Salta – takes approximately 7 days to the ports close to Rosario 

by rail, but only 24 hours by truck. 

132. Ferrocarril Belgrano‟s rates for grain transport are notably lower than those 

charged by trucks in high season, but only marginally lower in the low season.  Rail 

rates are established by the Operating Company, within the maximum margins set by the 

regulator
21

, and the prices paid in the market are generally in line with the rate schedule;   

                                                 
21

 National Transport Regulation Committee, CNRT 
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Table 7 summarizes the main rates by product and by origin and destination. Truck rates 

are negotiated freely; there is an indicative rate schedule drawn up regularly by the 

Argentine Confederation of Road Haulage (CATAC) that sets a reference price for 

freight according to distance. Interviews with shippers revealed that rates actually paid 

for road haulage are significantly lower than those proposed on the CATAC tariff 

schedule, with a marked seasonal variation. In high season the rates paid are close to the 

values indicated on the CATAC schedule for medium distances (in the order of 400-500 

km), and approximately 20% lower in the case of longer distances (800 to 1000 km)
22

. In 

low season the rates for medium distances are approximately 65% of those set by the 

CATAC, and 55% of those for long distances. Comparison of   F.C. Belgrano rates with 

those effectively charged by road transport show that rail charges are equivalent to 

approximately 50% to 65% of road freight charges in high season, and that this gap 

narrows in the low season to 20% or less. 

133. The economic theory of transport indicates that operating efficiently and on 

an appropriate scale, railroads should be able to offer marginal long-term costs 

significantly lower than those of road transport, in a proportion that can vary 

significantly according to the operating modality for each mode.  It is not possible to 

establish a precise relationship between the costs for each mode, as the values will 

depend on numerous factors and calculation criteria. For example, the costs per tn-km of 

a block train transporting bulk could be several times lower than those of a train carrying 

general cargo when small lots do not fill a freight car. The criteria for identifying and 

valuing costs can also lead to very different results: market costs vs. economic costs, 

costs to user vs. total costs (including externalities). A recent analysis in Canada -a 

country in which the railroad has achieved high efficiency and where regulations do not 

distort prices - based on aggregates of the activities of the modes, has established that the 

total cost (financial and social) of the railroad is on average 10 times lower than that of 

trucking (Table 24). In the same report, when rates for specific peers are compared, these 

differences appear to be magnified in some cases (long-distance transport of fuel or 

grain), but they are much lower for general cargos in medium distances.  

 

Table 24: Estimate of Total Costs of Freight Transport per tn-km in Canada (values in 

Canadian dollars) 

Mode Financial Cost Social Cost Total Cost 

Truck $0.203 $0.016 $0.220 

Railroad $0.021 $0.003 $0.024 

Air $0.607 $0.016 $0.623 

Total $0.106 $0.010 

 

$0.116 

 

Source: Transports Canada (2008) “Estimates of the Full Cost of Transportation in Canada”, 

synthesis report. 

                                                 
22

 This is the typical distance for soybean transportation from the production region in Salta to  Puerto San 

Martín. 
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134. In the case of F.C. Belgrano, railroad rates in the NOA are below those for 

trucks, although in a lower proportion than theory would indicate, or that is 

generally assumed when highlighting benefits to users of a mode transfer. Given the 

marginal role of the railroad in the market, regulatory characteristics (a very high 

maximum rate effectively granting freedom to set rates) and the fact that operation is well 

below scale, the prices charged by this railroad to its shippers are in general terms 

(weighting high and low season) only approximately 25% to 30% lower than those for 

trucking. In the case of other railroads in Argentina, even those operating on a larger 

scale, the relationship appears to be similar, which could be a sign that it is not so much a 

structural problem (scale and operating efficiency, which are inadequate in the case of FC 

Belgrano but not for the others) but rather a regulatory problem. This matter needs 

detailed analysis, as the expected benefits for regional competitiveness as a result of 

greater railroad development will be largely dependent on the transport cost savings that 

are effectively transferred to producers. 

135. Nevertheless, railroad users in the NOA indicate a willingness to make 

greater use of the service for reasons other than price. Ferrocarril Belgrano customers 

in the NOA are generally large-size businesses: grain storage companies, industrial 

manufacturers, vegetable foodstuff exporters, cement companies. During the interviews 

carried out, in all cases shippers stated their interest in increasing their volumes carried 

by rail if capacity were to be made available to serve them. The arguments in favor of the 

selection of this mode were not based on price differential, which could compensate for 

longer transit times. The main reasons given were: (i) truck availability for the NOA in 

high season is limited because the Pampean region absorbs the available offer; (ii) an 

annual rate can be established for railroad transportation, whereas truck rates are adjusted 

frequently (mainly because of fuel price rises); (iii) the railroad faces fewer impediments 

to its movements (highways blocked by protesters); and (iv) transactions costs (weigh-

bills, documentation) are lower as shipments are consolidated into few, large-volume 

shipments. In all cases, companies indicated that their interest in shipping by rail is 

strategic: it provides a transport alternative, and improves their negotiating position with 

the trucking companies.  

136. The cost of internal transport for dry bulk goods is of greatest importance 

for regional competitiveness. In the case of grains (cereals and oilseeds), transport from 

the production region to storage has a cost in the order of $30, freight from storage to port 

costs around $130, and maritime transport costs approximately $100 (variable according 

to freight market conditions). In terms of the price received by the farmer, the total cost 

of transport is in the order of 30% in the case of soybean (after withholdings), and more 

than half in the case of corn. These proportions may vary as a result of the international 

price of the product, and the values of the withholdings. 
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Table 25: Main Traffic (2008) and Rates (May 2009) 

 
Products TONS                 Origins Destinations Distance 

(km) 

Rate($/

km) 

AR$ 

ton/km 

US$/ 

ton-

km    Stations Province  

Grains 751,019        

 Soja 670,605 Charata, Gral 

Pinedo 

Chaco Puerto San Martin 712 63.28 0.0889 0.024 

   Col. Caroya, 

Gral Paz 

Cordoba Puerto San Martin 498 41.66 0.0837 0.022 

   San Justo Santa Fe Puerto San Martin     

   P. Cabado, 

Macapilo 

      

   Cnel. 

Molinado and 

others 

Salta Puerto San Martin 1200 104.42 0.0870 0.023 

   Las Cejas and 
others 

Tucuman, 
Santiago del 

Estero, 

Catamarca 

Puerto San Martin 879 78.12 0.0889 0.024 

 Corn 45,800 Charata, Gral 

Pinedo 

Chaco Puerto San Martin 712 63.28 0.0889 0.024 

   Col. Caroya, 

Gral Paz 

Cordoba Puerto San Martin 498 41.66 0.0837 0.022 

   San Justo Santa Fe Puerto San Martin     

   Las Cejas and 
others 

Tucuman, 
Santiago del 

Estero, 

Catamarca, Salta 

Puerto San Martin 879 78.12 0.0889 0.024 

 Sunflower 15,924 Charata   Chaco Puerto San 

Lorenzo 

712 63.28 0.0889 0.024 

   Gral Paz Cordoba Puerto San 

Lorenzo 

485 40.57 0.0836 0.022 

 Sorghum 18,690 Charata, Gral 
Pinedo 

Chaco Puerto San 
Martin, San 

Lorenzo 

712 63.28 0.0889 0.024 

   San Francisco Cordoba Puerto San 

Martin, San 

Lorenzo 

    

   San Justo Santa Fe Puerto San 

Martin, San 

Lorenzo 

    

Construction 

materials 

23,806        

 Cement 23,806 Maquinista 

Veron 

Jujuy Resistencia 800 64.8 0.0810 0.021 

     Buenos Aires 1650 105.38 0.0639 0.017 

Container 

goods 

154,276        
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 Sugar 124,031 Ledesma Jujuy Buenos Aires 1627 105.38 0.0648 0.017 

   Tabacal Salta Buenos Aires 1712 105.38 0.0616 0.016 

   Tucuman Tucuman Buenos Aires     

 Beans 30,245 Pichanal, 

Guemes 

Salta Buenos Aires 1509 3783 2.5070 0.677 

   Pampa 

Blanca, 
Perico 

Jujuy Buenos Aires     

   Milagro Cordoba Buenos Aires 1046 2232 2.1338 0.576 

Source: World Bank based on data from SOE S.A. and SOF S.E. Note: Bean rate corresponds to transport price for 20’ 

container, and includes positioning of empty unit. 

 

POTENTIAL GROWTH AND DEVELOPMENT SCENARIOS FOR F.C. 

BELGRANO 

 

137. Analysis of the strategies adopted by other freight railroad concession-

holders provides relevant background when considering the alternatives facing FC 

Belgrano. The experience of Ferroexpreso Pampeano indicates that competition 

with trucking is significant, and that to compete for the same market, rates must 

take into account the competition‟s ability to react.  The first freight network to be 

granted on concession was that of Ferroexpreso Pampeano, and its initial strategy was to 

significantly increase its rates compared with those charged by the state administration, 

although setting them below truck rates. As a result, the leading customer (an oilseed 

selling and processing business) rejected the proposal, and switched all its freight to road 

vehicles. Two years later, the railroad reviewed its stand, and an intermediate rate was 

agreed. Since then, the impact on the corridors in which this railroad participates has been 

a reduction in average freight costs, as road haulage has had to adjust to the presence of a 

competitor. The network was able to stabilize its traffic at a level in the order of 3 to 4 

million tons, mainly grains, although production in its area of influence is several times 

higher.    

138. A different situation was experienced by Nuevo Central Argentino (NCA), 

which took control of its network some years later, and attempted to diversify its 

service offer. Its strategy is based on actions in two areas. One of them is the transport of 

grain and by-products to port as part of an integrated chain, all of which belongs to the 

same business group (owners of production, manufacturing, railroad, port and also 

operating as an exporter). The other is transporting for third parties, where it has sought 

to diversify traffic (grain, minerals, containers with auto parts, citrus fruit and derivatives, 

peanuts and derivatives, sugar, tobacco, beans). In the former case it is not possible to 

clearly determine the impact the railroad has had on transport costs, because although it is 

an independent company, its main customer is its owner (vertical integration of shipper 

and carrier). In the case of its other area of activity, NCA’s strategy has been to position 

itself with a lower rate than that for trucking to gain share of the various markets 
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(currently railroad rates are 90% of those of trucks). Compared with the NOA, the Nuevo 

Central Argentino offers a combined service, with road haulage from Salta or Jujuy to 

Tucumán, and from there by rail to Buenos Aires, competing against trucking for the 

entire route.  

139. Growth by Belgrano Cargas could take place in two directions, which are not 

mutually exclusive: an increase in the products transported maintaining current 

coverage, and expansion of its territory. Combination of the two gives rise to four 

alternative development strategies: (Table 26):  

Strategy 1: Growth within the current situation, serving the same branches and 

products carried as at present. Under this strategy, efforts would be made to 

expand the traffic (products and zones) indicated on Table 25. On the basis of the 

various types of goods, this would clearly be viable in the case of grain freight -

and also, with a relatively lower potential for expansion - for sugar and bean  

freight. Cement and clinker traffic growth would not be possible if transport takes 

place only from its present source (unless services are adapted for bulk transport). 

 

Strategy 2: Includes growth in current traffic specified in Strategy 1 and 

incorporates new products for the same branches currently in operation; 

tentatively: containers from Salta and Jujuy (with products such as wines, citrus 

fruit, canned goods and paper, among others) and construction stone from 

quarries in Córdoba. 

 

Strategy 3: Includes the growth in current traffic specified in Strategy 1 and 

broadens coverage for those same products by means of the placing into operation 

of other segments of the network not being used at present. This would basically 

mean attempting to expand network coverage to capture the products listed on   

Table 8 that are currently being shipped, particularly grains and by-products.  

 

Strategy 4: This strategy would involve pursuing Strategies 1, 2 and 3, to which 

would be added the serving of traffic in goods not currently transported on unused 

branches, such as for example, the mining output in Salta and Jujuy, international 

traffic with Bolivia, etc..   

140. Although the investment requirements to make each of these strategies viable 

are very different, in all cases top priority will be to improve and increase the 

locomotive stock.  In second place, the need has been determined for specialized freight 

cars (grain hoppers) to increase service for the traffic that currently predominates and 

gain new traffic. Third, operating management requires investment in the case of 

development based on regions currently being served (to enable a reduction in transit 

times, improved reliability and security, etc.) and track renewal in the case of strategies 

based on expansion of the areas covered. Estimated costs for each of these strategies 

(shown on Table 27) vary considerably. In effect, estimates suggest that some US$ 200 

million would be needed to implement Strategy 1, while investment requirements to 

implement  Strategy 4 would be in the order of US$ 615 million.  
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Table 26: Requirements for Each Strategy Listed by Priority 

STRATEGY REQUIREMENTS IN ORDER OF PRIORITY 

1 2 3 4 5 

Strategy 1 LOCOMOTIVES SPECIALIZED 

CARS 

OPERATIONS 

MANAGEMENT 

TRACK 

RENEWAL 

WORKS OF 

ART 

Strategy 2 LOCOMOTIVES COMMERCIAL 

MANAGEMENT 

OPERATIONS 

MANAGEMENT 

TRACK 

RENEWAL 

WORKS OF 

ART 

Strategy 3 LOCOMOTIVES SPECIALIZED 

CARS 

TRACK 

RENEWAL 

WORKS OF 

ART 

OPERATIONS 

MANAGEMENT 

Strategy 4 LOCOMOTIVES COMMERCIAL 

MANAGEMENT 

TRACK 

RENEWAL 

WORKS OF 

ART 

OPERATIONS 

MANAGEMENT 

Source: World Bank 

 

Table 27: Investment Requirements for Each Strategy 

 
STRATEGY   LOCOMOTIVES CARS TRACK WORKS OF ART TOTAL 

(US$ 

„000S) 
  QUANT US$ „000s QUANT US$ „000s KM US$ „000s QUANT US$ „000s 

Strategy 1 Rehabilitation 15 10,500 150 4,500 300 150,000 15 7,500 201,100 

Incorporation 10 23,000 70 5,600         

Strategy 2 Rehabilitation 20 14,000 200 6,000 600 300,000 20 10,000 367,100 

Incorporation 13 29,900 90 7,200         

Strategy 3 Rehabilitation 30 21,000 250 7,500 600 300,000 25 12,500 395,800 

Incorporation 20 46,000 110 8,800         

Strategy 4 Rehabilitation 45 31,500 350 10,500 1.000 500,000 30 15,000 615,000 

Incorporation 20 46,000 150 12,000         

           

UNIT COSTS        

LOCOMOTIVES           

  Rehabilitation 700,000 US$        

  New 2,300,000 US$        

CARS Rehabilitation 30,000 US$        

  New 80,000 US$        

TRACK RENEWAL 500,000 US$/KM        

WORKS OF ART - AVERAGE 500,000 US$        

Source: World Bank 

 

141. On the basis of the number of locomotives to be added, and potential 

increases in productivity, an estimate has been made of traffic levels that could be 

achieved under each of the four strategies.
23

 Under Strategy 1 freight handled by 

                                                 
23

 The productivity increase factor was estimated for two scenarios:  (i) single-product railroad scenario: the 

factor of (1.2) is the ratio between the productivity of FEPSA’a locomotives de FEPSA compared with 

those of FC Belgrano Cargas (in terms of ton-km per locomotive); (ii) multi-product railroad scenario: the 
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Belgrano Cargas could rise above two million tons per year, more than doubling current 

levels (in 2008 Belgrano Cargas moved 900,000 tons). Under Strategy 4 (the most 

ambitious and the most costly) freight to be carried by railroad will exceed 5 million tons 

annually.   

Table 28: Activity Level Under Each Strategy 

STRATEGY LOCOMOTIVES PRODUCTIVITY 

INCRESE FACTOR 

TONS/YEAR 

(thousands) 

Strategy 1 55 1.21 2,076 

Strategy 2 63 1.70 3,340 

Strategy 3 80 1.21 3,019 

Strategy 4 95 1.70 5,037 

Source: World Bank 

 

IMPACT ON TRANSPORT MARKET IN NOA  

 

142. The rehabilitation or start-up of a railroad has the immediate effect of the 

appearance of a new supplier of considerable weight in the transport market. It can 

improve competition with trucking, which although fragmented into numerous 

businesses, will react on the basis of its negotiating capacity through of the entities 

that represent it (in the case of bulk freight). In the north of Argentina, the availability 

of road haulage is not as wide or as fragmented as it is in the Humid Pampa (average 

transit distances and the mountainous nature of many sectors explain the more modern 

fleets and their relative scarcity). Shippers - and those that are smaller in particular - must 

pay higher unit costs that those in other regions of the country, aggravating the impact of 

the greater distances. In this context, the recovery of the railroad would probably result in 

a drop in trucking rates. The benefits of this recovery would therefore not be limited to 

reduced freight charges for those switching from road to rail transport, but would affect 

all freight to or from the NOA continuing to make use of trucking. The impact of this 

potential freight reduction on competitiveness will depend on how far they are passed on 

to the producers of the goods.   

143. The case of FC Belgrano is exceptional because it is a railroad that is 

subsidized by the State: it should be considered whether this subsidy should result 

in lower tariff rates than those of other railroads. In principle, this ought not to be the 

case, except in certain well-justified situations. Reductions in tariff levels below those in 

force in the market would immediately lead to protests from unions in other railroads and 

                                                                                                                                                 
factor (1.7) is the ratio between the productivity of the locomotives of NCA compared with those of FC 

Belgrano Cargas (in terms of ton-km per locomotive). 
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the trucking sector, which would also call for subsidies of various kinds. It is understood 

that this railroad’s subsidy should be directed at expanding its service offer (by means of 

investment and coverage of operating costs, if necessary), and that such expansion of the 

offer at rates equivalent to those of other railroads, should impact in the form of lower 

costs for users. 

144. One topic that merits special analysis is that of grain transport: until 2008 

the availability rail transport for grain remained unchanged, despite the rapid 

growth in grain production.   This stagnation - at national level, not just that of  FC 

Belgrano - is explained by the limited profitability of this traffic for railroad operators 

because of its seasonal nature, the need for heavy investment for loading and unloading 

facilities, branch lines at both point of origin and port, and specialized cars.  Whether it is 

the companies selling the goods or the railroad companies that take on these investments, 

they are not profitable when rail rates must compete with trucking rates that do not 

include considerable negative externalities, as well as benefiting from certain subsidies. 

Only when there is a policy requiring the incorporation of the negative externalities of 

vehicle traffic (for example, prohibiting their entry into urban areas, taking steps to 

require unit safety - setting unit age and weight/power conditions, making trucks bear the 

cost of infrastructure by means of the charging of tolls, specific rates, control of excess 

weight, etc.) will it be possible to generate conditions making the railroad transport of 

grains attractive (or more so). Once again, the role of the subsidy paid to FC Belgrano 

could be directed towards making those investments that the market itself encourages in 

only a limited manner.  

 

CONCLUSIONS 

 

145. Ferrocarril Belgrano is strategically important to the NOA, the region with 

the highest logistics costs in the country, and despite this it has experienced a decline 

over the last 20 years. Today it carries one quarter of the volume it transported in 1988, 

and its presence in the region’s freight movement is marginal. 

146. The institutional and regulatory history of this rail network in the last 15 

years has been the subject of so many changes it is difficult to imagine any scenario 

other than its present decadence. Various attempts were made to grant the network on 

concession which failed because they were unrealistic, there were constant changes in the 

management model, and the State failed to comply with the investment commitments it 

had made. This combination of changes of course reveal a lack of clarity in policy design; 

the fact that none of the various attempts established targets demonstrates the absence of 

specific objectives. 

147. In this context, its performance has been very poor when compared with 

other railroads in the region. Productivity indicators place it well below other 

comparable railroads. The profound deterioration in equipment and installations is an 

indication of how difficult it will be to turn this situation around.   
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148. Despite the significant challenges it faces, Ferrocarril Belgrano is considered 

to have potential to recover its relevance for transportation in the NOA. The analysis 

of a preliminary nature on possible strategies for its recovery presented in the previous 

section, and the interviews carried out in the framework of this report, indicate the 

potential of Ferrocarril Belgrano for the development of an economically viable freight 

transport operation. This potential in the context of the NOA would in principle justify 

the existence of subsidies for its operation, and investment for network improvement. The 

investment currently being made by ADIF to recover certain segments represent a good 

starting point for improvements in system performance. Nevertheless, there are two 

fundamental actions that will be necessary for the design and implementation of an 

adequate railroad operation, and to inform relevant public policy decisions. The first of 

these is a detailed study of the cost structure of the railroad’s freight operations in the 

context of a business plan establishing clear targets so that levels of operating subsidies 

and any capital investment that may be needed can be set in a transparent manner.  The 

second action consists of the development of a program for improvement in the operating 

efficiency of the body responsible for operation of the system. Investments in 

infrastructure are a necessary condition but will not in themselves be sufficient to 

improve the performance of the system; to be effective they must be accompanied by 

major improvements in the operator’s management capacity.  

149. The network received a strong injection of funds as from 2006 which was 

allocated to current and deferred maintenance and various services, as well as a 

significant increase in spending on personnel (both own and that of the operator 

contracted). With this increased financing, the slide in traffic halted, and there was even 

some recovery: from 0.6 to 0.9 million tons. Some improvements were carried out to 

rolling stock and branch lines (rehabilitation). It is difficult to determine the cost this 

represents to the Treasury, precisely because of the difficulty in gaining access to the 

sources of information, but in 2008 it was estimated to be in the order of US$ 70 million. 

Most of the subsidies granted by the federal government were spent on wages and goods 

and services. Given the amounts involved, it can be stated that the impact on the level of 

activity of the amounts disbursed has been limited.   

150. The demand currently being served is that for the transport of grain, 

particularly soybean. Nevertheless, the network possesses very great growth potential. 

It could grow in various ways: from more intensive carrying of the products currently 

transported and the branch lines currently operated, from expansion of its service offer to 

include new products, from expanding its territorial coverage (opening up other branches) 

or by all of these means. The strategy adopted will determine the growth potential for the 

business, and the cost of the corresponding investments. 

151. The impact of any potential recovery will depend on the rates to be charged 

by the railroad, which will be linked to the subsidies it will receive.  Improved 

operations, with rates significantly lower than those for road haulage  - which is not the 

current situation - will give rise to a reaction in the transport market that is difficult to 

predict, but would very probably lead to a reduction in road haulage charges, benefiting 

competitiveness in so far as the cuts are passed on to users. This topic is crucial in 

evaluating the impact of the improvements, and requires greater analysis.     
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152. The main lesson from this review of the situation of FC Belgrano is the 

insufficiency of  setting major objectives if they are not matched by the definition of 

efficient management models, precise targets and regulatory schemes that ensure 

that the impact of the improvements serves to improve the competitiveness of the 

economy in the regions served. No single railroad management model can ensure 

success on its own: neither concession, management contract, or public sector operation. 

Indeed, the latest change of policy, with the institutional reorganization of the sector, 

which is to be applied to FC Belgrano as a pilot case, has not come into operation so far 

because it lacks effective implementation capable of establishing an efficient operation. 

The SOF has not been able to take charge of the administration, and has postponed the 

management contract with Sociedad Operadora de Emergencia, which - with no defined 

horizon - has no major incentive to expand or improve the service.   
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4.    CURRENT SITUATION AND OUTLOOK 

FOR OCEAN CONTAINER TERMINALS IN THE BUENOS AIRES 

METROPOLITAN REGION   

 

 

153. The World Bank report on logistics in Argentina written in 2006 identified the 

port system in the Buenos Aires Metropolitan Region (RMBA) as one of the 

principal bottlenecks affecting growth by the country‟s trade flows.  The container 

terminals located in the Buenos Aires metropolitan area handle around 90% of the 

country’s port container movement (2008), an indication of the national importance of 

the matter, which extends beyond the local scale and constitutes a problem of national 

relevance.    

 

154. At present there are four main ocean container terminals in operation in the 

metropolitan region: three at Puerto Nuevo (adjacent to the city of Buenos Aires) 

and one at Dock Sud (in the province of Buenos Aires); there are a further two at 

Zárate, with less movement.   Specifically as regards containers, this group of terminals 

forms part of a wider regional market that includes the port of Montevideo and terminals 

in the south of Brazil.  

 

Source: World Bank, based on data from the Administración General de Puertos 

 

155. The Puerto Nuevo group of terminals was granted on concession during the 

90s under the single operator system, which has produced good results. The length of 

the Puerto Nuevo terminal concessions run for between 18 and 25 years. In the period 

Buenos 
Aires
65%

Dock Sud
33%

Zárate
2%

Figure 24: Share of Container Traffic by Ocean Container 

Terminals in the RMBA (2008) 
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prior to the concessions, the port of Buenos Aires was operated as a unit by the State 

based on a multi-operator system, whereby private stevedore companies offered loading, 

unloading and cargo movement services. One of the main purposes pursued by the State 

with the concessions was to ensure intra-port competition, for which reason the port was 

divided into six terminals, one for each pier, with the biding conditions laying down that 

the various terminals should be awarded to different bidders, except in the specific case 

of  Terminals 1 and 2 where for technical operating reasons the possibility of them being 

bid for together was approved. Furthermore, participation or corporate links between 

terminal operators in the concessions for other terminals was forbidden, and in addition it 

was established that activities were to be carried out independently. The results of the 

concessions and the process of modernization experienced by the sector quickly became 

evident, with significant investment being carried out in infrastructure port equipment 

and the incorporation of state-of-the-art technology, providing the Port with efficiency 

and productivity levels equivalent to those of other of the world’s leading ports. 

 

156. Exolgan‟s terminal is located at Dock Sud, within the jurisdiction of the 

Province of Buenos Aires, where it was developed as a “greenfield” project, having 

been granted a concession by the Province in 1995 to operate the mooring side 

commercially for 30 years. Exolgan handles approximately 30% of the Buenos Aires 

market. Originally its layout was not ideally suited for a container terminal as it is located 

very close to terminals moving fuel and inflammables. Nevertheless, a series of land 

purchases have enabled it to mitigate this situation. Its maritime access also faces certain 

restrictions that have also been improved lately following civil engineering works in the 

vessel maneuvering zones. Of all the terminals in the Port of Buenos Aires, Exolgan has 

the best railroad interface through Ferrosur, but it faces difficulties in accessing other 

lines because of its distance from the interfaces.   

 

157. The terminals located in Zárate handle a limited number of containers, mainly 

as a consequence of a resolution by the Ministry of the Interior and Argentine 

Coastguard ordinances restricting navigation for certain vessels downstream from 

its location. Three of the terminals located in Zárate (Terminal Zárate, Zárate Dock and 

Terminal Las Palmas) operate with containers. The mentioned regulations and ordinances 

forbid vessels with a length of over 235 meters from navigating along the Emilio Mitre 

Channel, on the grounds of their potential environmental impact on the region and the 

risk to navigational safety. Although some of these terminals could provide an alternative 

to Buenos Aires, breakbulk cargo is highly atomized and volumes are too small to exert 

any significant pressure on the market and attract shipping companies to the region. 

 

158. Container movements were hard hit by the crisis in 2001, but rebounded 

strongly following the subsequent growth of the economy, particularly through to 

2006.  The drop by imports as a result of the crisis meant that port activity declined more 

sharply than any other transport service (trucking, air traffic). Subsequent growth took 

place both from the recovery by imports and an increase in containerized exports. 

Recovery by the domestic economy following the crisis coincided with a period of strong 

expansion by the global economy.  
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159. Although the economy continued to expand at high rates, during 2007 activity 

began to level off, suggesting the existence of capacity restrictions already 

anticipated in the report drawn up by the World Bank in 2006.  Capacity restrictions 

originate basically from the lack of space for bays in Puerto Nuevo, where they are most 

severe, and in the lack of a disciplined system for the programming of receipt and 

delivery.   

 

 
Figure 25: Puerto Nuevo and Dock Sud Container Movements 
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Source: World Bank, based on data from the Administración General de Puertos 

 

160. Since the middle of 2008 activity declined as a result of the global international 

crisis, replicating the overall shrinking experienced by international trade. Towards 

the end of 2007 there were indications of a saturation that was postponed by the global 

economic crisis that significantly affected maritime container flows. The crisis caused a 

general decline in commercial activity and impacted strongly on shipping companies, as 

they had been expanding rapidly to meet growing demand, and when this collapsed it left 

them facing a drop in activity with new vessels under construction. This situation led 

shipping companies to seek to improve the efficiency of their operating organization, 

reducing or consolidated routes.    

 

161. Recent development shows a leveling off of activity at the Puerto Nuevo 

terminals - prior to the economic crisis -at the same time as Montevideo had been 

showing steady growth.  Puerto Nuevo business stabilized as from 2005; it rose slightly 

in 2007 (2.9%), but dropped 23.4% in 2008. Dock Sud grew strongly in 2007, only to 

register the impact of the crisis, although to a lesser extent than Puerto Nuevo. 

Nevertheless, Montevideo has recorded growth even in the worst years of the crisis, 

basically from its handling of transshipment containers: as its customs rules for 

transshipment are convenient, it has captured shipments for Argentina, Brazil and 

Paraguay. Almost all container traffic originating in or destined to ports in Argentina’s 

Patagonian region is transshipped in Montevideo, and in the last two years commercial 
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services have arisen for the transport of containers from Argentine river ports (Rosario, 

Zárate, Campana) to Montevideo. 
24

 

 
Table 29: Annual Rate of Change in Container Movements  

 2005 2006 2007 2008 2009 

Montevideo 7% 23% 7% 13% -13% 

Puerto Nuevo 27% 15% 3% 3% -23% 

Dock Sud 7% 14% 24% 6% -21% 

Source: World Bank, based on data from the Administración General de Puertos and Autoridad 

Nacional de Puertos (Uruguay) 

 

162. Forecasts predict demand in the order of 3 million TEUs for the Rio de la 

Plata terminals in 2015, and 3.5 million for 2020; the Buenos Aires terminals could  

expand their capacity and attend to their proportional part of this demand if they 

can resolve their two principal problems: (i) road accesses, and (ii) port-city 

relations. In 2008 the flow totaled 2.5 million TEUs (1.8 million handled by the 

Argentine terminals in the RMBA and 0.7 million by Montevideo). Forecasts on 

saturation of available capacity made in the 2006 World Bank report will be met, 

although showing a time shift with regard to the scenario in 2006/07. The main obstacles 

to be overcome by existing maritime terminals in order to be able to expand their 

capacity are as follows:   

Puerto Nuevo. Capacity problems at the Buenos Aires terminals originate in land 

use conflicts and road access congestion: (i) their location in a densely urban 

environment considerably hinders road access to them - as the roads involved are 

some of the most heavily traveled in the country - as well as railroad access - 

which is becoming no longer viable following the growth of settlements around 

the terminals; (ii) real estate developments in areas close to the port enter into 

conflict with port activities; (iii) problems associated with dredging (accesses and 

maneuvering areas). To date, response to these problems has been slow and 

insufficient. It has not succeeded in developing logistics zones connected with the 

port. There are plans for physical expansion, but they have not coincided with 

regulatory aspects, because at the time this report was being written the 

concessions had still not been renegotiated, generating uncertainty.    

 

Dock Sud. Here the difficulties are less major than at Puerto Nuevo, but expansion 

of capacity is not an easy matter.  There are serious problems with road accesses 

from the north, and in railroad accesses. Access from the river has been a 

restriction, although it has improved following the dredging of the channel from a 

depth of 27 feet to 33 feet, with a width of 90 feet. 
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 One of the reasons for these services is to avoid congestion on the road accesses to the ports in the 

Buenos Aires Metropolitan Area.   
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Montevideo. More then half the traffic is transshipment, so road access is not a 

major problem. The main challenge faced by the port - in the medium term -  is to 

enable access by ships with a greater draught.  

 

163. Nevertheless, expansion of the Puerto Nuevo terminals does not just face 

physical problems (conflict over land use and traffic movements typical of any city-

port relationship in a major metropolis) but also those caused by lack of regulatory  

definition, as the concessions have not been renegotiated following the crisis in 2001, 

and the expiry of the concessions is drawing closer. The first concession will expire in  

2012. This situation limits investment decisions by concession-holders; following the 

growth in traffic they are carrying out improvements (for example, with the incorporation 

of post-Panamax cranes), but they are unlikely to undertake any expansion programs in 

such a regulatory context. The port authority - the General Port Administration -

(Administración General de Puertos - AGP), with nationwide jurisdiction - has ambitious 

plans with a horizon set in 2030, but it is not clear that they count on the minimum 

political consensus necessary for their implementation. The Dock Sud terminal has plans 

for expansion (that would allow it to handle not less than an additional 0.5 million TEUs 

annually), and these plans are highly likely to be realized.  

 
Table 30: Puerto Nuevo Container Terminal Concession Expiry Dates   

Terminal Concession-holder Concession Expiry Date 

Terminal 1  

Terminales Rio de la Plata 

 

 

November 2019 Terminal 2 

Terminal 3 

Terminal 4 Terminal 4 S.A. February 2019 

Terminal 5 BACTSSA October 2012 

 

Source: World Bank 

 

 

164. Prospects for growing demand have encouraged several important projects in 

the region.  Two or three years ago an imminent capacity crisis was diagnosed, and as a 

result various investment projects were drawn up: 

 

Recently agreement has been reached on the construction of a new terminal in 

Berisso (La Plata), and it is now being built. It will add significant capacity ( in 

the order of 500,000 TEUs), and the project for a further multi-purpose terminal 

nearby (at Ensenada) is at an advanced stage.  
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In Montevideo the main terminal (Cuenca del Plata) is adding a new pier, and a law 

has been passed for the granting on concession of a second terminal.    

 

In the south of Brazil progress is being made on important projects, particularly at  

Itapoá (in Santa Catarina state), at a deep-water site, conceived as a hub by some 

of the region’s leading shipping companies.   

 

165. The behavior of the leading public sector players in relation to the expansion 

of ocean container terminals shows differences.  Montevideo has taken firm strides on 

the matter of port services for containers,
25

 the result of a policy of state in Uruguay that 

has considered the development of a logistics complex as one of the pillars of national 

growth. This policy has been upheld by governments of various political hues, allowing 

the port to position itself as a good regional option for transshipment. It has gradually 

deepened the cost differential in its favor that exists, and takes advantage of its free port 

designation to place itself at the center of regional distribution; the setting of non-

automatic import licenses by Argentina benefitted it
26

. Argentina, however, shows 

limited coordination in its decision-making: concession contracts have not been 

renegotiated (as part of a process begun in 2002), customs regulations and in-shore 

navigation rules hinder transshipment, and in addition, union conflict is at a very high 

level. The two jurisdictions involved have traditionally recorded little coordination in port 

matters; these are the federal government (responsible for the Puerto Nuevo terminals) 

and the Province of Buenos Aires, to which the new terminals are tending to gravitate.     

 

166. The outlook for the future is uncertain, as it depends largely on the resolution 

of the situation of the Puerto Nuevo terminals. The demand forecasted for 2015 could 

be met by the Puerto Nuevo terminals (if they all remain in service), Dock Sud with its 

planned improvements, the Puerto La Plata terminals, and the existing terminals and 

those under construction in Montevideo. Demand foreseen for 2020 will require greater 

capacity, even considering the continued use of the Puerto Nuevo terminals (all the 

concessions will come to an end in 2018); the expansion by Montevideo is no doubt 

intended to fill this gap. Should the Puerto Nuevo terminals be abruptly discontinued, a 

gap could develop that would have to be filled by a new terminal (in the area of La Plata, 

or the region of Paraná de las Palmas). On the other hand, if all the expansion plans 

foreseen for Puerto Nuevo and Dock Sud, the new La Plata terminals and all the projects 

under way in Montevideo (new piers and a new terminal), there could be surplus capacity 

in the region.   

 

167. It is therefore essential and urgent to generate the definition of a 

comprehensive strategy for the ocean container terminals in the RMBA. To that 

end, this report recommends that such a strategy should consider various aspects 

that go beyond the planning of ports in the strictest sense. The three aspects that it is 

proposed should be taken into account are: (i) terminal planning should form part of a 
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 Some publications are referring to it as “the new Singapore”. 
26

 Sources consulted at the time this report was being prepared estimated that the loss for Argentine 

terminals from traffic diverted to Montevideo is close to US$250 million annually.  
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strategy for land use, mobility and local economic development, incorporating logistics 

activities associated with port activities; (ii) the problem of access dredging needs to be 

resolved for the terminals under both national and provincial jurisdiction; and (iii) it is 

advisable that there should be greater coordination between the plans and regulations for 

facilities under national jurisdiction and those of the Province of Buenos Aires. These 

three recommendations are dealt with in the following paragraphs.   

 

168. As well as developing the container terminals, it would be advisable to 

encourage value-added logistics activities (LAZs) that generate increased activity 

and employment.  Ocean container terminals are capital-intensive facilities; in the area 

of employment, they have a direct impact when they are being built, but during the 

operation stage the greatest generation of employment takes place in associated port 

activities (in a ratio of 7 to 1). Efforts should be made to organize logistics activities in an 

ordered manner around the terminals to generate employment and improve 

competitiveness. Their development should be combined with land use plans and other 

instruments for the promotion of the private sector that target SMEs. 

 

169. Sustainable financing should be arranged for the dredging of port accesses so 

that it does not compromise the competitiveness of the terminals or inhibit 

investment in the sector.   Main channel dredging has been well resolved; recently the 

scope and term of this contract have been extended.  Terminal access has however given 

rise to problems for both those of federal and provincial jurisdiction. There are various 

mechanisms for doing so, which should be analyzed. There are successful experiences, 

such as that in Bahía Blanca (where the contract is results-based and for an extended 

term).   

 

170. Greater inter-jurisdictional coordination on the matter of strategic port 

planning.  The example of Uruguay reveals the advantages of counting on a single, 

agreed port policy. Future decisions will require the greatest possible coordination 

between the federal jurisdiction (governing the Puerto Nuevo terminals) and that of the 

Province of Buenos Aires, as the relative weight of the terminals within the latter’s 

sphere will tend to be similar to that of those under federal jurisdiction. It would be 

advisable to draw up a unified strategy not only as regards port installations but also in 

relation to land use, mobility and circulation, local development, the setting up of 

logistics platforms, and business development. It would be extremely important to 

succeed in reducing regulatory asymmetries between the Province and the Nation. The 

City of Buenos Aires should participate in the strategy-drafting exercise, even though it 

does not have jurisdiction over port activity, because it will play a key role in the 

definition of those policies that must be coordinated on the basis of territorial criteria.    

 

171. Implementation of a strategy of this kind requires agreements regarding the 

activities to be carried out and cooperation among the participants, with the 

establishing of a common road map. The temporary reduction in the level of port 

activity from the contraction in global trade provides an opportunity to plan port 

development in the metropolitan region before terminal saturation imposes improvised 

solutions or traffic diversion. It is proposed that the parties involved  should develop a 
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joint program, a kind of “White Paper” that contains the strategy that has been agreed. 

One possible way in which such an agreed strategy could be reached would be to 

summon a group of experts to carry out a detailed participatory planning exercise, which 

- based on an objective evaluation of the current situation, trends and restrictions - would 

put forward a vision for the sector and alternative ways of carrying it out, so that they can 

be agreed and validated politically by the authorities of the participating jurisdictions 

during workshops.    

A working group should be established with representatives of the respective 

authorities. Such an initiative could be lead by the national Transport Secretariat, 

and should include public sector participants from the jurisdictions concerned 

(Nation, Province of Buenos Aires, City of Buenos Aires) as well as the various 

areas of public policy involved, extending beyond strictly port-related problems 

(to include production and development, land use and territorial organization).     

A technical team should be formed to fulfill an executive role, headed by a person 

with the technical capacity to coordinate the task. The political authorities leading 

the initiative should provide a budget sufficient to enable work to be carried out to 

a high quality standard.   

The technical team should draw up a work program with objectives and dates, 

developing terms of reference for the work to be performed (for example, 

situation analysis, existing proposals, relevant trends, shared vision, strategic 

pillars, proposed actions, discussion and validation workshops for technical 

specifications and for meetings with higher authorities, consultations with the 

private sector - users, operators -, and the drawing up of a document summarizing 

agreements, actions and responsibilities).     

Once discussed, the technical team proposal should be validated by higher-level 

authorities, who will in turn have to provide the funding for the task. 

The technical team should then summon a group of qualified professionals to entrust 

them with the execution of the work established in the terms of reference. It 

should be ensured that these professionals cover all the various aspects of public 

policy involved.    

The professionals should carry out their work under the supervision of the official 

technical team, submitting their results for discussion with the high-level officials, 

drawing up documents that reflect the consensus among the various players. 

Once the documents have been prepared, the technical team should summon the 

leading private sector stakeholders for consultation and to obtain their opinion, 

with the support of the external professionals.   

Following the consultation, the professionals should prepare a policy document (the 

“white paper”) that summarizes the strategy and the actions necessary for its 

implementation. Eventually it should be determined what regulatory instrument 

should reflect these agreements and the institutional structure proposed for their 

execution and follow-up.   
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5.   ALTERNATIVES TO STRENGTHEN THE 

INSTITUTIONAL ORGANIZATION OF THE ARGENTINE 

LOGISTICS SYSTEM: THE ROAD TO A NATIONAL LOGISTICS 

STRATEGY   

 

INTRODUCTION  

 

 

172. In recent years, with the reduction in trade tariffs, developing countries have 

shown growing interest in the lowering of non-tariff barriers that affect the 

competitiveness of economies. In this context, the reduction of logistics costs by 

improving the efficiency of each of its components has become a priority on the 

policy agenda. With better awareness of logistics costs, their determinants and impact on 

developing economies, there is a growing consensus on the need to generate efficient 

logistics systems. An efficient logistics system is a fundamental condition for increasing 

the participation of developing economies in global value chains, which in turn translates 

into greater participation in trade, therefore generating conditions for increased economic 

growth.      

 

173. Traditionally, policies intended to reduce logistics costs have focused on 

improving transport infrastructure and simplifying and facilitating procedures and 

regulations.  Nevertheless, this approach has gradually been replaced by a broader 

outlook - linked to the value chain concept - that identifies deficiencies or “bottlenecks” 

in the sequence of transactions and the flows of goods and information that connect 

producers to consumers. This view takes into account the various components that 

determine logistics performance and gives rise to proposals for actions in the areas of 

infrastructure, service regulation, development of the private sector, and border 

management.    

 

174. Although logistics activities are basically services provided by the private 

sector, the role of the State continues to be essential.  Proof of this is the growing 

participation by the State in various initiatives intended to coordinate, plan and 

implement actions in the field of logistics. The State is moving away from its role 

restricted exclusively to the providing of infrastructure, and is beginning to develop 

policies that generate conditions so that the private sector can provide efficient logistics 

services. This change of model for the role of the State presents a serious challenge to the 

institutional capability of the public sector, both in the mobilizing of resources and in 

guiding the discussion among the various players participating in the value chain. As a 

result, analysis of experiences in the public-private organization of the logistics sector is 

essential for the identification of best practices and to promote their development. Even 

so, it should be noted that this identification and summary in this report is just a first 
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approximation to the topic, providing lessons and revealing trends, but it would need to 

be deepened and adapted to the specific conditions in Argentina, where such initiatives 

would have to be implemented.     

INTERNATIONAL EXPERIENCES IN PUBLIC-PRIVATE ORGANIZATION IN THE 

LOGISTICS SECTOR   

 

 

175. International experience indicates that two public-private models have been 

adopted to coordinate logistics stakeholders: (i) National Trade and Transport 

Facilitation Committees (NTTFC) and (ii) National Logistics Councils (NLC). 
NTTFCs have been set up mainly as from the second half of the nineties. Their aims, 

actions and functions have been well documented. On the other hand, evidence and 

available information on NLCs is extremely scarce. Evidence collected for the 

preparation of this report includes 15 cases of National Trade and Transport Facilitation 

Committees (NTTFC) and National Logistics Councils in Latin America, East Asia and 

the Pacific, South Asia and Eastern Europe and Central Asia.   

 

National Committees for the Facilitation of Trade and Transport (NCFTT) 

 

176. National Trade and Transport Facilitation Committees (NTTFC) are the first 

concrete entities linking the public and the private sectors that group together 

players from the logistics universe. Various experiences with this type of organization 

can be found particularly in South Asia and Central Europe (see Table A1 in Annex 1). In 

general, those committees (“PRO Committees”) were set up by countries that were 

developing or in transition and were preparing to carry out reforms or projects to 

facilitate transport and trade, and were mainly concerned with simplifying procedures. 

Among the 52 “PRO Committees” known, 11 form part of the  Southeast European 

Cooperative Initiative (“SECI”), and a further 13 have been set up in developing 

countries within the framework of programs financed by the World Bank and other 

international agencies, with assistance from development agencies such as UNCTAD, 

UNESCAP and UNECOWAS.
27

 
28

 

 

177. The first common element among the National Trade and Transport 

Facilitation Committees (NTTFC) is the majority representation by public agencies 

in total membership.  On average, government agency participation in the NTTFCs 

analyzed exceeds 60% of total members on committees, which have an average number 

of 16 members.  Also, most Committees are chaired or led by the Ministry or agency 

dealing with transport matters. Other government agencies that usually make up these 
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 UNESCAP (United Nations Economic and Social Commission for Asia and the Pacific), “Study on 

National Coordination Mechanisms for Trade and Transport Facilitation in the UNESCAP Region”, 

UNESCAP, 2007.  
28

 UNECOWAS (United Nations Economic and Social Commission for Western Asia), “Manual for the 

Establishment of National Trade and Transport Facilitation Committees in the Countries of the Economic 

and Social Commission for the Western Asia Region”, New York, 2002. 
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committees are those from fields concerned with commerce, industry, planning and 

infrastructure and finance. In other cases, the NTTFCs also include the foreign affairs 

ministry, the central bank, and the agency responsible for tax revenues (see Annex 1). 

 

178. Private sector participation on the Committees has been in a minority role, 

although most include representatives of the operators and providers of logistics 

services.  Participation by business associations on the NTTFCs is slightly over 30% of 

total members. Nevertheless, there are cases such as those of Pakistan and Nepal where 

the number of members from the private sector is in excess of 60% of the total. 

Furthermore, in almost all cases there are associations of business chambers that 

represent the interests of carriers and shippers. In addition, business chambers also 

participate regularly in the forming of the NTTFCs, with varying degrees of prominence.    

 

179. One of the principal roles of the NTTFCs is to coordinate reform initiatives in 

connection with the traditional agenda for the facilitation of transport and/or trade.    
Broadly speaking, the work agendas and policy recommendations by the NTTFCs have 

centered on actions to simplify bureaucratic customs procedures and cross-border traffic, 

the modernization and adaptation of regulations, practices and standards for transport 

operators, elimination of other barriers to free trade and traffic, and the formation and 

training of local carriers.    

 

180. Nevertheless, NTTFCs were also initially conceived as environments for the 

discussion of policies and strategies for the logistics and transport sectors; their 

success has been limited, however, because of their inability to incorporate the views 

of users and logistics service providers.  NTTFCs were designed to include a series of 

functions for the monitoring of conditions for trade and transport, exchange of 

experiences, drafting of recommendations for reforms and the generation of information 

and analysis on matters concerning the sector. Nevertheless, most NTTFCs have not 

implemented effective consultation and advisory mechanisms to gather the opinions of 

users and providers of logistics services. In practice, this situation has marginalized the 

participation of private sector stakeholders during the process of establishing or 

harmonizing the regulatory frameworks for trade and transport.
29

  

 

181. The absence of financial and institutional sustainability has seriously affected 

the effectiveness of the National Trade and Transport Facilitation Committees 

(NTTFC). According to international experience, the lack of continuity shown by state 

funding has in many cases placed an effective limitation on the capabilities and scope of 

the NTTFCs. The lack of any strategy to generate resources autonomously (by means of 

fee-paying events and services) contributed to the difficulties in keeping the Committees 

in operation once the resources committed to by the State were exhausted, as in the cases 

of Pakistan and Albania.
 30
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 UNCTAD, “Trade Facilitation Handbook Part I: National Facilitation Bodies: Lessons from Experience”, 
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182. The lack of sustained political commitment and the volatility of the agenda of 

the players leading the process has conspired against the adequate operation of the  

NTTFCs. Lack of any clear mandate beyond the aims and timing of the reforms, and the 

lack of capabilities for the implementation of the recommendations were also elements 

that impacted negatively on the sustainability of the Committees, and even led to their 

discontinuation, as in the case of Nepal. Lastly, review of these experiences also indicates 

that the success of these Committees depended on the degree of appropriation of the 

initiatives by their participants, as well as the leadership provided by one or more state 

agencies willing to provide the necessary drive for the actions put forward.
31

  

 

183. There are other types of institution, such as the committees responsible for the 

administration or supervision of trade corridors, which have a more concrete and 

limited mandate than the NTTFCs, but which provide good examples of how to 

improve the performance of logistics systems.  In practice, the committees responsible 

for the administration and monitoring of trade corridors bring together representatives of 

each of the governments of the countries through which the trade corridor passes, as well 

as representatives from the private sector. Some examples of these bodies include the 

Central Corridor Transport Facilitation Agency (CCTFA), that involves Tanzania, 

Rwanda, Burundi, Kenya and Uganda, and the South East Europe Transport Observatory  

(SEETO), a regional entity that aims to harmonize the projects and procedures for the 

corridor in south-eastern Europe following multimodal criteria, backed by the regional 

United Nations agency. 

 

National Logistics Councils (NLCs) 

 

184. The recent appearance of National Logistics Councils (NLCs) reflects the 

growing interest in the impact of logistics activities on the competitiveness of 

developing countries.  According to available evidence, the NTTFC approach to 

logistics matters was based almost exclusively on the reduction of transaction costs  by 

means of the simplification and harmonization of procedures and regulations in relation 

to trade and border crossings. The fundamental concept guiding the NLCs however, is 

that of the value chain. Based on this new concept, logistics is understood as the 

administration of flows of goods, information and other resources (including energy and 

human resources) between their point of origin and their destination, designed to satisfy 

the requirements of consumers. Consequently, this new and broader approach covers not 

only procedures and regulations, but also flows of information, transport, inventory, 

storage, physical goods handling, packaging, as well as security, which is becoming a 

serious problem in the case of freight transport (particularly when carried by road). 

 

185. According to the limited information available, it has been possible to identify  

three National Logistics Council (NLC) models. The first is that of Malaysia and 

Thailand. Second, that of Colombia, created recently. Last is the case of Australia, whose 

National Logistics Council dates from 2002.    
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186. In the case of Malaysia and Thailand, the structure of the National Logistics 

Councils follows the institutional model of the NTTFCs. In both countries the entities 

are inter-ministerial Councils presided over by the Prime Minister (Thailand) or Deputy 

Trade and Industry Minister (Malaysia) with participation by the public and private 

sectors. In the case of Thailand, it is mainly composed of members from the public 

sector. Eight government agencies are represented on the NLC: the Ministries of Trade, 

Industry, Finance; Education, Agriculture, Information Technology, Labor and the 

National Council for Economic and Social Development. In addition, four private sector 

institutions participate: the Industry Federation, Chamber of Commerce, National 

Council of Exporters and the Banks Association.  Malaysia’s NLC includes the 

participation of  nine members from the private sector representing transport companies, 

vessel owners, chambers of commerce and industry, road, sea and air freight agents, port 

operators, exporters and manufacturers. The leading public agencies forming part of 

Malaysia’s NLC are the ministries of trade and industry (see Table A2 in Annex 1). 

Unfortunately both Councils have had difficulty in making concrete progress by 

mobilizing and coordinating the various interests of public and private players.
32

 

 

187. The LNC model put forward in Malaysia presents a new focus for the mission 

and objectives of the Council because it adopts a modern view of logistics. Various 

“focus groups” or work groups have been set up that reflect the growing importance 

granted to the availability and quality of logistics services and the value chain concept in 

analysis of logistics systems. The main work groups cover maritime land and air transport 

services, support logistics and value chain management.  

 

188. The model adopted by Colombia views logistics as the determinant factor in 

the system of competitiveness. Under the incipient Colombian institutional model, 

logistics matters are dealt with by the Committee for Trade and Logistics Facilitation 

(Comité para la Facilitación del Comercio y la Logística - COMIFAL), which operates 

within the sphere of the National Competitiveness System. This system consists of six 

public sector representatives and one member from the private sector. The public sector 

bodies participating include the Senior Presidential Advisor for Competitiveness and the 

Regions, the National Planning Department, the Ministries of Transport and Business 

Development, Customs, and the Export Promotion Agency. The chairman of the Private 

Competitiveness Council is the only Committee member from the private sector.       

 

189. In Colombia the Committee for Trade and Logistics Facilitation (COMIFAL) 

possesses an explicit mandate to draw up and monitor the implementation of a 

National Logistics Policy. Based on the guidelines established in that policy, established 

by the National Council for Economic and Social Policy (CONPES), the COMIFAL 

fulfills other roles in addition to coordinating the different strategic priorities. Notable 

among the cases reviewed are the formal responsibilities for supervision and follow-up of 

the actions proposed in national logistics strategy. By the date this report was being 

written, the COMIFAL had supervised the introduction of various measures, such as the 
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simultaneous inspection system, the introduction of the Authorized Economic Operator, 

and the computerization of freight manifestos.
33

  

 

190. Lastly, Australia‟s model is noted for significant private sector leadership, 

although state participation is retained. Its role is centered on advising the 

government on strategic topics.  The Council is the main link to the government on 

logistics matters, and plays a significant role in assisting its members to adopt best safety 

practices in the fields of transport and logistics. Australia’s Logistics Council was 

initially set up in 2002 by the Australian government, in association with Australian T&L 

Supply Chain, and was formed by 26 members from the transport and logistics industries, 

users, and government agencies.  Although the Australian government initially provided 

support for it as a secretariat, between 2005 and 2008 Australia’s Logistics Council set up 

its own permanently-staffed offices and began to generate financial resources 

autonomously, doing away with state funding. In addition, the management board was 

expanded, so that today its members are almost entirely from the private sector.  

 

LOGISTICS OBSERVATORIES 

 

191. One of the main obstacles to the taking of public decisions on logistics is the 

lack of systematic information measuring sector performance.  Several initiatives, 

mostly incipient, have contemplated the possibility of creating a technical and statistical 

body reporting to the NTTFCs or NLCs with the principal role of research and the 

providing of knowledge, information and statistics for the logistics sector.   

 

192. The various types of information and research generated by these bodies - 

here called Logistics Observatories - include regular measurement of logistics costs 

and other performance indicators for the sector. These objective indicators are a 

fundamental input for policy drafting and to set the basis for productive discussions 

between the public and private sectors. Only measurements using adequate, harmonized 

methodologies, on an appropriate scale, with regular repetition, will enable decision-

makers to determine the magnitude of logistics costs in absolute and relative terms (in 

relation to other countries), the factors that explain or determine such costs, and the way 

in which they impact on different sectors of the economy or players within the logistics 

value chain.  

 

193. Only a handful of Logistics Observatories (LOs) have been identified, notable 

among which is the Council of Supply Chain Management Professionals (CSCMP) 

in the United States. Although this institution functions independently, its objectives and 

the functions and services it offers the logistics sector meet the broad definition of an LO 

as mentioned herein. Since 1990 the CSCMP has regularly measured logistics costs in the 

United States. Its “State of Logistics Report” presents the results of the measurements, 

which are shown on a basis comparable since their first appearance. The Report uses 

public information, gathered and processed by government agencies or professional 
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associations, and includes three fundamental components: costs of inventory, costs of 

transport and administrative costs.  Given the high visibility achieved by the report, it 

contributes to public discussion of the priority topics that impact on the logistics industry 

in the United States.  

 

194. In addition to the measurement of logistics costs, these Observatories tend to 

evolve into institutions generating technical analysis and a reference library for 

logistics matters. Leading investigation and research by these observatories has included 

case studies and analysis of operational, tactical and strategic matters linked to value 

chains. Many of the analytical products are published in regular bulletins and specialized 

magazines, such as Supply Chain Quarterly, Global Perspectives, and the CSCMP’s 

Journal of Business Logistics (see Table A3 in Annex 1).  

 

195. Observatories also contribute to the strengthening of the capacities of the 

logistics sector. One of the principal activities of the LOs consists of organizing actions 

intended to promote good practices and certify the quality of logistics operators, as well 

as to generate discussion forums, congresses and training courses for their members.
34

  In 

addition, LOs also function as a focal point for professionals in the industry, carrying out 

surveys on relevant matters in relation to value chains, providing directories of 

professionals in the sector, and encouraging the generation of research networks.    

 

NATIONAL LOGISTICS STRATEGIES  

 

196. Regardless of the institutional model chosen, the design of a national logistics 

strategy (NLS) is a necessary element to guide the definition of policies and concrete 

actions in the logistics sector.  As can be seen from the description in previous sections, 

governments have increased their participation in the tasks for coordination, planning and 

implementation of initiatives in the field of logistics. Nevertheless, only a few countries 

have carried out an exercise for the drafting (and subsequent revision and updating) of a 

national logistics strategy establishing the vision for the country’s logistics system, 

identifying the current situation and proposing measures for the vision to be put into 

practice.    

 

197. Ideally, national logistics strategies should be the result of interaction and 

dialogue between the government and private sector players, which establish a 

vision (where it is wished to arrive), priorities of various types (a priority ranking) 

and an action plan to achieve them (targets, actions and performance indicators). 
Design of a national logistics strategy is not a simple task, and its implementation 

requires an explicit commitment at the highest political level.  

 

198. International experience in the drafting of national logistics strategies is 

limited and varied. Nevertheless, some common features can be identified, an 

exercise that is performed below for illustration purposes, being in no way 

                                                 
34

 In the case of Spain, the Club Logístico LÓGICA provides raining and quality certification for the 

providers of logistics services.  
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restrictive.  At the date of this report, an ECLAC study
35

 is the document that best 

summarizes international experience. From its reading, together with the research 

performed for the preparation of this report, the following elements in common (and 

certain differences) in logistics strategies can be determined
36

 : 

 

NLSs are characterized by their horizontality. Based on the cases analyzed, Chile 

is the only country in which the NLS (still in preparation) will assign priority to 

three clusters where there are competitive advantages. These clusters are Fruit, 

Processed Foods and Aquaculture. Although the rest of the countries that have 

defined their NLSs assign priorities to different aspects within their logistics 

systems (transport modality, connectivity, etc.) they do not explicitly assign 

priority to any sector over any other.   

 

NLSs adopt a modern approach to logistics that goes beyond the “traditional” 

focus that assigned priority to infrastructure projects. New approaches to 

logistics include the systematic generation of information. Investment in transport 

infrastructure, added to the improvement in procedures from the use if 

information technology and the creation of special units, are still present in the 

strategic priorities of developing and developed countries. Nevertheless, new 

elements have been added, particularly those in relation to the management and 

planning of the value chain and the systematic generation of information for the 

sector through the creation of special units (such as logistics observatories). In the 

case of Colombia, this is closely linked to the introduction of a National Logistics 

Survey, the results of which are used to measure the performance of the sector, 

and as a base scenario for comparison purposes.      

  

NLSs are increasingly including sustainability and regional equity objectives.   

Some countries - such as Germany and Chile - have explicitly incorporated other 

development objectives to the strategic lines defined in their NLS. Principally, 

such components deal with the need to incorporate environmentally-friendly 

standards and practices, as well as matters concerned with regional development 

associations and development of SMEs, and energy efficiency.   

 

The private sector - logistics operators, shippers, carriers, and companies 

linked to the shipping sector - has played an active role in the drawing up of 

NLSs. In several cases, NLS design has been highly inclusive, with the 

incorporation of academics, labor organizations (as in the Colombian case), and 

representatives from the country’s different regions.  

 

Definition of competences and responsibilities. Some countries have included 

within their NLS the definition of competencies, responsibilities and leadership of 

                                                 
35

 Tomassian, Pérez Salas y Sánchez: “Políticas integradas de transporte y logística: experiencias 

internacionales y propuestas iniciales” ECLAC. January 2010. 
36

 Las Strategys (algunas de ellas aún en fase de elaboración) analizadas corresponden a Colombia, Chile, 

Malasia, Tailandia, Alemania, Corea del Sur y España. Para una explicación de estos casos ver Tabla A4 en 

el Anexo 1. 
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government entities for the implementation of the recommendations that have 

been made. In addition, in various cases the NLS has established a scheme for 

prioritizing the action plan, together with performance indicators to monitor its 

implementation. Lastly, in the case of developed countries, terms for 

implementation, the estimated cost of the investment, the fiduciary framework 

and alternative sources of financing tend to be laid down.     

 

ELEMENTS TO SET UP A NATIONAL LOGISTICS COUNCIL (NLC) IN 

ARGENTINA 

 

199. One of the main conclusions and recommendations in this report is the 

advisability of Argentina strengthening the institutional organization of the logistics 

sector as soon as possible. To this end, it is proposed that a National Logistics 

Council be set up, so that, within the sphere of the public sector, it can coordinate 

the actions of the different players in promoting the efficiency of the Argentine 

logistics system, thus contributing directly to increasing the competitiveness of the 

economy.   The World Bank report in 2006 already proposed that such an institution be 

created, to include broad private sector participation, provincial governments, academics 

and civil society, to develop a strategy and concrete action plans so that the Argentine 

logistics system did not generate extraordinary costs for the trade of goods in Argentina. 

Although there is a multiplicity of forms, objectives and functions that the NLCs can 

take, the following paragraphs describe the main elements and guidelines that could 

contribute to the definition of a National Logistics Council in Argentina.    

 

INSTITUTIONAL ANCHORING, PARTICIPANTS AND ORGANIZATION  

 

200. International experience varies in relation to the situation of the NLC within 

government institutional hierarchy. Given the institutional organization that exists 

in Argentina, this report proposes that the NLC be placed at the highest 

hierarchical levels of the Ministry of Federal Planning, Public Investment and 

Services, or directly within the Transport Secretariat reporting to that Ministry.     
Ideally, the NLC should be as independent as possible, exploring the possibility of it 

being created as an independent pubic body.  

 

201. The NLC could be formed internally by various working groups coordinated 

by an Executive Committee, the latter being made up by a small group of public and 

private sector representatives. Chairmanship of the NLC could be held on a rotating 

basis, remaining always in the hands of a representative of the public sector, preferably at 

ministerial level, or failing that, at secretary level. The deputy chairmanship position 

could be filled by a member from the private sector or business organizations 

participating in the logistics sector. Ideally, the National Logistics Observatory should 

function within the sphere of the NLC, to provide systematic information for decision-

making.    



 

 101 

 

 

 

202. There should be broad participation by public and private players on the 

various working groups.  National public sector representation on the NLC should 

include at least the Transport, Public Works, and Industry Trade and SME Secretariats, 

the Ministry of Agriculture, Livestock and Fisheries, and the General Bureau of Customs. 

Provincial public sector representation could take place through the Federal Investment 

Council (CFI) or the Inter-Provincial Committee of Public Works Ministers (CIMOP). 

Lastly, private sector participation should be split into three. The first group should 

include business chambers representing the interests of the providers of logistics services, 

and road, maritime and air transportation companies. The second group should consist of 

business associations representing the freight-generating sectors, such as the agro-

industrial and auto industry complexes. The third group should include those business 

chambers representing other users of logistics services, such as the Chamber of 

Importers, the Chamber of Exporters, etc. Lastly, the presence should be contemplated on 

the NLC of researchers, academics and independent experts, as well as participation by 

labor organizations.    

 

Functions and Objectives 

203. As well as its overall coordination role, the National Logistics Council could 

perform tasks in relation to the planning and supervision of initiatives in the field of 

logistics.  Based on the evidence analyzed, the CLN could play a leading role in the 

development of National Logistics Strategy and supervision of its implementation.  The 

space for debate provided by the setting up of the Council offers a natural environment 

for discussion of the sector’s strategic priorities, and the drawing up of recommendations; 

their validation would remain the responsibility of the political authorities. In addition, 

the establishing of an action plan with clear competences and mandates for each 

component, identifying the leadership of each government office participating in its 

implementation, could contribute significantly to the success of the National Logistics 

Strategy. To do so, the definition of a Control Panel (formed by key monitoring 

indicators) and the generation of monitoring capabilities, constitute necessary activities to 

guarantee progress in the implementation of the National Logistics Strategy.   

 

204. The NLC can also contribute as a focal point for the construction of capacities 

for the logistics sector, and the generation of relevant knowledge and statistics. 

Various actions can be coordinated by the Council on the basis of the synergies achieved 

from the association between public and private sector players. Such initiatives include 

discussion forums, discussion seminars, surveys of the available supply of logistics 

services, and the creation of a directory of professionals in the sector, among others. In 

addition, the NLC can play an important role in the training of experts, technicians and 

professionals by means of specialized training, courses and workshops. Lastly, another of 

the functions of the Council should be the regular publication of knowledge, information 

and statistics produced by the Logistics Observatory, including the study of value chains, 

measurement of logistics costs, and other performance indicators for the sector.    
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Route Map and Activities   

205. On the basis of the above, this section identifies the steps or route map leading 

to the creation of the National Logistics Council, and the initial activities that it 

could perform. These activities include: (1) Performance of a study of capacities and 

consultation with representative players in the sector with the aim of drawing up final 

recommendations for the creation of the National Logistics Council; (2) Launch and 

publicizing of Council activities; (3) Preparatory activities for the development of the 

National Logistics Strategy; and (4) Drawing up of an Action Plan to implement the 

strategic recommendations defined in the National Logistics Strategy.   

 

206. The study of capacities of public and private players represents the first step 

for the creation of the National Logistics Council. Its final objective is the making of 

specific recommendations for the creation of the NLC that consider institutional, 

membership and governance aspects, among other dimensions. To do so it will be 

necessary to identify the players participating in the logistics value chain, evaluating both 

the institutional capability of the business organizations as well as those of the 

government agencies whose decisions will influence the performance of the logistics 

system. This study could be prepared by a group formed by academics and 

representatives of the public and private sectors, supported by consultants in specific 

instances. The recommendations of this study should guide the format and regulations of 

the NLC. To increase their legitimacy, these recommendations should be validated by 

means of a consultation process with the leading logistics system stakeholders.   

 

207. The launch of the National Logistics Council and its publicizing is the second 

step on the route map.  Once the NLC has been set up, members should be summoned 

to a launch meeting at which a work agenda would be defined, together with the taking of 

a decision as to the frequency of its reviews. In addition, the work program should be 

defined for the NLC’s Logistics Observatory. The previous paragraph mentions that the 

study of capacities and design of the NLC should define the governance structure. This 

structure and its mechanisms are central to the success of the NLC. This report 

recommends equipping the NLC with a small permanent technical group to carry the 

agenda and provide support to the operation of the NLC.    

 

208. The National Logistics Strategy constitutes the principal contribution by the 

National Logistics Council to the formulation of directives and policies stimulating 

development in the sector.  To bring it about, the Council will charge the working 

groups with drawing up a “White Paper” on logistics in Argentina. The basic purpose of 

this policy document will be to provide a diagnosis of current conditions in the sector, an 

analysis of principal global trends on the matter and their implications for Argentina, and 

identification of the principal challenges and obstacles to its development. It is to be 

hoped that the pilot implementation of the Logistics Observatory will contribute 

statistical and analytical information and specific case studies as requested by the 

working groups. Lastly, as a result of this analysis and policy design exercise, the NLC 

should draw up the strategic guidelines forming a National Logistics Strategy for 

Argentina.  
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209. The implementation of the National Logistics Strategy, which should be 

validated at the highest political level, will take place by means of a carefully-

prepared Action Plan.  Once the strategic outlines have been defined, a document will 

be introduced detailing the measures to be taken and the actions to achieve them, in the 

form of an Action Plan. Fundamental steps making up the Action Plan include the 

assigning of priorities to the actions and the definition of competences, responsibilities 

and players participating in its implementation. The Action Plan should include dispute 

resolution mechanisms when conflicting interests could hinder the progress of the 

actions. The Control Panel used to monitor progress of the Action Plan and the NLS 

should be as transparent as possible. To this end, consideration should be given to its 

publication and frequent updating on a web page. 

 

 



 

 104 

 

 

 

ANNEX 1 – TRADE AND TRANSPORT FACILITATION COMMITTEES, NATIONAL LOGISTICS 

COUNCILS, LOGISTICS OBSERVATORIES AND NATIONAL LOGISTICS STRATEGIES: 

SUMMARY OF RECENT INTERNATIONAL EXPERIENCE.  

 

TABLE A1: NATIONAL TRADE AND TRANSPORT FACILITATION COMMITTEES

Country Name Year Created
Coordination 

Mechanism
Composition Focus / Functions Objectives / Activities

EUROPE AND CENTRAL ASIA

Kazakhstan 

and Tajikistan

National Trade and 

Transport 

Facilitation 

Committee

1998         

2001

Inter-ministerial 

transport 

commission

Commissions led by transport ministry with representation from other 

agencies responsible for the regulation of cross-border transport, 

logistics and transport service providers.

• Policy matters in relation to cross-border traffic and not 

operating problems linked to border crossing formalities. 
-

Committees established as a public-private association with 

representatives from each sector:                                                                                  

• 5 representatives of public agencies (Ministries of Trade and Economic 

Development, Transport, and Communications).        

• Identification and monitoring of trade and transport 

matters; improvement of procedures and transparency for 

Customs and other agencies at border crossings. 

• Facilitating and coordinating role of the government, 

private and public organizations, the private sector, NGOs 

and business associations to eliminate barriers to trade 

and business development.  

Armenia, 

Azerbaijan and 

Georgia

ARMPRO AZERPRO*         

GEOPRO*

2002        

2004          

2003

14-member 

committee

• 6 representatives of the private sector (Manufacturing business 

associations, Associations of freight forwarders and international road 

transport)                                                                                       

• Improvement of technical capabilities of transport, 

forwarder and sales operators. 

• To promote compliance and harmonization of trade and 

transport procedures in accordance with international 

standards.

• 1 Representative from civil  society • Focal point for exchange of experiences

• To promote discussion of matters related to trade and 

transport with local, regional and international authorities 

through NGOs and business associations.

• 2 Representatives from the World Bank
• Development of quality standards for trade and 

transport functions.

• To provide advice, clarification and description of trade 

and transport legislation, and regulations and procedures 

for profesional NGOs and business associations.   
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Country Name Year Created
Coordination 

Mechanism
Composition Focus / Functions Objectives / Activities

SOUTHERN ASIA

Committee presided over by the Ministry of Industry, Commerce and 

Supply with a further 16 members: •6 representatives of the government 

(Ministry of Finance, Ministry of Labor and Transport, Central Bank and 

Department of Customs)

•  Monitoring and regulation of trade and transport in 

general, providing of policy recommendations for the 

facil itation of international trade. 

Nepal

National Trade and 

Transport 

Facilitation 

Committee

1997
16-member 

committee

• 6 representatives of chambers of commerce and manufacturers' 

associations 

• Monitoring of border crossing activities and operation 

of international trade and transport agreements.

• 2 representatives of companies in the transport and trade services 

sector (freight forwarders  and associations of goods transporters).

• 2 representatives of the financial and insurance sectors

The committee reports to the Ministry of Trade and is presided over by its 

Minister. The committee has a permanent secretariat led by an executive 

secretary. Other members :

The main work of the committee has been the performance 

of a trade facil itation project funded by the World Bank 

with the assistance of UNCTAD focusing on the following 

topics: 

Pakistan

National Trade and 

Transport 

Facilitation 

Committee

2001
27-member 

committee

• 7 government representatives (Ministry of Trade, Ministry of Finance, 

Ministry of Planning and Development, Central Revenue Agency, State 

Bank and SME Development Authority)

• Development of a single administrative document         • 

Modernization of transport legislation

• 5 representatives of chambers of commerce and manufacturers' 

associations.

• Modernization of freight forwarders and providing of 

maritime transport insurance

• 9 representatives of organizations connected with transport (port and 

rail  authorities, associations of carriers, dry port operators and the 

national airline).

• Improvement of financial and insurance services.

• 2 representatives of companies in the transport and trade services 

sector (freight forwarders  and associations of goods transporters).

• Advice on adherence to international conventions on 

Customs, trade and transport. 

• 2 representatives of the finance and insurance sectors  



 

 106 

 

 

Country Name Year Created
Coordination 

Mechanism
Composition Focus / Functions Objectives / Activities

EAST ASIA AND PACIFIC

Cambodia

National Trade and 

Transport 

Facil itation 

Committee

12-member 

committee

The Committee is presided over by the Director General of the Ministry of 

Public Infrastructure and Transport and another 11 members 

representing public agencies (Ministries of International Affairs, Trade, 

Interior, Finance and Economy, Agriculture, Health and Tourism, Customs, 

Civil  Aviation, the Central Bank and the National Insurance Company)

Vietnam

Vietnam's Board for 

Coordination of 

Cross-Border 

Transport

21-member 

committee

The Committee is presided over by the Deputy Minister of Transport, and: 

• 18 members representing public agencies, including the Ministries of 

International Affairs, Trade, Transport, Defense, Finance, Public Security, 

Agriculture and Rural Development, Customs, Highways Administration, 

Maritime Trade, the Department of International Relations and the 

National Committee for International Cooperation. 

• 2 representatives of the private sector (Secretary General of the Vietnam 

Road Transport Association , and the vice-president of the Vietnam 

association of freight forwarders).

The Committee reports to the Ministry of Communications, Transport, 

Posts and Construction (MCTCC), and is presided over by its Deputy 

Minister. In addition it has two vice-presidents representing the Ministry 

of Trade and the MCTCC. Support is provided by an MCTCC secretariat, 

headed by the Director General of Transport at the same ministry. The 

remaining members are:

•  Study of public policies and strategies for the 

coordination of trade facil itation, and coordination and 

implementation of ASEAN agreements.  

• Coordination with the members of the National Transport 

Committee to identify bottlenecks at border crossings.

Laos

National Trade and 

Transport 

Facil itation 

Committee

1997
12-member 

committee

• 3 representatives of the private sector (National Trade and Industry 

Chamber, National Insurance Company, and National Association of 

freight forwarders)

• Encourage the adoption of modern practices and  

technology  and information on technical standards by 

transport operators.

• Consultation with transport operators for the creation of 

an institution to represent the sector and evaluation of 

changes in the regulation of transport l icenses.  

National Transport 

Committee
2002

• 9 of the remaining members represent public agencies (MCTCC, 

Ministries of Trade, International Relations, Customs, Security and the 

State Planning and Cooperation Committee).  

• Coordination of technical seminars for government 

officials and private operators, and providing of advice to 

the private sector on efficient use of information systems 

for transport and trade. 

• Development with other ASEAN countries of a joint 

approach to initiatives to coordinate trade and transport 

facil itation.

The Committee reports to the Permanent Secretary at the Ministry of 

Transport, and is made up of: 

•  Study of public policies and strategies for the 

coordination of trade facil itation, and coordination and 

implementation of ASEAN agreements. 

• Coordination with the members of the National Transport 

Committee to identify bottlenecks at border crossings.

Thailand

National Trade and 

Transport 

Facil itation 

Committee

2001
13-member 

committee
• 1 representative of the private sector (National Chamber of Commerce)

• Encourage the adoption of modern practices and  

technology  and information on technical standards by 

transport operators.

• Consultation with transport operators for the creation of 

an institution to represent the sector and evaluation of 

changes in the regulation of transport l icenses.  

• 12 representatives of public agencies (7 from the Ministry of Transport 

and its associated agencies, such as the Department of Road Transport; 

other members belong to the Ministry of International Relations and 

Trade, Customs, the Police and the Immigration Authority).

• Coordination of technical seminars for government 

officials and private operators, and providing of advice to 

the private sector on efficient use of information systems 

for transport and

• Development with other ASEAN countries of a joint 

approach to initiatives to coordinate trade and transport 

facil itation.
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TABLE A2: NATIONAL LOGISTICS COUNCILS

Country Name Year Created Coordination Mechanism Composition Focus / Functions / Mission / Responsibilities Objectives 

The Committee forms part of the National Administrative System for 

Competitiveness, which groups together standards, activities, resources, 

programs and public and private institutions that plan and promote the 

introduction of policies for productivity and competitiveness. It is made 

up of :

.

•  To establish and monitor the introduction of the 

National Logistics Policy and arrange for measures 

leading to optimizing of efficiency across the entire 

supply chain to benefit the competitiveness of the 

national economy. 

•  To ensure inter-institutional coordination and agreement 

with the private sector to promote simplification of 

procedures and documentation required for international 

transportation and trade. 

Colombia

Committee for Trade 

and Logistics 

Facilitation

2008

Technical Committee - 

National 

Competitiveness System

• 6 representatives of public agencies (Senior Presidential Advisor for 

Competitiveness and Regions, National Planning Department, Ministries 

of Transport and Business Development, Customs and the Export 

Promotion Agency) 

•  To improve infrastructure and equipment in 

designated port areas for physical goods inspection. 

•  To evaluate and perform special follow-up for the 

recommendations in the Conpes Document in relation to 

transport, trade and logistics, as well as to make 

recommendations for their implementation. 

• 1 representative from the private sector (Chairman of the Private 

Competitiveness Council)

•  Special program for communication and training 

on technical, trade and Customs aspects of container 

use. 

•  To make recommendations to the National Government 

through the National Competitiveness Commission on 

development policy and investment in areas in relation to 

logistics, transport and international trade within its 

sphere of competence. 

In turn, each member deisgnates permanent representatives to form 

themed  discussion panels dealing with the following topics: 

Infrastructure and logistics services, trade and transport facil itation, and 

information and communications technologies.   

•  Strengthening of the strategy for automation and 

introduction of simultaneous merchandise 

inspection. 
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Country Name Year Created Coordination Mechanism Composition Focus / Functions / Mission / Responsibilities Objectives 

The National Council for Innovation for Competitiveness is a public-

private body that acts as permanent advisor to the President of the 

Republic. Its purpose is to advise the authorities on the identification and 

formulation of policies in relation to innovation and competitiveness. It 

is made up by: 

Chile To be determined

National Council for 

Innovation for 

Competitiveness

• 15 advisors from the private sector, academia, and scientific research 

institutes.  

• 7 representatives from the public sector (Ministry of Economy, Treasury, 

Education, Agriculture, National Science and Technology Commission, 

Corporation for the Development of Production) as well as the 

chairperson of the Council and an executive secretary. 

The Council is chaired by the Deputy Minister for Trade and Industry, and 

its participation includes government agencies and the private sector. It 

is made up by:  

The Council is divided into 5 'focus groups': maritime, 

land and air transport services, logistics support, and 

value chain management and development of human 

resources. 

•  To evaluate the implications of global aspects of logistics 

and their consequences for domestic operators; 

development of a database on the needs of the industry 

related to transport of the domestic and international value 

chains. 

Malaysia
Malaysian Logistics 

Council
2007

• 9 members of the private sector (association of transporters, 

association of vessel owners, commerce and industry chamber, 

federation of freight forwarders, association of freight forwarders, 

association of air freight forwarders, federation of port operating 

companies, national council of exporters, federation of manufacturing 

companies). 

In l ine with the targets set for the Third Industrial 

Master Plan (TIMP), the responsibil ities of the 

Council are: 

•  To coordinate the interests of the various 'stakeholders' 

and create the conditions necessary for the development of 

a trade-linked community with greater focus on 

international markets, adapted to international practices. 

• Various public agencies, such as the Trade and Industry Ministry

•  To provide leadership in the comprehensive 

development of the logistics industry, as well as 

coordination and implementation of policies and 

programs. 

•  Review of "Cabotage Policy" and its implications for 

exporting industries in terms of structure and regulatory 

framework. 

•  Monitoring of the implementation of programs and 

activities of the various ministries and authorities 

involved in the development of the industry. 

•  Carrying out of logistics research, including information 

technology developments, as well as on logistics 

impediments for SMEs and studies of efficiency indicators 

for logistics operators and their regulators. 

•  To ensure the development of the industry is in 

accordance with the strategic guidelines of the TIMP. 

•  Development and monitoring of human resource training 

programs for the industry, including training and upgrading 

of professionals. 
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Country Name Year Created Coordination Mechanism Composition Focus / Functions / Mission / Responsibilities Objectives 

The Council is chaired by the Prime Minister, and includes participation 

by government agencies and the private sector. It is made up by: 

Thailand
Thailand National 

Logistics Council
2007 Public-private Council

• 8 public sector agencies (Ministries of Trade, Industry, Finance, 

Education, Agriculture, ITC, Labor and the National Council for Economic 

and Social Development). 

• 4 institutions from the private sector (federation of industries, chamber 

of commerce, national council of exporters and the bank association) 

The Council was established by the Australian Government in 2002 in 

association with the Australian T&L Supply Chain. Initially it consisted of 

26 members, mainly from the transport and logistics industry, but with 

representation by users and government agencies. 

The ALC has determined that during 2010 its actions 

will  focus on: 

•  ALC actions are governed by the following principles: to 

be a unified voice on national strategic topics critical to 

Australia's domestic and international freight, to provide 

leadership for the logistics and freight industries, 

encouraging the collaboration of these industries in areas 

of mutual national interest;   

Australia
Australian Logistics 

Council (ALC)
2002 Public-private council

In 2004 the ALC was reorganized into two groups. On the one hand, an 

Extended Council was formed with 80 members from logistics companies, 

users and governments; on the other, an 11-member Executive Committee 

became responsible for the management of the ALC and is in charge of the 

annual work program.  

•To work together with the Council of Australian 

Governments and Ministers of the Australian 

Transport Council on an agenda for the regulation of 

transport and its services. 

• To advise governments on logistics topics; promote the 

image of the industry and encourage greater recognition by 

the government and the community of the contribution that 

it makes to the country's economy; 

The Commonwealth Department of Transport and Regional Services 

provided initial secretariat support until  2005, when the ALC set up its 

own office and staff, including an Executive Director. Since 2008 the ALC 

has been funded entirely by subscriptions from its members. 

• To contribute to the preparation and 

implementation of national policy on ports, the 

national freight network plan and the policy 

framework for national transport.   

• To drive implementation of strategies to improve 

Australia's domestic and international supply chains and 

promote the adoption and development of safety best 

practices in the spheres of transport and logistics. 
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TABLE A3: NATIONAL LOGISTICS OBSERVATORIES

Country Name Year Created

Type of 

Institution
Participants Activities Publications

• 8,500 member representing all  sectors related with the 

industry, the government and academia

• Supply Chain Quarterly, magazine 

with useful information on the 

sector

•  International membership located in 66 countries: 32% 

in Europe, 19% in Asia, 17% in Canada, 9% in South America 

and 5% in Central America. The rest are in Africa, the 

Middle East and Oceania. 

•  “Explores” Bulletin, usually 

written by a top-level expert, 

summarizing some recent topic 

with a high impact in the research 

of value chain aspects. 

USA

Council of Supply 

Chain Management 

Professionals 

(CSCMP)

1963
Association of 

professionals 

•  In South America there are 78 members, led by Brazil  with 

33, Peru (17), Colombia (11), Argentina (9), Chile (7) and 

Ecuador (1)

• Global Perspectives, analysis of 

specific challenges facing value 

chains in different countries.

•  Business segments of members include Manufacturing 

Industries, 3PLs and Consultancies, with 54% of the total

 • Journal of Business Logistics, a 

half-yearly publication intended to 

contribute to the advancement of 

knowledge and encouragement of 

analysis in the fields of logistics 

and supply chain.  . 

• 50% of the professionals work in the fields of value 

chains and logistics, and 57% are Managers or Directors. 

• The annual "State of Logistics 

Report" is the CSCMP's most 

important publication; it includes 

a calculation of the logistics cost 

for the United States.

Research is a central aspect of the activity 

carried out by the CSCMP. This includes in 

particular: (i) case studies dealing with 

operational, tactical and strategic topics 

in connection with value chains; (i i) 

surveys of relevant topics in relation to 

value chains; (i i i) directory of 

professionals in the sector; and (iv) 

competitions with proposals for the 

funding of research projects.  

 
 

 

 



 

 111 

 

 

 

TABLE A4: NATIONAL LOGISTICS STRATEGIES

Country Year
Coordinating 

Institution/Leader
Participants Principal Purpose Strategies/Action Plan Horizontal  / Clusters Planning/Evaluation

Companies • Institutionality  (formalizing and strengthening COMIFAL)

Academia
• Production of information (systematization of indicators for the 

logistics chain: logistics costs, etc.)

Colombia 2008 CONPES
Labor and private 

Organizations

• Optimizing the providing of infrastructure (specialized logistics 

infrastructure, infrastructure and territorial development , 

logistics and urban mobility, border crossings, efficiency of 

ports, trade facil itation). 

Horizontal

Definition of 

competencies, 

leadership and 

actions by area in 

the implementation 

of specific 

recommendations. 

National 

Competitiveness 

Commission

• Facilitation of foreign trade (issue and implementation of the 

Procedures Manual for Simultaneous Physical Inspection, 

technology for goods control and inspection and customs 

clearance; updating of regulations for customs procedures.)

Public entities •Integration of information technology and communications for 

logistics
Regional 

Competitiveness 

Commissions

• Diversification of availability of logistics services and 

transport 

• Increased participation by rail  and maritime transport.

Definition of National 

Logistics System, with the 

aim of improving the 

competitiveness of the 

country
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Country Year
Coordinating 

Institution/Leader
Participants Principal Purpose Strategies/Action Plan Horizontal  / Clusters Planning/Evaluation

• Generate a logistics 

platform of excellence to 

add strength to clusters 

assigned priority. 

• Encourage association of road transport companies, and 

promote energy-efficient and safe practices.  

• Focus on clusters, 

sectors with evident 

comparative 

advantages:

• Definition of 

sequencing of 

initiatives (priorities 

and execution)

To be defined. CNIC  

has commissioned a 

consultancy to 

prepare a diagnosis 

and institutional 

proposal.

•  Increase coverage, 

quality and 

competitiveness of logistics 

infrastructure and systems 

for trade. 

• Improved infrastructure, intermodal connectivity, control, 

management and safety of railroad operations; updated 

regulations for movements for each mode. 

1) Fruit                           

2) Processed foods                        

3) Farmed seafood

• Estimation of cost 

of investment

Chile

2010 

(in 

prepa

ratio

n)

National Council 

for Innovation for 

Competitiveness -

CNIC

•   Encourage the creation 

of permanent employment 

with higher skil ls, 

incorporating 

sustainability notions to 

logistics development. 

• Improved planning and management of the chains, 

incorporating best practices, standards and technology; 

encouraging integration of chain participants.  

•  Promotion of balanced 

regional development. 

• Implementation of logistics support zones, l inked to the freight-

generating zones. 

• Establishing of multi-regional corridors.

• Promote the setting up of centers for technical logistics 

training.

In addition to 10 general strategic priorities, the Third Industrial 

Master Plan (TIMP) 2006-2020 contains strategic guidelines and 

policy measures for specific areas. The following points are 

defined for logistics:

Malaysia 2006

Ministry for 

International 

Trade and 

Industry (MITI)

• Creation of a competitive logistics industry to support 

industrialization efforts, development of private modes of 

transport for operation in a competitive international 

environment.   

The TIMP defines 12 

strategic sectors, but 

the strategy for 

logistics development 

is independent from 

this selection. 

• Expand and improve the capacity of industry to increase its 

participation in global value chains.

• Intensify the use of information and communications 

technology in the industry

• Ensure the supply of a qualified workforce to meet industry's 

long-term needs. 

• Strengthen institutional support through inter-ministerial and 

agency coordination for the planning, implementation and 

monitoring of policies and measures that affect industry. 

•Validation process: 

Matrix for 

consultation with 

public and private 

players, logistics, 

information and 

communications 

services, and 

infrastructure.   
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Country Year
Coordinating 

Institution/Leader
Participants Principal Purpose Strategies/Action Plan Horizontal  / Clusters Planning/Evaluation

•  Improve trade 

facil itation with emphasis 

on minimizing costs, 

increasing customer 

response, reliability and 

security.  

•  Encourage the introduction of logistics handling techniques, 

promoting their use, best practice in logistics, ITC and specialized 

software. 

Thailand 2007

National Council 

for Economic and 

Social 

Development

Representatives of 

the public and 

private sector.

•  Create added value for 

the logistics industry and 

other support sectors.

•  Support the development of logistics to optimize value chains, 

promoting the collaboration in clusters, standardization of tools, 

material and equipment, support for private associations, and 

encouragement for the use of traceability systems and transport 

systems specializing in perishable goods. 

Horizontal

Definition of key 

performance 

indicators for each 

strategic guideline.

•  Development of an integrated logistics system, including the 

use of highways, distribution centers and container storage 

facil ities connecting the principal nodes and hubs to industrial 

areas. 

•  Development of new links to Africa, Europe and Middle East, 

developing deepwater ports and trade corridors.

•  Promote investment in logistics service businesses, promoting 

alliances and associations between large companies and smaller 

enterprises. 

•  Promote the use of a single electronic window, improved tax 

systems and customs procedures and encourage the setting up of 

distribution and logistics centers; improve efficiency in animal 

and food health inspection procedures. 

•  Promote training, research, and standards of personnel in the 

productive sector and for providers of logistics services. 

•  Promote the collection and development of information for 

logistics management at macro and company levels. Support 

establishment of a system for coordinating and monitoring 

policies to guide the developments in the sector. 

The Logistics and Transport 

Master Plan pursues the 

following objectives:

•  Development of a strategy for the implementation of the 

European Train Control System on freight corridors.

•  Optimization of the use 

of transport infrastructure
•  Development of a port and airport strategy

•  Establish an 

agency to be 

responsible for the 

implementation of 

each component

•  Ensure mobility and 

avoid unnecessary 

movements

•  Take concerted action in the transport and freight generating 

sectors to coordinate freight transport.

•  Establish fiduciary 

responsibil ity

Germany 2008

Federal Ministry 

of Transport, 

Construction and 

Urban Affairs

Over 700 

participants from the 

public, private and 

civil  society sectors. 

•  Encourage use of rail  

transport and internal 

waterway modes.

•  Creation of a focal point, the Federal Commissioner for Freight 

Transport and Logistics.
Horizontal

•  Establish period 

for implementation.

•  Improve transport 

arteries and hubs

•  Development and standardization of traffic-handling systems; 

optimization of management of highway infrastructure works; 

providing of traffic information and communications systems for 

heavy goods vehicles. 

•  Encourage 

environmentally-friendly 

transport

•  Promote internal short-distance waterway traffic.

•  Improve working 

conditions and training in 

the freight transport 

industry.

•  Review of the regulatory framework on intermodal competition 

for freight transport; increase in budget and incorporation of 

technology and management for combined transport. 

•  Segregation of passenger and freight transport.

•  Toughening of environmental and health standards.

•  Launch of training initiatives and discussion meetings for the 

freight sector. 

•  Establishing of a freight transport and logistics network; 

implementation of a marketing strategy to promote Germany as a 

logistics center, and a security strategy for the freight transport 

and logistics industry.  
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Country Year
Coordinating 

Institution/Leader
Participants Principal Purpose Strategies/Action Plan Horizontal  / Clusters Planning/Evaluation

The National Logistics Plan and the National Logistics Law are the 

continuation of prior initiatives on the matter of logistics. Both 

contain the following core points:

•  Supremacy of the National Plan over any other sector plan or 

policy

South Korea 2004

Presidential 

Committee on 

Northeast Asian 

Cooperation 

Initiative

The Fundamental 

National Logistics 

Plan involved the 

participation of 18 

government entities 

and local authorities 

with connections to 

the sector. 

•  Promotion of information technology, integration and 

standardization of information systems, as well as the creation 

of a great database at national level to provide access to 

logistics information.  

Horizontal

•  Commitment to lower the planning horizon from 20 to 10 years.

•  Establishing of a National Logistics Committee to analyze and 

decide on national policies. 

•  Analysis of the policies as logistics functions independent of 

their modality.

Previous initiatives included a Fundamental National Logistics 

Plan established by the Ministry of Territory, Construction and 

Transport whose priority tasks were: 

•  Investment in railroads, ports and airports.

•  Establishing and encouraging the setting up of international 

standard logistics companies in the region on the basis of a 

Logistics Development Plan drawn up together with the private 

sector. 

•  Develop logistics experts through the design and setting up of 

study centers on advanced logistics topics. 

•  Expand the logistics network and distribution centers. 

•  Construct an information system for paperless logistics by 

means of the interconnection of existing networks with those of 

finance, insurance and foreign logistics.

The Fundamental 

National Logistics 

Plan  established the 

control mechanisms 

for integrated work 

among the various 

departments 

connected to the 

logistics sector, and 

the administrative 

plans that acted as 

mechanisms for the 

updating of the 

Roadmap in the event 

of changes in the 

trade environments. 
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Country Year
Coordinating 

Institution/Leader
Participants Principal Purpose Strategies/Action Plan Horizontal  / Clusters Planning/Evaluation

The overall  objective of the 

drafting of a Strategic 

Infrastructures and 

Transport Plan (PEIT) was 

to establish a stable, 

rational and efficient 

framework for the transport 

system in the medium and 

long term, focusing on four 

main spheres. 

•  Development of an integrated transport system in a framework 

of complementation and coordination between the various modes 

and with the infrastructure and services for which other 

administrations and organisms are responsible. 

Spain 2004
Ministry of 

Development

•  Improve the quality of the 

services provided, capacity 

and security.

•  Optimize the use of existing infrastructure by means of 

measures to manage demand.
Horizontal

•  Strengthening of social 

and territorial cohesion.

•  Promotion of a policy for the conservation and maintenance of 

infrastructure assets. 

•  Creation of a 

"Mobility Forum" to 

channel discussion 

with agents from 

different sectors.

•  Contribute to 

sustainability by means of 

compliance with 

international commitments 

on enviromental aspects. 

•  Stimulate the development of R&D+innovation programs and 

advances in technology applicable to the management and 

exploitation of transport infrastructure and services. 

•  Creation of an 

Environmental 

Monitoring 

Commission and 

mechanisms for 

monitoring 

sustainability 

objectives in the 

transport sector. 

•  Encourage economic 

development and 

competitiveness

• Strengthen cross-border relations.

•  Creation of a PEIT 

Monitoring 

Commision to 

coordinate the 

development and 

follow-up of the PEIT, 

strengthen the 

identification with 

PEIT objectives by 

managemeny 

personnel, adapt 

documentation and 

technical 

recommendations to 

PEIT objectives and 

consolidate a 

specialized technical 

team. 

•  Strengthen the role of Spain's urban and metropolitan areas

•  Creation of 

mechanisms for the 

review and 

adaptation of the 

PEIT in the medium 

term.

•  Definition of the 

fiduciary framework 

and alternative 

sources of financing. 

•  Existence of a 

framework 

agreement between 

the Development 

Ministry and each of 

the Autonomous 

Communities to 

agree actions and 

programs, following 

principles of co-

responsibil ity and 

collaboration 

between 

administrations
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ANNEX 2 - LOGISTICS SURVEY OF SMALL AND MEDIUM-SIZE 

COMPANIES IN THE NORTHWEST 

The survey in this annex was distributed by e-mail for completion online by 200 SMEs in 

the Argentine northwest. The survey was carried out in the first few months of 2009.   

 
 

COMPANY 
1.Location of the company 

a.Province and locality 

b.Distance (km) from provincial capital 

 

2.Company products (mark all those that are appropriate) 

a.Energy (gas, oil, electricity, other) 
b.Citrus fruit (lemon, grapefruit, others) 

c.Sugar 

d.Tobacco 
e.Wine 

f.Tourism 

g.Minerals (borates, copper, gold, lithium, others) 
h.Commerce 

i.Software 

j.Other (describe) 
 

3.Annual sales in US$  

a.Between $0 and $2,000,000 
b.Between $2,000,000 and $5,000,000 

c.Between $5,000,000 and $15,000,000 

d.$15,000,000 or more 
e.Other (describe) 

 

4.Number of full-time employees 
a.0-50  

b.50-200  

c.200 or more 
 

FREIGHT AND DESTINATIONS 
5.What is the volume of freight that your company handles in terms of inputs? (in tons) 

 

6.What volume of freight does your company handle in terms of finished product? (in tons) 
 

7.Type of freight (select all those that correspond) 

 

Type of General Cargo % of total freight Volume directed 
at local market  

(ton) 

Volume for 
export (ton) 

Dry bulk    

Liquid bulk    

Containers    

Reefers    

 

8.Destinations of domestic sales (indicate % corresponding to each city or region) 
a.Buenos Aires 

b.NOA 

c.NEA 
d.Cuyo 

e.Patagonia 
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f.Central 

g.Littoral 
 

9.Destinations of exports  (indicate% corresponding to each city or region) 

a.Chile 
b.Paraguay 

c.Bolivia 

d.Brazil  
e.Uruguay 

f.USA 

g.Others in Latin America 
h.Europe  

i.Asia 

j.Others (specify) 
 

10.Port or border crossing for exports (indicate % for those used) 

a.Buenos Aires 
b.Rosario  

c.Zarate 

d.Paso de los Libres 

e.Jama 

f.Cristo Redentor 

g.Clorinda 
h.Other (indicate) 

 

11.What is the distance from your plant to port of exit of exports or the corresponding highway border crossing?   
 

12.What is the transit time from your plant to the port of exit of your exports  (or the highway border crossing )? 
 

13.What is the average transit time from your plant to your main domestic markets?  

 
14.Where does your company consolidate goods when it exports?  

a.At plant 

b.At border (LAZ/Logistics operator bay) 
c.Close to port terminal 

d.At port terminal 

e.Other 
 

15.Means of transport used to reach domestic market or port (more than 1 can be indicated; indicate % use of each means)  

a.Truck 
b.Ferrocarril Belgrano 

c.Ferrocarril NCA 

d.Air 
e.Other 

 

LOGISTICS: INTERNAL ADMINISTRATION AND PERCEPTION OF CONTEXT  
16.Does your company have its own transport fleet? 

a.Yes (go to question 17) 

b.No (go to question 18) 
c.Not applicable (rail transport) 

 

17.How many vehicles make up the fleet?: 
 

18. Your goods are transported by third party carriers who are:  

a.Transport companies with a national/ regional reach  
b.Small transport companies 

c.Individual truck-owners 

d.Other 
 

19.Does your company make use of multimodal transport? 

a.Yes (specify what type) 
b.No 

 

20.Does your company have a logistics department? 
a.Yes (go to question 21) 

b.No (go to question 22) 
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21.Is the logistics department of your company: 

a.Centralized in Buenos Aires 
b.Centralized at the plant 

c.Staffed at both plant and in Buenos Aires 

d.Other (specify) 
 

22.Are the logistics activities of your company: 

a.Handled by personnel who perform other roles (distribution, plant administration)? 
b.Outsourced (indicate type of company –traditional carrier or logistics operator )? 

 

23.Do you consider that in the geographical region where your company is located there are qualified human resources able to 
perform your logistics tasks? 

a.Yes 

b.No 
 

24.Does your company have its own storage facilities? 

a.Yes (go to question 27) 
b.No (go to next question) 

 

25.Do you consider that the availability of storage facilities in your area is adequate?  

a.Yes 

b.No  

 
26.What are the most frequent problems encountered in relation to storage in the geographical region of your company (you  may 

indicate more than one)  

a.High costs 
b.Insufficient space throughout the year 

c.Insufficient space during harvest season 
d.Unsuitable location in relation to plant 

e.Other (describe): 

 
27.What obstacles do yu perceive in relation to logistics topics in the NOA? (You may indicate more than one): 

a.Lack of logistics operator presence in the region  

b.Lack of alternative means of transport, particularly in the harvest season  
c.Lack of adequate training of human resources dedicated to logistics tasks within the company  

d.Infrastructure in general 

e.High cost of logistics-related services  
f.Excessive transit time to main markets or export ports/border crossings.  

 

28.What obstacles do you perceive in relation to road transport in the NOA area? (You may indicate more than one): 
a.Deficiencies in highway infrastructure 

b.Limited offer of transport services  

c.Problems with transport service offerings during harvest season 
d.High costs of road transport in the NOA 

e.Excessive transit time to destinations 

f.Theft, security 
g.Other, describe: 

 

29.What obstacles do you perceive in relation to rail transport in the NOA area?  (You may indicate more than one): 
a.Deficiencies in railroad infrastructure 

b.Deficiencies in the organization and  management of railroad operators  

c.Cost 
d.Lack of flexibility in relation to road transport 

e.High transit times compared with trucks 

 
30.Do you consider it would be beneficial for the state to invest in a logistics activity zone in your province? 

a.Yes 

b.No 
 

31.Do you consider that there is fluid communication between the private sector and the municipal and provincial governments on 

matters with a significant influence on your company’s logistics costs?   
a.Yes 

b.No 

 
32.Do you consider that there are discussion instances (Chambers, Foundations, etc.) that effectively lead debate on logistics matters 

among the affected players (both public and private)? 

a.Yes (indicate which) 
b.No 
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LOGISTICS COSTS 

33.Does your company break out administrative costs of sales? 
a.Yes (indicate %) 

b.No (go to next question) 

 
34.Could you please indicate the approximate annual amount of administrative costs of sales for your company?   

 

35.Does your company carry a record of the transport cost of sales?  
a.Yes (indicate % of total sales represented by transport costs) 

b.No (go to next question) 

 
36.Could you please indicate your company’s approximate annual transport costs ?  

 

37.Does your company keep a record of costs of inventory as a % of cost of sales? 
a.Yes (indicate %) 

b.No (go to next question) 

 
38.Could you please indicate the approximate amount of the company’s annual cost of inventory?  

 

39.If your company exports: does it keep a record of export  operation related costs ( customs agents, consolidation, port tariffs, etc.) 
as a percentage of export sales? 

a.Yes (indicate %) 

b.No (go to next question) 
 

40.Could you please indicate the approximate annual amount of the costs associated with your company’s exports?  
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