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Abstract— Addressing organizational capacity in cross-bord@nsport infrastructure (CBTI) projects is criticéo
reduce development gap among counterparts anditéeilthe structural adaptation. An assortment afdaucratic
hierarchy levels of administration is significantigixed up with responsibilities, incentives, anddfds between
national and regional level. The study deals whlk East-West Economic Corridor (EWEC) project addpby the
Greater Mekong Subregion Program (GMS), by emphsgidifferent circumstances of organizational capadn
national in-line ministries and coordinated stakklgys among Lao PDR, Thailand, and Viet Nam thraughthe
CBTI implementation. It examines the role of CBalated mechanisms towards coordinating organizatiaapacity
approaches, and discusses associated challengesoWdd that country-specific organizational arramgents as the
National Transport Facilitation Committees (NTFGee playing the strategic progress of in-betweetiamal and
regional organizational capacity building in parall with integrating vertically and horizontally axss their
bureaucratic frameworks.

Keywords— Cross-border transport infrastructure, East-West Emnomic Corridor, Regional integration, Organizational
capacity.

adopted as a regional public goods that moves facio
1. INTRODUCTION production within and across countries, thus inwav

. . . . the regional integration attaining harmonized
Trends towards regional integration are progressingg o quctivity [7, 8]. Significantly, it is expandingo

across infrastructure planning and transportatiolicy, highlight the importance of multi-dimensional

by w_n‘lugncmg throughout pUbl'(_: sector _an_d S environment at integrating decisions among various
organizational structure, among variety of admiatste actors [9]. In practice, a complex interplay of thul

!evels [1’. 2]. On_e of t_he cer!tral challengeg for |eveled government agencies is gradually influegcire
implementing and integrating reglor_wal counterpasts scope of organizational capacity [10].

how to produce meaningful mechanisms for promoting  5ganizational capacity is influenced by variety of
the participations of a broad cross-section of racto factors, including leadership and governance, fifn

resource planning and management decisions [3]. Thenanagement, technology, program development and
mechanism of transport agencies’ organizations S;leA 1\ ;man resources, thus its definition is also famir

has been submitted to considerable changes duringimme or consistent [11, 12]. In a regional settithe
emerging of regional integration strategies [1]]. [4 organizational capacity’ is a combination of two
Multinational transportation infrastructure progcind components: national and regional, where requires a
their backward and forward interlinkages provide an systematic organizational arrangement, whether dbrm
important practic_e to clarify the relationships a@o . informal [13]. Though in theory, ad hoc orgattiaaal
actors an_d their _ structural ne_tworks. Cross-border ., gination and negotiation between governments on
transport mfrastructur_e (CBTI) s, th_erefore, ooé_ project-to-project basis would work well without a
fundamental ~ determinants  that mixed up With 5 majized institutional or legal framework, in hea
responsibilities, incentives, and benefits [2], [6]. this approach has head high failure rates, sigmitiy
Indeed, its framework challenges national resourass raising transaction costs and making such collatoms
well as overcome gap between neighboring countespar jyceagihle [14]. Thus, the organizational capacity
which influences not only absolute, but also corapee, development plays a vital role to promote prospeitd
advantages. In a dynamic context, the CBTI itself i giapility in participating countries, particularlyith
regard to mitigating risks of varying strengths and
weaknesses of regulatory regimes between regional
countries [4], [9, 10].
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Fig.1. East-West Economic Corridor in GMS Program.

Republic of China (PRC), Lao People’s Democratic
Republic (Lao PDR), Myanmar, Thailand, and Viet
Nam. Infrastructure is one of the “three I's,” ajpwith
incentives and institutions, that are key determisaf
overall growth and the magnitude and productivify o
capital infows to liberalizing economies [15].
Consistency with operational practice with the ADBe
definition of CBTI is broad and inclusive as: (i)
infrastructure  facilities  that involve  physical
infrastructure, and/or coordinated policies and
procedures spanning two or more neighboring coesitri
(ii) national infrastructure projects that haveigngicant
cross border impact, in that their planning and
implementation involve cooperation and/or coordovat
with one or more neighboring governments; and (iii)
infrastructure facilities that aim to stimulate amts of
regional trade, or are designed to connect to éteork

of a neighboring or third country [1], [8], [16].
Physically, connectivity through CBTI developmest i
crucial for enhanced regional integration and eacano
cooperation [17, 18]. Nonphysically, the CBTI pfe
are becoming an important role for harmonizing ssro
sectors, organizations, countries in term of deglal
breadth of regulatory systems, bureaucratic coatitin,
and policy making cooperation [9], [19]-[21]. These
activities include enhancing availability of adetga
standard, a reliable system of legal resource dspulitk
resolution, an effective competition policy, andeth
capacity of existing human capital to process emgha
[22, 23]. Main obligations of CBTI implementatiomea
to: (i) adopt the highway network as a coordingtégh
for the development of economic corridors; (ii)rgrithe
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national design standards into conformity with oegil
classification; and (iii) facilitate the transfortiem of the
transport corridor into a genuine economic corriffat].
Such frameworks particularly abide by a double krac
approach: (i) construction of CBTI projects; and (i
implementation of organizational capacity developtme
Accordingly, it is essential to examine the orgatianal
capacity throughout their bureaucratic structunemrg
both national and regional level [25]. In 1994, etar
CBTI projects were designated as road improvemént o
transport priority projects, consequently adapted t
economic corridors concept at the GMS Eighth
Ministerial Meeting in 1998 [26], composed of East-
West Economic Corridor (EWEC), North-South
Economic Corridor (NSEC), and Southern Economic
Corridor (SEC). The EWEC extends 1,320 kilometexrs a
a continuous land route to reduce significantlywéta
time and transport costs between the Andaman Sth& in
Indian Ocean and the South China Sea as showyird Fi
[27].

3. RESEARCH METHODOLOGY

Addressing the EWEC, the study aims to examine the
organizational capacity on the dimension of intégoa
transport facilitation throughout the CBTI mechamis
Among various factors coordinated by: 1) growing
number of actors and agencies involved in EWEC
development process; 2) increasing interrelatignshi
between stakeholders; 3) overlapping roles and
responsibilities among actors and counterpartsCBEI

is not only associated with differences in regulato
regimes of national government, but also reflecttimu
boarder differences in regional values, culturesl an
languages [28, 29]. It is hypothesized herein it
degree of organizational capacity among EWEC
countries will be influenced by two levels; natibaad
regional levels. The organizational capacity ohsgort
agencies, for instance, is characterized by intensi
interactions between both levels of governance.

A literature review of various strategic and
implementation plans [1, 2], [6], [20], [25], [381] was
conducted for pinpointing the different roles and
responsibilities from different agencies to provideth
technical and policy perspectives. The study paleity
draws on material documents from two workshops: 1)
Regional Workshop on the Draft Strategy and Work
Program for Transport and Trade Facilitation in &S
on 3-4 June 2009; and 2) the GMS Economic Corridors
Forum (ECF) on 16-17 September 2009. Both
workshops were focused on institutional mechanism f
improving integrated transport and trade facildati
policies [32]-[34]. Representatives of governmental
bodies from GMS countries took part as well as the
private sector and academic scholars. The workshops
involved a mixture of plenary session with prestotes
and short discussions, prior to 1) institutional
arrangements promoting policy integration; 2) leagi
and bottlenecks; 3) supportive institutional aremgnts
and their transferability; and 4) dissemination and
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— Traditional Institutional Development Approach

*Aim to strengthen key formal organization, particularly in public sector;

*Based on theories of corporate management with separated organizational capacity into several components as t, administrative, financial,
technological and informational capacities;

*“Organizational engineering” is core analysis, while less attention in “soft” perspectives in organizational culture, bureaucratic structure and incentives;
*Emphasize in internal organizational functioning, namely “nuts and bolts™ of organizational functioning; and

+Solve problems by supplemented technical assistance as consultants and training provision.

— Governance Approach

*Emphasize in political issues rather than internal organizational functioning;
*To create “Good Governance” with World Development Institute (WDI) framework;
*Analyze cover not only governmental organizations but also legislative councils, electoral commissions, and political parties;

Organizational *Give more attention to the impact of legal systems as performance of courts, property rights and legal restraints on government actions;
Capacity | eApproach social values as accountability, transparency, legitimacy, and participation in public affairs; and
Approaches *Expect on political pluralism, participation and greater accountability.

— New Institutional Economics Approach

*Apply microeconomics techniques to institutional analysis;

*Program information (costs, timeliness, contents, distribution and risks) is the key to affect the organizational behavior;

*Emphasize in the incentives of organizations affecting the performance;

*Analyze the incentive structures both inside and outside organizations;

*Focus on roles and motivation of individuals to maximize their objective under uncertain conditions with imperfect information; and
*Organizational performance is largely affected by the structure and conduct of principal-agent relations

—— Capacity Development Approach

*Regard as a synthesis of above three approaches and aim at building a capable “state” (as opposed to a capable “government”);
*Enhance the functions of public management in a broad sense including policy planning and public sector reforms;

*Respond to the growing complex, multi-faceted problems involved by both public and private sectors;

*Keen to networks and clusters of multiple organizations;

*Deal with a whole systems-in-action and aim to improve the capacity of a society as a whole, addressing macro institutional level

Fig. 2. Summarization of organizational capacity pproaches.

information. Consequently, semi-structured intemge integration; 3) inter-territorial integration betere
with national government officials were conductext f neighboring authorities with shared interests; at)d
overcoming the discussions and validated informmatio intra-sectoral integration between different sewtio
[27], [34]. Contacted by emails and conducted wigg  Within one department. The study aims towards
with government officials, planners, and policy-reek  analyzing the scope direction of organizationalacay

in Lao PDR, Thailand and Viet Nam on 9-21 Septemberdevelopment throughout transport agencies. In the
2009 and during 29 March to 5 April 2010, the EWEC context, efforts to align organizational cafyac
interviews were discussed and examined existingtirough CBTI implementation come at the expense of

transport plans throughout different actors anctuwag domestic adrrgmstrausc))g anl\tlj umlat(_elral liberaliaati f
the opinions and assessment of the success ancefail among =~ Memboers [ ] ecessarily, pressuré o

: . compatibility is complimented with the involvemeofta
those plans collected with background data on @genc

¢ £ ol d polici d particinants fgosi wider range of actors. Yet, it remains substargiabng
(types of plans and po icies) and participants '@']” 5in variety of bureaucratic characteristics in bothoradl in-
agency and main responsibilities). Accordingly, the

line ministries and coordinated organizations inolLa

interviews were emphasized on the structural frao®wW  ppR Thailand. and Viet Nam (alphabetized by name).
of organizations, which particularly play a momersto ’ ’

role for implementing and operating overall CBTI's LaoPDR

procedures. With recognition of the obstacle of the land-locked
Towards analytical frameworks, the study inveségat |ocation, together with the GMS program, the
an expanded definition of organizational capacity, Government of Lao PDR has introduced a land-linked
particularly identified the functional performances strategy as a tool to overcome and perceive themal
between bureaucratic organizations. The organizatio integration opportunity [40]. The Ministry of Publi
capacity is predominantly classified in four apmtees  Works and Transport (MPWT) is directly responsifole
as 1) traditional institutional development apptgag)  the development of national roads in the whole tryun
governance approach; 3) new institutional economicconcurred with the national land-linked strategy thg
approach; and 4) capacity development approach, apepartment of Roads [41]. In November 2007, the

summarized in Fig. 2 [35, 36]. MPWT was reorganized from the Ministry of
Communication, Transport, Post, and Construction
4. ACTORS IN EWEC DEVELOPMENT (MCTPC), which was lack of clarification of rolesich

responsibilities of civil servants [40]. Althoughet
government policy framework basically adapted for
fostering decentralization, several impedimentssiger
including lack of coordination at the decision nraki
levels; the centralization of the early 1990s, WwHhed to
dominance by the center in policy making and budget
allocation; the absence of transparent conflicbltg®n

Many analyses of networks and policy communitiegeha
previously often focused on the vertical interacsiof
government organizations. While ways of measurirgy t
extent of the different types of integration arelexed
[37, 38] as: 1) vertical integration between diéfetr
levels of government; 2) horizontal or inter-seator
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Table 1. Organizational charts of main actors in te EWEC development

Lao PDR Thailand Viet Nam
[ MPWT’s Office J [ DOH’s Office J [ MOT’s Office }
— — Inspection Board
Roads H .
Office of Internal Dept. Planning &
General Office | | [Urban Planning| Audit [ m Investment
(Cabinet) — |[| Institute
Transport
— ) Division of L] Division of Dept. International Dept. Legislation &
Dept. of | | Construct & Committee for Academic Affair Management Relations [ Transport
Personnel OnStruct HH Water Supply
Urbanism
Y
Civil Aviation 1| |Committee for %;/;Srl;?o?]f L Dﬁ;ﬁ?eggi?d Depjts; of Fmteimce & ||| De%:)t. Eﬁlince &
Dept. of Audit - = Railway ceounting cchnology
—— Development
Planning & — ] . .
Budgeting || Planning Section Survey & Design Quality Control Registration

Province
Offices of PWT in District

grovincial Division of PWT in [ Construction }«[ Maintenance } Road Administration Maritime Bureau
overnors

[ R&D Section «[ Safety Affairs } Inland Waterway

channels; and the hindrances to efficient servelevery the road sector is complex with different agencies
created by numerous bureaucratic layers [42]. tieioto responsible for financing and implementation artteos
construct and implement the CBTI projects respgctin for investment and maintenance [46]. For the CBTI
the EWEC plan, beside budget, the MPWT hasprojects, investment finance is approved by theidfin
essentially developed number of cooperation withof Planning and Investment (MPI), the implementai®
international agencies for technical assistances. A the responsibility of the Project Management Uihitha
essential challenge associated with the CBTI ptejec Ministry of Transport (MOT), and maintenance is
to balance bureaucratic powers and coordinateundertaken by the Viet Nam Roads Authority (VRA)
organizational mechanisms [40], [42, 43]. with funds channeled through the Ministry of Financ
Thailand (MOF) [47]. The implementation process is particiyla
dependent on the capabilities of the MOT throughout
The Department of Highways (DOH) under the Ministry departments as shown in Table 1.
of Transport (MOT) is entirely responsible for inteban
roads and highways, including the CBTI projectse Th 5. ORGANIZATIONAL CAPACITY OF
DOH is the executing agency, assisted by a number o TRANSPORT AGENCIES

offices within and outside the Department, fadiitg . : .

the conduct of the GMS highway expansion projectsReg.""”dmg to the EWEC |rr_1plementa_1t|on, the.CB.TI

[30], [44]. Besides, planning and implementationttie projects are amalgamation with capacity and Camb'l

CBTI projects are particularly shifting towards among the MPWT, DOH anc_i MOT, vyho are cent_re}l!zed

improving standards throughout GMS agreements.t0 national governments, W'th coupling respongibi .
between national and regional frameworks. Their

Within - key per_formances, the DOHs_organlzatlons organizations are regularly addressed and affdnyetie
whose respective mandates concerning the CBTI o
GMS structure, focused on motivation of country

implementation are structured with functional lines o
. : . members to concentrate on the provision of seamless
whereas their works typically cross functional .
i Lo o transport network [1], [6]. Indeed, essential
boundaries [25], [45]. Two initiatives are criticadr organizational capacity remains lack of accouniigbil
improving efficiency and enhancing CBTI delivery; 1 and results in gap between counterparts. Accoriiig

rationalizing functions and streamlining organiaat . S )
both within and between departments; and 2) reducin !\lg_tlonal Transport Famhtayon Committees (NTF@s
initiated for playing a crucial role on mandate foter-

the scope of central government intervention in the .~~~ = . .
ministerial coordination as standing committees to

provincial performance [43, 44]. ensure that: (i) there will be substantive and lagu
Viet Nam participation by all relevant ministries and agesciand
(ii) concerns of various affected interest groupe a
adequately addressed [32]. Liaisons with monitoand
evaluation of the CBTI implementation, the NTFCe ar
involved with the private sector in proactively
consolidating the agreements into strategic grquidim.

Transport infrastructure in Viet Nam is predomiriant
financed, built and operated by the public sectither
directly through the government or by quasi-indejssm
state-owned enterprises (SOESs). The administration
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Table 2. Proposal of organiztional arrangements ithe EWEC development

Lao PDR Thailand Viet Nam

Neighboring Countries’ Cooperation

DL REIHTE MR Committee-chaired by PM Deputy Prime Minister
GMS Minister CiETn
; National Single Window
: ; Committee
MPWT Minister Finance & Trade MOT Permanent Custom Director

Ministers i Secretariat General

|

| | |

Steering Commiittee

Public .
Transport Scoutity Quarantine ~ Customs
Border Management Border Management
Committee Committee
Joint and Strengthened Secretariat Joint and Strengthened Secretariat Joint and Strengthened Secretariat

Therefore, they particularly replicate among line following ministries and agencies: (i) Transport
ministries and agencies to incorporate the CBTI (including the Viet Nam Road Administration); (i)
implementation and agreements into the nationahlleg Finance (Customs); (iii) Planning and Investment) (
and regulatory framework, while crossing functions Agriculture and Rural Development; (v) Health; (vi)
among administrative boundaries. Foreign Affairs (Immigration); (vii) Public Secuyit
Lao PDR (Border Control); and (vii) the Viet Nam Automobile
Transport Association as private sector association

The Lao_ PDR National Transport Committee (NTC), representing some 700 trucking companies [5], [27],
created in 2002, acts as the NTFC for the purpo$es 132].

cross-border transport agreement, which is a non-
standing committee headed by the Minister of MPWT.
Membership of the NTC includes: (i) Deputy Ministdr
Ministry of Industry and Commerce; (ii) Deputy Msbér
of Ministry of Finance; (iii) Director of Immigratn

The organizational capacity development throughout
the NTFCs adaptation is consolidated to achievehén

fundamental reform of administrative procedures. It
plays as a key support to overcome diversity of

T . . bureaucratic organizational capacity, which the ADB
Bureau; (i) Director General of Quarantine Bureaud carried out a diagnostic assessment on the national

(v) Director Gener.al of Foreign Affairs Buregu.\mﬁe institutional arrangements for benchmarking the CBT
sector representatives _from the Lao Internatiomeighit mechanism [49]. Addition to transform the EWEC iato
Forwa_rd_ers’ Ass_omanon, the Passenge_r TranSportproductive economic corridor, the NTFCs are shiftesl
ﬁl‘ﬁ_sé)c;wat'o?’ and mskl_Jrance companies ?re mcltuahd. ¢ practical initiative for generating combination of
o at? our (\j/vor Ing t_grou2p$ OZSCUS oms, transpor 'transportation and trade facilitation (TTF) [33foposed
immigration, and quarantine [27], [48]. the modified organizational arrangements arisirgmfr
Thailand the ADB consultation is shown in Table 2. To stitbeg

. , . . the organizational capacity, while recognizing on a
The Thailand's NTF,C is chaired by thg l:)(,arm"jmemcountry-by-country basis, the NTFCs are considexed
Secretary of the Ministry of Transport, which isala () standing committees meeting at formally regular

non-standing committee. Membership is generally jyiory )5 in plenary sessions with an establistgehda
composed of senior officials at the Director Geh@ra | iier than an ad hoc arrangement; (i) high-level

Sec.reta.ry General !evel. The NTFCs meet on an ad horepresentatives from all ministries; (iii) a cooraliion
basis with secretariat arran_gements,_consstmgsﬂm‘é mechanism; (iv) a strengthened secretariat; (V)
member from the International Affairs Bureau of the ;. olvement of local authorities and agencies a th
MOT and one from Department of Land Transport [27], o der: and (vi) greater involvement of privatetses: In

[32]. address concerns of overlapping mandates, the NTFCs
Viet Nam are directly responded to enhance interagency

_ ) _ i coordination both among different levels of goveemin
The Viet Nam's NTFC, created in 2001, is chairedyy 54 among different agencies.

Vice Minister of MOT. The membership extends to
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Economic Corridors Forum (ECF)

Development Partners Forum (DPF)

Subregional Transport

MPWT DOH

Lao PDR Thailand

GMS Leaderships:
Ministerial Meeting (MM)
Senior Officials Meeting (SOM)
Summit of Leaders

Business Forum (BF)

s —

Governors Forum (GF)

Freight Transport Association (FRETA)

Forum (STF)

Regional-level Organizations
National-level Organizations

Fig. 3. Organizational capacity development of th&lTFCs coordination.

6. ANALYSIS

Differences between countries in the quality of CBT
implementation help to explain differences in each
actor's organizational capacity. The successful
implementation of CBTI projects are particularly
required a change in the attitude of transport eigsn
involved in the facilitation process because it lmde
accompanied by the restructuring of existing
organizations. These changes entail NTFC’s chadleng
as new mechanisms to strengthen organizationatitgpa
among control agencies and related ministries. &Vhil
negotiation of far-reaching bilateral and/or malidral
agreements is progressively adopted, the NTFCs gday
intermediated coordinators towards allocating leit
organizational capacity between relevant countéspar
The organizational framework of the NTFCs
encompasses public and private stakeholders, dsawel
operates in-between national- and regional-level
organizations as shown in Fig. 3. Therefore, th&-QF
are being pursued by both bilateral and multildtera
frameworks throughout: (i) GMS member countries’
own initiatives; and (ii) the initiatives of regiah
infrastructure cooperation programs. However, théSG

strategic frameworks as well as country strategies
bureaucratic

continue to depend on the national
organizations. They are titled toward addressirtgpnal
constraints rather than developing regional arrareygs
[43].

Towards the traditional institutional development
approach, the NTFCs are particularly in public sect
standing as a core bureaucratic structure and tinvesn
Furthermore, they are expected on multilateral
participation between in-line ministries to handle

operational CBTI projects throughout the process of

developing the Strategic Framework for Action oade
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Facilitation and Investment (SFA-TFI), with theKkages

of border management, customs, and quarantineAg5].
shown in Fig. 3, the NTFCs remain at the hearthef t
process of CBTI cooperation, which are intermedyate
positioned between national and regional level, Yty
are heavily dependent on the beneficiary particgpat
among ministries. Attention to greater private
participation in public affairs, the NTFCs are dhealy
acted in governance approach, differently structumed
determined on a country-by-country basis regarttieg
own incentive structures. Regarding the new intital
economics approach, the NTFCs are strategically
performed to meet various bureaucratic objectives,
particular to economic benefits and social secuBsing
pursued through bureaucratic structured framewdhes,
major challenges of NTFCs are: 1) assignments letwe
local counterparts with provincial organizations) 2
qualified communication channels between
representatives; 3) establishment of regional staiy]
and 4) compatible timeline of project implementatio
Intended throughout different standardized capagiti
the degree of managerial accountability among t@&iD
MPWT, and MOT are particularly influenced towards
strengthen the organizational capacity across
stakeholders.  Where responsibility of  project
implementation and operation has been vertically
decentralized, the varying strengths and weaknietseo
NTFCs between countries are horizontally signiftcan
Both frameworks for implementing CBTI projects and
modifying responsibilities of national bureaucratic
agencies, shared common principles, are to be drke
parallel. In recognition of these strong links betw
NTFCs, the improvement of organizational capacity
throughout horizontal integration is helping to iacle
the CBTI's sustainable development goals.
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7.

CONCLUSION

Being challenging by regional integration dynamite

EWEC is
elements,

represented through various
particular to the organizational

Hence, interests and priorities of national andomeg
stakeholders throughout CBTI projects set the sfage

organizational

capacity development trends,

stimulated the efforts to improve coordination agon
both vertical and horizontal bureaucratic framewsork

The formation of NTFCs illustrates the progress of

coordination regional task

in-between national and

forces, providing horizontal compatibility in iratied
regional cross-border cooperation.
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