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What are the Logistics Performance Indicators (LPI 2.0)?

The LPI 2.0 is an interactive benchmarking tool created to help countries identify the 
challenges and opportunities they face in their performance on trade logistics and 
discover what they can do to improve their performance. Connecting to Compete 
2025 introduces the LPI 2.0, a fundamental redesign of the World Bank’s former 
Logistics Performance Index from a survey-based index toward a system grounded 
in shipment-level data. Drawing on large-scale tracking data from maritime, aviation, 
and postal operators—together accounting for over 80 percent of global goods 
trade—the LPI 2.0 provide standardized and comparable measures of supply chain 
speed, reliability, and connectivity across economies and over time. The framework 
comprises 21 indicators, including 6 core indicators capturing direct connectivity 
and import time performance in each mode and 15 supplementary indicators that 
shed light on maritime competition, transshipment dependence, postal logistics for 
e-commerce, and corridor performance for landlocked developing countries.

This is the eighth edition of Connecting to Compete, a report 
summarizing the findings from the new dataset for the Logistics 
Performance Indicators 2.0 (LPI 2.0). The 2025 LPI 2.0 draw on 
supply chain tracking data from the movers of international trade. 
This information is relevant for policymakers and decisionmakers 
in the private sector seeking to identify reform priorities for trade 
and logistics infrastructure. Data for 2023–24 reveal large 
variations in connectivity across regions, substantial time penalties 
associated with transshipment and border procedures, and high 
unpredictability concentrated at ports, transshipment hubs, and 
inland checkpoints—particularly for imports and for landlocked 
countries. By shifting the focus from perceptions to observed 
outcomes, the LPI 2.0 significantly enhance diagnostic precision and 
policy relevance, enabling governments to better prioritize reforms 
with the highest potential impact on supply chain connectivity, speed, 
reliability, and resilience.

P
ub

lic
 D

is
cl

os
ur

e 
A

ut
ho

riz
ed

P
ub

lic
 D

is
cl

os
ur

e 
A

ut
ho

riz
ed

P
ub

lic
 D

is
cl

os
ur

e 
A

ut
ho

riz
ed

P
ub

lic
 D

is
cl

os
ur

e 
A

ut
ho

riz
ed



Connecting to Compete 2025
The New Logistics Performance Indicators 2.0

A reproducibility package is available for this 
book in the Reproducible Research Repository at 

https://reproducibility.worldbank.org/catalog/514

https://reproducibility.worldbank.org/catalog/514


© 2026 The World Bank
1818 H Street NW, Washington DC 20433
Telephone: 202-473-1000; Internet: www.worldbank.org

Some rights reserved

This work is a product of The World Bank. The findings, interpretations, and conclusions 
expressed in this work do not necessarily reflect the views of the Executive Directors of The World 
Bank or the governments they represent.

The World Bank does not guarantee the accuracy, completeness, or currency of the data included 
in this work and does not assume responsibility for any errors, omissions, or discrepancies in the 
information, or liability with respect to the use of or failure to use the information, methods, 
processes, or conclusions set forth. The boundaries, colors, denominations, links/footnotes and 
other information shown in this work do not imply any judgment on the part of The World Bank 
concerning the legal status of any territory or the endorsement or acceptance of such boundaries. 
The citation of works authored by others does not mean the World Bank endorses the views 
expressed by those authors or the content of their works.

Nothing herein shall constitute or be construed or considered to be a limitation upon or waiver of 
the privileges and immunities of The World Bank, all of which are specifically reserved.

Rights and Permissions

The material in this work is subject to copyright. Because The World Bank encourages 
dissemination of its knowledge, this work may be reproduced, in whole or in part, for 
noncommercial purposes as long as full attribution to this work is given.

Attribution—Please cite the work as follows: “Arvis, Jean-François, Matías Herrera Dappe, 
Daria Ulybina, and Christina Wiederer. 2026. Connecting to Compete 2025: The New Logistics 
Performance Indicators 2.0. © World Bank.”

Any queries on rights and licenses, including subsidiary rights, should be addressed to World Bank 
Publications, The World Bank, 1818 H Street NW, Washington, DC 20433, USA; fax: 202–522–
2625; e mail: pubrights@worldbank.org.

Cover design: Communications Development Incorporated, Washington, DC

http://www.worldbank.org
mailto:pubrights@worldbank.org


	 CONNECTING TO COMPETE 2025� THE NEW LOGIST ICS PERFORMANCE INDICATORS 2.0	 iii

Acknowledgements� v
Abbreviations� vi
About this report� vii

Executive summary� 1

Chapter 1 
Introducing the 2025 LPI 2.0� 3
Why is logistics important for trade and development? � 3
Conceptual framework of the LPI 2.0 and evolution from the original LPI � 3
The new indicators � 4
Core indicators� 4
Supplementary indicators� 5

Chapter 2 
What the LPI 2.0 reveals about logistics performance� 8
Connectivity� 8
Time� 8
The special situation of landlocked developing countries� 11
Assessing supply chain reliability using the dispersion of delays� 11
Additional insights from supplementary indicators� 13

Chapter 3 
From indicators to policy interventions� 15
A strategic framework for logistics performance� 15
Using the LPI 2.0 to prioritize and tailor reforms� 17

Notes� 19
References� 20

Figures
2.1	 Connectivity varies substantially across regions and income groups� 9
2.2	 Connectivity is positively correlated with the size of the accessible market, 2024� 10
2.3	 Nearly half of containers are transshipped, adding to maritime lead time, 2024� 10
2.4	 Several middle-income countries have low import dwell times, but many have very 

high dwell times, 2024� 11
2.5	 Landlocked developing countries experienced exceptionally long but uneven 

container import times, 2024� 12
2.6	 The highest time dispersion happens when goods are not in motion—such as while 

in ports� 12

Contents



	 iv	 CONNECTING TO COMPETE 2025� THE NEW LOGIST ICS PERFORMANCE INDICATORS 2.0

Contents

2.7	 Dispersion increases with the median dwell time and is higher for imports than 
for exports� 13

2.8	 Import dwell time for the port of Le Havre (France), port of Apapa (Nigeria), and 
port of Algiers (Algeria), 2024� 13

2.9	 Average weighted ship turnaround time is shorter than import dwell time but still 
high in some countries, 2024� 14

2.10	 Business-to-business postal delivery times tend to be longer than business-to-consumer 
postal delivery times, particularly in low- and middle-income economies, 2024� 14

Tables
1.1	 The six core indicators of the LPI 2.0� 4
1.2	 Supplementary indicators of the LPI 2.0� 5



	 CONNECTING TO COMPETE 2025� THE NEW LOGIST ICS PERFORMANCE INDICATORS 2.0	 v

Acknowledgements

This report was prepared by the World Bank 
Group’s Trade Policy and Facilitation Unit in 
the Trade, Competition, and Business Depart-
ment of the Prosperity Vice Presidency, under 
the guidance of Pablo Saavedra (Vice President), 
Mona Haddad (former Global Director), Denis 
Medvedev (Global Director), Aart Kraay (Chief 
Economist), and Sébastien Dessus (Practice 
Manager). The project leaders were Christina 
Wiederer and Jean-François Arvis. Daria Uly-
bina was instrumental in analyzing the data and 
authoring the report. Matías Herrera Dappe 
joined as coauthor during the finalizing stage. 
Phil Levy contributed to an earlier draft.

The authors thank the data partners of this 
edition:
•	•	 Cargo iQ, especially Laura Rodriguez.
•	•	 MDS Transmodal, especially Antonella 

Teodoro.
•	•	 Universal Postal Union, especially José 

Anson.
•	•	 A large global shipping line.

The Logistics Performance Indicators 2.0 
(LPI 2.0) benefited from funding from the Um-
brella Facility for Trade 2.0, a World Bank–ad-
ministered multidonor trust fund that supports 
the World Bank’s work on trade through fund-
ing that, among others, expands testing, experi-
menting, research, and sharing of new ideas on 

trade—and gathers, documents, and dissemi-
nates results, data, and knowledge on trade-
related issues. The Umbrella Facility for Trade 
2.0 trust fund receives contributions from the 
governments of Japan, Sweden, Switzerland, 
and the United Kingdom, as well as from the 
European Commission.

The authors thank Tristan Reed and Erik 
von Uexkull of the World Bank, peer review-
ers of the report. Other colleagues at the World 
Bank providing inputs included Abdennour 
Azeddine, Ernani Checcucci Filho, Olivier 
Hartmann, Jan Hoffmann, Charles Kunaka, 
Jean-Christophe Maur, Satya Prasad Sahu, 
and Daniel Saslavsky, as well as Professor Lauri 
Ojala of Turku University, who co-designed the 
original Logistics Performance Index.

Marlon Amorim, Melissa Knutson, Eliza-
beth Price, Paul Clare, Nick Nam, and Chris 
Wellisz provided help with dissemination. The 
World Bank Data360 team developed the visu-
alization of LPI 2.0 results. A team at the World 
Bank’s IT Services Department updated the 
2025 LPI 2.0 results website. A team at Com-
munications Development Incorporated—led 
by Bruce Ross-Larson and including Joe Ca-
ponio, Mike Crumplar, Christopher Trott, and 
Elaine Wilson—designed, edited, and laid out 
the report.



	 vi	 CONNECTING TO COMPETE 2025� THE NEW LOGIST ICS PERFORMANCE INDICATORS 2.0

B2B	 Business-to-business
B2C	 Business-to-consumer
LLDC	 Landlocked developing country
LPI	 Logistics Performance Index (used through 2023)
LPI 2.0	 Logistics Performance Indicators 2.0 (used from 2025 onward)
PPP	 public–private partnership
SMEs	 small and medium enterprises

Abbreviations



	 CONNECTING TO COMPETE 2025� THE NEW LOGIST ICS PERFORMANCE INDICATORS 2.0	 vii

Connecting to Compete 2025 introduces the 
Logistics Performance Indicators 2.0 (LPI 2.0), 
a fundamental redesign of the World Bank’s 
former survey-based Logistics Performance 
Index toward a system grounded in shipment-
level data. Drawing on large-scale tracking data 
from maritime, aviation, and postal operators
—together accounting for over 80 percent of 
global goods trade—the LPI 2.0 provide stan-
dardized and comparable measures of supply 
chain connectivity, speed, and reliability across 
economies and over time. The framework com-
prises 21 indicators, including 6 core indica-
tors capturing direct connectivity and import 
time performance in each mode and 15 supple-
mentary indicators that shed light on maritime 

competition, transshipment dependence, cor-
ridor performance for landlocked developing 
countries, and postal logistics for e-commerce. 
Data for 2023–24 reveal large variations in con-
nectivity across regions, substantial time penal-
ties associated with transshipment and border 
procedures, and high unpredictability concen-
trated at ports, transshipment hubs, and inland 
checkpoints—particularly for imports and for 
landlocked countries. By shifting the focus from 
perceptions to observed outcomes, the LPI 2.0 
significantly enhance diagnostic precision and 
policy relevance, enabling governments to bet-
ter prioritize reforms with the highest potential 
impact on supply chain connectivity, speed, reli-
ability, and resilience.

About this report
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Executive summary

Logistics underpins the movement of goods 
and the operation of supply chains within and 
across borders. Efficient logistics reduces trade 
costs, connects firms to markets, and supports 
development, greatly increasing the volume and 
value of trade. Recent disruptions have under-
scored that resilient, well-functioning global 
logistics networks are essential for growth and 
welfare. They help countries withstand shocks, 
such as natural disasters, conflict, and technical 
failures, by ensuring reliable access to strategic 
goods that are too costly or impossible to pro-
duce domestically.

The Logistics Performance Indicators 2.0 
(LPI 2.0) represent a major methodological 
shift toward shipment-level, real-world evidence. 
Drawing on large volumes of tracking data 
from maritime, aviation, and postal operators
—modes that jointly account for more than 
80 percent of the global goods trade—the LPI 
2.0 provide standardized indicators of logistics 
performance across economies and time. Unlike 
the original Logistics Performance Index (LPI), 
which was based on surveys of logistics profes-
sionals, the LPI 2.0 measure the speed, reliabil-
ity, and connectivity of supply chains based on 
observed shipment data.1

The LPI 2.0’s 21 indicators provide deep in-
sight into the functioning of logistics networks. 
Six core indicators (one connectivity indicator 
and one time indicator for maritime, air, and 
postal logistics) and 15 supplementary (connec-
tivity and time) indicators provide insights into 
maritime competition, transshipment burdens, 
corridor performance for landlocked developing 
countries (LLDCs), and postal logistics for e-
commerce. Core connectivity indicators capture 
the number of countries that can be reached di-
rectly via maritime, air cargo, or postal services, 
while core time indicators measure import 

dwell times and delivery times—key proxies for 
logistics efficiency and reliability.

The shift to LPI 2.0 expands coverage, en-
hances comparability, and deepens diagnostic 
power, enabling policymakers to identify bind-
ing constraints with far greater precision. Data 
on all 21 indicators are published for 2023 and 
2024 at https://lpi.worldbank.org, with op-
tions for comparisons across economies and 
over time.

Five main findings stand out from the ana-
lysis of the LPI 2.0:
•	•	 There are large connectivity gaps across 

and within regions. On average, the Eu-
rope and Central Asia region and the North 
America region tend to exhibit the strongest 
connectivity, depending on the logistics 
mode, while Sub-Saharan Africa and Latin 
America and the Caribbean lag behind. 
These patterns reflect income, geography, 
and market accessibility. Within regions, 
some developing economies, such as Ma-
laysia, Morocco, and Sri Lanka, showcase 
stronger performance due to their emer-
gence as regional hubs.

•	•	 Direct connections matter. Roughly half 
of containers worldwide require at least one 
transshipment. Each transshipment adds 
about 18 days to maritime lead times, cre-
ating structural disadvantages for small, re-
mote economies.

•	•	 Several low- and middle-income econo-
mies clear imported containers within a 
few days, which is comparable to high-
income economies, while others experi-
ence import dwell times exceeding 10 
days. Longer dwell times are due to weak 
customs automation, inefficient risk man-
agement, and cumbersome inspection and 
clearance processes. Aviation dwell times are 

https://lpi.worldbank.org
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shorter than those for containers because 
air cargo typically involves smaller volumes, 
higher value goods, and more integrated lo-
gistics systems.

•	•	 LLDCs face some of the longest and most 
unpredictable import times globally, 
with most delays stemming from idling 
at ports, border controls, and inland 
checkpoints. LLDCs must transit coastal 
countries, often crossing multiple borders 
and facing complex transit procedures. Cor-
ridor lead times and dwell times at the port 
of arrival dominate total import time, un-
derscoring the importance of regional coor-
dination, interoperable transit guarantees, 
and streamlined border procedures to im-
prove reliability.

•	•	 Delays are most unpredictable when 
goods are stationary—in ports and trans-
shipment facilities—and more so for im-
ports than exports. Aviation supply chains 
show especially high dispersion. Unpredict-
ability imposes heavy costs on firms: it dis-
rupts production planning, increases inven-
tory needs, and reduces competitiveness in 
just-in-time and perishable goods markets. 
Digital visibility systems, such as those im-
plemented in India and the United States, 
demonstrate how the value of real-time 
tracking can mitigate these risks.

Although logistics services are provided 
mainly by private operators, public policy is 
fundamental to the performance of global sup-
ply and value chains. The LPI 2.0 enable gov-
ernments to prioritize interventions with the 
highest potential impact on supply chain speed, 
reliability, and resilience, tailored to country 
circumstances. Policy interventions should be 
implemented in a targeted, coherent manner 
across three strategic areas:
•	•	 Enhancing connectivity. Open transport 

and logistics markets to competition, invest 
in multimodal corridors and logistics clus-
ters, and use regional integration and shared 
connectivity solutions so smaller or remote 
economies can benefit from economies of 
scale.

•	•	 Reducing time and variability. Modernize 
border management through digitalization 
and risk-based controls (trade facilitation), 
improve port and airport performance, 
and strengthen traceability to make supply 
chains faster and more predictable.

•	•	 Strengthening institutions and regula-
tion. Build a robust governance framework 
with transparent public–private partner-
ships, competitive logistics markets, and 
coordinated policies across ministries, de-
partments, and agencies to sustain and scale 
logistics reforms.
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Introducing the 2025 LPI 2.0C
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Why is logistics important for trade 
and development? 

Logistics consists of a set of activities (freight 
transportation, warehousing, brokerage) that 
move goods and establish supply chains across 
and within borders. Logistics performance 
captures the efficiency of supply chain connec-
tions, measured in time, cost, and reliability. 
Since 2007 the Logistics Performance Index 
(LPI) initiative has emphasized the importance 
of efficient supply chains in connecting firms to 
markets, reducing trade costs, and supporting 
development.2 Logistics performance supports 
economic development by enabling trade within 
and across borders.3

Economics literature, often using the 
survey-based LPI, has established that logistics 
performance positively and significantly im-
pacts the volume and value of bilateral trade, 
in particular exports.4 Logistics influences the 
time required for a product to reach its market. 
On average, an increase in inland transit time 
of one day reduces exports by 7 percent.5 For 
manufactured goods exports the likelihood of 
a country exporting to the United States de-
creases by 1.5 percent for each additional day of 
shipping time.6

Logistics inefficiencies hamper economies’ 
competitiveness because logistics affect manu-
facturing firms’ production costs.7 Improved 
logistics performance reduces production costs 
and is linked to stronger participation in global 
value chains.8 This is achieved not just through 
lower direct logistics costs (transport, storage, 
and administrative costs) but also by reducing 
the need for inventory and working capital.9

A series of disruptions of global logistics 
networks in recent years has underlined how 
well-functioning logistics networks are essen-
tial to production and welfare worldwide.10 

Resilient logistics networks strengthen econo-
mies’ capacity to withstand natural disasters, 
conflict, technical failures, or other shocks by 
securing reliable access to strategic goods (such 
as pharmaceuticals, food, energy, and technolo-
gies) that are prohibitively costly to produce do-
mestically or cannot be produced at all.

Conceptual framework of the LPI 2.0 
and evolution from the original LPI 

Until 2023 the LPI was based on a survey in 
which logistics professionals rated, on a 1–5 
scale, the ease of establishing supply chains with 
economies they traded with. When the LPI was 
conceived in the mid-2000s, perception-based 
data were the only option. However, survey-
based indicators have limitations, including per-
ception bias and large year-on-year fluctuations.

The Logistics Performance Indicators 2.0 
(LPI 2.0) move away from perceptions and rely 
instead on objective measures derived from large 
volumes of shipment-level tracking data made 
available to the World Bank on a confiden-
tial basis by global industry and international 
tracking initiatives. These data provide granu-
lar measures of the speed and connectivity of 
international supply chains worldwide. Draw-
ing on observations of logistics activity collected 
throughout the year, the LPI 2.0 offer a more 
comprehensive view of structural performance 
and reduce the influence of temporary shocks 
or short-lived events on the results.

Three core components define logistics per-
formance: time, reliability, and cost. The LPI 2.0 
measure time and reliability and capture features 
of logistics services that influence costs. They do 
so through indicators in two areas: connectiv-
ity and time. Connectivity refers to the number 
of markets an economy can directly trade with 
without having to go through intermediaries 
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and the number and types of services available. 
Time refers to the time that logistics processes 
take and their dispersion, which captures the re-
liability of the logistics processes. Both connec-
tivity and time are measured for different logis-
tics modes. Cost is not directly measured by the 
LPI 2.0; however, two connectivity indicators 
highlight competition within the maritime sec-
tor, higher degrees of which tend to be associated 
with lower logistics costs.11

The 2025 LPI 2.0 cover three logistics 
modes—maritime, aviation, and postal—cap-
turing over 80 percent of global goods trade by 
value.12 The digitization of global supply chains 
means that shipments are now tracked globally 
in real time. Though digitization has reached 
all transport modes and most logistics services, 
tracking data are available in a globally uniform 
format only for maritime, aviation, and postal 
logistics.13

The new indicators 

The indicators that make up the LPI 2.0 mea-
sure the connectivity and time of international 
trade supply chains, including the time ship-
ments spend at key nodes such as seaports and 
airports. The LPI 2.0 consist of 21 indicators, 
each reported at the economy level and with dif-
ferent statistical measures.14

Core indicators

There are six core indicators in the LPI 2.0, one 
connectivity indicator and one time indicator 

for each of the three logistics modes covered 
(maritime, air, and postal) (table 1.1). The core 
maritime connectivity indicator is the number 
of unique economies that are reachable from 
and that can reach a given economy through 
direct maritime services operated by liner ship-
ping companies on a predefined rotation.15 
The core aviation connectivity indicator is the 
average number of economies that are reach-
able from and that can reach a given economy 
through direct cargo-carrying air transport 
services.16 The core postal connectivity indica-
tor is the average number of economies with 
inbound and outbound postal connections for 
parcel and express shipments with a given econ-
omy.17 Parcel and express shipments are primar-
ily business-to-business (B2B) transactions and 
are thus comparable to maritime container and 
air cargo shipments, which are purely B2B.

Connectivity is positively associated with 
logistics performance across all modes. More 
connected economies can directly reach a larger 
number of trade partners and tend to face lower 
trade costs. Higher connectivity increases 
competition among logistics service provid-
ers and encourages investment in trade-related 
infrastructure, such as ports and information 
technology systems. It is also associated with a 
stronger presence of global logistics operators, 
which facilitates the diffusion of best practices 
and can generate positive spillovers for domestic 
logistics services. Connectivity is also critical for 
resilience. Economies that rely on only one or a 
few international partners are more vulnerable 
to disruptions when those links break down, 

Table 1.1	 The six core indicators of the LPI 2.0

Logistics mode Connectivity indicators Time indicators

Maritime •	Number of maritime partner economies: Number of 
economies accessible through direct liner shipping 
services.

•	Container import dwell time (days): Time spent by containers 
at the port of entry from arrival (ship unloading) to departure 
from the port.

Aviation •	Number of aviation partner economies: Number 
of economies accessible through direct air cargo 
connections. 

•	Aviation import dwell time (days): Time spent by goods at 
the airport between the moment the cargo is ready to be 
picked up by the consignee or their agent from the airport 
and the moment the cargo is cleared by customs and leaves 
the airport.

Postal •	Number of business-to-business postal partner 
economies: Number of economies accessible through 
direct international postal connections for B2B 
shipments. 

•	Business-to-business postal delivery time (days): Time 
spent by a postal item (parcel or express shipment) in the 
importing economy from arrival at the economy’s office 
of exchange (postal bureau) to the first attempted or final 
delivery.

Source: World Bank.
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whether due to natural disasters, conflict, tech-
nical failures, or other shocks.

The core time indicators measure the time 
it takes to import cargo. The core maritime and 
aviation time indicators are container import 
dwell time and aviation import dwell time, 
respectively. The core postal time indicator is 
the business-to-business delivery time, which 
captures customs clearance time and the time 
until the first attempted or final delivery. Im-
port dwell and delivery times were selected as 
core indicators because customs procedures are 
generally more complex and time-consuming 
for imports than for exports, except in econo-
mies with strict export controls. In addition, for 
air cargo and postal shipments, event tracking is 
typically more complete and consistent for im-
ports than for exports.

Import dwell and delivery times capture 
the efficiency of several components of trade 
logistics, including customs clearance and 

border management; seaport and airport oper-
ations (such as terminal operations, cargo han-
dling, and yard management); cargo removal 
practices;18 land transport services (including 
the availability of trucks or other equipment for 
onward transport); and the quality of transport 
and logistics infrastructure.

Supplementary indicators

While the six core indicators provide a solid 
overview of an economy’s logistics performance, 
the LPI 2.0 provide additional connectivity and 
time indicators for maritime and postal logistics 
to measure performance more precisely (table 
1.2). Two supplementary maritime connectiv-
ity indicators—the number of direct container 
liner shipping services and alliances servicing 
the ports in an economy—highlight competi-
tion within the sector,19 higher degrees of which 
tend to be associated with better performance 

Table 1.2	 Supplementary indicators of the LPI 2.0

Logistics mode Connectivity indicators Time indicators

Maritime •	Number of services: Number of direct container liner 
shipping services servicing the ports in an economy.

•	Number of alliances: Number of direct container liner 
shipping alliances servicing the ports in an economy.

•	Number of transshipments: Number of times inbound 
containers in an economy are transshipped in their 
journey from the port of loading in the origin economy to 
the port of destination in the import economy.

•	Container export dwell time (days): Time spent by containers 
at the port of departure from arrival of full export container 
to completion of container loading on ship.

•	Turnaround time at ports (days): Time container ships call 
at a port, excluding waiting time at anchorage outside the 
port vicinity.

•	Time spent in transshipment (days): Time inbound containers 
in an economy spend in transshipment at intermediate port 
facilities during the shipping phase of its journey.

•	Lead time to import from port of origin to destination 
economy (days): Time spent by containers between loading 
at the port of origin and discharge at the port of destination.

•	Export supply chain initiation (days): Time between empty 
containers being sent to the exporter to be filled and full 
export containers being taken in charge by the shipping line 
at the port or inland facility.

•	 Import supply chain termination (days): Time between full 
containers being sent to the importer from the last logistics 
facility (port or inland) and empty containers being returned 
empty to the shipping line.

•	Dwell time at port of arrival for container destined for a 
landlocked developing country (LLDC) (days): Average time 
spent by containers (destined for an LLDC) at the port of 
entry from arrival (ship unloading) to departure from the 
port.

•	Corridor lead time from port exit to destination (LLDC) (days): 
Time spent by containers from the port of arrival to the 
clearance facility in the destination LLDC.

•	Dwell time at destination (LLDC) (days): Import dwell time at 
the clearance facility in the destination LLDC.

•	Reference dwell time at port of arrival (LLDC) (days): Import 
dwell time at the economy of the port of entry that is used 
most frequently for LLDC-destined cargo, calculated using 
only containers destined for the coastal economy.

Postal •	Number of business-to-consumer postal partner 
countries: Number of economies accessible through 
direct international postal connections for B2C shipments 
(letters and small packets up to 2 kilograms).

•	Business-to-consumer postal delivery time (days): Time 
spent by a B2C postal item in the importing economy from 
arrival at the economy’s office of exchange (postal bureau) 
to the first attempted or final delivery.

Source: World Bank.
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and lower logistics costs.20 Three other mari-
time indicators gauge how economies could be 
affected by their dependence on third-country 
shipping hubs. These indicators are maritime 
lead time to import from port of arrival to the 
destination economy, time spent in transship-
ment, and number of transshipments for import 
containers. Two indicators that are derived from 
empty container movements—export supply 
chain initiation and import supply chain termi-
nation—reflect logistics efficiency among ship-
pers, consignees, and trucking companies. 

Two supplementary maritime time indica-
tors capture additional aspects of performance 
at ports. Turnaround time (twenty-foot equiva-
lent unit weighted and unweighted) reflects in-
vestment in port capacity and handling equip-
ment, as well as the performance of terminal 
operations. Container export dwell time re-
flects several constraints that differ from those 
associated with import dwell time. Controls 
applied to export shipments are typically mild 
compared with those applied to imports, even in 
economies with long import delays. Formalities 
such as obtaining certificates of origin, which 
are processed upstream, are not automated in 
many economies and may delay containers. 
Furthermore, export dwell time includes buffer 
time, voluntary or mandated by the shipping 
lines (such as 48 hours in advance of ship de-
parture). Factors such as export-import imbal-
ances, distance to port, and frequency of ship-
ping connections may influence private sector 
strategy and buffer time. 

Traders in LLDCs face the challenge that 
their shipments usually travel long distances by 
land and cross land borders. To capture these 
challenges, the LPI 2.0 include four indicators 
specific to LLDCs: dwell time at port of arrival 
for a container destined for an LLDC, corridor 
lead time from port exit to destination, dwell 
time at destination (clearance facility in the 
LLDC), and reference dwell time at port of ar-
rival. A comprehensive measure of container im-
port time for LLDCs is the sum of the first three 
indicators. The fourth indicator measures import 
dwell time for containers destined for the coastal 
economy that is typically used as the transit econ-
omy for an LLDC. It is a benchmark for dwell 

time at port of arrival for a container destined for 
an LLDC. Corridor lead time provides informa-
tion on road or rail corridor performance.21

The supplementary postal logistics indica-
tors are similar to the core indicators but focus 
on business-to-consumer (B2C) shipments, 
which are mostly e-commerce orders.22 B2C 
and B2B shipments typically face different cus-
toms procedures. Historically, B2C shipments 
(unlike B2B) benefited from de minimis exemp-
tions.23 But in recent years a growing number of 
economies have reconsidered these exemptions 
and increased scrutiny of B2C shipments, which 
has been associated with longer delays.

Data
Since the launch of the LPI in 2007, the rapid 
digitization of global supply chains has trans-
formed the availability and granularity of logis-
tics data. The 2025 LPI 2.0 leverage this shift 
by moving beyond perception-based surveys and 
drawing on large-scale shipment-level tracking 
data obtained under information-sharing agree-
ments with global operators.24 The World Bank 
collaborated with international carriers and 
data providers to assemble a multimodal data-
set covering maritime shipping, air cargo, and 
postal services. This approach enables more 
objective, timely, and comparable indicators 
across economies. 

The LPI 2.0 expand coverage relative to ear-
lier editions, including many LLDCs and small 
island states that were previously excluded due 
to data gaps. Coverage remains limited for a 
small number of economies affected by embar-
goes or severe conflict, where global logistics 
operators have little or no presence. The dataset 
reflects actual logistics performance along in-
ternational supply chains rather than national 
averages inferred from surveys.

Maritime indicators draw on several com-
plementary sources. Container shipping con-
nectivity is derived from MDS Transmodal’s 
Containership Databank, which tracks con-
tainer vessels and provides detailed information 
on service frequency and port rotations. Con-
tainer dwell times, lead times, and supply chain 
initiation and termination indicators are cal-
culated using shipment-level data from a major 
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global shipping line.25 Port turnaround times 
are based on Automatic Identification System 
data from MarineTraffic, which records time-
stamped vessel arrivals and departures within 
geofenced port areas, enriched with ship and 
port registry information.

Aviation and postal indicators complement 
the maritime data by capturing time and con-
nectivity in high-value and small-parcel trade. 
Air cargo indicators are based on data from 
Cargo iQ, an International Air Transport 

Association interest group, covering airport-
to-airport shipments across more than 180 
economies. Postal indicators rely on electronic 
tracking records from the Universal Postal 
Union, covering billions of international postal 
items annually and providing end-to-end time-
stamps from posting to final delivery. 

Together, these datasets form the empirical 
backbone of the LPI 2.0, enabling a more gran-
ular and evidence-based assessment of logistics 
performance across economies and modes.
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This chapter presents high-level findings from 
the Logistics Performance Indicators 2.0 (LPI 
2.0) with a focus on systematic patterns across 
regions and income groups. Data on all 21 
indicators for 2023 and 2024 are published 
at https://lpi.worldbank.org, with options for 
comparisons across economies and over time.

Connectivity

On average, the Europe and Central Asia region 
and the North America region tend to have the 
highest connectivity across logistics modes, 
while the Latin America and the Caribbean 
region and the Sub-Saharan Africa region tend 
to have the lowest, depending on the mode con-
sidered (figure 2.1, panels a, b, c), although some 
developing economies perform strongly. This 
pattern mirrors broader income and geographic 
differences: high-income economies are gen-
erally more connected than low- and middle-
income economies (figure 2.1, panels d, e, f). The 
connectivity indicators also reflect an economy’s 
position in the global shipping network and its 
proximity to centers of economic activity.

Developing economies that have emerged as 
regional or global shipping hubs, such as Malay-
sia, Morocco, and Sri Lanka, have much higher 
connectivity than their neighbors with the same 
accessibility. For the same level of market acces-
sibility, larger economies have more connections
—for instance, Australia and New Zealand, 
which are among the economies with the low-
est accessibility, have the highest connectivity at 
that level of accessibility (figure 2.2).

Connectivity increased during 2023–24 
across most regions. Between 2023 and 2024 
the number of direct liner shipping, aviation, 
and postal services connections increased across 
most income groups and regions, though some 

economies in South Asia and in the Middle East 
and North Africa showed a small decline (see 
figure 2.1). These declines in maritime connec-
tivity occurred largely because of the Red Sea 
crisis.

The existence of direct maritime connec-
tions matters because it removes significant 
delays associated with transshipments. Though 
about half of containers travel directly to their 
destination, the rest may be transshipped mul-
tiple times—up to eight in some cases (figure 
2.3, panel a). Small island states are the most 
affected, with several averaging more than two 
transshipments in 2024: São Tomé and Príncipe 
(2.6), Anguilla (2.4), the Comoros (2.4), and St. 
Kitts and Nevis (2.2). Each transshipment adds 
to maritime lead times—roughly 18 extra days 
per transfer—underscoring the heavy burden 
of hub dependence for these economies (figure 
2.3, panel b). But the hub and spoke structure 
of modern long-distance supply chains, where 
smaller freight loads are consolidated into larger 
ones at hubs using high-capacity equipment, has 
proven cost-effective for carriers while providing 
small and peripheral economies with access to 
global routes.

Time

Several low- and middle-income economies have 
moderate container import dwell times, similar 
to those in high-income economies, but many 
have exceptionally long ones (more than two 
weeks). Most of the economies with excessive 
dwell time are in Sub-Saharan Africa and in the 
Middle East and North Africa. Aviation import 
dwell time is typically only half of container 
import dwell time or less (figure 2.4). This dif-
ference reflects the smaller volume, smaller size, 
and higher value of air cargo compared with 

What the LPI 2.0 reveals 
about logistics performanceC
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https://lpi.worldbank.org
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maritime cargo. Air cargo operations are more 
tightly integrated with door-to-door logistics 
chains, and a share of shipments is cleared by 
customs before arrival, whereas maritime cargo 
is usually cleared after arrival. Underperforming 
economies overlap between the two indicators. 
The economies with the shortest dwell times are 
typically active air cargo hubs, such as Belgium, 
the Netherlands, and Singapore.

Long container import dwell times often re-
flect inefficient processes for clearing imported 

goods. Poor performance may stem from lim-
ited automation in customs clearance and port 
logistics—areas that port community systems 
can help improve.26 Inadequate risk manage-
ment and inefficient inspection practices by 
customs officials can also lengthen dwell times. 
Other requirements, including foreign exchange 
controls and inspections by agencies beyond 
customs, may further add to delays. Importer 
behavior can also contribute—for example, 
when importers use ports for storage.27

Figure 2.1 Connectivity varies substantially across regions and income groups
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Business-to-business (B2B) postal delivery 
time is highly dispersed across low- and lower-
middle-income economies. While this pattern is 
common to other logistics modes, underperform-
ing economies differ somewhat across modes. The 
economies with the longest container and avia-
tion import dwell times are concentrated in Sub-
Saharan Africa, whereas long B2B postal delivery 

times are more common in Latin America and 
the Caribbean and in Sub-Saharan Africa.

The differences between postal logistics per-
formance and that of maritime containers and air 
cargo partly reflect the distinct facilities and pro-
cesses involved in handling these different types 
of shipments. Two factors are especially impor-
tant. First, geography and domestic distribution 
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Figure 2.2 Connectivity is positively correlated with the size of the accessible market, 2024
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Figure 2.3 Nearly half of containers are transshipped, adding to maritime lead time, 2024
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matter: The postal indicator includes both the 
time spent at the postal bureau of entry and the 
time until delivery, which can be prolonged when 
domestic postal networks are not optimized, par-
ticularly in geographically large economies. Sec-
ond, customs clearance practices play a key role. 
In some economies, including several in Latin 
America and the Caribbean, inbound shipment 
information is not electronically linked to cus-
toms systems, so clearance relies on paper docu-
mentation for each shipment, increasing delays.

The special situation of landlocked 
developing countries

Landlocked developing countries (LLDCs) are 
among the most logistically constrained coun-
tries because their cargo needs to transit through 
coastal countries, crossing more than one bor-
der. As a result, the time to import a container 
is exceptionally long and uneven for LLDCs. 
Among the three components of time to import 
for LLDCs, corridor lead time and dwell time 
at port of arrival in coastal country tend to be 
the largest, followed by dwell time at destination 
(figure 2.5). In addition, dwell time at the port 
of arrival is longer for goods in transit than for 
goods destined for coastal countries.28

The long import times are not explained by 
corridor distance but by the considerable time 
cargo spends idling at ports, at borders, and in 
checkpoints along transit corridors en route to 
the LLDCs—reinforcing the importance of 
pursuing corridor reforms. These reforms in-
clude tackling border crossing delays, improving 
exchange of information on transit vehicles and 
goods across borders, and adopting better transit 
procedures and guarantee mechanisms. Among 
the biggest technical challenges is cross-border 
interoperability of financial guarantees or bonds 
covering the customs value of goods in transit. 
The best practice systems are the Transports In-
ternationaux Routiers system (managed by the 
International Road Union and used in Central 
Asia and the Balkans) and the Common Transit 
procedure (applicable to European Union and 
European Free Trade Association countries). Ex-
cept for the Secretary of Economic Integration 
of Central America transit system, these systems 
have not been fully adopted by other regions.

Assessing supply chain reliability 
using the dispersion of delays

The highest dispersion of dwell, delivery, and 
lead times occurs when goods are not in motion: 
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Figure 2.4 Several middle-income economies have low import dwell times, but many have
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	 12	 CONNECTING TO COMPETE 2025� THE NEW LOGIST ICS PERFORMANCE INDICATORS 2.0

Chapter 2  What the LPI 2.0 reveals about logistics performance

in ports, border controls, and inland check-
points. The LPI 2.0 assess supply chain reli-
ability at the economy level through the inter-
quartile range of dwell, delivery, and lead times 

(figure 2.6).29 Dispersion increases with median 
dwell times and is, on average, 36 percent higher 
for imports than for exports (figure 2.7). Dis-
persion is even higher for aviation supply chains.

In well-functioning ports with seamless 
clearance systems, processing an unloaded con-
tainer starts immediately. In Le Havre (France) 
10 percent of containers leave the port in 1 day 
or less, 50 percent do so in 3.8 days or less, and 
only 25 percent take more than 5.9 days (figure 
2.8). By contrast, in many ports only a few con-
tainers are cleared during the first few days after 
arrival. In Apapa (Nigeria) only 0.2 percent of 
containers leave the port in 1 day or less, 50 per-
cent do so in 13.4 days or less, and 25 percent 
take more than 22.1 days, and in Algiers (Alge-
ria), only 0.1 percent leave the port in 1 day or 
less, 50 percent do so in 17.6 days, and 25 per-
cent take more than 26.3 days.

Dispersion reflects the unpredictability of 
port clearance processes and port operations, 
with adverse implications for supply and value 
chains. Unreliable control processes, especially 
for clearing imported goods, are associated with 
the complexity of the processes, which often re-
quire collecting paper documentation and com-
plying with complicated foreign exchange regu-
lations. With export dwell time, factors include 
operational constraints, such as slot availability, 

Days

Source: World Bank calculations based on data from a large global shipping line.
Note: Data were unavailable for Afghanistan, Bhutan, Bolivia, Ethiopia, Kosovo, Lao People’s Democratic Republic, Lesotho, and Zambia. 

Figure 2.5 Landlocked developing countries experienced exceptionally long but 
 uneven container import times, 2024
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Figure 2.6 The highest time dispersion 
happens when goods are not in 
motion—such as while in ports 



	 CONNECTING TO COMPETE 2025� THE NEW LOGIST ICS PERFORMANCE INDICATORS 2.0	 13

Chapter 2  What the LPI 2.0 reveals about logistics performance

service frequency, and, in some economies, ex-
port clearances. Variations in shipper productiv-
ity and behavior can also affect the dispersion of 
export and import dwell time. The cost of unre-
liability can be substantial for firms’ inventories 
and operational planning, especially in just-in-
time supply chains and those handling perish-
able goods.

Tracking goods with information technol-
ogy platforms, known as supply chain visibility, 
helps firms hedge some of the consequences of 
unreliability. Technology can help firms better 
anticipate the next steps in the supply chain. 
Examples of recent large-scale visibility system 
include the Freight Logistics Optimization 
Works (FLOW) initiative in the United States 
and the Unified Logistics Information Platform 
in India.30

Additional insights from 
supplementary indicators

In some low-  and middle-income economies 
container ships spend an excessive time at port 
(figure 2.9, panel a). Port turnaround time 
reflects port handling capacity and productiv-
ity and is more directly shaped by infrastructure 
capacity and terminal management practices 
than by trade facilitation measures. In most 
upper-middle- and high-income economies the 
average weighted turnaround time is less than 
two days, compared with two to six days in sev-
eral low- and lower-middle-income economies. 
These differences point to substantial scope 
for improving container port performance in 
low- and lower-middle-income economies.31

For most countries, however, the most 
painful frictions are in trade facilitation and 

Figure 2.8 Import dwell time for the port of Le Havre (France), port of Apapa (Nigeria), and port of Algiers (Algeria), 2024
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land-side logistics. This is evidenced by ship 
turnaround time typically being much shorter 
than container import dwell time (figure 2.9, 
panel b). Though dwell time is influenced by 
infrastructure, it captures primarily the perfor-
mance of customs and other border procedures 
and therefore depends largely on trade facilita-
tion policies.

Strong B2B and business-to-consumer 
(B2C) postal logistics performance is critical 
for e-commerce and SME participation. Al-
though standard postal services experienced 
considerable market erosion in 2023 and 2024, 
they continue to play a substantial role in the 
last-mile delivery of cross-border e-commerce 
shipments (B2C), with close to 40  percent 
of these items being delivered by traditional 
postal services in 2024.32 Poor postal logistics 
performance tends to constrain small and me-
dium enterprises (SMEs) from participating in 
e-commerce, with B2C SMEs usually finding it 
harder to scale up than B2B SMEs because B2C 
business entails a higher intensity of shipping.33 
Furthermore, B2C postal delivery times tend 
to be longer than B2B delivery times, primar-
ily in lower-middle-income economies, pointing 

to inconsistencies in postal logistics that penal-
ize firms engaged in B2C e-commerce in these 
economies (figure 2.10).
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Figure 2.10 Business-to-business postal 
delivery times tend to be longer 
than business-to-consumer 
postal delivery times, particularly 
in low- and middle-income 
economies, 2024
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Logistics services—such as freight transporta-
tion, warehousing, and brokerage—are deliv-
ered primarily by private firms. But their effi-
ciency and the overall performance of supply 
chains are fundamentally shaped by public 
policy. Logistics operations depend on publicly 
funded infrastructure, must comply with border 
controls managed by state agencies, and operate 
within fiscal, environmental, safety, and compe-
tition regulations set by governments.

A strategic framework for logistics 
performance

Policy interventions to improve logistics per-
formance, as measured by the LPI 2.0, should 
be implemented in a targeted, coherent manner 
across three strategic areas:
•	•	 Enhancing connectivity through strategic 

investment and liberalization.
•	•	 Reducing time and variability through trade 

facilitation and infrastructure.
•	•	 Strengthening the institutional and regula-

tory environment for logistics.
Together with reforms to reduce logistics 

costs—which are not directly measured by the 
LPI 2.0—these areas provide a practical policy 
agenda for governments seeking to improve lo-
gistics performance.

Area 1: Enhancing connectivity through 
strategic investment and liberalization
A country’s connectivity to global production 
and distribution networks is determined by its 
physical geography, the quality and reach of its 
transport infrastructure, and the network strate-
gies of international operators. While geography 
is fixed, public policy can greatly influence how 
well a country is connected to global markets.

Governments can act on three main fronts.

1.1  Liberalizing markets for transport and 
logistics services. Policies that open markets 
to competition and foreign participation can 
encourage international operators to expand 
their networks and increase the number of part-
ner economies served. Examples include:
•	•	 Liberalizing maritime services and port op-

erations to attract global shipping lines and 
terminal operators.

•	•	 Adopting “Open Skies” agreements in avia-
tion to allow more carriers, routes, and fre-
quencies.

•	•	 Removing restrictive regulations that limit 
entry or capacity in key logistics services 
(e.g., freight forwarding, express delivery).
These measures can increase service fre-

quency, reduce costs, and improve the reliability 
of international connections.

1.2  Developing hubs, corridors, and logis-
tics clusters. Governments can use infrastruc-
ture planning and spatial policies to position 
their economies as attractive nodes in regional 
and global networks. This involves:
•	•	 Investing in and upgrading gateway ports, 

airports, and dry ports that can serve as re-
gional hubs.

•	•	 Developing multimodal transport corridors 
that connect these gateways to major pro-
duction and consumption centers.

•	•	 Promoting logistics and industrial clusters 
around key hubs through zoning, serviced 
land, and streamlined permitting.
These policies can help transform a coun-

try’s connectivity and establish it as a regional 
logistics and manufacturing hub.

1.3  Pursuing regional integration and 
shared connectivity solutions. For small, 
landlocked, or remote economies, national 
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policies alone may not be sufficient to achieve 
scale. Regional cooperation becomes essential. 
Key governments include:
•	•	 Harmonizing regulations and technical 

standards with partner economies to facili-
tate cross-border transport and logistics.

•	•	 Developing regional transit regimes and 
corridor management institutions to ensure 
seamless movement of goods.

•	•	 Coordinating investment in regional gate-
ways and corridors so that smaller econo-
mies can “piggyback” on the trade f lows 
of larger neighbors and global distribution 
centers.
By pursuing these policies, governments 

can systematically improve their connectivity 
performance, making their economies more 
attractive for trade and participation in global 
value chains.

Area 2: Reducing time and variability 
through trade facilitation and 
infrastructure
Time-related indicators—such as dwell time 
in ports and airports, ship turnaround time, 
and postal delivery time—are more respon-
sive to policy than connectivity indicators 
are. Reducing delays and variability is criti-
cal for modern supply chains, especially those 
integrated into just-in-time production and 
e-commerce.

Governments can influence time and reli-
ability through three main sets of policies.

2.1  Modernizing border management and 
trade facilitation. Border procedures are often 
a major source of delays and uncertainty. Key 
reforms include:
•	•	 Implementing risk-based management sys-

tems to focus inspections on high-risk con-
signments and expedite low-risk trade.

•	•	 Digitizing customs and border processes, 
including electronic submission of docu-
ments, prearrival processing, and electronic 
payment of duties and fees.

•	•	 Establishing coordinated border manage-
ment, where customs and other border agen-
cies (e.g., health, agriculture, security) align 
procedures and share information.

•	•	 For landlocked countries, designing and 
implementing efficient transit regimes, in-
cluding transit guarantees, bonded trans-
port, and streamlined procedures at border 
crossings.
These measures can greatly reduce import 

and export dwell times and improve the predict-
ability of clearance processes.

2.2  Improving gateway efficiency and ter-
minal operations. Even when border proce-
dures are efficient, poor performance at ports, 
airports, and inland terminals can create bottle-
necks. Government actions can include:
•	•	 Investing in infrastructure to address ca-

pacity constraints, such as berth extensions, 
yard expansion, and improved access roads 
and rail links.

•	•	 Promoting operational improvements, in-
cluding port community systems, electronic 
appointment systems for truck arrivals, per-
formance-based contracts with terminal op-
erators, and efficient pricing of port storage.

•	•	 Using public–private partnerships (PPPs) to 
bring in private expertise and capital for ter-
minal management, with clear performance 
targets for productivity and service quality.
These policies directly affect ship turn-

around time, container dwell time, and the reli-
ability of gateway operations.

2.3  Enhancing supply chain traceability and 
predictability. For firms participating in global 
value chains, predictability is often as important 
as speed. Governments can support more pre-
dictable logistics by:
•	•	 Addressing upstream causes of delays, such 

as complex banking procedures for foreign 
exchange, documentation requirements, or 
licensing processes that hold up shipments 
before they reach customs.

•	•	 Encouraging the use of digital tracking and 
tracing systems, including integration of 
customs, port, and logistics operator (in-
cluding postal services) data.

•	•	 Supporting the development of express lo-
gistics and time-definite delivery services, 
which rely on streamlined customs proce-
dures and integrated handling at gateways.
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By focusing on both the direct and indirect 
sources of delay, governments can save time, re-
duce variability, and improve the reliability of 
supply chains.

Area 3: Strengthening the institutional 
and regulatory environment for logistics
Physical investments and trade facilitation 
reforms are most effective when supported by 
a sound institutional and regulatory environ-
ment. This area focuses on how governments 
organize, regulate, and coordinate the logistics 
sector. Governments can do so in three key pol-
icy areas.

3.1  Leveraging public–private partner-
ships and improving sector governance. 
PPPs, when well designed and embedded in a 
clear policy framework, can be powerful tools 
to improve logistics performance. Governments 
should consider:
•	•	 Using PPPs for port, airport, and inland 

terminal operations where private opera-
tors can bring management expertise, tech-
nology, and investment.

•	•	 Defining transparent concession frame-
works with measurable performance indi-
cators (e.g., crane productivity, truck turn-
around time, dwell time) and mechanisms 
for monitoring and enforcement.

•	•	 Ensuring that PPPs are aligned with broader 
logistics and trade strategies rather than ne-
gotiated as isolated deals.

3.2  Strengthening competition, market 
structure, and supporting domestic logistics 
development. A competitive and professional 
logistics services market is essential for efficient 
supply chains. Policy priorities include:
•	•	 Removing unnecessary barriers to entry 

and anticompetitive regulations in truck-
ing, freight forwarding, warehousing, and 
express delivery.

•	•	 Modernizing trucking regulations (e.g., axle 
load limits, vehicle standards, licensing) to 
balance safety and environmental objectives 
with efficiency.

•	•	 Opening markets to private and foreign pro-
viders where appropriate, while ensuring a 

level playing field and effective competition 
oversight.

•	•	 Supporting the development of higher 
value-added logistics services (e.g., third-
party logistics, contract logistics, cold chain) 
through clear regulations and investment-
friendly policies.
These measures help improve domestic lo-

gistics performance and enable firms to access 
more sophisticated services, which in turn sup-
ports better connectivity and shorter delivery 
times.

3.3  Enhancing policy consistency, coordi-
nation, and implementation capacity. Con-
nectivity and logistics performance improve 
gradually as operators adjust their networks and 
investment. Governments therefore need:
•	•	 Stable, predictable policy frameworks that 

give investors confidence to commit capital 
to infrastructure and logistics services.

•	•	 Institutional mechanisms—such as national 
logistics councils or trade facilitation com-
mittees—to coordinate across ministries 
(transport, trade, finance, customs, indus-
try) and with the private sector.

•	•	 Clear national logistics or trade facilitation 
strategies with measurable targets linked to 
key performance indicators, such as those in 
the LPI 2.0, and systems to monitor prog-
ress and adjust policies as needed.

•	•	 Strengthened implementation capacity in 
customs, port authorities, transport agen-
cies, and other relevant institutions, includ-
ing training, change management, and ad-
equate resourcing.
A coherent institutional and regulatory en-

vironment ensures that reforms under the first 
two areas are sustained and that their benefits 
are fully realized.

Using the LPI 2.0 to prioritize and 
tailor reforms

Logistics reform is not a one-size-fits-all 
endeavor. Economies differ in geography, eco-
nomic structure, institutional capacity, and 
political economy. The LPI 2.0 provides a struc-
tured way to diagnose performance gaps in 
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connectivity and time and to link those gaps to 
specific policy levers.

By organizing interventions under three 
areas—enhancing connectivity, reducing time 
and variability, and strengthening institutions 
and regulations—governments can:
•	•	 Identify the root causes of logistics frictions.
•	•	 Prioritize the reforms with the highest ex-

pected impact on supply chain performance 
and trade outcomes.

•	•	 Sequence interventions in a way that re-
f lects their capacity and socio-political 
context.
Ultimately, the value of the LPI 2.0 lies not 

only in measuring logistics performance but 
also in guiding governments toward concrete, 
evidence-based policy actions that improve 
connectivity, reduce time to trade, and sup-
port integration into regional and global value 
chains.
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Notes

1	 Connecting to Compete 2023 featured a hybrid approach, 
presenting results from both the original LPI survey of 
logistics professionals and from supply chain tracking 
data. In 2025 the LPI 2.0 began using supply chain 
tracking data exclusively.

2	 Arvis et al. 2013.
3	 Hausman, Lee, and Subramanian 2013.
4	 Korinek and Sourdin 2011.
5	 Freund and Rocha 2010.
6	 Hummels 2001. Manufactures exports refers to goods 

in categories 7 (machinery) and 8 (miscellaneous 
manufactures) of the Standard International Trade 
Classification. For all types of goods (not just 
manufactures), the decrease in likelihood is 1 percent.

7	 Banomyong 2010.
8	 World Bank 2020.
9	 OECD 2015.
10	 The World Bank’s Global Supply Chain Stress Index 

measures the magnitude of container shipping disruptions 
affecting global supply chains.

11	 Hummels, Lugovskyy, and Skiba 2009.
12	 About 46 percent of global goods trade by value is moved 

in maritime containers (Notteboom, Pallis, and Rodrigue 
2022), and 33 percent is moved by air (IATA 2025).

13	 The LPI 2.0 do not cover road and rail logistics because 
no global source of data on those movements exists, 
but they cover container tracking on transport corridors, 
including some road transport (since the container 
tracking indicators indicate the quality of inland logistics 
services, including to LLDCs). While the first-best option 
would be end-to-end coverage of all shipments through 
all modes, the current reporting is the best available given 
the existing data. Future refinements of the LPI 2.0 could 
include data for other logistics modes.

14	 For a detailed description of the methodology used to 
compute the indicators, see Arvis et al. (2026).

15	 A liner shipping container service is a scheduled maritime 
transport service that moves standardized containers 
along fixed routes between designated ports on a regular 
and publicly advertised timetable. A direct service is a 
scheduled service between two economies that may 
include other stops in between but without a container 
needing transshipment.

16	 Refers to direct flights.
17	 For a given economy, postal connectivity is the average 

of two values: the number of unique origin partners from 
which postal items are received throughout a year and the 
number of partner economies to which postal items are 
shipped during the same period.

18	 Removal refers to the process in which goods are 
removed from a warehouse or other location to make 
them available for the next step in the supply chain.

19	 A maritime alliance (often called a liner shipping alliance) 
is a formal cooperative arrangement among independent 

container shipping lines to jointly operate services on 
major trade routes.

20	 Hummels, Lugovskyy, and Skiba 2009.
21	 It does not provide information on the performance of 

multimodal transfers en route, which are included in dwell 
time instead of lead time.

22	 The LPI 2.0 differentiate between B2C and B2B flows 
because they are associated with different mail types. 
Parcels and express mail are attributed to B2B operations, 
whereas standard letter-post mail is attributed to B2C 
operations. Letter-post is used for the majority of 
e-commerce shipments. International e-commerce is 
interconnected with postal services: Universal Postal 
Union members are responsible for handling about two-
thirds of letter-parcel (up to 2 kilograms) deliveries across 
borders. Universal Postal Union members also manage 
international express shipments, which account for 5–10 
percent of international e-commerce volume, with the rest 
delivered by commercial operators (Beretzky et al. 2022).

23	 The de minimis rule for imports allows low-value 
shipments to avoid tariffs and customs processing. For 
imports into the United States, this rule began being 
phased out in August 2025.

24	 The agreements with the data partners stipulate that 
the World Bank may report summary statistics on the 
shipments but not individual shipment data.

25	 The agreement with the data partner for container 
tracking precludes identifying the shipping line by name.

26	 Ollivier, Sahu, and Saragiotis 2024. Port community 
systems are electronic platforms that connect the systems 
operated by the many organizations that constitute a 
seaport, airport, or inland port community (European Port 
Community Systems Association, n.d.).

27	 Raballand et al. 2012.
28	 See https://lpi.worldbank.org/ for data on dwell time at 

port of arrival for goods destined for coastal economies.
29	 The interquartile range measures the spread of the middle 

50 percent of the distribution of delays. It is less sensitive 
to outliers than the standard deviation. Estimates of 
dispersion by economy and by indicator are available at 
https://lpi.worldbank.org/.

30	 See https://www.transportation.gov/freight-infrastructure-
and-policy/flow for details on the FLOW initiative. India’s 
Unified Logistics Information Platform, launched in 2022 
under the National E-Governance Plan, is a portal to 
make supply chain data generated by freight operators 
and government agencies accessible. It covers all 
logistics modes and encourages independent developers 
to propose visibility solutions for end users. The private 
sector has proposed more than 100 apps so far, 
highlighting the innovation potential of supply chain data.

31	 For further discussion on container port performance, see 
World Bank (2024).

32	 According to the Universal Postal Union.
33	 Hendricks and Mwapwele 2024; UNCTAD 2018.
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The New Logistics Performance Indicators 2.0 

What are the Logistics Performance Indicators (LPI 2.0)?

The LPI 2.0 is an interactive benchmarking tool created to help countries identify the 
challenges and opportunities they face in their performance on trade logistics and 
discover what they can do to improve their performance. Connecting to Compete 
2025 introduces the LPI 2.0, a fundamental redesign of the World Bank’s former 
Logistics Performance Index from a survey-based index toward a system grounded 
in shipment-level data. Drawing on large-scale tracking data from maritime, aviation, 
and postal operators—together accounting for over 80 percent of global goods 
trade—the LPI 2.0 provide standardized and comparable measures of supply chain 
speed, reliability, and connectivity across economies and over time. The framework 
comprises 21 indicators, including 6 core indicators capturing direct connectivity 
and import time performance in each mode and 15 supplementary indicators that 
shed light on maritime competition, transshipment dependence, postal logistics for 
e-commerce, and corridor performance for landlocked developing countries.

This is the eighth edition of Connecting to Compete, a report 
summarizing the findings from the new dataset for the Logistics 
Performance Indicators 2.0 (LPI 2.0). The 2025 LPI 2.0 draw on 
supply chain tracking data from the movers of international trade. 
This information is relevant for policymakers and decisionmakers 
in the private sector seeking to identify reform priorities for trade 
and logistics infrastructure. Data for 2023–24 reveal large 
variations in connectivity across regions, substantial time penalties 
associated with transshipment and border procedures, and high 
unpredictability concentrated at ports, transshipment hubs, and 
inland checkpoints—particularly for imports and for landlocked 
countries. By shifting the focus from perceptions to observed 
outcomes, the LPI 2.0 significantly enhance diagnostic precision and 
policy relevance, enabling governments to better prioritize reforms 
with the highest potential impact on supply chain connectivity, speed, 
reliability, and resilience.
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