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Preface 

The Study on Transport Corridors in OIC Member Countries is an assessment of the role and 

importance of transport corridors (TC) in contributing to economic growth and cooperation, trade 

and regional integration with a view to identify a policy framework among the 57 OIC member 

countries. It has conducted in order to present and to discuss prioritization of transport corridors 

passing through in OIC Member Countries in an international workshop in Izmir, attended by 

delegates from 21 OIC member countries and 11 international institutions. This exercise aims to 

identify priority TC and challenges together with policy formulation. In a more globalized and 

integrated world, TCs are commanding attention and gaining importance, particularly in developing 

economies and emerging markets, because of their role in economic development and trade 

facilitation. 

 

The report begin with examining  potential trade movement among the countries by identifying the 

comparative advantage of each country adjacent to the relevant TCs, as well as the existing trade 

flow patterns and utilization level of those corridors. The report, therefore, aims to heavily 

underscore the need for efficient international TCs among the OIC member countries, as well as 

propose a set of priority TCs that deserve attention and inclusion in the political and development 

agenda of member countries and international organizations.  

 

Given existing trade movements patterns and TCs, this report identifies the physical and non-

physical barriers to trade that impede the smooth flow of cargo among OIC member countries for 

both intra-regional and for transit trade. Moreover, the topics such as traffic flow, freight costs, 

transport costs, road pricing, and congestion in each specific region are also analyzed. The report 

employs data, outcomes, and expertise from various sources, including international organizations 

such as WB, IMF, WTO, IRU, etc, and also other TC projects undertaken by different international 

bodies and initiatives such as TRACECA, EALT, NELTI, CAREC etc.  

 

Therefore, it provides the reader with a strong rationale of how economic development and 

integration could be achieved through development of TCs to facilitate movement of goods and 

people among the member countries. Essentially, it will pave the way for establishing a strategy for 

development and cooperation in the regions, as well as for promoting specific corridors and 

identifying obstacles to smooth transport flow.  
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This report also examines in detail the trade and transport / transit facilitation agreements among 

the OIC member states. In addition, it provides a thorough analysis for policy formulation regarding 

these agreements, based on the recommendations that different international organizations have 

made. It thus aims to align the demand for trade and transport facilitation with the policies of 

different international and regional organizations on the matter. Some recommendations and policy 

formulation guidelines are provided for optimal use of these facilitation agreements.  

 

The last part of the report (Chapter 5) presents the prioritization of transport corridors for the three 

regions. A prioritization matrix has been developed that includes relevant c riteria such as 

involvement of OIC member states, potential regional trade, potential interregional trade, missing 

links, transport costs, non-physical barriers. This prioritization exercise does not and should not 

constitute as such the rationale for financing any part of the identified TCs.  

 

It is expected that this study is used as a reference guide for governments and financing institutions 

in order to conduct comprehensive approaches to analyze socio-economic feasibility of specific 

corridors, or part of corridors, as part of their due diligence and decision-making processes. However 

this prioritization exercise should not be used to undermine the importance of any corridor for 

specific countries or region. It simply provides an attempt to identify a list of corridors that are 

important for achieving a higher level of economic development, cooperation and integration 

among OIC member countries. 

 

While this study was commissioned and financed by IDB, the knowledge generated in this study is 

intended for all relevant national, regional and international parties (countries, organizations and 

financing institutions) that are actually involved in development of transport as a means to economic 

growth, development and integration. 
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Executive Summary 

Transport corridor definition and impact 

A transport corridor is physically defined as a combination of routes that connect centers of 

economic activity across one or more adjoining countries, each route being composed of links over 

which transport services travels and nodes that interconnect the transport services. The end points  

are gateways that connect the economic centers to the hinterland or to the global trade routes.  

Transport corridors are of significant developmental importance because they promote trade among 

cities and countries along the corridor, support regional economic growth and enhance regional 

integration. From an economic perspective, their function is to promote internal and external trade 

by providing more efficient and effective transport and logistics services. As such they can be 

categorized into three categories: foreign trade corridors, which are used for imports and exports, 

domestic trade corridors, that are used to distribute goods within the country, or transit trade 

corridors, which are used to transport cargo of other countries. Because of their economic 

importance, which goes far beyond the mere impact of transport infrastructure, the development of 

transport corridors has been high in the priority of nations, with various development strategies 

ranging from working on interconnections and interoperability to increasing route capacity or 

market access.  In most cases, priority is given to the critical performance at border c rossings and 

international gateways, and TC initiatives have been more successful where supported by existing 

customs unions or preferential trade agreements. 

The main contribution of transport corridors to economic growth is subsequent to the reduction of 

logistics costs and transportation time along supply chains, which eventually help improve trade 

competitiveness. However experience demonstrates that not all TC initiatives are successful and 

their success is much dependent upon the existence of proper corridor management mechanisms 

and trade and transport facilitation initiatives. 

Transport corridor initiatives in OIC member states 

 OIC has 57 member countries that had a combined GDP at PPP of US$ 7,740 billion in 2008.                 

The member countries exhibit high levels of heterogeneity and divergence in their economic 

structure, performance, and income. The OIC countries are well-endowed with potential economic 

resources, especially in the fields of agriculture, land, energy and mining, and human resources, and 

they form a large strategic trade region that we can subdivide into three regional groups: Sub-

Saharan African countries, Asian countries and MENA countries.  
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The OIC member states and, more specifically, the three different regions under consideration—

Asia, the Middle East and North Africa, and Sub-Saharan Africa—face different challenges in 

developing transport corridors. These corridors will in turn have different levels of impact on the 

economic growth of the various countries. These differences are mainly due to a diverse topology 

and geography, as well as the fact that regional history and trade development have generated 

different strategic objectives and reasons for developing transport corridors in each region.  

 

In Asia for example, the 46 TC initiatives identified emanate from regional organizations such as 

CAREC, ECO, UNESCAP, Eurasec ,IRU, etc. Some of the chief objectives of these initiatives are to  

open-up the trade potential of the many landlocked Central Asian countries, promote intra-trade 

along main corridors, as well as leverage on the important trade of manufacturing goods between 

Asia and Europe to develop Euro-Asian land transport routes. Trade between Asia and Europe rises 

dramatically every year, and the ambition to revive the Silk road routes is more and more strategic 

given among others the natural constraints facing shipping sector.   

 

As for MENA region, there is actually no landlocked country so transport corridors are mainly 

promoted as tools to enhance regional integration and trade cooperation, which are yet at record 

low levels from an international perspective. Intra-trade is still very low in the region as it accounts 

for less than 10% of total trade, and the resource-rich MENA countries are widely perceived to be 

trading significantly less than would be expected given their economic, cultural and geographical 

characteristics. Several initiatives to promote integrated land transport networks have been initiated 

by UNESCWA and League of Arab States and 35 such road or rail transport corridors have been 

identified in this study. 

 

The Sub-Saharan African region is much suffering from its significant infrastructure deficit and 

transport networks are no exception. SSA countries have however been very active in promoting 

regional transport corridors in recent years, especially for those landlocked countries which rely 

entirely on foreign trade TCs for their exports and imports. The “quick access to the sea” strategy 

has been historically the primary driver for identifying priority TCs in the region although regional 

trade integration and cooperation are now equally important in the choice of primary trade routes. 

The expected benefits of TC development in the African continent go beyond the improvement of 

trade competitiveness and include many social benefits such as poverty reduction or access to 

health and education. 25 TC initiatives have been listed in our review, and these initiatives are 

supported by various regional and international organizations active in the development and trade 

and transport.  

 



                    Executive Summary 

 

 
 

 
Page v 

 Analysis of international trade in the OIC region and with the rest of the world  

 

The development of transport corridors has numerous objectives but the chief objective is to 

promote economic growth through the improvement of trade competitiveness. The analysis of 

existing trade patterns (exports, imports, and transit) among the OIC member states and between 

the OIC member states and the rest of the world is therefore a prerequisite to identify and prioritize 

TC initiatives.  

 

The mixed nature of the OIC members reflects high levels of heterogeneity and divergence in the 

economic structure and performance of these countries. Out of the world’s 49 least-developed 

countries, 22 are OIC countries, almost all of which depend for their growth and development on the 

exports of a few non-oil primary commodities, mostly agricultural commodities. On the other hand, 

19 OIC countries are classified as fuel-exporting countries, for which the prospects of g rowth and the 

development of their economies depend mainly on producing and exporting just oil and/or gas. 

 

In such a set-up, the gap between the rich and the poor OIC countries is substantial as, 22 OIC 

member countries are currently classified by the World Bank as low-income countries and 28 are 

middle-income countries (20 lower middle-income and 8 upper-middle income ). In contrast, only 7 

OIC member countries are classified as high-income countries. Therefore, the total output (income) 

and trade of the group of the OIC countries are still heavily concentrated in a few of them; in 2009, 

just 10 countries accounted for 70.9 percent of the total income (GDP) of the OIC countries and 73.5 

percent of their total merchandise exports, both measured in current US dollars. 

 

The share of OIC countries in world trade has varied in recent years due to the global crisis and the 

fluctuations in oil prices. It now represents about 10% of global trade. OIC Asian countries capture 

today the higher share of these global OIC trade flows, with about 48% of the total US$ 2.5 trillion 

OIC trade, while MENA countries and SSA countries shares are respectively 44% and 8%. Developed 

economies are important trading partners in the three regional groups and account for 35 to 43% of 

exports, but trade with developing economies is more important and growing faster with the 

emergence of new economic partners in Asia, Europe and America.  

 

The main products exported within the OIC zone in 2009 were Miscellaneous manufactured goods 

(30.62 percent in 2009), Mineral fuels (26.60 percent in 2009), food products (16.08 percent in 

2009), machinery and transport equipment (13.86 percent in 2009), chemicals (9.80 percent in 

2009), non-edible raw materials (3.04 percent in 2009). In the period 2005-2008, intra-OIC exports  

had increased from $133 billion to $267 billion, which is reflected in the increasing share in total 
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exports of OIC countries from 13.5 percent in 2005 to 14.2 percent in 2008. Intra-OIC imports are 

composed of the following products: Mineral fuels (31.89 percent of intra-OIC imports in 2009), 

miscellaneous manufactured goods (26.47 percent in 2009), food products (17.25 percent of intra-

OIC imports in 2009), machinery and transport equipment (12.96 percent in 2009), chemicals (8.51 

percent of intra-OIC imports in 2009), Non-edible raw materials (2.93 percent of intra-OIC imports in  

2009).  

 

Intra-OIC trade has been growing at a fast pace in recent years, with the exception of the 2008-09 

crisis, and represents about 15% of total trade of the OIC region. Some countries such as Malaysia, 

Indonesia or Turkey, have higher importance in this intra-OIC trade flows and are main exporters in  

the region. Some countries such as Somalia or Syria have in turn a very high share of intra-OIC trade 

due to specific economic context. To the contrary some countries have a low level of trade with OIC 

member countries, and the MENA region as a whole for example exports less than 10% of its 

products to OIC countries. The OIC objective of reaching 20% of the total trade in 2020 seems 

achievable given significant growth in OIC intra-trade since 2005. 

 

Trade analysis offers great tools to understand and map trade flows and derive trade potential in the 

perspective of developing priority transport corridors.  

 

The Balassa index captures the degree of trade specialization of a country and reveals the 

comparative advantage of nations in exporting specific products. Balassa indices show for example 

that Central Asian OIC countries have a comparative advantage in the lower-end or relatively less 

sophisticated manufactures such as iron and steel, industrial chemicals, non-metallic mineral 

products and textiles. The main recipients of these exports are China and Europe; thus, transport 

corridors passing through Central Asia play an important role. Analysis of Balassa indices in Asia 

region helps understand high volumes of intra-regional trade and reveals comparative advantages in 

textiles, refined oil products, iron and steel, non-ferrous metal products, and non-electrical 

machinery among others. The Balassa index analysis also demonstrates that the comparative 

advantages of some countries in the Asian region in the following products are not fully exploited: 

clothing, fabricated metal products, non-metallic minerals, plastic products, leather, professional 

equipment, and printing materials.  

 

The exploitation of natural resources is clearly the main competitive advantage of Middle-East 

countries although some potential in machinery, non-ferrous metals and food manufacturing 

remains to be exploited. North African countries have actually a more diversified export base than 

would predict the comparative advantage analysis, since refined oil products, non-metallic minerals  
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and fabricated metal products are the only ones showing good comparative advantage. But total 

exports are still low in regional integration is very low.  

 

Apart from those countries that produce and process petroleum, the exports of the Sub-Saharan 

countries are composed primarily of processed minerals and manufactured products requiring little 

technological sophistication or capital intensity. Most of these countries possess comparative 

advantage in food manufactures, beverages, tobacco, and wood products, in addition to refined oil 

products and non-metallic minerals. 

 

Gravity models utilize the gravitational force concept as an analogy to explain the volume of trade, 

capital flows, and migration among the countries of the world. In this study, gravity models help 

establish a baseline for trade volumes as determined by gross domestic product (GDP), population 

and distance, and derive from these volumes the inter-regional or intra-regional trade potentials  

among OIC regions. The effect of policies on trade flows can then be assessed by adding the policy 

variables to the equation and estimating deviations from the baseline flows. 

 

Using the gravity model for OIC countries in SSA, transport corridors around Nigeria are found to 

have a large intra-regional trade potential. There is an area of medium potential along the long 

corridor linking Sudan with Ethiopia and Djibouti and Uganda with Kenya. In general, it can be said 

that regional potentials are relatively small for the Sub-Saharan region, a situation that has also been 

documented by the trade analysis in the analytical part of this study. The analysis of trade with the 

rest of the world shows that five countries actually have large interregional trade potentials vis-a-vis  

the rest of the world: Senegal, Cote d’Ivoire, Nigeria, Cameroon, and Sudan. The trade potential of 

the remaining countries is relatively small.  

 

The gravity model analysis in the Asia region reveals great potential along the Central Asian routes as 

well as in South-East Asian countries. Turkey is also expected to develop trade both with Asian 

countries and with other OIC regions.  

 

The MENA region differs due to its oil trade, which changes and distorts the picture of its trade 

potential for the better. The truth, which the map illustrates, is that, because every country has its 

own port, the regional trade is low and the potential for trade among the MENA region countries is  

relatively small.  
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Analysis of physical and non-physical barriers to trade in OIC countries  

 

Obstacles to international trade along transport corridors can be classified into two generic 

categories: physical barriers to trade and non-physical barriers to trade. Physical barriers mainly 

involve infrastructure issues and missing links or facilities such as roads, railroads, bridges, logistics 

centers, etc., in national and regional networks. When a kind of infrastructure exists however, trade 

can be impeded by corruption, unofficial stopovers, bureaucratic procedures, documentation 

requirements or many other non-physical barriers to trade that often impact imports and exports 

more negatively than physical barriers  do. As a consequence trade logistics is inefficient and the 

volume and composition of trade is directly affected. Empirical evidence suggests that trade logistics 

is a crucial determinant of a country’s ability to participate in the global economy 

  

Physical barriers 

An analysis of physical barriers to trade in Asian, MENA and SSA OIC countries, reveals that rail 

infrastructure, intermodal infrastructure, border infrastructure and operations equipment are in  

significant shortage in all three regions. Except for some countries in MENA and Asia, missing road 

links also affect trade negatively, and connections or structures such as bridges, lack in some critical 

sections.   

 

Nevertheless, there are attempts to address these physicals barriers to trade in a systematic 

manner in all three regions. As a first step towards the elimination of physical barriers in the 

Asia region, agreements have been contracted to define minimum and harmonized 

infrastructure standards for rail and roads. A number of projects have also been launched to 

improve the physical infrastructure with the help of international financial institutions. 

EurAsEC for example  has highway and railway corridors running east-west and north-south, and a 

number of new corridors are being constructed. Another example is the Action Plan of the 

CAREC program which includes priority investment and technical assistance (TA) projects to 

develop infrastructure, upgrade technology, and improve management through policy 

reforms and the reinforcement of institutional capacity. There are 62 investment projects 

under CAREC program with an estimated cost of $21.1 billion. An inventory of different 

initiatives to tackle physical barriers to trade in Asia is conducted and shows that significant progress 

has been achieved in recent years. The gap is however still important and for example, the 32 Asian 

Development Bank developing member countries, during the next ten years, are expected to need 

almost US$8.22 trillion for infrastructure investment. This amounts to US$ 822 billion annually 

needed for this period. Around 68% of this is needed for new capacity investments in infrastructure, 
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and around 32% is needed for maintenance or replacement of existing assets. In general, the total 

projected transport infrastructure investment requirements are equal to about 6.5% of estimated 

Asian GDP for 2010-2020. 

 

There are also some infrastructure gaps in the MENA region, although most have been tackled in the 

road sector. Compared with many regions of the world, the Middle East’s rail track density for 

example is very low (per capita and per square-km of land area). Investments are required and a 

significant investment program has been adopted in most countries. Several MENA railways have 

also suffered historically from underinvestment in track and asset replacement, renewal and 

maintenance, and in some countries, assets have been damaged or destroyed by war or other 

conflicts. For many countries the required investments are far beyond their financial capabilities and 

the business climate is not satisfactory for attracting private capital. Stronger international focus on 

the Middle East may contribute to additional funding opportunities. Investments are also required 

for operational systems, as well as for new infrastructure when improving regional interconnectivity. 

If the railway network is to be developed according to projected economic growth, close to 30.000 

km have to be constructed by 2025.  

 

In the Arab Mashreq region, it is estimated that 60% of the total railway network called for in the 

Agreement on International Railways in the Arab Mashreq has yet to be built. Furthermore, 

interconnections between existing railways in the Maghreb and Mashreq remain dependent on the 

decision of the Libyan authorities to proceed with construction of their railway project. And large 

sections of the existing railways in the region cannot be interconnected because of track gauge 

differences. Mashreq countries are well connected through roads and air transport, but substantial 

investment are also needed to improve the quality of road transport. 

 

In the Maghreb region, the trans-maghreb corridor has been well developed as part of national road 

development plans, and additional corridors linking North-African countries to African countries 

(Cairo-Dakar trans-African highway, trans-Saharan highway, etc.) are being developed. North African 

governments are also investing heavily in rail in frastructure. A revival of cross-border rail links is now 

edging back onto the agenda, although it remains a secondary priority. Within all Maghreb states, 

upgrade of the domestic networks has come to be seen as a vital element of modernization, for 

economic, social and environmental reasons.  

 

As for SSA region, the density of the road network is 7.59 km per 100 sq. km, with a current average 

density of 2.59 km per 10,000 inhabitants. These ratios display significant inadequacy and are still 

too low to provide an acceptable accessibility to basic services and global trade routes. In addition to  
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a large infrastructure deficit, road infrastructure in SSA countries has experienced a huge backlog of 

deferred maintenance and repair, as well as costly transport services. The Road Maintenance 

(management) Initiative (RMI), launched in Africa in the late nineties by the World Bank and 

managed within the Sub-Saharan Transport Policy Program (SSATP), ushered in a new approach of 

cost-effective management of roads by clearly delineating ownership, responsibility, cost-recovery 

methods, sustainable financing, and a business-like environment for the maintenance of roads. 

Outsourcing of maintenance work was encouraged, and community participation, especially in rural 

areas, was initiated. But most countries still fail to maintain road networks adequate for economic 

and social needs of the populations. A study carried out by the United Nations Economic 

Commission for Africa (UNECA, 2004) revealed that for 103 cross-border links, 33% are unpaved 

roads in various conditions (good, fair and poor), 16 % are paved roads in poor condition, and 38% 

are paved roads in good or fair condition. The physical condition of cross-border links affects traffic 

levels and the quality of transport services between countries and inevitably impedes international 

trade. Extreme weather conditions further impact the deplorable state of road networks, and 

passenger fares and freight charges sometimes increase twofold or more on sections affected by 

heavy rains.  

 

When it comes to railway networks, missing links are obvious challenges with a very high lack of 

interconnections between rare and discontinuous national networks. On top of that, there is no 

common railway gauge in the region, and lack of investment and maintenance have resulted in fast 

deterioration of the existing rail tracks. Tremendous investments, now and in the future, are 

necessary if the railways are going to meet potential demand as well as to fill the gap created by 

many years of neglect. In 2007, the railway network in Africa measured approximately 83,000 

kilometers. If the railway network is to be developed according to projected economic growth, more 

than 130.000 km has to be constructed by 2025. 

 

Non-physical barriers 

There are arguably many legitimate practices that restrict the movement of cross-border trade: rules 

related to quarantine and security, anti-dumping procedures such as WTO safeguard rules, Customs 

checks, etc. But non-harmonized and excessive documentation requirements can also become 

among the most significant obstacles to trade irrespective of the quality of the transport 

infrastructure. For example, documentation requirements may increase paperwork fourfold, while 

the time lost waiting for border release in many regions accounts for up to 20 percent of total 

transport time and up to 25 percent of total transport costs.  
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In a more general stance, non-physical barriers can be categorized in the following 7 categories: 

corruption/unofficial payments, multiple check points, complex bureaucratic 

procedures/documentation, security or risk, non-implementation of international conventions, low-

level of computerization, waiting times at borders and insurance/tax requirements. An analysis of 

these non-physical barriers across the OIC regions shows that almost all countries face critical issues 

with cross-border trade due to some or all of these non-physical barriers, with even more 

problematic situation in the SSA region. 

 

There are many initiatives that have been performed to identify the non-physical obstacles in Asia 

region. A recent EATL-UNECE study quotes for example border crossings with unsuitable or 

insufficient capacity, insufficient or non-secure parking spaces at borders and en route, sophisticated 

or complex border c rossing procedures, low level or lack of computerization, or systematic control of 

vehicles and goods instead of controls based on risk assessment/ management techniques as main 

impediments to trade along Asian transport routes. As a response some regional group have 

adopted trade facilitation measures, such as the Transport and Trade Facilitation Strategy (TTFS) and 

Action Plan for 2008-2017 of the CAREC program in Central Asia. The action plan comprises 

investments in 52 non-physical elements that are key in the efficient operation of the identified  

priority corridors. Other examples along TRACECA or Eurasec trade routes are analyzed. As for 

physical barriers, analysis shows that the situation varies greatly according countries and regions.  

 

With regard to barriers stemming mainly from by customs and trade regulations, the MENA average 

is noticeably higher than the world average. Here again, there are important differences across 

countries in the region, with a significantly higher percentage of business managers in Lebanon, 

Algeria, and the West Bank and Gaza identifying these regulations as particularly onerous to the 

operation of their businesses. In Morocco and Jordan, by contrast, the percentage of business 

managers reporting customs and trade regulations as a major or severe constraint is significantly 

lower than the world or MENA averages. Custom clearance procedures are also more time-

consuming in the MENA region compared to other regions of the world. Clearing exports through 

customs takes an average of 6.3 days in the MENA region compared to the world average of 5.6 

days. For imports, the average time for clearance through customs is 11.4 days in the MENA region, 

compared to the world average of                9.0 days. Once again, these averages conceal important 

differences across countries in the region. For example, the average number of days it takes to clear 

exports through customs is notably higher in Algeria and Lebanon, while for imports, the time 

required is significantly above the world and MENA averages in the Palestine and Algeria. Morocco 

and Jordan once again appear to have very efficient customs clearance procedures.  
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The problem of multiple controls on the roads, both official and non-official, profoundly affects  

some countries in Africa. Harmonization of customs procedures and operations or application of 

effective transit arrangements are also major challenges faced by the different regional economic 

communities of the continent. The cost of these non-physical barriers is substantial in both money 

and time. Preliminary estimates indicate for example that the negative impact for the 14 member 

states of ECOWAS had reached 80-100 million US$ in 1999 on an annual basis. Given this 

background, it is hardly surprising that the cost of transporting a container from a port in West Africa 

to one of the landlocked countries in the hinterland is about three times as expensive as the freight 

from Europe to the port. Other issues include the border-crossing procedures, with duplication of 

checks that usually take more than one full day, application of customs escorts, which is both time-

consuming and expensive, or multiplication of official and unofficial en-route controls and checks. 

The problems are thus extensive, deeply rooted and difficult to address. They have been noted for a 

long time, and the studies and proposals on how to improve the situation are numerous. Basically, 

the problems and their solutions are of a political nature and thus require agreements and 

intervention from the highest government levels. 

 

 Comparative analysis of trade logistics in the OIC regions  

The OIC countries that today hold a predominant position in international and intra-OIC trade are 

those that are provided with developed, adapted infrastructure and trade logistics that encompass 

all the operations related to road, maritime or fluvial, railway, and even air transport—called 

external logistics (supply and distribution)—as well as internal logistics in the production areas (stock 

management, production planning, order processing, packaging, handling). Certain countries 

(Malaysia, Indonesia, Turkey, and some GCC countries) have also developed reverse logistics linked 

to all the operations that manage returns. 

 

In fact, logistics are at present experiencing a noticeable evolution in a large number of the OIC 

countries, with the building of equipped logistics platforms (like Jbel Ali in the UAE and Tangiers Med 

in Morocco, in Djibouti or in certain free trade areas or ports of the OIC). This is simply a necessity 

when it comes to facing the complexity of globalization and the new requirements of the market. 

Based on this, member states should invest more in improving their logistics chain to guarantee the 

competitiveness of their products, while respecting the requirements of customers (good quality 

products, supply deadline, price-quality ratio, etc.). 

 

Comparative analysis of trade logistics in different OIC countries shows that there is a great 

variability across member states with regards to number of export or import documents required, 

duration of export or import operations or export or import costs per container. Countries like 



                    Executive Summary 

 

 
 

 
Page xiii 

Afghanistan, Chad or Iraq suffer from very inefficient and costly trade logistics, while countries such 

as UAE or Malaysia have achieved very good trade logistics performance standards. 

 

Trade and transport facilitation agreements  

 

The inventory of the many obstacles to trade along identified transport corridors calls for a 

comprehensive analysis of possible initiatives to facilitate the movement of cross-border trade. 

Trade and transport facilitation agreements are reviewed as a primary means to solve the non-

physical barriers and the high transportation costs across OIC member countries. Broader facilitation 

initiatives and recommendations from international organizations are also analyzed. Measures range 

from trade policies allowing domestic providers (of goods and/or services) to compete more freely in 

world markets and foreign providers to compete more freely in domestic markets, to the use of ICT 

in business-to-business (B2B) and business-to-administration (B2A) operations, to the modernization 

of border agencies, to the adoption bilateral or international transit agreements, to the 

simplification and harmonization of customs procedures, etc. The scope for improvement is vast 

while tools and measures are now well documented by expert organizations on trade facilitation 

matters. Many regional trade facilitation agreements have been adopted in OIC regions and some 

offer significant opportunities for improvement of trade between member countries and with the 

rest of the world. 

 

The potential economic benefits accruing to the facilitation of trade are significant. A recent study 

(Wilson et al, 2004) investigated the relationship between trade facilitation in four important 

categories: Port efficiency, the customs environment, the regulatory environment, and service 

sector infrastructure, and the impact on flows of traded manufactured goods, predicting an increase 

of US$377 billion globally, with the benefits falling disproportionately on exports. UNCTAD estimates 

that a one percent reduction in the cost of maritime and air transport could increase Asian GDP by 

some $3.3 billion. If trade facilitation is considered in a broader sense to include an improvement in 

wholesale and retail trade services, a one percent improvement in the productivity of that sector 

could increase GDP by an additional $3.6 billion. Potential benefits for the public sector are also 

huge, since trade facilitation measures might result on significant cost savings in customs 

administration and enforcement for example, while improving import duty collection. 

 

At a micro-economic level, trade facilitation has a direct impact on total logistical costs, the sum of 

time and money involved in moving traded goods. Lower transport costs can lead to higher wages, 

thereby having a direct impact on poverty reduction. The associated increase and broadening of the 

exports of a country can reduce the vulnerability of the respective economy to exogenous shocks, 
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increase the potential for knowledge spillovers in specific sectors, and have a positive impact on 

foreign direct investment (FDI). 

 

As for costs of trade facilitation measures, they can be grouped into four main categories: regulatory 

costs, institutional costs, training costs and equipment or infrastructure costs. Training often appears 

as the most essential cost component of trade facilitation measures, while institutional, regulatory 

or infrastructure costs largely depend on level of resources and technology available in each country. 

 

There are a number of international organizations active in the field of trade facilitation, the most 

famous arguably being World Trade Organization, World Customs Organization, United Nations 

regional commissions (UNESCAP, UNECE, UNESCWA, UNECA, etc.) and United Nations Conference 

on Trade and Development (UNCTAD).. Their role ranges from definition and promotion of standards 

to actual implementation of trade facilitation measures in some specific areas. They contribute also 

significantly in raising awareness about trade facilitation issues and accumulating knowledge about 

trade facilitation mechanisms and measures.  

 

But the responsibility for facilitating trade largely falls in the hands of governments and regional 

economic communities. As regards the adopted objective of promoting intra-OIC trade, it can be 

seen that significant progress has been achieved in the last decade in the OIC region. The majority of 

the OIC member states have also now taken measures to liberalize their foreign trade: the number 

of countries with average tariffs higher than 20 percent and very high non-tariff barriers has 

dropped sharply by about 30 percent, decreasing from 64 percent in 1995 to 38 percent in 2005. On 

the other hand it seems that non-tariff barriers are yet to be tackled properly, with cumbersome 

Customs and administrative procedures in place, technical barriers to trade, quantitative restrictions 

on imports, Sanitary and phytosanitary measures, etc. 

 

A specific analysis of trade agreements also shows that there is a lot of confusion and redundancy in 

the application of preferential trade agreements. MENA economies for example have concluded 

over 50 bilateral, regional, and inter-regional agreements. The most prominent agreements include 

the Agadir Agreement, signed by Tunisia, Morocco, Egypt, and Jordan, or, on a larger scale, the 

Greater Arab Free Trade Area (GAFTA), signed by all 18 MENA economies, set up to achieve 

eventually a free trade zone, or the Golf Cooperation Council. 

 

Africa is part of a world trading system subject to elaborate WTO rules but also home to some 30 

RTAs, many of which are part of more extensive regional integration schemes. On average, each 

African country belongs to four RTAs (OECD). SSA is now a complicated web of various regional 
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integration initiatives, most countries having multiple memberships in various RTAs. Good examples 

of active economic and monetary unions on the continent include the West African Economic and 

Monetary Union (WAEMU) or the Economic Community of West African States (ECOWAS). 

 

In Asia, the Association of Southeast Asian Nations (ASEAN), which includes three OIC member states 

(Indonesia, Malaysia, and Brunei Darussalam), is in place since 1992 and has implemented significant 

actions to facilitate trade in commodity and services most notably and to facilitate investment across 

the region.  

 

There is also an OIC-wide protocol on preferential tariffs , the Draft Protocol on the Preferential Tariff 

Scheme for the TPS/OIC (PRETAS), which is an additional protocol to the TPC/OIC Agreement. The 

Protocol covers industrial and agricultural products alike. The base rate of the tariffs to be used for 

reduction shall be the most-favored-nation (MFN) rates and the rules of origin of eligible products 

for preferential treatment are those annexed to the framework of the TPS/OIC agreement. The 

PRETAS entered into force in February 2010. 

 

Adoption and implementation of international conventions that rule the transport of goods is also 

important in the view of facilitating movements of goods across OIC countries. These include for 

example conventions on railway traffic, inland water transport, air transport, transit trade, 

International Road Transit (TIR) or various customs conventions such as the Revised Kyoto 

Convention on the harmonization of Customs Procedures.    

 

But much remains to be done. Priority actions measures and tools that would significantly improve 

trade competitiveness across OIC regions include the revision and improvement of trade and 

customs laws and regulations, the rationalization of trade documents and related procedures, the 

effective implementation of trade and customs enforcement, the computerization and automation 

of trade documents and procedures or the automation of internal processes of agencies.   

 

A SWOT analysis of trade facilitation issues across OIC regions shows that deeper regional 

integration, higher direct investments, exploitation of economic complementarities, 

strengthening of financial cooperation, or implementation of harmonized, simplified and 

standardized processes and procedures for international trade in the OIC regions are 

opportunities that remain to be realized because of various weaknesses of the trade system 

in place and some natural, structural or political threats. There is hope that OIC member 

states operate in the future as an integrated unit with uniform transport and trade 
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processes, but this will require significant efforts to harmonize all existing regional, bilateral 

or multilateral agreements.  

 

Prioritization of transport corridors using a value matrix 

 

The value matrix is a technique for assigning weights to criteria for efficiency and effectiveness, by 

which the transport corridors are prioritized based on their relative scores. Every criterion is  

assigned here a general weight from 1 (less important) to 3 (very important). The set of choices for 

every criterion reflect the range of possibilities.     

                  

The prioritization is performed for two main objectives: 

• To select the transport corridors that will best serve the OIC member states and that will 

promote trade among themselves and among them and the rest of the world; 

• To create an indicative list of corridors for consideration by Governments and relevant IFIs 

for possible financing of specific sections of the corridors subject to further technical and 

socio-economic analysis.  

 

15 criteria are chosen: involvement of OIC member states, regional and interregional trade 

potentials (according gravity analysis), missing links, non-physical barriers, traffic density, 

transport costs, facilitation of intermodal transport, logistics centers, connection with 

capital cities, connection with locations of economic importance, existence of trade 

agreements, other transport cots, distance from ports and road pricing.  

 

The 121 transport corridors listed are assessed according these 15 criteria. This results in a 

compounded score for each corridor that is used to perform a tentative ranking of priority 

corridors in each of the three OIC regions: SSA, Asia and MENA.  

 

For the Asian region, the corridors that have the highest weights—above 50—are: 

• 19, with a score of 53, which is Corridor 3 of CAREC, which crosses Kazakhstan, Kyrgyzstan, 

Uzbekistan, Tajikistan, Afghanistan, and Turkmenistan; 

• 41, with a score of 53, which is Corridor Rail Route 2 of ECO, which crosses Turkey, Iran, 

Turkmenistan, Uzbekistan, and Kazakhstan;   

• 22, with a score of 51, which is Corridor 6 of CAREC, which crosses Kazakhstan, Uzbekistan, 

Tajikistan, and Afghanistan; 
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• 4, with a score of 50, which is Corridor Road /Rail IV of UNECE, which crosses China, 

Kazakhstan, Uzbekistan, Turkmenistan, Iran, Turkey, Bulgaria; 

• 40, with a score of 50, which is Corridor Rail Route 1 of ECO, which crosses Turkey, Iran, and 

Pakistan;  

• 42, with a score of 50, which is Corridor Rail Route 3 of ECO, which crosses Turkey, Georgia, 

Azerbaijan, Turkmenistan, Uzbekistan, and Kazakhstan.  

 

For the Sub-Saharan region, the corridors that have the highest weights—above 50—are: 

 

• 52, with a score of 62, which is Corridor 6 of UNECA (Lagos – Niger) and crosses Nigeria and 

Niger;  

• 76, with a score of 57, which is the Abidjan–Lagos Corridor and crosses Côte d’Ivoire, Ghana, 

Togo, Benin, and Nigeria;  

• 67, with a score of 55, which is Corridor 21 of UNECA(Lagos – Niger – Mali and Lagos – Chad) 

and crosses Nigeria, Niger, and Mali;  

• 78, with a score of 55, which is Corridor 2, Trans-Sahara Highway of the Trans-African 

Highways, and crosses Algeria, Niger, and Nigeria; 

• 81, with a score of 53, which is Corridor 5, Dakar – Ndjamena Highway of the Trans-African 

Highways and crosses Senegal, Mali, Burkina Faso, Niger, and Nigeria;  

• 48, with a score of 52, which is Corridor 2 of UNECA(Abidjan – Burkina Faso – Mali) and 

crosses Cote d’Ivoire, Burkina Faso, and Mali; 

• 53, with a score of 52, which is Corridor 7 of UNECA (Douala – Central African Republic –

Chad) and crosses Cameroon, Central African Republic, and Chad;  

• 47, with a score of 51, which is Corridor 1 of UNECA(Dakar – Mali) and crosses Senegal and 

Mali;  

• 84, with a score of 51, which is Corridor 8, the Lagos – Mombasa Highway of the Trans-

African Highways and crosses Nigeria, Cameroon, Central African Republic, DR Congo, 

Uganda, and Kenya; 

• 77, with a score of 50, which is Corridor 1,The Cairo – Dakar Highway of the Trans-African 

Highways and crosses Egypt, Libya, Tunisia, Algeria, Morocco, Mauritania, and Senegal; (we 

illustrate this corridor in MENA region map as the majority of the countries belong to this region) 

• 83, with a score of 50, which is Corridor 7, the Dakar – Lagos Highway of the Trans-African 

Highways and crosses Senegal, Guinea Bissau, Guinea, Sierra Leone, Liberia, Cote d’Ivoire, 

Ghana, Togo, Benin, and Nigeria. 
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For the MENA region the situation is a bit different, as the transport corridors proposed for 

prioritization are not really transport corridors, but main transport routes. Except for the Trans-

African Highways transport corridors that actually cover the northern part of the African continent 

and do not include Middle Eastern countries, all the other corridors are principal national road and 

rail routes. 

 

This evaluation of the existing transport corridors gives a first picture of what is really happening in 

the OIC region with regard to  transport and indicates where the gaps in “hard” and “soft” issues are, 

meaning infrastructure and legislation. Further analysis is required in each region to better 

identify the challenges ahead and the expected impacted of specific transport corridor 

initiatives. This could help develop a roadmap for an investment plan in the three regions, with  

strict and clear key performance indicators that should be developed to measure and quantify 

economic and social conditions before and after the existence of the transport corridor. Then a 

longer term objective should be the development of an integrated transport network among the OIC 

member states, supported by common international and regional trade and transport agreements 

and a list of intermodal services (logistics centers, block trains, etc). This network would become a 

critical step towards the sustainable economic development of OIC member states in all three 

regions and help achieve the economic objectives of the OIC. 
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Disclaimer 

This paper has been published to communicate the early results of an Islamic Development Bank 

(IDB) financed study on transport corridors in OIC member countries that constitutes the 

background material of the International Workshop “Impact of transportation network on trade and 

tourism” held on 7-9 June 2011 in Izmir, Republic of Turkey. In consequence, this typescript does not 

meet yet all requirements of formal publications by IDB and IDB will not accept any responsibility for 

potential errors or shortcomings in the current version of the document.  

The views expressed in this paper are the views of the authors only and do not necessarily reflect 

the views or policies of IDB or its Board of Directors, or the governments they represent. IDB does 

not guarantee the accuracy of the data included in this paper and accepts no responsibility for any 

consequences of their use. Terminology used may not necessarily be consistent with IDB official 

terms. 

 

The boundaries, colors, denominations and other information shown on any map in this document 

do not imply any judgment from Islamic Development Bank about the legal status of corresponding 

territories nor any opinion or acceptance of denominations or boundaries.  

Comments or remarks about the document can be sent to BYadikar@isdb.org.  
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Introduction 

Transport Corridors are a primary area of focus in development and trade facilitation strategies in  

developing countries and emerging markets.   

 

This report intends to provide readers with essential background information which could be 

employed to identify priority transport corridors examined from the perspective of trade flows 

among OIC member countries. Four main inter-related steps are used to analyze transport corridors.  

First and foremost the role of OIC member countries in global trade is analyzed and an inventory of 

transport corridors which involve at least one OIC member countries is conducted in each of the 

three regions (Africa, Asia and MENA). The next step is to look mainly at actual and potential trade 

flows between and within the different regions and evaluate the relative importance of different TCs 

for the development of intra-OIC trade. The third step is, based on the outcome of the first and 

second steps, to analyze the current policies and the physical and non-physical barriers to trade on 

the different corridors. Finally, step 4 builds on findings of step 1 to 3 to prioritize the identified  

transport corridors and lead to informed decision if needed.  

 

Transport corridors are identified and examined with a view to providing critical information about 

the trade movements, existing corridors and regional hubs, international transportation networks as 

well as routes that are part of the transportation linkages in these countries. This analysis is 

conducted in Asia, Africa and in the Arab/MENA regions. The main study tool is a desk top research 

with various sources including national sources, data-base of international organizations, such as 

Comtrade, IMF trade statistics, OLIS etc.  
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CHAPTER 1:  OIC Member States Transport  

        Corridors: An Inventory 
 

This chapter provides some definitions and a brief review of economic concepts related to transport, 

trade, and economic growth as well as regional integration. It then presents an inventory of 

transport corridors that will be the subject of further analysis in subsequent chapters  

 

1. Transport Corridors Review1 

The concept “transport corridor” lacks a precise definition. It has both a physical and functional 

dimension. In terms of physical components, a corridor includes one or more routes that connect 

centers of economic activity. These routes will have different alignments but with common transfer 

points and connected to the same end points. These routes are composed of the links over which 

the transport services travel and the nodes that interconnect the transport services. The end points 

are gateways that allow traffic with sources or destinations outside the corridor (and its immediate 

hinterland) to enter or exit the corridor (Figure 1)2.  

 

An international transport corridor connects one or more adjoining countries. It may also connect 

countries that are separated by one or more transit countries or provide a landlocked country with 

                                                            
1 The text of paragraphs 1  and 1.1.has been derived from World Bank’s report “Best Practices in Corridor 

Management”, February 2005 
2World Bank, February 2005, “Best Practices in Corridor Management”, 

Figure 1: Sample Corridor Model 

 

 
Source: World Bank, February 2005  
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access to the sea, e.g. the corridors connecting Turkmenistan with the Pacific Ocean through 

Uzbekistan, Kazakhstan and China and the corridors connecting Niger with the Atlantic Ocean 

through Burkina Faso and Cote d’Ivoire. 

 

While it is important to separate the concepts of economic corridors and transport corridors, the 

fact is that most transport corridors are developed to support regional economic growth as well as 

regional integration. They provide transport and other logistics services that promote trade among 

the cities and countries along the corridor. 

 

1.1. Transport Corridors Theory and Practice 

From an economic perspective, the function of a corridor is to promote both internal and external 

trade by providing more efficient and effective transport and logistics services. The primary reason 

for designating these routes as part of a corridor is to focus attention on improving not only the 

routes but also the quality of the transport and other 

logistics services in the corridor. The quality of                    

a transport corridor is measured in terms of the transit 

time and cost for shipment of goods along the corridor, 

the reliability of the services in terms of transit time, and 

the flexibility provided in  terms of diversity of services 

offered on multimodal routes. 

 

Foreign trade corridors are used to transport the 

imports and exports of a country. As such, they have             

an endpoint at either a border crossing or international gateway. The corridors are determined by              

a combination of the market and the location that determine where production of exports and 

consumption of imports are concentrated, as well as by national legislation that stipulates the 

locations where foreign trade may enter and exit the country. Transit trade corridors are employed 

to transport the cargo of other countries. They are bounded by a border crossing at one end and               

an international gateway or border crossing at the other. While these routes are determined by 

national legislation, the legislation governing movement of transit goods is often coordinated with  

adjoining countries through bilateral agreements or, in a few cases, regional agreements.            

These agreements stipulate the procedures to be followed at the end points. 

International transport corridors may serve the foreign trade of a single country or several adjoining 

countries. They are composed of national corridors, which also serve domestic traffic. As a result 

                                                            
3UNECE, Transport Divis ion, www.unece.org 

 
The UNECE’s Inland Transport Committee 

defines an international transport corridor as 

part of a national or international transport 

system, which maintains considerable 

international cargo and passenger 

transportation between certain geographic 

regions and includes the rolling-stock and 

immovable structures of all modes of 

transport working on the respective route, 

and all technological, organizational and 

legal conditions for such transportation3. 
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there are often competing functions for the routes that make up an international corridor, 

conflicting objectives for the development of these routes, multiple jurisdictions responsible for 

maintaining these routes and different sources of funding for their development and maintenance.    

It becomes, therefore, important to distinguish between the roles of corridor in serving domestic, 

foreign and transit traffic4. 

 

Domestic Trade Corridors: A domestic trade corridor is a designated route within the national 

transport network that is used to distribute goods within the country. It includes links and nodes for 

the various modes as well as nodes that connect different modes and different service areas,                 

e.g. Intra-urban and interurban transport. These corridors usually cross over provincial borders and 

are established through national legislation. 

 

Foreign Trade Corridors: Foreign trade corridors are used to transport the imports and exports of           

countries. As such, they have an end point at either a border crossing or international gateway.           

The corridors are determined by a combination of the market location that determine where 

production and consumption centers are concentrated and by national legislation that stipulates the 

locations where foreign trade may enter and exit the country.  

 

Transit Trade Corridors: Transit trade corridors are used to transport the cargo of other countries. 

They are bounded by a border c rossing at one end and an international gateway or border crossing 

at the other. While these routes are determined by national legislation, this legislation governing 

movement of transit goods is often coordinated with adjoining countries through bilateral 

agreements or, in a few cases, regional agreements5.  

 

1.2. Transport Corridors and Their Impact on Economic Growth  

 

The benefits and impacts transport corridors bring to a national economy are greater than those of 

mere transport infrastructure. Transport infrastructure deals with basic connections among regions 

or cities and achieves the start of trade and the development of such other social side effects as           

an increase in employment, access to education, healthcare, etc. Transport corridors go one step 

further: They refine the transport and logistics services and make trading far more competitive as it 

is by definition aims to linking provinces countries and regions..The following table illustrates the 

                                                            
4This research will use the transport corridors that have been identified and prioritized by several in ternational 
or regional organizations and therefore agreed to by the relevant governments. These transport corridors are 

by their nature international or regional as they serve cargo flows among many countries.  
5 World Bank, February 2005, “Best Practices in Corridor Management”. 
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main strategies and mechanisms that are being implemented in transport corridors and their effects  

and impacts on trade. TCs are also important for security and territorial integrity of countries and 

regions, and for tourism or movement of people in general. In addition, if not properly managed, TC 

development can involve negative externalities such as spread of diseases and illegal activities. 

 

Table 1: The Main Strategies and Mechanisms that Are Being Implemented in Transport 

Corridors and Their Effects and Impacts on Trade6 

Strategy Mechanism Areas Affected 
Impacts 

Cost Time 

Increase and Improve 
Interconnections 

• Establish New 
Transfer Points 

• Add Facilities 

• Simplify 
Procedures and 

Documentation 
• Standardize 

Documentation 

• Consolidate CIQS 
Inspections 

• Relocate Inspection 
Inland or at 

Marshalling Yards 
(for rail) 

• Provide New 
Logistics Services 

• Monitor 

Performance 

• Border Crossings 
and Gateways 

• Shorten Door-to-Door Routes 
• Reduce Door-to -Door Delays 

• Reduce Administration 

• Reduce Processing Time 

• Increase Transparency  

• Simplify Handling of Vehicles and 
Cargo 

• Value Added 

• Reduce Delays 

Establish 

Interoperability 

• Harmonize 
Technical 
Standards and 
Rules for Operators 

• Simplify Allocation 
of Liabilities 

• Standardize 
Certification 

• Transport Services 

• Increase Cross-
Border 

Competition 
and Provide 
Economies of 

Scale 
• Reduce 

Equipment 
Exchange 

 

• Reduce 
Equipment 
Exchange 

 

Increase Market 
Access 

• Allow Cross-Border 
Movements 

• Eliminate Cabotage 

• Deregulate Pricing 

• Commercialize 

Public Services 
• Regulate Anti-

Competitive 
Behavior 

• Transport Services 

• Border Crossings 
and Gateways 

• Reduce Equipment Exchange and 

Cargo Handling 

• Improve Variety and Quality of 
Services 

• Increase Availability of Services 

• Introduce Competitive Pricing and 
Variety of Services 

Increase Route 
capacity 

• Capital investment 
(new, expansion, 
rehabilitation) 

• Operational 

changes 

• Transport services 

• Improve 

equipment 
utilization 

and reduce 
O&M 

• Increase 
operating 
speed and 
reduce 
congestion 

 

 

                                                            
6 Arnold J., December 2006, “Best Practices in Management of International Trade Corridors , World Bank, p.33  
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Nearly all of TCs have adopted a strategy of improving the performance at border c rossings and 

international gateways. In the case of TRACECA, it is the core strategy. This strategy has been the 

most successful in corridors passing through a customs union. In contrast, the customs unions on the 

Pan-American Highway cover only the beginning (NAFTA) and the end (Mercosur) of the corridor and 

intermediate customs borders.  

 

Figure 2 illustrates the contribution that transport corridors make to economic growth.                       

The development of a transport corridor will reduce the 

cost of goods throughout the supply chain, including 

transportation cost, logistics cost, administrative and 

documentation cost, and customs. In parallel,                       

a significant reduction in total traveling time will be 

achieved, the customs processes will be simplified, the 

several official or unofficial stopovers will disappear, and 

the border crossing will be facilitated. As a result, the 

reliability of services will increase. These cost and time 

reductions will result in an increase in trade 

competitiveness, and, therefore, imports and exports 

will become more efficient. As a result of comparative 

advantage, it may be less costly to procure from other 

countries, so production cost will be reduced and,                

as a result, the final prices for products will be more 

competitive, which will increase exports. The total result 

will be economic growth. It is obvious that further 

bilateral, trilateral, or multilateral agreements among 

participating countries, as well as other techniques for 

the facilitation of trade, will be needed to realize the full 

benefits  of reductions in time and costs. But all these 

trade facilitation agreements are part of the work that 

the management mechanism of the transport corridors 

should perform.  

 

In addition transport corridors contribution to security and territorial integrity should be mentioned. 

The mechanism that monitors corridors services, performance and efficiency also guarantees 

 

Figure 2: Contribution of Transport 

Corridors to Economic Growth 

 

Source: Consultants’ Analysis 
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security and territorial integrity along the transport corridor. Security is one of the most important 

related to  the efficiency of the corridor since ensures the reliability of services provided. Needless to  

mention that the multiple advantages for cargo transportation can apply to people’s transportation 

and tourism.  

It is to be mentioned that corridors management mechanism performance plays a crucial role as 

many illegal activities could take advantage of the benefits that trade and transport facilitation 

create along the corridor. Continuous monitoring and strict security rules and controls should apply.     

 

2. OIC Member States and Involvement in Transport Corridors  

The OIC member states and, more specifically, the three different regions under consideration—

Asia, the Middle East and North Africa, and Sub-Saharan Africa—face different challenges in 

developing transport corridors. These corridors will in turn have different levels of impact on the 

economic growth of the various countries. These differences are mainly due to a diverse topology 

and geography, as well as the fact that regional history and trade development have generated 

different strategic objectives and reasons for developing transport corridors in each region. 

 

2.1. Asian Region 

The main transport and trade trends in Asia are as follows: 

• In the age of globalization, Asian countries became the producers for Western European and 

North American countries,  

• The trade between Asia and Europe rises dramatically every year, especially the trade of China, 

Korea, India, and Indonesia with Western Europe, 

• 99 percent of this trade is transported by ships and the main routes are Shanghai / Busan / 

Mumbai ports to Rotterdam / Hamburg ports,  

• The Central Asian countries are characterized as economies in transition and they are all 

landlocked,  

• Currently, the main inland transport option that connects the eastern part of Asia with Europe is 

the Trans-Siberian railway,  

• There are many initiatives—more than ten—from international and regional organizations for 

the development of transport corridors in the area. 

 

The benefits of developing transport corridors along the Euro-Asian routes are numerous among 

which the following: 

• Redirect cargo from sea transport to inland transport options—mainly railways: 
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o This can be realized by providing reliable and efficient rail services along the Euro-Asian 

routes. This is necessary because of ports congestion, continuous increase of trade 

between Asia – mainly China, India and Korea – and Western European ports, long term 

ports investment plans for expansion, ocean freight became a monopoly in one of the 

most important trade routes; 

o And by creating competitive—price- and time-wise—inland transport options compared 

to maritime alternatives, 

• The Central Asian countries will become transit countries for international cargo with many 

economic benefits; 

• The Central Asian countries will have a new exporting – importing alternative, a more efficient 

alternative, by way of an inland connection with Asian and European markets; 

• The Central Asian landlocked countries will benefit from a more efficient connection with the 

ports of the region;  

• There is cargo to feed these new inland transport options, which increases year by year and that 

can guarantee the success of the transport corridors;  

• The opening of these inland transport options will increase tourism among the countries.   

Figure 3: Trade Flows and Transport Corridors in Asia 

 

Source: Consultants’ Analysis 

 

The redirection of cargo from maritime transport to inland transport options will be based on 

market demand. The development of competitive inland transport options, in both price and time, 

which remove the physical and non-physical obstacles, will redirect cargo from maritime transport. 

In other words, it would be the solution for the development of efficient transport options. 



                    
Chapter 1: OIC Member States 

Transport Corridors: An Inventory 

 

 
 Page 8 

The following table summarizes all the initiatives that have been made by international or regional 

organizations with regard to the development of international or trade transport corridors in Asia. 

These include nine initiatives by two international organizations (UNECE, UNESCAP), four special 

development programs (SPECA, TRACECA, EURASEC, CAREC), two international institutions (IRU, 

OSJD) and one regional organization (ECO). Non-OIC countries are also indicated (but not analyzed) 

as they may be a part of international transit corridors which pass through OIC member countries as 

well, or they are taken into consideration for comparative analyses with TCs which are located in the 

OIC countries. 

Table 2: Inventory of International Transport Corridor Initiatives in Asia Supported by 

Regional or International Organizations 

Initiative By Corridor Analysis Countries Involved OIC Countries Involved 

UNECE /EA TL project (7 ro ad 

routes, 9 rail  routes) 

Road /Rail II  
(5)  China, Kazakhstan, Russian 

Federation, Belarus, Kaliningrad 
(1)  Kazakhstan  

Road /Rail III 

(12)  China, Kazakhstan, 

Kyrgyzstan, Uzbekistan, 

Turkmenistan, Azerbaijan, 

Armenia, Georgia, Turkey, 

Bulgaria,  Romania, Moldavia 

(6)  Kazakhstan, Kyrgyzstan, 

Uzbekistan, Turkmenistan, 

Azerbaijan, Turkey 

Road /Rail IV 

(7)  China, Kazakhstan, 

Uzbekistan, Turkmenistan, Iran, 

Turkey, Bulgaria 

(5)  Kazakhstan, Uzbekistan, 
Turkmenistan, Iran, Turkey 

Road /Rail V  
(6)  Russian Federation, 
Azerbaijan, Iran, Kazakhstan, 

Uzbekistan, Turkmenistan 

(5)  Azerbaijan, Iran, Kazakhstan, 

Uzbekistan, Turkmenistan 

Road /Rail VI 
(3)  Russian Federation, 

Kazakhstan, Ukraine 
(1)  Kazakhstan  

Road /Rail VII 
(4)  China, Kazakhstan, 

Uzbekistan, Ukraine 
(2)  Kazakhstan, Uzbekistan  

Rail VIII 

(6)  Azerbaijan, Armenia, 

Georgia, Russian Federation, 
Ukraine, Belarus  

(1)  Azerbaijan  

Rail IX 
(4)  Tajikistan, Uzbekistan, 

Kazakhstan, Russian Federation 

(3)  Tajikistan, Uzbekistan, 

Kazakhstan 

SPECA NETWORK  (United 

Nations Special  Program for 

the Economies of Central Asia) 

Road and Rail NETWORK.  

(7)Kazakhstan, Kyrgyzstan, 

Tajikistan, Afghanistan, 

Uzbekistan, Turkmenistan, 

Azerbaijan,  

(7)  Kazakhstan, Kyrgyzstan, 

Tajikistan, Afghanistan, 

Uzbekistan, Turkmenistan, 

Azerbaijan, 

UNESCAP TAR NETWORK 

(Trans Asia Railw ay) 

Southeast Asia 

(8)  Cambodia, Indonesia, Lao 

PDR, Malaysia,  Myanmar, 

Singapore, Thailand, Viet Nam 

(3)  Indonesia, Malaysia,  

Thailand 

Caucasus region, Central  Asia + 
Iran and Turkey: 

(10)  Armenia, Azerbaijan, 

Georgia, Iran, Kazakhstan, 
Kyrgyzstan, Tajikistan, Turkey, 

Turkmenistan, Uzbekistan 

(8)  Azerbaijan, Iran, Kazakhstan, 

Kyrgyzstan, Tajikistan, Turkey, 

Turkmenistan, Uzbekistan 

South Asia 
(5)  Bangladesh, India, Nepal, 

Pakistan, Sri Lanka 
(2)  B angladesh, Pakistan  
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Initiative By Corridor Analysis Countries Involved OIC Countries Involved 

UNESCAP Asian  Highw ay Route Road Network  

(32)  Afghanistan, Armenia, 

Azerbaijan, B angladesh, 

Bhutan, Cambodia, China, 

Democratic People’s Republic 

of Korea, Georgia, India, 
Indonesia, Iran, Japan, 

Kazakhstan, Kyrgyzstan,  Lao 

PDR, Malaysia,  Mongolia, 

Myanmar, Nepal, Pakistan, 
Philippines, Republic of Korea, 

Russian Federation, Singapore, 
Sri  Lanka, Tajikistan, Th ailand, 

Turkey, Turkmenistan, 

Uzbekistan, Viet Nam  

(14)  Afghanistan, Azerbaijan, 
Bangladesh, Indonesia, Iran, 

Kazakhstan, Kyrgyzstan,  

Malaysia, Pakistan, Tajikistan, 

Thailand, Turkey, Turkmenistan, 
Uzbekistan 

Transpo rt Corridor Europe 

Caucasus Asia (TRACECA) 
 

(14)  Armenia, Azerbaijan, 

Bulgaria,  Georgia, Kazakhstan, 
Kyrgyzstan, Moldavia, Romania, 
Turkey, Ukraine, Uzbekistan, 

Tajikistan, Turkmenistan7? 

(7)  Azerbaijan, Kazakhstan, 
Kyrgyzstan, Turkey, Uzbekistan, 
Tajikistan, Turkmenistan  

CAREC PROGRAMME (Central 

Asia Regional Cooperation) 

Corridor 1 (Europe – East Asia) 
(4)  Russian Federation, 

Kazakhstan, Kyrgyzstan, China 
(2)  Kazakhstan, Kyrgyzstan  

Corridor 2 (Mediterranean – 
East Asia)  

(7)  Azerbaijan, Kazakhstan, 

Turkmenistan, Uzbekistan, 

Tajikistan, Kyrgyzstan, China 

(6)  Azerbaijan, Kazakhstan, 

Turkmenistan, Uzbekistan, 

Tajikistan, Kyrgyzstan 

Corridor 3 (Russian Federation 

– Middle  East and South Asia)  

(6)  Kazakhstan, Kyrgyzstan, 

Uzbekistan, Tajikistan, 

Afghanistan, and Turkmenistan. 

 

(6)  Kazakhstan, Kyrgyzstan, 
Uzbekistan, Tajikistan, 

Afghanistan, and Tu rkmenistan. 

Corridor 5 (East Asia – Middle 

East – South Asia) 

(4)  China, Kyrgyzstan, Tajikistan, 

Afghanistan 

(3)  Kyrgyzstan, Tajikistan, 

Afghanistan 

Corridor 6 (Europe – Middle 

East – South Asia) 

(4)  Kazakhstan, Uzbekistan, 

Tajikistan, Afghanistan 

(4)  Kazakhstan, Uzbekistan, 

Tajikistan, Afghanistan  

EurAsec Transport Corridors None identified corridors yet. 

(5)  Russian Federation, Belarus, 

Kazakhstan, Kyrgyzstan, 

Tajikistan,  

(3)  Kazakhstan, Kyrgyzstan, 
Tajikistan  

NELTI Corridors ( IRU) 

Northern Route 
(4)  Uzbekistan, Kazakhstan, 
Russian Federation, Belarus 

(4)  Uzbekistan, Kazakhstan  

Central  Route 

(5)  Kyrgyzstan, Uzbekistan, 

Turkmenistan, Azerbaijan, 

Georgia 

(4)  Kyrgyzstan, Uzbekistan, 
Turkmenistan, Azerbaijan 

Southern Route 
(5)  Kyrgyzstan, Uzbekistan, 

Turkmenistan, Iran, Turkey 

(5)  Kyrgyzstan, Uzbekistan, 

Turkmenistan, Iran, Turkey 

OSJD Rail  Corridors 

Corridor 2 (Moscow - Barrow - 

Astana - Dostyk – Lianyungang)  

(3)  Russian Federation, 

Kazakhstan, China 
(1)  Kazakhstan  

Corridor 5 (Hegyeshalom -  

Zahony -  Zhmerynka -  Penza - 

Kokchetav -  Dostyk – 

Lianyungang) 

(5)  Hungary, Ukraine, Russian 

Federation, Kazakhstan, China 
(1)  Kazakhstan  

Corridor 6 (Decin -  Prague - 

Bratislava -  Budapest -  Sofia -  

Ankara - Tehran – Saparmurat 

Turkmenbashi) 

(7)  Czech Republic, Slovakia, 

Hungary, Bulgaria, Turkey, Iran, 
Turkmenistan  

(3)  Turkey, Iran, Turkmenistan 

Corridor 8 (Fastow -  Znamenka - 
Abold - Makat – Navoi) 

(3)  Russian Federation, 
Kazakhstan, Uzbekistan  

(2)  Kazakhstan, Uzbekistan  

Corridor 10 (Varna / Kiev - 

Tbilisi - Baku  - Tu rkmenbashi - 

Tashkent - Aktogay)  

(6)  Bulgaria, Ukraine, Georgia, 

Azerbaijan, Turkmenistan, 

Uzbekistan   

(3)  Azerbaijan, Turkmenistan, 

Uzbekistan 

Corridor 11 (Buslovskaya -  

Moscow -  Michurinsk - 
Volgograd -  Makhachkala - Baku  

- Osmanli - Astara 

 Rasht - Iran - Bandar Abbas)  

(3)  Russian Federation, 

Azerbaijan, Iran 
(2)  Azerbaijan, Iran 

                                                            
7
 Turkmenistan is a participating country in the Tacis TRACECA programme, but not member of the MLA (Basic 

Multilateral Agreemen t) 
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Initiative By Corridor Analysis Countries Involved OIC Countries Involved 

ECO Corridors (not official)  

Rail route 1 (3)  Turkey, Iran, Pakistan (3)  Turkey, Iran, Pakistan 

Rail route 2 
(5)  Turkey, Iran, Turkmenistan, 

Uzbekistan, Kazakhstan  

(5)  Turkey, Iran, Turkmenistan, 

Uzbekistan, Kazakhstan  

Rail route 3 

(6)  Turkey, Georgia, Azerbaijan, 

Turkmenistan, Uzbekistan, 

Kazakhstan   

(5)  Turkey,  Azerbaijan, 

Turkmenistan, Uzbekistan, 

Kazakhstan  

Rail route 4 
(3)  Turkey, Azerbaijan, 
Kazakhstan  

(3)  Turkey, Azerbaijan, 
Kazakhstan 

Rail route 5 (2)  Azerbaijan, Iran (2)  Azerbaijan, Iran 

Rail route 6 
(3)  Kazakhstan, Tu rkmenistan, 

Iran 

(3)  Kazakhstan, Turkmenistan, 

Iran 

Rail route 7 
(4)  Kazakhstan, Uzbekistan, 

Turkmenistan, Iran  

(4)  Kazakhstan, Uzbekistan, 

Turkmenistan, Iran  
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Figure 4: Transport Corridors in Asia 

  

Source: Consultant’s  Analysis 
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2.2. MENA Region 

The MENA region is known to be one of the least integrated regions in the world with very low level 

of intra-trade.  

The main transport and trade trends of the MENA region are as follows:  

• There are no landlocked countries in the region. All the 16 OIC member states in the MENA 

region have access to the sea and operate ports,  

• There are major initiatives by UNESCWA that identified international transport corridors (roads 

and railways) that are ratified by Arab countries in the Arab Mashreq. These corridors are 

expanded to include all Arab countries in cooperation between UNESCWA and the League of 

Arab States (LAS),  

• Most of the empirical literature in the MENA region suggests that the region trades significantly 

less than would be expected on the basis of its economic, cultural, and geographical 

characteristics 8. 

• The SAME study of IMF (2010) suggests based on its analysis results that MENA exports are more 

than 86 per cent below what would be expected given the characteristics of their economies. 

• For most Arab countries, regional trade accounts for less than 10 per cent of total trade; 9 

• The area is a global energy source. Oil and natural gas are the main export commodities which  

are primarily transported via pipelines or ships, 

• There is limited trade flow among these countries.  

The benefits of developing transport corridors along the MENA region routes could be the following: 

• Connection with the Euro-Asian transport corridors and development of an integrated transport 

network with inland transport options,  

• The possibility of redirecting cargo from maritime transport is limited as the access to the sea is 

direct.  

• There are many possibilities for increase of trade among the countries and for touristic reasons. 

 

 

 

 

 

 

                                                            
8 IMF, February 2010, Constraints on Trade in the MENA Region 
9
 The World Bank, August 1, 2009, Changes in Cross-Border Trade Costs in the Pan-Arab Free Trade Area, 

2001–2008, Bernard Hoekman , Jamel Zarrouk 
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Figure 5: Trade Flows and Transport Corridors in the MENA Region 

 
 

 

Source: Consultants’ Analysis 

 

The following table summarizes all the initiatives that have been made by international or regional 

organizations with regard to the development of international or trade transport corridors in the 

MENA region. 
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Table 3: Inventory of International Transport Corridor Initiatives in the MENA Region 

Supported by Regional or International Organizations 

 

Initiative By Corridor Analysis Countries Involved OIC Countries Involved 

Trans-African 

Highways
10

 

1. Cairo – Dakar Highway 

(7) Egypt, Libya, Tunisia, 

Algeria, Morocco, 

Mauritania, Senegal 

(7) Egypt, Libya, Tunisia, 

Algeria, Morocco, 

Mauritania, Senegal 

2. Trans – Sahara Highway (3) Algeria, Niger, Nigeria (3) Algeria, Niger, Nigeria 

3. Tripoli – Capetown 

Highway 

(8)  Libya, Chad, 

Cameroon, Central 

African Republic, R. 

Congo, Angola, Namib ia, 

South Africa 

(3)  Libya, Chad, 

Cameroon 

4.Cairo – Capetown Highway 

(9) Egypt, Sudan, 

Ethiopia, Kenya, Tanzania, 

Zambia, Zimbabwe, 

Botswana, South Africa 

(2) Egypt, Sudan 

                                                            
10 Due to the proximity of MENA region with the SSA region most of the corridors involving North African  

MENA countries also involve some SSA countries. The Trans-African Highway network comprises 
transcontinental road projects in Africa being developed by the United Nations Economic Commission for 

Africa (UNECA), the African Development Bank (ADB), and the African Union in conjunction with regional 
international communities. 

Road (M) Countries Involved 

M5 

Zakho (Turkey) – Mosul – Baghdad – Al-Samawah – Basrah – Kuwait – Abu Hadriyah 

– Damman – Manama OR Hufuf – Salwah – Bathaá – Al-Ghweifat – Abu Dhabi – 

Dubai – Fujaira – Sohar – Muscat – Nizwa – Thumrayt (TURKEY – IRAQ- KUWAIT – 

SAUDI ARABIA – UAE – OMAN) 

M7 and M9 Abu Dhabi – Mazyad – Nizwa (UAE – OMAN) 

M10 
Hajj Omar – Irbil – Mosul – Rabieyyah – Yaaroubia – Kamishli – Aleppo – Ariha – 

Lattakia (IRAQ – SYRIA) 

M15 Aleppo – Deir Ez-Zor – Ramadi ( SYRIA – IRAQ) 

M20 Kamishli – Hasaka – Deir Ez-Zor – Homs – Tartous ( SYRIA ) 

M25 Abu Hadriyah – Hafar El-Batin – Arár – Hadithat – Al-Azraq (SAUDI ARABIA ) 

M30 Beirut – Damascus – Al-Ru tbah (LEBANON – SYRIA) 

M35 
Amman – Al-Azraq – Sakakah – Haíl – Buraydah – Riyadh – Al-Kharj (JORDAN – SAUDI 

ARABIA ) 

East – West (ESCWA) 

M40 

Baghdad – Ramadi – Al-Ru tbah – Al-Azraq – Jerusalem – Gaza – Arish – Kantara 

Bridge – Port Said – Demiata – A lexandria – Salum (IRAQ – JORDAN – EGYPT) 

North – South 

(ESCWA)  M45 

Taízz – Sanaá – Baqim – Elb – Abha – Mecca – Medina – Qalibah – Tabuk –Al-

Mudawara – Maán – Amman – Damascus – Homs – Aleppo – Bab Al-Hawa – Turkey. 

(YEMEN – SAUDI ARABIA – JORDAN – SYRIA – TURKEY) 

M50 
Baghdad – Karbala – Al-Nukhaib – Arár Sakaka – Qalibah – Tabuk – Halat Ammar – 

Ad-Durra – Aqaba – Nakhel – Shatt – Suez – Cairo (IRAQ – SAUDI ARABIA – EGYPT) 

M51 Kassab – Lattakia – Tartous – Tripoli – Beirut – Naqoura (LEBANON – SYRIA -) 
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Table 4: Main Railway Corridors in the MENA Region 

East-West Routes 

Railway (R) Countries Involved 

R90 South Arabian Peninsula: Bab El-Mandab – Aden – Al-Mukhalla – Geizah – Shahan – 

R82 Doha: Doha – Salwah (QATAR) 

R80 Jubeil – Jeddah: Jubeil – Dammam – Hufuf – Riyadh – Jeddah (SAUDI ARABIA) 

R70 Safaga – Al-Kharja: Safaga – Qena – Al-Kharja (EGYPT – SAUDI ARABIA) 

R60 
Maán – Verdun: Maán – Aqaba – Nuweiba – Nakhel – Verdun Bridge (JORDAN – 

EGYPT) 

R50 
Mediterranean Southern Coast – Nile Delta: Rafah – Port Said – Verdun Bridge – 

Ismailia  (EGYPT) 

R40 
West Iraq – Jordan: Haklania – Tarabil – Karamah – Al-Azraq – Zarqaá (IRAQ –

JORDAN) 

R30 Damascus – Beiru t: Damascus – Masna – Beirut (SYRIA – LEBANON) 

R20 
Middle Syria: Kamishli – Hasaka – DeirEz-Zor – Tadmor – Maheen – Homs – Akkary – 

Tartous 

R10 Iraq – East Mediterranean: Khanaqin – Baghdad 

 

North-South Routes 

Railway (R) Countries Involved 

R05 

Iraq – East Arabian Peninsula: Yaaroubia – Mousul – Baghdad – Al-Samawah – 

Nasiriyah – Basrah – UmmQasr – Kuwait – Abu Hadriyah – Jubail – Dammam- 

Salwah – Bathaá – Al-Ghweifat – Abu Dhabi – Dubai – Fujairah – Kalba – Sohar – 

Muscat – Thumrayt – Salalah (IRAQ – KUWAIT – SAUDI ARABIA – UAE – OMAN) 

R15 
Middle Arabian Peninsula: Riyadh – Buraydah – Hail – Abu Ajram – Quorayat – Al-

Azraq (SAUDI ARABIA) 

R25 

Syria – Jordan – Saudi Arabia – Yemen: MidanIkbis – Aleppo – Homs – Maheen – 

Damascus – Daraá – Zarqaá – Amman – Maán – Al-Mudawara – Halat Ammar – 

Tabuk – Medina – Jeddah – Darb – Harad – Hodeidah – Al-Muakha 

R27 Homs – Riyyaq  (SYRIA)   

R35 East Mediterranean: Lattakia – Tartus – Tripoli – Beirut – Tyr 

R45 Nile Valley: Cairo – Qena – Aswan – Wadi Halfa 

M55 
Al-Mukha – Hodeidah – Harad – Al-Tuwal – Darb – Jeddah – Rabigh – Yanbu – Dhuha 

– Ad-Durra – Aqaba – Nuweiba – Nakhel – Arish (YEMEN – SAUDI ARABIA – EGYPT) 

M65 Ismailia – Suez – Hurdagha – Safaga – Halayeb. (EGYPT - 

M67 Ismailia – Ca iro (EGYPT) 

M70 
Kuwait – Hafar El-Batin – Artawiyah – Buraydah – Medina – Yanbu. (KUWAIT – SAUDI 

ARABIA) 

M75 Ismailia – Ca iro – Qena – Luxor – Arqin (EGYPT -) 

M80 Manama – Dammam – Riyadh – Mecca (BAHRAIN - SAUDI ARABIA) 

M90 
Doha – Abu Samra – Salwah – Bathaá – Harad – Al-Kharj – Sulayyil – Abha – Darb 

(QATAR – SAUDI ARABIA) 

M100 Thumrayt – Gheizah – Al-Mukalla – Aden – Taízz – Al-Mukha (OMAN -  YEMEN) 
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Figure 6: Transport Corridors in the MENA Region 

 

 

Source: Consultant’s  Analysis 
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2.3. Sub-Saharan Region  

The main transport and trade trends of the African countries are as follows: 

• Out of the 22 OIC member States in SSA, 5 are landlocked,  

• The remaining 17 have direct access to the sea,  

• Colonization led to development of routes based on the “quickest access to the sea” strategy, 

• There are many initiatives by international and regional organizations to develop transport 

corridors. A majority of these are intended to better serve the landlocked countries by providing 

them with a quick access to the sea,  

• Infrastructure on the African continent, in particular transport infrastructure, is very poor. As a 

consequence there is actually poor connectivity to global trade routes which radically affects 

trade.    

• Africa should broaden its economic base and not remain so dependent on commodity exports 

for its growth; financial crisis had spread to Africa through the impact on its commodity exports. 

A lesson to the continent from the global crisis had been that job creation had suffered from 

volatility in the commodities sector;11 

 

The benefits of developing transport corridors along the African routes could be the following: 

• The development of transport corridors in the African region is not only connected with the 

development of trade but also with many social benefits , such as a reduction of poverty, better 

access to healthcare services and markets, better access to education, etc.  

• Many studies have shown that landlocked countries, especially those on the African continent, 

face the highest transport costs, mainly because of non-physical obstacles and the poor 

condition of the roads that increase the cost of transport. The development of transport 

corridors would greatly decrease these costs and lead to economic growth, 

• Redirection of cargo from maritime transport is not an option, since 17 out of 22 countries have 

direct access to the sea. But there are opportunities to increase cargo flow based on the 

economic growth that would result from more efficient infrastructure. 

• The development of TCs should not be limited to OIC  African member states. The development 

of TCs would lead indeed to boosting trade or tourism volumes within the whole region.  

 

 

                                                            
11 IMF 2011, http://www.imf.org/external/pubs/ft/survey/so/2011/car041611a.htm/ accessed 26.08.2011 
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Figure 7: Trade Flows and Transport Corridors in Africa 

 

Source: Consultant`s Analysis 

 

The following table summarizes all the initiatives that have been made by international or regional 

organizations with regard to the development of international or trade transport corridors in Africa. 

Eleven initiatives are under one international organization (UNECA) and ten initiatives are under 

regional organizations or committees.  
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Table 5: Inventory of International Transport Corridor Initiatives in Africa Supported by 

Regional or International Organizations 

Initiative by Corridors Analysis Countries Involved OIC countries involved 

 

 

 

 

 

ECA Corridors 

Dakar – Mali 1,250 km Rail (2) Senegal, Mali  (2)Senegal, Mali 

Abidjan – Burkina Faso – Mali  

1,200 km Multimodal options 

to Ouagadougou,  

(3) Cote d’Ivoire , Burkina Faso, 

Mali 

(3) Cote d’Ivoire, Burkina Faso, 

Mali 

Tema/Takoradi – Burkina Faso – 
Mali 1,100 km to Ouagadougou 

Road 

(3) Ghana, Burkina Faso, Mali  (2)  Burkina Faso, Mali  

Lome – Burkina Faso – 
Niger/Mali 200 km Road 

(3) Togo, Bu rkina Faso, Niger   (3)  Togo, Burkina Faso, Niger   

Cotonou – Niger – Burkina Faso  

– Mali 1,000 km up to Niger 
Multimodal options 

(4) Benin, Niger, Burkina Faso, 

Mali 

(4) Benin, Niger, Burkina Faso, 

Mali 

Lagos – Niger 1,500 km Road (2) Nigeria,  Niger (2)  Nigeria,  Niger 

Douala – Central African  

Republic –Chad 1,800 km 
Multimodal 

(3) Cameroon, Central Africa 

Republic, Chad 
(2)  Cameroon, Chad 

Pointe Noire – Central African  
Republic – Chad 1,800 km 

Rail/river 

(3) Congo, Central African 
Republic, Chad 

(1)  Chad  

Maputo – South Africa 600 km 

Multimodal options available 
(2) Mozambique, South Africa (1)  Mozambique 

Beira – Zimbabwe – Zambia – 

DRC Multimodal options 

available 

(4) Mozambique, Zimbabwe, 

Zambia, D.R. Congo  
(1)  Mozambique 

Dar es Salaam – Rwanda – 

Burundi –Uganda – DRC  

(Central Corridor) 1,400 km to  

Kigali,1,600 km to Kampala 
Multimodal options available 

(5) Tanzania, Rwanda, Burundi, 
Uganda, D.R. Congo 

(1)  Uganda 

Berbera – Ethiopia 850 km Ro ad (2) Djibouti, Ethiopia (1)  Djibouti 

Djibouti – Ethiopia 900 km 
Multimodal options available 

(2) Djibouti, Ethiopia (1)  Djibouti 

Lagos – Niger – Mali and Lagos 
– Ch ad as part of the CLRT 

8,000 km Multimodal options 

available 

(3) Nigeria,  Niger, Mali  (2)  Nigeria,  Niger 

NCTA (Northern Corridor 

Transit Agreement) 
Northern Corridor 

(8) Burundi, Democratic 

Republic of the Congo, Rwanda, 
Uganda, Kenyan, Tanzania, 

Sudan, Ethiopia. 

(2)  Uganda, Sudan  

Maputo development 

corridor (MDC) 

Port of Maputo in Mozambique 

to Gauteng, the industrial  

heartland of South Africa. (3)  
South Africa, Mozambique and 

Swaziland. 

(3 ) Mozambique, South Africa, 

Swaziland 
(1)Mozambique 

Abidjan–Lagos corridor  
(5) Côte d’Ivoire, Ghana, Togo, 

Benin and Nigeria 

(4)Côte d’Ivoire, Togo, Benin 

and Nigeria 
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Trans African Highways 

1. Cairo – Dakar Highway 
(7) Egypt, Libya, Tunisia, 
Algeria, Morocco, Mauritania, 

Senegal 

(7) Egypt, Libya, Tunisia,  
Algeria, Morocco, Mau ritania, 

Senegal  

2. Trans – Sahara Highway (3) Algeria,  Niger, Nigeria (3)  Algeria,  Niger, Nigeria 

3. Tripoli – Capetown Highway 

(8)  Libya, Chad, Cameroon, 
Central African Republic, R. 

Congo, Angola, Namibia, South 

Africa 

(3)   Libya, Chad, C ameroon 

4.C airo – C apetown Highway 

(9) Egypt, Sudan, Ethiopia, 
Kenya, Tanzania, Zambia, 

Zimbabwe, Botswana, South 

Africa 

(2)  Egypt, Sudan 

5. Dakar – Ndjamena Highway 
(5) Senegal, Mali, Burkina Faso, 

Niger, Nigeria 

(5)  Senegal, Mali, Burkina Faso, 

Niger, Nigeria 

6. Ndjamena – Djibouti Highway 
(4) Chad, Sudan, Ethiopia, 

Djibouti 
(3)  Chad, Sudan, Djibouti 

7. Dakar – Lagos Highway 

(10) Senegal, Guinea Bissau, 

Guinea, Sierra Leone, Liberia, 

Cote d’Ivoire , Ghana, Togo, 

Benin, Nigeria 

(8) Senegal, Guinea Bissau, 
Guinea, Sierra Leone, Cote 

d’Ivoire , Togo, Benin, Nigeria 

8. Lagos – Mombasa Highway 

(6) Nigeria, Cameroon, Central 

African Republic, DR Congo, 

Uganda, Kenya 

(3)Nigeria, Cameroon, Uganda  

9. Beira – Lobito Highway 
(5) Angola, D.R Congo, Zambia, 

Zimbabwe, Mozambique  
(1)  Mozambique 
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Figure 8: Transport Corridors in Sub-Saharan Africa Region 

 

Source: Consultant’s Analysis



                    

Chapter 2: Analysis of International 

Trade in the OIC Region and With 

the Rest of the World 

 

 
 

 
Page 22 

 

CHAPTER 2: Analysis of international trade  

in the OIC Region and with the            

rest of the world 
Introduction 

The development of transport corridors has numerous objectives but essentially the most significant 

objective: economic growth, which will come through the development of trade. The analysis of 

existing trade patterns (exports, imports, and transit) among the OIC member states and between 

the OIC member states and the rest of the world is a prerequisite to our study for three main  

reasons: a) Low levels of trade justify the need for the existence of efficient transport corridors, b) 

Current levels of exports / imports can be used as an indicator for prioritizing transport corridors 

based on trade, c) Since the main objective of developing transport corridors should be the 

development of trade and regional integration at large, understanding the reasons for the existing 

levels of trade can facilitate any future comparative study of the efficiency of corridors and assist in 

formulating key performance indicators.   

 

1. OIC Merchandise Trade 

The mixed nature of the group of the OIC countries reflects high levels of heterogeneity and 

divergence in the economic structure and performance of these countries. Out of the world’s 4912 

least-developed countries, 22 are OIC countries, almost all of which depend for their g rowth and 

development on the exports of a few non-oil primary commodities, mostly agricultural commodities.  

On the other hand, 19 OIC countries are classified as 

fuel-exporting countries, for which the prospects of  

growth and the development of their economies depend 

mainly on producing and exporting just oil and/or gas. 

 

In such a set-up, the gap between the rich and the poor OIC countries is substantial as, 22 OIC 

member countries are currently classified by the World Bank as low-income countries and 28 are 

middle-income countries (20 lower middle-income and 8 upper-middle income ). In contrast, only            

7 OIC member countries are classified as high-income countries. Therefore, the total output 

                                                            
12UN definition 

Do You Know? 

89% of OIC member states are low and 

middle income countries. A lot of space 

for development. 
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(income) and trade of the group of the OIC countries are still heavily concentrated in a few of them; 

in 2009, just 10 countries accounted for 70.9 percent of the total income (GDP) of the OIC countries  

and 73.5 percent of their total merchandise exports, both measured in current US dollars. 

As a group, the OIC countries are well-endowed with potential economic resources in different 

sectors, such as agriculture, energy and mining, and human resources, and they form a large 

strategic trade region. Yet this inherent potential does not manifest itself in the form of reasonable 

levels of economic and human development in many OIC 

countries and in the OIC countries as a group.                             

In 2009, with 22.5 percent of the world total population, 

the 57 OIC member countries accounted for only                     

7.2 percent of the world total output (GDP) and 10.4 percent of world total merchandise exports 

(the bulk of which is crude oil), both measured in current US dollars (see Figure 9). 

Figure 9: Share of OIC Countries in the World’s Population, Output and Exports (Percent) 

  

 

Source: Statistical, Economic and Social Research and Training Centre for Islamic  Countries Annual Report 

Do You Know? 

OIC member states account for 7.2 
percent of the world GDP. Great 

potential for the  development oftrade. 
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Increasing from $21.1 trillion in 2005 to a peak of 32.5 trillion in 2008, world merchandise trade—

exports (f.o .b.) plus imports (c.i.f.)—is estimated to have declined to $25.3 trillion in 2009 because of 

the global crisis. In the same years, total merchandise trade of the OIC countries first increased from 

$1.79 trillion to $3.39 trillion and then fell to $2.55 trillion. their share in world trade increased from 

8.5 percent in 2004 to 10.4 percent in 2008 and then declined to 10.1 percent in 2009.  

The following scheme maps the trade of OIC member states. The export and import values are 

distributed in three categories: 

• Developed Economies, which include 44 countries: 35 countries from Europe, 5 countries 

from America, 2 countries from Asia, and 2 countries from Oceania,  

• Transition Economies, which include 18 countries: all from Central Asia, the Balkans and CIS,  

• Developing Economies, which include the rest of the world and, more specifically, all the 

African countries, the eastern, southern and southeastern countries of Asia, western Asia, 

and Oceania.  

The total value of exports of the Asian OIC member states for 2009 was $607,940 million and 

imports were $614,647 million. Of the exports, 42.7 percent went to developed economies; 22.45 

percent to Europe, 3.85 percent to the USA, and one percent to Japan. Four percent of the exports  

went to transition economies and 43.05 percent to developing economies. Of imports, 26.85 percent 

came from developed economies, of which 15.7 percent came from Europe, 3.65 percent from the 

USA, and 1.65 percent from Japan.  

 

The total value of exports for the MENA region of the OIC member states for 2009 was $586,050 

million and imports were $537,110 million. For this region, 33.45 percent of the exports went to  

developed economies, of which 12.9 percent to Europe, 3.6 percent to the USA, and two percent to  

Japan. Just 0.3 percent of the exports went to transition  economies and 61.45 percent to developing 

economies. Of the imports, 50.35 percent came from developed economies, of which 33.25 percent 

came from Europe, 6.9 percent from the USA, and 3.2 percent from Japan.  

 

The total value of exports for the African OIC member states for 2009 was $94,002 million and 

imports were $103,025 million. Of the exports, 35.2 percent went to developed economies; 26.6 

percent to Europe, 2.15 percent to the USA, and 0.15 percent to Japan. Just 0.1 percent of the 

exports went to transition economies and 59.1 percent to developing economies. Of the imports, 

34.9 percent came from the developed economies; 28.3 percent from Europe, 3.3 percent from the 

USA, and 1.4 percent from Japan. Developing economies supplied 55.75 percent of the imports. 
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Figure 10: Global trade flows of main OIC regions 

 
Source: Consultant’s Analysis 
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1.1. Exports  

74.9 percent of the intra-OIC exports were sourced from only ten OIC countries. Turkey took the 

lead with $28.7 billion, or 14.3 percent of the total intra-OIC exports, followed closely by Saudi 

Arabia and the United Arab Emirates13, with $27.8 billion and 

$27.1 billion, respectively. Together with Malaysia                     

($17.6 billion) and Indonesia ($11.4 billion), these five 

countries accounted for 56.0 percent of the total exports  

within the OIC. Egypt, Syria, Iran, Pakistan, and Kuwait were 

also among the top ten OIC countries with the highest volumes of intra-OIC exports. Intra-OIC 

exports of these countries ranged from $9.3 billion from Egypt to $6.5 billion from Kuwait.  

Moreover, except in Syria and Pakistan, in eight of these ten 

countries, intra-OIC exports accounted for less than 30 

percent of their total exports. 

In contrast, some OIC countries with relatively low volumes of exports outside the OIC reported high 

shares of intra-OIC exports in their total exports. For instance, around 98 percent of Somalia’s 

exports went to OIC countries in 2009. Moreover, Djibouti’s intra-OIC exports reached 88.9 percent 

and Lebanon had 76.1 percent. Syria, with $7.7 billion of 

intra-OIC exports corresponded to 68.3 percent of its total 

exports, and Egypt, with $9.3 billion of intra-OIC exports  

(40.1 percent of its total exports), were the only countries to  

enter the top ten list both by export volume and share of intra-OIC exports. Jordan, Togo, Senegal, 

Kyrgyzstan, and the Comoros were also among the top ten countries with the highest shares of intra-

OIC exports in their total exports. 

 

 

 

 

 

 

 

 

                                                            
13 The high volumes of the United Arab Emirates are due to re-exports mainly from the Jebel-Ali port.  

Do You Know? 

75% of OIC exports come from four 

countries of the Middle East, three 
countries of West Asia, two countries 

of East Asia, and one country of North 

Africa.  

Do You Know? 

Less than 30% of the exports of these 
ten countries are intra-OIC exports.  

Do You Know? 

Three Sub-Saharan countries and three 

from the Middle East send more than 
50% of their exports to other OIC 

member states.  
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Figure 11: Top 10 OIC Countries in Intra-OIC Exports, 2009 

By Volume By Share in Total Exports 

  
     Source: Statistical, Economic and Social Research and Training Centre for Islamic Countries Annual Report 

 

1.2. Imports 

Countries within the OIC zone that led in imports in 2009 were: United Arab Emirates, which 

imported 23 billion US dollar’s worth of goods from 

member states, i.e. 10.52 percent of OIC imports; Turkey, 

which imported 17.7 billion US dollars, i.e. 8.09 percent; 

Indonesia (16.6 billion US dollars; 7.59 percent); Iran 

(15.1 billion US dollars; 6.92 percent); Pakistan                 

(13.65 billion US dollars; 6.24 percent); Saudi Arabia  (12.2 billion US dollars; 5.55 percent); Malaysia 

(11.87 billion US dollars; 5.42 percent); Iraq (11.76 billion US dollars; 5.37 percent); Syria (10.14 

billion US dollars; 4.63 percent); and Egypt (9.29 billion US dollars; 4.25 percent). These ten countries  

accounted for 64.59 percent of intra-OIC imports in 2009. 

 

During the period under consideration, the total merchandise imports of the OIC countries also 

increased significantly to reach $1511 billion in 2008 before declining to $1263 billion in 2009. 

However, unlike exports, the share of OIC countries in global imports of merchandise continued to 

increase in 2009 to reach 9.8 percent. This share was         

9.2 percent in the previous year. Similarly, their share of 

imports compared to total imports for all developing 

countries also continued to increase and reached 27.7 percent in 2009, compared to 26.9 percent in 

2008. 

 

Do You Know? 

The ten biggest importers that are 
responsible for 65% of OIC member 

states imports are four Middle East 

countries, five Asian countries and one 
from North Africa. 

Do You Know? 

OIC imports from the rest of the world 
decreased in 2009 but had an increased 
share of imports worldwide.  
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Figure 12: Merchandise Imports 

Years OIC (Billion US$) Share of World Imports 
(percent) 

Share of Developing Countries Imports 
(percent) 

2005 $805 7.5 percent 26.4 percent 

2006 $938 7.6 percent 25.6 percent 

2007 $1163 8.1 percent 25.7 percent 

2008 $1511 9.2 percent 26.9 percent 

2009 $1263 9.8 percent 27.7 percent 
Source: Statistical, Economic and Social Research and Training Centre for Islamic Countries Annual Report 

 

1.3. Trade Among the OIC Member States 

In the period 2005-2008, intra-OIC exports increased from $133 billion to $267 billion, which was 

reflected in an increased share of OIC countries in total world  

exports from 13.5 percent in 2005 to 14.2 percent in 2008.   

In 2009, intra-OIC exports reached a value of 207.92 billion 

US dollars in 2008 against 265 billion US dollars in 2007,                

i.e., a drop of 21.65 percent. 

 

Intra-OIC imports followed the same trend as that of intra-

OIC exports, falling from 285 billion US dollars in 2008 to 

218.83 billion US dollars in 2009, i.e. a reduction of                    

23.39 percent. 

 

In 2009, despite the decline in intra-OIC export volume to $201 billion, the share of exports shipped 

to OIC countries increased to 15.6 percent, indicating that OIC countries’ exports to non-OIC 

countries fell more than the intra-OIC exports. Similarly, intra-OIC imports had increased to $290 

billion in 2008 compared to $141 billion in 2005, which corresponded to an increase in the share of 

total OIC imports within  the region from 17.6 percent to 19.2 percent. In 2009, however, the decline 

in intra-OIC imports to $220 billion led to a decline in the percentage of imports to 17.4 percent.  

 
 

 

 

 

 

 

 

 

 

Do You Know? 

Exports, even though affected by the 
economic crises of past years, have 

increased as a percentage of world 

exports in the last decade.  

Do You Know? 

Intra- OIC imports of member states 

had a higher decrease compared to 

exports as result of the economic crisis 
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Figure 13: Intra-OIC Merchandise Trade 

 
Source:Statistical, Economic and Social Research and Training Centre for Islamic Countries Annual Report 

 

 

Figure 14: O.I.C Asian Countries14 Exports – Imports (million US $) 

 

 Exports to Imports 

from 

European Union 20 % 16.52 % 

U.S.A 7.55 % 5.64 % 

China 7.08 % 10.89 % 

Russia 1.44 % 4.64 % 

Japan 9.17 % 7.47 % 

Singapore 4.21 % 4.18 % 

Other 36.32 % 38.44 % 

Unspecified 6.47 % 6.62 % 

Asian Countries 15.82 % 19.08 % 

O.I.C  Asian Countries 1.57 % 2.77 % 

O.I.C  MENA Countries 0.51 % 1.59 % 

                             Source: WTO Database 2009 

Trade among Asian OIC member countries reached a value of US$ 32 billion in 2009, i.e., a decrease 

of 19.2 percent compared to 2008, due to the significant decrease in intra-regional trade of certain  

countries, namely Malaysia (US$ -2.3 billion), Kazakhstan (US$ -1.5 billion), Turkmenistan                          

(US$ -1.4 billion), and Pakistan (US$ -854 million) 

The intra-Asian trade accounted for 35.3 percent of the intra-regional trade of the OIC and                      

15.4 percent of intra-OIC trade in 2009.  

 

                                                            
1417 Countries 



                    

Chapter 2: Analysis of International 

Trade in the OIC Region and With 

the Rest of the World 

 

 
 

 
Page 30 

The countries that are responsible for the majority of 

intra-Asian trade are: Indonesia, Malaysia, and 

Kazakhstan, which accounted for 66.5 percent of intra-

regional trade in 2009. The main customers for intra-Asian trade are: Indonesia, Malaysia, and Iran, 

which absorbed 61.6 percent of intra-regional imports. The degree to which intra-Asian trade is  

integrated, compared to intra-OIC trade, was about 49.4 percent in 2009, due to the existence of 

bilateral and sub-regional agreements such as ASEAN, SAARC and ECO, which promote trade 

liberalization in this area. 

Malaysia remains the chief supplier of the region and Indonesia the main customer, each with about 

half of the intra-regional trade. These two ASEAN countries 

were responsible for 45.6 percent of Asian intra-regional 

trade in 2009. Furthermore, intra-ECO trade reached                    

a value of US$ 9 billion in 2009, Kazakhstan, Pakistan, and Iran being the main suppliers in the region 

with a share of 69.2 percent. The main customers among the ECO countries are Afghanistan, Iran, 

and Uzbekistan with 63.3 percent. 

Expansion in demand by rapidly growing emerging markets is expected to be offset by stagnant 

demand from advanced economies in the MENA region. Oil and gas production capacity is set to 

increase, particularly in Saudi Arabia and Qatar, underpinned by the continued expansion of 

production capacity.  

 

The balance of risk to oil prices, as evidenced in options prices, is currently on the upside, which 

augurs well for the region. Nevertheless, the tail risk of a collapse in oil prices would have significant 

implications for the region, especially for lower-income oil-exporting economies. The prospective 

increase in world shale gas production is also likely to weigh on receipts of MENA gas exporters. 

 

 

 

 

 

 

 

Do You Know? 

3 countries do the 66% of Asian Intra 

regional trade. 

Do You Know? 

Malaysia is the chief supplier and 

Indonesia the main customer.  
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Figure 15: O.I.C MENA Countries
15

 Exports – Imports (million US $) 

 Exports to Imports from 

European Union 12.25 % 31.32 % 

U.S.A 7.15 % 8.79 % 

China 0.96 % 9.29 % 

India 6.82 % 4.04 % 

Japan 10.45 % 4.64 % 

Taipei 6.92 % 0.00 % 

Other 35.99 % 33.83 % 

Unspecified 5.43 % 2.02 % 

O.I.C  MENA Countries  2.48 % 3.10 % 

O.I.C  Asian Countries 6.72 % 0.59 % 

                       Source: WTO Database 2009 

Trade among the Middle East countries in 2009 amounted to a value of US$ 25.6 billion against US$ 

26.5 billion in 2008, representing a decrease of 3.2 percent, due to some countries reducing their 

intra-Middle East trade during this period; they are: Syria 

(US$ -2.4 billion), Iraq (US$ -526.3 million), and Egypt                

(US$ -365.3 million). Intra-Middle East trade accounted for 

12.3 percent of intra-OIC trade and 28.3 percent of OIC intra-regional trade in 2009. The main 

suppliers are: Turkey, Syria, and Egypt, which provided 80.8 percent of the exports to the countries of 

this region, while the main customers were: Iraq, Syria, and Egypt, which absorbed 72 percent of 

intra-Middle East trade in goods. The average degree of integration of intra-regional trade (in  

comparison with intra-OIC) was 48.6 percent in 2009. 

Intra-Maghreb trade reached a value of US$ 3.8 billion in 2009 compared to US$ 4.2 billion in 2008, 

which represented a 9.9 percent decrease, due to the significant decline in intra-AMU trade by the 

following countries: Libya and Tunisia, respectively                       

(US$ -368 million US$ -159.4 million) during this period. The 

intra-UMA trade represented a small part of intra-OIC 

regional trade, i.e., 4.2 percent in 2009. 

 

Sub-Saharan Africa’s middle-income economies—whose output contracted in 2009 due to their 

stronger global trade linkages—are now firmly on the path to recovery. The region’s largest 

economy, South Africa, has benefited from continued strong demand for commodities from 

emerging Asia and from a recovery in demand for manufactures from its largest export market, the 

euro area. There are also signs that the monetary easing pursued last year is supporting a recovery 

in domestic demand. After contracting by almost 2 percent in 2009, South Africa’s output is  

                                                            
1516 Countries 

Do You Know? 

Intra-MENA trade accounts for 12% of 

Intra OIC trade! 

Do You Know? 

Intra- Maghreb trade faced a decrease 

of 9.9%.  
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expected to grow by 3 percent in 2010 and by 3.5 percent in 2011. The relatively low degree of 

exposure of the region’s low-income economies to international trade and financial flows shielded 

them from the worst of the global downturn.  

Figure 16: O.I.C African Countries16 Exports – Imports (million US $) 

 Exports to Imports from 

European Union 24.47 % 26.64 % 

U.S.A 19.74 % 3.54 % 

China 6.62 % 12.57 % 

India 5.87 % 0.79 % 

Japan 0.37 % 1.40 % 

Nigeria 0.87 % 3.11 % 

Guinea 3.77 % 0.17 % 

Other 23.35 % 36.22 % 

Unspecified 3.00 % 2.23 % 

African Countries 8.71 % 9.80 % 

O.I.C  African Countries  6.89 % 5.19 % 

O.I.C  MENA Countries 1.12 % 2.40 % 

                       Source: WTO Database 2009 

 

Trade among the OIC member states of sub-Saharan Africa declined by 24.74 percent, falling from 

US$ 9.2 billion in 2008 to US$ 6.9 billion in 2009, due to the contraction in trade of countries like 

Nigeria (US$ -1.3 billion), Côte d'Ivoire (US$ -531.5 million), 

Mali (US$ -240 million), and Senegal (US$ -106.7 million).  

Trade among the OIC Sub-Saharan African countries  

accounted for two percent of intra-OIC trade and 7.7 percent of the intra-regional trade of member 

states in 2009. The main suppliers of intra-sub-Saharan African trade are Nigeria, Côte d'Ivoire, and 

Senegal, which accounted for 76.2 percent of the region’s trade; the major customers are Côte 

d'Ivoire, Nigeria, and Cameroon, which were responsible for 49.4 percent of the intra-regional trade 

for this area in 2009. The degree of integration of intra-regional trade of Sub-Saharan Africa 

compared to intra-OIC trade is about 66.5 percent.  

2. Trade Analysis and Evaluation of Transport Corridors 

There are several methodologies and mathematical or statistical techniques that correlate trade 

analysis and data with locations or other parameters in order to generate useful results and reliable 

indicators. Such methodologies include Balassa Index and the Gravity Model. We used both these 

techniques to derive some conclusions for the evaluation of corridors based on trade data of the 

three regions.  

                                                            
1622 Countries  

Do You Know? 

There was a decline of 25% in trade 

among the OIC member states of Sub- 

Saharan Africa.  
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2.1. Balassa Index  

To capture the degree of trade specialization of a country, Balassa (1965) invented the index of 

revealed comparative advantage (RCA). On the basis of this index, a country is defined as specializing 

in exports of a certain product if its market share in that product is higher than the average, or if the 

weight of the product in the country's exports is higher than its weight in the exports of the 

reference area. A country demonstrates comparative advantage in products for which this indicator 

is higher than 1, showing that its exports of those products are more than expected on the basis of 

its importance in total exports of the reference area. 

 

To calculate the Balassa indices, bilateral trade data for all countries included in the six regions for 

the period 1990-2009 were collected from the World Bank database, produced by Nicita and 

Olarreaga (2006), and from the United Nations Commodity Trade Statistics (Comtrade) database. 

 

Briefly, our approach comprises two major steps: first, to identify the potential trade flows between 

the countries based on the Balassa indices, which are derived from the actual data on trade flows; 

second, an analysis: with the Balassa index at hand, evaluation of whether the existing potential over 

the given trade routes along the transport corridors within regions has been realized. If not, then, 

one can derive important policy implications and/or policy recommendations from the available data  

on trade flow, transport usage, and congestion.  

 

In analyzing the six regions, broad-spectrum conclusions for the specific regions and the 

corresponding transport corridors have been drawn. In this sense, the qualitative results obtained 

from the Balassa indices have been used to assess to what extent the potential for trade in the 

respective regions has been realized.  
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Figure 17: Broad Spectrum Conclusions for the Specific Regions 

Region Major Traded Commodities within the Region Major Commodities with Trade Potential 

(based on Balassa Indices) 

CA1 Food manufactures, refined o il products, iron 

and steel, industrial chemicals, transport 

equipment 

Iron and steel, industrial chemicals, non-ferrous 

metals, non-meta llic minerals, textiles 

CA2 Refined oil products, iron and steel, food 

manufactures 

 

 

Refined oil products, non-metallic minerals, iron 

and steel, non-ferrous metals, industrial 

chemicals, transport equipmen t, glass products 

ASIA Refined oil products, food manufactures, 

industrial chemicals, iron and steel, electrical 

machinery, non-electrical machinery, non-

ferrous metal products, transport equipment, 

textiles 

Textiles, clothing, refined oil products, non-

ferrous metal products , iron and steel, 

fabricated metal products, non-metallic 

minerals, non-electrical machinery, plastic 

products, leather, professional equipment, 

printing materials  

ME Refined oil products, iron and steel, electrical 

machinery, transport equipmen t, non-electrical 

machinery 

Refined oil products, non-ferrous metals, food 

manufactures, beverages, tobacco, furniture, 

industrial chemicals, petroleum and coal 

products, glass products, non-metallic minerals, 

fabricated metal products 

NA Non-meta llic minerals, fabricated metal 

products, iron and steel, refined oil products, 

industrial chemicals, non-electrical machinery, 

printing materials, electrical machinery, food 

manufactures, transport equipment, non-

ferrous metal products 

 

Non-metallic minerals, furniture, other 

chemicals, refined oil products , petroleum and 

coal, fabricated metal products 

SSA Non-meta llic minerals, refined oil products, food 

manufactures, beverages, tobacco, industrial 

chemicals, iron and steel 

Refined oil products, non-metallic minerals, 

food manufactures , beverages , tobacco, wood 

products 

Note: The commodities in bold are the commodities with comparative advantages that are a lso listed as the 

major commodities traded within the region (second column). 

 

Below, we take each region and evaluate the trade potentials, the composition of existing trade, and 

the role of specific transport corridors in boosting intra-regional trade. 

Central Asia  

The Balassa indices show that the countries in Central Asia (the CA1 region) have a comparative 

advantage in the lower-end or relatively less sophisticated manufactures, such as iron and steel, 

industrial chemicals, non-metallic mineral products, and 

textiles. Due to rich natural resources in the region, 

Do You Know? 

Less sophisticated manufactures have 

development potential in Central Asia.  
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especially in Kazakhstan, metals and metal manufactures have a considerable potential in trade.            

The main recipients of these exports are China and Europe; thus, transport corridors passing through 

Central Asia play an important role. Comparing recent flows of commodities within  the region, it can 

be seen that the trade potential in iron and steel and industrial chemicals has been realized in intra-

regional trade. However, the potential, i.e., comparative advantage, possessed by the region’s 

countries in the trade of non-ferrous metals, non-metallic minerals, and textiles are yet to  

materialize. In other words, there is a need to promote trade in these resource-intensive exports.  

 

Trade potentials among the Central Asian countries are limited due to the level of development of 

these countries and the composition of commodities in their industrial bases. More opportunities  

exist, however, when they are connected to Europe and the 

Middle Eastern countries through Iran and Turkey and by the 

sea route via Azerbaijan. In addition to the Central Asian 

countries, the CA2 region also includes Turkey and Iran, which enjoy comparative advantage vis-à-vis  

the Central Asian region mainly on the upper end of the manufacturing scale. These are the products 

that require more technological sophistication, and they are more capital-intensive, including 

fabricated metal products, refined petroleum and petroleum products, and electrical and                        

non-electrical machinery and equipment. 

Asia 

The ASIA region has a relatively high volume of intra-regional trade compared with the other 

regions. The transport corridors in this region connect the Southeast Asian OIC members with the 

relatively more developed industrial sectors in Indonesia 

and Malaysia. Therefore, it is expected that intra-regional 

trade in this region will include more of such products.               

In fact, the trade taking place within this region takes such 

form.  

 

The actual trade in textiles, refined oil products, iron and steel, non-ferrous metal products, and 

non-electrical machinery conforms perfectly with the revealed comparative advantages. The Balassa 

index analysis also demonstrates that the comparative advantages of some countries in the region in 

the following products are not fully exploited: clothing, fabricated metal products, non-metallic 

minerals, plastic products, leather, professional equipment, and printing materials. 

 

Do You Know? 

Trade potential among the Central 

Asian countries is limited due to the 

level of development.  

Do You Know? 

The comparative advantage of some 
countries of the region in clothing, 

fabricated metals, non-metallic 

minerals, plastic products and leather 
are not fully exploited.  
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Middle East 

Actual intra-regional trade, as shown by bilateral trade flows, illustrates that the potential in the 

trade of refined oil products, iron and steel, electrical machinery, and non-electrical machinery have 

been exploited. Only in non-ferrous metals and food 

manufactures are the potential yet to be realized. 

Therefore, it can be asserted that actual trade among the 

region’s countries is taking place according to the theory. However, this does not mean that 

integration of the countries is likewise occurring. A major problem for this region seems to be the 

low level of economic integration by way of international trade. 

North Africa 

A glance at the recent intra-regional trade taking place in the North African region shows that the 

structure of trade among countries in the region has evolved mainly in semi-processed and 

processed intermediate materials . These products include non-metallic minerals, fabricated metal 

products, iron and steel, refined oil products, industrial 

chemicals, non-electrical machinery, printing materials, 

electrical machinery, food manufactures, transport 

equipment, and non-ferrous metals. The only products among those listed where these countries  

possess comparative advantage are refined oil products, non-metallic minerals, and fabricated metal 

products. The remaining products are those for which the region does not exhibit revealed 

comparative advantage.  

Sub-Saharan Africa 

Apart from those countries that produce and process petroleum, the exports of the Sub-Saharan 

countries are composed primarily of processed minerals and manufactured products requiring little 

technological sophistication or capital intensity. Most of these countries possess comparative 

advantage in food manufactures, beverages, tobacco, and wood products, in addition to refined oil 

products and non-metallic minerals. The structure of 

intra-regional trade, which is still at a very low level due 

to economic backwardness in the region, reflects the 

economic structures of the individual countries. Trade goods flowing in the region are mostly 

resource-intensive products: Non-metallic minerals , refined oil products, food manufactures, 

beverages, tobacco. Only iron and steel and industrial chemicals are relatively more capital-intensive 

products, but capital intensity and technological sophistication of goods traded do not go beyond 

Do You Know? 

High exploitation level of natural 

resources 

Do You Know? 

High potential in refined oil products, 
non-metallic minerals and fabricated 

metal products. 

Do You Know? 

Exports are based on products that 

need little technological sophistication 
or capital intensity. 
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these products. In addition, the potential in the trade of wood products is yet to be seen in the 

region.  

 

2.2. Gravity Model  

Gravity models utilize the gravitational force concept as an analogy to explain the volume of trade, 

capital flows, and migration among the countries of the world. For example, gravity models establish 

a baseline for trade-flow volumes as determined by gross domestic product (GDP), population, and 

distance. The effect of policies on trade flows can then be assessed by adding the policy variables to 

the equation and estimating deviations from the baseline flows. 

 

An approach to estimate potential trade volumes would ideally involve the use of origin-destination  

(OD) data for the volume of trade between countries or between a country and a port (or ports), but 

since such data is difficult or impossible to obtain, two potentials were analyzed: (i) The trade 

potential within regions (Sub-Sahara, MENA, and Asia) and (ii) the interregional trade potential 

between each of the three regions and the rest of the world; gross domestic product (GDP) was 

assumed as the trade volume potential from which to derive substitute indicators. The method of 

calculation adopted is more specifically described below. The methodology analyzes the relative 

corridor trade potential rather than absolute magnitudes17. 

 

The potential interregional or intra-regional trade among the countries is categorized and illustrated  

in the maps in four categories as follows:  

 
1 Large 

2 Medium 

3 Relative Small 
4 Small 

 
Sub-Saharan Region 

This section illustrates the results of the gravity model for the Sub-Saharan region. For the purposes 

of the analysis and as corridors are being prioritized and routes are not isolated., Not only the OIC 

member states are analyzed but also neighboring states are included that should be part of these 

corridors.  

 

                                                            
17This methodology has been also used by JICA (Japan International Cooperation Agency), a current investor in 

Sub-Saharan Africa for road construction and rehabilitation, in their report “Research on the cross-border 
transport infrastructure”, 2009.  
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The map sets out the results of the analysis. It was found that the corridors around Nigeria have          

a large potential—these are marked in red. There is an area of medium potential along the long 

corridor linking Sudan with Ethiopia and Djibouti and Uganda with Kenya. In general, it can be said 

that regional potentials are relatively small for the Sub-Saharan region, a situation that has also been 

documented by the trade analysis in the analytical part of this study.  

 

The analysis for the trade with the rest of the world shows that five countries actually have large 

interregional trade potentials vis-a-vis the rest of the world: Senegal, Cote d’Ivoire, Nigeria, 

Cameroon, and Sudan. The trade potential of the remaining countries is relatively small.  

 

The following scheme presents the results on a map. 
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Figure 18: Sub-Saharan Region Potential Trade Flows 

 
 

Source: Consultant’s Analysis 
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Figure 19: Potential Interregional Trade Between the Sub-Saharan Region and the Rest of the World 

 

 
 Source: Consultant’s Analysis
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Asian Region 

Following the Sub-Saharan region is the analysis of the Asian OIC member states. As it was 

mentioned earlier, for the purpose of the analysis and because corridors are being prioritized  

corridors and routes are not isolated. Not only the OIC member states are analyzed but also 

neighboring states are included that make up parts of specific corridors.  

 

The scale (large to small) that has been used for the Asian region is not the same as that used for the 

Sub-Saharan region or the MENA region. This is because it has been more interested in illustrating 

the potentials of each region by using the dynamics of just the region, instead of creating an 

integrated map with the three regions, which is of little relevance to the analysis. For instance,                

if China and Nigeria had been analyzed together, then China would have a large potential trade flow 

and Nigeria a relatively small one. Having analyzed the two regions separately, Nigeria appears to  

have a relatively large potential trade flow compared with the other Sub-Saharan African countries. 

This gives more possibilities for drawing conclusions about the future potential for trade flows and 

transport corridors in each region.   
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Figure 20: Potential Trade Flows in the Asian Region 

 
Source: Consultant’s Analysis 
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Figure 21: Potential Interregional Trade Between Asia and the Rest of the World 

 
Source: Consultant’s Analysis 
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MENA Region 

The MENA region differs due to its oil trade, which changes and distorts the picture of its trade 

potential for the better. The truth, which the map illustrates, is that, because every country has its 

own port, the regional trade is low and the potential for trade among the MENA region countries is  

relatively small.  
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Figure 22: Potential Trade Flows in the MENA Region 

Source: Consultant’s Analysis 
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Figure 23: Potential Interregional Trade Between the MENA Region and the Rest of the World 

 
Source: Consultant’s Analysis 
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3. Conclusions  

Trade analysis and data are critical factors in evaluating a prioritization of transport corridors.               

The truth is that developing transport corridors can generate more trade and that existing trade can 

be further facilitated with the existence of an efficient network of transport corridors. As it was  

mentioned in the introduction of this chapter, levels of trade can be used as a) A proven need for the 

development of transport corridors; b) An indicator for prioritizing certain transport corridors;                

c) A key performance indicator for the efficiency of transport corridors.  

 

The data and the analysis of exports and imports both among the OIC member states and the OIC 

member states and the rest of the world were well aligned with the results that the two 

methodologies used (Balassa Index, Gravity Model) suggested.  

• In Asia, the two members of OIC with the largest share of trade, Indonesia and Malaysia—

the biggest customer and the biggest supplier respectively—are geographically remote from 

the rest of OIC member states (geographically). If Kazakhstan is included, then three 

countries are responsible for 66% of total intra-Asian trade. The gravity model for intra-Asian 

trade shows that the potential is small.  

• In the MENA region, intra-MENA trade is only 12% of the intra-OIC trade, and the Mashreq 

trade showed a decrease of 10%. Sixty-one percent of MENA region exports go to 

developing countries (mainly Africa and Asia) and 50% of their imports come from 

developed ones; 

• In the Sub-Saharan region, intra-OIC trade declined by 25% and the majority of their imports 

and exports are coming / going to developing countries.  

• In general, it must be noted that 75% of total exports come from 10 countries, 5 in the 

MENA Region and 5 in Asia, and 65% of total imports come almost from the same ten 

countries. If oil products or products that use different means of transport (i.e. pipelines)are 

excluded, and if the low level of trade among the Middle East / Gulf countries is considered, 

then it is realized that of these ten countries, the five in Asia could make extensive use of 

transport corridors. On the other hand, two out of these five countries, Malaysia and 

Indonesia are remote from the other Asian OIC member states; therefore, the use of 

maritime transport means should be their first transportation choice.  

• In addition, the fact that OIC member states’ GDP represents only 7.2% of world GDP shows 

that there is g reat potential for further development in these regions;  
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• 89% of OIC member states belong to low or middle income countries, which also shows that 

there is great potential for development;  

• In general, it must be noted that intra-OIC trade is low and the existence of efficient 

transport corridors in combination with the existence of such facilitation tools as trade and 

transport agreements, etc., would boost the trade among these countries; 

• In Asia, the existence of transport corridors not only would facilitate trade and tourism 

among the countries, but also would facilitate large amounts of transit cargo coming from 

Asian production areas, such as Malaysia and Indonesia, but also China, Korea and India 

towards Europe. The congestion of Western European ports, the monopoly of maritime 

transport that controls the transport prices between Asia and Europe, the difficulties for 

quick expansion of ports, and, of course, the continual increase in trade between Asia and 

Europe, all these are factors that would divert cargo from maritime transport to any kind of 

reliable and efficient inland transport options, mainly rail transport since the distances are 

very long.  

• In MENA region as shown also at the gravity model Saudi Arabia plays an important role for 

transport corridors development not only because of its leading position concerning imports 

and exports but also because of its strategic geographic position where 6 countries (Kuwait, 

Bahrain, Qatar, Emirates, Yemen and Oman) have to cross Saudi Arabia if they want to have 

inland connection with the other MENA region countries. 

• The main products exported within the OIC zone in 2009 were Miscellaneous 

manufactured goods (30.62 percent in 2009), Mineral fuels (26.60 percent in 2009), food 

products (16.08 percent in 2009), machinery and transport equipment (13.86 percent in 

2009), chemicals (9.80 percent in 2009), non-edible raw materials (3.04 percent in 2009); 

• In the period 2005-2008, intra-OIC exports had increased from $133 billion to $267 billion, 

which is reflected in the increasing share in total exports of OIC countries from 13.5 percent 

in 2005 to 14.2 percent in 2008; 

• Intra-OIC imports are composed of the following products: Mineral fuels (31.89 percent of 

intra-OIC imports in 2009), miscellaneous manufactured goods (26.47 percent in 2009), food 

products (17.25 percent of intra-OIC imports in 2009), machinery and transport equipment 

(12.96 percent in 2009), chemicals (8.51 percent of intra-OIC imports in 2009), Non-edible 

raw materials (2.93 percent of intra-OIC imports in 2009);  
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• Intra-OIC imports had increased to $290 billion in 2008 compared to $141 billion in 2005, 

which corresponded to an increase in the share of total OIC imports within the region from 

17.6 percent to 19.2 percent. 

• It has to be mentioned that the total OIC intra trade is increasing the last ten years – with 

the exception of year 2009 due to the economic crisis – and that the objective of reaching 

20% of the total trade in 2020 can be achieved.  
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CHAPTER 3:  Analysis of Physical and                  

                           Non-Physical Barriers and Trade   

  Logistics in OIC Regions  

Introduction  

Obstacles to international trade along transport corridors can be classified into two generic 

categories: physical barriers to trade and non-physical barriers to trade. Physical barriers mainly 

involve infrastructure issues and missing links or facilities such as roads, railroads, bridges, logistics 

centers, etc., in national and regional networks. When a kind of infrastructure exists however, trade 

can be impeded by corruption, unofficial stopovers, bureaucratic procedures, documentation 

requirements or many other non-physical barriers to trade that often impact imports and exports 

more negatively than physical barriers  do. As a consequence trade logistics is inefficient and the 

volume and composition of trade is directly affected. Empirical evidence suggests that trade logistics 

is a crucial determinant of a country’s ability to participate in the global economy. Physical and non-

physical barriers to trade in African, Asian and MENA OIC member countries are analyzed in turn in  

section 1 and 2 of this chapter, and we conclude by a section on comparative analysis of trade 

logistics across the three regions.  

 

1. Physical and Non-Physical Obstacles 

1.1. Summary of Physical Barriers in the Three Regions 

 

Physical barriers are normally considered infrastructure issues like the construction, rehabilitation or 

maintenance of roads, railroads, bridges and intermodal connections (stations, alternative 

connections, logistics centers, border crossing points etc). In addition to these, other “physical” 

resources, such as the non-existence of rolling stock, intermodal equipment, etc., are considered 

barriers to development.  

 

The following table summarizes the physical barriers, which after thorough analysis of the three 

regions under consideration have been identified and grouped into main categories. 
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Table 6: Physical Barriers SummaryTable  

Physical barriers Remarks Asia Region MENA Region Africa Region 

Road Infrastructure      

Rail Infrastructure      

Additional Infrastructure 
Connections as Bridges etc 

    

Intermodal Infrastructure     

Borders Infrastructure      

Operations Equipment      

Legend 

 
Applies to the whole region 

 
Applies to the majority of the countries of the region 

 
Does not apply to the region 

 

• Road Infrastructure refers to the construction, maintenance and rehabilitation of roads.         

For this physical barrier; many further restrictions and conditions should be analyzed, such 

as the standards that are being applied for the construction of roads, as these directly affect 

maintenance, the weather conditions that influence operational conditions on the roads, 

etc. We have chosen the category “applies to the majority of the countries of the region” 

because of the very good conditions of the roads in general in the Gulf countries, even 

though maintenance is always an issue.  

• Rail infrastructure refers to the construction, expansion, and maintenance of railroads.    

Many countries in the three regions (for example, Libya, Yemen, Oman, Afghanistan, etc.) do 

not have rail infrastructure. Many other countries or regions, such as the Sub-Saharan region 

do not have rail connections and thus rail transport corridors cannot apply in these cases.  

• Additional infrastructure mainly refers to bridges and interconnections between highways or 

highways and railroads, etc. These are the connections that facilitate urban and rural 

transport but also that facilitate the operation of transport corridors, i.e., efficient 

connection with logistics centers, etc.  
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• Intermodal infrastructure is any kind of infrastructure that supports intermodal services, 

such as logistics centers, container freight stations, parking areas, loading and unloading 

platforms, etc.  

• Border infrastructure refers to investments in border facilities, such as customs facilities, 

bonded warehouses, parking areas, etc; 

• Operational equipment refers  to all the equipment needed for the operation of transport, 

such as locomotives, rolling stock, loading equipment, cranes etc.  

 

1.1.1. Physical Barriers in Asia 

UN agreements define minimum infrastructure standards and some operational parameters in the 

pan-European region (AGC, AGTC)18 and the Asian region (TAR / AH)19. There are 27 contracting 

parties to AGC, 32 to AGTC, and 8 to TAR. While not identical, the AGC, AGTC and TAR parameters are 

interoperable to a large extent. There is no specific schedule for the implementation of the AGC, 

AGTC or TAR standards, although the contracting parties are encouraged to include them in their 

national development programs. These UN agreements constitute the first step towards the 

elimination of physical barriers as they determine the minimum infrastructure standards for a future 

construction.  

 

Harmonization of infrastructure standards cannot be achieved in every transport infrastructure 

project. For instance some physical parameters, such as the loading gauge or gauge width, are 

unlikely to be harmonized, given the considerable length of existing networks that were built 

according to specific national norms. Technical solutions exist for coping with such problems at               

a reasonable cost. Moreover, the OSJD/ERA contact group has recently started to harmonize 

technical specifications for interoperability of the 1,435 mm and 1,520 mm railway systems in              

the EU and East European CIS countries. 

 

A number of projects have been launched to improve the physical rail infrastructure in Central, 

Southeastern and Eastern Europe, the Caucasus, and Central Asia (e.g. CAREC, EATL, TER)20.                     

                                                            
18
AGC = European Agreement on Main International Railway Lines; AGTC = European Agreement on Important 

International Combined Transport Lines and Related Installations. 
19
The Intergovernmental Agreement on the Trans-Asian Railway Network (TAR) came into force on 11 June 2009 

When China became the eighth country that ratified it./ Asian Highways endorsed by the UN ESCAP commission at its forty-

eighth session in 1992 
20
These projects are described at http://www.adb.org/carec/, http://unece.org/trans/main/eatl/intro.html, and 
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Major investments are typically financed with the aid of international financial institutions. Such 

investments can reduce transport costs considerably and thus stimulate trade and economic 

development of the countries concerned. 

 

One of these initiatives is EurAsEC.  EurAsEC  has highway and railway corridors running east-west 

and north-south, and a number of new corridors are being constructed. However, to handle such 

huge volumes of cargo, the region’s existing transport infrastructure must be modernized. There are 

a number of physical and   non-physical barriers to EurAsEC’s transit potential. Physical barriers  

include the poor state of roads and railways and their related infrastructure, i.e., obsolete rolling-

stock, which prevent any increase in transportation speeds and volumes; existing roads do not meet 

international standards; border crossing points and logistics centers have a low throughput capacity. 

 

The following tables (Table 7, 8 and 9) presents all the missing links and rail and road as priority 

projects in Asia in detail.  

Table 7: The Missing Links and Road Projects in Asia 

Country Selected road and highway projects Status 

Afghanistan 

Ring Road 

Overview: The Ring Road project is Afghanistan’s most 
important highway project, designed to reconstruct and 

complete the road joining Kabul, Kandahar, Herat and Mazar-i-
Sharif. 

Funding: The total cost of the Ring Road is estimated at $2.5 billion. 
The project was funded by the international community through 
different donors. According to the Ministry of Public Works, the 
percentage paid by USAID was 30 percent; the Asian Development 
Bank 24 percent, the World Bank 12 percent, Pakistan 6 percent, 

and the Islamic Republic of Iran 6 percent. 
Status: The project was expected to be completed in early 2009, but 
due to lack of security, the project’s completion was delayed. In 
June 2009, the Afghan government reported that the project was 90 

percent complete. 
Completion date: 2010 

Under construction 

Bangladesh 

Chittagong–Cox’s Bazar–Ramu–Gundum Road 

Overview: The construction and upgrading of the Arkan Road 

between Chittagong, Akiub and Yangon will provide a direct link 
between Bangladesh and Myanmar. The project will reconstruct the 
road from Ramu to Gundum to national road standards. The 
remaining portion of the project will upgrade the road to four lanes. 

Funding: The estimated cost of the project is US$144 million. 
Completion date: As at October 2007, the feasibility of the project 
had been examined by both the Bangladesh and Myanmar 
governments and a Memorandum of Understanding had been 
signed; however, a project completion date has not yet been 

Planned/In progress 

                                                                                                                                                                                          
http://unece.org/trans/main/ter/ter.html. 
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confirmed. 

Indonesia 

Roads Restoration Sector II 

Overview: The project aims to improve vehicular access to strategic 
national/international roads in Sumatra and Kalimantan, including 

Asian and ASEAN highways, while reducing road transport tariffs and 
reducing premature deterioration of roads. 
The project will involve reconstru ction of 431 kilometers of roads, 
resurfacing and widening 861 kilometers and the replacement of 40 

bridges. 
Funding: The project is funded by a loan from the Asian 
Development Bank/World Bank to the Government of Indonesia. 
The cost of project is estimated to be US$151 million. 
Status: As of 15 June 2009, the project was about 47 percent 

complete. 
Completion date: The project is due to be completed at the end of 

2010. 

In progress 

Kazakhstan 

Development of various highways 

Overview: The Government of Kazakhstan, through the State 
Program on the Development of Highways for 2006–2012, is 
reconstructing 2,259 kilometers of highways. The reconstruction will 
take place on highway passes that lead from the border of the 

Russian Federation, Aktobe, Kyzylorda, Skymkent, Taraz, Almaty, 
and Khorgos up to the border of China. 

The objective of the project is to upgrade the technical 
standards of the roads to international standards and reduce 
transportation costs. 

Funding: The project is funded by the Government of 
Kazakhstan at a cost of approximately $1,320 million. 

Completion date: The project is due for completion in 2012. 

In progress 

Kyrgyzstan 

CAREC Transport Corridor (ADB Project 42399) 

Overview: The Bishkek-Torugartr Road is part of the corridor linking 

the Kyrgyz Republic, Kazakhstan, the Russian Federation and the 
PRC. This region absorbs more than 70 percent of the Kyrgyz 
Republic’s trade, with 50 percent moved by road. The corridor is in 

poor condition, in need of restoration to facilitate increased speed 
and reliability of passenger and freight flows and to create business 

opportunities. The project includes the improvement of 
approximately 75 kilometers of road. 
Funding: The project is being financed by a loan from the Asian 
Development Bank. The estimated value of the loan is US$22 
million. 
Status: Implementation of highway reconstruction is on 
schedule, with about 60 percent of the work complete. 
Completion date: December 2013. 

In progress 
 

Pakistan 

Pakistan Highways Rehabilitation 

Overview: The objective of this project is the constru ction of a 
sustainable, productive, and efficient national highway network, 
which will contribute to lower transportation costs. In particular, 
this project targets approximately 856 kilometers of national 

highways N-5 and M-9. Component 1 of the project covers 
restoration and improvement of network roads. Component 2 
focuses on policy support and institutional development. 
Funding: The World Bank has provided US$261.4 million by way of a 
loan to the Government of Pakistan. 

In progress 

 

Tajikistan 

Dushanbe–Kyrgyz Border Road Rehabilitation Project (Phase II) 

Overview: The Project will rehabilitate central and border sections 
of the Dushanbe to Kyrgyz border road. Key project outputs are: 

In progress 
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• restoring 89 kilometers of two-lane highway 
• improving 60 kilometers of rural roads in the project area 

• procuring road maintenance equipment for routine and 
periodic maintenance and vehicle weighing equipment for axle 
load control 

• institutional strengthening of MOTC's accounting department 
and auditing functions through training and procurement of 

computers; 
 

Funding: The ADB has provided funding through a loan totaling 

$29.5 million to the Government of Tajikistan for the project. 
Status: The Phase II Project Implementation Unit is set up in the 

Ministry of Transport and Communications (MOTC) to supervise the 
daily implementation progress of the project. 
Completion date: December 2012. 

Source: UNESCAP Secretariat 2010 

 

Construction of new roads, highways, ring roads or connecting roads and rehabilitation of existing 

ones are the main projects taking place in Asia. The main objectives of these projects are access to 

strategic national/international roads, construction of a sustainable, productive, and efficient 

national highway network, create direct link between two main cities, upgrade the technical 

standards of the roads to international standards and reduce transportation costs. Governments of 

the Asian countries invest in road infrastructure as to minimize transportation costs, eliminate 

travelling time between economic centers, and generate economic development to their countries  

and the region. In addition upgrade to international technical standards – as they have been 

described in the beginning of the chapter as UN agreements – is a prerequisite for increasing road 

safety and reducing maintenance costs of the roads.  
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Table 8: The Missing Links and Rail Projects in Asia 

Country Selected railway investment projects Status 

Afghanistan 

Hairatan to Mazar-e-Sharif Railway Project 

Overview: The Project involves the construction of a new 75 
kilometre (km) railway line between Hairatan at the border of 

Uzbekistan and Mazar-e-Sharif in Afghanistan. The Project 
represents a first phase of a larger rail network planned across the 

north and other parts of the country, including links to Herat, 
Tajikistan, and Pakistan. It forms part of the Transport Strategy and 
Action Plan agreed under the Central Asia Regional 
Economic Cooperation (CAREC) Program. 
Funding: US$170 million, ADB, Government of Afghanistan 
Completion date: 2011 

In progress 

Armenia-Iran  

Sevan to Meghri Railway Project 

Overview: Iran and Armenia have agreed on the joint construction 

of a 470-kilometer railway, passing through Armenian territory. The 
venture seeks to connect Armenia's rail netwo rk to Iran's Persian 
Gulf ports. 
Funding: US$1.5 billion 
Completion date: 2014 

In progress 

Azerbaijan 

Preparing the Railway Sector Development Program 

Overview: Enhanced railway transport services in Azerbaijan 
 

Funding: US$500 million, ADB 
Completion date: No completion date available as yet 

Planned 

Bangladesh 

Proposed Multi-Segment Financing Facility and Technical Assistance 

Grant: Railway Sector Investment Program 

Overview: The project will improve the performance of the railway 
sector by implementing a reform of sector policy, organization, and 

capacity to make Bangladesh Railway (BR) more commercially 
focused and to improve governance and accountability. It will also 

launch an investment project to improve infrastructu re and rolling 
stock capacity, to overcome capacity bottlenecks in sectors where 
such investments are both economically and financially viable,        

e.g., the Dhaka–Chittagong and the Dhaka–Darsana–Khulna 
corridors, which can support major direct investment. 
 

Funding: US$924 million, ADB, Government of Bangladesh 
Completion date: 2010 for reform project, 2013 for infrastructure 
project. 

In progress 

Indonesia 

Indonesia High-Speed Rail Jakarta-Bandung-Surabaya 

Overview: In 2008, it was announced that the Department of 

Transportation was seeking investors for a 683-kilometer high-speed 
line between Jakarta and Surabaya. 
Funding: US$6.14 billion 
Completion date: No completion date available yet. 

Announced 

Iran-Kazakhstan-

Turkmenistan 

Iran-Turkmenistan-Kazakhstan Railway Project 

Overview: The total route of the railway is 1000 kilometers, of 
which 90 kilometers are in Iran, 700 kilometers in Turkmenistan, and 
210 kilometers in Kazakhstan. 

Funding: US$650 million, Islamic Development Bank 
Completion date: 2012 

Planned 

Turkey 

Ankara–Istanbul High-Speed Train Project 

Overview: A new 409-kilometre double-line track will be built 
between Ankara and Istanbul. The project aims to cut rail travel time 
between the two cities from six hours 30 minutes to three hours. 

The project is split into two phases: the construction of a 251-
kilometer railway between Sincan and Inonu, and the construction 

of a 158-kilometer railway between Inonu and Kosekoy. The 

In progress 
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Marmaray tunnel is an undersea rail tunnel being constructed to link 
the European and Asian sections of Istanbul, running under the 

Bosphorus strait. High-speed trains coming from Anatolia will use 
the tunnel to approach downtown Istanbul. 
Funding: US$2.01 billion, US$ 4,500 million including the Marmaray 

Project. 
Completion date: 1st phase (Ankara to Eskisehir) completed in 

March 2009, 2013 for 2nd phase, including the Marmaray Project. 

Uzbekistan 

Railway Development Project 

Overview: The project consists of the reconstruction of 
137 kilometers of track and roadbed between Marokand and Qarshi. 
This single track line is lo cated in the south of Uzbekistan and is 
linked to Afghanistan via a rail bridge over the Amu Darya River and 

to Turkmenistan and Tajikistan. 
Funding: US$72 million, ADB, Government of Uzbekistan 

Completion date: 2012 

Planned 

Source: UNESCAP Secretariat 2010 

 

The construction of new railway lines, the reconstruction of tracks, the construction of railway line 

for high speed trains are some of the rail infrastructure projects taking place in Asia countries. The 

rail construction projects mainly reduce the travelling time and connect missing links.  
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Table 9: Priority Projects and Investment Needs 

SL 

No. 

Asian 

Highway 

Route 

Section Name 
Length, 

km 
Present Status 

Invest Cost 

USD Million 

1. AH2 Beledanga-Rangpur 67 
This section needs maintenance and not yet 
this section is taken for maintenance Project. 

3.5 

2. AH2 Gaibandha-Bogra 25 
This section needs maintenance and not yet 
this section is taken for maintenance Project. 

2.0 

3. AH2 Bogra-Hatikamrul 56 
This section needs maintenance and not yet 
this section is taken for maintenance Project. 

5.0 

4. AH1 
Bhatiapara-Narail-Jessore-

Benapole 
22 

Bhatiapara to Narail section is below Ah 
Standard. Presently it is a district road category 
road. Immediately Improvement of this section 
is required to upgrade it as a national highway 
as well as AH route to ease quick 
communication between Bangladesh and India 
through Benapole land port. This section is 
included in Medium Term Budgetary 
Framework(MTBF). From Narail to Benapole 
section is Class II Standard but it requires 
upgradation and improvement. This section is 
not yet taken for further improvement. 

30.0 

5. AH1 

Padma Bridge 

 

 

 

5.5 

This will connect Dhaka to Benapole land port 
and expected to be completed in 2013 
estimated cost of US$ 1227 million funded by 
WB, ADB and JBIC Feasibility study is going on 
funded by JICA. After completion of this bridge 
there will be no river gap on AH routes in 
Bangladesh 

1227.0 

6. - Gundum-Bawlibazar 23 
Improvement and upgradation funded by GOB 
under Bangladesh Mynamar friendship road 
Project. 

15.0 

Total: 1282.5 

 

Another initiative is the Action Plan of the CAREC program21 which includes priority investment and 

technical assistant (TA) projects to develop infrastructure, upgrade technology, and improve 

management through policy reforms and the reinforcement of institutional capacity. There are 62 

investment projects with an estimated cost of $21.1 billion. The investment projects comprise 40 

new projects with an estimated cost of $15.8 billion and 22 ongoing projects with an estimated cost 

of $5.3 billion. Sixty-five (65) TA projects with an estimated cost of $68.5 million will provide 

feasibility studies for potential investments or provide advisory support for planning, transfer of 

technical knowledge, and development of institutional capacity. A summary of the projects is shown 

in the following table. 

 

 

                                                            
21

 CAREC, The Centra l Asia Reg ional Economic Cooperation Program is  a partnership of 10 countries, supported 
by 6 multilateral institutions with main developer the Asian Development Bank (ADB).  
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Table 10: Summary of Investment and Technical Assistance Projects 

Source: CAREC Program 

Thirty-nine (39) investment projects totaling $14 billion have been programmed for 2008–2012. 

Among these 39 investment projects, six major projects, amounting to $9.4 billion, will focus on the 

following segments of the CAREC corridors, which require immediate improvement. 

 

Corridor 1b (Kazakhstan Road Segment): The segment runs from Korgas at the PRC border to  

Zhaisan at the Russian Federation border via Almaty and Shymkent. The total cost is estimated at 

$6.6 billion for a total length of 2,450 km. ADB, EBRD, IsDB, Japan International Cooperation Agency 

(JICA), and the World Bank plan to assist the Government of Kazakhstan to improve the segment. 

Public-private partnership (PPP) (about $1.6 billion) is expected in conjunction with the EBRD 

assistance (the equivalent of about $2.3 million). Rehabilitation of this segment, together with the 

planned improvement of the border crossing at Korgas and the ongoing development of high-tech 

logistics centers in Almaty and Aktobe, as well as the Khorgas Global Logistics Center in Xinjiang, 

PRC, will facilitate trade between Europe and East Asia. 

 

Corridor 1c (Kyrgyz Road Segment).The segment, which runs from Bishkek to Torugart at the PRC 

border, is  an important transport route linking the Kyrgyz Republic and other Central Asian countries  

to the PRC. The total cost for improving this segment is estimated at $300 million. ADB and IDB plan 
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to finance the project. The Export–Import Bank of China is also considering the possibility of 

participating in financial support for the project. 

 

Corridor 2 (Azerbaijan Railway Segment): The railway line from Baku to Beyuk Kesik at the Georgia 

border along Corridor 2 carries a significant volume of transit cargo of oil and oil products from 

Kazakhstan and Turkmenistan to European markets. The total cost of the project is estimated at $1.8 

billion. ADB and EBRD are considering financing this railway line. These, together with the ongoing 

improvement of the CAREC 2 road segment and border crossing at Beyuk Kesik, will increase the 

transport capacity of Corridor 2 in the country. 

 

Projects – Missing Links Identified by ECO Secretariat22 

ECO secretariat with 10 member states of Central Asia emphasized the significance of transit 

transport infrastructure in the region and called for early implementation of regionally important 

railway projects: 

• Construction of railway around Lake Van in Turkey; 

• The construction of the Baku-Tbilisi-Kars railway project; 

• Construction of Qazvin-Rasht-Astara (Islamic Republic of Iran) -Astra (Azerbaijan) railway; 

• Rehabilitation of the Quetta-Taftan railway in Pakistan; 

• Construction of the Kazakhstan-Turkmenistan-Islamic Republic of Iran railway; 

• Construction of railways from Khairaton and Shair-Khan to Mazar-e-Sharif and Herat; 

• Construction of railways of Sheer-Khan-Bandar–Panjpayan–Dushanbe–Saretashan and 

China, as well as Quetta–Chamman–Spin Boldak–Kandahar–Herat and an early beginning for 

the feasibility study of all lines in the territory of Afghanistan. 

In addition, the 32 Asian Development Bank developing member countries, during the next ten  

years, are expected to need almost US$8.22 trillion for infrastructure investment. This amounts to  

US$ 822 billion annually needed for this period. Around 68% of this is needed for new capacity 

investments in infrastructure, and around 32% is needed for maintenance or replacement of existing 

assets. In general, the total projected transport infrastructure investment requirements are equal to 

about 6.5% of estimated Asian GDP for 2010-2020. Of the total investment, approximately 49% is 

                                                            
22 Economic Co-operation Organization is an intergovernmental regional organization established in  1985 by 

Iran, Pakistan and Turkey for the purpose of promoting economic, technical and cultural cooperation among 
the Member States. Today the secretariat has 10 member states.  
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estimated to be needed for energy infrastructure, 35% for transport, 13% for ITC, and 3% for water 

and sanitation.  

Among the countries included in the study, the People’s Republic of China, India, and Indonesia 

represent the top three countries in terms of amount of infrastructure investment needed. Overall, 

the top 11 countries constitute 97% of Asia’s total infrastructure investment needs, most of which 

are in Southeast and South Asia.  

Table 11: National Infrastructure Investment Needs in Asia: 2010-2020  

Country / Subregion 

% of Total 

Asian 

Investment 

Need 

Estimated 

Investment 

Needs 

(US$ 

millions) 

Investments as Percentage 

of Total 

TotalInvestmentperYear 

Total 

Investment 

per Capita 

(US$) 

2008  

GDP per 

Capita 

(Constant 

2000US$) 

NewCapacity Maintenance 

CentralAsia 4.544% 373,657 54% 46% 33,969 1,403 753 

Afghanistan 0.318% 26,142 57% 43% 2,377 901 - 

Armenia 0 .051% 4,179 41% 59% 380 1,358 1 ,520 

Azerbaijan 0.344% 28,317 64% 36% 2,574 3,262 2 ,131 

Georgia 0 .060% 4,901 24% 76% 446 1,138 1 ,268 

Kazakhstan 0.846% 69,538 61% 39% 6,322 4,436 2 ,378 

KyrgyzRep. 0.107% 8,789 38% 62% 799 1,665 376 

Pakistan 2.172% 178,558 53% 47% 16,233 1,075 650 

Tajikistan 0.139% 11,468 47% 53% 1,043 1,678 245 

Uzbekistan 0.508% 41,764 48% 52% 3,797 1,529 840 

EastandSoutheastAsia 66.553% 5,472,327 71% 29% 497,484 2,886 1,765 

Cambodia 0 .163% 13,364 51% 49% 1,215 918 511 

PRC 53.118% 4,367,642 72% 28% 397,058 3,297 1,9665 

Indonesia 5.476% 450,304 70% 30% 40,937 1,981 1 ,087 

Lao PDR 0 .138% 11,375 56% 44% 1,034 1,833 475 

Malaysia 2.287% 188,084 79% 21% 17,099 6,962 5 ,151 

Mongolia 0 .122% 10,069 37% 63% 915 3,812 735 

Myanmar 0 .264% 21,698 56% 44% 1,973 438 - 

Philippines 1 .546% 127,122 53% 47% 11,557 1,407 1 ,225 

Thailand 2 .103% 172,907 72% 28% 15,719 2,566 2 ,640 

Vietnam 1.335% 109,761 53% 47% 9,978 1,273 647 

SouthAsia 28.829% 2,370,497 63% 37% 215,500 1,756 685 

Bangladesh 1.762% 144,903 54% 46% 13,173 906 462 

Bhutan 0 .011% 886 30% 70% 81 1,291 1 ,247 

India 26.421% 2,172,469 64% 36% 197,497 1,906 718 

Nepal 0 .174% 14,330 50% 50% 1,303 497 254 

SriLanka 0 .461% 37,908 52% 48% 3,446 1,881 1 ,199 

ThePacific 0.073% 6,023 30% 70% 548 625 840 

Fiji 0 .008% 667 15% 85% 61 790 2 ,181 

Kiribati 0 .001% 82 10% 90% 7 846 826 

PNG 0.051% 4,214 34% 66% 383 641 676 

Samoa 0 .003% 242 13% 87% 22 1,351 1 ,739 

SolomonIs. 0 .004% 336 33% 67% 31 657 1 ,136 

Timor-Le ste 0 .001% 71 35% 65% 6 65 329 

Tonga 0 .001% 106 13% 87% 10 1,022 1 ,666 

Vanuatu 0 .004% 306 40% 60% 28 1,309 1 ,339 

TotalAsia 100% 8,222,503 68% 32% 747,500 2,335 1,272 
 

*Countries which are written in white and italic are OIC member countries.  

Source: Author, ADB/ADBI (2009), Centennial (2009) 
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1.1.2. Physical Barriers in the Middle East and North African Countries (MENA)  

MENA Region 

 Compared with many regions of the world, the Middle East’s track density is low (per capita and per 

square-km of land area). Investments are required. Several Middle East railways have suffered 

historically from underinvestment in track and asset replacement, renewal and maintenance. 

 

Furthermore, in some countries assets have been damaged or destroyed by war or other conflicts. 

For many countries the required investments are far beyond their financial capabilities and the 

business climate is not satisfactory for attracting private capital. Stronger international focus on the 

Middle East may contribute to additional funding opportunities. 

 

Investments are required for existing infrastructure and operational systems, as well as for new 

infrastructure when improving regional interconnectivity. If the railway network is to be developed 

according to projected economic growth, close to 30.000 km has to be constructed by 2025.           

The 2025 network should be 2-2.5 times the 2006 level. 

 

Bringing the Middle East average track density up to the EU average requires new investments in 

90.000 kilometers of track, which would result in a total network five times the present level. 

 

Investments in one country are also a benefit for other countries when it comes to international 

transportation23. 

 

Gulf Cooperation Council Region 

 

The Gulf Cooperation Council (GCC) Region24 has historically focused its transportation investments 

on building roadways, which has ensured high quality roads across most of the Gulf countries25.  

Paved roads as a percentage of total roads in most of the GCC countries are close to 100 percent, 

compared to other emerging countries whose average is below 75 percent. The GCC region has 

                                                            
23

UIC 2008, Vis ion 2025 for Middle East countries 
24 The text in this paragraph has been derived from “GCC Infrastructure Roads & Railways” report, 2010, M.R. 

Raghu and Amrith Mukkamala 
25“GCC Infrastructure Roads & Railways” report, 2010, M.R. Raghu and Amrith Mukkamala 
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historically focused its transportation investments on building roadways mainly due to the 

significantly higher density of motor vehicles per kilometer of road in some of the GCC countries, 

compared to (Brazil, India, China) BRIC peers. 

 

Four countries of the six GCC countries—UAE, Kuwait, Bahrain, and  Qatar—have significantly higher 

traffic density in comparison to the rest of the countries. This higher density is also due to low road 

density. Aside from Bahrain, the rest of the countries in the GCC have significantly low levels of road 

density. The majority of the countries in the GCC also fare poorly when compared to developed 

nations. The US and United Kingdom have a road density of 0.68 and 1.72, respectively, compared to  

Saudi Arabia, which is at 0.10.  The lower road density and higher proportion of motor vehicles on 

roads compared to the rest of the countries is a major cause of road accidents. The fatality rates in  

the majority of the GCC countries compared to the BRIC countries and developed countries are 

significantly high. 

 

It is announced that the GCC is planning to invest $10.6 billion over the next 10 years. A total of 

$14.45 billion had been planned, but of this, $3.8 billion worth of projects have been cancelled so 

far. Three billion dollars of cancellations come from Saudi Arabia alone. Of the total $10.6 billion 

worth of planned projects, Kuwait has a share of close to 40 percent.  

 

It is observed that railways as a means of transport have never really made inroads in the GCC 

region; in fact, most GCC countries do not even have railway networks at the current time. In Saudi 

Arabia, the only GCC country to have a railway, the network is still in the nascent stage. UAE has 

recently launched its metro (The Red Line). However, the growing population in the GCC regions is 

pressing its demands for transport infrastructure. Consequently, congestion on roads has increased. 

Growing trade has also contributed to the congestion. This has spurred the governments of several 

GCC countries to look at inter- and intra-city railways as a viable option. The UAE, Bahrain, Oman, 

Kuwait, and Qatar have already completed feasibility studies for national railway networks and are 

likely to commence construction in 2010. Saudi Arabia has also implemented a railway expansion 

project.                                

 

The supply-side analysis of expected investments reveals that the GCC region could see investments 

totaling $109 billion in railways over the next 10 years. The supply-side estimate is based on the 

announced projects in Saudi Arabia, UAE, Bahrain, Qatar, Kuwait and the pan-GCC project. Although 
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a few projects are reportedly being considered in Oman (for example a railway line linking Sohar and 

Barka), these are still in the early stages and no details are available. 

  

Also, the pan-GCC railway that is planned at an overall cost of $60 billion will open lot of interesting 

opportunities for pan-GCC travelers. The GCC states will be linked with a 2117-km long network, 

starting in Kuwait and Saudi Arabia before construction of the lines linking Bahrain, Qatar, and the 

UAE. Currently, the only option to travel across GCC is either by road or by air.  

 

The following map (Figure 24) shows existing railway lines and selected projects in the region.                     

The map lacks complete information on projects. 

 

Saudi Arabia has no railway connection to neighboring countries. The railway system connects 

Riyadh and the Persian Gulf. Projects and ideas exist for various connections; for example, a link 

south to UAE, Yemen and Oman, and north to Kuwait, Iraq, and Jordan. On a short- to medium-term 

perspective, national projects like the North-South corridor 20 and the Saudi Land Bridge (Damman–

Jeddah) will have the highest priority in Saudi Arabia. 
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Conclusions—for Saudi Arabia has the following missing links: 

• All neighboring countries 

In theory Iraq has a relatively extensive railway network, consisting of northern links to Syria and 

further to Turkey/Europe and Central Asia. However, a major part of the network is damaged and 

deteriorated due to war and conflicts. The turbulent situation may be a more serious long-term 

obstacle than damaged infrastructure. 

 

Figure 24: The Railways of the Middle East 

 
Source: UIC, 2025 Vision for Middle East railways 
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Conclusions—Iraq has the following  missing links 

• Iran- one link under construction (Khorramshahr-Basra) and a second link planned (Kermanshah-

Diyala) 

• Kuwait - no railways 

• Saudi Arabia – no connection 

• Jordan – not completed and break of gauge 

 

Syria technically has railway connections to all neighboring courtiers, except Israel (and Lebanon). 

Iraq can be reached through Rabeiyyh/Yaaroubia, Jordan through the Hijaz railway (1050 mm) and 

Turkey through at Qamishli/Nusaybin. The Syrian railways are planning for transports from European 

countries to Syrian ports, then through Syria, Iraq, and Iran to Central and East Asia (IEWC). The next 

step is connections from Europe through Turkey and Syria to Jordan and the Arab countries. 

 

Conclusions—Syria has the following missing links: 

• Lebanon - defunct 

Lebanon theoretically has a railway connection north to Syria, but the railway system is unusable 

due to damage suffered during the Lebanese Civil War. However, some sections are operable and 

according to journalistic sources (November 21st, 2006), Lebanon is finalizing a plan with the Syrian 

Railway Authority to reconstruct the railroad line linking the Port of Tripoli to the northern border 

crossing at Abboudieh. Reactivating the northern track is part of a stalled 2002 bilateral agreement 

to resurrect the entire Lebanese-Syrian railroad grid, consisting of a north-south axis beginning at 

the Port of Lattakia and terminating at Tyre via Beirut, and an East-West axis from Damascus to 

Beirut. The plan is  a step toward the creation of a 19,528-kilometer railway network covering most 

of the Middle East. 

 

Conclusions—Lebanon has the following missing links: 

• No links to any neighboring countries. 

Jordan has a railway connection to the north (Syria), where there is a 1050 mm line to the Damascus 

region (Hijaz railway). The connection to Saudi Arabia has been defunct since 1917, and a connection 

to Israel has been discussed, by constructing a standard gauge line from Irbid (Jordan) to Bet Shean. 

Since all of Jordan's neighbors use standard gauge, any linkup would most likely see the conversion 

of Jordan's remaining narrow gauge lines. 
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Conclusions—Jordan has the following  missing links: 

• Syria - only to Damascus, then break of gauge 1050/1435 

• Saudi Arabia - no. 

• Israel - no. 

• Egypt – no, requires bridge over Gulf of Aqaba 

• Palestine - no 

• Iraq - no 

 

The Mashreq Region (Iraq, Jordan, Lebanon, Syria, and Palestine) 

The three trade corridors that connect the Mashreq countries to each other and to the longer routes 

that provide links to the rest of the world are: (i) A north-south corridor that links the EU—via  

Turkey, Syria and Jordan—to Saudi Arabia and the Gulf States, with connecting links to Lebanon and 

Egypt; (ii) An east-west corridor that links the Mashreq ports of Lattakia, Tartous, Tripoli, and Beirut 

via Syria to Iraq; and (iii) An east-west corridor that links the same ports via Syria and Jordan to Iraq. 

 

For trade with Europe, a complex multimodal network provides a variety of routes, most of which 

make some use of one or more of the above trade corridors. The choice between land and maritime 

routes depends on the relative importance of time, cost, and reliability for the goods being shipped. 

For Mashreq shipments to and from the Gulf, the principal route remains the north-south corridor 

through Syria, Jordan, and Lebanon, connecting with the east-west corridor through Saudi Arabia. 

From Iraq to the Gulf, the main route is a north-south corridor from Baghdad through Kuwait26. 

 

 
 

 
 

 

 
 

 
 

 

 
 

 

 

                                                            
26The World Bank, October 2010, “Economic Integration in the Mashreq,”  
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Figure 25: Three Mashreq Trade Corridors 
 

 
Source: World Bank27 

 

Projections of corridor trade 

• By 2020 the daily transit in the North-South corridor will be about 12,500 TEU per day—2,500 

trucks and 15 trains in each direction; 

• The combined transit in the two East-West corridors will be about 11,000 TEU per day—2,200 

trucks and 12 trains in each direction; 

• This volume of freight would overwhelm the existing road capacity and cross-border facilities. 

Corridor rail links could attract between one-third and one-half of the longer distance traffic, so new 

rail links are planned for all three corridors. 

 

The following tables (Table 12 and Table 13) illustrate the project component and costs and costs 

allocation by country. The cost for infrastructure construction is  248 $million for Iraq, 185 $ million 

for Syria and 102 $million for Jordan.  

 

 

 

                                                            
27

Abdelmoula Ghzala (WB) presentation “Regional Cross-Border Trade  Facilitation and Infrastructure Project 
for Mashreq Countries”, Euromed Transport Forum, Brussels, October 1, 2010 
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Table 12: Program and Project Components and Costs (US$ million) 2010 
Prog ram and Project components Program Program 

Phase 1 

Project 

Phase 1 

A. Institutional arrangements and regional 

trade framework improvements  

(Modernization and harmonization of 
customs and related services , 

Regulation and competitiveness of logistics 

and transport services and key studies) 

119 79 79 

B. Infrastructure improvements (border 

crossing facilities, road and rail 

improvements in the three corridors) 

4,973 2,344 633 

C. Preparation of Phase 2 investments 70 70 62 
D. Program and project implementation and 

monitoring 

12 6 6 

Total Costs 5,174 2,499 780 

 

Table 13: Project Component Costs by Country (US$ million) 
Component Regional Iraq Jordan Lebanon Syria Palestine Total 

1, Institutional and 
regional 

8 17 6 12 21 15 79 

2. Infrastructure 0 248 102 51 185 47 633 

3. Preparation of 
Phase 2 

1 14 4 25 10 8 62 

4. Implementation 1 1 1 1 1 1 6 

Total 10 280 113 89 217 71 780 
% of total Pro ject 1% 36% 14% 11% 28% 9% 100% 

 

Sixty percent of the total railway network called for in the Agreement on International Railways in 

the Arab Mashreq has yet to be built. Furthermore, interconnections between existing railways in 

the Maghreb and Mashreq remain dependent on the decision of the Libyan authorities to proceed 

with construction of their railway project. More importantly, large sections of the existing railways in 

the region cannot be interconnected because of track gauge differences. 

 

Most Mashreq ports have improved their performance over the last five years. The six medium-sized 

Mashreq ports (Lattakia, Tartous, Tripoli, Beirut, Aqaba, and Um Qasr) have seen strong growth in  

container traffic and improved productivity over the last decade, but all of them are “feeder ports” 

that serve only to tranship  goods to larger hub ports. 

 

Mashreq countries are well connected through roads and air transport, but substantial investment is  

needed to improve the quality of road transport. 
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The UN ESCWA facilitation work for the area has to be separately highlighted. In 10 May 2001 the 

agreement on International roads  in the Arab Mashreq was adopted and entered into force in  

October 2003. 13 member countries of UNESCWA  have ratified the agreement.  In 14 April 2003 the  

agreement on International railways in the Arab Mashreq was adopted and entered into force in  

May 2005. 10 member countries of UNESCWA  has ratified the agreement until today. In 2006 the 

action plan was adopted and in 2010 two feasibility studies were accomplished in GCC and in Yemen.  

 

Maghreb Region (Morocco, Algeria, Tunisia, Mauritania, Libya) 

The Cairo-Dakar Trans-African Highway passes along the African north and west coasts. The Dakar-

Lagos Highway constitutes the continuation of the coastal highway. A peculiarity is that it is included 

in some, but not in all, of the documents defining the Trans-African Highways. It has a total length of 

8636 km and runs through Egypt, Libya, Tunisia, Algeria, Morocco, Mauritania, and Senegal. 

Table 14: Cairo – Dakar Trans African Highway Roads Conditions 

 

Section 

 Type Condition 

Length Paved Gravel Track Good Fair Poor 

Km Km km km km Km km 

Egypt 720 720 0 0 720 0 0 

Libya 1869 1869 0 0 1376 493 0 

Tunisia 750 750 0 0 750 0 0 

Algeria 1341 1341 0 0 1291 50 0 

Morocco 2822 2822 0 0 1386 1436 0 

Mauritania 773 204 0 569 204 0 569 

Senegal 361 361 0 0 266 95 0 

Total Cairo - Dakar 8636 8067 0 569 5993 2074 569 
 

Source: African Development Bank 

 

The Trans-Saharan Highway is linked to several other Trans-African Highways: in Algiers to Cairo-

Dakar, in Kano in Nigeria to Dakar-N’djamena, and in Lagos to Dakar-Lagos and Lagos-Mombasa.                  

It also has branches that provide connections to Tunisia, Mali, Niamey in Niger, and Chad. These 

sections alltogether amount to 3600 km. 
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                                                       Table 15: Algiers – Lagos Corridor 

 

 
Source: African Development Bank 

 

In North Africa, the main regional corridor is the Trans-Maghreb, connecting Morocco and Tunisia 

through Algeria. This corridor, which is a fully operational standard gauge line, is not in continuous 

operation due to border c rossing issues between Morocco and Algeria. 
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Figure 26:  The Maghreb Railways 

Source: UIC, Africa railways vision 2025 

 

This line can be extended to Egypt if Libya completes its network, and further on to the Middle East. 

Effectively, Libya has two railway projects: 

- A national/UN railway project (3000 km) with possible connections to Egypt and Tunisia. 

- A railway link of a standard gauge line (1435 mm) and an estimated speed of 160 kilometers             

an hour, from Sebha and connecting Niger and Chad. The project covers a distance of 2150 km               

(550 km in Libya, 1150 km in Niger and 450 km in Chad). 

 

Problems relating to transport structure interfere with trade opportunities among partners in the 

Maghreb region. Direct land and maritime lines are virtually nonexistent; which drives up transport 

costs and drastically affects the price competitiveness of traded products. 

 

Like other transport sectors, maritime transport is state-owned. Maritime companies operating in 

countries of the Maghreb claim that state regulations have driven up shipping costs. This situation 

works in favor of national and public transport companies and inconveniences private companies 

that do not have access to the entire range of port services. 

 

From trams to high-speed trains, North African governments are investing in rail infrastructure on                

a scale unparalleled since the networks were originally built by the colonial powers—France, Spain, 

and Italy. For decades, Maghreb states focused on building up road and air transport, particularly 

the expansion of links with Europe. Political differences stood in the way of developing an integrated  

North African regional rail system. Services that used to run between Tunis and Algiers were 

eventually abandoned. A revival of cross-border rail links is now edging back onto the agenda, 
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although it remains a secondary priority. Within all Maghreb states, upgrade of the domestic 

networks has come to be seen as a vital element of modernization, for economic, social and 

environmental reasons.  

 

1.1.3. Physical Barriers in Sub-Saharan Africa  

Africa has about 2.09 million km of roads of which 21.17% are paved.  The quality of the roads and 

their density are still low, but the continent’s road network still accounts for about 90% of inter-

urban traffic28. 

 

Figure 27: Sub-Saharan Africa’s Road Network 

 

          Source: African Union 

 

 

 

 

                                                            

28
African Union, April 2008, “State of Transport Sector Development in Africa”.  
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The density of the road network is 7.59 km per 100 sq. km, with a current average density of 2.59 km 

per 10,000 inhabitants. These ratios display significant inadequacy and are still too low to provide   

an acceptable degree of access by disadvantaged populations to the benefits of road transport. 

 

In many developing countries, particularly in Africa, road infrastructure has experienced a huge 

backlog of deferred maintenance and repair, as well as costly transport services.                                     

The Road Maintenance (management) Initiative (RMI), launched in Africa in the late nineties by the 

World Bank and managed within the Sub-Saharan Transport Policy Program (SSATP), ushered in              

a new approach of cost-effective management of roads by clearly delineating ownership, 

responsibility, cost-recovery methods, sustainable financing, and a business-like environment for the 

maintenance of roads. Outsourcing of maintenance work was encouraged, and community 

participation, especially in rural areas, was initiated. 

 

Inadequate transport infrastructure, both locally and regionally, is a major problem in Africa.                    

This includes missing links, especially at border areas. A study carried out by the United Nations 

Economic Commission for Africa (UNECA, 2004) revealed that for 103 cross-border links, 33% are 

unpaved roads in various conditions (good, fair and poor), 16 % are paved roads in poor condition, 

and 38% are paved roads in good or fair condition. The physical condition of cross-border links 

affects traffic levels and the quality of transport services between countries. 

 

Overall, the road sector in Africa is in a deplorable state. The total length of roads in the region is 

2,064,613 kilometers, of which only 29.7 % are paved, the remaining portion being either dirt or 

gravel roads. The quality of road infrastructure affects transports costs, and charges change in wet 

and dry seasons on poor quality roads. In some countries (for example, Tanzania, Madagascar, 

Burundi, etc .) passenger fares and freight charges increase twofold or more.                                      

Locally, the maintenance and rehabilitation of roads are a major concern for many governments, 

while countries need more funds to build additional rural roads to open new areas for agriculture 

and development. 

 

Weather conditions are extreme in Africa and road construction rarely meets the relevant technical 

specifications. In addition, preventive maintenance and repair is not efficiently organized or 

financed, and weighbridge controls are sometimes distorted by bad practice. 
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Table 16 illustrates the missing links along the Trans-African highways. The information is current as 

of 2011. Where there is no indication, there was no information on the status of the project.    

 

Table 16: Missing Links in Trans-African Highways 

Missing Link Country Constructed Other Info Source 

HIGHWAY 1 - CAIRO – DAKAR 

Nouadhibou-
Nouakchott 

Mauritania NO 569 km African Union Action 
Plan 2010 -201529 

HIGHWAY 2 - ALGIERS – LAGOS 
between In Guezzam 

and the border of 

Niger, Assamaka 

Algeria  12 km UEMOA 

Assamaka-Arlit  Niger  200 km UEMOA 
Agadez and Zinder Niger NO 130 km ECOWAS – UEMOA 

project 5 .A .2  
HIGHWAY 3 - TRIPOLI – WINDHOEK 

Al KhatruntoTajarhi Libya NO 90 km WFP 

Tajarhi-Chad border Libya  180 km  

Libyan border-Zouar Chad  450 km  

Zouar-Faya (Largeau) Chad  525 km  

Faya (Largeau)-

Moussoro 

Chad  665 km  

Moussoro-Massakori Chad  134 km  

Massakori-Massaguet Chad YES 68 km Arab Contractors
30

 

Bertoua-Gam boula Cameroon  212 km  

N’djamena to 

Guelengdeng, 
Bongor, Kélo, 

Moundou and 
crossing the border to 

Cameroon inTouboro 

Chad – Cameroon 

(alternative) 

YES 680 km World Bank Group
31

 

HIGHWAY 4 - CAIRO – GABORONE 

Arkeen-WadiHalfa Egypt  5  km  

WadiHalfa-Ghaba Sudan  433 km  

HIGHWAY 5 - DAKAR – N’DJAMENA 

Saraya-Falém é Senegal NO 45 km UEMOA project 5.6 

Falémé-Kéniéba-Kita Mali NO 300 km  UEMOA project 5.6 

Kita-Bamako Mali NO 180 km ECOWAS – UEMOA 

project 5 .A .2  

Fotokol-Maltam Cameroon  85 km  

HIGHWAY 6 - N’DJAMENA – DJIBOUTI 
Massaguet-Ngoura Chad NO 125 km ECCAS project 4.9  

Ngoura-Bokoro Chad NO 166 km ECCAS project 4.9  
Bokoro-OumHadjer Chad NO 441 km ECCAS project 4.9  
Oum Hadjer-Abéché  Chad NO 145 km ECCAS project 4.9  

                                                            
29 The African Union /NEPAD, October 2010, “African Action Plan 2010 – 2015: Advancing Regional and 

Continental Integration in Africa, Sector Infrastructure,” page 20 
30http://www.arabcont.com/english/projects/project_details_inprogress.aspx?projID=525&secID=4&subsec 

ID=2&contID=2&Shared=False&InProgress=True 
31 http://www-wds.worldbank.org/external/default/main?pagePK=64193027&piPK=64187937&theSitePK= 

523679&menuPK=64187510&searchMenuPK=64187283&siteName=WDS&entityID=000333038_20090813022
128    
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Abéché-Adre Chad NO 166 km ECCAS project 4.9  
Adre-El Geneina Sudan  25 km  

El Geneina-Zalingei Sudan  150 km  

Nyala-En Nouhud Sudan  436 km  

Galafi-Dikhil Djibouti NO 100 km African Union Action 
Plan32 for 2010-2015 

HIGHWAY 7 - DAKAR – LAGOS 
Karang-Barra Gambia NO  25 km  African Union Action 

Plan for 2010-2015 

Quebo-Border Guinea Bissau NO 81 km UEMOA project 5.5. 

Border-Boké Guinea NO 125 km UEMOA project 5.5. 

PK36-Pamelap Guinea  84 km  

Pamelap-Porto Loko Sierra Leone IN PROGRESS 70 km African Development 

Bank
33

 

Bandajuma-MRU 

Bridge 

Sierra Leone NO  82 km Sierra Leone 

Government34 

Blay-Blolékin Ivory Coast  60 km  

HIGHWAY 8 - LAGOS – MOMBASA 
Ekok-Mamfé Cameroon NO 83 km  UEMOA project 5.7 

Mamfé-Bamenda Cameroon NO 123 km  ECOWAS project 5.9 

Foumban-Tibati Cameroon  326 km  

HIGHWAY 9 - BEIRA – LOBITO 

 

Table 17: Dakar – N’djamena Corridor Data 

Section  Type Condition 

 Length Paved Gravel Track Good Fair Poor 

 Km km km km km km km 

        

Senegal 801 756 0 45 327 0 315 

Mali 904 394 0 510 266 374 375 

BurkinoFaso 862 862 0 0 753 0 109 

Niger 837 837 0 0 136 103 598 

Nigeria  972 972 0 0 972 972 0 

Cameroon 113 28 0 85 0 0 113 

Chad 7 7 0 0 0 0 0 

Total Dakar-

N’djamena 

4496 3856 0 640 1456 1449 1591 

 

         Source: African Development Bank 2004, 2006 

 

 

 

 

                                                            
32

http://www.oecd.org/dataoecd/27/32/44326734.pdf 
33http://www.afdb.org/en/projects-operations/project-portfolio/project/p-sl-d00-004/ 
34

http://www.statehouse.gov.sl/index.php?option=com_content&view=article&id=138%3Atonkolili-
welcomes-president-koroma-&catid=34%3Anews-articles&Itemid=104 
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Table 18: N’djamena - Djibouti Corridor Data 

 

Source: African Development Bank 2004, 2006 

 

Table 19: Dakar - Lagos Corridor Data 

 
 Source: African Development Bank 2004, 2006 
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Table 20: Lagos – Mombasa Corridor Data 

  Source: African Development Bank 2004, 2006 
 

Table 21: Beira – Lobito Corridor Data 

 

   Source: African Development Bank 2004, 2006 
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Following is a list of priority projects in infrastructure for 2010 – 2015 made by the African Union.  

 

Table 22: Priority Infrastructure Projects in Africa 2010 – 2015 

Transport  

Upgrading of Dobi-Galafi-Yakobi Road Section of the  Djibouti –Addis Ababa (North) Highway  

Mombasa-Nairobi-Addis Ababa Corridor Development Project 

Missing Links of Djibouti-Libreville Transport Corridor 

Isaka-Kigali-Bujumbura Railway  

Maghreb Highway Project  

Missing Links of the Dakar –N’djamena –Djibouti Highway Corridor 

Gambia River Bridge  

Africa Rail  

Beira Port Development  

Kazungala Bridge Project  

Regional Infrastructure Development in Support of Trade Facilitation Program  

Bridge over Rovuma River 

Brazzaville – Kinshasa Rail/Road Bridge and Railway Extension Kinshasa - Ilebo  

Regional Transport Network Improvements 

Improvement of Maritime Ports for African Island Countries  

Implementation of the Yamoussoukro Decision 

Source: African Union 2010 

 

Table 23: AAP Priority Programs in TRANSPORT, 2010 - 2015 

Title Region 
Estimated Cost 

*Commitments 

Development  

Stage 
Description 

Regional 

Contact 

Upgrading of 
Dobi-Galafi- Yakobi 

Road Section of the 
Djibouti- Addis 

Ababa (North) 

H ighway 

East US $30 million  

Stage 2: Feasibilit

y/ Needs Assessm

ent 

The project will upgrade a 72km 

section of road between Dobi 

(Ethiopia) and Yakobi (Djibouti) to 

bitumen standard. This section of 
road is part o f the 

Dakar-Ndjamena-Djibouti highway 

(Trans-African Highway 6).  The 
road link has high national as well 

as regional priority  for trade and 
development, and will strengthen 

interstate trade and integration. It 

will permit: reduced vehicle 
operating, maintenance and repair 

costs; faste r turn-around for 

transport vehicles; and time 

savings for trade activ ities. 

Feasibility and design studies are 

still required. 

IGAD 

Mombasa-Nairobi-  

Addis Ababa 
East 

US$440.5million 

(Phase III)  

Stage 3: Program 

Program /Project  

The Corridor is an important 

section of the Trans-African 

EAC 

IGAD 
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Corridor 
Developm ent 

Project 

 
*US$ 300 million  

(Phase I)  
 

*US$ 329 million  

(Phase II) 

 
Structuring and 

Promotion (and 
detailed design 

studies) 

Highway from Cairo to Cape Town. 
The Project relates to Phase III, 

which includes (i) Rehabilitation of 
300 km Awasa-Yabelo and 

construction of an Inland Container 

Depot in Ethiopia; (ii) Construct ion 
to bitumen standard of 125 km 

Turbi–Moyale in Kenya;          

(iii) Construction of one-stop 

border facilities in Moyale; and                               

(iv ) a transport fa cilitation program 

to implement the bilateral transit 

agreement. 

 

Construction is underway on Phase 

I. Phase II, from Merille to Turbi in 

Kenya and Mayale to Yabelo in 
Ethiopia, is being financed and 

undertaken. The project will 

enhance trade in the East Africa 
region and improve economic 

performance and delivery  of social 
serv ices in Kenya, Ethiopia and 

COMESA countries. It  will also open 

up Kenya’s northeastern province 
(arid and sem i-arid region). 

 

Pre-feasibility  studies are required  

for the missing links of the Djibouti 

to Libreville highway. This highway 

will contribute to trade promotion 

and poverty reduction. 

Missing Links of 
Djibouti-Libreville 

Transport Corridor 

East and 

Central   

US$ 1  million (study 

only)  

Stage 1: Program  

Identification 
 

IGAD 

ECCAS 

Isaka-Kigali-Bujumb

ura Railway   
East 

US$ 4  billion 

 
* US$ 1 .5 million 

(feasibility  study)  

IPPF 

Stage 2: 
Feasibility/Needs 

Assessment 

A feasibility study is underway for 

the extension of the  railway line 

from  Isaka (Tanzania) to Kigali 
(Rwanda) and Bujumbura 

(Burundi). This project is part of the 

Dar es Salaam-Kigali-Bujumbura 
Central Transport Corridor.  The 

new railway line would provide an 

alternative route to the seaport of 

Dar es Salaam for landlocked 

countries Rwanda and Burundi, 

promoting interstate trade and 

integration.   

EAC 
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Maghreb 
Highway Project  

(Nouakchott- 

Nouadhibou, 

Nouakchott-Zou

erate and 

Nouakchott-Pon

t Rosso) 

North 

US$90 

million(Nouakch

ott-Nouadhibou) 

and  

US$ 63  million 

(Nouakchott-Po

nt Rosso), based 

on recent 
contracts in 

Mauritania  
 

*Maghreb 

Countries 

Stage 3: 

ProgrammeProgram/Pr

oject Structu ring and 

Promotion  

Stage 4: 
Implementation and 

Operations 

The project involves the upgrading 
of the missing links of the 

Mauritanian network covering 
Nouakchott-Nouadhibou, 

Nouakchott-Zouerate, and 

Nouakchott-Pont Rosso (at the 
Senegal border). It is part of the 

substantially complete 

Cairo-Dakar Corridor Highway 1 

(8,636 km), which involves 

modernization of the whole 

Maghreb network, including the 

construct ion of a four-lane 

highway from Tripoli to 

Casablanca (3,400 km). The 

missing links are of high national 

and regional priority for trade and 
development. 

UMA 

Missing Links of 

the 
Dakar-N’djamen

a- Djibouti 
Highway 

Corridor 

West  
US$ 0.582m illion 

(study only) 

Stage 2: 

Feasibility/Needs 

Assessment 

This involves preparation of a 

feasibility study for the missing 
road links of the 

Dakar-Ndjamena-Djibouti 
Highway corridor (Trans-Sahelian 

Highway). 

ECOWAS 

Gambia River 

Bridge 
West  

US$ 75  million   
*US$ 300,000 

(study)  
IPPF 

Stage 3: 
Program/Project 

Structuring and 
Promotion 

The project  is to construct a 
bridge across the Gam bia River. 

The bridge is part of the 

Dakar-N’djam ena-Djibouti 

Highway Corridor, which will  

increase regional trade and 

economic integration. 

ECOWAS 

AfricaRail West  

US$ 1-1.5  billion 

(Phase 1 

Cotonou-Parako

u-Dosso-Niamey
)  

 

US$ 4 million   

(detailed 

studies) 

Stage 3: Program / 
Project Structuring and 

Promotion 

AfricaRail is a project to 

rehabilitate and construct 2,000 

km of new railway to link the 

railway system s of Ivory Coast, 

Burkina Faso, Niger, Benin and 
Togo (all 1,000 mm narrow 

gauge), including a train service 
linking the ports of Lomé and 

Cotonou. Specifically, the proje ct  

involves the following sections: 
Benin to Niger from 

Parakou-Malanville-Gaya-Dosso-N

iamey (334 km); Burkina to Niger 

from Kaya-Dori-Terra-Niamey (430 

km); Dori-Tambao (90 km); Togo 
to Benin from Lomé- 

Anecho-Segbohue (90 km); and 

Burkina to Togo from 

Ouagadougou-Blittaw (746 km ). A 

future stage of the project would 

link Mali (1,000 mm), Nigeria 
(1,067 mm gauge changing to 

1,435 mm) and Ghana (1 ,067mm 

gauge). 

ECOWAS 

Beira Port 

Developm ent 
South  

US$ 70 million 

(Dredging)  

 

*EIB Netherlands 

Mozambique  

Stage 3: 

Program /Project 

Structuring and 
Promotion 

The project involves upgrading the 

infrastructure o f Beira Port in 

Mozambique, including further 

dredging. The Beira Port upgrading is 

integral to the success of the 

SADC 
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Beira-Lobito Highway Corridor 
project (3,523 km), an important road 

corridor linking Angola, the DRC and 
Zambia (substantially complete 

except in the eastern half). The port 

will also help to improve economic 
opportunities and regional trade 

among the neighboring countries of 

Malawi and Zibabwe. 

Kazungala Bridge 

Project  
South  

US$ 102m illion 

*US$ 3.28  million  

(studies)  

*US$ 500,000 (IPPF)  

Stage 3: 

Program /Project 

Structuring and 

Promotion 

This project involves preparation of 

feasibility and detailed design 

studies, and tender documents for 

the bridge over the Zambezi River.  

The bridge is an important link in the 
‘North-South’ corridor linking the 

countries of Botswana, DRC, Malawi, 

Mozambique, South Africa, Zambia 

and Zimbabwe, with interlinks to 

other corridors including the Trans 

Kalahari, Beira, Lobito, Dar es Salaam 

and Nacala Corridors. In particular, 

the bridge will fa cilitate transport 

serv ices along the north-south 

corridor within Botswana and 

Zambia.   

SADC 

North-South 

Corridor: Regional 
Infrastructure 

Developm ent in 

Support of Trade 

Facilitation 

Programme 
Program   

South and

 East   

US$20 million 
(facilitation, adm in 

projects , 

infrastructure 

projects  under 

study)  

Stage 3: 

Program /Project 

Structuring and 

Promotion 

The program involves a range of 

sub-projects to upgrade 
infrastructure and remove 

bottlenecks to trade flows, including 

regulatory and administrative 

constraints to transport and transit 

system s as a whole. The project 

covers East and Southern Africa, 

involving COMESA, EAC, and SADC 

countries. The project is related to 

the regional ‘North-South’ corridor 

linking the countries of Botswana, 

DRC, Malawi, Mozambique, Zambia 
and Zimbabwe with interlinks to 

other corridors including the Trans-

Kalahari, Beira, Lobito, Dar es Salaam 
and Nacala Corridors. 

COMESA 

EAC  

SADC 

Bridge over Rovum a 

River 
South  

(80% complete) 

*Tanzania, 

Mozambique   

Stage 

4:Implementation 

and Operations 

The project involves construction of 

the ‘Unity Bridge’ over the Rovuma 

River at the border between 

Mozambique and Tanzania. The 
bridge is 720 meters long and 13.5 

meters wide, with 5 km road 

approaches on each side. 
Construction works are ongoing. The 

project is part of the ‘North-South’ 
corridor and will contribute to 

enhancing interstate and regional 

trade. 

SADC 
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Brazzaville-Kinshasa 

Rail/Road Bridge 

and Railway 

Extension Kinshasa - 

Ilebo 

Central  

US$ 7 .7  m illion 

(Feasibility Study)  

*ABD/ADF 

Stage 2: 

Feasibility/Needs 

Assessment 

This rail and road bridge will link the 
two capital cities of Brazzaville  

(Republic of Congo) and Kinshasa 
(DRC), across the Congo river. The 

bridge will complete a missing road 

link of the Trans-African Highway 3 
from  Tripoli-Windhoek- Cape Town, 

and with the railway extension will 

fill  a major gap (700 km ) in the Point 

Noire-Southeastern Africa railway 

network. The bridge and extension 

will promote regional integration and 

economic development in both 

countries, and also serve as an 

interstate and sub-regional 

Trans-African link. A feasibility  study 

is underway. 

ECCAS 

 

 

 

Regional 

Transport 
Network 

Improvements  

All RECs  

 

ECOWAS  

 

ECCAS 

US$ 55 

m illion  

US$ 8  

m illion  

 

US$ 390 

m illion (for 

paving)  

 

 

US$3.5 
m illion (for 

studies) 

Stage 2: Feasibility/ 

Needs Assessm ent  
 

Stage 3: 
Program /Project 

Structuring and 

Promotion  

 

Stage 2: Feasibility/ 

Needs Assessm ent  

 

Stage 2: Feasibility/ 

Needs Assessm ent  

(updating)  

 
Stage 1: Program 

Identification   

 
Stage 1: Program 

Identification  
 

Regional transport links. In addition to 

priorities identified above, many links of 

great regional importance are being 

planned and developed by the RECs and 

Member Countries. Among others they 

include:  

 
Improvement of the 

Blolequin-Toulepleu-Frontier Liberia 

route, rehabilitation of the 
Kamba-Nigeria frontier road, and 

construction of Pont Rosso across the 
Senegal River (sites under study), which 

are priorities for ECOWAS.   

 

In the ECCAS region, priorities in clude 

paving the highways between:   

 

• Ouesso and Sangmélima, a major link in 

the route between Cam eroon and Congo, 

and  

•Doussala and Dolisie, a key link between 

Gabon and Congo.   
Also,   

• Upgrading of the Kribi-Campo-Bata 

highway and construction of a bridge 
over the Ntem River between Cameroon 

and Equatorial Guinea   
• Study of a bridge on the Oubangi 

between Bangui (RCA) and Zongo (RDC)   

•Navigation study of the 
Bangui-Brazzaville- Kinshasa river route 

linking RCA, Congo and the DRC   

All are important catalysts for the success 

of the regional integration initiative in 

general and to the economies of the 

beneficiary countries in particular. 

ECOWAS  

  

ECCAS 
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egional 

Transport 

Network 

Improvements  

(continued) 

Horn of 

Africa 

US$500,000 
(for 

Identification 

studies) 

Stage 1 : Program 

Identification  

Ring Corridor and connections. Construction of             
a ring road and connections to seaports are 

envisioned to link the countries of the Horn of 
Africa, including Sudan-Kenya, Kenya-Ethiopia, 

Sudan-Uganda, and the Berbera Corridor 

Somalia-Ethiopia. Two rail connections have been 
proposed (Uganda-Sudan and Djibouti-Ethiopia), 

and a trade and transport facilitation program has 

been proposed to encourage integration.  

 

These and projects in other regions will be brought 

forward fo r re-prioritization and inclusion in the 

Program for Infrastructure Development in Africa 

(PIDA), over the next two years. 

IGAD 

Improvement 

of Maritime 
Ports for 

African Island 

Countries 

African 
Maritime 

Countries 

US$ 250,000      

(for 

Identification 

studies) 

Stage 1 : 
Program/ Project 

Identification   

The program  involves the upgrading of port 

infrastru cture in six African island countries: 

Madagascar, Mauritius , Comoros, Seychelles, Cape 
Verde, and São Tome &  Principe. The port 

upgrading is expected to foster and enhance 

interstate trade and integration with continental 
states. 

AUC 

Implementatio

n of the 

Yamoussoukro 

Decision 

Continental  

US$600,000 

(Establishing  

Executing 

Agency)  

Stage 3 : 

Program/Project 

Structuring and 

Prom otion 

The Yamoussoukro Decision was adopted in 1999 

as part of an instrument for the establishment of 

the African Economic Community Treaty, and 

entered into force in 2000.  It is the single most 
important air transport refo rm policy  initiative in 

Africa, and involves a continent-wide program to 

promote the gradual liberalization of air transport 

serv ices in Africa . It  covers: the granting of traffic 

rights on scheduled and non-scheduled flights; the 
elim ination of restrictions on frequencies and 

capacities; the liberalization of tariffs; and 

conformity to conventions on air safety and 
security  in line with provisions of the Inte rnational 

Civil Aviation Organizaton (ICAO).   

AUC 

 

Africa has a very large number of ports. Thirty-two of the 37 countries with coastlines have 

operational ports, most of which are linked to the African railway system. Depending on the trade 

structure in the respective countries, there is a wide variation among the ports. Large oil exporters  

are dominated by wet-bulk ports while exporters of minerals have large dry-bulk ports. 
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Africa represents more than 20% 

of the world land area and 

constitutes of at least 53 

countries, where 7 (13%) are 

islands and 15 (28%) are 

landlocked. 35 (66%) of the 

countries have some kind of 

railway infrastructure in 

operation. 

 

This vast area has no continuous 

railway infrastructure to bring 

freight or passengers across the 

entire continent, east-west or 

north-south. In fact, the only 

possible rail transport routes are 

relatively short east-west routes 

in the North along the 

Mediterranean Sea (Maghreb), in 

the south (South Africa and 

bordering countries), and in a few north-south sections (between South Africa and Tanzania, for 

example). 

 

Missing links are obvious challenges when it comes to the development of railway transport.                      

A transport through a missing link can only be organized as a multimodal transport where at least 

two trans loadings are required, an operation that is costly and time consuming. For many countries 

this operation also involves higher level of risk, since the potential risk to cargo is higher when 

freight (e.g. a container) is not moving. 

 

Figure 28 shows: 

• A simplified illustration of the geographical area in Africa where no railway connections exist (red  

area). 

 

 

 

 

Source: UIC, Africa railways vision 2025 

Figure 28: Lack of Intra-Africa Railway Connections                   
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• That missing links are an effective barrier for intra-African railway transports as well as 

international transit corridors. 

 

In addition the most “promoted” obstacle is the lack of a common railway gauge. Africa has three 

main gauges, but in fact six different gauges (a difference of less than 1.000 mm is considered as 

one). Gauge does also have an impact on capacity. 

 

Africa’s railway density (tracks per km2) is approximately one-tenth that of the United States 

(UNCTAD, Review of Ma ritime Transports, 2006). The density measured per capita is one fifth that of 

Europe. 

 

A large proportion of the African rail system is in poor condition due to lack of investment and 

maintenance. In some countries the railway infrastructure is more or less damaged and abandoned 

due to conflicts and civil wars. Huge infrastructure investments are necessary to meet demand for 

transport in Africa. The level of investment is clearly beyond the capacity of the state-owned 

railways or the public sector as a whole. 

 

Tremendous investments, now and in the future, are necessary if the railways are going to meet 

potential demand as well as to fill the gap created by many years of neglect. In 2007, the railway 

network in Africa measured approximately 83,000 kilometers. If the railway network is to be 

developed according to projected economic growth, more than 130.000 km has to be constructed by 

2025. The 2025 network should be 2.4 times the 2007 level. However, capacity is a comprehensive 

concept and additional volumes can also be handled by upgrading existing lines and improving 

operational conditions. 

 

Furthermore, it is reasonable to believe that the track density in Africa is lower than required by the 

potential market. The average track density per 1 million inhabitants in Africa is 98 kilometers, while 

the average of the EU-25 is 486 kilometers. 

 

Bringing the African average up to the EU average will require investment in 320,000 kilometers of 

track, which gives a total network of five times the present level. It is projected that more than 390 

million additional inhabitants in those countries served by rail will require passenger transport, and 

that the real demand for passenger transport services may even be higher, due to increased buying 
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power. If the African railways offered the same track density as the EU-25 (immediate investments) 

and then develop further in accordance with population growth, the blue line in the Figure 28 shows 

how the network should expand. The immediate investment would be for 320,000 kilometers, with  

an additional 175,000 in 2025, totaling a network of 580,000 kilometers in 202535. 

 

2. Non-Physical Barriers 

While there are many economic and social benefits to be gained from efficient international 

transport, there are also a number of challenges, the most important of which is to reconcile 

differences and to bridge gaps in the areas of both infrastructure and operations. There is a range of 

reasons why governments need to control and monitor the flow of goods across their borders, and     

it is generally accepted that there will 

always be measures which impede the 

cross-border movement of goods. 

These include legitimate restrictive 

practices, such as those related to 

quarantine and security, as well as the 

increased application of a variety of 

other rules and regulations, for 

example, anti-dumping procedures, 

such as the WTO safeguard rules. 

Several countries in Europe, Asia, and 

Africa are landlocked and rely on 

transit access to international markets 

through neighboring countries. While 

transport processes have been 

streamlined in countries within the 

European Union, for many other 

countries the removal of transport barriers still carries a crucial importance. They have to move their 

goods across several borders and, as a consequence, face transport costs that may threaten the 

competitiveness of their goods in foreign markets. 

 

                                                            
35UIC, Africa Railways Vision 2025 

Non - Physical Barriers 

Innumerable documentation requirements and official 

regulations exist for the import and often also for the export 

of goods. Approximately 60 documents are used in an 

average international trade transaction. Although these 

documents have different purposes, around 80 percent of 

the information contained within them is the same. 

Frequently, documentation requirements are ill-defined, 

and traders are not adequately informed on how to comply 

with them, thus increasing the potential for errors. The 

resulting lack of transparency of formalities creates an 

environment conducive to irregularities and malpractice. 

Non-harmonized and excessive documentation 

requirements in certain countries increase paperwork 

fourfold, while the time lost waiting for border release in 

many regions accounts for up to 20 percent of total 

transport time and up to 25 percent of total transport costs. 

At the same time, it is questionable whether the large 

number of information requirements is effective in 

curtailing dishonest practices. Source: World Bank 
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The following table summarizes the non-physical barriers identified after thorough analysis of the 

three regions under consideration.  

Table 24: Non-Physical Barriers Summary Table  

Physical barriers Remarks Asian Region MENA Region African Region 

Corruption – Unofficial payments     

Multiple check points     

Complex bureaucratic procedures / 

documentation 
    

Security or risk      

Non-implementation of 

international convention 
    

Low level of computerization     

Waiting times      

Insurance / Tax      

Legend 

 
Applies to the whole region 

 
Applies to the majority of the countries of the region 

 
Does not apply to the region 

 

• Corruption and unofficial payments refer to all the payments that drivers are obliged to 

make in order to pass checkpoints, fulfill bureaucratic procedures, etc; 

• Multiple checkpoints mean the unnecessary stopovers that police, customs, or others 

perform along the transport corridors;  

• Bureaucratic procedures and documentation are one of the main non-physical barriers that 

drivers face  that require many unofficial payments and lengthy waiting times; 

• Security and risk are main issues for transportation in some of the areas of the three regions; 

sometimes even accompanying escorts are needed;  

• The non-implementation of the international conventions, especially for transport (i.e., TIR) 

complicates procedures and abets corruption, bureaucratic procedures, and unofficial 

payments; 

• The low level of computerization also encourages corruption and “facilitates” bureaucratic 

procedures;  
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• Waiting times is a  resulted non-physical barrier from all the above mentioned one but has to 

be mentioned separately as it is key performance indicator for international transport 

chains; 

• Insurance and tax levels are high as result of all the above mentioned reasons and therefore 

constitute a major non-physical barrier for international transport.  

 

The following is an analysis of the non-physical barriers for all three regions.  

 

2.1. Asian Region  

 

Over the past decade countries bordering Europe and Asia have made considerable efforts to  

facilitate international transport by upgrading and interconnecting physical infrastructure, and by 

further liberalizing trade regimes. Nevertheless, the level of facilitation remains below expectations, 

hampered by the non-physical barriers to trade and transport, which include complicated and 

frequently changing administrative procedures and documentation, duplicated inspections, high 

charges, varying legal requirements in different countries, the lack of inter-agency coordination, and 

limited application of information and communication technology (ICT). Not all these impediments 

can be addressed through the simple modification of documentation and procedures. Some may 

require adjustments to policies and legal regimes. 

 

In cases where transport rules and processes are not harmonized, transport operators undertaking 

international transport have to face many challenges at border crossings and abroad. Due to the lack 

of transparency, poor communication, and incomplete information, they often need to comply with 

unfamiliar national laws, rules and regulations, as well as formalities and procedures for border 

crossing. In many cases transport operators are not aware of the requirements of multilateral and 

bilateral arrangements that pertain to their activities. Thus, insufficient knowledge of international 

transport on the part of operators may lead to infringements of local rules and regulations, resulting 

in conflicting situations between competent authorities. 

 

There are many initiatives that have been performed to identify the non-physical obstacles in Asia 

region. Following the most important initiatives are being presented.  
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The following examples of non-physical obstacles are the most frequently mentioned in the EATL 

UNECE study: 

• Border crossings with unsuitable or insufficient capacity, without separate lanes for transit 

traffic and empty vehicles; 

• Insufficient or non-secure parking spaces at borders and en route; 

• Sophisticated or complex border crossing procedures; 

• Low level or lack of computerization; 

• Systematic control of vehicles and goods instead of controls based on risk assessment/ 

management techniques; 

• Complex and often contentious procedures for weighing commercial vehicles; 

• Insufficient cooperation and coordination between the authorities responsible for controls 

both at national and international levels; 

• Change of procedures without notice; 

• Proliferation of taxes, duties and fees; 

• Compulsory convoys of vehicles with customs or police escorts imposed even in countries 

with an international transit system in place. 

 

The Transport and Trade Facilitation Strategy (TTFS) and Action Plan for 2008-2017 of the CAREC 

program in Central Asia aims to upgrade six key transport corridors across the CAREC region and 

simplify and harmonize the regulations that govern cross-border trade in the region. The Action Plan 

comprises investments in 70 physical and 52 non-physical elements that are key in the structure of 

these transport corridors.  

 

The performance measures developed by the World Bank in 2009 for the TRACECA region have 

shown the following: 

• Unofficial border posts continue to be operated along the Kyrgyz/Uzbek/Tajikistan borders; 

• TIR trucks are not widespread in South and Central Asia. They are viewed as expensive, 

unnecessary, and ineffective in preventing delays along the corridors; 

• Performance along corridors has shown marginal improvement since 2006.                         

However, unscheduled stops contribute an additional 25-33% in overall travel time; 

• Marginal improvements at BCPs since 2008; 

• Idle time waiting at the border crossings can be 13hrs 26mins (Korgas). Average time: 2hrs 

48mins; shortest time: 5mins (KyzylBel) 
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• Average of 2 stops per 100 km by traffic police 

• Unofficial payments: $13 - $106, about 21% of total costs on some corridors 

• Average travel speeds 36 - 51 km/hr (excluding stops) 

• Overall commercial speed 17 – 28 km/hour (including stops) 

 

There are a number of obstacles to using EurAsEC ITCs to increase the volume of freight transit. 

However, the issues are different for each mode of transport used in transit operations.                          

Non-physical barriers are those non-technical barriers to trade, which, to a large degree, are 

“manmade;” these are: 

 

• Protracted customs procedures at border crossing points, which significantly increase 

waiting times for vehicles and rolling stock; 

• Random inspections, often requiring sealed transit containers to be opened; 

• Non-harmonized transit tariffs across the CIS; despite the signing of international 

agreements, transit tariffs still vary from country to country; 

• Migration rules: The time drivers are allowed to stay in EurAsEC differs from country to 

country. 

 

Independent analysts and shipping agents have also identified issues which they see as disincentives 

to transit operators: cumbersome licensing procedures; the need to obtain numerous permits for 

each shipment; the long waiting times for permits and other documents to arrive from state 

agencies; lengthy procedures at EU border crossing points; the extensive paperwork required by 

customs authorities; lack of coordinated inspection procedures at vehicle border crossing points; 

extortion by inspection officials; compulsory escorting of loads, which must be paid for; local charges 

(related to vehicle weight, dimensions, deviation from a route, passing through certain cities or 

areas, etc.); extortion on highways and in cities; robbery; poor maintenance of roads and of vehicles; 

absent or incorrect signposting on roads and in cities, etc 

 

IRU in the NELTI project has identified the following non-physical barriers for the three main 

corridors (northern, central and southern ) that have been used by the NELTI project: 
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For the Northern Route:  

After analyzing the results of the study, the major reasons for delays on the Northern Route are: 

• Long waiting times at borders; 

• Poor road sections. 

These factors  reduce the average speed of trucks on the Northern Route to 489 km/day, compared 

to an average intra-European speed of approximately 750 km/day. The following stand out among 

the most time-consuming borders: 

1. Kazakhstan – Russia Border Crossings: The average waiting time at the major border crossing 

points exceeds 5-6 hours. At the most heavily used border crossing point on the Northern Route, 

Petuhovo/Jonajel, waiting times vary from 4 to 60 hours and are on average 21 hours. 

2. Uzbekistan – Kazakhstan Border Crossings: The average waiting time exceeds 15 hours, varying 

from 4 to 48 hours.  Study results show that Baurzhana-B.Konysbaeva /Yallamais the most used 

border-crossing point by IRU NELTI drivers. 

3. Belarus – Poland Border Crossings: Average waiting time exceeds 6 hours, Kukuryki/ Kozlovichi 

being the border c rossing point most often used on this route. 

4. Uzbekistan – Tajikistan Border Crossings: The average waiting time exceeds 11 hours. 

Andarkhan/Patar border crossing: from 3 to 8 hours; Fotehabad/Oibek border crossing from 7 to 41 

hours. 

5. Kyrgyzstan – Uzbekistan Border Crossings: Common waiting time at Dustlik on the border 

between Kyrgyzstan and Uzbekistan is more than 24 hours on average.  

 

Other observations show that fueling time takes on average of half an hour. Interruptions by road 

police/inspection do not normally exceed half an hour. During each trip, an average number of 4-5 

interruptions can be expected. Total expenditures of drivers on the Northern Route vary from 500 to 

3,000 USD. Fuel expenditure is the highest cost, which is followed by border-crossing payments, 

which can represent up to 30% of total expenditures. On average, 70% of cross-border payments on 

the Northern  Route are unofficial. In some cases, this amount can be 97% of the payment required 

at a border. 
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Central Route:  

The average speed on this route is only 366 km/day. The reasons for the lower figure in comparison 

to the Northern Route are the following: 

• Caspian Sea and Black Sea crossings; 

• Long waiting times at borders; 

• Regular interruptions by road police/inspections. 

On the Turkmen – Azerbaijan border, the longest waiting time observed (from one to six days) was 

at the Turkmenbashiport. Regular interruptions by road police/inspections are another time-

consuming factor on the Central Route. Up to 17 hours (in total per trip) can be lost by a driver 

because of transport inspections and road police checks. For some operators, the amount of forced 

stops was 19 per one way trip. 

 

Total costs on the Central Route are on average 2,600 Euros. Over 2/3 of this amount is fuel cost. 

The second item is cross-border payments, which vary from 135 to 565USD (in almost every case, 

over 85% of the amount is paid unofficially). The third cost component is the ferry payment. 

 

Southern Route:  

The major reasons for time delays are: 

• Waiting time on border crossings; 

• Driving restrictions in some areas. 

 

In general, waiting times on Southern Route borders are the longest of the three NELTI routes. From 

seven total observations made, the average time that operators spend on border crossings is more 

than 80 hours per trip, which is equal to 3.5 days of lost time. 

 

The most time-consuming border crossings along the Southern Route are: 

1. Islamic Republic of Iran – Turkey border crossing with an average waiting time of over 30 hours: 

the Lutfabad (Iran) – Artik (Turkey) border c rossing is the most used. 

2. Uzbekistan – Tajikistan border crossing with an average waiting time of over 18 hours. Among 

other observations on this route, drivers specified that the Iranian transit visa is given for only seven 

days, which is generally not enough to cross the country, since in some regions driving time is only 

from six in the morning to nine in the evening. A transit visa of 14 days is a reasonable solution for 

this. 
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2.2. MENA region  

With regard to barriers stemming mainly from by customs and trade regulations, the MENA average 

is noticeably higher than the world average. Here again, there are important differences across 

countries in the region, with a significantly higher percentage of business managers in Lebanon, 

Algeria, and the West Bank and Gaza identifying these regulations as particularly onerous to the 

operation of their businesses. In Morocco and Jordan, by contrast, the percentage of business 

managers reporting customs and trade regulations as a major or severe constraint is significantly 

lower than the world or MENA averages. 

 

Custom clearance procedures are also more time-consuming in the MENA region compared to other 

regions of the world. Clearing exports through customs takes an average of 6.3 days in the MENA 

region compared to the world average of 5.6 days. For imports, the average time for clearance 

through customs is 11.4 days in the MENA region, compared to the world average of                9.0 

days. Once again, these averages conceal important differences across countries in the region. For 

example, the average number of days it takes to clear exports through customs is notably higher in 

Algeria and Lebanon, while for imports, the time required is significantly above the world and MENA 

averages in the Palestine and Algeria. Morocco and Jordan once again appear to have very efficient 

customs clearance procedures.  

 

UNESCWA has conducted extensive studies and analyses of non-physical barriers to trade in the 

Middle East region, among them is the benchmark study on facilitation of transport of international 

goods in the ESCWA region (2000; six volumes). Around 25 obstacles were identified and more that 

50 recommendations for facilitation were made. 
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Figure 29: Customs Efficiency in the MENA Region 

 

 
Source: World Bank Business Enterprise Survey Database. 

 

2.3. Sub-Saharan African Region 

The Cairo to Dakar Trans-African Highway 

The problem of multiple controls on the roads, both official and non-official, that profoundly affects  

the countries in West Africa seems to be essentially the case in Senegal and in Mauritania as well. 

Thus, the solutions to this problem are also basically the same, i.e. political will to intervene at the 

highest levels in order to remove the underlying causes of this situation. In  the remaining countries  

the seriousness of these problems, if they exist, seems to be on a much reduced scale. 
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The Algiers to Lagos Trans-African Highway 

For Algeria’s borders with Mali and Niger, the problems reported have to do with an excessively 

rigorous and narrow interpretation of the regulations, and this causes problems and delays on the 

border crossings. In addition, the fact that Algeria suspended the application of the TIR convention in  

1992 has not helped. 

With regard to non-physical barriers, the ECOWAS region is subject to the same problems as the 

other parts of West Africa, with an excessive number of controls and check points, both legal and 

illegal, which slow traffic while extorting money from trucks and buses. 

In Algeria the situation is reported to be radically different. There are controls, but their purpose and 

character differ in that they are related primarily to the security situation. 

 

The Tripoli to Windhoek  Trans-African Highway 

Although the long-term objective of ECOWAS is to establish a customs union, the revenue generated 

by customs duties is an important source of income for many West African countries. A full-fledged 

customs union may therefore take time to negotiate and implement. In the shorter term, the aim of 

the Community is to harmonize customs procedures and the handling of goods at ports and border 

crossings. The existing system requires that all goods imported into the ECOWAS area be cleared for 

customs in the country of destination. There are facilities for goods produced in the ECOWAS area to  

be provided with an ECOWAS certificate of customs waiver, but such certificates are only issued on   

a product-by-product basis after careful scrutiny by ECOWAS. Furthermore, Libya does not charge 

any custom duties for goods produced in Africa. However, the basic rule is that duties be paid for 

goods imported into a country. 

 

Harmonization of customs, efficient customs operations, and more effective transit arrangements 

have therefore remained the main tasks of ECOWAS as discussed below. 

The cost of these non-physical barriers is substantial in both money and time. Preliminary estimates 

indicate that the negative impact for the 14 member states of ECOWAS had reached 80-100 million 

US$ in 1999 on an annual basis. Given this background, it is hardly surprising that the cost of 

transporting a container from a port in West Africa to one of the landlocked countries in the 

hinterland is about three times as expensive as the freight from Europe to the port. 
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The Dakar to N’Jamena Trans-African Highway 

A problem for road transport in the region, in some respects more serious than the lack of 

coordinated rules, is the relatively widespread non-application of the existing rules and the 

proliferation of various controls and checkpoints, not only at border crossings but also within the 

countries. In addition, not all the controls are official but there are also many unofficial controls  

which levy important amounts from the truckers, bus operators and passengers. This is a problem 

which has been extensively studied and where the results all indicate huge economic losses for the 

countries. It has, for example, been estimated that the non-application of the Convention Transit 

Routier Inter-Etats des Marchandises (TRIE) convention among eight member states of ECOWAS 

gives rise to annual losses of more than two billion CFA, or about 3M USD at today’s exchange rate, 

through various charges levied under way as well as loss of time at checkpoints (1997). 

 

The proliferation of controls and checkpoints along the route is excessively disruptive for transport. 

Between Lagos and Abidjan, a distance of less than 1000 km, it has been reported that there were 

69 different control points, i.e. one every 15 km. On the road through Burkina Faso from the border 

with Cote d’Ivoire to the border with Niger, which is about 900 km within one country, there are                

37 controls. Each of these controls collects one to two thousand CFA, so the total adds up to around 

50,000 CFA (about 75 USD) per loaded domestic truck traveling that road, with about twice that 

amount charged for foreign trucks. The control points are not fixed but vary from time to time. They 

are set up and manned by various entities, such as police (national as well as municipal), 

gendarmerie, customs, veterinary services, etc. Neither are they all official, and it is reported that 

the main purpose is not to control adherence to laws and regulations, but simply to collect money 

from those using the roads. Also, the procedures on the borders are reported to be very 

cumbersome, usually taking at least one full day. There are other problems at the borders.                       

As the border posts are separated, all the procedures and controls, and hence the time needed, are 

duplicated. In addition, there is a widespread system of obligatory customs escorts in which the 

trucks are forced to wait until a sufficient number of them are formed into a group, which is then 

escorted by customs officers. As these escorts are not organized on a daily basis, they further add to 

the time needed for transport. There are also fees to be paid by the vehicles thus escorted, even if 

the escorts never take place. 
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The problems are thus extensive, deeply rooted and difficult to address. They have been noted for                 

a long time, and the studies and proposals on how to improve the situation are numerous, ranging 

from additional studies to decreasing the number of controls and adherence to and application of 

international conventions in these areas. The concrete measures underway, on a pilot basis, include 

the construction of border posts situated in one common area, to shorten the time for crossing the 

border, and the introduction of observers who can continuously report on the delays and other 

conditions on the borders and elsewhere. Basically, the problems and their solutions are of a  

political nature and thus require agreements and intervention from the highest government levels. 

 

The N’Jamenato  Djibouti Trans-African Highway 

The progress in this field is very slow. Simplifications of the customs procedures have been 

introduced, however the rate of implementation tends to be slow. Still, improvements within the 

COMESA countries can be seen. There are also major unresolved problems in this field . One has to 

do with the handling of customs bonds, which functions at present as a fragmented system.                   

(Each country through which transit goods pass, requires their own bond). Work is now in progress 

to establish a Regional Customs Bond Guarantee that would be accepted by all corridor countries. 

 

One simple measure, which would considerably reduce the waiting time at borders, would be to  

extend the opening hours of the border post. This measure has been temporarily introduced in some 

of the COMESA countries with very good results.  

The Dakar to  Lagos Trans-African Highway 

The situation with respect to non-physical barriers to  trade and traffic is basically the same in the 

whole of West Africa. For the Lagos-Dakar Trans-African Highway the same description and 

comments as those given above for the Trans-Sahelian Highway apply. The problem is a serious one 

with very negative consequences for the economies of the Sub-Saharan region. It is a known 

problem which has been extensively studied, but for which effective counter measures have been 

hard to implement. 

 

Nearly all West African States (ECOWAS) maintain numerous checkpoints, where drivers are 

sometimes subjected to administrative harassment and extortion (Table 5-13: Checkpoints along 

Major ECOWAS Highways). 
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Figure 30: West African States Checkpoints 

Source: UNECA 2005 

Payments at checkpoints include, among other things, various taxes and transit charges. Such 

payments also vary with the type of vehicle, type of goods transported and nationality of the 

transporter; and they involve the police, customs officers, and gendarmes. In addition, some of 

these checkpoints are illegal. 

 

Checkpoints are not limited to West African countries. Road users in all regions suffer from the 

existence of numerous checkpoints. For example, between Mombassa (in Kenya) and the Uganda 

border, there are 27 police controls and within Uganda, there are 4 checkpoints and 5 obligatory 

stop zones for transit vehicles. 

 

The problem of numerous checkpoints is worse in some countries where the security of goods is not 

safeguarded, and they can be diverted from their intended destination. In Kenya , Tanzania, and 

Cameroon, a transit monitoring system in the form of police escorts has been introduced , and this  

contributes to delays and results in additional costs: The police usually escort convoys of trucks, and 

the journey only begins when several trucks are ready to depart; operators must also pay for the 

security provided by these police escorts. 

 

Other obstacles for transport operators are divergences in transit costs among member states in  

different African regions, resulting in lack of transparency and high road user charges. However, 

recent progress was made in COMESA (the Twelfth Summit of COMESA, Nairobi, Kenya, May 22-23, 

2007) in the harmonization of transit charges (tariff barriers) at the regional level, and this is  

becoming operational in Burundi, Ethiopia, Kenya, Malawi, Rwanda, Sudan, Uganda, Tanzania, 

Zambia and Zimbabwe. 
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There is also room for improvement regarding, documentary requirements, automated processes, 

information technology, security procedures, customs administration, and administrative 

procedures in general. 

 

Delays at African customs are on average longer than the rest of the world: 12 days in countries 

south of the Sahara, compared to 7 days in Latin America, 5.5 days in Central and East Asia, and 

slightly more than 4 days in Central and East Europe (UNECA, 2004). The situation in crossing 

borders between African countries can be worse: Delays at the main border between South Africa 

and Zimbabwe (Beit-Bridge) amounted to  six days in February 2003, leading to an estimated loss in  

earnings per vehicle of US$ 1,750, equivalent to the cost of a shipment from Durban in South Africa 

to the US (World Bank, 2005) 

Rail 

Construction of railway infrastructure is only a necessary, not a satisfactory, condition for the 

development of competitive railway corridors and routes. The physical missing links are only a part 

of the challenge, since the operational systems must improve in order to realize the full effect of 

infrastructure investments. If the operational system is not functioning, quality is low or the 

commercial conditions are not accepted by the market and the return on investments will be low. 

 

Regulations, infrastructure, rolling stock, and procedures in Africa are not generally homogenous,              

all contributing to more complex border crossings in regions where the infrastructure actually exists. 

This discontinuity has severe impact on effective logistical chains—time consumption as well as 

costs. Efficient border crossing by railway is particularly important in Africa where 15 of the world’s  

30 landlocked countries are located. Furthermore, there can be missing links due to geographical 

conditions, national conflicts, damage or economic reasons (it might not be considered commercially 

viable to build the link). Whether the missing links are to be completed depends mainly on the 

importance of the relevant trade opportunities compared with investment cost to complete the 

links. 
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3. Comparative analysis of trade logistics in the OIC regions  

 

Transport cost affects the volume and the composition of trade. Empirical evidence shows that 

freight charges are a crucial determinant of a country’s ability to participate in the global economy 

and ultimately of its export competitiveness. It has been estimated that a ten percent increase in 

transport costs may reduce trade volumes by more than twenty percent and that a decline in 

transport costs has accounted for eight percent of average world trade growth in the post-World  

War II period 36.  

1. Transport prices are the rates charged by a 

transport  company or a freight forwarder to the 

shipper or importer. Normally transport prices = TCs 

+ operator’s overhead and profit margin. 

2.  Transport costs (TCs) = VOCs + other indirect 

costs, such as license, insurance, road tolls , and 

payment for roadblocks. 

3. Vehicle operating costs (VOCs) include various 

direct costs for operating any given vehicle, notably 

maintenance, tires, fuel, labor, and capital costs. 

 

 

The OIC countries that today hold a predominant 

position in international and intra-OIC trade are 

those that are provided with developed, adapted 

infrastructure and transport logistics that 

encompass all the operations related to road, 

maritime or fluvial, railway, and even air 

transports—called external logistics (supply and 

distribution)—as well as internal logistics in the production areas (stock management, production 

planning, order processing, packaging, handling). Certain countries (Malaysia, Indonesia, Turkey, and 

                                                            
36 World Trade Organisation, World Trade Report 

 

Figure 31: Transport Cost Structure 

 

Source: World Bank 2009 
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some GCC countries) have also developed reverse logistics37 linked to all the operations that manage 

returns. 

 

In fact, logistics are at present experiencing a noticeable evolution in a large number of the OIC 

countries, with the building of equipped logistics platforms (like Jbel Ali in the UAE and Tangiers Med 

in Morocco, in Djibouti or in certain free trade areas or ports of the OIC). This is simply a necessity 

when it comes to facing the complexity of globalization and the new requirements of the market. 

Based on this, member states should invest more in improving their logistics chain to guarantee the 

competitiveness of their products, while respecting the requirements of customers (good quality 

products, supply deadline, price-quality ratio, etc.). 

 

In many OIC countries, transport infrastructure is obsolete; transit operations are inefficient; and the 

control points before reaching the targeted destinations are very numerous, especially in landlocked 

countries, all of which lead to a rise in transport costs and considerable impediments to trade 

expansion and development. Several studies show that the development of a well-organized 

network of national and international means of transport is greatly needed in order to boost 

economic activity and open productive zones in the various OIC countries and that such a network 

would enable them to establish links with domestic, regional, and international markets. Transport 

links among member states are lacking, and freight costs are relatively higher compared to the 

industrialized world. 

 

Problems linked to facilitation mainly concern all or part of the following elements: in frastructure; 

management of ports, airports, and customs posts; transport regulations; payment systems; 

automation; taxation on transport and transit; functions and behavior of agents; the integrity and 

efficiency of customs services; the integrity of business circles; and whether a country is landlocked. 

 

Documentation Requirements 

 

Innumerable documentation requirements and official regulations exist for the import and often 

also for the export of goods. Approximately 60 documents are used in an average international trade 

                                                            
37 The process of planning, implementing, and controlling the efficient, cost effective flow of raw materials,         

in-process inventory, finished goods and related  information from the point of consumption to the point of 
origin for the purpose of recapturing value or proper disposal. 
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transaction, and although these documents have different purposes, around 80 percent of the 

information contained within them is the same. 

 

Customs Administration 

Customs departments and other government agencies involved in trade are often inefficiently 

structured internally. Common problems include inadequacies in physical infrastructure, shortages 

in human resources, and lack of efficient cooperation between customs administrations as well as 

between customs and trade operators. 

 

For the OIC countries, the number of export and import documents and the duration of export days 

are less numerous compared with those of South Asia and Sub-Saharan Africa. It can be seen from 

Table 25 that it is more difficult to do cross-border business between Sub-Saharan African countries 

than with the rest of the world: a full array of documents, heavy administrative procedures, and very 

expensive transaction costs add to the burden. 

 

Table 25: Regional Averages of Indicators Relating to Cross-Border Trade in 2009 

  
Source:  The World Bank Group, Doing Business 2010 

 

The following table shows that in the OIC member states of Central Asia, it is difficult to carry out 

exports because of the full array of documents to be presented (between 5 and 12), the excessive 

number of days for goods to reach their destination (between 21 and 89 days), and the very 

expensive cost of a container, which varies from 611 and 4,600 US dollars. Therefore, member states 
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located in Central Asia need to adapt their trade facilitation programs to increase their 

competitiveness. 

Table 26: Statement of the Procedures of Cross-Border Trade of Asian OIC Member States 

in 2009 

  
Source:  The World Bank Group / Doing Business 2010 

 

� Exports: It should be noted that there are a number of documents to be presented to carry out 

an export operation in Sub-Saharan Africa (between 5 and 11), and the duration of the operation 

may vary between 11 and 75 days, with a container cost fluctuating between 831 and 5,497 US 

dollars. 

 

� Imports: The number of documents to be produced varies between 5 and 11, and the length of 

time for an import operation varies between 14 and 100 days, with container costs that can 

reach 6,150 US dollars.  

 

Most African countries of the Sub-Saharan region should also initiate reforms of their trade policies 

to facilitate cross-border trade transactions by adopting national single windows and aids to the 

finance and insurance companies involved in foreign trade, and possibly creating an African regional 

maritime company in order to reduce international transport costs. 
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Table 27: Procedures for Cross-Border Trade of Sub-Saharan African Member States              

in 2009 

 
Source:  The World Bank Group, Doing Business 2010 

 

Table 28: Procedures for Cross-Border Trade in the GCC Countries in 2009 

 Source:  The World Bank Group, Doing Business 2010 
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According to the data in the table above, the GCC countries have the lowest indicators within the 

OIC group; just six documents need to be produced, the duration of cross-border operations is                  

16 days, and the container cost varies between 807 and 860 US dollars, which is about half the costs 

of the OIC group. This reflects the openness of the GCC countries to world trade with the institution  

of trade reform policies in these countries and the existence of 30 years of initiatives for a common 

market . 

 

Table 29: Procedures for Cross-Border Trade in the Middle Eastern Countries in 2009 

  
Source:  The World Bank Group, Doing Business 2010 

 

The indicators for cross-border procedures in the OIC member states in the Middle East show that 

they are all marginally lower than the OIC average; this implies that reforms have been introduced in 

trade policies with a view to facilitating trade with the rest of the world. Taking into account the 

prevailing situation in Iraq, the duration of c ross-border trade transactions is still considerable and 

can exceed 100 days; the number of documents amounts to about ten; and the container cost was 

about US$ 3,900 in 2009. In comparison with the OIC average, the indicators for trade transactions 

in the AMU countries are still acceptable, yet reforms relating to foreign trade policies should be 

initiated in Mauritania to facilitate their procedures for international trade. 
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Table 30: Procedures for Cross-Border Trade in the Arab Maghreb Union Countries in 

2009 

  
Source:  The World Bank Group, Doing Business 2010 

 

Comparative Analysis 

1. The number of export documents to be 

produced: The OIC countries that require the 

most export documents are: Afghanistan                 

(12 documents), Burkina Faso, Kazakhstan, and 

Mauritania with 11 documents each, and 

Cameroon (10 documents), while the countries 

that request fewer documents are: United Arab 

Emirates (4 documents), Tunisia, Qatar, 

Lebanon, and Indonesia with 5 documents each;  

 

2. The duration of export operations:                    

The countries that take longer to finalize export 

operations are: Iraq (102 days, while taking into 

consideration mitigating circumstances), 

followed by Kazakhstan             (89 days), 

Tajikistan (82 days), Chad                  (75 days), 

and Afghanistan (74 days); and the best 

performers are: the United Arab Emirates (8 

days), followed by Senegal                 (11 days), Turkey, Morocco, Egypt, and Bahrain with 14 

days;  
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3. The export cost of the container: The OIC 

countries that have the highest container 

cost are: Chad with US$ 5,497, Iraq                    

(US$ 3,900), Niger (US$ 3,545), Afghanistan 

(3,350 US$), and Uganda (US$ 3,190), while it 

is cheaper in Malaysia (US$ 450), United Arab 

Emirates (US$ 593), Pakistan (US$ 611), 

Brunei (US$ 630), and in Saudi Arabia                 

(US$ 681);  

 

 

4. The number of import documents to be 

produced: The OIC countries that require the 

greatest number of documents for an import 

operation are, by order of magnitude: 

Azerbaijan with 14 documents, Kazakhstan 

and Afghanistan (13), Burkina Faso and 

Cameroon (11 documents each).                         

Other countries that demand less paperwork 

are Senegal, United Arab Emirates, Djibouti, 

and Saudi Arabia with 5 documents each, and 

Sudan with 6 documents;  

 

5. The duration of import operations:                    

The finalization of import operations can be 

lengthy and cause excessive delays in some 

countries; these are: Iraq (101 days), Chad 

(100 days), Uzbekistan (92 days), Tajikistan (83 

days), and Afghanistan (77 days).                   On 

the contrary, in some countries import 

operations do not last more than 15 days; 

these are: the United Arab Emirates with 9 days, Senegal and Malaysia with 14 days each,  

Egypt and Turkey 15 days each;  
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6. The import cost of the containe r: To ship            

a container to a foreign market is on 

average more expensive in Chad, at                  

US$ 6,500, Uzbekistan (US$ 4,600), 

Tajikistan (US$ 4,550), Iraq (US$ 3,900), 

and Burkina Faso (US$ 3,830). On the other 

hand, the shipping of a container costs              

US$ 450 in Malaysia, US$ 587 in the United 

Arab Emirates, US$ 657 in Qatar, US$ 660 

in Indonesia, and US$ 678 in Saudi Arabia. 
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CHAPTER 4: Trade & Transport Facilitation: 

Trade and Transport Agreements 

 Along the Transport Corridors 

 
Introduction 

This chapter focuses on trade and transport facilitation. Since the transport corridors were identified  

in chapter 1, the trade volumes as “clients” of these transport corridors illustrated in chapter 2, the 

barriers that exist today that make these transport corridors a key for development (Chapter 3), this  

chapter presents and analyzes the solutions for these barriers. Trade and transport facilitation  

agreements are the solutions for the non-physical barriers, the high transportation costs, sometimes 

even for physical barriers, as they determine construction standards and improve cooperation at the 

operational level.   

1. Trade and Transport Facilitation38  

The following diagram illustrates the existing topics in trade and transport facilitation.   

Figure 32: Trade and Transport Facilitation Topics 

 

Source: Global facilitation partnership for transportation and trade, Consultant’s Analysis 

 

• Economic development and trade: Trade facilitation, in its broadest sense, can be defined as any 

measure, or set of measures, that aims to increase the cost-effectiveness of international trade 

transactions. 

                                                            
38Global facilitation partnership for transportation and trade, www.gfptt.org 
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• Trade liberalization and facilitation: Trade policy allowing domestic providers (of goods and/or 

services) to compete more freely in world markets and foreign providers to compete more freely 

in domestic markets. 

• Trade facilitation for small and medium enterprises: The impact of trade facilitation on the 

development of Small and Medium-sized Enterprises (SMEs). 

• Other trade facilitation aspects: The range of aspects in trade facilitation aside from border 

processing and agencies, partnerships, trade liberalization, transit and transport. A broad 

definition of trade facilitation includes the environment in which trade transactions take place. 

• Building TTF partnerships: Arrangements in which two or more organizations join to advance 

their objectives for better facilitation of legitimate trade, combined with better controls of non-

compliant trade. 

• Electronic commerce and business: The relation of electronic commerce and business in the 

context of trade and transport facilitation can be broadly defined as facilitation of business-to-

business (B2B) and business-to-administration (B2A) operations in the course of commercial 

transactions by optimally using ICT for issuing, submitting, accepting, and processing electronic 

documents between the involved parties. 

• Customs issues: Those topical issues currently under discussion, being given consideration, or 

actively receiving attention, which relate to the policy, operational, or technical environment of 

the international customs community.  

• Border agency modernization: Comprehensive streamlining of processes, formalities, 

procedures, and documents handled by institutions and agencies involved with trade, supported 

by an improved legal and regulatory framework, institutional strengthening, information 

technology solutions, and improved human resources.  

• Trade logistics and facilitation: The management of international flows of goods, and related 

documentation and payments, with a focus on reducing direct and indirect logistical costs 

through the simplification/harmonization of procedures and documentation. 

• Transport operations: Policies, reforms, and the regulation and operation of transport services 

and related infrastructure, in order to facilitate trade and its transport. 

• Transit: Transit refers to movement of goods through customs control from one customs office 

to another without paying import duties, domestic consumption taxes, or other charges 

normally due on imports. This movement is subject to the laws and regulations of the transit 

country and also to bilateral or international agreements.  
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• Regional transport integration: The alignment of a number of technical transport aspects 

(transport market access, user charges, standards...) to facilitate operations of national transport 

companies across a region.  

 

1.1. Benefits from Trade and Transport Facilitation39 

The potential economic benefits accruing to the facilitation of trade are significant. A recent study 

(Wilson et al, 2004) investigated the relationship between trade facilitation in four important 

categories: Port efficiency, the customs environment, the regulatory environment, and service 

sector infrastructure, and the impact on flows of traded manufactured goods, predicting an increase 

of US$377 billion globally, with the benefits falling disproportionately on exports.  

Other authors either consider more specific categories of trade facilitation initiatives or a more 

limited country set. Hertel, Walmsley and Itakura (2001) found that greater standards harmonization  

for e-business and automating customs procedures between Japan and Singapore increased overall 

trade flows between these countries, as well as their trade flows with the rest of the world. 

Hummels (2001) finds that each day saved in shipping time, in part due to a faster customs 

clearance, is worth a reduction of 0.5 percentage point in ad-valorem tariffs . Freund and Weinhold 

(2000) found that a 10 percent increase in the relative number of web hosts in one country would 

have increased trade flows by one percent in 1998 and 1999. Fink, Mattoo, and Neagu (2002) found 

that a 10 percent decrease in the bilateral price of phone calls is associated with an 8 percent 

increase in bilateral trade.  

 

UNCTAD (2001) uses advanced macro-economic models (Computerized General Equilibrium) to  

consider trade facilitation  in the broader context of creating an environment conducive to 

developing e-commerce. The objective of the CGE analysis was to consider the relationship between 

an exogenous shock of a given size that resulted in productivity growth and that applied equally to 

all members of the group and its effect on  the GDP of regional groups of countries. The results show 

that a one percent reduction in the cost of maritime and air transport could inc rease Asian GDP by  

some $3.3 billion. If trade facilitation is considered in a broader sense to include an improvement in 

wholesale and retail trade services, a one percent improvement in the productivity of that sector 

could increase GDP by an additional $3.6 billion. Global Economic Prospects (2004) clearly outlines 

the links between trade reform and poverty reduction. Because most poor people live in rural areas, 

cutting trade barriers in agriculture is among the most important steps to poverty reduction.                        

                                                            
39Global facilitation partnership for transportation and trade, www.gfptt.org  / OECD, www.oecd.org 
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A relatively simple program to cut tariff peaks in rich countries to 10 percent in agriculture and                  

5 percent in manufacturing, reciprocated with cuts to 15 percent and 10 percent respectively in 

transition and developing countries, coupled with other complementary measures, would produce 

gains for transition and developing countries of nearly US$300 billion by 2015. The wealthier 

countries would gain too—up to US$170 billion. This is projected to cut the number of people in  

poverty by 8 percent or 144 million individuals. 

 

Table 31: Welfare Effects from Trade Facilitation Measures 
Author  Key findings 

Francois et al. 
(2005) 

Based on a CGE model exercise, the authors estimate that world annual income 
will increase by USD 72 billion (USD 151 billion) following a 1.5 percent (3.0 

percent) reduction in TTCs for goods trade. In proportion to national income, most 
of these gains would benefit developing countries. All regions or major trading 

nations would benefit, except China, in the 1.5-percent reduction scenario. All 
countries/regions would benefit in the 3.0 percent, or “full liberalization”, 
scenario. 

OECD (2003a) Based on a CGE (GTAP) model exercise, the authors estimate that a one percent 
reduction of TTCs for goods trade will bring annual gains of about USD 40 billion 

globally. Most of these gains wouldl benefit developing countries in relative 

terms. There are no losers. Estimates based on share of GDP reveals that the 

Middle East and North Africa (0.27 percent), the non-OECD Asia Pacific (0.25 
percent), OECD Europe (0.19 percent) and Sub-Saharan Africa (0.18 percent) 

would be particularly well off. 

APEC (2002) Based on a CGE model exercise for APEC economies, the authors estimate that            
a 5-percent reduction in TTCs for goods trade will raise APEC’s GDP by USD 154 

billion, or 0.9 percent. 
Commonwealth 
of Australia 

(2002) 

The authors estimate that in terms of annual increases of real incomes measured 
in 1997 prices, gains from reforms of customs procedures are estimated to be USD 

0.4 billion in the Philippines, USD 2.3 billion in Singapore, and USD 1.2 billion in 
Thailand. 

UNCTAD (2001) A one percent reduction in the cost of maritime and air transport services in 

developing countries could increase global GDP by USD 7 billion (1997 value). 
Source: OECD40 

 

Besides the benefits coming from better market access, there are of course other benefits too. Trade 

facilitation may benefit the national economy, for example, by facilitating the efficient collection of 

import duties and circulation of goods. At the WTO Symposium on Trade Facilitation                             

(March 9-10, 2001) and in national reports on trade facilitation experience submitted to the WTO 

Council of Trade in Goods, several success stories on benefits to the public sector have been 

recounted. Trade facilitation measures might save on the costs borne by governments to pursue 

customs administration and enforcement. An increase in public sector efficiency through trade 

                                                            
40OECD, October 2005, The Economic Impact of Trade Facilitation. 
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facilitation measures might enable governments to cut redundant resources or move such resources 

from resource-sufficient activities (such as document format verification) to more labor-intensive 

activities (such as physical inspection)41. 

 

Anecdotal information indicates that computerization and the use of EDI (electronic data 

interchange) in customs results in a rise in import duty collection. Gutierrez Ossio (2001) reported 

that Bolivia Customs raised its duty collection up to 11% (25% when the applied reduction in tariff 

rates is taken into  account). Similarly, UNCTAD reported ASYCUDA’s success stories: Following the 

introduction of ASYCUDA, the Philippines increased customs revenue by more than US$215 million, 

Sri Lanka by more than US$100 million, and Panama by three percent in spite of its 50 percent cuts 

in tariff rates. The World Bank reported that the Port of Beirut has accelerated customs clearance 

from two or three days to a few hours thanks to the use of ASYCUDA++ and SAD.  

 

Case Study: ASYCUDA in Palestine 
 

Palestinian efforts to develop the trade sector have always confronted obstacles, sometimes related 

to limitations when implementing international standards and most frequently related to  Israeli 

procedures based on security concerns. Both issues are perceived as trade barriers and they are 
evidently causing a negative impact on Palestinian competitive capacity (exports) while imposing 

additional costs to Palestinian traders (imports). Since 2000, with the vision of dealing with these 

challenges using automated tools, the Palestinian Authority embarked on a comprehensive plan for 
modernizing customs, including a state-of-the-art system—ASYCUDA—developed and implemented 

by UNCTAD. 
 
The Palestinian Authority definitely found remarkable benefits from this decision which, together 

with other experiences and capacity building programs, helped its Customs Department introduce 
procedures, balancing international standards and the government’s determination to facilitate 

trade. One of the best illustrations is the successful implementation of a fully automated customs 

control at the Rafah crossing point, a fter the unilateral Israeli withdrawal from Gaza, in November 

2005. 
 

Today it is possible to perceive the improvement of Palestinian Authority customs controls over 

trade transactions; furthermore, its modernization program has also created the capacity to 
automatically review and audit Israeli transfers associated with collection of revenue for Palestinian 

imports. A tangible example of this capacity is the transfer of additional revenue collected as result 

of amending declarations for used vehicles. In  2008, statistics revealed an important increment of 
$10.3 million, while 2009 shows that almost $32 million in income is related to amendments. Based 

on these facts and the continuous improvement of Palestinian Authority customs, it was agreed that, 

effective January 2010, [date?] final assessment for used vehicles should be carried out by 

Palestinians. 

 

                                                            
41OECD, 2002, Business Benefits  of Trade Facilitation 
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The Micro Benefits of Trade Facilitation: 

At a micro-economic level, trade facilitation has a direct impact on total logistical costs, the sum of 

time and money involved in moving traded goods. Lower transport costs can lead to higher wages, 

thereby having a direct impact on poverty reduction. The associated increase and broadening of the 

exports of a country can reduce the vulnerability of the respective economy to exogenous shocks, 

increase the potential for knowledge spillovers in specific sectors, and have a positive impact on 

foreign direct investment (FDI). 

 

A broad, well-designed, trade facilitation program can also positively affect the development of 

SMEs, which have been found to be the engines of economic development in many transitional 

countries (see World Bank, 2002), growing faster, engendering more employment opportunities, and 

making a substantive contribution to the objective of broad-based economic growth 

 

In Annex I a number case studies illustrate the impact of trade facilitation on trade flows and on 

government revenues.  

1.2. Cost for Implementing Trade Facilitation Measures42  

The costs of introducing and implementing trade facilitation measures have increasingly attracted 

attention and have been the subject of much concern in recent WTO discussions. Recognizing the 

significance of the cost issue for the prospects of future negotiations, the OECD Trade Committee 

decided to analyze the costs of introducing and implementing trade facilitation measures as                         

a follow-up and complement to its recent work on quantifying the benefits of such measures. 

 

Not surprisingly, among the measures selected for review, the most radical and complex changes 

were required in the most technically demanding areas of risk assessment, audit-based controls, and 

special procedures for authorized persons. Costs incurred in these areas were primarily related to  

recruitment and training of specialized staff and for equipment, but the time necessary for 

satisfactory implementation of the measures constitutes an additional challenge. Advance uploading 

and processing of data is also a challenge for some countries because of the IT requirements.                  

The costs of such measures are not large in the overall context of reform, with the probable 

exception of IT. However, IT concerns far more than trade facilitation, and the costs would be 

incurred even in the absence of a trade facilitation agenda. Current developments suggest that the 

costs would be more than offset by staff savings at the border and by enhanced control and 

                                                            
42OECD, 2008, The Cost of Introducing and Implementing Trade Facilitation Measures  



 

Chapter 4: Trade & Transport Facilitation: 

Trade and Transport Agreements Along the 

Transport Corridors 

 

-  

 

Page 116 

collection of revenue. For obvious reasons, only time will show the full financial and procedural 

benefits derived from these control techniques. 

  

Regulatory costs: Trade facilitation measures may sometimes require new legislation or the 

amendment of existing laws in accordance with the national legislative and regulatory process of 

each country. This will in turn involve time and staff specialized in regulatory work in ministries, the 

center of government and parliament. Resources required for legislative and regulatory work differ 

depending on the country’s legislative structures, procedures, and frequency of changes in 

legislation. 

 

Institutional costs: Some trade facilitation measures require the establishment of new units, such as 

a post-clearance team, a risk management team, or a central point for inquiries, which may mobilize 

additional human and financial resources. With respect to human resources, countries can either 

recruit new staff or redeploy existing staff. The former option generally costs more, although the 

latter option may also entail training costs, expenses for physically relocating staff, and resources 

devoted to forward planning. 

 

Training costs: Training often appears as the most essential cost component of trade facilitation  

measures. Countries may choose between: i) recruiting new, expert staff; ii) training existing staff in  

a training center; iii) on-the-job training; and iv) importing trained staff through personnel exchange 

with other ministries/agencies. Option i) is the most expensive, since it implies a budgetary increase 

and can only tap into a limited pool of expertise with the necessary customs-specific skills and know-

how. In a number of countries, option i) seems to be further constrained by a salary scale that is too 

low to attract staff with sufficient professionalism and integrity. 

 

Equipment/infrastructure costs: Equipment and infrastructure are not a prerequisite for trade 

facilitation measures, although some of these measures, such as advance uploading and processing 

of data, risk assessment or special procedures, are more readily implemented with appropriate 

equipment and infrastructure. Border agencies require information and communication technology 

(ICT) products, infrastructure, and scanners primarily to  enhance the effectiveness and efficiency of 

customs operations and controls and only incidentally to sustain trade facilitation measures. For 

example, telephone lines and telephone equipment make it far easier for customs to communicate, 
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and office automation provides genuine improvements in performance. None of these costs can be 

counted as costs of trade facilitation. 

 

1.3. The Role of International Organizations in Trade and                                    

Transport Facilitation43  

 

World Trade Organization: The WTO promotes improvement in the trade and transport issues 

mentioned above by placing them on the negotiation agenda in multilateral trade negotiations.                 

To achieve common ground, it actively encourages consultations.  

 

Initiatives made by the WTO to facilitate trade gained impetus after the Doha Round of multilateral 

trade negotiations. However, some developing country members did not want to take on new legal 

obligations, as they were concerned that additional rules would exceed their capacity to implement 

them and thus expose them to disputes and lengthy settlement procedures. Therefore, support for 

capacity building and the provision of adequate technical assistance became priorities as part of the 

trade facilitation process particularly for developing countries.  

 

World Customs Organization (WCO): WCO aims to enhance the efficiency of customs 

administrations in the areas of compliance with trade regulations, protection of society, and revenue 

collection. Therefore, it plays an important role in the facilitation of trade. It is the driving force 

behind the adoption and implementation of key conventions for the facilitation of trade, including 

the Kyoto Convention and the Istanbul Convention on temporary admission of goods. The former set 

standards, whose application and incorporation into national legislation are considered essential for 

harmonization and simplification, and the form of recommended practices, which are provisions 

recognized as constituting progress towards the harmonization and simplification of customs 

procedures. The latter, on the other hand, combines all existing agreements that cover the 

temporary admission of goods or trade samples into one state or customs union from another for 

the purpose of exhibition or demonstration.  

 

The Harmonized Commodity Description and Coding System (Harmonized System, HS) is another 

trade facilitation instrument that has been in force since 1988. Its purpose is to classify commodities 

                                                            
43 This section is  based on UNCTAD, http://www.unescap.org/tid/publication/chap2_2224.pdf 



 

Chapter 4: Trade & Transport Facilitation: 

Trade and Transport Agreements Along the 

Transport Corridors 

 

-  

 

Page 118 

and establish a uniform means for valuation of goods for duty purposes, but the system also permits  

the collection of trade statistics and applies rules of origin for all types of transactions in 

international trade. HS contributes to the facilitation of trade by providing a common basis for the 

classification of goods. WCO settles product classification questions and disputes, publishes 

information related to classification, and develops best practices for member countries. 

 

 United Nations Economic and Social Commission for Asia and the Pacific (UNESCAP): UNESCAP has 

been proactive in assisting countries in developing essential institutional software to facilitate the 

development of trade in the Asia Pacific region. Recent projects undertaken by UNESCAP were 

aimed at addressing documentation and procedural rigidities that impede trade flows. UNESCAP also 

encourages different government institutions and the various parties engaged in trade to meet and 

develop a collaborative consensus framework to improve trade regulatory practices so as to make 

them more trader-friendly. 

 

United Nations Conference on Trade and Development (UNCTAD): UNCTAD’s role in improving 

trade and transport includes the provision of assistance in ensuring coherence and in assisting the 

members in utilizing current best practices as described by WCO. UNCTAD became involved in trade 

facilitation after 1970. In Southeast Asia, for instance, UNCTAD developed a computerized customs 

management system called ASYCUDA (Automated System for Customs Data), which provides 

electronic data interchange between traders and customs using EDI for administration, commerce 

and transport rules; it covers most international trade procedures. ASYSCUDA handles manifests and 

customs declarations, accounting procedures, transit and suspension procedures, and can generate 

trade data for statistical economic analysis. In addition, it enables the customs administration to  

control the process of selecting customs declarations to be examined and inspected at customs 

clearance centers (i.e., risk management). UNCTAD, in cooperation with other international 

organizations such as the World Bank, provides training and support for implementation of 

ASYCUDA. 

 

UNCTAD has also helped develop a full-fledged bond management system for warehouses and cargo 

in transit. The module, which was developed to meet the needs of the most sophisticated bond 

schemes, has been implemented in a number of countries. 
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UNCTAD’s work continues to focus on economic issues relating to transport, trade facilitation, and 

multi-modal transport for goods. In cooperation with relevant international organizations, UNCTAD 

undertakes studies on the implementation of multi-modal transport rules and contributes to  

international debates on the developmental impact of global information networks, addressing, in  

particular, developing countries’ specific problems, such as access to information technology, 

infrastructure constraints, and build-up of human resource capacity. 

 

United Nations Convention on Transit Trade for Landlocked Countries: The UN Convention on 

Transit Trade in Landlocked Countries establishes certain rules pertaining to customs and trade 

cooperation between landlocked countries and the transit-trade countries. According to the 

convention, goods in transit should not be subject to any customs duty. This also applies to the 

means of transportation used in transiting the goods in that it should not be subject to special taxes 

or charges higher than those levied for the transport of other goods. 

 

A country may, however, levy charges on transit traffic if these charges are intended solely to defray 

the expenses of supervision and administration entailed by such transit. However, the amount of 

any such charges must correspond as nearly as possible with the expenses they are intended to 

cover and must not be discriminatory in nature. 

 

The convention requires countries to endeavor to use simplified documentation and expeditious 

methods with regard to customs clearance procedures for transit trade for the whole transit journey 

within their territory, including any transshipment, warehousing, breaking bulk, and changes in the 

mode of transport that may take place during the period of transit. 

 

Other International Organizations: Other organizations play an increasingly important role in trade 

facilitation. For example, the International Chamber of Commerce (ICC), working closely with the 

WCO, WTO and other international organizations, has published the ICC International Customs 

Guidelines booklet and is responsible for the administration of the ATA Carnet system. Other active 

Organizations include international transportation-related organizations, such as the International 

Express Carriers’ Conference (IECC) and the International Chamber of Shipping (ICS ). Organizations 

involved in international standards, such as the International Standards Organization (ISO) and the 

European Article Numbering International (EAN International) are also playing an increasingly 

important role in developing standards for supply chain integration. 
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Asia Pacific Economic Co-operation (APEC): APEC’s work in trade facilitation consists of a number of 

disparate working groups and sub-forums, each concentrating on a particular area, namely: 

standards and technical regulations, customs procedures, e-commerce, and mobility of labor.                

Some of APEC’s accomplishments in trade facilitation include the 1997 “Blueprint for APEC Customs 

Modernization: Working with Business for a Faster, Better Border” and procedures for more rapid 

exchange of information and increased transparency in testing and certification requirements in the 

region. In 2001, the APEC Ministers of Trade endorsed the following set of non-binding trade 

facilitation principles: (i) communication and consultation, (ii) simplification, practicability, and 

efficiency, (iii) non-discrimination, (iv) consistency and predictability, (v) harmonization, 

standardization, and recognition, (vi) modernization and use of new technology, (vii) due process, 

(viii) cooperation. 

 

World Bank: As part of its efforts to promote regional trade facilitation, the World Bank sees cross-

border transportation services and the harmonization of customs codes and procedures as 

important aspects of regional integration. The Bank’s technical assistance scheme has developed 

targets for this purpose: (i) Implementation of regional, carnet-based transit regimes, (ii) Corridor 

management, (iii) Harmonization of procedures. 

 

The World Bank’s trade facilitation activities designed for less-developed and especially for less-

developed landlocked countries include: (i) Corridor projects combining infrastructure and 

improvement of transit regimes, (ii) Customs modernization and facilitation in transit countries and 

landlocked countries. The Bank also conducts trade and transport facilitation audits as a diagnostic 

check.  

 

       2. Trade and Transport Facilitation in OIC Regions  

The efforts exerted at the level of the OIC have been effective, since intra-OIC trade, which 

accounted for just 10 percent of the global trade of the OIC countries in 2000, reached 16.65 percent 

in 2009, i.e. a rise of 6.65 percent in ten years. This progression is promising, but trade among the 

OIC countries is still far from meeting expectations, if one considers the potential of the member 

states in terms of natural and human resources. According to  the forecasts of ICDT, the objective set 

by the OIC Ten-Year Program of Action to meet the challenges facing the Islamic Ummah in the               
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21st century, which consists of increasing overall trade by 20 percent by the year 2015, can be 

reached before this date if this positive evolution continues. 

 

Intra-OIC trade can be further increased and strengthened if other member states become party to  

the negotiations within the framework of the TPS/OIC Agreement, which currently numbers                

25 participating states. The Protocol on the Preferential Tariff Scheme for the TPS/OIC (PRETAS) was 

signed by 22 member states: Saudi Arabia, United Arab Emirates, Bangladesh, Bahrain, Burkina Faso, 

Cameroon, Egypt, Guinea, Guinea Bissau, Iran, Jordan, Malaysia, Morocco, Oman, Nigeria, Pakistan, 

Qatar, Sierra Leone, Somalia, Syria, Tunisia and Turkey of which twelve Member Countries have 

ratified it, namely, Saudi Arabia, United Arab Emirates, Bahrain, Bangladesh, Jordan, Malaysia, 

Oman, Pakistan, Qatar, Somalia, Syria, and Turkey. The PRETAS entered into force in February 2010. 

 

For the member states of the OIC to promote intra-OIC trade and to attempt to remove 

impediments, several obstacles still exist, namely: 

• Market access problems: tariff, para-tariff and often non-tariff barriers;  

• Impediments at the level of logistics: infrastructure, transports, support services to 

international trade, which are either weak or insufficient;  

• The existence of a non-diversified export supply, which does not meet international market 

norms and standards;  

• Lack of information on markets and business opportunities; 

• Limited matchmaking opportunities between businessmen and inadequate promotion of 

national products at the level of the other OIC markets;  

• The complexity of administrative procedures related to foreign trade, such as those of 

customs clearing, banking, ports, etc.;  

• Lack of managerial staff and technicians specialized in international trade;  

• Inadequate and inappropriate financing instruments, particularly for the benefit of the SME-

SMIs. 

  

       2.1. Tariff Barriers 

On the basis of the analysis of the data of the WTO, the UNCTAD and the IBRD, it can be seen that 

the majority of the OIC member states have taken measures to liberalize their foreign trade, but 

with a few exceptions. Thus, the number of countries with average tariffs higher than 20 percent 

and very high non-tariff barriers has dropped sharply by about 30 percent, decreasing from                       
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64 percent in 1995 to just 38 percent in 2005. Similarly, the number of countries that apply tariffs  

averaging between 10 percent and 14 percent and that have moderate non-tariff barriers has also 

perceptibly risen, since the number of countries in this category has shifted from 12 percent in 1995 

to 29 percent in 2005. 

 

As to the category of countries with an average applied tariff ranging between 5 percent and                  

9 percent and with low non-tariff barriers, their number has hardly changed; it is still estimated at          

8 percent. 

 

      2.2. Non-Tariff Barriers (NTBs) 

If tariff barriers have been reduced over the last two years, non-tariff barriers have increased. 

1. Quantitative restrictions at the import level: These concern import quotas, import 

prohibitions, voluntary limitations of exports, and import license systems. 

2. Customs and administrative procedures: The results of surveys conducted with individuals 

engaged in trade operations in the OIC countries concluded that they have found 

themselves faced with many problems, particularly those linked to the inefficiency and 

complexity of customs and administrative measures and procedures. 

3. Technical barriers to trade: Obviously, these barriers considerably hamper the OIC exports, 

especially, those which are sent to developed countries, whose technical regulations, 

standards and evaluation procedures for conformity can serve as protection  

instruments. 

4. Sanitary and phytosanitary measures (SPS): These measures are invested with                       a 

particular importance for the OIC member countries in view of their share of agricultural 

products. 

5. Other obstacles: Recent studies show concerns regarding the rules and regulations relating 

to environment and the non-respect of labor standards, especially clauses relating to  

child labor that are applied to developing countries. 

 

In order for trade and transport facilitation measures to succeed, various constraints that stand 

against the expansion of trade along the transport corridors need to be addressed and improved. 

These include the lack of adequate infrastructure, weak regulations, and institutional obstacles 

peculiar to specific countries. These constraints limit the ability of the transport corridor initiatives to  
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promote regional trade. Therefore, there is a need for the involvement of IDB to support and 

financially complement the efforts among the OIC member countries to increase intra-OIC trade.  

For institutional capacity building, trade and transport facilitation measures are vitally important. 

Due to the transaction costs faced by trading countries, international organizations, such as WCO, 

UNCTAD, UNESCAP, UNECE, and UNESCWA need to support trade facilitation measures that serve to  

significantly reduce these transaction costs. In fact, such measures have recently been integrated 

into bilateral and multilateral trade negotiations. The Doha Round called for the enforcement of 

trade facilitation rules as part of the multilateral negotiation process.  

 

Transport facilitation measures involve the establishment and maintaining of transport corridors as 

essential components. In this regard, improving the land transport, railways, and seaports in the 

corridors is important. In addition, harmonization of the regulations along the transport corridors 

and adoption of common standards are measures that need to be undertaken. 

 

The main role for the IDB seems to be in guiding trade and transport facilitation efforts. IDB can help 

establish and implement the standards set by international organizations and support the member 

states within the framework set by the global multilateral trading system and international 

conventions as such. Below, trade and transport facilitation measures are classified by their main 

characteristics.  

 

Simplifying requirements: Red tape stemming from excessive documentation and duplication of 

documentation is obviously an obstacle to the expansion of trade. To reduce these distortions, trade 

facilitation measures have been part of the agenda in the Doha Round. Two important aspects of 

these negotiations were promoting technical assistance and capacity building. The latter involves the 

use of information and communication technologies to simplify procedures. But this requires                   

a commitment by the participating governments and the financial and technical support of 

international organizations.  

 

Harmonization of customs procedures: Doha Round negotiations also include those related to  

enhancing the cooperation among customs agencies and customs compliance. These measures 

include the adoption of modern control techniques, harmonization of customs-related legislation, 

and effective customs cooperation across countries.  
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Standardized trade procedures: In addition, the convergence of national regulations with  

international best practices and the adoption of standardized trade procedures (standardized trade 

documents, codes, and information and communications applications) are also an integral part of 

these measures.  

 

     3. Trade Agreement “Spaghetti Bowls” 

There are some 230 regional trade agreements (RTAs) in force globally, with almost every country 

being a party to one or more agreements. The stalling of multilateral trade negotiations in the WTO 

has resulted in an increasing focus on regionalism and RTAs. In general, RTAs are perceived to be 

either stumbling blocks or building blocks for further global trade liberalization. They may reduce 

welfare when trade diversion is greater than trade creation; however, proponents argue that the 

trade diversion effects tend to be smaller than the trade creation effects, and those RTAs are more 

manageable than multilateral arrangements. 

 

MENA economies have concluded over 50 bilateral, regional, and inter-regional agreements 

containing FDI provisions. At the bilateral level, MENA economies have signed more and more such 

treaties.  

 

MENA economies are also strengthening their ties with the European Union by negotiating and 

implementing the Euro-Mediterranean Partnership Agreements. Currently the EU is also engaged in 

FTA negotiations with the countries of the GCC. Several countries in the region have also concluded 

FTAs with the European Free Trade Association (EFTA: Switzerland, Norway, Iceland, and 

Liechtenstein). Japan also promotes Economic Partnership Agreements which include elements of 

FTAs. 

 

More regional agreements are foreseen in the region, including with the United States which has 

engaged their Trade Representative in intensive negotiations with a number of Arab countries to  

develop bilateral trade agreements in the hopes that it will materialize into the Middle East Free 

Trade Area (MEFTA) by 2014. 
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Figure 33:  MENA Region Trade Agreements Spaghetti Bowl 

 

Source: OECD –MENA reports  
  

With respect to regional integration, several initiatives show a trend towards expanding the network 

of bilateral and regional agreements on a wider geographical scope. The most prominent 

agreements include the Agadir Agreement, signed by Tunisia, Morocco, Egypt, and Jordan.                          

On a larger scale, the Greater Arab Free Trade Area (GAFTA), signed by all 18 MENA economies, has 

been set up to achieve a free trade zone. 

 

Africa is part of a world trading system subject to elaborate WTO rules but also home to some 30 

RTAs, many of which are part of more extensive regional integration schemes. On average, each 

African country belongs to four RTAs (OECD). In recent years, there has been a renewed push for 

broader and deeper preferential trade arrangements within Africa. 
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Figure 34: Sub-Saharan African (SSA) Region Trade Agreements Spaghetti Bowl 

 

 
               Source: Economic Commission for Africa, 2006 , OECD report Sub-Saharan region 

 

Regional integration has come a long way in SSA. To date (2010) the region counts 14 regional trade 

or cooperation agreements. 

 

SSA is now a complicated web of various regional integration initiatives. Most countries have 

multiple memberships in various RTAs. This becomes evident from the mapping of the various RTAs 

in the above figure. There are four major RTAs in SSA, each at a different stage of progressing into a 

customs union: West African Economic and Monetary Union (WAEMU), Southern African Customs 

Union (SACU), Central African Economic and Monetary Union (CEMAC), and the East African 

Community (EAC). Combined, these RTAs include more than 24 countries. Four other important 

regional groupings exist that include 53 countries in total, which are involved in different stages of                

a Free Trade Area (FTA). These RTAs are: Economic Community of West African States (ECOWAS), 

Economic Community of Central African States (ECCAS), Common Market of Eastern and Southern  

African States (COMESA) and the Southern African Development Community (SADC). Other RTAs in 

the region include the Arab Maghreb Union (AMU), Inter-Governmental Authority for Development 

(IGAD), Community of Sahel-Saharan States (CSSS), Cross Border Initiative (CBI), Permanent 

Interstate Committee on Drought Control in the Sahel (CILSS), and the Indian Ocean Commission 
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(IOC). However, according to IMF (2005), these initiatives are cooperation agreements and have 

little economic impact. 

EAC-COMESA-SADC: Steps Towards Broader Integration 

An historic EAC-COMESA-SADC Tripartite Summit was held on October 22, 2008 to strategize on how 

to integrate territories, moving towards deepening and widening integration. It agreed on a program 

of harmonization of trading arrangements among the three regional economic communities (RECs), 

free movement of business persons, joint implementation of inter-regional infrastructure programs, 

as well as institutional arrangements on the basis of which the three RECs could foster cooperation. 

In the area of trade, customs, and economic integration the Tripartite Summit approved the 

expeditious establishment of a FTA encompassing the member/partner states of the three RECs with  

the ultimate goal of establishing a single customs union. Furthermore, it directed the three RECs to  

undertake a study incorporating the development of a roadmap for the establishment of the FTA, 

the legal and institutional framework to underpin the FTA, and measures to facilitate the movement 

of business persons across RECs. The EAC, COMESA, and SADC currently have a combined population 

of 527 million and  a combined GDP of USD 625 billion (Ncube, 2008). 

 

Figure 35 illustrates selected regional and bilateral trade agreements in Asia and the Pacific:                   

The Association of Southeast Asian Nations (ASEAN), The South Asian Association for Regional 

Cooperation (SAARC) Preferential Trading Arrangement (SAPTA), The Asia Pacific Economic 

Cooperation (APEC) Forum, and The Australia-New Zealand Closer Economic Relations Trade 

Agreement (ANZCERTA).  

Figure 35: East Asia and the Pacific Trade Agreements Noodles Bowl 

 
              Source: IMF (2008)  
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ASEAN was established in 1967 to accelerate economic growth and promote peace and stability in 

the region. In January 1992, the creation of the ASEAN Free Trade Area (AFTA) was announced.  

AFTA six original members include: Brunei Darussalam, Indonesia, Malaysia, the Philippines, 

Singapore, and Thailand. Vietnam joined in 1995, Lao P.D.R. and Myanmar in 1997, and Cambodia              

in 1999. Its objective was to eliminate tariff and non-tariff barriers among the Southeast Asian 

countries with a view to integrating the ASEAN economies into a regional market of more than 500 

million people. AFTA has also a wide range of trade facilitation measures, including the ASEAN 

Agreements on Customs and Asian Customs Vision 2020, aimed at harmonizing and streamlining 

customs procedures among ASEAN members. 

Figure 36: Central Asia Region Trade Agreements Noodles Bowl 

 
Source: Asia Development Bank 2009  
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3.1. The Most Important Trade Regional Initiatives in the Three Regions 

3.1.1. The Gulf Cooperation Council (GCC) 

The GCC set up a customs union that began on January 1, 2003, with a common customs duty of                

5 percent “for all products imported from abroad, except for those exempted in compliance with the 

decision adopted at its 20th summit.” The agreement also provides for the exemption of 53 food 

products and essential drugs. This customs union is based on the principle of a single entry point 

according to which all the customs duties charged on foreign goods would be levied in the first port 

of the goods’ arrival. A list of products benefiting from customs protection will be exempted from 

this provision during a first stage; each country of the GCC will draw up a list of protected products 

and will apply a different rate during a transition period. 

 

The GCC has also liberalized trade in 100 sub-sectors of the service industry, including professional 

services, services to enterprises, telecommunications, banking services and other financial services, 

distribution, education, environmental services, health and related social services, as well as 

tourism. 

 

3.1.2. The Great Arab Free Trade Area (GAFTA) 

The implementation program was instituted January 1, 1998, a preferential system in favor of all 

products originating from contracting Arab countries, except for the following countries that are not 

yet members of this convention: Djibouti, Algeria , Mauritania, and Comoros. 

 

Tariff system: In compliance with the provisions of Article 6 of the convention, products originating 

in contracting Arab countries are exempt from customs duties and from taxes of equivalent effect. In  

compliance with the implementation program of the convention, all products originating in and 

directly coming from contracting Arab countries were to be exchanged on the basis of a gradual 

tariff removal system (10 percent reduction per year of import duties and of taxes of equivalent 

effect) starting on January 1, 1998, pending their total exemption at the end of the 10-year 

transition period that was fixed for the establishment of the Great Arab Free Trade Area. 
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 3.1.3. Quadripartite Free Trade Area (AGADIR) 

On May 8, 2001 four OIC member states: Jordan, Egypt, Tunisia, and Morocco, in the presence of 

their counterparts from Algeria, Mauritania, Syria, Lebanon, Libya, and Palestine, signed the Agadir 

Declaration, which established a free trade area between Arab and Mediterranean countries. 

 

By virtue of this Declaration, signatory parties undertake to do their utmost for the establishment of 

a wide free trade zone among Mediterranean Arab countries, which is open to membership by other 

Arab countries. They have also decided to entrust working groups composed of experts from four 

countries to strengthen the political framework and to set up the required mechanisms that would 

allow the free trade zone to be really operational. 

 

Double taxation will be removed, and signatory states will benefit from the principle of accumulation 

of origin provided by the PANEUROMED Protocol; with this privilege, the four Arab countries will be 

able to reinforce their capacities to obtain foreign investment and improve their trade relations with  

the EU and other partners. It was agreed to liberalize trade in agricultural products and agribusiness 

products in compliance with the operating program of trade management and development existing 

among Arab countries under the Great Arab Free Trade Area.  

 

The terms of the Agreement also stipulate the implementation of the Arab-Mediterranean rules of 

origin which comply with the Euro-Mediterranean rules of origin, even if it means adopting any 

amendment that could be introduced subsequently to this agreement. The relevant WTO 

agreements will be applied with regard to customs barriers, subsidies, measures relating to 

dumping, preventive measures, disequilibrium in balance of payments, intellectual property, and 

sanitary and phytosanitary measures. 

 

3.1.4. The Arab Maghreb Union 

The Arab Maghreb Union (AMU), created on February 17, 1989 by the Marrakech Treaty, concerns 

five Maghreb countries: Algeria, Libya, Mauritania, Morocco, and Tunisia. 

 

On the occasion of the 8th Session of the Maghrebian Ministerial Council in charge of trade held in  

Tunisia on January 26, 2007, the Maghrebian ministers of commerce called for revitalizing the 

process to establish the Arab Maghreb Union (AMU), to make its structures more dynamic, to speed 
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up the drafting of the final version of the Maghrebian free trade draft agreement, and to guarantee 

all incentives likely to encourage inter-Maghreb trade in products and services. 

 

3.1.5. The West African Economic and Monetary Union (WAEMU) 

The treaty establishing the WAEMU was signed on January 10, 1994; it marks a turning point in the 

economic integration efforts made by the member states of this group (Benin, Burkina Faso, Cote 

d’Ivoire, Guinea Bissau, Mali, Niger, Senegal, and Togo) since their independence. 

• Signature of the Cooperation Agreement between Benin, Burkina Faso, Mali, Chad, co-

authoring countries of the sector-based initiative in favor of cotton, and the WAEMU 

Commission; 

• Establishment of an Islamic Common Market, Regional Market and Customs Union:                      

Domestic Preferential Scheme; 

• Common External Tariffs; 

• Complementary Measures as Part of the Customs Union; 

• Common Trade Policy; 

 

3.1.6. The Economic Community of West African States (ECOWAS) 

In view of the slow progress achieved by ECOWAS, the 1975 Treaty was revised. Supranational 

principles in the implementation of decisions and of self-financing of the budgets of the institutions 

were introduced. 

• Free Movement of Goods 

• Removal of Tariff Barriers within the Framework of The Trade Liberalization Scheme (TLS) 

• Establishment of a Common External Tariff for ECOWAS 

• Monetary Cooperation Program 

• Development of Infrastructure in the Region 

 

3.1.7. Association of Southeast Asian Nations (ASEAN) 

The Association of Southeast Asian Nations (ASEAN), which includes three OIC member states 

(Indonesia, Malaysia, and Brunei Darussalam) currently has ten countries of Southeast Asia as 

members. 
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In January 1992 the heads of state of the ASEAN countries agreed on establishing the ASEAN Free 

Trade Area by the year 2003 (AFTA). Likewise, the FTA of South Asia (SAFTA) was formed and came 

into being January 1, 2006. Main actions include:  

• Commodity Trade 

• Trade in Services 

• The Agreement on the ASEAN Investment Area (AIA) 

 

3.1.8. The Common Market of Eastern and Southern Africa (COMESA) 

The Common Market of Eastern and Southern Africa (COMESA), numbering seven OIC member 

states, was created in 1994 to replace the Preferential Trade Area (PTA) that was unable to achieve 

economic and social integration of the area. 

 

After almost 16 years of market liberalization and economic adjustments, in October 2000 the                     

21 member states of the COMESA finalized an agreement providing for the setting up of a  free trade 

area (FTA). The monetary union and the creation of a common central bank, as well as the free 

movement of persons, is scheduled for 2025. 

 

At the 12th Summit of the COMESA held in Nairobi in  May 2007, the heads of COMESA ratified the 

creation of a regional customs union for Eastern and Southern Africa and called for the 

harmonization of regional blocs. They have also approved a common external tariff for the region. 

 

3.1.9. The Community of Sahel-Saharan States (CEN-SAD) 

The Community of Sahel-Saharan States was created on February 15, 1998 in Tripoli. Twenty-eight 

African countries are members of this community: Benin, Burkina Faso, Central African Republic, 

Chad, Côte d’Ivoire, Djibouti, Egypt, Eritrea, The Gambia, Guinea Bissau, Ghana, Liberia, Libya, Mali, 

Morocco, Niger, Nigeria, Senegal, Sierra Leone, Somalia, Sudan, Togo, and Tunisia. In June 2007, two 

new countries became members of the CEN-SAD: Comoros and Guinea. Mauritania, Kenya, and Sao 

Tome and Principe also joined the organization in 2008. 

 

The objective of CEN-SAD is to achieve economic unity through the establishment of the free 

movement of persons and goods with a view to setting up a free trade area within this space. In 

addition to inciting trading partners to achieve a greater macroeconomic convergence, CEN-SAD has 

initiated investments in road, railway, electric, air, and telecommunications infrastructures, which 
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constitute several community projects. CEN-SAD, which includes all the states concerned by growing 

desertification and scarcity of water, gives special importance to the establishment of a common 

market for basic agricultural products. 

 

3.1.10. Draft Protocol on the Preferential Tariff Scheme for the TPS/OIC PRETAS 

After arduous negotiations and deliberations, which lasted one year, the TNC has managed to reach 

a compromise solution by adopting a “Draft Protocol on the Preferential Tariff Scheme for the 

TPS/OIC (the PRETAS).” 

 

The PRETAS is only an additional protocol to the TPS/OIC Agreement, which remains the reference 

for all the issues that are not expressly addressed in the PRETAS. Therefore, this protocol, which 

records the outcomes of negotiations, can only be signed and ratified by participating states.                   

The Protocol covers industrial and agricultural products alike; the products to be included in the 

PRETAS must be identified at the HS level of the national tariff codes of the participating states. 

 

The base rate of the tariffs to be used for reduction shall be the most-favored-nation (MFN) rates 

and the rules of origin of eligible products for preferential treatment are those annexed to the 

framework of the TPS/OIC agreement. 

 

The least developed countries (LDCs) are given a three-year grace period for tariff reduction on 

products covered by the PRETAS, as of the date of implementation. Likewise, other participating 

states facing unusual situations may be allowed, upon request of the state and approval of the 

COMCEC, to benefit from the same grace period as of the date of implementation. 

 

The Protocol enters into force on the ninetieth day from the date of receipt of the instruments of 

ratification by the depository, and upon acceptance or approval by at least ten member 

governments of the participating states. The PRETAS entered into force in February 2010. 
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Table 32: List of the Member States which Have Signed and Ratified the Agreements as of September 2010 

Agreements TPS / OIC THE PRETAS Rules of origin 

Countries Signed Ratified Signed Ratified Signed Ratified 

Bahrain ���� ���� ���� ����   

Bangladesh ���� ���� ���� ����   

Burkina Faso ����  ����  ����  

Cameroon ���� ���� ����  ����  

Chad ����      

Cote d Ivoire ����      

Egypt ���� ���� ����    

Gabon ���� ����     

Gambia ���� ����     

Guinea ���� ���� ����  ����  

Guinea Bissau ����  ����  ����  

Indonesia ����      

Iraq ����      

Iran ���� ���� ����    

Jordan ���� ���� ���� ���� ���� ���� 

Kuwait ����      

Lebanon ���� ����     

Libya ���� ����     

Malaysia ���� ���� ���� ���� ���� ���� 

Maldives ���� ����     

Morocco ���� ���� ����  ����  

Nigeria ����  ����  ����  

Oman ���� ���� ���� ���� ���� ���� 

Pakistan ���� ���� ���� ���� ����  

Palestine ����      

Qatar ���� ���� ���� ���� ���� ���� 
Saudi Arabia ���� ���� ���� ���� ���� ���� 
Senegal ���� ����     

Sierra Leone ����  ����  ����  

Somalia ���� ���� ���� ���� ���� ���� 

Sudan ����      

Syria ���� ���� ���� ���� ���� ���� 

Tunisia ���� ���� ����  ����  

Turkey ���� ���� ���� ���� ���� ���� 
U. A. Emirates ���� ���� ���� ���� ���� ���� 
Uganda ���� ����     

TOTAL 36 25 22 12 18 9 

 

3.1.11. ECO Transport – Trade Facilitation Agreement 

The main purposes and objectives of the Transit Transport Framework Agreement and its Annexes 

are as follows:  

 i) To facilitate the movement of goods, luggage and passengers through the respective 

territories of the Contracting Parties and provide all necessary facilities for transit transport under 

the provisions of this Agreement. 

 ii) To ensure the safety of goods, luggage and passengers and avoidance of 

unnecessary delays during the transit traffic through territories of Contracting Parties; 
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 iii) To cooperate and coordinate the efforts of the Contracting Parties to avoid the 

incidence of customs frauds and tax evasion and harmonizing necessary administrative affairs 

dealing with transit traffic . 

The main articles of ECO TTFA mention the following for customs, transit and intermodal transport:  

• Traffic in transit by motor vehicles shall be exempt from customs duties, taxes and other 

charges except charges for the specific services rendered in accordance with the domestic 

legislation including toll taxes, road maintenance fee, etc; 

• The Contracting Parties adopt the prescribed road, railway and inland water transit 

routes which are placed at Annex; 

• While constructing or reconstructing the roads, railways and internal waterways on the 

prescribed transit routes the minimum characteristics set out in Annexes II and III will be 

kept in view; 

• Multimodal transport operations shall be based on internationally recognized 

documentation and procedures; 

• The Contracting Parties shall provide adequate facilities and related installations needed 

for road, rail and inland navigation as well as multimodal transport such as combined 

transport terminals, border crossing points, gauge interchange stations, ferry-link, ports, 

navigation aids and common radio frequency; 

• To ensure the smooth and expeditious movement of traffic in transit, the Contracting 

Parties undertake to make efforts to:  

 a) Establish posts at designated frontier points with control areas which are physically 

adjacent and arranged in such a way that means of transport and goods can be examined at the 

same place, so that repeated unloading and reloading may be avoided; 

 b) Ascertain that adequate manpower resources are made available for the speedy 

completion of frontier formalities; 

  c) Provide warehousing facilities for the storage of goods; 

  d) Coordinate working hours of adjacent frontier posts; 

  e)  Provide adequate parking space for containers and for trucks and other vehicles 

awaiting for goods clearance;  

  f) Provide reliable mail and telecommunication services and 

 g) Facilitate the quick and efficient transit of goods between the Contracting Parties 

and to adopt a uniform set of consignment notes/way bills. 
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4. The Most Important Transport Regional initiatives in the Three Regions 

International transport facilitation conventions include:  

(i) Conventions with provisions protecting the rights of landlocked states, including the 

Convention and Statute on Freedom of Transit (Barcelona, 1921),  

(ii) The Convention on Transit Trade of Landlocked Countries (New York, 1965),  

(iii) The United Nations Convention on Law of the Sea (New York, 1982);  

(iv) Various customs conventions, including the Revised Kyoto Convention on the 

Simplification and Harmonization of Customs Procedures,  

(v) The Convention on International Transport of Goods Under Cover of TIR [Transit 

International Routier, from the French acronym] Carnets (the TIR Convention, 

Geneva, 1975),  

(vi) The Customs Convention on Containers (Geneva, 1972),  

(vii) The Customs Convention on the Temporary Importation of Commercial Road 

Vehicles (Geneva, 1956),  

(viii) The Convention on the Harmonization of the Frontier Control of Goods (Geneva, 

1982),  

(ix)  The Convention on Mutual Administrative Assistance for the Prevention, 

Investigation and Repression of Customs Offenses (Nairobi, 1977);  

(x) Various conventions on road traffic and road signs and signals, including the 

Convention on Road Traffic (Vienna, 1968)  

(xi)  The Convention on Road Signs and Signals (Vienna, 1968);  

(xii) Various conventions on railway traffic, including the Convention concerning 

International Carriage by Rail (COTIF, Convention Relative aux transports 

InternationauxFerroviaires, Bern, 1980),  

(xiii) Conventions related to inland water transport, such as the Convention on the  

Contract for the International Carriage of Passengers and Luggage by Inland 

Waterway (Geneva, 1976);  

(xiv) Conventions on air transport, such as the Convention on International Civil Aviation 

(Chicago, 1944).  

The following table illustrates which OIC member states are members of these international 

conventions for transport. 
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Table 33: International Transport Conventions and OIC Member States Participation 
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ASIA COUNTRIES 

Afghanistan  ����  

(s) 
���� (s) - ���� (r) - ���� 

(r) 
- - - - - - ���� (r) 

Azerbaijan  - - - ���� (r) ���� 

(r) 

���� 

(r) 
���� 

(r) 
���� (r) ���� (r) - - - ���� (r) 

Bangladesh  - ���� 

(sr) 
- - - - - - - - - - ���� (r) 

Brunei  - ���� 
(sr) 

- - - - - - - - - - ���� (r) 

Indonesia  - ���� 

(sr) 
- ���� (r) ���� 

(r) 
- - ���� (r) ���� 

(s) 
���� 

(s) 
- - ���� (r) 

Iran  - ���� (s) - ���� (r) - - ���� 

(r) 
���� (r) ���� 

(sr) 
���� 

(sr) 
���� (r) - ���� (r) 

Iraq  - ����(sr) - - - - - - - ����(r) ����(r) - ����(r) 
Kazakhstan   ����  

(r) 
- - ���� (r) ���� 

(r) 
- ���� 

(r) 
- ���� (r) ���� (r) - - ���� (r) 

Kyrgyzstan  - - - ���� (r) ���� 

(r) 
���� 

(r) 
���� 

(r) 
- ���� (r) ���� (r) - - ���� (r) 

Malaysia   - ���� 
(sr) 

���� 
(sr) 

- - - - ���� (r) - - - - ���� (r) 

Maldives  - ���� 

(sr) 
- - - - - 

1  

- - - - ���� (r) 

Pakistan  - ���� 

(sr) 
���� 

(sr) 
- - - - ���� (r) ���� (r) ���� (r) - - ���� (r) 

Tajik istan   - - - ���� (r) - - - ���� (r) ���� (r) ���� (r) - - ���� (r) 
Turkey  ����  

(r) 
- ���� 

(sr) 
���� (r) ���� 

(sr) 
���� 

(r) 
���� 

(r) 
���� (r) - - ���� (r) - ���� (r) 

Turkmenistan  - - - ���� (r) - - - - ���� (r) ���� (r) - - ���� (r) 
Uzbekistan  ����  

(r) 
- - ���� (r) ���� 

(r) 
���� 

(r) 
���� 

(r) 
- ���� (r) ���� (r) - - ���� (r) 

MENA REGION COUNTRIES 

Algeria   - ���� 

(sr) 
���� 

(sr) 
���� (r) ���� 

(r) 
���� 

(r) 
- ���� (r) - - ���� (r) - ���� (r) 

Bahrain  - ���� 
(sr) 

- - - - - - ���� (r) ���� (r) - - ���� (r) 

Egypt  - ���� 

(sr) 
- - - - - - - - - - ���� (r) 

Jordan  - ���� (r) - ���� (r) - - ���� 

(r) 
���� 

(sr) 
- - - - ���� (r) 

Kuwait  - ���� 

(sr) 
- ���� (r) - - - - - ���� (r) - - ���� (r) 

Lebanon  - ���� 

(sr) 
- ���� (r) - - - - - - ���� (r) - ���� (r) 

Libya  - ���� (s) - - - - - - - - - - ���� (r) 
Morocco  - ����(sr) ����(sr) ����(sr) ����(r) - - ���� (r) ���� (r) ���� (r) ���� (r) - ���� (r) 
Oman  - ���� 

(sr) 
- - - - - 

2  

- - - - ���� (r) 

Qatar  - ���� 

(sr) 
- - - - - ���� (r) - - - - ���� (r) 

Saudi Arabia  - ���� 

(sr) 

���� 

(sr) 
- ���� 

(r) 

���� 

(r) 
- ���� (r) - - - - ���� (r) 
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Syria  - - - ���� (r) - - - - - - ���� (r) - ���� (r) 
Tunisia   - ���� 

(sr) 
- ���� 

(sr) 

���� 

(r) 
- ���� 

(r) 
���� (r) ���� (r) ���� (r) ���� (r) - ���� (r) 

United Arab 

Emirates 

 - ���� (s) - ���� (r) - - - - ���� (r) ���� (r) - - ���� (r) 

Yemen  - ���� 

(sr) 
- - - - - - - - - - ���� (r) 

Palestine 

Authority  

 - - - - - - - - - - - - - 

AFRICAN COUNTRIES 

Benin  - ���� 

(sr) 
- - - - - - - - - - ���� (r) 

Burkina Faso  ����  

(r) 
���� 

(sr) 
- - - - - - - - - - ���� (r) 

Cameroon  ����  
(s) 

���� 
(sr) 

���� 
(sr) 

- - - - - - - - - ���� (r) 

Chad  ����  
(r) 

���� 
(sr) 

- - - - - - - - - - ���� (r) 

Comoros  - ���� 

(sr) 
- - - - - - - - - - ���� (r) 

Cote d’ Ivoire  - ����(sr) ����(sr) - - - - ����(r) ����(r) ����(r) - - ����(r) 
Djibouti  - ���� 

(sr) 
- - - - - - - - - - ���� (r) 

Gabon  - ���� 

(sr) 
- - - - - - - - - - ���� (r) 

Gambia  - ���� 

(sr) 
���� 

(sr) 
- - - - - - - - - ���� (r) 

Guinea  - ���� 
(sr) 

- - - - - - - - - - ���� (r) 

Guinea Bissau  - ���� 

(sr) 
- - - - - - - - - - ���� (r) 

Mali  ����  

(r) 

���� 

(sr) 
- - - - - - - - - - ���� (r) 

Mauritan ia  - ���� 
(sr) 

- - - - - - - - - - ���� (r) 

Mozambique  - ���� 

(sr) 
- - - - - - - - - - ���� (r) 

Niger  ����  

(r) 
���� (s) - - - - - ���� (r) ���� (r) - - - ���� (r) 

Nigeria   ����  

(r) 
���� 

(sr) 
���� 

(sr) 
- - - - ���� (r) - ���� (r) - - ���� (r) 

Senegal  ����  

(r) 

���� 

(sr) 

���� 

(sr) 
- - - - ���� (r) ���� (r) ���� (r) - - ���� (r) 

Sierra Leone  - ���� 

(sr) 
- - - ���� 

(r) 
- - - - - - ���� (r) 

Somalia  - ���� 
(sr) 

- - - - - - - - - - ���� (r) 

Sudan  ����  

(s) 
���� 

(sr) 
- - - - - - - - - - ���� (r) 

Togo   - ���� 

(sr) 
- - - - - ���� (r) - - - - ���� (r) 

Uganda  ����  

(s) 
���� 

(sr) 
���� 

(sr) 
- - - - ���� (r) - - - - ���� (r) 

OTHER REGIONS 

Albania  - ���� (r) - ����(r) - - ����(r) ���� (r) ���� (r) ���� (r) ���� (r) - ���� (r) 
Suriname  - ���� 

(sr) 
- - - - - - - - - - ���� (r) 

Guyana  - ���� 

(sr) 
- - - - - - ���� (r) ���� (r) - - ���� (r) 

                    (s) signed                              (r) ratified                         (sr) signed and ratified  



 

Chapter 4: Trade & Transport Facilitation: 

Trade and Transport Agreements Along the 

Transport Corridors 

 

-  

 

Page 139 

5. Trade and Transport Facilitation, Policy Recommendation for OIC Member 

Countries 

5.1. Measure and Tools for Trade Facilitation Developed by International 

Organizations.44  

This paragraph provides an overview of some actions and steps involved in addressing the six core 

areas of trade facilitation. 

i. Revise and Improve Dissemination of Trade and Customs Laws and Regulations  

All legislation or regulations that have a bearing on trade should be identified, providing                             

a comprehensive view of the trade, legal, and regulatory frameworks. 

(i) Review the import–export laws to determine clarity, relevance, and conformity with 

international obligations. The review should focus particularly on whether the 

key laws and regulations affecting trade facilitation have been clearly spelled out 

and addressed.  

(ii) Review the Customs Act to assess conformity with international conventions and 

recommendations. Similarly, the customs act will have to be reviewed to ensure 

its clarity and conformity to the relevant conventions, particularly the Revised 

Kyoto Convention (General Annex) and the World Trade Organization (WTO) 

customs valuation agreement. 

(iii) Review bilateral, regional, and multilateral agreements on trade, transport, and 

transit to determine whether existing legislation has incorporated relevant 

elements. Multilateral obligations related to trade facilitation should be 

considered during the legislative review. Other than the Customs Valuation 

Agreement, the WTO agreements on import licensing, rules of origin, technical 

barriers to trade (TBT), and sanitary and phytosanitary (SPS) measures can be 

considered when revising the legislation. Bilateral and regional trade, transport, 

and/or transit agreements with neighboring countries should also be reviewed. 

(iv) Consolidate all trade-related regulations into a manageable number of acts and sets 

of regulations. Following the aforementioned reviews of trade related legislation, 

the authorities should identify legal overlaps and hence combine and restructure 

                                                            
44

 The text of paragraph 5.1 has been derived from the report made by Asian Development Bank and UN 
ESCAP in 2009, “Designing and Implementing trade facilitation in Asia and the Pacific”.   



 

Chapter 4: Trade & Transport Facilitation: 

Trade and Transport Agreements Along the 

Transport Corridors 

 

-  

 

Page 140 

various rules and regulations into key legislation that would be the cornerstone 

of the country’s trade related legal structure. 

(v) Seek feedback and views on revised legislations and regulations before 

implementation. The lead agency, together with the national trade facilitation  

body (NTFB), should gather feedback from the related industry associations on 

the practicality of proposed revised regulations. 

(vi) Assess traders’ regulatory information and training needs. Trade and customs 

regulations need to be regularly updated to accommodate changes in the 

domestic and international trade environment. For instance, when a preferential 

trade agreement is signed with one or more partner countries, certain new 

regulations and procedures need to be in place for the issuance of the certificates 

of origin that will allow traders to take advantage of the negotiated preferential 

tariffs. 

 

ii. Rationalize Trade Documents and Related Procedures 

Trade documentation and customs procedures are important components of the trade 

facilitation system as they help identify the import and export items in terms of description, value, 

and ownership for both trade and control purposes. They also allow for the tracking of cargo so that 

importers and exporters know where their shipments are and when these will arrive at their final 

destination. However, while trade documents are an integral and necessary part of international 

trade, efforts should be made to simplify and rationalize them so that they do not become                      

an obstacle to international trade. The following steps may be taken to rationalize trade documents: 

(i) Classify all tradable products and identify all agencies involved in trade controls. Traded 

products attract various levels of controls by different agencies. Tradable products may 

be classified as (i) dutiable controlled goods, (ii) dutiable non-controlled goods, (iii) no  

dutiable controlled goods, and (iv) non-dutiable non-controlled goods. 

(ii) Evaluate current procedures. Review all existing formalities and processes involved in the 

clearing of goods. Such review would include all procedures and documentation 

involved in issuing (i) inward declarations/ outward declarations, (ii) import and export 

licenses, (iii) certificates of origin, and (iv) other documents required by the Ministry of 

Commerce, the customs authority, and other controlling agencies for the clearance of 

goods under their respective purviews. 
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(iii) Streamline trade document processing. For each of the trade documentation processes—

mainly inward declarations/outward declarations, application for import and export 

licenses, and application for preferential certificates of origin— the lead agency should: 

a. Determine the minimum information requirements; 

b. Reduce the number of steps involved from the submission of the declaration or 

application to the receipt of the approved declaration, license, or certificate; 

c. Reduce or eliminate the need for supporting documents to be submitted; and 

d. Establish clear coordinating and routing mechanisms between the key receiving 

authority (e.g., customs) and other customs/controlling agencies (CAs) (e.g., agri-

food and veterinary authorities, police authority, and other relevant authorities) 

when more than one CA is involved in the issuance of a document (typical in the 

case for ID of sensitive goods). 

(iv) Align and simplify documents used in international trade. Existing trade related documents 

used by the Ministry of Commerce, the customs authority, other CAs, and industry 

players (such as shipping companies, air cargo agents, and freight forwarders) should be 

collected and analyzed. The documents should be aligned according to the United 

Nations Layout Key for Trade Documents, specifying all required data elements and 

fields in the aligned version using international standards (e.g., the UNeDocs Data 

Model). The documents to be aligned include: 

a. Goods declaration and permit forms, 

b. Certificates of origin, 

c. Import and export licenses, 

d. Customs declaration forms, 

e. Certificates of inspection (used by other CAs or for specific products), 

f. Certificates of quality, and 

g. Health and phytosanitary certificates.  

(v) Introduce and gradually implement revised procedures and documents. Before implementing 

new procedures and documents, there will be a need to inform all concerned 

government agencies and train the relevant government officers on the new procedures 

and documents. 
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iii. Implement Effective Trade and Customs Enforcement 

Trade control is important for a country to prevent trade in prohibited and harmful goods such 

as drugs, unlicensed arms, fake pharmaceuticals, endangered animal species, and pirated products. 

In addition, authorities need to ensure that the correct customs and import duties are collected to 

avoid loss of government revenue. The challenge is, therefore, to facilitate trade while at the same 

time ensuring compliance with trade and customs regulations. 

The key to solving this challenge is to put in place a risk management system to facilitate low-risk 

(i.e., low risk of noncompliance) trade while focusing attention and controls on trade at a higher risk 

of violating regulations. Advance release and duty payment systems can also be effective in  

facilitating trade when complemented with a post-clearance audit mechanism. The following steps 

may be taken to accomplish this goal: 

(i) Develop an efficient trade statistics collection system. For risk management to work, a trade 

monitoring system is required. It, in turn, requires accurate trade statistics. Trade 

statistics are important as they show the trade patterns and flows of the country. 

Therefore, there has to be a reliable system to accurately collect and compile trade 

statistics. This may include the following steps:  

a. Develop the required database structure for trade statistics;  

b. Develop a computer system to capture the required data elements;  

c. Train officers processing inward declarations and outward declarations in using 

computers to process the data and audit raw statistics before formatting into final 

output format; and  

d. Establish a mechanism for dissemination of trade statistics to the relevant officers  

for use in customs management. 

(ii) Establish channels of trade intelligence. Besides trade statistics, the lead agency and the 

customs authority will also require additional trade intelligence from other sources, both  

locally and internationally. Trade intelligence consists of specific information pertaining 

to the characteristics of industries and various enterprises. Both domestic and foreign 

sources of information should be utilized and authorities can, therefore, consider the 

following: 

a. Establish an interagency committee comprising relevant government agencies to 

share intelligence on trade and customs- related issues. It will be the basis of 

industry and company data for the risk management system. However, given the 
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sensitive nature of this interagency committee, it should not operate within the 

NTFB. 

b. Develop mutual administrative assistance with customs authorities in other 

countries aimed at exchanging customs-related intelligence, especially pre-arrival 

information of inbound goods. Early intelligence will assist in combating trade 

offenses. 

c. Develop collaboration with industry players such as freight forwarders, multimodal 

operators, air cargo carriers, and shipping representatives within the NTFB to ensure 

and increase trade compliance. Authorities can work with these industry 

associations to assist them in developing self-policing initiatives among their 

members. Such an approach would encourage traders to develop their own internal 

compliance systems to ensure proper documentation and customs payment. 

Incentives for traders to comply could include faster facilitation of cargo 

consignments, typically as part of an authorized trader or economic operator 

scheme.  

(iii) Identify and assess areas of risk. Once data sources are secured, the available data need to 

be examined to identify risk areas and develop a risk management system using the 

following steps: 

a. Establish compliance needs and measures. The authorities need to determine the 

issues on which they wish to focus their limited resources. For example, priority may 

be given to documentary issues (e.g., proper tariff classification and valuation by 

traders); procedural issues (e.g., proper declarations and transit operations); and/or 

revenue issues (e.g., accurate payment and collection of duties). Available data  

should be used to understand the noncompliance risks in key areas and their 

impacts, such as in industries of strategic importance to the country and those 

related to important trade policy measures (such as import quotas, preferential 

import duties, and rules of origin) or issues (antidumping). Compliance measures 

and indicators should then be established based on the issues and areas deemed 

most important. 

b. Develop risk profiling and targeting. Subsequent to identifying the types of risk, the 

authorities will be able to develop appropriate risk indicators such as certain 

transport routes, categories of traders, and types of product declared. These risk 
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indicators are the basis of various risk profiles that will help the authorities to target 

enforcement on specific cargo movements. 

(iv) Encourage advance submission of documents. Submission of trade and customs documents 

prior to arrival and departure should be encouraged. This will enable the authorities to  

preselect cargo consignments for inspection and clear others before arrival using 

established risk profiles. Advance submission of information on cargo is today seen as an 

essential measure to ensure international supply-chain security. An increasing number 

of developed countries are requiring that detailed information be submitted in advance 

of arrival. 

(v) Conduct physical inspections based on assessed risks of shipments. Assuming all the 

aforementioned steps have been implemented, authorities should be in a position to  

determine which shipments are most likely to be noncompliant based on established 

risk profiles, thereby reducing the need to conduct a large number of physical 

inspections. Following preselection of cargo for inspection based on information 

available from risk profiling, authorities may decide to simply conduct a summary 

inspection by checking marks, codes, and numbers to determine compliance, or to  

conduct detailed physical inspections by opening up cargo for verification. Random 

detailed inspections may also be conducted from time to time to verify the accuracy of 

the risk profiling system. 

(vi) Implement a systematic post-clearance audit program. Periodic proactive inspections and 

visits to traders, manufacturers, and freight forwarders, among others, should be 

institutionalized as part of the risk management process. The purposes of such visits are 

to verify the compliance of specific transactions and shipments based on archived 

documentation, review the trader’s system to assess its ability to comply, determine 

that preferential certificates of origin issued to manufacturers are in accordance with 

the respective rules of origin regulations but also to acquire information and a better 

understanding of the operations of major importers and exporters. 

(vii) Provide training to traders and enforcement officers through a phased implementation. 

Implementation of a new system of trade and customs controls such as the one 

described above involves careful planning and preparation. In particular, enforcement 

officers will have to be trained in risk management techniques and in the conduct of 

post-clearance audits and factory inspections. Traders will also have to be trained, 

particularly on how to establish and maintain their internal compliance systems and how 
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to avoid “honest mistakes” in filling-in trade documents or in following procedures, as  

these mistakes can reduce the effectiveness of the risk management system. Phased 

implementation of risk management and audit based trade control systems can be 

considered, starting with a few strategic industries before expanding to all trade. 

 

iv. Computerize and Automate Trade Documents and Procedures 

As trade flows and the need for faster clearance of goods increase, the application of 

information and communication technology (ICT) to trade documents and procedures becomes 

essential to trade facilitation. However, the success in computerizing and automating trade 

procedures depends on the government’s own ICT development. If there is no effort to enhance and 

improve ICT infrastructure nationwide, then computerization and automation of trade documents 

and procedures may not be readily achievable. The following are actions that may be considered in 

applying ICT to trade documents and procedures: 

(i) Agree on a blueprint of the electronic single window facility. The lead agency should be given 

a clear mandate to develop and implement a single window facility, as development of 

such a system is a complex and relatively resource-intensive task compared with other 

trade facilitation measures. 

(ii) Develop enabling legislation for the single window. To provide the legal basis for the new 

system, new regulations that will empower the government agencies to set up the 

system for use by both the public and private sectors have to be in place. Such 

regulations may include the obligation of the declarant to provide complete and 

accurate electronic submission of data, and defining penalties for those who abuse or 

violate the system (e.g ., falsify a declaration, steal data , or simply cause mischief). 

(iii) Design a single administrative document. One of the key features of many single windows is 

an electronic single administrative document. Most, if not all, trade and customs 

documents should be aligned according to the UN Layout Key to facilitate the 

development of such a single administrative document, which will incorporate into one 

single form all the information required by many agencies involved in trade control. 

 

v. Automate Internal Processes of Agencies 

Once electronic submission of documents has been enabled and streamlined, consideration 

should be given to automating the processing of relevant information contained in the electronic 

single administrative document by each relevant agency. Each agency will conduct its own study to 
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determine the extent to which document processing may be automated.  

(i) Select an appropriate contractor to develop the system. The lead agency will oversee 

the development of the system and select an appropriate contractor in a 

transparent manner using the criteria set in consultation with the national trade 

facilitation body. The role of the contractor may involve (i) installation of requisite 

hardware and software according to system requirements and development of 

interfaces linking traders to the lead agency, as well as linking the lead agency to 

other controlling agencies responsible for processing the information in the single 

administrative document (SAD); (ii) development of c riteria for automated 

processing of inward declarations/outward declarations to meet requirements of 

each agency; and (iii) design of a builtin risk management tool based on the 

information processed within the system.  

(ii) Develop an electronic payment system for customs duties. Payment of customs 

duties is a process closely linked to the submission and processing of documents. 

Therefore, efforts should be made to provide an electronic payment system that 

allows customs duties to be paid at the same time traders use single window for 

goods declaration. 

(iii) Provide a comprehensive training and technical support program. Implementation of 

electronic trade facilitation such as the ones mentioned above. 

 

5.2. SWOT Analysis and Recommendations  

The following table illustrates a thorough SWOT analysis of the recommendations of several 

organizations and institutions:  

Table 34: SWOT Analysis of Recommendations 

Strengths Weaknesses 
 

• The existence of the Ten-Yea r Program of Action;  

• Exist ing OIC trade and economic agreements;   

• Existence of the PRETAS;  

• OIC countries kept good pace with other developing 

countries in the period 2005-2008 and performed 

even better than they did in 2009; 

• The Mashreq countries are well-connected through 

roads and air transport;  
 

 

 
 

 

• Inta-OIC accounts for only  16.65  percent of the overall 
trade in the OIC countries;  

• The continuation of autonomous liberalization 
measures undertaken by OIC member states;  

• Current investment promotional strategies;  

• Mixed nature of the group of the OIC countries 
continues to reflect high levels of heterogeneity and 

divergence in the economic structure and performance 

of these countries;  

• 22 OIC m ember states are still classified as Least 

Developed Countries and their development depends 
mainly  on agricultural com modities; 

• In 2009, just ten countries accounted for 70.9 percent 

of the total output of the OIC countries and 73.5 
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percent of their total exports;  

• 22 of these countries  are still classified as Heavily 

Indebted Poor Countries (HIPCs);  

• In m any OIC countries, agricultural development is still 
facing a number of serious constraints;  

• Inadequate use of land and water resources; 

• Inefficient trade facilitation processes and procedures;  

• Underdeveloped transport infrastructure;  

• Limited modal choices available for the shipment of 
goods; 

• Substantial investment is needed to improve the 
quality of road transport; 

• Diversify ing exports beyond a narrow range of primary 

products remains a key challenge in many African 

countries;  

• In the MENA region, som e regional investment 
agreements exist, but they are either not 

implemented, or not known; 

Opportunities Threats  

 

• Unexploited potential—natural complementarities  

(energy, industrial products, services, agricultural 

products); 

• The implementation of a real economic integration 

program among the OIC countries; 

• The establishment of a free trade area should be 

reflected in a substantial rise in intra-OIC trade; 

• Strengthening  of stock exchange intermediation as a 

vehicle for investment; 

• Plan of action aiming at upgrading policies and 

infrastructures in the field of trade facilitat ion;  

• Liberalization of the exchange rate system;  

• The member states to sign and ratify all existing OIC 

trade and economic agreements; 

• Implementation of the provisions of the relevant OIC 

plan of action; 

• The implementation of the PRETAS; 

• Promote endeavors for institutionalized; 

• Support member states in their accession to WTO and 

other organizations;  

• Activation of the Islamic Chamber of Commerce;  

• OIC Agricultural Investment Promotion Agency (OIC-

AIPA) and OIC Agriculture Commodity  Exchange 

Market (OIC-ACEM) should be established;  

• Accession to and implementation of the major 

international facil itation conventions (i.e ., TIR);  

• Legal frameworks of the regional commissions should 

be stream lined;  

• Implementation of one-stop border posts in Africa 

and in Central Asia;  

• Harm onization of road traffic rules and regulations 

and harmonization of axle load controls;  

 
 

 

 

 

 
 

 

• Various political, stru ctural, climatic, and geographical 

factors affect e conomic development; 

• Agricultural production affected by the above-
mentioned factors; there fore , agricultural production 

in most of the OIC countries did not keep pace with the 

rapidly increasing demand for food;  

• 35 OIC countries a re class ified as Low Income Food 

Deficit  Countries (LIFDC);  

• Scarcity of water resources;  

• Memberships and functions of the different legal 

fram eworks overlap;  

• Additional customs security measures (customs 

escorts);  

• Corruption: customs and the police in Africa were 

found  to be the most corrupt;  

• Excessive number of check points and weighbridges;  

• Third party  motor insurance;  

• There is a hub-and-spoke system of agreements and 

programs;  

• The proliferation of bilateral and sub-regional 

agreements in the transport sector raises conce rns 

regarding their consistency with regional and global 

conventions;  

• Whereas quantitative barriers to trade, like tariffs , 

have been dramatically reduced over the years, the 

significance of non-trade barriers such as TBTs is quite 
visible in today’s trade landscape; 

• Countries in the MENA region on average score poorly 
on most indicators of competitiveness and, therefore , 

face difficulties com peting in global export markets; 

• Poor education outcomes, unfavorable business 
environments, and excessive governmental controls 

are key reasons for MENA’s lack of competitiveness.  
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• Deeper regional integration through regulatory 
cooperation with neighboring partners who have 

sim ilar regulatory preference s can usefully  

complement unilateral liberalizat ion; 

• Modernization of exist ing investment instruments; 

• Reinforcing trade integration agreements with 
investment provisions. 

 
 

As clearly illustrated, the OIC member states constitute a mosaic—a mosaic with many different 

pieces: extremely poor countries and rich countries; extremely different climate conditions; political 

instability; scarcity of some natural resources, an abundance of others; lack of infrastructure; 

existence of many regional commission and regional integration initiatives; many different trade 

agreements; and a low degree of accession to international agreements and conventions.   

 

 

 

 

 

On the other hand, transport development justifies its existence when cargo exists to be moved.                   

The truth is that the existence of roads, of connections, creates development through the creation of 

new jobs through the possibilities of moving people and production to areas of production and 

consumption. Policies that concern the development of transport corridors should be based on the 

three pillars that the UN proposes: simplification, harmonization, and standardization.  

 

The existence of many regional commissions or initiatives is positive, as it expresses the desire for 

cooperation and development, but on the other hand this could become an obstacle, as these 

initiatives represent differences in trade, transport, and border-crossing agreements. All policy 

should be based on two parallel actions: harmonization of trade and transport—border-crossing 

agreements among the 57 member countries and identification of the main infrastructure network 

that optimizes trade among the OIC member states and the rest of the world.  

 
The following scheme illustrates the concept of the harmonization of OIC agreements. 
 

 

 

 

 

 

The opinions on transport and trade facilitation and their prioritization might differ but the 

conclusion is the same: The development of trade is absolutely connected with transport 

infrastructure and facilitation measures.  
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Figure 37: OIC Harmonization Agreements 

 
Source: Consultant’s Analysis 

 

There is a need for harmonization of all the existing regional, bilateral, or multilateral trade, 

transport, or border-crossing agreements: 

• The objectives are:  

o Uniform simplification of transport and trade processes among the OIC member 

states; 

o OIC member states will operate as an integrated unit; 

• The rationale is that: 

o Countries as members of different bilateral, pluri-lateral, regional, or international 

agreements cannot commit themselves to new agreements or even participate in 

certain existing ones that are probably contradictory; 

o  OIC member countries should not reinvent the wheel with regard to international 

conventions and agreements:  

� Issues of trade, transport, and cross-border facilitation need to be clarified 

as to which are covered by existing international conventions and 

agreements (mainly of UNECE and WTO);  

� Countries should be encouraged and trained to access these conventions 

and agreements; access should be facilitated as needed; 

� Harmonization under the auspices of international organizations will 

facilitate the speedy harmonization of basic trade and transport processes 
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among the OIC member states and their trade and transport connections 

with their neighboring countries;  

� Political obstacles, lack of education or training, divergent priorities, lack of 

monitoring mechanisms, or the problem of the accomplishment/fulfillment 

of necessary standards can be some of the obstacles to the accession of 

OIC member states to these conventions; 

o Regional or bilateral agreements that facilitate regional or national special needs 

should be harmonized: 

� Conditions that facilitate the participation of countries in different 

agreements and do not constitute a barrier or contradict each other should 

be agreed among the parties,  

� The main objective should be the development of general or common trade 

and transport agreements for all the OIC member states, which will avoid  

the plethora of regional or bilateral agreements;  

� To achieve this, facilitating harmonization among the different regional 

commissions should begin with this as the main objective; 

� Political or cultural reasons and/or regional ambitions could be a barrier to 

the achievement of this objective.  
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CHAPTER 5: Prioritization of Transport Corridors 

               Using A Value Matrix 
 

Introduction 

This chapter is the main objective of the current study. The prioritization of Transport Corridors 

based on the different criteria analyzed in the previous chapters. Every criterion has different impact 

(weighting) to every transport corridor. The different weighting creates a total score for each 

corridor which actually makes a total ranking for all the corridors. The best performers or the 

corridors with the highest score are the ones prioritized.  

 

The transport corridors that have been prioritized constitute an indication for future investments. 

The transport corridors prioritization exercise that took place in this study was based on existing 

research and on specific criteria. Financial institutions should analyze and evaluate other factors also 

as political, social etc that might affect transport corridors efficiency and importance as to conclude 

where investments should finally take place.  

 

1. Prioritization of Transport Corridors Using A Criteria Value Matrix  

In this chapter we evaluate transport corridors using the value matrix technique.        

 

The value matrix is a technique for assigning weights to criteria for efficiency and effectiveness, by 

which the transport corridors are prioritized based on their relative differences. Why perform such a 

prioritization? The answer to this question is c rucial, as it sets the selection parameters for the 

criteria and their weights. An incorrect choice of criteria or of criteria that bear no relation to our 

objectives—and no relative weighting—would create a set of transport corridors unsuitable for our 

project. We have assigned every criterion a general weight from 1 (less important) to 3 (very 

important). In addition, we have established a set of choices for every criterion with different 

weights for each choice, in order to better reflect the real conditions of each corridor.                      

This operation is performed in order to: 

• Select the transport corridors that will best serve the OIC member states and that will 

promote trade among themselves and among them and the rest of the world; 



 

Chapter 5: Prioritization of Transport 

Corridors Using A Criteria Prioritization 

Matrix 

 

-  

 

Page 152 

• Create an indicative list of corridors for consideration by Governments and relevant IFIs for 

possible financing of specific sections of the corridors subject to further technical and socio-

economic analysis.  

 

The criteria that we will use and their weights are as follows:  

 

1. Involvement of OIC Member States: The involvement of OIC member states in the corridor 

is a primary objective. This factor is a prerequisite and should be one of the most important 

criteria in the prioritization of the corridors. Therefore we set the criterion weight at level 3. 

The choices for this criterion are:  

 

0.  No OIC country involvement 

1. Some countries are OIC members i 

2. The majority of the countries are O IC members ii 

3. All the countries are OIC members 

i. Less than the half. For instance a transport corridor crosses 6 countries if there are less or 

equal to three OIC members 

ii. More than the half.  

 

2. Regional Trade Potential: Based on our gravity model analysis in the first chapter of this 

report, as well as on the trade analysis that we performed in reports 1 and 2, we have a very 

strong indication concerning potential trade among the OIC member states. It must be 

noted that this potential does not include any expected increase in trade once transport 

corridors are improved (construction of missing links, removal of non-physical  barriers, 

etc.), which should prove to be highly significant, but is based on current GDPs of the 

countries concerned. It still provides useful information for trade flows. This criterion can 

also be characterized as one of the most important in prioritizing transport corridors; 

therefore, we have set its weight at level 3. In cases where at least one country differs in its 

level of potential, we have chosen the country with the highest potential, as it affects the 

total trade of the whole corridor in a positive manner. The choices for this criterion are:  
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0.  Small potential I 

1. Relatively small potential 

2. Medium potential 

3. Large potential 

i. This scale is being analyzed in Annex I (Gravity Model Analysis) 

3. Interregional Trade Potentia l: The interregional trade potential as we have analyzed it 

means the potential of the region for trade with the rest of the world; the main factor 

connects the GDP of the country with the throughput of containers in its port in TEUs. For 

landlocked countries the closest port to the capital is used. The interregional trade potential 

is a significant factor for the prioritization of the transport corridors, as it highlights the 

possibility that these corridors will be able to facilitate international trade, meaning exports 

and imports of participating countries. As we mentioned before, when at least one country 

differs in its level of potentiality, then we have chosen the country with the highest 

potential, since it positively affects the total trade volume of the whole corridor. We have 

set the weight of this criterion at level 3. The choices for this criterion are: 

 

0.  Small potential I 

1. Relatively small potential 

2. Medium potential 

3. Large Potential 

i. This scale is being analyzed in Annex I (Gravity model analysis) 

 

4. Missing links: Missing links, or the general lack of infrastructure that this term represents, 

are a crucial factor for the operations along transport corridors and thus their prioritization. 

This prioritizing is being made for the purposes of investment, so the transport corridors that 

do have missing links should have a larger weight compared with others that are in good 

condition. We have set the weight of this criterion at level 3. The choices for this criterion 

are: 

0.  No lack of infrastructure I  

1. Relatively small lack of infrastructure 

2. Medium lack of infrastructure 

3. Many missing links or lack of infrastructure  

i. The choices are based on the physical barriers – missing links chapter. It is more a qualitative 

than quantitative criterion as the infrastructure needs are based on many factors (budgets, 

num of infrastructure projects that is not clear etc)   
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5. Non-physical barriers: The existence of non-physical barriers is a criterion that has a high 

priority, as it means that there is a need for capacity building and facilitation. Non-physical 

barriers are important negative factors  in the operation of transport corridors and should be 

addressed. In comparing two corridors that are both very important for the economic 

development of OIC member states, one with no issues of non-physical barriers and the 

other with many, we should select the second one for our attention. Therefore the existence 

of non-physical barriers has been assigned a level 3. The choices for this c riterion are:  

 

0.  No non-physical barriers  

1. Relatively few non-physical barriers 

2. Medium level of non-physical barriers 

3. Existence of many non-physical barriers 

 

6. Traffic density: Traffic density is a criterion that affects roads and mainly the decisions for 

the construction of new roads. But as a criterion for the prioritization of transport corridors, 

especially for goods, it has a relatively small significance. If, for instance a transport corridor 

in Africa today has low traffic but in parallel has missing links or very bad pavement, this not 

a reason for not selecting this corridor as not many drivers use it. On the contrary, 

depending on other criteria, it probably should be a priority corridor. Therefore, we have set 

the weight of congestion at 1. The choices for this criterion are:  

 

0.  High traffic I 

1. Medium traffic 

2. Relatively little traffic  

3. No traffic 

i. It refers to average annual daily traffic (African development Bank / World Bank data): high 

traffic >1000, medium traffic 300-1000, relatively little traffic 100-300, no traffic <100. 

 

 

7. Transport costs: Transportation costs, and especially trucking costs, are influenced by poor 

road conditions, which damage trucks and are responsible for higher fuel consumption. But 

the principal factor behind high transportation costs is the hidden or unofficial costs that 

really burden transport. The development of transport corridors will definitely improve the 
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time and cost of transportation but will not dramatically decrease the prices. Therefore, we 

have set the weight of this criterion at 1. The choices for this criterion are:  

 

0.  Very low transportation costs 

1. Relative low transportation costs 

2. Medium transportation costs 

3. High transportation costs 

 

8. Facilitation of intermodal transport: The facilitation of intermodal transport and the 

existence of the appropriate infrastructure or equipment for transshipment is an important 

factor for a transport corridor’s future development, as it creates high potential for 

increasing trade flows. However, at this stage of prioritization, this criterion cannot be                

a significant factor for transport corridor prioritization. Therefore, we set the weight of this 

criterion at level 2, as the existence of such facilities positively influences a corridor’s 

performance. The choices for this criterion are:  

 

0.   No intermodal transport facilities 

1. Some intermodal transport facilities  

2. Many intermodal transport facilities  

3. Intermodal transport facilities along the length of the 

corridor 

 

 

9. Logistics centers: The existence of logistics centers in places where no roads exist seems                 

a luxury. Logistics centers optimize trade flows and the use of intermodal transport 

solutions, but they cannot be characterized as significant for the prioritization of transport 

corridors, even though their existence is desirable. Therefore, we have set the weight of this 

criterion at level 1. The choices for this criterion are:  

 

0.   No logistics centers 

1. Some logistics centers 

2. Many logistics centers 

3. Logistic centers along the length of the corridor 
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10. Connections with capital cities: Connections to the capitals of the countries that participate 

in the corridor is an important factor. Normally, the capital cities are the biggest or among 

the biggest cities of a country; therefore, the majority of consumption is concentrated there. 

A transport corridor exists to facilitate the movement of cargo, so if a transport corridor 

connects the capitals of the participating countries, this increases its efficiency and 

effectiveness. We have set the weight of this criterion at level 2. The choices for this 

criterion are: 

 

0.   No connection between capital cities 

1. Some capital cities are connected 

2. Many capital cities are connected 

3. All capital cities are connected 

 

11. Connection between locations of economic importance : The connections between 

industrial zones, free trade zones, or other locations of economic importance is an important 

factor, as the transport corridor serves trade flows and facilitates their movement.                      

If a transport corridor connects locations of economic importance indifferent participating 

countries, this acts to increase its efficiency and effectiveness. We have set the weight of 

this criterion at level 2. The choices for this c riterion are: 

 

 

0.   No connection of important economic locations 

1. Some important economic locations are connected 

2. Many important economic locations are connected 

3. All important economic locations are connected 

 

12. Existence of trade agreements: The existence of trade agreements is a step towards the 

facilitation of trade and the improvement of the efficiency of the transport corridor. 

However, this is not a significant criterion for the prioritization of transport corridors, as the 

existence of a trade agreement does not add enough value to corridor selection. Therefore, 

we have set the weight of this criterion at level 1. The choices for this criterion are:  

 

 



 

Chapter 5: Prioritization of Transport 

Corridors Using A Criteria Prioritization 

Matrix 

 

-  

 

Page 157 

0.   No trade agreements 

1. Some trade agreements exist 

2. Many trade agreements exist 

3. Existence of trade agreements on all issues 

 

13. Other transport costs: This criterion is considered separately from the prices of transport 

(evaluated above). Nor do these costs include the existence of non-physical obstacles or the 

poor infrastructure that increase transportation costs. In the regions under study, as there 

are many non-physical obstacles that directly affect transport costs to a high degree, the 

poor condition of the roads is not a critical factor. However, the non-existence of roads can 

clearly be a critical factor, which is why we have added this criterion as well. We have set the 

weight of this criterion at level 1. The choices for this criterion are:  

 

0.  No discernible effect on transport costs  

1. Relatively small effect on transport costs 

2. Medium effect on transport costs 

3. Significant effect on transport costs  

 

14. Distance from ports: Ports are the world’s exit and entrance to a transport corridor. The 

distance of a transport corridor from a port is an important criterion that influences its 

efficiency of operation. However, distance alone cannot be a significant criterion in giving 

priority to a transport corridor. In any case, the closer a transport corridor is to a port, the 

better. We have set the weight of this criterion at level 2. The choices for this criterion are:  

 

1.  Far from a port(s) I 

2. Medium distance to a port(s) ii 

3. Port(s) exists along the transport corridor i ii 

i. > 60 km 

ii. 20 – 60 km 

iii. <20 km 

 

15. Road pricing: Road pricing could be an important factor in cases where there are no hidden 

costs or non-physical obstacles. In cases where the hidden costs are high, road pricing is 

really an insignificant factor. We have set the weight for this criterion at level 1. The choices 

for this criterion are:  
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0.  No or limited road pricing I 

1. Some or insignificant road pricing 

2. Significant road pricing 

i. The road pricing scale for reasons of lack of information but also of irrelevance, is 

not being consider as absolute number ($) but as contribution to road transport 

comparing also to other burdens of transport as the non-physical barriers.  

 

 

For reference we have categorized the transport corridors in the following table. We have identified  

121 transport corridors to be prioritized. 

 

Table 35:  Transport Corridors I.D.s 

ID Corridor Initiative by 
Asian Transport Corridors 

1 Road /Rail I 

UNECE 

2 Road /Rail II 

3 Road /Rail III 

4 Road /Rail IV 

5 Road /Rail V 

6 Road /Rail VI 

7 Road /Rail VII 

8 Rail VIII 

9 Rail IX 

10 Road and Rail NETWORK SPECA 

11 Southeast Asia 

UNESCAP 

12 North and Northeast Asia 

13 Caucasus region, Central Asia + Iran and Turkey 

14 South Asia 

15 Road Network 

16 Transport Corridors TRACECA 

17 Corridor 1  

CAREC 

18 Corridor 2  

19 Corridor 3  

20 Corridor 4  

21 Corridor 5  

22 Corridor 6  

23 Transport Corridors EURASEC 

24 Northern Route 

IRU – NELTI 25 Central Route 

26 Southern Route 

27 Corridor 1 

OSJD 
28 Corridor 2  

29 Corridor 3  

30 Corridor 4  
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Table 35:  Transport Corridors I.D.s 

ID Corridor Initiative by 

31 Corridor 5  

32 Corridor 6  

33 Corridor 7  

34 Corridor 8  

35 Corridor 9  

36 Corridor 10  

37 Corridor 11  

38 Corridor 12  

39 Corridor 13 

40 Rail route 1 

ECO 

41 Rail route 2 

42 Rail route 3 

43 Rail route 4 

44 Rail route 5 

45 Rail route 6 

46 Rail route 7 

Sub-Saharan Transport Corridors 

47 Corridor 1. Dakar – Mali 

U.N.E.C.A. 

48 Corridor 2. Abidjan – Burkina Faso – Mali  

49 Corridor 3. Tema/Takoradi – Burkina Faso – Mali  

50 Corridor 4. Lome – Burkina Faso – Niger/Mali  

51 Corridor 5. Cotonou – Niger – Burkina Faso – Mali  

52 Corridor 6. Lagos – Niger  

53 Corridor 7. Douala – Central African Republic –Chad 

54 Corridor 8. Pointe Noire – Central African Republic – Chad 

55 Corridor 9. Lobito – DRC – Zambia  

56 Corridor 10. Walvis Bay – Zambia-DRC  

57 Corridor 11. Walvis Bay – Botswana – South Africa  

58 Corridor 12. Durban – Zimbabwe – Zambia –DRC  

59 Corridor 13. Maputo – South Africa  

60 Corridor 14. Beira – Zimbabwe – Zambia – DRC  

61 Corridor 15. Dar es Salaam – Rwanda – Burundi –Uganda – 

DRC  

62 Corridor 16. Mombasa – Rwanda – DRC  

63 Corridor 17. Berbera – Ethiopia  

64 Corridor 18. Djibouti – Ethiopia  

65 Corridor 19. Assab – Ethiopia  

66 Corridor 20. Massawa – Ethiopia  

67 Corridor 21. Lagos – Niger – Mali and Lagos – Chad  

68 Norther n Corridor NCTA (Northern Corridor 
Transit Agreement) 

69 Central Corridor   CCTTFA (Central Corridor 

Transit Transport 
Facilitation Agency) 

70 Dar es Salaam Corridor Dar es Salaam Corridor 

71 Walvis Bay Corridor   Walvis Bay Corridor Group 
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Table 35:  Transport Corridors I.D.s 

ID Corridor Initiative by 

(WBCG) 

72 Trans-Kalahari Corridor Trans-Kalahari Corridor 
Management Committee 

(TKCMC) 

73 Trans-Caprivi Corridor (TCC) Trans-Caprivi Corridor 

(TCC) 

74 Trans-Cunene Corridor (TCuC). Trans-Cunene Corridor 

(TCuC). 

75 Maputo Development Corridor (MDC) Maputo Development 
Corridor (MDC) 

76 Abidjan–Lagos Corridor Abidjan–Lagos Corridor 

77 Corridor 1. Cairo – Dakar Highway 

Trans-African Highways 

78 Corridor 2. Trans – Sahara Highway 

79 Corridor 3. Tripoli – Capetown Highway 

80 Corridor 4.Cairo – Capetown Highway 

81 Corridor 5. Dakar – Ndjamena Highway 

82 Corridor 6. Ndjamena – Djibouti Highway 

83 Corridor 7. Dakar – Lagos Highway 

84 Corridor 8. Lagos – Mombasa Highway 

85 Corridor 9. Beira – Lobito Highway 
MENA Region Transport Corridors  

86 M5  
 

 

 

 

 

United Nations 

Economical and Social 

Commission for Western 

Asia (UNESCWA)  

87 M7 and M9 

88 M10 

89 M15 

90 M20 

91 M25 

92 M30 

93 M35 

94 M40 

95 M45 

96 M50 

97 M51 

98 M55 

99 M65 

100 M67 

101 M70 

102 M75 

103 M80 

104 M90 

105 M100 

106 R90 

107 R82 

108 R80 

109 R70 

110 R60 
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Table 35:  Transport Corridors I.D.s 

ID Corridor Initiative by 

111 R50 

112 R40 

113 R30 

114 R20 

115 R10 

116 R05 

117 R15 

118 R25 

119 R27 

120 R35 

121 R45 
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Table  36: Prioritization Matrix 
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Priority 

Score 

Weighting 3 3 3 3 3 1 1 2 1 2 2 1 1 2 1   

ASIA TRANSPORT CORRIDORS 

1 0 0 0 0 1 1 2 2 1 3 2 2 1 1 1 27 

2 1 1 0 0 1 2 1 2 1 3 2 2 1 1 1 33 

3 1 1 1 1 2 1 2 1 2 3 2 2 2 2 2 45 

4 2 1 3 1 1 1 2 2 1 3 2 2 1 2 1 50 

5 2 1 2 1 1 1 2 2 1 3 2 2 1 2 1 47 

6 1 1 2 0 1 1 2 2 2 3 2 3 1 2 1 43 

7 1 1 1 0 0 1 2 1 1 3 1 3 1 1 1 30 

8 1 0 1 1 1 2 1 0 0 3 2 1 1 1 1 30 

9 2 0 1 2 2 1 2 0 1 3 2 2 1 1 1 41 

10 3 0 1 2 2 1 2 1 1 3 2 3 1 1 2 48 

11 1 0 2 1 1 1 2 0 1 3 2 2 1 2 1 37 

12 0 0 0 1 1 1 2 0 1 2 2 2 2 2 1 27 

13 2 0 2 1 2 1 2 0 1 2 2 3 1 2 1 42 

14 1 1 2 2 2 1 2 1 1 3 1 2 1 2 1 46 

15 1 0 2 2 2 1 2 1 1 3 2 3 1 2 1 46 

16 1 0 1 2 2 2 2 1 1 2 2 3 1 2 1 42 

17 1 0 1 2 2 2 2 1 1 3 2 3 1 1 1 42 

18 2 0 1 2 2 1 2 1 1 3 2 3 1 1 1 44 

19 3 0 0 3 3 1 3 1 1 3 2 3 2 1 2 53 

20 0 0 0 1 2 1 1 1 1 1 1 1 2 1 1 24 

21 2 0 0 3 3 2 3 2 0 2 1 1 2 1 2 46 

22 3 0 1 3 3 2 2 1 0 2 2 2 2 1 1 51 

23 2 0 1 2 2 2 2 1 1 2 1 2 2 1 1 41 

24 1 0 2 1 2 2 2 0 1 2 1 2 1 1 1 35 
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Priority 

Score 

Weighting 3 3 3 3 3 1 1 2 1 2 2 1 1 2 1   

25 2 0 0 2 2 1 2 0 1 2 1 2 1 1 1 34 

26 3 0 2 2 2 1 2 2 1 2 1 2 1 2 1 49 

27 0 0 0 0 1 1 2 0 1 2 2 1 0 2 0 20 

28 1 0 2 0 0 1 2 0 1 1 1 2 0 1 0 21 

29 0 0 0 0 1 1 2 0 1 3 2 2 0 2 0 23 

30 0 0 0 0 0 1 2 0 1 3 2 2 0 2 0 20 

31 1 0 2 0 0 1 2 0 1 3 2 2 0 2 0 29 

32 1 0 2 0 1 1 2 0 1 3 2 2 0 2 0 32 

33 0 0 0 0 0 2 2 0 1 3 1 2 0 1 0 17 

34 2 1 1 0 0 2 2 0 1 3 2 2 0 1 0 31 

35 0 0 0 0 0 1 1 0 2 2 2 2 1 2 0 19 

36 1 0 0 2 2 1 2 0 1 3 2 2 1 1 0 34 

37 1 0 1 1 1 1 1 0 1 2 2 2 1 2 0 30 

38 0 0 0 0 1 1 2 0 1 3 2 2 1 2 0 24 

39 0 0 0 0 1 1 2 0 1 3 2 2 1 2 0 24 

40 3 0 3 2 1 2 2 0 1 3 2 3 1 2 0 50 

41 3 0 3 2 2 2 2 0 1 3 2 3 1 2 0 53 

42 2 0 3 2 2 2 2 0 1 3 2 3 1 2 0 50 

43 3 0 3 1 1 2 2 0 1 3 2 3 1 2 0 47 

44 3 0 3 1 1 2 2 0 1 3 2 3 1 2 0 47 

45 3 0 3 1 1 2 2 0 1 3 2 3 1 1 0 45 

46 3 0 3 1 1 2 3 0 1 3 2 3 1 1 0 46 
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Table  36: Prioritization Matrix 
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Priority 

Score 

Weighting 3 3 3 3 3 1 1 2 1 2 2 1 1 2 1   

SUB-SAHARAN TRANSPORT CORRIDORS 

47 3 0 3 1 2 2 3 1 0 3 1 2 2 2 1 51 

48 3 0 2 2 2 2 3 1 0 3 1 2 3 2 1 52 

49 2 0 0 1 2 2 3 1 0 3 1 2 3 2 1 40 

50 3 0 0 1 2 2 3 1 0 3 1 2 3 2 1 43 

51 3 0 0 2 2 2 3 2 0 3 1 2 3 2 1 48 

52 3 2 3 2 2 2 3 1 0 3 2 2 2 2 1 62 

53 3 2 3 2 2 2 3 2 0 3 2 2 2 2 1 64 

54 1 0 0 1 2 2 3 1 0 3 1 2 2 1 1 34 

55 0 0 0 3 3 3 0 0 0 2 1 2 3 2 1 37 

56 0 0 0 2 2 2 3 1 0 2 1 2 2 2 1 34 

57 0 0 0 2 3 2 2 0 0 2 1 2 2 2 1 34 

58 0 0 0 2 2 2 3 0 0 2 1 2 2 2 1 32 

59 1 0 0 1 1 1 2 1 0 3 1 2 1 2 1 30 

60 1 0 0 3 3 2 3 0 0 2 1 2 3 1 1 40 

61 1 0 0 3 3 2 3 0 0 2 1 2 3 2 1 42 

62 0 0 0 3 3 2 3 0 0 2 1 2 3 1 1 37 

63 1 0 0 2 2 2 2 0 0 2 1 2 2 2 1 34 

64 1 0 0 2 2 2 2 1 0 2 1 2 2 2 1 36 

65 0 0 0 2 2 2 3 0 0 2 1 2 3 2 1 33 

66 0 0 0 2 2 2 3 0 0 2 1 2 3 2 1 33 

67 3 2 2 2 2 2 3 1 0 2 1 2 2 2 1 55 

68 1 0 0 2 3 2 3 1 0 2 1 2 2 1 1 38 

69 0 0 0 3 3 2 3 0 0 2 1 2 3 2 1 39 

70 0 0 0 3 3 2 2 1 0 2 1 2 3 2 1 40 
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Table  36: Prioritization Matrix 
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Priority 

Score 

Weighting 3 3 3 3 3 1 1 2 1 2 2 1 1 2 1   

71 0 0 0 3 3 2 3 0 0 2 1 2 3 2 1 39 

72 0 0 0 3 3 2 2 1 0 2 1 2 3 2 1 40 

73 0 0 0 3 3 2 3 1 0 2 1 2 3 2 1 41 

74 0 0 0 3 3 2 3 1 0 2 1 2 3 2 1 41 

75 1 0 0 3 3 2 2 1 0 2 1 2 2 2 1 42 

76 2 2 2 2 3 2 3 1 0 2 1 2 2 3 1 57 

77 3 0 0 2 3 2 3 1 0 2 2 2 2 3 1 50 

78 3 2 2 2 2 2 3 1 0 2 1 2 2 2 1 55 

79 1 0 1 2 3 2 3 1 0 2 1 2 3 1 1 42 

80 1 0 0 2 3 2 3 1 0 2 1 2 3 1 1 39 

81 3 0 1 2 3 2 3 1 0 2 2 2 2 3 1 53 

82 2 0 0 2 3 2 3 1 0 2 2 2 2 2 1 45 

83 2 0 1 2 3 2 3 1 0 2 2 2 2 3 1 50 

84 1 1 2 2 3 2 3 1 0 2 2 2 2 2 1 51 

85 1 0 0 2 3 2 3 1 0 2 2 2 2 2 1 42 

MENA REGION TRANSPORT CORRIDORS 

86 3 3 3 0 1 1 2 1 1 2 2 1 1 3 1 53 

87 3 0 3 0 1 1 2 1 1 2 2 1 1 2 1 42 

88 3 0 0 0 1 1 2 1 1 2 2 1 1 2 1 33 

89 3 0 0 0 1 1 2 1 1 2 2 1 1 2 1 33 

90 3 1 2 0 1 1 2 1 1 2 2 1 1 2 1 42 

91 3 3 3 0 1 1 2 1 1 2 2 1 1 2 1 51 

92 3 3 0 0 1 1 2 1 1 2 2 1 1 2 1 42 

93 3 0 3 0 1 1 2 1 1 2 2 1 1 2 1 42 

94 2 0 2 0 1 1 2 1 1 2 2 1 1 2 1 36 
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Table  36: Prioritization Matrix 
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Priority 

Score 

Weighting 3 3 3 3 3 1 1 2 1 2 2 1 1 2 1   

95 3 0 2 0 1 1 2 1 1 2 2 1 1 2 1 39 

96 3 0 3 0 1 1 2 1 1 2 2 1 1 2 1 42 

97 3 3 0 0 1 1 2 1 1 2 2 1 1 2 1 42 

98 3 0 3 0 1 1 2 1 1 2 2 1 1 2 1 42 

99 3 0 3 0 1 1 2 1 1 2 2 1 1 2 1 42 

100 3 0 3 0 1 1 2 1 1 2 2 1 1 2 1 42 

101 3 3 3 0 1 1 2 1 1 2 2 1 1 2 1 51 

102 3 0 3 0 1 1 2 1 1 2 2 1 1 2 1 42 

103 3 3 3 0 1 1 2 1 1 2 2 1 1 2 1 51 

104 3 3 3 0 1 1 2 1 1 2 2 1 1 2 1 51 

105 3 0 3 0 1 1 2 1 1 2 2 1 1 2 1 42 

106 3 0 2 0 1 1 2 0 1 2 2 1 1 2 1 37 

107 3 3 3 0 1 1 2 0 1 2 2 1 1 2 1 49 

108 3 3 3 0 1 1 2 0 1 2 2 1 1 2 1 49 

109 3 0 3 0 1 1 2 0 1 2 2 1 1 2 1 40 

110 3 0 3 0 1 1 2 0 1 2 2 1 1 2 1 40 

111 3 0 3 0 1 1 2 0 1 2 2 1 1 2 1 40 

112 3 0 0 0 1 1 2 0 1 2 2 1 1 2 1 31 

113 3 3 0 0 1 1 2 0 1 2 2 1 1 2 1 40 

114 3 3 0 0 1 1 2 0 1 2 2 1 1 2 1 40 

115 3 0 0 0 1 1 2 0 1 2 2 1 1 2 1 31 

116 3 3 3 0 1 1 2 1 1 2 2 1 1 2 1 51 

117 3 3 3 0 1 1 2 1 1 2 2 1 1 2 1 51 

118 3 3 3 0 1 1 2 1 1 2 2 1 1 2 1 51 

119 3 2 2 0 1 1 2 1 1 2 2 1 1 2 1 45 
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Table  36: Prioritization Matrix 
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Weighting 3 3 3 3 3 1 1 2 1 2 2 1 1 2 1   

120 3 2 2 0 1 1 2 1 1 2 2 1 1 2 1 45 

121 3 2 2 0 1 1 2 1 1 2 2 1 1 2 1 45 
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The ranking of the corridors for each region from the highest to the lowest weights is as follows:  
 

Table 37: Ranking of the Corridors 

 

ASIAN TRANSPORT 

CORRIDORS 

SUB-SAHARAN 

TRANSPORT 

CORRIDORS 

MENA REGION 

TRANSPORT 

CORRIDORS 

Corridor 

ID 
Ranking 

Corridor 

ID 
Ranking 

Corridor 

ID 
Ranking 

19 53 52 62 86 53 

41 53 76 57 91 51 

22 51 67 55 101 51 

4 50 78 55 103 51 

40 50 81 53 104 51 

42 50 48 52 116 51 

26 49 53 52 117 51 

10 48 47 51 118 51 

5 47 84 51 107 49 

43 47 77 50 108 49 

44 47 83 50 119 45 

14 46 51 48 120 45 

15 46 82 45 121 45 

21 46 50 43 87 42 

46 46 61 42 90 42 

3 45 75 42 92 42 

45 45 79 42 93 42 

18 44 85 42 96 42 

6 43 73 41 97 42 

13 42 74 41 98 42 

16 42 49 40 99 42 

17 42 60 40 100 42 

9 41 70 40 102 42 

23 41 72 40 105 42 

11 37 69 39 109 40 

24 35 71 39 110 40 

25 34 80 39 111 40 

36 34 68 38 113 40 

2 33 55 37 114 40 

32 32 62 37 95 39 

34 31 64 36 106 37 

7 30 54 34 94 36 

8 30 56 34 88 33 

37 30 57 34 89 33 

31 29 63 34 112 31 
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ASIAN TRANSPORT 

CORRIDORS 

SUB-SAHARAN 

TRANSPORT 

CORRIDORS 

MENA REGION 

TRANSPORT 

CORRIDORS 

Corridor 

ID 
Ranking 

Corridor 

ID 
Ranking 

Corridor 

ID 
Ranking 

1 27 65 33 115 31 

12 27 66 33   

20 24 58 32   

38 24 59 30   
39 24     
29 23     

28 21     
27 20     

30 20     

35 19     

33 17     

 
 

For the Asian region, the corridors that have the highest weights—above 50—are: 

• 19, with a score of 53, which is Corridor 3 of CAREC, which crosses Kazakhstan, Kyrgyzstan, 

Uzbekistan, Tajikistan, Afghanistan, and Turkmenistan; 

• 41, with a score of 53, which is Corridor Rail Route 2 of ECO, which crosses Turkey, Iran, 

Turkmenistan, Uzbekistan, and Kazakhstan;   

• 22, with a score of 51, which is Corridor 6 of CAREC, which crosses Kazakhstan, Uzbekistan, 

Tajikistan, and Afghanistan; 

• 4, with a score of 50, which is Corridor Road /Rail IV of UNECE, which crosses China, 

Kazakhstan, Uzbekistan, Turkmenistan, Iran, Turkey, Bulgaria; 

• 40, with a score of 50, which is Corridor Rail Route 1 of ECO, which crosses Turkey, Iran, and 

Pakistan;  

• 42, with a score of 50, which is Corridor Rail Route 3 of ECO, which crosses Turkey, Georgia, 

Azerbaijan, Turkmenistan, Uzbekistan, and Kazakhstan.  

 

The following map illustrates the six prioritized corridors for Asia. Eleven out of 16 OIC member 

states participate in the prioritized corridors. The five that do not participate—Bangladesh, 

Indonesia, Malaysia, Brunei, and Maldives—are either islands or distant from the other member 

states and therefore penalized by the methodology. Specific TC initiatives might be relevant for 

these countries but a different approach to corridor selection is necessary.   
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The grey line illustrates the future expansion of an existing corridor. Reality shows that even priority 

corridors cross more or less the same countries, sometimes by using different routes.                                     

A new network of transport corridors is needed, one that makes use of the most important routes in  

each country, and, secondly, that will avoid duplicating routes and routes that are less important for 

the region but serve only a specific country.  
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Figure 38: Prioritized Transport Corridors for Asia 

 

 
 

 

 
Consultant’s Analysis 
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For the Sub-Saharan region, the corridors that have the highest weights—above 50—are: 

 

• 52, with a score of 62, which is Corridor 6 of UNECA (Lagos – Niger) and crosses Nigeria and 

Niger;  

• 76, with a score of 57, which is the Abidjan–Lagos Corridor and crosses Côte d’Ivoire, Ghana, 

Togo, Benin, and Nigeria;  

• 67, with a score of 55, which is Corridor 21 of UNECA(Lagos – Niger – Mali and Lagos – Chad) 

and crosses Nigeria, Niger, and Mali;  

• 78, with a score of 55, which is Corridor 2, Trans-Sahara Highway of the Trans-African 

Highways, and crosses Algeria, Niger, and Nigeria; 

• 81, with a score of 53, which is Corridor 5, Dakar – Ndjamena Highway of the Trans-African 

Highways and crosses Senegal, Mali, Burkina Faso, Niger, and Nigeria;  

• 48, with a score of 52, which is Corridor 2 of UNECA(Abidjan – Burkina Faso – Mali) and 

crosses Cote d’Ivoire, Burkina Faso, and Mali; 

• 53, with a score of 52, which is Corridor 7 of UNECA (Douala – Central African Republic –

Chad) and crosses Cameroon, Central African Republic, and Chad;  

• 47, with a score of 51, which is Corridor 1 of UNECA(Dakar – Mali) and crosses Senegal and 

Mali;  

• 84, with a score of 51, which is Corridor 8, the Lagos – Mombasa Highway of the Trans-

African Highways and crosses Nigeria, Cameroon, Central African Republic, DR Congo, 

Uganda, and Kenya; 

• 77, with a score of 50, which is Corridor 1,The Cairo – Dakar Highway of the Trans-African 

Highways and crosses Egypt, Libya, Tunisia, Algeria, Morocco, Mauritania, and Senegal; (we 

illustrate this corridor in MENA region map as the majority of the countries belong to this region) 

• 83, with a score of 50, which is Corridor 7, the Dakar – Lagos Highway of the Trans-African 

Highways and crosses Senegal, Guinea Bissau, Guinea, Sierra Leone, Liberia, Cote d’Ivoire, 

Ghana, Togo, Benin, and Nigeria. 

 

The following map illustrates the prioritized transport corridors for the Sub-Saharan region. 

Seventeen out of 22 countries that are member states of OIC participate in the prioritized corridors. 

The five countries that are not included are Sudan, Djibouti, Somalia, Comoros, and Mozambique.  

The Comoros are islands, thus it is normal to be excluded from the inland transport corridors.  
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Mozambique, Djibouti, and Somalia are distant from the rest of the member states in the eastern  

part of the African continent (Eritrea, Ethiopia, Kenya, and Tanzania) and from the rest of the OIC 

member states in the rest of Africa.. The prioritized transport corridors based on the criteria that we 

have set constitute a first effort towards integration. But the development of a network of transport 

corridors that will include all the member states and that will also include some countries that are 

not OIC member states is really needed if full integ ration is to be reached.  
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Figure 39: Sub-Saharan Prioritized Transport Corridors 

 

 
 

                       Consultant’s Analysis 
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For the MENA region the corridors that have the highest weights—above 50—are: 

• 86, with a score of 53, which is route M5, which crosses Turkey, Iraq, Kuwait, Saudi Arabia, 

United Arab Emirates, and Oman; 

• 91, with a score of 51, which is route M25, which crosses Saudi Arabia; 

• 101, with a score of 51, which is route M70, which crosses Kuwait and Saudi Arabia; 

• 103, with a score of 51, which is route M80, which crosses Saudi Arabia; 

• 104, with a score of 51, which is route M90, which crosses Qatar and Saudi Arabia; 

• 116, with a score of 51, which is rail route R05, which crosses Iraq, Kuwait, Saudi Arabia, 

United Arab Emirates, and Oman;  

• 117, with a score of 51, which is rail route R15, which crosses Saudi Arabia;  

• 118, with a score of 51, which is rail route R25, which crosses Syria, Jordan, Saudi Arabia, 

and Yemen;  

• And from the Sub-Saharan analysis, 77 , with a score of 50, which is Corridor 1, Cairo – Dakar 

Highway of the Trans-African Highways and crosses Egypt, Libya, Tunisia, Algeria, Morocco, 

Mauritania, and Senegal; 

 

For the MENA region the situation is a bit different, as the transport corridors proposed for 

prioritization are not really transport corridors, but main transport routes. Except for the Trans-

African Highways transport corridors that actually cover the northern part of the African continent 

and do not include Middle Eastern countries, all the other corridors are principal national routes. 

The following map illustrates the prioritized transport corridors for the MENA region. Fourteen of 

the 16 OIC member states participate in the prioritized corridors. The Palestinian Territory and 

Bahrain are the two countries that are not really covered.  
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Figure 40: Prioritized Transport Corridors for the MENA Region 

 
 

 
Source: Consultant’s Analysis 
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2. Conclusions and Recommendations for the Future 

 
The development of transport corridors is a multi-faceted long-term activity that requires 

commitment by governments, concentrated actions and long-term planning. This study has been 

based on the research and analysis done by other institutions and international organizations.                 

The data used in most of the cases are data from 2009, but still several updates should be done.   

This study should be taken into consideration with the following conditions and/or restrictions:  

• This study is a desktop research study that is based on several international organizations—

institutional research, analysis, and opinions. This means that these bases used for research 

and analysis and research reflect these organizations’ political views and objectives; 

• This study has taken into consideration the majority of the existing official studies 

concerning the development of transport corridors in the three regions. But still it is not            

an original study that can claim neutrality in the same way as a study that provides original 

data and results; 

• As we mentioned, the majority of the data is from 2009, but some of the data, such as 

congestion figures, are data of previous years or sometimes of previous decades. In addition, 

certain other figures such as the transport costs are sourced from reliable and updated 

sources like the World Bank’s Doing Business, but still should be balanced with the opinions  

and/or responses of users in the three areas concerned;  

• The actual situation of roads and railroads and particularly that of their maintenance needs 

or rehabilitation needs or construction needs is detailed data that should be provided by 

governments. This study incorporates all available updated information concerning missing 

links, construction, or rehabilitation projects from many sources, mainly the World Bank, but 

still updated information for many parts of the transport corridors for many of the  

countries is missing. This is research that should be done in order to provide a clear picture 

or roadmap of projects to be generated;  

• The prioritization of the transport corridors used the simple but very reliable technique of 

the value matrix, which was derived from a basis of important criteria thoroughly analyzed 

in the four reports. Still, although one of the criteria for the prioritization of the corridors 

was the involvement of OIC member states, some of the OIC member states were not 

included in the final selection of prioritized transport corridors. This was a logical and 

predictable result. Albania, Suriname, and Guyana for example are distant from regional OIC 

groups and should therefore be given a specific focus on the issue of TC development.  
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The precise benefits that the creation of transport corridors can bring to the economic growth of 

countries is illustrated in chapter 1; this growth can affect many sectors. These benefits are 

particular to each case and change with time, as other factors change; thus, a general listing would 

be irrelevant and inaccurate. What is possible and what we propose is that, in parallel with                            

a roadmap for an investment plan, strict and clear key performance indicators should be developed 

that will measure and quantify economic and social conditions before and after the existence of the 

transport corridor. This is the only way that the real benefits of developing a transport corridor can 

be illustrated. Every case should be evaluated separately, and all the supplementary factors—

technical, socio-economic, environmental, etc.—should be taken into consideration so that the real 

benefits can be evaluated and demonstrated.  

 

Figure 41: Steps Towards an Integrated Transport Network in the OIC Regions 

 

Source: Consultant’s Analysis 

 

The evaluation of the existing transport corridors is a task that this report, in combination with the 

other four, performs. The evaluation of the existing transport corridors gives a first picture of what is  

really happening in the OIC region with regard to transport and indicates where the gaps in “hard” 

and “soft” issues are, meaning infrastructure and legislation.  

 

Transport corridors by definition (Reports 1, 2) connect two economic centers by passing through 

others. The countries that participate in a transport corridor should not be fewer than three or more 

than six for reasons of efficiency and effectiveness. Therefore, a transport corridor cannot by itself 

connect all the OIC member states. In  addition, from our analysis in chapter 2, we have shown that 
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none of the existing initiatives by international or regional organizations fully covers the OIC member 

states in the specific areas (MENA, Sub-Saharan Africa, Asia). The solution for covering all the OIC 

member states with a single transport solution would be to  create a transport network that 

connects the more strategic pieces of the existing initiatives. Then this network should be analyzed 

to discover all the obstacles that block its operations, such as the missing links or the non-physical 

barriers. The missing links and other infrastructure issues need to be continually evaluated as new 

investments take place. In parallel, the process that we described earlier concerning the 

harmonization of the transport and trade agreements should be initiated. The objective should be an 

integrated transport network among the OIC member states, supported by common international 

and regional trade and transport agreements and a list of intermodal services (logistics centers, 

block trains, etc). 

 

Then, the ultimate goal, which is the economic development of OIC member states in all three 

regions—MENA, Sub-Saharan Africa, and Asia—could be achieved. 
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ANNEX I: Balassa Index and Gravity Model  

Balassa Index  

In order to capture the extent of specialization of a country in trade and the so-called revealed 

comparative advantage, the most commonly used indicator is the “Balassa index of revealed 

comparative advantage” or “Balassa index.”45In technical terms, the Balassa index is the normalized 

export share of a commodity in a country’s total exports given a reference country group.                        

It is defined as B and calculated as follows: 

 

Bij = (Xij / Xi) / (Xnj / Xn)  

 

where X represents exports, i is the exporting country, j is the commodity (or export sector), and n is  

the reference group of countries (i.e., the full set of the countries in the TC). The variables in this  

expression are as follows:  

 

Xij: Exports of product j from country i 

Xi: Total exports from country i 

XnjTotal exports of product j from the reference area  

Xn: Total exports from reference area 

 

B is a measure of the relative performance of a country’s exports vis-à-vis its total exports and also 

vis-à-vis the corresponding export performance of the region in which it is located. If B is greater 

than 1, it means that country i has comparative advantage for product j compared to the other 

countries in the region. By the same token, within the given group of transport corridors, based on 

the Balassa index, if a country’s market share for the product j for the given transport corridor is  

higher than the average in the given region, one can conclude that country i has specialized in 

product j.  

 

To calculate the Balassa indices, bilateral trade data for all countries included in the six regions for 

the period 1990-2009 were collected from the World Bank database, produced by Nicita and 

Olarreaga (2006), and from the United Nations Commodity Trade Statistics (Comtrade) database. 

Data for the period 1990-2004 are from the former and the remaining data for the period 2005-2009 

                                                            
45 It was developed in 1965 by an international trade economist, BelaBalassa (Balassa, 1965). 
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are from the latter. The Nicita and Olarreaga database covers the entire period from 1976 to 2004. 

The data were obtained at the individual commodity level but in aggregated form.  

 

Exports are classified into 28 major manufactured export product groups on the basis of the 

conventional three-digit ISIC Revision 2  industrial classification of manufacturing activities. 

Petroleum is also included in the analysis, as it is a crucial component of trade flows, especially in the 

Central Asian and Middle Eastern regions. However, agriculture and raw materials and other mining 

(including minerals and other fuels) are not added to the analyses.  

 

It is unfortunate that much data, especially for the Central Asian countries and particularly from the 

post-Soviet era, is not available. In addition, for Turkmenistan, Djibouti, and Tajikistan, data is  

available for only a few years and for a limited number of industries. All data employed in the 

analyses are measured in current US dollars. Table 1 presents the complete list of goods examined 

with corresponding International Standard Industrial Classification of All Economic Activities (ISIC) 

Revision 2 codes. For brevity, the ISIC codes for the commodities are used in reporting the results. 

 

Gravity Model  

Gravity models utilize the gravitational force concept as an analogy to explain the volume of trade, 

capital flows, and migration among the countries of the world. For example, gravity models establish 

a baseline for trade-flow volumes as determined by gross domestic product (GDP), population, and 

distance. The effect of policies on trade flows can then be assessed by adding the policy variables to 

the equation and estimating deviations from the baseline flows. 

 

Gravity models begin with Newton’s Law for the gravitational force (GFi j) between two objects i and 

j. In equation form, this is expressed as:  

 

 

In this equation, the gravitational force is directly proportional to the masses of the objects (Mi and 

Mj) and indirectly proportional to the distance between them (Di j).  

 

An estimation approach to analyze potential trade volumes would ideally involve the use of origin-

destination (OD) data for the volume of trade between countries or between a country and a port 

(or ports), but since such data is difficult or impossible to obtain, two potentials were analyzed: (i) 



 Annex I: Balassa Index and Gravity Model  

 

  Page 183 

the trade potential within regions (Sub-Sahara, MENA, and Asia) and (ii) the interregional trade 

potential between each of the three regions and the rest of the world; gross domestic product (GDP) 

was assumed as the trade volume potential from which to derive substitute indicators. The method 

of calculation adopted is more specifically described below. The methodology analyzes the relative 

corridor trade potential rather than absolute magnitudes. Another caveat is that the analysis did not 

take into consideration the actual situations of roads, railways, and ports, or of border-crossing 

costs/time. These actual situations, which have been extensively analyzed in the first three reports, 

will be evaluated as parameters for transport corridor prioritization in Chapter 2 of this report. 

 

Trade Potential within A Region  

 

The GDP of each country was assumed as the level of its potential trade volume. The gravity model46 

was adapted to prepare ODs for the trade potential between each country pair and to distribute 

them to the corridor network using a search for the shortest path, and then analyzing potentials by 

corridor. The equation used to estimate such potentials is the following:  

 

 
Where:  

 
PIntrai j Potential for trade within the region between Country I and Country j 

GDPn GDP of Country n 

dij Distance between Country i and Country j (between capital cities) 

 

Where countries are particularly large, as for instance Kazakhstan or Sudan, then we separate the 

country into two parts for the calculation, because a simple calculation of the distance between 

capital cities would have produced significant errors. 

 

Potential of Interregional Trade Between A Region and The Rest of the World 

 

The GDP of each country and the volume of containers handled in each port were assumed as the 

country’s level of trade potential and the port’s level of trade potential, respectively, to estimate the 

interregional trade potential between the country and the port using the following equation: 

 

 

                                                            
46

A factor of 2.1 was applied to the distance multiplier, as was used in the gravity model estimated in World Bank, JICA, 

Road Network Upgrading and Overland Trade Expansion in Sub-Saharan Africa, 2006. The multiplier for GDP should also be 
estimated, for example, by using regression analysis, but 1.0 was used here for the sake of simplicity. 
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Where:  

PInteri j Potential for interregional trade between Country i and Port j 

GDPn GDP of Country n 

dij Distance between Country I (capital city) and Port j  

 

 
Here, since PInter is determined by using a virtual value of port capacity, the relative GDP scale of 

each country has become inconsistent with the level of its trade potential. That is, any country near 

a large-capacity port may show an increasing trade volume regardless of its GDP figure.               

Therefore, the total of each country’s interregional potential was corrected, using the country’s GDP. 

The correction approach used is presented below:  

 
 

 
 

Where:  
PInteri j

‘ Corrected potential of interregional trade between Country i and 

Port j 

 
Two methods were used to determine port capacity levels: use of existing container-handling 

volume (in TEUs) or hypothetically assigning 1 million TEUs to those ports with a capacity deemed 

unlimited. Interregional trade potentials were analyzed by corridor in cases where ports had no 

limitation. 

 

For landlocked countries, the port is considered to be the one nearest to the capital. 
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ANNEX II: Trade Facilitation Case Studies  

Table 38: The Impact of Trade Facilitation on Trade Flows 

Source: OECD, Economic Impact of Trade Facilitation 
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Table 39: Trade Facilitation and Government Revenue: Country Experiences 

Source: OECD, Economic Impact of Trade Facilitation 
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Table 40: Trade Facilitation and Government Revenue: Country Experiences (continued) 

Source: OECD, Economic Impact of Trade Facilitation 
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Table 41: Trade Facilitation and Government Revenue: Country Experiences (continued) 

Source: OECD, Economic Impact of Trade Facilitation 
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