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Overview

D 
eveloping large transport infrastruc-
ture projects—transport corridors—is 

increasingly seen as a way to stimulate regional 
integration and economic growth. Countries, 
often with the help of the international com-
munity, invest in these corridors in the hope of 
creating large economic surpluses that can 
spread throughout the economy and society. 
But if the corridors do not generate the 
expected surpluses, they can become wasteful 
white elephants—transport infrastructure 
without much traffic.

Recent international experience reveals 
both successes and failures. Vietnam, for 
instance, developed National Highway No. 5 
in the 1990s to establish an effective transport 
corridor between the capital Hanoi and the 
port of Hai Phong. This investment, on the 
back of reforms in the business environment 
and investments in human capital, fostered 
prosperity in the populous Red River Delta 
region. From 1995 to 2000, the poverty rate 
fell by an impressive 35 percent, outpacing 
the national average of 27 percent (JICA 
2009). In contrast, traffic volume has 
remained low on the multi-country Greater 
Mekong Subregion (GMS) corridor (ADB 
2008; Srivastava and Kumar 2012).

Even when corridors generate aggregate 
surpluses, a relevant question is whether the 
net benefits are fairly distributed across 
the population. If they are not, corridors 
risk becoming inequitable investments. 
The end-nodes of a transport corridor may 

benefit more than the transit regions and 
countries it crosses. Along the corridor itself, 
people with different skill endowments may 
benefit differently, and farming households 
along the  corridor may be at a disadvantage if 
their land tenure is not secure.

In China, for instance, the construction of 
the National Express Network (NEN) 
increased real income across its prefectures 
by nearly 4 percent, on average—but still 
decreased real wages in many prefectures in 
either the urban or rural sector (Roberts et al. 
2012). Only when transport corridors share 
prosperity widely, not only creating winners 
but also not leaving behind losers, can they 
spur equitable growth and help reduce poverty.

Many corridor initiatives are under way or 
are being proposed, both in South Asia and 
around the world (map O.1). One ambitious 
proposal is to revive the Grand Trunk Road 
from Kabul, Afghanistan, to Chittagong, 
Bangladesh, connecting areas that are home 
to a significant share of the world’s poor. 
Even more ambitious could be the plan for 
the New Silk Road Economic Belt. This very 
large transport corridor connects Beijing all 
the way to Brussels. It also branches out into 
South Asian countries, as is the case with the 
China-Pakistan Economic Corridor initiative.

The investments associated with these and 
other proposed initiatives could require tril-
lions of dollars. Such an amount exceeds the 
financial resources available in the foresee-
able future to support corridors. Moreover, it 
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risks crowding out other public investment 
in  critical areas such as education, water and 
sanitation, or energy. By a conservative esti-
mate, from 2014 to 2020 South Asia needs 
to invest at least $1.7 trillion in infrastruc-
ture (Andrés, Biller, and Herrera Dappe 
2013). This is just to catch up with develop-
ing country peers, whose infrastructure may 
also be below “optimal” levels.

FROM TRANSPORT TO WIDER 
ECONOMIC BENEFITS

Given the huge resource cost and the high 
stakes, national governments and the inter-
national community need to think clearly 

about how to prioritize proposals for corri-
dor investments, and specifically, how to 
select the more promising ones over the less 
promising or potentially wasteful ones. A 
clear understanding of what constitutes 
a transport  corridor is an important 
first step in this direction (box O.1). Even 
more important is to focus on economic 
analysis, and not only on geopolitical 
considerations.

Decisions concerning transport corridors 
are understandably influenced by strategic 
aspirations, as well as by concerns about secu-
rity. Various scholars offer interpretations that 
emphasize this geopolitical dimension. 
For example, according to Chatterjee and 

MAP O.1 Many large transport investments are proposed across South Asia

Source: Corridor study Team.
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BOX O.1 Categorizing transport corridor connections

Transport connectivity can be categorized by the 
types of location that the transport infrastructure 
connects. Four main types of connections can be 
considered:

• Urban-urban transport corridors connect two or 
more urban centers or cities.

• Urban-gateway corridors connect urban  centers 
with international gateways (an  international port, 
a major land border crossing, or an airport that 
provides a gateway to international markets).

• Rural-urban transport connections link rural areas 
to urban centers. These types of transport connec-
tions are typically auxiliary (feeder roads, rails) 
linking to trunk (main) transport investments.

• Rural-gateway connections, in practice comprise a 
combination of Rural-urban and Urban-gateway 
connections.

• Purely rural-rural connections are typically not 
considered part of transport corridors, as they do 
not link to the trunk transport investments.

For some countries, most notably the landlocked 
ones, cross-country corridors cutting through their 
territory could run the risk of serving mostly as tran-
sit connections. To make the most of the cross-coun-
try connectivity, “transit” countries may need to 
focus on the feeder network and complementary 
reforms to generate and spread local socioeconomic 
benefits from such transit transport corridors.

MAP BO.1.1 Possible types of transport corridors (connections)

Source: Corridor study Team.
Note: The size of the bubble corresponds to the size of the economy.
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Singh (2015), India’s Foreign Trade Policy for 
2015−20 has highlighted the importance of 
the International North-South Transport 
Corridor in expanding India’s trade and 
investment links with Central Asia. Ordabayev 
(2015, 2016) points out the competing 
 geopolitical interests of India, China, the 
Russian Federation, Europe, the United States, 
Turkey, and Iran in Central Asia, and how 
they relate to decisions on transport corridor 
connectivity, trade, and energy. Palit (2017) 
discusses India’s uneasy economic and strate-
gic perceptions of China’s Maritime Silk Road 
Initiative. And Shephard (2017) analyzes 
whether India and Japan have joined forces to 
counter China and build their own New Silk 
Road, in another geopolitical move.

While geopolitical considerations are cer-
tainly legitimate, they also bring risks. Some 
of the proposed corridors could become either 
white elephant investments or inequitable 
public investments that benefit narrow groups 
at the expense of national taxpayers. Risks 
could be even higher for smaller landlocked 
countries that could bear the cost of sizeable 
investments but see themselves become mere 
transit passageways. In South Asia, the land-
locked countries are Afghanistan, Bhutan and 
Nepal. Several Central Asian countries also 
belong in that group.

An equally important risk is missing the 
“right” corridors that yield the greatest wider 
economic benefits (WEB) just because they do 
not fit the prevailing geopolitical views. 
Arguably, the transport corridor with the 
greatest economic potential is the surface link 
between Shanghai and Mumbai. These two 
cities are the economic hubs of China and 
India respectively, two emerging global pow-
ers. The distance between them, about 5,000 
kilometers, is not much greater than the dis-
tance between New York and Los Angeles. 
But instead of crossing a relatively empty con-
tinent, a corridor from Shanghai to 
Mumbai—via Kunming, Mandalay, Dhaka, 

and Kolkata—would go through some of the 
most densely populated and most dynamic 
areas in the world, stoking hopes of large eco-
nomic impacts and many positive spillovers.

This report aims to balance the political 
economy and geopolitics of transport corri-
dors with sound empirical analysis. Its goal is 
to empower key stakeholders—policy  makers, 
economic advisors, businesses, and civil soci-
ety organizations—in assessing socioeco-
nomic benefits when considering the idea of 
investing in a transport corridor.

To that end, this report provides a con-
ceptual framework to think about eco-
nomic  corridors and to enable a holistic 
appraisal of program and project proposals. 
The framework extends beyond the immedi-
ate effects of transport corridors—such as 
reducing vehicle operating costs—and 
focuses on the ultimate goals of having a 
positive impact on local economic activity, 
jobs, gender equality, and poverty reduction, 
among other desirable socioeconomic out-
comes. It also helps think about negative 
impacts such as traffic congestion, regressive 
redistribution, social exclusion, environmen-
tal degradation, and other risks or unin-
tended consequences. An important building 
block in this framework is to define  transport 
corridors in an operational way (box O.2).

The framework extends to consider how 
well different markets—such as capital, labor, 
land, and product markets—function around 
transport corridors. In doing so, it helps 
determine which policy interventions might 
be needed to strengthen markets and maxi-
mize the potential for larger gains from trans-
port corridors. Moreover, the framework 
seeks to advance the understanding of the 
institutions that can help the economy adjoin-
ing transport corridors evolve into prosper-
ous and inclusive communities. It examines 
how incentives could be aligned to promote 
healthy business competition and create 
 better jobs. 

Using this framework, the report studies 
the conditions under which large-scale invest-
ments in transport infrastructure can generate 
positive spillovers on local household income, 
jobs, equity, and poverty reduction. It also 

Only when transport corridors generate wider local 
benefits can they be considered economic corridors.
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BOX O.2 Defining transport corridors at the project level

For the purpose of this Report, only investments 
in roads, rail, or inland waterways are considered 
as possible transport corridor investments. In gen-
eral, roads, railways, and waterways are distinctly 
geographically defined. They also have clearer eco-
nomic spillovers along their stretches compared 
with, for instance, airways or maritime routes. 
However, the findings and recommendations of the 
Report could extend to air, sea, and other types of 
transport corridors.

At a project level, an investment is classified as a 
transport corridor if:

• The transport investment is being made on a route 
that is creating, upgrading, or rehabilitating at 
least 100 linear kilometers, or

• The value of the project at appraisal is greater than 
$50 million and the investment is financing a criti-
cal link in the corridor (such as a new bridge or 
tunnel) that connects at least two economic 
centers.

The transport corridor projects considered in the 
analyses for this Report satisfy at least one of these 
two criteria.

These criteria are designed to identify projects that 
have the potential to enhance the regional connectivity 
of a country or a set of countries. The projects do not 
need to be geographically continuous, but they need 
to be part of a set of road, rail, or waterway routes 
connecting two locations. As an example, the roads 
marked in red and pink in map BO.2.1 qualify as lin-
ear kilometers, but the roads marked in blue do not.

MAP BO.2.1 An illustration of linear kilometers

Source: Corridor study Team.
Note: The roads marked in red and pink are linear kilometers, but the roads marked in blue are not.
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studies potential trade-offs that policy makers 
could face and discusses how to manage them—
such as increasing income at the expense of 
deteriorating environmental quality—using 
complementary policies and institutions.

To establish a comprehensive knowledge 
base for its recommendations, the Report 
includes case studies of past and recent corri-
dor initiatives—such as Japan’s Pacific Ocean 
Belt Initiative, Europe’s High-Speed Rail 
Network, and Vietnam’s National Highway 
No. 5. These are combined with a systematic 
review of the existing literature on the spatial 
impacts of corridors, and assessments of cor-
ridor investment projects supported by inter-
national development organizations.

Building on this integrative approach, and 
relying on spatially granular data, the Report 
conducts illustrative appraisals of three major 
transport corridors in South Asia. These are 
the completed Golden Quadrilateral and 
North-South-East-West highway systems in 
India; the planned China-Pakistan Economic 
Corridor in Pakistan; and the anticipated 
Kolkata-Dhaka transport corridor between 
India and Bangladesh.

A series of spotlights focus on selected 
 facets of transport corridors. Some concern 
impacts on specific groups, such as micro, 
small, and medium-sized enterprises 
(MSMEs); women in Bhutan, India, and 
Sri Lanka; and groups seeking finance to 
take advantage of the opportunities gener-
ated by better connectivity to markets. Other 
spotlights discuss the challenges in engaging 
the private sector to co-invest in corridors at 
different stages of their development, or 
through different financial vehicles, in both 
South Asia and around the world. One spot-
light assesses in more detail the potential of 
modern spatial econometrics to rigorously 
appraise investment proposals for transport 
corridors. Two other spotlights focus on the 
lessons learned from implementing cross-
border transport corridors and on the risks 
that the influx of construction workers pres-
ent for local women.

This Report recognizes that transport 
 corridor interventions can generate a chain of 
multiple impacts beyond the travel time and 

vehicle operating costs that are the focus of 
traditional cost-benefit analyses. Transport 
corridor interventions have the potential to 
affect broader socioeconomic outcomes. 
Their economic impacts work through 
agglomeration effects, increased trade and 
migration, and changes in the local economic 
structure, among other areas. These long-
term impacts ultimately yield WEB—such as 
the growth of income and consumption, new 
jobs, and greater equity.

The economic boom of 1920−29 in India 
provides an illustration of these WEB. By then, 
more than 66,000 kilometers of railway lines 
were in operation, carrying over 620  million 
passengers and 90 million tons of goods each 
year. Some academics have argued that the 
impact of the railways during this period was 
mixed because of the limited development of 
other infrastructure (Chandra 2006). But a 
recent study with a rigorous methodology 
finds that the extension of the railroad net-
work increased real agricultural income by 
about 16 percent (Donaldson 2010).

Not all impacts of a transport corridors 
and their spillovers may be beneficial, how-
ever. While improving one development out-
come (such as income), these investments 
could worsen another one (such as environ-
mental quality).

An example is Japan from 1960 to 1970, 
at the time of the major effort to double the 
country’s income. A key component of this 
initiative was the development of the Pacific 
Belt Zone, which increased the total shipment 
value of goods almost fourfold (from ¥24.7 
trillion to ¥94.4 trillion, in 2005 prices). 
However, rapid industrialization also resulted 
in serious negative impacts in the form of 
environmental degradation and pollution 
(map O.2). The incidence of bronchial asthma 
and other diseases soared in the Pacific Belt 
Zone. Following several major disease out-
breaks caused by water contamination, Japan 
was recognized worldwide as a “Paradise of 
Pollution.” In the early 1970s, litigation 
favored plaintiffs for all four of the major 
pollution-related diseases. Since then, Japan 
has undertaken a full-scale effort to protect 
the environment.
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MAP O.2 The trade-offs generated by the Pacific Ocean Belt in Japan yield valuable lessons

Source: Corridor study Team. photos by World Bank (upper left); Kanagawa environmental research Center, Japan (upper right). used with permission; 
further permission required for reuse.

At the same time, well-designed corridor 
interventions can generate synergies that miti-
gate these potential trade-offs. For instance, by 
switching to more fuel-efficient and pooled 
transportation, income and environmental 
quality can improve together in some 
locations.

Evidence from the Golden Quadrilateral 
highway system in India supports this  rationale. 

There, the impact was different across districts 
depending on the educational attainment of 
their population. More educated districts con-
nected to the transport corridor enjoyed both 
higher income growth and a lower level of air 
pollution (as measured by the density of aero-
sol particles) than their less educated counter-
parts (Melecky, Sharma, and Subhash, 
forthcoming).
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Across locations and population groups, 
initial conditions can affect the predisposi-
tion to benefit from better transport connec-
tivity. Even on a single development outcome 
(such as jobs), some households and some 
places could win, and others could lose. For 
instance, more educated and skilled people 
can migrate to obtain better jobs in growing 
urban areas that are benefiting from corridor 
connectivity, while unskilled workers may be 
left behind in depopulated rural areas with 
few economic prospects. Corridors can thus 
create both winners and losers.

In India, for example, farmers along the 
Delhi-Mumbai corridor have voiced unhappi-
ness about the structural transformation from 
agriculture to manufacturing and services that 
is taking place along the way (map O.3). 
It has been argued that this transformation 

has put them at a disadvantage (Kumar 
2015). Benefits for this group are bound to be 
higher in a context where agribusiness is more 
developed, and farmers can connect to value-
added chains boosting their income and help-
ing them diversify their production.

Geographically, the Report focuses on South 
Asia—not just as one of the world’s most pop-
ulous and poorest regions—but prominently as 
a hinge between East Asia, Central Asia, the 
Middle East, and Europe. This focus derives 
from a grander vision for South Asia that also 
presents a challenge. South Asia has the poten-
tial to be the world’s next middle-income 
region. Connecting it to East Asia (including 
through Southeast Asia) can transform it into 
an engine of global growth. But South Asia 
could also stand to lose if it were circumvented, 
or the “right” corridors were missed.

Assessing the potential for functioning inter-
national connectivity requires a  forward-looking, 
holistic perspective. The future success of 
smaller corridors critically depends on their 

MAP O.3 Some farmers along the Delhi-Mumbai Corridor fear being uprooted

Source: Corridor study Team for maps and calculations of connectivity.

Corridors may create both winners and losers, but 
 well-designed corridor programs can help share the 
benefits more widely
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ability to integrate into cross-border, transre-
gional, and transcontinental corridors.

ACHIEVING WIDER ECONOMIC 
BENEFITS: FIT-2-DEEDS

Policy makers should aim to maximize the 
wider economic benefits of a proposed trans-
port corridor investment, considering benefits 
net of costs. This policy-maker’s problem 
can play out at different levels: local (for sub-
national units such as states, provinces or dis-
tricts), national, and international.

The framework proposed by the Report 
to think through the policy-maker’s prob-
lem, and guide holistic appraisals of pro-
posed programs (projects) on transport 
corridors, builds on six elements. For ease of 
communication, these six elements are sum-
marized in the acronym “FIT-2-Deeds.” The 
“FIT” in this acronym refers to the Flow of 
expected results, the Intervention design, and 
the Typology of impacts. The “2” stands for 
two sorts of complementary public interven-
tions, and the twin Deeds are financing and 
implementing the corridor.

“F”: The “Flow” of expected results—
The chain from corridor to benefits

Several potential transmission mechanisms 
and associated intermediate outcomes help 
predict the ultimate impact of a corridor 
intervention on a relevant set of final out-
comes. The more favorable these outcomes 
are, the larger is the ratio of benefits to cost. 
Large WEB, net of costs, should be the policy- 
makers’ ultimate objective. The framework 
in this Report considers five categories of 
WEB: economic welfare, social inclusion, 
equity, environmental quality, and eco-
nomic resilience. The potential transmission 
mechanisms from a corridor intervention 
package through intermediate outcomes to 
wider economic benefits can be summa-
rized in a Flow (chain) of expected results 
(figure O.1.).

A corridor intervention can directly affect 
the final outcomes (WEB net of costs) given 
other complementary factors that affect 

many aspects of the economy at the same 
time. These complementary factors could 
comprise initial conditions in local product 
markets, such as the degree of business 
competition. They can also relate to the 
operation of markets for land, labor, and 
capital. For instance, they may refer to land-
use restrictions, the availability of skilled 
labor, and access to credit. This direct 
impact can vary from beneficial to detri-
mental across individual outcomes, and 
vary considerably across locations and pop-
ulation groups.

A corridor intervention can also affect 
the final outcomes indirectly, by modifying 
the complementary factors. For instance, 
if the corridor reduces commuting and 
migration costs, it also reduces frictions in 
the labor market, which in turn can increase 
the local availability of skilled labor, overall 
employment, and household income. These 
indirect changes of complementary factors 
are called intermediate outcomes. The 
impact of the corridor on intermediate out-
comes can also vary from beneficial to detri-
mental across the individual outcomes 
considered.

Knowledge of the direct and indirect 
impacts, the trade-offs they could produce, 
and the complementary policies that could 
help manage these trade-offs, can all improve 
the design of a corridor intervention.

“I”: The “Intervention” design—
Supporting a fairer distribution of 
greater benefits

Policy makers deliberate about corridor 
 features such as location, length, and mode of 
transport infrastructure for the transport cor-
ridor project. But they may also consider 
complementary policies and institutions that 
can help amplify the expected WEB. These 
complementary interventions need to account 
for the constraints imposed by initial condi-
tions, including geography, population den-
sity, market imperfections, and inequality of 
opportunity.

The chosen set of interventions can be 
characterized by different levels of ambition, 
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from the most basic to the most comprehen-
sive (figure O.2):

1. Investments in trunk transport corridors. 
This entails building entirely new transport 
infrastructure, such as roads, rail, or inland 
waterways. It may also involve upgrading 
individual links or entire segments of exist-
ing ones.
2. Transport and trade facilitation ser-
vices. Benefits from narrow investments in 
a trunk transport corridor can be enhanced 
by simultaneous investments and reforms 
in enabling transport services and policies. 
It may also be supported by trade facilita-
tion measures. The regulation of the truck-
ing industry belongs in the first group; the 
establishment of warehouses and border 
crossings belongs in the second.
3. “Soft” complementary interventions. 
Benefits from improved regional connectivity 
can be further enhanced if the project design 
also addresses the most binding  market 
imperfections and institutional failures. 
Policy interventions could aim to ensure effi-
cient functioning of capital, labor, land and 

FIGURE O.1 WEB are achieved through various transmission channels and intermediate outcomes

Source: Corridor study Team.
Note: fdi = foreign direct investment.

Intermediate 
outcomes 

• Land value
• Migration
• Population
• Agglomeration
• Firm location 
• Investment/FDI
• Structural change 
• Productivity 
• Trade 

Corridor
intervention

package 

• Economic welfare
• Income 
• Consumption
• Assets 

• Social inclusion
• Jobs
• Gender

• Inequality
• Poverty 

• Environmental quality
• Air pollution
• Deforestation

• Economic resilience

Wider economic benefits 
(WEB) (final outcomes)

FIGURE O.2 The corridor program can include trade facilitation 
measures, as well as soft complementary policies

Source: Corridor study Team.

Soft complementary interventions
(policies and institutions)

Transport and trade facilitation
(ports, warehouses, border crossings,

auxiliary infrastructure, logistics)

Trunk transport corridor
(road, rail, waterway)
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product markets, or improve institutions 
such as public sector governance, contract 
enforcement, or access to social services.

Policy makers and other stakeholders may 
want to know which particular features of 
corridors and which complementary poli-
cies and institutions need to receive greater 
weight. The choice of the mode of transporta-
tion, or the length, location, and nodal con-
nections of the corridor, could be its decisive 
characteristics. But land market reforms, 
improved access to finance, and regulatory 
improvements in product markets could also 
make the greatest difference. The answer is 
likely to depend on initial conditions, from 
population density to the certainty of land 
titling or the extent and state of any pre- 
existing transport infrastructure.

“T”: The “Typology” of impacts—
Organizing multiple impacts into a 
hierarchy

A transport corridor intervention has potential 
socioeconomic impacts across multiple WEB. 
In some cases, these impacts may be positively 
correlated. For instance, the corridor could 
boost both incomes and job  creation. In other 
words, the corridor intervention could create 
synergies in development impacts, producing 
beneficial effects for both economic welfare 
and social inclusion. However, in other cases, 
the impacts may be negatively correlated. For 
instance, economic welfare impacts may be 
beneficial, but  environmental impacts may be 
detrimental. This leads to trade-offs between 
different outcomes.

Impacts may also be heterogeneous. That 
is, for a given outcome, they could vary sig-
nificantly across different geographic areas, 
segments of the population, economic sec-
tors, and the like. These varied impacts may 
benefit everybody, but vary in size depending 
on the beneficiaries’ greater or lesser predis-
position to gain. For instance, more educated 
and skilled population groups could benefit 
more from economic restructuring, take 

better jobs, and see their incomes grow faster. 
Thus impacts can be relative. But alongside 
winners, corridor interventions could also 
produce losers in absolute terms. For 
instance, by increasing efficiency, better trans-
port connectivity could lead to simultaneous 
job creation and destruction. This transfor-
mation could require massive shifts in occu-
pations. People with more fungible skills may 
be able to shift more easily, but others may 
face a harder time.

Having clarity on the hierarchy of impacts 
across all these dimensions may help policy 
makers in achieving multiple WEB, in manag-
ing trade-offs, and in supporting possible  losers 
from the corridor intervention (figure O.3).

“2”: The “2” sorts of complementary 
interventions—Policies and institutions

Merging the layers of project design (the I in 
FIT) and the hierarchy of multiple impacts 
from transport corridor interventions (the T) 
provides a useful tool to screen the quality of 
project design. This tool can be illustrated in 
the form of a simple matrix, where the rows 
are the different layers of intervention design, 
and the columns present the overarching 
 policy objectives (table O.1)

This simple screening tool could help 
ensure that the fair distribution of economic 
benefits from transport corridor investments 
remains a priority in the design of the inter-
vention. Applying the matrix could discipline 
policy makers by having them answer how 
each layer of the design addresses the three 
policy objectives. For instance, cell (1,1)—
that is row 1, column 1—of the matrix asks: 
What are the expected impacts of the trunk 
infrastructure on the multiple WEB? Cell 
(2,2) asks: Is the design of transport and trade 
facilitating interventions likely to generate 
trade-offs across individual WEB? Cell (3,3) 
asks: Are there likely losers (relative and 
absolute), and what are the most effective 
complementary market policies and institu-
tions to support them?
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“Deed”: The “Deed” of devising a viable 
financing strategy for a given design

Ultimately, the cost of corridor investments is 
borne by taxpayers and possibly by fee- paying 
users of the new infrastructure. A critical 
decision concerns the distribution of this bur-
den across society. The decision depends on 
social preferences, but also on who actually 
benefits from the corridor intervention. And 
one product of the decision is the financing 
strategy to fill the gaps between costs and 
returns over time.

Developing a viable and efficient financ-
ing strategy starts by assessing how much of 

the expected returns from the corridor 
investment could be monetized and how 
much could be in the form of social returns 
of a nonmonetary nature. The monetized 
portion can be recovered directly, through 
fees, or indirectly, through taxes. Because 
taxes and fees from corridor investments 
accrue only over time, whereas project costs 
must be paid during the preparation and 
construction phases, large corridor projects 
typically face a funding mismatch. The 
domestic or international financial systems 
can help bridge the gap by mobilizing 
resources nationally or globally.

FIGURE O.3 A corridor intervention package triggers a hierarchy of impacts

Source: Corridor study Team.
Note: WeB = wider economic benefits.

Heterogeneous
effects

Relative
(greater or smaller

predisposition)

Absolute
(winners and

losers)

Trade-offs
(income or

environment)

Impacts across
individual WEB

Multiple
wider economic

impacts

Synergies
(income and job

growth)

TABLE O.1 Combining the layers of a corridor program with the hierarchy of impacts gives a useful tool to screen 
for comprehensive project design

Layers of project design

Hierarchy of multiple impacts

Achieve multiple WEB Manage trade-off impacts Support possible losers

Trunk infrastructure ? ? ?

Transport and trade facilitation ? ? ?

Complementary market 
policies and institutions

? ? ?

Source: Corridor study Team.
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Policy makers devising a financing strategy 
for a given design of corridor intervention can 
in principle consider the following options:

• Increasing tax revenues or reallocating 
public spending that is currently funded 
by existing tax revenues

• Increasing sovereign borrowing from con-
cessional lenders, including multilateral 
and bilateral agencies, and other providers 
of concessional finance and grants

• Increasing sovereign borrowing from 
 private financial institutions, or through 
capital markets

• Leveraging public capital to mobilize 
 private equity and debt at the project level, 
or through an investment fund (special 
purpose vehicle).

Several of these options could include public 
guaranties and other explicit or implicit 
potential liabilities—including within public-
private partnerships (PPPs). These contingent 
(potential) liabilities are originated with the 
intention of saving fiscal space—the space for 
the fiscal authority to further borrow and 

spend—by passing carefully selected risks and 
financing requirements onto the private 
sector.

However, PPPs must be devised and man-
aged realistically and carefully (figure O.4). 
They require adequate capacity in the public 
sector—usually at the level of the central gov-
ernment—to assess which risks can be passed 
onto the private sector, which ones need to be 
retained, and how the retained and passed 
risks are interconnected. The assessment is 
even more complex in the case of corridor 
investments that cross borders.

Risk management capacity varies across 
countries, as it is affected by their institu-
tional, legal, and practical contexts. When 
risk management capacity is low, contingent 
liabilities from shifted risks may ultimately 
shrink fiscal space. As a result, countries may 
be left with incomplete transport infrastruc-
ture projects, a large stock of bad loans in the 
domestic banking system, and additional con-
tingent liabilities resulting from the need to 
recapitalize troubled systemically important 
or state-owned banks.

FIGURE O.4 India’s market for corridor PPPs fragmented as it expanded—and quality suffered

Source: Corridor study Team of 2014 national highways authority of india data.

a. Until 2004 (by volume of contracts) b. In 2012 (by volume of contracts)
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Strengthening institutional and legal 
frameworks, as well as well as the capacity 
for the public sector to carry out structured 
finance tailored to the projects, is thus a 
 priority when embarking on sizeable corridor 
investments. Increasing the ability of the 
 government to transfer risk using complex 
legal and corporate entities can be an integral 
part of the corridor intervention package, or 
be treated as a stand-alone governance 
reform.

“Deed”: The “Deed” of successfully 
managing the implementation of the 
program

Successfully managing the implementation 
process presents its own set of challenges. For 
large cross-border corridors, four challenges 
stand out:

• Integrating expertise across sectors. To be 
efficient and fair, corridor interventions 
need to keep in mind that the WEB are the 
ultimate objective, and they span sectors 
in nature. Therefore, the expertise that 
needs to be mobilized for project design 
and implementation extends beyond 
 transport infrastructure and its financing. 
A good understanding of urbanization, 
trade, competition and the environment, 
among other relevant areas, is rarely 
found in just a few staffers. Mobilizing 
such expertise and effectively integrating it 
could be a challenge for both the country 
governments and the international organi-
zations that support corridor projects at 
their different stages. Governments and 
international organizations may want to 
build on the experience of other institu-
tions that need to quickly mobilize and 
integrate diverse expertise, such as the 
U.S. space agency, NASA. This approach 
could lead to the identification of potential 
members of “Corridor Tiger Teams” to 
deploy well-integrated cross-sectoral 
expertise rapidly.

• Boosting local delivery. Because transport 
corridors concern specific locations, effec-
tive collaboration between local and 

central  governments is  needed to 
strengthen administration capacity and 
enhance the legitimacy of interventions. A 
key complementary action at the local 
level is to upgrade land administration 
and cadastral records, so as to protect 
property rights and enhance tax revenue 
collection. Other local interventions may 
include skills upgrading programs, the 
development of economic zones, or stron-
ger environmental protection. This col-
laboration may involve temporary 
increases in local budgets, as well as staff 
transfers from the central to the local gov-
ernment, to boost local corridor interven-
tions. Possible tensions involving local 
governments that do not directly benefit 
from the corridor intervention must be 
anticipated, and managed early on.

• Leveraging the private sector in delivery. 
Engaging the private sector in delivering 
commercially viable parts of complex cor-
ridor projects can help achieve WEB. 
However, successfully engaging the private 
sector during implementation requires 
strong governance arrangements, suffi-
cient administration capacity, and clear 
knowledge of private sector preferences. 
Tenders must be transparent and efficient, 
and not be plagued by conflicts of interest. 
The sequencing of implementation phases 
must be carefully planned; announced 
timelines, and expectations should be 
adhered to; and uncertainty should be 
managed through effective communica-
tion, among other requirements. For the 
private sector to engage, a regular dia-
logue with the business community at all 
levels must be established. Without these 
foundations, the private sector could hold 
back its investments until uncertainty 
dissipates.

• Managing cross-border complexity. This 
challenge could be tackled by establishing 
effective institutions, such as suprana-
tional committees. These standing or tem-
porary bodies need to decide how to 
partition the overall corridor program 
into “implementable” projects. In doing 
so, they must take into account regional 
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and national financing constraints, as well 
as agency capabilities across borders. An 
appropriate sequencing of subprojects 
must be embraced, with effective tracking 
of the overall program delivery, and 
enforceable accountability for perfor-
mance. If not adequately empowered, 
these supranational coordination bodies 
could fail. Alternatively, international 
organizations could drive the coordination 
groups while playing the role of an honest 
broker toward all countries involved, and 
providing them with technical assistance.

MAIN TAKEAWAYS FOR 
PRACTITIONERS

When thinking about using transport corri-
dors as an anchor investment to promote 
trade, regional integration, and broader 
socioeconomic activity, policy makers and 
practitioners should keep in mind four main 
takeaways.

1. Understand the challenge at hand 
before proceeding with large transport 
investments.
Corridors have a great potential as a develop-
ment tool, but they are extremely costly—not 
only in terms of their direct outlays, but in 
terms of other forgone development opportu-
nities, such as greater investments in educa-
tion, or in water and sanitation. Because they 
require large funding up front, with often 
commensurately large borrowing, corridor 
investments can jeopardize fiscal sustainabil-
ity and macroeconomic stability.

Risks are especially high when the WEB 
from corridors are highly uncertain and their 
contingent (potential) liabilities are badly 
managed. Therefore, prudence is advisable 
to make the most from the significant public 
spending on transport corridor develop-
ment, and to avoid the risk of white elephant 
investments. Working with the private sector 
and the potential large users of the transport 
 infrastructure—such as local corporations—
could help mitigate these risks by ensuring 
enough traffic through the transport 
corridor.

Generating large enough economic sur-
pluses for the country requires a smart place-
ment of the corridors (map O.4). Policy 
makers can tackle this problem by prioritizing 
corridor placements that demonstrate gains in 
“centrality” from the new or upgraded con-
nection. This is achieved through enhanced 
connectivity not only to important economic 
hubs, but also to smaller cities whose market 
access is highly relevant for local producers. 
But the “centrality” of cities along the corri-
dor could change over time as global demand, 
preferences, and trade evolve. Given the long 
life of corridor investments, policy makers 
need to account for such dynamics when 
making placement choices.

Another problem is that economic sur-
pluses generated by transport corridors are 
often unevenly distributed among the popula-
tion. Realizing the WEB of a corridor is 
imperative not only to maximize economic 
returns but also to ensure the socioeconomic 
and political sustainability of the investments. 
Even if the returns from these investments are 
large enough to repay the incurred debts and 
remunerate the private investors, there can 
still be resistance to their implementation if 
the distribution of the WEB is perceived as 
unfair.

Corridor investments may benefit some 
people more than others, depending on their 
skills, security of land titling, access to 
finance, or proximity to the trunk infrastruc-
ture, among other factors. Some people may 
even lose in absolute terms. Failure to iden-
tify who the relative and absolute losers may 
be, to enhance their chances to gain from the 
corridor investment, and to support them as 
needed could instigate a political backlash 
against further corridor investments. Similar 
to the backlash against globalization in some 
advanced countries, this push would amount 
to a missed opportunity to further promote 
trade, economic growth, and job creation.

2. Focus on WEB in designing corridor pro-
grams right from the start.
A narrow program scope could increase risks. 
If the design of transport corridor programs is 
focused only on reducing vehicle operating 
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costs or saving time, important benefits from 
the investment may be missed. Whichever 
benefits are attained may not be widely 
shared, and negative impacts may arise. The 
corridor intervention may then fail to be 
transformational, and could even undermine 
sustainable growth and social inclusion.

Corridor investments affect multiple WEB 
simultaneously, and can lead to trade-offs. 
The analyses in this Report reveal that the 
most likely trade-offs arising is between 
income growth and environmental degrada-
tion, as well as between rising incomes and 
worsening social inclusion (particularly lower 
labor force participation by women).

Policy makers should give priority to 
amplifying WEB, managing trade-offs, and 
reducing the scope for absolute and relative 
losers to emerge. Various policies and institu-
tional reforms (so-called “soft” interventions) 
can be used to this effect, complementing the 
investment in “hard” (physical) infrastruc-
ture. But to identify the most promising 
“soft” interventions, the potential WEB, 
trade-offs, and losers should be identified 
early on. These “soft” interventions must be 

integrated within a comprehensive corridor 
intervention package right from the start.

Across the different local contexts covered 
in the Report, the most promising comple-
mentary interventions appear to be upgrading 
skills and strengthening public sector gover-
nance around the corridors. Improving educa-
tion coverage and quality, and upgrading land 
administration systems are examples of poten-
tially important initiatives in this respect. 
Other promising complementary policies 
include increasing openness to foreign trade 
and promoting industry and trade 
competitiveness.

The review of literature on spatial impacts 
of corridors covering 78 recent studies is tell-
ing in this respect. On average across coun-
tries, impacts on economic welfare and on 
equity are positive and statistically significant, 
but impacts on the environment are negative 
and even more significant. The effect on social 
inclusion is positive, but only marginally sig-
nificant. Hence, trade-offs between welfare 
and environmental quality are likely. But those 
between welfare and social inclusion may 
arise as well. The findings are similar for the 

MAP O.4 Where should South Asia focus its limited resources—toward the Middle East and Europe, 
toward Central Asia, or toward East Asia?

Source: Corridor study Team.
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Golden Quadrilateral highway system in 
India. Comparing with control districts, GDP 
grew significantly faster (by about 4 percent-
age points) near the corridors, but so did the 
 density of aerosol particles—a measure of air 
pollution (figure O.5). Impacts on equity 
and social inclusion measures appeared 
insignificant.

In a similar vein, the study of India’s 
Golden Quadrilateral and North-South-East-
West highway systems shows the importance 
of improving women’s access to private 
finance. Easing their budget constraint 
enables them to move from farm to non-farm 
jobs in the districts crossed by the corridors 
(map O.5).

The importance of complementary inter-
ventions is also revealed by simulations for 
the prospective China-Pakistan Economic 
Corridor (CPEC) in Pakistan and the Kolkata-
Dhaka corridor between Bangladesh and 
India. These simulations suggest that the pro-
posed corridors could have widely diverse 
impacts on household expenditures, poverty, 
the inclusion of women in the labor market, 
and air pollution.

To ensure that the WEB of these invest-
ments will be fairly distributed, complemen-
tary interventions could be embedded in the 
corridor intervention packages.  For 
instance, districts located in the central leg 
of the proposed Kolkata-Dhaka corridor 

FIGURE O.5 Corridors can increase incomes, but these gains come at the expense of environmental quality
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and the northern end of the CPEC may 
experience lower increases in women’s 
employment in regular-wage jobs when 
there are restrictions on the use of land, lim-
iting women’s ability to move from farm to 
non-farm jobs. Zoning constraints could 
prevent the establishment of manufacturing 
businesses, while other land ownership 
restrictions could slow down the establish-
ment of agro-processing businesses. Another 
factor behind the diversity of simulated 
effects of the CPEC and Kolkata-Dhaka 
corridor on household consumption is the 
varying share of private firms in total firms, 
an indicator of market contestability at the 
local level (map O.6).

3. Appraise the potential for WEB with 
 spatial data and reliable econometric 
methods.

The available technical approaches to 
appraise the potential of transport corridors 
to yield WEB have different strengths and 
weaknesses.

The main trade-off is between the effi-
ciency and reliability of an econometric 
approach. Efficiency (precision) in this con-
text means that the applied econometric 
approach can deliver answers (estimates, pre-
dictions) with high confidence providing that 
the underlying problem is well understood 
and completely specified. Reliability (robust-
ness), in turn, means that, even if the underly-
ing problem is incompletely specified, the 
econometric approach delivers broadly cor-
rect answers or answers that point into the 
right direction.

Techniques that are more explicit about 
the economic structure and transmission 
mechanisms behind economic corridors can 

MAP O.5 Spatial impacts around major South Asia corridors vary significantly

Source: Gdp per capita: india: directorate of economics and statistics, planning Commission, Government of india 2011; Bangladesh: Bangladesh Bureau of statistics 2011; pakistan: 
World Bank 2017a. The Gdp per capita estimation is based on calculations based on the World development indicators and the south asia spatial database (Li et al. 2015). female 
regular wage employment: india: Census of india–primary Census abstract (phC–pCa), office of the registrar General and Census Commissioner, india; Bangladesh: Labor force 
survey 2005; pakistan: social and Living standard Measurement survey 2012−2013.
Note: Both panels display the Golden Quadrilateral highway, the north-south-east-West highway, and the anticipated Kolkata-dhaka corridor. panel a also includes the China-
pakistan economic Corridor.
Disclaimer: This publication follows the World Bank’s practice in references to member designations, borders, and maps. The boundaries, colors, denominations and other information 
shown in any map in this work do not imply any judgment on the part of The World Bank, adB, JiCa or dfid concerning the legal status of any territory or the endorsement or 
acceptance of such boundaries.
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produce more precise estimates, while yield-
ing valuable insights about the transmission 
channels and mechanisms at play. But this is 
the case only if the underlying model is cor-
rectly and completely specified. If the model is 
even partially mis-specified, such techniques 
can produce misleading results.

In contrast, reduced-form econometrics are 
flexible and less prone to big mistakes in 
model specification. However, this approach 
struggles with the problem of endogenous 
placement. That is, reduced-form estimations 
have great difficulty distinguishing economic 
growth due to the corridor placement from 
growth that would have happened regardless, 

or growth potential that could have influ-
enced corridor placement in the first place. 
Reduced-form estimates are also unable to 
shed light on indirect effects and precise trans-
mission mechanisms.

This trade-off between efficiency and reli-
ability applies both to the identification of the 
optimal placement of a transport corridor 
and to the optimal intervention design to 
maximize its WEB (table O.2).

From a policy perspective, the most prac-
tical approach to appraise a proposed trans-
port corridor may be to combine network 
analysis focusing on the centrality of corri-
dor connections with reduced-form 

MAP O.6 The simulated impacts on per capita household consumption across districts along the 
Kolkata-Dhaka Transport Corridor (Bangladesh segment) call for complementary interventions

Source: Corridor study Team based on Melecky, sharma, and subhash (forthcoming).
Note: The map shows the Kolkata-dhaka Transport Corridor (KdTC) (Bangladesh segment). units refer to average per capita household consumption 
expenditure, in logs. The red line indicates the highway.
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regressions to capture the effects of comple-
mentary interventions.

The comparative advantages of differ-
ent techniques make some of them better suited 
for appraisals that must be done  rapidly—
when expertise, data, or funding are limited—
and others better suited for appraisals that can 
be more strategic and comprehensive, but take 
more time. Because the process of deciding on 
the placement and design of a transport corri-
dor program is dynamic, it would be advisable 
to utilize more reliable techniques first, before 
moving to more efficient but more demanding 
and possibly risky ones.

In practice, pre-feasibility studies and 
assessments could be conducted using only 
network analysis focused on the concept of 
centrality, combined with reduced-form 
econometrics to assess how the local context 
affects the expected WEB. Later on, feasibility 
studies and project appraisal could consider 
more efficient techniques such as network 
analysis accounting for varied responses of 
cities and markets on the corridor, and struc-
tural general equilibrium econometrics. This 
more elaborate approach would allow policy-
makers to think through possibly richer 
dynamics, and to identify direct and indirect 
effects of the proposed corridor intervention.

4. Engage the private sector better, consider-
ing disparities in regional development.
The success of a transport corridor interven-
tion could depend on how well the private 
sector and civil society organizations 
are  integrated into project design and 
 implementation. The involvement of industry 
associations, strategic firms, private financiers, 
cooperatives, and grassroots organizations 
can increase the effectiveness of the public 
resources deployed. It can also pave the way 

for private investment. Policy makers thus 
need to ensure that the private sector under-
stands the corridor program, takes ownership, 
and is not overwhelmed by the risks.

Private investment can happen at the level 
of trunk infrastructure—the main arteries of 
road, rail, or waterway transport systems. It 
can also be at the level of auxiliary infrastruc-
ture, such as feeder roads and rails, irrigation 
systems for agriculture, and industrial zones. 
However, to maximize the WEB of economic 
corridors, private investments at the level of 
individual firms are as important as direct 
participation in corridor-related investments.

Private investment can help increase the 
financial viability of corridor projects and the 
sustainability of public finances. More impor-
tantly, private sector confidence is vital to 
spur economic activity along the corridors 
and generate the intended positive spillovers.

However, the experience with private 
 sector involvement in the design, co-financing, 
and implementation of transport corridors 
has been mixed. For instance, with 466 pri-
vate participations in infrastructure, India 
may well be home to the largest public- private 
partnership (PPP) program in the world 
(World Bank 2017b). However, by 2017, the 
program has produced a large pool of non-
performing assets and created troubles for the 
banking system (Singh and Brar 2016).

Further, data on a set of transport corridor 
projects supported by international develop-
ment organizations suggests that private 
 sector engagements have been modest in vol-
ume, while questions arise about their quality. 
Impact estimates using various measures of 
WEB indicate that so far the engagement of 
the private sector might not have contributed 
to project success, but rather the opposite 
(figure O.6).

TABLE O.2 The trade-offs between different econometric approaches to appraise proposed corridors give options 

Technical approach

Current reliability in 
determining:

Econometric potential 
in determining:

Further research needed 
to attain the potential:

Placement WEB Placement WEB Placement WEB

Network analysis High Lowest High Low High Low
Reduced-form econometrics Low Highest Low Medium Low Medium
Structural general equilibrium Low High Medium High Low High

Source: Corridor study Team based on Melecky (forthcoming).
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FIGURE O.6 Private sector involvement in corridor projects has been limited, and its impact has been low
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Private and public sector incentives in rela-
tion to the development of corridors may dif-
fer. The private sector has a relatively short 
investment horizon and is primarily profit-
oriented, not development-oriented. Private 
sector actors may not enter into corridor pro-
grams by themselves because of the high risk 
of coordination failures, and they may be 
especially reluctant in the case of cross-border 
initiatives. It may also be difficult for them to 
mobilize the sizeable, long-term financial 
resources needed to bridge the gap between 
investment costs up front and monetary 
returns much later.

Thus, the public sector must take the lead 
on corridors, listening to the private sector 
and trying to understand the implications of 
its profit orientation, but keeping the devel-
opment objectives in mind. One example of 
misaligned incentives concerns the tendering 
out and allocation of build-operate-transfer 
(BOT) contracts for transport corridors with 
construction firms that are interested only in 
the building phase of the project. Separating 
the building and operating stages of transport 
corridors can be a way to address this mis-
alignment of incentives.

Because the private sector is profit- 
oriented, it will tend to cluster its investments 
around fast-developing growth centers on or 
near the corridors. Public investment may 
need to correct the ensuing disparities in spa-
tial development, rebalancing the rapid 
growth of corridor nodes with the slow devel-
opment in less productive regions.

For example, in developing the Pacific 
Belt Zone, the government of Japan recog-
nized the need to address spatial divergence. 
Various efforts to enhance the capital of 
prefectures outside the Zone were promoted. 
Urban functions such as commerce, produc-
tion, and education, were enhanced, trans-
portation networks were improved, and 
support was provided for private enterprises 
to locate production sites outside major Belt 
Zone cities. Such efforts helped significantly 
expand local market size and increase 
employment opportunities in lagging 
regions (JICA 2009). Malaysia has also 
strived to correct disparities in regional 

development and create opportunities in 
previously lagging regions using public 
investment and support (Government of 
Malaysia 2006).

* * *

Transport corridor investments can be trans-
formational and pave the way for greater eco-
nomic and social welfare. But they need to be 
designed holistically to enhance and spread 
the gains while reducing the probability of 
negative outcomes. The examples, method-
ological framework, and results in this Report 
are presented as a guide for policy makers to 
maximize the WEB of transport corridors in 
South Asia and beyond.

REFERENCES

ADB (Asian Development Bank). 2008. Greater 
Mekong Subregion: Maturing and Moving 
Forward. Operations Evaluation Department, 
ADB.

Alam, M., M. Herrera Dappe, A. Khan, and 
M. Melecky. Forthcoming. “Corridor Project 
Design, Success Rating, and the Potential for 
Wider Economic Benefits.” Policy Research 
Paper, World Bank, Washington, DC.

Andrés, L., D. Biller, and M. Herrera Dappe. 2013. 
Reducing Poverty by Closing South Asia’s 
Infrastructure Gap. Washington, DC: World 
Bank and Australian Aid.

Bougna, T., M. Melecky, M. Roberts, and Y. Xu. 
Forthcoming. “Transport Corridors and their 
Wider Economic Benefits: A Critical Review of 
the Literature.” Policy Research Paper, World 
Bank, Washington, DC.

Chandra, B. 2006. “Economic Nationalism and 
the Railway Debate, circa 1880−1905.” In Our 
Indian Railway. Themes in India’s Railway 
History, edited by R. Srinivasan, N. Tiwari, and 
S. Silas. Delhi: Foundation Books.

Chatterjee, B., and S. Singh. 2015. “An 
Opportunity for India in Central Asia: The 
International North-South Transport Corridor 
Is a Chance for India to Build Links with 
Central Asia and Eurasia.” The Diplomat, 
May 4. https://thediplomat.com/2015/05 / an 
-opportunity-for-india-in-central-asia/.

Donaldson, D. 2010. “Railroads of the Raj: 
Estimating the Impact of Transportation 

https://thediplomat.com/2015/05/an-opportunity-for-india-in-central-asia/�
https://thediplomat.com/2015/05/an-opportunity-for-india-in-central-asia/�


 o v e r v i e W   23

Infrastructure.” Working Paper 41, Asia 
Research Centre, Murdoch, Australia.

Government of Malaysia. 2006. Ninth Malaysia 
Plan, 2006−2010. Putrajaya: Economic 
Planning Unit.

JICA (Japan International Cooperation Agency). 
2009. “Ex Post Evaluation of Japanese ODA 
Loan Project: National Highway No. 5 
Improvement Project (I) (II).” Report prepared 
by Masumi Shimamura, Mitsubishi UFJ Research 
and Consulting Co., Ltd. https://www2 .jica .go 
.jp/en/evaluation/pdf/2009_VNV -5_4.pdf.

Kumar, R. 2015. “Delhi Mumbai Corridor: How 
the World’s Largest Infrastructure Project Is 
Uprooting Indian Farmers.” The Guardian, 
September 15.

Li, Y., M. Rama, V. Galdo, and M. F. Pinto. 2015. 
“A Spatial Database for South Asia: Paper.” 
World Bank, Washington, DC. http://www.
worldbank.org / spatialdatabase -southasia

Melecky,  M.  Forthcoming.  “Appraisa l 
Econometrics for Transport Corridors: Optimal 
Placement, Intervention Design, and Wider 
Economic Benefits.” MPRA Paper, University 
Library of Munich, Munich.

Melecky, M., S. Sharma, and H. Subhash. 
Forthcoming. “Wider Economic Benefits of 
Investments in Transport Corridors and the Role 
of Complementary Policies.” Policy Research 
Paper, World Bank, Washington, DC.

Ordabayev, A. 2015. “The Geopolitics of 
Transport Corridors in Central Asia.” Working 
Paper, The Institute of World Economics and 
Politics (IWEP). http://iwep .kz/files/attachments 
/article/2015-07-05 / geopolitics_of_transport 
_ corridors_in _ central_asia.pdf.

———. 2016. “Transport Corridors of South Asia 
and Caucasus.” Working Paper, The Institute of 
World Economics and Politics (IWEP). http://
iwep.kz/files/attachments/article/2016-09-23 
/ transport_corridors_of_south_asia_and 
_ caucasus.pdf.

Palit, A. 2017. “India’s Economic and Strategic 
Perceptions of China’s Maritime Silk Road 
Initiative.” Geopolitics 22 (2): 292−309.

Roberts, M., U. Deichmann, B. Fingleton, and 
T. Shi. 2012. “Evaluating China’s Road to 
Prosperity: A New Economic Geography 
Approach.” Regional Science and Urban 
Economics 42 (4): 580–94.

Shepard, W. 2017. “India and Japan Join Forces 
to Counter China and Build Their Own New 
Silk Road.” Forbes, July 31. https://www 
.forbes .com/sites/wadeshepard/2017/07/31 
/ india -and -japan-join-forces-to-counter-china 
-and -build -their-own-new-silk-road/#668 
bac174982.

Singh, C., and J. S. Brar, 2016. “Stressed Assets 
and Banking in India.” IIMB-WP No. 507, 
Indian Institute of Management Bangladore 
(IIMB). https://iimb.ac.in/research/sites/default 
/ files/WP%20No.%20507.PDF.

Srivastava, P., and U. Kumar, eds. 2012. Trade and 
Trade Facilitation in the Greater Mekong 
Subregion. Asian Development Bank.

World Bank. 2017a. “Growth Out of the Blue.” 
South Asia Economic Focus, Fall 2017. World 
Bank, Washington, D.C. https://openknowledge 
. worldbank.org/handle/10986/28397.

———. 2017b.  Pr ivate  Part ic ipat ion in 
Infrastructure (PPI) database. https://ppi 
. worldbank.org/. Accessed June 2017.

https://www2.jica.go.jp/en/evaluation/pdf/2009_VNV�
https://www2.jica.go.jp/en/evaluation/pdf/2009_VNV�
http://www.worldbank.org/spatialdatabase-southasia�
http://www.worldbank.org/spatialdatabase-southasia�
http://iwep.kz/files/attachments/article/2015-07-05/geopolitics_of_transport_corridors_in_central_asia.pdf�
http://iwep.kz/files/attachments/article/2015-07-05/geopolitics_of_transport_corridors_in_central_asia.pdf�
http://iwep.kz/files/attachments/article/2015-07-05/geopolitics_of_transport_corridors_in_central_asia.pdf�
http://iwep.kz/files/attachments/article/2016-09-23/transport_corridors_of_south_asia_and_caucasus.pdf�
http://iwep.kz/files/attachments/article/2016-09-23/transport_corridors_of_south_asia_and_caucasus.pdf�
http://iwep.kz/files/attachments/article/2016-09-23/transport_corridors_of_south_asia_and_caucasus.pdf�
http://iwep.kz/files/attachments/article/2016-09-23/transport_corridors_of_south_asia_and_caucasus.pdf�
https://www.forbes.com/sites/wadeshepard/2017/07/31/india-and-japan-join-forces-to-counter-china-and-build-their-own-new-silk-road/#668bac174982�
https://www.forbes.com/sites/wadeshepard/2017/07/31/india-and-japan-join-forces-to-counter-china-and-build-their-own-new-silk-road/#668bac174982�
https://www.forbes.com/sites/wadeshepard/2017/07/31/india-and-japan-join-forces-to-counter-china-and-build-their-own-new-silk-road/#668bac174982�
https://www.forbes.com/sites/wadeshepard/2017/07/31/india-and-japan-join-forces-to-counter-china-and-build-their-own-new-silk-road/#668bac174982�
https://www.forbes.com/sites/wadeshepard/2017/07/31/india-and-japan-join-forces-to-counter-china-and-build-their-own-new-silk-road/#668bac174982�
https://iimb.ac.in/research/sites/default/files/WP%20No.%20507.PDF�
https://iimb.ac.in/research/sites/default/files/WP%20No.%20507.PDF�
https://openknowledge.worldbank.org/handle/10986/28397�
https://openknowledge.worldbank.org/handle/10986/28397�
https://ppi.worldbank.org/�
https://ppi.worldbank.org/�




SKU 33180

The WEB of Transport Corridors in South Asia develops a holistic appraisal methodology 

to ensure that economic benefits of investments in transport corridors are 

amplified and more widely spread, and possible negative impacts such as congestion, 

environmental degradation, and other unintended consequences are minimized. It 

focuses on South Asia—not only as one of the world’s most populous and poorest 

regions—but as a hinge between East Asia, Central Asia, the Middle East, and Europe.

The book is aimed at politicians, technocrats, civil society organizations, and businesses. It 

presents case studies of past and recent corridor initiatives, provides rigorous analysis of 

the literature on the spatial impact of corridors, and offers assessments of corridor 

investment projects supported by international development organizations. A series of 

spotlights examines such issues as private sector co-investment; the impacts of corridors 

on small enterprises and women; and issues with implementing cross-border corridors.

The “WEB” in the title stands for both the wider economic benefits (WEB) that transport 

corridors are expected to generate and the complex web of transport corridors that 

has been proposed. The appraisal methodology introduced in this book shows how 

the web of interconnected elements around corridors can be disentangled and the 

most promising corridor proposals—the ones with the greatest wider economic 

benefits—can be selected.
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