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The international community has long endorsed the rights of access to the sea by landlocked 
countries in order to enable them to participate effectively in international trade without undue 
disadvantages to their geographical condition. The challenges posed by lack of access to the sea 
by landlocked developing countries (LLDCs) are further compounded by their lack of adequate 
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providers; functions by regulatory/oversight agencies; balancing the interests of all Corridor 
stakeholders; and institutional constraints leading to lack of capacity to effectively fulfil mandates. 
 
The report identifies and proposes key best practices for possible replication in establishment of 
new corridors and for the development and management of new and existing ones. In the area of 
enabling instruments, it is found that corridor agreements should typically incorporate corridors 
functions; rights and obligations of corridor states; governance structures; provisions on transport 
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The important role of maritime transport in international trade has been acknowledged globally as 
various studies indicate that over 80 per cent of merchandise trade across the world is conveyed 
by sea. While majority of the countries in the world have direct access to the sea, a large number 
of states especially in Africa, Asia and Europe are landlocked and have to access the sea by 
transiting through other countries. The position of landlocked states is a matter of great concern 
because their imports have to transit through coastal states in order to reach them and their exports 
have to transit in order to reach their trading partners. In terms of numbers of Landlocked 
Developing Countries (LLDCs) by continent, Africa has sixteen, Asia has ten and Europe four 
LLDCs. Bolivia and Paraguay are the only LLDCs in South America though the latter has direct 
access to the sea through the navigable River Paraguay. There are no landlocked states in North 
America and Oceania.  

The programming by the UN to address the challenges of LLDCs was accelerated following the 
Almaty Declaration and Programme of Action adopted by the International Ministerial Conference 
of Landlocked and Transit Developing Countries and Donor Countries and International Financial 
and Development Institutions on Transit Transport Cooperation held in Almaty, Kazakhstan in 
2003. The Almaty Programme of Action was for a ten-year duration and was succeeded by the 
ongoing Vienna Programme of Action for Landlocked Developing Countries for the Decade 2014-
2024 (VPoA), adopted at the Second UN Conference on LLDCs in Vienna, Austria in 2014.   

The overarching goal of the Vienna Programme of Action is to coherently address the special 
development needs and challenges of LLDCs arising from landlockedness, remoteness and 
geographicalm22l 2m m22lsUel caa pBlepvSD
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The VPoA contains six priorities that are identified in order to promote the access of LLDCs to 
the sea. The six priorities are: 

(i) Priority 1: Fundamental Transit Policy Issues; 
(ii) Priority 2: Infrastructure Development and M
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Corridor Stage Infrastructure Investment Harmonisation 
 

Stage 1  
 
Transport 
Corridor 

Single trans-boundary 
infrastructure (road or rail 
or waterway) linking a set 
of cities across states  

Corridor attracts limited 
local investment in the form 
of shops, cafes etc.  
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as the Maputo in Southern Africa and the Greater Mekong in South East Asia have been sometimes 
designed predominantly as economic corridors even though they carry large volumes of transit 
traffic.  

MCM +798JFHG3:J79!78!,9:6G93:J7935!+7GGJI7G;!

International transport corridors in their current forms can be considered as an outcome of efforts 
to customize various international instruments developed over time in order to facilitate transit and 
cross-border trade and movement of people across countries. Cooperation among coastal and 
landlocked states has been deemed essential in order to develop and adopt common rules, standards 
and procedures to operate across different countries. Cooperation in transit transport may be at 
different levels depending on the number and location of states involved and the modes of transport 
linking them. Below is a summary of four levels at which agreements may be made to provide for 
cooperation in matters concerning transit transport. 

RJS 257435!*FG66T69:;! 

These types of global agreements are concluded at international level and focus on freedom of 
transit and transit and transport operations. The following agreements/conventions provide 
examples: 

International Conventions on Freedom of Transit 

• UN Convention and Statute on Freedom of Transit (Barcelona Convention, 1921); 
• 
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(iii) Coordination in development of the formalities and procedures used in trade and 
transport; 

(iv) Coordination, simplification and unification of documentation in trade and transport; 
(v) Provision of efficient transport infrastructure across the Corridor designated routes; 
(vi) Establishment of preferential arrangements for different categories of cargo;  
(vii) Development of shared information systems throughout the trading and transport 

system;  
(viii) Resources Mobilization; and 
(ix) Cooperation in capacity building at institutional and human capital. 

 
The scope of the agreements will vary depending on the levels
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In Africa, the designation of corridors to provide access to the sea for landlocked countries was 
spearheaded by the UN under the Economic Commission for Africa (ECA) and was part of 
continental connectivity programmes under the two UN African Transport and Communications 
Decades7 (UNTCADA I and UNTCDA II)  which adopted the Trans-African Highways network, 
the priority continental rail interconnections, ports facilities and development of aviation sector 
among others. 
 
The First United Nations Transport and Communications Decade in Africa (UNTACDA I) 
covering the period 1978-1988 was the first elaborate infrastructure programme to provide 
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The Central Corridor was established through a multilateral agreement signed by Burundi, Congo 
DR, Rwanda and Uganda. It has a Corridor Secretariat in Dar es Salaam. The Dar es Salaam 
Corridor serving Malawi, Zambia and the Copper Belt region of the Democratic Republic of 
Congo was also established through a Committee of Stakeholders and has a Coordination office 
in Dar es Salaam. 
 
In West Africa, there are a number of corridors serving the three landlocked countries namely, 
Burkina Faso, Mali and Niger. The corridors commence from six coastal states namely Nigeria, 
Benin, Togo, Ghana, Cote d’Ivoire and Senegal. The level of West African corridor proactiveness 
has been slower than in East Africa though efforts are being made to raise their impact through 
establishment of permanent secretariats. 
 

RJJS
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Table 2: Major international transport corridors involving landlocked countries by regions 

Continent (Sub-)region 
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Baltic-Adriatic Corridor 
Orient/East-Med Corridor  
Rhine-Alpine Corridor  
Atlantic Corridor 
Rhine-Danube Corridor 
Mediterranean Corridor 

Portugal, Romania, Slovenia, Spain, 
Sweden, United Kingdom 

Intercontinental  
 

Eurasia Transport Corridor Europe-Caucasus-Asia 
(TRACECA) 

Bulgaria, Georgia Moldova, 
Romania, Turkey, Ukraine 

Afghanistan, Azerbaijan, Armenia, 
Kazakhstan, Kyrgyzstan, Tajikistan, 
Turkmenistan, Uzbekistan 

CAREC Corridors: 
Corridor 1: Europe–East Asia 
Corridor 2: Europe-Mediterranean–East Asia 
Corridor 3: Russian Federation–Middle East and 
South Asia 
Corridor 4: Russian Federation–East Asia 
Corridor 5: East Asia–Middle East and South Asia 
Corridor 6: Europe–Middle East and South Asia 

China, Pakistan, Russia Afghanistan, Azerbaijan, Georgia*, 
Kazakhstan, Kyrgyzstan, Mongolia, 
Tajikistan, Turkmenistan and 
Uzbekistan 

International North–South Transport Corridor 
(INSTC) 

India, Iran, Russia Afghanistan, Armenia, Azerbaijan  

Belt and Road Initiative Land Corridorsb: 
New Eurasian Land Bridge Economic Corridor 
China-Mongolia-Russia Economic Corridor 
China-Central Asia-West Asia Economic Corridor 
China-Indochina Peninsula Economic Corridor 
Bangladesh-China-India-Myanmar Economic 
Corridor 
China-Pakistan Economic Corridor  

Bangladesh, Cambodia, China, 
Greece, India, Iran, Malaysia, 
Myanmar, Pakistan, Russia, 
Thailand, Turkey, Vietnam 

Afghanistan, Azerbaijan, Georgia*, 
Kazakhstan, Kyrgyzstan, Lao PDR, 
Tajikistan, Turkmenistan, 
Uzbekistan   

South America South America East-West Corridor Chile, Peru, Brazil  Bolivia 
Southern Corridor  Argentina, Chile, Peru, Brazil Bolivia, Paraguay 
Paraguay-Parana Waterway Argentina, Brazil, Uruguay Bolivia, Paraguay 

!"#$%&'
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CHAPTER 3: ROLE OF AGREEMENTS AND OTHER LEGAL INSTRUMENTS IN 
EFFECTIVE MANAGEMENT OF CORRIDORS 

The establishment of transport corridors is usually undertaken through multilateral or bilateral 
instruments such as treaties, agreements, MOUs or other binding international instruments. The 
instruments are usually negotiated and concluded by the corridor member states who then process 
them through their national laws to attain ratification.  
 
Broadly, corridor agreements have the following characteristics: 

(i) Made by sovereign states or independent public law entities such as international 
organizations, intended to create rights and obligations among parties; 

(ii) They are governed by international law; and 
(iii) The legal instruments may be designated as agreements, treaties, conventions, MOUs, 

protocols, covenants, compacts, exchange of notes, or agreed minutes. 
 

It is widely agreed that comprehensive multilateral agreements provide the most ideal legal basis 
for cooperation among corridor members (both transit and landlocked states). This is because it 
enables them to define their rights and obligations in developing and maintaining an efficient and 
cost competitive corridor. In view of the fact that transit trade and transport involve handling and 
transport of goods and movement of transport equipment and people across borders, it is important 
that the enabling bilateral or multilateral agreements address a wide range of issues so as to 
facilitate smooth transit operations across corridor networks.  

The corridor agreements, treaties or MOUs will provide the Corridor objectives, define the 
functions of the corridor and also delimit their geographical trajectories by listing the designated 
routes. Usually, comprehensive agreements cover all the necessary elements of corridor planning, 
operations, cooperation among agencies and regulatory/oversight arrangements, together with the 
establishment of Corridor Management Institutions (CMIs) and their administrative and financial 
policies. Such agreements may also have provisions for future insertion of subsidiary instruments 
such as protocols, standards and recommended practices. 
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(iii) Executive Organ/ Secretariat 

The executive organ which is usually the Secretariat is the operating entity, located in one country, 
that executes and implements the decisions of the superior organs, through annual workplans that 
are budgeted in accordance with strategic plans of the corridor adopted by the policy organs. The 
executing agency takes a proactive role in corridor operations by taking part in identifying corridor 
needs, developing programmes and projects and coordinating their implementation with different 
stakeholders. The executing agency may also take part in project preparation and resource 
mobilisation for projects along the corridor network. 
 
The established corridors such as NCTTCA and the Central Corridor TTFA have secretariats while 
others such as the Trans-Kalahari and Trans Caprivi corridors have a coordinator in the name of 
the Walvis Bay Group. The manning levels in establishment of the Secretariat will need to depend 
on corridor mandates and the cost of its full establishment proposed in the corridor management 
arrangements. In cases where the mandates are larger, new CMIs may require more time to build 
their human capital and supporting facilities as these usually take time typically due to budgetary 
and other resource constraints. 
 
Figure 1:Model CMI Governance Organizational Structure  

  

         

Source: Northern Corridor (NCTTCA) Strategic Plan (2017- 2021) 

The governance of the corridor has often posed critical questions on how the policy organs should 
be structured and the roles to be played by governments and the private sector, with the latter being 

Council of Ministers 
(Inter-
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the major player in the commercial business that takes place along the corridor. One of the ways 
where the private sector has been incorporated in governance has been through inviting them 
through their associations to participate as full members in the meetings of technical committees 
and to have an observer status at meetings of the top policy making organs. A model institutional 
structure in the form of an organogram is shown in Figure 1. 

 
3.2     Trade and Transport Facilitation Issues 

The following issues should be taken into consideration in corridor agreements: 

(i) Delineation of corridor routes; 
(ii) Transit facilitation across the corridor routes; 
(iii) Definition of corridor and cargo access rights; 
(iv) Transit regulations (Road safety, security, environmental issues); 
(v) Procedures at ports, terminals, weighbridges and border posts;  
(vi) Charges for use of facilities (port tariffs, road user charges); 
(vii) Documentation and Information Sharing;  
(viii) Transit bonds; and 
(ix) Cargo and vehicle insurance.  

 
3.3     Transport Infrastructure 

The provision of transport infrastructure (ports, roads, railways, inland cargo terminals and 
weighbridges, border facilities) is critical to establishment of efficient corridors. In corridor 
agreements, there are important issues that need to be incorporated in the text when it comes to 
infrastructure development. The first is to define the Corridor in terms of the designated road and 
rail segments. This is relevant since good infrastructure needs to be available for efficient trade 
and transport. Secondly, it will be important to identify, agree and adopt common standards of 
infrastructure in roads and railways. Such standards will be applied in construction or maintenance 
of corridor transport infrastructure. The agreements may stipulate that along the designated routes, 
the road infrastructure will meet international or regional standards that are agreed upon with 
respect to pavement widths including shoulders, curvatures, axle load limits, gross vehicle mass 
(GVM) in order to be able to serve the traffic passing through. The railways will also be expected 
to meet appropriate standards with respect to track gauge uniformity, signaling and various aspects 
of railway interoperability.  

In this respect, the following issues are crucial in corridor infrastructure development: 

(i) Well defined transport infrastructure networks in ports, surface transport, (roads, 
railways), inland terminals and border posts; 

(ii) Defined common standards of road and rail infrastructure, ports and facilities at border 
post; 

(iii) The coordination of stakeholders in the construction, expansion, rehabilitation and 
maintenance of priority infrastructure facilities along the corridor; 

(iv) Harmonization of infrastructure configurations and procedures including for 
weighbridges, One Stop Border Posts (OSBPs) and roadside stations; 

(v) Establishment of smart corridors through provision of adequate energy and modern 
ICT networks; and 
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(vi) 
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the CMIs in order to maintain a regular flow of funding to meet their financial obligations and 
hence sustain their operations. 

The CMIs also need to be innovative in generating additional financial resources so that they can 
fund projects that may not be covered by the regular budgets. This can be achieved through 
undertaking revenue generating activities, research in relevant areas and online ICT value added 
products. The CMIs may also network with development agencies and cooperating partners who 
readily provide grants for funding projects that they have interest in promoting. 

 

3.7     Consultation and Resolution of Bottlenecks 

As there are many parties in the Corridor transport network involved in policy, service provision 
and oversight, conflicts may emerge when some parties do not meet their obligations or attempt to 
pass blame on others. In such circumstances, there is need for fast resolution disputes or stalemates 
so as to avert the onset of bottlenecks which may choke the flow of transport along the corridor. It 
is therefore important to develop a system of reporting on noncompliance with stakeholder 
obligations by parties and a rapid resolution of logistics bottlenecks. 

 

3.8     Capacity Building of Stakeholders 

Capacity building is an important issue for CMIs, covering both their own staff and generally 
working to promote skills in other stakeholders using and operating along the corridor. The CMI 
will therefore need to interface with other agencies such as governments, ports, railways, road 
authorities, shipping lines etc. in order to enhance standardisation of training for agencies taking 
part in transport operations and other logistics. Further, the CMI needs to maintain high quality 
information dissemination, ideally through transport observatories, where they are responsible for 
them. In addition, the CMI should undertake ca
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CHAPTER 4:  LEGAL, REGULATORY AND INSTITUTIONAL FRAMEWORKS FOR 
COORDINATION AND MANAGEMENT OF CORRIDORS: SELECTED 
EXPERIENCES 

 

4.1     Corridor Legal and Regulatory Frameworks 

There are various agreements and other instruments which have been employed to establish 
corridors, each dependent on the contracting parties and the scope of the areas of cooperation that 
such parties intend enter into. Table 3 shows the major corridors established through formal 
agreements in various regions of the world. 

Table 3: Sample of major operational corridors established under formal agreements 

Corridor Name Enabling Instrument Parties to Agreement 

Northern Corridor Multilateral Agreement Burundi, DRC, Kenya, Rwanda, South Sudan, 
Uganda 

Central Corridor Multilateral Agreement Burundi, DRC, Rwanda, Tanzania, Uganda 

Dar es Salaam Corridor Constitution  DRC, Malawi, Zambia 

Beira Corridor Agreement Mozambique, Zimbabwe 

Maputo Corridor Company Registration  Mozambique, Swaziland, South 
Africa 

Walvis Bay Corridor MOU Namibia, Botswana, South Africa (Trans-Kalahari) 

Namibia, Zambia, Congo DR (Trans-Caprivi) 

Lagos - Abidjan Corridor Joint 5 States Declaration  Nigeria, Benin, Togo, Ghana, Cote d’Ivoire 

Abidjan/Ouagadougou/ 
Niamey Corridor 

Bilateral Agreements Cote d’Ivoire, Burkina Faso, Niger  

Dakar Corridor Bilateral Agreements Senegal, Mali, Niger 

Transport Corridor Europe-
Caucasus-Asia (TRACECA) 

Multilateral Agreement Armenia, Azerbaijan, Bulgaria, Georgia, Iran, 
Kazakhstan, Kyrgyzstan, Moldovia, Romania, 
Tajikistan, Turkey, Ukraine and Uzbekistan 
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Table 5: Institutional arrangements of selected corridors 

Corridor CMI name Status Secretariat Supreme Policy 
Organs 

Management 
/Oversight Organ 

Technical and other 
Committees 
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The levels of coordination required may not be the same in all the corridors since the countries 
they serve may have other alternatives or due to historical links there may be no serious bottlenecks 
to require the establishment of dedicated corridor institutions to manage the transit regimes.  

A case in point where dedicated corridor institutions have not been necessary is for the SACU 
region where South Africa acts as a coastal state and provides access to the sea for Botswana, 
Lesotho and Eswatini. Because of historical links and the existence of SACU, the transport 
networks of the three LLDCs are well interfaced with those of South Africa and the region operates 
as a single distribution system with no hard borders. 

Where the advantages such as in the SACU region do not exist, then there may be need for the 
establishment of formal corridor institutions to coordinate the functions of 
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information on the corridor performance through various Key Performance Indicators (KPIs) 
based on operations of key stakeholders along the transport chain. The KPIs are usually provided 
through a Dashboard that shows the current scores in the KPIs against baselines, targets and 
benchmarks.  

Corridor Observatories are currently operational in the Northern Corridor and Central Corridor. 
The Dar es Salaam Corridor is currently developing its Observatory. The CAREC programme is 
undertaking regular monitoring of their corridor performance. Through the observatories and other 
tools, corridor performance monitoring can be undertaken including comparisons of performance 
among different corridors. Table 8 below summarises some selected performance indicators along 
major transport corridors.  

!"#$%&>(&?4%%1&)%*6+*5"/9%&7/1-9"2+*.&6+*&.%$%92%1&9+**-1+*.&

Corridor Sector Mode Approx. 
Distance 
(Km) 

Mean 
Transit 
Time (Hrs) 

Net Speed 
(Km/Hour) 

Year 

 
 
Northern 
Corridor  

Mombasa -
Kampala Road 1,169 131.8 8.9 March 2018- 

March 2019 

Mombasa-Kigali Road 1,682 175.2 9.6 
April-
September 
2017 

Mombasa
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Rail  n.a.  n.a.  19.1 (SWOD) 
9.3 (SWD) 

Corridor 5 Road n.a.  n.a.  38.4 (SWOD) 
11.3 (SWD)  

Corridor 6  
 

Road n.a.  n.a.  42.9
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the introduction of the OSBP in 2015 to 0.72 hours in 2017. At Kobero OSBP, border crossing 
time have fallen from 5.64 hours in 2015 to 1.79 hours in 2017.  

For comparison, in the CAREC region overall, the average border crossing time by road was 12 
hours in 2018 and gradually increasing from around 6 hours since 2010 (ADB 2019). 
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5.2 Challenges in Corridor Operationalization 

The operationalization of Corridors 
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contributions, the CMI went through a number of years of serious financial constraints until the 
method of contributions was changed to a user levy for traffic passing through the port (cargo levy 
is considered the most reliable sustainable funding mechanism) adopted by most of the member 
states9. NCTTCA now applies a mixture of user levy and government subscription. The funding 
challenge also affected the Secretariat of the Maputo Corridor Initiative. The formative instruments 
for the Maputo Corridor Initiative provided for a strong Stakeholders’ commitments to providing 
budgetary resources to support the operations of the corridor. However, the Secretariat of the 
Maputo Corridor Initiative was forced to close its operations when their core supporters failed to 
provide regular budgetary contributions to keep the institution operational10.  

The problem of providing data and/or information by stakeholders to a central processing entity 
such as the CMI to facilitate the preparation of material for data sharing among interested 
stakeholders becomes all the more relevant in the coordination of service providers and 
governmental organs. In order to develop and adopt targets for various services along the Northern 
Corridor, the Mombasa Port Community Charter was established in 2014 after extensive 
stakeholder consultations were undertaken (See Box 3 for more details). The participating 
stakeholders, who include policy makers, service providers and regulatory agencies, made 
commitments to fulfil their responsibilities and to be answerable for any of their omissions through 
a peer review mechanism. One of the Charter objectives was to “Develop and implement a self-
monitoring mechanism to ensure implementation of collective community obligations. The senior 
managers of the participating Port Community entities shall voluntarily submit themselves to 
sanctions for breach of any of the collective obligations”.11 

  

#
9 Direct state contributions have often resulted in delays in remittances resulting in arrears while private sector subscriptions have 
not proved sustainable in cases where they have been employed. 
10 Statement on the closure of the Maputo Corridor Logistics Initiative made at the MCLI Conference on Illicit Trade, 7 February 
2019, Emnotweni Arena, Mbombela, available at https://www.mcli.co.za/, accessed on 20 March 2020. 

!
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CHAPTER 6:  REVIEW OF BEST PRACTICES IN CORRIDOR DEVELOPMENT AND 
MANAGEMENT  

 
The concept of “Best Practices” can be applied when developing the options for adoption in the 
establishment, operationalization and management of Corridors. These best practices are 
determined and selected taking into account the practical experiences gained from existing 
corridors; the successes and challenges faced with the enabling legal, regulatory and institutional 
frameworks and during the establishment, development and management of transit existing 
transport corridors. Good practices developed in successful corridors can be replicated in new 
corridors that may operate under similar circumstances or in existing ones that may be facing 
similar challenges.  

6.1 Best Practices in Corridor Establishment 

The establishment of a corridor precedes all the other issues and as such, it needs to be undertaken 
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corridor programmes implementation. This should include reporting to stakeholders on the 
progress made towards the achievement of key milestones in corridor establishment. For 
example, the NCTTCA, Walvis Bay Corridor and CAREC have dynamic communication 
facilities through their websites. 
 

(v) Presence of a corridor champion. Furthermore, there should be Corridor champions in 
form of high-profile entities and State officials or people in the corporate world who can 
provide advocacy for the establishment of corridors. Key champions may include State 
Departments, parastatals, sector players, transporters, port authorities, infrastructure 
development agencies and RECs. The RECs (such as COMESA, EAC, SADC, ASEAN, 
SAARC), together with development banks and agencies such as the AfDB, ADB and the 
World Bank and other cooperating partners could also provide financial support and 
advocacy for establishment of corridors. The corridor champions also play an important 
role not only during the establishment of the corridors, but also in the corridor development 
stage (see below). 
 

6.2 Best Practices in Corridor Development 

The best practices in corridor development should take into account the need for adequate and 
well-maintained infrastructure across the corridor in order to serve increasing traffic flows and for 
their evolution into higher levels towards transformation into economic corridors. Specifically, the 
following is a checklist of policy and financing needs to be considered.  

(i) Well defined transport infrastructure networks. Designation of corridor ports, surface 
transport (roads, railways), inland terminals and border posts is needed to facilitate 
coordination in the construction, rehabilitation and/or maintenance of transport 
infrastructure facilities along the corridor. This will help with scheduling of project 
implementation to meet the corridor development and reporting on the status of outstanding 
projects to operationalize corridor transport infrastructure and other facilities. Corridors in 
the Eastern and Southern Africa region have coordinated the development of 
interconnected projects. For example, the Northern 
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Within the framework of the Presidential Infrastructure Championship Initiative (PICI), a 
number of African Heads of State were appointed as Champions for various infrastructure 
projects on the continent. Originated from a proposal by President of South Africa, NEPAD, 
now known as African Union Development Agency, has developed the PICI. The role of the 
Champions is to create awareness and visibility of the key infrastructure projects, unblock 
bottlenecks and leverage funding for their implementation.  

Initially eight projects were identified in 2011 to be championed, while others were added at a 
later stage. The projects were originally to be implemented between 2010 and 2015 and 
significant progress has been made in terms of their implementation.  

As of 2019, the Champions of the PICI projects include 9 Presidents for various transport, energy 
and ICT infrastructure projects, including transport corridors: 
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6.3 Best Practices in Corridor Management 

In the management of transport corridors, the best practices would be those that ensure that the 



+)#
#

(iv) Establishment of Corridor Community Charters. These community charters would 
encourage a self-regulation mechanism to ensure implementation of collective 
community obligations subject to peer review. The Mombasa Port Community Charter 
is a good example of how port and corridor community collectively work together and 
hold each other accountable in their aim to enhance efficiency, effectiveness and 
competitiveness of the port and corridor (See Box 3).  
 

(v) Active participation of all stakeholders. All stakeholders, including public and private 
should be encouraged to participate in dialogues that informs decision making on 
corridor operations. Sector associations for stakeholders involved in Corridor operations 
can be created. For example, the NCTTCA has a Public-Private Stakeholders Forum, in 
which the public and private sectors raise issues and exchange views. The Maputo 
Corridor Logistics Initiative had one of the more effective arrangements for public and 
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established, with support or UNECA and the African Union





+'#
#

CHAPTER 7:     CONCLUSIONS AND RECOMMENDATIONS  

7.1 Conclusions 

It is clear that transport corridors are being adopted increasingly across the world, in large part to 
cater for LLDCs so that they may have faster access to the sea through other transit countries. 
Based on the study findings, it has also been established that the development of CMIs has taken 
a center stage with the African continent actively adopting the corridor approach. This may have 
arisen largely due to the fact the continent has the largest number of LLDCs that are comparatively 
young and have not had sufficient time to negotiate both bilateral and multilateral arrangements to 
provide for efficient and sustainable transit and cross-border trade and transport facilitation 
instruments. 

It is also noticeable that there is emphasis on transforming corridors from just providing their 
transport functions to becoming broader economic corridors where their routes are densified with 
economic activities
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7.2 Recommendations  

The recommendations below cover three corridor areas (establishment, development and 
management) that are deemed important in order to enable Corridors to perform their functions 
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(iii) Recommendations on Stakeholder Participation 
The following are recommended key issues to be addressed in order to enhance stakeholder 
participation in the corridor management. 

Issues for Stakeholder Participation Lead Agencies/ Parties 

Development of Corridor Communities to bind stakeholders to 
specific actions, collective obligations, targets and timelines in 
fulfilling them 

CMIs 

Active participation of all stakeholders including the private sector in 
dialogue that informs decision making on corridor operations 

CMIs, State parties, 
private sector actors 

Peer review systems to enhance service quality through self-
regulation and compliance regulatory requirements 
 

Sector associations and 
CMIs 

Provision of a platform for stakeholders to exchange information, 
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 building 
institutes 

partners and 
universities 

Standardization and integration of capacity 
building for all corridor stakeholders 
 

CMIs and 
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