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Introduction
In the modern era of development in Latin America, beginning roughly with the Alliance for Progress in the early 1960s, occupation of physical space and shaping that space to meet development needs has been a predominant activity. One of the most dominant manifestations of this phenomenon in Latin American economic development and regional cooperation in the past three decades has been the steady emergence of trade corridors. These corridors bring immediately to mind images of the Pan American Highway System crossing the North and South American Continents from north (Alaska) to south (Tierra del Fuego) with east-west branches, loops and duplicate segments in between.
Trade corridors have at least three characteristics which distinguish them from simple groupings of cities and their surrounding areas with or without seaports connected by roads:
· production functions which make available basic goods and services, 

· transformation functions which add value to the basic goods and services, and 

· access to markets, both national and international. 

The production functions have evolved enormously over the past three decades in the countries of the hemisphere, particularly in Latin America. Food crop and forestry frontiers have been expanded. Agricultural-based products, which account for 75% of all Latin America exports, have enjoyed a most rapid production growth. Not only has every square kilometer of space been planned for economic and social development on the basis of sectoral or integrated natural resource assessments, but in most cases, each square kilometer has been planned twice or three times over.
As the production areas have been expanded into remote valleys, high plains and the near-shore sea beds, the ability to process raw materials, natural and cultivated crops and animal products has also grown. Energy, information and transportation allow these products to be transformed into value added commodities bought and sold on national and global markets. Basic products and services are changed into elaborated products and services for immediate use by the end consumer, and are presented in packaging with instructions and under climatic conditions that best assure a marketable item. The energy network has expanded and supply has been improved. The technical, managerial and financial resources, expertise and knowledge necessary for adding value have been made available. And the ability to get raw materials and ideas to factories and offices has kept pace.
The third characteristic of trade corridors, access to markets, is perhaps their most dramatically evolving component. Here to fore production areas of goods and services were linked with the ability to transform the goods and services with some value added, but conditioned by a very small variety of products and services, and limited by very rudimentary transformation technology. But most importantly, vast areas including those opened by frontier expansion had in the past limited access to markets which were mostly intra-national if save for individual export crops for foreign markets from "banana" republics. In Latin America, railroads played a declining role in market access, maritime shipping offered the largest access and road transport played (and still plays) a role in over 90% by volume of all Latin America exports. But the use of more efficient technology in maritime and road transport and the introduction of air transport as an access mode to inter-regional and international markets are changing, and creating, trade corridors.
So today, there are link geographical spaces serving as trade corridors. There are also in the hemishpere production areas linked to transformation areas that may lack access to markets. There are production areas with plausible links to markets, but lacking linkages to the transformation component critical to providing desirable products for consumers. And there are cities with transformation capabilities and access to markets but lacking basic products.
The image, then, of the Pan American Highway System as a trade corridor must be examined in the context of these three characteristics. Indeed many segments of this road network are part of one or another trade corridor. And many cities along the Pan American Highway System have long enjoyed intra-national, inter-regional and international commerce. Examples of present day trade corridors include the Central America Highway – the Pan American Highway System in that region - linking the respective countries; the Quito-Guayaquil corridor; and the Buenos Aires-Santiago-Valparaiso corridor, to name a few. Other existing corridors include Costa Rica-Miami, Florida (and points beyond) ecotourism corridor dependent on air transportation and constituting the largest foreign exchange activity of that Central American country; the Brazil-Argentina-Chile corridor providing an east-west link across the South American Continent; and the tourist luxury liner corridor plying the sea lanes of the eastern Caribbean providing participating countries access to their self-declared economic future.
And so these trade corridors go well beyond the traditional concept of cities with their products and services linked by roads (and rail lines in some instances) to seaports. These corridors are linked (if by nothing else than transportion components) geographic areas with amorphous boundaries containing natural resources, economic and social infrastructure, settled populations, and consumer markets. They support already existing urban growth as well as forge new relationships between dominant and growing urban areas.
Trade corridors constitute new regions for analyzing and organizing international development support. They complement the more familiar planning units based on sub-national administrative areas with political boundaries and river basins. These two more familiar planning units were, in that order, the evolved units from the early 1960s for analyzing the economic growth potential of national and sub-national as well as regional occupation of physical space with the shared development of natural resources, particularly water. River basins formed the basis for integrated regional development planning which helped to shape proposals and projects for billions of dollars of multi-sectoral investment projects. By the early 1980s these two units were increasingly used for not only proposing development schemes for frontier areas, but also for re-examining the development potential of occupied territory. Previous narrowly focused development projects, such as changing land use and degradation of natural resources necessitated this focus. Another causal factor in re-planning occupied territory was the need to respond to the impact of large areas devastated by disasters triggered by natural events such as earthquakes and hurricanes.
The new regional planning unit of trade corridors cuts across traditional physical, political, social, economic and administrative boundaries. Trade corridors group cities together in new combinations and highlight their changing opportunities and dependencies, economic and physical infrastructure, labor markets, technical and financial service areas, and social service demands. The trade corridors related to MERCOSUR, Andean Community of Nations (CAN), Central America Common Market (MCCA) and NAFTA are examples of regions related to evolving trade and sustainable city issues.
Examples of existing trade corridors in these contexts include the central corridor of Argentina connecting Chile (across the only paved pass over the Andes on their border) and Asian destinations to Brazil; the intra-national corridor in Peru linking the north-south Carretera Marginal de la Silva on the eastern slopes of the Andes with its raw materials to the Lima/Callao complex with its transformation assets and access to markets; the Central American Highway; and the Pan American Highway System linking southwestern states in the USA with northern states in Mexico.
Trade corridors, then, are the third generation of regional units in as many decades of modern development in Latin America. They dictate to, as well as take from, the cities within their domain forces, which will shape development. Put simply, the opportunity for many Latin American cities to break with old development models, maximize the advantages of decentralized political and economic decision making, fortify democratic institutions and public participation, and encourage private sector investment is tied directly to their participation in trade corridors. Trade pacts and the resulting trade corridors are a vehicle of transformation to sustain economic and social development. Cities are the principal players in creating and developing trade corridors.
Since agriculture, energy, transportation, and water are key to the development of trade corridors, corresponding sector investments are essential ingredients. Infrastructure, commercial production and service capacity must be built or modernized with large-scale investments from predominantly foreign and domestic private capital sources, rather than public funds. This shift in sources of capital for infrastructure to the private sector reflects changes in the policies of international development lending and assistance institutions toward Latin America and Caribbean counties, privatization of service infrastructure, and decentralization of public sector decision making.
In almost all cases, economic and social infrastructure development will place increasing demands on current environmental management techniques. These approaches come from environmental management experiences tied to administrative areas and river basins or watersheds. Investments will demand preparation of environmental impact assessments or impact statements which include the participation of local and national governments, lenders, development agencies, and non-governmental organizations, particularly those representing natural resource management, conservation, indigenous populations, gender and poverty alleviation concerns.
Planning corridor investment projects present many challenges, including the need to negotiate sensitive social and political issues in frontier areas, address complex environmental problems involving multiple ecosystems, and natural hazard vulnerability reduction. There are also concerns about jurisdictional authority, sub-national, national and international and more compatible border crossing procedures. In the end, not every existing or proposed trade corridors will grow and flourish. Those with comparative advantages across multiple variables will prosper. And as never before, environmental management, health and social welfare concerns will be juxtaposed with economic and political concerns to define those comparative advantages.
Will cities have the same potential for meeting development challenges if they rely on an urban-centered approach rather than an integrated approach as part of a larger geographical context of a collection of cities, their hinterlands and a collection of diverse resources transformed into goods and services?
The development of numerous small, medium and large cities with their varying problems is directly related to the role of cities as nodes in trade corridors. In several ways the sustainability of this urban development is contingent on what guidelines are used to manage the evolution of the corridors.
Current political attention on sustainable development and trade is manifested in the shape and function of the physical, economic, political and social occupation of national territory of the involved countries. Trade corridors embody that manifestation.
 Trade Corridors in the Context of the Urban Dynamic Phenomenon
 Trade corridors, although a newly recognized class of planning region, are not currently the products, by and large, of planning theory and practice. This is of particular importance given the demise of centrally planned economies, regional planning agencies (and their staffs), and publicly funded massive agriculture, energy, transportation and water infrastructure projects. Rather, trade corridors are increasingly the result of decentralized decision making, led by the private sector’s understanding of changing, competitive markets, comparative advantages in raw materials, production capabilities and access to markets. The private sector is in a partnership with the public sector. The pubic sector is divesting itself of those activities which it does poorly or inefficiently (for example operation of energy, transportation, telecommunications and water and sanitation infrastructure and/or delivery of services). At the same time it is investing its hard fought for and newly earned policy consultation and strategic action planning skills in support of new linkages with other cities and regions with similar goals and expectations.
Looking at emerging urban development issues today, self-centered urban growth pole paradigms are being replaced by strategies to create an integrated set of assets in a region by expanding energy, transportation and water supply infrastructure, investing in areas served by existing infrastructure, propitious use of available natural resources, and the reversal of practices which degrade scarce water, wetlands, forest and soil resources. These changes are increasingly needed to host national, regional and global capital investments.
Some emerging trade corridors are the new products of a collection of decisions by the public and private sectors made primarily at the municipal, provincial or state level and supported by national and regional sector initiatives. In other instances, these corridors reflect a strengthening of existing regions, usually built around the presence of road and seaport transportation and energy infrastructure. In any event, they focus on the potential and benefits of regional development rather than on the formal process of regional planning.
Examples of emerging and proposed trade corridors include corridors linking central and western Brazil across northern Argentina and/or Paraguay or Bolivia to northern Chile or Peru and their Pacific Ocean links to Asian and west coast North American markets; a corridor linking the Amazon lower basin through its upper basin with coastal northern Peru or southern Ecuador or southern Colombia and simialar Pacific Ocean links; a north-south corridor linking the Caribbean basin through Central America to the Pacific Ocean; and a corridor from southeastern Canada through the midwest of the USA to northeastern Mexico.
For those who ask why it is necessary to pursue a trade corridor concept, suffice to say that any concept of a region permits the definition of its characteristics, structure and function. And while the physical components of a trade corridor region might also be identified with some other type of region, such as administrative and river basin, only the concept of a trade corridor region adequately transmits the sense of integrated economic, social and natural environmental issues and urgency. These regions are organized around economic development in an increasingly global economy, structured to promote growth, and function to create a return on investment, the results of which will allow for the addressing of urban development problems. Trade corridor regions have come into being without formal central government planning and have grown without early recognition.
Trade corridor regions, as demonstrated by the discussions surrounding NAFTA and its side agreement on environmental issues, are generating their own set of emerging discussions: new models of public administration dealing with old overlapping jurisdictions; private capital markets and sector loans; natural resource degradation; working conditions for laborers; and labor market shifts with resulting migration and unemployment, which are seen as priorities by the environmental community.
While cities may be described as bounded by their own parochial interests and issues, they are certainly impacted by external forces. A city can deal with some forces on its own terms, but external forces embodied in trade corridors condition a city’s options and its future. Trade corridors are a channel by which to integrate urban areas into a larger world. The city may surely deal with the corridor on its own terms, but it is the trade corridor and its grouping of cities which gives each urban center within the corridor an opportunity to participate in something larger than the sum of the efforts of each city acting on its own.
Some cities - megacities and world cities to name two designations - are beyond major impact by a single trade corridor. Indeed, these types of metropolitan areas have amassed production, transformation and access to market functions comparable to those of the combined activities of several cities in a corridor. Moreover, these urban conglomerations are often the capitol of the country, thus further concentrating resources and functions away from other urban areas.
But hundreds of other cities in Latin America, including some national capitols, are part of existing, emerging or proposed trade corridors. Alone, each of these cities faces an array of problems similar to those faced, to a greater or less extent, by their largest sister cities. Environmental issues (safe housing, land use, transportation and industrial pollution, drinking water supply and wastewater disposal) are joined by political, economic and social environment issues (governance - democratic and decentralized, municipal management, employment, micro credit, social services and capital, financing, gender, violence and personal safety) combine to dominate the agendas of elected officials and citizens alike. Each city is confronted by problems not so different from those of the last three decades of modern development. The needed balance between economic growth and social, health, safety and welfare programs, between resource exploitation and conservation (and preservation), and between competitive, efficient means of production and safe, secure settlements and populations are not just reminiscent of past challenges. That needed balance is now cast in the light of a political desire for sustainable cities and communities.
Democratization, public participation, and private sector investment and partnerships with the public sector are the geo-political and geo-economic hallmarks of the changing circumstances in which cities find themselves. But there are other circumstances which will promote if not enable some cities to better meet their problems. For the first time since the 1960s there is a vision of a larger context in which many cities might take full advantage of these changing circumstances. Trade corridors are both the generator and the recipient of regional and global relationships and technological innovation. Trade corridors are a larger context through which urban problems can be addressed. They do not exist nor are they created primarily for that purpose, but they will have a direct impact on a city’s ability to deal with its problems.
Consider the categories of cities with respect to trade corridors: (a) megacities and world cities who are mostly immune from the impact of corridor development; (b) cities in established corridors; (c) cities in emerging corridors; (d) cities in proposed corridors; and (e) cities outside corridors. For all but the first category, what will be the difference in the development of the cities in successful corridors as opposed to those cities that do not or cannot fully benefit from corridor development? While corridors may not prove to be the only deciding factor, participation in successful corridor development is a desirable option not to be dismissed.
Inside or outside a corridor, cities may be part of varying geographical contexts, which must be taken into consideration. These include: large ecosystems, including river basins, with competing claims for natural resource use; border areas, particularly frontier border areas; proximity to conservation and protected areas including parks, reserves and indigenous homelands; and natural hazard zones. By design or because of geographical accidents, administrative areas and river basins often share these geographical contexts. In the same way, these geographical contexts are part of trade corridor regions.
An additional geo-political and geo-economic perspective of trade corridors as regions is in order. Societies manifest their priorities in the evolution of the political principles, which serve as reference points for decision making in the geo-economic sphere. In the 1960s and 1970s the dominant focus of societies was on political systems and their relationship to the distribution of wealth among different groups. Later in the 1980s the focus shifted to the distribution of political and economic power. By the 1990s, the focus has shifted to the distribution and tolerance of risk among different social groups, regions and future generations. This reflects not only local concerns, but more importantly, regional and international criteria for investing and developing resources.
 From these two perspectives, three observations can be drawn:
1. The creation of trade corridors occurs through decentralized decisions where the participation of the public sector in concert with the private sector can help overcome risks. The creation of the corridors takes place in a competitive way without normative planning, for example, master planning. But their creation does rely on functional planning with a vision towards occupying geographic space for political and economic objectives.
2. The risk assumed by the participants in the development of corridors is identified in financial terms in a competitive atmosphere. Those who choose not to participate in the development of corridors run the risk that the private and public sectors do not present an alternative concept of similar scope and magnitude to organize economic activities in geographic and institutional space. And this situation could persist for several years to come.
3. For those who do not recognize their relationship to the trade corridor phenomenon, they run the risk that trade agreements and trade corridors will give rise to additional problems of capital, labor and technology shifts for which they are not prepared.
One can anticipate that the evolution of trade corridors will result in, on the one hand, the strengthening of city-states, and on the other hand, a strong intra-national and inter-regional competition. Trade corridors do not contain, as such, the resolution of the multiple issues presented by different urban groups represented in the development agenda. Trade corridors are not created to solve urban development problems, but to seek development opportunities.
The Agenda for Cities in a Corridor as Region Context
Countries in the region face a variety of actions to be taken related to sustainable cities and trade corridor development. The national agenda, to be replicated at the regional and municipal levels in an interactive and integrated process, includes:
 

1. Recognizing the position of the cities in relation to the trade corridors,
2. Identifying impacts and options,
3. Defining policies and strategic actions, and
4. Organizing resources for implementation.
 

The issue of recognizing the geographical position of the cities in the country is the first step. Using a categorization of cities related to trade corridors, a national analysis is needed of the present situation and the desirable outcome of trade corridor development, complemented by studies at the regional and local level. This analysis must include discussion of the issues related to the built environment, and the political, economic and social environment issues mentioned above. Out of this analysis, policy alternatives can be built around the three principal political themes in the hemisphere: strengthening democracies, free market trade and sustainable development.
Second, the circumstances in which the cities find themselves in terms of democratization, public participation, private sector investment, and public-private partnerships must be examined in order to generate and approve the strategic actions necessary to deal with the role of cities in trade corridor development. Special attention must be paid to the varying geographical contexts noted above for they present an expanded group of stakeholders in the discussions.
Policy and Strategic Action Agenda Items for Hemisphere
 · Mandates
The Plan of Action of the Summit Conference on Sustainable Development of the Americas (the Bolivia Summit) calls for implementation by the governments of several initiatives related to improved environmental management of economic and social infrastructure, and production and service functions, as well as reducing the vulnerability of infrastructure to natural hazards. These initiatives cover issues related to integrating natural disaster reduction into national development planning, promoting the establishment of construction codes, and the encouragement of the exchange of information and technical knowledge relating to natural disaster mitigation. Moreover, encouragement of the exchange of information and experiences regarding those issues pertaining to urban environments include sustainable transportation, environmental impact and safe sanitation practices. Also included in the issue of sustainable development are urban development plans and evaluation mechanisms for environmental impact. Furthermore, the Bolivia Summit calls for the cooperation by various agents in the development, strengthening and implementation of prevention programs in regards to contamination and regional plans of disaster mitigation. These initiatives relate to sustainable cities and trade corridor issues.
This same commitment is echoed in the Inter-American Program for Sustainable Development (PIDS) approved by the Inter-American Council for Integral Development (CIDI), through its Inter-American Commission on Sustainable Development (CIDS) of the Organization of American States. This commitment is also reflected in numerous resolutions adopted by the General Assembly of the Organization of American States and by CIDI and CIDS.
These actions are also reflected in the UN Agenda 21. The Plan of Action calls for international cooperation to accelerate sustainable development and international institutional arrangements. It also focuses on integrated approaches to land and water resource development, respectively. In addition it calls for organization of environmental information for integrated development planning and focuses on reducing the vulnerability of proposed investment projects and of existing economic and social infrastructure to natural hazards and the use of specific mitigation projects as part of integrated development programs.
· Critical Issues
Experience over the last three decades shows that policy and strategic actions related to urban areas are needed not only in the context of international river basins, and frontier and border areas, but now in the context of trade corridors. Activities related to these actions include: (1) developing and implementing a hemispheric plan for environmental management guidelines for road transportation corridors, (2) developing and implementing a Latin America program for vulnerability reduction of road corridors to natural hazards, (3) undertaking regional resource assessment and environmental zoning studies, (4) providing technical advise to international commissions for border area development, (5) assisting in the design of border area development plans, (6) assisting in the preparation of multinational investment proposals for international financing, (7) assisting in regional and national level natural hazards vulnerability studies based on the agriculture, energy and transportation sectors, and (8) facilitating implementation of natural resource conservation projects in frontier border areas involving extensive participation of local indigenous populations.
 · Proposed Future Activities
For the future, the following actions are identified to support the countries of the hemisphere as part of development activities related to sustainable cities in the context of the Pan American Highway System, the Amazon Basin and Central America frontier border areas, and international river basins in South America: 

1. Support to border area integrated environmental management and investment project identification in Central and South America. Activities of these types are a critical component of preparing, negotiating, and implementing production, transformation and market access actions leading to the creation of the Americas Free Trade Association (AFTA). 

2. Preparation of trade corridor analysis methods and tools focusing on the threshold of corridor feasibility, the limits to corridor capacity needed between now and the first quarter of the next century, and the criteria for assessing transportation corridor environmental impact on cities and natural resources. To that end, an initial group of five universities in the hemisphere have formed the PROCORREDOR consortium to develop and refine methods for trade corridor analysis that will support: (1) advising governments on trade corridor development, (2) consulting with the private sector on trade corridor investments, and (3) preparing the next generation of multi-sectoral, multi-disciplinary specialists to further trade corridor development. 

3. Technical cooperation coordination to trading blocks for vulnerability assessment of energy, transportation and water systems, and identification of investment projects as related to sustainable cities, including the Central America Common Market (CAM), the Andean Community (CAN) and MERCOSUR. 

4. Convene Latin American forums on trade corridor environmental assessments and investment in the energy, transportation and water resource sectors with participation from government planning finance, energy and transportation entities at the municipal and national levels; international private and public lending institutions; and NGOs. 

5. Convene a series of regional workshops on implementation of initiatives related to sustainable cities and trade corridors built around the trade agreements (MERCOSUR, Andean Community, and Central American Common Market) with the support of, among others, the United Nations Centre for Regional Development (UNCRD), International Decade for Natural Disaster Reduction (IDNDR), and the Pan American Health Organization (PAHO). 

6. Support national technical seminars on trade corridor development and natural hazard vulnerability reduction with participation of teams composed of municipal representatives representing energy, transportation, water and disaster management agencies, and lending institutions to be followed by regional meetings on technology transfer and horizontal cooperation for incremental integrated disaster mitigation. 

7. Explore financial support possibilities for additional research linking trade, economic growth and environmental technology issues directly related to corridor development. 

8. Convene a seminar on development of capital markets for financing needed transportation, energy and water infrastructure to support trade corridor development through integrated development investment plans. 

 

 

