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TRADE COSTS AND THE ECONOMIC FUNDAMENTALS OF THE INITIATIVE
FOR INTEGRATION OF REGIONAL INFRASTRUCTURE
IN SOUTH AMERICA (IIRSA)

Mauricio Mesquita Moreira*

In October 2000, the twelve countries of South America launched, a
multinational, multisectoral and multidisciplinary initiative, whose main
objective is to develop the region's infrastructure within a context of
environmental sustainability. Supported by the Inter-American Development
Bank (IDB), the Andean Development Corporation, and the Financial Fund for
the Development of the River Plate Basin, the Initiative is based on a hub
strategy and its action plan calls for (1) strengthening national investment
planning and coordination among countries, (2) standardizing and harmonizing
regulatory and institutional aspects and (3) developing a portfolio of projects that
encourage private sector participation and innovative financing schemes. This
paper revisits 1IRSA's economic fundamentals, looking at: the motivation behind
regional integration; the importance of transport versus policy related trade
costs; and the likely impact of the initiative on regional disparities and growth.

l. INTRODUCTION

In October 2000, the twelve countries of South America launched an unprecedented
multinational, multisectoral and multidisciplinary initiative, whose main objective is to develop
the region's infrastructure within a context of environmental sustainability. Supported by the
Inter-American Development Bank (IDB), the Andean Development Corporation, and the
Financial Fund for the Development of the River Plate Basin, the Initiative for Integration of
Regional Infrastructure in South America (IIRSA) is based on a hub strategy and its action plan
calls for (1) strengthening national investment planning and coordination among countries, (2)
standardizing and harmonizing regulatory and institutional aspects and (3) developing a portfolio
of projects that encourage private sector participation and innovative financing schemes. Four
years after its launching, IIRSA is getting to a critical stage. The twelve countries involved
agreed on focusing on 348 consensual projects, which amount to US$ 38 billion. Among those
projects, 31 will be implemented until 2010, amounting to US$ 6.4 billion.

The challenges of this major investment drive can hardly be underestimated and severely tests the
countries' ability to coordinate their efforts, to reconcile their national and regional agendas and,
above all, to raise and allocate resources within a scenario of high debt, low savings and tight
fiscal constraints. Multilateral institutions involved, particularly the IDB, will be also under

*  Senior Trade Economist, Integration and Regional Programs Department (INT), Inter-American Development Bank
(IDB). The author thanks Robert Devlin, Ricardo Carciofi and Milton Pina for their useful comments. The views
expressed in this paper are those of the author and do not necessarily represent those of the IDB or IDB policy.
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pressure to devise new and more flexible financial instruments that can be instrumental in
overcoming fiscal and operational hurdles. All these challenges suggest that the time is ripe for
revisiting the economic fundamentals of IIRSA. What is the rationale behind the initiative? What
are the likely impacts on trade and growth? What are the risks? If anything, IIRSA's success will
hinge on the governments and multilateral institutions' ability to offer sound and coherent
answers to these questions. This document aims to be instrumental in this effort.

This document is divided into five sections, including this introduction. It begins with a look at
the case for regional integration, particularly, for South-South Integration, which is IIRSA's
raison d'etre. It then moves on to discuss the relative importance of infrastructure and policy-
related trade costs. Section IV covers the impacts of infrastructure on regional disparities and the
links between infrastructure and growth. The final section sums up the main arguments and
discusses the rationale behind government intervention in infrastructure.



Contents

II. THE RATIONALE FOR SOUTH-SOUTH INTEGRATION
AND THE ROLE OF IIRSA

The case for 1IRSA goes beyond the need for infrastructure and is part of a broader case for
South-South integration as a tool to promote higher productivity, equity and growth. As it is well
known, Latin America and the Caribbean (LAC), in a quest to resume sustainable growth, have
embarked on a comprehensive process of trade liberalization since the 1990s, which involved
unilateral, multilateral and regional initiatives (IDB [2002]). The rationale behind the regional
initiatives is to (1) move faster than it would be possible in complex multilateral negotiations, (2)
avoid the asymmetries of market access involved in unilateral liberalizations and (3) gather size
and experience to maximize the benefits and minimize the costs of worldwide integration.

Even though both the North-South and South-South agreements that have been proliferating in
the region serve these objectives, the latter, given the implicit lower asymmetries of size and
technology, involve lower risks of major import dislocations for the smaller, less developed
partners. One can then argue that, apart from geopolitical considerations and the standard gains
from trade, the main motivation behind South-South agreements is to achieve greater integration
while overcoming some of the disadvantages of small size and technology.

In a world economy where economies of scale are rife, by getting together, these countries could
offer their firms an enlarged domestic market, helping them to compete against their considerable
larger and more knowledgeable counterparts in the developed world. A larger domestic market
would help not only by increasing local firms' production runs, which would reduce average costs
and expedite learning, but also by creating the conditions for the development of a broader
network of suppliers. The point here is that the division of labor depends on the size of the
market. Given that most intermediate good industries have economies of scale, their development
depend on production runs achieving a minimum scale, which in turn, depend on the size of the
market. Therefore, large markets are bound to have more local suppliers whose interaction and
proximity with final good producers tends to generate higher productivity and lower costs.

This motivation, though, cannot be translated into something meaningful if the flow of goods and
services are hampered by high trade costs driven either by lingering tariff and non-tariff barriers or by
a precarious infrastructure. The more so because South-South agreements in the region, even as
ambitious as the one envisaged by the South American Community of Nations (SACN), tend to form
markets that are still small vis-a-vis countries and trade blocs in the North or even in developing Asia.
For instance, the Gross Domestic Product (GDP) of the SACN, which would integrate the whole
South America, is just 9% of that of the US and roughly 70% of China's GDP (WDI [2003] data). The
corollary of this limitation is that agreements of this type cannot afford to live with imperfect free
trade zones or a precarious infrastructure. High trade costs can render the scale gains irrelevant.

Evidence available suggests that, despite considerable progress made in the last decade, intraregional
trade in South America is still relativity low. It rose from 8% in 1990 to 14% in 1998, only to fall to
12% in 2004, after a number of crises in Brazil, Argentina and Venezuela. To put these figures into
perspective (Figure 1), in 2004, intraregional trade in the EU-15 was 42% and in East Asia, 18%,
despite the low number of formal trade agreements in the latter region. These figure suggest that
South-South agreements in South America are still far from realizing all the potential scale gains from



deeper integration and this seems to be rooted in two main gaps. The first one is institutional. Sub-
regional blocs such as Mercado Comun del Sur (MERCOSUR) and the Andean Community
(Comunidad Andina de Naciones - CAN) are still imperfect free trade zones (see INTAL Sub-
Regional Integration Reports) and imperfect custom unions and only recently (October 2004) a
limited trade agreement between the two sub-regions came into force. The second gap is in
infrastructure. The region suffers from a substantial deficit of infrastructure, which, in conjunction
with other trade costs imposed by tariff and non-tariff barriers, conspires to limit trade flows.

FIGURE 1
INTRAREGIONAL TRADE 1990-2004
(% of total trade)
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Source: Commodity Trade Statistics (COMTRADE).

It is exactly in this second gap that initiatives such as IIRSA can play a major role. For both
historical and geographical reasons, infrastructure has always been a major impediment to
intraregional trade in South America. During the colonial days, natural resource exploitation and
legal impediments restricted trade mainly to Europe and this was reflected in the infrastructure
then built, which served mainly extraregional trade. The fact that the colonies were separated by
the Andes and by the Amazon forest was not helpful either. This picture suffered little change in
the first century after independence since most economies in the region remained specialized in
natural resources, with little to trade among them. Industrialization by import substitution in the
second half of the last century changed the economic structure and therefore, the opportunities to
trade, yet the protectionism implicit in the inward looking strategy, despite the rhetoric of
regional integration, left little chance for closer trade ties and, therefore, little incentive to invest
in intraregional infrastructure.

The crisis of the import substitution strategy in the early 1980s and the ensuing trade
liberalization opened new opportunities for regional integration and the boom in intraregional
trade that followed exposed very clearly the bottlenecks in infrastructure. Yet, the fiscal
consequences of the crisis, which are still felt these days, imposed tight budget constraints for



most regional governments, and left little room for public investment in infrastructure. These
fiscal constraints alongside efficiency considerations led the region to privatize utilities, ports and
roads in a bid to attract private investment. Privatization did improve efficiency in most countries
(see for example, Chong [2004] and World Bank [2004]) and boosted private investment
particularly in telecommunications, but, as shown in Figure 2, this was not enough to compensate
the drastic and overall fall in public investment.* The limited flow of private investment is likely
to be rooted in many circumstantial causes such as the region's macroeconomic volatility,
regulatory missteps and a deteriorating global market for private financing of infrastructure
assets. Yet, given the importance of externalities in infrastructure projects (Prud’homme [2004]),
particularly in those that involve several countries, it is hardly surprising that the private sector
did not make up for the public investment retrenchment.

FIGURE 2
INVESTMENT IN INFRASTRUCTURE BY MAJOR SOUTH AMERICAN COUNTRIES 1980-2001
(GDP weigthed average, % of GDP)
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Source: Data from Calderén and Servén [2003].

Whatever the causes, the fact is that the underinvestment of the last two decades has aggravated the
region's infrastructure deficit, further undermining both the quality and availability of the
infrastructure services. As show in Calderon and Servén [2003], whereas in 1980 most countries in
the region had infrastructure stocks (telephones, roads and electricity) above the "international norm",
that is, above what would be predicted by their per capita income, the situation was mainly reversed
in 2000 (with the exception of telecommunications), with the majority of countries having stocks
below the "norm"”. Transport, a key element of trade costs, is exactly where the situation is more
difficult. For instance, in road transport, which accounts for the bulk of intraregional trade for most
South American countries (Figure 3), the region lags well behind East Asia and the industrial
countries (Figure 4). In maritime freight, things do not look good either. Table 1 shows that transit
times through Brazil's ports (that is, the total time needed for cargo to pass through the port, from ship
call to port exit gate) are well above those in developing Asia.

' Colombia and Chile are the only exceptions to this trend.



TABLE 1
PORT TRANSIT TIMES COMPARED

(days)
Brazil China India Malaysia

Imports

Average 13.8 7.5 10.4 34
Longest 324 12.2 21.6 74
Exports

Average 8.4 55 51 2.6
Longest 16.9 8.1 9.3 51

Source: World Bank, Investment Climate Assessments 2004.
FIGURE 3

SHARE OF ROAD TRANSPORT IN INTRAREGIONAL TRADE
(South America 2000 - %)
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FIGURE 4
ROADS PAVED
(Percentage of total roads)
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This worrying picture is also captured by the quality indicators of the Global Competitiveness
Report 2003/2004 (Figure 5), where, rail and ports, which generally represent the two most
cost efficient modes of transportation, performing badly in all countries of the region (roads
are not part of the survey).

The quality and efficiency problems are compounded by South America's choice of transport
modes. As Batista da Silva ([1996] p. 19) put it "in emphasizing roads over rail, river and costal
logistics systems, these countries have selected the most expensive as well as the least
environmental friendly option for their infrastructure system”. In Brazil, for instance, where roads
respond for more than 90 % of transport costs, avoidable logistic costs by means of a more cost-
effective use of multimodal transport, "were adding more than US$ 1.2 billion per year to the
costs of external trade and at least US$ 1.3 billion per year to the costs of domestic interregional
trade in corridors with available rail services” (World Bank [2004] p.18).

In Argentina, the excessive costs of a road-based transport system can be gauged by estimates,
which, in 1999, put road, rail and fluvial freight at respectively at US$ 13, US$ 10.5 and US$ 5
per ton (Thomson et al [2003]). Estimates for truck and maritime freights between Brazil's
northeast and Uruguay and Argentina (Figure 6) also suggest that by fostering multimodal
transport, IIRSA can help the region not only to fill the infrastructure gap, but also make sure that
this gap is filled in a more cost-effective faction.



FIGURE 5
INFRASTRUCTURE QUALITY
(Survey scores)
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FIGURE 6
FREIGTH COSTS IN MERCOSUR
(Brazil's northeast, Uruguay and Argentina 2000 -R$/ton)
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The importance of overcoming South America’'s infrastructure deficit and eliminating its bias towards
extraregional trade and road transportation goes beyond maximizing the benefits of integration. It can
also play an important role in minimizing the risks that are common to South-South integration. In a
group of countries with similar technology and resource endowments, integration can lead to the
agglomeration of economic activities and, therefore, to an uneven distribution of benefits. Even
though agglomeration can boost efficiency and raise income levels for the region as a whole, a sharp
increase in regional disparities can lead to a political backlash, which, in turn, can halt or even reverse
the process of integration. These politically undesirable effects can be mitigated by the use of fiscal
and financial incentives, but above all by making sure that all countries in the region have good
access to infrastructure. Section 1V discusses this issue in more detail.
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I11. INFRASTRUCTURE AND POLICY-RELATED TRADE COSTS

South America's move towards multilateral, unilateral and preferential trade liberalization has gone a
long way towards bringing down policy-related trade costs such as tariff and non-tariff measures
(IDB [2002]). Even though this process has fallen well short of creating a fully-fledged free trade
zone in the region, the precarious conditions of the infrastructure suggest that the progress towards
reducing transport costs has been far more modest. In fact, one can argue that countries may have
more to gain from supporting an initiative such as IIRSA, than from perfecting their preferential trade
agreements. That is, governments may be well advised to move away from an integration strategy
that has so far been almost exclusively based on formal trade agreements, to a strategy that reflects
more accurately the importance of the obstacles that lie, literally, on the ground. But how important
are transport costs? To what extent they reflect deficiencies in the infrastructure as opposed to
distance? How they measure up against tariff and non-tariff costs?

FIGURE 7
FREIGHT RATES
(Trade weighted over all partners - 1994)
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These are all very important empirical questions and to answer them rigorously would involve time
and data requirements that are well beyond the scope of this document. It is possible, though, with
the help of the literature and readily available data, to have a rough estimate of the orders of
magnitude involved. Hummels [1999], for instance, estimates freight costs for all trade partners of
Chile and MERCOSUR countries, using 1994 import data from the Asociacion Latinoamericana
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de Integracion (ALADI). As the author warns, it is somewhat tricky to compare freight rates across
countries because of difference in valuation, and it is certainly even more complicated to use them
to draw conclusions about the quality of the infrastructure because of differences in geography and
direction, scale and patterns of trade. Yet, the results are useful to pinpoint an order of magnitude
for transport costs and, as can be seen (Figure 7), it ranges from 4.6% in Uruguay to 13.3% in
landlocked Paraguay, with Brazil and Argentina occupying the middle ground.

Amjadi and Winters [1997], using the same ALADI database, but including insurance in their
calculations, look at transport among MERCOSUR countries plus Chile and between these
countries and the rest of the world (Table 2). The advantages of proximity are evident in the lower
transports costs of intraregional versus extra-regional trade, and, as in Hummel's paper, Paraguay
appears with the highest transport costs in the subregion, be that in the intra or extraregional trade.

TABLE 2
AVERAGE TRANSPORTATION COSTS ON IMPORTS TO MERCOSUR COUNTRIES AND CHILE
(1993 - %)

Exporter Argentina Brazil Paraguay Uruguay Chile
MERCOSUR 6.2 5.6 10.8 2.6 8.9
cR:ﬁﬁ;)of the World (except 12.3 122 297 14.0 127
Argentina - 6 12.2 2.4 8.3
Brazil 6.7 3.3 9.2
Paraguay 6.3 2.6 49 10.9
Uruguay 46 6.2 16.2 16.1
Chile 8.1 10.7 14.5 8.0
Europe 11.3 12.4 18.8 12.5 13.2
US-Canada 14.5 15.4 23.8 12.1 12.5
Asia 16.8 19.3 25.5 16.2 14.9

Note: Freight Rates as a percentage of imports. Weighted averages using imports from MERCOSUR as weights. Includes Insurance.

Source: Amjadi and Winters [1997].

Thomson, Sanchez and Bull [2003] using import data from an Economic Commission for Latin
America and the Caribbean (ECLAC) database have also tried to measure transport costs in
South America, but covering a more recent year -2001-. Their results (Figure 8) are in the same
ballpark as Hummels', but they generally suggest somewhat lower freight expenses, particularly
because, unlike Hummels', they include insurance costs. It is also worth noting that in all studies
Paraguay came out as the country with the highest freight costs and seems to be paying a higher
price for being landlocked than Bolivia. For the other countries, the ranking changes
significantly, but Uruguay remains among the countries with the lowest freight costs.
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FIGURE 8
FREIGHT AND INSURANCE COSTS AS A % OF IMPORTS
(All partners for selected South American countries - 2001)
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Other studies such as Micco and Perez [2001] and Clark, Dollar and Micco [2004] use trade
mirror data to calculate freight costs, an approach that, as the authors themselves acknowledge, is
plagued by differences in concept and measurement.”? The results, though, are not that much
different from Hummels' and Thomson (op. cit). In their calculations freight cost represented
5.25% of world imports, whereas for Latin America and Latin America excluding Mexico (whose
results are affected by the proximity with the US) the same figure would stand at 7 and 8.3%,
respectively (compared to 8% for Asia and 11.5% for Africa).

These figures, with perhaps the exception of Paraguay, may seem low, yet there are a number of
issues that suggest that they are underestimating the magnitude and impact of transport costs. First,
as Hummels (op. cit p. 5) put it "aggregate freight expenditures are low because import choices are
made to minimize transport costs". This is supported by the fact that trade weighted freight rates are
usually at the low end of a wide range of observed rates. Second, even if trade weighted rates are
taken at their face value, they tend to be higher than the preferential tariffs applied for most of
South American intraregional trade. And third, econometric estimates suggest that trade flows are in
fact quite sensitive to changes in transport costs. For instance, Limdo and Venables [2001] found
that a 10 percentage point increase in transport costs typically reduces trade volumes by
approximately 20%. Likewise Clark, Dollar and Micco (op. cit) estimated that a reduction in

2 Trade mirror data use import Cost, Insurance and Freight (CIF) and export Free on Board (FOB) values to

calculate freight rates.
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country inefficiencies associated to transport costs from the 25™ to 75" percentiles (the higher the
percentile the greater is the efficiency) imply an increase in bilateral trade of around 25%.

A closer look at freight and tariff data for the largest country in the region -Brazil- reinforces
some of these points. The data is from Brazil's Internal Revenue Service (Receita Federal) and
covers imports from all South American countries that are members of ALADI.? Data includes
freight and insurances charges (separately), mode of transport and port of entry. Apart from
geography, and trade pattern and volume, the data reflects infrastructure conditions in both Brazil
and its South American partners.

As can be seen in Figure 9, the weighted average freight rate is 6.8%, but the simple average jumps to
18.6, underscoring the argument made above that trade weighted freight rates tend to underestimate
transport costs, being the result of a cost minimizing exercise. It is also evident that freight rates are
higher than actual tariff rates (tariff revenue divided by the value of imports), particularly when
weights (FOB import value) are used. As in the case of transport costs, the difference between the
weighted and simple tariffs reflects not only comparative advantages, but also changes in trade flows
imposed by trade costs -in this case protection-. The high simple average tariff is a powerful reminder
of the limits of trade liberalization in the region, but the fact that freight rates are higher corroborates
the point made earlier that transport costs these days are a bigger impediment to trade than trade
policies, and therefore, one needs a more balance approached to integration.

FIGURE 9
FREIGHT AND ACTUAL TARIFF RATES FOR BRAZIL'S IMPORTS FROM SOUTH AMERICA
(Simple and weighted average - 2004)
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Figure 10 gives an overview of the differences between freight and tariffs across commodities at
the 2-digit Standard International Trade Classification (SITC) level, ordered roughly by their
degree of industrialization. The results show that freight rates are higher than tariff rates for most
sectors, but the difference tends to decline as one moves from less to more industrialized goods.
The fact that commodities have higher transport costs is not something specific to South America
or to Brazil, but the tariff escalation that characterizes Brazil's tariff schedule, and MERCOSUR
common external tariff for that matter, also plays a relevant part in this declining trend.

FIGURE 10
DIFFERENCE BETWEEN FREIGHT AND ACTUAL TARIFF RATES*
(Brazil 2004. SITC 2 digits. Weighted average)
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Source: Own calculation with data from Receita Federal, Brazil.

Figure 11 and 12 look at freight and tariff rates across countries. As mentioned earlier, it is
difficult to compare freight rates across countries because of differences in geography and trade
patterns, but the results confirm the dominance of transport over trade policy costs for all the
countries in the region. This dominance is particularly high in the case of Bolivia, Venezuela and
Argentina, but, again, the results change significantly when the weights are dropped. In this case,
transport costs remain dominant for all countries except for Uruguay (despite MERCOSUR!) and
Venezuela, but both transport and tariff costs are much higher suggesting there is a good deal of
work to be done in both fronts, even in the more integrated MERCOSUR.

15



FIGURE 11
FREIGHT AND ACTUAL TARIFF AS A % OF IMPORTS TO BRAZIL
(South America 2004. Weighted average)
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FIGURE 12
FREIGHT AND ACTUAL TARIFF AS A % OF IMPORTS TO BRAZIL
(South America 2004. Simple average)
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In other to reduce the influence of different patterns of trade in the cross-country results, Figures
13 to 16 examine freight and tariff rates by broad economic categories. Figure 13 look at
MERCOSUR plus Chile and show that for MERCOSUR countries both freight and tariff rates,
when weighted by imports, are low by any standards, but it also shows that freight rates are the
dominant cost for all category of goods except for capital goods in Paraguay and Uruguay. Since
these countries are not significant producers of capital goods, these tariff peaks probably reflect
inputs that do not comply with MERCOSUR's rules of origin restrictions. For not being a full
member of MERCOSUR, Chile has higher tariff costs which top freight costs in most categories
apart from industrial supplies and fuels. The simple averages, shown in Figure 14, reveal a
somewhat different picture for the subregion, where both freight and tariff rates are higher,
reaching a level which seems to be excessive by international standards, particularly given the
countries' proximity and integration process. Tariff rates tend to be the dominant trade cost for
capital, transport and consumer goods.

FIGURE 13
FREIGHT AND ACTUAL TARIFFS AS A % OF IMPORTS TO BRAZIL
(MERCOSUR and Chile. Trade weighted)
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In the case of the CAN (Figures 15 and 16), distance, Brazil's tariff escalation and the lack of a
fully implemented trade agreement seem to play a strong part in a scenario where most countries
have higher tariff than transport costs in capital goods, transport equipment and consumer goods,
even when weights are used. Unlike MERCOSUR where the most promising integration gains
seems to be in reducing transport costs, with the Andean community the agenda appears to be
more balanced, with further trade liberalization also promising sizeable gains.
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FIGURE 14
FREIGHT AND ACTUAL TARIFFS AS A % OF IMPORTS TO BRAZIL
(MERCOSUR and Chile. Simple average)
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Note: 1=Food, 2=Industrial supplies, 3=Fuels, 4=Capital goods, 5=Transport equip, 6=Consumer goods.

Source: Receita Federal, Brazil.

FIGURE 15
FREIGHT AND ACTUAL TARIFFS AS A % OF IMPORTS TO BRAZIL
(CAN. Trade weighted)
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Note: 1=Food, 2=Industrial supplies, 3=Fuels, 4=Capital goods, 5=Transport equip, 6=Consumer goods.
Source: Receita Federal, Brazil.
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FIGURE 16
FREIGHT AND ACTUAL TARIFFS AS A % OF IMPORTS TO BRAZIL
(CAN. Simple average)
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Note: 1=Food, 2=Industrial supplies, 3=Fuels, 4=Capital goods, 5=Transport equip, 6=Consumer goods.

Source: Receita Federal, Brazil.

To gather further insights on transport costs in the region, Figures 17 to 20 look at freight costs by
transport mode across Brazil's South American trade partners. Figure 17 reveals the transport mix
by country. Road transportation plays a major roll in imports coming from MERCOSUR countries
and Chile, particularly in Uruguay and Paraguay where it responds for more than 60% of total
imports. Maritime freight is also important, particularly for goods coming from Argentina and
Chile, but the shares of the other modes are very limited despite the geographical (fluvial) and cost
advantages. In imports coming from the CAN, maritime freight is by far the dominant mode of
transportation, with air transport coming as a distant second. The exception is Bolivia, which
exports mainly natural gas to Brazil via a pipeline and is landlocked. The predominance of
maritime transport in the CAN is not surprising giving the distances between these countries and
Brazil's major markets, yet one wonders if the lack of infrastructure is not also holding back other
modes of transportations, particularly with regard to trade with Brazil's North and Central regions.

Figure 18 goes one step further and compares freight costs by transport mode and broad
economic categories (BEC) for imports coming from MERCOSUR and Chile. As expected,
airfreight tends to be the most expensive transport alternative for most categories and for most
countries, whereas road freight is the cheapest. Yet it is worth noting that there is no clear inverse
correlation between transport mode shares of total imports and freight costs (Figure 19).
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FIGURE 17
TRANSPORTATION MODE OF FRAZIL'S IMPORTS
(South America 2004 - %)
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Source: Receita Federal, Brazil.

FIGURE 18
FREIGHT RATES OF BRAZIL'S IMPORTS BY TRANSPORT MODE
(MERCOSUR and Chile 2004 - %)
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Note: 1=Food, 2=Industrial supplies, 3=Fuels, 4=Capital goods, 5=Transport equip, 6=Consumer goods.
Source: Own calculation with data from Receita Federal, Brazil.
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For instance, in the case of Argentina, maritime freight accounts for 64% of total imports of food
and yet its average freight rate is just a fraction cheaper than airfreight, which accounts for less
than 1% of shipments. Likewise, even though rail freight appears to be the cheapest alternative
for importing food, it accounts for only 1% of total imports. Given that there are a number of
variable that cannot be observed (for example, quality and duration of the shipment), it would be
inappropriate to draw strong conclusions, yet one of the reasons behind these results might be a
transport cost minimization constrained by the lack of appropriate infrastructure.

Figure 19 presents the facts for the CAN and the same patterns emerge, with clear signs that there
might be room for lower transport costs with improvements in the infrastructure and with the
selection of a more costs effective transport mix (Figure 20).

In sum, partial estimates of transport and tariff costs in South America, taking Brazil as a hub,
reveal that the former are in general higher than the latter. Clearly, there still work to be done in
terms of reducing tariffs, particularly in manufacturing trade and in trade between MERCOSUR
and the CAN, but the estimates do not warrant an exclusive focus on trade agreements. A more
balanced approach, which takes into account the importance of transport costs, is more likely to
produce a deeper integration. When taken at face value, transport costs seem relatively small, yet
their actual impact is much higher because observed data already reflects an attempt by the
private sector to minimize those costs.

FIGURE 19
FREIGHT RATES OF BRAZIL'S IMPORTS BY TRANSPORT MODE
(CAN. Trade weighted. 2004 - %)
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Source: Receita Federal.
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FIGURE 20
CORRELATION BETWEEN FREIGHT RATES AND TRANSPORTATION MODES
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IV. THE IMPACT OF IIRSA ON REGIONAL DISPARITIES AND GROWTH

IIRSA's primary goal is to develop South America's infrastructure and deepen regional integration.
Yet one cannot loose sight of the initiative's impact on the countries’ ultimate goals to reduce
regional disparities and promote sustainable growth. This section takes stock of the links between
infrastructure, regional development and growth, reviewing the theoretical and empirical literature.

A. The Regional Issue

Starting with regional development, it is well known that Latin America, in general, and South
America, in particular, have serious regional disparities, with some of them being aggravated by
trade liberalization. In Mexico, for instance, the benefits of North American Free Trade
Agreement (NAFTA) were mainly felt in the Northern border region, which helped to increase
the income gap vis-a-vis the South (Chiquiar [2005] pp. 257-277) and in Brazil, MERCOSUR
has mainly benefited the South and Southeast regions, with little impact in the other, less
privileged areas of the country (Haddad, Dominguez and Perobelli [2002]). It is also clear that
exports in most countries are heavily concentrated on particular regions, a pattern that is not
conducive to a smooth distribution of integration gains. In Chile, for instance, 3 out of 13 regions
(Antofagasta, Metropolitana and Bio Bio) account for more than 50% of total exports.

Economic theory, particularly from an economic geography point of view, acknowledges the risk
of a negative impact of integration, regional or otherwise, on regional disparities. For instance,
Venables [2005] points out four mechanisms through which integration my lead to a widening
regional income gap: (1) trade liberalization may promote factor price divergence by lowering the
returns of human and physical capital and promoting capital flight in some regions; (2) the costs
and benefits of trade diversion in preferential liberalizations may be unevenly distributed,
imposing income losses for the more disadvantaged regions; (3) "locations with good market
access will tend to attract firms, and this can be a cause of disparity” (p. 3); and, (4) because of
cumulative causation mechanisms, associated with economies of agglomeration, regional
integration may lead to concentration of activity on established centers. Note that these forces
may drive not only within-country, but also between-countries disparities.

One could argue that increases in regional disparities triggered by integration are part of process
that makes the whole economy more efficient. Spatial concentration of industries may lead to
externalities due to technological spillovers, labor market pooling and input sharing, raising
overall productivity. If labor is free to move, there might be adjustment costs, but the country or
the region as whole will be better off.

The problem with this argument is threefold: it overlooks the difficulties of the political economy
of integration -political forces of the constituencies or countries that loose activities are not likely
to be so high minded as to think just in terms of the overall welfare-. Second, in South America,
spatial changes brought about by integration take place in an environment already marked by
high level of disparities both within and between countries, so, if, indeed, integration deepens
these disparities, it can make an already uneasy political situation unsustainable, endangering not
only integration, but also the social stability of the region. This risk is all the more relevant
because most agreements in the region do not allow for free movement of labor. Finally, the all
too common mega-cities in the region suggest that there may be little to gain by further
concentrating economic activities. In fact, given the extreme problems of congestion, pollution
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and housing shortage of South American mega-cities, concentration seem to have gone beyond the
socially optimal level, that is, beyond the level that would maximize agglomeration economies.

It seems justified, then, that South American policymakers take the risks of greater spatial inequality
very seriously and consider the policy options available to prevent it altogether or avoid its
consequences. Unfortunately there are very few policy experiences to draw relevant lessons. The
most relevant case is that of the European Union, where governments have taken a very proactive
stance to promote economic convergence, mainly via the use grants to the less developed regions and
countries. The results so far has been mixed. Between-country disparities were drastically reduced,
but it is not clear what was the role played by the so-called structural and cohesion funds (Sapir
[2003]). Moreover, within-country disparities had a noticeable increase (Puga [2002] pp. 373-406).

There seems to be, though, a growing consensus among analysts that investment in infrastructure
may be a powerful tool to, at the very minimum, level the regions and countries' access to the
gains of trade. Venables (op. cit), for one, argues that disparities are more likely to develop at
intermediate levels of integration. That is, a situation where trade costs are not high enough to
prevent trade altogether, but are high enough to stop countries from reaping the full benefits of
integration. The rationale is that low trade costs increase the number of tradable goods, giving
regions and countries more options to allocate their resources efficiently and export.

If that is really the case -more empirical research is needed to corroborate this argument-
increasing and leveling the stock and the quality of South America's infrastructure can make a
significant contribution to mitigate regional disparities. As discussed in the previous section,
transport costs seem to be today, for most of South America, higher or as high as tariff costs. This
point is also underscored by Behrens [2004], whose theoretical simulations suggest that
transportation infrastructure "plays a crucial role in determining whether economic integration
leads to more or less inequality within a country” (p. 4).

Both Venables and Behrens raise, however, an important caveat. Lower transport costs, as in the case
of tariffs, may also widen disparities, since it makes easier to supply several markets from just one
location and may encourage skilled labor to leave. Yet, judging by experiences such as that of Mexico
with NAFTA and Brazil with MERCOSUR, where proximity (that is, low transport costs) made the
difference in terms of regional impacts, one could argue that a well developed infrastructure may not
be sufficient to ensure a smooth distribution of integration gains, but it clear seems to be a necessary
condition. More to the point, it is positive impact may be assured by other policy initiatives involving
fiscal and financial incentives designed to trigger development in the less privileged regions.

B. Growth Links

As two analysts put it "that infrastructure accumulation may promote growth is hardly news for
developing country policymakers" (Calderén and Servén [2004b]). This seems to be particularly
the case for Latin American policymakers, who are experiencing firsthand the devastating impact
of growing infrastructure bottlenecks, the product of decades of declining investment (see Section
I1). But what is the theory behind this intuition?

The literature discusses a number of channels through which investment in infrastructure may promote

growth, among them: (1) cost reduction of intermediate inputs (for example, transport, electricity and
water), raising profitability, investment and therefore growth; (2) higher productivity of labor (for
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example, better health, less time in non-productive activities, better access to information) and capital
(allowing for example, the use of electrical machinery) (Kessides [1993]); (3) trade-related gains fueled
by lower transport costs; and (4) market enlargement effects, which raise productivity via greater
competition, specialization and economies of scale (Prud’homme [2004]).

All these channels are relevant motivations for an initiative such as IIRSA, but it is in market
enlargement that it can make a distinct contribution. By repairing a historical infrastructure bias
against intraregional trade and therefore creating the conditions for an integrated market in South
America, IIRSA can make a contribution to growth that would go beyond any other national
infrastructure project in the region. But how large can this contribution be?

A precise answer to this question is beyond the scope of this document, but there is a growing
empirical literature that suggests that the impact of infrastructure on growth can be fairly large. For
instance, Calder6n and Servén [2003] argue that the "infrastructure slowdown" of the last two
decades would account for as much as one third of the difference in growth performance between
East Asia and Latin America. Calderén and Servén [2004b] also suggest a substantial growth payoff
from infrastructure development. Their estimates reveal, for instance, that if a country such as Peru
were to raise its infrastructure to the level of Costa Rica (the leader in the region), its growth rate
would rise by a hefty 3.5 percentage points. Other studies for other regions also point to a high rate of
return for infrastructure investment, although estimates vary widely (see for example, Gramlich
[1994] pp. 1176-1196). Note that since these estimates are all done at the national level, they do not
take into account the potential market enlargement effects of a regional initiative such as IIRSA.

True, these results have to be taken with a pinch of salt because of methodological and data issues
(see, for example, Prud’homme [2004]). For instance, there are the simultaneity (growth can lead
to infrastructure investment and vice-versa), valuation (how to input value to infrastructure
stocks) and usage (what matters is not the stock available, used by most studies, but how much it
is been used) problems, which researchers try to control for, but have not been able, so far, to
completely eliminate possible distortions. These difficulties in measurement suggest that caution
should be exercised in interpreting this literature, but infrastructure bottlenecks in South America
are so evident and pressing that the relative weakness of the empirical results seems to take little
away from the case for a "big push” in infrastructure, particularly at the regional level.

To argue that IIRSA is likely to have a substantial growth payoff does not imply arguing that any
project would generate high returns or that investments in infrastructure should be pursued at any
cost. The general need for infrastructure neither exempt projects from being submitted to a
rigorous cost benefit analysis, nor exempt countries from respecting their fiscal, macroeconomic
and environmental constrains.* Countries should look for sustainable ways to fund and finance
their infrastructure, otherwise the costs in terms of macroeconomic imbalances, as the region
knows all too well, would clearly outweigh any potential growth benefits. That is perhaps
IIRSA's major challenge: to reconcile badly needed infrastructure investments with South
America's hard pressing fiscal and financial constraints.

*  See Tanzi [2005] for the risks of ignoring those constraints.
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V.  FINAL REMARKS

IIRSA is an unprecedented multi-billion dollar regional initiative, which aims to develop
infrastructure in South America. The economic motivation is clear and goes beyond the standard case
for infrastructure. 1IRSA is part of strategy to promote South-South integration as a means to reap the
growth benefits of worldwide integration, while overcoming some of the disadvantages of small size
and technology. Within this strategy, IIRSA is set to play a major role in creating a fully integrated
regional market, ensuring that the potential scale and learning gains from deeper integration are fully
realized and not held back by high trade costs, rooted in a faulty or even inexistent infrastructure.

The importance of this role is underlined by the poor conditions of infrastructure in the region,
whose never so satisfactory services and whose historical bias against intraregional trade became
even worse after decades of underinvestment. Estimates of transport and tariff costs in South
America reveal that the former are in general higher than the latter, and even though they seem
relatively small, the potential gains implicit in their reduction tends to be much higher. This is
because the observed data already reflects an attempt by the private sector to minimize those costs.
The growing importance of transport costs call into question the emphasis that has been given so
far to formal trade agreements at the expense of the infrastructure components of trade costs.

IIRSA's role in developing an integrated South American market has also important direct
implications for regional development and growth. There seems to be a growing consensus
among analysts that infrastructure may be a powerful tool to reduce regional disparities or, at
the very least, to prevent trade from aggravate them. Likewise, a number of empirical studies
suggest that the growth payoff from investment in infrastructure, particularly in the South
America, tend to be high, a key result for a region which have been, with a few exceptions,
struggling to resume a path of sustainable growth.

IIRSA also makes an important point in terms of the importance of bringing the state back to
coordinate, fund and finance investments in infrastructure. Even though the privatization of
utilities have brought substantial benefits to sectors such as telecommunications, it seems clear
that technological changes have neither eliminated the public good nature of most infrastructure
services, nor dealt with externalities in their production and use. The slump in the overall
investment in infrastructure in the last decades seems to corroborate this point, although one has
also to factor in the volatile macroeconomic environment that prevailed in most South America.
Bringing the state back, though, is easier said than done, particularly due to the stringent fiscal
constraints that affect the region. Public and private partnerships (PPP) seems to be a interesting
way to reconcile the need for state coordination and intervention with its lack of funds and its
management limitations. Chile's successful experience for instance illustrates this point. Yet, the
contractual intricacies of the PPPs (Harris [2004]) and sheer amount of resources needed to meet
IIRSA ambitious goals call for more direct government involvement. It is up then to the
governments to meet this challenge and to find a way to channel resources into an initiative
which may be risky but that offers the perspective of a high growth payoff.

27






Contents

REFERENCES

AMIADI, AZITAAND L. ALAN WINTERS. Transport Costs and Natural Integration in MERCOSUR.
World Bank Policy Research Working Paper N° WPS 1742, 1997.

BATISTA DA SILVA, ELIEZER. Infrastructure for Sustainable Development and Integration in South
America. BSCD Latin America and CAF. 1996.

BEHRENS, KRISTIAN. "International Integration and Regional Inequalities: How Important is
National Infrastructure?" Manuscript. Université Catholique de Louvain. 2004.

CALDERON, CESAR AND LuUIS SERVEN. "The Output Cost of Latin America's Infrastructure Gap",
in: Easterly, W. and L. Servén (eds.). In The Limits of Stabilization: Infrastructure, Public Deficits
and Growth in Latin America. Stanford University Press for the World Bank. 2003.

."Trends in Infrastructure in Latin America, 1980-2001". Manuscript. World Bank. 2004a.

. The Effects of Infrastructure Development on Growth and Income Distribution. World
Bank Policy Research Working Paper N° WPS 3400. 2004b.

CHIQUIAR, DANIEL. "Why Mexico's Regional Income Convergence Broke Down", in: Journal of
Development Economics N° 77. 2005.

CHONG, ALBERTO. "Privatization in Latin America: A Review of the Evidence", in: Juan
Benavides (ed.). Recouping Infrastructure Investment in Latin America and the Caribbean.
Washington: IDB. 2004.

CLARK, XIMENA; DAvID DOLLAR AND ALEJANDRO Micco. Port Efficiency, Maritime Transport
Costs and Bilateral Trade. NBER Working Paper N° 10353. 2004.

GRAMLICH, EDWARD. “Infrastructure Investment: A Review Essay", in: Journal of Economic
Literature, Vol. XXXII N° 3. 1994,

HADDAD, EDUARDO; EDSON P. DOMINGUEZ AND FERNANDO S. PEROBELLI. Regional Aspects of
Brazil Trade Policy. INTAL-ITD-STA Occasional Paper N° 18. Buenos Aires: IDB-INTAL. 2002.

HARRIS, STEPHEN. "Public-Private Partnerships: Delivering Better Infrastructure Services", in:
Juan Benavides (ed.). Recouping Infrastructure Investment in Latin America and the Caribbean.
Washington: IDB. 2004.

HUMMELS, DAvID. "Towards a Geography of Trade Costs". Manuscript. Chicago: University of
Chicago. 1999.

INTER-AMERICAN DEVELOPMENT BANK (IDB). Beyond Borders: The New Regionalism in Latin
America. Washington: IDB. 2002.



INITIATIVE FOR THE INTEGRATION OF REGIONAL INFRASTRUCTURE IN SOUTH AMERICA (IIRSA).
"Estudio del cabotaje maritimo en Sudamérica”. Manuscript. 2002.

. "Facilitacion del transporte en los pasos de frontera de Sudamérica". Manuscript. 2003.

KESSIDES, CHRISTINE. The Contributions of Infrastructure to Economic Development. A Review of
Experience and Policy Implications. World Bank Policy Research Working Paper N° 213. 1993.

LiMAO, NUNO AND ANTHONY J. VENABLES. "Infrastructure, Geographical Disadvantage, Transport
Costs and Trade", in: The World Bank Economic Review, Vol. 15 N° 3. Washington. 2001.

Micco, ALEJANDRO AND NATALIA PEREZ. Maritime transport Costs and Port Efficiency. Paper
prepared for the IDB Seminar "Towards Competitiveness: The Institutional Path™. Santiago. 2001.

PRUD'HOMME, REMY. Infrastructure and Development. Paper prepared for the Annual Bank
Conference on Development Economics. Washington. 2004.

PucaA, D. "European Regional Policies in Light of Recent Location Theories", in: Journal of
Economic Geography. 2002.

RECEITA FEDERAL DO BRASIL. http://www.receita.fazenda.gov.br

SAPIR, ANDRE. An Agenda for a Growing Europe. Making the EU Economic System Deliver.
Brussels: European Commission. 2003.

TANzI, VITO. Building Regional Infrastructure in Latin America. INTAL-ITD-SITI Working
Paper N° 10. Buenos Aires: IDB-INTAL. 2005.

THOMSON, IAN; RICARDO SANCHEZ AND ALBERTO BULL. "Estudio preliminar del transporte de los
productos de comercio exterior de los paises sin litoral de Sudamérica™. Manuscript. CEPAL. 2003.

VENABLES, ANTHONY. "Regional Disparities in Regional Blocs: Theory and Policy". Paper prepared
for the IDB project on "Deeper Integration of MERCOSUR, dealing with disparities™. 2005.

WORLD BANK. Reforming Infrastructure. Privatization, Regulation and Competition.
Washington, D.C.: Oxford University Press. 2004.

WORLD DEVELOPMENT INDICATORS (WDI). http://devdata.worldbank.org/dataonline/

WORLD EcoNnomic FORuM. World Competitiveness Report 2003/2004.



Contents

INTAL PUBLICATIONS

Regular Publications

Integration & Trade. Two journal issues (English and Spanish) by subscription or individual issue purchase.

INTAL Monthly Newsletter (English, Portuguese and Spanish - Internet).

Sub-regional Integration Reports

Andean Report. Annual publication (Spanish). English version: Internet.
CARICOM Report. Annual publication (English).
Central American Report. Annual publication (Spanish). English version: Internet.

MERCOSUR Report. Annual publication (English, Portuguese and Spanish).

Special Reports

Raul Prebisch: Power, Principle and the Ethics of Development (English and Spanish). Essays in Honor of David Pollock
Marking the Centennial Celebrations of the Birth of Raul Prebisch. INTAL-ITD Serie 2006.

China y América Latina: nuevos enfoques sobre cooperacidn y desarrollo. ; Una segunda ruta de la seda? (Spanish). Sergio
Cesarin and Carlos Juan Moneta (Comp). Serie INTAL-ITD 2005.

Solucién de Controversias Comerciales e Inter-Gubernamentales: Enfoques Regionales y Multilaterales (Spanish). Julio
Lacarte and Jaime Granados. INTAL-ITD Serie. 2004.

Tributacién en el MERCOSUR: Evolucién, comparacion y posibilidades de coordinacién (Spanish). Alberto Barreix and Luiz
Villela. 2003.

MERCOSUR: Impacto Fiscal de la Integracién Econémica (Spanish and Portuguese). Luiz Villela, Alberto Barreix and Juan José
Taccone (eds.). 2003.

Perspectivas y Desafios del Proceso de Integracién Argentino-Chileno a Diez Afios del ACE 16 (Spanish). 2002.

América Latina a principios del Siglo XXI: Integracién, Identidad y Globalizacidn. Actitudes y expectativas de las elites
latinoamericanas (Spanish, only in PDF format).

INTAL: 35 afios de Compromiso con la Integracion Regional (Spanish).

Impacto del TLCAN en las exportaciones de prendas de vestir de los paises de América Central y Republica Dominicana
(Spanish, only in PDF format)

El impacto sectorial de la integracién en el MERCOSUR (Spanish and Portuguese). Juan José Taccone and Luis Jorge Garay
(Eds.) 1999.

Integracion en el Sector Transporte en el Cono Sur (Spanish):
Transporte Terrestre. José Alex Sant'Anna. 1997.
Puertos y vias navegables. Martin Sgut. 1997.
Los ferrocarriles y su contribucién al comercio internacional. lan Thomson. 1997.

Integracion energética en el Cono Sur (Spanish). Mario A. Wiegers. 1996.



Working Papers

Las relaciones de comercio e inversion entre Colombia y Venezuela (Spanish). Eglé lturbe de Blanco. INTAL DT-03. 1997.
MERCOSUL e Comércio Agropecuario (Portuguese). lves Chaloult and Guillermo Hillcoat. INTAL DT-02. 1997.

The Integration Movement in the Caribbean at Crossroads: Towards a New Approach of Integration (English). Uziel Nogueira.
INTAL WP-01. 1997.

Dissemination Papers

El Tratado de Libre Comercio entre el Istmo Centroamericano y los Estados Unidos de América. Oportunidades, desafios y
riesgos (Spanish). Eduardo Lizano and Anabel Gonzélez. INTAL DD-09. 2003.

Los paises pequefios: Su rol en los procesos de integracion (Spanish). Lincoln Bizzozero - Sergio Abreu. INTAL DD-08. 2000.
Capital social y cultura. Claves olvidadas del desarrollo (Spanish). Bernardo Kliksberg. INTAL DD-07. 2000.

La dimensién cultural: base para el desarrollo de América Latina y el Caribe: desde la solidaridad hacia la integracién
(Spanish) Alejandra Radl. INTAL DD-06. 2000.

Cémo expandir las exportaciones de los paises dentro de una economia globalizada (Spanish). Rubens Lopes Braga. INTAL
DD-05. 1999.

Comercio Electrénico: conceptos y reflexiones bdsicas (Spanish). Gerardo Gariboldi. INTAL DD-04. 1999.
Evolucién institucional y juridica del MERCOSUR (Spanish). Vicente Garnelo. INTAL DD-03. 1998.

Estado de evolucion en la elaboracion e implementacion de las Normas ISO 14.000 y CODEX Alimentarius (Spanish). Laura
Berdn. INTAL DD-02. 1997.

Integracion y democracia en América Latina y el Caribe (Spanish). Alvaro Tirado Mejia. INTAL DD-01. 1997.

Databases - Software

DATAINTAL (CD-ROM) Sistema de estadisticas de comercio de América.

Base INTAL MERCOSUR (BIM).

Base de datos bibliogrdficos (INTEG).

Directorio de las Relaciones Econdmicas de América Latina y el Caribe con Asia-Pacifico (CD-ROM).
Instrumentos bdsicos de integracién econémica en América Latina y el Caribe.

Rueda de Negocios.

Red INT SERIES

The Integration Research Centers Network (RedINT)

Second Call:

Visién microeconémica de los impactos de la integracién regional en las inversiones inter e intrarregionales: El caso de la
CAN (only in Spanish- Short and Full version). 2003.

Integracién regional e Inversion Extranjera Directa: El caso del MERCOSUR (only in Spanish- Short and Full version). 2002.



Condiciones y efectos de la IED y del proceso de integracién regional en México durante los afios noventa: Una perspectiva
macroeconémica (only in Spanish) (short version). 2003.

First Call:

El impacto sectorial del proceso de integracién subregional en la Comunidad Andina: sector ldcteo y sector textil (only in
Spanish). 2000.

El impacto sectorial del proceso de integracion subregional en Centroamérica: sector ldcteo y sector metalmecanico (aparatos
eléctricos) (only in Spanish). 2000.

El impacto sectorial del proceso de integracion subregional en el MERCOSUR: sector calzado y sector farmacéutico (only in
Spanish). 2000.

La industria lactea de México en el contexto del Tratado de Libre Comercio de América del Norte (TLCAN) (only in Spanish).
2000.

INTAL/ITD PUBLICATIONS Contents

Working Papers - Special Initiative on Trade and Integration (SITI)

The FTAA and the Political Economy of Protection in Brazil and the US (English, only in PDF format). Marcelo de Paiva
Abreu. INTAL-ITD WP-SITI-12. 2006.

Which “industrial policies” are meaningful for Latin America? (English, only in PDF format). Marcelo de Paiva Abreu. INTAL-
ITD WP-SITI-11. 2006.

Building Regional Infrastructure in Latin America (English). Vito Tanzi. INTAL-ITD WP-SITI-10. 2005.

The European Window: Challenges in the Negotiation of Mexico's Free Trade Agreement with the European Union (English
and Spanish). Jaime Zabludovsky and Sergio Gémez Lora. INTAL-ITD WP-SITI-09. 2005.

Trade Liberalization and the Political Economy of Protection in Brazil since 1987 (English). Marcelo de Paiva Abreu. INTAL-
ITD WP-SITI-08b. 2004.

The Political Economy of High Protection in Brazil before 1987 (English). Marcelo de Paiva Abreu. INTAL-ITD WP-SITI-
08a. 2004.

The Food Industry in Brazil and the United States: The Effects of the FTAA on Trade and Investment (English). Paulo F.
Azevedo, Fabio R. Chaddad and Elizabeth M.M.Q. Farina. INTAL-ITD WP-SITI-07. 2004.

MERCOSUR: IN SEARCH OF A NEW AGENDA. MERCOSUR’s Institutionalization Agenda: The Challenges of a Project in
Crisis (English and Spanish). Pedro da Motta Veiga. INTAL-ITD WP-SITI-O6e. 2003.

MERCOSUR: IN SEARCH OF A NEW AGENDA. Exchange Rate Instability in MERCOSUR: Causes, Problems and Possible
Solutions (English and Spanish). José Luis Machinea. INTAL-ITD WP-SITI-06d. 2003.

MERCOSUR: IN SEARCH OF A NEW AGENDA. MERCOSUR: Dillemas and Alternatives for the Trade Agenda (English and
Spanish). Sandra Polénia Rios. INTAL-ITD WP-SITI-06¢. 2003.

MERCOSUR: IN SEARCH OF A NEW AGENDA. MERCOSUR’s Insertion into a Globalized World (English and Spanish). Juan
Ignacio Garcia Pelufo. INTAL-ITD WP-SITI-06b. 2003.

MERCOSUR: IN SEARCH OF A NEW AGENDA. Rapporteur's Report (English and Spanish). Andrew Crawley. INTAL-ITD WP-
SITI-06a. 2004.

Estudio sobre las condiciones y posibilidades politicas de la integracién hemisférica (Spanish). Adalberto Rodriguez Giavarini.
INTAL-ITD DT-IECI-05. 2003.



The Impacts of US Agricultural and Trade Policy on Trade Liberalization and Integration via a US-Central American Free
Trade Agreement (English). Dale Hathaway. INTAL-ITD WP-SITI-04. 2003.

Agricultural Liberalization in Multilateral and Regional Trade Negotiations (English). Marcos Sawaya Jank, lan Fuchsloch and
Géraldine Kutas. INTAL-ITD-STA WP-SITI-03. 2003.

Reciprocity in the FTAA: The Roles of Market Access, Institutions and Negotiating Capacity (English). Julio J. Nogués. INTAL-
ITD-STA WP-SITI-02. 2003.

Free Trade Area of the Americas: The Scope of the Negotiations (English and Spanish). Herminio Blanco M. and Jaime
Zabludovsky K. INTAL-ITD-STA WP-SITI-01. 2003.

Working Papers

Trade Costs and the Economic Fundamentals of the Initiative for Integration of Regional Infrastructure in South America
(IIRSA) (English, only in PDF format). Mauricio Mesquita Moreira. INTAL-ITD WP-30. 2007.

Regional Integration. What is in it for CARICOM? (English, only in PDF format). Mauricio Mesquita Moreira and Eduardo
Mendoza. INTAL-ITD WP-29. 2007.

Emigration, Remittances and Labor Force Participation in Mexico (English, only in PDF format). Gordon H. Hanson. INTAL-
ITD WP-28. 2007.

La Cooperacién al Desarrollo como Instrumento de la Politica Comercial de la Unidn Europea. Aplicaciones al Caso de
América Latina (Spanish, only in PDF format). Antonio Bonet Madurga. INTAL-ITD DT-27. 2007.

Mexican Microenterprise Investment and Employment: The Role of Remittances (English, only in PDF format). Christopher
Woodruff. INTAL-ITD WP-26. 2007.

Remittances and Healthcare Expenditure Patterns of Populations in Origin Communities: Evidence from Mexico (English,
only in PDF format). Catalina Amuedo-Dorantes, Tania Sainz and Susan Pozo. INTAL-ITD WP-25. 2007.

Leveraging Efforts on Remittances and Financial Intermediation (English, only in PDF format). Manuel Orozco and Rachel
Fedewa. INTAL-ITD WP-24. 2006.

Migration and Education Inequality in Rural Mexico (English, only in PDF format). David McKenzie and Hillel Rapoport.
INTAL-ITD WP-23. 2006.

How Equation Chapter 1 Section 1Do Rules of Origin Affect Investment Flows? Some Hypotheses and the Case of Mexico (English,
only in PDF format). Antoni Estevadeordal, José Ernesto Lopez-Cérdova and Kati Suominen. INTAL-ITD WP-22. 2006.

Chile's Integration Strategy: Is There Room for Improvement? (English, only in PDF format) Mauricio Mesquita Moreira and
Juan Blyde. INTAL-ITD WP-21. 2006.

Globalization, Migration and Development: The Role of Mexican Migrant Remittances (English, only in PDF format) Ernesto
Lépez-Cérdova. INTAL-ITD WP-20. 2006.

El desafio fiscal del MERCOSUR (Spanish). Luiz Villela, Jerénimo Roca and Alberto Barreix. INTAL-ITD DT-19. 2005.

Improving the Access of MERCOSUR’s Agriculture Exports to US: Lessons from NAFTA (English). Pablo Sanguinetti and
Eduardo Bianchi. INTAL-ITD WP-18. 2004.

Premio INTAL - Segundo Concurso de Ensayos. La coordinacién macroecondmica y la cooperacién monetaria, sus costos,
beneficios y aplicabilidad en acuerdos regionales de integracion (Spanish, English and Portuguese). Mauricio de la Cuba; Diego
Winkelried; Igor Barenboim; Louis Bertone; Alejandro Jacobo and James Loveday Laghi. INTAL-ITD DT-17. 2004.

Agricultural Exporters in a Protectionist World: Review and Policy Implications of Barriers Against Mercosur (English and
Spanish). Julio J. Nogués. INTAL-ITD WP-16. 2004.

Rules of Origin in FTAs in Europe and in the Americas: Issues and Implications for the EU-Mercosur Inter-Regional
Association Agreement (English). Antoni Estevadeordal and Kati Suominen. INTAL-ITD WP-15. 2004.



Regional Integration and Productivity: The Experiences of Brazil and Mexico (English). Ernesto Lopez-Cérdova and Mauricio
Mesquita Moreira. INTAL-ITD-STA WP-14. 2003.

Regional Banks and Regionalism: A New Frontier for Development Financing (English). Robert Devlin and Lucio Castro.
INTAL-ITD-STA WP-13. 2002.

Meétodos casuisticos de evaluacion de impacto para negociaciones comerciales internacionales (Spanish). Antonio Bonet
Madurga. INTAL-ITD-STA DT-12. 2002.

Las trabas no arancelarias en el comercio bilateral agroalimentario entre Venezuela y Colombia (Spanish). Alejandro Gutiérrez
S. INTAL-ITD-STA DT-11. 2002.

The Outlier Sectors: Areas of Non-Free Trade in the North American Free Trade Agreement (English). Eric Miller. INTAL-ITD-
STA WP-10. 2002.

A ALCA no limiar do século XXI: Brasil e EUA na negociacdo comercial hemisférica (Portuguese). Antonio José Ferreira
Simdes. INTAL-ITD-STA DT-09. 2002.

Metodologia para el andlisis de regimenes de origen. Aplicacion en el caso de las Américas (Spanish). Luis J. Garay S. and
Rafael Cornejo. INTAL-ITD-STA DT-08. 2001.

¢ Qué hay de nuevo en el Nuevo Regionalismo de las Américas? (Spanish). Robert Devlin and Antoni Estevadeordal. INTAL-
ITD-STA DT-07. 2001.

What's New in the New Regionalism in the Americas? (English and Spanish). Robert Devlin and Antoni Estevadeordal. INTAL-
ITD-STA WP-06. 2001.

The New Regionalism in the Americas: The Case of MERCOSUR (English). Antoni Estevadeordal, Junichi Goto and Raul Saez.
INTAL-ITD WP-05. 2000.

El ALCA y la OMC: Especulaciones en torno a su interaccion (Spanish). Jaime Granados. INTAL-ITD DT-04. 1999.
Negotiating Preferential Market Access: The Case of NAFTA (English). Antoni Estevadeordal. INTAL-ITD WP-03. 1999.

Towards an Evaluation of Regional Integration in Latin America in the 1990s (English). Robert Devlin and Ricardo Ffrench-
Davis. INTAL-ITD WP-02. 1998.

Una evaluacién de la homogeneidad macroecondémica y del desarrollo de la region centroamericana (Spanish). Florencio
Ballestero. INTAL-ITD DT-01. 1998.

Occasional Papers - Special Initiative on Trade and Integration (SITI)

International Arbitration Claims against Domestic Tax Measures Deemed Expropriatory or Unfair and the Inequitable
(English, only in PDF format). Adrian Rodriguez. INTAL-ITD OP-SITI-11. 2006.

The Entrance to the European Union of 10 New Countries: Consequences for the Relations with MERCOSUR (English).
Renato G. Flores Jr. INTAL-ITD OP-SITI-10. 2005.

Principales retos de la negociacién de un tratado de libre comercio con Estados Unidos: disciplinas en materia de inversién
(Spanish). Jaime Zabludovsky and Sergio Gémez Lora. INTAL-ITD DD-IECI-09. 2005.

The Production and Financing of Regional Public Goods (English). Vito Tanzi. INTAL-ITD OP-SITI-08. 2005.

The Harmonization of Indirect Taxes in the Andean Community (English and Spanish). Luis A. Arias, Alberto Barreix, Alexis
Valencia and Luiz Villela. INTAL-ITD OP-SITI-07. 2005.

Globalization and the Need for Fiscal Reform in Developing Countries (English and Spanish). Vito Tanzi. INTAL-ITD OP-SITI-
06. 2004.

Latin American Industrial Competitiveness and the Challenge of Globalization (English and Spanish). Sanjaya Lall, Manuel
Albaladejo and Mauricio Mesquita Moreira. INTAL-ITD OP-SITI-05. 2004.



El nuevo interregionalismo trasatldntico: La asociacion estratégica Unidn Europea-América Latina (Spanish). Luis Xavier
Grisanti. INTAL-ITD/SOE IECI-DD-04. 2004.

A Key to Hemispheric Integration (English and Spanish). Herminio Blanco M., Jaime Zabludovsky K. and Sergio Gémez Lora.
INTAL-ITD OP-SITI-03. 2004.

A New Approach to Trade Development in Latin America (English and Spanish). Martin Redrado and Hernan Lacunza. INTAL-
ITD OP-SITI-02. 2004.

La coordinacién y negociacién conjunta de los paises de la Comunidad Andina en el marco del ALCA y la OMC (Spanish).
Victor Rico. INTAL-ITD DD-IECI-01. 2004.

Occasional Papers

Agriculture in Brazil and China: Challenges and Opportunities (English, only in PDF format) Mario Queiroz de Monteiro Jales,
Marcos Sawaya Jank, Shunli Yao and Colin A. Carter. INTAL-ITD OP-44. 2006.

Apertura e insercion internacional en la estrategia de desarrollo de Uruguay (Spanish, only in PDF format) Paolo Giordano
and Fernando Quevedo. INTAL-ITD DD-43. 2006.

El proceso de negociacién de un tratado de libre comercio con Estados Unidos: la experiencia del Tratado de Libre Comercio
entre Centroamérica, Estados Unidos y Republica Dominicana (Spanish, only in PDF format) Anabel Gonzélez. INTAL-ITD
DD-42. 2006.

International Remittances and Development: Existing Evidence, Policies and Recommendations (English, only in PDF format).
Ernesto Lépez-Cérdova and Alexandra Olmedo. INTAL-ITD OP-41. 2006.

Comercio bilateral Argentina-Brasil: Hechos estilizados de la evolucidn reciente (Spanish, only in PDF format). Ricardo
Carciofi and Romina Gaya. INTAL-ITD DD-40. 2006.

The Relative Revealed Competitiveness of China's Exports to the United States vis 4 vis other Countries in Asia, the
Caribbean, Latin America and the OECD (English, only in PDF format). Peter K. Schott. INTAL-ITD OP-39. 2006.

Achievements, Prospects and Challenges of Hemispheric Cooperation (English and Spanish, only in PDF format). Roberto
lannelli. INTAL-ITD OP-38. 2006.

Libre Comercio en América Central: ;Con quién y para qué? Las implicancias de CAFTA (Spanish, only in PDF format).
Manuel Agosin and Ennio Rodriguez. INTAL-ITD DD-37. 2006.

Fear of China: Is there a Future for Manufacturing in Latin America? (English, only in PDF format). Mauricio Mesquita
Moreira. INTAL-ITD OP-36. 2006.

The Role of Geography and Size (English, only in PDF format). David Hummels. INTAL-ITD OP-35. 2006.

Assessing the Impacts of Intellectual Property Rights on Trade Flows in Latin America (English, only in PDF format). Juan S.
Blyde. INTAL-ITD OP-34. 2006.

Recientes innovaciones en los regimenes de origen y su incidencia en el proceso de verificacién: el caso del CAFTA (Spanish)
Rafael Cornejo. INTAL-ITD DD-33. 2005.

Achievements and Challenges of Trade Capacity Building: A Practitioner’s Analysis of the CAFTA Process and its Lessons for
the Multilateral System (English) Eric T. Miller. INTAL-ITD OP-32. 2005.

Una aproximacién a desarrollo institucional del MERCOSUR: sus fortalezas y debilidades (Spanish). Celina Pena and Ricardo
Rozemberg. INTAL-ITD DD-31. 2005.

Jamaica: Trade, Integration and the Quest for Growth (English). Anneke Jessen and Christopher Vignoles. INTAL-ITD OP-30.
2005.

Trade Related Capacity Building: An Overview in the Context of Latin American Trade Policy and the MERCOSUR-EU
Association Agreement (English). Robert Devlin and Ziga Vodusek. Intal-itd op-29. 2005.



Barbados: Trade and Integration as a Strategy for Growth (English). Anneke Jessen and Christopher Vignoles. INTAL-ITD OP-
28.2004.

Mirando al MERCOSUR y al mundo: estrategia de comercio e integracién para Paraguay (Spanish). Paolo Giordano. INTAL-
ITD DD-27. 2004.

El tratamiento de las asimetrias en los acuerdos de integracion regional (Spanish). Paolo Giordano, Mauricio Mesquita
Moreira and Fernando Quevedo. INTAL-ITD DD-26. 2004.

Centroamérica: La programacion regional (2001) y las actividades del Banco (2007-2003) (Spanish). Ennio Rodriguez. INTAL-
ITD DD-25. 2004.

Brazil's Trade Liberalization and Growth: Has it Failed? (English). Mauricio Mesquita Moreira. INTAL-ITD OP-24. 2004.

Trinidad and Tobago: Trade Performance and Policy Issues in an Era of Growing Liberalization (English). Anneke Jessen and
Christopher Vignoles. INTAL-ITD OP-23. 2004.

The Trade and Cooperation Nexus: How Does MERCOSUR-EU Process Measure Up? (English). Robert Devlin, Antoni
Estevadeordal and Ekaterina Krivonos. INTAL-ITD-STA OP-22. 2003.

Desigualdad regional y gasto publico en México (Spanish). Rafael Gamboa and Miguel Messmacher. INTAL-ITD-STA DD-21.
2003.

Export Processing Zones and Other Special Regimes in the Context of Multilateral and Regional Trade Negotiations (English
and Spanish). Jaime Granados. INTAL-ITD-STA DD-20. 2003.

The External Dimension of MERCOSUR: Prospects for North-South Integration with the European Union (English). Paolo
Giordano. INTAL-ITD-STA OP-19. 2003.

Regional Aspects of Brazil's Trade Policy (English). Eduardo A. Haddad (coord.), Edson P. Dominguez and Fernando S.
Perobelli. INTAL-ITD-STA OP-18. 2002.

El proceso de integracién Argentina-Brasil en perspectiva: El ciclo cambiario y la relacién publico-privada en Argentina
(Spanish). Ricardo Rozemberg and Gustavo Svarzman. INTAL-ITD-STA DD-17. 2002.

A Study on the Activities of IFIs in the Area of Export Credit Insurance and Export Finance (English). Malcom Stephens and
Diana Smallridge. INTAL-ITD-STA OP-16. 2002.

Disefios institucionales y gestién de la politica comercial exterior en América Latina (Spanish). Jacint Jordana and Carles
Rami6. INTAL-ITD-STA DD-15. 2002.

Mercosul em sua primeira década (1991-2001): Uma avaliacdo politica a partir do Brasil (Portuguese). Paulo Roberto de
Almeida. INTAL-ITD-STA DD-14. 2002.

The Trade Policy-Making Process Level One of the Two Level Game: Country Studies in the Western Hemisphere (English
and Spanish). INTAL-ITD-STA OP-13. 2002.

Search for a New Partnership in Trade and Investment between Latin America and Asia-Pacific (English). Mikio Kuwayama.
INTAL-ITD-STA OP-12. 2001. (Spanish version: only in PDF format)

Regional Public Goods in Official Development Assistance (English). Marco Ferroni. INTAL-ITD-STA OP-11. 2001.

Breaking from Isolation: Suriname's Participation in Regional Integration Initiatives (English). Anneke Jessen and Andrew
Katona. INTAL-ITD-STA OP-10. 2001.

NAFTA and the Mexican Economy: Analytical Issues and Lessons for the FTAA (English). J. Ernesto Lopez-Cérdova. INTAL-
ITD-STA OP-09. 2001.

La integracién comercial centroamericana: Un marco interpretativo y cursos de accién plausible (Spanish). Jaime Granados.
INTAL-ITD DD-08. 2001.

Negotiating Market Access between the European Union and MERCOSUR: Issues and Prospects (English). Antoni
Estevadeordal and Ekaterina Krivonos. INTAL-ITD OP-07. 2000.



The Free Trade Area of the Americas and MERCOSUR-European Union Free Trade Processes: Can they Learn from Each
Other? (English). Robert Devlin. INTAL-ITD OP-06. 2000.

The FTAA: Some Longer Term Issues (English). Robert Devlin, Antoni Estevadeordal and Luis Jorge Garay. INTAL-ITD OP-05.
1999.

Financial Services in the Trading System: Progress and Prospects (English). Eric Miller. INTAL-ITD OP-04. 1999.

Government Procurement and Free Trade in the Americas (English). Jorge Claro de la Maza and Roberto Camblor. INTAL-ITD
OP-03. 1999.

The Caribbean Community: Facing the Challenges of Regional and Global Integration (English). Anneke Jessen and Ennio
Rodriguez. INTAL-ITD OP-02. 1999.

ALCA: Un proceso en marcha (Spanish). Nohra Rey de Marulanda. INTAL-ITD DD-01. 1998.

INTAL/ITD /SOE PUBLICATIONS Contents

Euro-Latin Study Network on Integration and Trade (ELSNIT)

Issues Papers. Third Annual Conference (English). INTAL-ITD-SOE. 2006.
Issues Papers. Second Annual Conference (English). INTAL-ITD-SOE. 2005.

Issues Papers. First Annual Conference (English). INTAL-ITD-SOE. 2004.

INT/ITD PUBLICATIONS Contents

Working Papers

MERCOSUR: Achievements and Challenges. Carlos Sepulveda and Arturo Vera Aguirre. Working Paper # 222. September
1997 (also available in Spanish).

Transport Infrastructure in Latin America. Arturo Vera Aguirre. Working Paper # 221. July 1997 (also available in Spanish).

Convergence and Divergence Between NAFTA, Chile, and MERCOSUR: Overcoming Dilemmas of North and South American
Economic Integration. Raul A. Hinojosa-Ojeda, Jeffrey D. Lewis and Sherman Robinson. Working Paper # 219. May 1997.

Towards Free Trade in the Western Hemisphere: The FTAA Process and the Technical Support of the Inter-American
Development Bank. Enrique V. Iglesias. Working Paper # 217. July 1997 (also available in Spanish)

Economic Integration and Equal Distribution. Willem Molle. Working Paper # 216. May 1997.
What can European Experience Teach Latin America About Integration. L. Alan Winters. Working Paper # 215. May 1997.

Facts, Fallacies and Free Trade: A Note on Linking Trade Integration to Labor Standards. Donald J. Robbins. Working Paper #
214. May 1997.

From Miami to Cartagena: Nine Lessons and Nine Challenges of the FTAA. Robert Devlin and Luis Jorge Garay. Working
Paper # 211. July 1996 (also available in Spanish).

Common Market of the Southern Cone: MERCOSUR. Martin Arocena. Working Paper # 204. September 1995 (also available
in Spanish).



Special Publications

Periodic Note on Integration and Trade in the Americas, July 1995; February, August and December 1996; July and December
1997; August and December 1998; February and October 1999; October and December 2000; May 2002; December 2002;
December 2003; January 2004; May 2004; December 2004; March 2006, November 2006 (also available in Spanish and 1997
versions also in Portuguese).

The Euro and its Effect on the Economy and the Integration of Latin America and the Caribbean. Roberto Zahler. Paper
presented at the Seminar "Euro and its International Impact" on occasion of the Annual Meetings of the Boards of Governors.
France, March 16, 1999 (also available in Spanish).

Extract from the Bank's 1996 Report on Economic and Social Progress in Latin America, Part Il, Chapter 2: Trade
Liberalization, 1996 (also available in Spanish).

European Economic and Monetary Union: Recent Progress and Possible Implications for Latin America and the Caribbean.
March 1997 (also available in Spanish).

Globalization and Regional Integration: Consequences for Latin America. Speech delivered by Enrique V. Iglesias at the
Seminar on "A Critical View of Globality". Mexico City, November 1997 (also available in Spanish).

Protection, Preferential Tariff Elimination and Rules of Origin in the Americas - An Overview. Luis Jorge Garay and Antoni
Estevadeordal. June 1995 (also available in Spanish).

The New Face of Regional Integration in Latin America and the Caribbean. Speech delivered by Enrique V. Iglesias at The
Annual World Bank Conference on Development in Latin America and the Caribbean. Montevideo, July 1997 (also available in
Spanish).

Free Trade Area of the Americas: From Miami to Belo Horizonte. Speech delivered by Enrique V. Iglesias at the Il Business
Forum of the Americas. Belo Horizonte, May 1997 (English, Portuguese and Spanish).

Transpacific Partnership: Latin America's Role. Speech delivered by Enrique V. Iglesias at the XII International General
Meeting of the Pacific Economic Cooperation Council (PECC XlI). Santiago, September, 1997 (also available in Spanish).









	Web Page INTAL
	Cover
	CONTENTS
	I. INTRODUCTION
	II. THE RATIONALE FOR SOUTH-SOUTH INTEGRATION
	III. INFRASTRUCTURE AND POLICY-RELATED TRADE COSTS
	IV. THE IMPACT OF IIRSA ON REGIONAL DISPARITIES AND GROWTH
	A. The Regional Issue
	B. Growth Links

	V. FINAL REMARKS
	REFERENCES

	INTAL PUBLICATIONS
	INTAL/ITD PUBLICATIONS
	INTAL/ITD /SOE PUBLICATIONS
	INT/ITD PUBLICATIONS


	Indice: Contents


