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sharing and IP; etc. 
Vehicles Censorship of information flows by some 

governments at their “borders”. 
Containers Protocols and integration of international 

testbeds (e.g., with IPv6); DNS 
Other considerations 

Safety (incl. carrier liability regimes) Safety 
Security (including terrorism issues) Information security; system vulnerabilities 

(including issues in using ICT for 
international terrorism) 

Environmental considerations Indirect environmental effects 

Table 1: Selected major issues for effective regional cooperation in he transport and 
communications sectors. 

Transportation and energy networks also have somewhat similar characteristics. In 
fact, energy grids are closely related to transportation grids. In some instances, they 
even compete with each other, as is the case with LNG transport by ship versus 
natural gas transport through pipelines. Similar to different transport modes, different 
energy fuels require fundamentally different infrastructure, and the choice of fuel 
causes a strong lock-in. However, a major difference when compared to transportation 
is the fact that energy grids are usually one-way “pipes”, rather than two-way pipes. 

C. Conclusion 

In conclusion, it appears possible but challenging to extend the Asian production 
networks from the coastal areas to hinterlands and even landlocked countries. The key 
to such an extension is regional cooperation and integration in the physical and non-
physical transport and communications networks and interlinked networks from other 
sectors.  

While links, nodes, and linkages between different physical and non-physical 
networks need to be strengthened in a strategic fashion, there remain many physical 
and non-physical barriers to effective cooperation and integration in the infrastructure 
subsectors which are listed in Table 1. These barriers define the issues that need to be 
addressed in strategies and programmes.  

 
VII. REGIONALISM: GOVERNMENT-LEVEL REGIONAL 

COOPERATION IN INFRASTRUCTURE 

All the previous chapters have highlighted the overarching importance of regional 
cooperation in infrastructure, particularly due its network nature. This chapter 
analyses in more detail the role of regional and international agreements, 
organizations and programmes in the process of extending international production 
networks from coastal areas to inland sites in Asia.  

In order to examine this role more closely, the chapter, firstly, puts regionalism in 
context; secondly, it provides examples of international and regional agreements, 
organizations and programmes; thirdly, it reviews general organizational trends within 
the region; and, finally, it addresses the question of which path (bottom-up, top-down, 
or a combination of both) might be the “right” path to multilateral agreements in the 
region. 
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A. What is regionalism? 

Whereas regionalization was defined as the largely market and private-sector 
driven form of regional economic cooperation, for the purpose of this paper, 
regionalism is the state-driven form of regional economic cooperation among 
governments.  

A strong message throughout this paper has been that regionalization and its 
expression in terms of regional production networks needs to be complemented with 
regional cooperation between governments in infrastructure development (i.e., 
regionalism) in order to address the many inter-country challenges and to reduce the 
potential risks of marginalization of hinterlands, landlocked countries, and small 
economies.  

B. Examples of regional intergovernmental organizations, agreements and 
programmes 

This Section provides some examples of major intergovernmental organizations, 
agreements and programmes in the region. Organizations’ full names, membership 
information and date of establishment is summarized in the Annex II.  

1. Classification 

Regional and subregional 71  cooperation in infrastructure takes many different 
forms. It ranges from activities and projects that include several countries, through 
official inter-country projects with government involvement, projects of international 
organizations and development banks, to policy cooperation through the United 
Nations regional commissions or formal intergovernmental agreements (IGAs). 

For the purpose of this paper we distinguish six different types72 of cooperation. 
For each type, most of them can be general in nature or applied to a specific sector. 
They include:  

a) Global UN conventions 

b) Intergovernmental agreements/organizations addressing regional cooperation 

c) Intergovernmental agreements/organizations addressing subregional 
cooperation 

d) Programmes addressing regional or subregional cooperation 

e) Frameworks for agreements 

f) Guidelines for legislation 

It should be noted that this categorization does not give a static picture. For 
example, programmes are often designed to have a catalytic role in leading to various 
formal, intergovernmental agreements. Also, some programmes, such as TRACECA, 
start out as a programme, but are later transformed into a specific intergovernmental 
agreement (IGC-TRACECA). 
                                                 

71 The definition of what is considered to “regional” varies substantially among organizations. 
For the purpose of this paper, the term “regional cooperation” refers to cooperation that engages at least 
a significant part of Asian countries. Sub-regional cooperation refers to cooperation between fewer 
countries, for example, cooperation in South-East Asia (e.g., ASEAN), or South Asia (e.g., SAARC). 

72 and eight subcategories 
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2. Global United Nations conventions 

There are global United Nations conventions of a general nature, as well as those 
in specific sectors. These conventions have often set international standards which are 
applied in practice, even in some countries that have not actually acceded to the 
convention. These conventions are usually deposited with the Secretary General of the 
United Nations and are open to world-wide accession. 

(a) Global UN conventions of a general nature 

Some of the global UN conventions of a general nature, that are most relevant in 
the context of this paper, include general international conventions on land-locked 
countries, such as the Convention on Transit Trade of Land-Locked States (New York, 
1965)73, the Convention and Statute on Freedom of Transit (Barcelona, 1921), and the 
United Nations Convention on the Law of the Sea (1982). 

(b) Global UN conventions in a specific sector 

(i) Global UN conventions in transport 

There is an established set of more than 50 international conventions specifically 
dealing with transport issues (e.g., the seven conventions included in ESCAP 
resolution 48/1174), a large number of which are open to accession by any State. 
Because of the importance and rapid development of land transport in Europe over the 
last 50 years, the United Nations Economic Commission for Europe (ECE) has been 
designated by the Secretary General as the lead organization in matters related to land 
transport conventions. 

It should also be noted that there are international UN initiated agreements that are 
deposited at the UN in New York75 and that are open to accession by any State, but 
that are of a purely regional nature (e.g., the European Agreement on Main 
International Traffic Arteries (AGR, 1975)76). In the transport sector, they provide a 
similar function to that which is performed by the rule-based multilateral trade 
agreements embodied in the WTO Agreement and subsequent negotiations, in that 
they provide a firm basis 77  (and end game) for the harmonization 78  of regional, 
subregional, and bilateral transport agreements. 

 

                                                 
73 see the Website of the UN High representative for land-locked developing countries for 

detailed information, http://www.un.org/special-rep/ohrlls/ohrlls/default.htm  
74 These seven conventions are covering issues such as road traffic rules, road signs and 

signals, transit of sealed containers, temporary importation of vehicles, harmonization of border 
crossing procedures and the commercial carriage of goods by road. 
http://www.unescap.org/tctd/lt/reso48_11.htm 

75 http://untreaty.un.org/ENGLISH/bible/englishinternetbible/chapterXI.asp 
76 

http://untreaty.un.org/ENGLISH/bible/englishinternetbible/partI/chapterXI/subchapB/treaty161.asp 
77 However, it should be noted that, in the contrast to the case of the WTO, the UN transport 

agreements discussed here do not provide for a similar quasi-judicial dispute settlement system and 
sanctions for non-compliance.  

78  It should be noted that liberalization is a more prominent objective of WTO than 
harmonization. 
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(ii) Global Internet communications agreements and cooperation 

By its very nature, the Internet is global. As a result, international standards for the 
Internet and the WWW have been set on the global level by new organizations such 
as the W3C and ISOC, with ITU playing a minor role compared to the past. 

 However, in a similar manner to transportation networks, the Internet is a physical 
network that is bound and shaped by geography (Figure 9). In fact, the network 
characteristics of fixed-line IP networks are similar to those of land and water 
transport networks, and those of satellite communications are similar to those of air 
transport. The laying of communications cables needs to overcome the same physical 
and economic constraints of space, such as right of way issues, as in the case of roads. 
For this reason, long-distance Internet backbones often follow least cost transport 
routes. Figure 9 shows that the Trans-Europe-Asia Information Network (TEIN) 
follows the usual sea routes of container trade between Europe and Asia. 

 
Figure 9: Trans Europe Asia Information Network (TEIN): Actual route in November 2003. 

While there are striking resemblances between many of the issues that need to be 
addressed in the communications sector compared with the transport sector, only few 
international agreements exist in the ICT sector. These issues are either of a rather 
general nature (e.g., the Council of Europe’s Cybercrime Treaty) or focus on technical 
standard setting in telecommunications (e.g., ITU standards). In contrast to the 
transport conventions, W3C and ISOC standards have been developed by non-
governmental organizations and are non-binding. However, they have become “de-
facto industry standards”. There appears to be a growing need to move to consistent, 
binding international conventions for cross-border Internet use, similar those relating 
to cross-border transport infrastructure, facilities and services.     

3. Intergovernmental agreements/organizations addressing regional 
cooperation  

Other types of formal intergovernmental agreements have been created for the 
purpose of promoting regional economic cooperation in general or at least in several 
pre-specified sectors. These agreements have usually set-up a secretariat, an 
organization or another working mechanism that draws upon administrative and 
substantive resources. The examples of such agreements/organizations are 
summarized in Table 4. 

(a) IGAs addressing regional cooperation in general 

One of the earliest post-World War II examples in Asia and the Pacific was the 
establishment of the United Nations Economic and Social Commission for Asia and 
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the Pacific (ESCAP)79 in 1947. This regional commission has mainly served the 
function of a regional intergovernmental forum. It has catalyzed the creation of many 
governmental and non-governmental regional organizations and networks, including, 
for example, the Asian Development Bank (ADB), and the Asia-Pacifc 
Telecommunity (APT), which in turn have promoted regional cooperation.  

(b) IGAs addressing regional cooperation in a specific sector 

There exist an increasing number of intergovernmental agreements/organizations 
on regional cooperation in the transport sector and to a lesser extent the 
communications sector (Table 5).  

A recent example in the area of cross-border road transport is the 
“Intergovernmental Agreement on the Asian Highway Network” that was signed at 
Shanghai in 2004. The agreement covers issues related to routes, including their 
numbering, classification, design standards, and signage of the highway.  

In terms of inter-governmental cooperation in IT, the Asia-Pacific Telecommunity 
(APT) has been facilitating regional ICT standards and regional exchange of technical 
expertise. The ASEM process has also played a surprisingly dominant role in Asia 
and for Europe-Asia interconnections. 

However, Asian regional cooperation in the key area of cross-border Internet 
backbones, has been very limited, compared to other regions of the world and other 
sectors. IT cooperation has been rather global in nature, and has been driven by 
multinationals from North America, Europe, and (to some extent) Japan. These which 
have emerged as global Internet hubs, with Asian countries at the end of the spokes.  

4. Intergovernmental agreements/organizations addressing subregional 
cooperation  

(a) From regional to subregional organizations and programmes  

While a sizable number of regional and subregional intergovernmental 
organizations and programmes have been created in Asia and the Pacific since 1945 
and particularly in the past 20 years, there has been a clear trend to ever more and 
often overlapping organizations and programmes. These have tended to have fewer 
and fewer members (Figure 10)80. All these organizations and programmes have 
promoted inter-governmental agreements and economic cooperation on many issues 
including cross-border transport and increasingly communications. 

                                                 
79 original name was ECAFE (Economic Commission for Asia and the Far-East) 
80 Smaller groups and groups of a “like-mind” can reach consensus easier, which increases the 

effective speed of implementation.  
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Figure 10: Number of members versus their date of establishment for intergovernmental 
agreements, organisations and programmes addressing subregional or regional cooperation in 
Asia and the Pacific.81 

 
(b) IGAs addressing subregional cooperation in general 

A number of subregional, intergovernmental agreements have emerged, such as 
SAARC, ECO, BIMSTEC, and particularly ASEAN. These organizations are 
increasingly providing the forum for the creation of formal regional agreements.   

(c) IGAs addressing subregional cooperation in a specific sector 

Under the umbrellas of these organizations, formal regional agreements have been 
created on a large number of specific issues or in specific sectors, particularly the 
transport sector. An example of this in the region is ASEAN. The resulting formal 
agreements on specific issues in practice serve the role of instruments for regional 
cooperation and integration. 

Very recently, there have been efforts by Japan and the Republic of Korea to 
foster regional Asian cooperation on Internet backbones in order to develop into 
regional Asian hubs. Initially, this cooperation was mainly on a bilateral basis. 
However, more recently, a multilateral approach has been gaining greater significance. 
Interestingly, the multilateral approach is driven rather by non-state actors. Such 
cooperation and the development of new hubs is likely to gain further importance in 
the coming years, as the Internet population of Asia and the Pacific (ESCAP region) 
surpassed that of North America earlier this year. However, to date, official, inter-

                                                 
81 Data source: All organizations of Table 4, Table 5, Table 6 and Table 7 are included. It 

should be noted that the total number of member countries is plotted, including member countries that 
are not located in Asia and the Pacific. The criteria for inclusion of organisations was that they promote 
regional cooperation in Asia and the Pacific. 
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governmental cooperation in Asia on international Internet backbones has been much 
less well “developed” than in the case of transport. 

5. Selected programmes  

(a) Selected programmes addressing subregional or regional cooperation in 
general 

ADB has been a pioneer in the promotion of general regional cooperation 
programmes such as GMS, CSATTF, CAREC and SASEC (Table 6). These 
subregional programmes are organized through ministerial-level subregional 
conferences where high-level policy agreement is reached for subsequent programme 
activities. However, in contrast to the example of ESCAP and probably due to the fact 
that ADB is a bank, much of the programme activities themselves are on the national 
level (see also Table 2). Other organizations including the UNDP and World Bank 
have created subregional, general cooperation programmes of their own (e.g., Tumen 
River Area Development Programme and the CIS-7). 

(b) Selected programmes addressing subregional or regional cooperation in a 
specific sector 

Programmes on regional cooperation specifically in the transport sector include 
the ESCAP Asia land transport development (ALTID) project and the UNDP Silk 
Road Area Development Programme. Examples from Europe are the Trans-European 
Railway (TER) and the Trans-European Motorway Project (TEM). 

In the communications sector, the cluster “Trans-Eurasia Information Network 
(TEIN)”82 of the inter-governmental ASEM process has played a dominant role in 
Asia. Activities are organized under the so-called Information Technology Thematic 
Cluster83. On the technical and Internet network implementation level, a number of 
so-called AP* organizations84 have emerged under APNG leadership since the early 
1990s. For example, there is an APAN network, which follows roughly the existing 
divisional lines of general, subregional, economic cooperation initiatives (Figure 11). 

 
                                                 

82 TEIN was originally suggested by the Republic of Korea and co-sponsored by France. 
83 http://europa.eu.int/comm/external_relations/asem/cluster/it.htm 
84 The activities of the Asia Pacific Networking Group (APNG) have led to the creation of 

Asia-Pacific, Internet-related organizations that are loosely connected with each other and are often 
referred to as “AP* organizations”. Examples include APNIC, APIA, APTLD, and APCERT.  
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Figure 11: APAN Networking environment 

 
6. Frameworks for Agreements 

Examples of frameworks for agreements include the ASEAN framework 
agreement on multimodal transport, the GMS framework agreement for facilitation of 
cross-border movement, the ECMT recommendation for bilateral agreements in road 
transport 85 . Such frameworks perform a number of functions perhaps the most 
important of which is that they provide a consistent basis for negotiating bilateral, 
plurilateral and subregional agreements. In the case of the GMS transit transport 
agreement it was initially used to govern bilateral and trilateral relationships between 
GMS member countries on specific routes. One of the principal advantages of the 
Agreement is that it can be easily extended to additional routes and countries as it has 
been developed in a participatory manner by all the member countries.   

A further advantage of, for example, the ECMT type of agreement is that it 
provides a “level playing field” for partners in weaker negotiating positions or with 
weaker negotiating skills and capacities. Clearly, there are also the reduced resource 
costs and time required to negotiate agreements based upon agreed frameworks. A 
“disadvantage”, however, can be that the initial negotiators “set the terms”, leaving 
others with only a “take it or leave it option”.  

7. Legislative Guidelines and Model Clauses 

There are a number of examples of such guidelines, including the UNCITRAL 
legislative guide on privately financed infrastructure projects (including model 
legislative provisions)86, and the ESCAP Guidelines for Maritime Legislation87. Such 
guidelines also perform a number of functions. Firstly, they provide “checklists” for 
countries in developing domestic legislation, thereby reducing resource costs and time 
as well as assisting in the capacity building process. Secondly, if they are related to 
the subject matter of bilateral, regional or international agreements, they can provide 
consistent advice in the formulation of domestic legislation. Thirdly, whilst they may 
be primarily related to domestic legislation, they introduce a consistency and 
familiarity that facilitates, for example, the attraction of foreign direct investment.  

 
C. Substantive content of regional cooperation in infrastructure, facilities and 

services  

Table 2 summarizes in a stylized form the major items of the substantive content 
of regional cooperation agreements in infrastructure. The results are mainly based on 
ESCAP’s analysis of the work of the organizations and programmes listed in Table 4 
through to Table 7 in the Annex.  

                                                 
85 http://www1.oecd.org/cem/resol/road/road97e.pdf 
86 http://www.uncitral.org/english/texts/procurem/pfip-index-e.htm 
87 United Nations ESCAP, 1991 (ST/ESCAP/1076); 

http://www.unescap.org/tctd/pubs/pubs_topic_water.htm. 
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Table 2: Substantive content of current regional cooperation in infrastructure, facilities and 
services88 

The national-level work that is done under the umbrella of regional cooperation is 
in large part the work of development banks (ADB, EBRD and World Bank), UNDP 
and bilateral agencies. It should be noted that Table 2 appears to be heavily focused 
on transport. This is simply due to the fact that there are very few regional 
cooperation activities on cross-border communications issues in the region. 

In terms of content, there is currently little cooperation on actual 
operationalisation of infrastructure.  

While many regional cooperation initiatives generally seem to target socio-
economic subregional development (e.g., along infrastructure corridors), the explicit 
link between the various network layers and regional development using a strategic 
and long-term network perspective, is surprisingly non-existent. 

D. Which path toward multilateral agreements? 

The number, magnitude and extent of regional and subregional cooperation 
initiatives and organizations has increased significantly. In the second half of the 20th 
century and particularly in the past 20 years, a complex web of cooperation 
mechanisms and relationships has emerged in the infrastructure sectors of Asia and 
the Pacific.  

Table 3 shows a matrix which lists a selection of the main 
agreements/organizations/programmes against their membership in Asia. As the 
regional arm of the United Nations, ESCAP is the organization with the most 
comprehensive membership coverage in Asia and the Pacific. Within the table, 
groupings of countries can be clearly identified which would appear to follow 
topographical, historical, religious and cultural lines. Furthermore, some countries are 

                                                 
88  This table was graciously provided by J. Yamamoto (ESCAP). 
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members of a large number of organizations, whereas others are only members of a 
few regional organisations89.  

While it should be noted that the list of regional and subregional organizations and 
programmes is not comprehensive, a number of otherwise intuitive general trends are 
reflected in the table (with notable exceptions, of course). Land-locked countries, such 
as Tajikistan, Kyrgyzstan, Azerbaijan, Kazakhstan, Uzbekistan, as well as 
geopolitically important countries such as Russian Federation, China, India, Thailand, 
and Turkey are the countries that are members of the largest number of agreements 
and organizations. In contrast, island countries and other developed or newly-
industrialized countries in the region90 are only part of a limited number of such 
mechanisms or programmes of the region.  

Table 3 also suggests that a “hub-and-spoke” system of agreements and 
programmes in the area of transport is evolving. For example, the International North-
South Transport Corridor (INSTC) whose founding members were Russia, the Islamic 
Republic of Iran and India, and BIMSTEC that links a subset of members of SAARC 
with a subset of members of ASEAN. This network of agreements can be seen as yet 
another non-physical “soft”-network complementing the “hard”-infrastructure. The 
situation in transport is somewhat similar to that in trade, where some experts have 
been discussing the implications of an increasingly complicated “spaghetti bowl” of 
overlapping bilateral, plurilateral, and subregional trade agreements91. This has raised 
concerns regarding possible inconsistencies between these agreements and the 
multilateral trade agreements of the WTO. There are also concerns that such 
inconsistencies could lead to lock-in of negotiation positions at the WTO level. The 
proliferation of bilateral and subregional agreements in the transport sector raises 
similar concerns regarding their consistency with regional and global conventions. 
For example, the current proliferation of bilateral and smaller plurilateral agreements 
makes it increasingly difficult for countries like China to negotiate new committments, 
since it has a large number of neighboring countries that are parties to many different 
agreements. 

This raises the question of the extent to which bilateral, subregional and regional 
transport agreements contribute to global multilateral conventions. Assuming that the 
“optimal” solution is a consistent and fair multilateral, global, or at least regional 
convention, the question remains as to which path is the “right” one to achieve such a 
goal. Due to an increasingly complex “spaghetti bowl” of agreements, there is a 
pressing need to address this question. 

Since issues such as cross-border land transport 92 and fixed line Internet 
communications are regional by nature, a large part of relevant harmonization can be 
achieved at the regional level. In the context of linkages with other regions (Europe, 
West Asia, Africa and Latin America and the Carribean), global harmonization is 

                                                 
89 The rank size distribution of membership size shows a typical power law distribution. 
90 Instead, NIEs tend to have more agreements with developed countries, many of which are 

not located in the region. These agreements are not reflected in the matrix of Table 3. 
91 see, e.g., Bonapace, T., (2005), Regional Trade and Investment Architecture in Asia-Pacific: 

Emerging Trends and Imperatives, RIS discussion paper, RIS-DP # 92/2005, April 2005, 
http://www.ris.org.in/dp92_pap.pdf 

92 For example, it doesn’t matter very much whether land transport agreements in South 
America differ from those in Asia. 
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highly desirable, if not necessary. The “spaghetti bowl” example of cross-border trade 
and transport agreements should also be read as a lesson for similar future trends in 
ICT in the region. 
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Table 3: Matrix of agreements/organizations versus its member countries in Asia.93   

                                                 
93 It should be noted that the list of countries is not complete for some organizations (e.g., ESCAP, ECE, APEC) as they have member countries located outside the Asia and the Pacific region.  
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E. Key findings of Review of Regional Cooperation in Land, Maritime and Intermodal 
Transport Infrastructure development 

As part of the preparatory work for the ESCAP Theme Study for the Commission in 2006, 
a review of regional Cooperation in land, maritime and intermodal transport infrastructure 
development was carried out, the key findings of which are presented here (for more details, 
see Annex  I):  

Asian Highway and Trans-Asian Railway continue to serve as reference for many new 
subregional cooperation initiatives in land transport development. 

ESCAP’s regional cooperation initiatives in Asian land transport, the Asian Highway 
(AH) and the Trans-Asian Railway (TAR) continue to serve as reference point for both 
subregional and inter-regional cooperation initiatives. The Intergovernmental Agreement on 
the Asian Highway Network entered into force in July 2005 and the draft intergovernmental 
agreement on the Trans-Asian Railway is expected to be signed in Nov. 2006. Noteworthy 
recent cooperation initiatives also include the UN Special Programme for the Economies of 
Central Asia (SPECA) since 1997 and the Euro-Asian Transport Linkages Project of UN 
Regional Commissions since 2002. 

The major part of subregional cooperation in transport is promoted under the frameworks 
of subregional, intergovernmental organizations, such as ASEAN, ECO, FORUM and 
SAARC, which cover a multitude of economic sectors. Most recently, there has been also a 
proliferation of many other programmes, projects and initiatives with elements of subregional 
cooperation in land transport, such as BIMP-EAGA, IMT-GT, IMS-GT, AMBDC, GMS, and 
ACMECS. Most of these organizations and programmes aim to complement each other and 
the AH and TAR.  

Competition issues in maritime transport development and special needs of Pacific Island States. 
Regional cooperation in maritime transport takes significantly different forms in the case 

of the coastal regions of the Asian continent and its major economies, than in the case of 
small island developing states (SIDS) in the Pacific. Changes in technology, ship route 
structures and the role of state owned ports, have led to consolidation, concentration, co-
opetition and strategic alliances in shipping. Particularly, the emergence of port operating 
companies with dominant work market positions has raised a number of competition issues 
that still remain unresolved. Regional and subregional cooperation in transport of small island 
developing states (SIDS) is promoted mainly by the ESCAP Pacific Operations Centre 
(EPOC) and the Pacific Island FORUM. The Global Action Plan for small island developing 
states (SIDS) has been a guiding framework for regional cooperation in the Pacific since 
1994. 

Regional cooperation in development of an Asian integrated transport systems is in its infancy 
While the private-sector driven development of maritime and civil aviation networks have 

developed into their characteristic hubs-and-spokes systems, governments have tried to 
promote scale and interconnection through inland container depots (ICDs) on the national 
level. Since companies in the maritime and air transport sectors are owning or running 
regional and global networks of their own, regional cooperation initiatives to promote 
integrated transport mainly focus on the land linkages to these networks. The ALTID project 
of ESCAP is an early example. The ESCAP Secretariat is working on a practical 
methodology for development of an Asian Integrated Transport System and has promoted 
cooperation through a series of subregional studies. ESCAP has also been working closely 
with ADB, supporting its comprehensive subregional cooperation programmes in Asia and 
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the Pacific, all of which include components related to integrated transport: GMS, SASEC, 
CAREC, BIMP-EAGA, SECSCA, and the Pacific Plan for the small island states in the 
Pacific Ocean. 

F. Conclusion 

The large number of agreements and initiatives in Asia and the Pacific in the areas of 
trade, transport and to a limited extent in ICT are a general expression of the desire of 
governments to cooperate on the issues and of their recognition of the potential benefits of 
such cooperation, particularly as a response to globalization challenges.  

As issues like cross-border land transport and fixed-line Internet communications are 
regional by nature, useful harmonization can be achieved on the regional level within a global 
framework.  

The complex “system” of overlapping agreements can be viewed as yet another non-
physical network layer that emerges with, and complements that of physical network 
infrastructure development.  

Despite the many similarities, there are also important sectoral differences in regional 
cooperation on networks infrastructure, facilities and services. 

In terms of the content of regional cooperation, more cooperation on actual 
operationalisation of infrastructures could prove beneficial. In this context, a strategic and 
long-term network perspective is needed that fully takes into account the explicit link 
between the various network layers and to development.   

 
VIII. SYSTEMIC RISKS ARISING FROM INCREASED REGIONAL 

INTEGRATION  

This Chapter uses the concept of networks (introduced in Chapter V) to identify major 
systemic risks related increased regional cooperation and integration. 

A. Introduction 

Far-reaching processes such as regional integration or globalization in general often lead 
to a re-distribution of costs and benefits, including “material” and social well-being. 
Consequently, various groups of people and even countries will have different views on what 
is a desirable or an undesirable effect of regional integration. For example, we can look at an 
expected re-distribution of income opportunities between two groups of people due to 
regional integration, and assess the probabilities of various possible outcomes. This approach 
provides measures of risk, a concept that by nature is neither positive nor negative.  

B. Types of risk 

Most risks are simple direct risks. For example, the risk that the income of a certain group 
of rice farmers will increase/decrease due to regional integration is such a direct risk. Direct 
risks can usually be addressed by appropriate policies of national government, and are, 
therefore, not considered here.  

However, there are also so-called systemic risks which are risks that are inherent in the 
“system”, as it becomes integrated. These types of risks often can only be addressed by 
regional cooperation of governments, not by policies of a single government.  




