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SYNOPSIS OF TERMS
“BRHIA”

Beirut Rafic Hariri International Airport

“CEDRE”

Conférence Économique pour le Développement
par les Réformes et avec les Entreprises

“CDR”

“CTE”

“CH4”

Council of Development and Reconstruction

Center for Transport Excellence

Methane

‘‘CIP’’

Capital Investment Program

“CO2eq.”

Carbon Dioxide Equivalent

“CO2”

“DGLMT”
“ESIA”
“GBA”

Carbon Dioxide

Directorate General of Land and Maritime
Transport

Environmental and Social Impact Analysis

Greater Beirut Area

“GDP”

Gross Domestic Product

“GEF”

Global Environment Facility

“GCI”
“Gg”

“GHG”
“HCP”
“km”
“

”

Global Competitiveness Index
Gigagram

Greenhouse Gas

Higher Council for Privatization
Kilometers

Square Kilometers

“km/hr”

Kilometers per Hour

“MoPWT”

Ministry of Public Works & Transport

“MoE”
“N2O”

“PPP”

“RTA”

“UITP”
“UNDP”

“UNFCCC”
“UNHCR”
“UNRWA”
“WEF”

“WHO”
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Ministry of Environment
Nitrous Oxide

Public Private Partnership

Dubai’s Roads & Transport Authority

International Association of Public
Transportation

United Nations Development Programme

United Nations Framework Convention on
Climate Change
United Nations High Commissioner for
Refugees

United Nations Relief and Works Agency
World Economic Forum

World Health Organization
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I.

EXECUTIVE SUMMARY

During April of the current year, the Lebanese government adopted a “Capital Investment
Program” (CIP) that focuses on the development and rehabilitation of major infrastructure projects
in Lebanon, with a total estimated cost of around $23 billion, extending over a period of 12 years
(2018-2030) divided into three phases of 4 years each, and including a total of over 280 projects.
This report, drafted by the Credit Libanais Economic Research Unit, presents a brief overview of
the transportation sector projects within the CIP, which detain the lion’s share of allocated funds,
amounting to $7.38 billion or the equivalence of 32% of the total CIP envisaged cost.
Transportation-related investments will be allocated over 24 separate projects, the potential
economic and environmental impact of which are highlighted in this paper.

Lebanon suffers from severe congestion conditions due to years of neglect and lack of urban
planning and major investments in basic infrastructure. Furthermore, in the absence of alternatives
such as a comprehensive national public transportation system or railway services, the current
fleet of transportation means is largely dominated by private vehicles which account for more than
86% of the entire fleet. Daily entrant vehicles to Beirut via the Northern Highway are estimated at
300,000 according to the World Bank, while around 200,000 and 150,000 vehicles arrive via the
Southern and Eastern axes respectively per workday. Moreover, the vehicle stock in Lebanon has
been significantly growing over the years whereby in 1997, the total number of vehicles circulating
across the road network was almost 783,000 at a time when the population was 3.1 million or
0.25 vehicle per capita, reaching an estimated 1.4 million in 2015, according to the Ministry of
Environment, against a total population of 5.85 million (including Syrian refugees), the equivalence
of 0.24 car per capita (a ratio that would rise to 0.32 were Syrian refugees excluded). To further
aggravate the situation, the Syrian refugee crisis has imposed large burdens on the social, political,
environmental, and economic levels, most tangible of which can be spotted on the level of the
country’s already decaying infrastructure.

Lebanon’s traffic problem imposes heavy burdens and large direct and indirect costs on the
country’s economy, setting huge constraints on its growth prospects and hindering it from realizing
its potential. Overall, various studies conducted by Lebanese ministries and other international
organizations estimate that the economic cost of traffic in Lebanon ranges between 5% and 10%
of its Gross Domestic Product (GDP), a ratio that is considered very high, according to the World
Bank, when compared to other nations. These costs along with associated opportunity costs display
themselves on various levels such as: trade and transport of goods and services, transportation
costs (whereby surveys indicate that, generally-speaking, transportation costs constitute an
estimated 15% of a regular Lebanese household’s total expenditures, a share that is extensively
high when compared to peers in the region), the tragedy of commuting, road safety (whereby the
World Health Organization’s (WHO) “Global Status Report on Road Safety 2015” estimated road
traffic fatalities at 1,088 in 2015 and GDP loss due to road traffic crashes between 3.2% and 4.8%,
higher than most countries around the globe), and investment. Besides the many negative effects
traffic conditions and the state of the transportation sector in Lebanon have on its economy, there
can be detected additional significant repercussions as well on the country’s environment.
According to a study conducted by the Ministry of Environment (MoE) in collaboration with the
United Nations Development Programme (UNDP) and the Global Environment Facility (GEF), the
transport sector has a very high contribution to air pollution, accounting alone for over 40% of
national oil consumption and almost 23.6% of total Greenhouse Gas (GHGs) emissions in Lebanon.
The assessment of the CIP takes into consideration and attempts to depict the extent to which
investment in infrastructure influences national performance on the level of both overall
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productivity in the economy and the geographic distribution and spread of economic activity.
Moreover, the approach of the proposed CIP is not limited to generally boosting economic growth
and developing local infrastructure, but also accounts for the risks and drawbacks of prevailing
regional conflicts on the overall economy and the opportunities that will potentially arise in the
aftermath of the termination of said conflicts.

Undoubtedly, the CIP will have a direct and indirect impact on the Lebanese economy through its
positive contribution to: employment (expected to generate an estimated 62.65 million labor days
of employment according to the Lebanese government, equivalent to a total of 248,611 job
opportunities ~ 20,718 job opportunities per year over the entire period of implementation which
spans over 12 years), investment, trade and transport of goods and services, and social cohesion
and inequality and poverty reduction.
Finally, this research document illustrates the positive repercussions of CIP-related projects on the
environment. More specifically, roads rehabilitation and expansion will certainly ease the traffic on
major and minor routes outside, at the entrances, and inside the Greater Beirut Area (GBA). As a
consequence, less congestion will contribute to decreased GHGs emissions and hence to an
improved air quality. Moreover, World Bank estimates reveal that the new public transport scheme
proposed under the umbrella of the CIP is projected to decrease congestion by around 16% in the
GBA, accounting for a 45,000+ decline in circulating cars per day, equivalent to a reduction in
associated negative externalities by 0.5% to 1% of GDP.
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II.

INTRODUCTION

Prior to the CEDRE conference, or the “Economic Conference for Development through Reforms
with the Private Sector”, which was held in Paris on April 06, the Lebanese government had drafted
and adopted a “Capital Investment Program” (CIP) that focuses on the development and
rehabilitation of major infrastructure projects in the country, which was presented to the
representatives of 48 countries and international organizations, the local private sector, and civil
society participating in the meeting. The CIP, which requires a total of some $23 billion in funding,
stretches over an overall period of 12 years (2018-2030), divided into three phases of 4 years
each, and includes a total of over 280 infrastructure-related projects, allocated over the energy,
transport, water, wastewater, solid waste treatment, telecommunications, and culture and tourism
sectors and special economic zones.1 According to the Higher Council of Privatization (HCP), 18 to
20 projects out of the 280 will be executed via Public Private Partnership (PPP) frameworks, most
important of which are the expansion of Beirut Rafic Hariri International Airport (BRHIA) and the
Dbaye - Nahr Ibrahim Motorway. This paper sheds light on the share of the transport sector of the
CIP, highlighting major projects and plans covered by the program and their potential economic
and environmental impacts.
Allocation of CIP Required Funds by Sector
Solid Waste
Management, 6%
Wastewater, 12%

Telecom, 3%

Cultural, 1%

Transport, 32%

Water, 22%
Energy, 24%

Source: World Bank, Credit Libanais Economic Research Unit

The chart above sketches the breakdown of funds required to finance infrastructure projects listed
in the CIP by sector. As depicted above, the transport sector controls the lion’s share of allocated
funds, amounting to $7.38 billion and amassing 32% of the total CIP envisaged cost. It spans over
24 separate investment projects to be implemented over the 2018-2030 period by priority. The
bulk of investments in the transportation sector is concentrated in Lebanon’s major highways,
while the remaining part focuses on the development of strategic assets. The latter comprises the
expansion of BRHIA and Tripoli Port, in addition to the establishment of a comprehensive public
transport network and the introduction of a new modern railway that links Tripoli Port to Syrian
territories.2

1
2

“Capital Investment Program”, Government of Lebanon (April 2018)
“Strategic Assessment: A Capital Investment Plan for Lebanon – Investment Opportunities and Reforms” (April 2018)
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III. OVERVIEW
A. Existing Road Plans
i.

Description & Conditions

Lebanon, with a total surface area of 10,452 km and a population of nearly 4.5 million, excluding
the approximate 0.5 million Palestinian and 1.5 million Syrian refugees residing on its territories,
enjoys a broad road network which extends over 22,000 km. In specific, around 6,400 km is
classified as main, mostly paved, can be subdivided into four main categories: international,
primary, secondary, and local roads, and lies within the authority and responsibility of the Ministry
of Public Works & Transport (MoPWT). Estimations of the MoPWT show that around 15% of the
main road network is in “good condition”, 50% is in “fair condition”, and 35% is in “poor condition”.
The remaining 15,600 km represent unclassified roads that fall under the governance of
municipalities. Overall, Lebanon’s road network is in a very bad condition and has not witnessed
any significant expansion, development, or improvement since the 1960s. 3 Consecutive years of
inadequate maintenance, lack of appropriate organization and urban planning, underinvestment,
and inefficient spending, have led to drastic deterioration in the country’s infrastructure, where
road safety conditions are dire and bottlenecks and traffic jams are constantly encountered at the
GBA entrance points and all highways and secondary roads leading to or passing through it. For
instance, the “2006-2009 Development Program”, which was an investment program drafted by
the Lebanese government in 2006 focusing on the development of a strategy for the transportation
and infrastructure sectors, had stated that while some $100 million annual spending is required in
order to maintain the road network at a minimum acceptable standard, the MoPWT was barely
spending $40 million on the rehabilitation of roads.4 Moreover, and besides underdeveloped roads’
inability to accommodate the increasing number of vehicles, Lebanon lacks an organized and
reliable public transportation system, aggravating its transport and infrastructure problems and
significantly constraining its growth capacities and prospects.
The chart below depicts Lebanon’s global rank (out of 137) and overall score (out of 7) on the level
of the infrastructure pillar in the Global Competitiveness Index (GCI) published by the World
Economic Forum (WEF) over the 2011-2017 period, 5 conveying the country’s generally weak
performance and lack of any substantial improvement in that area. This reflects the ailing
infrastructure as well as the government’s failure in effectively addressing the issue.
Evolution of the Global Rank and Score of Lebanon on the Level of the
Infrastructure Pillar in the Global Competitiveness Index
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Source: World Economic Forum, Credit Libanais Economic Research Unit

3
4
5

“Roads and Employment Project” (P160223), The World Bank (January 2017)
“Capital Investment Program”, Government of Lebanon (April 2018)
“The Global Competitiveness Report”, World Economic Forum (2011-2017)
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B. Car Congestion
i.

Evolution & Forecasts

As mentioned earlier, Lebanon suffers from severe congestion conditions due to years of neglect
and absence of urban planning and major investments in basic infrastructure. The country’s main
cities, its arterial roadways, highways, and intersections, particularly in the GBA, are characterized
by daily extreme traffic problems, whereby long delays are continuously experienced and undercapacity is clearly visible. Furthermore, in the absence of alternatives like public transportation or
railway services, the current fleet of transportation means is largely dominated by private vehicles
which account for more than 86% of the entire fleet as passengers almost fully rely on their own
cars in order to meet their needs. In addition, carpooling or ride-sharing remains relatively very
low with average vehicle occupancy rate standing at about 1.3. 6

Detailed figures and statistics pertaining to car congestion and road traffic further reflect the
severity of the infrastructure problem. Besides the traffic inside the country’s capital, the heavier
part of traffic is recorded at its outskirts which include three main entrances to the city: Northern,
Southern, and Eastern. Specifically, daily entrant vehicles to Beirut via the Northern Highway are
estimated at 300,000, while around 200,000 and 150,000 vehicles arrive via the Southern and
Eastern axes respectively per workday. Additionally, at peak hours, average car speed stands at
30 km/hr on main highways, dropping to 10 km/hr on minor and secondary streets. 7 MoE figures,
presented in the chart below, portray the sharp increase in total passenger vehicle stock in Lebanon
over the 1997-2015 period and the expected continuous rise in said stock until 2040. In 1997, the
total number of vehicles circulating across the road network was almost 783,000 at a time when
the population was 3.1 million 8 or 0.25 vehicles per capita, persistently growing over the years
reaching an estimated 1.4 million in 2015 against a total population of 5.85 million (including
Syrian refugees), the equivalence of 0.24 cars per capita (a ratio that would rise to 0.32 were
Syrian refugees excluded). Currently, total passenger vehicle stock in Lebanon is estimated to be
near the 1.6 million figure, which therefore means that over the course of 20 years, the mentioned
stock more than doubled. The latter is also expected to maintain its expansionary momentum on
the short and medium runs, escalating by 4% per year, to reach a forecasted 1.7 million vehicles
by the year 2020 and some 2.7 million by 2040.9 10
Evolution of Total Passenger Vehicle Stock in Lebanon
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2,000,000
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1,000,000

783,215

1,008,885

1,219,224

1,292,433

1,406,103

1,693,136

500,000
-

1997

2002

2005

2010

2015e

2020f

2040f

Source: Ministry of Environment, Credit Libanais Economic Research Unit

Various surveys conducted by the CDR, MoPWT, and the DGLMT
“Greater Beirut Public Transport Project” (P160224), The World Bank (February 2018)
The World Bank Database (July 2018)
9
“Lebanon’s Second National Communication to the UNFCCC”, MoE/UNDP/GEF (February 2011)
10
“Lebanon’s Third National Communication to the UNFCCC”, MoE/UNDP/GEF (November 2016)
6
7
8
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The real problem is evident in the figures listed above. The same highways and roads designed
and established in the 1960s (noting that the population of Lebanon was around 1.8 million back
then), accommodated 783,000 vehicles in 1997 and are currently (total population of 6.0 million,
including refugees) bearing the load of some 1.6 million passenger vehicles in Lebanon. In this
context, it is no secret that travel demand and population growth rates are, by far, outpacing the
road network’s capacity to accommodate vehicles, and that this fact, coupled with future vehicle
stock expectations and increasing motorization and urbanization levels, altogether disregarding
the impact of the Syrian refugee inflow (which is tackled in the next section), is considered a major
and serious challenge for the efficiency, urban development, economic, and environmental aspects
of Lebanon.11
ii. Impact of Syrian Crisis
As the Syrian war enters its eighth year, Lebanon continues to bear the consequences of the
massive refugee inflow to its territories which has made it the country with the highest refugee
per capita ratio worldwide, standing at 1 refugee for every six inhabitants in 2017. 12 The United
Nations High Commissioner for Refugees (UNHCR) commented that said ratio would accelerate to
1 refugee per four inhabitants when Palestinian refugees under the United Nations Relief and Works
Agency’s (UNRWA) mandate are included. The Syrian refugee crisis has had numerous negative
impacts on the social, political, environmental, and economic levels, most tangible of which can be
spotted on the level of the country’s already decaying infrastructure. The subsequent surge in
population has been consistently draining Lebanon’s resources, public finances, and public services
over the past few years. In particular, the transport sector has been carrying the heaviest burden
of the refugee influx for many reasons and in several ways. To begin with, the number of individuals
hence vehicles circulating around the country drastically increased, radically worsening traffic
conditions especially in urban areas. In figures, traffic around the GBA is estimated to have
amplified by 15% to 25% since refugee waves flowed into the country, resulting as such in multiple
environmental and economic externalities. The situation isn’t any better in rural areas where
adequate infrastructure and basic public services hardly exist and host communities live in harsh
economic conditions. Both factors have been further strained by the presence of refugees. 13 The
entire local transport system and infrastructure, which already operates at or way beyond full
capacity, has been put under immense pressure. Road rehabilitation, maintenance, and
development needs have sharply risen due to excess transport demand amid very limited financing
government abilities, knowing that displaced communities have almost null contribution to the
state as they rarely pay any taxes. Additionally, and as a result of the closure of Syria’s borders
and the disturbed activity of its ports and airports, a significant part of air and maritime traffic has
been redirected to Lebanese ports. The use of Lebanese facilities extends beyond the current mere
need to send and deliver humanitarian aid to target groups so as to involve the potential future
reconstruction plans in Syria in which Lebanon is expected to play an important role. The existing
elevated pressure on the transportation sector, coupled with future potential Lebanese
participation in the Syrian reconstruction process, necessitates that Lebanon introduces urgent
crucial investments to the whole transport system, road network, and main ports and facilities in
the country in order to be able to face all challenges and difficulties. 14

11
12
13
14

“Reducing Traffic Congestion in Beirut: An Empirical Analysis of Selected Policy Options”, (Policy Research
The World Bank (August 2017)
“Global Trends: Forced Displacement in 2017”, UNHCR (June 2018)
“Greater Beirut Public Transport Project” (P160224), The World Bank (February 2018)
“Capital Investment Program”, Government of Lebanon (April 2018)
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IV.

COSTS

Car congestion and road traffic have numerous negative effects that display themselves on the
social, environmental, and economic fronts and that will be discussed in depth in the subsections
below.
A. Economic Bill
Lebanon’s prevailing severe traffic problem imposes heavy burdens and large direct and indirect
costs on the country’s economy, setting huge constraints on its growth ability and prospects and
hindering it from realizing its potential. Overall, various studies conducted by Lebanese ministries
and other international organizations estimate that the economic cost of traffic in Lebanon ranges
between 5% and 10% of its GDP, a ratio that is considered very high relative to other nations.
Where do these costs along with other associated opportunity costs come from?
i.

Trade and transport of goods and services: The decaying state of infrastructure and road
network in Lebanon, coupled with the traffic witnessed on arterial highways and the limited
capacity and expensive fees at its ports, renders the utilization of Lebanese routes and ports
unattractive and time- and money-consuming for the transport of goods across and through
the country onto neighboring markets. Consequently, Lebanon misses the opportunity of being
a transit station and a center linking local and foreign trade partners to each other, losing thus
the chance to accumulate many revenues and returns generated from providing such services.

ii. Transportation costs: In the absence of an affordable and reliable transport system, Lebanese
consumers find themselves forced to rely on privately-owned vehicles to commute. In this
context, cars in Lebanon are relatively expensive given that customs on vehicles import are
very high and can sometimes exceed 50% of the vehicle’s total value. A person therefore needs
to allocate a substantial portion of her/his income in order to be capable of purchasing this
necessity. Furthermore, a recent survey indicated that, generally-speaking, transportation
costs constitute an estimated 15% of a regular Lebanese household’s total expenditures, a
share that is extensively high when compared to peers in the region. 15 It is worth mentioning
that said costs are always subject to the possibility of further expansion given the fact that
Lebanon is an oil-importing country.
iii. The tragedy of commuting: The daily tragedy of commuting from regions outside the capital
to it for the sake of work or other purposes given the high degree of centralization has led to
several outcomes:
a. Individuals who still drive on a daily basis to or through the GBA suffer on the
psychological and physical levels whereby a significant amount of their time is simply
spent in traffic, gradually consuming, besides their time, their efforts and energy, and
considerably reducing their productivity. Albeit one cannot quantify the psychological
impact of traffic on drivers, one can clearly notice it through the heightening rate of
road accidents and the attitude of drivers reflected in the widespread and frequent
incidents of conflict that sometimes end as crime against drivers on the road.
b. Many individuals have moved closer to the capital in an internal rural-urban migration
phenomenon that has resulted in:
15

“Capital Investment Program”, Government of Lebanon (April 2018)
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-

Further and excessive centralization in the capital;
Mounting urbanization challenges and traffic conditions;
Increase in poverty rates and deprivation in rural areas;
Hike in the prices of many goods and services in Beirut, mostly apparent, for
instance, in the high housing and rental prices around the city 16

iv. Road safety: The poor quality of road infrastructure, the lack of maintenance and follow-up,
together with the feeble road safety management, have dragged road safety in Lebanon to a
very low standard. The former’s detrimental economic repercussions are portrayed in the
WHO’s “Global Status Report on Road Safety 2015” in which estimated road traffic fatalities
stood at 1,088 in 2015 and estimated GDP loss due to road traffic crashes ranged between
3.2% and 4.8%, higher than most countries around the globe. 17
v. Investment: Last but not least, Lebanon’s weak infrastructure and poor road traffic conditions
very likely repel investors away from the country as adequate infrastructure is considered a
key characteristic that encourages both local and foreign investors to engage in productive and
job-generating projects in a country.
B. Environmental Bill
Besides the many negative effects traffic conditions and the state of the transport sector in Lebanon
have on its economy, there can be detected additional significant repercussions as well on the
country’s environment. According to a study undertaken by the MoE in collaboration with UNDP
the GEF, the transport sector has a very high contribution to air pollution, accounting alone for
over 40% of national oil consumption and almost 23.6% of total GHGs emissions in Lebanon. 18 19
GHG Emissions by the Transport Sector in Lebanon (2013)
CO2 (Gg)
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CO2 eq.)
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6,158.35

Source: MoE, UNDP, GEF, Credit Libanais Economic Research Unit
Top Sources of GHG Emissions (Gg CO2eq.) in Lebanon (2013)
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16
17
18
19

“Greater Beirut Public Transport Project” (P160224), The World Bank (February 2018)
“Global Status Report on Road Safety 2015”, World Health Organization (October 2015)
“Lebanon’s Third National Communication to the UNFCCC”, MoE/UNDP/GEF (November 2016)
“Lebanon’s Second Biennial Update Report to the UNFCCC”, MoE/UNDP/GEF (October 2017)
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Moreover, in reference to the “MENA Transport Report 2016”, Lebanon has one of the highest
motorization rates in the Middle East and North Africa (MENA) region estimated at 330 vehicles
per 1,000 citizens in 2011, only preceded by Kuwait (426 vehicles/1,000 persons) and Bahrain
(347 vehicles/1,000 persons), and followed by peers like Oman (313 vehicles/1,000 persons),
Qatar (293 vehicles/1,000 persons), and Jordan (138 vehicles/1,000 persons), only to name a
few.20 The country is not only characterized by a sizeable motorization rate (more recent statistics
estimate the motorization rate at 434 vehicles/1,000 persons in 2014 21), but also the majority of
the fleet is old, highly-polluting, and inefficient. 22 A main reason for the mentioned is that people
find themselves incapable of renewing their cars into more eco-friendly ones such as fuel-efficient
vehicles or hybrid electric vehicles, simply because the tax bill on imported cars is very expensive
and the government provides no incentives to encourage such shifts. The resulting rise in pollution
pursuant to the massive emission of harmful gases is viewed as a negative externality impacting
the healthcare bill. Concisely, poor air quality and the presence of toxic gases are the reasons
underlying various respiratory diseases and other sicknesses, the treatment of which entails large
costs and is physically devastating.
Motorization Rate (vehicles/1,000 persons) in 2013 in a Selection of Countries in
the MENA Region according to the MENA Transport Report 2016
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V.

PROJECTS & PLANS

A. Projects in the Transport Sector
As mentioned earlier in the paper, the CIP entails 24 separate investment projects the cost of
which amounts to $7.38 billion. The assessment of the CIP takes into consideration and attempts
to depict how far investment influences national performance on the level of both overall
productivity in the economy and the geographic distribution and spread of economic activity.
Moreover, the approach of the proposed CIP is not limited to generally boosting economic growth
and developing local infrastructure, but also accounts for the risks, burdens, and drawbacks of
regional conflicts on the entire economy and the opportunities that will potentially arise in the
aftermath of the termination of said conflicts. A considerable portion of the CIP particularly targets
vulnerable communities in deprived regions where the heavy influx and settlement of Syrian
refugees have further exacerbated living conditions. In addition, a major part of it focuses on
investments that can be useful and vital when the process of reconstruction in Syria kicks off.
20
21
22

“MENA Transport Report 2016”, MENA CTE/RTA/UITP (April 2016)
“NationMaster” country statistics (Retrieved July 2018)
“Greater Beirut Public Transport Project” (P160224), The World Bank (February 2018)
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Lastly yet most importantly, the CIP framework encourages and relies on the participation of the
private sector in planned projects, a participation that can take many forms (BOT, BTL, BOO…)
depending on the type of the project of interest, alleviating as such parts of the financial burden
on the government, contributing to efficient investment through the private partner’s know-how
and experience, and sharing as well the associated risks with the government. The table below
presents a detailed description of projects in the transport sector included in the CIP. 23

Re fe re nc e
TP1
TP1
TP1
TP2

P roje c t
Dbaye- Nahr Ibrahim Motorway
(A2) - Phase 1
Dbaye- Nahr Ibrahim Motorway
(A2) - Phase 2
Dbaye- Nahr Ibrahim Motorway
(A2) - Phase 3
Beirut Peripheric - Phase 1

Imple me nta tion
Cyc le
1
2
3
1

TP2

Beirut Peripheric - Phase 2

2

TP2

Beirut Peripheric - Phase 3

3

TP3

Southern Coastal Highway
(Sidon bypass and Tyre link)

3

TP4

Northern Coastal Highway Beirut entranc e
Northern Coastal Highway Akkar

De sc riptio n
Design and c onstruction for development
works
Design and c onstruction for development
works
-

Design and c onstruction for development
works

S ta tus

Tota l Estima te d
Co st (Inve stme nt +
La nd Exp ropria tion )
(Million US D)

G e ne ra te d
Emp lo yme nt
(Million La bo r
Da ys)

Imp a c t*

Design partially available

372

2.90

3

Design partially available

496

3.80

2

No design

372

2.90

2

Design partially available

486

2.70

3

Design and c onstruction for development
works

Design partially available

648

3.70

2

- Completion of a missing 7.5km link on the
Southern Coastal Highway through Sidon
- South Highway Road - Phase 5: Section 23 kms from Bourj Rahhal - Abbasiyah in Tyre

No design

486

2.70

2

Design partially available

600

5.20

2

-

No design

180

2.10

3

200

1.75

3

1

Design under preparation

165

1.30

3

Beirut - Damascus Highway
Completion

Design and c onstruction of 35km highway
from Toufiqiyeh connecting to Ras Baalbek
and leading to the Syrian border

Design available

2

Jamhour - Baalc hmey & Mdeirej Completion

No design

500

4.60

3

TP8/a

Rehabilitation of c lassified and
munic ipal roads in the Mount
Lebanon region

1

Design and c onstruction for road
rehabilitation and expansion in addition to
urban facilitites projects within the
responsibilities of municipalities

Design available

509

5.80

3

TP9

Upgrade of the road network in
the GBA

2

Design partially available

430

4.40

2

TP10

Bus Rapid Transit System Greater Beirut Public Transport
Project

1

500

5.80

3

TP11

Tripoli - Syrian Border Railway

2

90

1.00

2

TP12

Touristic Port in Jounieh

TP5
TP6
TP7

TP14
TP15
TP16

Toufiqiyeh - Ras Baalbek Syrian Border Highway

2

Antelias - Nahr Beirut Seaside Highway

1

Pan Arab Highway - Akkar

2

Expansion of Sidon Port

3

Rehabilitation and development
of BRHIA - Phase 1

1

Touristic port in Tyre

3

TP16/a

Rehabilitation and development
of Rene Mouawad Airport in
Akkar

2

TP18

Servic e road for Coastal
Highway - Phase 1

1

TP18

Servic e road for Coastal
Highway - Phase 2

2

Various c onnections, road rehabilitations and
upgrades, parkings, and other infrastruc ture
works

Design and c onstruction of dedicated routes
and stations in addition to dedic ated bus
Feasibility & ESIA available
routes with Greater Beirut
Design and c onstruction works for railway
trac ks: includes both phases 1 and 2 of the
Tripoli - Syrian Border Railway in addition to a
rehabilitation of the seaside railway trac k
across Lebanon to be used for public
transport
Design and c onstruction works for touristic
port
Design and c onstruction of port extension
Design and c onstruction works for touristic
port
Design and c onstruction of rehabilitation and
development works
Design and c onstruction of rehabilitation and
development works to meet development
goals of Rene Mouawad Airport
- Providing safe exit roads for c ars and
passengers from c ities and major towns
- Service road sec tion 1 from Jounieh to Jbeil
and sec tion 2 from Khaldeh to Damour
- Providing safe exit roads for c ars and
passengers from c ities and major towns
- Service road sec tion 1 from Jounieh to Jbeil
and sec tion 2 from Khaldeh to Damour
Conduc ting tec hnic al and financ ial
appraisals for projects not included in the CIP

Design partially available

Design available

62

0.70

1

Design available

60

0.70

2

Design under preparation

500

5.80

3

No design

100

1.10

2

Design under preparation

106

0.40

3

No design

314

1.30

3

No design

30

0.30

2

Feasibility projects for major
1
Studies
25
3
projec ts
Rehabilitation od Tripoli Port TP20
3
No design
150
1.70
2
Phase 2
*The sc ore from 1 to 3 reflects the size of socio- economic impact of the c onc erned projec t and the extent to whic h it mitigates the repercussions of the Syrian crisis; the higher the sc ore, the higher the impact
of the project.
TP19

Sourc e: "Capital Investment Program" - Government of Lebanon, Credit Libanais Economic Researc h Unit
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B. Expected Benefits
i.

Economic Impact24

25

The numerous economic advantages of the CIP demonstrate themselves on various fronts. As
captured by the diagram below, the economic cycle is strongly reliant on infrastructure whereby
the latter and other components in the economy are mutually dependent on one another and
altogether favor economic growth.

24
25

“Capital Investment Program”, Government of Lebanon (April 2018)
“Strategic Assessment: A Capital Investment Plan for Lebanon – Investment Opportunities and Reforms” (April 2018)
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a. Employment: Investments in the CIP projects are expected to generate ample job opportunities
for job-seekers. Generally, around 10% of the Lebanese labor force, mostly constituted of lowskilled labors, is employed in the construction sector in Lebanon, a considerable part of which
particularly engages in the construction of transport infrastructure. Additionally, approximately
7% of the labor force works in transport services and facilities (such as truck drivers, ports and
airports personnel …). This shows that a large portion of the labor force will highly benefit from
executed projects. Besides the direct engagement of labor in transport-based construction
activity and services, indirect advantages can be spotted mostly through the associated
significant economic multiplier effects on: local engineering and contracting companies, local
suppliers of material, local truck drivers and shippers... Lastly, in reference to the table with
detailed project information (p.12), CIP projects in the transport sector are expected to
generate some 62.65 million labor days of employment (equivalent to a total of 248,611 job
opportunities ~ 20,718 job opportunities per year) over the entire period of implementation
which spans over 12 years, 26.45 million (42.22%) of which during the first cycle.
b. Investment: Investments in the transport sector are considered a principal economic stimulus
tool. A country’s adequate and well-maintained infrastructure encourages and invites local and
foreign firms to invest in projects, easing as such the burdens, risks, and costs of a rather poor
infrastructure setting. Furthermore, the huge infrastructure investments within the CIP give
Lebanese firms the chance to enrich their experience and expertise, rendering them more
competitive and largely ready to take part in projects abroad, more precisely, in the eventual
reconstruction works in Syria and Iraq.
c.

Trade and transport of goods and services: Investments in highways, primary and secondary
roads, existing and new ports… will drastically improve the road network and connectivity in
Lebanon enabling it to become a regional trade and transport hub, a position that it previously
used to occupy. Given its strategic geographic location, advanced infrastructure is sufficient
for helping the country export its own goods and transit shipments of goods easily and at low
costs. Moreover, Lebanon has a great opportunity to seize once reconstruction in Syria and
Iraq is initiated as it will be a center for local and foreign firms and government agencies
involved in the processes, as long as its road infrastructure, namely the Beirut-Damascus
Highway, is completed.

d. Social cohesion and inequality and poverty reduction: The positive outcomes of developed and
proper infrastructure are both quantitative and qualitative in nature. In this context, projects
that equally cover all regions around the country, from the most remote to the most central,
are expected to benefit a sizeable part of the population belonging to different social classes,
with special focus given to deprived and underdeveloped areas where poverty reigns.
Investments in the infrastructure of lagging regions enhance citizens’ ease of movement to
and through surrounding villages and major cities at reasonable costs and appropriate road
safety standards. Also in this vein, the government’s presence and role are emphasized through
said projects and so is the relation between the government and the inhabitants of these
regions. Moreover, an affordable, comprehensive, and reliable public transport system will
decrease transport costs borne by all individuals and will particularly serve women (no fear of
sexual harassment), youth (easy, affordable, and safe), and disabled persons (easily
accessible). This, in itself, brings people from different regions together and gradually
strengthens social relations, integration, cohesion, and tolerance through the interaction
involved. Last but not least, once the infrastructure is complete, lagging regions are likely to
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become attractive for various types of investments which will create job opportunities and thus
decrease unemployment rates.
Finally, investments in infrastructure can help markedly reduce the costs and negative externalities
(which include financial, economic, environmental, physical, psychological, and many other
burdens) associated with car congestion and poor road safety measures (which have been
previously discussed).
ii. Environmental Impact
The positive repercussions of CIP-related projects on the environment are expected to be large.
Roads rehabilitation and expansion will certainly ease the traffic on major and minor routes outside,
at the entrances, and inside the GBA. Subsequent accelerated car speed and less congestion
contribute to decreased GHGs emissions and hence to an improved air quality. Consequently, the
healthcare bill related to air pollution is reduced. In addition, though less direct and apparent,
better and safer road conditions favor substantial savings in household transport expenditures,
restraining both the overall cost and frequency of car maintenance and repairs. These savings can
possibly help car owners gradually shift to newer and more efficient and ecofriendly vehicles.
As an example, and in reference to the World Bank’s case study and assessment of the Greater
Beirut Public Transport Project (P160224) 26 (labeled as TP10 in the list of CIP transport projects),
it can be relayed that this project, by itself, can have massive environmental benefits upon
completion. The establishment of an organized and reliable public transport system will enable
citizens to lessen the dependence on their personal vehicles for commuting purposes. For instance,
in figures, World Bank estimates reveal that the new public transport scheme is projected to
decrease congestion by around 16% in the GBA accounting for a 45,000+ decline in circulating
cars per day, equivalent to a reduction in associated negative externalities by 0.5% to 1% of GDP.
Moreover, GHG emissions savings of the simple shift from currently operating inefficient public
buses to more environmentally-friendly ones are expected to reach 1,200,000 tCO 2 over a period
of 20 years. GHG emissions savings would rise further when other environmental aspects of the
project are accounted for.

26

“Greater Beirut Public Transport Project” (P160224), The World Bank (February 2018)
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This economic research publication has been prepared by the economic research unit at Credit Libanais SAL on
the basis of published information and other sources which are deemed reliable. It is intended for limited use
only and its re-distribution without the prior written consent of Credit Libanais is strictly prohibited.
Credit Libanais does not make any warranty or representation, expressed or implied, as to the accuracy or
completeness of the materials contained herein. Neither the information nor the opinions expressed herein
constitute, or are to be construed as an offer or solicitation of an offer to buy or sell investments. Opinions and
data expressed herein may be subject to change without prior notice.
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