Bank Information Center Report

This controversial transcontinental road project threatens the environment and indigenous communities in both Peru and Brazil. 

	Location
	Peru 

	Total Cost
	US$2,000 million 

	Funding
	CAF; BNDES; 

	Status
	Financed 


introduction

The Southern Interoceanic Corridor (also called the “Interoceanic” or “Bioceanic” Highway) is one of the anchor projects of the Peru-Brazil-Bolivia corridor of the IIRSA initiative (Infrastructure Integration of the South American Region).   This project consists of the construction and rehabilitation of a total of 2,603 kilometers of roads linking the Amazon state of Acre in Brazil with the port cities of Ilo, Matarani and San Juan de Marcona along the southern coast of Peru.  The Brazilian side of the highway is already partially constructed, with routes BR-364 and BR-317 already paved from the Brazilian cities of Porto Velho and Río Branco to the border with Peru at Iñapari. For this reason, discussion of the Transoceanic Highway generally refers to the rehabilitation and improvement of three roads which link the Peru-Brazil border with the coast of Peru (see map in Figure 1). 

Figure 1: Map of the Transoceanic Highway [1]



Objectives

According to its proponents, construction of the Transoceanic Highway will facilitate transport of Brazilian goods to the Pacific coast (and Asian markets) as well as the transport of Asian products to the Atlantic coast (and US, European and Brazilian markets).  Ex-president of Peru Alejandro Toledo asserted that the highway will increase access of Peruvian products to markets in Brazil and that the project will lead to an 1.5% annual increase in GDP.  

Works

Highways

On the Brazilian side, which has a more complete highway system, the investment focuses on the construction of an international bridge over the Acre River and a more efficient means of border passage.  On the Peruvian side, planned works include the construction of a paved highway over the already-existing stretch between the Inambari River and the Brazilian border, as well as the rehabilitation and/or improvement of three already paved roads that cross the Andes to connect with the ports of San Juan de Marcona, Matarani and Ilo on the southern coast of Peru.   

On the Peruvian side, the project consists of the construction and rehabilitation of a total of 2,586 km of highway, more than 17 km of urban routes (not including the urban zone of Juliaca). In order to facilitate the implementation of the necessary works, the project is divided into five sections (see Table 1). 

Table 1: sections of the Southern transoceanic highway [2]

	Section No. 
	Planned Connections
	Length Paved (in km.)
	Length unpaved
	Date of Publication of Final Contract
	Date of Contract Award

	   1
	San Juan de Marcona-Urcos
	     763
	      0
	27 January 2006
	29 August 2007

	   2
	Urcos-Inambari
	       0
	    300
	13 June 2005
	23 June 2005

	   3
	Inambari-Iñapari
	       0
	    403
	13 June 2005
	23 June 2005

	   4
	Inambari-Azángaro
	       0
	    306
	13 June 2005
	23 June 2005

	   5
	Ilo-Juliaca; Matarani-Azángaro; Puente Gallatini-Humajalso
	     752
	     62
	27 January 2006
	 


Figure 2: sections of the southern Transoceanic highway




Bridges

In addition to the rehabilitation of the Transoceanic Highway, the project includes the construction of around 22 bridges at various points along the corridors, among which the Presidente Guillermo Billinghurst Bridge is included. The Billinghurst Bridge will cross the Madre de Dios River just a few meters from Puerto Maldonado, the main city in the department of Madre de Dios. This bridge will measure722 meters long from end to end, and will hang 528 meters long. PROVIAS NACIONAL is in charge of the feasibility study of this project, which will require an investment of approximately US$22 million.[3] 

footnotes

[1] Taken from La Integración Regional entre Bolivia, Brasil y Perú. 2002. Wagner, A. y Rosario Santa Gadea Duarte, eds. CEPEI, Lima.

[2] The majority of this data can be found on the web page of ProInversión
[3] Patrón, P. “Préstamo para una carretera riesgosa” in Observatory Bulletin IFIS Nº 4, no date. Civil Labor Association, Lima, Peru.

Socio-Environmental Impacts

Various NGOs and other entities dedicated to monitoring as ONGs the progress of the Transoceanic Highway have noted that the project was approved without a definitive Environmental Impact Assessment (EIA). Typically, in order to be approved, a project of this magnitude must have an EIA which includes, among other things a) consideration of other development alternatives, and the reasons why they were not chosen; b) identification of risks which proposed works pose, within the environmental, social and institutional context of the project; c) a broad discussion of the environmental and social impacts that may result from the project; and d) a presentation of the proposed actions that will be taken to avoid or minimize said impacts in the environmental, social and institutional spheres.  In the case of the Transoceanic Highway, very little analysis of this nature has been done.   

Not long ago, Marc Dourojeanni, ex-Environmental Advisor for the Inter-American Development Bank (IDB), wrote a report on the projected social and environmental impacts of the Transoceanic Highway.  His report states that the negative impacts of the highway could be enormous in the tri-national “MAP” region as a whole, but emphasizes that the impacts will be especially grave in Peru. The financial institutions on the Peruvian segment of the project either do not have socio-environmental regulations or policies (as with BNDES), or rely on a system in which the donor government is responsible for taking measures to avoid and mitigate the impacts of the project (as with CAF). The report compares the institutional capacity of Brazil with that of Peru and determines that the Peruvian government does not have the capacity to ensure compliance with their weak socio-environmental mitigation laws.   

The Peruvian sections of the project would pass through several indigenous territories and national parks in areas of immense socio-cultural and ecological diversity.  Dourojeanni’s report notes that in the case of Brazil, various direct and indirect impacts have been seen as a result of highways that run through jungle areas.  These impacts stretch out at least 50 km on each side of the roads, and he estimates that the impact of the highway in Peru would not be any less significant.  Table 2 presents a list of possible impacts, with varying intensity, in the department of Madre de Dios which would be caused by, more than anything else, the new highway:

Table 2: Typical environmental and social impacts linked to highway projects in the amazon basin [5]
	Environmental Impacts
	Social Impacts

	· Deforestation due to legal and illegal (migratory) agriculture, on soil with low agricultural aptitude 

· Degradation of the forest due to unmanaged logging without replanting  

· Increased risk of forest fires 

· Illegal hunting for commercial sale of meat, furs and leather and especially traffic of live animals 

· Abusive fishing, often with illegal tools, dynamite and toxins 

· Soil erosion due to deforestation on hillsides and poor soil management 

· Chemical contamination of soil and water due to use of agrochemicals or as a result of mining 

· Reduction of environmental services provided by forests (water cycle, absorption of CO2, etc.) 

· Invasion of protected areas (i.e. parks)
	· Invasion of inidgenous lands by farmers, loggers and miners and eventual death of indians from disease or conflicts 

· Displacement of indigenous populations, invasion of territory of other indians and generation of conflicts among them  

· Land speculation and illicit appropriation of land 

· Proliferation of illegal crops (coca) 

· Facilitation of trafficking of drugs, arms, wild animals and contraband in general 

· Stimulation of migration to urban areas, degradation of social and environmental services in cities and local villages 

· Stimulation of formation of “shanty towns” or favelas 

· Promotion of slave-like sub-employment (i.e. in mining or logging)


