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I. Strategy development (3)

 Review of current status of transportation

The documents provide a detailed description of the state of transportation in Lebanon and has 

accumulated valuable and useful information on many aspects of transportation that could be 

provide a credible background information for   policy makers. It describes the major problems that 

are facing the transportation sector.  For instance, it states:

“The land transport in Lebanon suffers from major problems including lack of organization. The

major cities, particularly the Greater Beirut Area (GBA), suffer from severe congestion and chaotic

traffic conditions.  Travel  demand is growing more rapidly than the transport  system’s ability to

accommodate. In the GBA alone, daily passenger trips are expected to rise to 5 million in 2015

(from 1.5 million in 1995).” (baseline section 3.1.1) 

“Major arterial roadways, highways, and intersections suffer from severe under capacity and delays.

The current transport system is dominated by cars, which constitute more than 86% of the vehicles

using  the  road.  Vehicle  kilometers  travelled  are  low,  reflecting  the  fragmentation  and  the

localization  of  the  economy.  Private  passenger  cars  account  for  the  majority  of  intra-city  trips

(approximately 70%). Both automobile ownership and usage are growing. The total cost of urban

congestion in GBA and other major cities and towns is estimated at around 10% of GDP.1” (baseline

section 3.1.1)
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The state of public transportation has certainly led to the prevalence of private transportation both

taxis and private vehicles. The privately owned public transportation fleet is composed of about

40,000 privately owned vehicles with an average age of over 13 years.  Another factor contributing

to the large number of licensed plates of service-taxis issued is the financial and social benefits

provided by the National Social Security Fund for the owners of those licenses. Consequently, the

number of license plates issued for service-taxis has tripled between the years 1996 and 1998 (just

in a two-year period). It rose approximately from 10,650 plates to 33,300 plates, not to mention the

taxis that operate without being properly licensed.

In addition, the high reliance on owned transportation, nearing 1.5 million vehicles is believed to

have resulted in part from the state of public transportation and may be may be explained by: 

1. Weak and unreliable public transport system;

2. Weak urban planning practices;

3. Socio-cultural stigma associated with bus riding opposed to car ownership; and

As a matter of fact, Public transportation (government owned) is nearly non-existent at the current

state.  Public transportation plays a minimal role in the overall transportation sector. It fulfils less

than 4% of transportation needs. Before 1960 Lebanon had a well-organized public transportation

system.  Three  railway  lines  operated  in  Lebanon  along  the  major  traffic  axes  and  connected

Lebanon to the neighboring cities in Syria, pa. In Beirut’s city center Tramway was a major means of

urban transportation, which at its peak had a total  length of 12 kilometers.  This indicates that

Lebanon was able to run a relatively efficient public transport in the past while today it has failed as

it did in other services such as providing efficient power.

 The current public transport system is completely depilated and consists of two schemes one run

by Chemins de Fer des Transport en Commun (CCFTC) which owns and manages 34 buses; and

Lebanese Commuting Company (LCC) which manages 195 buses.

The CCFTC buses were purchased in 2012 and are already worn out, not properly managed, etc.

This is noted to indicate that the government, in recent times, has repeatedly failed to manage even

a small task of maintaining and running 35 buses. This shows that even recent efforts to revive

public transportation has failed.



While the report provides a good description of the current state of public transportation, the factors

behind its failure are not quite clear and perhaps further elaboration is needed on this important

issue.

 Even efforts to improve road conditions have failed. The road conditions are well covered in the

reports  but  require  further  analysis  of  the  factors  that  has  led  to  the  massive  negligence  in

maintaining the network, and reasons for abandoning the use of the RMMS system. It is not clear

how and why efforts by CDR and MPWT have failed overtime to provide a decent road network

noting the efforts undertaken by both departments as stated in the reports. 

 “To improve transportation in Lebanon, the MPWT and the CDR have been making considerable

effort.  The budget allocated for and spent on road works and roadway projects is considerable;

indicatively 25% of all  infrastructure expenditure of CDR during the period 1992-2012. The CDR

develops projects for the improvement of the quality of transportation in Lebanon; however, these

attempts have often resulted in over-expenditure without significant improvement on the current

situation.   Substantial  funds  are  allocated  for  the  construction  of  new  roadways  in  Lebanon.

However,  the impact  of  the projects  that  are  being executed  is  considered to  be  low.  Limited

improvement in the traffic conditions has been realized so far,  and the major traffic congestion

problems are not being resolved. Apparently this is mainly the result of the limited coordination and

the fragmentation of effort. What is required is an integrated strategy that could help develop the

bigger  picture  and  direct  efforts  towards  designing  and  implementing  projects  with  significant

positive impact. on. “(section 3.2.5).

In  addition,  the  government  spends  a  considerable  amount  of  the  transport  sector  budget  on

maintenance. However, the results are limited and the network continues to deteriorate and is still

in need of costly rehabilitation. 

                                                 Distribution of Contracts by CDR among Sectors2

Sector Percentage

Electricity 13%

Transportation 25%

Water Supply and Wastewater 14%

Telecommunications and Post 7%
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Solid Waste 16%

Education 10%

Public Health 3%

Other Sectors 12%

                  Total Value of Contracts Awarded from the 31st of December 1992 till the

31st of December 2012 in Millions of USD3

Sectors

Total

Contracts

(USD)

Contracts in

Progress

(USD)

Contracts

Completed

(USD)

Foreign

Funding

(USD)

Physical 

Infrastructure

Electricity 1,466.06 48.03 1,418.03 1,276.78

Telecommunication

s, Post
798.49 0.00 798.49 33.26

Transport Sector 2,852.06 856.65 1,995.41 1,073.93

Social 

Infrastructure

Education 1,174.14 306.97 876.17 531.11

Public Health 321.56 40.81 280.75 217.84

Environment and 

Regional Planning
94.37 55.67 38.70 59.07

Social and 

Commercial Affairs
57.40 10.19 47.21 24.30

Basic Services

Water Supply 881.90 245.52 636.38 616.24

Wastewater 709.17 364.00 345.17 407.14

Solid Waste 1,827.1 1,312.74 514.36 33.58

Productive 

Sectors and 

Other Sectors
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Agricultural and 

Irrigation
469.71 373.44 96.27 275.82

Sovereign Services 162.67 31.89 130.78 10.28

Other Sectors 607.99 116.86 491.13 224.76

Grand Total 11,422.62 3,763 7,660 4,784

 The network continues to deteriorate and is still in need of costly rehabilitation. Funds allocated on

complete rehabilitation of roadways or reconstruction could be directed to new projects, provided

that the Government manages to maintain the existing networks regularly and according to well-

planned procedures.” (3.2.6)

A crucial question relates to why the impact of new projects is considered to be low.

The baseline report as well as the strategy reports should have devoted more effort in order to

decipher the congestion problem in Lebanon. There are many factors that have not been sufficiently

addressed. We have, for instance, a new traffic law, and it is conceivable that it could enhance

transportation. The penalty fees in the new law are extremely high that has compelled the ministry

of interior to refrain from applying the. There are many zones that are designated political zones in

Beirut and other areas; these zones have created many bottlenecks.

 I  believe  the  strategy  should  have  attempted  to  diagnose  measures  that  could  enhance  the

transportation sector before embarking on a massive investment scheme. Because, if the current

negligence and shortcomings persist, then new investments could be rendered less effective less

unlikely to solve the problems.

The strategy should, at first, attempt to improve the existing situation by enforcing, for instance

traffic  laws,  redesigning  traffic  flows  including  one-way  streets,  enforcing  quality  of  cars  (not

necessarily age, review the restriction in place on importing cars older than 8 years as this could

give the incentive for owners to keep their cars for longer periods and thus resulting in extending

the average age of the fleet, instead of achieving the reverse. There is the possibility of taking

several other measures such as deregulating parking fees. By stipulating low parking fees of LBP

2500 per day, this encourages transportation in private cars instead of promoting service taxis.

Parking on one side of the streets in the direction of the traffic should not be permitted until the end

of the rush hour.



The corrective measures taken could allow the government to see a different and a less severe

traffic and transportation problem

One prominent feature of Lebanon’s transportation is the clear absence of a well-defined integrated 

strategy aimed at fulfilling the transportation needs of the country at the present and in the coming 

two decades.

The draft Strategy prepared by the Ministry of Public Works and Transport, is a “Policy Document”

and includes an analysis of the situation of the transport sector. It also outlines a series of proposed

actions to improve horizontally defined segments of the sector. 

The current strategy paper should have devoted a more in-depth review of the current policy of the 

GPWT. In particular, that the report considers it to be “A sustainable and The institutional set up in 

the government is certainly complex and quite overlapping to render it sufficiently efficient. Several 

directorates as well as municipalities have transportation responsibilities. The problem is further 

compounded due to the absence of an overall planning ministry.

“Transportation  policy  in  compliance  with  the  policy  of  the  Directorate  General  of  Land  and

effectively and its implementation is the only way so that the problems of the transportation sector

will  be resolved, to change the current situation and accelerate development and growth in the

country.” A first observation is how the policy document is linked to the EU strategy as quoted

above. 

The main departments/directorates entrusted with the transport sector include:

      Railway and Public Transport Authority (RPTA)

      The Directorate General of Land and Marine Transport

      The Directorate General for Roads and Buildings

      The Directorate General for Urban and Rural Planning

      Traffic and Management Authority

      Municipalities



The main conclusions regarding the current public system refer to :

 The current system does not meet the objectives of the sector

 It does not provide convenient level for the movement of passengers

 Responsibility is fragmented between different institutions

 The current structure delays the needed development in the transportation sector.

 There is a need for an integrated development program and coherent policy based on 

identifying needs.

Certainly the baseline document has provided many facts and descriptions of the current state of 

the transportation sector.  The cost calculations methodology, while it could be somewhat 

rudimentary, should alert the authorities and the private sector of the burden of the current system 

and the foregone benefits on both annual and cumulative bases.

II. Review of proposed strategy

Strategy development

The strategy approach has provided, as a first step, the needs for the land transport sector. These 

needs are of very general nature and were based on the baseline findings.

The suggested needs benefits were elaborated in order to make a case with the government that 

the listed needs are the prioritized needs and contribute to solving the transport problem. This 

section could have a more positive contribution by providing a thorough justification for each need, 

and by demonstrating the gains from each.

The needs should be stated in a more defined and specific form to form a prelude to the strategy. At

the stage of the strategy it may not be quite supportive by following a micro approach to needs. For 

instance, referring to urgent staffing in DGLMT, RPTA, and TAVMA, is quite out of place when such 

institutions require restructuring and consolidation.

Certainly, the current state of the transportation sector calls for a broad and comprehensive reform 

approach including a policy, institutional and a legal framework.



The strategy (4)

The strategy is divided into three components:

    Strategic targets

    Programmes 

    Priority Projects

The objectives of the strategy are very well noted as it aims at enhancing the capacity of the 

Ministry in developing an efficient, diversified, and safe public transportation system that will 

eventually become the back bone for transporting both passengers and freight inside Lebanon 

and provide an efficient link to regional transportation, and make Lebanon a regional hub. The 

strategy as well aims at realizing tangible benefits to the Lebanese economy., build institutional 

reform, and develop a funding mechanism. Undoubtedly, these are very fine objectives. However, 

there should be a clear demarcation between targets and instruments. Institutional reform as well 

as funding mechanism are instruments that can be deployed to achieve the targets in the sector.

The emphasis on safety is fully justified as Lebanon’s safety record is quite disappointing and 

insufficient attention has been paid to the safety issue in current plans. In terms of deaths, injurie 

and damages to transportation alarming indictors have been recorded year after year,

Furthermore, the cost to the economy has been very excessive in terms of congestion and pollution 

cost. As it’s well known and noted in the former section, the state of transportation in Lebanon has 

resulted in realizing opposite objectives of the said strategy. Transportation has become a drag on 

the economy leading to substantial loss of income due to congestion and time wasted in congested 

roads, health costs and loss of efficiency, and unnecessary costs in fuel consumption, and excessive

use of private cars which bring much higher cost in fuel consumption, insurance, and maintenance.  

The economic benefits would certainly be significant as a result of solving the transportation 

problems.

The transportation strategy as presented does not appear to be fully integrated. With the strategies 

or plans of other sectors. Although it notes it should follow the priorities and strategic targets of the 

government  It should be recognized that transportation is an important input to nearly all other 



sectors specially agriculture and industry. AS such, any strategy should coordinate very closely with 

the strategy of other sectors.

In the programmes, the focus is right in that the government should become” ….an efficient 

regulator, instead of an active economic agent operating through public enterprises. It must 

improve its record in essential functions such as drafting and enforcing supervisory regulations, 

especially over routes where the growth of the "informal" sector threatens to destabilise markets, or

protecting users against the various risks inherent in transportation.” ( Strategy section 4.2)

On reorganization, any authority should be a unit of the MPWT. Creating independent authorities is 

risky in Lebanon and creates multiple layers of authority that could contribute to inefficiency instead

of enhancing it. In regard to capacity building, the preference is to rely on universities and qualified 

consultants rather than creating additional institutions that may not be needed except for specific 

functions.

On enforcement of the law, a very prudent suggestion is limiting the available urban parking space

as a tool of demand management. Almost every urban concentration in advanced countries applies

restrictions  that  limits  traffic  flow  to  congested  areas  including  restricting  parking  instead  of

subsidizing parking as is the case in Lebanon. The governor of greater Beirut area sets a ceiling on

parking except in Solidere area; the current rate is LBP2500 for each time.  Limiting the available

urban parking space, together with strict enforcement and penalties for illegal parking, can be a

very useful, if somewhat unpopular tool in transport demand management and for encouraging the

use of public transport. To be successfully implemented, it usually needs to be done on a “carrot and

stick” basis, for example by improving public transport facilities at the same time as restricting on-

street parking. 

The governorate sets parking fees below their market cost which encourages commuting in private 

cars to Urban centers). In many countries, the number of passengers per car is restricted in rush 

hours, as well parking is restricted in the direction of traffic. The current policy in Lebanon is in 

reverse and encourages private transportation.

The strategy, indeed, needs to devote more attention to the demand side as the issue is referred to 

only under law enforcement (4.2.2.4) and public transport section (4.2.3.1). It’s probably premature 

to recommend specific measures to manage demand as such measures need to be part and parcel 

of the whole scheme. 



On public transportation ((4.2.3) “ A system of exclusive lanes to prioritise public transportation with

convenient transfer centres (ensuring better articulation between modes of transport) and well-

marked bus stops with amenities such as shelters and telematics information systems shall be 

developed, along with a system to control which classes of public transportation are permitted to 

use which facilities” may not a feasible solution in the short and medium-terms. The strategy should

perhaps draw general remarks that may improve transportation.

Enlisting the private sector is inevitable in promoting and reforming the sector as noted:”  The 

Ministry of Public Works and Transport, in cooperation with the Rail and Public Transport Authority, 

will design a procurement method to enlist private companies in the production of the desired public

transportation services, with reasonable periodic re-bidding to maintain competition in providing 

these services, with such subsidies as are required, and strict enforcement of service standards.” 

(4.2.3.1). 

Engaging the private sector in the process should be a primary objective of the strategy. The private

sector can provide financing, capacity, and efficiency to the system. A greater role should be 

perceived for the private sector in the in the third scenario a public transport share of 40%. The 

public transport concept can be based on private ownership of transportation facilities and 

management.

Proposals regarding railway links could be made on the basis of a comprehensive comparative study

that would reveal a clear benefit in such an undertaking. All specific transportation links need, as 

well, to be linked to a global development strategy. A standard recommendation is to build the 

coastal corridors as the traditional links to Syria.

The proposed action plan (5), address an essential reform approach focusing on how best to use 

the existing capacity over the short-term phase of 5 years. This is what has been neglected so far. 

Even without building a large public transport system, efficiency can be introduced that will allow a 

better and more efficient use of the current system. The main points mentioned under this plan 

apply today which include: enforcing the law, park and ride facilities (to ride privately managed and 

owned public transportation), and initiating an awareness campaigns. Of importance also is to free 

(unrestricted) private sector fairs. A rise in the fair by itself can induce travelers to shift to cheaper 

mass private modes and mainly private buses. As noted before, the proposed reform in freight as 

well can be applied much sooner.



The proposal to reform RPTA and create a new land transport authority (LTA) seems less meaningful.

The reform process should refrain from creating multi-layer authorities that could create task 

confusion and generate ineffective added cost.

Instead of attempting building new highways, the government should attempt during this first 5 

year phase to revive the former coastal roads that linked Beirut with the north and south. AN 

essential task is to re-confiscate public property instead of penalizing current users. This cam 

significantly relief traffic congestion; very as has been achieved in the current coastal corridor which

extends only to Debayeh.

The medium and longer-term phases should be perceived as an extension of the first phase-i.e. not 

extending beyond 15 years of the initiation of the short-term phase. The medium-term and longer-

term phases should, however, focus on administrative improvement and some of the more massive 

investment phases.

III. Cost Benefit Analysis

Broadly speaking, a reformed transportation system including an updated public transport system 

can generate demonstrative benefits to many aspects of the economy. Diversification of mass 

transportation, which is a core component of the strategy could contribute to a substantial 

alleviation of congestion through elimination of reliance on the current dominant form of 

transportation, which is the private car. The strategy can contribute to economic growth, first, from 

the substantial savings in the cost of transportation (estimated at 13% of GDP), by providing good 

and reliable linkages to rural areas and thus improving accessibility to both rural and urban areas 

alike. This, no doubt, would greatly spare the need and necessity to continue with the trend of 

augmenting urban sprawl through migration from rural areas. 

 A reformed transport system has the potential of achieving balanced growth as urban migration is 

halted or reduced. Considerable savings can be realized by reaping the benefit of scale economies. 

With enhanced transportation, regional hubs become feasible to provide services such as in 

education, health, commercial services industrial zones etc. A transportation strategy has to take 

into account not only improving rural-urban transportation, or urban-urban transportation, but 

enough attention and investment should be channeled toward rural-rural transportation. 



Such development can contribute to regional specialization and allow regions to reap greater 

benefit from exploiting their comparative advantage. It can enhance daily labor movement without 

creating the need to uproot families from their regions. With manpower remaining in their 

communities, that by itself creates demand in the community and a multiplier effect which in turn 

can create additional jobs. Certainly, enhanced public transport, whether it is developed by the 

public or the private sector can have important environmental and health benefits, by saving 

substantially in the consumption of fossil fuels.

 It can also contribute to productivity as individuals who are transported will arrive at work with 

better readiness and stronger stamina than those who go through the pain of driving their own cars 

through congested streets. Even, for some, work can be done while being transported. There are as 

well gains in safety by providing efficient and safe transportation by reducing accidents leading to 

death and permanent injuries. 

The cost benefit study has a global approach based on the “global mobility cost concept” which 

takes into account:

 Travelling Time Costs (TTC) borne by the passengers including the drivers;

 Vehicle  Operating  Costs  (VOCs),  including  ownership costs, borne by the

drivers (also assumed to be the car owners);

 Costs  of  Externalities  (Coe)  including the costs of pollution, climate

change, and road accidents. The cost of externalities is borne by society as a

whole;

The cost benefit analysis should be designed to be consistent with the “Action Plan” timing; to be 

phased over 5, 10, and 15 year phases.

The Cost Benefit Analysis provides a clear advantage of reform in terms of savings realized. The 

three prime savings are in travel time cost, vehicle operations cost (VOC), road safety benefits, 

environment benefits, and job creation. The only loss listed is in terms or revenue loss is from tax 

revenue (customs ad registration) due to importing fewer cars and the reduction in fuel 

consumption.



Regarding the calculations, the first observation is that while the government records revenue 

losses from lower import of cars and fuel, it has the potential of generating compensating revenue 

from the substantial gain from additional income tax affiliated with the income generated from 

employment gains and economic growth. 

The report (cites) the annual potential gain under each scenario for the period 2020-2035 to exceed

USD million 9000 annually starting with scenario A and advancing to USD million 15424 in scenario 

C. These gains are very substantive. For instance, GDP in USD in 2016 is estimated at USD 52 

billion. This implies that the gains will be equivalent to approximately 18% of GDP based on the 10%

scenario of benefits of USD million 9370. The ratios are obviously higher for the other scenarios.

Furthermore, under each scenario, the meaning of net present value is not quite obvious. For 

instance, for travel time, the net present value for the sum 2020 to 2036 is USD 48660 million. What

is netted out? Is it the cost of the project?  The total investment and operating cost of the project in 

the case of the 10% scenario is USD 1676 in 2016 dollars, the cost is incurred during 2016 -2020.

The calculations show a benefit investment ratio of 95 times. It’s a quite excessive rate of return. 

It’s recommended that the benefit and the cost numbers be reviewed carefully including the 

discounting factor calculation. 

The investment is assumed to take place over a period of 9 years out of 15 years with 2 extensive 

breaks 2021-2025 and 2029 to 2035, in the case of 10% share of public sector ridership.

The same analogy could be applied to the 20% and 40% share. They realize as well a very high rate 

of return albeit lower than the first case of 10% share.

IV. Funding mechanism

On establishing a funding mechanism, the strategy proposes three options:

“One option for the case of Lebanon could be to use the existing financial mechanisms with the

current  levels  and  variability  of  funding  for  the  Land  Transport  Sector  as  decided  by  the

Government,  together  with  the  resulting  limitations  on  the  maintenance  and  development  of

transport services. 



“A  second option  could  be  to  use  the  existing  financial  mechanisms  and  to  seek  options  for

increasing overall government income to a level that would allow the Ministry of Finance (Move) to

make consistent and adequate financial allocations to the Land Transport Sector. “

“A third option could be according to the advice of the European Commission, the World Bank and 

previous studies which promote the establishment of a specialized and dedicated Land Transport 

Fund into which additional finance collected is paid. This could be supplied from various sources, to 

be defined later, eventually part of which would be from the Ministry’s budget, municipal 

contributions, and even from specific tax revenues (fines, parking or even oil products.”  (strategy 

4.2.1.4)

Certainly, this project requires additional funding and beyond what the government normally 

allocates for capital spending. The total perceived investment is determined by what scenario is 

preferred to be adopted. By choosing a middle of the road, the 2o% share scenario, the total 

investment amounts to USD 3002 million (in 2916 dollars) that will be spent mostly between 2016 

and 2028, a 14-year period. The government can finance such a project considering that it takes 

action to reform its public finances. Such action could take the form of reforming the power sector in

all its phases- production, distribution, the tariff structure and collection. An annual saving of about 

USD 1.5 billion to USD 2 billion could be saved annually starting in three to four years. This also 

gives the government the incentive to fix the power sector. Savings can be generated in other 

subsidies in particular that can reach several hundred million USDs. 

This supports the case for budget financing and perhaps it could be supported by external financing 

from multilateral development institutions. 

The third option although preferred by the EU and the World Bank, has limited applicability as the 

Lebanese fiscal law does not allow earmarking of revenues. Arguments against earmarking include 

several factors such as: budget rigidity, economic distortions, pro-cyclicality, fragmentation, 

decreased solidarity in financing, and catering to special interests. While arguments in favor of 

earmarking list the following arguments: revenue protection, efficiency, susceptibility (linking 

taxation to benefits), enlisting public support, accountability, and cost awareness. 

Earmarking has obviously, its pros and cons.  The one-fund-fits-all approach gives managers and 

lawmakers far more financial flexibility. Both legislators and managers benefit from systems where 

funds can be moved to correspond with changing needs. It’s generally better to have flexibility in 



your budget. You don’t want to have all these separate pots of money. It doesn’t allow you to adjust 

to changing circumstances.

In extreme cases, when an emergency funding shortage occurs, legislators may be forced to change

a law if they can or subvert it by figuring out convoluted ways of diverting money. There are 

instances in which the lack of flexibility in dedicated revenue streams can accomplish the opposite 

of making sure there are enough dollars to run a program for years to come. The most recognized 

issue here falls in the realm of gas taxes. The idea that gas taxes should go directly to 

transportation needs may seem like a justified way to make sure there’s always money in the 

account.

But over the course of time, as vehicle miles driven decline and fuel efficiency improves, 

overreliance on gas taxes can be extremely painful to departments of transportation. Unfortunately,

there’s no overridingly best practice here—no black or white. But understanding the pros and cons 

of both routes to funding holds out the hope of coming to the right answer for a particular project

Earmarking also adds to the cost of managing of funds as it requires separate management and 

auditing. Broadly speaking, a wide scale of earmarking complicates budgeting and renders it less 

efficient, assuming that each expenditure item is earmarked by a specific revenue. It’s normally 

done when there is less commitment for certain programs. In Lebanon, only municipality allocations 

are earmarked from telecommunications VAT revenue. But it also has created disadvantages to 

municipalities and delayed allocations.

V. Risks of implementation

The primary risk in the implementation of this transport strategy is the indecisiveness of the 

government, and the limited human resource skills in the public sector to be able to manage the 

execution in a successful manner. Financing may not be a constraining factor specially the 

investment part. However, the follow up and maintenance may be a problem; the government has 

always been negligent in addressing the maintenance needs in many sectors. 

Deficiencies in procurement creates room for misallocation or poor allocation of resources as well as

room for corruption. Deficient governance is endemic in Lebanon and it has not been addressed in a

meaningful way. The authorities themselves make reference to corruption on frequent basis. There 

are many examples giving evidence to the government’s week capacity in execution and carrying 



through with projects. The power sector is one good example as financing has been available but 

failed to carry on with the construction of Dier Imar 500 megawatt power plant. Interest group often 

spoil feasible plans.

Another risk is the proper feasibility of the project. Are all the components of the project as close to 

optimality as possible. For instance, when the freeways were built to the North and South, the 

coastal previous roads were completely neglected instead of preserving an important road link 

artery. Perhaps this project is premature considering the existing state of affairs in Lebanon.  The 

Ministry of public works and transport has many constraints that does not allow it to operate 

efficiently.

Other risks include the ability off the government in convincing or making such a project attractive 

to travelers. Suppose the public does not respond to the scheme; the results could be quite similar 

to the transport plan that was initiated 2 decades ago and now is facing extinction.
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