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- ABSTRACT

The purpose of this work is to study inter-Arab
transit trade. Accordingly, the development of this trade
will be described, its volume and the factors determining it
will be estimated, its problems will be determined, and its
prospects will be evaluated. Owing to the fact that Lebanon,
by virtue of its geographical location and the abilities of
its mercantile class, handles a large portion of inter-Arab
transit trade special reference will be made to its activity

in this regard.

For several yearé the economic circles and the press
in the Arab World have been tackling the subject of transit
trade in view of its importance to the Arab economy as a
whole. Essentially, this importance stems out of the fact
that the Arab area suffers artificial fragmentation and a
large proportion of Arab trade, especially with the Arabian
Gulf countries, requires the passage of goods in transit
across one or more countries other than the country of origin.
The same applies to goods imported and exported by the hinter-
land from and to Europe and the United States, unless such
goods are channelled through the Suez Canal and around the
Arabian Peninsula, in which case additional transport costs

and longer shipping time are involved.

(iv)



The Arab countries which are subject to the above
facts fix the range of this study. They are Lebanon, Syria,
Jordan, Irag and Saudi Arabia. It is evident that transit
trade is not of the same importance to all of these countries.
To Lebanon, which acts as a receiving point for the bulk
of transit goods as well as an entrepot center for the Arab
hinterland, transit trade is a major source of income and
offers employment opportunities for a large number of the
Lebanese population. Whereas to the countries in the hinter-
land (i.e. Jordan, Iraq and Saudi Arabia) transit is a means
for facilitating their trading activities over the shortest
and, in good many cases, the least expensive route. Against
this, Syria by being merely a link between Lebanon on the one
hand, &nd the Arab hinterland on the other, is not in a
position to derive significant benefits from transit trade,
and accordingly it has always been putting transit restrictions

to preserve its economic interests.

Having these major facts in mind, which set forth the
terms of reference for this study, we can conclude that transit
trade, besides being an economic activity, is a vital aspect

of regional Arab economic cooperation.

(v)



For the purpbses of this study, the term "transit
trade" will stand to include all goods passing aéross the
national territories of any one of the countries concerned
from land or see frontier without such goods being processed
in any way. However, since the oil pipeline system in the
Arab Middle East has its own problems and does not belong
to the private domestic sector of the economies of the transit
countries (the relations being between the o0il companies and
the governments concerned), the transit of oil will not be

included in the study.

The plan of this work can be briefly summarized as
follows: Chapter One will deal with the development of
Arab transit trade, with special empahsis on the role of
Lebanon as a transshipment point for a wide area in the
hinterland. It will also present an account of the road
and rail networks and seaports in the Arab countries which
are used in transit operations. Chapter Two will discuss
the evolution of the volume of Arab transit trade during the
period 1953-1961, and will point out the principal factors
determining the volume of this trade. Chapter Three will
be devoted to a study of Arab transit problems, as well as

transit agreements (bilateral and multilateral) and their

(vi):



contribution towards solving these problems. Finally,
Chapter Four will include an evaluation of the prospects of
Arab transit trade in the light of present as well as

future economic and political conditions.

All statistical data for this study will be relegated
in Appendix I. A complete text of the inter-Arab transit

agreement will be found in Appendix II.

(vii)
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CHAPTER ONE

DEVELOPMENT OF ARAB TRANSIT TRADE

A) Introduction:

Until the end of the 15th century the geographic
region presently forming the Arab countries(l) played an
important role within the pattern of world routes, by pro-
viding the shortest routes over which the bulk of trade
exchange between Europe and Asia was carried. But after
the discovery of the sea route to India and the Far East
via the Cape of Good Hope in 1497, this region lost much of
its importance, since carriage by sea tended to be less
costly; not to mention that speed, offered by the overland
routes, was not a decisive factor in trade dealings at that

time.

Though trade remained to flow around the Cape for
more than 350 years it started to revert to the old overland
routes during the second half of the 19th century, as a re-

sult of the improvement of transport facilities in the Arab

(1) Throughout this study, unless otherwise indicated, the term
"Arab countries" is used to refer to Lebanon, Syria, Jordan,
Irag, and Saudi Arabia.
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countries.(l) But the opening of the Suez Canal in 1869, and
its development as an attractive alternative to the overland
routes, did not allow the full restoration of the overland
routes in east-west trade. However, the countries on the
eastern littoral of the Mediterranean continued to act as a
land bridge for a handeome portion of trade exchange between
the western centers of production and the hinterland, since
the carriage of goods to or from the hinterland through the
Suez Canal and around the Arabian Peninsula involves a long
journey as well as additional expenses in the form of canal
tolls. In view of this consideration, the political fragmen-
tation of the Arab countries after the end of the Ottoman

rule in 1918, which led to the establishment of new customs
and administrative frontiers,(Q) required that certain transit
facilities should be offered by the Arab countries to facili-
tate regional trade, and ensure the guickest movement of goods
with the least possible costs. Thus, Arab transit trade came

into existence.

It is obvious that transit trade is a regional matter

that concerns usually three or more countries: the country

(1) Mohammad M. el-Sayyad, Transportation In the Arab Countries
(Cairos Arab League, Institute of Higher Studies, 195 p. 16.

(2) Under the Ottoman rule the Arab countries formed a single
economic entity with no trade restrictions.



in which the goods passing in transit originate, the country
of transit, and the country to which the goods are destined.
The concern of these countries about transit facilities, how-
ever, is not of the same degree; it varies in direct proportion
with the benefits they derive from transit. On the one hand,
the countries of origin and destination are always in favour
of freedom of transit through a third country, since they are
interested in facilitating their exports and imports, respect-
ively, over the shortest routes and with the least possible
costs of transport. On the other, the trensit country has

not much to gain from the transit operations across its
territory and, therefore, it is likely not to be in favour of

complete freedom of transit.

This diversion in attitude towards the freedom of
transit can be easily detected in the case of the Arab countries.
While Lebanon, Jordan, Iraq and Saudi Arabia are in favour of
freedom of transit, Syria does not approve of it except with
certain reservations. The attitude of Lebanon is justified
by the fact that transit trade has been until very recently
(1) 45

a major source of income for the Lebanese population,

well as an important item of "invisible" earnings which

(1) In his pioneering study of the "National Income of ILebanon
in 1950" Dr. Albert Badre estimated that income arising from
transit trade is 5.6% of total national income (or 20%
of income originating in the trade sector).



together with capital movements bridge up the gap incurred
annually on the Lebanese balance of trade. In reality,
transit income in Lebanon is derived from two major sources.
The first consists of the returns arising from transit
traffiec through the Lebanese ports and across the Lebanese
territories, such as port dues, storage and handling charges,
commission for intermediaries, transport expenses, and fuel
and other texes. The second consists of profits aceruing to
the Lebanese merchants from the purchase of goods in transit
by the Arab importers, either from the Lebanese free 2zones
or from the Lebanese market by making use of the drawback

facilities offered by customs authorities in Lebanon.(l)

The Arab countries in the hinterland are alsc advo-
cates of freedom of transit, although they do not derive
significant material benefits from transit trade as Lebanon.
This is partly because they do not have direct outlet on
the eastern littoral of the Mediterranean, the nearest part
of the Arab region to the Western countries. Thus for carry-
ing out their trading activities they have to use either the
transit route across Syria (end Lebanon) or the longer sea

route via the Suez Canal. Obviously, the former route is

(1) The drawback system in Lebanon provides for partial or
total remittance of customs duties as well as all indirect
taxes charged on imported goods upon their re-exportatioh.



more desirable and logical (assuming that favourable transit
conditions are predominant) especially when the time element
is eritical in trade dealings. Furthermore, these countries
are in favour of transit because they obtain a large propor-
tion of their imports from the Beirut free zone, rather than

from the country of origin.

On the basis that it does not benefit from the transit
traffic scross its territory, Syria is not in favour of
complete freedom of transit, and has always insisted on im-
posing transit restrictions to preserve its economic interests
(Cf. Chapter Three). However, the development of the port
of Latekia and the improvement of its connections with the
interior might, as will be shown in the concluding chapter,

change the attitude of Syria with respect to this question.

B) Lebanon & Arab Transit:

The most striking feature of Arab transit trade is
the great importance of Lebanon as a transit center for the
rest of the Arab countries, and consequently the role it
plays in shaping and developing the pattern of this trade.

Lebanon has assumed this capacity by virtue of its suitable



geographical location at a juncture of international high-
ways and by virtue of the blockage of Palestinian ports as

a result of the rise of Isrmel., The early construction of
the port of Beirut and its preponderance for a long time

over other ports of the eastern littoral of the Mediterranean
has been also of paramount consideration in meking transit

trade the "traditional vocation" of Lebanon.

Constructed in 1887, the port of Beirut remained for
a long time the only properly equipped port on the littoral
between Iskenderun and the Suez Canal, which is accessible
to vessels throughout the year and having rail and/or road
connections with the principal trade centers in the Middle
Bast. Although the competitive development of the port of
Haifa after 1932 deprived Lebanon from acting as a principal
commercial sea outlet and inlet for Jordan and Saudi Arabia,
the competition was of short duration as the Palestinian
War in 1948 led to the boycott of the port of Haifa by all
the Arab countries. Thus, the port of Beirut was able to
reassert its position as the only practicable and suitable
port catering for transit trade to the Arab area, In this
context, it is interesting to note that the distance by
road between Damascus and the port of Beirut(110 kilometers)
is one-third that between Damascus and the port of Latakia



(330 kilometers), while the distance between Amman and the
port of Beirut (315 kilometers) is almost as that between
Ammen and the port of Agaba (354 kilometers). On the other
hand, although the distance between Baghdad and the port of
Beirut (900 kilometers) is longer than that between Baghdad
and the port of Basra (700 kilometers) the port of Beirut
remains the natural seaport for Beghded, since the difference
in distance is more than offset by the long journey around

the Arebian Peninsula if the port of Basra is used.(l)

Coupled with this, the availability of a large free
zone at the port of Beirut as well as the availability of
drawback facilities have been vital factors in promoting
transit trade, end in making Lebanon as a meeting point and
a supply center for the hinterland. The success of Lebanon
in this capacity can be attributed to three major factors.
Pirst, the development of the Beirut free zone as a huge
storage place for a very large variety of goods which gives
the Arab importers the opportunity to inspect the goods
before ordering. Usually big Lebanese merchants have show-
rooms in Beirut where the customer may inspect and select

the goods he desires to buy; then the goods will be sent

(1) Goods destined to Baghdad from Beirut take between 3 and
4 weeks by sea, against 8 to 12 days by road.



from the free zone, where they are stored, to the customer's
country, free of duty. Second, the nearness of the Beirut
free zone to the Arab countries in the hinterland, which en-
ables the Arab merchants to obtain their requirements in a
much shorter period than would be the case if the goods were
to be imported from the country of origin. Third, the free
foreign exchange system of Lebanon which makes it possible
for the Arab importers to pay for their imports in Lebanese

currency rather then in hard currency.

It may here be noteworthy to mention that Lebanese
traders, who have earned a world wide reputation for ability,
have been able to establish business connections with western
commercial centers and have thus contributed towards enhancing
the position of Lebanon as a transit center for a wide region

in the hinterland.

C) Arab Transit Facilitiess

Before analysing the flow and composition of inter-
Arab transit trade, it seems appropriate to meke reference
to the means of transport in the Arab countries which facili-
tate such trade in general. Accordingly, the remaining part
of this chapter will deal specifically with tw; major items:



land transport facilities, and seaports.

1) Land Transport Facilities: Despite the fact that the

development of modern means of transport in the Arab countries
started in 1857, by the construction of a ll2-kilometer road
running from Beirut to Damascus for coaches,(l) inland trans-
port remained the monopoly of camel caravans until almost

the end of the 19th century. But after the turn of the 20th
century the Arab countries witnessed a rapid progress in

their transport facilities as a result of the construction of
a number of railway lines connecting the major Arab cities.
Furthermore, the advent of motor transport after World War I
led to the construction of new roads and the improvement of
existing ones to be suitable for vehicular traffic. Following
is a brief presentation of the rail and road networks pre-

sently serving the Arab countries in their trading activites.

a) Railways: The railway network serving the Arab
region consists of the following major lines:
(1) The Baghdad Railway: It is the section of the
famous international railway known as the Berlin-Baghdad

railway which passes across the territories of Syria and Iraq.

(1) Nicole Manassah, "Trans-Arab Routes", L'Economie Libanaise
et Arabe, Vol. IX, No. 78, October 1959, p.
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It is a stendard-gage line, starting at Baghdad, and runs to
Mosul in Iraq then crosses the north-eastern end of Syria
from Tel-Kotcheck to Qamishly, where it enters Turkey and
follows the Turko-Syrian border until it turns south to

Aleppo.(l)

(2)

(ii) The Syro-Iebasnese Railways: They consist

of a standard line which links each of Beirut and Tripoli in
Lebanon up with Homs, Hama and Aleppo in Syria, and links
with the Baghdad Railway at Aleppo. This line carries the
bulk of transit traffic to and from Irag coming over the
Baghdad railway, as well as the agricultural products of the
Homs-Hama region. It also carries Syrian cereals and other
products to Lebanon, and imported raw sugar for processing

(3)

at the Homs refinery. Another standard-gage line runs

(1) The line again turns north to Turkey where one branch of
it runs to Istanbul, and connects with the international
railway system of Burope, and the other rumns to Iskenderun.

(2) Formerly known as "Chemin de Fer Damas, Hama, et Pronlonge~
ments" {D.H.P.). This system, the concession of which was
given to a French company in 1893, extended over Lebanese
and Syrian territories, and was bought by the Governments
concerned; the Lebanese Government paying in 1957 LL 6.4
million, and the Syrian Government paying in 1955 I8 9 mn.
The sections falling in their respective territories are
now known ae the Chemin de Fer de 1'Etat Libanaise (CEL) and
Chemin de fer d'Etat Syrien (CES).

(3) I.B.R.D., The Economic Development of Syria (Baltimore: The
John Hopkins Press, 1956) pp. 130-131.



from Homs into Lebanon joining at Rayak the narrow-gage line

of the D.H.P. which connects Beirut with Damascus.

(iii) The Hedjaz Railway: This is a narrow-gage
line which was built between 1904 and 1908 to handle the

pilgrim traffic. It joins the narrow-gage D.H.P. line at
Damascus and runs south to Amman, Originally, it extended
1962 miles to Medina in Saudi Arabia, but the southern part

of it was dismantled during World War I. In 1954, the Govern-
ments of Syria, Jordan, and Saudi Arabia reached an agreement
to reconstruct the entire line to Medina. Most of the goods

carried now by the Hedjaz railway are destined to Jordan.

b) Roads: On the whole, the Arab road network is
considered inadequate and costly; nevertheless, in competition
with the railways it handles the bulk of transit traffic
among the Arab countries. The backbone of this network ie
the road connecting Damascus with Homs, Hama and Aleppo in
the north, and Hauran, Djebel Druze and Amman in the south.
This road continues from Jorden to Medina in Saudi Arabiea.
Almost parallel to it there is the coastal road runmning from
Nakoura (on the Palestinian border) through Beirut, Tripoli,

Banias, and Latakia to Iskenderun, in Turkey.



Intersecting these two roads there are three other
principal roasds crossing the Arab region from east to west,

as follows:

(i) Beirut-Baghdad Road: Essentially, this road

consists of two distinct sections: the first running from
Beirut over the Lebanese mountains to Damascus, and the other
is the all-weather trans-desert passage linking Damascus

with Baghded, Kuwait and Teheran. Although the first section
is difficult congested and transport costs on it are high,it
is not & serious barrier to traffic movement, especially that
it is much more rapid than the narrow-gage railway line link-

(1)

The other section is no better

(2)

ing Beirut with Damascus.

than a track and therefore road haulage over it is costly.

(1i) Latakia-Aleppo-Deir ez Zor Road: This road

starts st the port of Latakia on the Mediterranean and crosses
the Damascus-Homs-Aleppo road (mentioned above) at Aleppo,
then proceeds to Ragqa and Deir-ez-Zor to serve the Jezirah

area and the fertile land of the Euphrates valley.

(iii) Tripoli-Homs Road: It starts at Tripoli and

crosses the Damascus-Homs-Aleppo road at Homs, and runs east

(1) Arthur E. Mills, Private Enterprise in Lebanon (Beirut:
American University of Beirut, 1959) p. 12.
(2) Ibid., ps 13.
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through the Syrian desert along the pipeline route of IPC.
It is used mainly to patrol and serve the oil pipeline which

carries Iragi oil to Banias in Syria and Tripoli in Lebanon.

2) Seaports:
The role played by any seaport in facilitating

transit trade in a certain region is usually determined by its
geographical location in relation to the principal centers

of production and consumption; the cargo-handling facilities

at its disposal; and the availability of adequate transport
facilities connecting it with the interior. In the light

of these considerations the principal Arab seaports,.by country,

will be presented in the following paragraphs.

a) Lebanon: There are three major seaports in Lebanon
located on its 120-mile frontage on the Mediterranean. In
the north, there is the port of Tripoli which has a free zone
(established in 1952), but still primitive and lacks adeqguate
cargo-handling facilities. Nevertheless, it is important as
a shipping base for oil coming in transit from Irag through
IPC pipeline. It has both rail and road connections to Homs

(in Syria) and beyond, and handles certain cargo from nearby



T

regions of Syria, including raw sugar imports for the Homs
refinery.(l) In the south, there is the port of Sidon
which serves as a loading point for oil received through

TAPLINE pipeline from Saudi Arabia.

In the middle, there is the port of Beirut which is
justly known as the "Gateway 1o Asia" due to its privileged
position between the east and the west. The modern develop-
ment of the port of Beirut dates from "s concession granted
in 1857 for exploitation of a Beirut-Damascus road, and sub-
sequently transferred to the Compagnie Ottomane du Port, des
Quais et Entrepots de Beyrouth (a later outgrowth of which
was the DHP Railway)."¢?)  Although the same company still
operates the port, its concession reverted to the State as

of January 1, 1961, against an indemnity of LL 10 2111100, P

(1) I.B.R.D., Economic Development of Syria, p. 446.
(2) Ibid.,

(3) The termination of the concession was effected by an agree-
ment concluded on May 31, 1960, between the Lebanese Govern-
ment and the above-mentioned company, according to which the
French firm "Compagnie du Port, des Quais et des Entrepots
de Beyrouth" was transformed into a Lebanese concern under
the name "Societe de Gestion du Port de Beyrout " ag from
Jenuary 1, 1961, MNoreover, the company will continue to
manage the port according to the terms of the agreement
until 1990, the date the concession was due to expire,
against 5 per cent of the gross revenue and 50 per cent of
the profits.
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At present, the port of Beirut has two large basins
(40 hectars in area) which are well protected by a 1300-meter
long breakwater and easily accessible in all types of weather.
Its berthing quays are 2300 meters long, of which 1200 meters
have a depth of 8 to 13 meters and 1100 meters a depth of 3
to 8 meters. Seven heavy tonnage vessels can berth slongside
the quaye simultaneously, while ten other vessels can be
moored in the basins.(l) Moreover, the port has a number of
warehouses allocated &as follows (in square meters); custom
warehouses (40,000), bonded warehouses (10,000), free zone
warehouses (80,000), open-air storage space (40,000), and

cold storage warehouses (26,000 cubic meters) .

In comparison with other ports in the area, the port
of Beirut is very well equipped. From the 50-ton floating
cranes to the smallest 2-ton fork 1ift trucks there are
almost 250 modern units of all types of cargo-handling facili-
ties. PFurthermore, the port of Beirut is linked with almost
all parts of the Middle East by a rather widespread network

of rail and road.

Amongst the other facilities offered by the port of

(1) Compagnie du Port, des Quais et des Entrepots de Beyrouth,
The Port of Beirut (Beiruts Dar al-Ahad, 1956) p. 4.
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Beirut is the provisionrof a free zone.(l) Established by
Decree No. 206/IR issued by the French High Commissioner
Count Martel, on December 26, 1933, with an initial area of
8625 square meters and a single warehouse of 1125 square
meters, the free zone covers now an area of 130,000 square
meters.(2) It has about 130 merchants and industrialists
participating in it and employing on the average 1500 workers,

and "constitutes today the basis of a very large trade with

(1) By definition a free zone.is "an isolated, inclosed, and
policed area, in or adjacent to a port of entry, without
resident population, furnished with the necessary facili-
ties for lading and unlading, for supplying fuel and ship's
stores, for storing goods and for reshipping them by land
and water; an area within which goods may be landed, stored,
mixed, blended, repacked, manufactured, and reshipped with-
out payment of duties and without the intervention of
customs officials. It is subject equally with adjacent
regions to all laws relating to public health, vessel
inspection, postal service, labor conditions, immigration,
and indeed, everything except the custome."

Richard S. Thoman, Free Ports & Foreign-Trade Zones (Mary-
lend: Cornell Maritime Press, 1856) pe 1.

(2) The free zone of Beirut comprises of the following: (a)
public warehouses in which cargo with no definite final
destination as per bills of ladings and manifests, may be
stored until the time when the owners have found a buyer
for it, and from which it may be reforwarded to any desti-
nation; (b) private warehouses which are leased by the port
Company to merchants of all countries, or which may be
built by the leasees as best suit the technical requirements
of their trade on the areas leased by the port Company;
and (c) factories and workshops which maey be set up, and
where manufacturers and merchants receive their raw materials

from anywhere and transform them in anyway suitable and
thence reforward the finished products to any country.

@p.cit., p. 12.
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neighbouring countries."(l)

To cope with the increase in the volume of traffic
handled at the port of Beirut, and concurrently attract a
larger volume of ghipping in view of the new competition of
East Mediterranean ports, especially Latakia, the Lebanese
Government decided recently on the construction of a third

pasin at the port of Beirut. It is expected that the constru-

ection will increase the area of the basins to 65 hectars, and
the length of the quays to 3300 meters, so that the port will

be capable of mooring an average of 32 vessels worked simul-

teneously (of which 20 vessels can berth slongside the quayse).
Moreover, the area of the free zone will increase to 250,000
gquare meters, and the port will be able 1o handle an annual
tonnage of 3.5 million tons, against 2.6 million tons at

(2)

present.

b) Syries On its 85-mile frontage on the Mediterranean
Syria has two major seaports -- Banias, which acts &s a shipp-

ing base for the 0il coming in transit through IPC pipeline,

(1) F.A.O., Lebanon (Countr Report (Rome: Pood and Agri-
culture Urganiza%ion of the ﬁni%ed Nations, 1959) p. I-6

(2) Quoted in the inaugural address of the Minister of Public
Works on the occaslion of the commencement of works for the
construction of the third basin. Al-Jatidah Paper, Beirut,
September 28, 1962.
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and Latekia which is the only port having all necessary faci-

lities to accomodate modern seagoing vessels.

The development of the port of Latakia as Syria's

national port was started in 1950, for, after the cession of
Alexandretta to Turkey in 1938, and the severence of the
customs union with Lebanon in 1950, Syria felt an urge to

have a port on the Mediterranean to serve its northern agri-
cultural region, and to relieve its great dependence on
neighbouring ports for the bulk of its trading activity.

nPhe fact that the distance between Latakia and Aleppo is

only 186 kms, while from Beirut to Aleppo it is 383 kms, gives
the port of Latakia an advantage in handling Syria's northern
n(1)

trade.

In general, "natural conditions at Latakia, as indeed
most of the eastern Mediterranean coast, are not particularly
favourable to a port. There is no natural harbor and heavy
winds from January to March impede port operations.“(z)
However, the construction of a huge breakwater some 4700

feet in length to enclose a water basin covering about 110

(1) U.N.R.W.A., Quarterly Bulletin of Economic Development
No. 15, Beirut, Lebanon, Werch 1958, p. 171 (mimeographed).

(2) I.B.R.D., Bconomic Development of Syria, pe. l44.
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acres, with a depth of from 60 to 65 feet render the port

of Latakia accessible to vessels throughout the year. The
principal quay in the outer basin of the port is about 1800
feet in length, providing ample rocom for loading and unloading

i |
ten vessels at a time.( ) Besides, the port of Latakia has

a free zone with an area of 40,000 square meters, and ware-

houses with a capacity of 15,000 cubic meters.

To improve transport facilities with the interior, a
472-mile railway line is being constructed to connect the
port of Latakia with Qamishly in the extreme north-east via
Aleppo, Deir-ez-Zor and Hasakeh. It is expected that this
line will be completed within one year at a cost of about
LS 200 million.(?)  Meanwhile, Syria is considering the
extention of this line to Baghdad.

It must be mentioned here that the Syrian Government
is lesunching a project to develop the port of Tartus (ori-
ginally a fishing port 90 kms. south of Latakia) as another
national port, in line with the policy of directing the
largest share possible of country's imports and exports

to Syrien ports.

(1) Lissan al-Hall Paper, Beirut, February 7, 1963.

(2) Middle East Economic Digest, Vol. III, No. 3, January
’ y P . .
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¢) Jorden: The closure of the port of Haifa in the
face of Jordanian trade, after the Palestinian War in 1948,
increased the reliance of Jordan on the port of Aqaba, the
country's sole seaport. But since Agaba port was not equipped
with proper handling facilities and its inland transport
connection with Amman and other major cities were seriously
inadequate, almost all Jordanian trade traffic had to come
over the Lebanese mountains to Syria and then to Jordan. As
a result transport costs became a heavy cost on the Jordanian
economy and placed domestic export or potential export

(1)

industries at a serious disadvantage.

This situation, together with the trend to autarkism
expressed by the majority of Arab countries, forced Jordan to
start improving its port in 1957. These improvements included
the provision of a general cargo berth of 590 feet long, a
well-paved open storage area of 108,000 square feet, and a
transit shed of 325 feet in length and 197 feet in width.
Moreover, the port facilities include a phosphate berth of
689 feet long and a handling plant which permits storage
of 40,000 metric tons of phosphate and loeding of phosphate
into ships at the rate of 600 tons per hour. The present

(1) I.B.R.D., Economic Development of Jordan (Baltimores: The
John Hopkins Press, 1957) ps 47
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cargo-handling equipment of the Agaba port consists of a
large lighter with a capacity of 600 tons, 9 lighters with
capacities ranging between 70 and 300 tons, 2 towing launches,

and 14 floating cranes whose capacities range between 2 and

30 tons.(l)

In order to make fuller use of the Agaba port, the
Jordanian Government constructed & desert road between Amman
and Agaba. This road is 123 miles long, and involved the
expenditure of JDs. 2.5 million, most of which was financed

(2)

from British interest-free loans.

d) Iraqs The port of Easra is the only seaport in
Iraq.(j) It lies on Shatt al-Arab (85 miles upstream from

the Persisn Gulf), and was developed as a modern port from
initial installations built during World War I.(4) At
present, it has 14 wharves (70 to 80 feet wide) for dis-

charging, and five mooring berths for loading with maximum

(1) U.S. Department of Commerce, Basic Data on the Economy
of Jordan, September 1962, p. 6.

(2) Middle East Economic Digest, Vol. IV, No. 40, October
28, 1960, p. 478.

(3) Iraq has a tanker loading station for oil at Fao, 90 miles
south of Basra at the mouth of the Persian Gulf,

(4) I.B.R.D., Economic Development of Irag (Baltimore: The John
Hopkins Press, 1952) p. .
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depth of about 10 meters.. It has also 8 sheds totaling about

200,000 square feet in area.

To link the port of Basra with Baghdad there is a
me ter-gage line (built by the British) which is being converted
into a standard-gage line. Road transport between Basra and

Baghdad is also available.

e) Saudi Arabia: There are two major seaports in

Saudi Arabia. The first is Jeddah which lies on the Red
Sea and serves the western part of the country, and the
other is Demmam which lies on the Arabian Gulf. Although
Dammam is primarily constructed to ship oil, it is far more
important than Jeddah in handling general cargo, especially
as it is linked with the interior (Riyadh) by a standard-
gage 357-mile railway line built in 1951 by ARAMNCO.

D) Conclusiont

Briefly to recapitulate, it can be said that transit

trade forms an integral part of Arab economic cooperation,

in which Lebanon occupies a unique position as a natural
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transshipment point for a wide area in the hinterland. Lebanon
has atteined this position by virtue of its excellent geo-
graphical location and the abilities of its commercial community.
This has led to the consideration of transit as a major source
of income in the Lebanese economy, and as an important pre-
requisite for the trade exchange of the Arab countries in the

hinterland.

With Beirut as a pivotal point, the Arab countries
have widespread networks of rail and road serving their transit
trade. But unfortunately these networks are old and costly:
the rail network is considered generally ineffective and
lacks standarization in gages which in turn necessitates trans-
shipment, while the road network has the advantage of greater
efficiency and greater frequency of trips between the prinecipal

cities.

The excessive reliance of the Arab countries on the
Iebanese ports for the bulk of their trading activities --
especially after the blockage of the port of Haifa =-- coupled
with the existence of certain transit problems and the trend

towards autarkism have led these countries to develop their

own ports and expand their commercial facilities. As will



- 24 -

pe shown in the following chapter, these developments have

led to a decline in Arab transit trade in general, and Lebanese

transit trade in particular.



CHAPTER TWO

VOLUME OF ARAB TRANSIT TRADE

A) Introductions

The purport of this chapter is to give a statistical
account of the development of inter-Arab transit trade during
the period 1953-1961, and to esnalyse the main factors which

determine the volume of this trade.

Empirieally, Arab transit trade derives its main
features from the pattern of foreign trade of the Arab
countries. In this context, it is observed that there are
two distinct flows of transit trade: one is the flow of
crude oil from the oil-fields in Irag and Saudi Arabia to
the Mediterranean, and the other is the flow of agricultural
products, and manufactured goods (the latter imported mostly
from Europe and the United States) together with refined
0il from the Mediterranean to the immediate hinterland and
the oil-producing countries. It is obvious that the distinc-
tion between these two flows of transit is suggested by the
commodity composition of each flow (oil vs. dry cargo). But
what makes such distinction imperative is the difference in
the transportation system used for each flow (pipelines vs.

rail and road). This is justified by the fact that crude

- 25 =
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oil flows across national bdundaries without interruption
through the efficient pipeline system, which is operated by

the foreign oil companies under concession agreementis concluded
with the governments concerned; while the flow of "general
cargo" goods on road or rail is subject to a multifarious

of regulations and restrictions insinuated by the rather

conflicting transportation policies of the Arab countries.

It stands to reason, therefore, that it is with respect
to general cargo goods that there really exists transit pro-
blems, and it is the movement of such goods in transit across
national boundaries that constitutes an integral part of Arab
economic cooperation. Thus, the statistical survey of Arab
transit trade presented below, while including oil transited
in tank trucks, will not take into account the tonnage of
crude oil coming in transit through IPC and TAPLINE pipelines
from Iraq and Saudi Arabia to the oil terminals at Banias, in

Syria, and Tripoli and Sidon, in Lebanon.

B) Statistical Survey:
In general, the statistical information on Arab transit

trade is not enough for a detailed study of the development of

such trade. But fortunately, the statistical abstracts of
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Lebanon and Syria (which handle the bulk of Arab transit
traffic) contain the necessary information which can give a
general idea of the volume, composition and direction of
Arab transit, and detect the incipient trends in its pattern.
In view of this, the present statistical survey will be
devoted to a study of the transit trades of Lebanon and Syria

to and from the Arab countries.

a) lebanon: The most distinct feature of Lebanon's
transit trade over the period 1953-1961 is the serious decline
in the tonnage of goods passing in transit to and from the
Arab countries since 1957. Though the political crisis in
ILebanon during the period May-September 1958 was the proximate
cause for this decline, it is observed that the political
events have only accelerated an already existing trend which
began in 1956 and which had for object the desirability of
encouraging the use of national ports as pertaining to each
of the Arab countries concerned in preference to the use

of the port of Beirut.

With respect to goods passing in transit to the Arab
countries, Table (1) of Appendix I of this study shows that

the tonnege of such goods, after increasing gradually from
684,867 tons (92.1% of total tonnage of goods transiting Lebanon)
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in 1953 to 1,161,478 tons (94.6%) in 1956 and maintaining
almost the same level in 1957, decreased to 540,050 tons
(79.2%) in 1958 and to 267,834 (93.5%) in 1959, and finally
reached 215,613 tons (92.9%) in 1961.

It is apparent from the same table that the decline
was largely due to the fall in the tonnage of transit goods
destined to Syria, which decreased from 829,500 tons (71.4%
of total tonnage of goods destined to the Arab countries)
in 1956 to 407,817 tons (75.5%) in 1958 and to 67,075 tons
(31.1%) in 1961. In point of fact, this decline was largely
due to the fall in the tonnage of mineral products (mostly
refined oil) after 1957 as a result of the construetion of
the 0il refinery at Banias, to meet Syria's demand for refined
0il which was previously secured from the IPC refinery in
Tripoli. Table (2) indicates that the mineral products decrea-
sed from 614,259 tons (77% of total) in 1957 to 307,592 tons

(75.4%) in 1958 and to 77,825 tons (43%) in 1959, and finally
reached 16,739 tons (25%) in 1961. Other commodities declined

also during the same period, the most important of which were
products of the food industries from 20,204 tons in 1957 to

1,253 tons in 1961; chemical and pharmaceutical products from
17,216 tons to 3,844 tons; textiles and textile products from

12,502 tons to 3,669 tons; base metals and manufactures thereof
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from 32,988 tons to 2,318 tons; machines and electric articles
from 17,104 tons to 4,811 tons; and transport facilities from

9,274 tons to 1,874 tons.

In conjunction with the fall of transit tonnage to
Syria, Lebanon experienced an equally severe decline in the
volume of transit goods destined to Jordan after 1957. Table
(1) shows that the tonnage of such goods decreased from its
record level of 213,911 tons (18.5%) in 1957 to 84,040 tons
(15.6%) in 1958, and to 54,175 tons (25.1%) in 1961, inspite
of its increase to 90,615 tons (38%) in the preceding year.
It can be seen from Table (3) that this deterioration was
mainly due to the fall of mineral products (including refined
0il) from 131,462 tons (61%) in 1957 to 10,985 tons (20%
of total tonnage destined to Jordan);(l) and textiles and
textile products from 6,644 tons (3%) to 1,103 tons (2%).
However, the tonnage of products of the vegetable kingdom
increased from 22,077 tons (10.3%) in 1957 to 36,079 tons
(66%) in 1961.

(1) In Merch 1958 an agreement was concluded between Iraq
and Jordan according to which Jordan started to import
its o0il requirements from Iraq's Daura refinery instead
of the IPC refinery at Tripoli in Lebanon.
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On the other hand, the tonnage of goods passing in
transit to Irag and Saudi Arabia showed some revival after

their drastic decline in 1958 as & result of the Lebanese
civil strife. As indicated in Table (1) the tonnage of goods
destined to Iraq, after reaching 121,105 tons (10.6% of

total tonnagé destined to the Arab countries) in 1957, decrea-
sed to 40,331 tons (7.5%) in 1958 to follow an upward trend
until 1961 when it recorded 86,303 tons (40.1%).(1) The
decline in 1958 was felt principally in the fall of the tonnage
of products of the food industries from 22,780 tons (19% of
total tonnage of goods transited to Iraq) in 1957 to 8,433

tons (21%) in 1958; textile materials and textile goods from
10,004 tons (8.3%) to 3,738 tons (9.3%); base metals and
manufactures thereof from 21,297 tons (17.6%) to 3,996 tons
(9.9%); machines and electric articles from 18,348 tons (15.1%)
to 7,434 tons (18.4%); and transport facilities from 9,866
tons (8%) to 4,159 tons (10.3%). It is noticed in Table (4)
that the above commodities tended to follow an upward trend

after 1959.

Similarly, the tonnage of transit goods destined to
Saudi Arabia decreased in 1958 to 7,862 tons (1l.4% of total

(1) The deterioration of transit trade to Iraq after 1958
was due mainly, but not entirely, to the diversion of such
trade from the Lebanese-Syrian route %o the Turkish route
via the port of Iskenderun.
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tonnage of transit goods destined to the Arab countries),
against 22,414 tons (19%) in the preceding year, then turned
upward to 12,051 tons (5%) in 1960 and 8,060 tons (3.7%) in
1961.

Turning to the volume of goods passing in transit via
Lebanon from the Arab countries,(l) Table (6) shows that
there was an increase of 254,619 tons in the tonnage of such
goods between 1953 and 1956, This increase, however, was
followed by a serious decline which started by the fall of
tonnage from 664,926 tons (54.2%) in 1956 to 626,540 tons
(51%) in 1957, and continued until 1961 when the tonnage
recorded was 8,289 tons (3.6%). Thus the decline in tonnage
pbetween 1956 and 1961 was 656,637 tons. It is definite that
the main reason for this decline is the restrictions imposed
by the neighbouring Arab countries to encourage local exports
through their respective ports rather than the port of Beirut.
Table (8) shows that Syrian goods passing in transit via
Lebanon declined from 21,326 tons (5.2% of total tonnage of
transit goods from the Arab countries) in 1953 to 5,901 tons
(0.9%) in 1957, and finally to 1,663 tons (20.1%) in 1961.

(1) Excluding the tonnage of crude oil coming in transit from
Iraq and Saudi Arabia through pipelines.
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Similarly, the tonnage of Jordanian gooda(l) decreased sub-
stantially, from 777 tons (0.2%) in 1953 to 80 tons in 1958
and to 15 tons only in 1961. On the other hand, the tonnage
of Iraqi goods passing in transit via Lebanon increased from
263,879 tons (63.4%) in 1953 to 285,884 tons (45.6%) in 1957,
but decreased to 124,556 tons (30.7%) in 1958 and to 5,414
tons (65.3%) in 1961; whereas the tonnage of Saudi Arabian
goods, after increasing from 124,325 tons (30.3%) in 1953 to
391,215 tons (58.8%) in 1956, decreased at an accelerated
rate to 1,197 tons in 1961.(2)

b) Syria: On the whole, Syria's transit trade to and
from the Arab countries over the period 1953-1960 (figures
of transit traffic for 1961 are not yet available) tended to
follow a rising trend, despite the serious fall recorded in
1958 as a result of the disturbed political conditions then

prevailing in the Arab area. This trend was by far the out-

(1) It is apparent that the Lebanese customs authorities did
not take into consideration the tonnage of Jordanian phos-
phates (amounting on the average 65,000 tons annually
passing via Lebanon from Jordan to the free zone of the
port of Beirut for export by sea, since customs regulations
do not consider such movement as transit. Incidentally, the
larger part of Jordanian phosphates is being now exported
via the port of Aqaba.

(2) More than 85% and 98% of the tonnages of Iraqi andSaudi
Arabian goods, respeetively, passing in transit through
Lebanon consist of mineral products (mostly oil and its
derivatives).
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come of the efforts exerted by the Syrian authorities to
encourage the use of the port of Latakia -- rather than the
port of Beirut -- as the principal transit outlet and inlet

for the Arab hinterland. It needs no emphasis that the success
of these efforts was due, in a large degree, to the fact that
all goods transiting Lebanon must pass through Syria, and

hence any restrictions imposed by Syria can slow down (if not
cut off) the flow of transit traffic to or from Lebanon and

consequently alter the pattern of Arab transit trade.

As far as goods transiting Syria to the Arab countries
are concerned, Table (7) shows that the tonnage of such goods
increased significantly, from 299,487 tons (77.4%) of total
tonnage transiting Syria) in 1953 to 501,007 tons (69.5%)
in 1957, but experienced a sudden decline to 364,117 tons
(71.4%) in 1958 as a result of a general fall in the tonnage
of transit destined to each of the Arab countries. Neverthe-
less, a rapid recovery was made in 1959 and 1960 since as
Table (7) depicts the tonnage in 1960 reached all-time record
level of 585,324 tons (85%). This increase was due to the
jncrease of transit trade to Jordan and Irag, and, to a lesser
extent, Lebanon and Saudi Arabia. On the one hand, transit
tonnage to Jordan increased from 207,933 tons (57% of total

transit tonnage to Arab countries) in 1958 to 307,004 tons (52%)
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in 1960, because of the subetanfial rise in products of the
vegetable kingdom from 104,529 tons to 150,416 tons, and
mineral products (including refined petroleum from 59,434
tons to 108,271 tons (Cf. Table 8); while the tonnage of
transit to Iraq increased from 91,118 tons (25%) to 164,065
tons (28%) mainly due to the increase of the tonnage of
products of the vegetable kingdom from 14,567 tons to 61,270
tons, and products of the food industries from 22,779 tons
to 47,981 tons (Cf. Table 9). On the other hand, the tonnage
passing in transit to Lebanon and Saudi Arabia recorded a
slight increase between 1958 and 1960; by rising from 45,235
tons (12%) to 76,899 tone {13%) in the case of Lebanon, and
from 19,831 tons (5.4%) to 37,356 tons (6,4%) in the case

of Ssudi Arabia (Cf. Tables 10 and 11).

But with respect to goods passing via Syria from the
Arab countriea,(l) Table (12) indicates that there wes a
considerable increase in the tonnage of these goods during
the period 1953-1960, although a decline was recorded in
1958 In 1953, the tonnage was 146,700 tons (37.9% of the
total tonnage of transit goods passing via Syria),lbut

(1) Excluding oil coming through IPC pipeline to Banias.
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ijs due to the fact that transit is a regional matter which
concerns usually three or more neighbouring countries, and

the political disturbances in one country or its political
divergence with another will react adversely on the transit
trade of the region as a whole. Taking for instance the
political disturbances in Lebanon during the months May-
September 1958, one can see that they have led to the fall

of Syrian imports through the port of Beirut from 13,784

tons in April to 7,820 tons in May and to 545 tons in June.
But after the disturbances were over these imports started

to rise and reached 5,521 tons in December of the same year.(l)
The Irsqi Revolution on July 14, 1958, was another political
development in the area which had a more continuing signi-
ficance on transit trade. This is due to the fact that
Kassem's regime tended to isolate Iraq from the rest of the
Arab countries, and recoursed to economic measures for poli-

tical retaliation -- as indeed the case is with most Arab

countries.

2) Economic Factors: The fact that Arab transit trade

is a reflection of the foreign trades of the Arab countries

suggests that transit traffic is affected to a large extent

(1) Compagnie du Port, des Quais et des Entrepots de Beyrouth,
Traffic Maritime, Beirut, 1958.
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increased gradually to 339,469 tons (47.1%) in 1957 and
finally reached 397,291 tons (57.7%) in 1960 despite its

fall to 272,321 tons (53.4%) in 1958. It is apparent from

the above-mentioned table that the increase in tonnage was
caused by the rise of the tonnage of goods coming from ILebanon
and Jordan, especially after 1958. This increase, however,
was slightly offset by the fall of transit tonnage coming

from Iraq and Saudi Arabia.

C) Factors Determining Transit Trade:

It can be concluded from the foregoing section that
Arab transit trade as a whole experienced a notable decline
after 1957, chiefly as a result of the diversion of a large
part of Jordan and Syria's foreign trades to their own ports,
as well as the diversion of Iraq's transit trade from the
Lebano-Syrian route to the Turkish route via the port of
Iskenderun. However, it is reckoned that this trend was
further accentuated by a number of factors which will be

discussed at some length in the following paragraphs.

1) Political Factors: The tension which characterized
the political relations between the Arab countries after 1958
reflected very badly on the flow of Arab transit trade. This
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by the trade policies of the countries concerned and the

trade restrictions they impose. As & corollary to this, it
cen be remarked that a part of the decline in transit traffic
passing via Lebanon to Syria after 1958 was brought about by
the trend towards autarky in Syria (then forming the Northern
Region of the United Arab Republic), expressed by the adoption
of a strict import policy and the application of the quota

system.

Tn addition, certain administrative measures taken by
the Syrian Government have affected considerably the flow
of transit via Lebanon, Amongst these measures was the pro-
hibition of the Syrian merchants to import any goods from
the Lebanese free zones at Beirut and Tripoli.(l) In this
case, the merchants were required to import their goods
directly from the country of origin, or, upon the approval
of the authorities concerned from other free zones in the
area. Another measure which affected the flow of transit
was the prohibition of the Lebanese merchants from acting as
intermediaries for Syrian eiporta, with the effect that these
exports were diverted to the port of Latakia, rather than the

port of Beirut.

.

(1) This measure might have been taken to avoid the payment
for imports in smuggled money. "Inter-Arab Transit Trade",
L'Economie Libanaise et Arabe, Vol. IX, No. 75, May 1959,
Pe 9- )
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3) Competition of Ports: The ability of the port of

Beirut to capture the bulk of Arab transit traffic and the
autarkic trends in the Arab countries have led these countries
to launch important projects for the improvement of their

ports in order to relieve their heavy reliance on the Lebanese

portse.

To start with, Syria developed the port of Latakia
to serve its northern agricultural region and subsequently
reduce its dependence on the port of Seirut. Although the
port of Beirut is better equipped and has more adequate
connections with the interior than the port of Latakia, the
latter is a serious competitor of the former, especially as
it is situated on the Mediterranean and constant improvements
are being made in its cargo-handling facilities. It is
expected that this competition will increase in the near
future as transport facilities to the interior are improved
by the construction of the Latakia-Qamishly railway line
which will be linked with the Iragi railway system in the
future. It is worth mentioning here that Syria has taken
e number of measures to ensure traffic for its port; amongst
which is Decree No. 274 of the Ministry of Economy issued
on May 26, 1959, prescribing that certain goods must be

imported exclusively through the port of Latakia. The goods
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include a wide range of agricultural products, food products,
various items of chemicals, fertilizers, cement, timber,
yiérns, iron and steel, as well as engines, pumps, generators,
agricultural machinery and electrical materials.(l) This
Decree, however, does not apply to goods produced in the
neighbouring countries and imported into Syria by land. 1%
applies only to Syrian imports by sea and therefore it affects

Lebanese-Syrian transit alone, and not further transit.

Likewise, Jordan developed its own port on the Agaba
Gulf with adequate road connection to the interior, and took
measures to ensure wider use of it, instead of the tradi-
tional transit route through Lebanon and Syria. On June 12,
1958, the Jordanian Government announced that all imports
from the United States must be effected via the port of Aqabagz)

supplementing similar regulations concerning imports from

Austria, Czechoslovakia, Poland, East and West Germany,

(1) Economic Bulletin of the Chamber of Commerce of Damascus,
UOIO Iu, ﬂo. I, I;;g, pp- 169-1120

(2) It must be remarked here that Jordanian imports from the
United States increased significantly after 1960 and are
expected to increase more in the future, in consequent
to a defence order issued in Amman on Februarg 5, 1961,
stipulating that certain types of goods must be imported
only from the United States. Arab Economic Report, General
Union of Chambers of Commerce, Industry and Agriculture for
Arab countries, October 1962, p. 50.
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Holland, Belgium and France.(l)

As a result of these measures, the volume of goods
handled at the ports of Latakia and Agqaba recorded a sub-
stantial increase after 1957, against a decline in the volume
of transit handled at the port of Beirut to and from Syria
and Jordan. Table (13) shows that the tonnage of importse
through the port of Latakia increased from 334,448 tons in
1957 to 805,906 tons in 1959 and to 1,136,436 tons in 1961;
whereas exports decreased from 703,392 tons in 1957 to 210,381
tons in 1959 (because of the drought and low agricultural pro-
duction), but rose to the record level of 1,941,829 tons in
1961. On the other hand, Table (14) shows that there was
also a sizeable increase in the tonnage of Jordanian imports
and exports through the port of Aqaba: imports rose from
47,303 tons in 1960; while exports increased from 99,770
tons to 137,812 tons and to 223,343 tons respectively.

Against this increase the tonnage of transit goods
handled at the port of Beirut for Syria and Lebanon decreased
appreciably after 1957. Table (15) shows that the tonnage
of transit to Syria declined from 140,843 tons in 1957 to

(1) Middle East Economic Digest, Vol. II, No. 11, June 20,
1958, Pe 124.
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4% ,786 tons in 1960, while the tonnage of transit to Jordan
decreased from 89,043 tons to 44,378 tons, respectively.
Furthermore, Table (16) indicates that the tonnage of Syrian
and Jordanian goods passing in transit via the port of Beirut

declined appreciably between 1957 and 1960,

The position of the port of Beirut after 1957 was
further jeopardized by the severe competition of the port
of Iskenderun (Turkey) vis-3-vis Iraqsr transit trade. Pri-
marily, the diversion of a large proportion of Iragi trade
to Iskenderun was motivated by the close ties between Turkey
and Iraq as - then - members of the Baghdad Pact.(l) But
what helped this diversion to continue after the dissolution
of the Pact in 1958 was the subsequent political tension in
the Arab countries. To take a fuller advantage of this sit-
uation and encourage the use of the port of Iskenderun, the
Turkish Government resorted to the reduction of the port dues

and tranesport costs by railway over its territory, by fixing

a special rate of exchange between the Turkish pound and the

U.S. dellar for paying expenees of goods passing in transit.(z)

(1) Ahmad Malak, "The Port of Beirut," L!'Economie Libanaise
et Arabe, No. 107, September 1962, p. 26.

(2) On August 4, 1958, the rate of exchange between the Turkish
pound and the US dollar for the above-mentioned purposes
was changed from £.,T. 4.00 = 1§ to £.T 9.00 = §1. Hence
transport costs were reduced from 6 fils per ton-kilometer
(i.es the uniform tariff agreed upon by Lebanon, Syria,
Jordan and Turkey) to 2 fils only. :
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This measure proved to be very effective in that it
caused a substantial reduction in the port and railway charges,
in comparison with charges incurred when the Lebanese-Syrian
route is used. The following figures show the difference in
the average costs of transport per ton of general cargo from
Iskenderun to Baghdad on the one hand, and Beirut and Baghdad
on the other.(l)

(1) From Iskenderun to Baghdad (packages weighing 1-1000 kgs):

Turkish Pounds

- Lighterage expenses and loading

On railway wagonS..c.ceesveose 14.00
- General €XpPenNSes ....ccrtvevcccnne 550
- Railway transport expenses over

the Turkish territory .ccecec.e 29.00

TOTAL 48.50

Lebanese Pounds

- (Equivalent, in Lebanese pounds
after conversion on the basis of
9 Turkish pounds for each dollar,
to) .....0l..lI..l..'!ll..-o’l.ll 17.17

- Transport costs over the Syrien
and Iraqi territories on the basis
of $2.80 for each dinar .....oeee 41.69

(1) "The Port of Beirut", L'Economie Libanaise et Arabe, Vol. IX,

No. 77, September 1959, p. 35T,
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(2) From Beirut to Baghdad: (packeges weighing 1-1000 kgs):

lebanese Pounds

- Port Charges:

Iligh te I‘age L] - . . . . . . . 7 o 20
Free zone . . + « o« « o & @ 2.10
Dike . . . . . . . . . - - l '00
Handling « « « ¢ « o & & o 7.00
17.30
- Railway Chargess:

Station expenses s v s+ e @ 5.00
General Expenses a5 . @ 7.00

Transport cost to Syrian
frontiers (135 kms). 3 T.70

Transport cost from Syrian
frontiers to Baghdad (1324 kms)70.83

If goods are

to be transported by TRUCKS then:-

- Trucks' Charges:
From Beirut %o Baghdad . . . 65.00

Ioading and unloading at

Damas€us . . . : > 6.00

Add the port dues mentioned
B.bove . . . L] . - - . L] . 17.30
88.30

e e ot e e e e e e e
B L

From the above figures it can be noticed that the

transport from Iskenderun to Baghdad costs less than that

from Beirut to Baghded by LL 29.44 by trucks and LL 48,97

by railway.

Also the journey by railway from Iskenderun to
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Baghdad is 15 days while that from Beirut to Baghdad is 21
days. However, the use of the port of Iskenderun by Iragi
merchants has almost been discontinued recently as a result
of the restriction of the issue of permits by the Iraqi

Government for the importation of goods via this port.

Together with the above measures, it is believed that
the high lighterage and port dues of the port of Beirut have
been an important factor in diverting transit trade to other
ports in the area. The following schedule shows clearly
that the port of Beirut charges, in most cases, the highest
lighterage and port dues, in comparison with the ports of
Latakia and Iskenderun.(l)

In U, S, Dollars
Beirut Latakia Iskenderun

~ Packages of general cargo weigh-

ing less than 1000 kgse. 5.40 4,00 1,55
- Packages of general cargo weigh-

ing 1001 to 3000 kgs. 10,38 13.14 1.55
- Packages of general cargo weigh-

ing 3001 kgs. and above. 9.90 12.57 1.55
- Per 1000 kgs. of sugar. 2.75 1l.15 0.89
- Per 1000 kgs. of cement. 1.88 1.14 0.89

(1) These figures were privately obtained by the author.
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The dues charged at the port of Iskenderun are extremely
low by comparison, because of the special conversion rate

between the Turkish pound and the US dollar, mentioned earlier.

4) Inadeguacy of Communicationss Another factor
which affected the flow of Araﬁ transit traffic via Lebanon
after 1957 was the inadequacy of the communication system
serving the Arab countries. As mentioned earlier, the rail and
road network is old and costly, and many routes are little
more than desert tracks and heavy investments have to be
made by the governments concerned if transport costs are 1o

be reduced significantly.

I+ must be remarked here that the difference in cost
between rail and road transports from Lebanon to the hinter-
land is very high and acts as a trade barrier since certain
goods have to be transported by railway, especially in the
case of Jordan. In this connection it is worth mentioning
that during the period 1957-1960 the cost of transport per
ton of "general cargo" beiween Beirut eand Amman by railway
was approximately LL 52, while that by frucks was about LL 35
only. Accordingly, by using reail tranéport the trader had
to pay aebout LL 17 in addition to the rate which he would

have paid if the transit hes been effected by trucks.(l)

(1) "Trensit Problems”, L'Economie Libsnaise et Arabe, Vol. IX,
No. 72, February 1959, PP. 15-20.
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5) Transit Problems: ZIast but not least, the problems

originating from transit regulations and restrictions acted
as a serious barrier to transit traffic. The discussion of

these problems will be deferred to the following chapter,

D) Conclusions

Despite the scarcity of statistical information on
Arab transit trade during the period 1953-1961, its general
trend can be discerned from Lebanon's transit trade which
accounts for the larger part of it. Accordingly, it can
be said that the Arab countries have witnessed 2 notable
increase in their transit trade over the year 1953-1956,
and a decline thereafter which continued at an accelerated
rate after 1958, In fact, this decline was caused by the
shift of Arab trade from the port of Beirut to other neigh-
bouring ports. On the one hand, Syria and Jordan transferred
most of their trading activities to their respective ports,

and took the necessary measures to push this trend further.
On the other, Iraq transferred a large part of its trading
activity to the port of Iskenderun, as a result of the close
political ties between the two countries before 1958 as
members of the Baghdad Pact, and the measures taken by the
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Turkish Government after 1958 to reduce the port dues and
transport costs by railway over its territory. The diversion
of traffic from the port of Beirut was encouraged by the
unfavourable political climate in the Arab region after 1958,
and the difficulty of the Lebanese—S&rian transit route due
to the inadequacy of communications as well as the existence
of certain transit problems regarding the movement of transit

goods and the means of transport carrying such goods.



CHAPTER THREE

ARAB TRANSIT PROBLEMS AND AGREEMENTS

A) Introduction:

As a principal pre-requisite to wider trade exchange,
the subject matter of freedom of transit greatly pre-occupied
nationes ever since their means of transport and international
exchange developed. But it was not until after the end of
World War I that nations commenced to regard transit as an
important ingredient of their respective economies, and hence-
forth they wanted to have provisions to secure and maintain

(1)

freedom of communications and transite.

Being of this opinion, the League of Nations was the
first organization to call for a conference in Barcelona
during the period March 10, and April 21, 1921, "to proclaim
the right of free transit and to make regulations thereon
as being one of the best means of developing co-operation
between States without prejudice to their rights of sovereignty
(2)

or authority over routes available for transit.”

(1) Incidentally, Article 379 of the Treaty of Versailles of
1919 envisaged the conclusion of a general convention of
the "international régime of transit".

(2) rnational Legislation, Vola I (Wéshingtons Carnegie
iﬁﬁowmeni ?or In%erna%Ional Peace, 1931) p. 626,

—48-
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The Convention on Freedom of Transit signed at this
Conference introduced two major points in connection with
international transit. First, it defined the nature of
goods which can be termed as passing in transit across the
territories of any one country; and, second, it recognized
the necessity of the principle of freedom of transit according
to which traffic in transit will not be subject to any

special dues or taxes.

according to Article I of the above Convention the
contracting countries(l) agreed to consider the following

as "traffic in transit" across their territoriess

"Persons, baggages, and goods, and also vessels,
coaching and goods stock, and other means of
transport, shall be in transit across the territory
under the sovereignty or authority of one of the
Contracting States, when the passage across such
territory, with or without transshipment, ware-
housing, breaking bulk, or change in the mode of
transport, is only a portion of a complete journey,
beginning and terminating beyond the frontier of
the State across whose territory the transit taekes
place."(2)

(1) On September 1, 1931, ratifications of or sdhesions to
this convention had been deposited at Geneva by Albania,
Austria, Belgium, British Empire, Bulgaria, Chile, Czecho-

slovakia, Danzig, Denmark, Estonia, Finland, France, Germany,

@reece, Hungary, India, Iraq, Italy, Japan, Latvia, Luxem-

burg, Netherlands, Newfoundland, New Zealand, Norway, Palesg-
tine, Persia, Poland, Rumania, Siam, Spain, Sweden, Switzer-

land, Syria and Lebanon, and Yugoslavia,
(2) Opscite, pe 632.
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Ae far as transit dues and taxes are concerned,
Article III of the same convention makes a clear mention

of them. It readss:

"fraffic in transit shall not be subject to

any special dues in respect of transit (including
entry and exit). Nevertheless, on such traffic

in transit there may be levied dues intended

solely to defray expenses of supervision and
administration entailed by such transit. The

rate of any such dues must correspond as nearly

as possible with the expenses which they are
intended to cover, and the dues must be imposed
under the conditions of equality laid down in the
preceding Article,(l) except that on certain routes,
such dues may be reduced or even abolished on ' (2)
account of differences in the cost of supervision."

With the Barcelona Conference as a starting point,
many countries have since then held similar conferences at
which agreements were drawn up for the purpose of preserving
their freedom of transit and communications and hence pro-
moting their general economic interests. The most important
of these conferences is the "Havana Conference on Commerce

and Employment" which was held in 1948 under the sponsorship

(1) Article II of the Barcelona Convention states: "subject to
the other provisions of thisStatute, the measures taken by
the Contracting States for regulating and forwarding traffic
across the territory under their sovereignty or authority
shall facilitate free transit by rail or waterway on routes
in use convenient for international transit. No distinction
shall be made which is based on the nationality of persons,
the flag of vessels, the place of origin, departure, entry,
exit or destination, or any circumstances relating to the
ownership of goods or of vessels, coaching or goods stock
or other means of transport."”

(2) Op.cits., pp 632-633.
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of the United Nations, and at which the principle of freedom

of transit was once more confirmed.

The Arab countries were not an exception. They have
recognized the vital importance of freedom of transit for
promoting regional trade, and the need to conclude an agree-
ment among them to institute this freedom. However, the
existence of certain transit problems originating primarily
from the desire of each of the Arab countries to benefit as
mueh as possible from the transit traffic passing across its
territories, has made the achievement of complete freedom of
transit rather difficult without reaching an agreement which
divides proportionately the transit traffic among them.

The purport of this chapter, therefore, is to study
inter-Arab transit problems and the points of view of the
countries concerned vis-3-vis these problems, on the one
hand, and the arrangements taken by these countries to re-

gulate transit trade among them, on the other.

B) Arab Transit Problems:

In point of fact, the general transit problem of the

Arab countries consists of two simultaneously related problems:
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the first relating to the movement of goods acress the
national boundaries of any one country, and the other relating
to the movement of means of transport carrying goods in
transit. Evidently, these problems arise from the different
attitudes adopted by the Arab countries towards the principle

of freedom of transit as it affects their economic interests.

With respect to the first problem, it is observed

that Lebsnon adopts a very liberal attitude, favouring the

abolishing of special taxes or dues imposed by the other
Arab countries on goods in transit, as well as simplifying

customs and administrative formalities for these goods.

Essentially this attitude is prompted by the fact that Lebanon
derives a large part of its trade income from transit traffic
which consists in a great part of goods re-exported from the

free zone of the port of Beirut.

ILikewise, the Arab countries in the hinterland (i.e.
Jordan, Iraq and Saudi Arabia) support the prineciple of
freedom of transit (although Saudi Arabia imposes a tax
amounting to 2 per cent of the value of goods passing across

(1)

its territory together with other dues), on the basis

(1) "Inter-Arab Transit Trade", L'Economie Lfibanaise et Arabe,
Vol. IX, No. 75, May 1959, p. 9.
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that the port of Beirut igéhe shortest and fastest route for
carrying out their trading activities. Needless to say that
the free zone provides warehousing accommodation for a wide
variety of foreign goods which gives the Arab importers the
opportunity of obtaining most of their requirements in a
much shorter period than would be the case if the goods to

be imported from their country of origin.

On the other hand, Syria rejects the principle of

freedom of transit, and has consistently obstructed the move-
ment of Lebanese transit across its territory either by charging
extra expenses for administrative and customs formalities 6r
requiring extensive inspection of goods, on the basis that

it will not derive any benefit from transit trade if comple te

freedom is allowed.

Turning to the second problem of transit, it can be
seen that Syria repudiates again the principle of comple te
freedom of transit and requires that certain restrictions
must be put on the circulation of means of transport across
its territories to preserve its economic interests. For one
thing, Syria does not allow Lebanese trucks (and prior to
1958 Iragi trucks) to cross its international boundaries more

than once; thus disabling them to reach Jordan, Iraq or Saudi
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Arabia, if the point of destination for one journey and of
return for that journey are outside Syria. However, it allows
them to transport Syrian imports coming in transit via Lebanon.
This means in effect, that goods loaded in Lebanese trucks

and destined to Iraq, Jordan or Saudi Arabia have to be
unloadéd in Damascus for reloading into Syrian or Iraqi

trucks, thereby causing additional expenses and delay which
could be avoided if the goods were allowed to continue their

journey by trucks in which they were originally loaded.

The rationale given by the Syrian authorities for
these restrictions, is that Syria -- by virtue of its geo-
graphical location as a "liaison" between Lebanon and the
hinterland -- does not benefit from transit traffic passing
across ite territories, and as a matter of fact it loses since
the movement of non-Syrian trucks over its roads increases
the road maintenance expenses. Moreover, the Syrian authori-
ties feel that if complete freedom of circulation is allowed
for all trucks, irrespective of parent country, Syrian truck-

owners will face severe competition from Lebanese and Jordanian

truck-owners who are able to quote competitive rates by reason

(1)

of the lower taxes they pay to their respective governments.

(1) Ibide, pe 10.



- 55 -

For another, Syria requires that most goods (see
bilateral agreements below) imported or exported by Jordan
via Lebanon must be moved by rail irrespective of the wishes
and interests of the shippers.(l) This being urged by the
degsire of the Syrian Government to increase the volume of
goods carried over the Hedjaz Railway which is running at a
chronic loss paid by the Syrian Treasury. However, the fact
that the transport cost between Beirut and Amman per ton of
"general cargo" is about LL 17 more than that by road, mekes
this'requirement objectionable by the Jordanian traders, who
besides bearing additional expenses suffer from the delay in
the movement of goods by rail compared with the quicker tra-
neit by road transport, and from a high rate of pilferage on

the way.(z)

In addition to the above restrictions on the circula-
tion of means of transport, Saudi Arabia imposes an annual
fee of £ 24 on every truck passing across its territories, as

(3)

well as gquarsntine and other fees.

(1) I.Bu.ReDs, Economic Development of Syria, p. 232.

(2) OE.Cito 3
(3) Ibid.
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It can be concluded from the foregoing that the
general transit problem of the Arab countries is the attitude
of the Syrian Government towards the principle of freedom of
transit and its constant desire to put restrictions on the
movement of transit goods and means of transport across its
territory. However, there is a strong conviction that Syria's
rejection of complete freedom of trensit does not stem from
the justifications it gives, since the competition between
Syrian trucks, on the one hand, and the Lebanese and Jordanian
trucks, on the other, can be eliminated by imposing equal
government taxes on trucks in all three countries, and allow-
ing Syria to impose a reasonable transit tax which in no case
should exceed the actual cost of road maintenance. It is
believed that the Syrian attitude is motiveted by the fact
that Syria considers its geographical position a "national

wealth" which has the full right to exploit.(l)

C) Arab Transit Agreements:

In view of these problems, the Arab countries have

constantly endeavoured to reach an arrangement for their

(1) Youssef Helbaoui, "Le Probleme du Transit Inter-Arabe",
L'Economie Libanaise et Arabe, Vol. X, No. 83, March 1960,
8.
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transit trade which can safeguard their economic interests
and ensure the maximum possible degree of transit freedom.
Accordingly, they have concluded e number of bilateral agree-
ments, which were often supported by unilateral measures on
the part of non-contracting countries, and a multilateral
agreement which was concluded within the framework of the

Arab League.

1) Bilateral Agreementss Although all bilateral trade
agreements between the Aradb countries include provisions
relating to transit trade, there are only four agreements
which are of real importance and deal extensively with the

(1)

subject matter of transit:

(a) Amongst these agreements igthe "Syro-Jordanian
Agreement For Facilitating Trade Exchange and Regulating

Transit Trade", which was ratified on April 2, 1953. Article

XV of this agreement necessitates that all transit goods

destined to or crossing the territory of any one of the two

(1) According to these agreements the following are considered
es being in transit across the territories of the contra-
cting countries: "Goods and personal effects, whatever their
origin, whether transported or stored in warehouses, whether
shipped or not, but so as to constitute a complete transfer,
beginning and ending outside the frontier of the country
crossed."
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contracting countries should be transported by railways, in
conformity with regulations in force in each country. The
same Article, however, authorizes the transport of certain
goods (listed in the agreement) by trucks(l) on condition
that trucks registered in any one of the two countries do

not engage in internal transport in the other,(z) as well as
the transport of goods from that country to a destination in
a third neighbouring country. Purthermore, Jordanian trucks
are prohibited from engaging in tﬂe transportation of goods

between Syria and Lebanon.

Regarding transit dues and taxes, Article XVI of the
above agreement states that goods in transit shall be exempted
from customs duties, transit taxes, and all other taxes with

the exception of reasonable expenses of transport and services

(1) The list includes the following: goods transported from
Syria to a third country via Jordan; goods transported from
Jordan to a third country via Syria with the exception of
wheat and phosphates; goods imported into Syria from a third
country via Jordan; lebanese fruits and vegetables exported
to Jordan; rice, vegetables and fruits imported by Jordan
via the Lebanese ports; machinery and heavy equipment
imported via Lebanon; fuels; Jordanian imports via Syrian
porte; refugee provisions; goods exported from Syria to
Jordan and vice versa; and cars imported by Jordan and
forwarded on their own wheels,

(2) Internal transport means all Journeys beginning and termina-
ting in any one country.
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resulting from the transit operations. In addition, the
contracting countries are not allowed to impose any restri-
ctions hindering the movement of transit goods or means of

traneport across their territories.

(b) The second bilateral agreement is the Syro-Lebanese
Economic Agreement which was concluded on March 5, 1953,
According to Article X of thie agreement, the contracting
countries are pledged to facilitate transit across their
respective territories, and to exempt goods, personal effects,
and livestock passing in transit from customs duties and

any other taxes, with the exception of sanitary taxes.

(¢) Another agreement is the Lebano-Jordanian Agree-
ment For Facilitating Trade Exchange and Regulating Transit
Trade, signed on August 27, 1952. Article XIV of thie agree-
ment stipulates that each of the two contracting countries
will exempt goods, personal effects belonging to the other
end passing in transit from customs duties, transit taxes, and
all other dues, excluding reasonable transport expenses and

service fees incurred during transit.

Article XX provides that goods destined to any of the

contracting countries should be moved by reil. However,
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exception is made for certain goods (similar to those mentioned
in the Syro-Jordaenian agreement) which are permitted to be

moved by trucks.

(d) Still another agreement is the "Syro-Iraqi
Economic Co-operation Agreement" which was signed on November
3, 19614 Regarding transit trade, Article VIII of this agree-
ment provides that each of the two contracting countries will

exempt all goods passing across its territory from or to the
territory of the other from transit taxes and dues. Article

IX provides that Syria will grant Iraq all possible facilities
for using its ports in transit trade. Moreover, means of
transport belonging to either country will be granted all
necessary facilities for entering and traversing the terri-
tories of the other, provided that they will not operate
internally. The same article provides as well that the

transport of goods from Syria and Lebanon to Iraq shall be
effected in Iraqi and Syrian trucks, with the provisio that
50 per cent of them will be Iraqi trucks and 50 per cent

Syrian.

Despite the fact that the above agreements have helped
to regulate transit trade between the Arab countries on bilateral

basis, they did not offer a regional solution for the transit
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problems discussed in the preceding section. Furthermore,

it may be noticed in the first and third agreements that the
idea of safeguarding the railway interest, against the severe
competition of trucks, was re-asserted by confining a large

portion of transit goods to railway transport,

2) Multilateral Agreements: With the desire to bring

about a sound solution for transit problems on regional basis
which preserves the interest of all parties concerned, the
Arab countries (including Egypt and Yemen) concluded a muiti-
lateral agreement on September Ty 1953, within the framework
of the Arab League, entitled "Convention For Facilitating
Trade Exchange and Regulating Transit Trade Between States
of the Arab League." Article IV of this agreement stipulated
that the contracting countries are pledged "to facilitate

transit across their territories by any kind of transport,

allowed by the laws of the country being croseed."(l)

But as this provision did not prove to be effective in
solving the transit problems, the Economie Council of the Arab

League decided at its meeting on December 15, 1954, to amend
the above-mentioned Article along the lines indicated in the
Barcelona Convention on freedom of transit, and to limit the

proportion of transport for trucks registered in each of the

(1) "Convention For Facilitating Trade Exch and Regulating
Transit Trade Between States of the Arab ague”, sic
cuments of the League of Arab States (New York: The Arab
nformation Center, Pe .
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contracting countries so as to preserve their interests.

In connection with transit trade, Article VI (para-
graph "a") of the amendment-agreement considers the following
as being in transit across the territories of any of the
Contracting Parties: "goods and personal effects, whatever
their origin, whether transported or stored in warehouses,
whether shipped or not, but constituting a complete transfer
beginning and ending outside the frontier of the country
erossed. What is also considered as being in transit is the
forwarding of motor cars on their own wheels, forwarding of
cattle or livestock on foot or transported across the terri-
tory of one of the Contracting Parties towards the territory
of other countries in conformity with the rules in force

(1)

and customs regulations.

As far as means of transport are concerned, paragraph

"h" of the same article states that the transport of goods
in transit across the territory of any of the Contracting

Parties is authorized by cars, trucks, wagons, or any other

means of transport, without distinction of kind and nationality,
and without any delay. Furthermore, "the means of transport
registered in any of the Contracting Parties are allowed to

go ecross the territory of any of these Parties in order to

(1) Ibid,, pp. 33-34.



- 63 -

transport goods in transit belonging to any of these Parties

and this without any obstacle or discrimination.”

Paragraph "c" stipulates that "any of the Contracting
Parties will exempt goods and personal effects belonging to
the citizens of any of the Contracting Parties passing acroses
its territory as well as the means of transport, from the -
customs and transit dues and any other dues except the
reasonable dues for the services resulting from transit and

on the condition that such expenses shall not in any case

exceed those to which imported goods into that country are
subjected." The same peragraph stipulates also that "goods

and personal effects transported as well as the means of

transport must not be subject to any restrictions."

In addition, paragraph "d" of Article VI of the
amendment-agreement provides that the means of transport
relating to any of the Contracting Parties enjoy the necessary
facilities to enter and cross the territory of any other
Contracting Party. The drivers also will enjoy reasonable
facilities for passage and accommodation, on condition that
the means of transport will not engage in any interior trans-
ports. Paragraph "e" on the other hand, states that the goods

and personal effeété should be accompanied by a manifest made
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out by the owner of the means of transport or his qualified
representative. This manifest will be accepted by the country
of destination upon the entry of the goods at the frontiers,
after the customs authority of the latter country has satis-
fied itself that the seals affixed to the goods and means

of transport by the customs authority are still in place in

conformity with the regulations in force.

Finally, paragraph "f" states that in compliance with
this Article the contracting countries will agree among them-
selves on the ways and means for carrying out its dispositions
and for limiting the proportion of transport for trucks regi-
stered in each country and for fixing transit services costs

and others.

A number of meetings were held between the representa-
tives of the Arab countries during the period 1955-1958 with
a view to putting into effect the provisions of the above
Article, but without any results. Thereupon the Economic
Council of the Arab League took & decision at its Fifth
Session held in Cairo during the period January 5-13, 1959,
demanding that the countries concerned should meet within a
period of two months to carry out the prof¥isions of the said

Article.
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At the initiative of Syria (then forming the Northern
Region of the United Arab Republic), a meeting was called in
Damascus between Febraury 14 and 17, 1959, which was attended
by delegates from Syria, Iebanon, Jordan and Saudi Arabia.
Iraq was not represented. Unfortunately no agreement was
reached and the meeting was adjourned until the delegates
consulted with their Governments. The second meeting was
also held in Damascus between November 27 and December 10,

1959, and was attended by the same countries. The proposals

forwarded by the participating countries in this meeting to
(1)

reach an agreement centered around four major points:

a) To set a limit for the goods in transit which must
be moved by rail.

b) To rule out the idea of imposing a transit tax on

goods.(z)

¢) To 1limit the proportions of the transport of foreign
goods passing in transit for trucks registered in
Syria, Lebanon and Jordan.

d) To allow complete freedom of circulation throughout

the Arab world to trucks carrying goods of Arab origin.

(1) "Arab Transit Agreement", Al-Jaridah Paper, Vol. VII, No.
2127, December 2, 1959, p. 8.

(2) It wae the Syrian delegate who requested that a transit tax
amounting to LS 10 per ton should be levied to meet road
maintenance expenses,
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After fruitful discussions an agreement entitled "The
Agreement for Limiting the Dispositions of Article VI of the
Convention for Facilitating Trade Exchange and Regulating
Pransit Trade Between the States of the Arab League" was
(1)

concluded.

Although this agreement did not achieve complete
freedom of transit, it certainly abolished the principal
obstacles hindering the flow of transit trade across the Arab
countries, and as such it is considered an important step
towards fostering Arab economic cooperation. Essentially,
the agreement allows freedom of transit across the territories
of the contracting countries in conformity with paragraphs
(a,b,c,d,e) of Article VI of the amendment-agreement of the
"Gonvention for Facilitating Trade Exchange and Regulating
Transit Trade Between States of the Arab League", signed on
December 15, 1954. However, it stipulates that certain goods
(including wheat, sugar, cement and a small range of industrial
products) imported by Jordan via Lebanon, as well as an annual
quantity of not less than 50,000 tons of Jordanian phosphates

exported to Lebanon.or to other countries via Syria must be

(1) An English translation of the text of this agreement is
available in Appendix II of this studye.



- 67 =

transported by railway.(l)
Article IV of the said agreement provides that all
foreign goods (other than those required to be moved by reil)
imported by Jordan via Lebanon, as well as foreign goods
exported or re—exported.from Lebanon to Jordan should be
transported by Syrian, Jordanian and Lebanese trucks only
ond in the following proportions: 40%, 38%, and 22% respect-
1ve1y.(2) On the other hand, Articlé v sfates that goods of

Areb origin (with the exception of the quantity of phosphates

referred to earlier) exported from any Arab country to any
other Areb country in transit via a third one, as well as
the foreign goods passing in transit via Lebanon, Syria and

Jordan to and from Saudi Arabia or any other Arab country,

shall not be subject to any of the above restrictions.

In enforcing the provisions of the agreement, Article
VII stipulates that trucks belonging to the contracting
countries shall have the right to enter (empty or loeaded )

the territories of any of these countries up to the place of

(1) The quantity of phosphates can be reduced by 5 per cent and
can be increased on condition that the necessary wagons are

avaeilable. This provision, however, does not prevent the

transport of phosphates by trucks of any nationality and at
any time of the year provided that the quantity transported

by railway is not less than 2,500 tone per month.

(2) The checking of these proportions will be taken once every
four monthe, from registers kept by each of the customs
posts on the Lebanese, Syrian and Jordanian frontiers.
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loading or unloeding, to pass (empty or loaded) across these
territories, and to transport goods in transit from any Arab
country on condition that they shall not undertake any internel
transport in that same country. However, Article VIII sti-
rulates that transport between adjoining countries which are
signatories to the agreement shall remain confined to the

sesne of transport belonging to these two countries.

Furthermore, to facilitate transit operations Article
IX requires that all customs declarations made out at the
country of traneit shall be replaced by a visa noted on the
manifest (mentioned in paragraph "e" of Article VI of the
amendment-agreeument of the Convention for Facilitating Trade
Exchange and Regulating Trensit Trade Between States of the
Lrab League). This manifest shall be made out at the country
of origin either by the owner of the means of transport, by
his approved agent, or by transit transport companies, pro-
vided that they are duly guaranteed and authorized in transit
countries without undertaking any formality of any kind other
than the registration of the manifest and presentation of
regulation engagement against a normal charge not exceeding
LS 5 or the equivalent thereof in money of other interested

countries,
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Finally, Article XI provides for the formation of a
"Technical Commission" composed of two representatives from
each of the Contracting Countries to control the execution
of this agreement. This commission shall meet once every

four months and when the need arises.

The key feature of the above-mentioned agreement, which
became operative as from August 1, 1960, is that it endeavours
to achieve the maximum possible degree of freedom of transit,
without jeopardizing the interest of the countries concerned.
For one thing, it attempts to safeguard the Beirut-Damascus-
Ammen railway, against the competition of trucks, by confining
to it the transport of certain Jordanian importes from outside

the Arab countries, as well as an annual tonnage of 50,000
tons of phosphates. For another, it gives Syria the right

to secure 40 per cent of the transit traffic of foreign goods
for its trucks, against giving up the idea of imposing a tra-
nsit tax on goods passing across its territory; while leaving
the transit of Arab goods without any restrictions. But it
remains to be understood here for how long this ﬁercentage
will apply. Will it be per year, per month, or per week?
What should be done if the Syrian trucks use their "quota"
before the end of the period agreed upon? Should they, before
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resuming transportation, wait for the beginning of the

following period or not?(l)

It must be mentioned finally that although this
agreement is operative in principle, the contracting countries
still do not adhere to its provisions, and transit traffic

is still subject to the same restrictions. It is hoped,

therefore, that the "Technical Commission" mentioned in
Article XI will take the necessary steps to ensure the proper

application of the agreement as goon as possible.

D) Conclusion:

In the belief that freedom of transit is a contri-
pbuting factor to a wider trade exchange emong them, and hence
a vital aspect of their economic cooperation, the Arab
countries have always been endeavouring to reach an agree-
ment which institutes this freedom. But the desire of
each of these countries to derive the maximum possible benefit
from the transit traffic passing across their territories

has rendered the achievement of complete freedom of transit

(1) Youssef Helbaoui, "Le Probleme du Transit Inter-Arabe",
L'Economie Libanaise et Arabe, Vol. X, No. 83, March 1960,
p. 121
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difficult, without arriving at an arrangement which divides
proportionately the transit traffic among them. Thus, to
regulate transit trade along the lines indicated in the
Barcelona Convention a multilateral agreement was signed
within the framework of the Arab lesague, and was followed

by another agreement for limiting the proportion of trans-
port of trucks registered in lLebanon, Syria and Jordan, and
for fixing transit services costs and others. It is believed,
however, that the second agreement offers only & provisional
solution for Arab transit problems, and that the real solution
will be to allow complete freedom of transit possibly by the

formetion of an Arab lransit Company.



CHAPTER FOUR

PROSPECTS OF ARAB TRANSIT TRADE

Through the preceding chapters on the development of
Arab transit trade, its volume and its problems and agreements

a number of facts have been bared.

‘irst, the political fragmentation of the Arab area
after World War I has led to the creation of administrative
and customs barriers in the face of trade exchange. These
barriers prompted the existence of transit facilities among
the Arab countries to promote their trade exchange, and to
facilitate the use of the Mediterranean ports by the Arab
countries in the hinterland, especially that the use of
their own ports involves a long journey via the Suez Canal.
Accordingly, transit trade emerged as an integral part of
Arab economic cooperation and as an essential pre-requisite

for promoting regional trade and prosperity.

Second, the importance of transit trade to each of

the Arab countries varies proportionately with the benefits
derived from transit operations. Whereas Lebanon considers

transit as a major source of income, Jordan, Iraq and Saudi

ROl
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Arabias consider it as an important ingredient of their foreign
trades. On the other hand, Syria by being & "liaison" between
Lebenon and the hinterland does not benefit from transit
operations across its territories, and that is why it hee

been imposing transit restrictions.

Third, by virtue of its excellent geographical position
and the possession of a well-equipped port, Lebanon has until
very recently been the principal transit center for the entire

Arab region. The position of the port of Beirut in this

capacity was enhanced by the adequate rail and road networks
connecting it with the interior, on the one hand, and the

blockage of the port of Haifa for Arab goods, on the other.

Fourth, after 1956 Arab transit traffic started to
decline primarily ae a result of the autarkic trends expressed
by most of the Arab countries and the subsequent diversion
of their treding activities from the port of Beirut. Syria
and Jordan shifted the larger part of their foreign trades
to the ports of Latakia and Agaba respectively; while Iraq
shifted its trade to the port of Iskenderun in Turkey. This
decline was pushed further after 1958 by the existence of
certain transit probleme originating initially from the

attitude of the Arab countries towards the subject matter of
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freedom of transit, as well as the tension which charecterized

the political relations between the Arab countries.

Fifth, despite the conclusion of a multilateral transit
egreement between the Arab countries which allows a large
degree of freedom of transit without jeopardizing the economic
interests ofithe parties concerned, some of the esignatory
countries still do not adhere to the provisions of this agree-
ment and insist on imposing restrictions on the movement of
goods passing in transit across their territories. Thus,

impairing the functioning of the agreement.

It has been left to this last chapter to assess in
the light of the above facts the prospects of Arab transit
trade. To make a proper assessment ath attempt is made to
answer the following two major questions: First, will the
Arab countries become more autarkic and accordingly increase
their reliance on their own ports, rather than neighbouring
ports, for their trading activities? Second, will any change
in the political or economic scene of the Arab ‘'region help

to alter the existing patter of transit trade?

The present state of affairs in the Arab countries
suggests that the trend towards autarky is still being envis-

aged, and there are no signs indicating that Arab transit trade
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will restore the level it reached prior to 1958 or 1957. As
has been already mentioned in this study, the Arab countries
in the hinterland are launching projects for developing their
ports and improving the communications from the ports to the
interior, with the intention of dispensing with the port of
Beirut as their principal commercial inlet and outlet. Fur-
thermore, they have taken measures to ensure wider use of
their respective ports. This demonstrates that the doubts
expressed about building a third basin at the port of Beirut
(1)

are based on solid facts.

These facts, however, should not imply that there will
be no improvement in Arab transit trade as a whole., For one
thing, the efforts exerted by the Arab countries to expand
their trade exchange will definitely lead to &n expansion
in transit trade. Moreover, the proper application of the
recent multilateral transit agreement will no doubt stimulate
transit trade, especially that it allows complete freedom
of transit for Arab goods, as well as foreign goods passing
in transit via Lebanon, Syria and Jordan toc and from Saudi

Arabia or any other Arab country. For another, the increase

(1) The Economist Intelligence Unit Ltd., Syria, Lebanon, Jordan
Economic Review, No. 27, October 1962, p. 1l3.
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in the foreign trades of the Arab countries beyond the
capacity of their own ports, and their subsequent recourse

to the port of Beirut, will definitely be an active factor

in promoting transit trade.

In view of the rapidly changing political and economic
conditions in the Arab countries, one can feel more comfortable
about the long-run prospects of Arab transit trade. Recent
developments in Syria and Iraq, have led to the signing of
a proclamation in Cairo on April 17, 1963, for the formation

of a federal Arab republic called the "United Arab Republic",

If this proclamation is implemented, the new Republic
will have far-reaching effects on the general economic scene
in the Arab area, As far as transit trade is concerned, it

is expected that a substantial increase will be realized in

it from the diversion of a large proportion of Iraqi foreign

trade to the port of Latakia, especially that the Latakia-

Qamishly railway (now under construction) will be extended

to Baghdad in the future. A preliminary study shows that

this railway (1051 kilometers in }ength) will have the advan-
tage of shortening the distance between Baghdad and the Medi-
terranean coast by about 300 kilometers,(l) and will accordingly

(1) At present, Baghdad has two railway linke with the Medi-
terranean: the first is the Baghdad (or Northern) Railway
which is 1301 kilometers in length; and the second is the
Baghdad-Tripoli railway which is 1360 kilometers.
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reduce transport costs.(l) Moreover, improvements are being

presently made on the road linking Damascus up with Baghdad.

A far more important effect of these political develop-
ments is that they give a new impetus to the idea of an Arab
economic union, which guarantees, inter slia, the freedom of

transit and transportation, as well as the use of transport

facilities, ports, and civil ports to the member-countries.
Although Arab unity is facilitated by unifying geographical
fectors, by common language, by a common heritage, by supple-
mentary natural resources, and by complementary demographic
features,(z) very lititle has been done towards its attainment
by the Arab countries. Already an agreement has been ini-
tialled by five Arab countries for the creation of an Arab
economic union,(S) but has not been ratified by any one of
them. It is hoped that the change in political climate will
lead to fruitful discussions between the Arab countries in

order to renew their efforts for achieving economic unity.

(1) General Union of Chambers of Commerce, Industry and Agri-
culture for Arab Countries, Proceedings of the Eleventh
Conference, held in Tunis, November 56-55, 1962, pe 69.

(2) Ragesei el-Mallakh, "Trends Toward Economic Unity in the
Arab Middle East", The Arab Nation: Paths and Obstacles To

Fulfillmenta The Middle East lnstitute, Washington, D.Cs,
19 ' p. 9 . i

(3) This agreement wes signed at the final session of the Arab

Economic Council, held in Cairo on June 6th, 1962, by Jordan,

Syria, Kuwait, Morocco, and the United Arab Republic.
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However, the fact that economic unity might not be
realized before ten to fifteen years mekes it imperative that
unless certain measures are taken by the Arab countries they
are not likely to witness a significant increase in their
transit trade during the coming decade or sO. Amongst such
measures would be the improvement of the rail and road connec-
tions between the principal commercial centers in the Arab

region.

As has been remarked earlier, the rail and road net-
works of the Arab countries are deficient and costly; and aside
from not being kept abreast with the development of trade
they are for the most part poorly maintained. Nevertheless,
there is at present a consciousness for the need for trans-
port development and plans are being implemented by the
Arab countries to improve their transport facilities (Cf.
Chapter One). But the fact that the Arab countries form a
continuous geegraphical unit makes the development of their
transportation system on country- (or piecemeal-) basis
rather undersirable and ineffective as far as their common
economic interests are concerned. Instead it is advocated
thet the transportation system of the Arab area as a whole
should be developed under a comprehensive, well-studied, and

well-coordinated plan, which will help the development of the
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Arab economy on a complimentary and regional basis by facili-
tating the exchange of goods and services on the widest

possible scale.

With this understending, the "Communications Committee"
of the Arab League has already designed a plan for the develop-
ment of the road network of the Arab countries. The backbone
of this network would be a highway starting from Beirut and
running to Damascus, where it would branch into a fork, one
part running to Amman and the other through the Syrian desert,
Baghdad, Basra and Kuwait to Riyadh. As far as the rail net-
work is concerned, the Committee has suggested that a railway
1line should be constructed to connect Beirut through Tripoli,

Homs, Deir-ez-Zor, Abou Kamal and Ramadeh to Baghdad.(l)

Another scheme for improving the road connections
between the Arab countries was suggested in 1952 by W.F.
Moore (formerly of the Arabian American Oil Company). This
scheme proposes the construction of a Pan-Arabian Highway
connecting the Mediterranean seaports of Beirﬁt,Tripoli and
Latakia, as well as the interior cities of Aleppo, Hauran,
Homs, Damascus and Amman with the Arabian Gulf area and the
ports of Basra, Kuwait and Dammem. To this highway supple-

mentary roads are suggested, which include a road linking

(1) Fouad Chader, "Les Communications", La Revue de L'Auto-
?ggéle etgiouring Club du Liban, 6eme Annee, No. 18, Eté
’pO .
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the port of Latakia through Aleppo end Deir-ez-Zor with

an extension to Mosul, and with enother to Baghdad, Rafha
(Seaudi Arabia) and thence to Hail., This highway, which would
be fit to carry the heaviest of trucks, would be 2120 kilo-
meters in length and would cost around $100 million. This
amount can be financed by the oil-producing countries, and,
to a lesser extent, by the other Arab countries. Also large
sums can be obtained by imposing taxes on cars and trucks
using this highway and the fuel consumed by such means of

transport.

It is beyond any doubt that such improvement in road
and rail connection in the Arab area would mean guicker and
less expensive transport between the Mediterranean coast
and the hinterland, and would restore the importance of
overland transit routes, against the cheaper -- but longer --

route via the Suez Canal.

Conclusions

The conclusion is clear that the future of Arab transit
trade is dependent upon three principal factors: first, the
degree to which the Arab countries in the hinterland can

rely on their respective ports for carrying out their trading



activities, without resorting to other ports in the area.
Second, the political development in the Arab countries and

the extent to which they ereate harmonious and stable relations
among these countries. Third, the improvement of transport
facilities of the Arab countries in the regional context, and

thus the reduction of transport costs from the Mediterranean

to the hinterland.

Regardless of these factors there is enough reason at
present to believe that Arab transit trade will retain some
of its importance in the coming few years. This belief is
pased on the fact that Syria and Jordan are actively working
towards developing their respective ports as commercial out-
lets and inlets for other countries in the area. On the one
hand, Syria is intending to extend its Latakia-Qamishly rail-
way line to Baghdad, in the hope that it will be able to
capture a larger volume of traffic over this line, and thus
reduce its transport costs. This is prompted by the fact
that the northern agricultural region, for which this line is
being constructed to serve, wll provide one-way traffic during
the agricultural season only. It is to be expected, therefore,
that Syria will be very keen to develop its transit trade
egpecially with Iraq and Kuwait, On the other hand, Jordan

is considering now an old proposal to link its port of Agaba
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with the Hedjaz Railway (now under reconstruction) at Ras
e1l-Neqab, 80 kilometers north of Agaba; thus ensuring a direct
link between the port of Agqaba and Damascus, and later a link

with Medine in Saudi Arabia.

In view of these developmenis one cen safely conclude
thaet Syria and Jordan are very likely to become important
transit centers, especially if they would undertake to pro-
vide special facilities and reduced charges for transit
traffic handled at their poris. Perhaps it is partly in
anticipation of this that the Lebanese Government issued
Decree No. 1254, on April 16, 1963, to reduce the port
charges by 50% on all transit goods destined to the Areb

countries through the Lebanese ports.

In the final analysis, however, it seems that the
future of Arab transit trade is directly linked to the ability
of the Arab countries to reach an agreement which can pre-

serve their complete freedom of transit. This would only

be achieved if each of the Arab countries reaslizes that it
has no monopoly on transit trade, 8ince ample opportunities
for alternative routes exist and any transit restrictions by

eny country would mean a loss to that country as well as to

the others. As a first step in this direction, the Arab
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countries should not hesitate any more to put into practical
apolication the recent multilateral transit agreement which

preserves the economic interests of all the countries concerned.

e b St Tk B
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"The Agreement for Limiting the Dispositions of Article VI
of the Convention for Facilitating Trade Exchange and Regu-
lating Transit Trade Between the States of the Arab League",
signed on December 9, 1959.

Source (in Arabic): L'Economie Libanaise et Arabe, Vol. X,
No. 86, June 1960,

The Governments of:
The Hashimite Kingdom of Jordan
The Kingdom of Saudi Arabia

The United Arab Republic (Syria)
The Iebanese Republic

Desirous of organizing the transport of goods in
transit among themselves, and surmounting the difficulties
confronting the application of the dispositions of Article VI
of the "Amendment-Agreement of the Convention for Facilitating
Trade Exchange and Regulating Transit Trade Between the
States of the Arab League", signed on December 15, 1954;

And conforming to paragraph (f) of the above mentioned
Article VI;

And in order not to cause any prejudice to the interest

of the existing means of transport;
They have agreed upon the following:

Article 1:
Whilst considering the dispositions of this Agreement,

freedom of transit is allowed in conformity with paragraphs



= 102 =

(a,b,c,d,e) of Article VI of the "Amendment-Agreement of

The Convention for Facilitating Trade Exchange and Regulating
Transit Trade Between States of the Arab ILeague", signed on
December 15, 1954.

Article II:

The goods enumerated in Table (A), annexed to this
agreement, shall be transported by railway provided they

are destined to Lebanon in transit for Jordan.

Article III:

An annual quantity of 50,000 tons of Jordanian phos-
phates exported to Lebanon via Syria, or via both Lebanon
and Syria, shall be transported by railway. This quantity
can be reduced by five per cent (5%) and can be increased
on condition that the necessary wagons are available.
This‘Article does not prevent the transport of Jordan-
jan phosphates by trucks of any nationality and at any time
of the year on condition that the quantity transported by

railway is not less than 2,500 tons per month.

Article IV

The goods which are not mentioned in Table (A) referred

to in Article II above and destined to Lebanon in transit
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for Jordan, as well as goods of foreign origin exported or
re-exported from Lebanon to Jordan shall be transported by
Jordanian, Lebanese and Syrian trucks only and in the follow-
ing proportions:

384 for trucks registered in Jordanj

40% for trucks registered in Syria; and,

224 for trucks registered in Lebanon.

The checking of these proportions shall take place
once every four months. To this effect, registers shall

be kept by each of the customs posts on the Lebanese, Syrian

and Jordanian frontiers.

Article Vi

The transport of the following goods in transit shall
remain free and shall not be subject to Article II, III,
and IV of this Agreement:

(a) Goods of any origin passing via Lebanon or Syria
across Jordan to Saudi Arabia or any other Arab country,
and vice versa, including foreign goods exported or re-exported.

(b) Goods of Lebanese origin destined for Jordan via
Syria, or destined to Saudi Arabia or any other Arab country
via Syria, Jordan or Saudi Arabia.

(¢) Goods of Syrian origin destined to Saudi Arabia
or any other Arab country across Jordan or Saudi Arabia.

(d) Goods of Jordanian origin and foreign origin

exported or re-exported from Jorden (with the exception of
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the quantity of phosphates referred to in Article III of
this Agreement) to a destination in Lebanon via Syria, as
well as other Jordanian goods destined to any other Arab
country across the Saudi Arabia territory.

(e) Goods of Saudi Arabian origin and foreign origin
exported or re-exported from Jordan to a destination in
Syria, Lebanon or any other Arab country across the Jordanian
territory.

(£) 0il imported in transit through any Arab country
to a destination in any other Arab country.

Article VI: °

It is permitted that the imported motor vehicles,
whether new or old, be transported on their own wheels
and for cattle and live-stock to be transported on their

own feet between all Contracting Parties hereto.

Article VIIs

In enforcing the dispositions of this Agreement,
public trucks belonging to the Contracting Parties shall
have the right: to enter (empty or loaded) the territories
of any of these Parties up to the place of loading or unload-
ing; to pass (empty or loaded) across such territories; and,

to transport goods in transit from any Arab country, on
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condition that they shall not undertake any internal transport
from one place to another in that same country.

With respect to the private trucks belonging to the
Jorden Phosphates Company, they are permitted to enter and
to pass in transit (empty or loaded) without having the
right to transport any other goods on the forward and return

journeys.

Article VIII:

Transport between adjoining country of the Contra-
cting Parties shall remain confined to the means of transport

belonging to these two countries.

Article IX:

(a) Customs declarations, of all kinds, made out at
the country of transit shall be replaced by a visa noted
on the manifest (mentioned in paragraph (e) of Article VI
of the "Amendment-Agreement of the Convention for Facilitating
Trade Exchange and Regulating Transit Trade Between States
of the Arab League", signed on December 15, 1954) which shall
he made out at the country of origin either by the owner
of the meens of transport; by his approved agent; or by
transit transport companies provided they are duly guaranteed

and authorized in transit countries without undertaking any



- 106 -

formality of any kind other than the registration of the
manifest and presentation of regulation engagement against
a normal charge not exceeding £.5. 5.00 or the equivalent
thereof in money of other interested countries.

(b) Interested Governments shall facilitate the
registration of individuals and of companies mentioned in the
preceding paragraph of this Article without taking into
account their nationality in conformity with the regulations
enforced in each country.

(e) Circulation cards and other certificates, which
are made out at frontier centers for trucks undertaking the
transport of goods in transit, shall be replaced by a2 special
card issued to the truck at its country of registration.

Such card shall contain an engagement on the part of the

owner not to contravene the legislation and regulations enfor-
ced, as well as all information concerning the truck. It
shall be sufficient then to meke a visa on the card in
question on the frontier post to permit the vehicle to con-
tinue its journey without any restrictions whatsocever.

(d) Trucks in transit are required to be so equipped
as to prevent any illegal modification of their loading
during transit.

The Technical Commission, mentioned in Article XI

of this Agreement, shall lay down at its first meeting the
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the conditions which must be fulfilled by trucks towards
this end.

Meanwhile Saudi Arabia can lay down the conditions
which must be fulfilled by trucks transiting its territory,
provided they comply with international transit regulations
applicable to motor cars, and that they cover vehicle carry-
ing fruits and vegetables with strong waterproved tarpaulins
consisting of one piece only which must be secured by ropes
tied up on the exterior by a metallic wire. These tarpaulins,
as well as the metallic wire and the vehicle, will require
to be sealed with a customs lead-seal and in such manner
as to prevent the contents of the vehicles being tampered
with, The Saudi Arabian authorities shall advise the other
contracting parties of these conditions.

(e) The formalities now in operation for the prepara-
tion of the manifest relating to the transport of phosphates
in transit across Syrian territory will remain in force.
That is to say, one manifest shall be sufficient for each
five vehicles.

This manifest is prepared at the country of origin
and when submitted to the transit country it becomes subject
to the other conditions and the stamp duty mentioned in

paragraph (a) of this Article.
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Article X

Immediately after this Agreement has been brought
into force, the interested parties shall undertake consulta-
tions with & view to reduce the restrictions imposed on rail
transport and study the general and common conditione of the
railways.

Until such time, as an agreement has been reached in
this connection, the interested parties shall abstain from
imposing any surtax in the form of tax, expenses, increase
in tariff, or other charges on the tariff for the transport
of goods forwarded by rail in transit, before such increase

has received the approval of the other Parties.

Article X1

Control of the execution of this Agreement shall be
undertaken by & "Technical Commission" composed of two
representatives from each of the Contracting Parties. This
Commission will hold a meeting within a period of one month
from the date of the coming into operation of this Agreement,
and periodically thereafter once every four months, and each
time the need arises, It shall be within the competence of
this Commission to solve all executive guestions arising from
the application of this Agreement and to unify the loading
of vehicles. Until such unification takes place, it is
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permissible also for the Lebanese and Saudi Arabian trucks
to cross the territories of the other Contracting Parties
with loads equivalent to the loading of Syrian trucks of
similar type.

The Commission can take advice in the form of consulta-
tion from other institutions connected with questions of

transport.

Article XII:

Bilateral agreements between the different Parties
ghall remain in force in so far as their provisions do not

conflict with the provisions of the present Agreement.

Article XII1I:

This Agreement shall become binding ten days after
the deposit of the instruments of ratification of at least
three of the signatory governments with the Secretariat of
the League of Arab .States which will draw up a "proces-
verbal" of the deposit of the ratified agreement of each
of the States and communicate it to the other Contracting
Parties.

Any other Arab country which is not signatory
to this Agreement can adhere to it by a declaration trans-
mitted to the Secretary-General of the League of Arab States,

provided it becomes a Party to the "Agreement for Facilitating
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Trade Exchange and Regulating Transit Trade Between States
of the Arab League". The Secretariat of the ILeague will

notify the other members of this adherence.

Article XIV:

This Agreement shall be hinding for a year from the
date of its application and shall yearly be automatically
renewed unless of the Contracting Parties shall, at least
two months before its expiration, notify the Secretary-General
of the League of Arab States, in written form, of its desire
to alter or cancel the Agreement. The Secretary-General shall
then notify the other Parties bound by this Agreement, which
shall remain in force with regard to other Contracting Parties
and its provisions shall remain binding.

This Agreement was drawn up in quadruplicate in
Arabic, at Damascus, on Jamadi-Sanya 9th 1379, corresponding
to 9th of December 1959.

For the Hashimite Kingdom of Jordan
For the Kingdom of Saudi Arabia

For the United Arab Republic (Syria)
For the Lebanese Republic

(Here follow the signatures)
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List of foreign goods arriving Lebanon in transit
for Jordan, the transport of which is confined to the rail-
way, in accordance with Article II of the Agreement signed
on the 9th of Deceﬁber_1959, at Damascus:

- Wheat and flower

- Sugar

- Rubber tires

- Iron bars not exceeding 10 meters in length

- Sheet iron

- Cement

- Wood, in boards or plank

- Tigsues, clothings and ready made textiles articles

- Paper cardboard in sheets or rolls

- Manufactured articles in ceramic or porcelain

- Sanitary articles in ceramic or porcelain

- Refrigerators, washing machines, and me tallie
furniture.
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