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Gatew ays, Corr idors and Strategic City Pairs 

 

Dr. Barry E. Prent ice, Professor, I .H. Asper School of Business, and Associate, Transport  I nst itute, University of 

Manitoba 

 

I nt roduct ion 

Advances in t ransportat ion technology m ean that  topography m at ters less, but  t rade routes cont inue to favour the 

paths of least  resistance.  The locat ion of gateway cit ies and dist r ibut ion hubs exhibit  pat terns of hierarchical 

system s.  A change in technology that  alters locat ion advantage heightens corr idor com pet it ion, and in the longer 

term  it  m ay m odify the relat ive posit ions of cit ies in the regional hierarchy.  Changes in t ransportat ion technology 

during the 1850s and the 1950s that  altered the barr iers of t ime and space reordered t rade corr idors in these 

periods.  As the 21st  Century opens, the growing Asian econom ies are st im ulat ing Pacif ic t rade routes, and 

intermodal container shipping is causing a resurgence of railway opportunit ies for t rade routes that  are prepared to 

foster their  development . 

 

This paper exam ines the concept  of gateways and corr idors, and the im portance that  st rategic city pairs play in 

taking advantage of t ransportat ion opportunit ies. I ts purpose is to encourage discussion on the topic of t rade 

corr idor com pet it ion.  The first  sect ion presents a conceptual fram ework for exam ining t rade corr idors.  

Subsequent ly, two examples of st rategic city pairs and corr idor com pet it ion are considered. The paper concludes 

with som e thoughts on the role of st rategic city pairs in the promot ion of the Mid-cont inent  corr idor. 

 

Gatew ays and Corr idors 

“No widely recognized or ut ilized 

descript ion or definit ion of 

corr idors exists.  Although many 

studies ut ilize the term  

“corr idor”  very few actually 

define the term .”  

 

Art ibise and Daniell (2000)  

The concept  of t rade corr idors came to prom inence with the I STEA version of the Highway Trust  Fund (1991) , and 

the signing of North Am erican Free Trade Agreem ent  (NAFTA)  in 1994.   The I STEA Corr idor Program  ident ified 21 

corr idors as eligible for im provem ent  funding, while a second Border Program  favoured t rade port  im provem ents. 

Cit ies throughout  North America began to look at  north and south corr idors with renewed interest .  Civ ic and state 

governm ents init iated meet ings with their  respect ive corr idor counterparts, task forces were appointed, and 

coalit ions were form ed to exam ine t rade opportunit ies and to apply for Federal infrast ructure funds.  A plethora of 

nam ed t rade corr idors em erged of which 43 are now designated “high pr ior ity”  in 

TEA-21 (1998) .    

i

ii

 

I t  is unrealist ic to expect  all 43 high pr ior ity corr idors to grow at  the sam e rate.  

Macroeconom ic influences, like NAFTA can favour one corr idor over another and 

several t rade corr idors m ay com pete through st rategic coalit ions to receive more 

than their  share of the t raffic.  The form at ion of NAFTA gave a boost  to the 

econom ies of Canada, the United States and Mexico and st imulated north-south 
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t ransportat ion flows.  Trade within the NAFTA bloc doubled in the first  ten years and Mexico joined Canada as the 

m ost  im portant  U.S. t rading partners .  The greater volum e of t rade increased t rucking and rail border act iv ity 

and corr idor t raffic for north-south routes.   

iii

 

The study of t rade corr idors spans several disciplines.  Geographers have a r ich literature on land set t lem ent  

pat terns and t rade networks.  Histor ians have observed the r ise and fall of dom inant  cit ies and explored the 

impetus for change.  Econom ists have studied the role of costs, investm ent  and m arkets in the com pet it ion 

between corr idors. 

 

The first  step in any ser ious discussion of gateways and corr idors is to define these terms.  The literature review 

undertaken by Art ibise and Daniell (2000)  suggests that  interest  in t rade corr idors has not  been matched by 

conceptual analysis.  The definit ion of a t rade corr idor has proved elusive.  This m ay be explained by the duel 

nature of a t ransportat ion network.  Transportat ion seeks the easiest , shortest  and lowest  cost  routes, while land 

set t lement  pat terns determ ine the locat ion of t ransportat ion m arkets.  Trade corr idors exist  within this network of 

links and nodes.  The cit ies are the nodes and the various com pet ing m odes of t ransportat ion infrast ructure form  

the links.  A t rade corr idor is any pathway that  facilitates the m ovem ent  of goods between two or m ore nodes. 

 

Burghardt  (1971)  developed a m odel of a gateway city that  provides a useful fram ework for the considerat ion of 

t rade corr idors.  The Burghardt  hypothesis rests on the locat ion and role of cit ies within a hierarchy of different  

sizes and funct ions.  Just  as larger cit ies have the econom ies of scale to provide services like appellate courts and 

specialized educat ion that  sm aller cit ies cannot , at  the very pinnacle of the hierarchy are cit ies that  host  nat ional 

and internat ional financial services and entertainm ent  indust r ies.  These cites also dom inate com merce as the 

largest  cent res of dist r ibut ion to the lesser comm unit ies in their  hinter land. 

 

Dom inant  cit ies are often referred to as t ransportat ion hubs because all m ajor roads radiate from  these cent res to 

their  circular-shaped hinter land.  Burghardt  observes that  large cit ies that  lie at  the ext rem es of the geographic 

regions behave different ly than the hub cit ies that  are situated in the inter ior.  The hinter lands of gateway cit ies 

are cone-shaped rather than round.  The one-sided hinter land is caused by their  locat ion at  a geographical shear 

zone or other barr ier to t rade.   Trade is funneled through the gateway city because it  sit s at  a st rategic locat ion 

where t ransportat ion costs can be m inim ized. 

 

 Figure 1 ident ifies the role that  hubs and gateways play in t rade corr idors.  Hubs could rest  on two or m ore m ajor 

corr idors that  bisect  it s hinter land, while gateways are likely to serve only one m ajor corr idor.  Hubs also have 

m ore short  spokes that  radiate in all direct ions.  Gateways have few spokes and are m ore dependent  on long 

corr idors that  feed t raff ic in and out  of their  region. 
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Figure 1 Model of a Hub and a Gateway City 

 

Ocean ports are the m ost  obvious gateway cit ies because they lie at  the t ransit ion between a fer t ile hinter land on 

the one side, and an “ infer t ile”  sea on the other.  I nternal gateway cit ies can also em erge where cont inental 

features create the r ight  condit ions.  For example, gateway cit ies can becom e located because of m ountain ranges, 

deserts, r ivers and inland seas.  I n the Mid-cont inent  corr idor, Monterrey, Mexico owes its locat ion and size to the 

pass that  provides a relat ively gent le access for the railway through the Sierra Madre Oriental to the cent ral 

plateau. Winnipeg, Manitoba sits as a railway gateway between the barren Canadian Shield to it s east  and the 

fert ile prair ies to it s west .  The exact  locat ion of Winnipeg at  the forks of the Red and Assiniboine Rivers has been a 

meet ing place dat ing back 5,000 years (Prent ice, 1996) .   

 

The size of the region and the range of available t ransportat ion services help define the hierarchy of t rade 

corr idors.  Ocean ports cont inuously compete with each other to at t ract  shipping lines, airport  operators compete 

to at t ract  air line services, and cit ies work to provide surface infrast ructure that  serves their  ports, railway yards 

and intermodal facilit ies. 

 

Roads and rail lines are fixed and corr idor specif ic.  I n North America the railway infrast ructure is or iented with 

st ronger and m ore direct  east / west  corr idors than north/ south corr idors.  Even in the case of air  t ravel, which is 

not  t ied to fixed infrast ructure routes, it  is generally easier  and faster to f ly east / west  in North America than to 

t ravel north/ south.  This reflects another source of gateway locat ion:  polit ical boundaries. 

 

Polit ical boundaries create gateway opportunit ies because goods and carr iers m ust  stop for docum entat ion, 

inspect ion and t ravel approval.  Sovereign states also impose regulat ions that  lim it  foreign compet it ion (cabotage 

rest r ict ions)  and favour the t ransfer of goods to dom est ic t ransportat ion systems.  Like seaports, sovereign borders 
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within a t rading bloc st imulate land set t lem ent  pat terns and em ploym ent  to serve internat ional t rade.  The cit ies of 

Laredo, Texas and Nuevo Laredo, Tam aulipas are excellent  exam ples of polit ically created gateways that  thr ive on 

service act iv it ies brought  about  by border bot t lenecks (Prent ice, 2001) . iv

 

Traffic density is im portant  to all t ransportat ion system s.  A t rade corr idor can com prise m any hubs and gateways, 

as presented in Figure 2.  The m odel is general, but  like the hierarchy of cit ies, a hierarchy of t rade corr idors 

exists.  The m ore t raffic or iginated at  or dest ined for com munit ies located along its route, the m ore im portant  the 

corr idor is likely to be in the hierarchy. 

 

The fram ework for com parison of corr idors provided by Art ibise and Daniell provides a ranking based on four 

features of funct ionality:  safety, interm odality, eff iciency and environm ental funct ions.  This ranking of corr idors in 

Brit ish Columbia is logical and consistent  with casual observat ion, but  the weights are subject ive.  The Art ibise-

Daniell cr iter ion could be im proved by considerat ion of hinter land size and corr idor length.  The two m ost  im portant  

corr idors in Br it ish Colum bia m ust  connect  with the Vancouver gateway because it  sits at  the top of the regional 

city hierarchy. 

 

Hub City

Gateway CityGateway City 

 

Figure 2  Hub and Gateway Corr idor Model 

 

The role of airports in the development  of t rade corr idors is under researched.  Clearly, in a passenger sense 

internat ional airports are m ore im portant  gateways than dom est ic airports.  However, airports require no special 

geographic set t ing and need not  be connected with any corr idor to funct ion .  The degree of air  passenger 

connect iv ity could be a signif icant  measure in the placement  of corr idors within a hierarchy.  I nter-city  t ravel could 

be considered a proxy for business relat ionships and an indicat ion of st rategic alliances. 

v

 

Moving the focus of the corr idor analysis to a cont inental scale provides a framework to consider the compet it ion 

between alternat ive routes and gateway cit ies.  I f geography and populat ion density were all that  m at tered, 

discussion of t rade corr idor com pet it ion could close at  this point .  History teaches however, that  creat ive genius 

and bold leadership also influence developm ent , moving some cit ies up in their  hierarchy, while causing others to 

experience relat ive decline. 
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Strategic City Pairs 

Not  much has been wr it ten on the concept  of st rategic city pairs and the role of technical change in the compet it ion 

between t rade corr idors.  This sect ion presents case histor ies to consider this issue.  The discussion begins with an 

exam inat ion of the compet it ion between St . Louis and Chicago at  the m id-19th Century.  This is com pared to the 

com pet it ion between Winnipeg and Calgary in the last  quarter of the 20th Century. 

 

Chicago versus St . Louis 
Populat ion of St . Louis and 

Transportat ion technology changes can have a profound influence on t rade 

corr idors.  Cronon (1991)  sets out  a detailed and fascinat ing history of the 

r ivalry between St . Louis and Chicago and their  respect ive t rade corr idors.  The 

advantages of r iver t ransport  ensured that  St . Louis would be the dom inant  

gateway to the west  pr ior to the railway.  By the m id-point  of the century St . 

Louis had a populat ion of 78,000 and was the second largest  U.S. port . in 

terms of tonnage.  Despite the early head start , St . Louis was overtaken by 

Chicago in a m at ter of decades following 1850, and has existed in its shadow 

ever since.  A dr iving force behind Chicago’s metamorphosis was technological 

improvem ent  and extension of the railway t ransportat ion. 

Chicago, 1830 – 1950 

Date St . Louis  Chicago

 

1830     4,977           100 

1840   16,469        4,470 

1850   77,860      29,963 

1860 160,773    112,172 

1870 310,864    298,977 

1880 350,518    503,185 

1890 451,770 1,099,850 

1900 575,238 1,698,575 

1910 687,029 2,185.283  

The St . Louis corr idor was actually a t rade t r iangle with New Orleans and Philadelphia located at  the other apexes.  

The r ival Chicago corr idor was an east -west  link with New York City via Buffalo and the Erie Canal.  The cost  of 

seasonal lake shipping (April to October)  and the t ransshipment  through the canal were no m atch for the free 

current  of the Mississippi r iver and year round ocean t ransport .  Sm all steam  boats arr ived at  St . Louis from  the 

Missouri, upper Mississippi and Ohio Rivers for t ransshipm ent  to large steam boats that  would cont inue to New 

Orleans.  Subsequent ly, goods would be shipped to Philadelphia, which was the leading city of the colonial era.  

Manufactured t rade goods returned from  Philadelphia to St . Louis v ia the Cum berland Gap and the Ohio River. 

 

A quest ion posed by Cronon is why St . Louis did not  adopt  the new rail technology before Chicago, when it  was the 

largest  t rading and populat ion center in the region.  Many explanat ions have been proffered to explain the relat ive 

decline of St . Louis.  Scorn has been heaped upon com placent  business and governm ent  leaders, whose sloth or 

arrogant  belief in the super ior ity of r iver t ransport  blinded them to the threat  of Chicago and the railway.  

Apologists point  out  that  the Civil War and the econom ic devastat ion of the South had a m uch greater im pact  on 

St . Louis, than Chicago. 

 

There is no single answer, but  Cronon paints a different  picture of this r ivalry.  He observes that  Chicago business 

leaders worked with their counterparts in New York City to build and extend a connect ing railway line cross the 
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northern Mississippi River, thus cut t ing off t rade to St . Louis.  They also succeeded in delaying the building of a 

r ival rail link to St . Louis, so Chicago could establish a lead. 

 

St . Louis’s st rategic partners were no m atch for the capital of the New York gateway.  New Orleans was pr imarily 

an export  port , without  a st rong financial presence, while Philadelphia had become more interested in it s 

burgeoning local steel and coal indust ry.    The St . Louis-New Orleans-Philadelphia corr idor made only feeble 

at tempts to win back t raffic with some r iver improvements.  By 1880, the Chicago-New York (CNY)  corr idor 

becam e the unsurpassed leader of the North Am erican econom y. 

 

Toronto versus Mont réal 

The history of the r ivalry between New York and Philadelphia has an interest ing epilogue in Canada.  After 

solidify ing its base, the CNY corr idor was extended north to Minneapolis that  becam e the gateway to the northwest .  

The railway lines cont inued to head north, but  never quite connected with Winnipeg before an east / west  rail line 

was pushed through the Canadian Shield from the City of Mont réal.  Not  only did the t ranscont inental railway 

secure the northern half of Brit ish North Am erica for Canada, it  made Montreal, the gateway to the count ry’s 

predom inant  east -west  t rade corr idor. 

 

For Canada’s f irst  100 years, Montréal was its largest  city and financial capital. Winnipeg, which had been 

Mont réal’s st rategic western partner since the canoe-based fur t rade, expanded great ly under the im petus of rail 

t ransport .  The western headquarters of Mont réal’s banks, railways, insurance com panies, grain m illers and other 

important  inst itut ions were all located in Winnipeg.  Other western cit ies, like Calgary and Edmonton, grew in the 

hinter land, but  Winnipeg rem ained the preem inent  city on the Canadian prair ies unt il the late 1960s. 

 

FLQ (Front  de Libérat ion du Québec)  terror ist  incidents in 1970 and the elect ion of a separat ist  government  in 

1976, t r iggered an exodus of corporate headquarters and English-speaking Montrealers to Toronto.  The t im ing of 

the first  separat ist , Part i Quebecois governm ent  was ext rem ely inopportune for Mont réal, and its st rategic partner 

Winnipeg.  The oil pr ice shock of the first  OPEC oil embargo st im ulated the linkage between Toronto and Winnipeg’s 

western r ival, Calgary.  Had the financial headquarters remained in Montréal, the links with Calgary would st ill have 

been made because of it s oil indust ry, but  Winnipeg could have shared in the growth.  I nstead, a Toronto-Calgary 

partnership developed that  saw western regional headquarters relocate from Winnipeg to Calgary.  I n 2005, 

Toronto is Canada’s leading city and boasts the largest  num ber of head offices.  Calgary is number two in nat ional 

corporate headquarters. 

 

Over the past  40 years, Toronto eclipsed Mont réal in the way that  New York outpaced Philadelphia.  Winnipeggers 

m ight  em pathize with the fate of St . Louis.  Coinciding with the dist racted interest  of it s st rategic city partner, 
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Winnipeg lost  it s role as a dom inant  regional headquarters in western Canada and suffered three decades of 

chronically slow growth. 

 

A cr it ical turning point  in history is a tempt ing explanat ion, but  perhaps it  is too facile.  Polit ical instability is the 

anathem a of business, but  a change in t ransportat ion technology was also affect ing t rade corr idors in Canada, just  

like the expansion of the railway benefited Chicago at  the expense of St . Louis.  A hypothesis worthy of 

considerat ion is that  the growth of long-haul t rucking and the decline of the railway were as im portant  to the 

Toronto-Calgary corr idor’s growth as any “separat ist ”  fears.  The railway had underpinned the Mont real-Winnipeg 

corr idor, and determ ined that  warehousing and dist r ibut ion should follow this path.  As long-haul t rucking 

em erged, their  compet it ion underm ined the econom ic dom inance of t radit ional rail gateways. 

 

Dur ing the init ial growth of t rucking in the 1950s, Winnipeg firms were among the first  to take advantage of this 

opportunity (Heads, 1993)  and the gateway became st ronger.  As t ransport  t rucks became larger and the highway 

system  grew to be nat ional in scope however, shippers no longer needed to dist r ibute goods through Winnipeg.  

Shipping in t ruckload sizes with more reliable delivery windows enabled m anufacturers and dist r ibutors in the 

indust r ial heart land of Eastern Canada to by-pass Winnipeg and go st raight  to com pet ing cit ies located further 

west .  By 1990, the Greater Toronto Area and Calgary became the two largest  poles of dist r ibut ion in Canada. 

 

I m plicat ions for  the Mid- cont inent  Trade Corr idor 

Since NAFTA, Winnipeg has started to gain populat ion and enjoy steady econom ic growth.  A doubling of the 

province’s t rade with its southern neighbours has outpaced it s t rade with the eastern Canada.   The ident ificat ion of 

the Mid-cont inent  Trade Corr idor suggests opportunit ies for the developm ent  of new st rategic partnerships. 

 

The Mid-cont inent  corr idor connects a dozen cit ies between Mexico City and Winnipeg in a m ore or less st raight  

line.  These cit ies are well connected by highways, railways and air  t ransport , in that  order.  I t  is interest ing to 

observe the centers that  have em erged to lead and encourage cooperat ive developm ent  of the Mid-cont inent  t rade 

corr idor.  Winnipeg in Canada and Monterrey in Mexico have em braced NAFTA t rade opportunit ies and hosted 

several conferences and sum mit  m eet ings.  The part icipat ion of Winnipeg and Monterrey is logical given geography 

and sovereignty that  leave no local com pet itors.  St rategic leadership is m ore contestable amongst  the U.S. cit ies 

of the Mid-cont inent  corr idor. 

 

Burghardt  ident if ied many of the key cit ies of the Mid-cont inent  Corr idor as gateways dur ing the front ier  period of 

the Great  Plains.  Minneapolis, Omaha, Kansas City and Fort  Worth all served as gateways to the western land 

set t lem ent  of their  regions.  As the econom y of Great  Plains region has m atured these form er gateways have taken 

on m ore character ist ics of hub cit ies whose hinter lands abut  each other, and the hinter lands of other cit ies like 

Oklahom a City, San Antonio and Fargo. 
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I nit ially , efforts to organize a coalit ion of cit ies to promote the Mid-cont inent  corr idor were dr iven out  of Dallas-Fort  

Worth, which is the largest  American city in the corr idor.  Leadership passed to Kansas City interests that  

cont inued to pursue the developm ent  of the corr idor when their  Texan counterparts turned to other opportunit ies.  

The business and governm ent  leaders of Kansas City have backed up their  vision with creat ive efforts to develop a 

t rade port  and Mexico pre-clearance facilit y to secure a leading posit ion. 

 

Prospects for the emergence of a Winnipeg-Kansas City-Monterrey (WKCM) st rategic city partnership is too broad 

for this paper, but  perhaps a few thoughts are possible on the role of t ransportat ion technology change and the 

opportunit ies that  it  presents.   For the purpose of this t rade analysis, only cross-border movements between 

Canada, the U.S. and Mexico will be considered.  I n the Mid-cont inent  corr idor, m odal choices are t rucks and the 

railways. 

 

Trucks versus Container Trains 

The railways have three advantages in serving long haul NAFTA t rade in the Mid-cont inent  corr idor.  First , the 

railways are m ore energy efficient  than t rucks and a m ore environm entally benign m ode of t ransport .  The st icker 

shock experienced at  the gas pum ps in the afterm ath of Hurr icane Kat r ina is not  going to end soon.  The balance of 

world oil supplies and the growing dem and of China and I ndia guarantee that  energy pr ices will operate on a higher 

plateau.  Consequent ly, the cost  advantage of the railways is likely to increase. 

 

Second, the lack of cabotage r ights within NAFTA affects the t rucking indust ry more than the railways.  The 

railways have lower operat ing costs that  m ake em pty backhauls easier to handle.  Moreover, the railways do not  

have to be concerned with the imm igrat ion and em ploym ent  rules that  plague t rucking. 

 

Third, the Mexican border crossing is a m uch greater barr ier to t rucking than it  is to double-stacked container 

t rains.  The failure of the U.S. to accommodate Mexican t rucks in a m anner com parable to Canadian t rucks is a 

part icular ly obvious except ion to the general success of NAFTA, and indicat ive of the general failure to integrate the 

t rade of these t ransportat ion services.  The railways are able to m anage customs and equipment  exchange with 

Mexico m uch easier than the t rucking indust ry that  has to exchange t railers or t ransload into foreign owned and 

operated t rucks. 

 

I t  is reasonable to expect  that  the future of NAFTA t rade will favour double-stacked container t rains.  As railway 

gateways, Winnipeg, Kansas City and Monterrey can benefit  from  the change in t ransportat ion technology.  Each of 

these cit ies offers dist r ibut ion and rout ing advantages based on their  histor ic role as rail gateways.  The two 

Canadian railways inter line service v ia the Kansas City Southern direct ly to Monterrey and Mexico City.  The 
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problem  is how to act  upon this opportunity, so that  NAFTA t rade directed through the Mid-cont inent  corr idor has 

som e benefit  to the growth of its sponsors. 

 

Unlike the case of New York or Toronto, the Mid-cont inent  Corr idor does not  have an obvious capital need that  will 

dr ive synergies.  Moreover, the business and fam ily linkages between these cit ies are relat ively weak.  Winnipeg, 

Kansas City and Monterrey do not  even share direct  air  routes, which m akes t ravel t im e m uch longer than for 

com parable distances east  and west .  

 

I t  seems inevitable that  container shipping will capture m ore t raffic and this could be used to advantage of Kansas 

City, if it  were to become a t ransshipm ent  points even for just  Canada-Mexico t rade.  Thinking m ore broadly, 

Crowley (2005)  points out  that  the capacity of the internat ional container fleet  will expand by 50 percent  in the 

next  f ive years.  This is at t r ibutable to the surge of new post -panamax ships that  are now capable of t ransport ing 

over 9,000 twenty- foot  equivalent  units (TEUs) .  These ships can sail v ia the Suez Canal to reach eastern North 

America, or deal with the increasingly congested west  coast  ports, like Los Angeles/ Long Beach.  The third opt ion is 

to open or expand secondary west  coast  ports.   This is where Kansas City and the Mid-cont inent  corr idor have an 

opportunity to grow. 

 

The Mexican ports of Manzanillo and Lázaro Cárdenas are becom ing interested in this container t raffic, as is the 

Canadian west  coast  port  of Prince Rupert  that  is building new container facilit ies.  These container ports could be 

served through Kansas City from  the south by the KCS-TFM network and from  the north by CN Rail.  Although the 

rail distances would be longer than over land routes to exist ing US west  coast  ports, they could offer greater speed.  

This is part icular ly t rue of Prince Rupert  that  is 30 hours sailing t ime closer to Asia than any other west  coast  port .  

The idea of adding west  coast  ports to the Mid-cont inent  corr idor m ight  seem  to deviate from  a north-south 

or ientat ion, but  the incorporat ion of ocean gateways would great ly st rengthen its scope.   

 

Concluding Com m ents 

This paper opens a discussion of North American t rade corr idor com pet it ion. A t rade corr idor is defined here as any 

pathway that  facilitates the movement  of goods between two or more nodes.  The nodes are a combinat ion of hub 

and gateway cit ies that  lie within a hierarchy of cent ral places.  The growth and prosper ity of a t rade corr idor can 

be influenced by efforts create econom ic development .  City leaders that  create st rategic partnerships to cooperate 

and coordinate efforts to com pete for econom ic act iv ity should be able to direct  m ore t rade opportunit ies to their 

networks.  

 

The fortunes of a t rade corr idor can be affected by events outside it s cont rol.  The developm ent  of a m ore efficient  

t ransportat ion system  or the reduct ion of t rade barr iers can direct  or divert  t rade from  one corr idor to another.  

The growth of containerizat ion is the most  dramat ic change in t ransportat ion in the past  three decades.  The costs 
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of container izat ion have been falling because of larger container ships and double stacked container t rains.  The 

r ising volum e of container ized t rade, in part icular from  China, has necessitated m ore investm ent  in port  handling 

infrast ructure, and at  inland rail term inals to handle the growth of equipment  flows.  As these facilit ies are built ,  

containerizat ion is being given a boost  on all corr idor routes. 

 

I t  is interest ing to note that  compet it ion can exist  between and within t rade corr idors.  The Chicago-New York 

com pet it ion with the Philadelphia-St . Louis corr idor was between two parallel routes.  The Toronto-Calgary 

compet it ion with Winnipeg-Mont réal was actually within a single major east -west  t rade corr idor.  St rategic alliances 

between cit ies played a role in the success of r ival corr idors. This lesson m ight  be applicable in the Mid-cont inent  

corr idor. 

 

As m ajor railway centers, Winnipeg, Kansas City and Monterrey have the opportunity to re-capture t raffic that  was 

largely diverted from  the railways to long-haul t rucks.  The cit ies of the m id-cont inent  t rade corr idor can capitalize 

on the growth of north-south t rade that  is being st im ulated by NAFTA and the fur ther integrat ion of the North 

American econom ies.  Nothing however, should be taken for granted.  Changing t ransportat ion technology and 

t rade liberalizat ion can create opportunit ies, but  it  is the act ions of the business and com munity leaders that  

influence whether their gateway takes the necessary steps to act  on such opportunity or to let  it  pass. 
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i I n 1991, Congress enacted the I ntermodal Surface Transportat ion Efficiency Act  of 1991 ( I STEA) , Public Law 102-

240. 
i i Transportat ion Equity Act  for the 21st  Century (TEA-21) . 
i i i Canada-Mexico t rade is m uch sm aller than either count ry’s t rade with the United States.  Nevertheless, Canada is 

ranked as the second largest  m arket  for Mexican exports, and Mexico ranks fifth in term s of Canadian export  

m arkets.  Pr ior  to NAFTA however, Mexico ranked 15 th in term s of Canadian exports. 
iv Burghardt  observes that  without  the Canada-U.S. border, m any of the gateway funct ions perform ed at  Winnipeg 

could have been done at  Minneapolis/ St . Paul.  The Twin Cit ies are st ill the largest  urban cent re in northwest  North 

Am erica unt il reaching the Pacif ic Coast . 
v I f air  t ransport  is excluded, half the internat ional gateways in Br it ish Columbia would be reclassif ied. 
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