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*e construction and development of international transport corridors have become a means of cross-border space governance
and promote the flexibility of international industrial chains and supply chains. Due to the uncertainty of cooperation, the
development of international transport corridors entails a long-term and complex system of engineering. *is paper evaluates a
tripartite evolutionary game model on the cooperative construction of international transport corridors (including origin, transit,
and destination countries) and analyzes the cooperation mechanism and influencing factors. *e cooperative construction of
international transport corridors is complex. Factors such as willingness to cooperate, transfer payments, sunk costs, and
reputation have a positive impact on the cooperative construction of international transport corridors, but excessive transfer
payments hinder cooperation. To promote the construction of international transport corridors, all parties need to have a strong
willingness to cooperate; otherwise, the cooperation agreement has a greater probability of becoming invalid. International
transport corridors with good development prospects and benefits would accelerate construction progress with the active efforts of
participating countries.

1. Introduction

An international transport corridor connects logistics hubs
that are located in different countries through one or more
modes of transport and enables the interconnection of
economies located in different geographical spaces [1, 2].
Transport agreements and rules enable international
transport corridors to transfer international trade goods to
destinations at a reasonable cost and time, promote eco-
nomic and trade exchanges between different regions,
promote economic and social development along the routes,
and enhance the welfare of residents [3–5]. International
transport corridors are developed based on two main goals:
(1) to increase the efficiency of the corridor’s transportation
and logistics processes in order to improve connectivity and
transportation networks and (2) to promote economic de-
velopment in areas along the corridor [6–8]. *us, the
transport corridor development strategy is a widely adopted
practice to narrow regional development gaps [9, 10].

*e construction and operation of an international
transport corridor is a complex systematic project with
many influencing factors and numerous relationships that
require coordination. Modern international corridors that
perform well are not constructed overnight, but instead are
usually developed in a coordinated manner spanning many
years [11]. *e construction and operation of an interna-
tional corridor involves many stakeholders, such as gov-
ernment investment decision makers, transport
management authorities, carriers, shippers, and customs
and tax departments. *e willingness of each stakeholder to
improve the performance of the corridor depends largely on
the potential benefits gained [12]. *erefore, the construc-
tion of an international transport corridor must consider
interests and needs of diverse stakeholders [13].

In 1992, the European Union launched the “Borderless
Europe” program, which aims to develop cross-border
transportation corridors through the construction of cross-
border transportation infrastructure, promote the

Hindawi
Discrete Dynamics in Nature and Society
Volume 2021, Article ID 7886886, 11 pages
https://doi.org/10.1155/2021/7886886

mailto:leiyang@cqjtu.edu.cn
https://orcid.org/0000-0003-0625-8988
https://creativecommons.org/licenses/by/4.0/
https://creativecommons.org/licenses/by/4.0/
https://doi.org/10.1155/2021/7886886


interconnection of countries within the EU, and promote the
formation of a unified EU market [14]. Since then, research
on “international corridors” or “cross-border corridors” has
become rich, and corridor development strategies have
become increasingly popular. In the past three decades,
various development strategies based on transport corridors
have emerged in an endless stream. *ere are dozens of
cross-border transport corridors at the international level,
such as the development of the Greater Mekong Subregion
[15], the Europe-Caucasus-Asia Transport Corridor [16], the
New Eurasian Continental Bridge Economic Corridor, the
Turkey Middle Corridor [17], Africa North-South Economic
Development Corridor, and the Asia-Africa Development
Corridor.

Numerous cases of international transport corridor
development have shown that the willingness and cooper-
ation of the countries in the corridor have an important
impact on the spatiotemporal evolution and efficiency im-
provements of the corridors. In 1991, the Chinese Railway
and the Kazakhstan Railway were connected, and the second
Eurasian Land Bridge was officially opened [18]. In 2011,
Chongqing took the lead in using this line to develop the
China-Europe Express. With the cooperation of countries
along the route, the second Eurasian Land Bridge has be-
come increasingly convenient. Since then, the volume of
China-Europe freight trains has grown rapidly [19], the
transportation efficiency of the corridor has improved
continuously, and the economic and trade promotion effect
of the corridor has been continuously released, which has
played an important role in supporting cross-border trade
between China and Europe. As early as 2000, Russia, Iran,
and India jointly proposed the International North-South
Transport Corridor (INSTC). In recent years, India has
pushed for this corridor to compete with the Belt and Road
Initiative [20]. However, due to prevailing unwillingness to
cooperate and differences in investment methods, progress
in the North-South Transport Corridor has been slow, and
the corridor is still operating at low efficiency.

Co-construction of international transport corridors
requires the participation and cooperation of countries
along the route. Whether countries are willing to invest in
the corridor to improve its connectivity mainly depends on
the tradeoff between various “payments” and “benefits.” In
addition, it is often difficult for countries along international
transport corridors to make decisions with absolute cer-
tainty when deciding whether to participate and, if so, how
to participate in corridor construction. Various political
forces over the years have differed in their idiosyncrasies,
often contradicting each other, and have hesitated to varying
degrees on whether to participate in cooperation. *erefore,
the level of cooperation in the construction of international
transport corridors remains uncertain. Improving the effi-
ciency of an international transport corridor is a long-term,
complex, and systematic project, often involving repetition
in construction, unforeseen problems, hesitation to remain
involved, negotiation, dishonesty, or progress disruption
among countries along the route. If countries along the route
actively participate in the construction, the evolution of
international transport corridors accelerates, and the

efficiency of international transport corridors improves
more quickly. Otherwise, corridors’ development would
slow or even stall.

*e modes of interaction between countries are affected
by a variety of complex factors. *e success or failure of
transnational projects depends on whether countries can
reach a consensus on the sharing of benefits and costs [21].
In order to deeply understand and interpret the cooperative
construction mechanism of international transport corri-
dors, it is necessary to use complexity science and infor-
mation systems for analysis. Evolutionary game theory is a
classic application of complex science in the fields of social
science and economics. It can model some complex real-life
events [22]. Evolutionary game theory does not require the
game subject to conform to complete rationality nor does it
require that information be fully known in advance; it also
offers the advantage of enabling dynamic analysis [23].
Evolutionary game theory is suitable for analyzing multi-
party decision-making and can incorporate a variety of
scenarios and influencing factors into the analysis model
[24–26]. Some scholars have used evolutionary game theory
to construct a game model of two decision-making subjects
to analyze the construction of international transport cor-
ridors [27], while others have incorporated project partners
and the public of the host country into the analysis to
construct a tripartite evolutionary game model [28]. *is
paper uses evolutionary game theory to construct a dynamic
evolutionary game model to investigate the mechanism for
the cooperation and co-construction of international
transport corridors.

2. Evolutionary Game Model

2.1. Model Assumptions and Parameter Settings

2.1.1. Participants. Participating countries and stakeholders
of various types of international corridors have unique
differences. To generalize the analysis, the researcher as-
sumes that participating countries of a certain planned
international corridor are three bounded and rational game
parties, divided into the origin country (N1), the destination
country (N2), and the transit country (N3). *e spatial re-
lationship between them is shown in Figure 1. *e par-
ticipating countries of the international corridor are
assumed heterogeneous. *e origin and destination country
are global or regional powers with relatively high levels of
development. *ere is thus strong motivation for the in-
terconnection between them, for example, to reduce in-
ternational trade logistics costs, to improve the accessibility
of border areas, and to increase international influence.
Compared with the origin country and destination country,
the transit country has a relatively low level of development
and relatively weak strength.

2.1.2. Cooperation Strategy. In the game of the cooperative
construction of international transport corridors, the origin
country and destination country are the main forces in-
volved. Both choose whether to participate in the con-
struction of international corridors based on factors such as
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comprehensive environment and cost versus benefits.
*erefore, its strategy set is (participate, not participate).*e
transit country is a secondary force in the construction of
international transport corridors, but its attitude and par-
ticipation in construction are crucial to the successful de-
velopment of the entire corridor. Due to the constraints of a
comprehensive national strength and development foun-
dation, the transit country generally does not adopt direct
rejections for interconnection initiatives initiated by
neighboring powers. On the contrary, there is a possibility
and motivation to engage in free riding. *erefore, it is
assumed that the transit country has two strategies to choose
from strong or weak participation. Under the state of strong
participation, the transit country actively responds to the
initiatives of other countries during the construction of the
corridor, actively participates in the planning and con-
struction of the corridor, provides a good construction
environment, invests corresponding resources, and actively
promotes the formation of interconnection. Under the state
of weak participation, transit countries behave as oppor-
tunistic or passive participant. *is is mainly manifested in
the active signing of relevant written agreements, while only
basic effort and cost are expended toward corridor con-
struction and regional interconnection, and the transit
country often trusts that other countries will invest more.
*erefore, the strategy set of transit countries is set as (strong
participation, weak participation).

2.1.3. Benefits from Cooperation. *e overall completion and
operation of the planned international corridor can significantly
reduce transportation costs along the route, improve regional
accessibility, and promote international trade. In the model,
ri(i � 1, 2, 3) represents benefits andNi(i � 1, 2, 3) gains from
the construction and operation of the international corridor.
When either N1 or N2 chooses “not to participate” and N3
chooses “strong participation,” the overall “multilateralism”
degenerates into local “bilateralism.” Although the entire cor-
ridor is difficult to build successfully, it can be initially built into
a “cross-border corridor.” In reality, this situation often occurs.
Set θiri represents the benefits that Ni gains from the partial
completion and operation of the corridor, and 0< θi < 1
(i � 1, 2, 3).

2.1.4. Costs for Cooperation. Variables c1 and c2 represent
the benchmark cost for N1 and N2 when they choose to
participate in the development of the corridor, including

planning, coordination, construction, and management
costs. When a country participates in the construction of an
international transport corridor, its benefits are greater than
the benchmark cost of its participation, so we set r1 > c1 and
r2 > c2. Variables α and β indicate the incentive for inter-
national transfer payments and assistance provided by N1
and N2 to N3 when N3 chooses the strong participation
scenario. Variables e1 and e2 indicate the additional cost of
N1 and N2 choosing to participate in corridor construction
when N3 chooses weak participation. Variable c3 indicates
the benchmark cost of N3 choosing weak participation, and
e3 indicates the additional cost of N3 choosing strong
participation.

2.1.5. Punishment Setting. Since N1 and N2 are global or
regional powers, any unilateral and voluntary abandoning of
corridor construction will incur sunk costs and loss of in-
ternational reputation. Variables w1 and w2 denote the sunk
costs and loss of international reputation forN1 andN2 when
they unilaterally and voluntarily abandon the construction
of the international corridor.

2.1.6. Probability Setting. In the evolutionary game model of
international corridor cooperation and co-construction, N1,
N2, and N3 make strategic choices based on their respective
positions and willingness. Assume that N1 chooses “par-
ticipation” at a rate of x and chooses “not participating” at a
rate of 1 − x; assume thatN2 chooses “participation” at a rate
of y with a “not participation” ratio of 1 − y; assume that N3
chooses “strong participation” at a rate of z and chooses
“weak participation” at a rate of 1 − z, in which
x, y, z ∈ [0, 1].

2.2. PaymentMatrix. Based on the above basic assumptions
and parameter settings, the payment matrix of the tripartite
game model of international corridor cooperation and co-
construction can be obtained, as shown in Tables 1 and 2.

2.3. Analysis of Evolutionary Stable Strategies

2.3.1. Expectation Revenue Function. Variable U1
N1

repre-
sents the revenue of N1 when choosing the “participating”
strategy, while U2

N1
represents the revenue of N1 when

choosing the “not participating” strategy, and UN1

The origin 
country (N1)

The destination
country (N2)

The transit 
country (N3)

Figure 1: *e tripartite main body in the construction of an international transport corridor.
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represents the expected revenue. According to Tables 1 and
2, U1

N1
, U2

N1
, and UN1

are as follows:

U
1
N1

� z y r1 − c1 − α(  +(1 − y) θ1r1 − c1 − α(   +(1 − z) y r1 − c1 − e1(  +(1 − y) − c1(  
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2
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.

(1)

Variable U1
N2

represents the revenue of N2 when
choosing the “participating” strategy, while U2

N2
represents

the revenue of N2 when choosing the “not participating”

strategy, and UN2
represents the expected revenue.

According to Tables 1 and 2, U1
N2
, U2

N2
, and UN2

are as
follows:

U
1
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2
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.

(2)

Variable U1
N3

represents the revenue of N3 when
choosing the “participating” strategy, while U2

N3
represents

the revenue of N3 when choosing the “not participating”

strategy, and UN3
represents the expected revenue.

According to Tables 1 and 2, U1
N3
, U2

N3
, and UN3

are as
follows:

U
1
N3

� x
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.

(3)

2.3.2. Evolutionary Stability Strategy Solution. *e game
process between N1, N2, and N3 is represented by the

dynamic replication system composed of the following three
differential equations:

F(x) �
dx

dt
� x U

1
N1

− UN1
  � x(1 − x) y r1 + w1 − e1(  + z θ1r1 − α(  + yz e1 − θ1r1(  − c1 ,

F(y) �
dy

dt
� y U

1
N2

− UN2
  � y(1 − y) x r2 + w2 − e2(  + z θ2r2 − β(  + xz e2 − θ2r2(  − c2 ,

F(z) �
dz

dt
� z U

1
N3

− UN3
  � z(1 − z) x θ3r3 + α(  + y θ3r3 + β(  + xy c3 − 2θ3r3(  − c3 + e3(  .

⎧⎪⎪⎪⎪⎪⎪⎪⎪⎪⎪⎪⎪⎨

⎪⎪⎪⎪⎪⎪⎪⎪⎪⎪⎪⎪⎩

(4)

Setting F(x) � F(y) � F(z) � 0, we obtain eight local
equilibrium states of the alliance system, E1 (0, 0, 0), E2 (0, 0,
1), E3 (0, 1, 0), E4 (0, 1, 1), E5 (1, 0, 0), E6 (1, 0, 1), E7 (1, 1, 0),

and E8 (1, 1, 1). According to the research conclusions of
Werner et al. [29], E1 to E8, and the rest of the points, are
nonasymptotically stable.
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According to Lyapunov’s stability theory [30], the as-
ymptotic stability at the equilibrium point of the differential
equation system can be judged by the characteristic roots of

the Jacobian matrix of the system. *e Jacobian matrix of
this system is

J �

dF(x)

dx

dF(x)

dy

dF(x)

dz

dF(y)

dx
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dy
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dz
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dx
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dy

dF(z)

dz
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,

(5)

where

A � (1 − 2x) y r1 + w1 − e1(  + z θ1r1 − α(  + yz e1 − θ1r1(  − c1 ,

B � (1 − 2y) x r2 + w2 − e2(  + z θ2r2 − β(  + xz e2 − θ2r2(  − c2 ,

C � (1 − 2z) x θ3r3 + α(  + y θ3r3 + β(  + xy c3 − 2θ3r3(  − c3 + e3(  .

(6)

Points E1 (0, 0, 0), E2 (0, 0, 1), E3 (0, 1, 0), E4 (0, 1, 1), E5
(1, 0, 0), E6 (1, 0, 1), E7 (1, 1, 0), and E8 (1, 1, 1) are,

respectively, substituted into the Jacobian matrix formulas
listed above, and the characteristic roots of the Jacobian

Table 1: Game payment matrix when the transit country (N3) chooses “strong participation.”

Country Destination country (N2)
Participating (y) Not participating (1 − y)

Origin country (N1)

Participating (x)

r1 − c1 − α θ1r1 − c1 − α
r2 − c2 − β − w2

r3 − (c3 + e3) + (α + β) θ3r3 − (c3 + e3) + α

Not participating (1 − x)

− w1 0
θ2r2 − c2 − β 0

θ3r3 − (c3 + e3) + β − (c3 + e3)

Table 2: Game payment matrix when the transit country (N3) chooses “weak participation.”

Country Destination country (N2)
Participating (y) Not participating (1 − y)

Origin country (N1)

Participating (x)

r1 − c1 − e1 − c1
r2 − c2 − e2 − w2

r3 − c3 0

Not participating (1 − x)

− w1 0
− c2 0
0 0
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matrix corresponding to each point can be solved through
the determinant operation, of which the results are given in
Table 3.

Combined with the actual meaning of model parameters,
the three characteristic roots (from Table 3) of E1(0, 0, 0) are
negative, which means it belongs to the asymptotic stability
point. As for E2(0, 0, 1), E3(0, 1, 0), and E5(1, 0, 0), at least
one characteristic root of the three equilibrium points is
positive, so it can be determined that all three of these points
are in an unstable state. For E4(0, 1, 1), E6(1, 0, 1),
E7(1, 1, 0), and E8(1, 1, 1), under certain conditions, the four
equilibrium points can be asymptotically stable; the stability
conditions of equilibrium points are shown in Table 4.

According to Table 4, the conditions of E4(0, 1, 1) and
E6(1, 0, 1) that are asymptotically stable have the same
conditional structure but involve different parameters. *e
conditions of E7(1, 1, 0) and E8(1, 1, 1) that are asymptot-
ically stable are mutually exclusive. *erefore, it can be
determined that the evolutionary game model has four
asymptotically stable scenarios. *e following sections focus
on scenarios 2, 3, and 4.

3. Simulation and Analysis

3.1. Evolutionary Simulation of the Tripartite Game System.
For scenario 2, the condition is defined by r2 + w2 < c2 + β,
θ1r1 > c1 + α, and θ3r3 + α> c3 + e3, and we set
r1 � 40, r2 � 15, r3 � 10, θ1 � θ2 � θ3 � 0.4, c1 � 5, c2 � 10,

c3 � 2, e1 � e2 � 3, e3 � 2, w1 � w2 � 2, and α � β � 8. *e
evolution paths (Figure 2) show that the system has recently
evolved to E1(0, 0, 0) or E6(1, 0, 1).

For scenario 3, the condition is defined by
r1 + w1 > c1 + e1, r2 + w2 > c2 + e2, and α + β< e3, and we set
r1 � r2 � 20, r3 � 10, θ1 � θ2 � θ3 � 1/3, c1 � c2 � 5, c3 � 2,
e1 � e2 � 3/2, e3 � 4, w1 � w2 � 3, and α � β � 3/2. *e
evolution paths (Figure 3) show that the system has finally
evolved to E1(0, 0, 0) or E7(1, 1, 0).

For scenario 4, the condition is defined by
r1 + w1 > c1 + α, r2 + w2 > c2 + β, and α + β> e3, and we set
r1 � r2 � 20, r3 � 10, θ1 � θ2 � θ3 � 1/3, c1 � c2 � 5, c3 � 2,
e1 � e2 � 3/2, e3 � 1, w1 � w2 � 3, and α � β � 3/2. *e
evolution paths (Figure 4) show that the system has recently
evolved to E1(0, 0, 0) or E8(1, 1, 1).

Figures 2–4 show that all three-party behavior strategies
in the dynamic evolutionary game model are convergent
when the parameters meet certain conditions, which verifies
the rationality of the model. *ere are two possible evolu-
tionary equilibrium points in each scenario, which indicates
that there are unstable factors in the cooperation of the final
system.

3.2. Numerical Simulation of Stability Influencing Factors of
Scenario 4. Scenarios 2 and 3 are essentially bilateral
behavioral strategies for the construction of international
transport corridors. *e cooperative construction of
international transport corridors requires a multilateral
co-construction mechanism while taking into account the
interests of multiple parties. Scenario 4 is a typical

multilateral behavior scenario. Comparing parameter
conditions with scenarios 2 and 3, the constraints are less
stringent and more accurately reflect reality. *erefore,
the following simulation analysis background is set as the
relevant parameters to meet the conditions corre-
sponding to scenario 4.

3.2.1. 3e Impact of Initial Intentions on Evolution. When we
set x � y � z � 0.2, x, y, z converges to 0, and the final
equilibrium point tends to (0, 0, 0); when we set x � y �

z � 0.5 or x � y � z � 0.8, x, y, z converges to 1, and the
final equilibrium point tends to (1, 1, 1).

*e evolution paths of Figure 5 show that the initial
cooperative willingness of the three parties in the evolu-
tionary game system has a direct impact on the evolutionary
path and behavior strategy. *e greater the initial cooper-
ative willingness of the three parties in the game, the shorter
the time required for the game system to finally move to-
wards “cooperation.” When the system evolves towards
“cooperation,” the origin country and the destination
country are more active than the transit country, while the
system shows the opposite trend when the system moves
towards “noncooperation.” *is shows that, for the coop-
eration and construction of an international transport
corridor, although it has good benefits, if the initial will-
ingness of the parties to cooperate is low, the cooperation
would tend to fail.

3.2.2. 3e Impact of Benefits on Evolution. We set the initial
cooperation intention to x � y � z � 0.3. *e evolution
paths are shown in Figure 6. Under this setting, as the
benefits of participating in international transport corridor
construction increase, the speed of the system converging to
the equilibrium point (1, 1, 1) accelerates, and the origin and
destination countries converge to the state of cooperation
faster than that of the transit country. Simulation analysis
shows that the greater the expected benefits of all parties
involved in corridor construction, the better the stability of
cooperation.

3.2.3. 3e Impact of Costs on Evolution. *e costs increase
setting slows down the system’s convergence to cooperation
(Figure 7). When cost increases up to a certain level, it
ultimately changes the final path of system evolution. When
we set c1 � c2 �10, the system evolution path finally con-
verges to (0, 0, 0), showing that when the cost increases to a
certain level, it reduces the enthusiasm of the origin and
destination countries to participate in corridor development
and can lead to noncooperation.

Costs are an important factor affecting the cooperation
in the construction of international transport corridors, and
the investment in cross-border transportation infrastructure
is usually large, which often becomes a practical reason for
restricting the enthusiasm of countries along the route to
participate in the construction.
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3.2.4. 3e Impact of Transfer Payments on Evolution. As the
incentive transfer payment (subsidy) increases, the
transit country’s behavioral strategy converges to “co-
operation” faster (Figure 8). At the same time, it can be
seen that, with the increase in subsidies, the rate of
evolution of the origin and destination countries towards
“cooperation” has slowed down. In the construction of
international transport corridors, transit countries tend
to obtain subsidies from other countries, and subsidies
have become a sensitive variable that stimulates and
facilitates cooperation.

In fact, excessive subsidies increase the overall cost of
participating in the construction of the corridor between the
origin and destination countries, which in turn will reduce the

enthusiasm for participation.*e implication is that reasonable
and appropriate subsidies should be a consensus among
countries along the route; otherwise, they would not be able to
better promote cooperation.

3.2.5. 3e Impact of Sunk Costs and Reputation on Evolution.
As w increases (the potential sunk costs and reputation
losses increase; Figure 9), the speed of the system con-
verging to cooperation increases; that is, the probability
that the behavioral strategies of the origin and destination
countries will tend to be in a “cooperative” state increases.
Simultaneously, this change has little impact on transit
countries.

Table 3: *e eigenvalues of the equilibrium points.

*e equilibrium point Eigenvalues λ1 Eigenvalues λ2 Eigenvalues λ3
E1(0, 0, 0) − c1 − c2 − (c3 + e3)

E2(0, 0, 1) θ1r1 − c1 − α θ2r2 − c2 − β c3 + e3
E3(0, 1, 0) r1 + w1 − c1 − e1 c2 θ3r3 + β − c3 − e3
E4(0, 1, 1) r1 + w1 − c1 − α − (θ2r2 − c2 − β) − [(θ3r3 + β) − (c3 + e3)]

E5(1, 0, 0) c1 r2 + w2 − c2 − e2 θ3r3 + α − c3 − e3
E6(1, 0, 1) − (θ1r1 − c1 − α) r2 + w2 − c2 − β − [(θ3r3 + α) − (c3 + e3)]

E7(1, 1, 0) − (r1 + w1 − c1 − e1) − (r2 + w2 − c2 − e2) α + β − e3
E8(1, 1, 1) − (r1 + w1 − c1 − α) − (r2 + w2 − c2 − β) − (α + β − e3)

Table 4: Asymptotically stable point and its existence conditions.

Asymptotically stable point Conditions Scenarios
E1(0, 0, 0) Forever admitted —
E4(0, 1, 1) r1 + w1 < c1 + α, θ2r2 > c2 + β, θ3r3 + β> c3 + e3 1
E6(1, 0, 1) r2 + w2 < c2 + β, θ1r1 > c1 + α, θ3r3 + α> c3 + e3 2
E7(1, 1, 0) r1 + w1 > c1 + e1, r2 + w2 > c2 + e2, α + β< e3 3
E8(1, 1, 1) r1 + w1 > c1 + α, r2 + w2 > c2 + β, α + β> e3 4
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Figure 2: Evolution paths of scenario 2.
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3.2.6. 3e Impact of Residual Benefits on Evolution.
When the trilateral cooperation degenerates into bilateral
cooperation, the residual benefit coefficient (θi) of bi-
lateral cooperation increases, the speed of system con-
vergence to cooperation accelerates (Figure 10). *is
indirectly indicates that the increase in the proportion of
benefits brought about by “bilateral cooperation” is

conducive to achieving tripartite cooperation. If the
starting country or the destination country abandons
cooperation, the smaller the proportion of the remaining
partner’s income decreases, the greater the probability of
the system evolving to cooperation.
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4. Conclusions

First, for the cooperative construction of international
transport corridors, a low initial willingness to cooperate
leads to noncooperation, which in turn slows down or even
stalls the efficiency of international transport corridors. To
promote the construction of international transport

corridors, all parties need to have a strong willingness to
cooperate; otherwise, the cooperation agreement has a
greater probability of becoming invalid. *is also shows that
the development of international transport corridors is long
term and complex.

Second, the higher the cost of the construction of in-
ternational transport corridors, the greater the probability
that the tripartite behavior strategy combination will evolve
to “noncooperation.” *e greater the potential benefits
brought by the construction of international transport
corridors, the greater the probability of cooperation. Mul-
tilateral cooperation degenerates into bilateral cooperation.
*is shows that the higher the investment cost of the cor-
ridor, the slower the efficiency improvement from it. *us,
international transport corridors with good developmental
prospects and benefits will accelerate efficiency improve-
ments when participating countries actively put in effort.

*ird, there is an optimal scale of transfer payments. As
the scale of transfer payments increases, the probability that
the system will evolve to cooperation also increases. Transfer
payments that exceed the optimal scale will have an adverse
impact on cooperation. *is shows that appropriate transfer
payments can increase the enthusiasm of transit countries to
participate in channel construction, but when the transfer
burden is too heavy, it reduces the enthusiasm of the origin
and destination countries to cooperate.

Finally, in the multilateral cooperation that enhances the
effectiveness of international transport corridors, sunk cost
and reputational loss mechanisms have a positive effect on
restricting the origin and destination country from unilat-
erally abandoning participation or suspending investment.
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