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Details of the Project Proposal

A. Project Design
Introduction

Inland Waterway Transport (IWT) is the most economical and friendly mode in navigable area. Though IWT is of disadvantages such as restriction from natural condition, long transportation period and difficulty for door to door transportation, it still has advantages inaccessible for other transportation modes. First, IWT has notable economic benefit. Secondly, river transportation leads to reduced pollution. Thirdly, river transportation has an excellent safety and environmental record, especially for dangerous goods, when compared with road transportation. Fourthly, river transportation contributes significantly to the relief of road networks, especially in areas with high density of population. It also reduces the land use for roads. Fifthly, unlike other modalities, that has limitations in capacity (how much road can you construct), inland navigation is reliable and has large capacity reserves. Last but not least, many inland waterways have a lot of free capacity on its infrastructure. IWT can also accelerate the development of remote communities in several countries of the region which is being increasingly recognized. 
Trends of international inland transport are:
· Increasing legislation on pollution.
· Lower fuel consumption. 

· Increasing size of vessels.
· Lightweight vessels.
· More comfort on board.
· Increasing safety demands.
· River information services.

With these backgrounds of IWT and increasing pressure from road congestions, how to evaluate the role of IWT in intermodal transportation and to promote IWT in these new century is very important for APEC areas for sustainable development. The IWT will play a more important role in the social and economy development.
Project Objectives

1) The main goal of the research is to promote IWT and make the IWT play more important role in intermodal transportation, especially in container intermodal between ocean and river, and between rail and river. 
Seaborne and integrated transport system as a linkage between economic and trade plays increasingly prominent role. Moreover, the international seaborne services as an important part of trade, its development can improve the international balance of payments. Seaborne transport as part of an integrated transport system, its efficiency relies on efficiently linkage of multiple transport modes. With the background of economic integration, economic globalization and the new trend of international intermodal transportation, the role of IWT and policies which promote IWT is deserved to study. In many APEC members, Inland waterway advantages have not yet fully realized. There is a great improved space to develop IWT system in APEC memebers. 
Therefore, it is necessary to make a research on how to improve the impact of inland water transportation in intermodal transportation. 
2) Key objectives
The key objectives of this project are focused on the following points:
· The history review, status and role of IWT in intermodal transport system.

· Identifications of Main problems and main trends in development of IWT
· Comparison and contrast of policies, measures and experiences in the effective use of river water resources in different countries and economies.
· Re-examination to the advantages of IWT in the new environment. Is the advantages been Strengthened or Weakened? Behind phenomenon what is fundamental reasons? 

· Economic impacts analysis. To understand quantitatively the contribution of IWT to the APEC member economies, economic impacts of IWT will be estimated by using the theory and method of economic impacts. The contribution or impacts of IWT to the economy will be directly seen in terms of: added values, jobs, personal earnings, business revenue, taxes, employment and so on. The purpose of economic impact Study is to provide an unbiased quantitative estimate of the size of the economic impact of IWT and the waterborne related industries on the economies of APEC members. Inland waterway related industry economic impact studies have become increasingly important as they measure the direct and indirect impact on patterns of jobs, incomes and tax revenues in the local economy. Impact studies become even more important because they can serve as an important educational tool to the community in understanding the structure of IWT and its dependent industries as well as its immediate economic effects.
· Intermodal studies and forecasts to provide a regional context for national transport planning and regional policy development. Policy guidelines for the development of inland container depots and dry ports and infrastructure for integrated transport network. Integration of waterway, highway and railway. Capacity building.

· Evaluate the role of the IWT in intermodal transport in new situation. The new trends include: globalization, security, information revolution, environment protection et al.
· Policy suggestions about promoting IWT to play a more important role in intermodal transport system. Specific suggestions for integration: Promoting door-to-door services; Promoting awareness of benefits of IWT based on detailed analysis of economic, financial, social and environmental benefits; Encouraging modal shift to inland waterways; Promoting public-private partnership while increasing public resources for IWT; Adopting appropriate legislation for protection and effective utilization of IWT; Safe navigation; Facilitating trans-shipment between sea-going and inland vessels; Promoting tourism along rivers; Developing information system
· Promotion of IWT for integration financing: Private sector participation; Waterway dues; Revenues from other benefits; Polluter pay; Policy support(Technical measures, legal measures); International cooperation(Multilateral agreements, Organizations & financial institutions).
· Promotion of IWT for Integration: Connection with seaports and rail; Connections with road and rail networks; Logistics centers; Just-In-Time; Multimodal transport/door-to-door services; Container and conventional transport on short, medium and long distance; Cooperation with other water users; Environmental protection.
3) Project contents
· Review of history of IWT and the its role in intermodal.
· Environmental analysis for promoting IWT to play more important role in intermodal transport 
· Opportunities
· Threats 
· Conditions analysis for promoting IWT to play more important role in intermodal transport
· Strengths

· Weaknesses 
· Experiences to develop IWT
· Theoretical support for intermodal transport

· The status of IWT in intermodal transport system in APEC members
· The policies to promote the development of IWT
· Evaluation about IWT in intermodal transport.
· Economic and social contributions of IWT 
· Evaluation about IWT in developed APEC countries and regions.

· Evaluation about IWT in developing APEC countries and regions.
· Innovations in IWT sector in the world

· Experiences and development in China case
· Promoting IWT in key regions (such as the Yangtze River Valley).
· Institutional mechanism to support the development of China intermodal transport.

· Innovations
· Policy suggestions

· Macroeconomic policy recommendations to guide development of intermodal transport.

· The construction of new infrastructure.

· Ship standardization.
· International cooperation.
4) Assessment

Either for China or for APEC members, the intermodal transportation is always the key to the future development of transportation. The intermodal transportation supply a door-to-door service for the client, which is accorded with the development of economy; It is an effective way to organize limited manpower and transportation modes, which is accorded with the interest of society; It decreases the effect and cost caused by highway traffic jam and reduces the discharge of harmful substance and gas in highway transportation, and it is a maximum organization of the current and newly infrastructure in inland water, highway, railway and information superhighway, which is benefit for environment. Nowadays, Mississippi and Rhine have achieved great progress in relevant intermodal transportation system. Hence, with proper circumstance, the intermodal transportation will also work in China’s inland water pathway.

The execution of the project will not only help China to learn the experience of APEC members in running inland water intermodal transportation, which can promote the development of China’s inland water transportation, reduce the transportation cost between China and the trading partners, and play a important role in safety and environmental protection. But also, by the work of TPT and the project, it helps the APEC members to know more detail in the transportation process during international trading, which will do great benefit for pushing the APEC members in the long run of  intermodal transportation.
5) Project outputs
The final product includes the document categorization in the researching process, subject analyze, investigation report and researching conclusion. The product, which will be the important reference for the understanding and analysis the role of inland water transportation in intermodal transportation, will be submitted to TPT. At the same time, these researches result is also a foundation study in the future.
Linkages

6) The Short Sea Shipping project has the certain relation with this project in studying, in the research process, needing to exchange the information in time each other, insuring that there are synergies and not duplications between this project and the short sea shipping project.

In July 1996, the China State Development and Reform Commission and the Dutch transport, Public Works and Water Management Division signed a "cooperative research on the Yangtze River Basin intermodal MOU". The project Organized Chinese and foreign experts to study container intermodal issues in the middle and lower reaches of the Yangtze River. In 1997 completed the "whole Yangtze River valley intermodal planning." At the end of the project for 10 years, the China State Development and Reform Commission and Ministry of the Netherlands in 2007, from May 30 to June 8 to organize study and discussion activities about "Yangtze River Container Recalling the development of intermodal transport and Prospects ", on June 5, 2007 in Wuhan city convened a "intermodal container Yangtze River Review and Prospects" Forum. The activities can provide basic information for research. 
7) Active Participation  
Representatives from multiple APEC economies, including governments, the private sector, and civil society will help plan the project and will be invited to discuss the key topics . These participants will also be asked to evaluate the results of the project.
US and Canada are the co-sponsor of this project.
8) Project influence 
This project will contribute to the Intermodal and ITS Group’s main aim, to developing an efficiently, synthetic transportation system in the whole APEC district. The executing of project will improve the focus of APEC members on inland water transportation in intermodal transportation, and improve the development condition in inland water transportation.
APEC is the most appropriate institution to fund this project. The execution of the project involved the information collection of a lot of APEC members and the communication and discussion for some problems. With a lot of experts and abundant experience in execution and management in project, it will do great benefit for the project operation. What’s more, the research conclusion will be of much more impact by APEC.

Methodology

9) With the background of the rapid development in trading transportation, mainly in container transportation, analyze the relationship between economy development and trading transportation development, and the development direction of IWT in international trade intermodal transportation system. 
Using economics theory and analysis methods, including the input-output, multipliers and so on, estimate the economic and social impacts of IWT in the intermodal transport. From the establishment and promotion of intermodal perspective, identify the important role of IWT in global economic integration and intermodal transport, improve awareness to development of inland container transport.

During the research process, it will combine the theory, widely practical investigation and forums, and will come to a conclusion of a practical method and effective policy methods.
Jan. 2008 —— May. 2008   the collection and categorizing of basic document. 

June.2008 —— Oct. 2008    the basic conclusion of analysis

Nov. 2008                 Seminar
Dec. 2008 —— April. 2009  the modification of the final conclusions
10) Co-sponsors are United States and Canada. They will attend the research of the project, and put forward the beneficial information and suggestions.
Dissemination of Project Output

11) During the course of project execution, the exchange and communication of information and viewpoint will be in the form of briefing, relevant discussion suggestion will be recorded. It will be reported in relevant China’s media about APEC-fund project and the project execution. The final product, researching document category and researching report, will be submitted in digital document and print document.
Gender Concerns

12) Not applicable. 

13) Any qualified female researcher will be capable for the participation of the project execution. For the choice of research staff, there’s no discrimination between male and female, only judging from the working capability, research level, teamwork spirit, etc.  

Budget

14) Total Budget: 176,000USD, in which, 80,000USD from APEC funding, the remaining from the Ministry of Communications of China and World Bank.  

An itemized budget is attached.
15) Not applicable.

16) No waivers or exceptions from the normal APEC financial rules are requested.
Annex A

APEC Project
Itemized Budget for Financial Year   2007 
(Please tick (.)

This project is:

(
a seminar, symposium or short-term training course

(
a survey or analysis and research project

(
neither the above but involves the provision of equipment

	Items
	No. of Units
	Unit Rate
	APEC Funding (USD)
	Self Financing (USD)

	Direct Labour
	10 staff x 6 months for a staff
	$1500 per month for 1 staff 
	$45,000
	$45,000

	Speaker’s Honorarium (government officials ineligible)
	
	
	
	

	- Translator’s Fees
	1 translators  x 2 weeks
	$1000 per week
	$2,000
	

	- Short-term clerical and secretarial staff remuneration
	2 staff x 2 weeks
	$1000 per week per staff 
	$4,000
	

	- Consultant (including Researcher) Fees
	
	
	$20,000
	

	- Consultant’s Secretary Cost
	
	
	
	

	Travel (Speakers/Experts/ Researchers)
	6 Researchers

	- Per Diem (incl. accommodation and “additional payment”)
	6 staff x 2 weeks
	$1000 per week for a staff
	$2,000
	$10,000

	- Airfare
	6 staff x 5 trips
	$300 per trip (Average) for a staff
	$9,000
	$20,000


	Items
	No. of Units
	Unit Rate
	APEC Funding (USD)
	Self Financing (USD)

	Travel (Active participants/ participants/trainees)

(only from travel-eligible economies)
	
	
	
	

	- Per Diem (incl. accommodation and “additional payment”) (active participants)
	(no. of persons and days)
	
	
	

	- Airfare (restricted economy class)
	(no. of persons and trips)
	
	
	

	Other items
	
	
	
	

	Publication of report (including distribution)
	100 copies 
	$40 per copy
	$4000
	

	Equipment / Materials (describe briefly what is required and why)


	Power point projector and screen, microphones 

 10days
	$500 per day
	$5000
	

	Photocopying
	
	
	
	

	Communications (Phone/ Fax/ Mail/Courier)
	Periodic phone calls to host economies and other APEC economies
	Various rates
	$1000
	

	Hosting (pl. briefly describe, e.g., conference room rental, stationery)


	Seminar Costs 


	.
	$8,000
	$10,000

	Total
	
	
	$96,000
	$80,000


Note: World Bank will finance a project called Inland Waterway Re-contructuring in China, part of the budgets will be used for this project. The remaining will covered by MOC, PRC.
 Annex B

Project Background
1) Intermodality
Although the concept of intermodality is at the heart of modern transportation systems, there are various views on the exact meaning of this term. In addition there are many concepts used to cover the same (or similar) issues, such as combined transport and multi-modal transport. Intermodal transport refers to the characteristic of a transport system that allows at least two different modes to be used in an integrated manner in a door-to-door transport chain. The intermodal transport system consists of the physical subsystem (infrastructure and transport equipment) and the intermodal service subsystem. The focus is on freight transport. Interconnectivity and interoperability are important issues determining the quality of intermodal transport. The general objective(s) of intermodality, interoperability and interconnectivity are to establish a framework for an optimal integration of different transport modes so as to enable an efficient and cost-effective use of transport system through seamless, customer-oriented door-to-door services whilst favouring competition and quality between transport modes.
Intermodal transport is one of the key topics in current many countries transport policy. One of the principal measures is to turn intermodality into reality and make it really competitive with road transport. This goes together with the aim to revitalize the railways and promote the use of short-sea shipping and inland waterway transport. This should contribute to an optimal integration of different modes so as to enable a more efficient and sustainable use of the transport system. 

But there are also “Bottlenecks”: An intermodal bottleneck is an actual or perceived negative characteristic of an intermodal door-to-door transport chain that makes intermodal transport less attractive than unimodal transport. The quality of intermodal transport is defined on several parameters: time, reliability, flexibility, staff qualification, accessibility, control systems, security, better price, best logistic structure, lack of services.
· There have been made several recommendations to remove bottlenecks: 
· Increase capacity of terminals

· Transport infrastructures for better access of terminals

· Investments in modern standardized intermodal equipment

· Harmonization of opening hours

· Harmonization of loading units
2) Inland waterway transport overview

It is predicted that the cargo flows will grow further in the next decade. That really forms a challenge for the transport network. Clear is that the old way of transport can never cope with that challenge. Not logistical, not economical, not environmental, not social, not for safety reasons, thus new solutions must be found. Only a clever clustering of transport flows can cope with these challenges. A network connecting the major hubs will be the solution. In that respect also choices in spatial planning is needed. 
River basins are the backbones of social 
and economic development. Rivers basins 
transform into logistic corridors. Inland navigation contributes to a sustainable development because it is a safe, efficient, reliable and environmental friendly mode of transport.

Growing freight flows and logistic demands require an increase in capacity and quality of inland navigation. Cooperation between river-basins and exchange of experiences creates mutual 
benefit public and private parties are invited to 
increase the cooperation and further develop and innovate the inland navigation system.

Successful Inland Shipping depends on integrated development of Waterways, Cargoes, Ships, Ports, Rules, Hinterlands, and People. Waterways need integrated management on navigability, markings, locks, dredging, vessel traffic systems, river information systems etc. Cargoes change from traditional Bulk into Roll on / Roll off and Containers. 

Dangerous goods can safely be shipped via inland waterways (which are also used for fresh water collection) if classifications and rules are harmonized, shipments are accurately documented, adequate equipment is applied, rules are maintained and people are well trained. 

Ships become larger, faster, integrated with other modalities: Ro/Ro, Inland Distribution of pallet loads, River-Sea etc., enabling to sail 7 x 24 hours per week, requiring less maintenance.

Ports adapt quickly to these changes, introducing larger cranes, all weather- and tri-modal terminals for efficient and fast tran-shipment and reduced vessel turnaround times.  

Rules must be harmonized in an inland shipping region. EU strives for common rules and regulations on: dangerous goods, navigation rules and marks, access to the profession, free operations across borders, labor conditions, customs and liabilities. Proper rules and training guarantee safety, security and protection of the environment. 

Inland Shipping can only be successful and competitive to road or rail transport, if it is integrated in the total transport chain. Inland shipping works for clients, who request an Integrated Service Provider (ISP). This ISP should provide: overall responsibility, total chain control, on-time pick-up and delivery, short transit time, a large service territory, low price, billing accuracy, correct equipment, full tracking & tracing, and adequate claims processing.

Hinterlands need full capable Integrated Service Providers. They could make inland shipping a successful link in the total transport chain, competitive to other transport modalities. They could realize this by integrating inland shipping with other modalities. At the sea side: with short-sea shipping and river-sea shipping. At the land side: with multi modal inland distribution via distribution centers and providing value added services. 
Full tracking & tracing requires also the integration of different ICT-supported information systems: port community systems, river information systems.

People: all these rapid changes and developments require a new generation of people with appropriate skills to manage, to operate, and to train inland shipping issues. These people must be well trained also to enhance safety, since almost all accidents are caused by human failure because of stress, fatigue, miscommunication and bad training.
According to these aspects, the project will evaluate the status and role of international IWT in intermodal transportation.

3) The Advantage of Inland waterway transportation

Inland waterway transportation is the most economical and friendly mode in navigable area. Though inland waterway transportation is of disadvantages such as restriction from natural condition, long transportation period and difficulty for door to door transportation, it still has advantages inaccessible for other transportation modes. 
First, inland waterway transportation has notable economic benefit. Inland waterway transportation has competitive transportation cost (economic/financial); Cost could have savings by increasing barge size, savings by direct shipping (saving of transshipment cost); savings time by reduction of shiplock waiting time. Firstly, the fuel efficiency of a vessel is superior to road or rail transportation. For every ton kilometer, inland shipping up to 5 times less fuel is consumed per ton kilometer when compared with road. 50% less fuel is consumed when compared to rail. Furthermore, due to the economy of scale of inland vessels, the actual total cost per ton kilometer is significantly less when compared with road transportation. This helps producers to be competitive in their market place. What makes us competitive and what is the true differentiator, are the supply chain costs. Transportation costs are a significant part of their supply chain costs. As such cost efficient transportation is an important factor in the viability of a chemical production plant.

Secondly, river transportation leads to reduced pollution. Studies have calculated that the socio-economic cost including incidents, congestion, noise pollution, air pollution and other effects on the environment are seven times less then that of road transportation. 

Thirdly, river transportation has an excellent safety and environmental record, especially for dangerous goods, when compared with road transportation. Obviously vessels and terminals are required to comply with the most stringent of standards and regular tests by classification societies and shipping inspectors.  

Fourthly, river transportation contributes significantly to the relief of road networks, especially in areas with high density of population. It also reduces the land use for roads.
Fifthly, unlike other modalities, that has limitations in capacity (how much road can you construct), inland navigation is reliable and has large capacity reserves. In many instances these advantages can be gained with little or no improvement to existing waterways. In others, a modest level of complementary investment can significantly increase usability. On the major part of the network, traffic can take place 24 hours a day, seven days a week offering complete flexibility of travel.  

Last but not least, many inland waterways have a lot of free capacity on its infrastructure. 
Inland waterway transportation can accelerate the development of remote communities in several countries of the region which is being increasingly recognized. For these reasons, promoting the development of IWT is benefit to global economy, society and well being.
4) Inland waterways in the APEC countries
APEC region is generously endowed with navigable inland waterways. Therefore, inland waterways can play a vital role in the economic development and welfare of inhabitants of rural remote areas of this region, by providing accessibility and transport at least cost. Some famous river systems like the Ganga-Yamuna-Brahmaputra, Lancang Mekong, Volga, Mississippi, and Yangtze have made enormous contribution to national and regional development.
Keeping in mind the various advantages of inland waterways such as cost effectiveness, relative fuel efficiency and importance for mobility besides welfare and development of remote countries, a number of countries are now taking initiatives to make better use of the existing capacity and making investments in IWT. Several development projects aimed at enhancement of IWT infrastructure and operations are underway.
· Bangladesh

Out of an overall 24,000 km-long network of rivers, canals, creeks and bodies of water occupying about 11 per cent of the total area of the country, only about 6,000 km is currently navigable by larger mechanized vessels. Nearly all waterways are natural rivers, the navigability of which is affected by river morphology and hydraulics. During the dry season from December to May, the major rivers such as the Jamuna and the Ganges recede and water depths are reduced substantially. Of note is the fact that 72 percent of the navigable length of the inland waterway system provides for vessel drafts of 0.91m or less during the dry season. In effect this means that navigation of the major part of the system is limited in the dry season to small vessels, of 100 deadweight tons or below.
Inland waterways are estimated to carry approximately 14 per cent of the country’s annual passenger volume and 35 per cent of its annual freight volume. Of the three surface modes, IWT has the lowest share of the passenger transport task and the second-lowest share of the freight transport task (with rail taking the lowest share of the latter).
However, there are a number of initiatives under way as a result of the recently concluded five-year plan of the Bangladesh Inland Water Transport Authority (BIWTA). These include new progress with increased depth guarantees by purchasing 9 new dredgers, channel widening and major overhauls of BITWA’s work vessels. This is in addition to the ongoing BIWTA projects, which cover a long term dredging programme utilizing 3 new dredgers. Additional new waterways are being introduced around Dhaka city to improve and expand movement opportunities. Meanwhile further new infrastructure facilities include a number of additional passenger terminals.
In the Fifth Five-Year plan (1997-2002), IWT received a budget allocation of about US$ 104 million, or about US$ 21 million per annum, the lowest of any mode. The major share of this allocation is used to fund the annual dredging programme, which, owing to the siltation problem, involves the annual removal of more than 3.3 million m3 of material from navigation channels and berth frontages. The funds allocated through the fifth five year plan will cover:

· Procurement of 9 dredgers with accessories for maintaining the navigability of inland waterways; Establishment of river port facilities from Munshignoj-Mirkadim under Munshignoj district;

· Development and widening of Gabkhan Khal by dredging for connecting the Dhaka-Mongla and Chittagong-Mongla waterways;

· Tidal data collection and preparation of co-tidal charts of coastal waters and off-shore of Bangladesh;

· Construction of a terminal building at Feringi Bazar, Chittagong;

· Construction of passenger facilities at Nagarbari, Protabpur, Notakhola,Kazirhat and  Khairchar;

· Construction of bus and truck terminal, including infrastructure at Paturia Ferryghat and procurement of two high-powered salvage units.
The development of a river container port at Pangaon, near Narayanganj, south of Dhaka has been planned for several years. This project, initially estimated to cost US$ 80million, was proposed for funding by the Overseas Economic Cooperation Fund of Japan and for operation by the private sector.
· China inland waterway transport

China is the world's third largest trading country, in 2006 the total annual imports and exports of 1.7607 trillion U.S. dollars. The actual use of foreign direct investment reached to 69.47 billion U.S. dollars. China’s openness to the outside world continued to deepen. Opening China needs the support of the intermodal transport system. China intermodal transport system effectively connecting with the world and the Asia-Pacific region intermodal transport system is beneficial not only to China, but also to China's trade partners as well. China factor continues to change the pattern of global container transportation. China is one of the most active markets in global container transport industry. 
In the past ten years, global container cargo volume increased 10.5 percent annually; Chinese container cargo volume increased 28 percent annually, ranking top globally. The throughput of Chinese container ports kept growing with the high annual rate of 25 percent in the past 19 years, and ranked top globally in the past three years. Chinese container ports account for 20 percent of the total throughput of the world’s container ports. 
As the largest container cargo generating country in the world, China accounts for 67 percent of eastbound container cargo volume in transpacific trade and 63 percent of westbound container cargo volume in Far East/Europe trade.

China is rich in inland waterborne resources. Inland waterway is mainly in the Yangtze River and Pearl River, Songhua River and the Heilongjiang River. By the end of 2005, China inland waterway has navigable mileage 123,300 km, of which: 4th and above grade waterway 1530,000 km, and 5th and below grade waterway 107,000 km. Inland waterway port owns the production berths with 30,944, 10,000-ton berths and above 187. By the end of 2005, the National possession of river transport ship 195,800, the net tonnage of 44,814,900 tons. 
In 2005, China's inland transport completed 1.057 billion tons of cargo, cargo transportation 262.6 billion tons, in the integrated transport as a proportion of 5.54%, 3.25%.

Most Chinese export container cargos cluster in Bohai Gulf Area, Yangtze Delta and Pearl River Delta. These three areas generate more than 90 percent of all Chinese container cargo. As the policy of National West Part Developing Strategy is gradually exerting its effects, mid-west regions are becoming the new growth point of Chinese container transportation and the Yangtze Valley is the key routeway of the new round of development.
The Yangtze River has become the busiest inland river in inland shipping in terms of transport volume in the world. The River Yangtze has become the busiest and biggest river in terms of freight volume compared with all others in the world. The freight volume carried by the Yangtze is 0.7 billion tons in 2005, which is about 1.6 times that of 0.46 billion tons by the Mississippi and 2.3 times that of 0.31 billion tons by the River Rhine.However, compared to many developed inland waterway countries, such as The United States, Germany, the Netherlands, there is still a big gap between them. 
Shipping industry on the Yangtze River keeps on developing rapidly since the period of “the Tenth Five-Year Planning”. The cargo volume, turnover and handling capacity of the ports have kept a double-digit growth every year, which has exceeded that of Mississippi River and Rhine River. Therefore, the Yangtze River has become the busiest inland river in inland shipping in terms of transport volume in the world. 
In 2006, the ports along the Yangtze River, excluding its tributaries, has handled total cargo of 780 million tons, of which 94 million tons of foreign traded cargo, increased by 19.4% and 20.6% respectively from the previous year. The total containers handled reached 3.8 million TEUs, increasing by 40.9%. 28,261 vessels used the pilot service, increasing by 10.1% comparing to that of 2005. Changjiang Shipping Corporation transported total cargo of 120 million tons, with a decrease of 2.9%, but the turnover of the cargo in km•ton increased by 26.8% reaching as high as 165 billion. The Port of Nantong, historically handled cargo of over 100 million tons and became the third largest along the Yangtze, next only to Suzhou and Nanjing. 
It is estimated that the waterway transport volume on the mainstream of the Yangtze River will reach 1.3 billion tons by 2010. For example, transport volume of foreign trade cargo will reach 450 million tons, and the handling capacity for containers of the ports will reach 13 million TEU.  The rapid economic and social development in areas along the Yangtze River has put forth an urgent request for further liberating the shipping potentials of the Yangtze River, improving the shipping service levels, as well as implementing the strategy of West developing, Central uprising, and East leading in modernization.
Promoting intermodal transport can reduce international trade logistics costs, can further enhance the geographical division of industries, promote economic development of China inland regions and make the benefits of economic globalization to benefit China inland residents. It is also conducive to the use of the China inland special geographical conditions and resources endowment to meet the diverse needs of the international market. The development of China intermodal transport will provide transport services in a wider space and shorter period of time, thereby enhance the efficiency of economic operation.
The development of China intermodal transport can improve the efficiency of China's logistics system, improve the role of river transport mode in the intermodal transport system, reduce the negative effects and costs of highway jams, shorten the emissions of road traffic air pollutants and greenhouse gas and contribute to the world's sustainable development and human well-being. Today, in Mississippi and the Rhine region their intermodal transport system developed rapidly. In the need of economy and society, inland waterway transport will also play an important role in China intermodal transport. 
Finally, the implementation of the project will help China to learn from APEC members' experiences in promotion of waterway transportation, promote China and its trading partners cooperate on modern logistics and intermodal transport, learn from each experience, and promote long-term development of intermodal transport.
At present, China intermodal transport has achieved great development, especially container transport. However, inland waterway transport system is still the weak link. Inland waterway development has obviously lagged behind in road and rail development. With the background of today's resource conservation and environmentally friendly, to accelerate the development of inland waterway transport is particularly urgent.
· India

Although India has inland waterways with a navigable length of 15,544 km, only 37 per cent of this length (5,700 km) is currently used for navigation by mechanized vessels. Among these navigable waterways three have been declared national waterways: the Ganges River, from Haldia to Allahabad (1,620 km); the Brahmaputra river, from Dhubri to Sadiya (891 km); and the West Coast Canal, from Kottapuram to Kollam, including the Chamakara and Udyogmandal canals (205 km). Regular hydrographic surveys, bandalling and channel marking are being carried out on these waterways in order to maintain navigability to a depth of 2 m.
The latest data available for this review indicate that 17.3 million tons of cargo was moved by inland waterway transport in 2001-2002. The corresponding transport task amounted to about 1 billion ton-km. This represented only 0.1 per cent of the domestic surface transport task of about 838 billion ton-km, as compared with 68 per cent for road and 30 per cent for rail. It is understood that the volume of cargo carried by IWT has been declining in recent years.
Constituted in 1986 the Inland Waterways Authority of India (IWAI) has a role to maximize the attractions that IWT movements can bring to this highly populated country. The government recognized ten of India’s national waterways (which make up a majority of the country’s 14,500 km water lane length) as having potential for declaration as “national” units. Three of these are being actively developed for shipping and navigation and together constitute 19 per cent of the national total navigable waterways (but 48 per cent of IWT surfaces capable of carrying mechanically propelled vessels). Two of these units are rivers (Ganga and Brahmaputra) while the third is an amalgam of canals (West Coast, Champakara and Udyogamandal). The first two named are physically linked to aid wider and or longer journey capability and service the north and north eastern part of the country.
· Indonesia

Approximately two thirds of the 31,000 km length of Indonesia’s IWT is navigable with the predominant “life line” uses in Sumatra and Kalimantan, where there is no rail system. IWT freight activity is anticipated to treble to 20 million tons during the current five year plan period part of which is due to natural resource development (predominantly coal) in Kalimantan.
Like other IWT serviced countries in this region, Indonesia suffers from a severe lack of navigation marks and appropriate charting of the rivers to permit greater time use of the system. This has been recognized and, together with ADB, the Government of Indonesia is addressing these issues. In addition, a large number of new and upgraded cargo handling facilities are being put in place.
IWT development needs for Indonesia were identified in a 1989 study funded by ADB. They include:

· The normalization and improvement of four channels in the Kahayan, Kapuas and Barito river systems of Central and South Kalimantan;

· The improvement of the berthing facilities of Lake Toba in North Sumatra;

· The installation of 8,760 river traffic signs throughout Sumatra, Kalimantan, Maluku and Irian Jaya;

· The construction of 60 river and lake quays and rehabilitation of another 17;

· The mapping of rivers and lakes for future development of navigation; and

· The purchasing and operation of service vessels in isolated and remote areas, especially in eastern Indonesia.

· Parts of these projects were implemented during the Sixth Five-Year Plan (1995-1999), and it is expected that the remainder will implemented during the current Seventh plan (2000-2004).

· Thailand

Of Thailand’s 6,000 km of waterway, approximately 30 percent is capable of being navigated commercially, with a further 12 per cent reduction during the dry season. Inland navigation is mainly concentrated in four river systems: the Chao Phraya, Pasak, Tha Chinand Mae Klong systems.
IWT is estimated to transport about 20 million tons of cargo annually, representing 4.5 percent of total inland cargo volume. This is better than rail, which has a share of only 1.9 per cent, but well below road, which has a commanding share of 93.6 per cent.
Passenger movements concentrate very much in and around Bangkok with 1.5 million people per week moving by this mode. Outside of Bangkok, very few passengers are transported on inland waterways. However, in a bid to relieve Bangkok’s extreme and notorious road traffic congestion, the Government of Thailand and Bangkok Metropolitan Administration, in the early 1990s began to encourage the expansion of commuter services on the Chao Phraya River and on the main canals of the city. Three types of commuter service are provided: ferry services across the Chao Phraya River (about 60 piers are available); express boat services operating along the river between Bangkok and Nonthaburi (about 50 piers are available); and long-tail boat services along the canals (with about 30 piers available). Traffic on these services peaked between 1995 and 1997 at about 360,000 journeys per day, before dropping to the present level of about 300,000 per day. Commuters form a noticeable part of this figure as well as tourists.
The north eastern region of Thailand is an integral part of the services provided by the Mekong River. This is dealt with in the next subsection.

· The Greater Mekong River System

The Greater Mekong River System is one of the world’s great navigable waterways, but has long been underutilized because of the lack of adequate infrastructure, navigational aids and lack of consistency in rules and regulations.
An Agreement on Commercial Navigation on the Lancang-Mekong River among the four Greater Mekong Subregion countries, China, Lao People’s Democratic Republic, Myanmar and Thailand that was signed in 2000 is expected to promote substantial investment and river traffic growth.
As part of the Lancang-Mekong navigation cooperation agreement, the four contracting parties – the Governments of China, Lao People’s Democratic Republic, Myanmar and Thailand - have constructed a number of ports to support the emerging river traffic.
China has upgraded three ports, Simao (design annual capacity, 300,000 tons and 100,000 passengers; investment: about US$ 5 million; opened for operation in March 2001), Jinghong (design annual capacity, 100,000 tons and 400,000 passengers; investment, US$ 5.7 million; opened for operation in December 2002); and Guanlei (design annual capacity, 200,000 tons; investment, US$ 4.44 million; to be opened for operation in 2004);
Lao People’s Democratic Republic set up a new economic development zone near the Golden Triangle area, which consists of construction of the Ban Mom Port, new urban area development and bank protection. The port infrastructure was completed in 2001 and others will be completed in 2008 and 2010, respectively;
Myanmar has designated two ports for international traffic on the Upper Mekong River in the quadrilateral agreement, Wan Seng and Wan Pong. In addition, a port at Soploi has been built with the same scale as the Jinghong Port and opened for operation in 2002; and
The Government of Thailand is building two ports in Chiang Saen (design annual capacity, 250,000 tons; investment: US$ 4.6 million) and Chiang Kong (design annual capacity, about 100,000 tons; investment: US$ 1.6 million), both of which are expected to be completed in 2003. The private sector of Thailand has built some terminals along the Upper Mekong River in Chiang Rai Province.
The river section within the territory of China has been improved for navigation of boats of 150 tons. Nine rapids and ten scattered reefs in the section bordering Lao People’s Democratic Republic and Myanmar, which severely endanger navigation safety, were partially cut to open safe channel for boats of 100 tons. The Chinese funded project (US$ 5 million) was implemented under supervision of the Project Coordination Office composed of experts from the six riparian countries in the dry water seasons during the period March to April 2002 and December 2002 to April 2003.

In the lower Mekong, Viet Nam is undertaking a large scale IWT project in the Mekong Delta with a total investment of US$ 84 million, of which US$ 71 million is financed by the World Bank and US$ 13 million by the Government. The project will improve two waterway routes from Ho Chi Minh City to Ca Mau and Kien Luong respectively, a distance of 662 km, with dredging, building of shiplocks and sluices and bridges, bank protection and aids to navigation. In addition, the project will also upgrade the Can Tho Port through improvement of infrastructure and provision of new handling equipment. It was started in 1999 and is expected to be completed in 2003.
Vietnam has completed a feasibility study on improvement to the access channel of the Bassac River, a major branch of the Mekong River, to increase capacity to accommodate sea-going ships of deadweight tonnage of deadweight tonnage of 10,000. The estimated capital investment would be US$ 40 million with an annual maintenance cost of US$ 30million. The project will benefit transport for exporting rice in the Mekong Delta.
A package of projects on river improvement for navigation between Cambodia and the southern region of the Lao People’s Democratic Republic, which includes dredging, regulation of shoals, installation of aids to navigation, port construction, navigation agreement and institutional strengthening has also been proposed. Cambodia has also proposed to undertake feasibility study to build six general cargo berths at Phnom Penh Port.
The Mekong River Commission, composed of Cambodia, Lao People’s Democratic Republic, Thailand and Viet Nam, is undertaking a study to formulate a comprehensive navigation strategy and programme. The strategy and programme will cover socio-economic analysis and planning, legal framework for cross-border navigation, institutional development, safety and environment, and promotion, coordination and information. The implementation of the programme requires US$ 42.5 million over a period of seven years. The study is expected to be completed in 2003.
5) America Inland Waterway

During the early years of trade in the United States, the nation’s waterways played a major role in the transportation of goods from one location to another. With the development of automotive transport and super highway systems in the twentieth century, the use of the waterways took on less significance. At the same time, the United States population spread further throughout the country, with longer distances between city centers. The unintended consequence was an increase in roadway traffic, including the large trucks used by shippers to haul goods from one location to another.
Regularly used in Europe and China, the inland waterways have only recently regained favor in the US transportation industry because they remove cargo from the nation’s highways, reducing traffic congestion and harmful pollutants released into the environment. In 2000, Osprey Lines pioneered a successful intermodal cargo delivery service along the United States Gulf coast and into the southern portion of the Mississippi River. Recent expansions by Osprey include twice a month service from New Orleans to Chicago. Although not as rapid, cargo transportation by river is proving to be more cost-efficient and environmentally friendly than other modes: one gallon of diesel fuel will move one ton of cargo 59 miles by highway, 202 miles by rail, and 514 miles by barge.
6) The Trend of international inland transport

International container transportation is expanding from ocean to land. It has been fifty years since the birth of container transportation. During this period, container transportation becomes more and more popular and the international trade business becomes more and more convenient. At present, the total throughput of all container ports in the world has reached 440 million TEUs, and the total value of the commodities involved ranks top globally. The cargo volume of container shipping industry amounts to 120 million TEUs, about 14 percent of global shipping industry, and the container shipping industry has become the second largest contributor of global shipping trade. Container transportation has a necessary and important factor in the process of economic globalization, and is playing a great role in international shipping trade.

As economic globalization deepens further and the industrial division transfers from developed coastal area to low-cost inland area, container shipping is expanding from coastal ports to inland hinterland. Currently, 60 percent of the cargo from Far East to ports of US west coast is transited to inland area by trains; half of the cargo from Far East to ports of North Europe is transited to inland area by barges and trains; more than 80 percent of the export cargo from Port of Shanghai comes from the hinterland of Yangtze Delta and the Middle and Upper Regions of the Yangtze River. It is the inevitable trend on the development way of container liner operators to provide more convenient business solutions of end-to-end container multi-model transport for international trade clients.
To integrate inland water transport within intermodal transport systems to provide door-to-door services for the movement of domestic and international traffic, thereby responding to market demand for convenient and competitive service while optimizing the economic, financial, environmental and social benefits that can be derived from each mode in the entire transport chain.

· The Trend of international inland transport

· Increasing legislation on pollution

· Lower fuel consumption 

· Increasing size of vessels

· Lightweight vessels

· More comfort on board

· Increasing safety demands
· River information services

7) Cooperation on International Rivers
Today international rivers form an increasingly important part of the geographic, economic and political landscape of our world (freshwater flows whether surface water or groundwater), and the lakes and wetlands that some of these flows may pass through, derive from, or terminate within are described, very loosely, in this text as “rivers.” The term “international rivers” is used in the text to refer to freshwaters whose basins are situated within the borders of more than one state). About 40 percent of the world’s population lives within the basins of international rivers, and, perhaps even more significantly, over 90 percent of the world’s population lives within the countries that share these basins. These rivers create national expectations – both within and beyond the borders of their basins – of the benefits they can bring. As populations and economies grow, and as less contentious national water resources become more fully exploited, an increasing share of the remaining development opportunities will be on international rivers. Development of these rivers can elicit extremes of cooperation or dispute or can elicit reactions anywhere in between these extremes. Much recent literature exists on the imperative of cooperation between nations sharing international rivers, but little has been written on the practicalities of achieving it. Achieving international cooperation is always a long and complex journey, for which there is no single path and few short cuts. Instead, there are many routes that can be followed and many steps that can be taken, with various options to consider and choices to be made.
It is generally accepted that conflicting demands over international rivers will intensify. There is an active debate on whether this will lead to “water wars” or to unprecedented cooperation. Framing the debate in this manner, however, tends to cast the concept of cooperation as all-or-nothing, implying that “cooperation” is an extreme, in direct opposition to “war.” This conceptual construct obscures the many practical levels of cooperation that states can undertake to their mutual advantage. It is important to recognize that it is entirely rational that states will always have a “national agenda” for a river that they share with other states, and that they will cooperate if it serves that national agenda. In practice, there can be a continuum of levels of cooperation, from simple information sharing, to joint ownership and management of infrastructure investments. Furthermore, it may not necessarily be the case that “more” cooperation reaps “more” benefits in all river basins. There are many different types of benefits that can be secured through the cooperative management of international waters, with each individual basin offering different potential cooperative benefits with different associated costs. For each international basin, the optimal mode of cooperation will depend on a mix of factors including hydrologic characteristics, the economics of cooperative investments, numbers, the relationships of riparians, and the costs of parties coming together.
This project will put forward a basic research to promote cooperation on international waterway transport 
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