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The Institute for Trade and Transportation Studies (ITTS) provides research data and expert opinions to its members 

concerning the effects of commercial freight movements on domestic and international activities regarding 

infrastructure and transportation needs and safety implications. 

The ITTS member states include: 

Arkansas Department of Transportation 

Florida Department of Transportation 

Georgia Department of Transportation 

Kentucky Transportation Cabinet 

Louisiana Department of Transportation and Development 

Mississippi Department of Transportation 

Missouri Department of Transportation 

Virginia Department of Transportation 

West Virginia Department of Transportation 
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Executive Summary 
 

Waterways provide a critical transportation element throughout the ITTS member states, but understanding the 

role of a State Department of Transportation to support and encourage waterway usage can be somewhat 

challenging.  The ITTS Peer Meeting, held after the Smart River Conference in Pittsburgh in September, sought to 

discuss this unique relationship between the public and private sectors when discussing waterway transportation 

to identify ways that State Departments of Transportation can influence waterway activity.[1]   

During the Peer Meeting, there seemed to be much discussion on the need to educate the transportation industry 

(i.e., shippers) and the public that waterways were an important mode.  To encourage more waterway use, the 

waterway industry should strive to operate a system seen as a reliable alternative to other modes, as well as to 

show shippers the potential benefits from utilizing waterway transport. This will take working directly with the 

industry groups while ensuring transportation professionals are educated on the value and utilization of improved 

waterways.   

Public sector coordination is also required, something addressed during both sessions with the US Army Corps of 

Engineers regarding economic development.  The Corps of Engineers serves the nation as the navigation 

infrastructure leader, but the potential to work with State Departments of Transportation would benefit all.   

The general public does not understand the relationship of waterways to economic development, especially in 

areas that have water resources.  The decreased focus on waterways could ultimately hurt the economics of rural 

areas, which are struggling to identify multimodal facilities to both retain and promote job creation.  

Finally, the Maritime Administration has some funding programs available.  However, a question remains 

concerning how much funds will be allocated to waterway projects given the enormous need for public sector 

reinvestment in an aging system.  

In many ways, the question concerning the role of the Departments of Transportation is on promoting waterways, 

and, where possible, supporting projects that may be beneficial to their respective states.   As with any public-

sector transportation investment program, while some funds are available, securing additional funds may be 

difficult in the current political environment. 

  

                                                                 
[1] Once again, I want to thank the Smart Rivers Organizers for allowing the ITTS group to participate in the 
Conference and for accommodating the ITTS Peer Meeting.   
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Peer Meeting Agenda 
 

The ITTS member states voted to hold a joint meeting on waterways in conjunction with the Smart Rivers 

Conference.  The session is part of a larger work effort to perform a literature review of the potential for container 

ƻƴ ōŀǊƎŜ ŀƴŘ ƻǘƘŜǊ ŎŀǊƎƻ ƳƻǾƛƴƎ ƻƴ ǘƘŜ ƴŀǘƛƻƴΩǎ ŘƻƳŜǎǘƛŎ ǿŀǘŜǊǿŀȅ ǎȅǎǘŜƳΦ  ¢ƘŜ ŦƻŎǳǎ ƻŦ ǘƘŜ tŜŜǊ aŜŜǘƛƴƎ ǿŀǎ 

to discuss how various elements of maritime activity could influence the potential modal shift to waterways.   

 

The Agenda: 

Thursday, September 21 

1:00-2:15 Inland Ports:  A European 

Perspective 

Michael Fastenbauer, Head of Development & Innovation, 

viadonau - Austrian Waterway Management Company, 

Vienna, Austria  

2:15-3:00 Thoughts on Institutional Issues 

Related to Waterway Projects 

Kathy Griffin, Chief of Pittsburgh District US Army Corps of 

Engineers (USACE), Operations and Regulations Division   

3:15-4:00 What is Needed for Domestic 

Ports and Waterways to be 

Successful? 

Mark Carr, Channel Design Group 

Jim McCarville, Former Executive Director, Port of Pittsburgh 

Commission 

4:00-5:00 How Can We Secure Funding for 

Domestic Waterway Projects? 

Geoff Bowman, Van Scoyoc Associates  

Tim Pickering, Office of Ports & Waterways Planning, 

Maritime Administration, U.S. Department of Transportation 

Friday, September 22 

9:30-10:00 Relationship of Rural Economic 

Development to Inland Ports and 

Terminals 

Cheryl B. Garner, President and CEO, Advance Economic 

Development Solutions 

Sara Walfoort, Freight Planning Manager, Southwest Planning 

Commission 
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Inland Ports: A European Perspective 
Michael Fastenbauer, Head of Development & Innovation, viadonau - Austrian Waterway Management Company, 

Vienna, Austria  

Summary  

Á Navigation on the Danube River is free for every country, if regulatory requirements and classification 

standards are in-line with the Belgrade Convention Treaty.  

Á Although less expensive, Inland Waterway Transport does not receive as much funding when compared to 

other modes of transportation.  It is, however, a strategic asset that has a high potential in the future, 

even though it requires a push from the public sector.  

Á Waterway transport is more efficient and environmentally friendly compared to other transportation 

modes.  

Á The Austrian government provides workshop training and free data/information to stakeholders.  

Á Inland waterway transport logistics is being integrated into the curriculum of logistics learning 

institutions. 

 

 

The Danube River has a length of 1776 

miles stretching from the Black Forest 

to the Black Sea, making it the second 

largest river in Europe. It passes 

through 10 countries, and its River 

Basin is shared among 20 nations with 

a population of 83 million people. The 

river is 1,500 miles of waterway that 

forms part of the Trans-European core 

network for transportation. See Figure 

1. 

 

 

Figure 1. The Danube River 

Austria, being a landlocked country, is dependent upon the transport services provided by the Danube River to 

access seaports in Europe. An annual budget of about $5 million is spent for maintenance on the 350 km stretch 

that passes through Austria.  viadonau was founded in 2005 by the Austrian Ministry of Transport, Innovation and 

Technology under the Austrian Waterway Act to do the following: 

¶ Oversee waterway operations and maintenance of locks and flood protection.   

¶ Develop Inland Waterway Transport.  

¶ tǊƻǾƛŘŜ ƛƴŦƻǊƳŀǘƛƻƴ ƻƴ ǘƘŜ wƛǾŜǊΩǎ ƻǇŜǊŀǘƛƻƴǎ ŀƴŘ ǎŜǊǾƛŎŜǎΦ  

¶ Undertake pilot projects for the development of transport taxes. 
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¶ Undertake studies, tests, research, and management contracts for third parties.  

Waterway usage along the Danube is free, as stipulated in the Belgrade Convention Treaty, and the Austrian 

Government has a duty to maintain waterway operations to ease transportation and support trade in the region.  

Inland vessels are best for moving large consignments, as they consume less energy when compared to rail and 

roads.  It is also environmentally friendly, as it produces fewer contaminants in the atmosphere. Also, there are 

fewer needed infrastructural investment costs when compared to other modes of transportation. Without leading 

to additional land use, inland waterways give a cost-effective means of transportation.  See Figure 2. 

 

Figure 2.  Eco-Friendly Ratings for Land Transport Modes 

Rail and road modes of transportation are more popular and widely accepted across Europe, and they receive 

more infrastructural funding.  However, inland waterway transport is relatively άŎƘŜŀǇŜǊέ ǿƘŜƴ ŎƻƳǇŀǊŜŘ ǘƻ Ŏƻǎǘǎ 

for other modes. See CƛƎǳǊŜ оΦ ¢ƘŜ Ŏƻǎǘǎ ŦƻǊ ƻǘƘŜǊ ǊŜƎƛƻƴǎ ǿƛƭƭ ŘƛŦŦŜǊΣ ōŀǎŜŘ ƻƴ ǘƘŜ ǎȅǎǘŜƳΩǎ ƭƻŎŀǘƛƻƴΣ ŀƎŜΣ ŀƴŘ 

other associated costs, but the system is already there and less expensive than building other modes, such as a rail 

line.   There have been previous attempts to move containers on the Danube, but there were many empty 

containers.  (There was one unexpected outcome, as empty containers created a solid service that became 

susceptible to the wind, decreasing the seaworthiness of the barge.)  The focus should be on getting the container 

cargo going in both directions before starting the service. 
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Figure 3. Cost of Infrastructural Development 

A reassessment of planning has been set by the Austrian government for waterway transportation. Changes were 

made from a ten-point-program for strengthening of the Danube Navigation in 2003 over a National Action Plan 

for Danube Navigation in 2005 to a wholesale action plan on all relevant aspects of the Danube in 2015. These 

changes reflect the merging of the considerations on safety, the environment and navigation.  The question could 

be askedΥ άWhy does the inland waterway need support for its development from the infrastructure provider and 

the use of ǇǳōƭƛŎ ǎŜŎǘƻǊ ŦǳƴŘǎ ǘƻ ƳŀƪŜ ǘƘƛǎ ƳƻŘŜ ŎƻƳǇŜǘƛǘƛǾŜΚέ  ¢ƘŜ ǊƛǾŜǊ ǎȅǎǘŜƳ ƛǎ ŀ ƴƛŎƘŜ ƛƴŘǳǎǘǊȅ ƛƴ Europe; 

therefore, the construction industry (or dredging) is not big enough to have a large focus by the private sector.  

This means there is always a need to promote the industry.  However, there is more environmental balance in 

waterways than other modes.  This can complicate planning and operations along inland waterways.   

Waterways have been a focus of integrating the waterway into a more organized sector (as supported by the 

National Action Plan of 2006) and of settling the differences between the ports, logistics providers, and barge 

owners; these efforts helped to integrate these competing needs into a single system. Other improvements 

included waterway infrastructure development, ports, terminals, information systems, Fleet vocational training 

and promotion, exploring new markets, international cooperation and harmonization.  

An information gathering and dissemination team was constituted by the Austrian government to assist private 

business users who make use of water transport. Their services, which include navigation information, are freely 

rendered, including the organization of a biannual business talk with various stakeholders.  It took a while for 

viadonau to get the correct information to the private sector and to have firms understand what information was 

available.  Because of this program, competing logistic operators and other stakeholders are provided with useful 

information and data from various countries on suitable cargo, sources, and ports. However, there are no data to 

measure improvements made from these workshops, as participants are not compelled to provide feedback on 

their business. (It is hard to prove the success of these programs, as there are few ways to calculate their value.)  

Due to language impediments in Europe, these workshops are attended locally and do not regularly feature 

members from other countries.  

There has been some discussion regarding high and heavy transport moving along the waterways.  Some 

advantages are highlighted below:  



 

ITTS Peer Meeting on Domestic Waterways | 10 

 

¶ High loading capacity compared to road and rail; weight restrictions are less stringent and critical to safety 

concerns and regulations.  

¶ Fewer transport restrictions when compared to road, e.g., weekend bans. 

¶ Less difficulty and constraints encountered with other modes of transport, i.e., bridges, tunnels, and other 

obstacles.  

Furthermore, there is a logistics portal and online directory--one of several dedicated information tools--for 

shipping companies and brokers.  Listings for suitable transport companies are available. General information, 

contact persons, transshipment equipment and storage facilities are available. There is also an interactive map 

with port profiles along the Danube River. A travel time calculator is provided on the portal for ports situated along 

the Rhine-Main-Danube axis. The calculator displays the travel time for different vessel types, as well as the 

distance and number of locks between two ports. Also, a transport planner--an interactive tool for planning 

freight--can be used on the platform. Even though this service is only available in Austria, the ten Danube River 

countries also have use of the information.  The information is updated every year and gathered from data on the 

countries situated along the Danube.  

Finally, the Research & Education in Inland Waterway Logistics (REWWay) Program is providing materials to 

incorporate some understanding of waterway logistics for schools to use in their educational logistics programs.  

Working with Logistikum Steyr, they have found that educational materials did not sufficiently explain nuances of 

how to plan and organize transportation on the inland system.  

Materials are available to help the business better understand inland navigation systems.  These materials range 

from river conditions, to locations along the river, to explaining how to estimate shipping costs.  This information is 

critical in making waterways a more attractive sector for transportation shipments.  Despite this effort, the 

promotion of waterways will continue to be a public-sector activity to draw attention to the waterways.  Part of 

that discussion would be continuing to push data/information to decision makers, so that they can be more 

confident in using waterways in their supply chains. 

 

Some related resources: 

1) viadonau ς All About the Danube (www.viadonau.org) 

2) Danube Logistics Portal ς Platform for Freight Transport on the Danube (www.danube-logistics.info) 

3) INeS Danube ς Multilingual eLearning Platform for Logistics with Inland Vessels (www.ines-danube.info) 

a) Publications (www.viadonau.org/publications) 

b) Annual Report on Danube Navigation  

c) Facts and Figures on Danube Navigation in Austria 

d) Manual on Danube Navigation (Knowledge on Danube Navigation, 3rd edition: 2013) 

e) Waterway Maps  REWWay - Research & Education in Inland WaterWAY logistics 
(http://www.rewway.at/en/) 

http://www.viadonau.org/
http://www.danube-logistics.info/
http://www.ines-danube.info/
http://www.rewway.at/en/
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Thoughts on Institutional Issues Related to 
Waterway Projects 
 

Kathy Griffin, Chief of Pittsburgh District US Army Corps of Engineers (USACE), Operations and Regulations Division 

  

Summary  

¶ It is the responsibility of the USACE to balance environmental protection and economic development for 

proposed projects.  

¶ There is a need for ongoing discussions among various stakeholders on innovations and improvements to 

move waterway infrastructure forward. 

¶ Liaison officers can help improve communication between US Departments of Transportation (DOTs) and 

the United States Army Corps of Engineers (USACE), especially concerning planning and permitting 

approvals. 

The US Army Corps of Engineers is in charge of operations and the maintenance of locks and dams situated within 

the water territories of the country. The inland waterways have a combined length of nearly 12,000 miles and have 

191 commercially active lock sites. Some of these locks were constructed in the 1920s, which presents a challenge 

with respect to transportation usage, maintenance, and securing reinvestment in these facilities.  

Reliability is a concern on the waterways.  However, the Great Lakes and Ohio estimate that users are utilizing less 

than 40% of the available capacity. (Capacity is a measure of the ratio of time available and the number of lockages 

performed; the delta between those two measures represents unused capacity.  This estimate does not account 

for other delays, such as pooling activities, waiting for a barge to begin lockages, etc., which are considered a 

lockage function regardless of the system.)  

With the USACE running a decentralized agency, working with DOTs and other stakeholders should not arise if 

people understand how to engage early in the process to move the regulatory process forward.  This approach has 

worked in the USACE Pittsburgh District where there is one person whose primary job is working with DOTs to see 

that projects move forward. More so, retrieving pertinent information can be further enhanced by having liaison 

officers attached to the regulatory permit section, operations, and maintenance section, as well as to the planning 

division. For the Kentucky Transportation Cabinet, having specific Corps contacts has been helpful in 

understanding/clarifying specific questions regarding planning or operations. 

There is specific waterway information available at other Corps offices, the National Data Center or the Institute 

for Water Resources, who serve as resources to Corps planners.  There is also a need for states to work as partners 

with the Corps and not to necessarily assume that the Corps exists only as a regulatory block and not a resource 

partner.  Environmental Impact Assessments are also carried out on long-term projects before approval, with an 

emphasis on avoiding, minimizing, ŀƴŘ ƳƛǘƛƎŀǘƛƴƎ ƭƻǎǎŜǎ ǘƻ ǘƘŜ ŜƴǾƛǊƻƴƳŜƴǘΦ Lǘ ƛǎ ¦{!/9Ωǎ ǊŜǎǇƻƴǎƛōƭȅ ǘƻ ōŀƭŀƴŎŜ 

environmental protection and economic development for projects.  
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The operations and maintenance division is responsible for dredging navigable waters, as well as for providing data 

on pool elevation, water level and lockages that might affect freight movement along the waterways.   This means 

that working with a USACE planning division could help a sponsor understand in what situations the Federal 

Government, through the USACE, can fund a project. One of the problems is that the USACE has very narrow 

definitions of benefits and costs when considering a project.  For example, the Corps activities create waterways 

where the river is managed for all uses, as opposed to rivers where there is less management of the river as a 

system, allowing more variability of water levels and availability.  It is not possible for the USACE to account for the 

corresponding changes to the local economy because of that maintained waterway.  (The Corps needs to 

encourage better coordination with both USACE and non-USACE stakeholders.)   

Kentucky included waterways in their state freight plan to highlight the relationship of waterways to the 

CommonweŀƭǘƘΩǎ ǘǊŀƴǎǇƻrtation needs.  Other states are also trying to better promote and include waterways in 

their state freight plans.  Mississippi is working to promote the port system through its ongoing communication 

plans.  To promote a better working relationship between the Corps and state DOTs, the need exists to better 

understand all who can contribute or coordinate in order to move a specific project forward, suggesting that even 

more ongoing collaboration is needed.  The water tours could be one opportunity to better engage with the Corps 

on waterway needs.   

On its website the USACE headquarters provides regular updates regarding current campaign priorities. These 

updates help state DOTs and other stakeholders identify and propose projects that adhere to these priorities. 

There is a need to engage experts and environmental consultants on the Code of Federal Regulations for access to 

grants and to encourage ǇǊƻƧŜŎǘ ǇǊƻǇƻǎŀƭǎΣ ŀƴŘ ǘƘŜ ŜŀǊƭƛŜǊ ǘƘŀǘ Ŏŀƴ ōŜ ŘƻƴŜΣ ǘƘŜ ōŜǘǘŜǊΦ  ¢ƘŜ /ƻǊǇǎΩ ǊŜƎǳƭŀǘƻǊȅ 

goals are to first avoid disruption to the system, and, if that is not possible, to try to minimize disruptions.  If that is 

not possible, the Corp attempts to mitigate the disruption to that system.   (Various tools help access 

environmental resources. One such tool defines a habitatΩǎ value.)   

From a state DOT planning perspective, there is a question of coming too early to the USACE for project approval, 

especially if the project does not have a defined scope.  This means that a long-term plan may need some oversight 

by the USACE to determine that coordination occurred.  The USACE, however, tends to look at more short-term 

projects that have a budget and a timeline.  It may be that the Corps should meet periodically with the state DOTs 

to discuss any long-term planning considerations by identifying some general thoughts on addressing how to 

ŀǾƻƛŘΣ ƳƛƴƛƳƛȊŜ ƻǊ ƳƛǘƛƎŀǘŜ ŀ ǇǊƻƧŜŎǘΩǎ ǇƻǘŜƴǘƛŀƭ ŜƴǾƛǊƻƴƳŜƴǘŀƭ ƻǳǘŎƻƳŜΦ  
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What is Needed for Domestic Ports and 
Waterways to be Successful? 
Mark Carr, Channel Design Group  

Jim McCarville, ά/ƛǘƛȊŜƴ,έ CƻǊƳŜǊ 9ȄŜŎǳǘƛǾŜ 5ƛǊŜŎǘƻǊ, Port of Pittsburgh Commission 

 

Summary  

Success depends upon the following: 

Á Reducing the current freight rates and educating the public are keys to increasing traffic on inland 

waterways. 

Á Inland waterways have a higher Benefit Cost Ratio when compared to other modes of transportation. 

Á The various modes of transport have comparative risks, e.g., unreliable locks and poor roads. 

Á High freight rates and cabotage are tied to the limited number of licensed marine operators.  

 

The average value of cargo has risen due to an increase in prices of these goods, e.g., coal, petroleum, but there 

has been a slight upward trend in tonnage. Pipelines compete with waterways for liquid freight movement but can 

only transport liquids in low-volume times. For 2% of the cost, 16% of intercity bulk is transported via rivers. There 

is a need to induce more traffic to use the waterways. The advantages of using waterways must be that it is a 

compelling benefit to users.  However, part of the costs associated with waterways is that there are many 

components of a move, each of which could be a separate cost.  The result is that most waterways do not provide 

a single through rate as far as cargo, which is a benefit that trucking and rail can provide.  This convenience for 

booking and routing the cargo as a single point of contact can make waterways less attractive.  This was one of the 

benefits of using the M-64 service, as through rates from Hampton Roads are offered to Richmond or Front Royal, 

Virginia, through the ocean carriers.  No one is doing this for other domestic waterways, although this could 

possibly be done if a Non-Vessel Operating Common Carrier or some group could provide this option. 

Waterways have a lower environmental impact, better worker safety conditions and reduced stack emissions (and 

other benefits) when compared to other modes of transport.  However, the rates drive the ǎƘƛǇǇŜǊΩǎ ŘŜŎƛǎƛƻƴǎΦ  In 

Europe, certain areas have penalties for not using the waterways, while there are no such incentives (penalties) in 

the U.S.  Hence, more incentives may be needed to encourage the use of waterways. 

In the United States, there is a continual need to inform people about waterways.   For example, the River Works 

Discovery Program took some time to gain traction within the system.  The industry slowly adopted this Discovery 

Program, as it was seen as a successful program to promote waterways.  (River Works Discovery is an educational 

program about the commerce, culture, conservation, and careers on the Great Navigable Rivers and their 

ǿŀǘŜǊǎƘŜŘǎΦύ  Lƴ tƛǘǘǎōǳǊƎƘ ŀƴŘ ƻǘƘŜǊ ŎƻƳƳǳƴƛǘƛŜǎΣ ǇǊŀŎǘƛǘƛƻƴŜǊǎ ŀƭǎƻ ǎǳǇǇƻǊǘ ǘƘŜ wƛǾŜǊ²ƻǊƪǎ ǳƴƛǘ ά²Ƙƻ ²ƻǊƪǎ 

ǘƘŜ wƛǾŜǊέ ǎȅǎǘŜƳΣ ŦƻŎǳǎƛƴƎ ƻƴ ŜȄǇƭŀƛƴƛƴƎ ƳŀǊƛǘƛƳŜ ǊƛǾŜǊ- and shore-side jobs to high school students.  

Over time, the number of people on a boat has declined, as firms have reduced workforce issues while pushing for 

larger tows.  There is a corresponding discussion on how to go to smaller tows or have more integrated boats, as 
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used in Europe.  The European model tends to have both small family businesses, but there are more commercial 

services in this sector.  Over the years, the number of employees working on vessels on the waterways has been 

reduced, and this creates a problem when persuading the government to invest more money, as employment 

opportunities are limited with vessels. Another fallout is the lack of Internet access on most vessels along the 

inland waterways, which makes it unappealing to patrons who will spend a great deal of time aboard these vessels.  

A discussion is needed regarding a comparison of the Benefit Cost Study used by various agencies and how to 

explain these differences to various decision makers.  For example, U.S. Steel is located along the river for its 

business, but that is not included in a Benefit Cost Analysis (BCA), although the same project is included when 

studying flood protection/mitigation.   In the U.S., private investments found along the rivers dwarf the amount of 

money invested by the federal government, and if included, could yield a high BCA ratio. The net benefit of the 

corresponding pool along a waterway is often not included as a benefit, but firms along the waterways do receive 

some locational benefit.  However, it is only the actual barge operators who fund those projects through the trust 

fund.  This fact leads to groups asking for appeasement on waterways, but they are also not directly aligned with 

the funding stream.  

There are many risks, such as lock reliability, but there are also risks concerning finding mariners to work on the 

barges.  These risks exist for other modes, as well, as highways struggle to attract drivers and to deal with 

congestion and system reliability, and railroads continue to struggle to attract private sector capital for maintaining 

ŀƴŘκƻǊ ōǳƛƭŘƛƴƎ ƴŜǿ ŎŀǇŀŎƛǘȅ ǇǊƻƧŜŎǘǎΦ CƻǊ ǿŀǘŜǊǿŀȅǎΣ ǘƘŜ ǎȅǎǘŜƳ ƴŜŜŘǎ ƳƻǊŜ ŘŜŘƛŎŀǘŜŘ ŦǳƴŘƛƴƎ ŀǎ άǿŜέ ŀǊŜ ƴƻǘ 

keeping up the investment to maintain the system at its current standard, much less to improve the system.   

Mariner licensing for operators influences freight rates and cabotage. The limited number of licensed operators 

creates an upward wage pressure, which increases the wages of workers in the system. The effect of cabotage is 

more pronounced with airlines than in waterways regarding economic costs to the economy.   
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How Can We Secure Funding for Domestic 
Waterway Projects? 
Geoff Bowman, Van Scoyoc Associates 

Tim Pickering, Office of Ports & Waterways Planning, Maritime Administration, U.S. Department of Transportation  

 

Summary  

The following is true of funding: 

Á Funding for capital projects and rehabilitation, though on the rise, is short of projected requirements. 

Á There is a need to improve port facilities along waterways to accommodate the projected increase in 

population and freight movement.  

Á Applications for Marine Highway Projects and Grants through the Build America Bureau are easy to access 

and to follow up.  

 

Currently, political will to move on infrastructure projects is tied to the ability to secure a tax reform bill (the place 

were an infrastructure bill is likely to be funded), as well as to the timing of the election cycle.  As such, given the 

divisive nature of the Hill, the question regarding infrastructure funding bills remains problematic if nothing is 

passed by next spring.   Both the administration and the Democratic bill propose funding $1 trillion investment in 

schools, hospitals, broadband Internet, improvements to the electrical grid, and public lands. The proposed funds 

will only be adequate for a limited number of projects.  

Water-related infrastructure is facing large funding needs.  The total replacement costs for U.S. Army Corps of 

Engineers projects is $265 billion. The proposed budget for the Clean Water Act needs stands at $275 billion, while 

the proposed budget for the Safe Drinking Water Act needs stands at $385 billion. There are over 11,000 Natural 

Resources Conservation Services dams nationwide with many of them operating beyond their design life.  Just on 

the water infrastructure alone, this cost is over $925 billion.  The cost of road rehabilitation and construction, 

airports, healthcare, and old infrastructure across the country will dwarf the proposed funds, as there is not 

enough for all of these projects to be funded under either proposal.  The funding question remains a continual 

problem, which has only been highlighted by the recent hurricanes.   

As such, private sector funding is seen as a mechanism to better encourage Public Private Partnerships (P3), but 

innovative financing is seen as one way to move fǳƴŘǎ ǉǳƛŎƪƭȅΦ  CƻǊ ŜȄŀƳǇƭŜΣ ǘƘŜ tǊŜǎƛŘŜƴǘΩǎ ōǳŘƎŜǘ ƘŀŘ ŦƻǳǊ 

coastal port deepening projects that had funds advanced by local sponsors.  The present trend has seen the 

government encourage more funding from the private sector.  About 48 states have assumed jurisdiction of the 

Clean Water Act, Section 402, while two states, Michigan and New Jersey, have assumed 404 authorities. It is 

possible other states will be added in the coming months.  

Also, asset recycling is replacing Public Private Partnerships (P3) ŀǎ ǘƘŜ άƴŜȄǘ ƴŜǿέ ƛƴƴƻǾŀǘƛǾŜ ŦǳƴŘƛƴƎ ƻǇǘƛƻƴΦ ¢ƘŜ 

Australian government has been leasing out their assets to private investors while reinvesting the funds generated 

on other infrastructural projects. A similar situation can be seen with private entities leasing public water systems 
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in the United States, as the lease agreement allows the public sector to invest in other projects, while private firms 

are able to secure revenue from the leased asset.  There may not be enough political will to allocate more funding 

in these programs in the future, with a greater focus on leveraging, and not funding, projects.   

Despite the political limitations of funding options, the Maritime Administration is actively promoting and securing 

funds to support waterway operations investment.  As shown in Figure 4, a difference exists between who 

regulates a port/waterway system, and who advocates for that system.   Marad largely focuses on prompting the 

system, not regulating, operating or managing the port community. 

 

 

Figure 4.  Agencies That Manage and/or Regulate Various Actions at a Port Area 

 

As such, Marad has worked to promote ports, through either an investment toolkit to discuss funding options, or 

by means of workshops to enlighten participants about how to access these funds.  Marine Highway and TIGER 

grants have been awarded to port and maritime projects throughout the U.S. See Figure 5. 
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Figure 5.  Maritime Projects Funded by DOT Programs 

  

The Build America Bureau commenced operations soon after the maritime administration started.  While providing 

technical assistance and encouraging innovative best practices, the Bureau was tasked with streamlining access to 

the following Financing Programs: 

¶ Transportation Infrastructure Finance and Innovative Act (TIFIA) Credit Program 

Å www.transportation.gov/tifia  www.fhwa.dot.gov/fastact/factsheets/tifiafs.cfm 

¶ Railroad Rehabilitation and Improvement Financing (RRIF)  

Å https://www.transportation.gov/buildamerica/programs-services/rrif. 

¶ Private Activity Bonds (PABs) 

Å www.fhwa.dot.gov/ipd/finance/tools_programs/federal_debt_financing/private_activity_bonds/ 

¶ Port Conveyance Program 

Å www.marad.dot.gov/ports/public-benefit-conveyance-program/.  

The discussion about using waterways in the United States merits some discussion.  Presently, the U.S. moves 

ŀōƻǳǘ с҈ ƻŦ ŦǊŜƛƎƘǘ ōȅ ǿŀǘŜǊ ǿƘƛƭŜ 9ǳǊƻǇŜΩǎ ǎƘŀǊŜ ǎǘŀƴŘǎ ŀǘ пл҈Φ  ά.ŜȅƻƴŘ ¢ǊŀŦŦƛŎ нлпр,έ ŀ ¦Φ{Φ 5ŜǇŀǊǘƳŜƴǘ ƻŦ 

Transportation study, projected that America would have 70 million more people and 45% more freight 

movement. The question is:  What do we need to handle future traffic patterns?   This comparison shows that 

landside infrastructure cannot support expected growth for freight movement, as roads and railroads are near 

capacity. Coastal and inland waterways, totaling about 29,000 miles, are operating below capacity. 

The Maritime Administration division of the Department of Transportation was hence tasked with the 

development and expansion of Marine Highway services to meet the projected increase in demand for freight 

movement. See Figure 6. 

http://www.transportation.gov/tifia
http://www.fhwa.dot.gov/fastact/factsheets/tifiafs.cfm
https://www.transportation.gov/buildamerica/programs-services/rrif
http://www.fhwa.dot.gov/ipd/finance/tools_programs/federal_debt_financing/private_activity_bonds/
http://www.marad.dot.gov/ports/public-benefit-conveyance-program/
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Figure 6. Marine Highway Projects and Grants 

Containerizable movement on waterways may be feasible in some situations.  For example, one model is looking at 

the Cross-Harbor service in New York, where barges offset both distance and tolls when moved on trucks.  What 

seems to work is when a containerized barge service can show direct savings to the shippers.  The Marine Highway 

System is critical for moving project funds, although projects must operate along these designated corridors to 

receive grants.  (There have been changes to the current Marine Highway Rules, but there has also been a notice 

of proposed rulemaking, and that should be the one consulted when considering Marine Highway applications.)  

tǊƻƧŜŎǘǎ ŀǊŜ ŎŀƭƭŜŘ ŦƻǊ ŜǾŜǊȅ ǎƛȄ ƳƻƴǘƘǎΣ ōǳǘ ǘƘŜ ŀǇǇǊƻǾŀƭ ǇǊƻŎŜǎǎ ǎŜŜƪǎ ǘƻ ƎŜǘ ǇǊƻƧŜŎǘǎ άǊŜŀŘȅέ Ŧor additional 

review or competitive funding considerations.  Any applicants who fail to get approval are contacted by Marad to 

reevaluate the application for a future submission.   In FY 2016, $5 million was appropriated; two projects were for 

planning, while four projects were related to material handling equipment and training. A second round of funds is 

expected to be announced in October 2017 for another $5 million. 

Marad is looking for a few critical elements when creating Marine Highway Services.  For example, the program 

must be located along a designated Marine Highway Route; there must be public and private sector participation 

(vessels, MPOs, labor, etc.); there must be a comparison of competing modes to the marine highway project; and, 

there must be the availability of capital to move the project forward.   

Figure 7 shows where the Arkansas and Oklahoma Department 

of Transportation placed a sign indicating their Marine Highway 

Corridor along a highway system (the first such sign along the 

Interstate system).  Prompting these activities will remain as 

important as finding the funds to start and support these 

programs.   

 
 
 
 
 
 

 
 

Figure 7. Signing Marine Highways 




















