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Summary
Coastal shipping including inland waterways, which has advantages for long haul and bulk
cargo transport, can contribute to the development of safe and reliable transport and
accessible and sustainable transport systems. Although coastal shipping has been
recognized as an environmentally friendly means of transport, Cambodia, Thailand and
Viet Nam still have a transport system that heavily relies on land transport, especially road
transport. In developing the coastal shipping, the Cambodia, Thailand and Viet Nam face
common challenges, such as inadequate infrastructure, unstable services, inadequate
development of integrated intermodal transport, the risk of accidents associated with aging
vessel operations, lack of investment resources, and inconsistent policies.
The ports of service were determined by consultation between the three governments to
promote coastal shipping, but further consultation is required on technical issues such as
ships, crew and safety standards.
To support this work, the secretariat conducted a study on measures to facilitate efficient
coastal shipping between Cambodia, Thailand and Viet Nam with the goal to contribute to
the development of recommendations and way forward for sustainable coastal shipping
among these countries.
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CHAPTER 1. Introduction

1. Background
Maritime transportation is widely accepted as the most important mode of transportation for
the international merchandise trade and also catered to serve cruise tourism along the coastline
in many parts of the world, especially along the shoreline of Andaman Sea, Caribbean Sea,
South China Sea, Mediterranean Sea, and the Pacific Rim of North America.
Over the past decades, ASEAN countries have recognised the maritime transport as a key
instrument to integrate regional economic community and established the roadmap containing
a series of plans and measures to improve port facilities, navigation aids, and accessibility to
ports, specifically those serving deep seagoing vessels operated by major global shipping lines.
Still only a small number of plans and measures were initiated to improve the capacity of
coastal transportation which mainly focus to accommodate domestic merchandize trade and
travel.
In 2015, three coastal states in the north of ASEAN comprising Cambodia, Thailand, and Viet
Nam (CTV) decided to pursue the opportunity to create the intra-subregional coastal shipping
along their target coastal service area as an alternative mean of transport to promote the fast
growing intra-subregional trade, investment, and tourism. Furthermore, the coastal shipping
development initiative should strengthen the economic and logistics ties in the ASEAN
Community and related sub-regional cooperation such as Greater Mekong Subregion (GMS)
and Ayeyarwady - Chao Phraya Mekong Economic Cooperation Strategy (ACMECES).
In 2016, the Taskforce on Coastal Shipping Development along the Eastern Coast of Thailand
to South of Cambodia and Viet Nam was set up to act as a platform for exchanging
information on opportunities and challenges together with providing possible guidelines for
promoting coastal shipping along the target service areas.
This study examines current status, challenges, and opportunities for developing coastal
shipping to trade in goods and passengers between and among Cambodia, Thailand, and Viet
Nam (CTV). The study will propose recommendations for establishing the coastal shipping
agreement among three countries and practical approaches to promote the intra subregional
coastal trade.

2. Objectives
•

To conduct a preliminary assessment of coastal shipping in the target service areas in
Cambodia, Thailand, and Viet Nam.

•

To recommend practical ways for relevant key players to promote intra-subregional
coastal shipping in the target service areas.
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3. Scope of Study
The study emphasizes on the development of coastal shipping services along the Eastern Coast
of Thailand to the South of Cambodia and Viet Nam. The study uses information gathered
from secondary sources and site visit at certain coastal areas in October to November 2019.
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CHAPTER 2. Challenges and Opportunities on Coastal
Shipping of Cambodia, Thailand, and Viet Nam

1. Coastal Shipping
Coastal shipping, coastal transportation, coastal trade or sometimes short sea shipping refers
to the movement of goods and passengers mainly by sea along a coast without crossing an
ocean. The coastal shipping is different from deep sea shipping or intercontinental shipping
which used to carry goods and passenger crossing an ocean. The regulation of market access
to coastal shipping services is often severely restricted as most countries worldwide legally
classify the coastal trade as the domestic trade and impose favourable national requirement
measure or cabotage as a minimum (Brooks, 2014; Hoxie & Vincent, 2019; Porter, 2015) .
In contrast, in Europe Union (EU), short sea shipping has become the forefront of EU
transportation policy to embody the regional economic bloc since 1990s. The short sea
shipping defined by EU means the movement of goods and passengers by sea between ports
situated in geographical Europe or between those ports and ports situated in non-European
countries having a coastline on the enclosed seas bordering Europe. In this connection, short
sea shipping is expanded to cover both domestic and intra-regional waterborne trade, entailing
feeder services to and from deep seaports along the coast and to and from the islands, rivers,
and lakes (European Commission, 1996). The EU short sea shipping scheme allows vessels
owned by member states through licensing scheme to participate in coastal trade and to the
extent to inland waterways within the region.
Globally, most of vessels engaged in coastal transportation are relatively small compared to
the deep-sea transportation and require different regulatory treatments in terms of safety,
standardization, operating procedures, port tariff and charges, and facilitation perspectives.
Typical ship sizes used in coastal trade vary from 1,000 to 15,000 DWT with drafts ranging
from 3 to 6 meter which can sail along the coast and access to connected inland waterways
(Papademetrious et al, 2018).
Like deep seagoing vessels, typical products carried on coastal vessels encompass wet and dry
bulk cargoes, general cargoes, containers and passengers. The promotion of coastal shipping
is introduced in many countries such as United States, Canada, Japan, Indonesia, India, and
Thailand to alleviate road traffic congestion, decrease air pollution, and gain overall cost
savings to the shipper for medium to long haul journey.

2. Intra Subregional Merchandise Trade Flow
The intra subregional goods trade flow among CTV through all gateways; including land
border checkpoints, international ports, and international airports; has significantly increased.
As described in Table 1, Table 2, Table 3, and Figure 1, the total two-way merchandise
trade flow among three countries, excluding goods in transit and transhipment to other
countries, increased from $21.65 billion in 2015 to $31.63 billion in 2018 (Table 1).
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Table 1: Merchandise Trade Flow among CTV (Million U.S. Dollars)
Export
Country
Cambodia
(C)
Thailand
(T)
Viet Nam
(V)
Total
CVT

Year
Cambodia (C)
2015
2016
2017
2018
2015
2016
2017
2018
2015
2016
2017
2018
2015
2016
2017
2018

4,880.06
4,607.14
5,259.34
7,585.96
2,395.22
2,199.40
2,762.31
3,726.02
7,275.28
6,806.54
8,021.65
11,311.98

Import Country
Thailand (T)
Viet Nam (V)
638.09
945.97
944.18
728.83
904.87
1,032.59
774.41
966.72
8,761.58
9,337.23
11,600.52
12,831.16
4,032.91
4,449.52
5,025.55
5,748.55
4,671.00
9,707.55
5,393.70
10,066.06
5,930.42
12,633.11
6,522.96
13,797.88

Total CTV
1,584.06
1,673.01
1,937.46
1,741.13
13,641.64
13,944.37
16,859.86
20,417.12
6,428.13
6,648.92
7,787.85
9,474.57
21,653.83
22,266.30
26,585.17
31,632.82

Source: International Trade Centre (ITC) in collaboration with UN, WTO, and EU

Overall, Thailand has dominated intra-subregional trade flow in both import and export. In
2018, Thailand occupied 64.5 percent of intra-subregional export and substantially gained
trade surplus with Viet Nam and Cambodia (Figure 1 and Table 2). Thailand main export
goods are finished products, industrial products, and agro-industry based products as listed in
Table 3.

11.8%

Vietnam

Thailand
24.0%

Cambodia
2.4%

Figure 1: Two way Trade Flow among CLV in 2018

Viet Nam has gained a trade surplus over Cambodia and recorded negative trade balance with
Thailand. In 2018, Viet Nam volume accounted for 30 percent of total subregional export
(Figure 1 and Table 2). Principal export goods of Viet Nam to partner countries are industrial
products, and agricultural and fishery products as shown in Table 3.
With relative smaller economic size compared to the other partner countries as well as having
heavily relying on the export to developed countries in the Western world, Cambodia then
plays marginal role in intra subregional trade and consistently run a trade deficit with Thailand
4
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and Viet Nam. In 2018, Cambodia export accounted merely 5.5 percent of intra subregional
export value as explained in Figure 1 and Table 2. Top Cambodia’s products shipped to the
partner countries are raw agricultural products, clothes, and metal products such as aluminium
and copper as highlighted in Table3.
The imbalance trade among CTV has triggered challenges for stakeholders, especially logistics
service providers in managing international marketing schemes, delivery time and cost, freight
tariff and charges setting for inward and outward journey, and empty containers on the
backhaul trip.
Table 2: Share of Merchandise Trade Volume among CTV (Percentage)
Export
Country

Year
Cambodia (C)
2015
2016
2017
2018
2015
2016
2017
2018
2015
2016
2017
2018
2015
2016
2017
2018

Cambodia
(C)
Thailand
(T)
Viet Nam
(V)
Total
CVT

22.5
20.7
19.8
24.0
11.1
9.9
10.4
11.8
33.6
30.6
30.2
35.8

Import Country
Thailand (T)
Viet Nam (V)
2.9
4.4
4.2
3.3
3.4
3.9
2.4
3.1
40.5
41.9
43.6
40.6
18.6
20.0
18.9
18.2
21.6
44.8
24.2
45.2
22.3
47.5
20.6
43.6

Total CTV
7.3
7.5
7.3
5.5
63.0
62.6
63.4
64.5
29.7
29.9
29.3
30.0
100.0
100.0
100.0
100.0

Source: International Trade Centre (ITC) in collaboration with UN, WTO, and EU
Table 3: Major Products Exported and Imported between CTV
Major Products
Cambodia
Export to

Cambodia (C)

Thailand
Export to

Gold
Petroleum products
Beverage
Sugar
Sparking ignition engine
Part of motorcycles
Cement
Motor vehicles
Motorcycles
Articles of plastics
Petroleum products
Iron bars and rods

Viet Nam
Export to
5

Thailand (T)
Cassava
Wiring sets for vehicles
Aluminium scrap
Article of aluminium
Copper scrap
Maize
Dog food
Motors
Clothes
Electric conductors

Viet Nam (V)
Cashew nuts
Cassava
Wood chip
Natural rubber
Iron scrap
Fruits
Soya beans
Cane molasses
Dairy products
Unwrought lead
Petroleum products
Air condition
Beverage
Motor vehicles
Fresh fruits
Primary forms of plastic
Machines for reception
of voice
Refrigerators
Semiconductors

Mobile phone
Petroleum oil

Feasibility of A Coastal Shipping Agreement among Cambodia, Thailand, and Viet Nam

Major Products

Cambodia (C)
Cotton fabrics
Hot rolled steel
Gaseous hydrocarbons
Dyed fabrics
Animal feeding
Tubes and pipes
Aluminium cans
Leather

Thailand (T)
Television part
Telephone parts
Tubes and pipes
Coffee
Frozen fish
Gear boxes and parts
Dyeing for dyestuffs
Cashew nuts

Viet Nam (V)

Source: International Trade Centre (ITC) in collaboration with UN, WTO, and EU

The intra subregional merchandise trade among CTV relies upon four modes of transport
involving (a) cross border land transport; (b) air transport; (c) sea transport; and (d) coastal
and river-sea transport. Criteria for selecting proper mode depend on product characteristics,
origin and destination, logistics cost and time, and shipper’s preferences.
In case of Thailand and Cambodia trade flow, 54 percent of international export and import
of goods is channeled through the land border check points. About 51 percent of the
merchandise export from Thailand to Cambodia is run on truck crossing border from the
Arunyaprathet check point in Sa Kaeo Province to Cambodia’s Poipet checkpoint in Banteay
Meanchey Province. Likewise, 60 percent of the goods that Thailand imported from Cambodia
is carried on truck crossing border from Poipet to Arunyaprathet while 20 percent of that is
operated by coastal vessels navigating from ports in Sihanoukville to Trat Province.
In case of Thailand and Viet Nam, a large percentage of international trade is handled by
seagoing vessels providing services between Thailand’s major seaports, especially those in
Bangkok and Laem Chabang areas to Viet Nam’s major seaports, particularly those in Ho Chi
Minh, Haiphong, and Danang region. So far, there is no coastal shipping service offered
between Thailand and Viet Nam.
At the same time, goods in transit carried by trucks has continued to grow and accounted for
13 percent of total international trade in 2018. For export from Thailand to Viet Nam, 14
percent of the export is operated by trucks crossing border from Thailand’s Northeast Region,
specifically Nakhonpanom Province and Mukdaharn Province, and channeled through to
Chalo and Lao Bao border check points in Viet Nam. In return, 11 percent of the imported
goods from Viet Nam is managed and channeled through the same trade lanes. The summary
of major products moved by different transport modes between CTV is provided in Table 4.
Table 4: Major Products Traded between CTV and Mode of Transportation
Country
Cambodia

Trade
Direction
Export to
Thailand

Main Entry
Ports
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Major Products Carried by Different Modes of Transportation
Land
Air
Sea going
Coastal
Cassava
Gold
Wood
Fishery
Wiring sets for
products
vehicles
Aluminium scrap
Article of
aluminium
Copper scrap
Maize
Dog food
Motors
Clothes
Electric conductors
Poipet
Phnom Penh
Sihanoukville
Keo Phors Port
(Banteay Meanchey)
Airport
/ OMP Port
(Sihanoukville)
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Country

Trade
Direction
Trade
Volume
Import
from
Thailand

Main Entry
Ports

Thailand

Trade
Volume
Export to
Cambodia

Main Exit
Ports
Trade
Volume
Import
from
Cambodia

Viet Nam
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Main Entry
Ports
Trade
Volume
Export to
Thailand

Major Products Carried by Different Modes of Transportation
Land
Air
Sea going
Coastal
Very High
Very Low
Low
Low
Beverage
Sparking ignition
engine
Part of motorcycles
Cement
Motor vehicles
Motorcycles
Articles of plastics
Food products
Poipet
(Banteay Meanchey)

Gold

Petroleum
products
Cement
Engine

Beverage
Sugar

Phnom Penh
Airport

Sihanoukville

Very High

Very Low

Moderate

Keo Phos Port
/ OMP Port
(Sihanoukville)
Moderate

Beverage
Sparking ignition
engine
Part of motorcycles
Cement
Motor vehicles
Motorcycles
Articles of plastics
Food products
Arunyaprathet
(Sa Kaeo)
Very High

Gold

Petroleum
products
Cement
Engine

Beverage
Sugar
Cement

Suvarnabhumi
Airport
Very Low

Bangkok Port

Klongyai
(Trat)
High

Gold

Wood

Fishery
products

Suvarnabhumi
Airport
Very Low

Bangkok Port

Klongyai
(Trat)
Moderate

Mobile phone
Semiconductors
Telephone
parts

Petroleum oil
Television part
Tubes and pipes
Gear boxes and
parts
Coffee
Frozen fish
Dyeing for
dyestuffs
Cashew nuts
Fishery products

Cassava
Wiring sets for
vehicles
Aluminium scrap
Article of
aluminium
Copper scrap
Maize
Dog food
Motors
Clothes
Electric conductors
Arunyaprathet
(Sa Kaeo)
Very High
Mobile phone
Semiconductors
Telephone parts

High

Low

Feasibility of A Coastal Shipping Agreement among Cambodia, Thailand, and Viet Nam

N/A

Country

Trade
Direction
Main Exit
Ports
Trade
Volume
Import
from
Thailand

Main Entry
Ports
Trade
Volume

Major Products Carried by Different Modes of Transportation
Land
Air
Sea going
Coastal
Cha Lo
Hanoi /
HCMC / Hai
N/A
(Quang Binh)
Hochiminh
Phong / Vung Tau
Lao Bao
Airport
(Quang Tri)
Moderate
Moderate
Very High
N/A
Fresh fruits
Beverage
Semiconductors

Semiconductors
Machines for
reception of
voice

Nakhonpanom /
Mukdaharn
Moderate

Suvarnabhumi
Airport
Moderate

Petroleum
products
Air condition
Motor vehicles
Primary forms of
plastic
Machines for
reception of voice
Refrigerators
Bangkok Port /
Laem Chabang
Very High

N/A
N/A

Source: Compiled from Thailand’s Customs Statistics

3. Intra Subregional Tourism Flow
Tourism has increasingly recognised as a key economic engine of CTV. The intra subregional
tourism flow among CTV incorporating nationals of three countries and other foreign
nationals such as East Asia, Europe, North America, and Oceania is on the rise.
This study collected information of tourist arrival statistics disseminated by national tourism
organisations of CTV as presented in Table 5. However, it was not possible to find
information of tourist departure statistics in these countries. Overall, Thailand is the most
popular tourist destinations in subregion compared to the other two countries. Numbers of
Cambodian and Viet Nam travellers visiting Thailand have been increasing since 2015. In
2018, about two-third of Cambodian travellers entered Thailand by land transport and 8.0
percent by waterways. Viet Namese tourists are marked as the top ASEAN tourists and
numbers of Viet Namese tourists coming to Thailand is more than one million since 2018,
although about 4.3 to 6.3 percent of those are transported by waterways. The most popular
tourist destinations in Thailand for Cambodian and Viet Nam tourists are Bangkok and
Pattaya.
In case of Viet Nam, the total amount of Cambodian and Thai tourists visiting Viet Nam is
about half million with 0.8 to 2.8 percent of them travelled by waterways. Well known Viet
Nam’s tourism destinations for Cambodian and Thai embrace Ho Chi Minh city, Hanoi, and
coastal provinces such as Quang Ning, Danang, Hoi An, and Phu Quoc island.
Cambodia is keen to attract million tourists from Thailand and Viet Nam. Majority of Thai
and Viet Namese tourists travel to Cambodia by road to main tourism destinations, in
particular, Siem Reap, Phnom Penh, and Sihanoukville. Number of tourists visiting Cambodia
by waters varies from 2.3 to 3.1 percent of total foreign tourists. Apart from historical and
cultural tourism like Siem Reap and Phnom Penh, about 11.2 to 12.3 percent of foreign tourists
come to enjoy coastal areas tourism in Sihanoukville, Koh Kong, Kep, and Kampot.
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Table 5: CTV Tourists travel to and from CTV Territories
Tourist
Destination
Thailand

Nationality
of Visitors
Cambodia

Viet Nam

Viet Nam

Cambodia
Thailand

Cambodia

Thailand
Viet Nam
Coastal Areas
Tourism

Mode of Entry

2015

2016

2017

2018

By Air
By Land
By Sea / Coastal
Total
Share of Visitors
Arrive by
Waterways
By Air
BY Land
By Sea / Coastal
Total
Share of Visitors
Arrive by
Waterways
Total
Total
Share of Visitor
Arrive by
Waterways
Total
Total
Share of Visitors
Visiting Coastal
Areas
Share of Visitor
Arrive by
Waterways

126,726
378,561
39,531
544,818
7.3%

163,023
472,226
39,726
674,975
5.9%

224,139
551,372
65,360
840,871
7.8%

261,344
611,210
75,797
948,351
8.0%

487,173
231,782
48,688
767,643
6.3%

562,358
219,252
48,610
830,220
5.9%

687,299
201,228
46,652
935,179
5.0%

785,034
197,572
44,654
1,027,260
4.3%

220,449
218,025
0.8%

211,949
266,984
2.8%

222,614
301,587
2.0%

202,954
349,310
1.4%

349,908
987,792
11.2

398,081
959,663
11.2

394,934
835,355
11.5

382,317
800,128
12.3

3.1%

3.1%

2.6%

2.3%

Source: Compiled from Thailand’s Immigration Bureau, Viet Nam National Administration of Tourism, Ministry
of Tourism of Cambodia

4. Status of Coastal Shipping
Hitherto, there are limited coastal transport services provided between and among CTV. Only
a few short-distance feeders are serving transportation of consumer products and fishery
between ports in Klongyai and Laem Chabang of Thailand and ports in Sihanoukville. As
specified in Table 4, the merchandise trade between Cambodia and Viet Nam is primarily
handled by (1) International trucking services crossing land border gateways, for
example, (a) Bavet (Svay Rieng) in Cambodia and Moc Bai (Tay Ninh) in Viet Nam, (2) Phnom
Den (Takeo) in Cambodia and Tinh Bien (An Giang) in Viet Nam, and (3) O Raing
(Mundulkiri) in Cambodia and Bu Prang (Dak Nong) in Viet Nam, and (2) Sea going vessels
rendering services connecting Ho Chi Minh City (Cat Lai) of Viet Nam with Phnom Penh
port and Sihanoukville port in Cambodia.
4.1 Cambodia
Cambodia has a coastline of 440 kilometres encompassing an area about 17,237 km2
distributed among four province including Koh Kong province bordering Thailand in the
9
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west, Sihanoukville province, Kep province, and Kampot province bordering Viet Nam in the
east. Along the coastline, there is one government deep-sea port serving seagoing vessels ships
named Sihanoukville Autonomous Port or “Port of Sihanoukville (PAS)”. The port has the
water depth from 4.2 to 9.2 meters and can handle general cargo, containerized cargo, supply
base, and passenger services. PAS has built moderate shipping networks with ASEAN and
East Asia countries. There are various main liners such as COSCO, RCL, SITC, and TSL
providing services linking PAS with major ports in the region namely Bangkok Port and Laem
Chabang port of Thailand and Hai Phong port and Ho Chi Minh port of Viet Nam. PAS has
also managed some nearby industrial petroleum and coals ports.

Figure 2: Port of Sihanoukville (PAS)

Apart from PAS, Oknha Mong Port (OMP) is one of the fast-growing private ports located
in Keo Phos Village, Stung Hav district of Sihanoukville. OMP port is a member of Thai
Charoen Corporation (TCC) group and has commenced its operations since 2004 to be a
leading coastal port in Cambodia serving containerized, conventional, coal, and liquid cargo as
well as transhipment cargo. It has the water depth of 5.5 meters and caters short sea coastal
vessels navigating from a private port in Klongyai and Siam Commercial Seaport in Cholburi,
Thailand (Berli Jucker,2017). The largest capacity of ships carrying cargoes is about 120 TEUS.
The major unloaded cargoes are cement, beverage, food product, construction materials,
consumer products, and other conventional products where major loaded cargoes are fishery
products, palm oil, and other agricultural products.

Figure 3: International Coastal Feeder providing services between Thailand and OMP Port
10
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Sre Amble port is a private port located in Sre Amble district of Koh Kong province which
has commenced its operations since 2003. This port has the water depth of 5 meters and can
accommodate the vessel with capacity up to 3,000 tons. Steung Hav port is located in
Sihanoukville province and is a port annexed to Steung Hav Special Economic Zone (SHSEZ).
The SHSEZ is instituted to attract foreign direct investment, especially agricultural processing
industry, heavy industry and onshore oil and gas supply base. Kampot International Port began
its construction in 2018 with the support of China to transform Kampot to become an
alternative gateway to the region and the port will be enabled to handle large vessel carrying
up to 30,000 tons of cargo.
Cambodia has law and regulations related to the maritime administration such as Port Policy,
Sub-decree on Ship and Port Facility Security, Declaration on Formality and Procedures for
Ship Entry to the Port, Declaration on Coastal Ship Management. Cambodia develops law on
inland waterway and other laws and regulation related to the maritime administration (World
Bank Group, 2018). Remaining challenges for Cambodia in fostering coastal shipping include
the lack of data and information, no national technical standard of port construction and
design, absence of Cambodian flag seagoing vessels and coastal feeders, dynamic port
infrastructure and logistics development through public and private participation scheme, and
the deficiency of monitoring of maritime transport performance.
4.2 Viet Nam
Viet Nam is a costal country of a long history of maritime trade. The coastline of Viet Nam
stretches about 3,240 kilometres in S shape extending from the north of Ha Long Bay in the
South China Sea round to the Gulf of Thailand.
Viet Nam has 44 seaports along its coastline with a total capacity of 470 to 500 million tons
per annum. The major ports are Hai Phong, Danang, Qui Nhon, Ho Chi Min City, and Vung
Tau. The number of vessels called in their ports were over than 200,000 per annum. Viet Nam
ranked 30th in the global leading flag of registration countries and ranked 4th in ASEAN leading
flag registration states. In 2018, there were 1,856 ships in their national fleet which constitute
8.47 million DWT (UNCTAD, 2019). Most of ships are owned by the state such as Viet Nam
National Shipping Lines (Vinalines) and others are private shipping companies. The seaport
system in the country is categorised into 6 groups comprising northern seaports, northern
central seaports, mid central seaports, southern central seaports, eastern southern seaports and
Mekong delta ports. Nowadays, the movement of cargo along Viet Nam’s coastline is mainly
carried out by coastal ships and container ships. The demand for the coastal shipping has
unceasingly risen due to its cost advantage compared to road and rail transportation.
Figure 4 exhibits major coastal shipping routes in Viet Nam which are classified into 5 groups:
(1) Northern seaport (Quang Ninh and Hai Phong) and Northern Central seaports (Nghe An,
Quang Binh, Quang Tri, and Danang); (2) Northern seaport and Mid Central seaports (Quy
Nhon, Quang Nam, and Quang Ngai); (3) Northern Central seaports and Southeastern
seaports (Vung Tau and Ho Chi Minh); (4) Mid Central seaports and Southeastern seaports;
and (5) Southeastern seaports and Mekong Delta ports (Can Tho).
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Figure 4: Major Coastal Shipping Routes in Viet Nam

Regarding the transportation between Viet Nam and Cambodia, there is only one passenger
ferry “Mandarin Cruise” sailing between Chau Doc port in Viet Nam and Phnom Penh. This
ferry provides 4 hours day trip every day. Other waterborne goods are shipped by seagoing
main liners such as Maersk, SITC, and TSL providing services between Ho Chi Minh and
Sihanoukville. To date, there are very few coastal shipping lines engaging in Viet Nam and
Cambodia route.
In 1992, Viet Nam introduced the Maritime Code on cabotage by granting priority to Viet
Namese flagged vessels to carry cargo, passenger, and luggage between Viet Namese seaports.
All foreign flagged vessels are required to obtain prior permits from Minister of Transport
before participating in Viet Namese coastal trade. Exception may be granted to the case of
insufficiency of Viet Namese vessels is proven, for example, no Viet Namese vessels can
handle over-length or overweight goods at the period of receiving customer’s request (Ezeoke,
2017).
Although the Maritime Code of 1992 introduced Viet Nam’s cabotage laws, the cabotage
regulations are not contained in a single unified law. They are found in various laws and their
guidelines, including the 2005 Viet Nam Maritime Code, the 2012 Labour Law, the 2004 on
Inland Water Navigation and their guidelines as well as Viet Nam’s WTO and ASEAN
commitments. However, by gathering information from relevant laws, the cabotage
regulations of Viet Nam cover three broad areas: (a) restrictions on the flag of vessels operating
in Viet Nam waters, (b) corporate structure management, and (c) crew requirements.
Challenges that Viet Nam needs to overcome in order to better improve the coastal shipping
to service industrialization and international economic integration include the lack of
regulation, lack of laws enforcement to arrest foreign ships in Viet Nam, lack of coastal fleets
and maritime education and training institutions on coastal shipping.
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4.3 Thailand
Thailand has a coastline of 3,219 kilometres and divided into two parts: Thai gulf and
Andaman coast. The coastline of Thai gulf has 1,660 kilometres distributed from the Eastern
region, Bangkok and the surrounding area, Lower Central region, Upper Southern region, and
lower Southern region. There are about 220 ports along coastline and categorised into 4
clusters: (1) Inner Thai gulf covering Bangkok and the surrounding area; (2) Eastern Thai gulf
embodying the Eastern region; (3) Western Thai gulf combining parts of Lower Central region,
Upper Southern region, and Lower Southern region; and (4) Andaman coast. In 2018,
Thailand ranked 35th and 5th in the global and ASEAN leading flag of registration countries.
There are 825 seagoing vessels flying Thai flag which constitute 7.32 million DWT (UNCTAD,
2019). All vessels are owned and managed by private companies.
According to Thai laws, coastal shipping is defined as the transportation of goods and
passengers by vessels from one region to the other region of Thai water territory and is
protected by cabotage regulation. Foreign vessels are not allowed to provide commercial
transport services in both domestic and coastal trade without approval from the transport
authorities. Traditionally, almost all coastal trade activities are concentrated only in Thai gulf.
About 90 percent of coastal trade are the supply of petroleum products from oil refineries in
the Eastern Thai gulf to the Inner and Western Thai gulf. The remaining coastal trade is the
supply of dry bulk, container, general cargo, and passenger mainly from the East and the Inner
part of Thai gulf to other regions.

Figure 5: Major Coastal Shipping Routes in Thailand
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Figure 5 displays major coastal shipping routes in Thailand comprising (1) Eastern Thai gulf
(Cholburi and Rayong) and Inner Thai gulf route; (2) Eastern Thai gulf and Western Thai gulf
route (Prachubkirikhan, Suratthani and Songkhla).
Thailand has launched national logistics strategy since 2004 to direct the development of
logistics infrastructure, facilities, human resources, and service providers. One of the key
indicators related to coastal shipping is to shift the market share of water transport from 10
percent of total national transport volume in 2017 to 15 percent in 2021. To achieve the
established indicator, a series of plans and measures were proposed such as constructing new
seaports, upgrading transport facilitation and paperless trading, enlarging business logistics
alliances, and reinforcing human resource skills. At the same time, the government has
allocated huge budget for construction and expansion land-based transport system including
road and rail system. These developments sometimes make the coastal shipping less attractive
to the shippers to shift from land transport to water transport, especially for those who want
to distribute consumer products, food, electronic, automotive, and other industrial products
from one coastal region to other coastal regions.

5. Lessons Learned from Other Countries
5.1 India and Bangladesh
India and Bangladesh signed the Agreement on Coastal Shipping in June 2015 and Standard
Operating Procedure (SOP) in November 2015 to implement the Coastal Shipping
Agreement. Under the agreement, the Indian and Bangladesh vessels are allowed to carry the
goods of the two countries in the designated ports of calls. Once agreement being
implemented, the parties expect that they will gain benefit from the reduction of freight
charges, better port utilization, decongestion at land border checkpoint, and providing new
business opportunities for coastal vessel of two countries, especially for river sea vessel (RSV)
which can be operated at lower cost and lower safety standard compared to large seagoing
vessel for serving smaller cargo volume (Cargo Talk, 2015).
The important principles and issues in the Agreement are summarised as follows (Ministry of
External Affairs, India, 2015):
•

Indian and Bangladesh shipping companies can participate in sea and river cargo
transportation to and from ports of two countries through their own or chartered
vessels conforming to river sea vessel (RSV) equivalent standards. Non-member
vessels are not allowed to participate in coastal transportation.

•

Indian and Bangladesh shipping companies are not permitted to participate in
transportation of cargo to and from port of Non-member country.

•

Coastal route between India and Bangladesh refers to route between designated ports
of call including seaports and river ports. Adjustment of port of call list is decided by
joint shipping committee or competent authorities.

•

Indian and Bangladesh shipping companies will get the same treatment in relation to
accession to ports and port facilities, embarkation and disembarkation of crews and
landing permit, accession to maritime commercial navigation services, and benefit and
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levy such as port dues and other charges. Concessional tariff for coastal ships and
cargo move between designated ports can be applied.
•

Indian and Bangladesh commit to facilitate river and sea transportation to avoid delay
at port and will maintain marine routes in a navigable condition and provide all
essential pilotage and conservancy services including hydrographic surveys and supply
of charts to coastal transport operators.

•

Certificate of registry, tonnage certificates, crew list, crew certificate, safe manning
documents, survey certificates, insurance certificate, and safety certificates, and other
shipping documents issued by competent maritime authorities of Indian and
Bangladesh shall be mutually recognised.

•

Port State Control (PSC) will not extend to vessels (RSV) operating under the
Agreement. However, vessels may be inspected if required, as per equivalent RSV
standards agreed by two countries. Initially, India and Bangladesh government agreed
that RSV referred to river sea vessel engaging in coastal cargo trade of less than 3,000
GRT.

•

Supply of bunkers and essential stores is permitted to coastal transport operators to
purchase for the purpose of their operations on payment of the convertible currency.

•

Government of the host country must provide national treatment on protection of the
other party’s vessels running aground or suffering any other accident in its territory.

•

Competent maritime authority of the host country must not interfere but may assist
to solve disputes arisen at sea of ports in its territory between ship owner, captain, and
crew members.

•

Vessel of each country will carry its national flag and national flag of the country
through which it is plying besides its house flag.

•

Ship master, crew, fleet personnel and other officers attending the vessels at ports, in
either country, will be allowed to travel by air, rail, and road whenever they are required
to attend the vessels.

•

The opening of branch offices and appointment of agents to carry out ship related
activities must be notified to the competent authority of country concerned.

•

Indian and Bangladesh reserve the right of implementation of their local laws and
regulations related to public health, customs and immigration control, protection of
environment, security, safety and recreational right and the admission of foreigner in
their territory.

•

The agreement is in force for 5 years and will be reviewed on 4th year and shall be
automatically renewed for 5 years.

In 2019, India and Bangladesh are seeking to revise some issues in the Agreement, especially
the restriction on size of RSV plying between two countries to adjust from 3,000 GRT to 6,000
GRT, relaxation of cabotage by permitting foreign vessels to carry goods between domestic
ports, berth priority, and granting national treatment on port dues and charges, transhipment
of non-party cargo at designated ports, and the increase of list of designated port of calls under
the Agreement (Manoj, 2019) .
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Figure 6: River Sea Vessel (RSV) Engaged in India and Bangladesh Coastal Trade

5.2 BIMSTEC
The Bay of Bengal Initiative for Multi Sectoral Technical and Economic Cooperation
(BIMSTEC) is sub regional grouping of seven countries in South Asia and South Asia. The
BIMSTEC member countries comprise five coastal states namely Bangladesh, India,
Myanmar, Sri Lanka, and Thailand and two land-locked state including Bhutan and Nepal.
International maritime transportation is listed as one of areas of regional cooperation to foster
trade and transport connectivity. Among member states, only India and Bangladesh already
have a Coastal Shipping Agreement in place.
BIMSTEC Coastal Shipping Agreement (BCSA) was drafted in 2017 by Ministry of Shipping
of India. The objective of the agreement is to facilitate coastal shipping within 20 nautical
miles of the coastline in the region to boost trade between member countries. The
requirements for movement of vessels in this part of the sea are different from standard
requirements of deep-sea shipping (Press Trust of India, 2017). Coastal ship movements
require smaller vessels and lesser draft such as river-sea vessel which required lower
construction and operation costs, and therefore, involve lower costs.
Member countries expected that, once the agreement is ratified and become operational, a lot
of cargo movement between the member countries can be done through the cost effective
and cheaper than deep sea international main line operators owned by non-member countries,
environmental friendly and faster coastal shipping route.
If the agreement is fully implemented, the existing regional route configuration as illustrated
in Figure 7 will alter from the existing scenario which depending on deep seagoing vessels to
the new scenario as shown in Figure 8 which opens market for coastal feeder to travel along
the coastline of the region within 20 nautical miles of coastline. With this context, a Thai
coastal vessel is able to move up along the coastal corridor from Ranong Port in the Andaman
Sea to Myanmar, Bangladesh, India to Colombo Port of Sri Lanka.
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Figure 7 Existing Scenario of Shipping Routes among BIMSTEC

Figure 8 New Scenario of Coastal Shipping Routes among BIMSTEC
At the present, the agreement is being negotiated by BIMSTEC working group and is
demanded by BIMSTEC leaders to speed up efforts to conclude the agreement as early as
possible. The contents of unfold draft agreement incorporate key principles and issues as
follows: (a) standard operating procedures (SOP) applied for non-IMO standards sailing
within 20 nautical miles from the coastline which comply with different level of international
requirements; (b) national treatment in levying port dues and other charges at port; (c)
compliance to port state control inspection; (d) recognition of ship and crew documents; (e)
measure of vessels; (f) port facilitation measure for incoming and outgoing vessels; (g)
assistance of vessels in distress; and (h) list of initial designated port of call network of each
country including Bangladesh (Chittagong Port), India (Chennai Port, Kolkata Port, and
17
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Vasakapatnam Port), Myanmar (Yangon Port) Sri Lanka (Colombo Port and Hambantota
Port), and Thailand (Ranong port).
5.3 EU Short Sea transport
As opposed to deep sea shipping which refers to the maritime transport of goods and
passengers on intercontinental routes or crossing oceans. The short sea shipping (SSS) defined
by EU means the movement of goods and passengers by sea between ports situated in
geographical Europe or between those ports and ports situated in non-European countries
having a coastline on the enclosed seas bordering Europe. In this connection, short sea
shipping (SSS) is extended to cover domestic and international maritime transport, including
feeder and river–sea services to and from deep sea hub ports along the coast and to and from
the islands, rivers, and lakes (European Commission, 1999). Nowadays, a total of 40 percent
of all trade within EU is now carried by sea, surpassed only by road transport.
Like general maritime transport context, shortsea shipping can be divided into liner shipping
and tramp shipping and classified by type of cargo into dry/wet bulk, convention, project
cargo, ro-ro, and container. Shortsea transport in Europe includes all destinations which are
bordering European Union and consists mainly of the transportation between European
countries. However, the large European countries such as Italy, Norway, France, and United
Kingdom have international services that also carry cargo between two or more ports in that
country.
Like India and Bangladesh who signed an Agreement on Coastal Shipping, EU has recognised
the River sea shipping as one form of shortsea transport. River sea shipping is defined as one
vessel sailing coastal and inland waters alike. River sea vessels share specific characteristics
such as draught, height, and length as exhibited in Table 6. Usually river sea vessels in Europe
do not exceed 3,000 DWT with draughts limited to 5 meters to ensure that they can access to
major rivers, canals, and coastal ports. Nowadays, there are about 400 river sea vessels
registered in EU and mainly utilised to carry coal, grain, building materials, fertilizer, steel,
timber, and container.
Table 6: Specification Dimension of River Sea Vessels in EU
Canal / River
Length (m)
1
2
3
4
5
6
7
8
10
11

Albert Canal (Belgium)
Zeekanaal (Belgium)
Humber (United Kingdom)
Juliana Canal (Netherlands)
Douro (Portugal)
Trolhattan Canal (Sweden)
Saima Canal (Finland)
Seine (France)
Upper Rhine (Germany)
Lower Rhine (Germany)

134
20
110
135
87
88
82
120
110
135

Vessel Dimension
Width (m) Draught (m)
12.5
23
24.5
12
11.4
13.2
11.8
15.5
11.4
22.4

3.4
5.8
5.5
3
3.9
5.4
4.3
3.5
2.5
3.5

Tonnage
(DWT)
2,000
4,500
3,000
1,500
2,500
3,000
2,500
2,000
1,500
2,000

Source: European Shortsea Network

About 40 percent of all trade within EU is now carried by short sea shipping. The short sea
shipping market can be geographically divided into 5 major clusters as depicted in Figure 9,
each cluster has its own characteristic; (a) the Black Sea, (b) the Mediterranean, (c) the Atlantic
Range, (d) the North Sea, and (e) the Baltic.
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Figure 9 Geographical Cluster of EU Short Sea Shipping
In 2014 total goods transport amounted to 1.86 billion or 59 percent of total EU maritime
goods transport. The most crucial short sea countries are servicing the United Kingdom, Italy,
and the Netherlands. About half of short sea trade lanes take place between partner ports
situated in the Mediterranean and the North Sea. Liquid bulk, especially oil and gas, is the most
important cargo type with almost half the total tonnage or 896 million tons. Rotterdam was
the largest EU short-sea ports of the shortsea traffic. For the container, Antwerp and
Rotterdam were the two largest European short-sea ports. For roll on roll off transport, Dover
in United Kingdom and Calais in France remained the top two short-sea ports. These are
major ferry services across the English Channel.
Short sea shipping (SSS) was listed as a key mechanism to integrate physical connectivity in
EU in the last two decades. At the end of 1990s, the liberalization of cabotage services in
Europe was virtually completed; EU-flag ship is eligible to undertake cabotage trades only on
any EU state (Douet and Cappuccilli, 2011). This liberalization made it possible for short sea
shipping to start competing effectively with land-based transport. The European Commission
is supporting the development of short sea shipping and recognises that short sea shipping as
viable transport mode and the only freight mode that could offer a realistic prospect of
significant modal shift from road as well as competitiveness and reduce environmental
damage.
In 2003, European Commission drew up a program for the promotion of short sea shipping.
This program proposed 14 actions with the objective to improve the efficiency and overcome
obstacles to the development of short sea shipping including not reaching full integration in
the multimodal door to door supply chain, complexity of administrative procedures, and lack
of port efficiency and good hinterland accessibility (Papademetrious et al, 2018). These 14
actions were classified into 3 groups: legislative, technical and operational actions below:
Legislative Action Group: (1) requesting all EU member countries to set their national
legislation to comply with IMO–FAL; (2) devising Marco Polo program to provide financial
support to promote modal shift from road to rail and waterborne system; (3) adopting a
19

Feasibility of A Coastal Shipping Agreement among Cambodia, Thailand, and Viet Nam

directive on intermodal loading units (4) creating Motorways of the Sea (MOS) for
promoting short sea shipping by requiring quality infrastructure and superstructure in ports
and hinterlands connections as well as facilitate administrative procedures; and (5) adopting
directive to enforce maximum Sulphur limit of 1.5 percent for marine fuels to support greener
shipping initiative.
Technical Action Group: (1) simplifying customer procedures for short sea shipping for
authorized regular shipping service and harmonization of rules for land and sea carriage of
hazardous goods; (2) identifying and eliminating physical and administrative bottlenecks for
short sea shipping operation to shorter turnaround time in ports; (3) developing national
applications and computerization of community customs procedures; and (4) developing
related research and technologies.
Operational Action Group: (1) establishing one stop administrative centers or single
window; (2) setting up focal points responsible for coordinating and monitoring the
implementation of short sea shipping policy; (3) promoting private sector of each member
country to establish shortsea promotion centers to reflect business interests and increase
business networking; (4) improving the overall image of short sea shipping to be modern and
efficient means of transport and attract young people to the profession; and (5) developing
reliable statistical information on short sea shipping.
In 2009, EU declared European Union’s maritime transport policy for the period up to 2018,
short sea shipping is identified as one of the most significant parts in the transport policy
(Pallis, 2017). EU desires to exploit the full potential of short sea shipping for business and
citizen in Europe and estimated that short sea shipping would grow from 3.8 billion tons in
2006 to 5.3 billion tons in 2018. Passenger traffic including ferries and cruise ships travelling
within EU would also increase. The continuity of legislative, technical, and operational action
should be reinforced and adding new priority measures to promote short sea shipping namely:
(1) Establishing a true “European maritime transport space without barriers” by removing
unnecessary administrative barriers, duplicated cross-border controls, the lack of
harmonized documents and all other factors that hamper the potential growth of short-sea
shipping;
(2) Implementing full observance of safety, security and sustainable growth requirements, port
services should be provided in all cases in accordance with the principles of fair
competition, financial transparency, non-discrimination and cost-efficiency;
(3) Ensuring the right conditions for attracting investment flows to the port sector, prioritizing
modernization and expansion of port and hinterland connection infrastructure projects in
those areas that are more likely to suffer from congestion problems;
(4) Accelerating fast track procedures required to conduct environmental assessments for port
expansion;
(5) Reinforcing the EU strategy for ensuring the full deployment of Motorways of the Sea
projects, further facilitating the start-up of innovative integrated inter-modal transport
solutions, simplifying administrative requirements and supporting the Commission's
proposed initiatives in the field of greening transport;
(6) Arranging EU funding programs such as the Trans-European Network Transport projects,
Marco Polo or the Regional Policy instruments should assist in those developments and
address modal shift factors;
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(7) Initiating measures to facilitate better connection of islands and long-distance intra-EU
passenger transport through quality ferry and cruise services, and appropriate terminals.
Taking into account the experience gained since the adoption of the Cabotage Regulation
as long ago as 1992, the framework for providing public maritime transport services that
fully meet territorial continuity requirements could be improved;
(8) Encouraging users to make use of short sea shipping alternatives addressing road
congestion problems through economic instruments such as taxes, charges or emission
trading schemes;
(9) Addressing the issue of passenger rights for users of ferry and cruise services in Europe by
promoting a quality campaign (awards for the best ferry operators).

6. Challenges of Coastal Shipping faced by CTV and beyond
Transport is widely recognized by ASEAN and Cambodia, Thailand, and Viet Nam as the
basis of economic development and establishing regional connectivity. The ASEAN Strategic
Transport Plan 2016-2025 or “Kuala Lumpur Transport Strategic Plan” endorsed by ASEAN
transport ministers in 2015 is constructed to serve as the main reference and identifies
transport cooperation actions to be implemented in period 2016-2025 (ASEAN Secretariat,
2015). There are 30 specific goals, 78 actions and 221 milestones in the areas of air, land,
maritime, sustainable transport and transport facilitation.
The relevant strategic goals for maritime transport are to establish an ASEAN Single Shipping
Market and to promote maritime safety, security, and strategic economic corridor within
ASEAN. Specifically, the specific goals and action directly associated to the development of
coastal shipping in Cambodia, Thailand, and Viet Nam (CTV) are:
(1) Creating ASEAN Single Shipping Market through (a) identifying a mechanism to
mutually recognise the certificates of competency for near coastal voyages issued by
ASEAN member states; (b) enhancing the implementation of electronic data interchange
in ASEAN port; (c) including project to improve accessibility of ASEAN’s port into
relevant master plans; (d) reviewing designated ports and enhance their capacities; and (e)
establishing cruise corridors.
(2) Enhancing navigation system and security measures in line with international
standards through (a) strengthening human resource for port and shipping operations
including navigation safety and maritime security; (b) improving the quality and efficiency
of the safety, health, and environmental management for selected ports.
(3) Identifying and implementing key measures on sustainable transport by initiating
cooperation for exploring regional requirements on ballast water management (BMW)
technology for coastal ships, including risk assessment, emergency measures and port
biological baseline survey
Although the initiatives set out in in Kuala Lumpur Transport Strategic Plan will create
opportunities for CTV coastal shipping development in, CTV have faced many challenges in
improving their domestic and international coastal shipping including.
•

Lack of Integrated transport Policy: the share of coastal shipping in the modal mix
of domestic transport in Cambodia and Thailand currently is very low despite it is
being more cost effective, fuel efficient and environmentally friendly compared to
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road transport. The CTV governments have not established clear integrated transport
policy and measures to promote intermodal coordination, especially those related to
coastal shipping. Some governments allocate huge budget to expand existing and build
new national highways along the coastal corridor. For example, ASEAN highway
(AH123) or R10 coastal road stretching from Mekong Delta province of Kien Giang
to the coast of Cambodia and Thailand. This will hinder coastal carriers to induce a
substantial modal shift, especially when competing with trucks to attract non-bulk
products such as container, Ro/Ro, perishable products, time-definite products,
consumer products, and other conventional cargo.
•

Lack of infrastructure and facilitative administration. It is one of the critical
obstacles faced in coastal shipping industry. The government has not succeeded in
developing port infrastructure, navigation channels, road access to ports, last mile
hinterland to port connectivity, and customs friendly procedures to make shipment
easy and efficiency.

•

Cabotage: Cabotage is the transport of goods or passengers between two places in
the same country by a transport operator from another country. Cabotage is
commonly identified in national transport laws and excluded from service trade
liberalization commitment in many ASEAN countries such as Cambodia, Malaysia,
Myanmar, the Philippines, Thailand, and Viet Nam (Ezeoke, C. (2017). This
restriction forbids the access of foreign coastal carriers to domestic shipping market
but allows them to call only one port in water territory of the host country. In addition,
this restriction is likely to diminish capacity for foreign vessels to combine transport
to more than one port in the host country reduce operating cost and limit market
growth, especially in the countries having strong demand for domestic coastal
transport.

•

Lack of incentive for user: CTV have not yet granted benefits and privileges,
particularly monetary incentives, tax incentives, and marketing promotion campaigns
to attract shippers or passengers to shift mode from land-based transport to coastal
shipping.

•

Trade imbalance: the imbalances in merchandise trade flows will affect transport
pricing because carriers have to return without cargo from the low demand region to
high demand region (Jonkeren et al, 2011). Due to intra subregional trade pattern
among CTV, it is expected that coastal transport price in high demand direction such
as Thailand to Cambodia, and Viet Nam to Cambodia will exceed those in the low
demand direction such as Cambodia to Thailand and Cambodia to Viet Nam.

7. Opportunities for Coastal Shipping related to SDG 2030
In the 2030 Agenda for sustainable development, sustainable transport is mainstreamed across
several sustainable development goals (SDG) and targets. The international community has an
opportunity to strengthen its commitment to sustainable development and consider how best
to mainstream sustainability principles across all economic activities and sectors, including
maritime transport and coastal shipping (Sciberras and Silva, 2018). The development of
sustainable coastal transport in the CTV region creates opportunity to transform the region
for the better place and support regional trade and economy. Sustainable coastal transport
system entails, among other factors, transport infrastructure and services that are safe, socially
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acceptable, universally accessibility, affordable, fuel efficient, environmentally friendly, low
carbon and climate resilient. The linkage of development of coastal transport can be linked
to some SDGs are presented as follows:
•

Energy and Good Health: efforts by international organization and ASEAN to
improve the energy related and environmentally friendly of the maritime and coastal
transport are largely driving by international regulation, especially IMO and lessons
learned from developed countries. Sustainability and resilience motivated regulations
cover a broad range of issues and include safety, accident, security, and pollution (oil
spills, ballast water, garbage, sulphur content of fuel oil used by ship, nitrogen oxides,
and GHG emission). This is expected to have beneficial impact on the environment
and on human health especially that of people living in port cities and coastal
communities.

•

Reducing Poverty: population in the CTV region rely on maritime transport in their
daily lives such as carrying energy, fishery, processed food, agriculture, and bulky
products. As the most cost effective and fuel efficiency way to carry goods, coastal
shipping can help create prosperity among member countries and people by providing
improved access to basic materials and goods, and finally help lift people out of
poverty.

•

Economic Growth, Industry, and Infrastructure: promoting trade by sea and
shipping lines, improving port infrastructure and efficiency, developing intermodal
linkages and hinterland connection can drive and support a growing economy.

•

Climate Change: building the climate resilience of maritime transport system is a
condition for sustainability. Enhancing understanding and technical knowledge among
policy makers, transport planners, and infrastructure managers of climate change
impact on coastal transport infrastructure, services and operations is of the essence.
Conducting risk assessments for major transport infrastructures and facilities,
especially in ports, will be crucial to ensure that any adaption measures adopted are
tailored to reflect the local conditions, However, to be more effective, enhancing
adaptive capacity requires that actions are also integrated with other policies such as
disaster preparedness, land use planning, environmental conservation, coastal
planning, and national plans for sustainable development.

Enhancing the sustainability and resilience of coastal transport in the region entails some cost
implications and demand for additional resources. However, in the situation of increasing
constrained national budgets, finding innovative ways to mobilize the requisite sources is
critical. New sources and mechanism and greater private sector involvement such as through
public private partnership in different forms such as BOT (Build – Operate – Transfer),
BOOT (Build – Own – Operate - Transfer), and LMO (Lease – Maintain-Operate) is
important.
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CHAPTER 3. Promotion of Coastal Shipping among
Cambodia, Thailand, and Viet Nam

1. Vision and Long-Term Plan for Coastal Shipping Promotion
The coastal shipping has played a key role in history and development of individual country.
Over the past year, Cambodia, Thailand, and Viet Nam governments and business
stakeholders has realised the challenges and opportunities facing three nations’ coastal
transport system and addressed the need to develop international coastal shipping system to
facilitate trade and transport connectivity to meet the future growth in cargo and passenger
flows along part of the selected coastline of three countries.
This part will propose the vision for developing intra subregional coastal shipping among CTV
and the strategic long-term priorities that will guide future actions. In general, the proposed
vision is compliance with ASEAN strategic transport plan and equips CTV to enhance
competitiveness and facilitate movement of goods and passenger by coastal vessels.
The proposed vision is “develop efficient, safe and sustainable coastal transport to increase
maritime trade among Cambodia, Thailand, and Viet Nam, strengthening intra subregional
connectivity, and fostering regional inclusive growth and development”
Strategic goal is to “establish a strategic coastal economic corridor within Cambodia, Thailand,
and Viet Nam and to promote connectivity, efficiency, reliability, safety, and sustainability of
maritime transport service supporting the development of trade and tourism”
Short term plan: to “establish a strategic coastal economic corridor stretching from selected
ports of call in the East of Thailand, the coastline of Cambodia, and the Lower Southwest of
Viet Nam” as described in Figure 10.
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Figure 10 Short-Term Strategic Coastal Economic Corridor

Medium term plan: “strengthen the development of the initial strategic coastal economic
corridor and to extend it to other selected ports of call in the East of Thailand and Inner Thai
gulf and the Southeast of Viet Nam” as shown in Figure 11.

Figure 11 Long -Term Strategic Coastal Economic Corridor

2. Agreement on Coastal Shipping among CTV
In November 2014, prime ministers of Thailand and Viet Nam agreed to promote coastal
shipping navigation along the Eastern Coast of Thailand to the South of Viet Nam by focusing
on non-deep seagoing vessels to enhance the utilization of small and medium sized ports and
terminals in the coastal service areas. In March 2015, Cambodia was invited to join the coastal
shipping to complete the seamless integration of the entire coastline of three countries. Later,
the Tripartite Task Force Meeting on Coastal Shipping Development along the Eastern Coast
of Thailand to the South of Cambodia and Viet Nam (TTF - CSD) was formed to act as a
platform for discussion with a view to construct a framework and detailed guidelines for
coastal shipping operations and other related development to improve intra-subregional trade
in goods and maritime tourism.
In March 2016, representatives of Cambodia, Thailand, and Viet Nam attended the first TTF
- CSD in Bangkok, Thailand. The meeting reviewed terms of reference (TOR) of the tripartite
task force to conduct preliminary study of introducing coastal shipping services along the
target coastal area and exchanged information of current situation of coastal shipping along
the Eastern Coast of Thailand to the South of Cambodia and Viet Nam. The meeting agreed
to collect further comments from cargo owners, port operations, shipowners, and logistics
service providers from each country regarding the plan to open shipping route along the coasts
of three countries prior to finalizing a list of designated coastal ports and routes. The first
meeting also elaborated issues related to standards of coastal vessels and qualification of
seafarers working on coastal vessels.
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In November 2017, the second TTF-CSD was held in Hanoi, Viet Nam. The meeting agreed
that the preliminary coastal shipping routes and designated ports serving cargo and passenger
demand were Sihanoukville and Kampot in Cambodia; Klong Yai in Thailand, and Ha Tien
and Phu Quoc in Viet Nam in addition ports of Koh Kong, Kampot, and Kep province of
Cambodia should service only passenger. The second meeting exchanged views on initial draft
prepared and addressed concerns of some critical issues namely standard of ships,
qualifications of seafarers, finalised designated coastal ports and routes, cabotage restriction,
regulation for passenger ships, and the function of a Joint and Committee and related working
groups.

Figure 12 Klong Yai Port in Thailand

Figure 13 Ha Tien Port in Viet Nam
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Figure 14 Phu Quoc Port in Viet Nam

Figure 15 Conceptual Design of New Kampot Port in Cambodia

Figure 16 Koh Kong Port in Cambodia
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In April 2019, the TTF-CSD was convened in Phnom Penh, Cambodia. The draft agreement
on coastal shipping was discussed in the meeting. The details of main elements were provided
including definition, scope, designated coastal service area, cabotage, documentation, the
permit of crew members, assistance to vessels in distress, port tariff, exemption of spare parts
and fuel stored in the vessels tank at reasonable quantity from import taxes and duties, criminal
jurisdiction, safety standards for cargo vessel, other technical management of designated
coastal routes, and institutional framework. The meeting agreed in principle that fishing vessels
and government non-commercial vessels were exclude from the scope of agreement.
Recently, in September 2019, the fourth tripartite task force meeting was organised in
Bangkok, Thailand. To date, the important principles and issues in the draft agreement can be
summarised as follows:
•

The coastal shipping agreement will apply for (1) transport of cargoes and passengers
by vessels registered and licensed by Cambodia, Thailand, or Viet Nam Competent
Authority on the designated coastal service area and called at any designated ports, and
(2) seafarers working on board the vessels.

•

The preliminary coastal shipping service area and designated ports serving cargo and
passenger traffic include Sihanoukville and Kamport in Cambodia; Klong Yai in
Thailand, and Ha Tien and Phu Quoc in Viet Nam in addition ports of Koh Kong,
Kampot, and Kep province of Cambodia should service only passenger.

•

Cabotage is only permitted to vessels of contracting party upon written approval by
component authority of the host countries in accordance with national laws and
regulations of the host countries.

•

Major documents vessels and crews entering water territory of the host country
required to carry are certificate and documents related to safety and environmental
protection standard, crew documents, professional competency of crew members,
travel document of passengers, and other certificates or documents issued by
competent authority of home countries.

•

Adequate pilotage services, navigation aids, improvement and maintenance of
navigability of designated coastal service area must be provided by host countries.

•

Crew members of vessels of contracting parties are permitted to go on shore during
the period of stay at port of the host countries. Crew member attending the vessels at
ports, in either country, will be allowed to travel by air, rail, and road whenever they
are required to attend the vessels.

•

Government of the host country must assist to vessels in distress and provide national
treatment on protection of the other party’s vessels running aground or suffering any
other accident in its territory.

•

Tariff, tax, dues, and other charges to vessels should conform to legally adopted laws
and regulations of contracting party.

•

Contracting party should simply and harmonize customs and immigration procedures
to facilitate the operations of intra-subregional coastal shipping.

•

Tripartite Coastal Shipping Working Group is formed to consult and promote
cooperation of coastal shipping in many areas such as maintaining and improving
navigability of designated coastal service area, increasing safety and navigation and
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environment protection, improving port facilities, and develop incentive on
promotional measures.
•

The agreement is in force for 5 years and shall be automatically renewed for 5 years.

3. Practical Approach Concepts to Promote Coastal Shipping
One of the most critical components of forming practical solutions in developing the coastal
shipping among CTV is how to clarify the purpose and need for promoting coastal transport
system along the coastal corridor.
With reference to the concept flagged by state leaders, the preliminary goals of promoting
coastal shipping navigation along the coastal service areas are to (a) enhance the utilization of
small and medium sized ports and terminals in the coastal provinces; and (b) provide
opportunities for non-deep seagoing vessels of member states to participate in the intra
subregional merchandise and passenger waterborne trade. In this regards, the coastal
transportation among CTV shall not defined as domestic transportation and shall not be
treated as purely international seagoing transportation which must strictly comply with
regulations or perfectly match with IMO standards, especially those related to safety, security,
and other international norms. Furthermore, it is clear that the government desires the boost
intra-subregional coastal merchandise and tourism trade flow and provide more facilitative
measures, especially at the designated small and medium sized ports and terminals.
There is, thus, a need for a practical approach to ensure that there will be a balance between
opening up the national water territory of the signatory states to cross border traffic of people,
vessels, and goods on the one hand, and the ability of their respective authorities to control
and police this traffic on the other. In order to make progress in promoting coastal shipping
among CTV, the relevant public and private stakeholders should take into account the
following fundamental principles of promoting intra-subregional coastal shipping:
1. Facilitation of Intra Subregional Merchandise and Passenger Trade: the
member countries should consider the measures to simplify and expedite cross
border formalities by (a) establishing one stop services for inspection and controls of
people and goods, (b) creating system for facilitate the advance exchange of
information and clearance, (c) reducing or eliminating unnecessary elements in trade
and transport formalities, process, and procedures related for goods, passengers,
vessels, and ship crews.
2. Freedom of Transit: the member countries should grant freedom of transit through
their territory for transit traffic to or from the territory of the other member countries.
3. Standardization and Recognition: the member countries should consider the
process of developing common formats for practices and procedures, documents and
information regionally agreed by member countries. Standards are then used to align
and eventually harmonize and recognition practices. Examples of area that need
standardization and mutual recognition among partner countries include technical
standard of small to medium sized vessels or Non - IMO vessels engaged in coastal
shipping agreement in designated coastal service areas, traffic regulations, certificate
of vessels and ship crews, and authorized coastal transport operators.
4. Market Access: the governments should consider allowing licensed vessels of
partner’s countries to participate in coastal service areas (within 20 nautical miles from
the coastline and vessels with draught less than 5.5 meters) or the designated open
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routes (inbound, outbound, and transit through water territory of one of the member
countries), ports and terminals of arrival and departure, as well as permit the licensed
vessels carrying goods and people to sail cross border through the coastal transport
permit system.
5. At the beginning period, the member countries may set up conditions of traffic rights
for registered coastal transport operators in one-member country to sail into, from, or
across the water territory of the other member countries on permissible routes/service
areas. Furthermore, with respect to existing laws, the registered vessels of other
member countries are not allowed to participate in the internal transport or carrying
traffic between two points situated within the water territory of one-member country.
6. Non-Discriminatory Treatment: the member countries should consider providing
equal and not less favourable treatment to vessels, goods, and passenger of the other
member countries than those of any third country in crossing border and using
infrastructure and other navigation facilities.
7. Transparency: the member countries should address the need to disclose of
information in a way that the public can readily access and use it. This information
may include laws, regulation, shipping and port licensing, customs and immigration
procedures, navigation and water traffic management, tariff and charges, and meetings.
Regulatory information should be published and disseminated on websites, when
possible, prior to enforcement. In addition, relevant stakeholders and business sectors
should be invited to participate in the legislative process, by providing views and
perspectives on proposed regulations prior to enactments.
The promotion of intra-subregional coastal transport system often focuses on (1) the
administrations of customs, immigration, navigation, and harbor, and (2) the marketing
promotion jointly cooperated by trade, transport, and tourism promotion organizations and
business sectors. Such promotion has to take place at both national and regional level and
encompassing various dimensions to be reformed including
•

Legal: regulatory reforms aiming at a clear, concise and transparent.

•

Organization: institutional development, private sector consultation, and interagency cooperation

•

Facilities: improvement and modernization of maritime infrastructures and facilities
including IT systems and advance exchange of information and clearance.

•

Process: changes in business processes and procedures

•

Human and institutional capacity: capacity building of implementing managers
and officers.
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CHAPTER 4. Conclusions

1. Recommendations
The establishment of the subregional coastal agreement to set up regulate ship navigation, port
services, and other transport regulations alone is not enough to effectively and commercially
drive coastal shipping activities. The successful development of coastal shipping among
Cambodia, Thailand, and Viet Nam requires collaborations of various public and private
stakeholders involved in regulation, facilitation, and promotion from all participating countries
and their authorities, encompassing ministry of transport, ministry of trade, ministry of
tourism, ministry of industry, ministry of internal affairs and securities, customs authorities,
immigration authorities, provincial authorities, financial institutions, and related national,
subregional, and local business organizations.
This study recommends an integrated approach towards the promotion of coastal shipping in
CTV subregion which addresses three strategic issues; (1) Development of coastal transport
infrastructure and networks; (2) Improvement of management capacity and regulations; (3)
Development of hinterland and supporting industries.
Issue 1: Development of Coastal Transport Infrastructure and Networks
Main Strategies:
1.1

To increase efficiency and better utilization of existing ports by (a) eliminating
bottleneck and physical constraints of major coastal ports of call; (b) introducing
favourable port tariff and charges to attract more shipping lines and customers, and
(c) employing proactive marketing communications to successfully reach target
customers.

1.2

To better utilize existing coastal ports or construct new coastal ports in
potential cities to facilitate growth of industry and hinterland especially cities or
industrial areas need to import and export targeted products for coastal shipping such
as petroleum products, bulk products, dangerous products, consumer products, and
containers.

1.3

To maintain navigation channel, navigation aid, and anchorage areas to meet
requirements and shipment demand to ensure that the arrival and departure of vessels
can be done throughout the year and preparing navigation channel survey by using
modern technologies

1.4

To enhance accessibility to port by providing sufficient and good intermodal
linkages, especially road and highway connected to ports to enhance multi modal
operations to meet customer demand.

Issue 2: Improvement of Management Capacity and Regulations
Main Strategies:
2.1

To increase competitiveness of coastal shipping industry by (a) granting tax and
non-tax privilege for investment and operations in coastal transport and related
business; (b) awarding tax incentives for shippers using coastal shipping on designated
coastal service areas; (c) encouraging coastal shipping stakeholders to send staff for
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2.2

2.3

2.4

2.5

training to improve skills and knowledges for serving coastal trade; (d) promoting
reliable coastal shipping service with sufficiency frequency, and (e) fostering coastal
shipping companies to manage right mix of ship, type, payload, and space to cope with
nature of intra subregional trade and travel demand
To strengthen business networks by promoting strategic alliances between coastal
shipping lines and related business partners such as ports, freight forwarders, and
shipper association, encouraging private sectors of Cambodia, Thailand, and Viet Nam
to form Cambodia – Viet Nam – Thailand Economic Corridor Cooperation
Conference (CVTEC) and Cambodia, Thailand and Viet Nam Coastal Shipping
Business Association or Club
To improve transport efficiency by (a) employing modernised technologies to
update operating performance such as real time tracking and tracking, electronic
coastal customs clearance, and national single window for coastal transport; and (b)
setting up information technology centre of one stop service centre to supplying
information needed for stakeholders
To create more facilitative regulations by (a) simplifying and standardizing customs
and immigration procedures, safety requirements, and environmental management
applied specifically for intra subregional coastal trade; (b) revising regulations to
facilitate investment in port and shipping operation; (c) mutually recognizing certificate
and document related to coastal transport; (d) mutually recognizing standard of coastal
ships, especially small to medium sized vessels or Non - IMO vessels engaged in
coastal shipping and; (e) exempting the registered coastal vessels under this agreement
from port state control
To promote private engagement in coastal shipping by (a) increasing participation
of private sector in investing and managing port and costal shipping and; (b) providing
rooms for private sector to participate in coastal shipping related laws and regulation
adjustment

Issue 3: Development of Hinterland and Supporting Industries
Main Strategies:
3.1

To develop supporting industries by (a) promoting investment of shipbuilding and
repair industries, especially those related to vessels employed in coastal shipping, and;
(b) strengthening human resource for port and shipping operating,

3.2 To promote ports’ connection to potential hinterland by physically and institutionally
linking designated ports to effective hinterland such as special economic zone,
industrial park, industrial zone, commercial cities, and major tourist attraction located
within 50 kilometres from port.

2. Way Forward
At the present, the creation of sub-regional coastal transport corridor in CTV is mainly driven
by the governments seeking to increase trade and tourism relationship and to enhance wellbeing and sustainable prosperity. In offering policy recommendations, the study addresses
challenges and opportunities of coastal shipping in three countries and development practices
learned from India, Bangladesh and European Union in constructing coastal trade corridors.
To promote intra subregional coastal shipping, the principles of trade facilitation, freedom of
transit, market access, standardization and recognition, non-discriminatory treatment and
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transparency should be used. These require collaborative between national and regional public
and private organizations to reform regulation, organization, facilities, process, and people to
achieve sustainable coastal shipping development in the region. The study identifies three
strategic issues to shape the future intra subregional coastal shipping in CTV including
development of coastal transport infrastructure and networks; improvement of management
capacity and regulations; and development of hinterland and supporting industries.
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