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ABSTRACT

The free and efficient movement of people and partation of goods is the most
fundamental requirement for development throughualutooperation and collaboration.
Transportation infrastructure, such as roads, eiy and water transport, is
indispensable for development. However, especiallydeveloping countries, such
infrastructure is inadequate in quantity as weljaality. Moreover there is a limit to the
funding that can be injected into developing it.rtRarmore, in developing any
international routes, it is indispensable to cowatk the purposes and to unify standards
of the participating countries. Considering suchditions, it is necessary to select some
trunk routes in this area, and invest financial Baghan resources to develop those routes
intensively.
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1-1.Northeast Asia Transportation Corridors Vision
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Nine Corridors and their Discontinuous Points

The Northeast Asia Economic Conference, which leastheld continuously from 1990,
established an organizing committee as an execcirenittee, so that interested parties
could be involved in related activities throughthg year. Transportation and a physical
distribution subcommittee were established first.

Based on reports from each country at the confeerand on field surveys carried out by
the Economic Research Institute for Northeast ABRINA), the subcommittee has
identified nine corridors that can be used by la#l tountries of the region as major
international transportation routes. This netwoas bbeen named the “Northeast Asian
Transport Corridors” (NATC). These corridors vargrh fully utilized corridors to those
still in the conceptual stage. But, they are exgedb become major corridors for
international transportation in the region in theufe (see Table 1 and Figurel).

The final status of the future NATC, at which we aiming, is as follows.

= a network in which transportation can take plageughout the whole region as
smoothly as it does within a single country

= enhanced and expanded containerization of trarespmrt

» anetwork that is effectively connected to transgd@n networks outside the region.

From this point of view, there are still many bearsi in the NATC that prevent smooth
transportation. We call these barriers discontisupaints (DCPs), and they exist near
borders:

(D DCPs caused by unconnected railways or roads

(2 DCPs caused by differences in railways gauge

(3 DCPs caused by CIQ inspections at borders

@ DCPs caused by limitation of range for truck’s d@riyin.

Table 1. Outline of the Northeast Asian Transport&ion Corridors

Name of Corridors Functions DCPs
1. Vanino / Taishet Alternative route of SLB DO

2. Siberian Land Bridge | Alternative route of All Water P®)
(SLB) Asia/Europe route.

3. Suifenhe Exit to the sea for Heilongjian 2B@




13" NEAEF Session 4- HIDEO KAYAHARA

Province

4. Tumen River Exit to the sea for Mongolia and | D2®)
Jilin Province

5. Dalian The main artery running through | (D
three northeast provinces of China

6. Tianjin / Mongolia Shortest route of Mongolia to DB
seaports

7 . China Land Bridge (CLB) Connecting from East Asia and | @@3)
Central Asia

8. Korean Peninsula West| Connecting to SLB. Diversification (@)

9. Korean Peninsula East | ©f the routes for East Asia to Europg)2)3)
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Figure 1. Map of the Northeast Asian Transportatia Corridors

Realization of the NATCs

In order to realize the vision, it is indispensatueit to be reflected in the road traffic
policy of the government of each country. The orgiag committee has worked with the
governments of related countries and the UnitedoNat ESCAP has already expressed
its interest in joint research, bearing in mind élxpansion design for the Asian Highway
Project.
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The subcommittee recently has set up a very aetow&ing group to realize the Tumen
River Corridor. This corridor connects and coveemngcountries and regions, and also
activities of the UNDP, so that its realizationMidve many effects.

1-2. The Existing Transportation Corridor Visions

The Asian Highway Project, Crete Corridor and Mercosur

The most popular vision in Asia is the Asian HigiwiRaoject (AHP). It was suggested by
Japan, and the United Nations adopted the AHP%9,18nd the secretariat was founded
by ESCAP in 1968. At the beginning, it was aimiogdrm an integrated road network
through specifying the existing roads as a pa#ttd® and the road policy of each country
being communalized. Then, the ESCAP cabinet-memipeeting in 2001 decided to
conclude an agreement that defines the signs andatds of a road. The contents of the
agreement were determined by the meeting of sp&siah 2003.

In 2004, an intergovernmental agreement was sipge2B nations, including Japan and
China, at the ESCAP general meeting in Shanghai.rdad network, which comprises
about 140,000km of roads and connects 32 natieggarbto move. As a result, it is
expected that the economic integration of Asia acdltelerate.

Eastern Europe provides the example of the Creteddo Vision, which was determined
in the 2nd Pan European Transportation Meeting imeCrete in 1994.

The policy of the EU expanded toward the east ftbenmiddle of the 1990s and has
placed emphasis on improvement and unification staadard for trunk roads and rail
networks in Central and Eastern Europe. This nééwsrknown as the European
Corridors. In 1994, as part of these efforts, tlaa EEurope Transportation Meeting
determined to expand the European Corridors towsadtern Europe, to put the
international shipment of this area into a view] aelected nine corridors.

South America provides the example of the Mercagsion. Mercosur is the customs
union formed in 1995 by four nations in South Amariof Brazil, Argentina, Uruguay,
and Paraguay. Later Chile and Bolivia joined ibthlgh a Free Trade Agreement (FTA).
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Mercosur is an agreement on a common market inhSloerica. In order to realize a
common market, they share a trunk road networlorigor the region.

Meaning of a transportation corridor vision

The free and efficient movement of people and partation of goods is the most
fundamental requirement for development throughualutooperation and collaboration.
Transportation infrastructure, such as roads, egiy and water transport, is
indispensable for development. However, especiallydeveloping countries, such
infrastructure is inadequate in quantity as weldjaality. Moreover there is a limit to the
funding that can be injected into developing it.rtRarmore, in developing any
international routes, it is indispensable to cowati the purposes and to unify standards
of the participating countries. Considering suchditions, it is necessary to select some
trunk routes in this area, and invest financial Baghan resources to develop those routes
intensively.

Considering such conditions, it is necessary tecsedome trunk routes in this area, and
invest financial and human resources to developetoutes intensively.

2. Economic Growth and Transportation Infrastructur e

2-1. Japan's Experience

Transportation and traffic of people and goods are inevitable phenomenon
accompanying any economic activity. Efficient protion is unrealizable, if the
materials cannot be obtained in the quantity neeaedat a suitable cost when they are
required. The goods become useless, if a requiradtiy is not obtainable at a suitable
price when a consumer needs them. In the 1950€a@urtry experienced inadequate
growth in transportation infrastructure, which didt maintain pace with the growth in
traffic. The transportation sector therefore did fumction smoothly, and economic
growth was adversely affected.

When the Second World War ended in 1945, the t@eson infrastructure of our
country suited the very inferior situation causgdvar damages and lack of maintenance
and repairs during wartime. For example, port faed in 1946 had fallen to one-third of
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the level of prewar days. In a postwar revival pss; scarce capital was concentrated and
invested in production increases of food, coal dolving an energy scarcity, basic
materials such as steel, and disaster prevenBoarce capital was not invested in
transportation infrastructure, either to restokfacilities or to develop new ones.

In such a situation, the special procurements@kibrean War which broke out in 1950
pulled the economy of our country into a growthiordigh economic growth started in

the second half of the 1950s. A lot of demurragengimena occurred mainly at the six
major ports, such as Yokohama and Kobe, and itrheca big social problem. Cargo
shipments were congested and led to a situatiamich the economic growth rate might
be reduced.

As Table 2 and Figure 2 show, when the economy grayidly, transportation activities
exceed the growth of economy. Transportation awviexceeded the growth of
economic activity during the “Jinmu Prosperous Dayfsthe second half of the 1950s
and the “Izanagi Prosperous Days” of the seconiddfidhe 1960s.

The government’s economic plan, called the “Natidnaome Doubling Plan,” was
decided in 1960 “to solve the bottleneck of ecormogrowth” and became the important
policy, and designated substantial social cagialuding traffic and communication, as
problems of the utmost importance. In responsEgbkuch as the Ports and Harbors
Five-Year Improvement Plan were to be determinedthsy government, and the
development of a transportation infrastructure wa$e advanced purposefully and
intensively.

Table 2. Economic Growth and Transportation Activiies

Real GNP (2000 prices) Transportation Activity

Year trillion yen| growth rate (% billion ton-km | growth rate (%
1955 47.2 8.7 52.8 21.0
1960 71.6 9.2 136.9 6.4
1965 111.0 111 186.3 135
1970 187.9 4.5 350.9 0.6
1975 234.2 4.4 360.8 4.0
1980 290.5 3.4 439.1 -0.2
1985 344.1 434.4
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Figure 2.

2-2. Transportation and Logistics
" Kanban System" of Toyota Motors

The "Kanban System" is the typical production psscef Toyota Motors. Speaking
typically, attaching the tagkénbar) to parts (a simple material or lot) required &or
manufacturing process, removing tkenbanin the stage used for manufacture, and
returning it to a part supplier. A part suppliemds out the following lot to the
manufacturing process when he receives kheban It is an effective method for
keeping stock at a minimum by supplying the requparts in the required quantity and
just in time for the production process. The “Kanltsystem" is a system realized only
after efficient and smooth transportation is gutead.

Logistics of " value discovery"

Sony, another famous Japanese company, has givemattention to transportation. Mr.
Yasumasa Mizushima, a specialist on physical tistion in this company, wrote the
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bookLogistics of “Value Discoverytecently. His main opinions are as follows.

= The essential role of physical distribution is digering the worth of goods.

= |f the customer cannot obtain goods that will fuliis conditions of time, place
and quantity, the goods will be unacceptable rdgasdoff their value.

= The worth of goods is discovered by moving thertirite and space, so that the
value inherent in the goods can be recognized.

= Six basic operations are involved in the worthhefgoods: transportation, storage,
cargo work, packing, distributive processing, anfdrimation processing.

= “Logistics” involves developing the six basic op@vas strategically.

CONCLUSION

| heard from Mr. Norio Ooga, the chairman of Sosgyeral times when | was in the
Ministry of Transport, and | learned many thingsrarily that,

“Managers in the manufacturing industries of Japawe tried hard for a long time to
reduce production costs. As a result, the prododasts of the manufacturing industry in
Japan are among the most competitive in the wettdvever, there are few at the top
who pay attention to transportation. Those at eyels tend to leave transportation to
people in charge of manufacturing, and they dotaké an interest in transportation.
Transportation costs and inventory costs duringspartation are reflected in the price,
but they do not pay attention to this.”

This was an impressive argumeftcording to research in 2000 by the Japan Logistic
System Association, the ratio of the physical distion cost of all the types of industry
in our country accounted for about 6 percent ofsties.

Sales are the countervalues to the value whiclsteier calculates. If | may borrow and

expression from Mr. Mizushima: it will be “a countalue to the discovered value.”

Table 3. Ratio of the physical distribution In order to simulate demand and to raise the
cost occupied in sales GNP, at a time when it seems that the reductions

Type Ratio
All Type 587% in manufacturing costs have mostly reached the
Manufacturing 6.26 limit, the reduction in physical distribution cost
Non Manufacturing 4.99 is a big issue. The existence of a transportation
Data: Japan Logistics System Association corridor, supporting efficient and smooth
(2000) physical distribution, is indispensable to

favorable economic development.
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