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. Mandate

1. At its fifty-first session, the Working Party dmland Water Transport (SC.3)
recognized that international expert groups comiththeir work on further developing
technical standards for the river information seegi (RIS) and that the adoption of the
SC.3 resolutions Nos. 48, 57, 60 and 63 was orfiysa step towards the creation of a
harmonized framework for the river information sees. To ensure proper maintenance of
these recommendations, SC.3 asked the Working Bartlye Standardization of Technical
and Safety Requirements in Inland Navigation (S@B/3) to notify it of any
developments that would make it necessary to anmed Resolutions in question
(ECE/TRANS/SC.3/178, para. 27).

2. It is recalled that the RIS Guidelines elabatate 2004 by the World Association
for Waterborne Transport Infrastructure (PIANC) stitute the basis for the Working Party
on Inland Water Transport (SC.3) Resolution No.‘%Fuidelines and Recommendations
for River Information Services” (TRANS/SC.3/165) asll as for relevant EU and River
Commissions’ instruments. Since then, the PIANCreagsed their Guidelines to take into
account the progress in developing and implementi§ related standards and in
developing information technologies, in general.

3. Reproduced below is a comparison between RésolNo. 57 and the draft revised
PIANC Guidelines dated March 2011. Due to striciteth Nations rules concerning the
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volume of working documents submitted for translatand distribution, the secretariat
omitted the texts of the PIANC Guidelines that sthynainly unchanged since 2004. The
original numbering in the PIANC Guidelines is ind&d in square brackets.

4, The Working Party is invited to consider revgsiResolution No. 57, based on this
information.

Chapter 1, “Introduction”

5. The text is mainly the same as in Chapter 1.

Chapter 2, “Definitions”

6. The text is mainly the same as in Chapter 2emixdor the following new or
amended definitions:

(a) The definition of RIS area is supplemented it following sentence:
A RIS area may include a VTS area with VTS center.

(b) RIS operator: The RIS operator is a personoperihg one or more tasks
contributing to the services of RIS;

(c) RIS provider: The RIS provider is the organizator organizational unit
assigned or contracted to operate the RIS-Systenoaprovide RIS-Services;

(d) RIS user: The user of the services can be ithestin a number of different
groups: rescue and emergency service provider, daforcement agency for cargo
inspection, law enforcement agency for immigratimmtrol, law enforcement agency for
traffic rules, accident and incident investigatimody, organization in charge of collecting
statistical data, fleet manager, competent authdoit traffic management, lock operator,
bridge operator, terminal operator, port operagkipper, ship owner, cargo owner,
consignee, consignor, berth operator, fire brigddeyarder, freight broker and shipping
agent;

(e) Explanatory notes on vessels participatingl®: R

0] All vessels, commercial inland vessels and geiag vessels sailing on
inland waterways as well as recreational vessaibng in a RIS area can make use
of River Information Services.

(i)  Vessels navigating in a RIS area shall make oEmandatory services and
are recommended to make use as far as possiliie afformation provided by RIS.

(i)  Decisions concerning the actual navigatiow d&ime manoeuvring of the vessel
remain within the responsibility of the skipper.yAimformation provided by the RIS
cannot replace any decision made by the skipper.

)] RIS Key technology: A technology that holds antal position in the
services to be provided in the RIS arena. The RI&hrtologies are Inland ECDIS,
Electronic Reporting, Inland AIS and Notices togiars.

i

Unless otherwise indicated, the references indkerefer to paragraphs of the annex to Resolution
No. 57, TRANS/SC.3/165.
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Chapter 3, “Participating vessels™

7. Chapter 3 is renamed “RIS Stakeholders”.
8. A new section 3.1 “General” is added as follows:
[3.1] General

The inland navigation sector includes many parigesh as national authorities, port
authorities, vessel owners, skippers, providensanftical services, customs, etc. Achieving
the objectives of RIS very much depends on interast between these parties across
national and organizational boarders, hence, tHe &uidelines shall describe generic
solutions.

The implementation guidelines will not consider hstakeholders are organized, as
this may vary in different regions, countries amdamizations. The RIS Guidelines must
focus on the core responsibilities that, e.g. dumternational agreements and regulations,
have to be handled everywhere and consequently ghielelines will combine
responsibilities into generic roles that can beygda by different stakeholders and
organizations.

9. A new section 3.4 “RIS Stakeholders” is addetblsws:
[3.4] RIS stakeholders

RIS will be realized and kept operational by coagieg stakeholders and the
following categories can be differentiated:

[3.4.1] Policy makers: These want RIS to solve doninish) traffic and transport
problems. One party of policymakers are the autiesriresponsible for safety on the
waterways. Other policymakers, e.g. organizatiofissltip owners, want to provide
transport/logistical information services to cargbippers and terminal operators. The
different groups of policymakers have their owni@plbbjectives, tasks and requirements
on the services to achieve its objectives. Oncesdineices have been selected, the functions
and information needs with their restrictions antkiiactions for providing these services
should be determined. The authority stakeholdegsr¢hat can be seen as relevant in the
context of RIS are presented in Table 1, “Authositgkeholder roles®.

[3.4.2] Managers: These control the RIS applicegj@.g. waterway managers of the
competent authority, traffic control managers, nggma of search and rescue services, ship
owners and cargo shippers. They define requirenfentapplications with more detailed
and accurate descriptions of the services anduhetibns, regarding local interaction or
aspects of man/machine interface. The managersdabe seen as relevant in the context
of RIS, are presented in Table 2, “Manager stakigraioles™

[3.4.3] Service providers: These make and keep dpi&ational and therefore they
develop, maintain and operate the RIS applicatioflsey control the autonomous
applications and, where necessary, they providerthi@ input into the applications either
by themselves or by RIS users. The service prositleait can be seen as relevant in the
context of RIS, are presented in Table 3, “Serpicviders stakeholder roles”.

[3.4.4] RIS Users: These can be described in abeunof different groups, as
presented in Table 4 on “User Stakeholder rofes”.

[3.4.5] System engineers: These prepare systentifispions and integrate
hardware and software components into system coemgenRIS and VTS suppliers,

2 Chapter 3 is replaced by explanatory note presentearagraph 5 (e) of this document.
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V.

system integrators and telecommunication operatdtscombine the system components
into complete systems which enable RIS services.

Chapter 4, “RIS Architecture”

10. Chapter 4, is replaced by a new Chapter 4 ‘R¢g Technologies”, which partly
incorporates provisions of former Chapter 8 andceaen 1-4. New Chapter 4 is as follows:

[4.1] General

[4.1.1] The RIS Key technologies have a centraitmn in the services to be
provided in the RIS arena. The RIS technologiesi@end ECDIS, Electronic Reporting,
Inland AIS and Notices to Skippers.

[4.1.2] The efficient and effective use of RIS kieghnologies is based upon the
specification and coding, formalization and harraedi use of reference data. Special
elements of the reference data are “hull data”thedRIS index. Figure 1 presents RIS Key
technology and reference ddta.

[4.2] Inland ECDIS

[4.2.1] Inland ECDIS means Electronic Chart Digpéand Information System for
inland navigation. ECDIS is a navigation informaticsystem displaying selected
information from a System Electronic Navigationahatt (SENC) with positional
information from navigation sensors and if requirediditional navigation-related
information.

[4.2.2] Inland ECDIS is a system for the displdyetectronic inland navigation

charts and additional geographic related infornmatlts purpose is to contribute to safety
and efficiency of inland navigation and thus algo grotection of the environment.

Simultaneously Inland ECDIS will reduce the worldowhen navigating the ship as
compared to traditional navigation and informatimethods. Inland ECDIS, provides as
one of the key technologies, the basis for otheeRinformation Services (RIS), for the
use of systems and applications like Inland AlS.

[4.2.3 - 4.2.13)]

[4.2.14] It is recommended to include the watertdepo the ENC (depths contours)
for shallow river stretches that determine the ghawof the vessels. The water depths may
be related to a reference water level or to theshetater level.

[4.3] Inland AIS

[4.3.1] Inland AIS (AIS stands for “Automatic Idification System”) is a RIS key
technology for the automatic exchange of identifaraand nautical data between ships and
between ships and shore installations.

[4.3.2] Inland AIS is an instrument for the trawffiand tracing of inland navigation
vessels with the goal to improve safety and efficie of Inland Navigation supporting
onboard decisions (TTI and STI), shore-based Traffanagement (TM) including Vessel
Traffic Services (VTS, Lock and Bridge ManagemdrBN1) and Traffic Planning (TP),

(=2 B )

Due to the limited space, figures and tables gpeoduced in the addendum to this document.
In Resolution No. 57, information on Inland ECDIS@ntained in Annex 4.

The text of paras. 3—13 are mainly the same agAfdnparas. 2-12.

In Resolution No. 57, information on Inland AlScisntained in Annex 1.
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Calamity Abatement Support (CAS), Information forafsport Logistics (ITL) and
Information for Law Enforcement (ILE).

[4.3.3] AIS is a ship borne radio data systemhaxging static, dynamic and voyage

related vessel data between equipped vessels amadre equipped vessels and shore
stations. Ship borne AIS stations broadcast theelssidentity, position and other data in

regular intervals. By receiving these transmissi@h$p borne or shore based AIS stations
within the radio range can automatically locateniify and track AIS equipped vessels on
an appropriate display like radar or Inland ECDIS.

[4.3.4] AIS is a cooperative procedure, therefaik those wishing to use and
participate in the system must be equipped witAi&device.

[4.3.5] AIS is an additional source of navigati@bated information. AIS does not
replace navigation-related services such as trgdignradar and VTS, but in fact supports
them. The strength of AIS lies in the detection &radking of those craft fitted with it. AIS
and radar complement one another due to theirrdiffecharacteristics.

[4.3.6] The legal basis for Inland AISis:

» Resolution of the Central Commission for Navigatiom the Rhine (CCNR) of
2006: (Protocol 2006—-1-21)

e Commission Regulation (EC) No. 415/2007 of 2007 cesning the technical
specifications for vessel tracking and tracing eyst referred to in Article 5 of
Directive 2005/44/EC of the European Parliamentafnitie Council on harmonized
River Information Services (RIS) on inland wateraay

* CCNR Resolutions of 2007: “Vessel Tracking and irmgcStandard for Inland
Navigation - Type approval, installation and operatof Inland AIS devices on
inland navigation vessels” (Protocol 2007—1-15 2667-11-24).

[4.3.7] The Inland AIS Standard defines:
€) Functional requirements for Inland AIS devices,
(b)  Technical requirements for Inland AlS devices,

(c) Specification of AIS messages for the excharfgmessages between Inland
AIS devices via radio,

(d)  Specification of AIS data sets for data excleabgtween Inland AIS devices
and connected applications.

[4.3.8] The information content of Inland AIS beadly tallies that of maritime AIS,
while providing additional information specific toland waterways. In view of their shared
information content, Inland AIS and maritime AlSaompatible. All data transmitted can
be received by both maritime and Inland AIS devicelse visually displayed and analysed.
However the specifically Inland AlS informationasly transmitted and assessed by Inland
AIS devices.

[4.3.9] For seagoing vessels is a carriage remdrg according to the SOLAS
convention. In Austria there is a carriage requaatfor Inland AIS.

[4.3.10] In many RIS related processes the impldatem and use of Inland AIS on
board as well as on shore is a pre-condition. Tiles€ale benefit of Inland AIS for RIS
services requires a carriage requirement for Iniaigi

" No reference is made to the existing UNECE and bar@ommission (DC) resolutions.
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[4.3.11F
[4.3.12] The following operating modes can be digtiished for AIS:

€)) Ship to ship: All vessels fitted with AIS ardla to receive static and
dynamic information from all other vessels equippéth AlIS within the area of coverage.
Inland AIS may be used in combination with Inlan@ES or radar to enhance a TTI and
STI.

(b)  Ship to shore: Data from vessels equipped Aith can also be picked up by
AIS base stations and relayed to an RIS Centre eviteran be used to display Tactical
Traffic Information (TTI) and Strategic Traffic lafmation (STI).

(c) Shore to ship: Safety-related data can be inidtexd to vessels by shore
installations.

[4.3.13] Various kinds of AIS device types or Adtations may be distinguished:

€) AIS mobile stations of Class A on all seagowessels subject to the
requirements of the International Maritime Orgati®a(IMO) SOLAS Chapter V.

(b)  AIS mobile stations of Class B CS/SO with nestd functionality, i.e. on
seagoing leisure craft.

(c) Inland AIS mobile stations, derivatives of AiBobile stations of Class A
with full Class A functionality at VDL level plusdaitional inland navigation functions.

(d)  AIS base stations, including shore-based Sixppeater stations.

(e) AIS nautical signal stations for use on signglidevices such as beacons and
buoys. (“Aids to Navigation” AtoN).

[4.3.14] AIS operates on the internationally definvHF frequencies AIS 1 (161,975
MHz) and AIS 2 (162,025 MHz) and may be switchedotber channels in the VHF
maritime band.

[4.3.15] The information transmitted by Inland A¢Sn be divided into the following
categories:

€)) Static information, such as vessel number;sigh, vessel name, vessel type.

(b)  Dynamic information, such as position of th@skith data on accuracy and
integrity status.

(c) Voyage-related information, such as length dmhm of combinations,
dangerous cargo.

(d) Information specific to inland navigation suat Standard European Vessel
Number, type of combination, number of blue congisté as per ADN/ADNR, estimated
time of arrival (ETA) at locks, bridges, terminatmrders and presence of “blue signs”.

[4.3.16] For transmitting messages Inland AIS ubessame parameters and the same
structure as AIS mobile stations of Class A, whible IMO prescribes for maritime
navigation (IMO-AIS). Fields with unused parameten® defined as “not available”.
Elements marked with *" must be dealt with diffetly from seagoing vessels.

8 The text of para. [4.3.11] is mainly the samena&rinex 4, para. 5.
® The secretariat suggests deleting the referena®iR.
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[4.3.17] The Inland AIS (mobile) device shall begermanent operation whenever
the ship is at anchor or en route. When in porgration will take place in accordance with
the local port regulations.

[4.3.18] The shipmaster shall manually input th#ofeing data at the start of the
voyage and whenever the data is amended:

€) Correct navigation status;

(b)  Type of combination;

(c) Length/beam of combination;
(d)  Category of dangerous cargo;
(e) Draught of the ship;

® Loaded/unloaded;

(9) Port of destination and ETA.

The conning skipper must check data to ensurettieastatic ship data is correct and
reflect the latest situation. This must be donéeast once a month but preferably at the
start of every voyage. At certain intervals thepstster must also check the dynamic data
of his or her own AIS device.

[4.3.19] A so called minimum keyboard and displKD) for Inland AIS devices
serves to input voyage-related ship data and otlessel-specific data such as status
indication and alarm messages. The MKD may alsovshis messages received, such as
ship name, distance and heading of the reportiiy sifphanumerically. Other ship data
can be displayed by selecting a given ship. Thimfof displaying AIS data is not suited
for navigational support. When using AIS data favigation a graphical display similar to
Inland ECDIS is essential.

[4.3.20] A peculiar trait of AIS is the autonomoomde which uses the SOTDMA
(Self-Organised Time Division Multiple Access) pealtire, thus dispensing with the need
for a coordinating base station.

[4.4] Electronic reportiny

[4.4.1] Electronic (Ship) reporting (ERI) is a RkBy technology that facilitates the
RIS services Strategic Traffic Information (STl)raffic Management (TM), Calamity
Abatement Support (CAS), Statistics (ST), Law ecdonent (ILE), Waterway charges and
harbour dues (CHD) as well as Transport Logisfids (

[4.4.2] Electronic Reporting in Inland Navigatiofacilitates electronic data
interchange (EDI) between partners in inland naidgaas well as partners in the
multimodal transport chain involving inland navigat and avoids the reporting of the
same information related to a voyage several tirtesdifferent authorities and/or
commercial parties.

[4.4.3] The legal basis for electronic reportiegti

€) Commission Regulation (EU) No. 164/2010 of 2040 the technical
specifications for electronic ship reporting inaintl navigation referred to in article 5 of
Directive 2005/44/EC of The European Parliament afidthe Council of 2005 on
harmonized River Information Services (RIS).

10" In Resolution No. 57, information on electronicaging is contained in Annex 2.
1 No reference is made to the existing UNECE and &@lutions on electronic ship reporting.
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(b) CCNR Resolution of 2003: (Resolution 2003—1-23)

(c) United Nations recommendations regarding theraiange of trade data (UN
CEFACT recommendation 25, 31 and 32, EDI and E-Cernemagreements).

[4.4.4] Electronic reporting supports safety amathmity abatement services and as
such electronic reporting should be made mandatory.

[4.4.5] Electronic reporting includes the followyimessaging procedures
€) Ship-to-authority messaging dealing with:

0] Transport notification messages on the voyagetaded or empty ships
within the jurisdictional area of the authority whesuch is applicable.

(i) Arrival notification and position reports atdks, bridges, reporting points of
traffic centres.

(b)  Authority-to-authority messaging dealing witharisport notifications for
ships, carrying cargo or being empty, travellingnirone jurisdictional area to the other.

(c)  Authority-to-ship messaging mainly consists afknowledgements and
responses to previously submitted notification rages and may also include the sending
of fairway information, such as Notices to Skippers

[4.4.6] Transport notification are to inform thenspetent authorities of the intention
to make specified voyage with a specified shifhegitcarrying a specified cargo or being
empty. The transport notification can either oridafrom the skipper of the ship or from
the shipper of the cargo on behalf of the skipper.

[4.4.7] Transport notifications shall be sent befthe start of a voyage respectively
before entering the jurisdictional area of a corapeauthority and subsequently after every
significant change of the voyage data, e.g. nuroberew on board or number of barges in
the convoy.

[4.4.8] When a ship requires a permit for the \gg&yar part thereof, the competent
waterway authority shall acknowledge the messatgr @rocessing the contents of the
notification. The acknowledgement will include ghermission together with a reference or
where applicable a refusal for such a permit togiettith further details upon the action to
be taken.

[4.4.9] Arrival notification and position reporere to inform the local waterway
operators - such as lock masters, bridge operatmaffic centre operators, ports and
docking crew - of the impending arrival of a shifosition reports shall be sent at certain
reporting points at the waterway. Arrival notificats and position reports can be obtained
by several means, either active or passive:

€) Visual / manual;
(b) By VHF radio;
(c) By mobile Inland AIS station.

[4.4.10] The competent authorities shall be aldefaaas ship reporting is required by
national or international regulations, to receilec&onic ship reports of the required data
from ships.

[4.4.11] In cross-border transport, electronic méposhall be transmitted to the
competent authorities of the neighbouring jurisdital area and any such transmission
shall be completed before arrival of the vessethaborder.
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[4.4.12] The competent authorities shall take mleeessary measures to ensure the
confidentiality, integrity and security of inforniath sent to them pursuant this standard.
They must use such information only for the purgasfethe intended services, for example
calamity abatement, border control, customs.

[4.4.13] A request to forward information containiaca ship-to-authority-message to
any other involved party will not be executed withexplicit approval from the owner of
the information being the skipper of the vessehershipper of the cargo.

[4.4.14] An agreement on the protection of privéegween all involved public and
private parties shall be concluded for new applicest, based on UNECE Recommendation
26 that contains a “Model Interchange Agreement”.

[4.5] Notices to Skippet$

[4.5.1] Notices to Skippers is a RIS key techngledpich provides in a standardized
way and language independent:

€)) fairway and traffic related information, as s

(b)  hydrographical information as there are weatindormation, water level
information and ice information.

Notices to Skippers is supporting Fairway InformoatiServices (FIS) and transport
planning as part of the Information for Transpauglstic (ITL).

[4.5.2] The legal basis for Notices to Skipper¥is

€) Commission Regulation 416/2007 concerning ¢lodrtical specifications for
Notices to Skippers as referred to in Article 5Difective 2005/44/EC of the European
Parliament and of the Council on harmonised rinésrimation services (RIS).

(b)  CCNR Resolution of 2004: (Resolution 2004—1-17)

[4.5.3] A standardized Notices to Skippers in XNtirmat contains therefore 5
different sections:

€) Identification;

(b)  Fairway and traffic related messages;
(c)  Water level related messages;

(d) Ice messages;

(e) Weather related messages.

[4.5.4] The content of the messages is encoded machine readable XML-file.
This file can be used by software applications layage planning or Inland ECDIS on
board of a vessel or by internet sites. The encodfsmation can be used directly for
calculations, as for example in voyage planningyetranslated to the language of the user
and displayed. The reference tables of the stancdamthin 21 languages of the member
countries of the European Union and additionalrgjleages, namely Croatian, Serbian and
Russian language.

[4.5.5] The standard for Notices to Skippers piesi a standardized data format,
which can be used for publishing notices to skippar the internet (pull-services) or for
distribution by e-mail (push services).

12 1n Resolution No. 57, information on notices topgikirs is contained in Annex 3.
13 No reference is made to the existing UNECE and Bar@ommission’s resolutions.
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[4.5.6] The standardization of Notices to Skipp&scompatible with the data
structure of Inland ECDIS to facilitate integratiohNotices to Skippers in Inland ECDIS.

[4.5.7] Fairway information should be providedaahational level or preferably on
an (International) fairway network level by implentiag one single dissemination point of
contact.

[4.5.8] A standardized method for exchanging Negtito Skippers by means of Web
Service (WS) technology is currently in a trial ppaWS will enable an easier and more
secure method for exchanging Notices to Skippetwd®mn authorities as well as private
companies and/or operators.

[4.6] Reference data needed for RIS Key technekgi

RIS references and code tables are key elemertseiiRlS-standards and are an
important link between the various RIS-servicese Téxchange of computerized data
without direct human interference between the RI&siand the RIS services is facilitated
by the use of codes and references.

To ensure proper exchange of data there are a mwhpee-conditions:

€)) Reference and code tables are not static, ey change by international
and or local rules and regulations. The need fombaization and standardization however
requires that the reference and codes tablesake stnd consistent.

(b) In order to ensure interoperability, throughdbe whole transport and
logistics chain, there is the general principle the components of the RIS reference data
shall be kept in line with international standardsich as the 1SO, UNECE
recommendations and other relevant standards.

In order to guarantee a solid basis for the useef#frence data and code tables,
special attention is required for data maintenanw@ntenance procedures and distribution
of the reference data and code tables.

[4.6.1] Hull data

€) To receive RIS services, the hull data of teesels sailing through a RIS
area shall be available.

(b) Data of the ship’s hull is an important basiput parameter for mainly
traffic-related RIS services (e.g. the dimensiofighe vessels will be required for the
planning of the locking processes).

(c) The unique identification (number) of a vesslebuld be treated as a unique
identifier in RIS services.

(d)  Data of the ship’s hull will includes the folling elements:
0] Unique identification of the ship;

(i)  Name of the ship;

(i)  Type of ship;

(iv)  Length of the vessel,;

(v)  Breadth of the vessel;

(vi)  Maximum draught of the vessel;

(vii) Operator of the vessel.

(e) The hull data should be related to technicapéttions as the inspection
authorities also generate the data of the hull.
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[4.6.2] RIS Index

€) A special group of reference data is coverethbyRIS index. Inland ECDIS
and Notices to Skippers require unambiguous codintpcations of geographic objects.
This is however also relevant for Electronic repytand tracking and tracing activities.

(b) A location code is the only machine readablek lbetween Electronic
Reporting, Inland ECDIS and Notices to Skipperse Ttcation code is a unique 1D for
each piece of infrastructure, which is of imporefor RIS.

(c) The location code used in the RIS environmerd RO digit alphanumerical
code - the ISRS code - which consists of the falhgndata elements:

0] UN Country code (2 letters) ;

(i) UN Location code (3 letters) ;

(i)  Fairway section code (5 digits, alphanumeljica

(iv)  Terminal code or passage point code (5 digitighanumerical);
(v)  Fairway section hectometre (5 digits, numejical

(d)  The RIS Index is a list of location codes wattiditional information on the
objects like their characteristics (name, fairway...restrictions (available depth,
clearance....), operating times, etc.

(e) In an international fairway network the intratian of a harmonized fairway
ID is seen as a positive contribution to the neadlihking the RIS index of different
countries.

® Each object in the RIS index shall have onlg ¢8RS code, even when those
objects are located on common stretches of a watefor two or more countries.

[4.7] Basic technologies related to RIS

Apart from the RIS Key technologies, the basic tedbgies — like radar and
radiotelephone services via VHF, which for manyatkss have been important navigation
supporting technologies will not be replaced by Ré8 technologies but are supporting the
use of RIS services.

[4.7.1] Radiotelephone service on inland waterways

€) The radiotelephone service on inland watervemables the establishment of
radio communication for specific purposes by usaggeed upon channels and an agreed
operational procedure (service categories). Theoteldphone service comprises five
service categories:

0] Ship-to-ship;

(i)  Nautical information;

(i)  Ship-to-port authorities;

(iv)  On-board communications;

(v)  Public correspondence (service on a non-mangaiasis).

Of these five categories, only the first three ameportant for RIS. The
radiotelephone service enables direct and fast aonoation between skippers, waterway
authorities and port authorities. It is best suitedurgently needed information on a real
time basis.

(b)  The radiotelephone service is based on thevidatlg rules and regulations:

11
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0] Radio Regulations of the International Telecommigation Union ITU (world
wide).

(i)  Regional Arrangement Concerning the Radiotetaye Service on Inland
Waterways (Europe, 06.04.2000).

(i)  Standardized UNECE Vocabulary for Radio Coctiens in Inland
Navigation (UN Economic Commission for Europe NB, 3997).

(iv)  National inland waterway rules for navigation.

(c) In the service categories ship-to-ship, nalficiormation and ship-to-port-
authorities, the transmission of messages showtedelusively with the safety of human
life and with the movement and the safety of vessel

(d)  Fairway information provision by voice in theautical information
(shore/ship) service category is recommended impkemented:

0] For urgent information needing to be updateghérently and having to be
communicated on a real time basis;

(i)  For dynamic information having to be commurnaon a daily basis.

(e) The urgent and dynamic information to be comigated by VHF radio
concerns for example:

0] Incidents and calamities;

(i)  Temporary obstructions in the fairway, malftioois of aids to navigation;
(i) Short-term changes of lock and bridge opemgtimes;

(iv)  Restrictions in navigation caused by weathmrditions, flood and ice.

® The RIS area shall be fully covered by the en§the VHF base stations for
nautical information.

(9) In the nautical information service categoryotides to Skippers may be
transmitted “to all users” as:

0] Scheduled reports on the state of the watenirglsding water level reports
at the gauges at fixed times of the day;

(i)  Urgent reports at special events (e.g. traffigulations after accidents).

(h) It shall be possible for the operator in a Riéntre to answer specific
guestions of skippers on demand and to receivetefrom skippers.

[4.7.2] Radar

€) Radar should be used as the primary navigdatioh and is the basis for
tactical traffic images on board of a vessel.

(b)  The use of ECDIS in Navigation Mode the trafiicage shall be overlaid
with radar and preferable Inland AIS.

(c) In Navigation Mode the radar image shall hanehighest display priority.

(d)  Shore based radar should be the primary infoomaor a tactical traffic
image in a VTS.

[4.8] Open Standards

[4.8.1] The implementation of RIS will depend e functionalities that are already
available in (an) organization(s). The approacH bé very different if it can be started
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with a green field situation on one hand or forragke when it RIS has to be integrated
into an existing VTS environment.

[4.8.2] RIS can be implemented by (a) RIS orgaiongs) or another organization
that is responsible for the provision of the RI®v&®s. Nevertheless communication and
data exchange with different organizations willheeessary.

[4.8.3] As mentioned in chapter 6.1 RIS servicas be seen as a stack of services
that can be implemented via different projects imet depending on the needs of an
organization. Many partners can be involved in fhizcess.

[4.8.4] It is, therefore, very important that thgplications that are developed for the
implementation of RIS are built on open standardsntake them compatible with
applications of other RIS organizations, e.g. maehb machine data exchange should be
based on webservices. New technologies like Se®@iented Architecture (SOA), which
are specially developed for environments wherehthgness rules continuously can and
shall change, should be taken into account for ithglementation. The use of open
standards, at least for data exchange with othdiepashould be recommended. Annex 1
gives an example of how a SOA application couldbbi#d on the basis of SOA where
technologies like BPMN (Business Process Modelingahon) are used.

Chapter 5, “Recommendations for individual sewices”

11. Chapter 5, is replaced by a new Chapter 5 ¢8 $8rvices and recommendations on
the implementation of RIS services” as follows:

[5.1] Relation between RIS Key technologies anfl Barvices

The relation between the RIS services and RIS Keprtologies as depicted in
Chapter 4 and based on experience in previousrmsead implementation experience is
reflected in figure 2.

[5.2] Information categories and RIS services

The functional decomposition of River Informatiorerces (RIS) allows the
allocation of information provision to user demand@iable 5 shows connections between
information categories, the RIS services and th® iRference data. The reference data is
seen as essential for different information catiegoand as such separately depicted in the
underneath table. Table below gives an examplegagde to the user of the guidelines and
may assist the user in making his/her own listpdmagraph 5.3 and further, the different
services are specified in detail. In annex 3 ams@devel of information details is added to
the table as additional information to table 5.

[5.3] Fairway information service (FIS)

[5.3.1] Fairway information contains static and ndgnic as well as urgent
information regarding the fairway. Static and dyimaminformation should be
communicated on a scheduled basis.

[5.3.2] Fairway information should be provided wational level or preferably on
(International) fairway network level by creatingnda implementing one single
dissemination point of contact.

[5.3.3] Safety related data as provided should ceetified by the competent
authority.
[5.3.4] Fairway Information Services should be egivwith an indication of the

quality of the information. Depending on the typledata, this quality can expressed in

13
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terms of accuracy, reliability, age, completenasmformity to standards, etc. The user
should be informed at least on:

€) Reliability of the information;
(b)  Accuracy and age of the information;

(c) Completeness of the information.

[5.3.4] The urgent information needs to be updaexy frequently and/or should be
communicated on a real time basis by VHF radintarid AIS.

[5.4] Traffic information service

[5.4.1] Generaf

[5.4.2] Tactical traffic information (TTI) Servite

[5.4.3] Strategic traffic information (STI)

[5.4.3.1]°

[5.4.3.21

[5.4.3.3] For strategic traffic and transport magragnt supporting services a ship

reporting system should be established by the ctenpauthority. The system has the task
of collecting, processing and verifying and disseating the reported information on
vessel position, voyage and cargo.

[5.4.3.4] Special attention is needed for privaegulation when strategic traffic and
transport services are implemented.

[5.4.3.5] For transport management services dathange with private parties should
be supported but requires strict authorisationsraled a legal basis for the exchange of this
information. A single point of contact on the (iR)e@ational network level for the provision
of this strategic information is recommended.

[5.4.3.6] Data interchange should be establishetivden authorities within the
waterway network. For this data exchange standaelso be developed.

[5.5] Traffic management
[5.5.1] Vessel traffic services, (VTS)

[5.5.1.1] Reference is made to the Inland VTS Gliide of IALA and the CCNR
guidelines on inland VTS (Chapter 1, No. 4.).

[5.5.1.2] Vessel Traffic Services by means of ditat traffic image on shore should

be established for the safety of navigation inaaltlocal situations, the efficiency of traffic

and the protection of the environment from potérdi@ngers of shipping. It emphasizes
traffic monitoring. The difficult local situationway be:

€) Complex traffic patterns;
(b)  High amount of accidents;

(c) High traffic density;

14

The text is mainly the same is in para. 5.2.1.
The text is mainly the same is in para. 5.2.2.
The text is mainly the same is in para. 5.2.3.1.
The text is mainly the same is in para. 5.2.3.2.
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(d)  Narrow fairway and/or shoals;

(e) Narrow bends;

® Narrow and/or many bridges;

(9) Fast water currents and/or cross currents;

(h) Fairway with traffic regulations, e.g. one-wagffic;
0] Conjunction of waterways.

[5.5.1.3] The Tactical Traffic Image (TTI) is prackd by collecting shore based radar
and vessel tracking and tracing information angldigng the vessel information on an
Inland ECDIS. The standards for Inland ECDIS anldrid vessel tracking and tracing
should be used. For a long river stretch and hegaffic, the TTI may be enhanced by
target tracking.

[5.5.2] Lock and bridge managem&nt
[5.5.3] Traffic Planning
[5.5.3.1] Traffic planning should improve the pagsdime on a fairway or transport

corridor by providing information on the state bétfairway and passing times at locks and
bridges on a fairway or corridor in an integral eggeh.

[5.5.3.2] Through electronic reporting and avallabof tactical and strategic traffic
information RIS authorities can better anticipdte tiemand for use of facilities in the RIS
area and provide enhanced Traffic Management Sssvic

[5.5.3.3] Based on an ETA at the final destinatitwe, RIS authority can advice a ship
to adapt its ETA and so optimize not only the reses but also the arrival of the ship. This
allows for better use of infrastructure and redueeting times leading to improved
efficiency.

[5.5.3.4] RIS traffic planning (TP) optimizes theyage planning of vessels.
[5.6] Calamity abatement support

[5.6.1] Calamity Abatement Support means the stpmgpactions necessary to limit
the consequences of a calamity.

[5.6.2] Calamity Abatement support is facilitatdxy reporting of the vessels

position, voyage and transport data at the beginnina voyage. This information should

be continuously updated during the voyage. In cdsen accident, the RIS centre delivers
the data without delay to the emergency services.

[5.6.3] It is the responsibility of the skipperrport the required data.

[5.6.4] A ship reporting system with a databased appropriate means of
communication should be established.

[5.6.5] Position and sailing direction of the wesshould be reported by VHF or
automatically via Inland AIS:

€) When entering or leaving a RIS area;
(b) At specified reporting points within the RISar
(c)  When the data has been changed;

8 The text is mainly the same as in para. 5.3.3.

15



ECE/TRANS/SC.3/WP.3/2011/14

16

(d)  Before and after stops of longer than a spepidiriod.

[5.6.7] In case of accidents responsible RIS aittks of a neighbouring RIS area
should be informed on the type, status and possisieequences of an accident.

[5.7] Information for transport logistic$

[5.8] Information for law enforcemeft

[5.9] Information for statistics

[5.9.1] The RIS Services for Statistics is maibBsed up the other RIS services, in

particular on Fairway Information Services, Traffidormation and Traffic Management.
By means of storing this data over a defined peoitiime, statistical analysis can be made.

[5.9.2] The type of analysis and the storage tirhthe data will also be determined
by privacy regulations.

[5.9.3] Statistical analysis might include theldaling:

€) Number of days per year, during which a watgriganot available due to
flood or low water periods;

(b)  Number of vessels on a specific stretch offdimvay;
(c) Traffic volume;
(d)  Cargo transported;
(e) Number of lock operations.
[5.10] Information for waterway charges and paresl

[5.10.1] The RIS Services for waterway charges gaord dues is mainly based on the
RIS key technologies like Electronic Reporting dmdcking and Tracing systems.

[5.10.2] Privacy regulations are essential pre-@@ms to this service.
Chapters 6-7, “Planning of RIS” and “Stepwise development of RIS”
12. Chapters 6-7 are revised in the light of thectical experience in the

implementation of RIS and replaced by Chapter 6 “Structured approach of the
implementation of RIS services” as follows:

[6] Structured approach of the implementation 8 Bervices
[6.1] General
[6.1.1] The need for RIS should be carefully assds based on a cost-benefit

analysis and a consultation of the user groups.

[6.1.2] In those cases where RIS are deemed tebessary for the safety of traffic
flow, the protection of the environment, the efficty of transport and to augment the
traffic on the waterways while keeping the safdtjeast on the same level, the competent
authority should provide the necessary expertizeaarange funding to provide the desired
levels of technology and expertize to meet the aibjes.

1% same as in section 5.5.
20 same as in section 5.8.
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[6.1.3] The RIS services, as defined in Chaptan their relation with the RIS Key
Technologies (see Figure 2), can be seen as aethyrodel similar to that presented in
Figure 32 The implementation of RIS should contain a leastvWay Information Services
and in the next step it can be extended with taffiformation, then with traffic
management as the primary services. Based on these primary services the other
services can be implemented.

[6.2] Mission Statement

[6.2.1] The first step in the approach for a dimmed approach for the
implementation of RIS is the definition of a migsistatement.

[6.2.2] A mission statement is a formal, writteéatement of the organization or RIS
authority on objectives that should be achievedheyimplementation of River Information
Services. The mission statement should guide thierascof the organization, spell out its
overall goal, provide a sense of direction and guitkcision-making. It provides “the
framework or context within which the company'attgies are formulated”.

[6.3] Steps of a structured approach for the imy@letation of RIS

The mission statement has to be translated intisianvstatement, i.e. define what
the organization wants to realise without speciyfrow it will be done. Before the vision
statement can be defined training is necessarytter involved partners in existing
directives and the technical specifications on &i8 other relevant documents.

[6.3.1] Vision Statement

A structured approach for the content of the visstetement contains at least the
following items:

€)) Definition of the Primary Stakeholders: Thewdahe capabilities, funding
and authority (legal basis) to make decisions &alising RIS. They contain at least the
authorities that will be responsible for the RISitte(s) and its organization. To get a clear
view on this it is important to define the workiagea for which RIS services will provided.

(b)  Definition of Secondary Stakeholders: Thes&edtalders are involved in the
realization for RIS but do not have the authority thtke decisions, e.g. the skippers,
providers of hydrographical, hydrological and metdagical data.

(c) RIS Key actors: The primary and secondary s$takkers should form the
RIS Key Actors.

(d)  Definition of the RIS Services: Figure 4 givas overview of the stack of the
RIS services which are described in more detaithiapter 5. Chapter 4 gives an overview
of the four RIS Key technologies and Figure 2 gigesoverview of the relation between
RIS Key technologies - RIS Services and Refererata (RIS Index and Hull data). The
Primary Stakeholders will have to decide which Bé®vices they need and to what level of
detail each service will be provided. It is reconmaed to implement at least FIS, Tl and
TM. The Primary Stakeholders should also decideckidrganization will implement a
certain service.

(e) The RIS Key technologies: The type of RIS smsidefine which RIS Key
technologies are necessary to be implemented asesanseen from table 5.2.

® Definition of the RIS Index: The four RIS Kegdhnologies heavily depend
upon the RIS Index. The realization of the RIS i necessary and experience shows
that this is not an easy task to create and to keepdated. Special attention should be
given to objects in a cross border situation whteeentries in the RIS Index should be
aligned with the neighbouring countries.

17
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(9) Evaluation existing systems: The primary stakeérs should decide if they
want to realize RIS on the basis of new systemex@ting systems. The decision to use
new systems or existing systems should be evaluatedasis of cost, availability,
reliability and training of personnel.

(h) Demands on the level of availability and reiliédo (down time) and other
requirements with respect to the Quality of Infotimra Services: The availability of each
RIS service has to be defined, will it be availabdtween office hours or does it need to be
24/7/365 availability. The reliability (redundancydf the used system for the
implementation of the RIS services has to be ddfibmes it have to be a reliability of e.g.
99.5 % or 99.9 %?

0] Definition of data exchange: The definition d@dita exchange can be defined
on two levels:

0] Internal: This contains the data exchange wathanizations that feed the
different systems used for the implementation ofSRle.g. hydro meteo
organizations that provide water levels for NtS.

(i)  External: Which information and how will be exanged with neighbouring
RIS organizations. A lot of effort on this levelshalready been done and defined by
the IRIS Europe | and Il project. There can be a#ter organizations that need
information e.g. the government in case of CAS.

()] Training of the personnel: The selection of R$Brvices that will be
implemented procedures has to be defined by hosetidS services will be used and
maintained. A function of these procedures is tm®wedge (capacity) of the RIS
operators that has to be defined together witm#éwessary training.

(k)  General Planning: For the implementation of tR&¢S services a time
schedule should be made on the basis of the serthe¢ will be implemented taking into
account the layered structure, as shown in Figute I6is important to take into account
that different partners, organizations and inteomal regulations can be involved in the
realization of RIS. This can be a very importartda for the definition of the critical path
of within any planning framework.

)] Estimation of Cost: The estimation of the cslsbuld contain different items:
0] A calculating of the total cost for the implentation of the RIS services;

(i)  The cost for the management and maintenancethaf systems and
infrastructure e.g. FIS portal, Inland AIS network;

(i)  Estimation of costs for updates like Inlan8l€’s;
(iv)  Estimation of costs due to updates and amentsraf regulations;

(v) Costs for initial training of the personnel angdate of the training
depending on the adjustments in the procedureswfth use the RIS services.

[6.3.2] Implementation of the mission statement

[6.3.2.1] The vision statement forms the basisifglementing RIS. It forms the blue
print of the project which should contain at lethst following steps

€) Definition of the functional and operationatjpirements (FOR). This is the
translation of the objectives, defined in the uisgiatement, into requirements that can be
implemented. This should be user driven. It defimbat should be realized without being
concerned on how the solution should be made. Aroitant task in this phase is also the
definition of the non-functional requirements lik@ example availability of the solution,
does it need for example 24/7/365 availability |alo#ity of the solution, etc.;
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(b)  Prototyping: a prototype should be developed awaluated by the users.
This will result in an update/change of the FORislvery important that the users get a
feeling of the functionality that will be providds:fore the developments starts;

(c) Technical design: This will translate the FORtlie description on how the
system has to be developed. The FOR will be extémdth a number of technical issues
and an important driving force will be the non-ftional requirements;

(d) Implementation: on the basis of the FOR andhri@al design the solution
will be developed;

(e) FAT: factory acceptance test, the implementesvgs in a simulated
environment that the implementation fulfils the FOR

® SAT: site acceptance test - the implementemshthat the implementation
fulfils the FOR and non-FOR in the real environment

(@)  Training: the users get a training in the uthe implemented systems;

(h)  System test: the implementer proofs that thplémentation works without
any problems during a number of days when it iglise real time situation;

0] Documentation: is provided on how the implenagian is built. A user guide
is provided. The necessary information to mainthm installed equipment and systems is
set out and planned.

[6.3.2.2] The items mentioned above are a minimisindf the necessary steps for
planning and realizing the implementation of a RitSject. There are different methods to
define the execution of the project, for example taterfall or Agile methodology. The
chosen methodology will depend on the implemerter,type of the project, the way an
organization works, etc. But it should be takemw iatcount that the FOR and prototyping
can take an essential and significant part of thal ttime foreseen for the project and
experience shows that these are the basis forcessfal project.

[6.4] Legal considerations

[6.4.1] The liability element of compliance withIR guidance is an important
consideration which can only be decided on a cgseabe basis in accordance with
national law. Consequently, a RIS authority shdakk into account the legal implications
in the event of a shipping accident, where RIS afpes may have failed to carry out their
duty competently.

[6.4.2] Other legal considerations should inclatiteast the following aspects:

€) Definition of the tasks and the responsibiitief the responsible RIS
authority.

(b)  Provisions for regulating data exchange atomafi and (if applicable) at
international level.

(c) Rules and regulation for the data storage, @albe taking into account data
privacy regulations.

[6.4.3] The legal considerations should be oudlinpfront to be able to identify the
relevant actions (e.g. amendment of the inland mhdp legislation, preparation and
conclusion of administrative agreements).

[6.5] Training

[6.5.1] The successful delivery of RIS dependsnupompetent and experienced
personnel to fulfil the responsibilities of a RI8tlaority. The recruitment, selection and
training of suitable personnel are a prerequisitthe provision of professionally qualified
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personnel capable of contributing to safe and iefiicvessel operations. Such personnel
will help to ensure that full regard is given te tiliverse tasks inherent in RIS activities.

[6.5.2] Training will depend on the RIS servicd®tt the organization wants to
implement, the existing organization (Is it stagtiwith a green field situation or will RIS
be integrated in already existing situation likeV&S centre? Are there trained VTS
personnel? Are there operational procedures ioithanization?).

[6.5.3] The following recommendations on traincan be defined:

(@ First the organization, responsible for the lenpentation of RIS, has to
define the capabilities that are needed from thegmmel, depending on the RIS services
that shall be implemented. This should answer tlestipn “What to train”;

(b)  Then the organization should make a matrix tdasethe needed capabilities
and the capabilities of the available personndl ¢bald be taken into account to fulfil the
required needs after the necessary training. Tusld answer the question “Who to train”,
i.e. if the organization can fulfil the implemerntat of RIS with the existing personnel or if
there is a need for new personnel;

(c)  The result of the above steps result in a sehtdrat defines “Who has to be
trained in what” has to be trained,;

(d)  Training means that there is a training envinent. This is a very important
element during the definition of the functional amgberational requirements. The
implementation of RIS should make it possible tiet provided solution can work in a
simulated mode and that previously situations @replayed for purpose of training;

(e)  The above steps define the need of a sepamat®@ement for training. This
solves the answer to the question “Where to train”;

)] Due to the evolution in the RIS environmentantinuously update program
of training has to be foreseen.

VIIl.  Chapter 8, “RIS Standardisation procedures”
13. Chapter 8 and its annexes are deleted asdbeient is now contained in the new
Chapter 4.
14. A new annex 1 “Open Standards - Service OritAtehitecture stack” is addédl.
15. A new annex 1 “RIS information categories” dslad®

16. Annex 6 “Relevant internet sites” is updated esnumbered as Annex 3.

2L Due to the limited space, the text of Annex lejsroduced in the addendum to the document.
22 pue to the limited space, the text of Annex Zejsroduced in the addendum to the document.
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