A2 Stern CP 

Economy tanks if taxes increase 

Horrigan 7/18 [Pete Horrigan,  president of the Mid-Atlantic Petroleum Distributors Association. “Economy tanks if gas tax rises” http://articles.baltimoresun.com/2012-07-18/news/bs-ed-gas-tax-letter-20120717_1_gas-tax-pete-horrigan-mid-atlantic-petroleum-distributors-association SMerchant]

Drivers are finally getting some small relief from dropping gas prices, but we are still in very difficult economic times — witness the 13,500 jobs lost in Maryland between March and May of this year. Motor fuel consumers are still hurting and increasing motor fuel taxes or other highway user fees should not erase any relief that they are currently getting.¶ The claim is made that an increase in gas tax revenues will create jobs, but the funds raised by a new gas tax are coming from the very same folks that have recently lost their jobs and other Maryland citizens who are struggling just to make ends meet.¶ We keep hearing that additional transportation revenue is needed to improve infrastructure but transportation funds continue to be drained from the Maryland Transportation Trust Fund (TTF) and transferred to the General Fund and not repaid. Approximately $320 million per year from transportation revenue sources are now spent elsewhere. That equates to 10 cents on our gas tax rate.¶ Additionally, the trust fund supports two major transit systems that do not come close to supporting their own operating costs through fare box collections resulting in a serious drain on the fund. Motorists pay over 60 percent of the total revenue dedicated to the TTF. That's already more than their fair share!¶ Before any consideration is given to increasing gas taxes or any other highway user fees, a comprehensive plan needs to be put in place to address these significant issues.

Links to politics -- The transportation referendum proves that raising gas taxes are unpopular 

Hart 7/15 [Ariel Hart, writer for The Atalnta Journal-Constitution “If transportation vote fails, is there a plan B?” July 15th, 2012 http://www.ajc.com/news/atlanta/if-transportation-vote-fails-1478341.html SMerchant]

Backers of the July 31 regional transportation referendum insist that "there is no Plan B."¶ Opponents -- from the tea party to the Sierra Club -- come armed with an array of Plan Bs, touting them as cheaper, better ways to meet the Atlanta region's transportation needs.¶ It's just not clear that those plans could achieve anything like the impact of the 157 projects encompassed by the plan on the July 31 ballot. To be feasible, any alternative must work not only technically and financially but -- perhaps trickiest of all -- politically.¶ The conclusion of many independent analysts is that, if the vote fails, only one class of major transportation expansion has a relatively clear way forward, financially and politically: toll roads.¶ "If the referendum does not pass and there's no alternative, reliance on toll roads is going to become more important," said Mike Meyer, an Atlanta transportation expert and former head of the national Transportation Research Board.¶ "That is probably the only thing that is left out there" that can get funded, agreed Harold Linnenkohl, a former commissioner of the state Department of Transportation.¶ Drivers, rather than taxpayers at large, will assume most of the costs of new road construction, he said, "either with the gas tax or at the toll booth. And as to a higher gas tax, they [politicians] won't do that. It's not on the table, it won't happen."
Fuel taxes fail 

Copeland 12 [Larry Copeland, writer for USA Today “Gas tax falling short in paying for transportation needs” February 24th, 2012 http://www.usatoday.com/news/nation/story/2012-02-07/gas-tax-not-enough-to-fund-roads/53228510/1 SMerchant] 

The USA is at a critical juncture in how it pays for roads, bridges and transit. That's because the federal tax on gasoline, the primary method since 1956, has lost one-third of its buying power since it was last raised in 1993. States add their own tax on top of that, but the federal tax accounts for about 45%-50% of capital spending for transportation.¶ The federal gas tax — 18.4 cents a gallon for gasoline, 24.4 cents for diesel — is growing anemic because of more fuel-efficient vehicles, Americans driving fewer miles and the growth of electric and alternative-fuel vehicles. The tax rate on gasohol and most other special fuels is much less.¶ "It no longer works as our primary source," says Jim Burnley, a Washington, D.C., transportation attorney who was Transportation secretary for President Reagan. "We're going to have to figure out, as a country, other mechanisms."¶ Burnley says transportation bills now being debated in Congress — a five-year, $253 billion version in the House of Representatives, a two-year, $109 billion version in the Senate — likely will be among the last to rely primarily on the gas tax.¶ Each 1-cent increase in the federal gas tax generates about $1.8 billion in revenue, says Joseph Giglio, a professor at Northeastern University who has written extensively about transportation financing.¶ Grover Norquist, a prominent tax foe and president of Americans for Tax Reform, says the federal gas tax should be reduced "to near zero" and the states should determine how to build and repair roads and bridges within their borders, even interstate highways.¶ "If a state wants to widen or repair or build a bridge, how in the world is that a federal responsibility?" he says. "Within 10 years, there won't be a federal gas tax. There'll be 50 state gas taxes paying for highways at the state level."¶ Proposed alternatives:¶ •Taxing miles driven. What if drivers were taxed not on how much gasoline or diesel they purchased but on how many miles they drove?¶ Many transportation experts see a vehicle miles traveled (VMT) tax as the likeliest alternative or complement to the gas tax. "Some kind of VMT tax … is almost inevitable," says David Goldberg of Transportation for America, a coalition of businesses, unions and non-profit organizations. "I would say within 10 years. The technology is getting better and better. The impetus for it is getting much stronger."¶ A VMT tax most likely would use GPS devices to track how much and where vehicles drove, potentially raising privacy concerns. The growing popularity of smartphones capable of tracking users' movements might lessen that concern for many, says Jack Finn, senior vice president and national director of toll services for HNTB, a national engineering, planning and construction firm based in Kansas City, Mo.¶ However, it's difficult to gauge the political viability of a VMT tax: The Obama administration and Rep. John Mica, R-Fla., chairman of the House Transportation and Infrastructure Committee, have been nearly as loath to support it as they are to increasing the gas tax.¶ A federal VMT tax is "highly unrealistic," says Joshua Schank, president of the Eno Center for Transportation, a non-partisan think tank in Washington, D.C. But he says such taxes are likely at the state level in coming years. Norquist also says a VMT tax is more workable by states.¶ •State and local governments paying more costs. As the economy improves, the future transportation funding mix likely will include a bigger contribution from local entities, Goldberg says.¶ •More tolls. While it's often controversial, more communities are turning to tolling. Few experts expect tolling to become the sole method to finance roads and transit, but many see it playing a larger role.¶ "I can see tolls supplementing the gas tax," Finn says.¶ Expanded tolling has many detractors.¶ "I think tolling is a cop-out," says Greg Cohen, who heads the Highway Users Alliance, a non-profit coalition of highway supporters, AAA auto clubs, bus companies, farm bureaus and shopping centers. "Part of what makes America work is we have an interstate system and it's a toll-free system that really brings our country together."¶ •Tying the gas tax to inflation. Cohen says the federal gas tax would be more effective if it increased at the rate of inflation.¶ He acknowledges that's a long shot. "It would be viewed initially as a tax increase," he says. "Right now, no one wants to do that."¶ •Using general tax revenue instead of a gas tax. Schank says the USA could follow the lead of Germany and other industrialized nations that do this. "We're already moving in that direction," he says, noting that Congress has tapped general revenue to cover shortfalls from the gas tax.¶ •A sales tax dedicated to transportation. Finn says that's unlikely in the current anti-tax climate.
Health services prove – user fees fail and people will no longer use the product 

Grepin 9 [Karen Grepin -- research focuses on the economics and politics of health service delivery in developing countries, consultant to a number of international health organizations, including the World Bank, the World Health Organization, and the Bill and Melinda Gates Foundation. “Revisiting user fees: what impact do user fees have on utilization of health services?” April 14th, 2009 http://karengrepin.com/2009/04/revisiting-user-fees-what-impact-do.html SMerchant] 

Years ago before deciding what I wanted to work on for my dissertation, I remember speaking to a colleague who suggested that there still had not been great empirical work done on user fees and that the question of what impact cost sharing had on utilization of health services was still very much up for debate. At the time, I wondered why on earth he thought this was still an interesting question. Of course user fees reduce utilization of health services: that is econ 101, right? User fees were just a bad policy dreamt up by the World Bank and the IMF, something I learned from my masters studies. In my mind, the Bamako Initiative was up there with the marketing of baby formula and Pfizer’s testing of drugs in Nigeria on the world’s list of really-bad-global-health-stories. The truth is that I just did not know enough.¶ As it turns out, years later I became interested in the question of user fees through some research I was doing in Ghana. Ghana like many countries in Africa was struggling to increase health service coverage and also like in many other countries user fees had become highly politicized. Some countries had experimented with eliminating user fees or to exempt certain people or certain services from user fees. What was surprising, was that the empirical literature that existed did not always show what we would expect it to show: increase coverage. Some user fee introductions were associated with higher coverage. Some elimination of user fees did not show higher coverage. Some of these experiments actually failed and countries were forced to reintroduce user fees. In many cases the exemptions that were introduced became non-functional over time.¶ Part of the problem, as it always is in these cases, was methodological. Most policies were implemented at the national level making it hard to find a good control group and the general availability of data was so poor that it was hard to properly measure the effect of the policies.¶ But part of it also has to do what many economists or others who ignore the political economy of user fees fail to recognize: user fees don’t just reduce patient demand they also provide important incentives to health care providers. Since these two effects work in opposite directions, whether eliminating or implementing user fees will increase or decrease utilization is an empirical question. Randomized experiments on the effects of user fees on the demand for health services where the supply side is purposely well controlled by the investigators neglect this offsetting effect and therefore don’t translate well to the real world.¶ For a brief period starting in 2003, Ghana exempted women from paying delivery fees. The policy was rolled out to 4 of the regions before being implemented nationwide 20 months later. I have recently finished a working paper that looks at the effect of this policy on the utilization of services. I find what both the advocates and opponents of user fees would argue: eliminating user fees did increase the utilization of services, the policy may have adversely affected quality, and because the government ignored the incentives to providers, the policy stopped being implemented over time. Everyone was right.¶ The real question then is not whether or not user fees limit demand, it does as we would expect, the question is how to implement a policy that can target services to the groups we are interested in while preserving the provider incentives. Pre-paid heath insurance plans, such as the plan currently being implemented in Ghana is likely one answer. Voucher systems might be others. The full effect of such policies needs to be considered.
Renewable energy tech proves loan guarantees work 
Smith 7/20 [Kevin Smith, writer for The Telegraph “Loan guarantees for clean energy: a success story, not a scandal” July 20th, 2012 http://www.macon.com/2012/07/20/2101108/loan-guarantees-for-clean-energy.html SMerchant]
There's a lively debate under way about the Department of Energy's loan guarantees to American companies that are developing advanced renewable energy technologies. Unfortunately, many opponents are generating heat but are not properly representing the facts around the DOE program's strong success.¶ ¶ These critics keep citing Solyndra, a solar panel manufacturer that went bankrupt because of intense foreign competition. But the projects representing about 98 percent of the program's funding have been successful, especially solar power plants that aren't vulnerable to the volatile global economy. Overall, the program has spurred $40 billion of investments in energy projects over the last five years, while supporting more than 60,000 American jobs.¶ ¶ An independent program review headed by Herbert Allison, a former Wall Street financier, reported that the loan portfolio is performing well, with the great majority of the companies on track to repay their loans on schedule along with $8 billion in interest.¶ ¶ Reaching similar conclusions, the news service Bloomberg Government, found that 87 percent of the program's loans are low-risk. Meanwhile, the news site CleanTechnia observed that, with only 1.4 percent of its investments in "losers," the program has a far better record than the private venture capital markets.¶ ¶ Begun under former President George W. Bush, the program resembles federal programs that helped American companies to commercialize cutting-edge technologies, including aerospace, medical treatments, nuclear power, global positioning systems, and the Internet. It's designed to minimize taxpayer costs and maximize economic benefits, such as job creation.¶ ¶ The federal government manages a loan guarantee portfolio of approximately $1.1 trillion, consisting of more than 65 programs. As with the loan guarantee program for renewable energy, these are federal guarantees of loans from private sources, not grants, tax credits, or direct loans. Even if companies go bankrupt, the taxpayers don't have to pick up the entire tab because the federal government seizes the borrowers' assets, from buildings to bank accounts, and can sell them or manage them in order to generate revenue.¶ ¶ Meanwhile, the program helps American companies to commercialize technologies that enable them to export products and services overseas and create good jobs here in the United States.¶ ¶ For instance, in the town of Tonopah, Nev., a solar power project will produce power 24/7. A field of thousands of billboard-sized mirrors will focus the sun's energy at the top of a tall tower where a "receiver" filled with molten salt will be heated by the sun. Stored in an insulated storage tank, the high-temperature salt can be utilized, day or night, to produce steam to generate electricity in a steam turbine.¶ ¶ When operational at the end of 2013, the Crescent Dunes Solar Energy Plant will generate 110 megawatts of electrical power to serve 75,000 homes. Because 100 percent of the electricity generated by the plant is pre-sold under a 25-year energy contract with NV Energy, the project is a solid investment.¶ ¶ Over 30 months of construction, almost 600 jobs will be created onsite, as well as more than 4,300 direct and indirect jobs from equipment and service providers in more than twenty states. Over its first ten years of operation, the project will generate $37 million in local tax revenues, helping to pay for school systems and police and fire departments.¶ ¶ The Crescent Dunes power plant is designed, developed and will be operated by SolarReserve, a leading developer of large-scale solar projects. More than $250 million of project equity was provided by private investors. But, in order to get this U.S.-developed advanced technology off the ground, it received a boost from the DOE Energy Loan Guarantee Program.¶ ¶ The loan program commercializes new technologies, supports American jobs, promotes American exports, and generates clean energy. With all but a few loans on track for repayment with interest, the program is a proven winner for our country's companies, workers and taxpayers.¶ ¶ Make no mistake: Federal loan guarantees for advanced renewable energy technologies aren't a scandal - they're a solid success story.

Title XI allows for lower costs for shipowners – solves HMT and Jones Act restrictions 

Darcy, Welsh, and Marcus, 2009 *their authors that they will read in the 2NC —Engineering Duty Officer at US Navy, Professor of the Practice of Naval Construction and Engineering and Professor of Marine Systems (Joseph, Mark and Henry, “Short Sea Shipping: Barriers, Incentives and Feasibility of Truck Ferry”, MIT, June 2009, http://www.google.com/url?sa=t&rct=j&q=&esrc=s&source=web&cd=6&ved=0CGcQFjAF&url=http%3A%2F%2Fdspace.mit.edu%2Fbitstream%2Fhandle%2F1721.1%2F49879%2F464231726.pdf%3Fsequence%3D1&ei=pRrhT6WvB8Oh0QWGyezZDA&usg=AFQjCNHtk_8v9stCI1RMUYpvpx5_z6xy4g)//SMerchant 
In the not too distant past, ship owners and companies desiring to enter the sea shipping trade were able to raise capital privately and be aided by the Federal Government with a mortgage guarantee known as Title XI mortgage insurance. Title XI is a part of the Merchant Marine Act of 1936 that established the Federal Ship Financing Guarantee Program to assist private companies in obtaining financing for the construction of ships and the modernization of U.S. shipyards [37]. Where these guarantees are available, interest rates encountered are invariably lower for the shipowners. In the current political climate, however, the mortgage guarantees appear as none too subtle subsidies to the shipping industry. This is evidenced by the Maritime Administration’s reluctance to issue Title XI guarantees. Between 1985 and 1987, 129 Title XI defaults cost the government nearly $2B [37]. The Federal Credit Reform Act of 1990 imposed stricter requirements on the issuance of these guarantees, improving their performance until between 1998 and 2002, nine Title XI loans defaulted. These defaults combined with the “credit 43 crunch” and sub-prime loan failures, will most likely make lending requirements even more strict. Shipping incentives in the United States have had a semi-sordid past. Most recently (and most importantly since it is fresh in the mind of the government and lawmakers) the failure of American Classic Voyages was a black eye for MARAD which was required to complete a $367M obligation when a Title XI loan guarantee had to be settled in 2001 [38].

A2 Appropriations CP
Advances appropriations fail and add complexity- education proves. 

Delisle 8-  director of the Federal Education Budget Project at the New America Foundation, Jason Delisle develops and manages content for the project. He oversees the management of a database of information on federal funding for every school district and institution of higher education in the country, ( no month, “ Advance Appropriations: a Needless and Confusing Education Budget Technique”, http://www.newamerica.net/files/nafmigration/FEBP_Advance_Appropriations.pdf). Ee 
Advance appropriations add complexity to the education funding process and are of no practical benefit to recipients. Congress began using advances to get around budget rules enacted in the 1990s. Although these rules expired five years ago, Congress continues to employ the advance appropriations process to mask budget effects. 3) Congress should end advance appropriations for education programs by providing a one-time funding shift that moves advances back a fiscal year so that they align with the current funding cycle. A new scoring rule to prevent future advances should also be enacted. The combined effect will reduce complexity and increase transparency in the federal education budget process. Such a change does not increase or decrease education funding. But it does promote transparency, simplicity, and clear decision making in federal education budget matters

Advanced appropriations is expired was created for different purposes. 

Delisle 8-  director of the Federal Education Budget Project at the New America Foundation, Jason Delisle develops and manages content for the project. He oversees the management of a database of information on federal funding for every school district and institution of higher education in the country, ( no month, “ Advance Appropriations: a Needless and Confusing Education Budget Technique”, http://www.newamerica.net/files/nafmigration/FEBP_Advance_Appropriations.pdf). Ee 
The Federal Education Budget Project recommends that Congress end advance appropriations for education pro grams and provide all discretionary funds as part of each year’s regular appropriations cycle. Advance appropriations serve no functional purpose for schools, but they create a loss of transparency, comparability, and simplicity in federal education budgeting. It allocates spending before future budgets have been established. The approach was originally used to skirt spending limits and budget procedures in place from 1991 to 2002. But these spending limits and procedures have expired, and Congress continues to advance appropriate education funding.

Advanced appropriations don’t fund for more than one year. 

Delisle 8-  director of the Federal Education Budget Project at the New America Foundation, Jason Delisle develops and manages content for the project. He oversees the management of a database of information on federal funding for every school district and institution of higher education in the country, ( no month, “ Advance Appropriations: a Needless and Confusing Education Budget Technique”, http://www.newamerica.net/files/nafmigration/FEBP_Advance_Appropriations.pdf). Ee 
The two-step approach to providing funds for a subset of education programs through regular and advance appropriations does not matter in most cases to the schools receiving federal aid. Regular appropriations made for fiscal year 2008 and an advance for 2009 will both become available to schools in a single school year (2008-2009), albeit in two separate payments. Put another way, the appropriation takes place in two federal fiscal years (2008 and 2009), but covers only one school year. Advance appropriating works in this regard only if the regular appropriation is sufficient to “bridge” to the rest of the funding for the school year that is provided later in the advance. This dynamic creates a natural limit to advances. If Congress advanced all education funds, schools would not receive any grant aid until after October 1st of the school year. Hence, Congress needs to provide at least some funding through a regular appropriation if funding is to be available at the immediate beginning of the school year. But Congress does not need to advance appropriate for education programs. Instead as it did until the 1990s, it could provide one regular appropriation, passed for the fiscal year that begins prior to the upcoming school year. Under either approach, schools theoretically can be provided with the same funding levels for a given school year.

Advanced appropriations fail, mess up congress’s budget, and don’t have any benefits. 

Delisle 8-  director of the Federal Education Budget Project at the New America Foundation, Jason Delisle develops and manages content for the project. He oversees the management of a database of information on federal funding for every school district and institution of higher education in the country, ( no month, “ Advance Appropriations: a Needless and Confusing Education Budget Technique”, http://www.newamerica.net/files/nafmigration/FEBP_Advance_Appropriations.pdf). Ee 
Even though the grant recipients may be indifferent to the use of advance appropriations, the approach is by no means free of problems for others with an interest in federal education funding. For example, use of the advance appropriations technique makes it difficult to assess the actual level of funding for the subset of federal education programs that receive advances, primarily because the programs are funded in three pieces (the prior year advance, the current year appropriation, and the succeeding year advance). Consider the No Child Left Behind Title I funding levels reported by the U.S. Department of Education as an example. Funding levels are presented over multiple years as succeeding year advances, prior year advances, or regular appropriations, with a myriad of footnotes that attempt to make sense of all the possible combinations that could be derived from the information. In such cases, it takes considerable time and analysis to dissect what is reported, and it is not surprising that interpretations of figure 1 No Child Left Behind Title I Grant Funding Fiscal Year 2007 ($ in Billions, Budget Authority) education funding levels are subject to a confusing and at times misleading debate. 6 Education advance appropriations also make it difficult to compare spending to the rest of the federal budget, because virtually all programs funded through appropriations receive only one regular appropriation. When Congress considers appropriations bills for the upcoming fiscal year, it effectively considers only part of the education budget for the upcoming year (the regular appropriation), and part of the budget for the year after that (the advance). But even before Congress considers appropriations for the upcoming year, a portion of the education budget already has been decided (the advance from the year before). Thus, the appropriations process involves three parts for some education programs but only one part for the rest of the budget. Given that advance appropriating adds complexity to the education funding process and is of no practical benefit to recipients, it is fair to ask why Congress has used this approach for education programs for over a decade. The primary answer lies in budget rules enacted in the 1990s. A brief explanation of these rules and how they ushered in the use of advance appropriations follows.

Congress should end advanced appropriations and make a new scoring law to make sure lawmakers abide 

Delisle 8-  director of the Federal Education Budget Project at the New America Foundation, Jason Delisle develops and manages content for the project. He oversees the management of a database of information on federal funding for every school district and institution of higher education in the country, ( no month, “ Advance Appropriations: a Needless and Confusing Education Budget Technique”, http://www.newamerica.net/files/nafmigration/FEBP_Advance_Appropriations.pdf). Ee 
Congress should end advances by providing one-time funding to move advance appropriations into the regular appropriations cycle. At the same time, it should establish a new scoring rule that treats all advances as if they were regular appropriations. 24 If Congress were to end advance appropriations, it would need to shift funds back into the regular appropriations cycle in order to provide the affected programs with the same level of funding they would otherwise have received. For example, if Congress ended advances for the No Child Left Behind Title I program in the proposed 2008 appropriation, it would have to provide the $8.1 billion advance as a regular appropriation. Because the 2008 funding level already includes an advance made in the prior year ($7.4 billion) and a proposed regular appropriation ($6.2 billion), moving the 2009 advance to 2008 adds another $8.1 billion, boosting No Child Left Behind Title I funding to $21.7 billion. While this might appear to be a significant increase in funding, it simply includes funding that would have been provided anyway, just one fiscal year later. Funds would be shifted out of fiscal year 2009 and back into 2008. When Congress considers the 2009 appropriations bill, there would not be an advance from the prior year already staking a claim on spending room. Thus, Congress could simply appropriate the full amount it wishes to provide for Title I grants without having to utilize another advance to make up for the prior advance. Unfortunately, this timing shift would create the appearance of an increase in funding. For example, education funding for 2008 would be $17 billion higher if all advances for the succeeding year were shifted back one year. The rate and amount of money that would be spent as outlays would not change, however, because recipients of grant aid would spend the funds at the same rate. Ending advances in essence requires the appearance of a oneyear increase in funding to take back the reductions that Congress gained over the years through the use of larger and larger advances. Some in Congress might be opposed to taking action that would result in the appearance of a significant one-year funding increase. To help reflect that the funding is indeed intended to carry advances into the current appropriations year, and not intended to provide a spending increase, it could be classified as mandatory spending. This would keep the one-time funding separate and out of the appropriations process, helping to ensure that it is indeed used to support programs that would no longer receive an advance. When Congress adopts its budget resolution, it could include language that allows for spending legislation that ends advances to be treated as mandatory spending. 25 Of course, Congress would have to follow through and prohibit the future use of advances once the succeeding year advance is moved back a fiscal year. The temptation to start the advance appropriations process all over again would be great. To ensure that future Congresses adhered to the prohibition on advances, a new scoring rule could be adopted in law. Under this new rule, any appropriations bill that provides funding outside of the fiscal year covered by the bill would be charged or “scored” as if the new spending were provided in the fiscal year covered by the bill.

Advanced appropriates need to be abolished- they cloud federal debates about funding. 

Delisle 8-  director of the Federal Education Budget Project at the New America Foundation, Jason Delisle develops and manages content for the project. He oversees the management of a database of information on federal funding for every school district and institution of higher education in the country, ( no month, “ Advance Appropriations: a Needless and Confusing Education Budget Technique”, http://www.newamerica.net/files/nafmigration/FEBP_Advance_Appropriations.pdf). Ee 
When Congress began providing advance appropriations, it bought itself a way around annual budget spending caps. The price for this gain is now being paid through the complex, multiple year appropriations process that exists for a subset of education programs—a process that clouds the debate about federal education funding. Given that advance appropriations provide no practical benefit to schools over regular appropriations, and spending caps are no longer in place, the practice should be abolished. Congress and the Administration should take the responsible step of eliminating advance appropriations in the next budget cycle. They could do so by instituting a one-time appropriation to move the advances back to the fiscal year covered by the appropriations bill. Future advances could effectively be prevented through the adoption in law of a new scoring rule that treats all appropriations as if they were made for the year covered by the appropriations bill. Advance appropriations run counter to the interests of transparency and clarity in education budgeting\

A2 Inherency 

No funding for marine highway now

Bondareff 7-24-12-[“Congressional failure to enact maritime legislation and the fiscal cliff” Blank Rome LLP; Joan M. Bondareff; was chief counsel and acting deputy administrator of the Maritime Administration, U.S. Department of Transportation. She was also former majority counsel for the House Committee on Merchant Marine and Fisheries. Ms. Bondareff recently served on the Obama Transition Team for the Department of Transportation handling maritime related issues.  She worked on the OPA 90 legislation, and also helped develop the Natural Resource Damage Assessment regulations when she was the assistant general counsel for Ocean Services at the National Oceanic and Atmospheric Administration; USA; July 24 2012 http://www.lexology.com/library/detail.aspx?g=fc200bbe-9bcc-402f-8c38-7f349271ebd4]jt

! In the meantime, Congress is working on the FY2013 budget for the year beginning on O ctober 1, 2013. So far, no appropriations bills have been enacted for any department and some observers are predicting that we will have yet another Continuing Resolution to keep the government open though all or part of 2013. The lack of certainty over funding, along with the fear of sequestration, has led to agencies’ holding back on awarding new contracts. We have already seen a decline in budgets for the maritime agencies. For example, the Maritime Administration budget for FY2013 was cut significantly in the House-passed bill. No new funding was provided for the title XI loan guarantee program, the short sea shipping program, or the popular small shipyard grants program. The House has also zeroed out funding in 2013 for the also popular TIGER grant program, which allows ports to qualify for infrastructure funding. The Coast Guard has fared somewhat better with a 46 percent increase in funding for ship construction; but funding for aircraft purchases was reduced by 30 percent, and shore facilities and aids to navigation were reduced by 39 percent. However, even the Coast Guard would not be exempt from sequestration.
Solvency

Title 11 loans are key to the economy 

SIN 11-[U.S. Maritime Labor, Vessel Operators Urge Funding for Shipbuilding Program; March 2011; Seafarfers International Union; http://www.seafarers.org/seafarerslog/2011/03_March/titlexiletter.htm]
The SIU in late January joined with other maritime unions, American-flag vessel operators and other industry representatives in urging funding for the U.S. Maritime Administration’s shipbuilding loan guarantee program, known as Title XI. In a letter to U.S. Rep. C.W. Bill Young (R-Fla.) and U.S. Rep. Norm Dicks (D-Wash.), the unions, companies and others pointed out the “program warrants continued support even as Congress understandably reviews all accounts carefully. This is not a large, top down government program but a small program based on private sector initiative and applications. The program guarantees commercial loans for privately financed commercial ship construction and shipyard modernization – all in the United States. Demand for program guarantees has consistently exceeded available resources.” Rep. Young is chairman of the House Appropriations Committee’s Subcommittee on Defense; Rep. Dicks is the Subcommittee’s ranking member. Signing the letter were representatives from the SIU, American Maritime Officers; International Organization of Masters, Mates & Pilots; Marine Engineers’ Beneficial Association; Aker Philadelphia Shipyard; American Maritime Congress; American Maritime Officers Service; American Shipping Group; Central Gulf Lines, Inc.; Crowley Maritime Corporation; Horizon Lines, Inc.; Maritime Institute for Research and Industrial Development; Shipbuilders Council of America; Transportation Institute; and Waterman Steamship Corp. “Funding and implementation of the Title XI program will help grow the U.S. economy and create and maintain American jobs in the domestic shipbuilding and related service and supply industries, as well as aboard United States-flag commercial vessels,” the letter stated. “It will help maintain the nation’s defense shipbuilding base and an active U.S.-flag merchant marine, which is essential to U.S. defense sealift requirements. The program has created and maintained tens of thousands of well-paying seagoing and shoreside jobs, and helped to ensure that an adequate pool of vessels and mariners and a shipyard industrial base, including associated supply industries, is available to meet U.S. economic, homeland and national sealift needs.
 “The program also provides a strong return for the government, as each Title XI dollar leverages 15-20 dollars of private investment. Moreover, the resulting overall economic activity has been estimated to be several times the shipyard output.”

AT: Cost Ineffective

National implementation solves cost concerns – plan leads to economies of scale

Perakis and Denisis, ‘8 [ANASTASSIOS N. PERAKIS* and ATHANASIOS DENISIS, Department of Naval Architecture & Marine Engineering, University of Michigan, A survey of short sea shipping and its prospects in the USA, MARIT. POL. MGMT., DECEMBER 2008, VOL. 35, NO. 6, 591–614]

The idea of sustainable freight transportation is also gaining ground among its users, i.e. the shippers, the transportation stakeholders and the public. The negative effects of freight transportation can be reduced by exploiting economies of scale and distance of SSS and thus reduce the external costs per tonne-kilometre. Additionally, by introducing more efficient intermodal transportation and imple- menting efficient cargo transfers at port terminals that reduces cargo handling time and costs, we can create modal shifts from road to SSS. Network techniques and consolidation of cargo flows can improve the overall efficiency and reduce the total transportation cost significantly. Innovative bundling, i.e. consolidation, networks have emerged as a way of taking advantage the energy efficiencies of rail and sea transportation for the long-haul part and the flexibility of road transportation for the collection and distribution parts. These intermodal transportation systems are broadly recognized as sustainable and environmentally friendly means of freight transportation [51–53].
National SSS affordable and leads to economic growth in the short term

MARAD ‘11 [U.S. Department of Transportation Maritime Administration], America’s Marine Highway Report to Congress, Prepared in Consultation with the Environmental Protection Agency, April 2011, p. 18]

America’s Marine Highway has many thousands of miles of uncongested capacity that can be easily accessed through many existing port facilities. Accordingly, it has the potential to generate new services and economic growth cost-effectively and in a relatively short period of time.
The cost-effectiveness of a specific Marine Highway service will vary according to the characteristics of the corridor it serves. For instance, existing shipping channels along the Atlantic Coast of the United States are already maintained to accommodate international trade and are more than adequate to handle vessels that would transport passengers and freight on America’s Marine Highway. One study found that medium-sized, uncongested ports could be inexpensively modified to handle RoRo ships at an investment cost of $5 million each.44 Moreover, many ports, including smaller ports, are currently capable of handling weekly, twice- weekly, or even daily RoRo vessel services, with ships that hold 100-150 trailers. The study further estimated that an investment of $50 million would be sufficient to prepare Atlantic Coast ports for liner loop service, consisting of vessel calls on ports in regular sequence.45 The study notes that liner loop service would increase daily capacity along the Atlantic coast to a total of 21,000 trailers, consistent with the 10 percent market share projection common to several prior coastal shipping studies. Marine Highway shipping along the U.S. east coast would directly supplement the I-95 corridor. The I-95 Corridor Coalition estimates that by 2040, miles traveled by all vehicles using the corridor will increase by 70 percent.4 Truck volumes could nearly double even though such volumes are probably not physically or environmentally sustainable in many regions along the corridor. Further, ever-increasing congestion at highway and rail bottlenecks along the Atlantic Coast constrains interstate commerce and economic productivity. The Coalition estimates that to respond to this growth, approximately $47 billion per year would need to be invested along the I- 95 corridor on highways, $15 billion to $19 billion per year for transit, $4 billion to $5 billion per year for passenger rail, and $2 billion per year for freight rail. As noted above, the Marine Highway offers a relatively low-cost alternative at a public investment level as low as $50 million. As noted, the cost-effectiveness of the Marine Highway investments will be service-specific and there are many freight corridors where water transportation is not an option due to geographical or other limitations. Nonetheless, where waterways are present, the incremental investment needed to accommodate passengers and freight on America’s Marine Highway can be very cost- competitive with existing land-based modes, even without accounting for the many other benefits provided by Marine Highway services.

AT: Time Delays

Transit times irrelevant to most shippers – SSS most cost competitive

Ng and Perakis, ‘9 [Jacob Ng (UNDERGRADUATE STUDENT DEPARTMENT OF NAVAL ARCHITECTURE AND MARINE ENGINEERING UNIVERSITY OF MICHIGAN) and  Dr. A. N. Perakis, (Ph.D. SNAME FELLOW MICHIGAN PHOENIX MEMORIAL ENERGY INSTITUE FELLOW DEPARTMENT OF NAVAL ARCHITECTURE AND MARINE ENGINEERING UNIVERSITY OF MICHIGAN), The Environmental & Economic Benefits of Short Sea Shipping by ‘Container-On-Barge’ 2 MAY 2009 p. 8]
Although longer transit times might seem to put SSS at a disadvantage, a report sponsored by the Coalition of Alabama Waterway Association showed that only 15% of shippers deemed transit time to be their highest priority in their choice of transportation. On the other hand, 85% of the survey respondents deemed cost and reliability as their highest priorities. Thus, a longer SSS transit time is not a huge impediment to shippers opting for SSS as their choice of transportation. Even with the greater transit time factored into cost calculations, SSS still provides the most cost competitive transportation option.
Tech and logistical infrastructure already exist to fix time concerns

Perakis and Denisis, ‘8 [ANASTASSIOS N. PERAKIS* and ATHANASIOS DENISIS, Department of Naval Architecture & Marine Engineering, University of Michigan, A survey of short sea shipping and its prospects in the USA, MARIT. POL. MGMT., DECEMBER 2008, VOL. 35, NO. 6, 591–614]

The recent developments in supply chain management and the new trends of globalization, decentralized production and outsourcing of logistics to third party providers can benefit SSS even more. Modern logistics has become an essential part of the production process. Supply chain requirements focus not exclusively on speed, but on time reliability, with just-in-time transportation and zero inventory costs. Combined truck and SSS can take advantage of their efficiency, reliability and flexibility. Door-to-door cargo transportation requires the close cooperation of different modes. New technologies, such as cargo tracking, can facilitate that coordination and increase the level of service. The intermodal terminals as cargo transfer points are a crucial part of the intermodal transportation chain. Supply chain management have led to the creation of central trans-shipment facilities or hub terminals [49]. SSS can exploit all these opportuni- ties in logistics and become a modern form of intermodal transportation. Ports should operate as ‘seamless’ logistics nodes that will offer high level of service by facilitating the smooth transfer of cargo and the coordination among the different modes. Better communication and information exchange among the various modes is necessary. Itineraries and timetables among them should be synchronized. Fast and efficient cargo transfer is a key for the success of SSS.
AT: No Private Interest

Private sector is already expressing interest in marine highway expansion – they are solving logistical problems on their own

MARAD ‘11 [U.S. Department of Transportation Maritime Administration], America’s Marine Highway Report to Congress, Prepared in Consultation with the Environmental Protection Agency, April 2011, p. 9]

The future success of Marine Highway services cannot be tied to any single factor, such as rising fuel prices or landside congestion. Rather, it is contingent on a broad range of qualities, none more important than the ability to serve the needs of shippers for reliable, innovative, and cost- effective transportation. MARAD is confident that the private U.S. maritime sector, with the backing of Federal, State, and local governments, will deliver the required quality and reliability of service needed to attract greater cargo volumes. The private U.S. maritime sector has expressed great interest in the Marine Highway initiative, including by its initiation of new Marine Highway services (discussed later in this document) and by providing extensive information to MARAD about the opportunities and impediments to such services. MARAD notes that innovation by the private U.S. maritime sector has directly or indirectly led to major advancements in international and domestic shipping over the last 70 years, including the revolution in intermodal shipping via containerships, double-stack rail service (in cooperation with the U.S. railroad industry), improved logistics, new and larger ship types, and modern shipbuilding techniques.16

HMT Doesn’t deter

HMT doesn’t deter -- cannot be enforced

Skalberg, 7 [Randall K. Skalberg, Prof in Accounting Dept at U of MN- Duluth,  The U.S. Harbor maintenance tax: a bad idea whose time has passed?, Transportation Journal, Summer 2007, http://findarticles.com/p/articles/mi_hb6647/is_3_46/ai_n29366709/?tag=content;col1]

As Currently Enacted the HMT is Difficult to Properly Enforce The HMT currently applies to imports and to domestic transportation. With respect to imports, it is collected by the U.S. Customs Service when the goods arrive in a U.S. port and clear customs. Payment is voluntary with respect to domestic shipping. Since the Customs Service doesn't monitor domestic shipping there is no clear enforcement tool for domestically shipped items. While potential compliance problems alone are usually not sufficient to militate elimination of a tax system, when the system is as flawed as the current HMT, it may be better to eliminate the tax altogether than to try to create a new and expensive system to ensure taxpayer compliance.
Shipping Building Industry Low 

Shipbuilding Industry is declining 
Keeter 12-[1/26/12;<http://www.uscg.mil/hq/cg9/newsroom/feature/shipbuilding.asp>”Government, Industry Communication Key to Strengthening Shipbuilding Programs” By Hunter C. Keeter]

The government and the private sector must work together to overcome the challenges and opportunities facing the United States’ shipbuilding industry, including managing costs and increasing productivity. Senior leadership in the U.S. Coast Guard and the U.S. Navy have underscored the importance of strengthening communication between government and industry as a significant factor in overcoming these challenges. The Coast Guard and the Navy both have been under pressure to better manage shipbuilding costs and performance, while at the same time Congress and other stakeholders have warned of declining capacity and productivity in the U.S. shipbuilding industrial base. Such was the context for a frank discussion about the challenges of achieving the right balance between government and industry partnership and leadership. “There have been some difficult decisions for the Coast Guard and for the nation to consider,” Blore on April 4 told an audience at the Navy League of the U.S. Sea, Air, Space Expo 2007 in Washington. “For example, the requirements generation, planning and cost estimation for the Deepwater program [including its major platforms, such as the National Security Cutter (NSC)] were accomplished prior to 9/11. When the Coast Guard came to award the contract in 2002, the service faced a decision: to go forward and make changes later, or to wait for a new set of requirements?” Since awarding the contract, the Coast Guard and its industry partner, Integrated Coast Guard Systems –a joint venture of Lockheed Martin and Northrop Grumman– have made 11 major design changes to the NSC. Blore cited requirements and design changes as the top cost drivers in the post-9/11 Integrated Deepwater System (IDS) program. While of a different order of magnitude than those of the Navy’s shipbuilding program, the costs of Deepwater cutters also have been the source of some concern for Congress and for the Coast Guard. According to Blore, the IDS program’s total shipbuilding investment may be divided into four broad categories, including $3.5 billion for eight National Security Cutters (NSCs); $7.5 billion for 25 Offshore Patrol Cutters (OPCs); $4 billion for 46 Fast Response Cutters (FRCs); and approximately $1 billion for miscellaneous shipboard systems and capabilities, including Command, Control, Communication, Computers, Intelligence, Surveillance and Reconnaissance (C4ISR). Allison F. Stiller, Deputy Assistant Secretary of the Navy for Ships, told the Expo audience, “In order to control costs, we [the government] have to be able to manage the configuration of ship designs and shipboard equipment. [Additionally,] we have to leverage ‘Lean’ [a commercial process improvement methodology focused on speed and efficiency] and other process improvements, as well as bolstering our quality acceptance procedures.” Northrop Grumman Ship Systems President, Philip A. Teel, added that flexible, customizable production process improvements were important to managing costs. However, complexity and variation –including variances between classes and numbers of ships produced at the same yard– along with relatively small production runs, work against the broader application of commercial process improvements (such as ‘Lean’) to naval shipbuilding. According to Teel, another factor limiting the applicability of commercial process improvements in naval shipbuilding is that approximately 55 percent of the cost of a ship is resident in the development and integration of its combat systems, which often are provided to the shipbuilder as government furnished equipment, and therefore are affected by management efficiencies introduced at the shipyard. Nevertheless, the importance of implementing some methodologies for controlling cost and improving productivity in U.S. shipbuilding is underscored by a brief look at the statistical picture of the industry. In May 2005, the Defense Department completed a shipbuilding industrial base study, finding that “large technology gaps exist in some U.S. shipyards [compared with global competition], and shipbuilding designs need to be optimized for state-of-the-art military vessels.” The DoD study cited causes for a perceived decline in capability and productivity in the U.S. shipbuilding industrial base, including lack of competition –owing to the consolidation of ownership over the nation’s six large, private shipyards– a dearth of skilled labor, and rising costs. Today, the U.S. shipbuilding industry employs approximately 350,000 people at six major shipyards, owned by Northrop Grumman and General Dynamics. The six major shipyards are Ingalls, Avondale, Newport News, Electric Boat and the National Steel and Shipbuilding Company. According to the American Shipbuilding Association, since 1991 the six major shipyards have cut their engineering and production work force by 24,000 jobs, and another 120,000 jobs have been lost in the supplier base. The ASA has estimated that the major shipyards will further reduce their workforces by a total of 13,000 jobs through 2009. According to the Maritime Administration, the total number of building and repair positions at U.S. shipyards declined from 210 positions in 1976, to 126 positions in 2004. Deliveries from U.S. shipyards also have declined, from delivery of 25 merchant ships and 12 naval ships in 1977, to just two merchant ships and seven naval ships in 2004. The rising cost of production –including both labor and materials– is an important factor in the three-decade-long contraction of the nation’s shipbuilding industry. However, Blore noted that perhaps more emphasis should be placed on cost certainty. He argued that the most severe criticism the Coast Guard has faced has been over change in its program costs.
Marine Highways are feasible / need funding 

Potential of marine highways is currently unfilled

MARAD ‘11 [U.S. Department of Transportation Maritime Administration], America’s Marine Highway Report to Congress, Prepared in Consultation with the Environmental Protection Agency, April 2011, p. 6]
To date, the potential of America’s Marine Highway to mitigate problems in the surface transportation system is not being met. As of December 2010, MARAD, which administers the America’s Marine Highway program for USDOT, was monitoring only 32 Marine Highway and related domestic waterborne freight services that move containers and trailers. These and other marine transportation services moved approximately 2.05 million twenty-foot equivalent units (TEU) of loaded domestic containers and trailers10 in 2008, of which just 11 percent (by weight) were moved in the contiguous domestic trades that compete with land-based transportation modes.11 These 230,000 TEU compare to 3.85 million intermodal domestic rail container movements (consisting of containers and trailers ranging from 20 to 53 feet in length) in 2008; 12 highway domestic-only movements, which are difficult to measure accurately, would be much higher. USDOT believes that the full benefits of America’s Marine Highway can only be realized if they are recognized, correctly valued, and facilitated within a comprehensive national freight strategy.
