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1ac

1ac the plan 

The United States federal government should expand United States Maritime Administration Title XI loan guarantee funding for short sea transportation in the United States. 

1ac economy advantage

Advantage one is the Economy –

Two Internal Links –

1. Stimulus 

The plan generates a massive economic stimulus and reduces oil dependence – loan guarantees are the most effective catalyst for widespread investment 
Margaronis, 08 [Marine highway would ride wave of economic benefits, Stas, Guest Columnist Seattle Pi, http://www.seattlepi.com/local/opinion/article/Marine-highway-would-ride-wave-of-economic-1293286.php#ixzz1yY1CGarw] 
Currently, the United States is experiencing low levels of investment in transportation, clean air, manufacturing, fuel-efficiency and family-wage jobs. Instead of spending billions of dollars bailing out financial institutions, the United States needs to invest in those specific areas to jumpstart the economy.
A "U.S. Marine Highway" achieves those objectives as new, fuel-efficient U.S.-built ships can take thousands of trucks off U.S. roads and reduce truck carbon emissions that contribute to global warming, while also generating cargo-handling jobs at U.S. ports and jobs on U.S. ships.
This green marine highway can be built using Maritime Administration Title XI loan guarantees rather than outright grants. Using Title XI, taxpayers would spend only $165 million to guarantee $3.3 billion in bank loans for construction. That equates to $50 million for a ship that will carry 300 53-foot truckloads of cargo. With those funds, 66 fuel-efficient ships can be built to carry the cargo of 20,000 truckloads along the East and West Coast corridors, creating thousands of new, high-paying jobs for welders, fitters and crane operators at shipyards.

Thanks to the Title XI loan guarantee program, banks can finance the construction of ships backed by a 5 percent taxpayer-financed loan loss reserve, which amounts to 5 cents for every dollar of bank loans. The loan guarantee lowers the risks to financial institutions and the ship owner pays a premium for the guarantee to defray the cost to taxpayers.

Another taxpayer savings can be seen in the proposed $5.5-billion widening of one highway, the 710 freeway in Southern California that connects the ports of Los Angeles/Long Beach. That $5.5 billion is a great deal more than the $165 million in taxpayer guarantees for 66 new ships. In addition, the 710 road widening may not be necessary if a majority of the daily truckloads traveling on that road were shifted onto ships.

The risk is further reduced because U.S. law, the Jones Act, requires that all coastal ships be built in the United States and manned by U.S. crews so the work cannot be outsourced to foreign competitors. A proposal to add default insurance to the program further reduces risk.

One heavy truck carrying 25 tons of freight consumes 370 percent more fuel per ton than a tug and barge carrying 1,750 tons of freight. A similar size truck consumes 400 percent to 500 percent more fuel than a ship. Using ultra-low sulfur diesel, ships can reduce carbon emissions by 75 percent or more compared with a truck traveling the same distance.

Funding ships that consume only 25 percent of the fuel required to transport a truckload of freight would generate a national economic stimulus by lowering transportation costs for shippers and consumers. From an environmental standpoint, ships can be powered by ultra-low sulfur diesel, just like new, cleaner trucks. Further, batteries from solar or wind sources can soon power these ships and create zero carbon freight corridors. Truckers can then focus on short-haul harbor pick-ups and deliveries rather than wasting time and fuel in long-haul traffic.

The marine highway will provide a more integrated transport system that can remove 20,000 truckloads of cargo from the East and West Coast corridors and reduce U.S. dependence on foreign oil. That would generate a national economic stimulus by lowering transportation costs for shippers and consumers.

And, a federal program is a vital internal link to US global competitiveness – current funding is insufficient 

Zimmer, 11 [Nancy, August, “Progress on America’s Marine Highway” graduated from Smith College (B.A., cum laude, 1998), and City University of New York School of Law, (J.D., 2001).  She is admitted to the U.S. District Court for the District of Massachusetts, and the First Circuit Court of Appeals, and is a trained mediator.  She is also a former commercial fisherman and commercial fishing boat owner.  She is a member of the Maritime Law Association of the United States.  Nancy can be contacted on +1 508 432-2121 or by email at zimmer@sealaw.org, http://www.corporatelivewire.com/top-story.html?id=66] 

For the United States to compete in the global market it is imperative that it have dependable, efficient, and current infrastructure for the transport of goods.  Infrastructure for that transport needs to be overhauled so that it is in keeping with a larger populace leading to heavier use, and with the sustainable principles of lesser dependence on fossil fuels.  Transportation must be made more efficient and impose fewer external costs.                

For more than a decade, Europe and the United States have been seeing highway traffic congestion from transport of goods by trucks stagger their economies.  Europe moves roughly 40% of it freight through container and roll on/roll off transport.  The United States needs a federal program to encourage using ocean coastal waters to help address this problem here.  In the U.S., short sea shipping has yet to be utilized to the extent it is in Europe.  However, there has been a start, but there are still some hurdles to implementation here.

Implementation of America’s Marine Highway

In part to address this concern, in 2007 the Bush Administration passed the Energy Independence and Security Act,(1)(“Energy Act”) which included an initiative to develop America’s Marine Highway (“AMH”) specifically addressing waterborne movement of passengers and non-bulk freight between origins and destinations that would otherwise be served by roads and highways. (Also known as Short Sea Shipping(2), and Trucking by Water(3)).

As required by the Energy Act, the U.S. Department of Transportation, Maritime Administration (“MARAD”) has released its Report to Congress in consultation with the Environmental Protection Agency, dated April 2011.  Although this report is long overdue,(4) it cites many possible positive outcomes from this project.  It shows a tentative start to this program that will have long-term positive effects, and demonstrates the need for government action and refunding.(5)

AMH specifically addresses routes that MARAD has designated marine corridors along the Northeast, Atlantic, Gulf, Pacific, Mississippi River and St. Lawrence waterway.(6) These corridors correspond with some of the most congested highways in this country, particularly the I-95 corridor on the east coast, and I-5 corridor on the west coast.  Without waterborne transport, these highways will become progressively more congested over time.

Improved cost-effectiveness

1 gallon of fuel is burned to move 1 ton of cargo 70 miles by truck vs. 420 miles by rail vs. 575 miles by barge.  All of these forms of transport should interconnect and be used to maximum efficiency.  Fuel efficiency is being improved for all forms of transportation, including that which will reduce marine engine sulfur, carbon and particulate emissions.(7)  Regulations require that the fuel efficiency of marine vehicles must improve.(8)  The MARAD report cites The Environmental Protection Agency, in “Nonroad Engines, Equipment and Vehicles: Diesel Boats and Ships"(9) regarding the Clean Air Nonroad Diesel Rule requirements to decrease allowable levels of sulfur in fuel used in marine vessel by 99 percent compared to levels allowed before the effective date of 2007.  Further developments have required still better fuel efficiency and reduction of green house gas emissions.  Addressing these external costs is rightfully the role of government, because external costs are not necessarily within the purview of private business.(10) Marine transport is the most efficient means, yet it is not used to its optimum capacity.(11)

Costs of Not Increasing Marine Transport

The costs of not fully implementing a marine highway have been documented in many articles and informational sources for over a decade, and are addressed in the MARAD report.  Pollution, reliance on foreign oil, lost time/productivity due to highway congestion, stress, effects on populations that live near highways, waste, national security vulnerability and exposure during crises are all products of the transportation system as it functions today, and have been for some time.

MARAD reports on studies regarding the cost-effectiveness of specific Marine Highway services.  For example, the Institute for Global Maritime Studies found that “medium-sized, uncongested ports could be inexpensively modified to handle ro/ro ships at an investment of about $5 million each."(12) Compare $5 million per port modification with the cost of infrastructure maintenance to keep the same system in place.  The I-95 Corridor Coalition estimates that the investment along Interstate Highway 95 on the length of the United States east coast would be a whopping $47 billion per year to respond to the expected increase in activity.(13)

Federal Funding

 Part of the initiative of the Energy Act was the extension of Capital Construction Funds to owners to create incentive to build vessels for containers and ro/ro shipping through tax deferrals.  Another incentive was the authorization of $2 billion for MARAD’s Title XI loan guarantee program(14)

MARAD’s April 2011 report concludes that “the full range of public benefits of Marine Highways services will not be realized based solely on market-driven transportation choices."(15) The funding was intended to address this problem.  The external costs and benefits make the involvement of government necessary and vital.  Financing multiple vessels in order to be able to service actual transportation needs will almost certainly require federal assistance.  However, the final version of the Act does not provide additional Title XI authorization.(16)  This 25-year term debt is too important to lose.  The use of CCF funding works in collaboration with the Title XI program. As for the FY 2012 Budget, $54.1 million of the $76.6 million of the existing Title XI authority is slated for cancellation because of the state of the economy.(17) Without adequate funding, the Marine Highway idea is just that, a good idea.  In a bad economy, long-term investments that bring the kind of return which will be realized by AMH are essential. The budget cuts to this program demonstrate a shortsightedness that is disheartening at best. 
Oil dependence causes extinction 

Mark Rosen (Deputy General Counsel at the Center for Naval Analyses & Professor of Homeland Security Law and Policy at George Washington University) 2010 “Energy Independence and Climate Change: The Economic and National Security Consequences of Failing to Act” University of Richmond Law Review, Lexis

There is a growing consensus in U.S. national security circles that American dependence on imported oil constitutes a threat to the United States because a substantial portion of those oil reserves are controlled by governments that have historically pursued policies inimical to U.S. interests. For example, Venezuela, which represents eleven percent of U.S. oil imports, "regularly espouses anti-American and anti-Western rhetoric both at home and abroad ... [and] ... promotes ... [an] anti-U.S. influence in parts of Latin and South America ..." 72 that retards the growth of friendly political and economic ties among the United States, Venezuela, and a few other states in Latin and South America. This scenario plays out in many different regions. Russia, for example, has used its oil leverage to exert extreme political pressure upon Ukraine and Belarus. 73 Longstanding Western commercial relations with repressive regimes in the Middle East - i.e., Iran, Sudan, and Saudi Arabia - raise similar issues because of the mixed strategic messages that are being sent. Of course, large wealth [*989] transfers have allowed the Taliban in Saudi Arabia to bankroll terrorism. 74 A. Chokepoints and Flashpoints For the foreseeable future, the U.S. military will most likely be involved in protecting access to oil supplies - including the political independence of oil producers - and the global movements of using oil to help sustain the smooth functioning of the world economy. The security challenges associated with preserving access to oil are complicated by geographical "chokepoints," through which oil flows or is transported, but which are vulnerable to piracy or closure. 75 "Flashpoints" also exist as a result of political - and sometimes military - competition to secure commercial or sovereign access to oil in the face of disputed maritime and land claims that are associated with oil and gas deposits. Together, these challenges have necessitated that the United States and its allies maintain costly navies and air forces to protect sea lanes, ocean access, and maintain a presence to deter military competition in disputed regions. A selection of today's chokepoints and flashpoints follow. The Strait of Hormuz. This strait is the narrow waterway that allows access from the Indian Ocean into the Persian Gulf. Two-thirds of the world's oil is transported by ocean, and a very large percentage of that trade moves through Hormuz. The northern tip of Oman forms the southern shoreline of the strait. 76 Hormuz is protected by the constant transits of the U.S. Navy and its allies. Even though the strait has not been closed, the Persian Gulf has been the scene of extensive military conflict. 77 On September 22, 1980, Iraq invaded Iran, initiating an eight-year war between the two countries that featured the "War of the Tankers," in which 543 ships, including the USS Stark, were attacked, while the U.S. Navy provided escort services to protect tankers [*990] that were transiting the Persian Gulf. 78 There have been past threats by Iran to militarily close the strait. 79 Additionally, there are ongoing territorial disputes between the United Arab Emirates and Iran over ownership of three islands that are located in approaches to the strait. 80 Closure of the strait would cause severe disruption in the movements of the world's oil supplies and, at a minimum, cause significant price increases and perhaps supply shortages in many regions for the duration of the closure. 81 During the War of the Tankers, oil prices increased from $ 13 per barrel to $ 31 a barrel due to supply disruptions and other "fear" factors. 82 Bab el-Mandeb. The strait separates Africa (Djibouti and Eritrea) and Asia (Yemen), and it connects the Red Sea to the Indian Ocean via the Gulf of Aden. The strait is an oil transit chokepoint since most of Europe's crude oil from the Middle East passes north through Bab el-Mandeb into the Mediterranean via the Suez Canal. 83 Closure of the strait due to terrorist activities or for political/military reasons, could keep tankers from the Persian Gulf from reaching the Suez Canal and Sumed Pipeline complex, diverting them around the southern tip of Africa (the Cape of Good Hope). 84 This would add greatly to transit time and cost, and would effectively tie-up spare tanker capacity. Closure of the Bab el-Mandeb would effectively block non-oil shipping from using the Suez Canal. 85 In October 2002 the French-flagged tanker Limburg was attacked off the coast of Yemen by terrorists. 86 During the [*991] Yom Kippur War in 1973, Egypt closed the strait as a means of blockading the southern Israeli port of Eilat. 87 The Turkish Straits and Caspian Oil. The term "Turkish Straits" refers to the two narrow straits in northwestern Turkey, the Bosporus and the Dardanelles, which connect the Sea of Marmara with the Black Sea on one side and the Aegean arm of the Mediterranean Sea on the other. Turkey and Russia have been locked in a longstanding dispute over passage issues involving the Turkish Straits. 88 The 1936 Montreux Convention puts Turkey in charge of regulating traffic through the straits; 89 yet Turkey has been hard pressed to stop an onslaught of Russian, Ukrainian, and Cypriot tankers, which transport Caspian Sea oil to markets in Western Europe. 90 Because of the very heavy shipping traffic and very challenging geography, there have been many collisions and groundings in the past, creating terrible pollution incidents and death. 91 Thus far, none of these  incidents have been attributed to state-on-state-conflict or terrorism; 92 however, the confined waterway is an especially attractive target because of the grave economic and environmental damage that would result from a well-timed and well-placed attack on a loaded tanker. The issues surrounding the straits are also a subset of larger problems associated with the exploitation of Caspian oil, including severe pollution of the Caspian Sea as a result of imprudent extraction techniques, as well as the ever-present potential for conflict among the various claimants to the Caspian's hydrocarbon resources due to an inability of the various Caspian littoral states to agree on their maritime boundaries - and their [*992] legal areas in which to drill. 93 Any one of these problems could become a major flashpoint in the future. China vs. Japan. The Daiyu/Senkaku islands located in the East China Sea have become an increasingly contentious dispute because both claimants have, in the past, used modern military platforms to patrol the areas of their claims in which there are suspected oil and gas deposits in the seabed. 94 In September 2005, for example, China dispatched five warships to disputed waters surrounding its oil and gas platforms, which were spotted by a Japanese maritime patrol aircraft. 95 There have been other similar military-to-military encounters. 96 Given the fact that both countries have modern armed forces and are comparatively energy starved, it is not difficult to envision serious conflict erupting over these disputed areas. The Arctic Super Highway. Traditionalists would probably not include the Arctic as a security 

chokepoint. The oil connection is reasonably well known: "22 percent of the world's undiscovered energy reserves are projected to be in the region (including 13 percent of the world's petroleum and 30 percent of natural gas)." 97 However, given the very small margins that transporters earn transporting oil from point A to B, 98 shipping companies are always in search of shorter routes to transport oil to market. As the thawing of the Arctic Ocean continues as a result of climate change, 99 this may create new shipping routes that transporters of [*993] oil and other goods will use to maximize their profits and minimize their transit times. As supplies of readily exploitable crude oil are reduced, the probability increases that some of this trade will result from exploitation activities in the land and littoral areas adjacent to the Arctic Sea. This development is concerning for a number of reasons: (1) the area is very remote and could provide a safe haven to pirates seeking to hijack cargoes; (2) the environmental sensitivity of the area, and the concomitant difficulty of mounting a cleanup effort, means that an oil spill in that marine environment will be much more persistent than an oil spill in temperate waters; 100 (3) the Arctic presents unique navigational difficulties due to the lack of good charts, navigational aids, and communications towers, as well as the impacts of extreme cold on the operational effectiveness of systems; 101 (4) the unsettled nature of claims by various countries, including the United States, to the seabed continental shelf resources in the littoral areas off their coastlines creates the potential for military competition and conflict over these claims. 102 The International Maritime Organization ("IMO") is now circulating draft guidelines for ships operating in Arctic areas to promote - but not require - ship hardening against an iceberg strike, better crew training, and environmental protection measures. 103 These guidelines are merely advisory and can only be implemented via the flag states. 104 Also, neither IMO nor any of the UN Law of the Sea Institutions have mandatory jurisdiction over any of the flashpoint issues relating [*994] to competing continental shelf claims in the Arctic, 105 meaning that any disputes will remain unresolved for a long time. The above is only a selected list of potential flashpoints in which oil is the main culprit. Disputes between China and six other nations of the Spratly Islands, and other territories in the South China Sea, remain unresolved. 106 The Spratly Islands could become a flashpoint in the future, involving the United States or its allies, because of the proximity of those areas to the major sea routes to Japan and Korea. 107 The strategic straits of Malacca, Lombok, and Sunda in Southeast Asia are absolutely essential to the movement of raw materials to Japan, Korea, and China. 108 Because of Lombok's depth and strategic location, it is a major transit route for very large crude carriers that move between the Middle East and Asia. 109 Lombok is an undefended waterway that is only eighteen kilometers in width at its southern opening, making it an attractive chokepoint for hijacking or eco-terrorism in which the waters of the environmentally sensitive Indonesian archipelago would be held hostage. 110
Competitiveness is key to hegemony 

Segal, 4 – Senior Fellow in China Studies at the Council on Foreign Relations

(Adam, Foreign Affairs, “Is America Losing Its Edge?” November / December 2004, http://www.foreignaffairs.org/20041101facomment83601/adam-segal/is-america-losing-its-edge.html) // JMP

The United States' global primacy depends in large part on its ability to develop new technologies and industries faster than anyone else. For the last five decades, U.S. scientific innovation and technological entrepreneurship have ensured the country's economic prosperity and military power. It was Americans who invented and commercialized the semiconductor, the personal computer, and the Internet; other countries merely followed the U.S. lead. Today, however, this technological edge-so long taken for granted-may be slipping, and the most serious challenge is coming from Asia. Through competitive tax policies, increased investment in research and development (R&D), and preferential policies for science and technology (S&T) personnel, Asian governments are improving the quality of their science and ensuring the exploitation of future innovations. The percentage of patents issued to and science journal articles published by scientists in China, Singapore, South Korea, and Taiwan is rising. Indian companies are quickly becoming the second-largest producers of application services in the world, developing, supplying, and managing database and other types of software for clients around the world. South Korea has rapidly eaten away at the U.S. advantage in the manufacture of computer chips and telecommunications software. And even China has made impressive gains in advanced technologies such as lasers, biotechnology, and advanced materials used in semiconductors, aerospace, and many other types of manufacturing. Although the United States' technical dominance remains solid, the globalization of research and development is exerting considerable pressures on the American system. Indeed, as the United States is learning, globalization cuts both ways: it is both a potent catalyst of U.S. technological innovation and a significant threat to it. The United States will never be able to prevent rivals from developing new technologies; it can remain dominant only by continuing to innovate faster than everyone else. But this won't be easy; to keep its privileged position in the world, the United States must get better at fostering technological entrepreneurship at home.

Great power war 

Barnett, 11 [Thomas P.M. Former Senior Strategic Researcher and Professor in the Warfare Analysis & Research Department, Center for Naval Warfare Studies, U.S. Naval War College American military geostrategist and Chief Analyst at Wikistrat., worked as the Assistant for Strategic Futures in the Office of Force Transformation in the Department of Defense, “The New Rules: Leadership Fatigue Puts U.S., and Globalization, at Crossroads,” March 7 http://www.worldpoliticsreview.com/articles/8099/the-new-rules-leadership-fatigue-puts-u-s-and-globalization-at-crossroads]

Events in Libya are a further reminder for Americans that we stand at a crossroads in our continuing evolution as the world's sole full-service superpower. Unfortunately, we are increasingly seeking change without cost, and shirking from risk because we are tired of the responsibility. We don't know who we are anymore, and our president is a big part of that problem. Instead of leading us, he explains to us. Barack Obama would have us believe that he is practicing strategic patience. But many experts and ordinary citizens alike have concluded that he is actually beset by strategic incoherence -- in effect, a man overmatched by the job. It is worth first examining the larger picture: We live in a time of arguably the greatest structural change in the global order yet endured, with this historical moment's most amazing feature being its relative and absolute lack of mass violence. That is something to consider when Americans contemplate military intervention in Libya, because if we do take the step to prevent larger-scale killing by engaging in some killing of our own, we will not be adding to some fantastically imagined global death count stemming from the ongoing "megalomania" and "evil" of American "empire." We'll be engaging in the same sort of system-administering activity that has marked our stunningly successful stewardship of global order since World War II. Let me be more blunt: As the guardian of globalization, the U.S. military has been the greatest force for peace the world has ever known. Had America been removed from the global dynamics that governed the 20th century, the mass murder never would have ended. Indeed, it's entirely conceivable there would now be no identifiable human civilization left, once nuclear weapons entered the killing equation. But the world did not keep sliding down that path of perpetual war. Instead, America stepped up and changed everything by ushering in our now-perpetual great-power peace. We introduced the international liberal trade order known as globalization and played loyal Leviathan over its spread. What resulted was the collapse of empires, an explosion of democracy, the persistent spread of human rights, the liberation of women, the doubling of life expectancy, a roughly 10-fold increase in adjusted global GDP and a profound and persistent reduction in battle deaths from state-based conflicts. That is what American "hubris" actually delivered. Please remember that the next time some TV pundit sells you the image of "unbridled" American military power as the cause of global disorder instead of its cure. With self-deprecation bordering on self-loathing, we now imagine a post-American world that is anything but. Just watch who scatters and who steps up as the Facebook revolutions erupt across the Arab world. While we might imagine ourselves the status quo power, we remain the world's most vigorously revisionist force. As for the sheer "evil" that is our military-industrial complex, again, let's examine what the world looked like before that establishment reared its ugly head. The last great period of global structural change was the first half of the 20th century, a period that saw a death toll of about 100 million across two world wars. That comes to an average of 2 million deaths a year in a world of approximately 2 billion souls. Today, with far more comprehensive worldwide reporting, researchers report an average of less than 100,000 battle deaths annually in a world fast approaching 7 billion people. Though admittedly crude, these calculations suggest a 90 percent absolute drop and a 99 percent relative drop in deaths due to war. We are clearly headed for a world order characterized by multipolarity, something the American-birthed system was designed to both encourage and accommodate. But given how things turned out the last time we collectively faced such a fluid structure, we would do well to keep U.S. power, in all of its forms, deeply embedded in the geometry to come. To continue the historical survey, after salvaging Western Europe from its half-century of civil war, the U.S. emerged as the progenitor of a new, far more just form of globalization -- one based on actual free trade rather than colonialism. America then successfully replicated globalization further in East Asia over the second half of the 20th century, setting the stage for the Pacific Century now unfolding. As a result, the vector of structure-building connectivity shifted from trans-Atlantic to trans-Pacific. But if the connectivity push of the past several decades has been from West to East, with little connectivity extended to the South outside of the narrow trade of energy and raw materials, the current connectivity dynamic is dramatically different. Now, the dominant trends are: first, the East cross-connecting back to the West via financial and investment flows as well as Asian companies "going global"; and second, the East creating vast new connectivity networks with the South through South-South trade and investment. The challenge here is how to adjust great-power politics to these profound forces of structural change. Because of the West's connectivity to the East, we are by extension becoming more deeply connected to the unstable South, with China as the primary conduit. Meanwhile, America's self-exhausting post-Sept. 11 unilateralist bender triggered the illusion -- all the rage these days -- of a G-Zero, post-American world. The result, predictably enough for manic-depressive America, is that we've sworn off any overall responsibility for the South, even as we retain the right to go anywhere and kill any individuals -- preferably with flying robots -- that we deem immediately threatening to our narrowly defined national security interests. The problem with this approach is that China has neither the intention nor the ability to step up and play anything resembling a responsible Leviathan over the restive South, where globalization's advance -- again, with a Chinese face -- produces a lot of near-term instability even as it builds the basis for longer-term stability. Libya is a perfect example of where the world is now stuck: America is very reticent to get involved militarily, while China, for the first time in its history, engages in long-range military operations to evacuate its workforce there. Meanwhile, the expanding civil war rages on, to everyone's moral and economic distress. The point is not that America must invade Libya pronto to keep the world as we know it from coming to an end. But if the United States and the West sit by while the Rest, risers that they are, manage nothing more than pious warnings about needlessly butting in, then we all run the risk of collectively making the post-American, G-Zero, do-nothing storyline a self-fulfilling prophecy. While that alone won't stop the world from spinning, if it persists as a pattern, globalization will slide down another path: one of regionalism, spheres of influence and neocolonial burdens that are intuitively hoarded by great powers grown increasingly suspicious of one another. And if you know your history, that should make you nervous.


Second, is congestion -

Congestion underlies a multibillion dollar drag on the economy – chokes any possible recovery 

Needham, 11 [Report: Traffic congestion costs billions, weighs on the economic recovery, Vicki, The Hill, http://thehill.com/blogs/on-the-money/801-economy/184105-report-traffic-congestion-costs-billions-weighs-on-the-economic-recovery] 

Traffic congestion is costing billions every year, further threatening the nation’s economic recovery and highlighting the need for a boost in infrastructure investment, a new report finds. 

Rush-hour delays are costing the nation more than $100 billion year, about $750 for every U.S. commuter, as commute times have more than doubled in 30 years, according to the Urban Mobility Report released Tuesday by the Texas Transportation Institute. 
Rep. Nick Rahall (D-W.Va.), ranking member on the House Transportation and Infrastructure Committee, said the report demonstrates the need for Congress to pass a robust surface transportation bill.

“The cost of congestion continues to cripple our nation’s economic competitiveness and productivity, causing companies and consumers to needlessly lose billions of dollars stuck in traffic each year,” Rahall said.

“This report is further evidence that Congress must reject Republican efforts to slash transportation investment and get to work crafting a surface transportation bill that is large enough in size and scope to put Americans back to work and tackle the backlog of transportation needs in this country.”

President Obama has proposed a boost in infrastructure spending as part of the $447 billion job-creation plan he has touted most of the month. 

“If you invest in roads and transit, you get better service and access to more jobs,” said Tim Lomax, one of the study’s authors. “Traffic management and demand management should be part of the mix, too. Generally speaking, mobility investments in congested areas have a high return rate.”

The report found that delays for the average commuter have increased to 34 hours annually, up from 14 hours in 1982.

Congestion is becoming a bigger problem outside of rush hours, with about 40 percent of delays occurring in the afternoon and overnight, creating “an increasingly serious problem for businesses that rely on efficient production and deliveries.”

The economic recession has only provided a temporary respite from the growing congestion problem. When the economic growth returns, the average commuter is estimated to see an additional three hours of delay by 2015 and seven hours by 2020.

By 2015, the cost of gridlock will rise from $101 billion to $133 billion per year — more than $900 for every commuter, and the amount of wasted fuel will jump from 1.9 billion gallons to 2.5 billion gallons — enough to fill more than 275,000 gasoline tanker trucks, the study found. 

“Congestion does more than choke our highways, it chokes our economy, making it harder to buy what we need and harder to keep or find a job,” Lomax said. “That’s a bad thing — especially when our economic recovery is so fragile.”

The report suggests several solutions, including traditional road building and transit use, combined with traffic management strategies such as signal coordination and rapid crash removal. Telecommuting and flexible work hours also can play a role in reducing traffic.

While there’s no silver bullet to fixing the problem, the report suggests that answers will have to come from all involved.

“The solution mix may be different for each city, but the one thing they all share in common is urgency, Lomax said. “If we want a strong economy, doing nothing is not a productive option.”

That recovery is fragile now – the risk of catastrophic economic failure is high 

Xinhua News, 5/23/12 [OECD: Global Economy Recovery Fragile, reprinted, http://english.cri.cn/6826/2012/05/23/191s701502.htm] 

The global economy has embarked on a fragile recovery, which might be derailed by the crisis hovering over the eurozone, warned the Organization for Economic Co-operation and Development (OECD) on Tuesday. In its latest economic outlook, the Paris-based organization pointed out that regions have been recovering at different speed worldwide, with the United States and Japan taking lead over the sluggish euro area, while large emerging economies saw a moderate upswing. Gross Domestic Product (GDP) growth across the OECD is projected to slow from an annual rate of 1.8 percent in 2011 to 1.6 percent in 2012, before recovering to 2.2 percent in 2013, according to the outlook. Meanwhile, the organization forecast a mild recession in the eurozone this year, with GDP growth rate declined by 0.1 percent before rebound to 0.9 percent in 2013. "The crisis in the euro zone remains the single biggest downside risk facing the global outlook," said OECD chief economist Pier Carlo Padoan. "We need a euro area compact with 3 main goals: to avoid downside scenario, create sustained growth, build or rebuild monetary union ... ," Padoan told a press conference at the launching of the biannual report. The report found that business and household confidence is rising in the United States, flat in Japan, but weak or even falling in Europe where financial markets are tight and the adverse impacts of fiscal consolidation on near-term growth may be significant, particularly in countries hardest hit by the euro crisis. Similar trends were seen in labor markets, as unemployment is edging down in the United States, but rising in Europe, said the report. A downside scenario may materialize and spill over outside the euro area with very serious consequences for the global economy, the OECD warned. "The global economic outlook is still cloudy," said OECD Secretary-General Angel Gurria, adding that "the global economic recovery is weak, considerable downside risks remain and sizeable imbalances remain to be addressed." "We need decisive policy action now," the OECD chief stressed, urging government leaders to find new approaches to pave ways for economic growth by "go structural, go social, go green" to foster an inclusive society and promote social equity as "these structural reforms are not only good at creating growth, they can help address the problem of income inequality."
And, robust study proves our argument – the economic impact is widespread 

Wagner, 11 [The Economic Impact of Traffic Congestion on Truck-borne Freight, Steve Wagner, Communications Manager CFIRE a transportation think tank, extensively citing a 2010 Urban Mobility Report, http://www.wistrans.org/cfire/2011/03/2010-umr/] 

The 2010 Urban Mobility Report, the most accurate picture of traffic congestion in 439 US urban areas, now includes information about truck delay and the economic impact of congestion specific to trucking. This work was done under the auspices of the Development of an Areawide Estimate of Truck Freight Value in the Urban Mobility Report (CFIRE 04-16) project, led by CFIRE Associate Director Jessica Guo and Deputy Director Jason Bittner in partnership with David Schrank and Bill Eisele at the Texas Transportation Institute..

This project expands upon a framework for estimating commodities moving on the roadways through and within a given city. The original framework, developed by the Texas Transportation Institute as part of their ongoing work on the Urban Mobility Report, uses the Federal Highway Administration’s Freight Analysis Framework (FAF) database to identify the commodities in the trucks that originate and terminate in a given city, as well as pass through it. The research team created and tested a methodology for generating truck freight values using case studies in Austin, Texas, Denver, Colorado, and are in the process of refining it for Milwaukee, Wisconsin under this project. An early version of the resulting areawide freight value methodology was used in the 2010 Urban Mobility Report to develop freight value estimates for all 101 urban areas included in the report.

Of the 101 urban areas included in the 2010 Urban Mobility Report, seventeen are located in the Midwest. Two of these are very large urban areas (Chicago and Detroit), while there are nine large urban areas (Minneapolis-St. Paul, St. Louis, Indianapolis, Milwaukee, Louisville, Kansas City, Cincinnati, Cleveland, and Columbus), five medium urban areas (Wichita, Grand Rapids, Akron, Dayton, and Toledo), and one small urban area (Madison).

In these urban areas alone, delays represent nearly $6 billion (of the $33 billion nationwide) in freight-related congestion costs for the more than $1.3 trillion of total commodity value that moved through these areas in 2009.

Larger, more densely populated urban areas have greater traffic volumes and consume more goods and thereby have higher total commodity values. This research also illustrates the important role of long transportation corridors in freight movement. A number of smaller urban areas along major East-West interstate highway corridors–such as Milwaukee, Columbus, and Madison–have commodity values rankings much higher than their delay rankings. This means that while there is less congestion impeding freight movement through these urban areas, it also means that these areas form crucial links in much larger freight transportation systems. “Wisconsin’s Interstate and U.S. highway corridors help serve the whole nation,” says Bittner. The same is true of most–if not all–of the other Midwest states.

The 2010 Urban Mobility Report also suggests a number of operational treatments for reducing congestion in urban areas–freeway incident management, freeway ramp metering, arterial street signal coordination, arterial street access management, and high-occupancy vehicle lanes–and the particular urban areas where these strategies are applicable. For example, the report suggests that all of these strategies except HOV lanes would be beneficial in Milwaukee and Chicago.

CFIRE researchers also have identified several strategies for reducing congestion, including identifying and mitigating bottlenecks and removing artificial restrictions such as delivery prohibitions and lane restrictions. Guo has led national efforts to better identify and alleviate bottlenecks in the trucking network. “Findings to date about truck delay and freight bottlenecks calls for more comprehensive and localized analysis of the causes of and solutions to freight bottlenecks,” says Guo. “Cooperation between states, as well as between the public and private sectors, is vital to ensuring that valuable and limited resources are distributed such that they reduce freight congestion in a prudent and cost-effective manner.”

”As our economy begins to rebound, it is critical that shipments navigate the supply chain distribution system efficiently. Unfortunately, the cost to the economy of congestion—and specifically freight congestion—is too high,” says Bittner. “We offer some solutions, but at the end of the day, we need to recognize that if we don’t invest in the system, our competitiveness will suffer here and abroad.”

The 2010 Urban Mobility Report is published by the Texas Transportation Institute and uses a wealth of traffic speed data provided by INRIX, a leading private-sector provider of travel time information.

And, the externalities act as a multiplier – decreases the underlying foundation of US economic leadership 

Lewis, 08 [David, Senior Vice President with HDR where he serves as the firm’s Chief Economist and Direc​tor for Economics and Financial Services, He served previously as President and CEO of HLB Decision Economics, prior to which he was a Principal Economist of the U.S. Congressional Budget Office.  Brookings Institution, America’s Traffic Congestion Problem: Toward a Framework for Nationwide Reform, http://www.brookings.edu/research/papers/2008/07/~/media/Research/Files/Papers/2008/7/congestion%20pricing%20lewis/07_congestion_lewis.PDF] 

Apart from a handful of places around the country, there are no roadway prices to signal consumers about the real economic cost of their decisions to travel during congested times of day. It should be no surprise, therefore, that we witness an apparent shortage of road space yet little use of public transit. In deciding when and how to travel, people cer​tainly take into account their private costs, such as gas, oil, insurance, and so on. They also consider the congestion they expect to encounter. Travelers do not, however, consider the costs their trips impose on others when they add to the congestion (Mohring 1999). These costs are external to people’s trip-mak​ing decisions; economists thus call them “external costs.”

They include the economic value of time wasted in delayed and unreliable conditions, the extra gas and other vehicle operating costs of stop-and-go driving, and the environmental damage and related costs to human health. Although studies differ in re​lation to definitions and methods, recent estimates of external roadway costs vary from $0.13 per ve​hicle mile to $0.29 per gelnbvehicle mile (HDR|HLB Decision Economics 2005; see also Small and Ve​hoef 2007, Chapter 3). Compared with the private costs of driving (about $0.52 per vehicle mile based on AAA 2007), external costs thus exceed private costs by some 25 to 56 percent. If the price of any other good or service were set so far below its cost, it would surprise no one to find that its demand routinely outstripped its supply and that there would be very low demand for substitutes.

Time spent in traffic jams is the manifestation of roadway supply falling short of the demand for travel. Delay is an economic cost because it means less time available for productive work as well as for nonwork activities that people value. Moreover, unreliable conditions—wide day-to-day variation in the time needed to drive from Point A to Point B—lead people to guard against the risk of being late for work and appointments by leaving early. This time spent is at the expense of yet more time for productive work, as well as more time at home in the morning for family or other personal busi​ness.

For trucks, unreliable transit times are of special significance because of just-in-time penalties built into many delivery contracts. A pattern of late de​liveries for the receivers of goods can lead them to bear the cost of holding extra inventories—“shock stocks”—to guard against the risk of material short​ages in just-in-time production systems (Shirley and Winston 2004).

In 2005, autos and trucks lost an estimated 4.2 bil​lion hours to traffic delays and to the effects of cush​ioning against the risk of being late. The monetary equivalent value of these losses, when combined with the 2.9 billion gallons of fuel wasted in stop-and-go conditions, amounted to an estimated $78 billion lost during that year.2 Even with the exclu​sion of environmental costs, $78 billion equates to “105 million weeks of vacation and 58 fully loaded supertankers” (TTI 2007b).

While statistics on the nationwide effects of congestion are indicative of its importance as a problem of national strategic significance, the im​pacts of congestion on people and their well-being are felt locally. A recent analysis of traffic in New York City finds that, even after allowing for some congestion as part and parcel of a vibrant economy, congestion there has “passed the tipping point” (Partnership for New York City 2006), stripping the metropolitan economy of more than $13 billion a year, including about $6 billion in wasted time and workday productivity. 

The study reports that shippers who rely on pre​dictable pickups and deliveries in order to maintain low inventory costs (and to obtain value from their investments in just-in-time technologies and busi​ness processes) hold costly shock stocks that reduce productivity and competitiveness. Trucking firms, which incur financial penalties for late deliveries, cushion against the risk of such penalties by leav​ing earlier than they would under more reliable and predictable travel time conditions, thereby reduc​ing their productivity and competitiveness. 

Congestion imposes an economic burden on a wide range of industries. Those directly affected by con​gestion include the retail trades, restaurants, health care and social services, construction, manufactur​ing, wholesale trade, taxis, financial and profes​sional services, the services and repair industry, and for-hire trucking. Table 1 summarizes the estimated cost burdens borne by a selection of these sectors. The impact of congestion on the retail, restau​rant, entertainment, and other consumption-based trades, for example, stems partly from a reduction in trips for consumption purposes. By increasing the cost of traveling to such destinations, congestion deters some consumers from using those services and causes others to use them less often than they otherwise would. As a result, retailers earn less rev​enue and employ fewer workers. Congestion also adds to the logistics costs of retailers by reducing the reliability of delivery times for merchandise and supplies. This adds to costs by inhibiting the adoption of inventory-saving and other productiv​ity-enhancing strategies. Congestion imposes costs on the financial and professional services industries, due (inter alia) to the time spent by employees in highly congested conditions when traveling to business meetings. Frequently, professional work​ers will guard against the risk of being late or miss​ing a meeting altogether by allowing extra time in their travel schedules. Less congestion would make additional time available for productive work in the office. In sum, the New York study finds that traffic jams in the region add millions of dollars to produc​tion and distribution costs and erode the economy of nearly fifty-five thousand jobs.
The internal link is linear – the plan is necessary and sufficient to relieve congestion 

Perakis and Denisis,08 [A survey of short sea shipping and its prospects in the USA, ANASTASSIOS N. PERAKIS* and ATHANASIOS DENISIS Department of Naval Architecture & Marine Engineering, University of Michigan, 213 NAME Building, 2600 Draper Dr., Ann Arbor, MI 48109-2145, USA, http://intermodalmarine.com/pdfs/Survey%20of%20SSS%20Prospects%20in%20the%20U.S..pdf] 

3. Mitigating highway congestion. SSS can alleviate traffic congestion by shifting freight from the highways to inland and coastal waterways. Major highways, along the three US coasts (east coast, west coast and the Gulf of Mexico), suffer from congestion. Trucks currently carry about 60% of the domestic general cargo tonnage and contribute significantly to this problem. Trucks delivering their cargo compete with cars for space on highways. This congestion is costly as well. According to the annual urban mobility report from the Texas Transportation Institute [2], traffic congestion continues to worsen in American cities of all sizes, creating a $78 billion annual drain on the US economy in the form of 4.2 billion lost hours and 2.9 billion gallons of wasted fuel for 2007. The congestion cost of an additional truck trip is the added delay that it causes to other users of the highway. The added delay occurs because the average speed of the vehicles will begin to decrease progressively once the density of vehicles on the road reaches high volume to capacity ratios. This congestion, which is generally associated with peak-hour traffic, is referred to as recurring congestion. A solution to the highway congestion problem could be a change in transportation patterns from shippers, especially for long-haul trips, with distances greater than 500 miles. Shippers should explore alternative modes of transportation, such as SSS, and consider using SSS instead of truck transportation. Trucks will do the short-haul, pick-up and delivery, at the start and the end of the transportation chain.

And, independently an effective MTS is vital to growth – capacity limitations act as a deadly stranglehold 

Lobiondo, et al 11 [Congressional Testimony, Frank A. LoBiondo is the U.S. Representative for New Jersey's 2nd congressional district, serving since 1995. He is a member of the Republican Party, CREATING JOBS AND INCREASING U.S. EXPORTS BY ENHANCING THE MARINE TRANSPORTATION SYSTEM TUESDAY, JUNE 14, 2011 HOUSE OF REPRESENTATIVES, SUBCOMMITTEE ON COAST GUARD AND MARITIME TRANSPORTATION, COMMITTEE ON TRANSPORTATION AND INFRASTRUCTURE, http://webcache.googleusercontent.com/search?q=cache:BIbLMqrPg5gJ:www.gpo.gov/fdsys/pkg/CHRG-112hhrg66919/pdf/CHRG-112hhrg66919.pdf+&hl=en&gl=us] 

In order to remain competitive in a global economy, improving domestic infrastructure as well is a sound strategy to promote growth and efficiency, support increased manufacturing, feed the American market and serve as an export platform for manufactured goods around the world. Our economic prosperity is closely tied to and heavily dependent upon international trade. Since approximately 99 percent by volume of this overseas trade is moved by water, it underscores how pivotal the Maritime Transportation System is to our goal of supply chains and consequently to our economic and national security. You have noted the numbers with regard to waterborne cargo, Mr. Chairman, that contributes $649 billion annually to the U.S. gross domestic product and more than 13 million jobs. An anVerDate Aug 31 2005 10:51 Jan 03, 2012 Jkt 000000 PO 00000 Frm 00014 Fmt 6633 Sfmt 6633 P:\HEARINGS\112\CG\6-14-1~1\66919.TXT JEAN nouncement last week from the Commerce Department reaffirmed these numbers. New trade figures for U.S. exports of goods and services for April revealed a 1.3-percent increase from March to a record $175.6 billion, still with a trade deficit but causing the trade deficit to decline by 6.7 percent from the preceding month. However, because of much of the system’s infrastructure is aging and constrained by capacity limitations, this projection raises the fundamental question: Will the MTS be able to meet these new demands and continue to provide a seamless, integrated multimodal transportation system. In response to the 2004 Ocean Action Plan, the Committee on the Marine Transportation System did release in 2008 a national strategy that offered 34 recommendations to maintain and enhance the MTS, especially the system’s capacity, safety and security, environmental stewardship, resilience and reliability, and long-term financing. In general, progress towards fulfilling the national strategy is incomplete at best. Certainly efforts by this Administration to establish a pilot program for marine highways and to designate the marine highway corridors and grants awarded under the Recovery Act to fund MTS infrastructure investments have been positive steps, but they don’t seem to be enough and much more needs to be done. Unfortunately, the prospects don’t seem to be very good under present Federal budget constraints for finding new resources to maintain necessary infrastructure investments to maintain, enhance and expand the system to meet its future challenges. Nevertheless, we must find a way forward. With this in mind, I look forward to hearing the recommendations from our witnesses on how we might creatively and constructively address the needs of the Marine Transportation System. I will learn how we might leverage greater public and private investments to improve the efficiency and reliability of the system and how we can utilize the system to drive job creation and revitalize our maritime industries. The overarching reality is that our economic future and the Maritime Transportation System are closely intertwined. To think that our economy can fully recover and grow if we fail to invest in this critical infrastructure is both unrealistic and shortsighted. We must summon the world to invest in this system or we risk choking off the very conduit that makes our economy hum, that drives job creation and that ensures the U.S. market remains pre-eminent in global trade. Thank you, Mr. Chairman.

And, the impact is great power nuclear war 

Austin ‘09 (Michael, Resident Scholar – American Enterprise Institute, and Desmond Lachman, Resident Fellow – American Enterprise Institute, “The Global Economy Unravels”, Forbes, 3-6, http://www.aei.org/article/100187)
Conversely, global policymakers do not seem to have grasped the downside risks to the global economy posed by a deteriorating domestic and international political environment. If the past is any guide, the souring of the political environment must be expected to fan the corrosive protectionist tendencies and nationalistic economic policy responses that are already all too much in evidence.  After spending much of 2008 cheerleading the global economy, the International Monetary Fund now concedes that output in the world's advanced economies is expected to contract by as much as 2% in 2009. This would be the first time in the post-war period that output contracted in all of the world's major economies. The IMF is also now expecting only a very gradual global economic recovery in 2010, which will keep global unemployment at a high level.  Sadly, the erstwhile rapidly growing emerging-market economies will not be spared by the ravages of the global recession. Output is already declining precipitously across Eastern and Central Europe as well as in a number of key Asian economies, like South Korea and Thailand. A number of important emerging-market countries like Ukraine seem to be headed for debt default, while a highly oil-dependent Russia seems to be on the cusp of a full-blown currency crisis.  Perhaps of even greater concern is the virtual grinding to a halt of economic growth in China. The IMF now expects that China's growth rate will approximately halve to 6% in 2009. Such a growth rate would fall far short of what is needed to absorb the 20 million Chinese workers who migrate each year from the countryside to the towns in search of a better life.  As a barometer of the political and social tensions that this grim world economic outlook portends, one needs look no further than the recent employment forecast of the International Labor Organization. The ILO believes that the global financial crisis will wipe out 30 million jobs worldwide in 2009, while in a worst case scenario as many as 50 million jobs could be lost. What do these trends mean in the short and medium term? The Great Depression showed how social and global chaos followed hard on economic collapse. The mere fact that parliaments across the globe, from America to Japan, are unable to make responsible, economically sound recovery plans suggests that they do not know what to do and are simply hoping for the least disruption. Equally worrisome is the adoption of more statist economic programs around the globe, and the concurrent decline of trust in free-market systems. The threat of instability is a pressing concern. China, until last year the world's fastest growing economy, just reported that 20 million migrant laborers lost their jobs. Even in the flush times of recent years, China faced upward of 70,000 labor uprisings a year. A sustained downturn poses grave and possibly immediate threats to Chinese internal stability. The regime in Beijing may be faced with a choice of repressing its own people or diverting their energies outward, leading to conflict with China's neighbors.  Russia, an oil state completely dependent on energy sales, has had to put down riots in its Far East as well as in downtown Moscow. Vladimir Putin's rule has been predicated on squeezing civil liberties while providing economic largesse. If that devil's bargain falls apart, then wide-scale repression inside Russia, along with a continuing threatening posture toward Russia's neighbors, is likely.  Even apparently stable societies face increasing risk and the threat of internal or possibly external conflict. As Japan's exports have plummeted by nearly 50%, one-third of the country's prefectures have passed emergency economic stabilization plans. Hundreds of thousands of temporary employees hired during the first part of this decade are being laid off.  Spain's unemployment rate is expected to climb to nearly 20% by the end of 2010; Spanish unions are already protesting the lack of jobs, and the specter of violence, as occurred in the 1980s, is haunting the country. Meanwhile, in Greece, workers have already taken to the streets.  Europe as a whole will face dangerously increasing tensions between native citizens and immigrants, largely from poorer Muslim nations, who have increased the labor pool in the past several decades. Spain has absorbed five million immigrants since 1999, while nearly 9% of Germany's residents have foreign citizenship, including almost 2 million Turks. The xenophobic labor strikes in the U.K. do not bode well for the rest of Europe.  A prolonged global downturn, let alone a collapse, would dramatically raise tensions inside these countries. Couple that with possible protectionist legislation in the United States, unresolved ethnic and territorial disputes in all regions of the globe and a loss of confidence that world leaders actually know what they are doing. The result may be a series of small explosions that coalesce into a big bang. 

And, an ineffective MTS kills power projection - separate internal link to hegemony 

Jackson, 07 [LEVERAGING THE STRATEGIC VALUE OF THE U.S. INLAND WATERWAY SYSTEM, Colonel Donald E. Jackson, Jr. United States Army Professor John F. Troxell Project Adviser, http://webcache.googleusercontent.com/search?q=cache:0K7n92gvqk0J:www.dtic.mil/cgi-bin/GetTRDoc?AD%3DADA469583+&hl=en&gl=us] 

The importance of a viable national transportation system to the security and economic prosperity of the United States is even more important today than it was at the time of the Lewis and Clark Expedition. Accessibility to world markets, providing quality goods at competitive pricing, and adaptability to an ever-changing environment characterizes the explosive growth of the U.S. economy over the past century. The 21st Century, however, provides interesting challenges for which we may be ill prepared. The era of globalization provides unique opportunities for other nations and international coalitions, such as the European Union (EU), to prosper and compete in international markets, challenging the preeminent standing of the U.S. economy. Economists predict the U.S. economy will double, if not triple, between now and the year 2020.2 Globalization reinforces the need for highly efficient connections where the U.S. and international transportation networks meet.3 Feeding these connections, domestically, are a myriad of road, rail, and waterway networks ensuring American export commodities can reach their international destinations. No single domestic transportation industry, whether trucking, rail, or waterway, can provide universal coverage for all commodities. Integrating industry capabilities is essential to ensuring cargo is delivered to port in the most efficient and cost-effect manner. Each industry plays an important role in the movent of freight, whether hauling large quantities of bulk commodities or perishables over great distances, carrying smaller packages to the main streets and back roads of America, or flying high-value merchandise to and from our trading partners abroad.4 The collaborative efforts of U.S. transportation industries, and the infrastructure upon which they operate, provide the lifelines of American economic prosperity. Viable transportation infrastructure is essential to our national security, providing power projection platforms access to sea and aerial ports of embarkation capable of rapidly moving American military forces, equipment, and material anywhere in the world. Capable and reliable transportation infrastructure is a vital national interest of the United States. Domestic transportation infrastructure must be efficiently managed, adequately funded, and effectively integrated at the national level to serve as productive commercial conduits that support future economic growth. The United States has become one of the wealthiest nations in the world, in part, by leveraging its reliable and effective transportation infrastructure; only through further advancements in this imperative system will it maintain this status.5

1ac shipbuilding advantage 

Advantage Two is the shipbuilding industry –

Increased support for short sea shipping sustains the shipbuilding industry 

Raymond, 05 [Charles, President and CEO Horizon Inc. “Short Sea Shipping: Long On Benefits”, 

http://www.inboundlogistics.com/cms/article/short-sea-shipping-long-on-benefits/

To help meet the current congestion crisis on U.S. highway systems and rail networks, the Department of Transportation and the U.S. Maritime Administration are promoting short sea shipping as an environmentally friendly, timely, and cost-effective way to expand freight capacity.

The practice uses existing vessels and infrastructure to move freight between coastal ports, and between coastal ports and inland ports. It is a critical component of the nation's transportation system, and an integral part of the global transportation and logistics network.

Providing consistent service, reliability, competition, and pricing, short sea shipping can help the United States meet present and future domestic and foreign trade demands.

Short sea shipping proponents envision waterways used in tandem with trucks, rail, and pipelines to provide physically and economically integrated, timely, and competitive service for moving freight to final destinations.

Eventually, meeting capacity demands will require new, technologically advanced vessels and infrastructure components—a boon for the American maritime and shipbuilding industries.

And, choosing short sea shipping instead of routing cargo by rail or road provides important environmental benefits such as reduced emissions and energy use.

European Union (EU) countries use short sea shipping to mitigate their significant surface transportation problems. Today, more than 44 percent of all freight movements in the EU are waterborne. EU policymakers have put short sea and coastal shipping—in close coordination with rail and highway freight improvements—at the top of their transportation agendas.

Short sea shipping is already a vital part of the EU's transportation system. It is the only European transportation mode to keep pace with the growth of road transportation. Indeed, its ton-kilometer performance grew by almost 38 percent in the 1990s.

A Fragmented U.S. System

In the United States, public and private sector leaders believe in short sea shipping as a promising concept. But due to infrastructure, legal, and economic constraints facing our shipping supply chain, no agreement has been reached on its application.

The U.S. system today is an aggregate of public and private modes of freight and passenger delivery, each with its own areas of interest and funding. U.S. transportation planners readily acknowledge that the national highway and rail systems cannot build themselves out of an impending trade explosion.

Water, especially along the coastlines, offers a natural and inexpensive solution to many congestion problems. We must make a concerted effort to maintain, enhance, modernize, and expand the base of the marine transportation system and the services at U.S. ports.

But building necessary intermodal freight and passenger capacity in congested metropolitan or transportation corridor areas is capital-intensive and time-consuming—and can sometimes be controversial.

The General Accountability Office is investigating the viability of short sea shipping as part of the United States' overall intermodal transportation system. This should help raise awareness of short sea shipping's potential with the major legislative and executive policymakers in the United States.

Currently under consideration is legislation that would provide resources to help local ports meet their growing infrastructure needs and better handle increased business.

This legislation focuses on leveraging funds from federal, state, and local governments, as well as the private sector.

Genuine progress in moving freight off our crowded highways and rail systems and onto the waterways requires a real commitment on the part of U.S. political leaders.

And, expansion of title XI funding ensures increased naval capacity 

Goure, 11 [Lexington Institute, Obama Could Create Jobs And Support Defense, Daniel, PhD, http://www.lexingtoninstitute.org/obama-could-create-jobs-and-support-defense?a=1&c=1171] 

A less well recognized candidate for increased government investment that would create jobs, improve infrastructure, remove impediments to economic growth and help national security is the domestic shipbuilding industry. Simply put, the United States has always supported a domestic shipbuilding industry and merchant marine on national security grounds. The centerpiece of this policy is the Jones Act, passed in 1920, which requires that vessels engaged in trade between two U.S. ports be American-built, owned and crewed. This is important for national security because the Navy both acquires its support vessels -- tankers and supply ships -- from U.S. shipyards and uses that same industrial base for overhaul and maintenance for its surface combatants. This industrial base could not be sustained on Navy funding alone, hence the need to support commercial activities such as the construction of Jones Act ships. 

The first thing that the President could do is provide continued funding for the Title XI Federal Ship Financing Program. Title XI provides loan guarantees on contracts to build or overhaul commercial vessels in U.S. shipyards. The guarantees can be employed to cover the production of any type of commercial vessel including barges and offshore oil rigs. Title XI encourages the maintenance of commercial facilities and a skilled workforce that can also be employed in constructing and maintain Navy vessels. 

An even bigger boost to the nation’s economy and national security would result from an administration decision to expand implementation of the Marine Highway Initiative. The MHI is intended to accelerate development of waterborne shipping services thereby reducing congestion on land as well as saving money since waterways shipping is extremely cost effective for the movement of high volume and bulk freight. Because of the Jones Act, initiatives under the MHI that involve funding support for the construction of carrier vessels would go to U.S. shipyards. The results would be a double boost to the economy (ship construction and reduced freight costs), the creation of jobs and support for national security. Mr. President, put more money behind the MHI. 

And, the plan reverses tidal waves of shipyard closings which decimate the industry 

Munoz, 11 [January 11, The Obama Infrastructure Plan, and Another Shipyard Closes, OP-ED by Tony Munoz, Editor-in-Chief of the Maritime ExecutiveMagazine and the MarEx Newsletter, http://www.maritime-executive.com/article/obama-infrastructure-plan-and-another-shipyard-closes] 

As President Obama announced his robust infrastructure investment program touting an immediate infusion of $50 billion for improvements to the nation’s infrastructure, images of a newly revitalized U.S. maritime industry swirled around me in a twilight zone moment. The six-year plan is estimated to cost about $350 billion to fix 150,000 miles of broken roadways, 233,000 miles of dilapidated railroad track, and 150 miles of aging airline runways. Yet not a word was uttered about increasing funding for America’s Marine Highway Program or rejuvenating the shipbuilding industry. Perhaps the president’s advisors had forgotten to remind him about the gridlock stifling the nation’s cities and highways. Or about the car and truck pollution that kills an estimated three percent of the population each year. In an era of rising fuel costs, dense smog and roadway congestion, personnel at the Department of Transportation (DOT) should have pointed out to Obama that there are 15.5 million commercial trucks on U.S. highways, of which two million are tractor trailers, and that they log about 435 billion miles each year while consuming approximately 53.9 billion gallons of fuel. Now add the estimated 136 million registered cars and about one million buses to the highway equation and you have a horrific traffic jam of 152.5 million motorized, fuel-burning vehicles bogging down freedom of the roadways and polluting the populace. As the president deals with the 2010 $1.3 trillion budget deficit calculated to be 9.2 percent of GDP, which is slightly less than the shortfall of 9.9 percent of GDP ($1.4 trillion) posted in 2009, he is also confronted with $130 billion (2010) for U.S. operations in Iraq and Afghanistan that the Congressional Budget Office (CBO) estimates will cost the nation $745 billion between 2011 and 2020. With unemployment hovering around 10 percent due to the Great Recession that began in late 2007, federal revenues from corporate income taxes fell by 55 percent ($166 billion) in 2009, and individual income taxes declined by 20 percent ($230 billion). Additionally, for the first time since 1946, taxes from Social Security and Medicare declined 1 percent or $9 billion. And, of course, there is the $7.5 trillion owed by the government to domestic investors ($4 trillion-52%) and foreign investors ($3.6 trillion-48%) at the end of 2009. With this bleak economic picture staring the nation in the face like a double-barrelled shotgun, it’s no wonder that America’s shipyards are closing at record numbers and the number of U.S. mariners is declining rapidly. And forget the Jones Act, because if there are no U.S. yards or mariners there won’t be any need for U.S. cabotage laws. To all the anti-Jones Act folks screaming protectionism costs consumers too much and that American shipyards and ships cannot be competitive in the new global economy, I say the U.S. government will have to beef up its police forces, Coast Guard and National Guard to ensure a catastrophic event by terrorists or criminals doesn’t shut down U.S. ports or waterways. Because freedom isn’t free and a bigger government means more taxes. Really, grandma can pay the extra dollar for the iron at Walmart. Besides, if the U.S. maritime industry ceases to exist, who will run the supply lines the next time the U.S. military is deployed overseas? DOT’s budget in 2010 is $73.2 billion and it’s scheduled to increase to $79 billion for 2011. In 2011, highways will get $42.1 billion and rail will receive $11 billion. Meanwhile, the Maritime Administration’s (MARAD) budget gets smaller: $433 million in 2009, $363 million this year, and $352 million allocated for 2011. The vast majority of MARAD’s budget goes to the Military Security Program, which stays constant at $174 million. Assistance to small yards in 2011 is zero, while getting rid of the Ready Reserve Fleet has been allocated $10 million. An additional $49.3 million currently goes for operations and programs. Does that mean there might be some loose change rattling around for America’s Marine Highway Program? The U. S. is exceptional among nations as it has 95,000 miles of coastline and 25,000 miles of navigable inland waterways and lakes. In moving domestic cargo, the math is simple: Move a ton of freight by truck and a gallon of fuel will get 155 miles down the road; by rail, that gallon will go 413 miles; but by towed barge that gallon will move the ton of freight nearly 576 miles. Furthermore, trucks are the dirtiest form of ground transport. In the past decade, automotive emissions have risen 3.3 percent, while truck emissions have risen nearly 77 percent. The evidence is clear, and throwing more money at the crumbling highway system so that more and more trucks can clog the roadways to move a few tons of freight seems ludicrous. America’s Marine Highways are plentiful and renewable. A barge moving over 400,000 tons of cargo 2,300 miles would only consume 9,000 gallons of fuel, whereas that same cargo being moved by trucks would require 53,000 gallons. Since the mid-1990s, more than 40,000 U.S. merchant mariners, 38,000 longshoremen and 200,000 shipyard workers have lost their jobs. And over the last 50 years more than 60 shipyards have gone out of business. Northrop Grumman is closing its Tallulah yard in Louisiana by the end of 2010 and its much bigger Avondale yard by 2013…and another shipyard closes. Recently, the internal Revenue Service did an “Audit Techniques Guide” for its agents regarding inland waterway transportation. The report concluded, “Barge shipping is by far the most energy-efficient mode of transportation, extremely safe, causes little congestion, produces little air/noise pollution, has minimal land use or social impact.” The report went on to say, “The goods exchanged between states using the waterways exceeds $100 billion, and the industry supports 70,000 jobs while supporting 800,000 jobs in related industries. River states represent 54 percent of the population, 56 percent of heavy manufacturing, and 61 percent of agricultural jobs. And the waterways’ transportation industry provides $1.6 billion in fuel tax.” The CBO study cited earlier declared that national highway congestion resulted in 4.2 billion hours of delay and 2.9 billion gallons of additional fuel used at a cost of $78 billion. The proposed remedy is for the federal government to impose a policy of “congestion pricing.” This policy would charge drivers to use highways-roadways. More money out of your pocket during heavy traffic and lower prices in opposite circumstances, and check this one out: “Nationwide implementation of congestion pricing could provide governments a ‘social benefit’ of $19 billion to $45 billion per year.” President Obama needs to realize that we cannot pave our way or railroad our way to inevitable growth. The cost would probably be around $350 billion over six years. Obama and Secretary LaHood need to sit down with a few of us in the maritime industry so we can explain to them that the way to alleviate congestion and pollution and save billions of dollars in fuel costs is by transporting goods over water. Think of the creation of jobs at shipyards, on vessels, and in ports. Imagine a budget surplus for the arts, education, mass transportation, and health care for the poor. Imagine….

And, inland water ways are functionally limitless – the plan is the easiest means of infrastructure expansion and revitalizes the maritime sector 

Perakis and Denisis,08 [A survey of short sea shipping and its prospects in the USA, ANASTASSIOS N. PERAKIS* and ATHANASIOS DENISIS Department of Naval Architecture & Marine Engineering, University of Michigan, 213 NAME Building, 2600 Draper Dr., Ann Arbor, MI 48109-2145, USA, http://intermodalmarine.com/pdfs/Survey%20of%20SSS%20Prospects%20in%20the%20U.S..pdf] 

In addition to the above environmental and societal benefits, SSS has also the following advantages: 1. Expansion of the transportation network capacity. SSS can add more capacity to the stressed freight transportation network of the US in an efficient way. Given that the sea lanes or ‘marine highways’ are in theory limitless, SSS is by far the easiest to expand transportation system. 2. Port productivity improvement. By swiftly transhipping containers out of a hub-port, using feeder vessels and container barges, SSS can increase the capacity of the port terminals, reduce the ‘dwell time’ for containers in the yard and overall improve the productivity of the port. 3. Revival of the US maritime sector. The introduction of new waterborne transportation will revitalize the maritime sector in the US. There will be new shipbuilding opportunities for new short sea vessels and therefore employment opportunities as well. The new satellite terminals will also create more jobs for the local communities. 4. Corporate social responsibility. The significant environmental and social advantages of SSS over the other transportation modes can lead to different transportation patterns and change the attitudes of the transportation users, i.e. shippers. Under the corporate social responsibility (CSR) concept, businesses make their decisions considering also the interests of other parties, such as the society and the environment, and therefore taking responsibility for the impact of their activities. For example, companies are taking further steps to improve the quality of life for the local communities and the society in general or help the environment. Proponents of CSR argue that corporations gain in the long term in multiple ways by operating with a perspective broader than their own immediate, short-term profits. Several studies have found a positive correlation between social/environmental performance and financial performance [45]. In the increasingly conscience-focused marketplaces of the twenty-first century, the demand for more ethical business processes and actions is increasing and additional pressure is applied on almost every industry to improve its business ethics. Often it takes a crisis to precipitate attention to CSR, such as the crisis in the US freight transportation network. It is also suggested that stronger government intervention and regulation, rather than voluntary action, are needed in order to ensure that companies behave in a socially responsible manner. The freight transportation industry is a competitive industry. Cost and time are the two main decision-making criteria for the choice of mode. Transportation companies compete on cost and on the level of service been offered, operating under certain standards and regulations. However, the increased awareness on CSR may force them to move further than their compliance with environmental standards. Shippers will start looking at their environmental impact of their transportation activities and may turn their attention to greener modes. SSS has to promote its Short sea shipping in the USA 607 Downloaded By: [University of Michigan] At: 16:17 29 November 2008 image as a sustainable mode of freight transportation and attract environmentally aware shippers. Recent surveys however have showed a lack of awareness about the advantages of SSS among shippers, shipowners, and the public as well [46].

And, a strong maritime and shipbuilding industry is a vital pre requisite to credible naval capabilities 

Alberto, et al., 5 (Lieutenant Colonel Ronald P., U.S. Army, Colonel Michael G. Archuleta, U.S. Air Force, Lieutenant Colonel Steven H. Bills, U.S. Air Force, Commander William A. Bransom, U.S. Navy, Mr. Kenneth Cohen, Department of State, Commander William A. Ebbs, U.S. Navy, George Manjgaladze, Ministry of Defense, Republic of Georgia, Commander Elizabeth B. Myhre, U.S. Navy, Audrea M. Nelson, DA, Robert L. Riddick, Department of Defense, Colonel Christopher M. Ross, U.S. Army, Julia N. Ruhnke, DA, Lieutenant Colonel Gregory M. Ryan, U.S. Marine Corps, Colonel David D. Thompson, U.S. Air Force, Commander Hugh D. Wetherald, U.S. Navy, Dr. Mark Montroll, faculty at the Industrial College of the Armed Forces, Dr. Michael Farbman, USAID, faculty at the Industrial College of the Armed Forces, Captain David B. Hill, U.S. Coast Guard, faculty at the Industrial College of the Armed Forces, “SHIPBUILDING”, The Industrial College of the Armed Forces, National Defense University, 2005, http://www.ndu.edu/icaf/programs/academic/industry/reports/2005/pdf/icaf-is-report-shipbuilding-2005.pdf, Deech)

In conclusion, our study found that the tremendous advantage the US enjoys in naval power directly supports our national security through global power projection and maintaining freedom of the seas. Our ability to build large, highly capable naval ships is a vital part of our naval superiority and is therefore inexorably linked to our national security. The US must maintain it lead in naval power by protecting its domestic shipbuilding industry. It is our conclusion that the number one issue facing the American military shipbuilder today is the uncertainty in future orders for ship construction. The year to year fluctuation in the projected naval order book adds uncertainty for the shipbuilder wanting to invest in capital and labor improvement, and adds cost to the vessels actually being delivered. This fluctuation is exacerbated when the US Navy cancels entire ship classes or severely limits procurement of vessels that have been programs of record, programs which the shipbuilders have used to make labor and capital investment decisions. We feel it is imperative for the Navy to identify the force of the future and commit to a stable procurement plan to implement that force. The concept of Seabasing must mature at least to the point where the major yards can invest in the infrastructure necessary to build the force. In this area, we also conclude that the requirement for full funding of naval vessels in the year of authorization hampers the ability of the Navy and the industry to maintain a steady shipbuilding plan. It is apparent to us that the US Navy shipbuilding program is often used as a “bill payer” for other DoD priorities. In addition to the reality that the money is not obligated in the year of funding, the temptation to use the US Navy shipbuilding account to pay current year expenses is greater if significant procurement dollars are available to pay the full cost of individual ships. While we are convinced the nation must maintain sufficient shipbuilding capacity to allow for surge in national emergencies, we feel that the current and projected naval order book does not support the capacity being carried by the six largest shipyards. Restructuring of the industrial base is necessary. This restructuring may entail the politically difficult decision to allow some yards to close, but if the naval order book does not increase and the restructuring does not occur, unit cost will continue to skyrocket out of proportion to the value to the nation of the vessel.

Great power war 

Conway et al 7 [James T., General, U.S. Marine Corps, Gary Roughead, Admiral, U.S. Navy, Thad W. Allen, Admiral, U.S. Coast Guard, “A Cooperative Strategy for 21st Century Seapower,” October, http://www.navy.mil/maritime/MaritimeStrategy.pdf]

Deter major power war. No other disruption is as potentially disastrous to global stability as war among major powers. Maintenance and extension of this Nation’s comparative seapower advantage is a key component of deterring major power war. While war with another great power strikes many as improbable, the near-certainty of its ruinous effects demands that it be actively deterred using all elements of national power. The expeditionary character of maritime forces—our lethality, global reach, speed, endurance, ability to overcome barriers to access, and operational agility—provide the joint commander with a range of deterrent options. We will pursue an approach to deterrence that includes a credible and scalable ability to retaliate against aggressors conventionally, unconventionally, and with nuclear forces.

Win our Nation’s wars. In times of war, our ability to impose local sea control, overcome challenges to access, force entry, and project and sustain power ashore, makes our maritime forces an indispensable element of the joint or combined force. This expeditionary advantage must be maintained because it provides joint and combined force commanders with freedom of maneuver. Reinforced by a robust sealift capability that can concentrate and sustain forces, sea control and power projection enable extended campaigns ashore.

And, causes and escalation of every transnational threat – the ship building industry is key 

NLUS, 12 – a nonprofit organization dedicated to educating our citizens about the importance of sea power to U.S. national security and supporting the men and women of the U.S. Navy, Marine Corps, Coast Guard and U.S.-flag Merchant Marine and their families (Navy League of the United States, “Maritime Primacy & Economic Prosperity: Maritime Policy 2012-13”, Navy League of the United States, 1/21/12, http://www.navyleague.org/files/legislative_affairs/maritime_policy20122013.pdf | AK)

Global engagement is critical to the U.S. economy, world trade and the protection of democratic freedoms that so many take for granted. The guarantors of these vital elements are hulls in the water, embarked forward amphibious forces and aircraft overhead. The Navy League of the United States’ Maritime Policy for 2012-13 provides recommendations for strategy, policy and the allocation of national resources in support of our sea services and essential to the successful execution of their core missions. We live in a time of complex challenges — terrorism, political and economic turmoil, extremism, conflicts over environmental resources, manmade and natural disasters — and potential flash points exist around the globe. It is the persistent forward presence and engagement of maritime forces that keep these flash points in check, prevent conflict and crisis escalation, and allow the smooth flow of goods in a global economy. The United States has fought multiple wars and sacrificed much to ensure un challenged access to sea lanes and secure the global commerce upon which the U.S. economy depends. The “persistent naval presence” provided by our forward-deployed Navy and Marine Corps ships, aircraft, Sailors and Marines is the guarantor of that hard-won maritime security and the critical deterrent against those who might seek to undermine that security. Maintaining naval forces that can sustain our national commitment to global maritime security and dissuade transnational aggression in the future must be a national imperative. The No. 1 challenge to that imperative is the lack of a fully funded, achievable Navy shipbuilding program that produces the right quantity and quality of ships, with the right capabilities, for the right costs, in economically affordable numbers over the next 25 years. A shipbuilding plan must be defined and agreed upon by the Navy, the Departments of Defense (DoD) and Homeland Security, Congress and the administration — and executed now. Recognizing that hard choices must be made in a reduction of the defense budget, the Navy League is reducing its recommended funding for the Department of the Navy’s Shipbuilding and Conversion, Navy (SCN), account to $20 billion or more per year. This reduced funding leads to a recommended reduced force level of 305 ships to meet our nation’s global security challenges. This also recognizes that the worldwide commitment of ship deployment must be reduced. America’s amphibious expeditionary force is prepared to engage today’s threats — today. Our Marines remain heavily engaged in Afghanistan and support numerous other small-unit operations that enable nation-building with allies around the globe. The Marine Corps needs the authorization to reduce to an end strength of 186,800 Marines, and this force level must be properly resourced to maintain a balanced air-ground logistics team. The Corps must regain its expertise in amphibious operations and maintain that capability in force structure. The service also must be provided the resources to reset the force, to restore or acquire new equipment and capabilities consumed in the ongoing wars. The Coast Guard is a multimission, worldwide-deployed armed force with broad law enforcement authorities. It operates seamlessly with the DoD services as prescribed by the National Command Authority and is the lead agency for maritime homeland security and law enforcement support to the Navy in deployed operations. In addition, it fulfills several legally mandated missions, including its most employed mission of search and rescue, plus protection of living marine resources, drug interdiction, illegal migrant interdiction, defense readiness, marine safety, ice operations, aids to navigation, marine environmental protection, and ports, waterways and coastal security. The substantial breadth of operations, which has increased markedly in tempo since the 9/11 attacks, continues to overstress aging equipment, resulting in rising maintenance costs and a greater workload for Coast Guard personnel. The Coast Guard must increase its active-duty military strength to at least 45,000, have an operational expense budget of at least $6.7 billion and an Acquisition, Construction and Improvements (AC&I) budget resourced at no less than $2.5 billion per year, of which $2 billion should be dedicated to continuing the recapitalization of the fleet. Skilled Mariners are more critical than ever to ensuring our ability to sustain U.S. national and global security interests. Ninety-five percent of the equipment and supplies required to deploy the U.S. armed forces is moved by sea. The base of skilled U.S. Merchant Mariners is shrinking. The shipping capabilities of the Maritime Administration’s Ready Reserve Force and the DoD’s Military Sealift Command are sized to support routine and some surge logistics and specialized mission requirements. This critical capability must be maintained by ensuring an active commercial U.S.-flag Merchant Marine to support efficient and cost-effective movement of DoD cargo. The U.S. shipbuilding industry is in crisis. Finding a solution must be an imperative if our nation is to maintain a Navy capable of supporting the nation’s defense. Jobs lost in this sector mean precious ground lost in capability and capacity that cannot be regained. The current production levels for ship construction and the manufacturing of the other critical systems, equipment and weapons that we install in our ships, submarines and aircraft are at critically low levels. Sustaining and upgrading our nation’s critical, defense-related industrial base must be an essential element of our National Security Strategy. Personnel must train as they will fight to remain operationally ready. This all-volunteer military also must receive highly competitive compensation in the way of salary as well as health care, retirement and quality-of-life benefits to remain an effective fighting force. Taking care of our wounded warriors is fundamental.
A strong navy is critical to effective peacekeeping 

Vego, 8 — professor of operations at the Naval War College, former commanding officer in the former Yugoslav Navy and former West German merchant marine (Milan N., “On Naval Power”, Joint Forces Quarterly, July 2008, http://www.ndu.edu/press/lib/pdf/jfq-50/JFQ-50.pdf, Deech)

Naval forces are most extensively used in support of peace operations, which are military operations to support diplomatic efforts to reach a long-term political settlement. These actions are conducted in conjunction with diplomacy as necessary to negotiate a truce and resolve a conflict. They may be initiated in support of diplomatic activities before, during, or after the conflict. Peacekeeping and peace enforcement are the principal types of peace operations. Peacekeeping operations are designed to contain, moderate, or terminate hostilities between or within states, using international or impartial military forces and civilians to complement political conflict-resolution efforts and restore and maintain peace. These actions take place after the sides in a conflict agree to cease hostilities; impartial observers are normally sent to verify the implementation of the ceasefire or to monitor the separation of forces. Peace-enforcement operations involve diverse tasks as authorized by Chapter VII of the UN Charter. The objective is to compel compliance with resolutions or sanctions that have been adopted to maintain or restore peace or order. The tasks of peace enforcement include implementation of sanctions, establishment and supervision of exclusion zones, intervention to restore order, and forcible separation of belligerents. The aim is to establish an environment for a truce or ceasefire. In contrast to peacekeeping operations, peace-enforcement operations do not require the consent of the warring factions involved in a conflict. When used for peace enforcement, naval forces should have at least limited power projection capabilities and be ready to engage in combat. Naval forces may also be involved in expanded peacekeeping and peaceenforcement operations. These operations are larger than peacekeeping operations and can involve over 20,000 personnel. The consent of the sides in the conflict is usually nominal, incomplete, or nonexistent. These operations include more assertive mandates and rules of engagement, including the use of force under Chapter VIII of the UN Charter. 8 Expanded peacekeeping/peace-enforcement operations are conducted with strictly limited objectives, such as protecting safe-flight or no-fly zones or relief deliveries. If too intrusive, the operations are likely to draw multinational forces into open hostilities; the naval forces would then have to be either pulled out or committed to full-scale combat. 9

Peacekeeping prevents great power wars

Dean 95 – Adviser on international security issues for the Union of Concerned Scientists [Dean, Jonathan. (P articipated in East-West arms control negotiations and worked with U.N. peacekeepers in the field and in the State Department) “A stronger U.N. strengthens America,” Bulletin of the Atomic Scientists. Chicago: Mar 1995. Vol. 51, Iss. 2; pg. 45Ebscohost]

Experts throughout the world expect growing population pressures and increasing environmental stress to develop over the coming decades into intense, far-reaching social unrest and regional conflict. Economic development is the solution, however slow and uncertain it may be in coming. But the world also needs effective regional conflict-prevention procedures. Left on its own, regional violence can lead to confrontation and even war between the great powers, including the United States, as might occur, for example, in the event of conflict between Ukraine and Russia or between China and its neighbors. In the final analysis, unchecked regional violence and the fear of further violence will lead more states to develop nuclear weapons. In past decades, this process occupied in Israel, South Africa, India, Pakistan, Iraq, and presumably, in North Korea. A world with 20 or 80 nuclear weapon states would not only make a more effective global security system impossible, it would lead the present nuclear weapon states to modernize and increase their weapons—and it would markedly increase the vulnerability of the United States to direct attack. Instead of shrugging at human fallibility, accepting war as inevitable, and reacting after it happen, U.S. policy should aim at establishing an international peacekeeping system that can head off an increasing number of conflicts.

Naval strength solves Middle East war

Vego, 8 — professor of operations at the Naval War College, former commanding officer in the former Yugoslav Navy and former West German merchant marine (Milan N., “On Naval Power”, Joint Forces Quarterly, July 2008, http://www.ndu.edu/press/lib/pdf/jfq-50/JFQ-50.pdf, Deech)

Naval forces can be employed in support of foreign policy, military (theater) strategy, and peace operations. Navies are an ideal tool for providing support of foreign policy. Their main advantages are flexibility, mobility, and political symbolism. Naval forces have diverse capabilities that can be quickly tailored to the situation at hand. They are also largely self-sufficient and do not require extensive land support. Naval forces can be employed in support of the country’s diplomatic initiatives in peacetime and time of crisis, or for naval diplomacy— actions aimed to create a favorable general and military image abroad, establish one’s rights in areas of interest, reassure allies and other friendly countries, influence the behavior of other governments, threaten seaborne interdiction, and, finally, threaten the use of lethal force. Deployment of naval forces during times of tension or crisis to back up diplomacy and thereby pose an unstated but clear threat is an example of naval diplomacy, which can also help in coalition-building. Navies are generally much more effective than armies or air forces in terms of their international acceptability and capacity to make the desired impact. They can be used symbolically to send a message to a specific government. When a stronger message is required, naval diplomacy can take the form of employment of carefully tailored forces with a credible offensive capability, signaling that a much more capable force will follow, or it can give encouragement to a friendly country by providing reinforcement. The threat of the use of limited offensive action or coercion might be designed to deter a possible aggressor or to compel him to comply with a diplomatic demarche or resolution. Naval forces can be used in conflict prevention, coercive diplomacy, and peace operations. Conflict prevention includes diverse military activities conducted either unilaterally or collectively under Chapter VI of the UN Charter and aimed at either preventing escalation of disputes into armed conflict or facilitating resolution of armed violence. These actions range from diplomatic initiatives to preventive deployment of naval forces. The main purpose of the forward presence of U.S. naval forces in the western Pacific, Arabian Sea, Persian (Arabian) Gulf, and Mediterranean is to prevent the outbreak of large-scale hostilities that might affect the national interests of the United States and its allies or friends. Naval forces deployed in forward areas should be of sufficient size and combat power to defeat opposing forces quickly and decisively.

And, goes global and nuclear 
Gold, 07 [Thomas J., Masters in Strategic Intelligence, Joint Military Intelligence College, Nuclear Conflict in the Middle East: An Analysis of Future Events, p. 53-55]

If the political, ethnic, and military policies, and future nuclear weapons development in the Middle East continue in their present directions, Iran or Iraq will eventually initiate a nuclear conflict, probably in the 2005-2015 time frame. Major focal events such as total arms control (resulting in a regional NWFZ), individual acceptance of the NPT, or changes in Middle East leadership will ultimately determine which future happens. FUTURE INDICATORS A constant watch is needed to assess the actions, intentions, and progress of the Middle East countries with their nuclear programs. As well as the status of each country’s nuclear program, its military capability and intentions must also be monitored to determine which future direction is most likely and if the first use of nuclear weapons is likely. ‘Future Indicators” verify the progress of each country toward the most likely “Alternate Future”. Future No. 23 (most likely,): Israel, Iran, and Iraq have developed nuclear weapons. Israel and Iran have kept their weapons as a deterrent. Iraq is the first to use nuclear weapons, probably for aggression. Depending on which Middle East country is attacked by Iraq, either Israel or Iran will retaliate with a secondary nuclear strike. Actions by the U.S., Russia, or other countries will have little effect in deterring this retaliation. This future scenario also carries the risk of escalation into a regional or global nuclear conflict if the major nuclear powers become involved. This scenario can only take place if Iran chooses to retain its nuclear weapons for deterrence rather than be aggressive. Note that Iran has developed weapons approximately three years earlier than Iraq. Israel must also be complacent about Iraq’s program and not destroy the Iraqi reactors as it did in 1981. Transposition to Future No. 20: Iran becomes democratic and does not develop nuclear weapons. However, without the appearance of having a potential nuclear capability, Iran will surely become the most probable target of Iraq’s attack. Transposition to Future No. 14: Israel or one of the major nuclear powers takes a major action which deters Iraq from nuclear aggression. This scenario would result in a very unstable situation when all three countries have nuclear weapons. The potential would then exist for a regional dispute to escalate into nuclear conflict. Transposition to Future No. I: Prior to any conflict, all Middle East countries have agreed to a NWFZ, abandoned their nuclear development programs, and destroyed all nuclear weapons and related materials. Indicators for Future Scenario No. 23: A tier the development and assembly of a nuclear device, Iraq may test the weapon within Iraqi territory to verify its design, or politically move Iraq into being a nuclear power: this action would be a major step toward regional hegemony. After testing this weapon, Iraq may also begin a buildup of its nuclear capability for future deterrence or aggression. Future No. 17 (second most likely): Israel and Iran have developed nuclear weapons. Iraq program is not complete, and Israel has kept its weapons as a deterrent. Iran is the first to use nuclear weapons, probably for aggression. As the status of the Iraqi program is uncertain, the most probable target for an Iranian first strike using nuclear weapons is Israel. A nuclear retaliation by Israel would be certain. The potential now exists for the involvement of the major nuclear powers, the U.S. siding with Israel, and Russia siding with Iran. Escalation to regional or global nuclear war is now a possibility. 

1ac solvency 
Contention Two is Solvency
A comprehensive federal expansion of Title XI loan guarantees mitigates congestion and creates conditions favorable for private investment – the plan reverse the only barrier to short sea transportation 
Cook, 11 — former General Counsel of the Maritime Administration, Counsel to Seward and Kissel LLP (H. Clayton, “Dead in the Water”, Maritime Executive, 7/8/2012, http://www.maritime-executive.com/article/dead-in-the-water, Deech)

***Note: SST = short sea transportation, CCF = capital construction fund

For more than a decade, Europe and the U.S. have witnessed increasing highway traffic congestion and considered the possible use of water transport as a highway supplement and alternative. The European Community has moved to embrace water transport for its container and ro/ro traffic using programs like the Marco Polo and Motorways of the Sea initiatives. In the U.S., there has been general agreement that our ocean coastal waters could provide additional transportation capacity and that a comprehensive federal program would be required to achieve it. But no such program has been initiated, and the multiple "choke points" and miles of bumper-to-bumper traffic that have characterized travel on major highways, such as I-95, I-10 and I-5, have simply grown more pronounced year by year. These issues remain unaddressed today. With the December 2007 enactment of the Marine Transportation sections of the Energy Independence and Security Act of 2007 (Act), Congress and the Bush Administration provided the Secretary of Transportation (Secretary) with the authority for a European-style Motorways of the Sea program to facilitate federal and local government collaborations and attract public and private sector investment for short sea transportation infrastructure projects to access the potential of our nation's ocean highways. The Short Sea Transportation Program The Act directed the Secretary to establish a short sea transportation program (SST) to mitigate landside congestion and provide a favorable legal regime for public and private sector investment to create the infrastructure necessary for new coastwise and other domestic waterborne services. The program was intended to expand the use of the Great Lakes/Saint Lawrence Seaway System as well as inland, intracoastal and coastal waterways for the transportation of freight loaded in containers and trailers to mitigate landside congestion. Section 1121 mandated actions to create an environment that would foster federal, state and local cooperation in the planning and financing of shore-side infrastructure and attract private sector investment to finance vessel fleet requirements. The House version of Section 1122 addressed the need for U.S. government-assisted financing for the vessels that would be involved by extending the Maritime Administration’s (MARAD) Capital Construction Fund’s (CCF) tax-deferral program to container and ro/ro services nationwide and authorizing $2 billion for MARAD’s Title XI loan guarantee program. Section 1123 mandated a report to be made not later than one year after the December 19, 2007 enactment to detail progress in the implementation of SST and provide recommendations for further administrative or legislative action as appropriate. Certain actions in the Act are mandated as "shall" while others are merely permitted as "may." The Act provides that the Secretary "shall establish a short sea transportation program and designate short sea transportation projects to be conducted under the program to mitigate landside congestion and encourage the use of short sea transportation through the development and expansion of: (1) documented vessels; (2) shipper utilization; (3) port and landside infrastructure; and (4) marine transportation strategies by state and local governments." In administering the program, the Secretary "shall": • Designate SST routes as extensions of the surface transportation system to focus public and private efforts to use the waterways to relieve landside congestion along coastal corridors; • Enter into memorandums of understanding with the heads of other federal entities to transport federally owned or generated cargo using program-designated SST projects when practical or available; • Consult with shippers and other participants in transportation logistics and develop proposals for short-term incentives to encourage the use of SST in consultation with federal entities and state and local governments; • Develop strategies to encourage the use of SST for passengers and cargo; • Assess the extent to which states and local governments include SST and other marine transportation solutions in their transportation planning, and encourage state departments of transportation to develop strategies, where appropriate, to incorporate SST, ferries, and other marine transportation solutions for regional and interstate transport of freight and passengers in their transportation planning; • Encourage groups of states and multi-state transportation entities to determine how SST can address congestion, bottlenecks, and other interstate transportation challenges; • Establish a board to identify and seek solutions to impediments hindering effective use of SST, with representatives of the Environmental Protection Agency and other federal, state, and local governmental entities and private sector entities; and • Issue temporary SST program regulations for the implementation of the SST program not later than 90 days after December 19, 2007, and to issue final regulations not later than October 1, 2008. MARAD was assigned responsibility for implementation of SST, which it renamed America's Marine Highway Program. Two Years Late and $2 Billion Short The report to Congress on the implementation of SST and any recommendations for further legislative or administrative action, which was due not later than December 19, 2008, was finally issued on April 5 of this year. It addresses the "shall" tasking assigned under Section 1121 point by point and confirms – without noting DOT’s failure to meet the mandated deadlines of March 18 and October 1, 2008 for the publication of regulations or the December 19, 2008 deadline for filing the report – that the congressionally assigned tasks have been completed or are otherwise well underway. The report's organization and content are explained in an Executive Summary which commences: "The first section of this report provides the justification for expanding the utilization of Marine Highway services. It describes the interests of the federal government in encouraging greater use of Marine Highways and, through the example of Europe, shows that government policy can be successful in achieving this result. An important point of this section is that the full range of public benefits of Marine Highways services will not be realized based solely on market-driven transportation choices." The report confirms the Secretary's apparent compliance with the Act's directions. In the Conclusion it acknowledges that: "The private sector will ultimately be the key to the success of America's Marine Highway through innovation, outreach and investment,” and goes on to state: "Without strong leadership from the federal government, however, the nation's rivers and coastal waterways will continue to be underutilized for domestic container and trailer freight transportation. It is difficult for private operators to support the scale of investment needed to initiate large-scale operations. Private operators are particularly disadvantaged by the fact that many of the important public benefits of water transportation . . . cannot be captured in the form of higher revenues or lower costs . . . . Government action is required to help overcome these challenges and assist the expansion of Marine Highway services in a significant manner." The report confirms the Secretary's apparent compliance with the Act's directions. In the Conclusion it acknowledges that: "The private sector will ultimately be the key to the success of America's Marine Highway through innovation, outreach and investment,” and goes on to state: "Without strong leadership from the federal government, however, the nation's rivers and coastal waterways will continue to be underutilized for domestic container and trailer freight transportation. It is difficult for private operators to support the scale of investment needed to initiate large-scale operations. Private operators are particularly disadvantaged by the fact that many of the important public benefits of water transportation . . . cannot be captured in the form of higher revenues or lower costs . . . . Government action is required to help overcome these challenges and assist the expansion of Marine Highway services in a significant manner." But there are no "recommendations [to the Congress] for further legislative or administrative action that the Secretary of Transportation considers appropriate." Instead, the report provides only: "suggestions from the transportation community. . . which are under consideration by the Administration and thus not necessarily endorsed by MARAD, US DOT, or the Administration, that stakeholders say could induce increased waterborne freight traffic on America's Marine Highways." We are assured that MARAD will work to “incorporate America's Marine Highway more completely into the national transportation system . . . fund research and study the commercial market . . . [and] evaluate the outcomes of Marine Highway projects already underway . . . .” Where are the outlines of any MARAD process to address and prioritize the "suggestions from the transportation community," or of Administration support for the modification of the Harbor Maintenance Tax, or of support for a well-funded, multiyear MARAD Title XI program for the financing necessary for the creation of the container and ro/ro fleets of $150-to-$200 million vessels that will required to achieve SST’s objectives? One only need review the MARAD Administrator's FY 2012 budget testimony on March 1 and the March 10 testimony of the Secretary to understand that there will be no America's Marine Highway Program. Instead of a request for some portion or all of the Act's authorization of $2 billion for Title XI vessel financing, the MARAD Administrator requested the cancellation of $54.1 million of the $76.6 million of its existing Title XI authority "because the maritime industry must share in the national sacrifice during these challenging economic times." And while the Secretary spoke of multibillion-dollar investments for six-year authorizations in high-speed rail, road and bridge improvements, and rehabilitation of existing transit systems, the entire MARAD operating budget request was only $357.8 million. So we have a delayed December 2008 report to Congress, delivered in April 2011, and not much else. End of the Highway? From discussions too numerous to count over the past dozen years, it is clear that two of the most important impediments to the initiation of coastwise blue water services have been (1) the absence of the two federal support programs that have proven essential to the financing of the nation's existing blue water container and ro/ro fleets in prior decades, and (2) the imposition of the Harbor Maintenance Tax. Financing the multiple vessel commitments to meet the service frequencies that will be needed to attract cargoes from interstate highways to coastal waterways will almost certainly require federal assistance. The congressional sponsors of the Act were mindful of this need, which is why the original versions of the Act, as reported by the House Committee on Transportation and Infrastructure and later passed by the House, provided access to two important MARAD financing assistance programs: the Title XI loan guarantee program, authorizing $2 billion of new financing, and the CCF tax deferral program, extending these deferrals to SST project use. These programs, which enable vessel owners to obtain long-term commercial financing and purchase vessels with tax-deferred dollars over periods of up to 25 years, have been used in combination in the financing of virtually all of the container and ro/ro vessels in current U.S. domestic service. The final version of the Act does not provide additional Title XI authorization but does extend CCF program availability. The CCF extension to coastwise services has been a long-time maritime community objective. The extension was included in congressional initiatives in the 1990s, in the SEA 21 congestion mitigation proposals in 2002, and in congressionally sponsored legislation in 2003. The CCF program is made up of individual tax deferrals based on MARAD contracts; its extension has already become effective for existing MARAD contract holders and should be available upon application and approval for others. The availability of Title XI 25-year term debt is of equal transaction importance. The two programs are complementary and designed for joint use. Title XI or similar debt financing support will be necessary for meaningful SST developments. Title XI program opponents have called it a "corporate subsidy." But, in fact, it is simply "mortgage insurance," as it was termed in its 1938 enactment, that is being purchased by the vessel owner and included as a transaction cost.
And, solely private sector action is insufficient – high startup costs make external incentives critical  

McCormick, 10 [Strengthening US Government US Secretary of Transportation Ray LaHood addressed the recent National Port Summit in San Diego. Wayne McCormick, of America’s Marine Highways, conducted the following interviewSupport of Marine Highways, http://americasmarinehighways.com/userfiles/Inland%20Port%20Mag%20-%20LaHood%20%282%29.pdf] 

The private sector most always is the innovator and principle investor in new vessels. However, one of the challenges for vessel operators, especially new market entrants, is the high cost of getting their designs for more efficient vessels constructed or to finance innovations in fuel and “green” technologies. What can the federal government do to help stimulate those investments and a shift to greener vessels? Creating demand for water-borne transportation should be the first priority, as it effectively serves an incentive for vessel owners to build new ships, as well as providing incentives for the ports themselves. With increased demand, capacity will follow. And as we build new ships, they will meet or exceed today’s emissions standards, making them far more environmentally sustainable than our current fleet of older ships. Incentives for cargo owners and surface transportation service providers can be aimed at inducing the redirection of freight and passengers that better utilizes the excess capacity of our Marine Highways. We are looking at potential incentives that do this while we continue traditional programs, like Title XI loan guarantees, to help remove barriers to new vessel acquisition. Additionally, in 2007, Marine Highway vessel owners became eligible to utilize Capital Construction Funds for vessel construction, which also helps make new vessels more affordable. The Energy Independence and Security Act of 2007 also directs the Secretary of Transportation, in consultation with the Environmental Protection Agency, to conduct research on the environmental benefits of Marine Highways, including research on new technology and vessel designs. The goal is to reduce emissions, improve energy efficiency and lower transportation costs. While no specific funding has been provided to conduct this research, the Maritime Administration is incorporating Marine Highways into its overall research and development strategy and will make the most of existing resources and research relationships to advance this very important component of the Marine Highway

And, the plan reduces risk and creates the financial backing necessary for short sea shipping 

Margaronis, 08 [Green Ships Can Fight Global Warming, president of California-based Santa Maria Shipowning & Trading Inc, p. online document retrieved via a google download, full text email alexanderdpappas@gmail.com] 

A loan guarantee is not the same as a federal grant. Rather, it means the federal government will assign a loan-loss reserve to guarantee that the bank making the loan or mortgage for ship building will have a solvent debtor should the ship owner default. It reduces the risk to the lender, and is an essential element to attracting financial backing. 

The U.S. Maritime Administration’s (MARAD) Title XI program was the backbone of loan guarantees for ship builders. The program, decades old, was designed to ensure the United States had sufficient ships for a war-time emergency. 

The Bush Administration stopped new funding for shipbuilding , citing waste and some defaults in the program.  While influential lawmakers from both parties expressed support of Title XI, Republican Senator John McCain came out in support of the president’s plan, and led successful efforts in the Senate to oppose new shipbuilding funds.

McCain, who chaired the Senate Committee on Commerce, Science and Transportation,
 which had partial oversight of Title XI, questioned the relevance of the program in support of national security during a 2003 debate on a  supplemental budget proposal  bill in the U.S. Senate.

“This funding is simply not justified as part of an emergency supplemental to fund the ongoing war,” McCain said in an April 3, 2003, speech on the Senate floor. “The Title XI program does not serve any defense or homeland security purpose and it should not receive funding under the guise of a wartime need.”

McCain described Title XI as “riddled with problems.” And in fairness to the Arizona senator, there have been loan defaults related to the program. Some of these defaults, however, occurred due to the intervention of members of Congress who overrode MARAD staff on behalf of projects that should never have been funded. Which is to say, the problem wasn’t always with Title XI, but with Congress itself.

Former Rep. Helen Bentley (R-Maryland) expressed such a sentiment during a House Transportation Committee hearing on short sea shipping in February, 2007. Bentley, a chair of the Federal Maritime Commission under former President Richard Nixon and a long-time advocate for the U.S. maritime industry, blamed “members of Congress” for some of the loan default problems with Title XI.

When her comments, which were made as an aside to another witness, were reported during the hearing, there was no rebuttal.

In a recent interview, Mark Schlefer, a retired Washington, D.C., maritime attorney and an authority on Title XI, also recalled that problems with the program surfaced with passenger ships that he says should never have been built.  Congressional meddling, Schlefer agrees, undermined the program.

Schlefer not only calls for the re-authorization of Title XI funding, but for reforming the program to remove obstacles to new participants and start-up companies that hope to build ships.
And, that heightens the resiliency of the transportation network – a secure federal funding stream ensures adequate coordination 

Lombardo, 04 [Short Sea Shipping: Practices, Opportunities and Challenges[1] Written by Gary A. Lombardo, Ph.D.[2] Prepared by TransportGistics, Inc, http://www.insourceaudit.com/WhitePapers/Short_Sea_Shipping.asp]

Opportunities A successful short sea shipping program offers an opportunity to add value to a national or international transportation network and, thus, increase the affected economy’s efficiency and ultimately the societal standard of living. These benefits will accrue when the short sea shipping program addresses the myriad issues inherent in the transportation infrastructure network. U.S. Domestic Market The characteristics found in the transportation network for the U.S. domestic market are similar to that of other domestic markets found in nations with advanced economies as well as in the international transportation networks where at least one member nation has an advanced economy. Most developed nations rely on a national highway system to carry cargo. Due to the fact that annual freight movement increases far surpass that of annual highway mileage construction, highway congestion has become a significant problem. Highway congestion is apparent in terms of the increased travel time necessary to make a journey. Highway travel time also increases the social welfare cost due to resultant inefficiencies. Freight movement inefficiencies are projected to increase dramatically as US highways “. . . experienced a doubling of vehicle miles traveled in the past twenty years while the total highway mileage has only increased by 1%.”[11] This general trend is expected to continue. Most nations rely on a cabotage policy. In the United States, the Jones Act requires all vessels operating between US ports to be domestically built, owned, operated, and staffed. Many privately owned domestic shipyards in the United States operate with high cost structures, thus building vessels that are not always competitively priced. An extensive domestic short sea shipping network will require a tremendous fleet build-up and the shipyard costs of construction will be a competitive issue. In addition to vessel construction costs, short sea shipping is dependent on achieving a competitive cost structure to vie with trucking and rail for the shippers’ contracts. One cost consideration is the requisite upgrading of port and terminal facilities currently geared for deep sea merchant vessels; not the needs of smaller short sea shipping vessels. Longshore labor rates are another factor that may cause increased costs for cargo shipped via short sea vessels. Further, the Harbor Maintenance Tax, as currently configured, will add to the cargo transportation costs for shippers selecting the short sea network. The tax is an ad valorem charge on exports, imports, other shipments, and passenger transportation involving use of a harbor. Finally, as in all development projects, standards in the early stage have yet to emerge. Revenue and cost projections dominate data developed based upon actual experience. Strategic decision making is guided by modeling and forecasting rather than short sea shipping experience. Competitive advantages may possibly accrue to those successful organizations that first develop short sea shipping as a commercially viable enterprise and enter the various market segments. However, the firms that are the first in the market may enjoy potentially high rewards; but correspondingly high risks. If they are unsuccessful they may potentially push their organizations into bankruptcy. MARAD has taken the lead public policy role and dedicated substantial effort during approximately the past three years to understand and educate key personnel in the transportation sector about the short sea shipping potential. The government agency hosted its second annual Short Sea Shipping Conference during November 2003 to advance the discussion by interested transportation and maritime executives, governmental officials and foreign dignitaries. The Conference included a breakout session, “Obstacles and Solution Strategies for Effective Short Sea Shipping (SSS) in the Western Hemisphere.” The objective of the session was to identify and propose specific solutions to the major obstacles impeding SSS implementation and growth along coastal routes, between coastal ports, along navigable rivers and across the Great Lakes. Participants represented consulting groups; engineering/design firms; federal, state and local government agencies; port authorities; shippers; shipyards; terminal operators; and vessel operators. Their candid remarks contributed greatly to the discussion that took place. Three obstacles were identified and discussed[12] during the session: Obstacle #1: A Lack of Awareness. The session participants suggested that three equally important and critical activities will build awareness. Increased coordination and prioritization are needed among local, state and provincial authorities in Canada, Mexico and the United States. A greater understanding of the complementary interests and relationships among the various transportation nodes is needed. Further, increased knowledge about the costs of short sea shipping is needed. Participants recommended that increased education and outreach to governmental leaders, organized labor, and the general public were essential as well as increased participation in shipper organizations to make short sea shipping’s beneficial aspects known. Advocacy, R&D, outreach materials and research study cost categories were identified. Obstacle #2: The Need for Competitive Shoreside and Port Capital Costs. Four equally weighted solutions were recommended to overcome this obstacle: 1) identification of short sea shipping costs and assessment of these costs in relation to other transportation modes; 2) reduction of both operational costs and the Harbor Maintenance Tax burden; 3) public and/or private investment for shoreside infrastructure; and 4) extension of loan guarantees. The expected benefit would be to reduce costs to make short sea shipping competitive with alternative transportation modes. R&D and tax policy cost categories were identified. Obstacle #3: Increased Public Funding Needed to Complement Private Investment. A series of four equally important recommendations were offered: 1) gain initial support for vessel construction; 2) secure funding for start-up costs; 3) receive funding for inland waterway and landside improvements; and 4) use existing Harbor Maintenance Tax infrastructure fund balances to support short sea shipping initiatives. Expected benefits include public transportation improvements, highway congestion relief, environmental and health and welfare benefits and the growth in the short sea shipping industry with a commensurate increase in employment. Vessel, start-up, facility and infrastructure cost categories were identified. 

And, marine infrastructure is key – other networks have reached maximum capacity – ineffective coordination precipitates wider congestion 

Jackson, 07 [LEVERAGING THE STRATEGIC VALUE OF THE U.S. INLAND WATERWAY SYSTEM, Colonel Donald E. Jackson, Jr. United States Army Professor John F. Troxell Project Adviser, http://webcache.googleusercontent.com/search?q=cache:0K7n92gvqk0J:www.dtic.mil/cgi-bin/GetTRDoc?AD%3DADA469583+&hl=en&gl=us] 

As our road and rail networks have become increasingly congested and near maximum capacity, we must look to the inland waterway system as a solution.12 The inland waterway system provides an alternative to overland transportation, reducing congestion plaguing existing road and rail infrastructure. Inland waterways account for approximately 11% of total domestic freight (as measured in ton-miles), third behind road and rail.13 Principal commodity groups include coal, petroleum, farm products, chemicals and crude materials such as aggregates for construction and other minerals. Total volume ranges around 630 million tons annually, and about 300 million ton-miles. Coal is used to generate over half the electricity produced in the U.S. and the inland waterways transport about 20% of this energy source.14 The Mississippi River System is the most important commercial navigation corridor, consisting of the Mississippi River and its multiple connecting tributaries. The majority of U.S. navigable rivers and canals are in the eastern half of the country. The Columbia, Sacramento, and San Joaquin Rivers are the only major navigable rivers on the West Coast. The Department of the Army, with the U.S. Army Corps of Engineers (USACE) as its executive agent, has statutory responsibility for operating and maintaining all U.S. navigable waterways, excluding the Saint Lawrence Seaway. The Corps maintains more than 12,000 miles of inland waterways, owning or operating 196 commercially active lock sites with 241 lock chambers for the federal government. These waterways integrate a system of rivers, lakes, and coastal bays improved for commercial and recreational transport. Locks provide the essential infrastructure that allow tows to “stairstep” their way through the system and reach distant inland ports such as Minneapolis, Chicago, and Pittsburgh.15 Most of the locks supporting the inland waterway system are antiquated and in need of repair, expansion, and modernization. Many of the Corps-owned or operated locks are well past their planned design life of 50 years. Of the locks still in use in the United States, 30 were built in the 19th Century and another 92 locks are more than 60 years old.16 Nearly 50% of all Corps-maintained locks were considered to be functionally obsolete by the beginning of 2005. Assuming no new locks are built in the next 20 years, by 2020, another 93 existing locks will be obsolete. This means that 80 percent of locks now in service are beyond their planned design life, casting doubt of the reliability of the system as a whole. The physical condition of the inland waterway infrastructure recently received a grade of D- from the American Society of Civil Engineers (ASCE) in their 2005 Report Card for America’s Infrastructure, released in March 2005.17 The report highlights the concern that lock condition is declining at the same time waterway usage is increasing. This is a significant challenge facing the inland waterway system, indicative of problems facing other industry sectors as well, casting doubt on the future viability of our national freight transportation system. Historically, the transportation infrastructure of the United States has allowed this country to become the world economic powerhouse it is today by providing a high quality, inexpensive, and expansive network of roads, bridges, rails, inland waterways, and ports.18 This expansive system requires full integration of all transportation modes through an efficient national intermodal network. Intermodal freight transportation defines the transit of cargo through two or more modes from origin to its final destination. As the U.S freight transportation system advances further into the 21st Century, the need for managing the demand on the system and monitoring the volume of freight handled by each transportation mode becomes more critical.19 Each mode contributes to meet strategic freight transportation requirements, improving the efficiency of the U.S. national economy holistically. Individual industries offer unique capabilities historically preferable to various commodity shippers; however, advances in technology and operating procedures now open opportunities for more flexible origin to destination transportation planning. Adopting a more balanced approach among transport modes should be a national objective, potentially leading to increased throughput and lower costs to shippers and potential customers. Transportation infrastructure supports our national security as well as our economy. The Defense Transportation System (DTS) is an integral part of the U.S. national transportation system. Close coordination among a wide variety of military and federal agencies is essential to meeting national wartime or contingency transportation requirements. The U.S. Transportation Command (USTRANSCOM) provides the process for Defense Department (DOD) global transportation management. This process establishes an integrated transportation system that is used across the range of military operations, providing the most effective use of all transportation modes from origin to destination.20 In 2003 the Secretary of Defense designated USTRANSCOM the Distribution Process Owner (DPO). As the DPO, USTRANSCOM develops and directs the Joint Deployment and Distribution Enterprise to globally project national security capabilities.21 Future distribution requirements are not limited to contingency operations in distant lands. The Defense Transportation Coordination Initiative is a distribution initiative that contributes to logistics transformation. This concept identifies use of a transportation coordinator to integrate and synchronize movement of freight within the continental United States.22 This coordinator leverages the entire transportation industry, streamlining the process of moving a variety of DOD cargo. In 2005, USTRANSCOM’s Surface Deployment and Distribution Command (SDDC) synchronized 212 vessel operations and the related land movement by truck, rail, and barge in support of DOD operations worldwide, moving over 22,239,700 square feet of unit cargo.23 Since USTRANSCOM works with a variety of commercial assets, services, and systems, it must continually grow the partnership with industry to incorporate current technology, anticipate trends, and develop future capabilities.24

And, put away your process and funding counterplans – consistent funding and a net increase are required to generate new capacity 

Jackson, 07 [LEVERAGING THE STRATEGIC VALUE OF THE U.S. INLAND WATERWAY SYSTEM, Colonel Donald E. Jackson, Jr. United States Army Professor John F. Troxell Project Adviser, http://webcache.googleusercontent.com/search?q=cache:0K7n92gvqk0J:www.dtic.mil/cgi-bin/GetTRDoc?AD%3DADA469583+&hl=en&gl=us] 

In order to be an effective and reliable link in the transportation network, the inland waterway system requires adequate and consistent funding to remain a reliable mode of transport. Unlike road and rail, however, funding for new construction, operations, and maintenance (O&M) is shared by the federal government and commercial inland waterway users. The federal government continues to invest in navigation because of its benefit to the national economy. The distribution of cost between the federal government and the local project sponsor for waterways was established in the Water Resources Development Act (WRDA) of 1986 (Public Law 99-662). The Act established cost-share requirements for inland waterway projects that result in greater financial and decision-making role for non-federal stakeholders. The federal government typically pays 100% of costs associated with feasibility studies and O&M expenses. The Inland Waterway Trust Fund (IWTF), created in 1978, pays half the cost of the construction and major rehabilitation costs for specified federal inland waterways projects. It receives money from a tax on fuel (currently set at 20 cents per gallon) on vessels engaged in commercial transportation on inland waterways.64 Typically, Congress appropriates funds from the federal general revenue fund (GR) as part of the annual process in the Energy and Water Development Appropriations bill to pay the other 50% of construction costs.65 Navigation industry groups argue that the current system makes a significant contribution to the national economy and that the aging infrastructure warrants increased investment by the federal government. The USDOT Framework advocates prioritizing timely operations and maintenance projects for inland waterways as a method of maintaining and preserving existing infrastructure.66 Some taxpayer advocacy groups, however, oppose even current levels of federal investment and argue for a greater share of the financial burden to be borne by the users of these facilities.67 A possible solution would be to share more of the cost of infrastructure repair with users of the system. The inland waterway system, for example, not only supports navigation but also provides a multitude of recreational opportunities as well as hydroelectric power generation for constituents within their respective watersheds. Currently this public service provides little to no revenue for waterway infrastructure maintenance or construction. Funding needed improvements in the waterway system is a national problem.68 Effective integration of the U.S. Inland Waterway System is key to expanding the capacity of the national freight transportation infrastructure. Through strategic examination of the entire intermodal transportation system, and a detailed look at the many factors inhibiting the inland waterways from being a preferred route for goods movement, we can determine the best method of integrating the inland waterways system, leveraging them into the nation’s current intermodal transportation system.69 Traditional methods of overland transport are not easily usurped by inland waterways. The U.S. Inland Waterway System has historically served to move large, bulk cargoes and suffers from recent bouts of unreliability. Decreasing reliability of inland waterways is a factor of increasing age and recent budget constraints that combine to result in increased downtime at commercial lock facilities, both scheduled and unscheduled. USACE reports lock unavailability time has more than doubled since the early 1990s from about 60,000 hours to over 120,000 hours annually. Shippers on inland waterways can generally prepare for scheduled lock maintenance; however, unscheduled lock downtime can seriously disrupt shipment schedules and contract commitments, leaving shippers scrambling for delivery alternatives typically at a much higher cost.70 Unfortunately, this trend is alarming to shippers and must be adequately addressed to leverage the capacity potential desperately needed to support national freight transportation requirements. The inland waterway system infrastructure requires some modernization and expansion to account for changes in barge technology and capability. The current design and capacity of existing locks do not account for, or take advantage of, advances in barge operations.71 Lock delays attributed to waiting in line to use the lock are currently over 550,000 hours annually, translating into about $385 million in increased transportation costs.72 USACE reports that some modernization of the system has been taking place since the 1950s-mainly along the Ohio River-with enlargement or replacement of older 600-foot lock chambers with new 1200-foot facilities that will pass a 15-barge tow in a single lockage. Other principal high volume waterways-the Upper Mississippi, Tennessee, and Illinois Rivers, as well as the Gulf Intracoastal Waterway remain dominated by 600-foot lock chambers. One important trend improving the value and capability of the inland waterway system is the increase, especially since 2000, of container-on-barge transport. Containerization is increasing the adaptability of inland ports to transport large quantities of goods on barges never before thought possible. The European Federation of Inland Ports estimates that further growth in the container sector is likely and inland ports will continue their investment efforts in this field in order to further improve their position in the transport market.73 Containers can now hold non-traditional cargo such as liquids, perishable (using refrigeration) and non-perishable agricultural products, as well as bulk cargo such as minerals, petroleum, and others.74 Improved cargo security is an important benefit of containerization. Container on barge is highly developed in Europe.75 Containers are designed to be modular for easy interchange among transportation modes, allowing cargoes to be moved by the combination of ship, rail, and truck that best meets the needs of shippers and receivers.76 Containers can hold more when transported by barge since they are not held to same weight limitations as overland transport. Every container transported by barge means one less truck on the highway. Container-onbarge operations save fuel, ease congestion on roads, and can haul hazardous materials or other cargo not suitable for transport through large population centers. Barges facilitate military deployment, moving unit containers and vehicles in a secure manner preventing pilferage and equipment damage associated with fast moving and relatively unguarded transport. Inland waterways are positioned to take some of the lower to moderate value container traffic off the even more congested roadways. The Columbia-Snake River system already has significant container-on-barge traffic, and similar services are growing along the Gulf Intra-coastal and North Atlantic ports.77

No link uniqueness – modest federal assistance key 
Cook, 12 [H. Clayton Cook, Esq. has been involved with Jones Act issues for more than 40 years and served as General Counsel of the Maritime Administration from 1970-1973. He is currently Counsel to Seward & Kissel LLP in Washington, DC.

The Dual-Use Vessel Program and Americas Marine Highway Next Steps, http://www.maritime-executive.com/article/the-dual-use-vessel-program-and-america-s-marine-highway-next-steps] 

“Short Sea Shipping” and AMH
A MarAd and Department of Transportation (DOT) “short sea shipping" program was announced by Maritime Administrator William Schubert in 2002 and discussed at length in his FY 2003 authorization testimony. The program was rechristened "America's Marine Highways" by Maritime Administrator Sean Connaughton. 

Congress addressed these short sea shipping issues in the Energy Independence and Security Act of 2007, which contained provisions establishing a formal marine highway program within the federal government and charged DOT with responsibility for implementation and administration. DOT received a broad grant of authority for federal action and for federal and local government collaboration in order to attract public and private sector projects to access the nation’s “ocean highways,” including the authority for European-style Marco Polo and Motorways of the Sea programs. The merits of these initiatives to “move traffic from our highways to our waterways” were obvious.   

The House version of the 2007 Act addressed the need for U.S. government-assisted financing for the required vessels by extending the CCF tax-deferral program to ro/ro and container services nationwide and authorizing $2 billion for short sea transportation use from the Title XI loan guarantee program. As the 2007 Act was enacted, it included the CCF program extension but not the $2 billion authorization for Title XI financing. Furthermore, it did not remove the 1986 Treasury initiatives that had been designed to curtail CCF program use and diminish its value.  

No initial funding was provided for implementation of the 2007 Act’s grants of authority, and only limited funding has since been available. However, MarAd moved ahead in designating Marine Corridors and Connectors and providing Marine Highway Grants and entering into Marine Highway Cooperative Agreements. Most importantly, as funds have become available MarAd has worked with the Navy to coordinate AMH and DUV program objectives.

Prescription for Progress
The principal issues of shipyard construction are apparently agreed on the basis of the 2007 and 2008 Workshop recommendations and the Design Report assumptions. The potential for Title XI and CCF programs to reduce fully financed costs is apparently agreed as tabled during the 2008 Workshop, subject to the removal of the 1986 tax barriers to CCF program use. 

With the Design Report in hand and two additional corridor studies due in May, MarAd and the Navy appear well on their way to achieving the Navy’s 2005 Senior Executive Sealift Forum objective of learning “what it will require to induce U.S. shippers and ship operators to move cargo and operate U.S.-flag ships, respectively, that will have military utility and be available for military use during a major contingency.”  

The next step will be to obtain Office of Management and Budget approval for a series of legislative initiatives to include the following:

1. Repeal of the Harbor Maintenance Tax as applied to AMH services;
2. Repeal of the Treasury’s 1986 CCF limitations enactments (returning that program to the form in which it was originally enacted);
3. Modification of the tonnage tax to allow its application on a strictly days-in-service foreign vs. domestic basis (returning the tonnage tax to the form in which it was originally drafted);
4. Authorization of a multiyear federal financing guarantee program that was a part of the House-passed version of the 2007 Act, backed by some form of multiyear appropriations funding; and
5. Authorization for a specific European-style Marco Polo program to mitigate start-up risks.

With industry support, congressional approval of such legislation appears achievable. And with these changes made it may be possible to initiate one or more AMH services with relatively modest forms of government start-up assistance. 

Add ons
2ac hegemony/economy 

Shipbuilding key to the economy and hegemony 

Heim, 09 [Aimee, A Shipbuilder’s Assessment of America’s Marine Highways, Prepared by: General Dynamics NASSCO Aimee Heim, General Dynamics NASSCO Matt Tedesco, Tedesco Consulting July 30, 2009, http://www.nassco.com/pdfs/Shipbuilder-Assessment-American-Marine-Highway-NASSCO.pdf] 

The United States is a maritime nation. We have access to coastlines on both east and west boundaries of our country, as well as in the Gulf of Mexico. These coastlines have supported the growth of our nation’s financial and cultural prosperity. Despite our maritime heritage, the United States is no longer a global leader in maritime transport or shipbuilding. The value and quantity of goods imported into the U.S. drive the global economy, however only a small fraction of those goods move on U.S. Flag vessels. Of those, an even smaller percentage of vessels are Jones Act qualified. As the U.S. relinquishes control over the transportation of our own goods, we also put our international leadership in jeopardy. Domestic waterborne cargo was once the mainstay of our freight movement network in this country. Maritime transportation was a critical element of the country’s prosperity and security well into the 20th century, as evidenced by the passage of the Merchant Marine act of 1936, more commonly known as the Jones Act today. Coastal shipping was the most efficient way to move goods and passengers until authorization of the Interstate Highway system by President Eisenhower in 1956 and the construction that followed. The coastline of the U.S. has since become an underutilized national asset. While this natural highway once served as a way to move goods and build industrial centers, this waterborne network has been abandoned in favor of land-based transport. We are increasingly outgrowing our national highway system, and our rail system is at capacity. The Federal Highway Administration’s Office of Freight Management and Operations has forecast freight tonnage growth in parallel with GDP growth. GDP is expected to grow approximately 3% annually over the next three decades. Domestic freight tonnage movements are also forecast to increase by 2% annually over the same period. This will result in an almost doubling of goods movement transportation demand between 2002 and 2035.8 As we struggle for land-side mobility, it is time to revisit our coastlines. Americas Marine Highways can be re-invigorated as a part of an overall domestic transportation network. This report is an assessment of America’s Marine Highways (AMH) from the unique perspective of an American shipbuilder. The major roadblocks to implementing AMH are identified, and the role of the U.S. Shipbuilder and other key stakeholders towards bridging those gaps are discussed. This report also seeks to address some of the common misconceptions about the Jones Act as a hurdle to advancing AMH. The “Jones Act penalty” refers to the price differential between a ship built in the U.S. and a ship built at an overseas shipyard that is often identified to as a major obstacle to Americas Marine Highways. However, while there is a cost differential between ships built in the US versus ships built in international yards, the promise of substantial series production runs of AMH vessels and opportunities learning from the experience of international shipyards will reduce this differential. Our research has shown that the economic viability of AMH is influenced to a significantly greater degree by landside costs such as truck drayage and terminal costs than by vessel capital costs. 8 Federal Highway Administration, Freight Management and Operations; http://ops.fhwa.dot.gov/freight/freight_analysis/freight_story/large.htm A General Dynamics NASSCO Document 12 The larger challenge for shipbuilding in the United States is the ability to secure series production. Ship owners, including the U.S. Government, have preferred to have highly specialized vessels in limited quantities. When producing any item in limited amounts, manufacturers struggle to reach maximum benefit through process learning and supply chain advantage. The cost of vessels will decrease as the volume of vessels built in US shipyards goes up. America’s Marine Highway offers a rare opportunity for U.S. shipbuilders because the market is well suited to series vessel production over many years. In addition to the social benefits of AMH, including congestion mitigation, outlined in Chapter 4 of this report, AMH provides an opportunity to revitalize U.S. shipbuilding. U.S. shipbuilders have the capacity and willingness to build AMH vessels, and have a key role to play in reducing the costs to build AMH vessels. In addition to bringing down the per-vessel cost of a new ship, series production could have a profound economic impact over an extended period. LECG, LLC prepared a report in 2002 for the Shipbuilder’s Council of America that estimated that the economic multiplier of the U.S. shipbuilding industry was 2.8. Using an estimated price per ship of $200M, and a series that supports seven vessel deliveries per year, the resulting economic output is over $3.9B annually. If the production line is extended to 10 years, the cumulative economic output grows to $39B, creates 97,000 man-years of work and delivers 70 AMH vessels capable of moving domestic freight.

2ac hormuz evidence

Current naval downsizing means that we lose access to the Strait of Hormuz

Dyer, 10 - Former Intelligence Analyst (J.E, “Naval Decline: It Starts with the Small Stuff,” 5-12-2010, http://theoptimisticconservative.wordpress.com/2010/05/12/naval-decline-it-starts-with-the-small-stuff/)
Each of the services has come in for its share of such criticism since 1991; in many instances it’s justified. Gates’s goal of cutting the defense budget is also not necessarily objectionable in and of itself. And the goal of streamlining and improving our weapon systems to meet emerging threats, rather than remaining stuck on old concepts, is always appropriate.
But everything has to be done on the basis of a valid understanding of the threat – and that’s where Gates’s remarks are jarringly ill-timed. There is a greater threat to US maritime dominance than Somali piracy. It has been on display this spring in multiple theaters. The threat is regional navies establishing maritime power over the seas and chokepoints through which global commerce passes, and setting up arbitrary regimes of regulation and permission.

The two most obvious actors in this regard are Iran and China. Iran chose unilaterally to detain and inspect two foreign merchant ships in the Strait of Hormuz during her big military exercise in April. The Iranian press has also celebrated two unusual and provocative moves from that exercise and one being held this week. In April, Iran’s navy sent a small reconnaissance aircraft, a Fokker F-27, to make a close approach to USS Eisenhower, our Nimitz-class carrier on station in the Persian Gulf. In the exercise this week in the Gulf of Oman (the approach to the Strait of Hormuz from outside the Gulf), Iranian forces warned a US reconnaissance aircraft out of the exercise area.

These actions seem minor and incremental because they are. But small regional navies take such provocative actions against dominant navies only if their national leaders think they can get away with it. The more Iran thinks she can get away with, the greater will be the naval force required to counter the provocations. If it becomes a naval problem for the US to keep the Strait of Hormuz open to global shipping, the small guns and low-lethality weapons suitable for antipiracy operations will be badly outclassed. Only the big, expensive platforms Gates decries can do that job: aircraft carriers, Aegis cruisers and destroyers, attack submarines – and lots of them.
The Strait of Hormuz is a vital trade route – the Navy won’t tolerate any disruptions

Starr and Ghast, 11 – CNN Reporters (Barbara and Phil, “U.S. Navy Won't Tolerate 'Disruption' Through Strait of Hormuz”, CNN, 12/28, http://articles.cnn.com/2011-12-28/middleeast/world_meast_iran-us-hormuz_1_strait-iran-hormuz?_s=PM:MIDDLEEAST)
The U.S. Navy said Iran's threat to block the strategically and economically important Strait of Hormuz is unacceptable. "The free flow of goods and services through the Strait of Hormuz is vital to regional and global prosperity," Navy 5th Fleet in Bahrain spokeswoman Cmdr. Amy Derrick Frost told reporters on Wednesday. "Anyone who threatens to disrupt freedom of navigation in an international strait is clearly outside the community of nations; any disruption will not be tolerated." The 34-mile-wide shipping channel leads in and out of the Persian Gulf between Iran and Oman. It is strategically important because tankers carrying oil travel through it. Iran's vice president has warned that the country could block the strait if sanctions are imposed on its exports of crude oil. France, Britain and Germany have proposed sanctions to punish Iran's lack of cooperation on its nuclear program. Physically closing the strait would require means that likely are not available to Iran, said Professor Jean-Paul Rodrigue of Hofstra University. "At best, Iran can posture and potentially disrupt traffic for a short duration," said Rodrigue, who specializes in global trade and maritime transportation issues. The 5th Fleet is based in Bahrain, and Frost noted that the Navy "maintains a robust presence in the region to deter or counter destabilizing activities." "We conduct maritime security operations under international maritime conventions to ensure security and safety in international waters for all commercial shipping to operate freely while transiting the region," she said. Asked whether the fleet would be able to keep the strait open if Iran moved to close it, she said, "The U.S. Navy is a flexible, multi-capable force committed to regional security and stability, always ready to counter malevolent actions to ensure freedom of navigation." Frost was also asked whether keeping the strait open is part of the fleet's mandate. She said it is "committed to protecting maritime freedoms that are the basis for global prosperity. This is one of the main reasons our military forces operate in the region. "The U.S. Navy, along with our coalition and regional partners, operates under international maritime conventions to maintain a constant state of high vigilance in order to ensure the continued, safe flow of maritime traffic in waterways critical to global commerce." The French Foreign Ministry stressed that the waterway is an international strait. 
That causes conflict over the Strait of Hormuz

Trombly, 11 – Research Assistant/Writer at Foundation for Defense of Democracies, Researcher at Wikistrat, Research Intern at Foundation for Defense of Democracy (12 29, Slouching Towards Columbia, "Gulf in expectations", 2011, http://slouchingcolumbia.wordpress.com/]
Even for the United States, the loss-of-strength gradient still applies. Without pre-positioned logistics, even for a purely aerial and naval operation to open the Strait of Hormuz, things could become extremely unpleasant extremely quickly. A forced entry into the Gulf would not be as easy as in the 1980s, when mobile replenishment was sufficient. Iran’s military vis-a-vis America’s is far improved from the lopsided 1980s, when Iran had to devote most of its military resources to the Iran-Iraq war on land. A forced entry would occur against a vastly improved constellation of Anti-Access/Area Denial systems that could do serious damage to a fleet that would be much harder to adjust against without friendly facilities and pre-positioned logistics onshore. Regrettably, the underway replenishment which supplied American fleets during the Cold War has actually become more difficult, as critical weapons systems such as VLS – the backbone of a modern US surface warship’s strike capability against shore targets – cannot be replenished while underway. Achieving the fire and sortie generation necessary for a hypothetical war with Iran, in the geographically unfavorable environment of the Gulf, while under fire from an enemy with already considerable and growing strength for local defense purposes (if not power projection) would be extremely challenging, and something very few of the wars the US has fought for decades will have prepared it for.
A foreign navy accomplishing a similar task would be even more unlikely; in fact, they would likely need to construct forward bases of their own. France, which has been trying to rebuild its power projection capability, has realized this itself, and opened a new base in Abu Dhabi for this express purpose. Notably, that base also supports French operations off the coast of the Horn of Africa – just as the US Fifth Fleet does. Nor would foreign navies necessarily want to cooperate in upholding US interests in the Gulf. India and China have notably more favorable attitudes towards Iran than the United States does, and vastly different attitudes about conditioning support or curtailing pursuit of geopolitical interests on the basis of a regime’s internal behavior.
There is a case that the direct US presence in the Gulf is too expensive or immoral to be worth the geopolitical benefits, but it is not a case that can reliably claim it will make the Gulf more economically stable, peaceful, or free. America’s leverage really will be much lower, because it will be forced to compete for influence with rival great powers, which will not share its ideological preferences about Gulf regime behavior. Gulf regimes are neither reliant on US military support for their own internal security, nor can the United States exert leverage effectively when other states will be able to compete for leverage and provide the arms sales the US did, and perhaps even assistance in internal security it was far less involved in furnishing. Even if these movements did succeed (and if they did, it would be highly unlikely US withdrawal of support is the deciding factor), it is far from clear that revolutions and mass politics will prove to be a blow to radicalism or a force for peace, as any student of European or Asian history can attest. At best, the US would be able to more credibly exonerate itself for the crimes of its clients. Our hands would be clean, but leverage would still be out of our reach.
Iranian threats to close the Straits of Hormuz, and the ability of a local war to escalate and spook markets will have greater credibility, and a conflict to force open the Straits will become increasingly costly. So too will the ability of the US to use economic and political leverage to pursue its own national interests be constrained. While a political solution for Iran would be desirable, and I am certainly no proponent of an offensive war for nuclear disarmament, a lack of US military presence would undermine many non-military efforts. Take the example of the proposed oil embargo to cripple the Iranian nuclear program – if Iran is denied access to oil, it has much stronger incentives to close the Gulf to punish the oil-importing states which imposed the sanctions and to prevent its Arab Gulf rivals from reaping the benefits of increased oil prices. But US naval force attempting to open such a blockade would face greater challenges and be a less credible threat to deter Iran from closing Hormuz – in other words, the US would no longer dominate the middle rungs of the escalation ladder.
As an irrational actor, Iran has an incentive to stage a preemptive attack – this devastates oil supplies, sends massive shockwaves through the economy, and precipitates Israel strikes
Williams, 10 [Adjunct Professor at Department of Humanities and Social Sciences, Indian Institute of Technology-Madras, PhD in Defense and Strategic Studies, U Madras, Lawrence, Peril Awaits at the Strait of Hormuz]
Five, In an event of a conflagration in the Strait of Hormuz, there are increasing possibilities of an Iranian asymmetric move to use chemical or even radiation tipped warheads that could completely wreck civilian shipping with enormous primary and collateral loss and the crippling of shipping leading to an intense bottleneck preventing the entry of US-lead western allied intervention forces. The possibilities of such scenarios serve as important operational options for an Iranian leadership that is determined to stall a US-led preemptive strike.
These naval operational realities cloud and condition the naval theatre of the Strait of Hormuz that is increasingly vulnerable and prone to assertive asymmetric strikes / counter strikes by Iran.
Sources of Iranian Conduct and Responses: Iran's template of operational conduct and responses is influenced by several political, economic, religious-ideological, regional rivalry and military factors. Iran is being painted as an irrational actor with an overdose obsession on brinkmanship. While the radical religious clerical leadership and the vanguard of the revolution viz: IRGC (Iranian Revolutionary Guards Council) would like to ratchet and escalate the conflicts in the region by the attempt of a WMD strike in the Strait of Hormuz and even daring targeting Israel, the Iranians in their strategic calculus have always been calculated in their responses.
The penchant of an Iranian overdrive by an asymmetric operational strategy either by missile strikes or by naval disruptions could be either as an initiative to subdue the militarily weaker but the oil-rich Sunni Gulf Arab states and Saudi Arabia or as an attempt to deflect US-Israeli targeting by inciting the Hezbollah-Hamas terrorist brigades which are in effect the auxiliary units of the IRGC.
A second source of Iranian strategic conduct emerges from its maritime aspirations to control the Gulf and Caspian Sea. With both seas being critically important as oil and natural gas rich repositories, Iran would prefer to maintain sea-control and sea-denial capabilities employing an asymmetric operational approach of sea-based strike missiles, submarines and aggressive naval posturing that could dent the effectiveness of any naval interventionist force.
The third possible source of Iranian asymmetric conduct could come from its keen interest in developing EMP weapons (Electromagnetic Pulse) that could have perilous consequences both for onshore and offshore assets. In the last eight years, Iran has tested its missiles over the Caspian Sea with a potential EMP effect. With such serious intent, an Iranian attempt either to launch a Shahab-3 missile with an EMP payload off the US coasts from an innocent looking freighter or even using the same in the approaches of the Strait of Hormuz off the Arabian Sea coast could simply paralyze all interventionist forces.
Iranian responses to an offensive strike could include the intense barrage of sea-skimming supersonic anti-ship missiles. The Iranian arsenal includes anti-ship missiles like the C-802 and Kowsar (the Chinese Silkworms and the Russian Sunburns) The C-802 anti-ship missiles are missiles that originate from China. Kowsar anti-ship missiles are basically land-based anti-ship missiles (land-to-sea missiles) which can dodge electronic jamming systems. Deploying an aggressive package of supersonic anti-ship cruise missiles and the employ of EMP weapons could be a deadly cocktail that would complicate intervention and set the stage for more escalation of strikes against Iran and counter strikes that would cripple the maritime oil commerce skyrocketing the oil price over US $300 per barrel or even more dealing with a decimation to the global economy.
Israel strikes cause WWIII

Reuveny, 10—Rafael, PhD, Professor in the School of Public and Environmental Affairs at Indiana University, "Unilateral Strike on Iran could trigger world Depression", op-ed distributed through McClatchy Newspaper Co, http://gazettextra.com/news/2010/aug/07/con-unilateral-strike-could-trigger-world-war-iii-/) 

A unilateral Israeli strike on Iran’s nuclear facilities would likely have dire consequences, including a regional war, global economic collapse and a major power clash. For an Israeli campaign to succeed, it must be quick and decisive. This requires an attack that would be so overwhelming that Iran would not dare to respond in full force. Such an outcome is extremely unlikely since the locations of some of Iran’s nuclear facilities are not fully known and known facilities are buried deep underground. All of these widely spread facilities are shielded by elaborate air defense systems constructed not only by the Iranians but also the Chinese and, likely, the Russians as well. By now, Iran has also built redundant command and control systems and nuclear facilities, developed early warning systems, acquired ballistic and cruise missiles and upgraded and enlarged its armed forces. Because Iran is well-prepared, a single, conventional Israeli strike—or even numerous strikes—could not destroy all of its capabilities, giving Iran time to respond. Unlike Iraq, whose nuclear program Israel destroyed in 1981, Iran has a second-strike capability comprised of a coalition of Iranian, Syrian, Lebanese, Hezbollah, Hamas, and, perhaps, Turkish forces. Internal pressure might compel Jordan, Egypt and the Palestinian Authority to join the assault, turning a bad situation into a regional war. During the 1973 Arab-Israeli War, at the apex of its power, Israel was saved from defeat by President Nixon’s shipment of weapons and planes. Today, Israel’s numerical inferiority is greater, and it faces more determined and better-equipped opponents. After years of futilely fighting Palestinian irregular armies, Israel has lost some of its perceived superiority—bolstering its enemies’ resolve. Despite Israel’s touted defense systems, Iranian coalition missiles, armed forces, and terrorist attacks would likely wreak havoc on its enemy, leading to a prolonged tit-for-tat. In the absence of massive U.S. assistance, Israel’s military resources may quickly dwindle, forcing it to use its alleged nuclear weapons, as it had reportedly almost done in 1973. An Israeli nuclear attack would likely destroy most of Iran’s capabilities, but a crippled Iran and its coalition could still attack neighboring oil facilities, unleash global terrorism, plant mines in the Persian Gulf and impair maritime trade in the Mediterranean, Red Sea and Indian Ocean. Middle Eastern oil shipments would likely slow to a trickle as production declines due to the war and insurance companies decide to drop their risky Middle Eastern clients. Iran and Venezuela would likely stop selling oil to the United States and Europe. From there, things could deteriorate as they did in the 1930s. The world economy would head into a tailspin; international acrimony would rise; and Iraqi and Afghani citizens might fully turn on the United States, immediately requiring the deployment of more American troops. Russia, China, Venezuela, and maybe Brazil and Turkey—all of which essentially support Iran—could be tempted to form an alliance and openly challenge the U.S. hegemony. Russia and China might rearm their injured Iranian protege overnight, just as Nixon rearmed Israel, and threaten to intervene, just as the U.S.S.R. threatened to join Egypt and Syria in 1973. President Obama’s response would likely put U.S. forces on nuclear alert, replaying Nixon’s nightmarish scenario. Iran may well feel duty-bound to respond to a unilateral attack by its Israeli archenemy, but it knows that it could not take on the United States head-to-head. In contrast, if the United States leads the attack, Iran’s response would likely be muted. If Iran chooses to absorb an American-led strike, its allies would likely protest and send weapons but would probably not risk using force. While no one has a crystal ball, leaders should be risk-averse when choosing war as a foreign policy tool. If attacking Iran is deemed necessary, Israel must wait for an American green light. A unilateral Israeli strike could ultimately spark World War III.
2ac asia war 

Increased naval strength is critical to avert war over Korea and Taiwan

Vego, 11 — professor of operations at the Naval War College, former commanding officer in the former Yugoslav Navy and former West German merchant marine (Milan N., “CHINA'S Naval Challenge”, United States Naval Institute, Proceedings, 137, 4, pg. 36-40, April 2011, proquest, Deech)

A conventional war in East Asia might seem unlikely, but it could conceivably break out on the Korean Peninsula or over Taiwan. In the latter case, the PLAN'S major objective, supported by other services, will be to obtain local and temporary control of the Taiwan Strait and its approaches. At the same time the PLAN will try to deny general control of the sea elsewhere in the first island chain, and perhaps beyond. (Local sea control is accomplished when one side has superiority in the part of the sea or ocean area that is operationally significant for executing one or several specific operational tasks.) Reportedly, the PLAN is developing capabilities to engage enemy surface ships up to 1,000 nautical miles away from the mainland coast. The primary platforms will be submarines and missile destroyers armed with long-range antiship cruise missiles (ASCMs) in addition to multirole fighters and strategic bombers carrying advanced ASCMs and long-range land-attack cruise missiles. The service's reconnaissance and surveillance capabilities for attacking enemy surface forces are considered inadequate. However, the PLA is working to improve its ability to detect and target enemy ships at long ranges by integrating data from land-based over-the-horizon radars, imagery satellites, and seabed sonar networks. Attacks on U.S. carrier forces, surface combatants, naval bases, ports, and logistical infrastructure in the region and follow-on forces can be complemented by the PLA Air Force's multirole fighters and strategic bombers.9 The aircraft are armed with anti-radiation missiles, land-attack cruise missiles, ASCMs, GPS-guided precision munitions, and bunker-buster munitions. The objective will be to convince the United States and its allies that the cost of deployment into the region is too prohibitive. The PLA Air Force still has inadequate aerial refueling capabilities and training, but once these limitations are overcome, the service will have the ability to hold U.S. force-projection capabilities at risk.10 For attacks on naval and air bases and shore installations, the PLA has large numbers of short- and mediumrange ballistic missiles that can travel between 620 and 1,865 miles; the 2nd Artillery Corps controls them. Although short-range ballistic missiles are not very precise, they can be extremely effective when used against large area targets such as ports and shore installations. Also in the inventory is a large number of long-range field guns and 300-mm and 400-mm multiple rocket launchers with ranges of more than 62 and 125 miles respectively, capable of hitting targets across the Taiwan Strait.11 Potentially the greatest threat to the survivability of U.S. carriers at sea is the new DF (Döngreng, "east wind")-21D(CSS-5Mod4) antiship ballistic missile, with a range of more than 930 miles. This missile reportedly reached initial operational capability in 2010. Numerous articles have discussed the new missiles' true capabilities. Whether Chinese antiship ballistic missiles can be effective against U.S. carriers is a matter of much speculation among Western observers, but it would be extremely unwise to dismiss the possibility. The PLAN has numerically large but still predominantly short-range capabilities for conducting amphibious landings. Many Western observers doubt the ability of the PLAN to carry out a major landing across the Taiwan Strait, but such opinions reflect mirror imaging rather than reality. The PLAN could well be successful in such an effort, because with support of the country's naval air force and air force, it might obtain local and temporary sea control and air superiority in the area. Massive coordinated strikes by short- and medium-range ballistic missiles, combined with submarines and offensive mining, might well result in a virtual blockade of Taiwan, thereby significantly enhancing the chances of a successful landing. The PRCs survival and development depends on importing resources. The country cannot control its development without a corresponding control of the resources that fuel its economy - and the PRC "does not possess that control."12 Currently more than 90 percent of its trade by volume, and more than 80 percent by value, is transported by sea. The country became a crude-oil importer in 1993.13 In 2008, China imported 56 percent of its oil, and by 2015 almost twothirds of its oil needs will be met from overseas. The PRC will likely continue to look to the Persian Gulf, Central Asia, and North America to satisfy its growing demand for oil. Its heavy reliance on imported oil and other raw materials is one of the PRCs greatest weaknesses in the event of a conventional war. The country is almost helpless in protecting its overseas oil-import routes. This great vulnerability cannot be resolved easily, if at all. The PRCs economy can be crippled by interrupting the flow of trade through several critical chokepoints, such as Bab-elMandeb, the Strait of Hormuz, and the Strait of Malacca. A Serious Contender The PRC is well on its way to emerging as a major U.S. competitor in the western Pacific and beyond. The PLAN will play an increasing role in its nation's foreign policy and military strategy. Its capabilities are bound to grow exponentially, as long as economic growth continues. The rapid increase in PRC anti-access capabilities in the western Pacific should greatly concern the United States and its allies and other friendly countries in the area. We should take note of the PRCs supposed peaceful rise%and, far more prudently, its military capabilities. The perennial lack of transparency of the PLA's modernization further compounds the problem in deducing the PRCs real intentions. This naval challenge is a serious matter requiring from the United States a clear and decisive response. First, we should considerably strengthen all aspects of our relationships with allies in western Pacific. Strategic partnerships with India and other friendly nations in the Indian Ocean region should be given the highest priority. The U.S. Navy should permanently deploy to the Pacific theater additional carrier forces, submarines, and surface combatants. Highly capable forces of other services should be also deployed. The Navy needs to finally start a serious effort to build or acquire sufficient numbers of quiet conventionally powered attack submarines and smaller surface combatants. This will balance the battle force so it can successfully conduct operations in deep and shallow western Pacific waters. 

2ac trade

And, that secures global trade 

Batsford, et al., 11 (Commander Marc, Canadian Navy, Olivia Bradley, Department of the Navy, Captain Alan Cusi, Philippine Navy, Juan Figueroa, Department of Homeland Security, CaptainScott Galbreaith, U.S. Navy, Lieutenant Colonel Stephen Jost, U.S. Air Force, Commander Chris Mitchell, Canadian Navy, Mike Resnick, U.S. Marine Corps, Bryan Riley, Bell Helicopter – Textron, Lieutenant Colonel R.L. Shea, U.S. Marine Corps, Commander Paul Steinbrenner, U.S. Navy, Andrew Squire, Esq., U.S. Coast Guard, Commander Brett Stevens, U.S. Navy, Lieutenant Colonel Rob Wiley, U.S. Army Reserve, Mark Montroll, faculty at the Industrial College of the Armed Forces, Dr, Linda Brandt, faculty at the Industrial College of the Armed Forces, and Dr. Seth Weissman, faculty at the Industrial College of the Armed Forces, Vice Admiral James Perkins (Ret.), faculty at the Industrial College of the Armed Forces, “Industry Study: Final Report Shipbuilding Industry”, The Industrial College of the Armed Forces, National Defense University, Spring 2011, http://www.ndu.edu/icaf/programs/academic/industry/reports/2011/pdf/icaf-is-report-shipbuilding-2011.pdf, Deech)

No other nation projects maritime power on the same scale as the United States. Many nations are dependent upon the US to assure allies, dissuade potential adversaries, respond to crises, and protect global trade. In spite of recent debate about its future as a global leader, the US remains, and is projected to remain, a leader in maritime security and naval presence. America‘s ability to retain this unique capability depends upon its defense industrial base to build the world‘s most advanced navy and coast guard. Given the unquestionable superiority of the US maritime force, it is clear that the defense shipbuilding industry has historically succeeded in its mission. However, as the US grapples with its growing debt and increasing domestic budget requirements, the crucial question emerges: what changes should the US government make now to ensure it sustains the ability to build a powerful, yet affordable, maritime fleet?

Trade solves global wars 

Griswold, Associate Director of the Center for Trade Policy Studies at the CATO Institute, ‘98 (Daniel, December 31, “Peace On Earth, Free Trade For Men,” CATO Institute Daily, http://www.cato.org/dailys/12-31-98.html)

Advocates of free trade have long argued that its benefits are not merely economic. Free trade also encourages people and nations to live in peace with one another. Free trade raises the cost of war by making nations more economically interdependent. Free trade makes it more profitable for people of one nation to produce goods and services for people of another nation than to conquer them. By promoting communication across borders, trade increases understanding and reduces suspicion toward people in other countries. International trade creates a network of human contacts. Phone calls, emails, faxes and face-to-face meetings are an integral part of commercial relations between people of different nations. This human interaction encourages tolerance and respect between people of different cultures (if not toward protectionist politicians). Ancient writers, expounding what we now call the Universal Economy Doctrine, understood the link between trade and international harmony. The fourth-century writer Libanius declared in his Orations (III), "God did not bestow all products upon all parts of the earth, but distributed His gifts over different regions, to the end that men might cultivate a social relationship because one would have need of the help of another. And so He called commerce into being, that all men might be able to have common enjoyment of the fruits of the earth, no matter where produced." Open trade makes war a less appealing option for governments by raising its costs. To a nation committed to free trade, war not only means the destruction of life and property. It is also terrible for business, disrupting international commerce and inflicting even greater hardship on the mass of citizens. When the door to trade is open, a nation's citizens can gain access to goods and resources outside their borders by offering in exchange what they themselves can produce relatively well. When the door is closed, the only way to gain access is through military conquest. As the 19th century Frenchman Frederic Bastiat said, "When goods cannot cross borders, armies will." 
2ac nuclear primacy 

Increased naval power is critical to maintain nuclear primacy and credibility

Vego, 8 — professor of operations at the Naval War College, former commanding officer in the former Yugoslav Navy and former West German merchant marine (Milan N., “On Naval Power”, Joint Forces Quarterly, July 2008, http://www.ndu.edu/press/lib/pdf/jfq-50/JFQ-50.pdf, Deech)

Blue water navies play a critical role in providing support to national and military (or theater) strategy as a part of nuclear and/ or conventional deterrence. Credible nuclear deterrence is based on adequate capability and the certitude that one nation can and will inflict unacceptable losses on an enemy who uses nuclear weapons first. Nuclear-powered ballistic missile submarines (SSBNs) are the most survivable component of the country’s nuclear forces triad. During the Cold War, these submarines conducted extensive patrols in the Pacific and Atlantic Oceans, in readiness to fire their sea-launched ballistic missiles. Seabased nuclear deterrent forces continue to have an important role in the nuclear deterrence posture of the United States, the Russian Federation, Britain, France, and the People’s Republic of China.

2ac terrorism 

Naval strength solves nuclear terrorism
Vego, 8 — professor of operations at the Naval War College, former commanding officer in the former Yugoslav Navy and former West German merchant marine (Milan N., “On Naval Power”, Joint Forces Quarterly, July 2008, http://www.ndu.edu/press/lib/pdf/jfq-50/JFQ-50.pdf, Deech)

Operations in time of peace encompass routine activities, homeland security, protection of the country’s economic interests at sea, enforcement of maritime treaties, and humanitarian assistance and disaster relief. In general, routine duties include maritime border laws/customs enforcement, hydrographic surveys, oceanographic research, salvage, search and rescue, ordnance disposal, and marine pollution control. For the most part, these tasks are the responsibility of the coast guard, with naval forces employed in a supporting role. The threats to homeland security from across the sea are increasing in both intensity and sophistication. Specifically, these threats include ballistic missiles, maritime terrorism, illicit fishing, cross-border illegal immigration, criminal activity in ports/ harbors and at critical installations/facilities ashore, piracy, and trafficking in narcotics, humans, and weapons. The threat of ballistic missiles against ports/airfields and coastal installations/facilities can be countered by creating seabased ballistic missile defense (BMD) systems, as the U.S. Navy is doing. BMD systems detect and destroy enemy aircraft and missiles by physically and electronically attacking bases, launch sites, and associated command and control systems. As part of homeland security, they are intended to provide defense against ballistic missiles in the terminal phase of their flight. 3 Maritime terrorism has emerged as a formidable threat to both civilian and naval vessels. Large commercial ships are easy targets for determined terrorists, and the value of these vessels and cargoes makes them attractive to both regional terrorist groups and international organizations that desire to disrupt the economic lifelines of the industrial world. Compounding the threat is the use of commercial vessels by criminals who are often allied with terrorists. There is also a possibility that weapons of mass destruction (WMD) could be used as terrorist weapons.

2ac econ

Shipbuilding industry is key to the global economy

LECG, 2 (LECG Corporation, global consulting firm, “The Economic Contribution of the U.S. Commercial Shipbuilding Industry”, April 2002, http://www.shipbuilders.org/Portals/Shipbuilders/documents/econcontr_shipbuilding.pdf, Deech)

U.S. commercial shipbuilders’ activities make a substantial contribution to U.S. economy by increasing U.S. output (GDP), increasing the number of jobs, increasing personal income, and increasing tax revenues. As a result of the commercial shipbuilding activities in 2001: • Total U.S. output was increased by $11.0 billion 1 ; • 147,230 total jobs in the U.S. economy were created; • U.S. personal income was increased by $9.4 billion ; and • Federal, state, and local government tax revenues were increased by $3.4 billion. These economic contributions are not due just to the U.S. commercial shipbuilders’ activities at their shipyards, but also to the activities in the companies that supply these shipyards. There are active commercial shipyards in at least 29 states, and these shipyards purchase materials, services, and capital equipment that is produced in all 50 states and the District of Columbia. The U.S. commercial shipbuilding industry, which grew at an average annual rate of 6.8% between 1992 and 2001, outperformed the U.S. economy which grew at an average annual rate of 3.4% over the same period. The estimated total value of shipments (gross revenues) of the U.S. commercial shipbuilding industry in 2001 was $3.9 billion , and these shipyards directly employed 31,283 people. Of the $3.9 billion of gross revenues, about 47%, or $1.8 billion, goes to pay companies throughout the U.S. that supply the shipyards. The remaining 53% of the $3.9 billion of gross revenues is disbursed or stays at the shipyard in the form of employee compensation ($1.7 billion), gross profits of the company ($0.3 billion), and indirect business tax payments such as sales/excise taxes and property taxes ($0.02 billion). In turn, the owners and employees pay taxes on the income they receive. 

2ac hege 

A domestic shipbuilding industry is critical to hegemony

MTD, 11 (Metal Trades Department, industry group focused on shipbuilding and metals production, “The Way Forward--US Commercial Ship Building: A Strategic National Asset”, 6/20/2011, http://www.metaltrades.org/?zone=/unionactive/view_article.cfm&HomeID=209195&page=Shipbuilding, Deech)

The United States needs a fleet of modern coastal container and trailer ships and modern commercial shipyards that are up to the task. This new fleet is essential to the nation’s economic security and viability. It will be one element of a strategy to address the nation’s freight capacity requirements at a time of crisis in landside infrastructure funding. New ships will replace an aging, inefficient Jones Act container fleet at a time when strict, new environmental standards are enforced for the North American Emissions Control Area. Construction of these vessels and their deployment along America’s coastal corridors will create yards. We expect that a new fleet of American container feeder ships, servicing a vibrant US coastal marine highway, will join rail in offering competitive intermodal transportation services for domestic and import/export goods.

2ac naval power evd

Two internal links — first, a strong shipbuilding industry is critical to produce the ships that underlie our navy and global leadership — the plan ramps up demand which is key

Alberto, et al., 5 (Lieutenant Colonel Ronald P., U.S. Army, Colonel Michael G. Archuleta, U.S. Air Force, Lieutenant Colonel Steven H. Bills, U.S. Air Force, Commander William A. Bransom, U.S. Navy, Mr. Kenneth Cohen, Department of State, Commander William A. Ebbs, U.S. Navy, George Manjgaladze, Ministry of Defense, Republic of Georgia, Commander Elizabeth B. Myhre, U.S. Navy, Audrea M. Nelson, DA, Robert L. Riddick, Department of Defense, Colonel Christopher M. Ross, U.S. Army, Julia N. Ruhnke, DA, Lieutenant Colonel Gregory M. Ryan, U.S. Marine Corps, Colonel David D. Thompson, U.S. Air Force, Commander Hugh D. Wetherald, U.S. Navy, Dr. Mark Montroll, faculty at the Industrial College of the Armed Forces, Dr. Michael Farbman, USAID, faculty at the Industrial College of the Armed Forces, Captain David B. Hill, U.S. Coast Guard, faculty at the Industrial College of the Armed Forces, “SHIPBUILDING”, The Industrial College of the Armed Forces, National Defense University, 2005, http://www.ndu.edu/icaf/programs/academic/industry/reports/2005/pdf/icaf-is-report-shipbuilding-2005.pdf, Deech)

In conclusion, our study found that the tremendous advantage the US enjoys in naval power directly supports our national security through global power projection and maintaining freedom of the seas. Our ability to build large, highly capable naval ships is a vital part of our naval superiority and is therefore inexorably linked to our national security. The US must maintain it lead in naval power by protecting its domestic shipbuilding industry. It is our conclusion that the number one issue facing the American military shipbuilder today is the uncertainty in future orders for ship construction. The year to year fluctuation in the projected naval order book adds uncertainty for the shipbuilder wanting to invest in capital and labor improvement, and adds cost to the vessels actually being delivered. This fluctuation is exacerbated when the US Navy cancels entire ship classes or severely limits procurement of vessels that have been programs of record, programs which the shipbuilders have used to make labor and capital investment decisions. We feel it is imperative for the Navy to identify the force of the future and commit to a stable procurement plan to implement that force. The concept of Seabasing must mature at least to the point where the major yards can invest in the infrastructure necessary to build the force. In this area, we also conclude that the requirement for full funding of naval vessels in the year of authorization hampers the ability of the Navy and the industry to maintain a steady shipbuilding plan. It is apparent to us that the US Navy shipbuilding program is often used as a “bill payer” for other DoD priorities. In addition to the reality that the money is not obligated in the year of funding, the temptation to use the US Navy shipbuilding account to pay current year expenses is greater if significant procurement dollars are available to pay the full cost of individual ships. While we are convinced the nation must maintain sufficient shipbuilding capacity to allow for surge in national emergencies, we feel that the current and projected naval order book does not support the capacity being carried by the six largest shipyards. Restructuring of the industrial base is necessary. This restructuring may entail the politically difficult decision to allow some yards to close, but if the naval order book does not increase and the restructuring does not occur, unit cost will continue to skyrocket out of proportion to the value to the nation of the vessel.
Second, American shipbuilders are solely military suppliers which drives up costs — the plan diversifies the sector and staves off naval collapse
Alberto, et al., 5 (Lieutenant Colonel Ronald P., U.S. Army, Colonel Michael G. Archuleta, U.S. Air Force, Lieutenant Colonel Steven H. Bills, U.S. Air Force, Commander William A. Bransom, U.S. Navy, Mr. Kenneth Cohen, Department of State, Commander William A. Ebbs, U.S. Navy, George Manjgaladze, Ministry of Defense, Republic of Georgia, Commander Elizabeth B. Myhre, U.S. Navy, Audrea M. Nelson, DA, Robert L. Riddick, Department of Defense, Colonel Christopher M. Ross, U.S. Army, Julia N. Ruhnke, DA, Lieutenant Colonel Gregory M. Ryan, U.S. Marine Corps, Colonel David D. Thompson, U.S. Air Force, Commander Hugh D. Wetherald, U.S. Navy, Dr. Mark Montroll, faculty at the Industrial College of the Armed Forces, Dr. Michael Farbman, USAID, faculty at the Industrial College of the Armed Forces, Captain David B. Hill, U.S. Coast Guard, faculty at the Industrial College of the Armed Forces, “SHIPBUILDING”, The Industrial College of the Armed Forces, National Defense University, 2005, http://www.ndu.edu/icaf/programs/academic/industry/reports/2005/pdf/icaf-is-report-shipbuilding-2005.pdf, Deech)

This dichotomy—being the current world leader in naval construction at the same time being insignificant in the global commercial market—puts great stress on the US shipbuilding industry. Naval vessel costs have skyrocketed in the last few years, and the lack of a viable and vibrant commercial shipbuilding industry has played a role. The excess capacity of our large yards is reflected in the higher cost of the few vessels currently being ordered by the US Navy. The few ships currently being built in US yards barely maintain this vital industrial capacity. Worse still, shipyards depend on throughput—large numbers of ships—to maintain the proficiency of their highly skilled workforce and to train the next generation of workers. The skills of the US workforce are suffering in the current climate. We note that the lack of stability in planned naval ship procurement is also causing upward pressure on delivered vessel cost. The US Navy is increasingly unable to define future operational concepts and materiel requirements. The constant changes in the shipbuilding plan make it more and more difficult for shipyards to plan for future requirements. The capital investment both in infrastructure and human resources required in this industry is vast. Because of this, only a stable procurement rate can make it fiscally viable to invest in modernization and efficiency initiatives necessary for modern construction.
1ar naval power evd

The shipbuilding industry is the foundation of naval power

Fetters, 6 — president of Northrop Grumman Newport News, former naval submarine officer, vice chairman for the American Shipbuilding Association (Mike, “AMERICAN SHIPBUILDING: AN INDUSTRY IN CRISIS”, United States Naval Institute, Proceedings, 132, 2, pg. 15-19, February 2006, proquest, Deech)

Ultimately, the nation needs to decide whether the United States will yield its dominance of the sea in the coming century or if we will retain it. Political leadership must work with Navy leadership and industry to determine what is needed to achieve this and find the way to pay for it. Some will argue that Ronald Reagan's vision of a 600ship Navy was too much, too expensive, not sustainable. Perhaps. But the American people and industry rallied to the call and built a Fleet unmatched in history. Whatever the right number of ships may be, we need to decide on our goal and rally the country behind it. We also need to think outside the box to find ways to finance ship construction. Some possibilities have been suggested, such as advanced appropriations or taking the peaks out of the Ship Construction Navy (SCN) budget by funding nuclear aircraft carrier construction outside of the SCN budget, perhaps in a national shipbuilding account. We are limited only by our ability to work together to find innovative solutions that preserve the oversight responsibilities of our political leaders while getting the Fleet built. Stability, indeed, is essential, but discipline is also required. There is an inherent tension between incorporating technologies that are still being developed on a ship under construction and actually getting the ship to sea. Disrupting or delaying production while the bugs are worked out of a new technology is, at the current low rates of production, a prescription for cost increases and even fewer ships. We need to be delivering real ships to the Navy, not continuously developing prototypes. Every major American shipyard has demonstrated what it can do when given the opportunity for series production of Navy ships. The Navy and industry must work together to balance our appetite for late-breaking technologies against negative impacts on cost and stability. Industry and the Navy can also work together more closely to define and understand the costs of shipbuilding. It serves no one's interests to assess blame over cost increases without understanding why those increases came about. In an industry that is so dependent on one customer, as is true of American shipbuilding today, the customer plays a more significant role in costs than they might want to believe. At the same time, industry must work harder at explaining costs and finding ways to reduce them. The industry is actively pursuing a variety of approaches to process improvements, and these must continue in earnest. Hard-nosed assessment of processes must be pursued within each shipyard, but the Industry-Navy team must also look for innovative solutions that cut across the industry, including the naval shipyards. Teaming arrangements, work sharing, and pooled resources are some possibilities. If we are to be a successful maritime power for the remainder of this century, we must develop a true partnership of industry and government. Industry has much to offer its customer and has every reason to want to do so. Our government customer also brings perspectives and visibility to best practices that the industry doesn't have. Partnerships require a willingness to listen and a desire to understand before taking actions or making hasty assertions that can never really be retracted. Both sides should dial down the rhetoric and stop seeing the other as a villain or an opponent. The words of Benjamin Franklin as he signed the Declaration of Independence are as applicable today as they were in 1776: "We must all hang together, or assuredly we shall all hang separately." Looking to the Next Century I return now to the case of our staunch ally, the United Kingdom. The Royal Navy ruled the seas for hundreds of years, but in the 1970s the need to find savings in its defense budget led to a decision to take a break from shipbuilding for a while. That hiatus lasted nearly 30 years. During that time, the British shipbuilding industry and its vital supplier base atrophied, critical facilities fell into disrepair, and skilled workers moved to other work. When the British decided to rebuild their fleet in the last several years, they found that industry consolidations, bankruptcies, and lack of capital investment had left their shipbuilding industry incapable of doing what was needed. Construction of the Astute-class of submarines fell years behind, resulting in the Royal Navy turning to General Dynamics for assistance with design and construction issues. The UK carrier program, CVF, is being built in pieces in multiple shipyards, with all the implications this has for costs and efficiency, because no one shipyard has the people or infrastructure to do it alone. The resulting need for more extensive coordination across shipyards has proven difficult, and the British have again sought the advice of American shipbuilders. In their hour of need, the British turned to their friend and ally, the United States, and the American shipbuilding industry responded to the call as we always have. But if the United States, either by design or as an unintended consequence of budget or policy decisions, allows our shipbuilding industry to continue to flounder with instability and uncertainty, to whom will we turn for help when a hostile force has firmly entrenched itself on the world's oceans? Some people may be prepared to accept that risk. I am not. Resolving the issues that confront Navy shipbuilding and the shipbuilding industry will not be easy, but we must act before we reach the point of no return. Working together, industry and the Navy can ensure that the book assigned for reading in Plebe history in 2078 is American Sea Power in the 21s' Century-Ready When Needed to Defend Freedom.
The shipbuilding industry is critical to naval power — the impact is global conflict
Batsford, et al., 11 (Commander Marc, Canadian Navy, Olivia Bradley, Department of the Navy, Captain Alan Cusi, Philippine Navy, Juan Figueroa, Department of Homeland Security, CaptainScott Galbreaith, U.S. Navy, Lieutenant Colonel Stephen Jost, U.S. Air Force, Commander Chris Mitchell, Canadian Navy, Mike Resnick, U.S. Marine Corps, Bryan Riley, Bell Helicopter – Textron, Lieutenant Colonel R.L. Shea, U.S. Marine Corps, Commander Paul Steinbrenner, U.S. Navy, Andrew Squire, Esq., U.S. Coast Guard, Commander Brett Stevens, U.S. Navy, Lieutenant Colonel Rob Wiley, U.S. Army Reserve, Mark Montroll, faculty at the Industrial College of the Armed Forces, Dr, Linda Brandt, faculty at the Industrial College of the Armed Forces, and Dr. Seth Weissman, faculty at the Industrial College of the Armed Forces, Vice Admiral James Perkins (Ret.), faculty at the Industrial College of the Armed Forces, “Industry Study: Final Report Shipbuilding Industry”, The Industrial College of the Armed Forces, National Defense University, Spring 2011, http://www.ndu.edu/icaf/programs/academic/industry/reports/2011/pdf/icaf-is-report-shipbuilding-2011.pdf, Deech)

No other nation projects maritime power on the same scale as the United States. Many nations are dependent upon the US to assure allies, dissuade potential adversaries, respond to crises, and protect global trade. In spite of recent debate about its future as a global leader, the US remains, and is projected to remain, a leader in maritime security and naval presence. America‘s ability to retain this unique capability depends upon its defense industrial base to build the world‘s most advanced navy and coast guard. Given the unquestionable superiority of the US maritime force, it is clear that the defense shipbuilding industry has historically succeeded in its mission. However, as the US grapples with its growing debt and increasing domestic budget requirements, the crucial question emerges: what changes should the US government make now to ensure it sustains the ability to build a powerful, yet affordable, maritime fleet?

Shipbuilding is critical to naval strength

Winter, 7 — former Secretary of the Navy, former corporate vice president and president of Northrop Grumman's Mission Systems (Honorable Donald C., “Getting Shipbuilding RIGHT”, United States Naval Institute, Proceedings, 133, 6,pg. 16-20, June 2007, proquest, Deech)

Critics contend that the Navy's shipbuilding program is deeply troubled. They are right. Taking effective action first requires a brutally honest assessment of what we are doing wrong, and what needs to change in order to improve our performance. The problems that have been hampering our ambitious shipbuilding efforts are fixable, and I am intently focused on doing everything in my power to put our shipbuilding program on a better track.  Shipbuilding is at the center of our transformation efforts. The 300 or so capital assets that comprise our Fleet define the global reach and awesome striking power of the Navy-Marine Corps team. But our current shipbuilding program is simply not meeting expectations. We must do better. The need to do better is especially urgent, for today's security environment requires that we re-capitalize the Fleet across the full range of our capabilities.  Although we have the best Navy in the world today, no one can deny that, without improvements, we will not be able to evolve, build, and sustain the Fleet we need for the future. By evolve, I mean that we must transform; by build I mean that we must have an adequate Fleet size; and by sustain, I mean that we must maintain a high state of readiness at all times.  These imperatives add up to a point that is worth emphasizing: the national security of the United States depends on our ability to meet our presence and surge requirements. So we must build and maintain a Fleet that meets these objectives.

2ac air pollution add on

The plan prevents runaway air pollution 

Perakis and Denisis,08 [A survey of short sea shipping and its prospects in the USA, ANASTASSIOS N. PERAKIS* and ATHANASIOS DENISIS Department of Naval Architecture & Marine Engineering, University of Michigan, 213 NAME Building, 2600 Draper Dr., Ann Arbor, MI 48109-2145, USA, http://intermodalmarine.com/pdfs/Survey%20of%20SSS%20Prospects%20in%20the%20U.S..pdf] 

2. Reduced air pollution. Petroleum-based transportation is responsible for air pollution. Residuals emitted as gaseous components and as particulate matter from the internal combustion engines are a major source of air pollution, which has major negative impact on human health and the environment. Common air pollutants are the carbon monoxide (CO), nitrogen oxides (NOx), particulate matter (PM), volatile organic compounds (VOC) and sulphur oxides (SOx). In addition to harmful air pollutants, freight transportation accounts for approximately 9% of the total greenhouse gas emissions in the US, of which 60% is attributed to truck transportation [35, 36]. Sea transportation is the most environmentally friendly mode in terms of fuel emissions per ton-mile of cargo. With the exception of sulphur dioxide, due to the existence of sulphur in marine fuel, SSS is a much cleaner transportation mode than truck and rail in both air pollutants and greenhouse gas emissions, such as carbon dioxide (CO2) (table 5).

Extinction

Driesen, 03 [David, Associate Prof. Law – Syracuse U., Buffalo Environmental Law Journal, “"LEARING SUSTAINABILITY": SYMPOSIUM ARTICLES: SYMPOSIUM HELD AT THE UNIVERSITY AT BUFFALO LAW SCHOOL, OCTOBER 13, 2001: Sustainable Development and Air Quality: The Need to Replace Basic Technologies with Cleaner Alternatives”, Fall 02-Spring 03, 10 Buff. Envt'l. L.J. 25, L/]

Air pollution can make life unsustainable by harming the ecosystem upon which all life depends and harming the health of both future and present generations. The Rio Declaration articulates six key principles that are relevant to air pollution. These principles can also be understood as goals, because they describe a state of affairs [*27] that is worth achieving. Agenda 21, in turn, states a program of action for realizing those goals. Between them, they aid understanding of sustainable development's meaning for air quality. The first principle is that "human beings. . . are entitled to a healthy and productive life in harmony with nature", because they are "at the center of concerns for sustainable development." n3 While the Rio Declaration refers to human health, its reference to life "in harmony with nature" also reflects a concern about the natural environment. n4 Since air pollution damages both human health and the environment, air quality implicates both of these concerns. n5

2ac hazmat add on 

Plan solves hazardous material transportation

Barry 10—Wired Contributor (Keith, “DOT to Turn Underused Waterways Into Marine Highways”, July 23, 2010, http://www.wired.com/autopia/2010/07/dot-turns-underused-waterways-into-marine-highways/)//NJain
One kind of freight that Matsuda thinks is best suited for the water is hazardous material. “With hazardous materials, we only see an upside for getting them out of populated areas,” he said. While a lot of bulk hazmat cargo is shipped, that which fits into a container is still largely transported on packed highways. “Anything we can get off the highway is obviously a benefit, if it makes sense to do,” he said. “It’s less gas per mile, but it also helps the people on the roads.”

Better for the Environment

In addition to transporting hazardous materials outside of populated areas, a clear advantage of short sea shipping is the reduced environmental impact of moving freight on ships.

2ac warming add on 

Plan cuts greenhouse gas emissions

Barry 10—Wired Contributor (Keith, “DOT to Turn Underused Waterways Into Marine Highways”, July 23, 2010, http://www.wired.com/autopia/2010/07/dot-turns-underused-waterways-into-marine-highways/)//NJain
According to Carrie Denning, a researcher at the Environmental Defense Fund who coauthored the report The Good Haul: Freight Innovations for the 21st Century, a shipping company that moves containers by sea between Port Manatee, Florida, and Brownsville, Texas, already saves 70,000 gallons of fuel on each one-way voyage compared to a comparable truck journey.

Those fuel savings translate into fewer emissions in population centers. “One way to reduce pollution emissions in some regions will be to substitute multiple truck trips with single barge trips via coastal shipping routes that meet robust environmental performance standards,” she said.

Even with the obvious fuel savings, Denning says that marine routes could still pose serious environmental consequences. Ports themselves are notorious for high levels of emissions from machinery used to move freight. To truly be environmentally responsible, ports along a marine highway would have to implement solutions such as electric forklifts and yard trucks — many of which are already in place at the Port of Los Angeles.
Additionally, highways would have to be designated clear of environmentally sensitive areas. “Coastal shipping is not a panacea,” she said. “Depending on the highway route, there could be serious ramifications for marine life if dredging is required, if migratory patterns are disrupted, or if additional infrastructure is needed that interferes with certain marine ecosystems.”

1ar warming

Trucks contribute to half of all automobile greenhouse gasses

West 4—During his 20-year career in newspapers, Larry was part of an investigative team whose work was a finalist for the Pulitzer Prize and received the Meeman Award for national environmental reporting from the Scripps Howard Foundation. Later, Larry served as press secretary and deputy chief of staff for a U.S. Representative, and was communications director for a U.S. Senator. He also managed public affairs for a leading global technology company, the Federal Aviation Administration, and one of the largest ports in the United States. In each of those positions, Larry was involved in environmental strategy, policy and communications (Larry, U.S. “Autos Account for Half of Global Warming Linked to Cars Worldwide” http://environment.about.com/od/globalwarming/a/autoemissions.htm)//NJain

U.S. automobiles and light trucks are responsible for nearly half of all greenhouse gases emitted by automobiles globally, according to a new study by Environmental Defense.

The study, Global Warming on the Road [PDF], also found that the Big Three automakers—General Motors, Ford and DaimlerChrysler—accounted for nearly three-quarters of the carbon dioxide released by cars and pickup trucks on U.S. roads in 2004, the latest year for which statistics were available.

“Cutting greenhouse gas emissions from U.S. automobiles will be critical to any strategy for slowing global warming,” said John DeCicco, author of the report and senior fellow at Environmental Defense, in a press release. “To address global warming, we’ll need a clear picture of what sources are contributing to the problem. This report details, by automaker and vehicle type, the greenhouse gas contributions from America's auto sector, for the first time.”

2ac BMD

Naval power is critical to effective BMD

Vego, 8 — professor of operations at the Naval War College, former commanding officer in the former Yugoslav Navy and former West German merchant marine (Milan N., “On Naval Power”, Joint Forces Quarterly, July 2008, http://www.ndu.edu/press/lib/pdf/jfq-50/JFQ-50.pdf, Deech)

Operations in time of peace encompass routine activities, homeland security, protection of the country’s economic interests at sea, enforcement of maritime treaties, and humanitarian assistance and disaster relief. In general, routine duties include maritime border laws/customs enforcement, hydrographic surveys, oceanographic research, salvage, search and rescue, ordnance disposal, and marine pollution control. For the most part, these tasks are the responsibility of the coast guard, with naval forces employed in a supporting role. The threats to homeland security from across the sea are increasing in both intensity and sophistication. Specifically, these threats include ballistic missiles, maritime terrorism, illicit fishing, cross-border illegal immigration, criminal activity in ports/ harbors and at critical installations/facilities ashore, piracy, and trafficking in narcotics, humans, and weapons. The threat of ballistic missiles against ports/airfields and coastal installations/facilities can be countered by creating seabased ballistic missile defense (BMD) systems, as the U.S. Navy is doing. BMD systems detect and destroy enemy aircraft and missiles by physically and electronically attacking bases, launch sites, and associated command and control systems. As part of homeland security, they are intended to provide defense against ballistic missiles in the terminal phase of their flight. 3 Maritime terrorism has emerged as a formidable threat to both civilian and naval vessels. Large commercial ships are easy targets for determined terrorists, and the value of these vessels and cargoes makes them attractive to both regional terrorist groups and international organizations that desire to disrupt the economic lifelines of the industrial world. Compounding the threat is the use of commercial vessels by criminals who are often allied with terrorists. There is also a possibility that weapons of mass destruction (WMD) could be used as terrorist weapons. 

The Case
Defense of Title XI

Title XI loan guarantees are critical
MHC, 10 (Marine Highways Cooperative, industry group dedicated to developing inland waterways, “Matsuda draws connections: Maritime administrator views U.S.-flag shipping from shore to sea”, 9/25/2010, http://www.marinehighways.org/index.php?page=news_events&more=44, Deech)

Maritime Administrator David T. Matsuda strongly believes U.S.- flag shipping’s well-being must be considered beyond the water. In his view, the industry’s scope is much broader than it appears to most individuals familiar with the nation’s merchant marine activity. Matsuda points out that U.S.-flag shipping is just as much linked to freight transport activities on land as it is to the sea. “You’ve got to understand the connections,” he said in a recent interview. “In the business of shipping, you have to be aware of the entire supply chain, and if we’re supposed to be promoting the industry than we better understand that.” The Obama administration has expressed support for developing the country’s socalled marine highway system, which aims to reduce congestion by transporting truck trailers and their freight along the coast by vessel instead of completely over the road. Congress has also backed the initiative over the years through the 2007 Energy Independence and Security Act, and this year with specific language in the National Defense Authorization and Consolidated Appropriations acts. “We’re very excited about the great potential this has to grow the industry,” Matsuda said. In addition to the anticipated efficiencies and environmental improvements from the marine highway project, it will increase the U.S.-flag vessel base, maritime jobs and domestic shipyard work, he said. While the concept offers great potential, it’s been a tough sell to U.S. vessel operators and shippers. “There has to be a market for it before we can build a single vessel. Then we have to give shippers good reliable service in order for them to be willing to use it,” Matsuda said. Congress and the administration have attempted to stimulate development of marine highway initiatives by offering various grants, including $7 million provided by the 2010 Consolidated Appropriations Act. In February, the Transportation Department provided $120.4 million for seven seaport and marine-related projects through the $1.5 billion Transportation Investment Generating Economic Recovery (TIGER)Discretionary grants. “These grants will support new marine highway services, add capacity to ports, and improve shoreside linkages to inland markets,” Matsuda said. MarAd is also talking with the Defense Department about potential marine highway U.S.-flag vessel designs that could meet both commercial and military transport requirements. “The upside is that we could build ships again and (the military) needs to replace a lot of tonnage,” Matsuda said. “If we could come up with some standardized designs, it could make construction easier.” Stimulating Shipbuilding. U.S. shipyards are known for their expertise in building sophisticated vessels, but have struggled to compete effectively in recent decades with the Far East’s large-scale cookie-cutter shipbuilding operations. Matsuda recently addressed the status of MarAd’s Title XI program before the House Armed Services’ subcommittee on seapower and expeditionary forces. Title XI offers loan guarantees for shipyard modernization projects and building vessels in U.S. shipyards. The program provides approved applicants with long-term financing at stable interest rates, sustains efficient facilities for shipbuilding and ship repair within the United States, improves system capacity and sustains U.S. jobs. As of June 30, MarAd’s Title XI portfolio was about $2.1 billion, which includes 60 loan guarantee contracts for more than 300 vessels and two shipyard modernizations, Matsuda told the subcommittee on July 14. Since 1993, the Title XI program has experienced 13 defaults, including two in fiscal year 2009 (AQ Boat LLC and Riverbarge Excursions Lines) and two in fiscal year 2010 (Hawaii Superferry Inc. and AHL Shipping Co.). Matsuda told the subcommittee the agency continues to strengthen its Title XI loan approval process to try to prevent future defaults, and that applicants must meet strict information requirements to gain approval. “The program is driven by the applicants,” he said. MarAd is processing six applications for loan guarantees in excess of $1.6 billion in total loan amounts. The pending applications involve 11 shipyards in nine states and are for a variety of vessels and projects, including articulated tug-barges, shuttle tankers, drill rigs, and platform supply vessels. The agency has $76.6 million in budget authority to cover the subsidy costs of these loan requests. This amount would support about $1.1 billion in new loan guarantees, Matsuda said. Due to current market conditions, the agency expects an uptake in interest among companies seeking to build vessels under Title XI. “Given the current credit situation, Title XI is the best deal in town,” Matsuda said. Future Mariners. Matsuda has assured House lawmakers that his agency is committed to revitalizing the nation’s primary academy for educating future merchant marine officers. In recent years the academy has suffered from crumbling infrastructure and financial management woes. “Improving the profile and prestige of the U.S. Merchant Marine Academy is one of Secretary of Transportation (Ray) LaHood’s top priorities,” Matsuda said in testimony before a House Armed Services subcommittee. President Obama’s budget request for fiscal year 2011 calls for $100 million for the academy at ings oint, N. ., a $26 million increase above the 2010 amount. This increase will support capital improvements, operational funding for information technology upgrades and academic program improvements, and compensation for Midshipman Fee overcharges, Matsuda said. The administrator also told the subcommittee that MarAd has made “significant progress” in implementing management and process improvements at the academy based on recommendations from a Government Accountability ffice report and its own advisory panel. He said the agency has implemented 32 of the 47 GA recommendations and will fulfill the rest before the end of the fiscal year ending Sept. 30. House subcommittee chairman Rep. Gene Taylor, D-Miss., noted the Merchant Marine Academy has about 60 vacancies, from maintenance to teaching spots. He asked Matsuda to consider filling some of those positions with wounded veterans recovering at Walter Reed Army Medical Center in Washington. In addition to ings oint, MarAd provides financial support and training ships to five state maritime academies. The training ships at these schools, located in California, Texas, Maine, New ork and Michigan, are expected to become increasingly expensive to maintain as they age and environmental regulations imposed upon the shipping industry increase, Matsuda warned. Collectively, the Merchant Marine Academy and state schools graduate more than 700 trained, Coast Guard-licensed deck and engineering officers each year. MarAd also works with 19 maritime high schools around the country to attract young people into the industry by learning about the merchant marine. Matsuda visited one of these schools in Baltimore last February. “I was impressed with the dedication the students at the Maritime Industries Academy demonstrated towards learning about a key component of our nation’s economy maritime transportation. These young men and women are the future of this industry and I will be working with the school to help them achieve success,” he told the House Transportation and Infrastructure Committee’s subcommittee on Coast Guard and marine Transportation, in testimony on July 20. Strengthening Programs. According to MarAd, there are 115 U.S.-flag ships five tankers, 11 dry bulkers, 2 roll-on roll-off vessels, 61 containerships and 10 multipurpose vessels engaged in international trade. The U.S.-flag ships all participate in the federal government’s cargo preference program. Sixty of them operate in the Maritime Security rogram (MS ). MarAd’s latest five-year data review of cargo preference shows the program generates more than 16 million revenue tons of cargo topping $1.3 billion in ocean freight revenue per year. Military freight represents about 64 percent of the revenue while food aid is 29 percent and other programs are 7 percent. reference cargoes provide a minimum revenue base of 5 percent to 7 percent of cargoes for liner vessels and more than half for vessels in tramp or charter services, Matsuda explained. MS , which is part of the 2003 Maritime Security Act, provides the government immediate access to 60 modern container, ro ro, tanker and heavy-lift vessels. All ships enrolled in MS are also part of the Voluntary Intermodal Sealift Agreement (VISA), which provides the government with assured access to U.S.-flag assets, specifically the staged, time-phased availability of U.S.-flag commercial carriers’ shipping services and intermodal systems. In return for making their ships available, MS provides participants a payment to help offset some of their operations costs. For fiscal years 2006-200 , MS authorized $156 million annually, followed by $174 million a year for fiscal years 2009-2011, and $1 6 million a year for fiscal years 2012-2015. In fiscal year 2009, the $174 million offset equates to about $2.9 million for each of the MS fleet’s 60 vessels. With expiration of the current MS program looming, U.S.-flag vessel operators have expressed concern about the need to begin the legislative process to reauthorize MS beyond 2015 to maintain continuity of both U.S.-flag vessel construction activities and transport services. “Shipbuilding is expensive and investors need to have confidence in order to commit their dollars to building vessels with a 25-plus-year life,” Matsuda told the House Transportation and Infrastructure subcommittee. “The concern that the program may not be renewed, or renewed at a sufficient level, could negatively affect investment decisions.” Worst-case scenario for the U.S.-flag vessel industry is that MS expires without reauthorization and there are not enough cargo preference volumes to sustain the vessel operators. “Then you starve the program,” he told American Shipper.

The counterplan is legally ineffective
Cook, 12 — former General Counsel of the Maritime Administration, Counsel to Seward and Kissel LLP (H. Clayton, “The Dual-Use Vessel Program and Americas Marine Highway Next Steps”, Maritime Executive, 5/21/2012, http://www.maritime-executive.com/article/the-dual-use-vessel-program-and-america-s-marine-highway-next-steps, Deech)

Section 27 of the 1920 Act was designed to meet this objective in our domestic trades. Government support under the 1936 Act and the 1970 Act was intended to ensure such a fleet in our international trades by providing “differential subsidy” payments that equalized the vessel operating and capital costs of U.S. owners with those of foreign competitors, coupled with MarAd Title XI government financing guarantees and Title VI government tax deferrals. Today, only the Title XI financing guarantee and Title VI capital construction fund (CCF) tax-deferral programs remain available to support the construction of commercial vessels in U.S. shipyards and their operation in the domestic trades and as dual-use vessels in time of need. Shipyard and Vessel Financing The Navy’s current DUV program began at a Senior Executive Sealift Forum in 2005, which welcomed participants with the injunction: “Our ultimate objective is to find out what it will require to induce U.S. shippers and ship operators to move cargo and operate U.S.-flag ships, respectively, that will have military utility and be available for military use during a major contingency.” The Navy’s concern with the prices faced by Jones Act operators who would purchase and operate this DUV tonnage was addressed in Navy-sponsored National Shipbuilding Research Program Workshops in 2007 and 2008. In the 2007 Workshop attention was directed to methods by which shipyard production costs could be reduced. These presentations confirmed that U.S. shipyards might be able to offer commercially acceptable sales prices when multiple-vessel production was combined with foreign shipyard assistance.

Title XI Loan Guarantees are key to effective marine highways

U.S. Department of Transportation Maritime Administration 11 (“America’s Marine Highway Report to Congress” April 2011 http://www.marad.dot.gov/documents/MARAD_AMH_Report_to_Congress.pdf)//NJain

Marine Highway Title XI Loan Guarantees 

The Title XI Federal Ship Financing Program, administered by MARAD, enables owners of eligible vessels and shipyards to obtain long-term capital financing with attractive terms by providing a full faith and credit guarantee of eligible debt obligations. When credit markets are constrained, this program has been particularly helpful to obtain long-term financing for vessels. Stakeholders have suggested modifications to the Title XI program to help introduce more environmentally sustainable vessels into the U.S. fleet and stimulate growth in U.S. shipyard jobs. Potential changes to the program could prioritize Marine Highway vessels, allow Title XI to be used for directly-related shoreside facility improvements, revise debt/equity and working capital requirements (responding to the needs of startup operators), and include a mandate to conform to high environmental standards. Any such changes, however, would need to be made in a manner that would not jeopardize the financial integrity of the Title IX program. Direct beneficiaries of Title XI loan guarantees would be vessel owners and operators and, potentially, shoreside infrastructure owners. 

Title XI Loan Guarantees shows federal trust in the private sector, which helps investment 

MARAD 11 – Maritime Administration (“America’s Marine Highway Report to Congress,” US Department of Transportation, April 2011, http:// www.marad.dot.gov/documents/MARAD_AMH_Report_to_Congress.pdf) SV Marine Highway Title XI Loan Guarantees The Title XI Federal Ship Financing Program, administered by MARAD, enables owners of eligible vessels and shipyards to obtain long-term capital financing with attractive terms by providing a full faith and credit guarantee of eligible debt obligations. When credit markets are constrained, this program has been particularly helpful to obtain long-term financing for vessels. Stakeholders have suggested modifications to the Title XI program to help introduce more environmentally sustainable vessels into the U.S. fleet and stimulate growth in U.S. shipyard jobs. Potential changes to the program could prioritize Marine Highway vessels, allow Title XI to be used for directly-related shoreside facility improvements, revise debt/equity and working capital requirements (responding to the needs of startup operators), and include a mandate to conform to high environmental standards. Any such changes, however, would need to be made in a manner that would not jeopardize the financial integrity of the Title IX program. Direct beneficiaries of Title XI loan guarantees would be vessel owners and operators and, potentially, shoreside infrastructure owners. 

Substantial investment in Title XI loans is critical to Marine Highways

Yonge 08, - Managing Member Maritime Transport & Logistics Advisors, LLC, (Mark, “Roundtable Discussion on Short Sea Transport – Options & Roadblocks Washington, D.C.” June 18, 2008, http://www.maritimeadvisors. In testimony to the Armed com/pdf/MarkOpening061808.pdf)//aberg

Services Sub-committee, March 15, 2007, H. Clayton Cook, Counsel for Seward & Kessel and an affiliate of our group pointed out that private sector financing is not readily available to build new Great Lakes & coastal marine highway vessels. New intermodal marine highway services must essentially start up new services on a “build it and they will come” basis – a risk factor that private funding institutions will not take without some sort of guarantee. MARAD's Title XI loan guarantee program has been used in the financing of essentially all of the ocean-going container and ro/ro vessels that have been placed in U.S. domestic commercial service since the passage of the Merchant Marine Act of 1970. There were years when the program regularly returned a modest profit to the U.S. government. Properly funded and managed again, it could fulfill critical needs for the financing of vessels that are now needed for our America’s Marine Highways. For example - Using FHWA estimates, the median cost to build one (1) lane mile of new interstate highway is $39.1 million. Each lane mile in a Title XI Loan Guarantee could facilitate $391-$782 Million in loans from the financial sector to build new Marine Highways vessels and/or related infrastructure. We recommend a Seven (7) year authorized & funded Marine Highway’s “Start Up Services” Title XI program with monies adequate to provide guarantee authority sufficient to meet current and projected U.S. National transportation and National security needs for new coastal marine highway vessel construction and closely related objectives such as vessel dry docks, shipyard modernization, terminals and dockage facilities essential to the development of Great Lakes and Coastal Marine Highways.

Title XI mortgage loans are critical start-up incentives to modernize US shipyards

Darcy 09 – Naval Engineer and Master of Science in Transportation (Joseph, “Short Sea Shipping: Barriers, Incentives and Feasibility of Truck Ferry” May 8th 2009 dspace.mit.edu/handle/1721.1/49879)//aberg
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 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]. U.K. government makes monies available to waterborne freight companies to assist with operating costs when trucking is the cheaper option [40]. The government, however, is having great difficulty in getting people to take these grants. The process associated with the grants and the requirements for receiving them are just too bureaucratic: ...[T]he rules associated with the grant just don’t make them worth the effort [40].”
Title XI loan guarantees incentivize the shipbuilding industry to effectively exploit marine highways

Heim & Tedesco 09 – (Aimee, Government Relations Manager at NASSCO & Senior Maritime Trade Account Manager at Port of San Diego; Matt, Independent Technical And Management Consultant, “A Shipbuilder’s Assessment of America’s Marine Highways,” July 30, 2009 http://www.nassco.com/pdfs/Shipbuilder-Assessment-American-Marine-Highway-NASSCO.pdf)//AB

Title XI is a loan guarantee program that guarantees loans for Jones Act ships built in U.S. shipyards, at no cost to the taxpayer. Using the Title XI to fund a series of AMH vessels would reduce shipowner risk and increase credit in the marketplace. Leveraging a relatively small amount of funding could spur sufficient credit in the marketplace to build a fleet of Marine Highways vessels. Increasing available financing for Jones Act vessels would make the purchase of such a vessel easier, removing another portion of the economic impediment and counteracting the perception that the cost and risk associated with Jones Act vessels are prohibitive to a Marine Highways service. The Construction Capital Fund (CCF) is also an important piece in financing these vessels. Originally enacted to support the U.S. fishing fleet, the CCF has been extended to vessels operating in a Marine Highways service. The CCF provides owners a structure with which to construct vessels using pre-tax dollars, allowing owners to defer taxable income from the operation of those vessels and providing significant benefit in amassing sufficient capital for a newbuilding project.

Title XI Loan Guarantees cause a trickle down effect that helps both investors and consumers 

Partridge 07 – Business Writer (Amy, “Trend,” Inbound Logistics, September 2007, http://www.inboundlogistics.com/cms/article/short-sea-shipping-begins-to-make-waves/, Talk with Chuck Raymond Board Member of the Transportation Institute) SV CR: Over the next decade, our nation faces a near doubling of container imports to more than 30 million TEUs. It is impractical to consider building our way out of the looming inland infrastructure crisis, a move that would require thousands of costly miles of both highway and rail track construction. Instead, using existing waterways, short-sea shipping will improve the flow of trade and help alleviate congested intermodal gateways. The nation also gains an environmental benefit from taking trucks off congested highways, and using ocean transportation, which continues to be one of the most cost-effective and environmentally friendly transport modes. CR: We have some legislative hurdles to cross to make deployment of a short-sea service for containers commercially viable. As currently constructed, the Harbor Maintenance Tax (HMT) - a federal tax imposed on shippers based on the value of goods being shipped through ports - serves as a clear disincentive for a coastwise service because it means cargo arriving in the United States incurs a double taxation hit. HMT creates a competitive disadvantage for Jones Act operations as compared to truck and rail cargo movements. I believe Congress understands this issue and will work on repealing HMT this year. CR: We need to create an amendment to the HMT exempting intercoastal shipments. With immediate changes to the HMT this year, we could begin to test the East Coast/Gulf Coast short-sea shipping market as early as next year. The Title XI loan guarantee program is critical to the development of a short-sea shipping solution for the United States and all Jones Act trades. We need to make the program user-friendly to promote the growth and modernization of the U.S. merchant marine and U.S. shipyards. CR: The nation as a whole will be the big winner. Congested ports and intermodal gateways add cost: any logistics professional can provide examples of what even a half-day delay means to margins and the bottom line when moving raw materials to finished products. And, these impacts trickle down to both investors and consumers. The nation also gains from short-sea shipping's added safety, security, and environmental impacts, as well as avoiding the tax implication Americans would face in absorbing the levels of new highway construction necessary to handle the projected volumes. CR: Each program has its own set of challenges. The inland short-sea shipping model works well for bulk and barge operations. Shipping ocean containers via inland waterways, however, does present some challenges with cranes and other infrastructure required at interior points to help facilitate efficient transfers. The coastal model claims the benefit of existing infrastructure and port conditions; allowing for deep-water ports to shuttle containers to a large number of more shallow-water ports using existing assets. 

Defense of Loan Guarantees

Loan guarantees are the most effective

Heim and Tedesco, 9 — General Dynamics NASSCO, AND, Tedesco Consulting (Aimee and Matt, “A Shipbuilder’s Assessment of America’s Marine Highways”, 7/30/2009, http://www.nassco.com/pdfs/Shipbuilder-Assessment-American-Marine-Highway-NASSCO.pdf, Deech)

***Note: AMH = America’s Marine Highways

Title XI is a loan guarantee program that guarantees loans for Jones Act ships built in U.S. shipyards, at no cost to the taxpayer. Using the Title XI to fund a series of AMH vessels would reduce shipowner risk and increase credit in the marketplace. Leveraging a relatively small amount of funding could spur sufficient credit in the marketplace to build a fleet of Marine Highways vessels. Increasing available financing for Jones Act vessels would make the purchase of such a vessel easier, removing another portion of the economic impediment and counteracting the perception that the cost and risk associated with Jones Act vessels are prohibitive to a Marine Highways service.

Use of loan guarantees to build new ships stimulates the economy

Heim and Tedesco, 9 — General Dynamics NASSCO, AND, Tedesco Consulting (Aimee and Matt, “A Shipbuilder’s Assessment of America’s Marine Highways”, 7/30/2009, http://www.nassco.com/pdfs/Shipbuilder-Assessment-American-Marine-Highway-NASSCO.pdf, Deech)

***Note: AMH = America’s Marine Highways

Series vessel production can also result in significant economic stimulus. The Shipbuilder’s Council of America estimates 7 that the economic multiplier of the U.S. shipbuilding industry is 2.8; meaning that every dollar spent building a new ship generates 2.8 dollars of economic activity. The potential economic impact of funding those vessels using the U.S. Government’s Title XI loan guarantee program is striking (see figure 7). The present value benefit to a prospective shipowner of a Title XI loan over a traditional loan would be $23M per $100M of shipyard cost. The multiplier on guaranteed funds can be as high as 20:1. Funding Title XI at a level of $60M per year could generate $1.4B of shipyard sales, 9,700 man-years of shipyard labor and $3.9B of economic impact annually. Sustained Title XI funding of $60M per year over a period of 10 years translates into economic output of $39B, $14B in shipyard sales and approximately 97,000 man-years of work over the same period. The taxpayer’s investment in shipbuilding is repaid while creating jobs that require skilled labor, provide benefits and pay above-average wages. New, Jones Act qualified, AMH vessels built in the U.S. provide an opportunity to employ emerging environmentally friendly technologies while creating middle-class job opportunities for future generations.

Defense of the Federal Government 

Federal coordination is critical

Barry, 10 — contributor for Wired Magazine (Keith, “DOT to Turn Underused Waterways Into Marine Highways”, Wired Magazine, 7/23/2010, http://www.wired.com/autopia/2010/07/dot-turns-underused-waterways-into-marine-highways/, Deech)

***Note: RoRos = roll-on, roll-off cargo ships

Rather than investing in the installation of cranes and other equipment at small ports, Matsuda says that RoRos could follow what he calls the “Southwest Airlines model,” after the carrier that started off flying into secondary airports. Smaller RoRos could bypass major ports and travel through shallower waterways to inland cities. Matsuda just saw such a system in action at the Port of Rotterdam in the Netherlands. “It is just incredible to see these relatively small, long, thin, self-propelled ships that can carry 20 or 30 containers that kind of zip around in this massive port after the giant container ship has been offloaded,” he said. “They go up the rivers into Europe or around the coast to other ports.” Would such a system be possible in the United States? There may not be a choice. With roadways in major cities already crammed with freight traffic and the demand for freight ever increasing, putting freight on the water may be the most sensible solution for companies that need to move goods from here to there. Matsuda says a political climate that’s focused on creating jobs and helping the environment also will support the cause. “Where there are corridors, the federal government will help focus attention and investments to get those services up and running,” he said. “This is something that we think is going to go a long way.”

A federal commitment to funding is vital to support increasing cargo trade and reduce domestic trade congestion

Goodwin 2007 - Executive Vice President & General Counsel of American Association of Port Authorities (Jean, Congressional Testimony before the National Surface Transportation Policy and Revenue Study Commission, March 19, 2007, http://ntl.bts.gov/lib/33000/33400/33441/final_report/volume_3_html/05_field_hearings/contentcb89.htm?name=0307_washington_test_godwin)//aberg

Short Sea Shipping There is growing attention being paid to the use of the waterways for domestic freight movements and specifically the use of waterways as a long term enhancement of the surface transportation system. Heavy, dry and liquid bulk cargoes on barges and other vessels are familiar sights in coastal waters but there are also containers--import cargo being transshipped on a second, domestic leg by feeder barge or even up the Mississippi on converted off-shore vessels. A few major steamship lines today are planning new feeder service using container ships in coastwise service. New vessels have been designed to serve as high speed ferries for trucks on long hauls and their models can be found in Europe. Here in the United States such ferries will be increasingly attractive as hours of service restrictions, driver availability, interstate congestion and other factors cause trucking companies to consider ways to rationalize their operations. These are developments in the industry that are happening now and will be developing in the next few years. Today trucking is making heavy use of railroads for intermodal service and given limits on rail capacity expansion - such as discussed in the I-95 Corridor Coalition's mid-Atlantic region report - intermodal water service is where capacity can be exploited. This Commission should lay the groundwork for new policy development that would foster the integration of the marine highway with the land highway. It is not just about the modal connections, it is also about whether Federal policy encourages the development of the marine system element, whether in terminal development or vessel construction. On the water, vessels are part of the infrastructure to allow trucks, cars and containers to move from port to port. The commission should consider ways to encourage private sector investments in the marine highway, including the waiver of the Harbor Maintenance Tax as it is applied to intermodal cargo in domestic moves and incentives for investment in port terminals and vessels that would be used specifically for coastwise or domestic marine highway service. Waterside Access to Ports Changes in ship depth and the projected increases in cargo trade result in an on-going need to develop and provide significantly more federal funding for America's water transportation system. Waterside access is also a critical issues for ports. Funding for maintaining federal navigation channels is prepaid and should be adequately funded through the Army Corps of Engineers budget. Shippers have contributed billions of tax dollars into the Harbor Maintenance Trust Fund specifically for the purpose of keeping channels dredged to authorized depths. Unfortunately, much of this funding sits idle and a growing surplus, currently over $3 billion, has accumulated while dredging needs continue to be unmet. Expenditures for maintenance dredging in FY 2006, for example, were about $350 million less than the amount needed although enough revenue was generated to fully cover the needs. Funds should be made available each year to fully meet maintenance needs. In addition, Federal investment in deepening projects has not kept pace with the nation's needs due to chronic underfunding of the U.S. Army Corps of Engineers budget. For years, budget targets assigned to the Corps Civil Works program by the Office of Management and Budget have been inadequate for the Corps to meet the needs of shippers and consumers who rely on sea borne trade. Conclusion AAPA members are a vital linkage in the movement of goods throughout the nation. Waterborne commerce is the most cost-effective way to transport cargo. However, ports can only work as well as the water and landside infrastructure that connects them to the rest of the world. 
Government subsidies & loan guarantees will create affordable marine highways

Kruse and Hutson 2010 – Texas Transport Institute, Center for Transportation Research (C., James, Nathan, “North American Marine Highways” NCFRP Report 5, July 2010, onlinepubs.trb.org/onlinepubs/ncfrp/ncfrp_rpt_005.pdf)//aberg
Institute Effective Subsidies and Grants. Some interviewees expressed support for government to help smaller terminals and port entities acquire new capital equipment related to marine highway services and suggested that MARAD was the entity best suited to administer such a program. Although smaller ports are often capable of handling short sea intermodal cargo at low volume levels, the efficiency of the crane infrastructure is often not up to a standard where the level of service could be maintained under higher volumes. Interviewees pointed out that government, either at the national or state level, could look at strategies for making terminal land costs more affordable for marine highway operations on the West Coast, either by providing subsidies that would offset the cost of procuring the required land or by offsetting the opportunity cost of displacing other cargoes already utilizing the area. This might involve simply buying and transferring land or it could involve some type of subsidy or favorable tax structure for the port or terminal operator that would make them more amenable to working with NAMH interests. One interviewee mentioned that—while certainly extreme— state governments could even use their power of eminent domain to set up marine highway terminals. Interviewees also pointed out that government could take steps to attract private capital and reduce the excessive risk, similar to the approach the federal government took for the railroads in the mid-19th century. This could be done by providing loans with competitive terms—the Alameda Corridor received a $400 million loan that was leveraged to finance the $2.4 billion project. It could also be accomplished via 100% loan guarantees. Federal government entities could do what businesses, states, and local governments do today to raise capital for infrastructure projects—sell bonds and leverage the proceeds.

Federal Incentives aimed at shipping will boost the economy

Kruse and Hutson 2010 – Texas Transport Institute, Center for Transportation Research (C., James, Nathan, “North American Marine Highways” NCFRP Report 5, July 2010, onlinepubs.trb.org/onlinepubs/ncfrp/ncfrp_rpt_005.pdf)//aberg

*HMT = Harbor Maintenance Tax
The policy challenge for government is to bridge the gap between present circumstances and future aspirations. Businesses are not going to sacrifice potential profits purely for “greening” their operations. Political entities must ultimately either tax what they wish to discourage or incentivize what they wish to encourage. Legislative activity to date at the federal level can be separated into two main categories: (1) attempts to modify or eliminate HMT, and (2) designation or promotion of routes for the development of marine highways or SSS through infrastructure grants or other mechanisms, along with attempts to actually fund these programs. Efforts to eliminate HMT for domestic shipping have been unsuccessful to date. In the last four congressional sessions, a number of lawmakers have sponsored bills providing HMT relief. Despite bipartisan support for the idea, none of those bills have made it out of committee. Such efforts are still underway. Bills that encourage the development of marine transportation alternatives have met with more success, but there has been little funding attached to them. Appendix E provides a summary of legislative activity directly related to these two categories mentioned. It includes both successful and unsuccessful legislative proposals. The HMT proposals may have been unsuccessful simply because they did not receive priority consideration, but it may also be because of trade-related issues. Congressional sources point out that a taxation scheme that differentiates between international trade and domestic trade throughports could violate existing trade agreements and could result in an unfavorable ruling from the World Trade Organization if challenged. Most interviewees believe that if incentives are deemed to be necessary, the best approach is to incentivize shippers, not operators. In this manner, the decision makers will be directly affected. With increased demand, capacity will follow. If incentives go to operators, there is no guarantee that the shipper will directly benefit and the effect of the incentive will be diminished. Furthermore, some analysts hold the view that for an incentive program to be effective, the recipient needs to have a significant financial stake (e.g., a one-to-one matching grant); otherwise, there is not a strong incentive to “do things right” from the outset.
Investment in Marine Highways comparatively outweighs other methods and is necessary to deal with future trading increases

Darcy 09 – Naval Engineer and Master of Science in Transportation (Joseph, “Short Sea Shipping: Barriers, Incentives and Feasibility of Truck Ferry” May 8th 2009 dspace.mit.edu/handle/1721.1/49879)//aberg
Coastal shipping could be a key part to an urgently needed national, comprehensive and strategic transportation vision [5]. The Congress has paved the way to using the seas as a portion of the solution to the transportation crisis. The Energy legislation referred to in Chapter 1 allows the Maritime Administration to designate water routes as Highways of the Sea, opening them up to other avenues of finance and support. As an example, the State of Alaska designated the water route known as the Inland Passage as the Alaskan Marine Highway and included it as part of the highway system [2]. Those concerned with the shipment of freight in the United States will need to reevaluate their positions in the near future. Larger ships with huge capacities and deeper drafts will dominate the container shipping markets (although as this document is being prepared, they are mostly entering layup due to tough economic times). The Panama Canal expansion project will bring new volumes to the East Coast of the United States as California and other West Coast ports (with price, environmental and labor issues dominating) allow competing ports to take an advantage. Over the next 20 years or so, most shipping industry analysts/aficionados expect a doubling, if not a tripling of container volumes. With this dramatic increase in shipping volumes, some studies show that current systems will be too congested to handle this jump in volume [30]. Even if the roads and railroads could handle today’s traffic efficiently, there needs to be a concerted effort in the near future to find alternate ways to accommodate this anticipated freight in an economical, efficient and ecological way. There is unsung transportation capacity in the United States. MARAD reminds shippers that there are tens of thousands of miles of navigable waterways and coastlines in the United States that represent “capacity” [32]. The only problem with this argument is that that capacity is undredged. For other corridors where additional capacity is needed, small investments in parallel water routes can give shippers an alternative and let lawmakers and the populace recognize that redundancy is good with respect to failing infrastructure, rising freight volumes and terrorist threats [2]. Short Sea Shipping is good because it can be reliable due to its relative independence from traffic and other transit concerns. Metropolitan Planning Organizations (MPO) are transportation policy making organizations that combine government, populace and industry in metro areas to plan expansion, propose projects and channel federal transportation funds to the transportation in their purview. These MPOs can use the Marine Highway to pool their money and efforts to reduce congestion on their roads and the impact that 12-15% of the traffic that is trucks that pass through their jurisdiction over which they would normally not have control [15]. LGEN Kenneth Wykle (ret) estimates that investing $2B in coastal shipping and ports could take 700,000 trucks from I-95 and I-81. By comparison, $8.5B to widen I-81 through Virginia would add a few hundred lane-miles and keep those same 700,000 trucks on the road. Congress, through the Energy Bill is beginning to see the economic, environmental and security benefits of Short Sea Shipping [24]. Former MARAD Chief, Connaughton, touts what may be the biggest impact of the Energy bill with respect to Short Sea Shipping: There are now regulations, via the Energy Act [Energy Independence and Security Act of 2007 (P.L. 110-140)] that allow for the set-up of programs and projects for short sea shipping similar to those for interstate highways and have access to additional Federal funds [15]. Erik Johnsen, director of International Shipholding Corp maintains that significant funds are expended just to maintain the interstate system while insufficient attention is given to the marine highways. He goes on to state that SSS only requires government incentives that cost less than highway maintenance and, when established, can remove trucks and trailers in large volume [30]
Government oversight is key to effective fund distribution

GAO 2005 – Government Accountability Office (“Freight Transportation: Short Sea Shipping Option Shows Importance of Systematic Approach to Public Investment Decisions” July 2005, www.gao.gov/new.items/d05768.pdf)//aberg
Improving the efficiency of the nation’s surface transportation system is a particularly complex challenge because it encompasses many modes— water, highway, transit, and rail—on systems owned, funded, and operated by both the public and private sectors. As primary decision makers, state and local governments have significant and broad responsibilities. On the front lines of transportation decision making, state and local governments must address multiple and sometimes competing priorities, such as maintaining the safety and condition of the transportation system while, at the same time, improving the efficiency of the system. Addressing these transportation challenges in light of federal and state budget constraints will require an understanding of existing transportation program constructs and financing mechanisms to ensure that limited public dollars are wisely and effectively spent. For example, the current method of dispersing federal transportation funds to the states does not necessarily encourage transportation decision makers to address the needs of the system in a systematic or rational manner. Much of the public funding for system maintenance and improvement for surface transportation projects comes from federal programs established under Title 23 of the United States Code, with funds from the Highway Trust Fund apportioned to the states by formula without regard to the needs or capacity of the recipients. Because decisions are primarily made by state and local governments, there is little assurance that the projects selected and funded best meet the nation’s mobility needs. Improving freight mobility in particular is hampered by the highly compartmentalized structure and funding of federal transportation programs. The structure and funding of these programs give state and local transportation agencies little incentive to systematically compare the trade-offs between investing in different transportation alternatives to meet mobility needs because funding can be tied to certain programs or types of projects. For example, while passenger and freight travel occurs on all modes, federal funding and planning requirements focus largely on highway and transit. This framework makes it difficult for freight projects to be integrated into the transportation system.

Substantial investment is key to maintain and improve waterborne transportation and reduce land congestion

Nagle 2011-- President and CEO of the American Association of Port Authorities (Kurt, “Testimony of Kurt J. Nagle for the record of the United States House of Representatives Transportation and Infrastructure Committee Subcommitee on Water Resources and the Environment Hearing: “H.R. 104, The Realize America’s Maritime Promise (RAMP) Act”, AAPA, July 8th 2011, http://aapa.files.cms-plus.com/PDFs/HMT%20Testimony%20on%20HR104%20to%20T%26I-WRE%208%20July%202011.pdf)//aberg
With ships getting increasingly larger, dredging deep-draft navigation channels is more crucial than ever, both to maintain the existing channel depths and widths, and to expand them. This is important to inland waterways users, too, since more than half of the country’s grain and oilseed exports move on the inland waterways for transport to ports for loading onto deep-sea vessels. Yet, the U.S. government doesn’t fully utilize the federal harbor maintenance tax for its intended purpose – to pay for navigation maintenance dredging. Since its inception in 1986, this tax has too often been used to offset other programs while serious maintenance dredging needs have been neglected. Modern navigable seaports are vital to international trade and our nation’s economic prosperity, however, the full authorized depths and widths of America’s navigation channels are available only 35 percent of the time. This means channels may be restricted to one lane of travel, and the ships that are moving may not be able to carry full loads of cargo because of depth restrictions. Users of our nation’s harbors are currently paying between $1.3 billion and $1.6 billion annually in harbor maintenance tax (HMT) but, in a typical year, less than $800 million is appropriated for channel maintenance, leaving a growing surplus of $5.6 billion in the HMT Trust Fund (as of November 2010). This results in increased costs for waterborne transportation, higher prices to consumers and reduced competitiveness of U.S. exports in the global marketplace. Jobs, tax bases and income produced are adversely impacted as well. Fiscal Year 2009 saw only a temporary increase from stimulus bill funds, which expired in September 2010. Fiscal Year 2011 has been a challenge as a result of Continuing Resolutions limiting Corps spending on dredging. Since our founding fathers drafted the Constitution back in 1787 establishing the United States government, our legislative branch has been charged with the task of regulating commerce. It was e to those drafting the Constitution to create a system where trade and commerce could move freely between states and beyond our national borders and to defend the United States against invasion. Therefore, certain powers were granted to Congress in Article I, Section 8 of the U.S. Constitution including “the regulation of commerce with foreign nations and among the several states…” and “to establish Post Offices and Post Roads.” Maintaining our national infrastructure that supports foreign and interstate commerce is not only a federal responsibility but is strongly in the national interest as established by our forefathers. In fact, improving waterways and coastal ports for navigation and national security is the most federal of infrastructure responsibilities, dating to the early missions assigned the Continental Army by then General George Washington. In these times of a tightening Federal Budget, as Congress and the Administration take on the task of prioritizing expenditures, and identifying core federal missions that are in the national interest and help to revitalize our economy, a key focus should be on maintaining and strengthening our nation’s infrastructure, including federal navigation channels, that support foreign and interstate commerce – the underpinnings of our economic security. These are wise investments that pay dividends immediately and over time, and form the backbone of our economy and society at large. Investments in port-related infrastructure are multipliers, as they create infrastructure that allows long-term job creation, positioning the United States as a leader in international trade and commerce. From the earliest days of our nation, there has been a clear and consistent federal role and national interest in developing and maintaining landside and waterside connections to America’s seaports. This vital transportation infrastructure literally connects American farmers, manufacturers and consumers to the world marketplace. More than a quarter of U.S. GDP and over 13 million jobs are accounted for by international trade. It is critical that basic, core federal missions such as these, that directly impact America’s economic vitality, jobs, and global competitiveness, be recognized and prioritized. The Congress must honor its pledge to maintain the nation’s ports and harbors with the revenue provided by users.
Only the United States Federal Government can do the plan- legal barriers against any other funding mechanism. 

AAPA 09- American Association of Port Authorities, Alliance of the Ports of Canada, the Caribbean, Latin America, and the United States (American Association of Authorities, “Questions and Answers About America’s Ports and the Harbor Maintenance Tax”, AAPA, 2009, http://www.aapa-ports.org/Issues/content.cfm?ItemNumber=1004)

Q.    Why should the Federal Government pay for maintenance dredging?

A.     Investment decisions made by the Federal Government, local ports and the private sector have been based on the expectation that the Federal Government will continue to fund maintenance dredging. These local investments have created the system of ports the nation relies on to meet its national defense needs and growing international trade.

The benefits of safe and efficient trade provided by a national system of navigation channels are spread throughout the country. In addition, the benefits to the nation resulting from national defense, commercial fishing, and recreational users are immeasurable. The costs for dredging Federal navigation channels should be spread across the whole nation because all citizens benefit. The Federal government recognized this long ago in the U.S. Constitution. Based on the U.S. Supreme Court decision and the rancorous debate about the fee in the 1980s, any alternative trade/tax/user fee funding mechanism will have significant legal and political challenges to overcome.
USFG investment is key to jumpstart private industries

Barry 10—Wired Contributor (Keith, “DOT to Turn Underused Waterways Into Marine Highways”, July 23, 2010, http://www.wired.com/autopia/2010/07/dot-turns-underused-waterways-into-marine-highways/)//NJain
Some short sea shipping operations are already moving freight in the United States, and Matsuda wants to help them expand. “These are the experts, these are people who have started up new markets in the past,” he said. “They know the industry, they know the people and the operations.”
Matsuda is clear about engaging existing operators. “The government’s role here is really to help promote these and get them up and running,” he said. “We can talk to local transportation planners and say, ‘Hey, here are some of the federal programs that help.’ There’s a limited amount of federal dollars to put towards buying cranes or barges or fixing up a port or something that we need to have up and running.”

Some projects are economic no-brainers, such as moving overweight or hazardous materials, where the cost of obtaining road permits would be prohibitive for truck shipments. In most cases, however, in order for a project to make sense and for shippers to make money, MARAD must identify corridors with strong two-way traffic so empty ships don’t ply the waters.

A good example of such a project is a proposed Green Trade Corridor in California, a project funded by $30 million of TIGER funds that connects the inland agricultural areas and the Port of Oakland by a marine highway.

Currently, goods from Asia come into the port of Oakland and are trucked across the state while agricultural products are trucked in the opposite direction. “It’s a tax on commuters, and it adds to the congestion, beats up the bridges and raises the cost of maintaining infrastructure,” said Matsuda. “It’s not just getting the trucks off the road, but also putting people to work in some of these areas that are really devastated.”

A marine highway would move some of that traffic onto barges and guarantee two-way traffic for the company operating the barges.

Federal leadership key—coordination and easy integration

U.S. Department of Transportation Maritime Administration 11 (“America’s Marine Highway Report to Congress” April 2011 http://www.marad.dot.gov/documents/MARAD_AMH_Report_to_Congress.pdf)//NJain

Why Federal Leadership is Needed to Develop America’s Marine Highway 

Our nation’s current surface transportation system is largely the result of public and private sector responses to various economic and technological developments over the nation's history. It reflects the influences of changing industry and trade patterns, private and government investments, engineering and materials advances, the advent of new communications and computer technologies, and other developments. Driven largely by market forces, this system has provided the nation and the world with fast, affordable, and efficient transportation that has contributed greatly to the economic prosperity for our country.

Even so, our system is not as efficient as it could be. Americans using this system experience widespread traffic congestion, dependence on foreign-produced petroleum, high GHG and other emissions, high fatality and injury rates, and noise. Heavy vehicles operating on highways and bridges generate uncompensated infrastructure maintenance costs that all facility users and/or the public at large must bear. Marine Highway services have the potential to provide cost-effective, environmentally-friendly, safe, and resilient capacity that can mitigate many of these problems, but these services are only lightly utilized for the movement of commercial domestic freight or passengers. Given our nation’s long-term and successful reliance on markets to steer resources to their best uses, the question must be asked as to why market forces have not led to more use of Marine Highway services. 

Markets are optimal for allocating resources when the costs and benefits of an activity are well understood and factored into an investment or use decision such that the benefits of the activity are greater than its opportunity costs. Factors that affect market-based transportation decisions by private users of the transportation system include shipping costs, reliability and frequency of service, time in transportation, insurance costs, and quality of service. Other costs and benefits of our transportation system, however, are not borne by the private users who cause them. These costs and benefits are “external” to the user and typically will not influence transportation decisions made by the user. Common costs and benefits that are either fully or partially external to a transportation user’s decisions include the effect that the user's decision to transport freight on a highway has on the delay experienced by all other users of that road, or certain effects that the choice of a transportation mode may have on jobs and the broader economy, the environment, public health and safety, and national security. 13 Unless such factors are addressed in comprehensive planning, investment, regulation, or market interventions, the full potential benefits of a transportation mode to both private users and the public at large may not be realized. 

External benefits of America’s Marine Highway that are often unrecognized in current transportation planning and investment decisions belong to the following categories: 14 

ƒ Support for new and existing vessels and mariner jobs that are useful to the nation in times of both peace and national emergency; 

ƒ Immediate relief of surface transportation congestion, particularly on routes that provide landside access to urban ports; 

ƒ Abundant and cost-effective new freight capacity; 

ƒ Reductions in highway and bridge maintenance and repair costs; 

ƒ Creation of a diverse and more resilient transportation system; 
ƒ Improved environmental sustainability of the surface transportation system, including reduced per ton-mile energy consumption and emissions; and 

ƒ Benefits to public safety and security.
All of these benefits are in addition to the low-cost freight and passenger services that water transportation has historically provided and which are already considered in private decisions concerning the use of the Marine Highway. These external benefits are described in the sections of this report immediately following this introduction.

The correct valuation of such benefits in planning and investment decisions could justify a much greater role for America’s Marine Highway as part of a balanced national transportation system. USDOT, with its responsibility to develop and implement national freight and passenger transportation strategies and target public resources to satisfy public needs across State and other jurisdictional lines, is best positioned to see that this role is realized. The Federal government is also well-situated to coordinate the development of national standards to ensure the compatibility of infrastructure and equipment throughout the Marine Highway system. MARAD is currently working closely with other USDOT modal administrations and the Office of the Secretary of Transportation to develop national transportation strategies that maximize the positive contributions of Marine Highway services. 

Leadership from the federal government is key to solve congestion and coordination  – conflicting agencies leads to fragmentation. 

U.S. Commission on Ocean Policy, 04 (“An Ocean Blueprint for the 21st Century,” http://www.oceancommission.gov/documents/full_color_rpt/13_chapter13.pdf, ch. 13)//AS

For the nation’s marine transportation system to meet current and future demands, ongoing maintenance, improvement, and expansion will be required. A key prerequisite for a robust system is better coordination, planning, decision making, and allocation of resources at the federal level. In particular, it will be essential to enhance the connections between this system and other modes of transportation, such as highways, railways, and airports. At the same time, in moving toward an ecosystem-based management approach, planning for the movement of cargo and passengers should be coordinated with the management of many other ocean and coastal uses and activities, and with efforts to protect the marine environment. Environmentally sound management of port operations is critical to the viability of port areas as natural resources as well as economic engines and to the integration of ports into an ecosystem-based management approach. The U.S. Environmental Protection Agency’s (EPA’s) Green Ports Program is an example of an existing mechanism that incorporates environmental stewardship into port operation practices and that has been implemented by numerous U.S. ports along the Pacific, Gulf of Mexico, Atlantic, and Great Lakescoasts. One issue that may have specific consequences for marine transportation is climate change, whether gradual or abrupt, and the changes in environmental conditions that might result, such as decreased polar ice coverage, increased frequency or intensity of storms, and changes in sea-level. Federal Roles Within the federal government, responsibility for marine commerce and transportation is spread among numerous agencies, primarily the U.S. Department of Transportation (DOT), U.S. Coast Guard, U.S. Army Corps of Engineers, NOAA, U.S. Customs and Border Protection, and EPA. These agencies have many roles, including vessel traffic management, national security, marine safety, waterway maintenance, environmental protection, and customs. In 2004, a National Research Council (NRC) report concluded that federal responsibilities for the marine transportation system are highly dispersed, decentralized, poorly coordinated, and do not correspond well with the structure and function of such system. 13 Unlike the highway system, which is primarily the responsibility of DOT’s Federal Highway Administration, and the U.S. aviation system, which is the responsibility of DOT’s Federal Aviation Administration, the marine transportation system does not have a clearly defined lead federal agency. Statutory, regulatory, and policy differences among federal agencies with roles in marine transportation lead to fragmentation, competition, and in some cases, an inability to work collaboratively due to conflicting mandates. The NRC report was based on an analytical framework that examined four key federal interests: safety, security, commerce, and environmental protection. Federal policy makers can use this framework to identify critical needs within the system and target efforts to meet those needs most efficiently. National leadership and support will be needed to achieve better integration within the federal government, better links with the rest of the nation’s transportation infrastructure, and coordination between marine transportation and other important ocean and coastal uses and activities. The logical agency to assume this responsibility, as it does for the highway, aviation, and railway systems, is DOT. Even with one clearly mandated lead federal agency, coordination will be needed among the federal and non-federal participants in the marine transportation system, given the significance of domestic and international trade to the nation and the complexity of the components that make up the system. In an effort to address this, eighteen federal agencies with responsibilities for various aspects of the U.S. marine transportation system (Box 13.1) signed a memorandum of understanding in 2000 that created the Interagency Committee for the Marine Transportation System. 14 The committee’s goal is to enhance information exchange among the member agencies; its safety, security, and environmental subcommittees also serve as forums for the resolution of shared issues. However, the ability of the committee to engage in more substantive policy or budgetary planning is very limited. To become more effective, the responsibility and accountability of the committee will need to be elevated. Because marine transportation also involves many actors outside the federal government, the Marine Transportation System National Advisory Council was created to serve as a forum for coordination among nonfederal participants in the marine transportation system and a venue for providing input to the federal government on important national issues (Box 13.2). This nonfederal advisory body can play a useful role as an advisor to the National Ocean Council as well as to DOT, where its charter resides. It could also be helpful in improving collaborations between coastal management programs and the transportation planning and priority setting process. An important step in allowing the U.S. marine transportation system to grow, while minimizing increased congestion, delays, and costs to U.S. businesses and consumers, is to improve the movement of cargo into and out of ports. Existing intermodal connections are inadequate to meet the expected increase in foreign and domestic trade. The nation’s transportation infrastructure is largely an agglomeration of competing transportation modes, each focusing on its own priorities. While this approach has produced an extensive infrastructure, a national strategy is needed to enhance the connections among these modes, including the nation’s ports, and ensure greater overall effectiveness. In developing the national freight transportation strategy, DOT should emphasize strategic planning with states, regions, and the public sector, as is currently being carried out for the U.S. highway system. The movement of cargo by inland and coastal waterways, known as short sea shipping, is an emerging mode of transporting cargo. Significant increases in short sea shipping between U.S. ports would help to alleviate highway and landside port congestion by decreasing the volume of truck and railway cargo entering and leaving U.S. ports. It would also serve to bolster the U.S. shipbuilding industry and the U.S. Merchant Marine as demand increased for U.S. port-to-port conveyance.

Defense of Fed Key to Private Sector 
Infrastructure development can only be solved by public sector investment

Sanchez and Wilmsmeier 5 - Senior Economist @ Austral University AND Principal Research Fellow @ Transport Research Institute, Edinburgh Napier University (Ricardo and Gordon, “Short-Sea Shipping Potentials in Central America to Bridge Infrastructural Gaps,” Maritime Policy and Management, July-September 2005, Taylor and Francis) SV 

The lack of infrastructure can only be solved with major public sector investment in infrastructure (see the PPP recommendations). Furthermore, CA’s coast is underused for intra-regional trade ﬂows. The wealth of transport possibilities offered by its ports has not been exploited for regional trade, despite the fact that some ports have already started to improve the necessary facilities and that shipping causes less pollution than other means of transport. The current distortions in the freight transport sector result from market and government failures. As mentioned before the market failure is based on the fact that external costs of freight transport are not internalized. National transport policies imply market distortions and provide comparative advantage to road transport. The realization of the planned PPP corridors will further reduce the current potential advantage of SSS in terms of time and reliability in comparison to road transport delivery. Additionally, the PPP will by no means internalize all externalities of road transport. Thus, when dealing with the potential of SSS, attention has to be paid to creating an institutional set-up that addresses the tradeoffs and compatibilities between different modes of transport, as well as providing a level playing ﬁeld between all modes of transport with regard to the internalization of their external costs. SSS has to be analysed in a wider context within the transport sector. Coastal shipping requires substantial and regular cargo volumes, if it is to be economically viable. Breulliet et al. (2002) analysed that under current conditions complete liberalization of cabotage in CA without ﬂanking measures would probably provide a somewhat sporadic service, depending on extraneous factors such as the space available on the ocean carrier, and would add an additional element of risk to the emergence of a true regional service [37]. Therefore the liberalization of cabotage should include all modes (road sector, port services, i.e. pilotage, towing) and should be based on the principle of reciprocity. Efforts to cross subsidize ﬁnancial resources for investment from road transport to more environmental friendly waterborne transport services could be a further option. Strong political support for intra-regional cooperation and the set-up of public– private partnerships have to be started to unlock the development potential of transport by water. Public transport policies will have to consider a wide range of externalities, such as congestion, accidents, contamination, the connection of different parts of the country, regional integration with neighbouring countries, and the competitiveness of international or regional trade. Taking such aspects into account it is likely to justify public policies that promote coastal shipping, be this via the use of existing international LoLo liner services or additional RoRo ferry services, or both. Yet as road traffic continues its inexorable increase, and the environmental consequences of this become more evident, there is greater pressure to identify opportunities to transfer some of this traffic to the maritime option [38]. A combination of measures by all stakeholders is the way forward for more sustainability.
Empirical studies suggest that greater transportation costs eliminate incentives for private sector involvement 

Sanchez et. al 3 - Senior Economist @ Austral University (Ricardo, “Port Efficiency and International Trade: Port Efficiency as a Determinant of Maritime Transport Costs,” Maritime Economics and Logistics, 2003, http://econpapers.repec.org/article/palmarecl/v_3a5_3ay_3a2003_3ai_3a2_3ap_3a199-218.htm) SV
Improvements in international transport services are one of the main features of economic globalization. Together with progress in telematics, standardization and trade liberalization, faster, more reliable and cheaper transport services are contributing to the integration of production processes at the global level. 

International freight has an impact on trade equivalent to customs tariffs or the exchange rate: a reduction in the cost of transport directly stimulates exports and imports, just as an increase in the exchange rate (the rate at which the national currency may be exchanged against another) makes exports more competitive, and a reduction in national customs tariffs lowers the cost of imports. Spurred by trade liberalization, customs tariffs have dropped to levels where in many cases any additional reduction would now no longer have a significant impact. It is perhaps for that reason that new and interesting studies have been published in recent years analyzing the impact of transport costs on trade patterns and globalized production (See for example Kumar and Hoffmann 2002 for a literature overview). 

The impact on trade

The price of the vast majority of traded goods is exogenous for developing countries. If the shipping of imports becomes more expensive, higher inflation ensues as a result of the increased cost of imported goods; in the case of intermediate and capital goods, this also increases the costs of local production. If exports become dearer to ship, the result is a drop in earnings for the exporting country or simply the loss of a market, depending on the elasticity of demand and the availability of substitutes. Econometric estimates suggest that the doubling of an individual country’s transport costs leads to a drop in its trade of 80% or even more (Limao and Venables, 2001; Hummels, 2000). 

The impact on economic growth

Empirical studies have concluded that greater transport costs lead to lower levels of foreign investment, a lower savings ratio, reduced exports of services, reduced access to technology and knowledge, and a decline in employment. It is estimated that a doubling of transport costs leads to a drop in the rate of economic growth of more than half a percentage point (Radelet and Sachs, 1998). This impact may appear low, but it should be noted that lower growth over the long term results in sizeable variation in per capita income. Geographical variables related to transport costs may account for 70% of the statistical variation in per capita income between countries (Redding and Venables, 2001).

In the context of the maritime industry, public policymaking and strategic decision-making are vital – private sector development fails for a litany of reasons

Panayides 6 - Chair of Marketing and Shipping Management @ Cyprus International Institute of Management (Photis, “Maritime Policy, Management and Research: Role and Potential,” Maritime Policy and Management, May 2006, Taylor and Francis) SV
2. Maritime policy and management 

The importance of managerial strategic decision-making cannot be underestimated. There are several reasons for this, largely emanating from the characteristics of planning, policy and strategic decision-making itself. For instance, strategic decision-making is, by definition, potentially crucial to an organization’s survival. In addition, strategic decision-making and policy-development is complex as they seek to answer questions not only on what should be done but also why it should be done. A third problem is the data paradox in that there may be too much data, but much of it of little use in strategic decision-making. Fourth, strategic decisions are often complex. Decisions are complicated and may involve many different factors that must be considered. In addition, there are many interactions between these factors so that making a change to one will have consequences elsewhere. Such decisions involve human beings who may construe the same situation differently from one another. The importance of managerial decision-making and public policy-making in the maritime industry is evident from the papers in this special issue that deal with aspects of the shipowners’ investment decision and the policy-makers’ safety-related challenges.

Empirical studies verify that public policymaking and decision-making are key to survive market volatility

Panayides 6 - Chair of Marketing and Shipping Management @ Cyprus International Institute of Management (Photis, “Maritime Policy, Management and Research: Role and Potential,” Maritime Policy and Management, May 2006, Taylor and Francis) SV
The strategies are set against a so-called ‘naive strategy’ of always chartering-in on time charter and re-letting on the spot market. Following the empirical investigation it was found that excess profit from the naıve strategy is near zero whereas the technical chartering strategy generates a substantial profit. Under the efficient market hypothesis this can be explained by the presence of a time-varying risk premium, which can change sign and is linked to the state of the freight market. However, empirical analysis showed mixed results with the test of a second sample indicating the naıve strategy to be performing better than the optimized technical chartering strategy. The authors attribute this to inconsistency in the data or wrong market expectations, rather than market inefficiency. The paper advances understanding from previous studies particularly by Glen et al. [4], Kavussanos and Alizadeh [5], Kavussanos and Nomikos [6] and Veenstra [7]. Alizadeh and Nomikos [8] aim at informing decision-making pertaining to a crucial aspect in shipping, i.e. ship sale and purchase decisions. The volatile nature of shipping markets and the business cycles characterizing the shipping industry give rise to the perennial problem facing ship-owners and shipping investors, i.e. the timing of investment and divestment. Market volatility creates opportunities for windfall profits as well as risks for large losses, largely due to the timing chosen by a shipping investor for implementing an investment/divestment strategy. The problem has been traditionally approached by modelling the formation of ship prices mainly based on the interaction between supply and demand factors [9, 10]. Modern techniques, such as real options, have also been applied [11]. Price formation in the second-hand market was also investigated to identify whether markets are efficient and whether ship prices are formed rationally [5, 12, 13].

Federal funding for SSS is successful – Europe proves

Menendez and Valero 09 - Instituto de Economía Internacional @ University of Valencia (L.Garcia and M.Feo, “European Common Transport Policy and Short-Sea Shipping: Empirical Evidence Based on Modal Choice Models,” Transport Reviews, March 2009, Taylor and Francis) SV

European Short-Sea Shipping (SSS) has benefited from a series of governmental initiatives aimed at fostering its development for a number of years now. The objective of such initiatives is to promote a traffic mode shift from road to less environmentally damaging means of transport in order to make greater economic growth compatible with the sustainable development of the transport system in economic, social and environmental terms. Indeed, the polarization of the European modal split towards road haulage is worsening the serious congestion problems in overland infrastructure and also generating environmental external costs and accidents. In September 2001, a White Paper on Transport entitled European Transport Policy for 2010: Time to Decide (European Commission, 2001) came into force with the overall objective of rebalancing the modal split in Europe. It redefines Common Transport Policy and proposes an ambitious package of measures to return to the modal split in 1998 and achieve equilibrium in the market share of the different modes by 2010. The White Paper establishes two main courses of action to accomplish this: to provide the transport system with a framework for real competition among modes and to increase the efficiency and competitiveness of the alternatives to road haulage. Indeed modes of transport do not always cover the costs they generate, which distorts both competition and also the incentives to use the most economically, socially and environmentally efficient means of transport. Different charging criteria in member states and the non-internalization of external costs give the operators of some modes of transport an advantage over others. This is clearly the case with road haulage, as it is the mode of transport that generates the most external costs. According to the guidelines laid down by the European Commission in the framework of the Marco Polo II 2007 (European Commission, 2007) call for proposals to calculate the environmental and social benefits of the proposed actions, the external costs generated by road transport are €0.035 per tonne and kilometre, while the external costs linked to SSS, rail and inland waterway transport are €0.009, €0.015 and €0.010 per tonne and kilometre respectively. Seeking to put an end to this comparative advantage in favour of road haulage and to make competition among modes more equal, in 1998 the European Commission published a White Paper entitled Fair Payment for Infrastructure Use: A Phased Approach to a Common Transport Infrastructure Charging Framework in the EU. Based on the community principles of ‘the user pays’ and ‘the polluter pays’, this White Paper recommends an approach in which charging principles for the use of infrastructures include the external costs generated by each mode of transport.

Maritime Governance Internal link

The current model of maritime governance is outdated and is failing – a new model of multi-level governance is necessary 

Roe 09 – The Business School @ University of Plymouth (Michael, “Multi-level and Polycentric Governance: Effective Policymaking for Shipping,” Maritime Policy and Management, February 2009, Taylor and Francis) SV
The existing and traditional static models of policy-making, characterized by their hierarchical structure and state-centricism appear to be becoming less and relevant for the maritime industry as the process of globalization changes the relations between stakeholders. As a result, they add little to understanding the processes and operationalization of shipping policy. However, these traditional models provide the framework of policy-making that characterizes the maritime sector at present. Policies are derived at the highest level in generic terms and then are cascaded down through inferior jurisdictions to be operationalized. The institutional structure that makes up this process (typified by the relationships between the IMO, EU, its member states and the stakeholders within the industry itself) sustains a process of policy-making and governance that may well be entirely outmoded. Persistent events suggest that this static model has failed—double-hulled tankers, criminalization of seafarers, ports policy, and IMO/EU relationships to name but a few. A multi-level governance approach—characterized by the jurisdictional framework of the static approach but focusing more on multi-negotiated policies between all jurisdictional levels and also encouraging the active involvement of a full range of stakeholders—interest groups, the private sector, politicians, the media and individuals to name but a few—may well provide an improved policy model solution. However, multi-level governance is not a step far enough. Polycentric governance systems may look complex in their incorporation of networking, their recognition of the large number of policy influences and regimes and their interpretation of limited boundary and relational integrity but they do offer a mechanism to reflect the actual activities within the maritime sector and the priorities of the stakeholders involved. Adopting this approach for the generation of shipping policies and in the process of analysing the needs and priorities of those with an interest in its outcome has considerable potential for the improvement of maritime governance.

Defense of Congestion Internal Link 

Congestion threatens economy- now is key. 

Darcy 09- B.S. Ocean Engineering, United States Naval Academy (Joseph, “Short Sea Shipping: Barriers, Incentives and Feasibility of Truck Ferry”, MIT, June 2009)//PN

The transportation system of the United States is at a serious crossroads. The congestion in major cities and other urban and suburban thoroughfares is at a concerning level so much so that those roads and railroads are near or exceeding their capacities. This congestion not only threatens the health of the transportation network, but also the health of the economy and the populace. MARAD states that road and rail congestion costs approximately $2B annually, an amount expected to grow year-over-year[31]. MARAD estimates that Americans lose 3.7 billion hours and use 2.3 billion gallons of fuel just sitting in traﬃc every year, amounting to approximately $200B per year[55]. If projections for the increase in cargo shipments (65-70 percent) are anywhere close to accurate, road congestion will be extraordinarily diﬃcult to overcome. Major East Coast cities: Washington, D.C., Atlanta, New York, and Boston were all among Forbes.com’s ten most congested cities, and delays here would seriously degrade the reliability and predictability of shipments through and among these cities[6]. The rail system in the United States is likewise congested. Most of the major railroads are spending (and petitioning federal, state and local government for) millions of dollars on their own infrastructure increases. 

Congestion contributes to pollution- increased travel time and motor vehicles.

Bobylev 07- Professor of Economics at United Nations University, (N., “SUSTAINABILITY AND VULNERABILITY ANALYSIS OF CRITICAL UNDERGROUND INFRASTRUCTURE”, Springer: Managing Critical Infrastructure Risks, 2007, Chapter 26, pages 445-469)//PN

Air pollution in cities has strong impacts on residents’ health as well as on vegetation and soils at a considerable distance from city borders. Urban transport is a major contributor to air pollution. Projections for 2010 show that 70% of the urban population is still likely to be exposed to particulate matter levels in excess of threshold values [22]. Locating motorways 452 N. BOBYLEV underground allows centralized treatment of emissions; e.g., in the ventilation shafts of motor tunnels. Underground infrastructure also contributes indirectly to reduction of atmospheric emissions: 1. Reducing the need to travel by transport. 2. Reducing congestion in transport infrastructure and increasing speed of transit. This apparently correlates with two major factors that according to recent estimations have contributed to the increase in urban air pollution: 1. Increase in the number of motor vehicles. 2. Increase in travel time due to road congestion [22].

Maritime transportation avoids congestion- increased capacity

Tsamboulas, Moraiti, and Vlahogianni 10- MoS was ﬁrst mentioned in 2001 in the European Commission’s white paper on European transport policy (2). Subsequently, the conceptNational School of Civil Engineering, Department of Transportation Planning 

and Engineering, Technical University of Athens (D.,P.,E., “Assessing the Effect of Infrastructure and Service Attributes on Realization of Motorways of the Sea”, 

Transportation Research Record: Journal of the Transportation Research Board, 2010, pgs. 90-98)//PN
The transportation sector must respond to a new reality characterized by the economic globalization and liberalization of world trade and the emergence of new markets and players. These market changes result in increased demand for transportation infrastructure and, most importantly, for transportation services. At the same time, the high share of road transportation, particularly with regard to its continuous growth in the freight transportation industry, has led to serious issues of congestion, adverse environmental impacts, and safety risks. To this end, there is evident political support for balanc- ing transportation modes without affecting economic growth through the enhancement of integrated and sustainable solutions. The European Union (EU) is promoting a common transportation policy for the enhancement of intermodal transportation, more specif- ically maritime transportation; one of the main targets is effecting a substantial shift of goods transported from road to sea. Acceptance by the European Commission that short sea shipping (SSS) offers the potential to hold back the dramatic growth in road freight trans- portation throughout the EU is reﬂected in the fact that policies are now moving positively in favor of maritime intermodal transportation solutions. The distinct advantages of maritime transportation, when compared to any of the land modes, are related to the fact that the sea is an open transportation corridor unaffected by traffic congestion, and its capacity can be increased if larger and faster ships are added (1). Moreover, in a socioeconomic context, maritime transportation can also play a strategic role for cohesion, accessibility, and regional and spatial development of a particular area, especially in the case of remote and island areas. Motorways of the sea (MoS) currently constitutes an important new policy initiative by the EU for promoting intermodal transporta- tion with the use of maritime links. MoS has as its main objective the improvement of the existing maritime links or the establishment of new, viable, regular, and sufficiently frequent maritime services for the transportation of goods. The result is that transportation ﬂows are concentrated in a door-to-door logistics chain that goes through a selection of ports or port regions 
Congestion will only get worse in the status quo—Marine highways are key to solve and are cheaper than all the alternatives

U.S. Department of Transportation Maritime Administration 11 (“America’s Marine Highway Report to Congress” April 2011 http://www.marad.dot.gov/documents/MARAD_AMH_Report_to_Congress.pdf)//NJain

Traffic congestion imposes serious costs on society in the form of time wasted in travel, fuel consumed and emissions generated in traffic backups, disruptions to supply chains, and major diminishments to the quality of life of the traveling public. Accordingly, efforts to reduce congestion have high potential payoffs to society, allowing greater national productivity through improved reliability of deliveries and trip times, lower transportation costs, cleaner air, and a much higher quality of life for commuters, persons shopping or running errands, family vacationers, and others. Our land-based surface transportation systems are made up of a network of 4.03 million miles of public roads (8.46 million lane miles), 94,440 miles of Class 1 rail lines, 31,790 miles of combined Amtrak, commuter, heavy, and light rail passenger lines, and 1.69 million miles of gas and oil pipelines. 36 Highway vehicles such as tractor-trailer trucks, buses and cars, and rail equipment such as freight trains and commuter trains, rely on these extensive networks to get passengers and cargo from place to place. As a general rule, if highway vehicle travel grows at a higher rate than road capacity, congestion will increase, and markedly so once the highway's design capacity has been exceeded. Between 1980 and 2003, rural and urban interstate lane miles increased by 17 percent, whereas ton-miles of freight moved by intercity trucks increased by 128 percent. Also during this period, the vehicle miles of automobiles (which share the roads with trucks) increased by 50 percent. 37 Accordingly, traffic congestion on the nation’s roads has been increasing, leading to lost productivity from delay, greater unreliability in transportation services, and wasted fuel. The Texas Transportation Institute reports that the congestion “invoice” for the cost of extra time and fuel in 439 U.S. urban areas in 2007 amounted to $87.2 billion. Over that year, approximately 2.8 billion gallons of fuel were wasted and 4.2 billion commuter hours were lost to traffic gridlock. 38 FHWA reports that 11 percent of the National Highway System (NHS) experienced recurring, peak-period congestion in 2002. It forecasts that by 2035 increasing truck and passenger vehicle traffic volumes will result in 40 percent of the NHS experiencing such congestion if there are no additions to highway network capacity (see Figure 1). This congestion will slow traffic on nearly 20,000 miles of the NHS and create stop-and-go conditions at times on an additional 45,000 miles. 39 Rail networks are also not immune from congestion concerns. The past several decades have seen widespread concentration of rail services by Class I railroads, resulting in fewer miles of line operated. These fewer lines tend to have much denser rail traffic as carriers attempt to maximize the efficiency of their networks, increasing congestion. In areas where major rail networks intersect, such as in the Chicago region, congestion can be so severe that many shippers now plan for about a day just for a single train to traverse the city itself. 40 Travelers are negatively impacted as passenger trains share the same infrastructure networks as freight trains. As a consequence, some cross-country Amtrak passenger trains are consistently delayed. America’s Marine Highway can play a role in alleviating this congestion on some of our surface transportation corridors, with its abundant capacity to carry freight to and from many locations across the country. This is particularly true because many of the areas of greatest land-based congestion, as shown in Figure 1, are also those areas that Marine Highway operators could best serve through ocean, inland waterway, and lake access. While important at a national level, the Marine Highway can be especially effective in reducing congestion for all users along certain coastal surface corridors (e.g., the I-5 (Pacific), I-95 (Atlantic), and I-10 (Gulf) highway corridors), including at border crossings into Canada, and in urban areas with large ports. The Government Accountability Office (GAO) has identified congestion around large urban ports as a major source of inefficiency in the national transportation system. The GAO notes the following: The major challenges to freight mobility share a common theme – congestion. National studies point to such problems as overcrowded highways and freight-specific ‘chokepoints’ that stifle effective intermodal transfer of cargoes. All 10 ports GAO studied faced similar congestion-related problems. For example, many of the ports are in dense urban areas, limiting the ability to expand rail yards, roadways, and other infrastructure. 41 The Marine Highway system has existing capacity to transfer containers and trailers away from congested highways and rail systems that serve ports to less congested ports and inland terminals. In 2000, FHWA estimated that each vehicle-mile traveled by trucks adds between $0.18 and $0.33 (reflecting typical or average conditions) to the cost of congestion on urban roadways; this value will only increase as congestion becomes more severe. 42 Reducing this source of congestion can therefore have significant value to the public. In addition to reducing surface congestion, the movement of cargo to inland terminals can benefit exporters and importers, many of which have found that their businesses are made easier if they can assemble export shipments or deploy imports at points free from the congestion. 43 Perhaps most importantly, it can offer shippers reliable and predictable service that is essential to just-in-time inventory systems. The America’s Marine Highway Program is designed to identify the most promising water corridors for the movement of passengers and freight to help relieve surface congestion and to facilitate the transition to greater use of this underutilized national asset. 

Cost-Effective Capacity Expansion 

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, twiceweekly, 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. 46 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 I95 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 costcompetitive with existing land-based modes, even without accounting for the many other benefits provided by Marine Highway services.

Benefits of a More Balanced Freight Transportation System to the Economy 

America’s Marine Highway has an important role as an alternative and supplement to highway and rail movements of freight and passengers. An important component of the value of this role stems from its contribution to resiliency of the surface transportation system and in providing options to shippers and passengers who might otherwise be captive to another transportation mode. A Marine Highway corridor that is fully integrated with landside infrastructure can help to maintain critical interstate, regional, and local personnel and freight flows even in the case of multiple landside failures, such as downed bridges or flooded highways. The value of this resiliency to shippers and the economy at large is real and can be enormous when disasters and other blockages occur (see section of this report on Public Safety and Security). Even if such extreme events were not to occur, resiliency has a day-to-day value to the public. Economists attempt to measure day-to-day benefits of this resiliency through “option values.” Water transportation services, such as passenger ferries, may have an option value to car-owners who value the opportunity to use the ferry service at those times when their vehicles are unavailable (due to breakdowns or weather), highway bridges become congested due to traffic incidents, or when they cannot drive (due to physical impairments). Thus, even though they may not use the water service frequently or at all, its availability has a real value to them. The same logic would be true, more broadly, for freight shippers and the nation at large with regard to the Marine Highway system. Although some shippers may choose not to use Marine Highway services, their availability during times of disruption to a preferred mode is of real value. Further research would be needed to quantify the option value of this system. In a more direct sense, America’s Marine Highway offers real savings to shippers because it represents a competing transportation mode to rail and highway service. Shippers who have access to more than one competitive long-distance modal service may experience lower shipping rates than do shippers who have access to only one suitable long-distance mode. 50 This is because a transportation provider is less likely to charge a rate premium when a customer can easily switch to a competitive mode. The value of having access to competing modes can be quite high even if one of the mo4des is less used than the other. 

Status quo will lead to a crunch in freight transportation—Maritime highways are key to solve

U.S. Department of Transportation Maritime Administration 11 (“America’s Marine Highway Report to Congress” April 2011 http://www.marad.dot.gov/documents/MARAD_AMH_Report_to_Congress.pdf)//NJain

Inadequacy of Our Transportation System for Future Needs 

It has become increasingly evident that the current system of freight transportation in the United States will be hard-pressed to meet the nation’s future transportation needs with regard to maintaining national economic competitiveness, environmental sustainability, public safety, and emergency preparedness. Freight tonnage of all types, including exports, imports, and domestic shipments, is expected to grow 73 percent by 2035 from 2008 levels. 5 Land-based infrastructure expansion opportunities are limited in many critical bottleneck areas due to geography or very high right-of-way acquisition costs, particularly in urban areas where surface traffic congestion is the most severe. In many locations, existing infrastructure is suffering from overuse and will place growing demands on scarce public and private resources simply to sustain it. Accordingly, traffic congestion will almost certainly worsen significantly if the reliance on road and rail is not reduced. 

The nation’s heavy reliance on truck transportation for the movement of domestic freight (twothirds of all domestic freight tonnage was moved by truck in 2008) has also contributed to the nation’s dependence on petroleum. 6 Truck transportation uses significantly more fuel per tonmile of freight moved than does water or rail. The U.S. Department of Energy (USDOE) reports that energy use by the transportation sector will continue to grow through the year 2035, and that freight trucks will account for the largest share (38 percent) of this growth. 7 

The nation is committed to curbing its GHG emissions, of which transportation is second only to electricity generation as a source. USDOE projects that GHG emissions from all transportation sources will increase by 195 million metric tons (10 percent) as of 2035 compared to 2008, of which 59 percent of the increase will be attributable to growth in heavy truck emissions. 8 However, some of the projected growth in both truck energy consumption and GHG emissions is likely to be curtailed through a regulatory initiative recently announced by the President. In particular, the President directed EPA and USDOT to take steps to reduce GHG emissions and fuel consumption by developing the first-ever GHG and fuel economy standards for medium- and heavy-duty trucks, in an announcement made on May 21, 2010. 9

USDOT reports that approximately 5,000 fatalities per year were associated with heavy truck crashes over the last two decades (fatalities fell to just over 4,200 in 2008, however). Whereas USDOT, other agencies, and the industry are working hard to improve the safety of heavy vehicles, there are inherent dangers caused by the mixed operation of light and heavy vehicles in the same traffic streams. Our transportation system’s current reliance on land-based transportation modes also creates potential safety problems involving the movement of hazardous materials through urban and residential areas. Although both water and land-based systems are vulnerable to major disruptions due to damage to key structures such as bridges and channels caused by natural or manmade disasters, the redundancy created by Marine Highways can help mitigate the disruptive impact of those events.

America’s Marine Highway offers a cost-effective means to improve the economic efficiency, environmental sustainability, public safety and security, and resiliency of our transportation system. It also employs ships and mariners, providing jobs in peacetime and human and capital resources to deploy in time of war or natural disaster. Demand for ships to operate on Marine Highway corridors will also provide new business at the nation’s commercial shipyards. 

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 trailers 10 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. 

We’re dependent on trucks for freight transportation, causing massive congestion

Jones 7—Transportation specialist in the FHWA Office of Freight Management and Operations. She administers programs and initiatives related to measuring freight performance and freight movement at U.S. international land border crossings. Before joining the freight office in 2003, Jones was a traffic management specialist with the United States Army, specializing in supply chain management and automation. (Crystal, “Perspective on Freight Congestion”, Jul/Aug 2007, Proquest)//NJain

The Framework for a National Freight Policy focuses on the first objective of the Congestion Initiative-reducing major freight bottlenecks and building an outreach component to bring together the public and private sectors to address seven key goals: * Maximize safety and security of the freight transportation system-"job one" every day for USDOT * Improve the operation of the existing freight transportation system, including changing how the public and private sectors use the freight system to improve throughput or capacity * Add physical capacity to the freight transportation system wherever investment improves system throughput * Use pricing to improve alignment of costs and benefits between freight system users and owners and to encourage deployment of productivity-enhancing technologies * Reduce or remove statutory, regulatory, and institutional barriers to improved performance in freight transportation * Proactively identify and address emerging transportation needs, including conducting research into freight movement, data, and modeling to improve investment choices and understanding of freight movement * Mitigate and better manage environmental, health, and community impacts of freight transportation Freight Movement On the Highways U.S. freight carriers moved 17.5 billion metric tons (19 billion short tons), worth more than $13 trillion in 2002. Because a supply chain is a network of retailers, distributors, transporters, storage facilities, and suppliers that participate in the sale, delivery, and production of a particular product, as defined by investorwords.com, congestion resulting in unreliable trip times and missed deliveries can have major business implications, causing a ripple effect that adds costs at every link of the supply chain.\n Gloria Shepherd, FHWA's Associate Administrator for Planning, Environment, and Realty, notes, Many of the Nation's most important freight transportation facilities-truck terminals, intermodal transfer facilities, seaports, rail yards, and airports-are in major urban areas, making it essential that planning organizations consider freight that is generated and received by these facilities when developing long-range transportation plans.

National efforts and stakeholder collaborations offer tools and resources for addressing the challenges of moving goods on the Nation's busy highways.

Virtually everything manufactured, bought, or consumed in the United States at some point is transported by truck. The American Trucking Associations has documented that if truck movement stopped in America, within the first 24 hours, service stations would begin to run out of fuel, manufacturers using just-in-time manufacturing would develop parts shortages, and U.S. mail and other package deliveries would cease. After 1 day, food shortages would develop, automobile fuel availability would dwindle, and assembly lines would shut down, putting thousands out of work. Although trucking represents only one mode within the freight network, this example demonstrates the critical importance of the U.S. transportation system.

The freight transportation system, which facilitates the efficient movement of goods and services, is a complex network of roadways, seaports, airports, railways, intermodal facilities, and pipelines that are vital to the Nation's economic prosperity and quality of life. Stakeholders span all levels of government and include carriers and shippers in the private sector, businesses, and consumers. Because freight transportation has significant direct and indirect effects on economic productivity and growth, traffic congestion can have far-reaching consequences. Congestion reduction is a critical and national priority for the U.S. Department of Transportation (USDOT).

USDOT's National Strategy to Reduce Congestion on America's Transportation Network, also known as the Congestion Initiative, includes a six-point plan to reduce congestion in the short term and build the foundation for success in the longer term. The Congestion Initiative's activities that relate most directly to freight movement include targeting major freight bottlenecks, expanding freight policy outreach, incorporating private sector investment resources, and establishing USDOT's Corridors of the Future program.

In 2006, USDOT proposed the Framework for a National Freight Policy, which works hand-in-glove with the Congestion Initiative to improve freight movement and decrease congestion. The Framework for a National Freight Policy focuses on the first objective of the Congestion Initiative-reducing major freight bottlenecks and building an outreach component to bring together the public and private sectors to address seven key goals:

* Maximize safety and security of the freight transportation system-"job one" every day for USDOT

* Improve the operation of the existing freight transportation system, including changing how the public and private sectors use the freight system to improve throughput or capacity

* Add physical capacity to the freight transportation system wherever investment improves system throughput

* Use pricing to improve alignment of costs and benefits between freight system users and owners and to encourage deployment of productivity-enhancing technologies

* Reduce or remove statutory, regulatory, and institutional barriers to improved performance in freight transportation

* Proactively identify and address emerging transportation needs, including conducting research into freight movement, data, and modeling to improve investment choices and understanding of freight movement

* Mitigate and better manage environmental, health, and community impacts of freight transportation

Freight Movement On the Highways

U.S. freight carriers moved 17.5 billion metric tons (19 billion short tons), worth more than $13 trillion in 2002. In 2035, the volume of freight shipped on the U.S. transportation system is expected to increase to 33.7 billion metric tons (37 billion short tons), worth about $38 trillion.

The demand for goods and services increases the amount of truck traffic on the Nation's highways. Commercial truck traffic doubled over the past two decades, and vehicle miles traveled by truck are expected to increase more than 3 percent per year through 2020, compared to 2.5 percent for passenger vehicles. According to a 2005 U.S. Census Bureau report, trucking, couriers and messengers, and warehousing and storage revenue reached $292 billion in 2005, up from $266 billion the year before. Truck transportation alone reached $206 billion, up 11 percent from the previous year, and long-distance general freight revenue rose 11.2 percent to $117 billion.

Trucks carry the lion's share of overall freight movement. Data from the Federal Highway Administration's (FHWA) 2006 Freight Analysis Framework (FAF) indicate that trucks carried about two-thirds of the value of goods and moved approximately 60 percent of the freight tonnage in 2002.

Effects of Congestion on Freight Movement

The U.S. surface transportation network, which includes rail and highway, is reaching or has reached capacity in many areas, causing congestion. There are two sources of congestion. Recurring congestion largely stems from lack of capacity to meet traffic demand or lack of optimal operation of the infrastructure. Nonrecurring congestion results from unpredictable or unexpected disruption of the infrastructure. Goods movement also can be impeded by route restrictions, administrative procedures (such as customs clearance, regulatory compliance, and security), and facility or operational inefficiency and constraints. In some instances, changes in freight handling, yard location and layout, scheduling, and shipment coordination can play a role in minimizing delay and moving freight more efficiently.

For the freight industry and trucking companies, congestion on the transportation network diminishes productivity and increases the overall cost of transportation services. Increased costs may be due to higher costs of fleet operations, decreased fleet and vehicle utilization, decreased fuel efficiency, increased emissions due to idling, and decreased hours of "productive" service for drivers.

Although private and public sector efforts to quantify the operational cost of congestion to the freight industry have been limited, a 2004 USDOT report, Freight Transportation: Improvements and the Economy, estimates the cost of carrying freight on the highway system at between $25 and $200 an hour, depending on product type and other factors. The report also cites a 2001 USDOT white paper, "Creating a Freight Sector within HERS," that estimates unexpected delays can increase the cost of transporting goods by 50 to 250 percent.

Because a supply chain is a "network of retailers, distributors, transporters, storage facilities, and suppliers that participate in the sale, delivery, and production of a particular product," as defined by "investorwords.com," congestion resulting in unreliable trip times and missed deliveries can have major business implications, causing a ripple effect that adds costs at every link of the supply chain. If the transportation function is reliable, manufacturing and retail firms can carry less inventory because they can rely on goods being delivered when and where they are needed. In addition, they can potentially expand their sourcing. The inverse also is true. If the transportation system is congested and unreliable, a firm must carry more inventory to ensure production processes are uninterrupted and the availability of goods is maintained. Stock-out situations and interrupted manufacturing operations have a negative and growing impact on business operations that have been reengineered around a just-in-time lean inventory business model.

Carrying inventory is a cost to a firm. Not only is a firm's capital tied up in inventory, precluding its use for more productive activity, but inventory must be stored and insured, and the capital invested is at risk should the inventory lose its shelf life. This model of businesses carrying more inventories to buffer transportation unreliability has negative cost implications and also affects customer service.

Transportation always has been integral to the ability of businesses to capitalize on economic and competitive advantages. Now, with businesses integrating fluid transportation into their operations, it is not just transportation, but efficient, speedy, and reliable transportation that will play a significant role in maintaining and expanding economic activity.

"Gone are the days when ontime delivery is an option-it is now a requirement," says Rosalyn Wilson, independent consultant and author of the Council of Supply Chain Management Professionals (CSCMP) State of Logistics Report, published in 2006. "Shippers, particularly those employing just-in-time management techniques, expect freight carriers to deliver goods on time, in the right amount, and in undamaged condition. Missed deliveries to manufacturing plants and retail outlets can halt production, hinder sales, and potentially sever business relationships. Efficient and reliable freight transportation enables businesses to respond rapidly to changes in customer and consumer demand, shorten product cycle times, and reduce inventory."

According to CSCMP's report, inventories have slowly crept up, reversing the trend toward leaner logistics. The report notes that the 17 percent increase in inventory carrying costs in 2005 is in part a response to longer and sometimes unpredictable delivery times. According to the report, during the same period, trucking costs increased by $74 billion due in part to factors such as worsening congestion and higher fuel expenditures.

Putting into perspective the carrier costs, Allen Lund, a transportation third-party logistics provider based in La Cañada, CA, commented in a 2003 interview with Logistics Today, "We have $125,000 trucks and drivers going 4 miles [6 kilometers] an hour on congested highways."

From a shipper perspective, Bill MacKenzie, communications manager for Intel® Corporation, says, "As congestion has grown in the Portland, OR, metropolitan area, we have had to pull in our pickup times for our outbound shipments to ensure they meet the throughput time requirements of our internal and external customers."

In a 2004 Portland Tribune article, "Stalled Freight Costs Big Bucks," MacKenzie said that product delivery is as critical to a company's success as quick and precise product development. "We operate on precise timeframes. . . .Any deviation from schedules has a cost associated with it." The article notes that the timing issue is so crucial that "Intel has poured its own cash into adding wiggle room to the corset that is U.S. Highway 26 and to the squeeze play that is Oregon Highway 217. The company donated $500,000 for the Oregon Department of Transportation's Highway 26 onramp project." Intel also donated the land for a light-rail transit stop at an Intel campus to ensure access to mass transit for its employees.

Strategies and Solutions

USDOT's white paper "An Initial Assessment of Freight Bottlenecks on Highways" details the problem with freight congestion and where future resources perhaps could be targeted. The assessment points out, "Freight congestion problems are most apparent at bottlenecks on highways: specific physical locations on highways that routinely experience recurring congestion and traffic backups because traffic volumes exceed highway capacity." Freight bottlenecks are found on highways serving major international gateways such as the San Pedro Bay port complex, which includes the Los Angeles/Long Beach Port, the Port of New York and New Jersey, and the Detroit/Windsor border crossing. Bottlenecks also exist at domestic freight hubs such as Chicago, Kansas City, and Memphis, and in major urban areas where transcontinental freight lanes intersect congested urban freight routes.

Jill Hochman, director of FHWA's Office of Interstate and Border Planning, says, "The Detroit/Windsor international border crossing is the busiest commercial crossing in the United States. In FY2006, it had 26 percent of all the northern border truck inspections. The corridor it is in accounts for 20 percent of the more than $500 billion annual trade between the United States and Canada. Because of the crossing's significance to the economies of Canada and the United States, [USDOT] is working as a partner with Canada, the Michigan Department of Transportation, and the Ontario Ministry of Transportation on a new crossing to ensure sufficient capacity for the next 30 years in a freeway to freeway corridor."

Jack Kyser, chief economist for the Los Angeles County EconomicDevelopment Corporation, wrote in his white paper "Goods Movement in Southern California: How Can We Solve Problems and Generate New State Sales and Income Tax Revenues?": "As one of the Nation's premier global gateways, southern California connects the region, the State, and the rest of the country with the dynamic economies of Asia. The volume of trade flowing through our ports has surged in recent years and is expected to at least triple over the next 20 years." Recognizing the importance of the California region and the necessity to ensure that transportation capacity is adequate to meet future demand, the Congestion Initiative will transform USDOT's existing Gateway Team in southern California into a larger "Southern California freight congestion team." The initiative charges the team to "convene the region's diverse freight stakeholder community to forge consensus on immediate and longer term transportation solutions." This partnership approach to addressing bottlenecks at or near international gateways then could be replicated at other locations throughout the Nation.

Unlocking key freight bottlenecks, such as in southern California, is a vital strategy to improve freight movement, but it is just one piece of the puzzle. Solving the full spectrum of freight movement constraints in the long and short terms will require coordinated collaborative action from public and private parties.

Only public infrastructure can solve—P3’s and federal funding are key

Robins and Strauss-Wielder 6—director of the Alan M. Voorhees Transportation Center in the Edward J. Bloustein School of Planning and Public Policy at Rutgers AND the principal and founder of A. Strauss-Wieder, Inc. (Martin and Anne, “Principles for a U.S. Public Freight Agenda in a Global Economy”, January 2006 http://policy.rutgers.edu/vtc/reports/REPORTS/Brookings.pdf)//NJain

The changing nature of the American economy—particularly increased overseas manufacturing and “just in time” delivery supply chain operations—directly impacts America’s infrastructure needs especially when it comes to the movement of goods by freight, be it by truck, train, ship, or plane. In this paper, the authors argue that, rather than the Balkanized approach of the past, a systems-based and multimodal agenda for the nation’s freight needs, involving regional coordination, public-private partnership, and federal funding recognition of the same is necessary to maintain America’s competitiveness and economic well-being. Their argument is also accompanied by a broad overview of the freight system as it exists today, the multiple stresses affecting it, and a set of guiding principles and policies to meet these challenges.

I. Introduction All the products consumers use and all the products businesses use get to market via America’s freight system. And though Americans are utterly dependent on the freight system and its carriers, there is little understanding of the system’s impact on our daily personal and business lives on either the macro level—as the gateway to the global economy—or the micro level—as deliverer of e-commerce purchases.

Freight also affects the nation in other ways. U.S. Department of Transportation (U.S. DOT) statistics show that truck traffic makes up more than 30 percent of the traffic on about 20 percent of Interstate System mileage and is expected to grow substantially over the next 20 years. 2 And the dynamics related to some freight businesses have, in many locations, consumed inexpensive greenfields on the suburban fringe, lengthening trips, and exacerbating existing congestion problems. 3

According to the U.S. Bureau of Transportation Statistics (BTS), 43 million tons of goods valued at about $29 billion moved nearly 12 billion miles on the nation’s interconnected transportation network each day in 2002. 4 The figures translate into 300 pounds of daily freight valued at about $100 transported over 43 miles for each person in the U.S. Nearly two-thirds of the overall value, half of the tonnage, and one-third of the miles of the nation’s total commercial freight are moved by trucks. About 40 percent of the ton-miles are moved by rail. 5

Currently, converging trends in the U.S. are increasing the importance of cargo movement to the competitiveness and economic well-being of the nation and simultaneously taxing the capacity of the freight system. The globalization of trade, the emerging “import” economy, and other factors are moving more cargo, exacting consequences on most elements of the nation’s freight infrastructure. Physical capacity limitations, missing links, equipment shortages, and labor shortages are affecting the efficiency of the overall network.

The purpose of this paper is to summarize the key issues and trends affecting the nation’s increasingly stressed freight system; provide examples of efforts to address these stresses and the land uses involved; and identify the current roles played by government agencies. The particular and important challenges in northern New Jersey are analyzed as a case study. In the end, this brief proposes a set of guiding principles and a policy framework for the federal government, states, and regions as they reformulate transportation legislation, programs, projects, and funding to meet the new challenges of freight transportation.

II. Overview of the U.S. Freight System F reight moves in response to the needs of customers and businesses. Goods may travel within the freight transportation system via a single conveyance or “mode” of transportation, such as trucks, freight railroads, maritime vessels, or cargo aircraft. More commonly, however, the various modes work together to move goods between origins and destinations. Appendix A provides a more detailed description of the modes. 

Freight transportation is not a simple process. As shown in Figure 1, freight transportation involves specialized equipment, terminals and infrastructure, information flows, and warehouses and distribution centers. The freight transportation system encompasses the entire logistics supply chain, including all modes of transportation, commodities, and businesses. Also, elements of the system are shared with other users, such as passenger cars on roadways and commuter transit on some rail rights-of-way. 

Substantial private sector investment underpins much of the nation’s freight movement. Essentially all trucks, rail equipment, and the vast majority of rail lines and yards are privately owned. Private terminal operators generally handle waterborne cargo flows, and these terminal operators invest hundreds of millions of private dollars in their facilities. All cargo aircraft are privately owned or operated, as are many of the on-airport and off-airport cargo facilities used by these freight providers. Warehouses and distribution centers are privately owned and privately financed.

But public infrastructure is an essential element in our nation’s movement of goods. Trucks use public-financed highway infrastructure. Rail freight businesses may use rightsof-way owned by transit lines. Air cargo operations generally operate at public airports, and government-employed flight controllers manage their movements. Waterborne cargo is generally handled through ports and on waterways owned or managed by public agencies and dredged with public funds.

Within this framework, freight flows take a variety of forms. Products can move from origin to destination by a single mode or be handled by multiple modes. Origins and destinations can be local; within a region or state; across multiple states or North America; international; or a combination. Goods produced overseas can move through U.S. ports to nearby warehouses. At these warehouses, the final assembly and shelf readiness of the products may be undertaken, and the products may include domestically produced components. From the warehouses goods may be moved long distances or else sent directly to local end users.

Each type of freight flow has its own complexities and issues. International movements are subject to trade agreements and U.S. Customs requirements. Domestic flows have effects on communities along the route but provide little direct economic benefit to these places. In addition, longer distance movements can involve multiple jurisdictions, each with its own regulations and priorities.

The complexity of the system makes the role of public agencies even more critical. For well over a hundred years, the federal government’s role in freight was first as regulator and then as a builder of roads, waterways, and airports. Although much of the strict regula tion of rail, truck, marine, and air industries has been repealed over the past 25 years (for example, through the Motor Carrier Act of 1980 and the Staggers Rail Act of 1980) many federal agencies concentrate today on safety regulation or infrastructure financing for specific modes or specific freight flows (See Figure 2). 6

The transition of federal agencies from detailed, mode-specific regulators and financiers to facilitators of multimodal system level planning and funding is still in the early stages. Federal agencies are still largely organized along modal lines, with separate agencies for trucking, rail, maritime and air movements. This structure has not kept pace with the widely adopted multimodal business practices in today’s freight movement business. 

Recent federal transportation laws—the Intermodal Surface Transportation Efficiency Act of 1991 (ISTEA), the Transportation Equity Act of 1998 (TEA-21), and the Safe, Accountable, Flexible, and Efficient Transportation Equity Act – A Legacy for Users of 2005 (SAFETEA-LU)—have increasingly considered the connectivity among modes or intermodalism. However, even these laws maintain many aspects of the existing modal orientation and largely confine federal funding to specific modes. For example, the Federal Aviation Administration’s Airport Improvement Program restricts spending to on-airport improvements or to access roads controlled by the airport authority. Federal Railroad Administration expenditures similarly focus on railroad initiatives, such as Local Rail Freight Assistance and Railroad Rehabilitation & Improvement Financing (which was established through TEA-21 and improved through SAFETEA-LU).

Some notable efforts have been made at the federal level to begin to advance a more multimodal approach to the freight system. These efforts include financing options, such as the Transportation Infrastructure Finance and Innovation Act of 1998 (TIFIA), and can be used for projects involving multiple freight modes. TIFIA allows the U.S. Department of Transportation (U.S. DOT) to make three forms of credit assistance available—secured (direct) loans, loan guarantees, and standby lines of credit—for large surface transportation projects of national or regional significance. SAFETEA-LU expanded the TIFIA program and lowered the threshold of funding to $50 million. However, modal restrictions remain in TIFIA; SAFETEA-LU states that if the TIFIA project is located within the boundaries of a port, the mechanism includes “only such surface transportation infrastructure modifications as are necessary to facilitate direct intermodal interchange, transfer, and access into and out of the port.” 8

SAFETEA-LU also created a Freight Intermodal Distribution Pilot Grant Program. The program is for projects that “relieve congestion, improve transportation safety, facilitate international trade, and encourage public/private partnership and may include projects for the development and construction of intermodal freight distribution and transfer facilities at inland ports.” 9 The current funding has been fully earmarked for five projects in Oregon, Alaska, Georgia, and North Carolina (two projects in North Carolina).

In addition, ISTEA directed the U.S. DOT to establish an Office of Intermodalism within the Office of the Secretary. The mission of the Office of Intermodalism, established in 1992, was to coordinate U.S. DOT projects, programs and policies involving more than one mode of transportation. In practice, the Office of Intermodalism focused on policy and data collection. It was not empowered, either through regulatory functions or funding capabilities, to advance intermodal or multimodal capital projects. In 2004, the office was transferred to the Research and Innovative Technology Administration in U.S. DOT to focus on research. A small staff remained in the Office of the Secretary to formulate intermodal policy. 

Another recent development is the establishment of Intermodal Project Facilitation Teams to coordinate major freight projects through the U.S. DOT. While several teams have been established to assist with major projects or in key areas (such as the Ports of Los Angeles/Long Beach, rail projects in Chicago, the Seattle/Alaskan Way Viaduct, and the Port of Anchorage), the teams are not empowered, either through regulatory functions or funding capabilities, to advance multimodal projects. The teams can, however, coordinate and facilitate federal agency involvement in these projects.

At the state level, agencies have programming, regulatory, and funding responsibilities. Transportation agencies may invest in, operate, and maintain the facilities and infrastructure used by the freight industry. In many states, departments of transportation (DOTs) remain modally divided, driven by current federal regulation and funding. Some states have, however, progressed beyond the federal government in terms of multimodal structure, funding, and project development.

At the regional level, metropolitan planning organizations (MPOs) are mandated, through their enabling federal legislation, to consider freight and economic development in their planning, as well as funding responsibilities. Many MPOs, as required by the federal legislation, have taken a multimodal view of freight in planning. In several states, MPOs have contributed to the development of successful intermodal initiatives. Examples of initiatives are provided later in this paper. 

Port and airport authorities have direct responsibility for these facilities and may also fund or build connecting roads, rail lines, and warehouses. Airport and port authorities, with their bonding capability, can take a multimodal approach and are increasingly called on to use their authority and financing capacity to address multimodal needs in their jurisdictions. 

At the local level, municipalities and towns also can affect freight facility development and operation. For example, municipalities may regulate the hours when loading docks can be in operation, enforce zoning, noise ordinances, and redevelopment planning for warehousing and distribution centers, build and maintain local roads, and provide emergency response.

All public agencies consider the needs of freight against a full range of competing and complementary concerns, such as passenger transportation requirements, safety, security, quality of life, economic development, alternative land uses, and environmental considerations.

Defense of Economy Internal link claim 

A sustainable and effective MTS maintains global economic growth – improvements are key 

Lobiondo, et al 11 [Congressional Testimony, Frank A. LoBiondo is the U.S. Representative for New Jersey's 2nd congressional district, serving since 1995. He is a member of the Republican Party, CREATING JOBS AND INCREASING U.S. EXPORTS BY ENHANCING THE MARINE TRANSPORTATION SYSTEM TUESDAY, JUNE 14, 2011 HOUSE OF REPRESENTATIVES, SUBCOMMITTEE ON COAST GUARD AND MARITIME TRANSPORTATION, COMMITTEE ON TRANSPORTATION AND INFRASTRUCTURE, http://webcache.googleusercontent.com/search?q=cache:BIbLMqrPg5gJ:www.gpo.gov/fdsys/pkg/CHRG-112hhrg66919/pdf/CHRG-112hhrg66919.pdf+&hl=en&gl=us] 

The MTS is a vast resource that facilitates our robust maritime commerce. It consists of waterways, ports and intermodal landside connections that allow for movement of passengers and cargo on the water. The MTS includes nearly 360,000 miles of navigable channels, railways, and highways, as well as 238 locks and 3,700 marine terminals. The commerce which moves on the MTS fuels the economy. Approximately 99 percent of the volume of overseas trades enters or leaves the United States by water. The movement of cargo and associated activities on the Marine Transportation System adds more than $649 billion annually to the U.S. gross domestic product, sustains more than 13 million jobs, and contributes over $212 billion in annual Federal, State, and local taxes. Domestic shipping alone is responsible for over half a million American jobs and a $100 billion in annual economic output. As such, ongoing maintenance and improvement of the MTS is essential to any effort to create jobs and expand exports. In July of 2008, the Cabinet level Committee on the Marine Transportation System released its ‘‘National Strategy for the Maritime Transportation System: A Framework for Action,’’ which identifies current challenges to marine transportation and several VerDate Aug 31 2005 10:51 Jan 03, 2012 Jkt 000000 PO 00000 Frm 00013 Fmt 6633 Sfmt 6633 P:\HEARINGS\112\CG\6-14-1~1\66919.TXT JEAN actions to address these challenges. I look forward to hearing about the progress on those actions. Similarly, I hope that our witnesses will touch on ways to revitalize our marine highways. These rivers, canals and coastal routes are the most economical, environmentally sustainable, and safest mode of commercial freight transportation. I look forward to hearing about efforts to support and enhance the marine highways programs. As our economy struggles to recover, every agency in the Federal Government must seek ways to promote growth. That means exploring ways to create jobs, increase exports, and save taxpayers money. A robust Marine Transportation System can potentially accomplish all three. However, as we focus our efforts on ways to maximize the system’s potential, it is imperative that the policies we develop promote the transportation of goods on American ships, built in American shipyards, and operated by American mariners. I want to thank the witnesses for being here today. I look forward to hearing their testimony.

SSS improves economy and environment- increased employment and reduced congestion

Kennedy 08- J.D. 2008, Tulane University School of Law; B.A. 2003, University of Chicago. (Sean D., “Short Sea Shipping in the United States - The New Marine Highways”, 2008 Maritime Law Journal, 2008)//PN
The supporters of SSS in the United States are optimistic about the numerous benefits that a thriving domestic water-based transportation system would bring. "If coastal sea shipping services succeed and are, in fact, used by the widest possible customerbase, they can provide economic growth through new employment and tax revenue; create important environmental, congestion mitigation, and highway safety benefits; and support the U.S. shipbuilding industry and the defense mobilization base." n55 The positive results of a successful SSS system can be categorized broadly as either public or private benefits.

SSS reduces negative externalities in environment is economically efficient- studies in Europe and US prove

Kennedy 08- J.D. 2008, Tulane University School of Law; B.A. 2003, University of Chicago. (Sean D., “Short Sea Shipping in the United States - The New Marine Highways”, 2008 Maritime Law Journal, 2008)//PN
In November 2004, the National Ports and Waterways Institute at the University of New Orleans released a study of the public benefits of 혻[*211]혻 SSS, analyzing the "negative externalities in different intermodal options." n56 When the public benefits of an SSS system relative to an existing land-based system are not reflected as benefits in the pricing structure of services, there is a need for "public policy intervention either in the form of subsidies or user taxes to accurately reflect social costs of transportation options." n57 A negative externality is any cost associated with the production, marketing, or consumption of a product that is not reflected in the price of the product and not borne by either its producers or consumers. n58 The inability to account for the negative externalities inherent in land-based transportation methods justifies the governmental involvement necessary for market correction. "The social costs of freight transportation are borne by several parties, including the carriers, shippers, government agencies, other common users of the infrastructure facilities, and the public at large." n59 To gauge accurately the advantages of SSS vis-a-vis land transportation, it is necessary to take into account the negative externalities such as congestion, environmental damage, and highway accidents that are not directly reflected in the pricing of land-based transportation services. Although there are many ways to interna-lize the majority of the costs associated with land-based operations, "the two major lines of thinking are either to levy a tax per unit of externality approximate to the social damage or in the case of transportation options with low external costs to provide fiscal incentives such as tax deduction, rebates, and other monetary incentives to promote such options." n60 The EU experience has shown that the external benefits of SSS can be maximized by two principal methods: "First, increasing amounts of highway user charges to reflect external losses and second, directing financial support to water transportation projects." n61 Recent studies conducted by the maritime industry and research institutions in the United States have found that SSS operations  혻 should provide a significant impact on the formation of an effective intermodal system ... [that] would relieve congestion and decrease the number of heavy trucks on coastal highways[,] ... [improve] safety, air, noise, and other environmental consequences of land based transportation 혻[*212]혻 modes, [and create] a modern U.S. fleet reserve and cadres of seafarers for military and other emergencies. n62 혻 Short sea vessels not only emit fewer pollutants per ton/mile than trucks, but "the combustion also occurs further from population centers." n63 "Marine transportation can also be an extremely energy efficient method of transporting large quantities of freight." n64 The United States Merchant Marine Academy has argued that due solely to the "significant environmental benefits" of an SSS program, "some level of tax relief or other government incentive" for it would be justified. n65
SSS key to economy- minimal infrastructure costs, increased employment, and fuel efficiency 

Kennedy 08- J.D. 2008, Tulane University School of Law; B.A. 2003, University of Chicago. (Sean D., “Short Sea Shipping in the United States - The New Marine Highways”, 2008 Maritime Law Journal, 2008)//PN
Maritime transportation and logistics providers are increasingly vocal proponents of the advantages that under-utilized SSS routes can have regarding increased cargo capacity and trade efficiency. "There is a widespread opinion that Short Sea Shipping markets clearly exist and that these services are very necessary and will expand." n66 In contrast to railways and highways, for SSS "there are no fixed infrastructure costs to develop transportation routes, and ships can carry more cargo per dollar than any other method of transport." n67 The volume of domestic trade alone is expected to increase from a 1998 level of 13.5 billion tons to 22.5 billion tons by 2020; international trade is expected to grow to more than 2 billion tons annually over the next twenty years. n68 Concerned about rising fuel costs, driver shortages, and traffic congestion, n69 transport companies are eager to take advantage of the cost savings of domestic marine routes, where "one barge could take up to 58 trucks off the highway and a 15-barge tow could eliminate the need for 870 trucks." n70 Ideally, SSS could be offered with a higher profit margin than 혻[*213]혻 land-based transport networks. n71 In turn, a successful SSS network "will alleviate overland congestion, and thus would lower costs (increasing profits) in the competing overland sector." n72 One of the primary advantages of SSS over trucks and trains is lower fuel consumption. n73 In a comparison of energy consumption, "one gallon of fuel can move one ton the following distances: 514 miles by inland barge, 202 miles by rail, and 59 miles by truck." n74 However, the economic advantages of marine shipping increase with the distance traveled, so "SSS routes under a certain distance threshold will not be economically viable and should be avoided." n75 As the cost of fuel rises, the fuel efficiency of waterborne cargo transportation will be a key advantage for shippers utilizing new SSS routes to move goods in the U.S. market. Another advantage of SSS operations is the ability to absorb significant freight tonnage and allow shippers to take advantage of economies of scale. A regular cargo container can hold approximately twenty-seven tons of cargo, but due to weight limitations on trucks using the highways, shippers can only load containers with twenty tons, or about eighty percent of its maximum capacity. n76 Instead, a shipper can load that same container to full capacity and transport it by an SSS service, thus reducing the need for one extra truck for every four containers shipped by barge. n77 SSS services can complement trucking operations, which are subject to increasing regulations on their long-haul routes. n78 Trucking companies can optimize their drivers' schedules to "fill a single workday with multiple short trips, bringing containers to and from barges, increasing the efficiency of the entire network." n79 Such a schedule would be more attractive to drivers, who currently are in short supply, while also reducing the highway congestion and public safety issues caused by long-haul trucking operations. n80 혻[*214]혻 Supporters of SSS are enthusiastic about the increased use of roll-on, roll-off (RoRo) technology in intermodal cargo transportation. n81 Vessels that can be loaded without the use of cargo cranes are particularly well suited for SSS operations, offering the shortest cargo turnaround time at the loading and destination terminals, as well as requiring a minimum investment in port infrastructure. n82 RoRo vessels could even be loaded with tractor-trailers, enabling customers to take advantage of the fuel efficiency of SSS routes while retaining the flexibility and speed advantages of door-to-door truck delivery to which they are accustomed. n83 Shippers using RoRo vessels would not have to pay dockworkers to lift cargo on or off at the loading and discharge ports, avoiding an additional service cost that otherwise makes waterborne transport less cost competitive with other modes. n84 These operating cost and efficiency advantages make SSS operations using RoRo vessels particularly attractive. 

Congestion increasing now and will extirpate transportation capacity  - the plan solves

Kennedy 08- J.D. 2008, Tulane University School of Law; B.A. 2003, University of Chicago. (Sean D., “Short Sea Shipping in the United States - The New Marine Highways”, 2008 Maritime Law Journal, 2008)//PN
Prior to the development of extensive rail and highway transportation networks in the United States, commercial shipping via inland and coastal waterways was the mode of choice among shippers, but has since fallen into desuetude due to its longer transit time compared to land transport alternatives. n8 "American culture is quickly forgetting that the rivers were here long before the roadways." n9 Despite the drop off, shippers of bulk commodities like coal, petroleum, grain, and lumber have continued to utilize water transport, but shippers of time-sensitive goods have relied on faster modes such as trucks and railways. n10 However, increasing freight volumes have stressed the capacity of the U.S. land transportation system, and it is estimated "that growing international trade and domestic production will increase overall freight traffic by 70 percent by 2020." n11 Trucks carry seventy-eight percent of the nation's goods, but roadways have become congested, causing delays in truck traffic. n12 Additionally, driver shortages make it difficult for trucking companies to increase their capacity to meet the growing demand for cargo transportation services. n13 The nation's railways are experiencing similar capacity problems as a result of increasing freight volumes. n14 A 2002 study of rail traffic in five East Coast states noted that there was a lack of capacity on critical rail lines in at least twenty-five different locations. n15 As congestion increases, logistics providers may find it "cheaper and faster to travel partly by sea instead of totally by land and bypass many high density or congested areas." n16 The situation has forced both public-and private-sector officials to reconsider marine transportation as an option for supporting the growing demand on freight transport capacity. n17 These transportation  [*206]  officials have looked to existing SSS operations as models for the implementation of an SSS program in the United States, considering both the obstacles that such a development must face and the efficiency benefits that would result from the successful incorporation of SSS into the freight transportation networks in the United States

SSS improves efficiency and economy- mitigates congestion 

Kennedy 08- J.D. 2008, Tulane University School of Law; B.A. 2003, University of Chicago. (Sean D., “Short Sea Shipping in the United States - The New Marine Highways”, 2008 Maritime Law Journal, 2008)//PN
On December 19, 2007, President George W. Bush signed into law the Energy Independence and Security Act of 2007, n1 a "comprehensive energy strategy" n2 for the United States that addresses the economic, environmental, and social issues inherent in fuel production and energy  [*204]  consumption. n3 Included in this broad energy policy Act is Title XI, subtitle C, which authorizes the United States Department of Transportation (DOT) to implement its Short Sea Shipping (SSS) initiative. Broadly defined, SSS is any waterborne transportation of commercial cargo between domestic ports over the U.S. inland or coastal waterways system. Commercial traffic can travel on approximately 12,000 miles of the waterway system. n4 The goal of SSS is to mitigate highway congestion and bottlenecks caused by the increasing reliance on tractor-trailer trucks for shipment of cargo containers on the nation's roadways, to decrease the environmental and social external costs that result from land-based transport, to encourage waterborne solutions that reduce highway traffic, and to increase the fuel efficiency of cargo transportation within the United States. n5 This Comment examines the interplay between the SSS concept and contemporary maritime law and jurisprudence. Because the goal of SSS is to offer shippers an economic incentive to utilize marine transportation routes within the United States as a supplement to land-based cargo carriage, container traffic will shift from traditional truck and rail routes to waterways serviced by tug and barge, cargo ferry, or more innovative, self-propelled SSS vessels. Proponents of SSS tout the potential for private economic benefits such as increased freight capacity and improved transportation efficiency, n6 as well as public benefits such as decreased highway congestion, lower greenhouse gas emissions, and improved highway safety. n7 However, the increased use of marine transportation routes for cargo shipped between points within the United States may be at loggerheads with existing maritime laws that were fashioned at a time when SSS and higher volumes of waterborne freight traffic were not anticipated. This Comment will explore how the SSS vision may compel a rethinking of the existing laws of towage and coastwise transportation in order to adapt to changing circumstances and new disputes that will arise as SSS and the anticipated increase in marine freight traffic are realized.

SSS is a vital pre requisite to sustained economic growth - less costly than roadways

Kennedy 08- J.D. 2008, Tulane University School of Law; B.A. 2003, University of Chicago. (Sean D., “Short Sea Shipping in the United States - The New Marine Highways”, 2008 Maritime Law Journal, 2008)//PN
The Maritime Administration (MARAD), the agency within the DOT in charge of the U.S. marine transportation system, held its first conference on SSS in 2002 to address the problem of increased congestion of container transport on U.S. highways and investigate how SSS might be integrated into existing multimodal transportation networks. n35 Faced with a projected increase in truck traffic along major U.S. highways, the conference participants discussed alternative solutions to expanding the costly land-based transportation system. n36 "New interstate roadways typically cost $ 32 million per paved mile, not to mention the cost of new highway interchanges, which are often funded at a level of over $ 100 million each." n37 The participants discussed the development of an SSS system to reduce the increasing land congestion, looking to both the advancements made in Europe as well as domestic SSS operators to determine how an SSS program could meet the needs of an expanding market. n38 The recommendations included government tax incentives for users of SSS, the reduction of crew requirements for self-propelled vessels, and the generation of more public exposure to the benefits of SSS. n39 MARAD sponsored a second SSS conference in November 2003. n40 The participants' recommendations addressed start-up capital concerns, tax disincentives to SSS intermodal coastal trade, research and development funding to encourage technological advances, and the need  [*209]  to raise awareness of the public benefits of an SSS program. n41 The chairman of the new Short Sea Shipping Cooperative Program (SCOOP) pointed out that SSS "can add new highway alternatives that will improve the quality of life by reducing road congestion, protect our National Security transportation needs, provide new jobs for American Mariners and the shipyard industry and keep the economy growing." n42 Representatives of the shipping industry generally were receptive to the idea of an SSS program so long as it added flexibility and reliability while addressing their ultimate requirements - speed and price. n43 Overall, the participants agreed that "Short Sea Shipping must be viewed as a "highway alternative'" rather than a replacement or competitor to rail and truck shipping. n44 The third MARAD conference on SSS was held in October 2004, and over 250 representatives from both the public and private transportation sectors attended with the goal of formulating "a comprehensive plan to expand our nation's water transportation system and meet our growing surface congestion needs." n45 Then-Secretary of Transportation Norman Mineta emphasized the DOT's commitment to integrating SSS into the national transportation system. n46 Congressman Jerry Nadler of New York addressed the conference, advocating the elimination of the Harbor Maintenance Tax as it applies to SSS, noting "that funding sources should not suppress activities the government is trying to promote." n47 While the tax issue and other concerns remain unresolved, it was clear that the DOT made the development and implementation of SSS a national priority for enhancing freight mobility. n48
Short sea shipping can reduce congestion and increase efficiency, but status quo funding fails to create a competitive cost structure

Lombardo, 10 – PhD in Management from University of Oregon, M.S. Systems Management (Gary, “Short Sea Shipping: Practices, Opportunities and Challenges”, United States Merchant Marine Academy,  http://www.insourceaudit.com/Whitepapers/Short_Sea_Shipping.asp)//RM

Opportunities

A successful short sea shipping program offers an opportunity to add value to a national or international transportation network and, thus, increase the affected economy’s efficiency and ultimately the societal standard of living.  These benefits will accrue when the short sea shipping program addresses the myriad issues inherent in the transportation infrastructure network. 

U.S. Domestic Market

The characteristics found in the transportation network for the U.S. domestic market are similar to that of other domestic markets found in nations with advanced economies as well as in the international transportation networks where at least one member nation has an advanced economy. 

 Most developed nations rely on a national highway system to carry cargo.  Due to the fact that annual freight movement increases far surpass that of annual highway mileage construction, highway congestion has become a significant problem.  Highway congestion is apparent in terms of the increased travel time necessary to make a journey.  Highway travel time also increases the social welfare cost due to resultant inefficiencies.  Freight movement inefficiencies are projected to increase dramatically as US highways “. . . experienced a doubling of vehicle miles traveled in the past twenty years while the total highway mileage has only increased by 1%.”[11]  This general trend is expected to continue. 

 Most nations rely on a cabotage policy. In the United States, the Jones Act requires all vessels operating between US ports to be domestically built, owned, operated, and staffed.  Many privately owned domestic shipyards in the United States operate with high cost structures, thus building vessels that are not always competitively priced.  An extensive domestic short sea shipping network will require a tremendous fleet build-up and the shipyard costs of construction will be a competitive issue.

 In addition to vessel construction costs, short sea shipping is dependent on achieving a competitive cost structure to vie with trucking and rail for the shippers’ contracts.  One cost consideration is the requisite upgrading of port and terminal facilities currently geared for deep sea merchant vessels; not the needs of smaller short sea shipping vessels.  Longshore labor rates are another factor that may cause increased costs for cargo shipped via short sea vessels.  Further, the Harbor Maintenance Tax, as currently configured, will add to the cargo transportation costs for shippers selecting the short sea network.  The tax is an ad valorem charge on exports, imports, other shipments, and passenger transportation involving use of a harbor.  

US economy is being drained by congestion now – Short Sea Shipping solves

Perakis and Denisis, 08 – Department of Naval Architecture and Marine Engineering, University of Michigan (Anastossios and Athanasios, “A Survey of Short Sea Shipping and its Prospects in the USA”, Maritime Advisors, http://www.maritimeadvisors.com/pdf/Survey%20of%20SSS%20Prospects%20in%20the%20U.S..pdf)//RM

Mitigating highway congestion. SSS can alleviate traffic congestion by shifting freight from the highways to inland and coastal waterways. Major highways, along the three US coasts (east coast, west coast and the Gulf of Mexico), suffer from congestion. Trucks currently carry about 60% of the

domestic general cargo tonnage and contribute significantly to this problem. Trucks delivering their cargo compete with cars for space on highways. This congestion is costly as well. According to the annual urban mobility report from the Texas Transportation Institute [2], traffic congestion continues to worsen in American cities of all sizes, creating a $78 billion annual drain on the US economy in the form of 4.2 billion lost hours and 2.9 billion gallons of wasted fuel for 2007. The congestion cost of an additional truck trip is the added delay that it causes to other users of the highway. The added delay occurs because the average speed of the vehicles will begin to decrease progressively once the

density of vehicles on the road reaches high volume to capacity ratios. This congestion, which is generally associated with peak-hour traffic, is referred to as recurring congestion. A solution to the highway congestion problem could be a change in transportation patterns from shippers, especially for long-haul trips, with distances greater than 500 miles. Shippers should explore alternative modes of transportation, such as SSS, and consider using SSS instead of truck transportation. Trucks will do the short-haul, pick-up and delivery, at the start and the end of the transportation chain.

US economy is dependent on freight shipping – rail and highways are already at capacity

GAO, 05 – (“Short Sea Shipping Option Shows Importance of Systematic Approach to Public Investment Decisions”, United States Government Accountability Office, 07/29/05, http://www.gao.gov/assets/250/247275.pdf)//RM
A robust U.S. economy depends on the efficient movement of freight to fuel domestic production and satisfy consumer demand. In 2002, 16 billion tons of freight, valued at about $11 trillion in year 2000 dollars, moved through the U.S. transportation system. The efficient movement of these goods across roadways, rail lines, and inland waterways, helps ensure that factories remain efficient, packages are delivered on time, and retail and grocery store shelves are stocked. Efficient freight movement also tends to lower total shipping costs, helping keep production costs and consumer prices lower, and these savings to households and businesses help ensure that American products remain competitive in global markets. Increases in freight volume coupled with current rail, roadway, and port capacity problems, however, are stressing the capacity of the U.S. transportation system and interfering with the efficient movement of these goods. Estimates made in 2003 suggest that growing international trade and domestic production will increase overall freight traffic by 70 percent by 2020. Adding this much freight to the transportation system is particularly worrisome since the system is currently showing signs of strain. For example, roadway congestion, which affects 60 percent of the freeway mileage in urban areas, is causing significant delays for truck traffic in certain cities. Driver shortages further impact the efficient movement of goods and make it difficult for trucking companies to expand capacity—a factor that is particularly relevant since trucks carry 78 percent of the nation’s goods (measured in terms of freight tonnage). Freight movement by rail is also encountering serious capacity problems in many areas. In July 2004, for example, Union Pacific took measures to limit service because increasing freight volumes were affecting service levels.1 The 2002 Mid-Atlantic Rail Operations Study,2 which analyzed rail traffic in five states in the Northeast, noted that there was a lack of capacity on critical rail lines in at least 25 different locations. Congestion at freight gateways— container ports and land border crossings—is also expected to worsen as containerized imports from our international trading partners are estimated to double in the next 15 years.

Maritime system is key to US economy- global trade and manufacturing proves

Behravesh, 09- chief economist at IHS Global Insight Inc., a "Bloomberg Best" and ranked as one of Bloomberg's Top-10 economists for 2009 and 2010. He and his team were designated #1 in USA Today's 2004 ranking of top economic forecasters, and in Reuters' 2004 survey of major currency exchange rate forecasters. In 2008, he was ranked #2 by USA Today (Nariman, “An Evaluation of Maritime Policy in Meeting the Commercial and Security Needs of the United States”, IHS Global Insight, January 7, 2009, http://www.ihsglobalinsight.com/gcpath/MARADPolicyStudy.pdf)//PN
As the report will demonstrate, global trade is very critical to the U.S. economy, and the 
maritime system underpins the vast majority of U.S. international trade. In fact, about 78% of 

goods by volume that the U.S. sells to and buys from the rest of the world move by water. 

International commerce by water affects people and industries throughout the entire country, 
including those living far away from the coasts. Many goods that consumers regularly 
purchase arrive at the nation's ports, and are then distributed by rail and truck to warehouses, 
retailers and finally to consumers. Farmers and manufacturers rely on the maritime network 

to sell their goods overseas. In addition, the maritime domain itself is responsible for 

thousands of jobs on vessels, ports, shipyards, and numerous support industries. Clearly, the 
maritime system is comprised of a myriad of users, supply-chains, and connections to other 

modes and industries. Disruptions or inefficiencies in the maritime system can thus have 
costly impacts on a large number of participants in the U.S. economy. 

US must invest in maritime system- increasing trade in GDP means now is key

Behravesh, 09- chief economist at IHS Global Insight Inc., a "Bloomberg Best" and ranked as one of Bloomberg's Top-10 economists for 2009 and 2010. He and his team were designated #1 in USA Today's 2004 ranking of top economic forecasters, and in Reuters' 2004 survey of major currency exchange rate forecasters. In 2008, he was ranked #2 by USA Today (Nariman, “An Evaluation of Maritime Policy in Meeting the Commercial and Security Needs of the United States”, IHS Global Insight, January 7, 2009, http://www.ihsglobalinsight.com/gcpath/MARADPolicyStudy.pdf)//PN
The report will also demonstrate that trade is forecast to grow substantially in the next three 

decades and will comprise an increasing share of U.S. GDP. Positioning and preparing the 

U.S. maritime industry to transport a larger share of traded goods is critical to the U.S. 

economy and national security interests. A larger U.S. share in global maritime trade 

industries – including shipbuilding, oceanborne shipping, logistics, multi-modal transport and 

support service – leads to higher rates of job and national wealth growth. Investments must 

be made today in order to ensure that the U.S. maritime system will transport a larger share 

of tomorrow's increasing volumes of goods and passengers in an efficient, competitive, 

secure and environmentally sound manner.   
The maritime transportation system is key to the U.S economy – robust economic statistics prove.  

Cox et al, 2011 - Joseph J. is President and CEO of Chamber of Shipping of America; Matsuda, Hon. David T., Administrator, Maritime Administration; Mohr, John M., Executive Director, Port of Everett, Washington; Roberts, Michael G., Senior Vice President and General Counsel, Crowley Maritime Corporation, on behalf of American Maritime Partnership; Tellez, Augustin, Executive Vice President, Seafarers International Union (Joseph  J., “Creating Jobs and Increasing U.S Exports By Enhancing The Marine Transportation System,” Committee on Transportation and Infrastructure House of Representatives,  June 14, 2011. http://www.gpo.gov/fdsys/pkg/CHRG-112hhrg66919/html/CHRG-112hhrg66919.htm)//AS

The commerce which moves on the MTS fuels the economy. Approximately 99 percent of the volume of overseas trades enters or leaves the United States by water. The movement of cargo and associated activities on the Marine Transportation System adds more than $649 billion annually to the U.S. gross domestic product, sustains more than 13 million jobs, and contributes over $212 billion in annual Federal, State, and local taxes.   Domestic shipping alone is responsible for over half a million American jobs and a $100 billion in annual economic output. As such, ongoing maintenance and improvement of the MTS is essential to any effort to create jobs and expand exports.   In July of 2008, the Cabinet level Committee on the Marine Transportation System released its ``National Strategy for the Maritime Transportation System: A Framework for Action,'' which identifies current challenges to marine transportation and several actions to address these challenges. I look forward to hearing about the progress on those actions.   Similarly, I hope that our witnesses will touch on ways to revitalize our marine highways. These rivers, canals and coastal routes are the most economical, environmentally sustainable, and safest mode of commercial freight transportation. I look forward to hearing about efforts to support and enhance the marine highways programs.   As our economy struggles to recover, every agency in the Federal Government must seek ways to promote growth. That means exploring ways to create jobs, increase exports, and save taxpayers money. A robust Marine Transportation System can potentially accomplish all three. 
Maritime infrastructure provides a vital short term economic stimulus and is key to global competitiveness.

Roberts, 2011-  Senior Vice President and General Counsel Crowley Maritime Corporation, And Representative of the American Maritime Partnership (Michael G., “Creating Jobs and Increasing U.S Exports By Enhancing The Marine Transportation System,” Committee on Transportation and Infrastructure House of Representatives,  June 14, 2011, http://www.americanmaritimepartnership.com/Roberts_Testimony.html)//AS

Developing and maintaining a world-class maritime infrastructure, such as harbors that can accommodate the world’s largest ships, modern lock-and-dam systems, are precisely the kind of stimulus projects that should be going forward in this tough economy. They provide jobs to people today. They represent a much-needed investment in our children’s future, helping America to keep pace with its global economic rivals. The cost of doing these projects today is relatively cheap compared to boom times. The projects would generate economic activity and federal revenue to offset their costs over time. In the case of harbor maintenance, the money needed to do these projects has already been paid into the government. Not expanding and maintaining our maritime infrastructure will cost the U.S. economically by making transportation less efficient and U.S. exports less competitive, which will result in communities and industries losing economic activity and jobs to more accessible locations.

Virtually every economic industry is dependent on U.S ports – clothing to auto industry

LaHood et al, 2011 Secretary of the U.S Department of Transportation (Peter H. Appel; Robert L. Bertini, Ph.D.; Steven K. Smith, Ph.D.; Deborah D. Johnson; Long X. Nguyen; Felix Ammah-Tagoe, Ph.D.; Shana Johnson; Stephen Pelletier; Matt Chambers; William H. Moore; Alpha Wingfield; Jacob Hommeland; Gail Perkins,“America’s container Ports: Linking Markets at Home and abroad,” January 2011, http://www.bts.gov/publications/americas_container_ports/2011/pdf/entire.pdf)//AS

Containers carry a wide variety of commodities—from sweaters, blouses, and flat-screen televisions to computer equipment and wood and paper products. During the first half of 2010, America’s container ports handled over $256 billion worth of containerized cargo imports weighing more than 62 million metric tons. They also handled exports worth over $100 billion and weighing 48 million metric tons. In 2009, U.S. ports handled $474 billion containerized imports, down 18 percent from 2008. By weight, imports also dropped 18 percent, from 137 million metric tons to 112 million metric tons. The top imported commodities by value in 2009 were print machinery, television and electronics, and motor vehicle parts and accessories. By weight, the leading imported commodities were furniture, bananas, and worked monumental or building stones. U.S. container ports handled $177 billion worth of containerized exports in 2009, down 19 percent from $220 billion in 2008. By weight, exports dropped by 10 percent, from 98 million metric tons to 88 million metric tons. The leading exported commodities by value in 2009 were motor cars and vehicles, ethylene polymers, and machinery. By weight, the leading exported commodities were paper waste and scrap, iron and steel waste and scrap, and chemical wood pulp.

The plan precludes existential challenges to US competitiveness – allows effective competition 

Dorminey, 11 (Bruce, “Shifting freight from trucks to barges could cut U.S. fuel consumption  - and provide a big economic boost. But domestic political hurdles block a path being exploited by China, India and Europe,” Dailyclimate.org, January 17, 2011 http://wwwp.dailyclimate.org/tdc-newsroom/2011/01/coastal-shipping)//AS
So far the industry has dodged efforts to curb its pollution. Europe, India and China all successfully use coastal shipping. Competitive advantage And they're gaining a competitive advantage over U.S. industry: Some estimates indicate that U.S. exporters pay as much as three times as their foreign competitors to bring goods to foreign markets. Frankel says the Chinese opted for coastal and inland shipping because they didn't want to build a huge highway infrastructure and also wanted to save fuel. In the early 1990s, Frankel appeared before the Chinese Ministry of Transportation and Communications in Beijing to make the case that pursuing coastal shipping would give China a major economic advantage in terms of international trade. Today, the Chinese move 80 percent of their domestic freight in ton miles by water compared to about 20 percent for the U.S. And beginning in 2014, a newly widened Panama Canal will allow Chinese super ships to bring their cargoes directly to the U.S. East coast. Frankel says this will make Savannah the major cargo gateway for the heavily populated Eastern seaboard. As it is, the port of Savannah is already responsible for moving nearly 20 percent of all East Coast container traffic. "Most of that cargo will be destined not for Georgia but the Northeast," said Frankel. "It will have to continue to be trucked from Savannah to New York and New England at a huge financial and environmental cost."

MTS – Status Quo Fails 
Status quo MTS infrastructure is failing in capacity and investment. 

Cox et al, 2011 - Joseph J. is President and CEO of Chamber of Shipping of America; Matsuda, Hon. David T., Administrator, Maritime Administration; Mohr, John M., Executive Director, Port of Everett, Washington; Roberts, Michael G., Senior Vice President and General Counsel, Crowley Maritime Corporation, on behalf of American Maritime Partnership; Tellez, Augustin, Executive Vice President, Seafarers International Union (Joseph  J., “Creating Jobs and Increasing U.S Exports By Enhancing The Marine Transportation System,” Committee on Transportation and Infrastructure House of Representatives,  June 14, 2011. http://www.gpo.gov/fdsys/pkg/CHRG-112hhrg66919/html/CHRG-112hhrg66919.htm)//AS

However, because of much of the system's infrastructure is aging and constrained by capacity limitations, this projection raises the fundamental question: Will the MTS be able to meet these new demands and continue to provide a seamless, integrated multimodal transportation system.   In response to the 2004 Ocean Action Plan, the Committee on the Marine Transportation System did release in 2008 a national strategy that offered 34 recommendations to maintain and enhance the MTS, especially the system's capacity, safety and security, environmental stewardship, resilience and reliability, and long-term financing.   In general, progress towards fulfilling the national strategy is incomplete at best. Certainly efforts by this Administration to establish a pilot program for marine highways and to designate the marine highway corridors and grants awarded under the Recovery Act to fund MTS infrastructure investments have been positive steps, but they don't seem to be enough and much more needs to be done.   Unfortunately, the prospects don't seem to be very good under present Federal budget constraints for finding new resources to maintain necessary infrastructure investments to maintain, enhance and expand the system to meet its future challenges. Nevertheless, we must find a way forward.    

Freight volumes are expected to double in the next twenty years. Current infrastructure can’t support the expanding capacity and congestion.

Morris et al, 2010 Director of Transportation, North Central Texas Council of Governments, Arlington (Michael R, Neil J. Pedersen, Robert E. Skinner Jr, National Cooperative Freight Research Program, “Identifying and Using Low-Cost and Quickly Implementable Ways to Address Freight-System Mobility Constraints,” 2010)//AS

Freight transportation has been and continues to be a major contributor to the U.S. economy. Estimates indicate that the volumes of freight are expected to double over the next two decades in the United States. A report (1) noted that the nation’s freight ton-miles by all freight modes increased steadily at an average rate of 1.2 percent per year between 1980 and 2004. The rapid growth in freight demand over the last 15 years has produced growing concerns regarding the capacity of the freight transportation system to support and sustain safe and efﬁcient freight mobility. The increasing freight demand and capacity constraints present several challenges to the management and operation of the freight transportation system. The U.S. Department of Transportation (USDOT) estimates that volumes of goods shipped by trucks and railroads will increase over 2002 levels by 88 percent and 98 percent, respectively, by 2035 (2). During this time the ability to increase freight transportation capacity will be constrained by budgetary limitations, geographic barriers, population density, and urban landuse development patterns. The consequences of this increased freight demand and increased density include increased congestion, delay, air emissions, and operational costs, among others. Furthermore, evolving technologies, growing demand, changing business practices, shifting patterns of commerce, and government policies designed to address safety, security, environmental, and other public concerns may signiﬁcantly affect transportation system performance Freight mobility is constrained not only by physical infrastructure inadequacies but also by operational, regulatory, policy, technological, and ﬁnancial limitations. Federal, state, and local transportation agencies’ ability to invest in system expansion and new system technology has been signiﬁcantly constrained by inadequate revenue. The recent National Surface Transportation Policy and Revenue Study Commission (3) noted that the nation is investing only about 40 percent of the necessary levels to adequately sustain passenger and freight mobility. These factors have significantly increased interest in addressing freight mobility constraints through implementation of innovative operational strategies, performance improving regulatory and policy changes, and low-cost capital improvements. Recent studies and statistics document the inadequate capacity and increasingly costly congestion—not only on the nation’s highways but also in metropolitan areas, at water ports, railroads, airports, and intermodal facilities. For example, the trucking industry faces increasing levels of congestion each year, including that resulting from poorly managed interactions between truck and automobile trafﬁc on Interstate highways and local arterials, including trafﬁc associated with intermodal terminals. As previously stated, the U.S. transportation network is operating at an unprecedented high level of trafﬁc density. For example, the density of traffic on the highway system has more than doubled over the past 25 years with consequences that include increased congestion, delay, and air emissions. Over the same period, railroad network trafﬁc density has nearly tripled (4). There is no single or simple solution for the mobility challenges. The approach should focus on the entire surface and maritime transportation system rather than mode-speciﬁc solutions. A system-wide approach to transportation planning and funding would yield desirable results. Severe congestion increases the costs and frequency of needed road maintenance, which in turn takes a toll on throughput and vehicle operating costs and productivity during the highway maintenance season.
Federal action on improving the MTS is critical solving status quo environmental hazards. 

Peters et al, 08 Secretary of Transportation (Ed Schafer Carlos M. Gutierrez M. Gates Samuel W. Bodman Michael Chertoff Dirk Kempthorne Michael Mukasey Elaine L. Chao Condoleezza Rice Henry M. Paulson, Jr. Norton A. Schwartz, General, USAF Stephen L. Johnson Rebecca Dye, “National Strategy for the Marine Transportation System: A Framework for Action,” Committee on the Marine Transportation System, July 2008, http://www.port.pittsburgh.pa.us/docs/national_strategy_for_mts.pdf)//AS

As waterborne trade increases, stresses to sensitive marine and freshwater environments, as well as to port communities, likely will increase. Emissions from vessels, port equipment, trucks, and locomotives have emerged as a significant concern in many port communities at the national and international level, in part due to serious human health effects associated with diesel particulate matter and other air pollutants. Regulation of carbon emissions will increase the need for accurate air quality monitoring and modeling at sea and in port; energy alternatives and technologies such as green vessel design that reduce and mitigate emissions; and research to measure and quantify effects of pollutants on human health and the environment. Discharge of oil and other pollutants, contaminated sediments, and the spread of non-indigenous invasive aquatic species through releases of ballast water or other means can affect water quality and ecosystem stability. CMTS Agency partners must look systemically at the hydrology, hydrodynamics, sediment, and water and air quality of the marine environment, and their focus on issues such as regionalization and integrated water resources will help support a more sustainable transportation system. CMTS Agencies will also focus on climate change and its implications for the MTS. Growth in trade and travel, and associated use and activities in the MTS, as well as maintenance, improvements, and expansion of the MTS infrastructure, present challenges for protecting the environment. Accidents, disruptions, and safety and security issues also present environmental challenges and potential impacts to human health and the environment. Measures to avoid and mitigate impacts will be needed to sustain the projected growth in waterborne trade and the increase in other ocean-related activities in a manner that protects and sustains the environment and human health. The Federal government and its MTS partners advocate the practice of environmental stewardship while operating within the MTS. Like most MTS-related laws and regulations, the authorities governing environmental protection are distributed among many Federal, State, and local agencies. Management of complex ocean, river, and lake resource linkages requires agencies and MTS partners to work together to support environmental, economic, and human health interests. National Strategy for the Marine Transportation System July 2008 35 For example, the Federal government is responsible for setting national standards for the protection of air, land, and water, while States and localities frequently implement these standards and in some instances have authority to make these standards more stringent. Further, the global nature of maritime commerce means that international standards and practices also affect the MTS. For example, the International Maritime Organization is responsible for setting international maritime environmental standards, including those for maritime transportation impacts to the environment. A systems approach to Federal MTS environmental protection is needed to assist a broad array of maritime industries in complying with Federal and international guidelines and regulations. Local and regional initiatives remain vital parts of the planning process, and should be part of the national effort to achieve system-wide cohesion. The value of waterfront access and property is evolving, and the importance of the waterfront for recreational and residential interests is increasing. Ports often must compete with other development interests for land and access. The economic standard has become more stringent to justify infrastructure investment for ports. Lightly contaminated industrial areas near ports offer potential for port development, but must compete with other land uses.

Trade Internal Link

International trade is founded in waterborne transportation. It’s key to U.S competitiveness.

U.S. Commission on Ocean Policy, 04 (“An Ocean Blueprint for the 21st Century,” http://www.oceancommission.gov/documents/full_color_rpt/13_chapter13.pdf, ch. 13)//AS

The U.S. marine transportation system is the nation’s link to global commerce and an essential and growing component of the national economy. The movement of manufacturing jobs from the United States to overseas, the nation’s dependence on raw materials from other countries, global competition to provide highquality goods at competitive prices, and consumer demand have combined to increase the nation’s dependence on the import of foreign materials and goods. At the same time, increasing affluence in foreign nations, coupled with worldwide population growth, has stimulated international demand for U.S. agricultural and manufactured products. The world’s oceans and inland waterways are the highways of choice for the global movement of this vast international trade. As the world’s largest trading nation, the United States imports and exports more merchandise than any other country (Table 13.1) and has one of the most extensive marine transportation systems in the world. 1 U.S. marine import-export trade accounts for nearly 7 percent of the nation’s gross domestic product. 2 Domestically, coastal and inland marine trade amounts to roughly one billion tons of cargo, worth more than $220 billion a year. 3 The U.S. marine transportation system is a complex public–private partnership with many participants. It consists of state, territorial, local, and privately owned facilities managed, financed, and operated by federal, state, territorial, and local governments. The system is a highly complex and interconnected mix of waterways, ports and terminals, water- and land-based intermodal connections, vessels, vehicles, equipment, personnel, support service industries, and users. This system provides a number of services, including: supporting the waterborne movement of foreign and domestic cargo; moving passengers and vehicles through numerous ferry systems; serving recreational boating, commercial fishing vessels, and cruise liners; and generating millions of jobs for Americans and for the nation’s international trading partners. The U.S. marine transportation system also plays an important national security role as a point of entry for foreign shipments and a conduit for the movement of military equipment, supplies, and personnel to and from overseas locations.

Domestic waterways are the gateway for U.S international trade and home to highly skilled and competitive workers. 

U.S. Commission on Ocean Policy, 04 (“An Ocean Blueprint for the 21st Century,” http://www.oceancommission.gov/documents/full_color_rpt/13_chapter13.pdf, ch. 13)//AS

 The nation’s network of harbors, channels, and intracoastal and inland waterways is a vital component of both the U.S. marine transportation system and the overall U.S. intermodal infrastructure. In addition to providing corridors for international trade, this network links U.S. inland ports with coastal and Great Lakes ports, enabling the waterborne movement of domestic cargo, much of which is destined for the international market. Dredging harbors, channels, and waterways to maintain and increase water depth and to widen and lengthen channels to accommodate wider and deeper-draft ships is critical for the successful operation of the nation’s ports. In 2001, the federal government spent $868 million on dredging projects to maintain and deepen the nation’s harbors and channels. 12 (See Chapter 12 for a discussion of the complex issues associated with dredging and other sediment management projects.) Personnel The U.S. marine transportation system requires a highly skilled and diverse workforce to handle increasingly computerized equipment and vessels, sophisticated electronic navigational aids, and new port technology for the movement of cargo. The U.S. Merchant Marine Academy, the six state-operated marine academies, and other marine education and training facilities in the United States offer training that covers virtually all facets of the U.S. marine transportation system, including at-sea ship operations, port management, marine business, facilities, and safety; and environmental engineering and protection. As the U.S. system becomes more complex, training requirements will increase. In this area as in many others, the nation should be positioned to meet the demand for the highly skilled workforce of the future.

Marine transportation is key to trade, disaster relief, and economic security.

CMTS, 11 (The Committee on Marine Transportation System, “The U.S. Marine Transportation System in the National Ocean Policy: Response of the Committee on the Marine Transportation System,” July 13 2011, http://www.cmts.gov/downloads/CMTS_Ocean_Policy_Response_Paper.pdf)//AS

Shipping and other methods of marine transportation have been a traditional ocean use for hundreds of years. The world’s oceans and coastal waters are the highways of choice for the global movement of international trade. As acknowledged in Executive Order No. 13547, transportation, trade, and security play critical roles in the use of our oceans, coasts and Great Lakes resources. The MTS carries 44.5 percent by value and 78 percent by weight of all U.S. international trade. 1 The marine transportation system, directly or indirectly, supports an estimated 13 million jobs. 2 The vision of the CMTS is to ensure that the U.S. MTS is a safe, secure, and globally integrated network that, in harmony with the environment, ensures a free-flowing, seamless, and reliable movement of people and commerce along its waterways, sea lanes, and intermodal connections. This vision for the MTS is complementary to the National Ocean Policy. The MTS is one of the most prominent, visible and important human uses of our ocean and coastal waters, providing jobs and economic security. The MTS enables critical response to coastal disasters from accidents to natural hazards. Environmental stewardship is integral to the operation of the MTS, with Federal agencies, ports and other MTS stakeholders continuously working to prevent and correct adverse impacts on the coastal and marine environment. There is a fundamental interdependency between improving marine transportation safety and efficiency, and reducing the probability of impacts to the ocean and coastal environment. For these reasons any conversation about National Ocean Policy must consider the important relationships, stakeholders, and potential partners and champions that exist in the MTS. Interdependencies exist between the MTS, the National Ocean Policy and other key Presidential Initiatives:

Federal government coordination is a necessary prerequisite to sustainable MTS.

CMTS, 11 (The Committee on Marine Transportation System, “The U.S. Marine Transportation System in the National Ocean Policy: Response of the Committee on the Marine Transportation System,” July 13 2011, http://www.cmts.gov/downloads/CMTS_Ocean_Policy_Response_Paper.pdf)//AS

Environmental Stewardship – a focus of Executive Order No. 13547 – is a priority of the MTS regulators and operators. MTS partners are actively engaged in reducing greenhouse gas emissions, burning cleaner fuels, and preventing the accidental introduction of invasive species through improved ballast water treatment technologies. The CMTS coordinates regular forums to facilitate coordination of information, ideas, and approaches among member agencies on these and other environmental topics and challenges A robust marine transportation system is complementary to other White House initiatives, including: • Advancing the directives of the White House “Blueprint for a Secure Energy Future,” (March 30, 2011), whether for offshore oil and gas exploration and production, or for the installation, operation, and maintenance of wind turbines in ocean, coastal and Great Lakes waters; • Meeting the President’s National Export Initiative goal to double exports within five years. (Executive Order 13543) The extensive observation data and information developed in support of safe and efficient navigation are foundational tools for ocean and coastal resource management and for coastal and marine spatial planning (CMSP), including bathymetric surveys, vertical datum standards, realtime environmental observations, standards for remote sensing, and vessel tracking systems. Best management practices can be gleaned from established practices within the MTS to institute voluntary operational marine spatial plans, such as in the Port of Chicago where the Calumet River Safety and Navigation Committee instituted a self-imposed waterway management scheme. In many cases, long-standing MTS organizations across the nation, such as harbor safety committees, could be employed to contribute local perspective to CMSP efforts. Addressing changing conditions in the U.S. Arctic requires integration of safety, navigation and environmental goals, which are of paramount importance to the MTS, and of interest to the CMTS Federal partners. The Arctic Marine Shipping Assessment of 2009 (AMSA), commissioned by the U.S. Arctic Council, has a dual mandate for environmental protection and sustainable development. It was recognized in the AMSA that human uses directly impacting the Arctic environment and stewardship must be addressed, including those from maritime shipping and maritime support activities. Infrastructure to support search and rescue, increased maritime shipping, and energy support missions must be included in Arctic policy and ocean policy strategic action plans, as they are essential for environmental protection, safety of life at sea, and in support of our Nation’s economy. A viable and robust MTS is integral to advancing U.S. ocean policy and National economic vitality, and it must continue to be a key component of future U.S. National Ocean Policy implementation. In 2003 and 2004, reports issued by the Pew Oceans Commission and the U.S. Commission on Ocean Policy (USCOP), respectively, emphasized better coordination of Federal roles and responsibilities in relation to our nations oceans and coasts. A key prerequisite for an effective and comprehensive ocean policy is better coordination in planning, decision making, and allocation of resources at the Federal level. As included in the final recommendations of the IOPTF, an effective and comprehensive ocean policy requires better coordination in planning, and decision making, and allocation of resources at the Federal level. The CMTS will be a key partner to implement these activities relative to the National Ocean Policy

MTS is vital to our nation’s energy production and transportation – two thirds of U.S oil is delivered by water. 

Peters et al, 08 Secretary of Transportation (Ed Schafer Carlos M. Gutierrez M. Gates Samuel W. Bodman Michael Chertoff Dirk Kempthorne Michael Mukasey Elaine L. Chao Condoleezza Rice Henry M. Paulson, Jr. Norton A. Schwartz, General, USAF Stephen L. Johnson Rebecca Dye, “National Strategy for the Marine Transportation System: A Framework for Action,” Committee on the Marine Transportation System, July 2008, http://www.port.pittsburgh.pa.us/docs/national_strategy_for_mts.pdf)//AS

The MTS is a critical component in the trade of goods to and from the United States. In 2005 there were 61,047 vessel calls from abroad at U.S. ports carrying food, petroleum, and manufactured goods. 17 Over 66 percent of crude oil consumed in the United States is delivered by tankers from overseas sources. 18 Products such as petroleum, coal, and liquid natural gas, food products, and manufactured goods move on and through navigable waterways and ports every day. The U.S. cruise ship industry generated almost $37.5 billion in annual spending in 2006. The MTS spurs local economic development and employment. As noted in the chart above, over half—nearly 55 percent—of U.S. containerized merchandise trade in terms of TEUs passed through West Coast ports in 2005, up from 42 percent in 1980. Regionally, West Coast ports grew the fastest during this 25-year period. In 2006 the MTS was responsible for the employmensnt of more than eight million Americans working in port and port-related industries. In addition to the direct economic benefits created by marine terminal employment ashore and afloat, the MTS also contributes to local and regional economies by supporting jobs and other activities that relate to the port industry. The National Defense Strategy of the United States (March 2005) reinforces the economy as an instrument of national power. It remains among the important strategic advantages of the United States. As identified in the National Security Strategy of the United States (March 2006), opportunities and challenges that come from new and increased trade and investment are growing in significance with the increase in globalization. The 2005 and 2006 National Defense Strategies underscore the key contributions that the MTS makes to the U.S. economy, and the need to expand and improve the MTS to meet future trade growth. To support a vibrant economy and the free-flowing commerce of the modern era, the MTS must have the integrated capabilities to meet future growth in trade. Our ocean, coastal, and inland waters provide opportunities for the harvesting of living resources such as commercial fishing, and the extraction of non-living resources such as offshore production of petroleum and natural gas. Another major growth industry is the building of undersea communications infrastructure. These industries are supported by the service industries of the MTS to transport people and supplies, and move the products as required. Industrial production on our Continental Shelf and within our EEZ, an area that starts at the coastal baseline and extends 200 nautical miles 20 out from our shores, is important to national interests. U.S. ratification of the International Convention on the Law of the Sea could potentially result in the acquisition of rights to additional seabed resources of great value and importance. Globally, the production and transportation of energy products and other natural resources are vital to our way of life. The MTS supports the commercial fishing industry and its 110,000 fishing vessels, which contributed approximately $35 billion to the U.S. economy in 2006. 21 In 2006 domestic energy production from the U.S. Outer Continental Shelf (OCS), which consists of the submerged lands, subsoil, and seabed in a specified zone up to 200 nautical miles or more offshore from U.S. coasts, provided the Nation with about 507 million barrels of oil and three trillion cubic feet of natural gas with a market value of more than $47 billion, as well as tens of thousands of U.S. jobs. 22 Currently, about 27 percent of the Nation’s oil and 15 percent of its natural gas production come from the OCS. Primarily as a result of new deepwater development in the Gulf of Mexico, oil and gas production from the OCS is expected to account for 40 percent of domestic oil and nearly 20 percent of domestic gas production within the next five years. 23 With the passage of the Energy Policy Act of 2005, the OCS will also witness the development of alternative energy projects to convert wind, ocean wave, and current power into useable energy to offset the growing imbalance between U.S. consumption and production.

The MTS is essential to the U.S military, national defense, and emergency relief – intermodal connections and supply chains prove. 

Peters et al, 08 Secretary of Transportation (Ed Schafer Carlos M. Gutierrez M. Gates Samuel W. Bodman Michael Chertoff Dirk Kempthorne Michael Mukasey Elaine L. Chao Condoleezza Rice Henry M. Paulson, Jr. Norton A. Schwartz, General, USAF Stephen L. Johnson Rebecca Dye, “National Strategy for the Marine Transportation System: A Framework for Action,” Committee on the Marine Transportation System, July 2008, http://www.port.pittsburgh.pa.us/docs/national_strategy_for_mts.pdf)//AS

The U.S. military relies on commercial port infrastructure to enable the rapid deployment of forces during a national emergency, as most American military power moves around the world by ship. For planning purposes, facilities are designated at 15 commercial strategic seaports having sufficient capability to support major military deployments. In addition, there are several Department of Defense-owned terminals, supporting specific military outload requirements, such as ammunition. Access to these designated ports and other key components of the MTS, such as the intermodal connections between the ports and military bases, are vital to the transformed military envisioned in the Quadrennial Defense Review (QDR) (February 2006). The QDR calls for rapid global mobility to support a full range of operations. Whether deploying a large force with combat equipment, shipping humanitarian supplies for a disaster relief mission, or deploying and sustaining a peacekeeping force, the MTS provides a critical capability. A robust and resilient MTS is essential so that it can continue to perform its commercial function while responding to a national defense event or other disruption.

Federal action on improving the MTS is critical solving status quo environmental hazards. 

Peters et al, 08 Secretary of Transportation (Ed Schafer Carlos M. Gutierrez M. Gates Samuel W. Bodman Michael Chertoff Dirk Kempthorne Michael Mukasey Elaine L. Chao Condoleezza Rice Henry M. Paulson, Jr. Norton A. Schwartz, General, USAF Stephen L. Johnson Rebecca Dye, “National Strategy for the Marine Transportation System: A Framework for Action,” Committee on the Marine Transportation System, July 2008, http://www.port.pittsburgh.pa.us/docs/national_strategy_for_mts.pdf)//AS

As waterborne trade increases, stresses to sensitive marine and freshwater environments, as well as to port communities, likely will increase. Emissions from vessels, port equipment, trucks, and locomotives have emerged as a significant concern in many port communities at the national and international level, in part due to serious human health effects associated with diesel particulate matter and other air pollutants. Regulation of carbon emissions will increase the need for accurate air quality monitoring and modeling at sea and in port; energy alternatives and technologies such as green vessel design that reduce and mitigate emissions; and research to measure and quantify effects of pollutants on human health and the environment. Discharge of oil and other pollutants, contaminated sediments, and the spread of non-indigenous invasive aquatic species through releases of ballast water or other means can affect water quality and ecosystem stability. CMTS Agency partners must look systemically at the hydrology, hydrodynamics, sediment, and water and air quality of the marine environment, and their focus on issues such as regionalization and integrated water resources will help support a more sustainable transportation system. CMTS Agencies will also focus on climate change and its implications for the MTS. Growth in trade and travel, and associated use and activities in the MTS, as well as maintenance, improvements, and expansion of the MTS infrastructure, present challenges for protecting the environment. Accidents, disruptions, and safety and security issues also present environmental challenges and potential impacts to human health and the environment. Measures to avoid and mitigate impacts will be needed to sustain the projected growth in waterborne trade and the increase in other ocean-related activities in a manner that protects and sustains the environment and human health. The Federal government and its MTS partners advocate the practice of environmental stewardship while operating within the MTS. Like most MTS-related laws and regulations, the authorities governing environmental protection are distributed among many Federal, State, and local agencies. Management of complex ocean, river, and lake resource linkages requires agencies and MTS partners to work together to support environmental, economic, and human health interests. National Strategy for the Marine Transportation System July 2008 35 For example, the Federal government is responsible for setting national standards for the protection of air, land, and water, while States and localities frequently implement these standards and in some instances have authority to make these standards more stringent. Further, the global nature of maritime commerce means that international standards and practices also affect the MTS. For example, the International Maritime Organization is responsible for setting international maritime environmental standards, including those for maritime transportation impacts to the environment. A systems approach to Federal MTS environmental protection is needed to assist a broad array of maritime industries in complying with Federal and international guidelines and regulations. Local and regional initiatives remain vital parts of the planning process, and should be part of the national effort to achieve system-wide cohesion. The value of waterfront access and property is evolving, and the importance of the waterfront for recreational and residential interests is increasing. Ports often must compete with other development interests for land and access. The economic standard has become more stringent to justify infrastructure investment for ports. Lightly contaminated industrial areas near ports offer potential for port development, but must compete with other land uses.

AMH solves congestion – creates effective infrastructure.
Peters et al, 08 Secretary of Transportation (Ed Schafer Carlos M. Gutierrez M. Gates Samuel W. Bodman Michael Chertoff Dirk Kempthorne Michael Mukasey Elaine L. Chao Condoleezza Rice Henry M. Paulson, Jr. Norton A. Schwartz, General, USAF Stephen L. Johnson Rebecca Dye, “National Strategy for the Marine Transportation System: A Framework for Action,” Committee on the Marine Transportation System, July 2008, http://www.port.pittsburgh.pa.us/docs/national_strategy_for_mts.pdf)//AS

Landside freight congestion has caused some shippers to consider marine transportation as an alternative. Shipping along our Marine Highways has the potential in some cases to facilitate enhanced freight flow, expand freight capacity, reduce congestion, or improve air quality. A minimal reduction in the anticipated growth of trucks on highways can make a significant difference. For example, one 80,000-pound tractor-trailer truck does a great deal more damage to pavement than a car and imposes greater costs per mile for road wear—cars cost an average of .05 cents per mile, single unit trucks cost .31 cents per mile, and multi-unit trucks cost .66 cents per mile. 45 Thus, the use of marine transportation for cargo could reduce the costs of road maintenance. America’s Marine Highways can be viable alternative transportation modes. America’s Marine Highways serve as an extension of the surface transportation system and consist of the navigable coastal, inland, and intracoastal waters of the United States and nearby Canada and Mexico. These corridors support the movement of passengers and cargo between U.S. ports, or between U.S. and Canadian or Mexican ports, relieving landside congestion. Transporting freight by water has traditionally been used for the movement of bulk commodities such as coal, petroleum, grain, and lumber, yet growing freight traffic congestion on the highways, combined with innovative approaches, could encourage shippers to consider marine transportation for other cargo. To promote optimal use of Marine Highways and decrease congestion, Marine Highway Corridors will be designated. The Federal government could encourage greater use of the MTS for shipping freight, as well as passengers, by supporting the collaborative partnerships to develop specific congestion mitigation projects, promoting public/private partnerships to develop marine highway services, and developing performance measures for assessing the benefits of marine transportation.

MTS directly supports new energy technology and offshore oil drilling. 

Peters et al, 08 Secretary of Transportation (Ed Schafer Carlos M. Gutierrez M. Gates Samuel W. Bodman Michael Chertoff Dirk Kempthorne Michael Mukasey Elaine L. Chao Condoleezza Rice Henry M. Paulson, Jr. Norton A. Schwartz, General, USAF Stephen L. Johnson Rebecca Dye, “National Strategy for the Marine Transportation System: A Framework for Action,” Committee on the Marine Transportation System, July 2008, http://www.port.pittsburgh.pa.us/docs/national_strategy_for_mts.pdf)//AS

The development of new technologies supporting oil and gas exploration in offshore waters is making possible the discovery and production of new energy reserves critical to our Nation’s economy. While many reserves continue to be found in shallow-water, near-shore locations, the most significant reserves are being found farther offshore, at water depths exceeding 1,000 feet and approaching 8,000 feet. Most of these new discoveries could result in the construction of either fixed or floating structures that would remain on location until the reserves have been depleted, a period of up to 50 years. Additionally, alternative energy offshore structures supporting wind, ocean wave, and tidal current power are expected to be constructed in Federal offshore waters. Offshore supply vessels have become an important part of U.S. domestic maritime operations. A safe and secure MTS must account for all of these energy structures in order to allow for the safe passage of vessels, both to prevent risks of injury to people and the environment and to prevent loss of energy production. It is anticipated that use of the ocean will increase. These uses include marine transportation, production of energy, protection and management of living marine resources, tourism and recreation, fishing, and scientific research. The interaction of these uses is also expected to increase. As a result, to promote safety and reduce risks to life, property, and marine life, intergovernmental collaboration and action to address these interactions will be required. As technologies improve, the CMTS Agencies can collaborate to improve marine safety. For example, data integration of Vessel Traffic Services, Automatic Identification Systems (AIS), electronic charts, and real-time navigational and weather information can create a comprehensive navigational safety system that significantly improves the quality and timeliness of safety information. 

Marine transportation is key to the nation’s economy and relieving congestion.
Schubert, 04 Captain Maritime Administrator Maritime Administration United States Department of Transportation (William G., “Challenges in Maritime Transportation: The Life Blood of the U.S. Economy,” January 2004, http://www.highbeam.com/doc/1P3-536912941.html)//AS

Our industry is constantly changing and evolving, from the technology we use in ship operations to the way cargo is handled at our ports. Most of our changes, however, are internal and recognizable only by those who work directly in the maritime transportation industry. As our nation becomes more dependent on trade and our ports, and as waterways continue to serve as critical economic engines that move people and goods, the sphere of the maritime industry will grow outside the traditional boundaries that have dominated the landscape for the past several decades. Under secretary Norman Y. Mineta's leadership, the U.S. Department of Transportation is working to better integrate our transportation system by promoting the use of waterways to complement our rail, highway and airborne transportation. We know we need to rethink our systems, develop modern technology that can be applied to integrated transportation systems and improve infrastructure in order to meet the economic demands of the future. Marine transportation is an integral component of the U.S. transportation system and is essential to the nation's economy. The community of business and movement of goods has evolved from localized to globalized integration where "just in time," highly reliable deliveries are absolutely critical for everyday operations. This nationwide dependency was evident to the public during the sudden halt of maritime transportation operations on the West Coast in 2002. While the public is generally unaware of the economy's reliance on the waterborne transportation components of our supply systems, we in the government and industry are well aware of the critical importance of this mode of transportation. In many cases, there is simply no alternative to moving goods by water. The U.S. Maritime Administration (MARAD) manages a diverse range of maritime programs and we strive to strike a balance in cooperation between the federal government and the U.S. commercial maritime transportation industry. Our goal is to solve immediate problems, address longterm issues and work with others to serve as a catalyst for innovative thinking and technology as we progress in a new era where great challenges exist to achieving safe, efficient and reliable logistics chains supporting the U.S. economy. Mineta has charged the department and the other modal administrators to serve as "pioneers intransportation" and "architects of the future" on behalf of the Department of Transportation and the Bush administration. To meet this responsibility, MARAD has embarked upon a variety of initiatives and programs that seek to develop innovative security technology for commercial maritime applicationssuch as cargo handling, container tracking, vessel tracking and maritime domain awareness. It takes a number of government agencies and industry in close collaboration to focus on the latest technologies that can contribute to ensure safe and secure ports, supply chains and the borders to the north and south, while maintaining our transportationefficiencies that have made this nation great. With this high level of involvement, and a demand for progress, teamwork between the commercial sector and the federal government is critical to our success. We recognize that this is the perfect time to leverage MARAD's government knowledge and expertise in industry operations to confront the anticipated capacity crunch through technology and process innovations that simultaneously increase security and improve efficiencies. There are specific areas where security can enhance efficiency. For example, the development of a maritime smart card offers this distinctive benefit. For the U.S. Coast Guard, a smart card will ensure the proper security and safety credentials of a mariner. For the master aboard the ship, the technology allows the expedited processing of crewmembers who sign on and off the ship. We are also working with industry through our Cargo Handling and Ship Operations Cooperative Research programs to apply, test and expand the latest technologies, such as electronic cargo tracking, container seal technology and non-intrusive inspection-all to enhance security measures already in place and to keep the nation's commerce moving. To help focus our many efforts and achieve more synergy, MARAD recently embarked on a research initiative entitled "Research, Technology, Demonstration and Deployment" (RTDD). RTDD is a new focus that aims to increase the level of collaboration and coordination of research activities in order to better facilitatetransportation innovation in a timely manner. A core approach that includes innovative leaders, researchers and enabling research is needed to help the U.S. maritime industry move successfully in the 21st century. Through RTDD, MARAD plans to work with the maritime industry, academia and other government agencies to identify, gather, coordinate, stimulate, facilitate and accomplish research testing, demonstration and deployment of maritime transportation innovation. A "starter" website (www.marad.dot.gov/ research/) is the first product of the initiative, a building block upon which to work together to enhance and provide a place to bring focus to partnering and thinking of critical needs and opportunities. Many of us recognize that increased congestion on roads, rails and ports is a significant challenge and that the larger container ships coming into our ports need more options for dispersing their cargo besides the rails and roadways. We are beginning to see industry answer these new challenges through incentives to shippers who move containers in and out of port via the waterways. Proposals for container-on-barge services to take thousands of trailer trucks off already congested highways each year are incredibly encouraging. Complementing the efforts of the Bush administration to enhance freight mobility, these industry-driven solutions represent something important: a change in the conventional thinking of the maritime transportation industry. One example of a major change in conventional thinking is MARAD's Short Sea Shipping Initiative. With international trade projected to reach two billion tons by 2020, almost double today's level, MARAD's Short Sea Shipping Initiative is moving forward to encourage and expand cargo movement by water to ease transportation congestion and alleviate air pollution. Increases in surface transportation congestion will cost the economy in lost productivity and nowhere is this congestion more evident than at our major port gateways and along our coastal transportation corridors. Freight transportation shapes cities, underpins the economy and determines our nation's trading patterns; it is our link to the global economy. This initiative has been charged to examine methods to encourage cargo movements by water whenever possible. By exploring container-on-barge and fast vessel technology applications to our intermodal transportation system, short sea shipping offers the possibility of a transportation alternative that can be applied to any number of domestic freight routes and even express freight deliveries that enhance trade with Canada, Mexico and South America. In many instances, our landside transportation system is already stressed to the limit and the surface infrastructure may not be able to meet the escalating trade demand. Truck traffic growth, in particular, is expected to have its own capacity crunch in this decade. Complementing the Short Sea Shipping Initiative is a newly established Short Sea Shipping Cooperative Program, sponsored by MARAD, that claims a diverse membership including truckers, shippers and transportation planners, as well as maritime industry stakeholders in its active membership. Also, the United States is working with Canada and Mexico to share information and possibly develop a North American Free Trade Agreement-wide integrated short sea system. With all these exciting advances and opportunities in the maritime industry, we recognize that without an adequate number of personnel employed and working in the industry, many of our initiatives and, more importantly, the seamless movement of commerce from our ports to the stores, would not be possible. Motivated and trained people are critical to assuring future success of the industry in meeting national needs. The U.S. Merchant Marine Academy (USMMA), run by MARAD, and the State Maritime Academies continue to supply highly educated leaders for the industry. The USMMA recently undertook the development of standards and curricula for the education, training and certification of maritime security professionals. Model curriculum for the Ship security Officer, Company security Officer and Port Facility security Officer were accomplished jointly with India for the International Maritime Organization on an accelerated schedule to achieve international maritime security training solutions in a timely fashion. MARAD is also working on a maritime vocational school initiative to provide entry-level students for the industry focusing on seafaring and shipyard positions to lead and encourage the next generation of transportation pioneers. We are analyzing different courses of action, including replicating the success of the Mar Vista High School program, a maritime vocational training program in California. This type of creative approach can help interest our youth in the maritime profession and increase the number of merchant mariners nationwide. In partnership with industry, labor and other federal, state and independent organizations, MARAD is addressing a variety of challenges that confront the maritime industry by working toward responsible, efficient and cost-effective solutions. There is much work to be done, but through government-industry partnerships, I believe we can achieve results today and set the course for tomorrow. There are few things more powerful than the combination of the human imagination and the will to see great ideas come to life, especially ideas that enhance our nation's economic competitiveness and quality of life. Our nation's marine transportation system is the highway of the future, and the United States maritime industry is now beginning to see itself in a new light.

SSS is key to alleviating environmental damage and congestion from landside transportation infrastructure. 

Mulligan & Lombardo 06 - Ph.D. from Western Carolina University, Ph.D. from United States Merchant Marine Academy (Robert F., Gary A., “Short Sea Shipping: Alleviating the Environmental Impact of Economic Growth,” World Maritime University Journal of Maritime Affairs, 2006, http://paws.wcu.edu/mulligan/www/SSSenviron.htm)//AS

This research establishes that substituting Short Sea Shipping (SSS) traffic for overland freight carriage in North America will result in significant alleviation of environmental impact in addition to offering a reduction in increasingly overburdened highway vehicular traffic.  SSS offers a possible solution in the form of an alternative transport mode as overland carriers have become overwhelmed and undependable due to traffic congestion.  The more successful SSS proves in achieving market share, the greater will be its impact in relieving clogged land arteries and lowering costs of transport over competing modes, as well as improving time performance.  More importantly, every mile a ton of freight is carried by SSS instead of by interstate truck lines or railroads will result in reduced fuel consumption and environmental impact.
SSS is used extensively to transport cargo throughout the European Union.  Although the United States once relied on coastal shipping lines, traditional coastal shipping has largely been supplanted by various kinds of overland transport, which consume more fuel and emit more pollutants than shipping.  Overland freight carriers now face the threat of paralysis due to economic expansion and population growth.  The short sea shipping concept is reviewed; the calculations for quantifying environmental impact are presented;  public policy implications are discussed; and a conclusion is presented.  Details of the hypothetical ship estimate are given in the appendix.

2.  Short Sea Shipping
The movement of cargo by sea is an important component of the European Union’s transportation system.  The intra-European Union sea movement of cargo represents 42% of the bulk goods being transported[1].  Short sea shipping in Europe is viewed as essential to alleviate highway congestion and reduce environmental pollution[2]. 

 The characteristics found in the transportation network for the U.S. domestic market are similar to domestic markets found in nations with advanced economies.  Most developed nations rely on a national highway system to carry cargo, even though this is among the most expensive and environmentally-polluting, resource-consuming, transport modes.  Due to the fact that increases in annual freight movements in the U.S. far surpass that of annual highway mileage construction, highway congestion has become a significant problem, as is apparent in terms of increased travel time.  Highway travel time also increases the social welfare cost due to resultant inefficiencies.  Freight movement inefficiencies are projected to increase dramatically as US highways “. . . experienced a doubling of vehicle miles traveled in the past twenty years while the total highway mileage has only increased by 1%.” This general trend is expected to continue.  Projections for the next fifteen years indicate explosive growth in cargo transport measured in both freight tonnage and value[3].
 Because SSS has to be implemented basically from scratch for North American markets, policy makers and the transportation industry face the challenge of developing an efficient and effective complement to the existing transportation system they inherit.  At the same time, the situation presents opportunities because the industry is not constrained by existing environmentally unfriendly practices or traditions, and can select from among the most environmentally friendly capital infrastructure.  The conceptual model (Figure 1) is offered to focus discussion and eventually enhance understanding concerning the short sea shipping concept as a commercially viable enterprise. 
2. The extent of congestion on the East-coast I-95 highway corridor and elsewhere needs to be quantified by intermodal segment and a reasonable process for estimating the additional monetary costs needs to be developed.  The quantification of the congestion/travel delay experience is a precondition for promoting awareness of short sea shipping as a potential solution, as well as allowing for meaningful cost-benefit analysis. Thus one data requirement is point-to-point cargo volume and delay time for the interstate highway system and for railroads. The economic feasibility of short sea shipping focuses on whether it can offer lower freight charges than overland carriage. Whether short sea shipping can avoid or mitigate delay times, either by bypassing or alleviating overland congestion will likely be secondary. Nevertheless, bad as congestion is today, it can only get worse as international trade is projected to double within the next decade. Additionally, some trade flows within the U.S. are projected to triple by 2020[5]. Such significantly increased demand for transportation services will likely support higher freight charges; however the overall policy goal must be to minimize transportation cost, thus contributing to the U.S. general advantage from higher productivity. Short sea shipping can offer two potential benefits: SSS may be cost competitive with overland shipping. To establish competitive costs, the estimated costs of short sea shipping transport (including profit) must be compared to the actual costs of overland shipping (also including profit). In the most favorable outcome, it will turn out that short sea shipping can be offered with a higher profit margin than contemporary overland shipping. However, its success will alleviate overland congestion, and thus would lower costs (increasing profits) in the competing overland sector. Thus SSS's success would contribute to improving its competitors' profit margins. Producers cannot be expected to choose short sea shipping unless it can be offered at rates competitive with those offered by overland shippers, or lower. SSS may alleviate the congestion/travel delay problem by bleeding off some of the cargo volume from the highways. To some limited extent, ability to realize this second benefit would justify policy intervention even in the absence of any ability to achieve the first, and studies should acknowledge and explore this possibility. However, it seems highly unlikely that significant utilization of any alternative shipping facility would occur unless it offers some clear benefit; e.g., of either cost or time saving. If intermodal segments can be identified where short sea shipping can offer a clear and significant time advantage compared to overland transport, either around the clock or at certain times of day, then SSS can be competitive even if its costs require a higher price. However, cost estimates must capture the cost of fuel consumption. The faster the operational speed of the short sea shipping fleet, the more expensive to operate, the higher costs, and the lower profits. Short sea shipping can only prove viable if (a) its operating costs are sufficiently low to enable pricing below overland shippers, or (b) it can match or improve on the freight availability time offered by interstate trucking. This includes travel time, queuing, loading, and unloading, and in most cases should capture the fact that deliveries made after normal business hours cannot be utilized or processed by the customer until the start of the next business day. Though water-borne carriage is traditionally slower than trucking, this advantage to trucking diminishes over weekends, on overnight service, and increasingly at morning and evening rush hours and other chokepoints. Operating costs rise with ship speed, though to some extent, faster travel time justifies higher pricing. Exploratory modeling must capture the impact of both factors and their interrelationship.
SSS fuel economy is unparalleled ---- key to efficient and clean transportation 

Mulligan & Lombardo 06 - Ph.D. from Western Carolina University, Ph.D. from United States Merchant Marine Academy (Robert F., Gary A., “Short Sea Shipping: Alleviating the Environmental Impact of Economic Growth,” World Maritime University Journal of Maritime Affairs, 2006, http://paws.wcu.edu/mulligan/www/SSSenviron.htm)//AS

A single SSS vessel carrying 80 tractor-trailers at 20 knots will only burn approximately four gallons of diesel fuel every mile (Table 2 and Figure 3). This extremely modest level of fuel consumption has to be compared to the fuel that would be burned, not by a single tractor-trailer, but by all eighty. The reciprocal of fuel consumption per nautical mile is miles traveled per gallon of fuel consumed (Figure 4). These figures are also provided in Table 2. If a single tractor-trailer realizes fuel economy equivalent to four miles per gallon, the eighty-trailer SSS vessel realizes the same level of fuel consumption when traveling at only about eight knots. Although this is much slower, it must be kept in mind that the 80 trailer RoRo ship is carrying eighty times the cargo of a single tractor trailer. Thus, the ship has better fuel economy and lower environmental impact as long as it operates at a speed which allows for fuel economy better than 1/80 of the fuel economy realized by tractor-trailers, which occurs at any speed below approximately 27 knots. SSS can thus contribute dramatically to improved environmental quality. This improvement in environmental quality is not limited to the superior fuel economy characteristics SSS offers, but also results from the fact that reduced congestion on interstate highways will allow truckers to drive faster and realize better fuel economy. Furthermore, the primary benefit is directly proportional to the number of tractor-trailers or TEUs which can be removed from the interstate highway system and moved by ship.
SSS catalyzes necessary economic and environmental improvements 

Luttenberger, 11 PhD (Lidija Runko, “The Role of Envıronmental Educatıon in Promotıng Short-Sea Shıppıng,” International Conference IMLA, 2001, http://www.pfri.uniri.hr/imla19/doc/028.pdf)//AS

SSS offers many advantages over the land-based transportation modes (Denisis 2009, Foschi et al. 2005). It is more energy efficient (see Table 1), in certain respect is and could be even more environmentally-friendly, shows better safety record than other types of transport, and requires less public expenditures on infrastructure 2 , it is the way of mitigating highway congestion and reducing highway noise. Additional advantages of SSS are expansion of the transportation network capacity, port productivity improvement, revival of maritime sector, intermodal integration, door-to-door, just-in-time practices, modern logistics and it allows better integration of the islands. SSS can generate public and environmental benefits. Table 1. Energy use in freight transportation (Denisis 2009). Mode of transport Energy use in MJ/ton-m Road 1.8 – 4.5 Rail 0.4 – 1 Maritime /SSS 0.1 – 0.4 Inland navigation 0.42 – 0.56 SSS is unfortunately associated with a greater quantity of negative externalities as compared to long-range maritime transport (DSS – Deep Sea Shipping) on account of the need to use a grater number of small ships and the greater number of ports called at. But even in this case SSS is less polluting than terrestrial and air transport. Namely, positing 100 as total cost of air transport, which is the highest, the following percentages apply for the other modes: 0, 89 for the cost of road transport, 0, 34 for the cost of rail transport, 0, 25 for the cost of SSS as against the average cost of maritime transport, which is 0.06 (Foschi et al. 2005). Therefore, social and environmental costs of using water transport are not as high as those incurred from using road transport 3 (e.g. cost of building new roads, splitting communities, congestion, accidents 4 , etc). However, the creation of a ‘level playing field’ between the modes has not been achieved over the last 10 years (Rowlinson et al 2002).

Studies prove SSS is cost competitive and emits significantly lower amounts of carbon dioxide.

AASHTO, 09 (American Association of State Highway and Transportation Officials, “Transportation and Sustainability Best Practices Background,” May 27, 2009, http://environment.transportation.org/pdf/sustainability_peer_exchange/AASHTO_SustPeerExh_BriefingPaper.pdf)//AS

Short sea shipping - California recently passed GHG reduction legislation. Large freight centers and corridors in the state provide an opportunity to evaluate alternative freight modes. Short sea shipping (SSS) offers a low GHG emission alternative to overland modes such as heavy-duty trucks. SSS also has the potential to abate carbon dioxide emissions while yielding several other benefits such as reducing local pollutant emissions, mitigating highway congestion, and improving road safety. A study conducted by the University of California at Berkeley examined the north-south California freight corridor to investigate the potential of SSS to reduce carbon dioxide emissions from goods movement relative to heavy-duty trucks. Authors determined that SSS could meet one-or-twoday delivery requirements. Therefore, shippers may not be concerned with transit time as a major factor in determining whether to use heavy trucks of SSS. Dedicated SSS terminal facilities and intermodal connections are recommended to ensure on-time reliability. Analysis of SSS costs demonstrates that it is competitive with heavy truck. Analysis shows that the potential demand would be sufficient to support the minimum operations of SSS even given a small market share. Targeting non-time-sensitive commodities are most likely to be the bestsuited goods for SSS. Travel at modest speed is better for carbon dioxide emission reduction; however, ship size did not seem to significantly affect emissions. SSS ships emit less carbon dioxide per ton-kilometer than heavy-duty trucks and diesel trains. The study recommends further modeling to determine empirical effects.

SSS is the most fuel efficient mode of transportation and has virtually unlimited development potential. 

Zou et al, 08 University of California at Berkeley Civil and Environmental Engineering National Center of Excellence for Aviation Operations Research (Bo, Megan Smirti, and Mark Hansen, “Reducing Freight GHG Emissions in the California Corridor: The Potential for Short Sea Shipping,” Transportation Research Board 88th Annual Meeting, August 1, 2008, http://www.uctc.net/papers/856.pdf)//AS

Short sea shipping (SSS), or ships moving freight along coastal regions, provides a less understood lower emission alternative mode to heavy-duty trucks. It has the potential to abate GHG emissions while also yielding several other benefits such as reducing local pollutants emissions, mitigating highway congestion, and improving road safety. However, many unknowns exist due to the nascent body of literature on SSS and climate change. To this end, this paper will investigate the potential of SSS to reduce CO2 emissions from goods movement with a focus on the north-south California corridor. In view of the current research and practices, this paper seeks to answer the following questions, 1. What is the size of the potential market for the proposed SSS in the north-south California corridor? 2. To what extent could the SSS help reduce CO2 emissions in this corridor? 3. To make the new freight service successful, what are the issues to take into account and how should they be addressed? These are questions explored in this study. While there is no uniform definition of short sea shipping, the term generally refers to non-ocean-going waterborne transportation moving commercial freight along coasts, sometimes including inland waterways (9, 10). The emergence and development of SSS is motivated by environmental awareness, increasing freight transportation demand, and limited overland infrastructure supply (10). Environmental awareness encourages SSS because ships emit less CO2 per ton-kilometer than heavy-duty trucks and diesel trains (Table 1). Emission factors of other local pollutants reflect a similar trend (11). Other sources of emission factor estimates indicate that the CO2 emission factor of SSS is comparable to that reported in Table 1, with one estimate at about one seventh that of heavy-duty trucks (12). Research on the relationship between a freight mode shift to SSS and a change in GHG emissions is limited. Corbett et al. (13) develop an intermodal freight network model to evaluate freight route assignment among ships, rail, and trucks. This model performs route optimization under different objectives, such as the minimization of emissions, time, or cost. As each mode exhibits different characteristics (trucks have a faster travel speed than ships, yet a higher emission factor), a key component of the modeling capability is the ability to construct tradeoff curves between time and CO2 emissions. Although the model incorporates some simplifications, such as all-or-nothing freight assignment, the results suggest that costal ships are a preferred mode when goods movement costs and emissions are concerned. In addition to a lower CO2 emission factor, SSS has other advantages over alternative modes. Paixao and Marlow (9) find that infrastructure construction and maintenance costs for SSS are lower than those for highway and rail. Another key benefit is the virtually unlimited capacity of the sea: increasing freight transport does not incur costs in the building of sea-lanes. Paixao and Marlow (9) also note that in Europe 60-70% of industrial and production centers are located within 150-200 km of the coast, providing SSS with a geographical advantage and facilitating the door-to-door transport of certain cargoes. Lombardo et al. (10) finds that SSS can both be cost-competitive and alleviate travel delay on highways in the US. The Government Accountability Office (GAO) (14) concludes that besides air quality improvement, the development of SSS operations may increase the capacity of congested freight corridors.

SSS is key to alleviating the stresses of landside transportation.

Denisis, 09 PhD Naval Architecture and Marine Engineering (Athanasios, “An Economic Feasibility Study of Short Sea Shipping Including the 

Estimation of Externalities with Fuzzy Logic,” The University of Michigan, 2009, http://deepblue.lib.umich.edu/bitstream/2027.42/62275/1/adenisis_1.pdf)//AS
The continuing growth of freight transportation has placed significant stress on U.S. and European transportation networks. The dominance of trucking as the main mode of domestic general cargo transportation has caused environmental and societal problems, such as traffic congestion, air pollution, highway accidents, noise, and increased energy consumption. Using inland and coastal waterways, short sea shipping (SSS) can alleviate these problems. SSS can provide efficient door-to-door transportation as part of an intermodal system, where ships perform the long-haul and trucks the short haul cargo collection and distribution. This dissertation examines the economic feasibility of SSS. The environmental and societal advantages of SSS over competing modes are translated into lower external costs. External costs or externalities are the hidden costs not reflected in transportation prices. This non-inclusion is considered a market failure by economists. Estimating their monetary value is a challenging task. There is an inherent subjectivity, imprecision, and vagueness in current external cost valuation methods. This dissertation addresses this vagueness and imprecision of externalities using fuzzy logic. Fuzzy logic treats subjectivity with mathematical rigor. Several factors that determine the impact level of transportation externalities are modeled as fuzzy input variables. The outputs are the damage costs of major air pollutants and the external costs of traffic congestion. A fuzzy inference system can provide site-specific monetary estimation for these externalities under defined conditions, instead of average values. The results show that SSS has great potential for further improving its environmental performance by lowering ship emissions at ports, where most of its external costs occur, by implementing procedures, such as “cold ironing.” The dissertation assesses the feasibility and competitiveness of SSS, in comparison to the all-truck mode, in two realistic cases of prospective short sea operations along the U.S. East Coast. SSS is highly competitive, due to its significant energy efficiencies. Furthermore, its environmental performance, in terms of monetary impact of emissions is superior, due to location. Combining the internal costs with the external cost estimates, the two case studies demonstrate the fair pricing principle in freight transportation, where prices are based on the full social cost of a transportation mode.

SSS is more environmentally safe and required less infrastructure expenditure than all other forms of transportation.

Denisis, 09 PhD Naval Architecture and Marine Engineering (Athanasios, “An Economic Feasibility Study of Short Sea Shipping Including the 

Estimation of Externalities with Fuzzy Logic,” The University of Michigan, 2009, http://deepblue.lib.umich.edu/bitstream/2027.42/62275/1/adenisis_1.pdf)//AS
Short sea shipping (SSS) is a sustainable transportation mode and an environmentally friendly solution for the capacity and mobility problems of the U.S. freight transportation system. Although there is no worldwide consensus on the definition of SSS, the definition given from the U.S. Maritime Administration (MARAD), as “a form of commercial waterborne transportation that does not transit an ocean and utilizes inland and coastal waterways to move commercial freight,” is the most widely accepted. The focal point of SSS in the U.S. is the transportation of containerized general cargo. SSS offers many advantages over the land-based transportation modes; it is more energy efficient, more environmentally-friendly, safer, and requires less public expenditures on infrastructure. It can add more capacity to the transportation network, which is necessary in order to accommodate the future growth of the international trade, at a relatively low cost. Overall, SSS can generate more public and environmental benefits.

SSS solves highway congestion, noise pollution, and environmental damage while requiring a fraction of the infrastructure cost. 

Denisis, 09 PhD Naval Architecture and Marine Engineering (Athanasios, “An Economic Feasibility Study of Short Sea Shipping Including the 

Estimation of Externalities with Fuzzy Logic,” The University of Michigan, 2009, http://deepblue.lib.umich.edu/bitstream/2027.42/62275/1/adenisis_1.pdf)//AS
The rapid growth of trucking as the dominant domestic mode of freight transportation has caused significant environmental and societal problems. These problems can be alleviated though modal shifts to more environmentally friendly modes, such as SSS. SSS is a more sustainable mode of freight transportation that has environmental and societal advantages over the other surface modes. The main benefits of SSS are the following: a. Improved energy efficiency. The transportation sector utilizes about 30% of all the energy used in the U.S. and freight transportation consumes about 43% of that. Ships are the most energy efficient transportation mode, while trucks are the least efficient (Table 3.1). Economies of scale are in favor of SSS. One 1500-ton barge can carry the equivalent load of 60 trucks or 15 rail cars. Based on the number of miles one ton can be carried per gallon of fuel, an inland barge can travel 576 miles, a train 413 miles, and a truck only 155 miles (MARAD, 1994). This can be translated to significant fuel cost savings. Reduced air pollution. Petroleum-based transportation is responsible for air pollution, which has major negative impact on human health and the environment. Common air pollutants are the carbon monoxide (CO), nitrogen oxides (NOx), particulate matter (PM), volatile organic compounds (VOC) and sulfur oxides (SOx). In addition to harmful air pollutants, freight transportation accounts for approximately nine percent of the total greenhouse gas emissions in the U.S., of which 60% is attributed to truck transportation (EPA, 1996 ; EPA, 2005). Sea transportation is the most environmentally friendly mode in terms of fuel emissions per ton-mile of cargo. With the exception of sulfur dioxide, due to the existence of sulfur in heavier marine fuels, SSS is a much cleaner transportation mode than truck and rail in both air pollutants and greenhouse gas emissions, such as carbon dioxide (CO2) (Table 3.2). It is clear that increasing the share of sustainable intermodal transportation, such as SSS, is a way in reducing air pollution. The International Maritime Organization (IMO) has implemented stricter regulation for air pollutant emissions from ships, as a way to make shipping more environmentally friendly, such as the Annex IV (Regulations for the Prevention of Air Pollution from Ships) of MARPOL, which sets limits on sulfur oxide (SOx) and nitrogen oxide (NOx) emissions from ship exhausts (IMO, 2008). c. Mitigating highway congestion. SSS can alleviate traffic congestion by shifting freight from the highways to inland and coastal waterways. Major highways, along the three U.S. Coasts (East Coast, West Coast and the Gulf of Mexico), suffer from congestion. Trucks currently carry about 60% of the domestic general cargo tonnage and contribute significantly to this problem. Trucks delivering their loads compete with cars for space on highways. This congestion is costly as well. According to the annual urban mobility report from the Texas Transportation Institute ((Schrank and Lomax, 2007), traffic congestion continues to worsen in American cities of all sizes, creating a $78 billion annual drain on the U.S. economy in the form of 4.2 billion lost hours and 2.9 billion gallons of wasted fuel for 2007. The congestion cost of an additional truck trip is the added delay that it causes to other users of the highway. The added delay occurs because the average speed of the vehicles will begin to decrease progressively once the density of vehicles on the road reaches high volume to capacity ratios. This congestion, which is generally associated with peak-hour traffic, is referred to as recurring congestion. A solution to the highway congestion problem could be a change in transportation patterns from shippers, especially for long-haul trips, with distances greater than 500 miles. Shippers should explore alternative modes of transportation, such as SSS, and consider modal shifts from road to water. Trucks would do the short-haul, pick-up and delivery at the start and the end of the transportation chain. d. Improved road safety. SSS can create modal shifts from truck mode to water mode. Thus, by removing trucks from the highways it can improve highway safety significantly. Trucks are responsible for many fatal highway accidents. On the contrary, shipping is one of the safest modes of transportation. e. Reduced highway noise. Noise is generally perceived by urban residents as an important problem associated with road traffic, both on real highways and local streets. In addition to being unpleasant annoyance, noise contributes to health problems. People feel more directly affected by noise than by any other form of pollution. According to EPA estimates, trucks are responsible for about two-thirds of the highway vehicle noise emissions. There are several characteristics that affect allowable noise levels, such as speed, traffic levels, vehicle weight, and population density. Currently, the EU has established a maximum noise limit of 70dB for urban areas. By removing trucks off the highway, SSS can alleviate noise pollution. Ships are superior with regard to noise pollution, since most of the time they operate away from residential areas, while trains are considered the worst. Noise is a big issue for rail transportation. However, since it is intermittent - not continuous- trucks are considered to cause higher noise problems than trains. f. Lower infrastructure expenditures. The capital costs needed for the short sea terminal infrastructure are significantly lower then the infrastructure expenditures for the expansion and maintenance of highways. Currently, the cost for a new highway lane is around $32million per lane mile and a new interchange on average costs around $100 million (Cambridge Systematics, 2005). 

Highways fail – high cost and maintenance requirements 

Denisis, 09 PhD Naval Architecture and Marine Engineering (Athanasios, “An Economic Feasibility Study of Short Sea Shipping Including the 

Estimation of Externalities with Fuzzy Logic,” The University of Michigan, 2009, http://deepblue.lib.umich.edu/bitstream/2027.42/62275/1/adenisis_1.pdf)//AS
Trucks cause significant wear and tear of road pavement. Federal and state highway costs include pavement reconstruction, rehabilitation, and resurfacing. These costs are allocated to vehicle classes through charges and fees. Pavement costs in dollars per mile represent the contribution of a mile traveled by an additional combination truck. For combination trucks total pavement costs are for rural highways 12.7 cents/mile and for urban highways 40.9 cents/mile (FHWA, 1997). Furthermore, FHWA and other state agencies estimate the equity ratios or revenue/cost ratios, i.e. the ratio of total charges paid by a vehicle class to its cost responsibility. When the charges paid by a vehicle class are less than the costs that it causes then a de facto subsidy occurs. This equity ratio for combination trucks of total gross weight 80,000 lbs is approximately 0.5. That means that trucks underpay by 50% the highway costs they cause. External costs of highway accidents, caused by trucks and expressed in cents per mile, are the uncompensated costs of fatalities, injuries, and property damages caused by unit increase in highway travel. They include medical costs, lost of productivity, pain and suffering, and other costs associated with highway crashes. These costs are the uncompensated costs not covered by insurance premiums. The external costs of highway accidents are thus lower than the average total cost of highway crashes. FHWA estimates these costs for various vehicle classes taking into account their involvement rates. Trucks have a high fatal accident rate. Urban highway traffic has a positive effect in reducing fatal crashes. Forkenbrock (1999) estimated that the uncompensated external accident cost is 60% of the total average accident cost of trucking to the society. For combination trucks, these costs for rural and urban highways have the following variation.

Studies prove SSS is superior to highway transportation due to lower emissions, external costs and higher efficiency. 

Denisis, 09 PhD Naval Architecture and Marine Engineering (Athanasios, “An Economic Feasibility Study of Short Sea Shipping Including the 

Estimation of Externalities with Fuzzy Logic,” The University of Michigan, 2009, http://deepblue.lib.umich.edu/bitstream/2027.42/62275/1/adenisis_1.pdf)//AS
Estimating the monetary costs of externalities is a challenging task. Traditional top-down or bottom-up methodologies revealed the vagueness, imprecision, and subjectivity in the valuation of environmental externalities. Transportation research so far used average estimates of external costs from previous environmental studies, without taking into account the differentiation of externalities with location or time. Fuzzy logic treats the vagueness and subjectivity of externalities in a rigorous, but also simple way. Using approximate human reasoning, fuzzy logic models provide reliable estimations of the external costs of air pollution and congestion, for a specific site and certain spatial or temporal conditions. Emissions in urban locations with high population densities produce significantly higher damage costs due to extensive health effects of air pollution. For the same reason, ships operating in the open sea generate considerably lower air pollution external costs. Therefore, although SSS has higher emissions with regard to certain pollutants, such as SO2 and PM, given its lower pollution costs, due to location, its performance in terms of monetary impact of emissions is superior. This fact, in combination with the high energy efficiencies of SSS and its congestion mitigation benefits, proves the superiority of intermodal SSS in terms of lower external costs compared to the unimodal all-truck transportation. Furthermore, the significant energy efficiencies of SSS make it competitive for large distances, as the two case studies revealed.

Defense of Pollution/Environmental benefits

SSS emits only a fraction of highway and rail transportation pollution, alleviates congestion and is prioritized for the shipment of hazardous material. Tenekecioglu, 04 - B.S., Naval Architecture and Ocean Engineering Istanbul Technical University (Goksel, “Increasing Intermodal Transportation in Europe through Realizing the Value of Short Sea Shipping,” the Department of Ocean Engineering)//AS

This chart indicates that short sea shipping is much more environmentally friendly than road transportation. Although the actual volume of Tkm is similar between the two modes, SSS results in less than one fifth the amount of CO2 emitted. Short sea shipping was also responsible for only a fraction of the amount of NOx and VOC emitted by road transportation. The amount of CO and PM resulting from SSS is negligible. However, the amount of sulfur dioxide emitted in maritime transportation is substantially greater than that of road transportation. Taking everything into account, short sea shipping must be recognized as a green alternative to road transportation. Short sea shipping is an environmentally friendly mode of transportation. It consumes less fuel and emits less air pollutants, other than SO 2, than other modes. Additionally, maritime transportation does not produce any noticeable noise pollution, unlike road, rail, and air transportation. Not only is SSS safe for the environment, but it is also safe for cargo and passengers. The occurrence of casualties or fatalities involved with maritime transportation is much less than that of road transportation. For every billion passenger kilometers, there are 13 fatalities resulting from road transportation while only .5 fatalities occur in maritime transportation (Kinnock 22). Short sea shipping is also a very secure form of transportation for the owner of the cargo. Access is limited, so vessels are easily monitored and controlled and less susceptible to hijacking. Maritime transportation also provides a safe way to transport hazardous freight; shipping hazardous material on the sea avoids the potential exposure to public that can occur when road freight is carried through urban areas. Short sea shipping is also a very reliable service. There are no missing links in the system, such as a missing bridge for road and rail transportation, which can restrict access and cause excessive delays. Outside the port, delays due to congestion are not associated with maritime transportation. Ships very rarely experience bottlenecks, and indeed, are very effective at bypassing existing bottlenecks within the road and rail networks. The independent nature of vessels means that the delay of one ship will not be passed on to other vessels, unlike the domino effect experienced in rail and road transportation. In short, the nature of maritime transportation makes it less susceptible to delays caused by externalities. Therefore there is a higher expectation for goods to arrive on time. Since the market is driven by economic factors, all these advantages of short sea shipping might be irrelevant if it was not a financially viable option. However, short sea shipping can be very inexpensive and cost effective. The size of the transportation vehicles allows for economies of scale in the shipping industry. The lack of detrimental externalities in maritime transportation will make it even more competitive once these factors are internalized for all modes because other transportation prices will increase. The fact that the European Union has earmarked short sea shipping as a 'green mode' and subsequently decided to provide subsidies to compensate for additional externalities that may be difficult to internalize, makes it an even more financially viable option. To summarize, short sea shipping is an environmentally friendly, safe, reliable, and cost effective mode of transportation. Due to all these factors, the increased use of short sea shipping will increase the overall economic competitiveness of the European

Highway pollution causes acid rain, environmental degradation and disease.

Denisis, 09 PhD Naval Architecture and Marine Engineering (Athanasios, “An Economic Feasibility Study of Short Sea Shipping Including the 

Estimation of Externalities with Fuzzy Logic,” The University of Michigan, 2009, http://deepblue.lib.umich.edu/bitstream/2027.42/62275/1/adenisis_1.pdf)//AS
Freight transportation is a major source of air pollution. Residuals emitted as gaseous components and as particulate matter from the internal combustion engines are a major source of air pollution. The Clean Air Act of 1970 and its amendment in 1990, requires EPA to set National Ambient Air Quality Standards for six criteria air pollutants: particulate matter (PM), ground-level or tropospheric ozone (O3), carbon monoxide (CO), sulfur oxides (SOx), nitrogen oxides (NOx), and lead (Pb). These pollutants can have harmful effects on human health, affect quality of life, the environment, and can cause property damage. Their effects are experienced at three geographical levels: local, regional, and global. Of the six basic pollutants, particle pollution and ground-level ozone are the most widespread health threats. The main air pollutants related with freight transportation are: carbon monoxide (CO), nitrogen oxides (NOx), particulate matter (PM), volatile organic compounds (VOC), sulfur oxides (SOx). Transportation is responsible for almost 80% of the CO emitted, due to incomplete combustion in engines, for 50% of the total amount of NOx, and for 40% of VOC. NOx reacts with VOC to form ground-level ozone, the major cause of photochemical smog (U.S. EPA, 1996). Each air pollutant has serious health effects. Below, a description of major air pollutants according to EPA: Carbon monoxide (CO). CO is a colorless, odorless, poisonous (toxic) gas. Carbon monoxide is produced from the incomplete combustion of fuel and is emitted directly from vehicle tailpipes. Nationwide, more than two-thirds of the carbon monoxide emissions come from transportation sources, with the largest contribution coming from highway motor vehicles. In urban areas, the motor vehicle contribution to carbon monoxide pollution can exceed 90 percent. Infants, elderly persons, and individuals with respiratory diseases are particularly sensitive. Carbon monoxide can also affect healthy individuals, impairing exercise capacity, visual perception, manual dexterity, learning functions, and ability to perform complex tasks. Particulate matter (PM). PM is made up of a number of components, including acids (such as nitrates and sulfates), organic chemicals, metals, soil or dust particles, and allergens. The size of particles is directly linked to their potential for causing health problems. Particles less than 10 micrometers (PM10) in diameter pose the greatest problems, because they can get deep into the lungs, and some may even get into the bloodstream. Particle exposure can lead to a variety of health effects on the heart and cardiovascular system. Numerous studies link particle levels to increased hospital admissions and emergency room visits—and even to death from heart or lung diseases. Long-term exposures, such as those experienced by people living for many years in areas with high particle levels, have been associated with problems such as reduced lung function and the development of chronic bronchitis—and even premature death. Shortterm exposures to particles (hours or days) can aggravate lung disease, causing asthma attacks and acute bronchitis, and may also increase susceptibility to respiratory infections. PM10 is closely associated with diesel engines, since their PM emissions are 30 to 70 times higher than from gasoline engines. Non-methane Volatile Organic Compounds (VOC). VOC result from incomplete combustion and fuel evaporation. Transportation is responsible for 35-40% of VOC emissions. VOC gases react with NOx to form ground-level ozone. Nitrogen Oxides NOx. NOx results from the combustion of fuels under high pressure (ratios) and temperature. It is one of the main ingredients involved in the formation of ground-level ozone, which can trigger serious respiratory problems. It reacts to form nitrate particles and acid aerosols, which also cause respiratory problems. It also contributes to formation of acid rain and to nutrient overload that deteriorates water quality. The transportation sector emits about 50%. Sulfur Dioxide (SO2). SO2 is produced by the oxidation of sulfur present in fuel types. Transportation is responsible for 5-7% of SO2. SO2 contributes to respiratory 50 illness, particularly in children and the elderly, and aggravates existing heart and illness, particularly in children and the elderly, and aggravates existing heart and lung diseases. It also contributes to the formation of acid rain. The pollutants formed from SO2, such as sulfate particles, can be transported over long distances and deposited far from the point of origin. This means that problems with SO2 are not confined to areas where it is emitted Ozone is a secondary pollutant. It is not emitted directly into the air, but it is created, at ground-level, by a chemical reaction between nitrogen oxides (NOx) and volatile organic compounds (VOC) in the presence of sunlight. In the earth's lower atmosphere (troposphere), ground-level ozone is the main component of photochemical smog. Motor vehicle exhausts, gasoline vapors, and chemical solvents emit NOx and VOC that help form ozone. Sunlight and hot weather cause ground-level ozone to form in harmful concentrations in the air. Many urban areas tend to have high levels of groundlevel ozone, but even rural areas are also subject to increased ozone levels because wind carries ozone and pollutants that form it even hundreds of miles away from their original sources. In summary, air pollution from internal combustion engines has deleterious effects on health and the natural environment. It is caused by carbon and rubber particulates, heavy metals, carbon monoxide, and photochemical smog. Health problems, such as irritations to substances with carcinogenic qualities, contribute to mortality and morbidity of the affected population and are translated to higher health care costs and premature loss of lives (Table 4.1).

Transportation emissions from personal vehicles are directly linked to climate change – 60% total transportation sector. 

Denisis, 09 PhD Naval Architecture and Marine Engineering (Athanasios, “An Economic Feasibility Study of Short Sea Shipping Including the 

Estimation of Externalities with Fuzzy Logic,” The University of Michigan, 2009, http://deepblue.lib.umich.edu/bitstream/2027.42/62275/1/adenisis_1.pdf)//AS
For the past 200 years, the burning of fossil fuels, such as coal and oil has caused concentrations of heat-trapping greenhouse gases in the atmosphere. These gases prevent heat from escaping to space. Greenhouse gases (GHG) are necessary to life, because they keep the planet's surface warmer than it otherwise would be. However, as the concentrations of these gases increase in the atmosphere, the Earth's temperature increases. GHG emissions are linked with climate change. In the U.S., energy-related activities account for three-quarters of our humangenerated greenhouse gas emissions, mostly in the form of carbon dioxide emissions from the burning of fossil fuels. More than half GHG emissions come from large stationary sources such as power plants, while about a third comes from transportation (U.S. EPA, 2008). Transportation-related emissions contribute to global climate change– greenhouse effect. The most important GHG is CO2 and to a lesser extent N2O and CH4. Climate change affects people, plants, and animals. Scientists are currently working to better understand future climate change and how the effects will vary by region and over time. Human health can be affected directly and indirectly by climate change in part through extreme periods of heat and cold, storms, and climate-sensitive diseases such as malaria, and smog episodes. The principal greenhouse gases that enter the atmosphere, because of human activities are: Carbon Dioxide (CO2). CO2 is the largest source of U.S. greenhouse gas emissions. Carbon dioxide enters the atmosphere through the burning of fossil fuels (oil, natural gas, and coal), solid waste, trees and wood products, and also as a result of other chemical reactions (e.g., manufacture of cement). Carbon dioxide is also removed from the atmosphere (or “sequestered”), when it is absorbed by plants as part of the biological carbon cycle. CO2 is 85% of total GHG. Since CO2 is a natural constituent (0.03%), it is not technically considered as a pollutant. Transportation is responsible for about one third of the total CO2 emissions. CO2 emissions from transport are directly proportional to gasoline and diesel fuel consumption. CO2 emissions from the transportation sector have increased by 29%, from 1990 to 2005. Over 60% of the emissions resulted from gasoline consumption for personal vehicle use. The remaining 40% emissions came from other transportation activities, including the combustion of diesel fuel in heavy-duty vehicles and jet fuel in aircraft ( EPA, 2008). However, it is very difficult to measure the effects of a single vehicle or vessel to the overall global climate change. Predicting such consequences involves complex forecasting, and valuation of their costs requires an assessment of how these impacts will affect the well being of future generations. Methane (CH4). CH4 is more than 20 times more powerful than CO2 at trapping heat in the atmosphere. Methane is emitted during the production and transport of coal, natural gas, and oil. Methane emissions also result from livestock and other agricultural processes and by the decay of organic waste in municipal solid waste landfills. CH4 is 8% of total GHG. Nitrous Oxide (N2O). Nitrous oxide is emitted during agricultural and industrial activities, as well as during combustion of fossil fuels and solid waste. N2O is 310 time more potent than CO2, but it represents 5% of total GHG emissions. Fluorinated Gases. Hydrofluorocarbons HFCs, perfluorocarbons, and sulfur hexafluoride are synthetic, powerful greenhouse gases that are emitted from a variety of industrial processes. Fluorinated gases are sometimes used as substitutes for ozonedepleting substances (i.e., CFCs, HCFCs, and halons). These gases are typically emitted in smaller quantities, but because they are very potent greenhouse gases, they are sometimes referred to as High Global Warming Potential gases (“High GWP gases”). HFCs are 2% of total GHG. The global warming potential (GWP)-weighted emissions of all direct greenhouse gases are presented in terms of equivalent emissions of carbon dioxide (CO2), using units of teragrams of CO2 equivalent (Tg CO2 Eq.)

Highway and rail transportation causes noise pollution – decreases property value, human health, and quality of life. 

Denisis, 09 PhD Naval Architecture and Marine Engineering (Athanasios, “An Economic Feasibility Study of Short Sea Shipping Including the 

Estimation of Externalities with Fuzzy Logic,” The University of Michigan, 2009, http://deepblue.lib.umich.edu/bitstream/2027.42/62275/1/adenisis_1.pdf)//AS
Noise nuisance is closely related with road and rail transportation. Highway traffic is a major source of noise, particularly in urban areas. Noise pollution contributes to health problems, such as stress, sleep disturbances, cardio-vascular disease, and hearing loss. Surveys suggest that people feel more directly affected by noise pollution than by any other form of pollution. Local noise pollution from transportation activity can affect the productivity and personal enjoyment of neighboring communities. Furthermore, it affects the general quality of life and the value of property. It is estimated that housing values decline by 0.4% per dB increase (Forkenbrock, 1999). Measuring the magnitude of noise pollution is complex. Volume is measured in acoustically weighted decibels [dB(A)]; a level above 65 dB (A) is considered unacceptable and incompatible with certain land uses in OECD countries; while above 45dB is considered to influence well-being (OECD, 1997). Heavy-duty trucks are a significant source of road noise, and are considered as having the larger noise impact than other modes of freight transportation
SSS is key to solving the congestion crisis – best for the environment and economy.

Raymond, 07 President and CEO of Horizon Lines (Charles G., “Raymond Calls for Immediate Action on Short Sea Shipping; Horizon Lines Chairman Says the Time for Talk is Over as Nation Faces ImpendingIntermodal Congestion Crisis,” PR Newswire, April 17, 2007, http://ir.horizonlines.com/phoenix.zhtml?c=188937&p=irol-newsArticle&ID=986161&highlight=)//AS
ORLANDO, Fla., April 17 /PRNewswire-First Call/ -- Short sea shipping is a necessary solution to the impending intermodal congestion crisis facing the United States and the maritime industry is ready to prove it if regulatory hurdles are overcome this year, said Charles G. (Chuck) Raymond, Chairman, President and CEO of Horizon Lines, Inc. (NYSE: HRZ), during keynote remarks to the JOC Short Sea Shipping Conference here this morning. Container imports are expected to double to more than 30 million TEU next decade, placing tremendous pressure on an already strained transportation infrastructure. "It is no longer a question of if our nation's transport infrastructure will start to fail, but when," Mr. Raymond said. "Short sea is not the only answer but an answer we must explore now." As major port gateways and the intermodal rail and highway networks that support them become overly congested and burdened by larger vessels and increased container traffic, short sea shipping services can move cargo from congested ports to ready ports with available capacity. Ports in Wilmington, N.C., Philadelphia and Jacksonville, Fla., for example, would flow freight into the intermodal system more efficiently. Instead of allowing highway and rail congestion to slow economic growth and harm the environment in the United States, short sea shipping can bring economic growth to new areas. This would add thousands of well-paid trade- related jobs to communities hungry for growth, while at the same time protecting the environment. "This is sustainable development. This is the win-win," Raymond said. "We grow the industry. We improve the economy. And we use ocean transportation to protect the environment ... Ocean shipping continues to be the most environmentally-sensitive and cost-efficient mode of transportation. Let's use it." Horizon Lines is adding new ships to its fleet this year, freeing up vessels that could be used as early as 2008 to launch short sea shipping services on the East and Gulf Coasts. Lawmakers and agencies must address regulatory issues this year to allow that to happen. In the short-term, adjustments to the Harbor Maintenance Tax are required immediately to allow companies to start testing theshort sea market. To create a viable industry in the long-term, changes will need to be made to Title XI and Capital Construction Fund (CCF) rules to encourage vessel and infrastructure investment. Mr. Raymond gave the keynote address to attendees of the annual JOC Short Sea Shipping Conference hosted by the Journal of Commerce, a leading transportation and logistics business publication. About Horizon Lines Horizon Lines, Inc. is the nation's leading Jones Act container shipping and integrated logistics company, operating 16 U.S.-flag vessels on routes linking the continental United States with Alaska, Hawaii, Guam, and Puerto Rico. Horizon Lines also owns Horizon Services Group, an organization with a diversified offering of cargo management and tracking services being marketed to shippers, carriers, and other supply chain participants. Horizon Lines, Inc. trades on the New York Stock Exchange under the tic 07 (ker symbol HRZ. Forward-Looking Statements The information contained in this press release should be read in conjunction with our filings made with the Securities and Exchange Commission. This press release contains "forward-looking statements" within the meaning of the federal securities laws. These forward-looking statements are intended to qualify for the safe harbor from liability established by the Private Securities Litigation Reform Act of 1995. Forward-looking statements are those that do not relate solely to historical fact. They include, but are not limited to, any statement that may predict, forecast, indicate or imply future results, performance, achievements or events. Words such as, but not limited to, "believe," "expect," "anticipate," "estimate," "intend," "plan," "target," "projects," "likely," "will," "would," "could," and similar expressions or phrases identify forward-looking statements. All forward-looking statements involve risk and uncertainties. In light of these risks and uncertainties, expected results or other anticipated events or circumstances discussed in this press release might not occur. We undertake no obligation, and specifically decline any obligation, to publicly update or revise any forward-looking statements, whether as a result of new information, future events or otherwise. See the section entitled "Risk Factors" in our Form 10-K for the fiscal year ended December 25, 2005 as filed with the SEC or in our prospectus filed with the SEC pursuant to Rule 424(b)(3) on November 17, 2006 for a more complete discussion of these risks and uncertainties and for other risks and uncertainties. Those factors and the other risk factors described therein are not necessarily all of the important factors that could cause actual results or developments to differ materially from those expressed in any of our forward-looking statements. Other unknown or unpredictable factors also could harm our results. Consequently, there can be no assurance that actual results or developments anticipated by us will be realized or, even if substantially realized, that they will have the expected consequences to, or effects on, us. Given these uncertainties, prospective investors are cautioned not to place undue reliance on such forward-looking statements.
SSS causes massive reductions in the U.S carbon footprint – trade reallocation. 

Dorminey, 11 (Bruce, “Shifting freight from trucks to barges could cut U.S. fuel consumption  - and provide a big economic boost. But domestic political hurdles block a path being exploited by China, India and Europe,” Dailyclimate.org, January 17, 2011 http://wwwp.dailyclimate.org/tdc-newsroom/2011/01/coastal-shipping)//AS

Anyone who has found themselves wedged between 18-wheelers in a northbound lane of I-95 will appreciate Ernst Frankel's decades' long quest to move at least a portion of that East coast freight traffic offshore. The effort does far more than ease congestion on an overburdened interstate highway system, according to Frankel, professor emeritus of mechanical and ocean engineering and management at the Massachusetts Institute of Technology. consumption, reduce air pollution along some highway corridors, shave millions of dollars off the price of goods and revive a moribund U.S. coastal shipping industry. "If the coastal trade from Florida to New England were moved from trucks to coastal shipping we could easily save about 1 million barrels of oil per day," Frankel said in a phone interview. Because water highways are basically free while maintenance costs for highway infrastructure is becoming an increasing burden, Frankel says coastal shipping is the cheapest and fastest way to reduce the United States' carbon transport footprint. The nearly 2,000-mile-long I-95 corridor already handles more than 5.3 billion tons of freight annually. And with the amount of truck traffic projected to double on the interstate highway system by 2035, according to the American Association of State Highway and Transportation Officials, the need for road maintenance is projected to only get worse. 

Shipping is the only transport sector that has a net cooling effect.

Fuglestvedt et al, 07 scientist at the Center for International Climate and Environmental Research–Oslo (Jan, Terje Berntsen, Gunnar Myhre, Kristin Rypdal, and Ragnhild Bieltvedt Skeie, “Climate forcing from the transport sectors,” PNAS.org, March 30, 2007, http://www.pnas.org/content/105/2/454.full.pdf)//AS

This analysis has shown that there are large differences between the transport subsectors in terms of sign and magnitude of forcing, as well as in terms of the mix of contributions from short and long-lived substances to the net RF and thus its temporal characteristics. Our calculations show that transport contributes significantly to man-made RF for some components. We find that, since preindustrial times, transport has contributed 
15% and 31% of total man-made CO2 and O3 forcing, respectively. The current emissions from transport are responsible for 
16% of the integrated net forcing over the next 100 years for all current man-made emissions. The dominating contributor to positive forcing (warming) is CO2, followed by tropospheric O3. By subsector, road transport is the largest contributor to warming. Shipping causes net cooling, except on future time scales of several centuries. As discussed above, a variety of perspectives may be used in the evaluation and comparison of climate forcing from the transport sectors. We have used the integrated RF concept, which puts equal weight on all forcings over time, up to the chosen time horizon, and does not account for the thermal inertia of the climate system. This choice of metric is in line with the adoption of GWPs in the Kyoto Protocol and IPCC 2007.

Road transportation directly contributes to warming. Shipping emits aerosols and has a net cooling effect. 

Berntsen & Fuglestvedt, 08 (Terje, Jan, “Global temperature responses to current emissions from the transport sectors,” PNAS.org, May 22, 2008 http://www.pnas.org/content/105/49/19154.full.pdf)//AS

For all transport subsectors the response is dominated by the impact of short-lived components during the first years. However, because of very different mixes of short-lived components, the subsectors show very different temporal behavior in total net effect. For road transport and aviation, the short-lived components (dominated by ozone and BC for road transport and by ozone, contrails, and cirrus clouds for aviation) contribute to positive peaks in the warming initially. For shipping and rail (both direct emissions and indirect emissions through electricity production) the initial response is dominated by the strong cooling from sulfate aerosols. For shipping there is also a substantial cooling on decadal timescales through significant reductions in methane and ozone (primary mode; O3 PM). This particular feature for shipping is caused by the fact that the large engines on ships have an efficient combustion at high temperatures, thereby emitting large quantities of NOx and relatively little CO and VOCs (4). Because of the initial and intermediate cooling effects, we find that 1 year of emissions from the current global shipping fleet will cause a net cooling for the coming 4 decades. A recent study (23) indicates that the RF due to indirect cloud effects (both first and second indirect effects) after SO2 emissions from shipping may be substantially higher than the values used in ref. 4, which included only the first indirect effect. Using results for sulfate from ref. 23 would extend the cooling period even longer. In the uncertainty analysis below, this calculation defines the lower bound for the uncertainty in the temperature change for shipping. Using the estimate from ref. 23, we find that 1 year of current shipping emissions could cause a global cooling effect for a period of 55 years. For the other subsectors, road transport, aviation, and rail, the temperature responses are completely dominated by the impact of CO2 on timescales of 
2 decades after the emissions.

Shipping cools the planet and prevents increasing climate change. All other sectors cause rapid warming.

Berntsen & Fuglestvedt, 08 (Terje, Jan, “Global temperature responses to current emissions from the transport sectors,” PNAS.org, May 22, 2008 http://www.pnas.org/content/105/49/19154.full.pdf)//AS

To illustrate how the timescales of the response are affected by assuming continuous emissions and the application of the AGTP(t), we have performed a comparison using the simplest possible future ‘‘scenario’’ of just keeping emissions constant at year 2000 levels. Fig. 4 shows the future global temperature change resulting from the 5 transport subsectors as a function of time. With these sustained emissions, the impact of shipping is a net cooling throughout the century due to the continuous strong cooling from sulfate aerosols and the negative methane perturbation. After 
35 years the increasing warming due to accumulation of CO2 becomes strong enough to slowly reverse the cooling temperature trend from shipping so that the magnitude of the net cooling slowly decreases. For road traffic and aviation the difference in the rate of net temperature increase after the first decade is almost equal to the difference in the CO2 emissions from these modes. In other words, CO2 is the driving force of the warming from these 2 sectors. During the first decade, the large RF from contrails, cirrus, and ozone from aviation causes a rapid warming. Over the course of the century the warming from road transport grows, however, to become 
4 times larger than the warming from aviation.

The TIGER grants are a failure – no economic effectiveness and misallocation of federal resources.

Feigenbaum, 12 - policy analyst at Reason Foundation with a Master’s degree in City and Regional Planning with a concentration in Transportation from the Georgia Institute of Technology. Feigenbaum holds a Bachelor’s Degree in Public Policy from Georgia State University. (Baruch, “Evaluating and Improving TIGER Grants,” Reason Foundation, April 2012, http://reason.org/files/improving_transportation_tiger_grants.pdf)//AS

Stimulus funding is short-term and does not improve the economy over the long-term. Additionally, job creation is a flawed metric in determining economic effectiveness. However, there are some merits to objective grant programs. Discretionary grant programs provide a method for projects that might be overlooked in the traditional formula grant process to receive funding. Forcing applicants to compete for federal funding can improve the quality of a project while decreasing the cost. Unfortunately, the TIGER grant program is a poorly-designed discretionary grant project. It embodies a view of transportation in which “sustainability”, novelty, and partnership are more important than cost-benefit analysis, national interest and the effective movement of people and goods. The DOT is reluctant to make any changes to the shortcomings of the TIGER program. The DOT’s failure to share information or follow its own quantitative metrics makes a mockery of President Obama’s promise of accountability and performance-based analysis. The TIGER grants are an abysmal failure and should end immediately. Creating an acceptable discretionary grant program is challenging if not impossible. For this reason the federal government should avoid discretionary grants. Current federal transportation goals are very fuzzy. With the lack of a national vision for transportation, resources are spent on projects promoted by a particular administration or earmarked by a legislator interested in securing reelection

TIGER grants are ineffective – no long term economic benefit and abysmal DOT management.

Feigenbaum, 12 - policy analyst at Reason Foundation with a Master’s degree in City and Regional Planning with a concentration in Transportation from the Georgia Institute of Technology. Feigenbaum holds a Bachelor’s Degree in Public Policy from Georgia State University. (Baruch, “Evaluating and Improving TIGER Grants,” Reason Foundation, April 2012, http://reason.org/files/improving_transportation_tiger_grants.pdf)//AS

The TIGER grants program may have funded some helpful infrastructure projects. But since short term government spending can be ineffective in helping the economy and can make the economy worse over the long-term, it is questionable if these projects have any lasting economic benefit. Even if stimulus funding is effective, it is challenging to determine whether these projects are the best available transportation projects. That fewer than 25% of Highly Recommended projects are funded while almost 50% of the Recommended projects that the Calibration Team examined are funded is troubling. Also troubling are the vague metrics, the complicated review process, the quality of supporting documentation, the geographic dispersions, the public information, the political equality, the poor quality of economic analysis and the rural/urban bias. DOT made no significant changes between TIGER II and TIGER III, and continues to make excuses for its vague metrics and limited available public information. The TIGER program of continuous stimulus funding has too many flaws. The program in its current form should be abolished. Since the DOT plans to award another round of TIGER grants in 2012 using the same flawed process as the previous grants, Congress should force DOT to award these projects on a merit basis or eliminate this funding from its budget. Although grant projects seldom work, if the DOT and Congress insist on creating a grant program, the preceding suggestions provide a method for DOT to create a more appropriate program. This new program should fund only nationally important transportation projects with proven economic benefits. Whether DOT could implement a program in a political environment is questionable. While infrastructure investments are critical for economic growth, the source of the funding and the choice of the project matter. Spending money indiscriminately on politically popular projects increases the deficit, requires localities to maintain questionable projects, and provides very little economic benefit

DOT fails – insufficient metrics and poor analysis. 

Feigenbaum, 12 - policy analyst at Reason Foundation with a Master’s degree in City and Regional Planning with a concentration in Transportation from the Georgia Institute of Technology. Feigenbaum holds a Bachelor’s Degree in Public Policy from Georgia State University. (Baruch, “Evaluating and Improving TIGER Grants,” Reason Foundation, April 2012, http://reason.org/files/improving_transportation_tiger_grants.pdf)//AS

Despite DOT’s emphasis on “rigorous” selection criteria and “project-specific performance measurement,” the quality of analysis was poor. While DOT provided general explanations for its requirements, its definitions were vague and lacked quantitative metrics. Some concepts, such as Livability, were difficult to rank, but quantitative metrics have nonetheless been developed and reviewed by subject experts for each criterion. Therefore, DOT should have included at least two quantitative metrics for each ranked criterion. For example, in the Livability section statement, DOT could have revised metric (I) from, “Will significantly enhance user mobility through the creation of more convenient transportation options for travelers” to the metric, “Will provide missing links in the network providing connectivity. This will reduce travel times by an average of five minutes per trip.” Metric (II) could change from, “Will improve existing transportation choices by enhancing points of modal connectivity on existing modal assets” to “Will enhance the highway mode resulting in increased throughput.” In Economic Competitiveness, the quality of the analysis was particularly problematic. The Department references, “The quality of jobs supported will be considered as well as number of jobs.” In the Atlanta Streetcar Project, the largest project funded by TIGER II, the forecast for the number of jobs created was greatly inflated. This occurred in part because the DOT confused job years with jobs. Additionally, PolitiFact, an independent fact reviewer, highlighted that, contrary to the claims of streetcar proponents, the project would only create 23 jobs to operate the trolleys and 467 jobs to build the rail line, all of them temporary. 20 The temporary employees would create other temporary jobs in restaurants and retailers, but those jobs would be considerably fewer than the 4,000 claimed by proponents. Despite the problems with the application, DOT used the inflated numbers in a press release. Problems existed for other projects and other elements of the metrics. Further, as reported by the DOT Inspector General, “DOT’s planned method to separate indirect jobs from total jobs in future reports did not consider factors such as wage increases that can reduce indirect jobs—which means DOT’s indirect jobs estimates could be overstated. In addition, the report did not state exactly how DOT calculated the total number of jobs funded or note whether jobs were created or sustained.” 21 Clearly, DOT needs to develop a better system to accurately measure the number of new jobs. The weighting of each criterion was another problem. There were no specific instructions that detailed the percentage weight of the primary or the secondary criteria. The lack of numerical guidance created scoring discrepancies among the Evaluation Teams, forcing the Control and Calibration and Review Teams to interpret different scores. With ten Evaluation Teams in TIGER I, and without quantitative instructions for the reviewers, all ten teams could not have placed the exact same weight on each criterion. Even within teams there were discrepancies. For example, one team member could review projects so that each long-term outcome constituted 9% of the score, Job Creation and Economic Stimulus 18% each and Innovation and Partnership 14% each. Another team member could review projects so that Job Creation and Economic Stimulus received 24% each of the score and Innovation and Partnership 8% each. The scoring could vary by project or by Evaluation Team. This could certainly lead to different scores

DOT TIGER program is inefficient – biased and fragmented review process

Feigenbaum, 12 - policy analyst at Reason Foundation with a Master’s degree in City and Regional Planning with a concentration in Transportation from the Georgia Institute of Technology. Feigenbaum holds a Bachelor’s Degree in Public Policy from Georgia State University. (Baruch, “Evaluating and Improving TIGER Grants,” Reason Foundation, April 2012, http://reason.org/files/improving_transportation_tiger_grants.pdf)//AS

DOT’s review process was complicated and did not adequately ensure that projects were reviewed equally. Project review began with the Evaluation Teams. 22 Each of the five members of each Evaluation Team ranked each project individually against each of the selection criteria. Then the Evaluation Teams discussed the projects in a group setting to arrive at a consensus agreement. Highly ranked projects were advanced to the Review Team. Projects not ranked highly were rejected. Then the Control and Calibration Team “selectively” reviewed and advanced projects, including some rejected by the Evaluation Teams, supposedly to ensure consistency. There was no explanation for how the Control and Calibration Teams chose projects to review or any definition for what “selectively” means. The Review Team chose projects advanced by both the Evaluation Teams and the Control and Calibration Team and sent the final list to the Secretary. The Secretary could have made further changes to the list but did not. During the TIGER I grants review process, when the Evaluation Teams had employees from each DOT division, projects may have been reviewed by only one subject expert. A highway project could have been reviewed by one Federal Highway Administration (FHWA) employee, one Federal Transit Administration (FTA) employee, one Federal Railroad Administration (FRA) employee, one Maritime Administration official and one Office of the Secretary of Transportation employee. Four DOT officials with limited knowledge of highways could reject a project over the objection of the one subject matter expert from the FHWA. To its credit, DOT fixed this problem in TIGER II and TIGER III by creating dedicated Evaluation Teams. One Evaluation team analyzed all highway projects, another Evaluation team all port projects, etc. Also troubling was the composition of the Review Team. The Team’s 12 staff members were all political employees. While some political appointees were necessary, the Review Team could have included at least some career professionals. Political appointees were more likely to approve transportation projects beneficial to the president regardless of their merits in other respects. Why did the DOT award so many Recommended projects over Highly Recommended projects? During the TIGER I grant process, 115 of the 1,457 applications received a grade of Highly Recommended. Those projects requested $7.7 billion in funding, five times the allocated $1.5 billion. Yet only 26 of the 51 projects that were awarded funding were Highly Recommended projects. The other 25 were Recommended projects. Of the 115 Highly Recommended applications advanced by the Evaluation Teams, only 26 were awarded funds. The Control and CalibrationTeam advanced 50 applications that were rated Recommended and one, the Cincinnati Streetcar Project, which was rated Not Recommended. 23 The projects advanced by the Control and Calibration Team had significantly poorer merits than the projects advanced by the Evaluation Teams. Control and Calibration Team projects received a Highly Recommended rating less than 25% of the time; Evaluation Team projects received a Highly Recommended score about 67% of the time. Despite these ratings only 26 of the 115 Evaluation team projects (23%) received funding, yet half of the Calibration Team projects (25 out of 50) were funded.

The TIGER program is plagued with failed policy – no documentation of grant process. 

Feigenbaum, 12 - policy analyst at Reason Foundation with a Master’s degree in City and Regional Planning with a concentration in Transportation from the Georgia Institute of Technology. Feigenbaum holds a Bachelor’s Degree in Public Policy from Georgia State University. (Baruch, “Evaluating and Improving TIGER Grants,” Reason Foundation, April 2012, http://reason.org/files/improving_transportation_tiger_grants.pdf)//AS

While the DOT documented the Evaluation Teams’ reasons for decisions and assessment, it neither documented nor explained the Control and Calibration Team’s or the Review Team’s decisions. 24 Nor did the DOT document the Review Team’s meetings where the final decisions were made. Any record of the proceedings was limited to draft minutes that were neither finalized nor approved. While some of the draft minutes focused on financial commitments or considered whether the project was ready to proceed, many others noted that a specific project that received funding was no more compelling than other similar projects that did not receive funding. As there was no internal documentation, DOT did not demonstrate the reasons for its award selections. Further, as DOT did not provide documentation, some experts believe DOT could have met all of its criteria while choosing only Highly Recommended projects. 25 The DOT acknowledges that documentation of activities is vital for the accountability of its decision-making. Yet in regards to the TIGER Grants, DOT did not provide any substantial written record of decision-making. DOT’s Office of Inspector General (OIG) had previously raised questions about discretionary grant selections, noting that projects that scored the highest in technical review were often not the projects selected. 26 The OIG recommended that when DOT decided to fund projects that scored relatively lower in technical review than other projects, a more thorough review was required and documentation was necessary. In TIGER I, DOT did not follow these steps. In March 2009, during Ray LaHood’s early months as Secretary, DOT produced a Financial Guidance Manual that provided a standardized set of procedures for processing and awarding grants and requiring documentation when DOT decided not to fund projects with the highest priority. DOT violated its own guidelines when it funded projects with lower review scores without explaining its reasoning

Bureaucratic policies lead to misallocation – geographic restraint proves. 

Feigenbaum, 12 - policy analyst at Reason Foundation with a Master’s degree in City and Regional Planning with a concentration in Transportation from the Georgia Institute of Technology. Feigenbaum holds a Bachelor’s Degree in Public Policy from Georgia State University. (Baruch, “Evaluating and Improving TIGER Grants,” Reason Foundation, April 2012, http://reason.org/files/improving_transportation_tiger_grants.pdf)//AS

Part of the explanation for the failure to allocate funding to Highly Recommended projects over Recommended projects arose from Congress’ insistence in TIGER I and DOT’s insistence in TIGER II and TIGER III that the grants be awarded proportionally to the four geographic areas (Northeast, Midwest, South, West) of the country. While political realities required that a certain amount of funding be allocated to each of the four geographic regions, it seemed unlikely that complete regional equality was necessary. A better alternative would have been to guarantee 12% funding to each of the four regions and allocate the other 52% to the best projects regardless of location. In TIGER I, the agency rejected several Highly Recommended projects in the West and Midwest to award Recommended projects in the South. However, the South had 23 Highly Recommended projects. Of the 23 projects, only two were selected by the Review Team for funding. 27 The Review Team insisted that the other 21 Highly Recommended projects were denied for financial or other reasons. Thus, of the eight TIGER I projects awarded to the South, only two were Highly Recommended projects while six were merely Recommended projects. In the absence of any publicly available explanatory notes, the Review Team’s justification was difficult to understand. Regardless, if the Review Team believed that projects in the South were not qualified, it should have dedicated more funds to other regions of the country

TIGER grants create inequalities between democratic and republican congressional districts. 

Feigenbaum, 12 - policy analyst at Reason Foundation with a Master’s degree in City and Regional Planning with a concentration in Transportation from the Georgia Institute of Technology. Feigenbaum holds a Bachelor’s Degree in Public Policy from Georgia State University. (Baruch, “Evaluating and Improving TIGER Grants,” Reason Foundation, April 2012, http://reason.org/files/improving_transportation_tiger_grants.pdf)//AS

Independent analysis indicated that Democratic House districts received 29 percent more Stimulus funding than Republican House districts. While the grants were supposed to fund projects based on project qualification and not the political identification of the district, this was not reality. The first table shows the political representation of the districts where the grants were funded. The second table shows the political representation of relevant elected state and federal officials. Some of the Tiger II Planning grants were jointly administered by DOT and the Department of Housing and Urban Development (HUD). Additionally, over 40% of the funds in the TIGER I, TIGER II Capital and TIGER II Planning grants were awarded to Republican members on the Transportation and Infrastructure Committee. 29 The four highest-ranking Democrats on the Transportation and Infrastructure Committee also received at least one grant for their districts. TIGER III grants were awarded during the first session of the 112 th Congress. In this Congress 53% of the members were Republicans and 47% of the members were Democrats, yet districts represented by Democrats still received 61% of the funds. 30 The party controlling Congress typically receives more funding in discretionary grant processes. This tilts the process toward favoring the most influential politicians rather than the most needed projects. So what happened in TIGER III? There are several theories. The first theory is that Democratic constituents favor stimulus-style spending, therefore cities and counties in Democratic districts usually apply for more grants. However, in TIGER I an equal number of projects in districts represented by Democrats and Republicans applied for grants. 31 Second, Democratic districts are often located in central cities with a more critical need for infrastructure. To counter these effects Congress in TIGER I required that at least 20% of the funding be awarded to rural areas. The DOT in TIGER II and TIGER III required that at least $140 million of the funds be given to rural areas. In reality, DOT awarded $258 million in TIGER II and $227 million in TIGER III to rural districts. 32 Republican districts received 2/3 of these rural grants. 33 Third, Republicans controlled the House but Democrats controlled the Senate, limiting the effect of either party. As Republicans held a 50-seat lead in the House while Democrats held a two-seat lead in the Senate, this should have led either to an equal number of grants for Democratic and Republican districts or a larger number of grants for Republican districts. During TIGER I and TIGER II, Democrats controlled both the House Transportation and Infrastructure Committee and the Senate Environmental and Public Works and Banking Committees. 34 Yet for the TIGER III grants when the House was under Republican control, Democrats continued to receive substantially more than 50% of the grants. From 2008–2010 there were 25 Democratic governors and 25 Republican governors. The 2010 elections changed the balance to 29 Republican governors, 20 Democratic governors and one Independent governor. State leadership remained consistently more Republican than congressional representation. 35 According to the National Council of State Legislators, after the 2008 elections Democrats controlled 27 states, Republicans 14 states with the remaining 8 split. 36 After the 2010 elections the numbers reversed; Democrats controlled 15, Republicans controlled 26 and 8 were split. 37 Democrats outnumbered Republicans on both Senate and House Transportation Committees in 2009. As a result of the 2010 elections, Republicans gained the lead on the House Transportation and Infrastructure Committee. 38 The Democrats’ large advantage in Committee membership may have increased the discrepancy in grants and funds awarded to the two parties. The 2011 Transportation and Infrastructure Committee had 33 Republicans and 26 Democrats. Other factors are challenging to document. States have different forms of governments. In some states the DOT takes the lead role in applying for TIGER grants; in others cities, counties or MPOs made most of the applications. 39 Some states, such as Texas, are very conservative yet have Democratic areas such as downtown San Antonio whose local policy makers may view things differently than policy makers in suburban Dallas. The DOT should fund the best projects. If projects in Democratic districts are substantially better than projects in Republican districts then that could explain the difference. If projects in the Northeast are substantially better than projects in the South then that could explain the difference. If projects in urban areas are substantially better than projects in suburban areas then that could explain the difference. However none of these hypotheticals are reality in the TIGER grants. Considering all of the above, there were no definitive factors other than politics that explained how Democrats received 80% of the funding despite controlling only 58% of the seats during TIGER I and TIGER II. It is equally mystifying how Democrats received 69% of the funding while controlling only 47% of the seats during TIGER III. Even a Democratic president, Democratic state assemblies, Democratic governors and Democratic local officials should not tip the funding balance this much.

Poor economic analysis risks misallocation of grant money. 

Feigenbaum, 12 - policy analyst at Reason Foundation with a Master’s degree in City and Regional Planning with a concentration in Transportation from the Georgia Institute of Technology. Feigenbaum holds a Bachelor’s Degree in Public Policy from Georgia State University. (Baruch, “Evaluating and Improving TIGER Grants,” Reason Foundation, April 2012, http://reason.org/files/improving_transportation_tiger_grants.pdf)//AS

According to Jack Wells, chief economist of the Department of Transportation, the quality of the general economic analysis of the TIGER grants was “pretty bad.” 40 Dr. Wells analyzed the different projects using a cost-benefit analysis on a scale of 1–4 where 1 was not useful at all and 4 was very useful. For the first round of TIGER grants, the average score of a project that received funding was 2.20, which translated to marginally useful. For the second round of TIGER grants the average score of a project that received funding was 2.30. An average score of 2.30 on a 1–4 scale suggested that many marginal projects were funded. Despite the additional TIGER II guidance, the average score of funded projects in the TIGER II round only increased 0.10 over the average score of funded projects in the TIGER I round. The quality of analysis had little to do with the size of the applicant; some large cities prepared poor cost-benefit analyses while some small towns prepared good cost-benefit analyses. Dr. Wells believes in the importance of all agencies conducting cost-benefit analyses. Mediocre analyses are better than no analyses. 41 Still, with real budget constraints, it may be unrealistic in the future to expect smaller agencies to perform this analysis. In the future this could result in a disproportionately large share of the grants being awarded to bigger cities.

TIGER grants have no transparency – allows for allocation based on self-interest. 

Mica, 11 chairman of the transportation and infrastructure committee (John L., GAO: OBAMA STIMULUS GRANTS SELECTED BEHIND CLOSED DOORS, press release, transportation.house.gov, April 11, 2011, http://transportation.house.gov/News/PRArticle.aspx?NewsID=1231)//AS

Washington, DC – Two independent government reports found that the Obama Administration failed to clearly justify its selections for so-called high-speed and passenger rail grants and TIGER transportation grants under the failed stimulus. Two separate reports by the Government Accountability Office (GAO) highlighting the lack of transparency in the Administration’s grant selection process are being released today. Transportation and Infrastructure Committee Chairman John L. Mica (R-FL), Highways and Transit Subcommittee Chairman John J. Duncan, Jr. (R-TN), and Railroads, Pipelines and Hazardous Materials Subcommittee Chairman Bill Shuster (R-PA) have called for more transparency in the Administration’s grant-making process. “The rationale for the Administration’s awards of billions of dollars under a failed high-speed rail program remains shrouded in mystery,” Mica said. “In the name of high-speed rail, the Administration has squandered limited resources on dozens of slow-speed rail projects across the country and simply provided more funding for modest Amtrak upgrades. Although we can develop cost-effective high-speed rail transportation in this country, I cannot imagine a worse beginning to a U.S. high-speed rail effort. Billions of dollars in rejected grants have been returned by recipient states, and it is critical that there be transparency for why these projects were selected in the first place and why any future projects will be selected.” “GAO found that the Administration’s project selections for $1.5 billion in TIGER stimulus grants also lacked transparency, and now the President is asking for $2 billion more,” said Duncan. “Congress and the American people should not be forced to deduce why some of these projects were funded and others were not. We should be given a full accounting of how stimulus funds were allocated.” “President Obama promised the American people that his administration would be the picture of transparency and openness, but reality betrays his rhetoric,” Shuster said. “We are under considerable budgetary pressure to cut spending and do more with fewer federal dollars. On high-speed rail funding, the GAO report correctly suggests that the Administration has been cloudy in its funding decisions. The number of states rejecting high-speed rail funding and the lack of a national coherent rail strategy demand that DOT and FRA come clean on how they are spending Americans’ tax money on high-speed rail projects.” The GAO reports both found that there is insufficient documentation on the U.S. Department of Transportation’s (DOT) and the Federal Railroad Administration’s (FRA) selection of rail projects for $8 billion in stimulus funding and $1.5 billion in Transportation Investment Generating Economic Recovery (TIGER) grants. According to the GAO, DOT and FRA applied their criteria during the first rounds of the project process, but the documented rationales were typically so vague that GAO could not verify whether the criteria were applied in final project selection. According to GAO’s report on rail projects, “Decision rationales provided little insight into selections.” The TIGER report echoed a similar concern. Without transparency, the Administration cannot be held properly accountable for the project decisions it makes, whether they are justified or not. The rail report continues, “Documentation of agency activities is a key part of accountability for decisions. While the department documented its decisions, as required by its financial assistance manual guidance, the absence of an insightful internal record of the reasons behind award recommendations, and the final selections where they differ, can give rise to challenges to the integrity of the decisions made. Similar arguments apply for creating an internal record for amounts recommended for awards.” GAO agreed with Mica, Duncan and Shuster’s calls for more transparency. According to the GAO report on TIGER grants, the lack of documentation “can give rise to challenges to the integrity of the decisions DOT made and subject it to criticism that projects were selected for reasons other than merit.” GAO found that 115 TIGER project applications were rated by DOT as “highly recommended”, but half of the 51 projects ultimately selected by the Secretary for grants received a rating lower than “highly recommended.” In addition, GAO’s investigation found that DOT did not document the reasons for selecting lower rated projects over “highly recommended” projects and did not document meetings in which final decisions to award grants were made. GAO recommends that DOT properly record and document rationales for grant award decisions in any potential future funding rounds for high-speed and passenger rail grants or TIGER grants, including substantive reasons why individual projects are selected or not selected, and for any changes to requested funding amounts.

Grant applications are plagued by duplication - Federal agencies lack coordination

Tipton, 12 U.S representative (Scott, Press Release, “Tipton Introduces Bill to Eliminate Duplicative and Inefficient Spending in the Federal Grants Process,” tipton.house.gov, April 17, 2012, http://tipton.house.gov/press-release/tipton-introduces-bill-eliminate-duplicative-and-inefficient-spending-federal-grants)//AS

Federal agencies within the U.S. government provide approximately $500 billion in federal grants annually to agencies and individuals. Earlier this year, the U.S. Government Accountability Office (GAO) issued a report on duplication in the federal government grants process. In one case, the GAO stated that since 2005, one federal agency received $30 billion in duplicative grants--$3.9 billion in 2010 alone. The GAO reported that some federal agencies lack a process to coordinate grant applications for their many programs. In the report, the GAO recommends that agencies coordinate and “share information with one another about past and prospective grantees” in order to “better ensure that applicants from certain communities already receiving funds from one program are not then inadvertently awarded funds from another program for the same or similar purposes.”

Grants incentivize wasteful spending – state/federal matching provisions.

Edwards, 09 (Phillip, Cato Handbook For Policymakers, pg 63-71)//AS

Federal Aid: Theory vs. Reality

The theory behind aid to the states is that the federal government can operate programs in the national interest to efficiently solve local problems. The belief is that policymakers can dispassionately allocate large sums of money across hundreds of activities based on a rational plan designed in Washington. The federal aid system does not work that way in practice. Most federal politicians are not inclined to pursue broad, national goals, but are consumed by the competitive scramble to secure subsidies for their states. At the same time, federal aid stimulates overspending by state governments and creates a web of complex federal regulations that destroys state innovation. At all levels of the aid system, the focus is on regulatory compliance and the amounts spent, not on delivering quality services. The following are seven reasons why Congress should begin cutting federal grants-in-aid. 1. Grants spur wasteful spending. The basic incentive structure of aid programs encourages overspending by federal, state, and local politicians. The system allows politicians at each level to claim credit for spending on a program, while relying on another level of government to collect part of the tax bill. Federal politicians design aid regulations that prompt states to increase their own funding of programs. For example, Congress often includes ‘‘matching’’ provisions in programs, which means that the costs of expansion are split between federal and state taxpayers. Under a 50–50 arrangement, for every $2 million a state spends on a program, the federal government chips in $1 million. Matching reduces the ‘‘price’’ to state officials’ added spending, thus prompting them to expand programs. Two thirds of federal aid spending is on grant programs that have matching requirements. The open-ended federal match under Medicaid, for example, has prompted state governments to continuously expand health benefits and the number of eligible beneficiaries. Indeed, many states have designed complex schemes to artificially raise federal matching payments under Medicaid and to fleece federal taxpayers. One way to limit the gold rush response of state politicians to matching grants is to convert them to block grants. Block grants provide a fixed sum to states and give them flexibility on program design. For example, the 1996 welfare reform law turned Aid to Families with Dependent Children, an open-ended matching grant, into Temporary Assistance for Needy Families, a lump-sum block grant. Similar block grant reforms should be pursued for Medicaid and other programs. Converting programs to block grants would reduce incentives to overspend and would make it easier for reformers to cut and eliminate programs in the future.

Aid allocation is incoherent – no consistent interpretation of national needs.

Edwards, 09 (Phillip, Cato Handbook For Policymakers, pg 63-71)//AS

Aid allocation is haphazard. The theorists favoring federal grants assume that aid can be rationally distributed to those activities and states with the greatest needs. But in the real world, the aid system has never worked that way. A 1940 article in Congressional Quarterly lamented: ‘‘The grants-in-aid system in the United States has developed in a haphazard fashion. Particular services have been singled out for subsidy at the behest of pressure groups, and little attention has been given to national and state interests as a whole.’’ A June 1981 report by the Advisory Commission on Intergovernmental Relations concluded, ‘‘Regarding national purpose, the record indicates that federal grant-in-aid programs have never reflected any consistent or coherent interpretation of national needs.’’ Today, for example, states receive varying amounts of highway funding for each dollar of gasoline taxes sent to Washington. While some congested and fast-growing states that need new highways lose out, some slow growing states get ‘‘highways to nowhere’’ because they have skilled politicians representing them. A major highway law in 2005 included 6,371 ‘‘earmarks’’ directing spending to particular projects that were chosen by individual politicians, not by transportation experts on the basis of merit. Even if a program could be operated in a rational way, outside of politics, the states can often nullify the policy choices of federal officials. The Department of Education’s $15 billion Title I program, for example, is supposed to target aid to the poorest school districts. But evidence indicates that state and local governments use Title I funds to displace their own funding of poor schools, thus putting poor schools no further ahead than without the federal program. In such cases, there is no reason to federalize an activity to begin with, even if one believes in the theory behind federal aid.

Federal grants constrain state liberty – flawed one size fits all federal policy. 

Edwards, 09 (Phillip, Cato Handbook For Policymakers, pg 63-71)//AS

Grants reduce state policy diversity. Federal grants reduce state innovation because federal money comes with regulations that limit policy flexibility. Grants put the states in a straitjacket of federal rules. Medicaid has perhaps the most complicated top-down rules of any grant program. The 2005 federal budget noted, for example, that the ‘‘complex array of Medicaid laws, regulations, and administrative guidance is confusing, overly burdensome, and serves to stifle state innovation and flexibility.’’ The classic one-size-fits-all federal regulation that defied common sense was the 55-mile-per-hour national speed limit. The limit was enforced between 1974 and 1995 by federal threats of withdrawing state highway grant money. It never made sense that the same speed should be imposed in the wide-open western states and the crowded eastern states, and Congress finally listened to motorists and repealed the law. However, federal regulations tied to grants are increasing in other areas, such as education. Federal education spending has exploded, and so have federal regulatory controls. The No Child Left Behind law of 2002, for example, mandates that all teachers be ‘‘highly qualified,’’ that Spanish language versions of tests be administered, and that certain children be tutored after school. State officials have complained bitterly about these new federal rules, and 30 state legislatures have passed resolutions attacking NCLB for undermining states’ rights.

The grant process is constrained by bureaucratic red tape at all levels of government – leads to inefficiency.

Edwards, 09 (Phillip, Cato Handbook For Policymakers, pg 63-71)//AS

4. Grant regulations breed bureaucracy. Federal aid is not a costless injection of funding to the states. Its direct cost is paid by federal taxpayers who live in the 50 states. In addition, the system generates an enormous amount of bureaucracy at all three levels of government. Each level of government consumes grant program funding with proposal writing, funding allocations, review, reporting, regulatory compliance, litigation, and many other bureaucratic activities. State and local agencies must comply with long lists of complex federal regulations, which is one reason why the nation employs an army of 16 million state and local government workers. There are three types of federal aid regulations. The first are the specific rules for each program. Each program may come with hundreds or thousands of pages of rules for grantees to follow. The second are ‘‘crosscutting requirements,’’ which are general provisions that apply across aid programs, such as labor market rules. The third are ‘‘crossover sanctions,’’ which are the various penalties imposed on the states if certain federal regulatory requirements are not met. What makes matters worse is that the more than 800 federal grants have overlapping mandates, and each program has unique rules. For example, state and local governments deal with 16 different federal programs that fund first responders, such as firefighters. That complicated federal intrusion has led to fragmented disaster response planning and to much first-responder funding going to projects of little value and to regions with little risk of terrorism.

Grants distract policymakers from national interests – threatens national security. 

Edwards, 09 (Phillip, Cato Handbook For Policymakers, pg 63-71)//AS

5. Grants cause policymaking overload. A serious problem caused by the huge scope of federal grant activity is that federal politicians spend their time dealing with local issues, such as public schooling, rather than crucial national issues. The huge array of grant programs generates endless opportunities for federal politicians to earmark projects for their home districts, in a chase for funding that consumes much of their time. Each new aid program has stretched thinner the ability of policymakers to deal with truly national problems because local spending issues divert their attention. Grants have helped create an ‘‘overload’’ on federal decisionmaking capability. It is hard to quantify this problem, but it is clear that most federal policymakers ignore important national problems, such as they did the increasing threat of terrorism before 9/11. Even after 9/11, a number of investigations have revealed that most members of the House and Senate intelligence committees do not bother, or do not have time, to read crucial intelligence reports. President Calvin Coolidge was right in 1925 when he argued that aid to the states should be cut because it was ‘‘encumbering the national government beyond its wisdom to comprehend, or its ability to administer’’ its proper roles.

Grants muddle the responsibilities of different levels of government – diminishing accountability.

Edwards, 09 (Phillip, Cato Handbook For Policymakers, pg 63-71)//AS

Grants make government responsibilities unclear. The three layers of government in the United States no longer resemble the tidy layer cake that existed in the 19th century. Instead, they are like a jumbled marble cake with responsibilities fragmented across multiple layers. Federal aid has made it difficult for citizens to figure out which level of government is responsible for particular policy outcomes. All three levels of government play big roles in such areas as transportation and education, thus making accountability difficult. Politicians have become skilled at pointing fingers of blame at other levels of government, as was evident in the aftermath of Hurricane Katrina. When every government is responsible for an activity, no government is responsible.

Grants are economically unsustainable in the long term and create conflicted governance at all levels.

Edwards, 09 (Phillip, Cato Handbook For Policymakers, pg 63-71)//AS

The federal aid system is a roundabout funding system for state and local activities that serves no important economic purpose. During the 1970s and 1980s, government auditors and official commissions pushed for fundamental reforms to the aid system, but those reforms were never made. Ronald Reagan put the system on a diet for a few years, but the core pathologies were not addressed. Since then, hundreds more grant programs have been added, the costs are higher, and the parochial battles over aid are bigger than ever. The failings of federal aid have long been recognized, but the system has spawned a web of interlocking interests that block reform. Those interests include elected officials in the three levels of government, the hundreds of trade associations representing the recipients of aid, and a large portion of the 16 million state and local workers who depend on federal funding. The aid system thrives not because it creates good governance, but because it maximizes benefits to politicians. Politicians at each level of government can get involved in spending on a diverse range of programs, while blaming other levels of government for poor service quality and high tax burdens. The federal aid system has been called a ‘‘triumph of expenditure without responsibility.’’ Yet the system desperately needs to be scaled back. With today’s large federal budget deficit and the massive cost increases that face entitlement programs, there is little room in the federal budget for state and local activities. Policymakers need to revive federalism and begin to terminate grant programs. If the aid system were shut down, state governments and the private sector would step in and fund those activities that they thought were worthwhile. But by federalizing state and local activities, we are asking Congress to do the impossible—to efficiently plan for the competing needs of a diverse country of more than 300 million people.

The grant system is highly fragmented at the federal level – causes misallocation and duplication of funds.

Posner, 03 Managing Director Federal Budget Issues and Intergovernmental Relations, Strategic Issues (Paul L., “FEDERAL ASSISTANCE Grant System Continues to Be Highly Fragmented,” United States General Accounting Office, April 29, 2003, http://www.gao.gov/assets/110/109870.pdf)//AS

Many of the same grants management challenges from the past are still with us today. GAO’s work over the years has repeatedly shown that mission fragmentation and program overlap are widespread in the federal government and that crosscutting program efforts are not well coordinated. As far back as 1975, GAO reported that many of the fundamental problems in managing federal grants were the direct result of the proliferation of federal assistance programs and the fragmentation of responsibility among different federal departments and agencies. 1 While we noted that the large number and variety of programs tended to ensure that a program is available to meet a defined need, we found that substantial problems occur when state and local governments attempt to identify, obtain, and use the fragmented grants-in-aid system to meet their needs. More recently, GAO has addressed mission fragmentation through the framework provided under the Government Performance and Results Act (the Results Act). The Results Act's key stages include defining missions and outcomes, developing a strategy, measuring performance, and using performance information. For example, we reported in 2000 on the 50 programs for the homeless that were administered by 8 federal agencies. Housing services were provided under 23 programs operated by 4 agencies, and food and nutrition services were under 26 programs administered by 6 agencies. 2 We recently identified 44 programs administered by 9 different federal agencies that provided a range of employment and training services. 3 In the late 1990s, the Congress tried to bring some unity to this fragmented employment and training system by requiring states to provide most federally funded employment-related services through a centralized service delivery system—one-stop centers. Two years earlier, welfare reform legislation provided states with the flexibility to focus on helping needy adults with children find and maintain employment. Despite the similar focus, the welfare program was not required to be a part of the new workforce investment system. We recently reported 4 that nearly all states report some coordination of their welfare and workforce systems services at the state and local level, but that several challenges remain. For example, different definitions of what constitutes work as well as complex reporting requirements under both programs hamper state and local coordination efforts. Though some states and localities have found creative ways to work around these issues, the differences remain barriers to coordination for many others. Each of these programs is operated out of a different federal agency; the welfare program is administered from the Department of Health and Human Services (HHS), and the Department of Labor (Labor) administers the workforce investment program. We found that HHS and Labor have not addressed differences in program definitions and reportin
Inland waterways solve oil dependence, econ, job-growth, and warming – federal investment’s key

LaHood, 11 – U.S. Secretary of Transportation (Ray LaHood, USDOT, “America's marine highway system: delivering goods more efficiently, reducing dependence on foreign oil”, Fast Lane: The Official Blog of the U.S. Secretary of Transportation, 4/8/11, http://fastlane.dot.gov/2011/04/americas-marine-highway-system-delivering-goods-more-efficiently-reducing-dependence-on-foreign-oil-.html | AK)
To win the future, America must invest in the multi-modal transportation system that makes our livelihoods possible.  Whether its roadways, railways, or runways, how effectively we move goods and people determines how effectively our economy thrives.

And when oil prices rise dramatically and greenhouse gases threaten our environment, the link between transportation and economic strength only grows tighter.

On Tuesday, I had the opportunity to speak about an increasingly crucial part of our transportation network--America's marine highways--at the North American Marine Highways and Logistics Conference.

America's marine highways will shift some of our nation's cargo traffic--particularly in areas where there are known bottlenecks--from roadways to waterways.  Since we announced our initiative a year ago, DOT's Maritime Administration (MARAD) has designated 18 marine highway corridors and awarded $215 million in TIGER grants to marine highway and port projects. 

These are essential arteries of commerce that will bypass congested roads around busy ports, reduce greenhouse gases, and create jobs for our skilled mariners and shipbuilders across the country.  

In addition to transporting goods more quickly, easily, and efficiently, our marine highway system will also save a valuable resource: fuel.

That's right; with gas prices pinching everyone, marine highways offer a fuel-efficient, cost-effective way to haul goods from one place to another.

Last week, President Obama set the goal of cutting America’s energy imports by one-third.  And he proposed that we meet this objective, in part, by reducing our transportation system’s enormous demand for oil.

Marine highways are one crucial ingredient in the President's recipe for energy independence.  They’ll help us send fewer of our hard-earned dollars overseas in a tough fiscal time.  They’ll decrease our emission of the carbon pollution that threatens our environment.  And they’ll spur economic development and support economic expansion.

That’s why I was so pleased to send America’s marine highway plan to Congress on Tuesday.  It details how marine highways fit within our larger system for moving goods.  It reflects the best ideas of the maritime industry as a whole.  And it offers a roadmap to a smarter, brighter future.

When we finish America’s fully-integrated, national marine highway system, our legacy will be more than routes on water.  It will be a country less dependent on foreign oil.  It will be a 21st century way to move people and goods.  And it will be a future that America is prepared to win.

Shrinking budgets and deteriorating infrastructure threaten current inland waterways – plan’s key to shore up infrastructure and the economy

Scott, 12 – staff writer for ASCE News (Doug Scott, “ASCE Tells Congress More Must Be Invested in Inland Waterways”, ASCE News, 4/18/12, http://www.asce.org/ascenews/shorttakes.aspx?id=25769808619 | AK)
Testifying on April 18 before the U.S. House Transportation and Infrastructure Committee’s Subcommittee on Water Resources and Environment, James A. Rossberg, P.E., M.ASCE, the Society’s managing director of engineering programs, said that efforts by the administration and Congress to address the growing investment deficit in waterways infrastructure have largely been ineffectual because of political considerations that give precedence to deficit reduction and tax cuts over the badly needed restoration of critical infrastructure. 

“We can sum up the present situation concisely,” Rossberg said before the subcommittee chair, Bob Gibbs (R-Ohio), and the ranking minority member, Tim Bishop (D–New York). “These policy failures at the White House and in Congress threaten the nation’s economic competitiveness in a global economy. 

“ASCE’s 2009 Report Card for America’s Infrastructure gave the nation’s inland waterways a grade of D–, an indication that the system is near failure. Neither [the] president nor Congress has done anything in the years since to improve upon that extremely dismal assessment by adopting a long-term, systematic approach to improve the performance and condition of our national waterways.” 

The Subcommittee on Water Resources and Environment deals with water resources development, water pollution control, water infrastructure, conservation and management, and hazardous waste cleanup. It held the April 18 hearing to receive expert testimony on how the reliability of inland waterways systems will affect the country’s economic competitiveness. 

Rossberg began by citing the U.S. Army Corps of Engineers’ Great Lakes and Ohio River Navigation Systems Commerce Report, 2008 in telling the subcommittee that the United States has more than 25,000 mi of inland, intracoastal, and coastal waterways. The federal government improves and maintains almost 11,000 mi, or about 45 percent, of the total channel length. This includes dredging and the installation and maintenance of such navigation structures as locks, dams, dikes, revetments, and groins. The federal and state governments, along with port authorities and carriers, he said, share responsibility for the nation’s waterway transportation system. The inland waterway transportation industry, he explained, is characterized by extensive cooperation and coordination on the part of the public and private sectors, and the waterway navigation projects that facilitate safe passage for vessels are maintained by the Corps of Engineers. 

“Because of their ability to move large amounts of cargo, the nation’s inland waterways are a strategic economic and military resource,” stressed Rossberg. “An analysis by the U.S. Army War College concluded that ‘the strategic contributions of these inland waterways are not well understood. The lack of adequate understanding impacts decisions contributing to efficient management, adequate funding, and effective integration with other modes of transportation at the national level. Recommendations demonstrate that leveraging the strategic value of U.S. inland waterways will contribute to building an effective and reliable national transportation network for the 21st century.’” 

The administration’s budget proposal for fiscal year (FY) 2013 for the Corps of Engineers would provide $4.7 billion, a decrease of more than 5 percent from the $5 billion approved for the current fiscal year. Rossberg said that ASCE believes this level of spending is insufficient to meet the country’s national security, economic, and environmental needs in the 21st century. 

“The president’s budget for FY 2013 is inadequate to meet the needs of an aging waterways infrastructure and must be increased,” said Rossberg. “Congress must increase funding for the Corps in the coming fiscal year in order to protect an essential economic asset and ensure American competitiveness in the 21st century. 

“The administration’s proposal for FY 2013 would reduce construction funding from $1.694 billion to $1.471 billion, a reduction of 13 percent. Operations and maintenance funding would be down slightly, from $2.412 billion to $2.398 billion. The Mississippi River and tributaries account would decline from $252 million to $234 million, or seven percent. Investigations—the money used to complete project feasibility studies—would go from $125 million to $102 million, a decline of 18 percent. In all, the [Corps of Engineers] civil works program budget for FY 2013 would be cut from $5.002 billion in FY 2012 to $4.731 billion in FY 2013, an overall reduction of 5.4 percent.” 

Rossberg told the subcommittee that ASCE recommends $5.2 billion in new budget authority for the Corps of Engineers in FY 2013 to account for inflation and to halt the continuing decline in funding for the Corps’s work. This level of funding is necessary to ensure safe infrastructure and a sound economy. Pubic investment in inland waterways, he said, is needed throughout the country to reverse the present course of declining infrastructure. 

“Forty-seven percent of all locks maintained by the U.S. Army Corps of Engineers were classified as functionally obsolete in 2006,” he told the subcommittee. “Assuming that no new locks are built within the next 20 years, by 2020 another 93 existing locks will be obsolete, rendering more than 8 out of every 10 locks now in service outdated. Most locks now are anywhere from 50 to 70 years old. 

“The current system of inland waterways lacks resilience. Waterway usage is increasing, but facilities are aging and many are well past their design life of 50 years. Recovery from any event of significance would be negatively impacted by the age and deteriorating condition of the system, posing a direct threat to the American economy.” 

To obtain the funds for greater investment, Rossberg mentioned a proposal made in April 2010 by the Inland Waterways Users Board, a consortium established by Congress. That plan called for increasing the diesel fuel tax from 20 cents to as much as 29 cents per gallon. It also recommended that the practice of equal sharing of costs for projects costing more that $100 million by federal and local authorities continue but suggested that the federal government cover the full cost of projects costing less than $100 million. The Inland Waterways Users Board estimated that its plan would provide $7.6 billion in new revenues over 20 years. 

“Doing more with less is not a solution,” concluded Rossberg. “It is a political slogan that ignores the consequences of continuing to underinvest in essential infrastructure, and it contains the seeds of future disasters. It is obvious that recent drastic budget cuts or the complete elimination of funding means that little or nothing will be done to maintain these vital programs. America cannot compete in the world marketplace with 100-year-old locks, too-shallow harbors, impoverished investments in key infrastructure systems, and a seeming blindness on the part of policy makers to the economic peril we face. Enabling the eventual failure of the nation’s essential public infrastructure through arbitrary budget cutting is deeply troubling. Placing abstract notions of budget deficits above the primary duty of the federal government to protect human life and promote economic growth is a dubious policy choice, a choice whose lethal consequences were amply demonstrated in New Orleans in the wake of Hurricane Katrina and the failure of that city’s inadequately budgeted and constructed levee system. Congress must never be able to escape the knowledge that it was complicit in the failure. Congress and the president can never say, ‘We weren’t told.’” 

Plan’s key to solve congestion, fuel consumption, and pollution – plan creates a short-term stimulus that creates jobs and sustains growth

Martin, 9 – president and CEO of Waterways Council (Cornel Martin, “Locking In Gains”, The Journal of Commerce, 3/30/09, http://www.waterwayscouncil.org/Media%20Center/articles/JOC_other_voices.pdf | AK)
The president’s recently passed economic stimulus bill may not have contained as much funding for national infrastructure as initially thought, but for inland waterways infrastructure modernization, the stimulus funds could go a long way toward improving locks and dams in great need. Stimulus funds were aimed at providing funds for projects already under way, which could expedite job creation and be a jolt to the ailing economy. There is no better return to the U.S. economy than investment in our nation’s critically important lock-and-dam infrastructure. Funding for inland waterways infrastructure will stimulate economic growth, create jobs and modernize this essential transportation mode that moves 625 million tons of “building block” commodities and provides a crucial link to national and international supply chains. Our waterways system transports about 20 percent of the nation’s coal burned to generate electricity in utility plants and around 22 percent of domestic petroleum products. The inland waterways system is the primary artery for more than half of grain and oilseed exports, feedstocks to chemical plants, and aggregate materials for construction use. In its fiscal 2009 budget request, the administration asked Congress to partially fund 14 inland waterways system lock-and-dam modernization projects, including major rehabilitation projects, throughout the nation. These projects include major points on the Mississippi, Ohio and Tennessee rivers, the Illinois Waterway and the Inner Harbor Navigation Canal Lock near New Orleans. They could receive some of the $4.6 billion allocated for the Army Corps of Engineers in stimulus funding. Of that money, $2 billion was set aside for construction. Any stimulus funding used for lock-and-dam modernization project construction will be provided at full federal expense to expedite this important inland navigation system job-creating work that will benefit the entire nation. In addition, $2.075 billion was appropriated in the stimulus bill for productive, high-priority, employment-enhancing operation and maintenance work. The Corps of Engineers was given broad discretion on how to allocate stimulus funds, and a large percentage could be allocated to navigation infrastructure. Using stimulus funding for such infrastructure improvement would do more for the national economy than simply putting thousands of Americans to work on these unfinished lock-and-dam projects. The National Waterways Foundation released a study last year comparing the societal, economic and environmental impact of inland river barge transportation to that of highway and rail transportation. “A Modal Comparison of Freight Transportation Effects on the General Public” was conducted by the Texas Transportation Institute’s Center for Port and Waterways at Texas A&M University and was cost-shared with the U.S. Maritime Administration. In terms of traffic congestion relief, fuel consumption and environmental benefits, the inland waterways mode of transport beats all other modes hands down. The study notes one common 15-barge river tow has the same capacity as 1,050 trucks and 216 railcars pulled by six locomotives. Barges can move a ton of cargo 576 miles with a single gallon of fuel, while trains get 413 miles and trucks 155 ton-miles per gallon. And inland waterways transport generates fewer emissions of particulate matter, hydrocarbons, carbon monoxide and nitrous oxide than rail or truck on a per-ton-mile-moved basis. While we are truly an intermodal logistics society, this comparison of rail, truck and inland waterways transport modes offers an important new perspective on the real benefits of moving cargo by water. It underscores the value of this economy-driving transportation artery that attracts significant private and public investment in plant and equipment. In good and bad economic times, investment in lock-and-dam modernization creates economic activity and sustains family wage jobs. The river system is a critical energy supply line and facilitator of exports, and provides an environmentally superior mode of transport. The inland rivers are the lynchpins that allow America’s industries to be competitive and to move products across the supply chain domestically and for export. The NWF study also examined the effects of a hypothetical river closure on the St. Louis metropolitan area — i.e., if all area river cargo was diverted to trucks on the St. Louis interstates — and found that delays would increase 500 percent, accidents would rise 35 to 45 percent and maintenance costs would skyrocket. Especially in today’s economy, these are risks we simply cannot afford. 

U.S. marine transport systems have been declining due to insufficient investment – plan’s key to reverse this trend and secure growth

ASCE, 2K – (American Society of Civil Engineers, “Report Card – ASCE: Navigable Waterways”, ASCE, 2000, https://apps.asce.org/reportcard/index.cfm?reaction=factsheet&page=11 | AK)
As the world's leading maritime and trading nation, the United States relies on an efficient and effective marine transport system to maintain its role as a global power. More than 1,000 harbor channels and 25,000 miles of inland, intracoastal, and coastal waterways with 238 lock chambers serve over 300 ports with more than 3,700 terminals that handle passenger and cargo movements in the United States. The waterways and ports provide intermodal links to 152,000 miles of rail; 460,000 miles of pipelines; and 45,000 miles of interstate highways.

This navigable waterway system has improved our quality of life and has provided a foundation for the economic growth and development of the United States. Our flood control works, water transportation systems, and multi-purpose projects all contribute to our national prosperity. The benefits are realized as flood damages prevented, reduced transportation costs, and increased trade. For example:

Navigable channels provide efficient and economic corridors for moving a staggering 2.3 billion tons of the nation's domestic and foreign commerce.

For every $1 invested to improve navigation infrastructure, U.S. Gross Domestic Product (GDP) rises more than $3.

Flood control/protection, on average, prevents $22 billion in damages per year, saving $6 for every $1 spent.

Coastal projects protect 426 critically eroding miles of the nation's shoreline.

Unfortunately, in recent years, national investment in water resources projects has not kept pace with our level of economic and social expansion. Over the last 30 years the U.S. population has increased more than 40% while the GDP has grown from $2.5 to $7.5 trillion. Meanwhile, capital investment in public water resources infrastructure has decreased by 70%. For example in the 1970s, the U.S. Army Corps of Engineers' civil works construction appropriations were in the $4 billion range. However, in the 1990s the funding dropped to an average of $1.6 billion a year. The combination of declining investment, coupled with an expanding population and economy, has created an "investment gap."

Currently the U.S. Army Corps of Engineers reports a backlog of over 500 active authorized projects with a Federal cost to complete these projects of about $38 billion. At the current levels of funding it would take 25 years to complete the active projects in the backlog without even considering additional project authorizations.

Demographers predict that over the next 20 years the population will grow by 50 million, to a total of 325 million, while over the next 10 years the GDP will grow to $12.5 trillion. Undoubtedly, such growth will place a greater demand on the performance of the navigable waterways infrastructure. Without significant new investment the size of the investment gap will widen, and the ability of our navigable waterways to provide the benefits we have come to expect as a society will be compromised.

Conditions

Half of the navigation locks on inland waterways are over 50 years of age. Many locks are undersized for modern commercial barge movements. Many deep-draft channels are undersized for the wider and deeper mega-container ships that are becoming standard for international cargo movements. There is currently a backlog of $9 billion of needed waterway improvements. In addition, a maintenance backlog of $238 million will be experienced in FY 2001, resulting in further unrepaired wear and tear on lock chambers and channels.

Nationwide, queuing delays at locks total some 550,000 hours annually, representing an estimated $385 million in increased operating costs borne by shippers, carriers, and, ultimately, consumers. Construction of new locks with additional capacity and major rehabilitation of older locks is essential to maintain the efficiency of the system.

According to the American Association of Port Authorities, more than 90% of the nation's top 50 ports in foreign waterborne commerce require regular maintenance dredging. These ports move approximately 93% of all U.S. waterborne commerce each year. If these ports are not dredged many port facilities and navigation channels will be non-navigable in less than a year.

According to a U.S. Department of Transportation report on intermodal freight connectors, connectors to ports, as opposed to other freight terminals, received the smallest level of funding and were found to be in the worst condition, having twice the percentage of mileage with pavement deficiencies when compared to non-interstate National Highway System routes.

Serious problems are likely if current levels of investment continue. Demands on the waterway system are expected to double by 2020, while the current system can barely accommodate current traffic levels. In the short term, service will be sustained; however, the aging infrastructure and deferred maintenance created by insufficient investment levels will result in degraded system performance, safety concerns, increased delays, higher transportation costs for goods and services, and negative impacts on GDP and employment.

Keys to improving the infrastructure regarding the navigable waterways are as follows:

Dredging and marking the harbor channels that connect U.S. ports to the world;

Modernizing locks and dams to regulate waterflow and facilitate commerce;

Improving marine terminal capacity and access to rails, roads, and pipelines; and

Minimizing conflicts among land uses along the waterfront and intermodal connections.

Flood Damage Reduction Infrastructure

The nation's flood control infrastructure consists of more than 400 major Federal dams and reservoirs, 8,500 miles of levees and dikes, and hundreds of smaller local flood protection projects. Since 1950, this infrastructure has prevented nearly $500 billion in riverine and coastal flood damage, returning nearly $6 in flood protection for every $1 invested, and preventing on average, $22 billion in flood damages annually.

The existing stock of Federal infrastructure is generally well maintained; however, unfunded, critical maintenance amounted to $82 million in FY 2001. In addition, over $15 billion of flood damage reduction infrastructure is awaiting construction, but has been postponed because of insufficient funding. This represents investments for needed major rehabilitations to existing projects, as well as new projects to service current needs.

The significant portion of the 100,000-panel flood map inventory maintained by Federal Emergency Management Administration (FEMA) is outdated and may not accurately reflect flood prone conditions in the country. This is especially true in areas of rapid population growth where the flood plain can change with alterations to the original landscape resulting from new development. On average, $5 billion in flood damages occur each year, and the new construction of homes and infrastructure in the floodplains continues to increase.

The need exists for continued investment in flood prevention, including both structural and nonstructural approaches. It should be noted that flood control structures once designed to protect agricultural land now must also protect homes and industrial structures. Additionally, there is an urgent need to update flood hazard boundary maps and to identify flood hazards in unmapped areas.

Urban development in flood prone areas continues to increase by 1.5% - 2.5% per year. In addition, at-risk coastal areas are growing much more rapidly than other locations. In contrast to the increasing development in flood prone areas, investments in Flood Damage Reduction infrastructure have decreased by almost 70% in real terms over the past three decades. The combination of these two trends makes it likely that residual flood damages could increase substantially in the years ahead. For example, in the Highland Lakes area of central Texas, the number of structures located in the floodplain has increased over 180% during the last 10 years. Over $18 million in federal and local funding is estimated to be needed to provide engineering and mapping to accurately identify flood prone areas in this basin alone.

Policy Options

There has been a federal/port partnership involved in the development of our nation's port system for nearly 200 years. While the Federal government historically funded 100% of navigation channel improvements as well as maintenance, since 1986 the federal role of the partnership has been cost-sharing capital improvements to federal navigation channels.

U.S. public ports are varied, but generally act as semi-autonomous authorities. Local, statewide or regional ports are responsible for investment, development, and operation of marine terminal facilities. Ports are also responsible for dredging of berthing areas and access channels connecting the port facilities to federal navigation channels. In 1998, the cumulative local investment in port facilities was $1.5 billion. An additional $9.1 billion of non-federal investment is expected before 2002.

The U.S. Congress must address the funding issue for both Harbor and Inland Waterways financing. The Harbor Maintenance Trust Fund and Inland Waterway Infrastructure Trust Fund both have surpluses as of 2000. Congress should use all of the money that accumulates in both the Harbor Maintenance Trust Fund and Inland Waterway Infrastructure Trust Fund and protect them from future abuse by removing them from the unified budget. Congress must also provide adequate funding on an on-going basis to address the $38 billion backlog of U.S. Army Corps of Engineers authorized projects.

Inland waterways are crucial to free trade and agricultural exports – a strong federal investment would be necessary and sufficient for lock modernization

Izzo, 2 – Principal Deputy Assistant Secretary of the Army (Dominic Izzo, “Opening Session Address”, 2002, http://www.pianc.us/docs/annual2002/Izzo_Remarks.pdf | AK)

A 15-barge tow moves more cargo by inland waterway than 200 rail cars or 800 tractortrailers with less fuel consumption, less air pollution, less noise, less urban congestion and almost no negative community impacts. Only in an ivory tower or in the world of politics could someone claim that navigation was bad for the environment. The inland waterways serve strategic economic purposes. Coal, which powers 50% of U.S. electricity, is the largest commodity by volume. Inland waterways move over 20% of the coal destined for U.S. power plants. Imagine if that coal had to be replaced by oil from the Mideast. Farmers, meanwhile, depend on the waterways for low cost transportation to be competitive. More than 68% of corn and 71% of soybean exports move by inland waterway. It should therefore come as no surprise to you that the Department of Agriculture and the Department of Transportation are strong supporters of inland navigation. Unfortunately, much of our inland navigation infrastructure is aging and in need of repair. 51% of Corps lock chambers are over 50 years old – generally considered the “design life” of a lock. I visited Lock and Dam No. 11 on the Upper Mississippi last summer and I can tell you that we have pushed that facility about as far as we can go. We have an active research program, devising ways to extend the life of these facilities even further and keep them in service. PIANC plays a major part in this research, not only through the expertise of its U.S. members, but by fostering contacts that allow us to learn from the experiences of other countries. Still, in spite of our best efforts, annual hours of lock “unavailability” more than doubled during the 1990s. Sitting in queues resulted in an estimated cost to industry of nearly $160 million. Through the 1990s 25 lock sites had average delays of 1-12 hours for every tow processed. Yet only 7 of these lock sites have replacement projects under construction or authorized. Another challenge is capacity. Only 15% of our lock chambers are 1,000 feet long; 25% are less than 600 feet long. Locks with 1200-foot chambers can accommodate a tow of 17 barges plus the towboat. 600-foot locks can accommodate at most eight barges plus the towboat, so typical 15-barge tows passing through a 600-foot lock must be “cut” into two sections to pass the lock, more than doubling locking times. Inland waterway traffic is projected to increase by about a third to over 830 million tons by 2020, stressing aging locks and adding to congestion and delays. WRDA ’86 launched an aggressive lock modernization program, with $1.7 billion so far invested in 14 locks and another $3.4 billion programmed for construction at 13 more locks. But under-funding of construction schedules for ongoing projects has increased construction time (by 1-5 years and growing) and cost (nearly $250 million), foregoing significant project benefits. We have been able to address this problem internally by stopping new starts and prioritizing important work like Olmsted Lock and Dam. Page 3 of 74 Modernization of inland waterways infrastructure is cost-shared 50/50 from the Inland Waterways Trust Fund, which has a $400 million surplus. A fuel tax paid by the towing industry generates about $130 million annually. Obviously, one solution for this problem is for Congress to provide more money when the wartime situation allows us to provide matching funds to use this surplus.

Frequent breakdowns and outdated locks crimp inland waterways in the status quo – failure to modernize lock infrastructure risks major loss of exports and failed economic recovery

Davidson, 12 – staff writer for USA Today (Paul Davidson, “USA’s Creaking Infrastructure Holds Back Economy”, USA Today, 5/20/12, http://www.usatoday.com/money/economy/story/2012-05-20/creaking-infrastructure/55096396/1 | AK)
Inland waterways quietly keep the nation's economy flowing as they transport $180 billion of coal, steel, chemicals and other goods each year — a sixth of U.S. freight — across 38 states. Yet, an antiquated system of locks and dams threatens the timely delivery of those goods daily.

Locks and dams raise or lower barges from one water level to the next, but breakdowns are frequent. For example, the main chamber at a lock on the Ohio River near Warsaw, Ky., is being fixed. Maneuvering 15-barge tows into a much smaller backup chamber has increased the average delay at the lock from 40 minutes to 20 hours, including waiting time.

The outage, which began last July and is expected to end in August, will cost American Electric Power and its customers $5.5 million as the utility ferries coal and other supplies along the river for itself and other businesses, says AEP senior manager Marty Hettel.

As the economy picks up, the nation's creaking infrastructure will increasingly struggle to handle the load. That will make products more expensive as businesses pay more for shipping or maneuver around roadblocks, and it will cause the nation to lose exports to other countries — both of which are expected to hamper the recovery.

"The good news is, the economy is turning," says Dan Murray, vice president of the American Transportation Research Institute. "The bad news is, we expect congestion to skyrocket."

The ancient lock-and-dam system is perhaps the most egregious example of aging or congested transportation systems that are being outstripped by demand. Fourteen locks are expected to fail by 2020, costing the economy billions of dollars. Meanwhile, seaports can't accommodate larger container ships, slowing exports and imports. Highways are too narrow. Bridges are overtaxed.

Effects 'sneaking up'

The shortcomings were partly masked during the recession as fewer Americans worked and less freight was shipped, easing traffic on transportation corridors. But interviews with shippers and logistics companies show delays are starting to lengthen along with the moderately growing economy.

"I call this a stealth attack on our economy," says Janet Kavinoky, executive director of transportation and infrastructure for the U.S. Chamber of Commerce. "It's not like an immediate crisis. It's something that's sneaking up on us."

Freight bottlenecks and other congestion cost about $200 billion a year, or 1.6% of U.S. economic output, according to a report last year by Building America's Future Educational Fund, a bipartisan coalition of elected officials. The chamber of commerce estimates such costs are as high as $1 trillion annually, or 7% of the economy.

Yet, there's little prospect for more infrastructure investment as a divided Congress battles about how to cut the $1.3 trillion federal deficit, and state and local governments face their own budget shortfalls. Government investment in highways, bridges, water systems, schools and other projects has fallen each year since 2008. IHS Global Insight expects such outlays to drop 4.4% this year and 3% in 2013.

The U.S. is spending about half of the $2.2 trillion that it should over a five-year period to repair and expand overburdened infrastructure, says Andrew Herrmann, president of the American Society of Civil Engineers.

Inland waterways, for example, carry coal to power plants, iron ore to steel mills and grain to export terminals. But inadequate investment led to nearly 80,000 hours of lock outages in fiscal 2010, four times more than in fiscal 2000. Most of the nation's 200 or so locks are past their 50-year design life.

The U.S. marine transportation system is vital to overall economic health and growth – absent the plan’s investment future growth will collapse

Kavinoky, 10 – director of Transportation Infrastructure at the U.S. Chamber of Commerce (Janet Kavinoky, “Making the Marine Transportation System a National Priority”, Free Enterprise, 10/8/10, http://www.freeenterprise.com/2010/10/making-the-marine-transportation-system-a-national-priority | AK)

America's marine transportation system -- from waterways to ports -- is an engine for economic growth and job creation. It enables the business community to transport goods in a cost-effective, energy-efficient manner to domestic and international markets. The movement of waterborne cargo and related economic activity contribute more than $742 billion dollars annually to the nation's GDP, sustaining more than 13 million jobs. These jobs can be found around the country at ports, on vessels, in shipyards, in factories, fields and industrial facilities, and throughout the services sector.

Components of the marine transportation system not only have a positive impact on the national economy, but also lead to economic development and job creation at the state and local levels. Ports across the country are economic engines for the nation's economy as well as their local economies. For example, the Port of Long Beach supports one out of every eight jobs in that city alone.

Both the U.S. Chamber of Commerce's President and CEO Thomas Donohue and President Obama have called for doubling U.S. exports within five years. The rationale is clear: we cannot rely on domestic consumption (private or public) to generate more demand for the goods and services we produce. The American consumer has been cutting back and directing more income toward savings, and the federal government faces an unsustainable budget deficit equivalent to roughly 10 percent of U.S. Gross Domestic Product this year. Most importantly, the opportunities are there. Outside our borders are markets that represent 73 percent of the world's purchasing power, 87 percent of its economic growth, and 95 percent of its consumers.

Our exports need a reliable and cost-effective marine transportation system that links coastal ports and waterways, the Great Lakes and the St. Lawrence Seaway to keep U.S. goods competitive in the global marketplace. According to the U.S. Army Corps of Engineers' Waterborne Commerce Statistics Center, waterborne exports increased from approximately 442 million short tons in 1990 to over 550 million short tons in 2008. Waterborne imports increased from approximately 600 million short tons in 1990 to almost one billion short tons in 2008.

The marine transportation system, like the rest of America's transportation infrastructure, is not ready to meet future demands. The challenges facing the marine transportation system are well documented and yet the will to rectify them remains elusive. The lack of a coordinated strategy, a backlog of needs and lack of predictable investment levels, and deteriorating project delivery performance, creates uncertainty about the marine transportation system's overall ability to reliably, safely and efficiently transport goods to international and domestic markets, which translates to under utilization.
As advocates for the marine transportation system, we know the benefits and challenges that it faces. Despite our best efforts, the marine transportation system is often forgotten by elected officials and other decision makers. And it's incredibly frustrating. I wish I had a dollar for every conversation in which people said that they can't believe other people don't understand the number of jobs, amount of local economic development and potential benefits to national economic growth that would come with putting the marine transportation system among the top infrastructure priorities.

What do we need to do to move beyond lamenting the situation and start making a difference?  How do we tackle the challenge of making the arguments for improvements and investments come alive and resonate with elected officials and other decision makers so that we can move legislation that works for the marine transportation system? 

There's no silver bullet, but there are two places to start:

1. Just because you can't see the water doesn't mean you can't see the light. Not every member of Congress has a component of the marine transportation system in their district or state. The same is true for a good portion of the general public. So, the saying "out of sight out of mind" applies. What is not often understood by either group is that many of the goods that they buy off the store shelves and some of the services they rely on came via one or more components of the marine transportation system.

So, we can't just focus on making our case inside the beltway with the usual facts about infrastructure needs and jobs. We need to increase the number of champions, by raising awareness of how the marine transportation system relates to everyday lives of Americans. Elected officials know that transportation infrastructure investment provides macro benefits the nation, but they won't prioritize it until they hear from their constituents about the micro benefits to their quality of life.

2. Strength in numbers. The marine transportation community must work together and put forth a unified front. There's no impetus for action if there's no unity. Fragmented stakeholders with differing messages do not help keep the pressure on elected officials to act. As we advocate for improvement or investment in specific components of the system or specific federal programs we must remember that it all has to work together. We should strive to demonstrate how organization's individual positions are aligned with others so there is a chorus of voices advocating for the entire marine transportation system.

For its part, the Chamber will continue to champion the marine transportation system as an integral part of the broader transportation network and urge congressional action of key pieces of legislation. The Chamber offered specific legislative recommendations to Congress in a "Marine Transportation Policy Statement", which recommends actions in four general areas: improving federal coordination; establishing priorities to maintain, modernize, and expand the system; increasing investment; and creating conditions for successful project delivery. Without congressional action to address these challenges, the ability of the system to support domestic economic development, interstate commerce, international trade, and future growth is compromised.

Haulk, 98 – Ph.D. and Research Director at the Allegheny Institute for Public Policy (C. Jake Haulk, “Inland Waterways as Vital National Infrastructure: Refuting ‘Corporate Welfare’ Attacks”, 1998, http://www.port.pittsburgh.pa.us/docs/haulk-inland_waterways_as_vital_national_infrastructure.pdf | AK)
IWR, 12 – U.S. Army Corps of Engineers (Institute for Water Resources, “U.S. Port and Inland Waterways Modernization Strategy Options for the Future”, 4/2/12, http://www.iwr.usace.army.mil/docs/portswaterways/Port_and_Inland_Waterways_Options_for_the_Future_Working_Draft_v1_2012_Apr_01.pdf | AK)

AWO, 7 – (The American Waterways Operators, “A 21st Century World – Class Waterways Infrastructure”, AWO, 2007, http://www.americanwaterways.com/about_industry/21infrastructure.pdf | AK)

Investment in inland waterways is crucial to establish public-private partnerships and maintain global competitiveness and create jobs

Political Transcript Wire, 12 – (Political Transcript Wire, “REP. BOB GIBBS HOLDS A HEARING ON INLAND WATERWAY SYSTEM RELIABILITY AND ECONOMIC COMPETITIVENESS”, Roll Call, 4/20/12, ProQuest | AK)
Again, welcome. Transportation savings are key factor in economic growth. As fuel prices continue to escalate, waterway transportation becomes an even more viable alternative for shippers. But an unreliable transportation system will inject uncertainty in the decisions made by U.S. farmers and manufacturers, making U.S. products more uncompetitive in world markets. While the Nation's ports are rightfully called the Nation's gateways, the inland navigation system provides access to foreign export markets for manufacturers and commodity producers.
Water transportation is most fuel efficient, least polluting, safest, and least expensive means of moving cargo. In addition, waterways provide freight mobility for products that are too large to move by any other means. There are also some industries located on the river that are completely dependent on the inland waterway system to bring in raw materials to their facilities.

Trade, especially global trade, is increasing. That means the need for transportation services will continue to grow and grow rapidly. The question is not whether it will be by the rail or truck or boats that will be of most benefit. The question is whether or not we can produce an efficient and integrated network of airports, railroads, highways, waterways, and ports that can respond to a changing world economy.

We are trying to run this bill for a Nationally integrated transportation system with an infrastructure that was largely built before the World War II. We don't do that for roads, railroad, or aviation while there is room for improvement in those sectors as well. In general, we have modernized in most areas and our economy has benefitted from those investments.

But when it comes to inland waterway system, we have been investing too slowly for too long. Fifty seven percent of our inland system is more than 50 years' old and 37 percent of that system is more than 70 years old. It is literally falling apart and we're falling behind. Navigation outages along the system are increasing. For instance, the Ohio River outages have increased from 25,000 hours in 2000 to 80,000 hours today. This trend of increasing outages is expected to continue. While it affects the reliability of the system, it also foretells the likelihood of a major physical failure at one of the structures. Without some rehabilitation and rebuilding, we can expect to pay more each year for increasingly unreliable system.

The corps engineers are charged with maintaining and improving inland waterway system with the authorities and the funding provided by Congress each year. For decades, the Corps has made to do with constraint funding, leaving the commanders with no choice but to defer some maintenance projects and reduce operations at some of the locks (ph). I'm concerned that the Corps reduces the efficiency of some parts of the system. Our sailors (ph) are adversely affected.

If this cycle is not broken, we are going to lose water transport as a viable part of our inland water transportation system, completely diverting cargo from water to rail that would require hundreds of thousands or additional railroad cars and additional 25,000 locomotives. If a cargo that is currently moved by the waterway have to move by truck, it would require an additional 58 million trucks, moving in already on congested highways annually.

After Hurricane Katrina, it became obvious that the warning signs were there all along that many experts had been telling us for years that conditions were ripe in the New Orleans area for a disaster. Today, we are getting a similar warning on the Nation's inland waterway system of transportation.

Finding alternative ways to move cargo will be expensive if not impossible. And if transportation costs go up, the competitiveness of American products in the world market goes down.

So addressing, and I just would add, I think some of our competitors in the world markets are making those investments and that puts us in a disadvantage and uncompetitiveness that will cost us in the long run. So addressing the infrastructure needs of the inland waterway system is not about economic benefits to a few barge companies. It's about keeping American farms and manufacturers and businesses competitive and growing American jobs.

Letting the inland waterway system decline further would be an economic disaster to add to the Nation's already significant fiscal problems. Having an inland waterways system that is a viable alternative will keep costs down among all modes of transportation. If you take inland waterways out of the mix in terms of transportation options, costs would go up, American products become less competitive in the global marketplace, and that means lost jobs.

That's why I can say I am a fiscal conservative, and I support investing in America where those expenditures stoke the fires of our economic engines and create jobs throughout our economy.

For a tiny percentage of the $1 trillion failed stimulus program in 2009 or the $450 billion jobs program recently suggested by the Administration, we could spend the $8 billion necessary to recapitalize the inland waterway system -- that is to finish the projects under construction and begin and finish the slate of authorized projects.

Given our economic conditions, I know that coming with additional public money is going to be a huge challenge. So I think it makes sense to explore financing options. The Administration has suggested a new lockage fee and Inland Waterways User Board has developed a comprehensive plan of increased user fees and changes to the current cost-sharing arrangement. By these ideas to deserve more consideration, I think it is time to think further outside of the box and consider enhanced public-private partnerships.

Plan’s key to the economy – creates a plethora of jobs and revitalizes the shipbuilding industry

MARAD, 11 – the agency within the U.S. Department of Transportation dealing with waterborne transportation (Maritime Administration, “America’s Marine Highway - Report to Congress –“, United States Department of Transportation, April 2011, http://img.marinelink.com/pdf/Americas_Marine_Highway-Report_to_Congress-April_2011.pdf | AK) 
Jobs America‘s Marine Highway can support the creation and sustainment of desirable jobs for Americans. These jobs are provided through direct employment in marine transportation services and shipbuilding, as well as other services that support marine transportation. Water transportation positions are beneficial to both workers and the nation. The Bureau of Labor Statistics (BLS) reports that earnings for water transportation positions are higher than most other occupations with similar educational requirements for entry-level positions. 28 As of 2008, the nation‘s domestic and international water transportation industry supported approximately 65,200 direct jobs, with an additional 97,000 jobs in port-related activities and 104,500 jobs in shipbuilding and repair. 29 The water transportation industry generated some $36.1 billion in gross output in 2007, of which $10.7 billion was value added. 30 Many of the water transportation jobs exist in the inland waterway and coastal systems moving bulk products to our gateway ports. Marine Highway services can take many forms, ranging from self-propelled vessels operating between coastal ports to tug-and-barge services serving ports along inland and coastal waterways, and can serve various freight markets and schedules. A typical tug-and-barge service carrying containers between ports offers employment opportunities for the vessel crew, stevedores, and terminal workers who facilitate the intermodal transfer of cargo to and from the barges. Such job growth may or may not substitute for jobs in other transportation modes, depending on the markets affected and the design of the service (see below). The U.S. Coast Guard (USCG) is responsible for the credentialing of U.S. mariners. With certain exceptions, individuals employed on U.S.-flag merchant vessel of 100 gross tons or over must hold a valid Merchant Mariners Credential (MMC) issued by USCG. 31 The MMC is a form of identification and contains the qualifications that a mariner holds based on training, experience, and completion of necessary examinations. Beginning April 15, 2009, all mariners holding an active license, certificate of registry, Merchant Mariner Document (MMD), or MMC issued by USCG must also hold a valid Transportation Worker Identification Credential (TWIC) issued by the Transportation Security Administration (TSA). 32 The TWIC was established by Congress through the Maritime Transportation Security Act and is administered by TSA and USCG. TWICs are tamper-resistant biometric credentials that are issued to workers who require unescorted access to secure areas of ports, vessels, and outer continental shelf facilities, and to all credentialed merchant mariners. Merchant mariners are critical to the national security and economic needs of the nation. In addition to their importance as human resources for the nation‘s transportation system, many play a vital role in for crewing ships during national emergencies and wartime situations (see section below on The Marine Highway and National Defense). Qualified mariners must be ready and available when a national emergency occurs – the time required to train new mariners would make it impractical to mobilize U.S. sealift in an emergency if mariners were not already on hand. The United States is also well-positioned to meet the demand for new mariners. There are seven merchant marine academies in the United States that graduate over 700 ship officers and engineers annually. 33 Private operators, labor unions, and other associations also provide training. Over the last decade, at least 19 maritime high schools began operations in the United States. 34 In 2008, MARAD announced a new curriculum for these schools that will help prepare the next generation of high school graduates for maritime jobs. Expanded use of Marine Highway services has the potential to generate orders for new vessels. These orders could help to revitalize the U.S. shipbuilding industry and support the nation‘s skilled shipyard labor base through the construction of self-propelled vessels specifically designed for container and trailer freight movement and passenger trades, such as roll-on/roll-off (RoRo) trailer ships and ferries (see section below on The Marine Highway and National Defense). The direct number of jobs created per vessel constructed would vary by vessel size and type. Building a larger self-propelled coastal ship to transport trailers and containers might generate up to 600 job years of direct labor at the shipyard 35 Indirect jobs (jobs at steel producers and other suppliers to the shipyard) and induced jobs (jobs supported in the general economy due to spending of workers‘ wages) would add significantly to the overall employment impact. Construction of Marine Highway vessels built to a standard design and in serial production runs would also reduce per vessel costs and could lead to more vessel orders and jobs over the longer term. Growth in Marine Highway activity will also support land-based job opportunities – such as short-haul truck drivers and logistical business positions at Marine Highway ports. Job creation on vessels and in ports due to the growth of the America‘s Marine Highway system depends largely on the numbers and locations of Marine Highway corridors and services that eventually emerge, future growth of domestic freight movements, future funding of infrastructure in water- and land-based transportation modes, and the complex tradeoff of jobs among these modes as one modal system gains proportionately more traffic than another. Ultimately, however, the principal source of new employment from America‘s Marine Highway will be its contribution to the efficiency and flexibility of the nation‘s supply chain, as described in the following sections of this report. By having access to a reliable transportation alternative that can be expanded at modest cost when compared to surface transportation services, U.S. businesses can better react to changing supply chain circumstances, such as rising fuel costs, and thereby realize productivity gains and improved profitability. Profitable and productive businesses experiencing growth are the chief sources of new demand for workers throughout the economy.

Federal investment is a necessary prerequisite to private investment – only the government can afford large-scale operations
MARAD, 11 – the agency within the U.S. Department of Transportation dealing with waterborne transportation (Maritime Administration, “America’s Marine Highway - Report to Congress –“, United States Department of Transportation, April 2011, http://img.marinelink.com/pdf/Americas_Marine_Highway-Report_to_Congress-April_2011.pdf | AK) 
As this report illustrates, the opportunity to more effectively balance our national transportation system – with numerous transportation services, including rail, road, and water – is attractive for a number of reasons. A balanced system that takes advantage of the relative strengths of each mode can better address the transportation challenges of growing surface congestion, aging infrastructure, and system repair and expansion. These challenges, combined with growing public pressure to improve the environment and the need to reduce our nation‘s dependence on petroleum fuels, make America‘s Marine Highway an attractive transportation choice. Furthermore, it can help our government‘s response to and recovery from emergencies and provide mobility resources to support national defense. The expanded use of our waterways can only incrementally improve each of the challenges identified in this report. Moreover, there are many markets where highway and rail will remain the preferred or only choices. America‘s Marine Highway should, however, be viewed as a logical next step as we address our larger surface transportation and funding challenges. In many cases, these benefits can be quickly realized due to pre-existing port and waterway infrastructure and the rapid start-up times of Marine Highway services, particularly when compared to the time required to fund, engineer, construct, and repair much of our land-based transportation infrastructure system. Despite significant progress in short sea container transportation in Europe and recent successful service startups here in the United States, America's Marine Highway must still overcome barriers before it can reach its potential. Disincentives to increased use of the Marine Highway include the unfamiliarity of shippers with this domestic transportation alternative, the lack of an established network of frequent service for container and trailer cargoes, the need for coordinated investment in port infrastructure and vessels, tax issues, and the fact that public benefits attributable to the use of Marine Highway services do not factor into many private sector transportation decisions. The private sector will ultimately be the key to the success of America‘s Marine Highway through innovation, outreach, and investment. Private operators must demonstrate to shippers and the public that they can provide highly reliable and cost-effective transportation services by sound management and implementation of the most appropriate technologies for the safe and efficient delivery of cargoes and passengers. They must make efforts to provide greater schedule frequencies and lower the overall cost of service. They must reach out to potential customers, addressing their specific needs and concerns. Without strong leadership from the Federal government, however, the nation's rivers and coastal waterways will continue to be underutilized for domestic container and trailer freight transportation. It is difficult for private operators to support the scale of investment needed to initiate large scale operations. Private operators are particularly disadvantaged by the fact that many of the important public benefits of water transportation, including congestion reduction, environmental sustainability, and system resiliency, cannot be captured in the form of higher revenues or lower costs to company profits. Government action is required to help overcome these challenges and assist the expansion of Marine Highway services in a significant manner.

Strong federal funding followed by private investment is key to fully recognize marine highways – key to reduce congestion, oil dependence, and the economy
MARAD, 11 – the agency within the U.S. Department of Transportation dealing with waterborne transportation (Maritime Administration, “America’s Marine Highway - Report to Congress –“, United States Department of Transportation, April 2011, http://img.marinelink.com/pdf/Americas_Marine_Highway-Report_to_Congress-April_2011.pdf | AK)
Why Federal Leadership is Needed to Develop America’s Marine Highway Our nation‘s current surface transportation system is largely the result of public and private sector responses to various economic and technological developments over the nation's history. It reflects the influences of changing industry and trade patterns, private and government investments, engineering and materials advances, the advent of new communications and computer technologies, and other developments. Driven largely by market forces, this system has provided the nation and the world with fast, affordable, and efficient transportation that has contributed greatly to the economic prosperity for our country. Even so, our system is not as efficient as it could be. Americans using this system experience widespread traffic congestion, dependence on foreign-produced petroleum, high GHG and other emissions, high fatality and injury rates, and noise. Heavy vehicles operating on highways and bridges generate uncompensated infrastructure maintenance costs that all facility users and/or the public at large must bear. Marine Highway services have the potential to provide cost-effective, environmentally-friendly, safe, and resilient capacity that can mitigate many of these problems, but these services are only lightly utilized for the movement of commercial domestic freight or passengers. Given our nation‘s long-term and successful reliance on markets to steer resources to their best uses, the question must be asked as to why market forces have not led to more use of Marine Highway services. Markets are optimal for allocating resources when the costs and benefits of an activity are well understood and factored into an investment or use decision such that the benefits of the activity are greater than its opportunity costs. Factors that affect market-based transportation decisions by private users of the transportation system include shipping costs, reliability and frequency of service, time in transportation, insurance costs, and quality of service. Other costs and benefits of our transportation system, however, are not borne by the private users who cause them. These costs and benefits are ―external‖ to the user and typically will not influence transportation decisions made by the user. Common costs and benefits that are either fully or partially external to a transportation user‘s decisions include the effect that the user's decision to transport freight on a highway has on the delay experienced by all other users of that road, or certain effects that the choice of a transportation mode may have on jobs and the broader economy, the environment, public health and safety, and national security. 13 Unless such factors are addressed in comprehensive planning, investment, regulation, or market interventions, the full potential benefits of a transportation mode to both private users and the public at large may not be realized. External benefits of America‘s Marine Highway that are often unrecognized in current transportation planning and investment decisions belong to the following categories: 14 ( Support for new and existing vessels and mariner jobs that are useful to the nation in times of both peace and national emergency; ( Immediate relief of surface transportation congestion, particularly on routes that provide landside access to urban ports; ( Abundant and cost-effective new freight capacity; ( Reductions in highway and bridge maintenance and repair costs; ( Creation of a diverse and more resilient transportation system; ( Improved environmental sustainability of the surface transportation system, including reduced per ton-mile energy consumption and emissions; and ( Benefits to public safety and security. All of these benefits are in addition to the low-cost freight and passenger services that water transportation has historically provided and which are already considered in private decisions concerning the use of the Marine Highway. These external benefits are described in the sections of this report immediately following this introduction. The correct valuation of such benefits in planning and investment decisions could justify a much greater role for America‘s Marine Highway as part of a balanced national transportation system. USDOT, with its responsibility to develop and implement national freight and passenger transportation strategies and target public resources to satisfy public needs across State and other jurisdictional lines, is best positioned to see that this role is realized. The Federal government is also well-situated to coordinate the development of national standards to ensure the compatibility of infrastructure and equipment throughout the Marine Highway system. MARAD is currently working closely with other USDOT modal administrations and the Office of the Secretary of Transportation to develop national transportation strategies that maximize the positive contributions of Marine Highway services. National Support for Developing America’s Marine Highway Congress has understood the need to promote the expansion of the Marine Highway. In recent years, its most significant action in supporting America‘s Marine Highway was to enact the Energy Act. Among the many provisions of the Energy Act is Subtitle C of Title XI, titled ―Marine Transportation,‖ which requires the Secretary to ―establish a short sea transportation program and designate short sea transportation projects to be conducted under the program to mitigate surface congestion.‖ 15 The Energy Act recognizes environmental and transportation benefits of such services and calls for research in these areas. This would generate public benefits that include less delay and more reliable transportation as well as improved air quality, highway safety, and national security. Congress recently passed additional legislation that will foster growth of Marine Highway services. This legislation includes the National Defense Authorization Act for Fiscal Year 2010 and the Consolidated Appropriations Act of 2010. The former act authorizes the newly established Marine Highway Grants program; the latter act appropriates up to $7 million in funds for the new grants program in Fiscal Year (FY) 2010. Additionally, the American Recovery and Reinvestment Act of 2009 created a discretionary surface transportation grants program in which Marine Highway port projects have competed successfully for grant awards along with highway, transit, and rail projects. The Consolidated Appropriations Act of 2010 created a successor to this discretionary surface transportation grants program for FY 2010. The America‘s Marine Highway Program envisioned by USDOT will comply fully with Congress‘s legislative requirements for short sea shipping by working to bring about a more diverse, energy-efficient, and climate-friendly transportation system through the creation and expansion of domestic water transportation services. The goal of the Program is to develop and expand these services in a self-sustaining, commercially-viable manner that also recognizes the public benefits these services create in the form of reduced surface congestion, fewer GHG emissions resulting from a more sustainable transportation system, improved safety, and additional sealift resources for national defense. 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 A full exposition of the Energy Act and other legislative requirements for the America‘s Marine Highway Program, along with USDOT‘s efforts through MARAD to implement them, is provided in detail in the latter half of this report. Information is also provided on MARAD‘s broader efforts to promote America‘s Marine Highway through support to local government planners and private sector water transportation services, as well as MARAD‘s efforts to identify impediments and solutions to impediments that will enable future growth of this national asset. Effective Government Policies Can Work: European Union Example There is good precedent for effective governmental action to support short sea shipping. The European Union (EU) is faced with many of the same issues as is the United States regarding surface transportation congestion, environmental impacts of transportation systems, and energy conservation. EU leadership has recognized that greater reliance on waterborne transportation is an important means of reaching its goals regarding environmental sustainability and economic competitiveness. It therefore has an active and longstanding policy of promoting short sea shipping and has invested millions of euros to promote greater use of its coastal and inland waterways, including: funding through the Trans-European Transport Network (TEN-T), the Marco Polo programs (designed to reduce congestion and improve the environmental performance of the intermodal transport system), the European Regional Development Fund, and State funding sources; and establishment of the Motorways of the Sea program (part of the TEN-T), the Program for the Promotion of Short Sea Shipping, and other and predecessor programs. 17 As a result, container barge transportation has seen strong growth, with annual European traffic crossing the one million TEU level by 1991, the two million TEU level by 1996, and the three million TEU level by 2000. 18 Estimated barge traffic in 2004 reached four million TEU. 19 Short sea shipping (here including bulk materials as well as non-bulk) currently represents 40 percent of intra-EU exchanges in terms of ton-kilometers. 20 There are significant differences between freight transportation systems of Europe and the United States. Europe‘s rail system is less efficient than the U.S. rail system for moving freight, and Europe‘s geography has led to many of its largest industrial centers being in close proximity to water. 21 Nonetheless, the strong growth of short sea shipping of containers in Europe highlights both the ability of short sea shipping to compete with land-based transportation modes and the potential benefits of government support to this mode. MARAD is closely monitoring this successful European example

Marine highways are key to freight and reduction of congestion 
MARAD, 11 – the agency within the U.S. Department of Transportation dealing with waterborne transportation (Maritime Administration, “America’s Marine Highway - Report to Congress –“, United States Department of Transportation, April 2011, http://img.marinelink.com/pdf/Americas_Marine_Highway-Report_to_Congress-April_2011.pdf | AK) 
Reducing Congestion on Our Surface Transportation Systems Traffic congestion imposes serious costs on society in the form of time wasted in travel, fuel consumed and emissions generated in traffic backups, disruptions to supply chains, and major diminishments to the quality of life of the traveling public. Accordingly, efforts to reduce congestion have high potential payoffs to society, allowing greater national productivity through improved reliability of deliveries and trip times, lower transportation costs, cleaner air, and a much higher quality of life for commuters, persons shopping or running errands, family vacationers, and others. Our land-based surface transportation systems are made up of a network of 4.03 million miles of public roads (8.46 million lane miles), 94,440 miles of Class 1 rail lines, 31,790 miles of combined Amtrak, commuter, heavy, and light rail passenger lines, and 1.69 million miles of gas and oil pipelines. 36 Highway vehicles such as tractor-trailer trucks, buses and cars, and rail equipment such as freight trains and commuter trains, rely on these extensive networks to get passengers and cargo from place to place. As a general rule, if highway vehicle travel grows at a higher rate than road capacity, congestion will increase, and markedly so once the highway's design capacity has been exceeded. Between 1980 and 2003, rural and urban interstate lane miles increased by 17 percent, whereas ton-miles of freight moved by intercity trucks increased by 128 percent. Also during this period, the vehicle miles of automobiles (which share the roads with trucks) increased by 50 percent. 37 Accordingly, traffic congestion on the nation‘s roads has been increasing, leading to lost productivity from delay, greater unreliability in transportation services, and wasted fuel. The Texas Transportation Institute reports that the congestion ―invoice‖ for the cost of extra time and fuel in 439 U.S. urban areas in 2007 amounted to $87.2 billion. Over that year, approximately 2.8 billion gallons of fuel were wasted and 4.2 billion commuter hours were lost to traffic gridlock. 38 FHWA reports that 11 percent of the National Highway System (NHS) experienced recurring, peak-period congestion in 2002. It forecasts that by 2035 increasing truck and passenger vehicle traffic volumes will result in 40 percent of the NHS experiencing such congestion if there are no additions to highway network capacity (see Figure 1). This congestion will slow traffic on nearly 20,000 miles of the NHS and create stop-and-go conditions at times on an additional 45,000 miles. 39 Rail networks are also not immune from congestion concerns. The past several decades have seen widespread concentration of rail services by Class I railroads, resulting in fewer miles of line operated. These fewer lines tend to have much denser rail traffic as carriers attempt to maximize the efficiency of their networks, increasing congestion. In areas where major rail networks intersect, such as in the Chicago region, congestion can be so severe that many shippers now plan for about a day just for a single train to traverse the city itself. 40 Travelers are negatively impacted as passenger trains share the same infrastructure networks as freight trains. As a consequence, some cross-country Amtrak passenger trains are consistently delayed. America‘s Marine Highway can play a role in alleviating this congestion on some of our surface transportation corridors, with its abundant capacity to carry freight to and from many locations across the country. This is particularly true because many of the areas of greatest land-based congestion, as shown in Figure 1, are also those areas that Marine Highway operators could best serve through ocean, inland waterway, and lake access. While important at a national level, the Marine Highway can be especially effective in reducing congestion for all users along certain coastal surface corridors (e.g., the I-5 (Pacific), I-95 (Atlantic), and I-10 (Gulf) highway corridors), including at border crossings into Canada, and in urban areas with large ports. The Government Accountability Office (GAO) has identified congestion around large urban ports as a major source of inefficiency in the national transportation system. The GAO notes the following: The major challenges to freight mobility share a common theme – congestion. National studies point to such problems as overcrowded highways and freight-specific ‗chokepoints‘ that stifle effective intermodal transfer of cargoes. All 10 ports GAO studied faced similar congestion-related problems. For example, many of the ports are in dense urban areas, limiting the ability to expand rail yards, roadways, and other infrastructure. 41 The Marine Highway system has existing capacity to transfer containers and trailers away from congested highways and rail systems that serve ports to less congested ports and inland terminals. In 2000, FHWA estimated that each vehicle-mile traveled by trucks adds between $0.18 and $0.33 (reflecting typical or average conditions) to the cost of congestion on urban roadways; this value will only increase as congestion becomes more severe. 42 Reducing this source of congestion can therefore have significant value to the public. In addition to reducing surface congestion, the movement of cargo to inland terminals can benefit exporters and importers, many of which have found that their businesses are made easier if they can assemble export shipments or deploy imports at points free from the congestion. 43 Perhaps most importantly, it can offer shippers reliable and predictable service that is essential to just-in-time inventory systems. The America‘s Marine Highway Program is designed to identify the most promising water corridors for the movement of passengers and freight to help relieve surface congestion and to facilitate the transition to greater use of this underutilized national asset.

Investment in marine highways is crucial to reduce fuel consumption and oil dependence
MARAD, 11 – the agency within the U.S. Department of Transportation dealing with waterborne transportation (Maritime Administration, “America’s Marine Highway - Report to Congress –“, United States Department of Transportation, April 2011, http://img.marinelink.com/pdf/Americas_Marine_Highway-Report_to_Congress-April_2011.pdf | AK) 
Energy Conservation – Reduced Reliance on Imported Oil The U.S. Department of Energy projects that overall energy consumption by the U.S. transportation sector will continue to grow gradually for decades into the future, principally due to light- and heavy-duty highway vehicles (see Figures 2 and 3). 51 The highest growth in energy consumption as measured both in absolute and relative terms will be for heavy-duty highway vehicles, particularly freight trucks. Freight trucks are expected to account for 38 percent of the expected overall increase in energy consumption in the transportation sector by 2035, even though freight trucks currently account for less than 17 percent of total energy consumption in this sector. 52 When light-duty vehicles (e.g. cars and pickup trucks), commercial light trucks, buses, and freight trucks are counted collectively, growth in energy consumption in the highway sector will account for 78 percent of the 4.6 quadrillion BTU growth in transportation energy demand by 2035. This growth is expected to occur despite aggressive new standards established by the Energy Act of 35 miles per gallon average fuel economy for cars and light trucks. By 2035, the transportation sector is predicted to remain as the second-largest energy user in the nation after the electric power generation sector. 53 Further, the transportation sector is expected to continue to dominate petroleum and other liquid fuel consumption through 2035 (see Figure 2). There has long been recognition of the need to reduce our nation‘s reliance on fossil fuels as an energy source, particularly because this reliance exposes our economy to price shocks and supply disruptions caused by foreign geopolitical events. The Federal government has made important strides in improving the fuel economy of automobiles and light duty vehicles, and the President recently announced that USDOT/National Highway Traffic Safety Administration (NHTSA) and EPA will issue fuel efficiency and GHG emissions standards for commercial medium- and heavy-duty vehicles beginning with model year 2014. 54 Even with potential improvements in truck fuel efficiency, however, policies that encourage the use of freight transportation modes that are already several times more fuel efficient than trucking per unit of freight can help reduce our nation‘s overall energy consumption in the transportation sector. USDOT believes that the potential for modal shifts of domestic cargo from land-based transportation (particularly highway) to water currently exists in specific transportation markets and longer distance routes. An expanded or enhanced Marine Highway system could lead to more Marine Highway services being available to more shippers in more of these markets. Research has measured the potential benefits of using more energy-efficient transportation services. One recent study found that while trucks, on average, can carry one ton of freight for approximately 155 miles on a gallon of diesel fuel (i.e., 155 ton-miles of freight per gallon, equivalent to 842 BTU per ton-mile 55 ), rail achieves 413 ton-miles of freight per gallon (316 BTU per ton-mile), and a tug-and-barge operation can get as much as 576 ton-miles of freight to a gallon of fuel (227 BTU per ton-mile). 56 Additionally, self-propelled oceangoing vessels can have significant energy efficiencies over land-based modes, particularly in the case of larger vessel sizes. 57 Not all studies agree in their estimates of modal fuel efficiencies. 58 Differences in fuel efficiency estimates among studies can be accounted for by numerous factors, including: when the study was conducted (engines are becoming more fuel efficient); haul distances and the availability of backhaul cargoes; the type of commodity being shipped (e.g., coal, grain, or other goods); ship size, hull shape, operating speed, engine type, fuel type, and capacity utilization; dependency on trucks for bringing cargoes to vessel or rail transfer points; assumptions about barge queuing and delays at inland waterway locks and ports; assumptions about bulk trainload and unit-train operations; assumptions about mixed freight carload traffic, trailer-on-flatcar, and container-onflatcar traffic; and other factors that will vary from market to market. Collectively, however, research supports the inherent fuel efficiencies of marine transportation services. As such, shifting cargoes from pure long-distance land movements to water transportation in certain corridors would result in energy savings. These corridors include coastal corridors and those along inland waterways and the Great Lakes. Additional research, some sponsored by MARAD, will identify specific markets and routes within these corridors where shifting from land transportation to water transportation would yield the greatest potential energy savings. Water will not be the most energy-efficient means in all travel corridors, of course, particularly where routes are more circuitous or navigable waterways are not within reasonable proximity to shippers and significant drayage is required. Similarly, origin-todestination trucking can have energy-efficiency advantages over water and rail transportation, particularly for short haul freight movements where goods must be trucked to and from vessel and rail loading facilities. Fewer than 10 percent of large trucks typically travel to places more than 200 miles away, although these trucks account for 30 percent of the large truck mileage. 59 Shifting cargo to more energy-efficient transportation modes could have important long-term social and economic benefits for our nation. Fuel efficiency, however, is but one of an array of considerations that affect the choice of shipping mode by private industry, and even here only indirectly through its impact on shipping costs. In many cases, the quality, convenience, frequency, speed, and reliability of a transportation service are critical factors in shippers‘ choices of a transportation mode that outweigh higher costs of a particular service attributable to higher fuel consumption. Accordingly, except under situations of extraordinarily high fuel prices that significantly increase shippers‘ costs, the broader range of national benefits associated with reducing fuel consumption by using water transportation will not be realized unless national policies promote the use of America‘s Marine Highway. 60

The plan reduces greenhouse gas emissions, air pollution, and noise pollution
MARAD, 11 – the agency within the U.S. Department of Transportation dealing with waterborne transportation (Maritime Administration, “America’s Marine Highway - Report to Congress –“, United States Department of Transportation, April 2011, http://img.marinelink.com/pdf/Americas_Marine_Highway-Report_to_Congress-April_2011.pdf | AK) 
Cleaner Air and Other Environmental Impacts The expanded use of the America‘s Marine Highway offers other potential environmental benefits to the public. In addition to energy and carbon benefits, it removes freight traffic from land-based modes and thereby reduces the air pollution, noise, and vibration caused by heavy vehicles moving through urban and rural residential areas. In many cases, these benefits would improve the quality of life and livability of the affected neighborhoods. The actual impact depends, of course, on the extent to which Marine Highway services are used and a number of other factors. Although water transportation is fuel efficient and produces comparatively small amounts of GHG per freight ton-mile, the issue of vessel emissions of air pollutants has been of particular interest in ports and coastal areas. Whereas standard tug-and-barge units burn highway grade diesel fuel, some coastal and most international shipping relies on the combustion of residual fuel oil (called "bunker fuel") that contains high levels of sulfur and other impurities that contribute to regional and global pollution. Fortunately, major progress has been made in recent years to reduce the environmental impact of vessel emissions. In May 2004, as part of the Clean Air Nonroad Diesel Rule, EPA implemented new requirements for nonroad diesel fuel that decreased the allowable levels of sulfur in fuel used in marine vessels by 99 percent compared to levels allowed before the effective date of 2007. 66 These fuel improvements, which went into effect in 2007, have created significant environmental and public health benefits by reducing particulate matter (PM) emissions from new and existing engines. In March 2008, EPA issued a final rule that implemented a three-part program that will greatly reduce emissions from marine diesel engines below 30 liters per cylinder displacement. 67 These engines include marine propulsion engines used on vessels from recreational and small fishing boats to towboats, tugboats and Great Lake freighters, and marine auxiliary engines ranging from small generator sets to large generator sets on oceangoing vessels. The rule will cut PM emissions from these engines by as much as 90 percent and mononitrogen oxides (NOx) emissions by as much as 80 percent when fully implemented. Most recently, on December 22, 2009, EPA announced final emission standards under the Clean Air Act for new marine diesel engines with per-cylinder displacement at or above 30 liters (called Category 3 marine diesel engines) installed on U.S.-flag vessels. The final engine standards are equivalent to those adopted in the amendments to Annex VI to the International Convention for the Prevention of Pollution from Ships (a treaty called "MARPOL"). The emission standards apply in two stages: near-term standards for newly-built engines will apply beginning in 2011; and long-term standards requiring an 80 percent reduction in NOx will begin in 2016. 68 The requirements established in the rules will lead to much cleaner vessel operations. The combined effects of the inherent fuel efficiency of water transportation and these regulations offer the potential for reductions in transportation emissions associated with freight movement. By facilitating Marine Highway services, States and Metropolitan Planning Organizations (MPOs) will be able to divert some surface traffic to water, helping to meet current and future air quality goals as well as reduce GHG emissions. The Marine Highway option will likely become more attractive to planners and the transportation industry as National Ambient Air Quality Standards are made more stringent as a result of periodic reviews. Notably, on January 7, 2010, EPA proposed the strictest health standards to date for ground level ozone (smog), which forms when emissions from industrial facilities, power plants, landfills and motor vehicles react in sunlight. 69 This proposal supersedes a previous EPA action to raise the threshold for air quality standards in March 2008, and will put additional pressure on some regions, including southern California, the Northeast and Gulf Coast, to undertake steps to reduce harmful air emissions. The transfer of freight from trucks and railroads to the Marine Highway in urban areas can help to reduce the noise and vibration caused by heavy trucks and trains as they move through or past residential areas. Vessels typically operate along coastal areas and waterways with only minor noise and vibration impacts, removed by distance from residences and muffled because the vessels travel on water rather than highway pavements (Portland cement concrete and asphalt concrete) or rails. Simply reducing the number of trucks and trains can also improve the livability of communities by reducing public encounters with large freight vehicles on roadways and rail crossings. However, environmental impacts of freight operations in port communities will vary depending upon the local circumstances such as the percentage of freight transferred from vessels and carried by drayage vehicles and rail, the age of the truck and locomotive engines, whether port service equipment has emissions controls, the degree of congestion on highways in port communities, etc. As discussed above, developing America‘s Marine Highway would produce environmental benefits in energy conservation and reduction of GHG emissions. At the same time, expanding the use of our nation‘s waters as ―marine highways‖ for freight and passengers can also be expected to increase potential water-related environmental risks and consequences from marine transportation activities, operations, and accidents. Potential environmental issues associated with water transportation, if not managed carefully, include contributing to the spread of aquatic invasive species, increased erosion along waterways, impairment of aquatic habitats, and water pollution from fuel spills and other sources. Similarly, the construction and maintenance of waterways, in particular navigational dredging, can have adverse environmental effects, including impacts in downstream waters, wetlands, and estuaries. Increased water transportation could also affect the public‘s use of waters for recreation. As new Marine Highway projects develop, it will be important for private industry to reduce potential effects associated with discharges incidental to the normal operations of vessels, and ports should provide adequate waste handling facilities and management. It also will require continuing Federal leadership and broad-based coordination across the many departments and agencies with responsibilities in the U.S. Marine Transportation System. Efforts to achieve this coordination will benefit the efficient and safe development of America‘s Marine Highway.

The plan solves terror attacks, miscalc, and effective disaster response – marine highways are key
MARAD, 11 – the agency within the U.S. Department of Transportation dealing with waterborne transportation (Maritime Administration, “America’s Marine Highway - Report to Congress –“, United States Department of Transportation, April 2011, http://img.marinelink.com/pdf/Americas_Marine_Highway-Report_to_Congress-April_2011.pdf | AK) 
Improved Response and Recovery A transportation system that offers resiliency and affordable systems redundancy can assist in incident recovery and deter those who seek to do us harm. The value of this resiliency is augmented by the fact that water transportation is often not impacted by natural or manmade disasters, or if impacted, can frequently resume operations soon after the disabling event. 91 Also, as movable infrastructure assets, vessels can be relocated to provide assistance following emergencies. The option to move freight and passengers by water as an alternative to land has proven critical to the ability of localities and regions to bounce back from several recent natural and manmade disasters. In each case, the Marine Highway and the vessels and mariners that serve on it played important roles in responding to and recovering from these incidents. The support of water transportation and its expansion could provide valuable response and recovery capability during future incidents. Several examples of recent, invaluable assistance provided by Marine Highway services are described below. On October 17, 1989, the Loma Prieta Earthquake struck the San Francisco-Oakland metropolitan area, killing 63 people, injuring 3,757 and leaving as many as 12,000 people homeless. Both the San Francisco-Oakland Bay Bridge and the Bay Area Rapid Transit system were closed. That evening thousands of commuters, with no other way to evacuate the area, were delivered to the East Bay via ferry boats filled to capacity. More recently, on October 27, 2009 the San Francisco-Oakland Bay Bridge was closed to traffic due to the failure of steel support crossbeams that made the bridge unsafe for vehicular traffic. It was reopened on November 2. The closure again demonstrated the value of the Bay Area ferry boat systems. The systems saw a nearly 50 percent boost in ridership in four workdays of bridge closure, and in some instances ridership more than doubled. 92 In 2005, when Hurricanes Katrina and Rita made landfall along the U.S. Gulf Coast, the Federal government quickly moved ten MARAD ships into the affected area to support recovery operations. The vessels provided food, shelter, and electrical power for oil refinery workers, oil spill response teams, and longshoremen who were essential to getting critical systems and supplies back on line. In all, these ships provided 269,000 meals and 83,165 berth nights for emergency relief workers and evacuees until the local infrastructure was repaired and available to support them. Finally, and perhaps most dramatically, on September 11, 2001, with bridges, tunnels, and subways closed or disrupted, waterways offered one of the only methods of escape from lower Manhattan. An armada of more than 100 vessels, both public and private, was assembled to effect the largest waterborne evacuation since Dunkirk in 1940. In all, the waterborne evacuation of Manhattan transported as many as 500,000 people to safety. The ferry fleet was then used to transport emergency personnel and equipment to and from lower Manhattan, including military personnel and equipment (including tanks) to Governors Island and lower Manhattan. 93 Not only do these examples demonstrate the potential for America's Marine Highway to help a region recover from an incident or disaster, but improving the redundancy of transportation systems can serve as a deterrent to terrorist attacks by limiting the duration and scale of intended disruptions.

Plan’s key to competitiveness, the economy, disaster response, and freight
MARAD, 11 – the agency within the U.S. Department of Transportation dealing with waterborne transportation (Maritime Administration, “America’s Marine Highway - Report to Congress –“, United States Department of Transportation, April 2011, http://img.marinelink.com/pdf/Americas_Marine_Highway-Report_to_Congress-April_2011.pdf | AK) 
Inadequacy of Our Transportation System for Future Needs It has become increasingly evident that the current system of freight transportation in the United States will be hard-pressed to meet the nation‘s future transportation needs with regard to maintaining national economic competitiveness, environmental sustainability, public safety, and emergency preparedness. Freight tonnage of all types, including exports, imports, and domestic shipments, is expected to grow 73 percent by 2035 from 2008 levels. 5 Land-based infrastructure expansion opportunities are limited in many critical bottleneck areas due to geography or very high right-of-way acquisition costs, particularly in urban areas where surface traffic congestion is the most severe. In many locations, existing infrastructure is suffering from overuse and will place growing demands on scarce public and private resources simply to sustain it. Accordingly, traffic congestion will almost certainly worsen significantly if the reliance on road and rail is not reduced. The nation‘s heavy reliance on truck transportation for the movement of domestic freight (twothirds of all domestic freight tonnage was moved by truck in 2008) has also contributed to the nation‘s dependence on petroleum. 6 Truck transportation uses significantly more fuel per tonmile of freight moved than does water or rail. The U.S. Department of Energy (USDOE) reports that energy use by the transportation sector will continue to grow through the year 2035, and that freight trucks will account for the largest share (38 percent) of this growth. 7 The nation is committed to curbing its GHG emissions, of which transportation is second only to electricity generation as a source. USDOE projects that GHG emissions from all transportation sources will increase by 195 million metric tons (10 percent) as of 2035 compared to 2008, of which 59 percent of the increase will be attributable to growth in heavy truck emissions. 8 However, some of the projected growth in both truck energy consumption and GHG emissions is likely to be curtailed through a regulatory initiative recently announced by the President. In particular, the President directed EPA and USDOT to take steps to reduce GHG emissions and fuel consumption by developing the first-ever GHG and fuel economy standards for mediumand heavy-duty trucks, in an announcement made on May 21, 2010. 9 USDOT reports that approximately 5,000 fatalities per year were associated with heavy truck crashes over the last two decades (fatalities fell to just over 4,200 in 2008, however). Whereas USDOT, other agencies, and the industry are working hard to improve the safety of heavy vehicles, there are inherent dangers caused by the mixed operation of light and heavy vehicles in the same traffic streams. Our transportation system‘s current reliance on land-based transportation modes also creates potential safety problems involving the movement of hazardous materials through urban and residential areas. Although both water and land-based systems are vulnerable to major disruptions due to damage to key structures such as bridges and channels caused by natural or manmade disasters, the redundancy created by Marine Highways can help mitigate the disruptive impact of those events. America‘s Marine Highway offers a cost-effective means to improve the economic efficiency, environmental sustainability, public safety and security, and resiliency of our transportation system. It also employs ships and mariners, providing jobs in peacetime and human and capital resources to deploy in time of war or natural disaster. Demand for ships to operate on Marine Highway corridors will also provide new business at the nation‘s commercial shipyards. 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 trailers 10 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.

Private investment can’t solve – federal funding is the crucial prerequisite
Zimmer, 10 – graduated from Smith College (B.A., cum laude, 1998), and City University of New York School of Law, (J.D., 2001).  She is admitted to the U.S. District Court for the District of Massachusetts, and the First Circuit Court of Appeals, and is a trained mediator.  She is also a former commercial fisherman and commercial fishing boat owner.  She is a member of the Maritime Law Association of the United States (Nancy E. Zimmer, “Progress On America’s Marine Highway”, Corporate LiveWire, 8/10/11, http://www.corporatelivewire.com/top-story.html?id=66 | AK)
For the United States to compete in the global market it is imperative that it have dependable, efficient, and current infrastructure for the transport of goods.  Infrastructure for that transport needs to be overhauled so that it is in keeping with a larger populace leading to heavier use, and with the sustainable principles of lesser dependence on fossil fuels.  Transportation must be made more efficient and impose fewer external costs.                

For more than a decade, Europe and the United States have been seeing highway traffic congestion from transport of goods by trucks stagger their economies.  Europe moves roughly 40% of it freight through container and roll on/roll off transport.  The United States needs a federal program to encourage using ocean coastal waters to help address this problem here.  In the U.S., short sea shipping has yet to be utilized to the extent it is in Europe.  However, there has been a start, but there are still some hurdles to implementation here.

Implementation of America’s Marine Highway

In part to address this concern, in 2007 the Bush Administration passed the Energy Independence and Security Act,(1)(“Energy Act”) which included an initiative to develop America’s Marine Highway (“AMH”) specifically addressing waterborne movement of passengers and non-bulk freight between origins and destinations that would otherwise be served by roads and highways. (Also known as Short Sea Shipping(2), and Trucking by Water(3)).

As required by the Energy Act, the U.S. Department of Transportation, Maritime Administration (“MARAD”) has released its Report to Congress in consultation with the Environmental Protection Agency, dated April 2011.  Although this report is long overdue,(4) it cites many possible positive outcomes from this project.  It shows a tentative start to this program that will have long-term positive effects, and demonstrates the need for government action and refunding.(5)

AMH specifically addresses routes that MARAD has designated marine corridors along the Northeast, Atlantic, Gulf, Pacific, Mississippi River and St. Lawrence waterway.(6) These corridors correspond with some of the most congested highways in this country, particularly the I-95 corridor on the east coast, and I-5 corridor on the west coast.  Without waterborne transport, these highways will become progressively more congested over time.

Improved cost-effectiveness

1 gallon of fuel is burned to move 1 ton of cargo 70 miles by truck vs. 420 miles by rail vs. 575 miles by barge.  All of these forms of transport should interconnect and be used to maximum efficiency.  Fuel efficiency is being improved for all forms of transportation, including that which will reduce marine engine sulfur, carbon and particulate emissions.(7)  Regulations require that the fuel efficiency of marine vehicles must improve.(8)  The MARAD report cites The Environmental Protection Agency, in “Nonroad Engines, Equipment and Vehicles: Diesel Boats and Ships"(9) regarding the Clean Air Nonroad Diesel Rule requirements to decrease allowable levels of sulfur in fuel used in marine vessel by 99 percent compared to levels allowed before the effective date of 2007.  Further developments have required still better fuel efficiency and reduction of green house gas emissions.  Addressing these external costs is rightfully the role of government, because external costs are not necessarily within the purview of private business.(10) Marine transport is the most efficient means, yet it is not used to its optimum capacity.(11)

Costs of Not Increasing Marine Transport

The costs of not fully implementing a marine highway have been documented in many articles and informational sources for over a decade, and are addressed in the MARAD report.  Pollution, reliance on foreign oil, lost time/productivity due to highway congestion, stress, effects on populations that live near highways, waste, national security vulnerability and exposure during crises are all products of the transportation system as it functions today, and have been for some time.

MARAD reports on studies regarding the cost-effectiveness of specific Marine Highway services.  For example, the Institute for Global Maritime Studies found that “medium-sized, uncongested ports could be inexpensively modified to handle ro/ro ships at an investment of about $5 million each."(12) Compare $5 million per port modification with the cost of infrastructure maintenance to keep the same system in place.  The I-95 Corridor Coalition estimates that the investment along Interstate Highway 95 on the length of the United States east coast would be a whopping $47 billion per year to respond to the expected increase in activity.(13)

Federal Funding

 Part of the initiative of the Energy Act was the extension of Capital Construction Funds to owners to create incentive to build vessels for containers and ro/ro shipping through tax deferrals.  Another incentive was the authorization of $2 billion for MARAD’s Title XI loan guarantee program(14)

MARAD’s April 2011 report concludes that “the full range of public benefits of Marine Highways services will not be realized based solely on market-driven transportation choices."(15) The funding was intended to address this problem.  The external costs and benefits make the involvement of government necessary and vital.  Financing multiple vessels in order to be able to service actual transportation needs will almost certainly require federal assistance.  However, the final version of the Act does not provide additional Title XI authorization.(16)  This 25-year term debt is too important to lose.  The use of CCF funding works in collaboration with the Title XI program. As for the FY 2012 Budget, $54.1 million of the $76.6 million of the existing Title XI authority is slated for cancellation because of the state of the economy.(17) Without adequate funding, the Marine Highway idea is just that, a good idea.  In a bad economy, long-term investments that bring the kind of return which will be realized by AMH are essential. The budget cuts to this program demonstrate a shortsightedness that is disheartening at best. 

Investment into coastal shipping is key to resolve congestion, freight, hazardous waste, pollution, and the economy
Perry et al., 8 – Director of the Maritime Studies Program, teaches courses in Maritime History and Contemporary Issues in Maritime Affairs at the Fletcher School (John Curtis Perry, “AMERICA’S DEEP BLUE HIGHWAY HOW COASTAL SHIPPING COULD REDUCE TRAFFIC CONGESTION, LOWER POLLUTION, AND BOLSTER NATIONAL SECURITY”, Institute for Global Marine Studies, September 2008, http://www.igms.org/docs/americas_deep_blue_highway_IGMS_report_sept_2008.pdf | AK)
America must rebuild and reinvent its transportation system. We have a 19th century rail network, a 20th century highway system, and 21st century transportation gridlock looming on the near horizon. Like education or health care, transportation is fundamental to the economy, a major issue in our lives. We must return to the sea to get freight moving. The now underused deep blue highway could provide resilience and improve the environmental performance of the nation’s transportation system. Coastal shipping could complement, not compete with, trucking and rail. This is especially critical given current pressures on the trucking industry, such as rising fuel costs and labor shortages. From colonial times until the Civil War, coastal shipping, harnessing the wind to move large volumes of resources and goods at reasonable cost, made a big contribution to the wellbeing of Americans. For several centuries ships moved nearly all of the nation’s commerce. Private enterprise undertook this business; government provided the necessary infrastructure. But America has turned away from the sea. Coastal shipping has been in decline since the middle of the 19th century. The US today moves by sea an almost negligible 2% of domestic freight among the lower forty-eight states; in stark contrast, Europe ships over 40% of its domestic freight along “motorways of the sea.” Revitalizing America’s blue lane now offers fresh opportunity to reduce air pollution, enhance national security, and contribute to an invigorated American economy for the 21st century. But we need a comprehensive strategic transportation plan, national and intermodal in its scope, as Treasury Secretary Albert Gallatin provided exactly two hundred years ago. The Federal Highway Administration estimates that freight tonnage will be 70% higher in 2020 than its 1998 level. Increased landside congestion slows the pace of economic productivity. In our research we have found a growing chorus from numerous and diverse constituencies eager to move freight off the land and onto the water. Rails and roads along most of America’s coastlines are at or beyond capacity. Making them better will be hugely expensive. The Society of Civil Engineers estimates that improving the nation’s surface transportation infrastructure would require $155.5 billion annually. The total price tag to shore up this failing system will cost trillions of dollars. As Congressman Weldon of Florida noted in April 2007, “we cannot pave our way out of this challenge.” On the Atlantic coast, Roll-on Roll-off (RoRo) ships, special vessels carrying truck trailers, seem particularly suited to the salt-water highway. Cargo would be driven aboard at the origin and driven ashore at the destination. Trucks would then engage in more profitable short-haul rather than long distance runs. On the Pacific coast, small container ships seem more appropriate to leapfrog crowded highways. We see environmental protection as a major reason for using the sea to move cargo. The vi public now perceives ships as polluters; coastal shipping must go green. It has a splendid opportunity to do so. Ship emissions depend on many variables; in this report we focus on alternative fuels and advanced engine design. Technologies are now coming on stream for the improvement of both, including burning natural gas or ultra low sulfur diesel, turning waste heat into additional energy, and filtering exhaust fumes. Smart regulations and incentives, as well as public opinion, could speed industry experimentation with new technologies. Here lies an opportunity for American leadership in the global shipping enterprise. Transportation consumes more than two-thirds of the petroleum Americans now use; petroleum that is increasingly expensive and volatile in price. Trucks use far more oil than trains or ships. On a ton-mile basis, ships are far more efficient users of energy than trucks. And ships powered by natural gas consume no petroleum and emit much less air pollution. A second compelling reason for reviving coastal shipping is national security. Moving freight offshore would add resiliency to a brittle American transportation system. Our coastwise land transportation grids now suffer from infrastructure fatigue and vulnerability to disruption. The American Society of Civil Engineers rates over twenty-five percent of our country’s 599,893 bridges as either structurally deficient or functionally obsolete. Our report focuses on interstate highways running parallel to the coast and we point to specific instances in which disabling a bridge or tunnel has led to serious disruptions affecting the wider economy. The I-95, I-5, and I-10 coastal interstates have 6,600 bridges collectively among them. Of these, 1,370 bridges have spans greater than 300 feet that cross significant features and, if destroyed, would take at a minimum months to replace and, for the longest bridges over major rivers, years to restore service. This presents a significant vulnerability for the US economy. A downed bridge is more than a frustration to commuters; it can cause serious disruptions that ripple through regional trade corridors with consequence across a wide sector of the economy. Today, even in ordinary circumstances, many American highways are at a breaking point, offering little resilience in the event of any unusual event. A relatively modest investment in our nation’s coastal sea routes would provide some redundancy, offering a prudent strategy to mitigate the impact of a disaster, be it an accident, storm, or terrorist attack. To illustrate our point, we created a series of maps and cite numerous specific examples to illustrate the fragility of the current system. The third category of benefits from increased coastal shipping is economic. Policy goals should include reducing highway congestion, lowering highway maintenance costs, and increasing cargo flows between domestic ports. Small ports, now underused, could enjoy all the benefits of a new economic enterprise. We currently spend more than $40 billion per year on highways. It would take a fraction of that amount to jumpstart coastal shipping. This would be a small yet prudent investment in the nation’s infrastructure that would bring substantial benefits to the American taxpayer. We can predict that increased coastal shipping would create jobs and increase productivity; given the paucity of reliable freight data for so-vii phisticated economic modeling, we cannot predict how many and how much. But we do know that it would reduce burden on the highways. The largest economic benefit of coastal shipping by far would be its ability to reduce traffic congestion. Rush hour has become an anachronism; peak hours have become big chunks of the day. Highway congestion costs American commuters 4.2 billion hours and 2.9 billion gallons of fuel yearly. In many coastal cities, the mean annual traffic delay per traveler is more than fifty hours. Traffic jams are particularly bad in cities that could be circumvented by ship, a voyage generally under two hundred miles around a crowded urban area. Traffic hurts trucks worse than it does cars. More time on the road means increases in costs of travel and delays in deliveries of goods. Coastal shipping would give the trucking industry an opportunity to raise productivity and benefit drivers too. Since individual drivers usually prefer to sleep at home, long distance drivers are already in short supply and the trucking industry would benefit from not needing as many of them. A ship with a small crew can carry many trailers. If a driver does not accompany the trailer, the ship provides direct improvement of productivity, which may be realized either in profit or passed on to the customer as a lower price. Highway congestion management projects are measured in billions of dollars. Coastal shipping costs a tiny fraction of that. Many ports are already equipped to handle ships for coastal use without any additional port investment. Although not a panacea, the nation stands to reap substantial gains by investing in coastal shipping at relatively little cost. Our research indicated that a typical Atlantic port can be prepared to handle RoRo traffic with a $5 million investment. An incremental investment of approximately $50 million would be needed to increase daily capacity along the Atlantic coast to a total of 21,000 trailers. This level of capacity is consistent with the 10% market share projection common to several prior coastal shipping studies. Shipping offers a cheaper and safer means of carrying hazardous materials. It promises fewer accidents, reduces the risk to population centers, and would reduce wear and tear on roads. Trucks may account for only 10% of vehicle miles traveled but they cause over 75% of the Federal Highway Administration’s pavement maintenance costs. In the nearby ocean we have an old medium awaiting revived use, offering Americans a better life. Based on our findings, we can present the following recommendations for public and private sector decision-makers: 1. Develop and Implement a Comprehensive Strategic Transportation Vision. This vision should be national, and perhaps even continental, in scope. It should approach the system from an intermodal perspective, appreciating how road, rail, and water transportation can fit together to move freight and passengers more efficiently. Building on the recently released National Strategy for the Marine Transportation System, we argue that this vision needs a strong maritime component fully leveraging viii coastal shipping’s potential to be part of a national transportation solution. Accordingly, there should be real federal support to help make this mode a reality. Europe, for example, has budgeted 450 million Euros (approximately $670 million) to stimulate coastal shipping.

Increased federal investment into inland waterways is a prerequisite to private sector follow-up
Knight, 10 – Deputy Federal Insurance and Mitigation Administrator, Mitigation, Department of Homeland Security, Federal Emergency Management Agency (Sandra K. Knight, “DEPARTMENT OF TRANSPORTATION Maritime Administration 46 CFR Part 393 [Docket No. MARAD–2010–0035] RIN 2133–AB70”, Federal Register, 3/26/10, http://www.gpo.gov/fdsys/pkg/FR-2010-04-09/pdf/2010-7899.pdf | AK) 
America’s Marine Highway Program The cost of expanding our existing land-based transportation systems, along with transportation efficiency and environmental concerns, has caused many policymakers to re-focus on the underutilized transportation capacity of the Nation’s waterways. To help address these challenges, America’s Marine Highways can represent a viable alternative where water transportation is an option. Expanding the Marine Highways can be done in a way that reduces emissions, will require less new infrastructure than land transportation alternatives, generates significant fuel savings, and can increase resiliency in the surface transportation system. The Marine Highways, consisting of more than 25,000 miles of inland, intracoastal, and coastal waterways, have considerable room for expansion. [U.S. Army Corps of Engineers, ‘‘Waterborne Commerce of the United States’’ (2005).] In fact, while the inland river system, Great Lakes, and coastal fleets still move a billion metric tons of cargo each year, less than 4 percent of the Nation’s domestic freight (by volume) now moves by water. However, this is down from 1957 levels, when over 31 percent moved by water [‘‘National Transportation Statistics 2009,’’ U.S. Department of Transportation, Research and Innovative Technology Administration—Bureau of Transportation Statistics; Table 1–52: Freight Activity in the United States: 1993, 1997, 2002, and 2007]. Water transportation can be expanded quickly and at little incremental cost to meet freight traffic needs. In addition to offering abundant and reliable capacity under normal conditions, waterways provide critical resiliency to the transportation system during emergencies when land-based freight and passenger delivery systems are damaged. Especially in urban areas, the movement of both freight and passengers by waterway can represent an excellent opportunity to improve livability and quality of life for communities. In recognition of the growing need to address concerns about land-based transportation efficiencies and sustainability, Congress enacted the Energy Independence and Security Act of 2007 (Energy Act), a sub-title of which requires the Secretary of Transportation (Secretary) to ‘‘establish a short sea transportation program and designate short sea transportation projects to be conducted under the program to mitigate surface congestion’’ [Energy Independence and Security Act of 2007, Subtitle C—Marine Transportation; Sec. 1121 Short Sea Transportation Initiative]. Among the primary program objectives listed in the Energy Act is to reduce surface congestion to maximize public benefits that include, but are not limited to, improved air quality, highway safety, and national security. Of principal concern to the Energy Act is the movement of intermodal containerized and wheeled cargos which currently move largely by rail and truck, often under congested surface conditions. The America’s Marine Highway Program envisioned by the Department of Transportation will implement the Energy Act’s requirements for short sea shipping by working to bring about a seamless, energy-efficient, and climate- friendly transportation system through the creation and expansion of domestic water transportation services. To achieve these overall objectives, the program will include the development of marine highway corridors, identification and support of specific marine highway projects, the integration of the marine highway into the transportation planning process, and research to improve efficiencies and environmental sustainability. This will be accomplished through an organized outreach effort to State and local governments, private transportation providers and Tribal governments, by leveraging recent discretionary Federal transportation grants (the Transportation Investments Generating Economic Recovery, or ‘‘TIGER,’’ Program) to realize the inherent advantages of these types of services, and working to remove impediments and identify incentives to optimize system performance. The goal of America’s Marine Highway Program is to develop and integrate these services into the overall transportation system in a self- sustaining, commercially-viable manner that also recognizes the public benefits these services create. The Marine Highway will enable more goods and people to travel by water where possible, striking a more equitable capacity balance between highway, rail and Marine Highway surface routes, making it more likely our country will realize the benefits sought by the Congress.

Plan reduces carbon emissions, air pollution, congestion, creates jobs, and solves efficient freight – federal investment’s key

Oberstar, 10 – Chairman, House Committee on Transportation and Infrastructure (James L. Oberstar, “Marine Highways and Short Sea Shipping: The Future is Bright”, Sea Technology, January 2010, ProQuest | AK)

Although approximately 1.4 billion tons of bulk cargo move up and down the marine highway each year, our commercial waterways are an underutilized asset. The Marine Highway Program has great potential for growth and development because shipping lanes provide an efficient and costeffective mode of transportation.

Every year, our nation's highways become more congested, which increases air pollution, decreases the speed of delivery of goods and reduces the amount of goods that a truck can move annually.

Shipping goods by water can address all three of these problems by lowering shipping costs, reducing emissions of pollutants and reducing congestion on our highways. In the coming years, the volume of freight transported in the U.S. is expected to increase significantly, and short sea shipping is an attractive option for meeting that increased demand.

The federal government has an important role in promoting the expansion of commercial waterways and making them a more integrated component of the nation's transportation system. Policy initiatives currently being considered by Congress could help address some of the logistical, operational and financial constraints of short sea shipping.

For example, several bills have been introduced in the House of Representatives and the Senate to repeal the harbor maintenance tax (HMT) on cargo that is shipped by sea between U.S. ports.

The HMT is imposed on cargo entering a port in the United States. If the cargo is then loaded into a rail car or onto a truck and shipped, it is not taxed again. However, if that same cargo is loaded onto another ship, then moved to another port, the HMT is charged again.

Shippers pay the HMT, so they are being taxed twice; once when their cargo reaches the United States, then again when it is moved to another port. This is an obvious disincentive limiting the use of our marine highways.

The HMT issue is one that the Committee on Transportation and Infrastructure examined in a hearing on October 29, 2008, which was convened to consider how investments in infrastructure can support economic recovery and job creation. Witnesses delivered compelling testimony indicating that the HMT is a significant impediment to short sea shipping. In February 2007, the Coast Guard and Maritime Transportation Subcommittee convened a hearing specifically on short sea shipping. During that hearing, several witnesses discussed the significant disincentive that the HMT places on short sea shipping, particularly in the Great Lakes.

The Energy Independence and Security Act of 2007 has helped to bring an integrated short sea transportation system closer to reality.

The Energy Independence Act requires the secretary of transportation to establish a short sea transportation program. The program would encourage the use of short sea transportation by expanding the number of U.S.flagged vessels available for short sea trades, promoting shipper utilization of short sea services, supporting the development of port infrastructure and supporting the development of marine transportation strategies by state and local governments. The legislation also authorizes ship owners to acquire and build vessels for the short sea trades with money accumulated in capital construction funds.

One of the greatest challenges we face is informing the public that the transportation of goods over America's marine highways is safe, creates less pollution than other modes of transportation and is a potential source of new jobs and economic opportunities.

For the short sea shipping sector to grow and be profitable, there must be a change of mind-set. Shippers, who have long used rail and highways, need to begin thinking in terms of shipping their goods by water.

Capital investment in vessels and infrastructure is another hurdle preventing a more robust marine highway system. Building vessels and infrastructure to accommodate short sea shipping requires considerable capital investment.

In the current economic environment, it is difficult for shipping startups, as well as established companies, to secure the financing they need to build ships. Many lenders are unwilling to provide capital to develop the infrastructure the system requires, and the market for short sea shipping has not yet developed.

Although the Marine Highway Program is an important component of the national transportation system, it is severely underutilized. In an effort to stress the importance of maritime transportation and make it more integrated into our comprehensive transportation system, Congress authorized funding in the American Recovery and Reinvestment Act of 2009 for capital investments in our surface transportation infrastructure, which includes America's marine highway. Under the act, discretionary funding can be used for port infrastructure to make waterways more accessible and intermodal, and the act also provides funding for ferry boat capital grants.

Expanding freight transportation by water will support the creation of jobs in U.S. shipyards and with related parts suppliers and will expand opportunities for U.S. mariners while providing a clean, safe mode of transportation for our citizens and commerce. It makes good sense to use our national assets to the greatest extent possible.

Efficient freight transportation is the backbone of the U.S. economy – the plan is key to keep pace with the growth in domestic freight 

Johnson and Sedor, 4 – Johnson has more than 18 years of transportation experience in government and industry and is a transportation specialist in FHWA's Office of Freight Management and Operations in Washington, DC. His responsibilities include developing and delivering the FPD Program and assisting with freight policy. Previously, Johnson was with the U.S. Army Military Traffic Management Command (now known as the Military Surface Deployment and Distribution Command) and North American Van Lines, Sedor is a transportation specialist in FHWA's Office of Freight Management and Operations. As a member of the Freight Policy and Operations Communications teams, she analyzes freight data and trends and writes about them for publications. Previously, Sedor worked at the Congressional Office of Technology Assessment as a project manager/senior analyst in the Energy and Transportation Program (Scott Johnson, Joanne Sedor, “RELIABILITY: Critical to Freight Transportation”, Public Roads, December 2004, ProQuest | AK)

Reliable freight transportation is vital to the Nation's economy. At any given moment, billions of dollars' worth of goods are being moved by truck, train, ship, or barge, or held in a yard for transport or distribution. In 2001, Americans spent more than $313 billion on goods and services transported over the Nation's highways.

Many efforts to improve the reliability and efficiency of freight transportation have been successful, but the transportation system faces challenges that, unless addressed, may jeopardize these key elements of freight transportation. When the transportation system becomes unreliable, freight-related businesses and their customers are affected in several ways. First, freight assets like trucks become less productive. second, businesses will put more trucks on the road to meet their customers' needs. Third, costs associated with warehousing inventory that would otherwise be on the road will increase. Allowing transportation reliability to erode would add additional pressure to U.S. companies operating in an increasingly competitive market and would place more burdens on communities seeking to sustain their economic base and quality of life. Thus, when freight transportation underperforms, the economy and ultimately the American public pay the price.

"From a freight perspective, the quintessential requirement for succeeding in a global, just-in-time economy is the ability to plan trips, deliveries, and transactions down to hours and minutes-rather than days and weeks," says Daniel Murray, director of research for the American Transportation Research Institute. "This makes reliability one of the single most important performance measures from a private sector perspective."

Growing Freight Movement

The volume of freight moved by the U.S. transportation system has grown dramatically in recent decades and is projected to increase nearly 70 percent by 2020. The liberalization of trade policies, such as the North American Free Trade Agreement (NAFTA), internationalization of supply chains, and changes in transportation and information technologies have contributed to this increase in freight movement. As a share of the gross domestic product (GDP), U.S. exports and imports grew from 9 percent in I960 to 23 percent in 2002. U.S. international trade is forecast to reach 37 percent of GDP by 2025. Much of U.S. trade is with NAFTA partners Canada and Mexico, followed by Japan, China, Germany, and the United Kingdom.

North-south traffic fostered by NAFTA has placed increasing demands on the domestic freight transportation system. According to the U.S. Department of Transportation's (USDOT) Bureau of Transportation Statistics, U.S. trade with Canada and Mexico has grown about 90 percent since NAFTA took effect in 1994. As a result, the Nation's highway and rail networks-initially developed for the traditional east-west trade-are now strained, especially at border crossings. In the future, trade with NAFTA and Latin American countries is expected to grow along both eastwest and north-south corridors throughout northern and southern border regions.

At the same time, improvements in the U.S. transportation system have not kept pace with growth in freight transportation. Truck vehicle miles, for example, nearly doubled while roadway lane-miles increased only 2 percent between 1980 and 2000. Trucks carried about 71 percent of all tonnage and 80 percent of the value of U.S. shipments in 1998. Even with growth in airfreight, maritime, and rail services, the percentage of urban interstates carrying more than 10,000 trucks daily is expected to increase from 27 percent in 1998 to 69 percent in 2020. These dramatic increases are not limited to urban areas. Both congestion and truck volumes are expected to increase on rural interstate segments, although not to the same degree.

As demand for freight service grows, concerns intensify about capacity shortfalls and congestion. Congestion is a serious problem for freight transportation. Reliable, predictable travel times are especially important in a global economy where many goods are needed in tightly scheduled manufacturing and distribution systems. Late arrivals can have significant economic costs for factories waiting for parts to assemble and for carriers who miss guaranteed delivery times.

The unpredictability of freight transportation carries a price tag. According to FHWA's The Freight Story:A National Perspective on Enhancing Freight Transportation, shippers and carriers assign a value to increases in travel time ranging from $25 to almost $200 per hour, depending on the product carried. The cost of unexpected delay for trucks adds significantly to these numbers. Hence, congestion increases freight costs and has a negative effect on the U.S. economy.

Short sea shipping’s key to efficient freight transportation – that solves air pollution, trade, congestion, and the economy (noise pollution?)

Perakis and Denisis, 8 – Department of Naval Architecture & Marine Engineering, University of Michigan (Anastassios N. Perakis and Athanasios Denisis, “A survey of short sea shipping and its prospects in the USA”, Maritime Policy and Management, December 2008, http://www.maritimeadvisors.com/pdf/Survey%20of%20SSS%20Prospects%20in%20the%20U.S..pdf | AK)

5. Benefits of short sea shipping 5.1. Freight transportation related externalities Freight transportation is a major component of international trade. Freight transportation systems transport cargoes from their origins to their destinations, distributing natural resources and other commodities. Therefore, efficient transportation networks are key elements for economic growth. However, the rapid expansion of trucking as the dominant mode of domestic freight transportation in the US (table 3) [33] has caused environmental and societal problems, such as air pollutions traffic congestion, accidents, noise, road damage, etc. These significant side effects are called negative externalities or external costs and are hidden costs imposed on the economy and the society. Reduction of the transportation-related externalities can be achieved by the implementation of new technologies and by the establishment of new public policies. It can also be achieved operationally by changing transportation patterns and/or switching from road transportation to greener modes, such as the water mode (SSS), thus creating a modal shift. SSS is a sustainable mode of freight transportation that has environmental and societal advantages over the other modes. The main benefits of SSS are the following: 1. Improved energy efficiency. The transportation sector utilizes about 30% of all the energy used in the US and freight transportation consumes about 43% of that. Ships are the most energy efficient transportation mode, while trucks are the least efficient (table 4). Economies of scale are in favour of SSS. One 1500-ton barge can carry the equivalent load of 60 trucks or 15 rail cars. Based on the number of miles one ton can be carried per gallon of fuel, an inland barge can travel 514 miles, a train 202 miles, and a truck only 50 miles [34]. This can be translated to significant fuel cost savings. 2. Reduced air pollution. Petroleum-based transportation is responsible for air pollution. Residuals emitted as gaseous components and as particulate matter from the internal combustion engines are a major source of air pollution, which has major negative impact on human health and the environment. Common air pollutants are the carbon monoxide (CO), nitrogen oxides (NOx), particulate matter (PM), volatile organic compounds (VOC) and sulphur oxides (SOx). In addition to harmful air pollutants, freight transportation accounts for approximately 9% of the total greenhouse gas emissions in the US, of which 60% is attributed to truck transportation [35, 36]. Sea transportation is the most environmentally friendly mode in terms of fuel emissions per ton-mile of cargo. With the exception of sulphur dioxide, due to the existence of sulphur in marine fuel, SSS is a much cleaner transportation mode than truck and rail in both air pollutants and greenhouse gas emissions, such as carbon dioxide (CO2) (table 5). Environmental research on air pollution cannot precisely measure the negative impact of freight transportation on human health. Even the measurement principles of these effects are being debated. There are wide gaps in the knowledge of the chemical processes in the atmosphere, spatial distribution of emissions, and very limited knowledge on the combined effects of different processes. However, it is clear that increasing the share of sustainable intermodal transportation, such as SSS, is a way of reducing air pollution. The International Maritime Organization has proposed stricter regulation for air pollutant emissions form ships, in order to make shipping more environmentally friendly. 3. Mitigating highway congestion. SSS can alleviate traffic congestion by shifting freight from the highways to inland and coastal waterways. Major highways, along the three US coasts (east coast, west coast and the Gulf of Mexico), suffer from congestion. Trucks currently carry about 60% of the domestic general cargo tonnage and contribute significantly to this problem. Trucks delivering their cargo compete with cars for space on highways. This congestion is costly as well. According to the annual urban mobility report from the Texas Transportation Institute [2], traffic congestion continues to worsen in American cities of all sizes, creating a $78 billion annual drain on the US economy in the form of 4.2 billion lost hours and 2.9 billion gallons of wasted fuel for 2007. The congestion cost of an additional truck trip is the added delay that it causes to other users of the highway. The added delay occurs because the average speed of the vehicles will begin to decrease progressively once the density of vehicles on the road reaches high volume to capacity ratios. This congestion, which is generally associated with peak-hour traffic, is referred to as recurring congestion. A solution to the highway congestion problem could be a change in transportation patterns from shippers, especially for long-haul trips, with distances greater than 500 miles. Shippers should explore alternative modes of transportation, such as SSS, and consider using SSS instead of truck transportation. Trucks will do the short-haul, pick-up and delivery, at the start and the end of the transportation chain. 4. Improved road safety. The US National Traffic Safety Administration estimated that 5282 fatalities occurred in crashes involving large trucks in 1998. The majority, about 75% of people killed in large truck collisions, were occupants of other vehicles or non-motorists [37]. In addition to the high private costs due to loss of life, road accidents cause additional costs to society, such as medical costs, police costs, material damages, which are only partially covered by the existing insurance systems. Furthermore, accidents may also generate additional non-recurrent congestion problems when traffic is dense. Sea transportation is the safest mode in terms of fatalities and injuries. 5. Reduced highway noise. Noise is generally perceived by urban residents as an important problem associated with road traffic, both in highways and local streets. In addition to being unpleasant annoyance, noise contributes to health problems. People feel more directly affected by noise than by any other form of pollution. Measuring the magnitude of noise pollution is complex. Volume is measured in acoustically weighted decibels [dB (A)]; a level above 65 dB (A) is considered unacceptable and incompatible with certain land uses in OECD countries. According to the US Environmental Protection Agency (EPA) estimates, trucks are responsible for about twothirds of the highway vehicle noise emissions. However, noise emissions from highway vehicles are considered not to pose significant human health hazards. There are several characteristics that affect allowable noise levels, such as speed, traffic levels, vehicle weight, and population density. Currently, the EU has established a maximum noise limit of 70dB for urban areas. By removing trucks off the highway, SSS alleviates noise pollution. 6. Lower infrastructure expenditures. The capital costs needed for the short sea terminal infrastructure are significantly lower then the infrastructure expenditures for the expansion and maintenance of highways. Currently, the cost for a new highway lane is around $32 million per lane mile and a new interchange on average costs around $100 million according to the US FHWA. Infrastructure costs associated with trucking operations on highways include the wear and tear costs of pavement, reconstruction and rehabilitation of bridges, system enhancement costs, and other miscellaneous items. Costs for pavement reconstruction, rehabilitation and resurfacing are estimated to represent 25% of the total Federal cost obligation. They are allocated to combination trucks on the basis of vehicle miles travelled (VMT) weighted by its passenger car equivalents. The user-fees paid by combination vehicles include Federal taxes on fuels used, excise tax on the sale of heavy trucks, a tax on tires and a heavy vehicle use tax.

Plan solves intermodalism – key to efficient freight transportation (boosts trucking industry?)

Perakis and Denisis, 8 – Department of Naval Architecture & Marine Engineering, University of Michigan (Anastassios N. Perakis and Athanasios Denisis, “A survey of short sea shipping and its prospects in the USA”, Maritime Policy and Management, December 2008, http://www.maritimeadvisors.com/pdf/Survey%20of%20SSS%20Prospects%20in%20the%20U.S..pdf | AK)

7. SSS as part of intermodal transportation The numerous SSS conferences and the various surveys in the US and in Europe have revealed that the integration of SSS into the intermodal transportation and logistics chains is imperative for its success. An empirical research study was conducted in 2002 among short sea shipowners in the UK using the Delphi approach, i.e. a systematic collection of informed independent judgements from a panel of experts [48]. They agreed that SSS should be integrated into the intermodal transportation. Similar questionnaires among shippers in the US showed that on-time reliability and door-to-door capability are the leading factors in their choice of transportation mode. SSS should be an integral component of a multi-modal transportation network that will provide on-time reliable service and will meet modern door-to-door and just-in-time requirements. While short sea vessels will take over the long-haul leg of the freight transportation chain, trucks will pick up and deliver the cargo to the final destinations, i.e. drayage. The trucking industry can be an ally and a complementary mode for SSS. Trucking companies can become partners instead of competitors for the long-haul freight transportation and can further assist the growth of SSS. Facing a shortage of drivers, trucking companies have already expressed their interest in co-operating with shipowners. Successful operations, such as Osprey Lines in the US and Samskip in Europe have showed that working with truckers and becoming intermodal providers were key elements of their success. The business strategies of ocean and rail companies, such as APL and CSX, which became total intermodal logistics providers, should be examined. Furthermore, port authorities are increasingly interested in ‘feedering’ their international containers to smaller satellite ports, using SSS, as a way to increase their yard capacity and improve their terminal efficiency. 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 opportunities 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. The port–ship interface is a critical element in eliminating unnecessary delays and friction costs. For example, automation can reduce both the handling costs and the turnaround time of the containers. Concepts such as ‘lean port’ and ‘crossdocking’ can increase the terminal efficiency [50]. Various information technology applications, such as electronic data interchange (EDI) for the commodity flows or intelligent transportation systems (ITS) for port traffic management can be applied as well. In the Saint Lawrence Seaway, an automated identification system has been used as a tool for better traffic control and navigation assistance. The Port of Rotterdam established a successful SSS operation using container barges and stateof-the-art cargo handling technology. 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 implementing 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].

Efficient freight transportation’s key to competitiveness and the economy – plan’s key to deal with increase in production

GAO, 5 – is an independent, nonpartisan agency that works for Congress. Often called the "congressional watchdog," GAO investigates how the federal government spends taxpayer dollars (Government Accountability Office, “FREIGHT TRANSPORTATION Short Sea Shipping Option Shows Importance of Systematic Approach to Public Investment Decisions”, GAO, July 2005, http://www.gao.gov/new.items/d05768.pdf | AK)

A robust U.S. economy depends on the efficient movement of freight to fuel domestic production and satisfy consumer demand. In 2002, 16 billion tons of freight, valued at about $11 trillion in year 2000 dollars, moved through the U.S. transportation system. The efficient movement of these goods across roadways, rail lines, and inland waterways, helps ensure that factories remain efficient, packages are delivered on time, and retail and grocery store shelves are stocked. Efficient freight movement also tends to lower total shipping costs, helping keep production costs and consumer prices lower, and these savings to households and businesses help ensure that American products remain competitive in global markets. Increases in freight volume coupled with current rail, roadway, and port capacity problems, however, are stressing the capacity of the U.S. transportation system and interfering with the efficient movement of these goods. Estimates made in 2003 suggest that growing international trade and domestic production will increase overall freight traffic by 70 percent by 2020. Adding this much freight to the transportation system is particularly worrisome since the system is currently showing signs of strain. For example, roadway congestion, which affects 60 percent of the freeway mileage in urban areas, is causing significant delays for truck traffic in certain cities. Driver shortages further impact the efficient movement of goods and make it difficult for trucking companies to expand capacity—a factor that is particularly relevant since trucks carry 78 percent of the nation’s goods (measured in terms of freight tonnage). Freight movement by rail is also encountering serious capacity problems in many areas. In July 2004, for example, Union Pacific took measures to limit service because increasing freight volumes were affecting service levels. 1 The 2002 Mid-Atlantic Rail Operations Study, 2 which analyzed rail traffic in five states in the Northeast, noted that there was a lack of capacity on critical rail lines in at least 25 different locations. Congestion at freight gateways— container ports and land border crossings—is also expected to worsen as containerized imports from our international trading partners are estimated to double in the next 15 years.

Status quo reliance on truck transportation will cause congestion and future failures in freight transport – a federal switch to intermodal freight ensures economic success

Brown and Hatch, 2 – of Strategic Directions LLC, is a veteran intermodal industry expert, Hatch is is an independent Wall Street analyst (Thomas R. Brown, Anthony B. Hatch, “The Value of Rail Intermodal to the U.S. Economy”, Intermodal Transportation, 9/19/02, http://intermodal.transportation.org/Documents/brown.pdf | AK)

An efficient freight transportation system is a necessary element for a healthy economy. Today, the United States enjoys the most efficient freight transportation system in the world, providing a major competitive advantage for us in the global economy. Maintaining that advantage in the face of an expected doubling in demand for freight transportation by the year 2020 will require significant investment in transportation capacity. Indeed, our transportation networks are already challenged in many areas by congested and decaying infrastructure. We must determine which future transportation infrastructure investments will generate the greatest economic and public benefits, and then make those investments. The alternative is declining economic productivity and a cap on the growth of our economy. At present, the U.S. freight transportation system is characterized by a high level of dependence on highway-based carriage. It is highly unlikely — because of the enormous cost involved, environmental and land use concerns, and other factors — that sufficient highway capacity could be built to handle expected future freight growth. Indeed, recent research published by the U.S. Federal Highway Administration (FHWA) makes it clear that if we continue to rely inordinately on trucks and highways, the demand for freight transportation over the next two decades will far exceed infrastructure capacity. Fortunately, there is a viable alternative. Freight rail in general, and intermodal rail specifically, represent a far more efficient and socially beneficial alternative. Today, rail intermodal takes millions of trucks off our highways each year, and its potential to play a much larger role in the future is enormous, both in traditional transcontinental markets and in new short- and middle-distance lanes. Greater intermodal use would generate massive societal benefits, including reduced highway congestion, a reduced need to build more highways, enhanced highway safety, and significant environmental benefits including lower harmful emissions and reduced fuel use. A productively growing economy requires an efficient logistics system based on sufficient transportation infrastructure to meet growing demand. However, our nation’s privately owned and financed freight railroads cannot generate on their own all the capital required to take full advantage of intermodal’s potential; nor should they be expected to, given that so many of the benefits of expanded intermodal use would flow to the general 1public rather than directly to the railroads themselves. Consequently, a dramatic expansion of rail intermodal, and the enormous public benefits it would provide, can occur only through the use of innovative public/private partnerships that should become an integral part of national transport policy. If we fail to make this choice, we will face a crisis of mobility and reduced economic growth in the years to come.

***Neg card – Multiple barriers to the aff prevent solvency

Perakis and Denisis, 8 – Department of Naval Architecture & Marine Engineering, University of Michigan (Anastassios N. Perakis and Athanasios Denisis, “A survey of short sea shipping and its prospects in the USA”, Maritime Policy and Management, December 2008, http://www.maritimeadvisors.com/pdf/Survey%20of%20SSS%20Prospects%20in%20the%20U.S..pdf | AK)

6. Obstacles hindering the implementation of SSS in the US Despite the wide acceptance of SSS among transportation stakeholders as an environmentally friendly alternative, there are various administrative, legal, operational and financial obstacles that delay the expansion of short sea services. These obstacles are: 1. Additional handling costs. SSS adds extra nodes or transhipment points in the transportation chain. Instead of trucks carrying the cargo directly from origin to destination, short sea vessels take over the longer haulage, and trucks make only the local pick-up and final delivery. At the transfer points or intermodal terminals, there are additional handling costs for the loading and unloading of the cargo. 2. Image problem. Traditionally, SSS has the image of a slow, unreliable and obsolete mode of transportation. Therefore, shippers are currently reluctant of using this new mode. Several surveys revealed that on-time reliability is the most important priority for shippers. Therefore, SSS should provide a high level of service in terms of on-time reliability, in order me is to alter that image by effectively promoting the advantages of SSS to the shippers and facilitating the c-operation among transportation modes. 3. Harbour Maintenance Tax (HMT). The HMT is assessed as a 0.015% ‘ad valorem’ fee on the value of the commercial cargo, which is transported on vessels using the US ports. Therefore, it is applied on both domestic and international containers that are been transported by vessels, but not on the cargo that is transported by trucks or rail. This is a major impediment to SSS, since it is applied on every transhipment point. Many transportation industry stakeholders are calling on the waiver of HMT for the domestic SSS transportation. The recent repeal of the HMT in the Great Lakes is a major support for SSS. 4. Jones Act. In the US, as elsewhere, one of the major impediments to the development of coastal shipping is the restrictions of ‘cabotage’ laws. Certain provisions of the Merchant Marine Act of 1920, also known as Jones Act, which requires that any vessel operating between two US ports must be US-built, US-owned, and manned by US citizens, significantly increases the capital and the operating costs for any short sea operation. Thus, it makes SSS more expensive and less competitive. A study in 1993 suggested that the net cost of the Jones Act to the US economy is $4.4 billion US per year [47]. As the idea of SSS is gaining ground, the debate over the Jones Act has been reignited. Defenders of the Jones Act claim that it is way to revitalize the domestic shipbuilding industry, by providing financial incentives for shipowners to build in the US. Shipyard owners claim that they can be competitive for smaller standardized vessel designs with a shipbuilding program for a series of ships to be constructed over the next 15–20 years. On the other hand, shipowners argue that they can purchase SSS vessels from the international ship market for a fraction of what they cost in the US.

The plan is key to all sectors of the economy, competitiveness, preventing food shortages, congestion relief, and energy efficiency

Toohey, 11 – president and chief executive of Waterways Council Incorporated (Michael J. Toohey, “JOC TENS: U.S. National Policy Should Include Capital Investment for Inland Waterways Infrastructure”, Journal of Commerce, 9/26/11, http://www.joc.com/joc-tens/joc-tens-us-national-policy-should-include-capital-investment-inland-waterways-infrastructu | AK)

America’s inland waterways system is the silent workhorse of our export market, moving some 60 percent of the nation’s grain to the world market. This system also transports 22 percent of our domestic petroleum and petroleum products, and 20 percent of the coal used in our nation’s electric power generation, along with many other vital commodities. This segment of the transportation network is often out of sight, out of mind, but without this critically important mode, our nation’s roadways would clog and crumble from the weight of those commodity movements, our air quality would be reduced from increased emissions, our consumption of and cost for energy would go up significantly, our economic competitiveness in the world market would erode, and our quality of life would be affected. The United States needs a national policy that includes the waterways and its infrastructure, and helps put Americans back to work at the same time. Here are 10 ways why: 1. Jobs! Jobs! Jobs! The most important advantage our waterways can bring to America is family wage jobs. There are currently more than 20 navigation projects authorized by Congress that could begin putting U.S. workers back on the job. Let us invest in our nation’s lock and dam system today for a more prosperous tomorrow. 2. Exports for U.S. products: President Obama has called for the doubling of our nation’s exports over the next five years. A noble goal that will increase our country’s prosperity, yes, but without an efficient waterways infrastructure to move increased volumes of grain, for example, this will not be an achievable goal. 3. Traffic congestion relief: One 15-barge tow of dry bulk cargo keeps 1,050 trucks off our nation’s already overly congested highways, or another 216 railcars rolling through our communities. 4. Fresher air: The inland waterways transportation sector has a lower carbon footprint because it generates fewer carbon dioxide emissions than rail or truck for each ton of cargo compared to transporting that same cargo by these other modes. 5. Energy efficiency: Barges on our inland system can move one ton of cargo 576 miles on one gallon of fuel — more the 100 miles more than rail transport and 400 miles more than truck transport. This matters now more than ever as we seek ways to be less dependent on foreign oil. 6. Bolstering our economy: 624 million tons of cargo moves annually on the inland waterways, equaling around $70 billion that goes back into the U.S. economy. And more than $9 is returned to the nation in transportation cost savings for every $1 that is invested in a navigation project. 7. Multibeneficiaries: The inland waterways system benefits many Americans, including those who use it for recreation, municipal and industrial water supply, hydropower and flood control. Many communities along our inland waterways benefit from economic development opportunities, and private property owners enjoy higher property values because of the steady pools of water created by locks and dams on our inland waterways. 8. Safest mode: Our fundamental goal is to return our workers safely home to their families. Thus, inland waterways transportation boasts the lowest injury and fatality rates compared to rail or truck. Safety-related statistics for all modes of freight transportation show one injury in the inland marine sector for every 125.2 in the rail sector and 2,171.5 in the highway sector, and one fatality in the inland marine sector for every 22.7 in rail and 155 in highway. 9. Connecting the country: Our inland waterways system includes 12,000 miles of commercially navigable channels and around 240 lock sites. These inland marine highways transport commodities to and from 38 states throughout the nation’s heartland and the Pacific Northwest; they serve industrial and agricultural centers, and facilitate imports and exports at gateway ports along the Gulf Coast. Just like Lewis and Clark’s discovery expedition to find new trade routes for a young America, our waterways keep America moving today and will do so tomorrow as well. 10. Capacity to feed the world: Our capital development plan for the United States’ navigable waterways system is building for the future. Unlike the truck or rail industries, we can accommodate the Panama Canal expansion, containers on barge, and the increased exports that will help feed the world’s inhabitants, expected to grow to 9 billion by 2050.

The status quo takes out your disads but not the aff – current funding is insufficient  

Glass, 11 – is a Washington, D.C., correspondent for WorkBoat. She reports on the decisions and deliberations of congressional committees and federal agencies that affect the maritime industry, including the Coast Guard, U.S. Maritime Administration and U.S. Army Corps of Engineers. Prior to coming to WorkBoat, she covered coastal, oceans and maritime industry news for 15 years for newspapers in coastal areas of Massachusetts and Michigan for Ottaway News Service, a division of the Dow Jones Company (Pamela Glass, “No money for marine highways”, WorkBoat – Washington Watch, 4/15/11, http://www.workboat.com/blogpost.aspx?id=9745 | AK)

Appearing before the North American Marine Highways and Logistics Conference in Baltimore recently, DOT Secretary Ray LaHood offered some very good reasons why developing new marine highways (aka short-sea shipping) is good for the U.S. economy, the environment and international trade.

And he gave assurances that “America’s maritime transportation system is a major priority for President Obama’s administration,” especially as oil and gas prices rise. “Marine highways are one crucial ingredient in the recipe for energy efficiency and energy independence,” he said, adding that these coastal transport links must be part of a “seamlessly integrated network” with roads, rails, airports and ports.

But what should happen and what is likely to happen are two different things.

LaHood truly believes in the advantages of marine highways. And his department has taken some important steps to smooth the way, approving grants for marine highway and port projects over the past two years, designating 18 marine highway corridors, and integrating these routes into the national transportation system. In addition, DOT sent a report to Congress last week outlining what LaHood calls a “road map” (probably not the best choice of words!) for successful development of marine highways.

But the DOT secretary’s hands are tied, at least when it comes to money.

Even as his report to Congress acknowledges the need for “strong leadership from the federal government” including continuation of matching capital grants for marine highway projects, the president’s fiscal year 2012 budget included no funding for the grants program.

Administration officials point out, however, that they are requesting $5 billion for a National Infrastructure Bank that would provide grants, loans and a blend of both for projects including ports and maritime initiatives. But there are no guarantees that the budget cutters in Congress will go along, and no guarantees that marine highways will get some of the money if it is ever appropriated.

As a result, marine highway supporters won’t likely see federal funds for start-ups anytime soon. But there are things that Uncle Sam can do in the meantime.

Shipbuilding industry’s key to the Navy – the plan is key

NLUS, 12 – a nonprofit organization dedicated to educating our citizens about the importance of sea power to U.S. national security and supporting the men and women of the U.S. Navy, Marine Corps, Coast Guard and U.S.-flag Merchant Marine and their families (Navy League of the United States, “Maritime Primacy & Economic Prosperity: Maritime Policy 2012-13”, Navy League of the United States, 1/21/12, http://www.navyleague.org/files/legislative_affairs/maritime_policy20122013.pdf | AK)

The operational demand for Navy ships and submarines remains at a peak, with no signs of diminishing in the future. COCOMs around the world have not reduced their requirements for operational units, so the pressure for the fleet to provide war-ready ships and submarines is and will remain high. The solution is to construct more ships and submarines and retain and create more highly skilled jobs. The purchase of the many systems, equipment, weapons and sensors that we install in our warships further enhances the effort to create excellent long-term jobs in every state. We must keep the industrial base alive by continuing to purchase new ships even if that means retiring ships to stay within budget. Shipbuilding, ship maintenance and ship modernization are at the heart of providing ready forces to the COCOMs. The naval shipyards are fully loaded at present with submarine and aircraft carrier maintenance and modernization work and cannot accept additional workloads. The major commercial shipyards that are engaged in maintenance and modernization are on average well loaded, but the prospect of ship retirements is a threat to their business base. Funds for ship maintenance and readiness improvements have been increased, but there is no assurance that their business will remain healthy in view of the expected budget reductions. All shipyards need long-term predictability and stability in order to properly manage their business, deliver quality and timely work and know when and how to invest in people and facilities. The current environment does not provide that. There are three fleets — the fleet in planning, the fleet in construction and the fleet in being. All require substantial resources and industrial capacity and capability. They are each stressed with minimal resources, tight schedules, a shrinking industrial base and pressure to maintain the highest material and personnel readiness. The cruiser fleet has passed its midlife point and there is no new cruiser in planning. The Arleigh Burkeclass destroyers are capable ships, especially with the ballistic missile defense upgrades, but they are not cruisers and are currently undergoing design studies to install a larger radar and associated support systems. This is a densely packed ship already and clearly points to the requirement for a larger hull to accommodate the sensors and weapons needed today. Now is the time to start planning for the next surface combatant. The programs now starting to construct two Virginia-class submarines a year must be supported and continued. The SSBN(X) is critical to ensure the viability of the most reliable part of the nation’s triad, however it currently resides in the Navy’s SCN budget, which will disrupt and delay other ship construction programs. The Navy’s aircraft carriers are under immense stress to meet training and deployment schedules and still receive necessary maintenance. Every aircraft carrier is essential, and the CVN 79, now under construction, should be supported to continue on schedule. Huntington Ingalls’ Newport News Shipyard in Virginia is a national treasure and should be carefully supported with all of its carrier and submarine work. General Dynamics’ Electric Boat operation in Groton, Conn., is likewise essential, especially with its robust design teams who work on nuclear propulsion systems. The amphibious forces currently have two major programs, LPD 17 Class and LHA 6, under construction. Both classes have experienced delays and cost growth, but both designs are sound and the ships are needed in the fleet to reach and maintain a minimum of 33 amphibs for Marine Corps lift When asked, the Marines will say that they need 38 ships, but 33 looks like it is obtainable with 11 LHD/LHAs, 11 LPDs and 11 replacement LSDs (now in the fiscal 2017 program). That represents an absolute floor for Marine lift, and so these ships must be constructed and supported with robust maintenance when in service. The Joint High Speed Vehicle now under construction will be able to provide the Marine Corps and Army intratheater fast transport. Forward-deployed and -based LCSs should be able to add support to the Marine missions. LCSs with their mission packages are still under development and testing, with a considerable shakedown of the class necessary. The shipyards, both for construction and maintenance, must be able to plan on a sustainable and predictable workload, which will allow them to invest in training personnel and improve facilities. The Navy is trying to trim costs in a variety of ways, but the industrial base must be protected, as we are down to a minimum of major shipyards to construct and support our fleet. There is scant competition in new construction with the prime contractors, but competition does exist with the second- and third-tier suppliers. There is sufficient competition in the repair business in Norfolk and San Diego. The U.S. Coast Guard has two shipbuilding programs under way, with the fifth of eight NSCs under construction at Ingalls Shipyard in Pascagoula, Miss., and the first of the FRCs under construction at Bollinger Shipyards, Lockport, La. The OPC is ready to contract for design and construction when funding allows, after the NSCs are funded. The Navy must coordinate and cooperate with the Military Sealift Command and MARAD, as they operate all of the Navy’s logistic ships upon which the fleet depends. General Dynamics NASSCO, San Diego, is close to finishing the last of a long run of T-AKE supply ships and is looking forward to future work, such as the T-AO program in fiscal 2014 to replace the aging and mostly single-hull Kaiser-class fleet oilers. We must design, construct and maintain our warships in robust ways so that we can obtain a minimum of 35 years of service life, with 40 years being the goal. This is critical as we must keep up and enlarge the number of warships in the fleet. All warships must be provided an engineered maintenance plan at delivery from new construction. Those ships that do not have such a plan and are in service should be provided one at the earliest time. Ship service allowances must be increased during design to allow for combat systems upgrades, as we are required to meet and outpace the threat. Ships must not be designed to be densely packed, as they require more time and funds to construct, maintain and often operate. As the Navy tries to become more green (biofuels, exhaust emission controls, ballast water treatments), fuel consumption can be reduced by optimum hull design and the latest hull coatings. Research and development funds must be maintained yearly and focused on our future fleet needs. It is worrisome that some of our premier Warfare Centers and Navy Labs have been performing more ship engineering than research. The industry needs increased investment in maritime research and development that includes dual-use vessels for America’s Marine Highway System, with military-useful capabilities that can be called upon for DoD strategic sealift capability. It should be noted that the combat systems, weapons and sensors on a modern surface warship represent more than 60 percent of the sail-away costs of the ship. Software costs are unusually expensive, and with low throughput, the vendors and suppliers of systems and equipment have costs that could be lowered with increased order quantities and/or multiyear procurements. All shipyard-related commercial activities should strive to lower their indirect costs and the Navy should incentivize contractors to do exactly that, as indirect costs have grown excessively and represent a large fraction of ship construction costs. 

Shipbuilding key to industrial base – that’s key to the Navy

NLUS, 12 – a nonprofit organization dedicated to educating our citizens about the importance of sea power to U.S. national security and supporting the men and women of the U.S. Navy, Marine Corps, Coast Guard and U.S.-flag Merchant Marine and their families (Navy League of the United States, “Maritime Primacy & Economic Prosperity: Maritime Policy 2012-13”, Navy League of the United States, 1/21/12, http://www.navyleague.org/files/legislative_affairs/maritime_policy20122013.pdf | AK)

T H E I N D U S T R I A L BA S E The Navy League has expressed the deepest concern over the past several years with the slow but steady decline of the industrial base that is required to support the nation’s sea services. Reduction in throughput and consolidation has continued unabated and there is no sign of improvement as we face impending deep budget cuts. The current production levels for ship construction and the manufacturing of the systems, equipment and weapons that we install in our ships and submarines resides at a critical level. Any number of recent studies have pointed with alarm at the current state of the industrial base and the danger to our military’s capability and capacity to engage in sustained operations and conflict. Shipbuilding, ship repair and ship modernization create well-paying jobs for thousands of workers and, when added to the equipment and material supply companies, add a large number of jobs to the U.S. work force. There is potential to create many more jobs in our shipyards and in every state if we increase the number of ships under planning and construction that our Navy and Coast Guard badly need to relieve the operations tempo. Sustaining the industrial base requires a multifaceted effort and ranges from the need to construct more ships and submarines, purchase more ship systems, educate more engineers and scientists, improve the industrial facilities and better train the work force. In addition, the work force is aging and an adequate number of younger skilled workers and engineers have not been produced in sufficient numbers. The weakest link in our industrial operations is our work force. Increasing the number of qualified workers and engineers if the nation called for immediate increased production would be the hardest task and would delay production. Our shipyard work forces are not trained to the level that is required and this results in serious quality problems, rework, missed schedules and excessive costs. The materials needed to construct our ships in the current quantity under contract are generally available, but the raw materials and minerals for many of our metal and electronic products must be imported from around the world. There are no strategic stockpiles of minerals (sold off decades ago to reduce budgets) and we have allowed the stocks of key shipbuilding materials and components stocked by the Defense Logistics Agency and the Navy’s stock points to be seriously degraded. We seldom purchase adequate numbers of battle spares with new ships as we once did. Serious battle damage repair to restore a warship to combat operations would be nearly impossible today for lack of materials and equipment. Spares are only available if taken from new construction under contract. Maritime commerce is vital to our nation, but most of the goods, energy and materials imported and exported are carried in foreign-constructed, -flagged and -crewed ships. The construction of a modest number of non-Jones Act merchant vessels in U.S. commercial shipyards would greatly assist in providing well-paying jobs and would help absorb overhead costs for military construction. At present, this does not often occur, as our shipyards cannot meet the schedules and costs offered by overseas shipyards. Several U.S. shipyards constructing naval warships and submarines produce highly capable ships with quality designs and construction. However, the Navy’s shipbuilding costs are close to pricing us out of business. Numbers are vital to meet the global demands and we must find a way to produce more at responsible costs. An enlarged and strengthened industrial base will greatly assist in achieving that goal. No nation can support and sustain a capable and sizeable Navy without a strong and sustaining industrial base manned with adequate numbers of skilled personnel. It is essential that this nation have a policy at the highest levels of government to support and sustain an adequate industrial base capable of providing and supporting a strong Navy, Coast Guard and maritime commerce. 

Short-sea shipping’s key to solve congestion, trade, and military readiness

Hilburn, 6 – Associate Editor at Seapower Magazine, Navy League of the United States (Matt Hilburn, “Resurgence”, Navy League of the United States, May 2006, ProQuest | AK)

Short-sea shipping appears ready for a rebound as the costs and delays of transport on America's crowded highways continue skyward
Signs of Life

Mexico, Canada and the United States agree to promote short-sea shipping along their coasts and waterways.

* Massachusetts is investing millions in long-neglected ports.

* Weyerhaeuser's Westwood Pomona plies the western coasts.

* A small trucking company mulls an entry in the market.

This month, the private freighter Westwood Pomona will ease out of a slip in British Columbia, Canada, and begin a journey to the port of Long Beach, Calif.

There is little that is remarkable about the Westwood Pomona, an 11,424-ton side loader, known in the shipping trade as a "sto-ro," that was built in 1985 and previously owned by a Finnish carrier.

But it's a voyage that many industry and government experts view as exemplary of a coming revitalization of a segment of the U.S. shipbuilding industry that has been moribund for decades. The trip is the first step by the Westwood Shipping Line, a subsidiary of forest products giant Weyerhaeuser Co., to create a new business in short-sea shipping by ferrying goods up and down the coast.

Westwood is an early entrant in what it sees as an emerging market.

"The 1-5 corridor [between San Diego and Blaine, Wash.,] is terribly congested, and as international trade picked up over the last few years, it's been increasingly difficult for some of the major railroads and trucking lines to be able to be as efficient as they once were," said Guy Stephenson, acting president of Westwood Shipping.

There are signs that the nation's bumper-to-bumper highways are forcing others to reassess the viability of the short-sea shipping business. The Commonwealth of Massachusetts is investing millions of dollars in its small- and medium-sized ports, partly to accommodate the demands of short-sea shipping that officials see on the horizon. A California transport company also plans a short-sea shipping service along the California coast.

Many in the trucking industry have become believers, and now view short-sea shipping as a bridge to new business rather than a direct competitor. Some military services use short-sea routes and special ships to move their fighting units and equipment at top speeds.

Highway congestion is not the only concern for those searching for new ways to get their goods to market. The rising cost of fuel is changing the pricing equation between short-sea shipping and other modes of transportation. Also, some experts maintain that greater use of shipping would reduce highway accidents and wear and tear on the nation's roads.

Though in its infancy in this country, short-sea shipping holds such promise that the United States, Canada and Mexico signed a memorandum of cooperation in 2004 to promote short-sea shipping among the three countries.

The flow of commerce across the United States is growing fast. The volume of domestic commerce is expected to increase from 13.5 billion tons in 1998 to 22.5 billion tons in 2020, according to Department of Transportation (DOT) estimates. International trade will double during the next 20 years to more than 2 billion tons annually. All told, the nation's transportation infrastructure will be expected to carry 70 percent more cargo in 2020, relative to 1998.

According to the DOT's Maritime Administration, one barge could take up to 58 trucks off the highway and a 15-barge tow could eliminate the need for 870 trucks.

Many experts say shipping is the only mode of transport capable of absorbing the dramatic surge in commerce, and some of that increase will go to the short-sea shipping industry, which will provide new ways of moving goods over coastal waters among port cities in the Americas.

Americans every day find themselves driving the national highways, and they find themselves in traffic behind a lot of trucks," said John Jamian, acting maritime administrator of the Maritime Administration. "No one ever really stops and thinks about the possibility of that cargo moving on a different transportation mode."

Those thoughts are echoed by Richard S. Armstrong, Massachusetts' director of port development.

"Unless we find an alternative to the 1-95 corridor situation that is strangling the Massachusetts economy, we're going to be in real trouble down the road." Interstate 95 stretches from Houlton, Maine, to Miami, and is notorious in many locales for its frequent traffic jams.

Short-sea shipping is not a new phenomenon. Northern Europe and Southeast Asia have well-developed systems of short-sea shipping that have proven reliable, efficient, cost-effective and environmentally friendly.

There are examples of successful ventures akin to short-sea shipping in the United States. The Great Lakes region boasts a vibrant shipping infrastructure, and rivers and inland waterways have long been used by barges carrying bulk cargo. There are even some tug barges that carry bulk cargo on blue water routes.

But the continuing stress on the nation's highways and railways - accompanied by increases in shipping times and costs, is prompting some companies to take a long look at short-sea shipping as an awakening industry.

Weyerhaeuser's Westwood subsidiary already operates a fleet of seven ocean-going ships that work the international routes between North America and Asia. The Westwood Pomona is its first venture with shortsea shipping.

It will carry Weyerhaeuser products, and provide shipping services to other companies. Stephenson said the announcement of the new route is already generating a lot of interest, and that costs would be "very competitive" versus traditional overland shipping methods.

Westwood Pomona will make a round trip from British Columbia to Long Beach every 14 days.

Ron Suva, the chief executive officer of Westar Transport, a small California trucking company, is investigating the possibility of starting up a short-sea shipping business and has invested a considerable amount of his own money into researching the market. His goal is not to put his trucking operation out of business, but rather to "build the utmost efficient transportation system and use those ships to move them long distances, and make my trucking operation as efficient as possible.

"I really think we could actually pull close to half to 60-70 percent of the volume off the 1-5 corridor," he said. "And I'm pretty confident that the same numbers would apply to the East Coast."

Silva said his start-up model - a mere six ships running between Southern and Northern California - could quickly capture 20 percent of the volume trucks carry.

The Marine Corps pumped new life into short-sea shipping with its Westpac Express catamaran that transports Marines and their equipment from Okinawa to training sites around Asia. The High-Speed Vessel (HSV) can carry 970 troops and 500 tons of rollon/roll-off cargo in a single trip at a speed of 33 knots.

"The HSV is dollar saving and time saving," said Westpac Express civilian captain George Baker, after taking Marines from Okinawa to Korea for an exercise in 2004. "Shipping 970 troops by air would probably take a week to get them from Okinawa to Iwakuni, and that is without any cargo. The 500 tons of cargo would have also taken longer, so you are looking at two weeks of planes and transportation to make the 22-hour mission we can do."

Jamian, a maritime industry executive before joining the Maritime Administration, foresees the day when the military and short-sea shippers will recognize their shared interests and ask a shipyard to design a dual-use hull. That could lead to a higher construction volume in that shipyard and drive down costs, he said.

A robust short-sea shipping industry also could provide the military with greater flexibility for the movement of materiel.

U.S. Transportation Command (USTRANSCOM), the arm of the military responsible for moving military equipment and personnel around the globe, is keeping an eye on the commercial viability of this emerging industry.

"As the concept of operations develops and matures in industry, USTRANSCOM will remain interested in its potential impact to support [Department of Defense] movement requirements," and command spokesman said.

The trucking industry no longer views short-sea shipping as a threat, said Curtis Whalen, executive director of the Intermodal Motor Carrier Conference of the American Trucking Associations Inc., in Alexandria, Va.

"There's plenty of business out there," he said. "What we're seeing is that some of the short-sea projects are actually talking to the truckers to gain a better understanding of how things move and what might move better on a ship."

He said trucking companies could very well participate on the equity of some short-sea shipping projects.

"The trucking industry, I think, has come absolutely full circle," Armstrong said.

Citing a driver shortage, increased congestion on the highways and rising fuel costs, Armstrong said the trucking industry, rather than viewing short-sea shipping as a competitor, is now seeing it as a bridge to making more trips on a regional and local basis [150-mile radius from a port], which would allow drivers to come home at night.

Short sea transportation is the movement of goods by means of vessel

U.S. Code, 7 – (United States Code, “Title XI – Energy Transportation and Infrastructure Subtitle C—Marine Transportation”, Public Law 110-140, 12/19/07, http://www.marad.dot.gov/documents/MARAD_AMH_Report_to_Congress.pdf | AK)

“§55605. Short sea transportation defined “In this chapter, the term ‘short sea transportation’ means the carriage by vessel of cargo— “(1) that is— “(A) contained in intermodal cargo containers and loaded by crane on the vessel; or “(B) loaded on the vessel by means of wheeled technology; and “(2) that is— “(A) loaded at a port in the United States and unloaded either at another port in the United States or at a port [Page 121 STAT. 1762] in Canada located in the Great Lakes Saint Lawrence Seaway System; or “(B) loaded at a port in Canada located in the Great Lakes Saint Lawrence Seaway System and unloaded at a port in the United States.”.

MTS Key to Trade


MTS is key to international trade – supply chains and oversea trade. 

Cox et al, 2011 - Joseph J. is President and CEO of Chamber of Shipping of America; Matsuda, Hon. David T., Administrator, Maritime Administration; Mohr, John M., Executive Director, Port of Everett, Washington; Roberts, Michael G., Senior Vice President and General Counsel, Crowley Maritime Corporation, on behalf of American Maritime Partnership; Tellez, Augustin, Executive Vice President, Seafarers International Union (Joseph  J., “Creating Jobs and Increasing U.S Exports By Enhancing The Marine Transportation System,” Committee on Transportation and Infrastructure House of Representatives,  June 14, 2011. http://www.gpo.gov/fdsys/pkg/CHRG-112hhrg66919/html/CHRG-112hhrg66919.htm)//AS
In order to remain competitive in a global economy, improving domestic infrastructure as well is a sound strategy to promote growth and efficiency, support increased manufacturing, feed the American market and serve as an export platform for manufactured goods around the world. Our economic prosperity is closely tied to and heavily dependent upon international trade. Since approximately 99 percent by volume of this overseas trade is moved by water, it underscores how pivotal the Maritime Transportation System is to our goal of supply chains and consequently to our economic and national security. You have noted the numbers with regard to waterborne cargo, Mr. Chairman, that contributes $649 billion annually to the U.S. gross domestic product and more than 13 million jobs. An announcement last week from the Commerce Department reaffirmed these numbers. New trade figures for U.S. exports of goods and services for April revealed a 1.3-percent increase from March to a record $175.6 billion, still with a trade deficit but causing the trade deficit to decline by 6.7 percent from the preceding month. 

The maritime transportation system is the most environmentally friendly form of transportation and the lynchpin of U.S global trade.

Roberts, 2011-  Senior Vice President and General Counsel Crowley Maritime Corporation, And Representative of the American Maritime Partnership (Michael G., “Creating Jobs and Increasing U.S Exports By Enhancing The Marine Transportation System,” Committee on Transportation and Infrastructure House of Representatives,  June 14, 2011, http://www.americanmaritimepartnership.com/Roberts_Testimony.html)//AS

Like aviation, trucking and other more visible modes of transportation, the maritime industry is a large and critically important component of the transportation circulatory system that sustains our national and international economy. In international trades, 95% of the imports to and exports from our nation move on ships. That includes everything from the most sophisticated electronics to plastic toys to essential commodities like petroleum, grain and iron ore. Between 2004 and 2009, U.S. domestic and foreign waterborne trades amounted to an average of over 2.6 billion metric tons per year. (Source: U.S. Dept. of Transportation, Maritime Administration, February 2011. U.S. Water Transportation Statistical Snapshot. Washington, DC.) The American domestic maritime industry includes those who own and operate vessels, as well as those who build and repair them at hundreds of large and small shipyards on all coasts and in the Great Lakes. These vessels may carry cargo on our inland river systems and in Great Lakes trades, along our coasts, and connecting Alaska, Hawaii, Puerto Rico and Guam to the U.S. Mainland. The industry also includes vessels that provide a variety of non-transportation services in domestic waters, from tugboats and ferries to highly sophisticated offshore support vessels. The single most active maritime region in our nation is the Gulf of Mexico, as the State of Louisiana has more economic activity related to the domestic maritime industry than any other. Taken as a whole, the American maritime industry is a large and vitally important part of our domestic economy. We generate about $100 billion per year in economic activity, and provide jobs to almost half a million Americans. Maritime is also the most efficient and environmentally friendly mode of transportation. By one measure, the American maritime industry moves about one-quarter of our domestic commerce for about 3% of the domestic freight bill. The industry has a low environmental footprint, as it emits less than one-half ton of nitrogen oxide per million ton-miles, resulting in less air pollution and reduced climate change effects. (Source: Government Accountability Office, January 2011. Surface Freight Transportation: A Comparison of the Costs of Road, Rail, and Waterways Freight Shipments That Are Not Passed on to Consumers(GAO-11-134), Washington, DC.) With that background, let me first say that we appreciate your leadership in looking for ways to improve our maritime transportation system and create more jobs along the way. A good starting point for considering this is to define the role of government in the commercial maritime industry, and I would make brief comments in three areas – government regulation, government spending, and government promotion. Regulation. First, the government clearly has the key role to play in setting and enforcing the rules under which the commercial industry is to operate. In this regard and not surprisingly, our principal request would be your continued support for the Jones Act. This is the law that requires that cargo moved between U.S. points be transported on American vessels. Virtually identical laws apply to dredging, towing and the transportation of passengers. Very similar laws apply to the U.S. aviation industry, and to the maritime and aviation industries of many foreign nations. This fundamental maritime law provides important national security, homeland security and economic security benefits to our nation. As mentioned, a recent study by PricewaterhouseCoopers for the Transportation Institute shows that the domestic American maritime industry includes about 40,000 vessels, contributes about $100 billion in economic activity, and provides about 500,000 family wage jobs to Americans each year. We are proud to be a part of this industry.

Funding Key

Status Quo freight funding is insufficient – things are only getting worse

GAO 5 – (Freight Transportation: Short Sea Shipping Option Shows Importance of Systematic Approach to Public Investment Decisions, US Government Accountability Office, July 2005, http://www.gao.gov/assets/250/247275.pdf) SV

A robust U.S. economy depends on the efficient movement of freight to fuel domestic production and satisfy consumer demand. In 2002, 16 billion tons of freight, valued at about $11 trillion in year 2000 dollars, moved through the U.S. transportation system. The efficient movement of these goods across roadways, rail lines, and inland waterways, helps ensure that factories remain efficient, packages are delivered on time, and retail and grocery store shelves are stocked. Efficient freight movement also tends to lower total shipping costs, helping keep production costs and consumer prices lower, and these savings to households and businesses help ensure that American products remain competitive in global markets. Increases in freight volume coupled with current rail, roadway, and port capacity problems, however, are stressing the capacity of the U.S. transportation system and interfering with the efficient movement of these goods. Estimates made in 2003 suggest that growing international trade and domestic production will increase overall freight traffic by 70 percent by 2020. Adding this much freight to the transportation system is particularly worrisome since the system is currently showing signs of strain. For example, roadway congestion, which affects 60 percent of the freeway mileage in urban areas, is causing significant delays for truck traffic in certain cities. Driver shortages further impact the efficient movement of goods and make it difficult for trucking companies to expand capacity—a factor that is particularly relevant since trucks carry 78 percent of the nation’s goods (measured in terms of freight tonnage). Freight movement by rail is also encountering serious capacity problems in many areas. In July 2004, for example, Union Pacific took measures to limit service because increasing freight volumes were affecting service levels. 1 The 2002 Mid-Atlantic Rail Operations Study, 2 which analyzed rail traffic in five states in the Northeast, noted that there was a lack of capacity on critical rail lines in at least 25 different locations. Congestion at freight gateways— container ports and land border crossings—is also expected to worsen as containerized imports from our international trading partners are estimated to double in the next 15 years.

Shipbuilding Internal link

Plan’s key to jumpstart the shipbuilding industry, modernize intermodal freight, and reduce greenhouse gas emissions

ICAF, 11 – a senior level college providing graduate level education to senior members of the US armed forces, government civilians, foreign nationals and private industry. These future executives will be better prepared for leadership and success in developing national security strategy and policy, with a focus on evaluating, marshalling, and managing national resources (Industrial College of the Armed Forces, “Final Report Shipbuilding Industry”, National Defense University, Spring 2011, http://www.ndu.edu/icaf/programs/academic/industry/reports/2011/pdf/icaf-is-report-shipbuilding-2011.pdf | AK)

AMERICA'S MARINE HIGHWAY SYSTEM - GREENER PASTURES "U.S. industry set the benchmark for shipyard efficiency around the world during World War II, with the construction of 2,700 Liberty ships between 1941 and 1945 – the largest number of ships ever produced to a single design and at a rate of more than one ship per day... In stark contrast, today U.S. shipbuilding accounts for less than one-quarter of one percent of the tonnage produced worldwide."78 There is an opportunity for the US to improve domestic demand for commercial vessels through the increased use of coastal and inland waterways by fully embracing America's Marine Highway System program. Increasing the use of the nation's waterways for freight, and to a lesser degree passenger transport, can provide both a stimulus for increased production of commercial vessels within the US and a reduction in Green House Gas (GHS) emissions by shifting more freight from roads and rails to the nation's waterways. Increased US commercial shipbuilding can also mitigate some of the adverse effects of future declines in US defense shipbuilding. The US Department of Transportation's (DOT) Maritime Administration (MARAD) has been promoting the Marine Highway System (MHS) in order to balance the load on the nation's transportation infrastructure as well as reduce reliance on imported sources of energy. The Energy Independence and Security Act of 2007 directed the Secretary of Transportation to "establish a short sea transportation program and designate short sea transportation projects to be conducted under the program to mitigate surface congestion".79 The general concept of the MHS is to obtain greater use of the nation's nearly 26,000 miles of waterways. The MHS will also increase demand for vessels which in turn will benefit the US commercial shipbuilding industry and strengthen the industrial base. The MHS has the potential to provide a "Liberty ship" type of stimulus to the US commercial shipbuilding industry -- given appropriate levels of federal, state, and local support as well as private industry investments. This initiative, in one forum or another has been discussed by the US maritime policy community for nearly 30 years, and more recently in an April 2011 DOT report to Congress titled "America's Marine Highway - Report to Congress".80 20 However, economic, market, and political forces have prevented the concept from gaining wide spread support due in large part to prohibitive cost barriers resulting from the burden of taxes and regulations, low profit margins, and the high cost of capital to enter the market. For example, the Harbor Maintenance Tax (HMT), which imposes a 12% tax on the value of goods transiting the nation's ports, should be modified or repealed in order to level the competition with truck and rail transportation modes. This tax is imposed at each water port a shipment transits and often results in making marine transport cost prohibitive when compared to truck or rail modal options. The primary purpose of the HMT is to fund US Army Corps of Engineer dredging of the waterways. As an example of the disproportion of taxation, the HMT account currently has a nearly six billion dollar surplus due to the excessive taxation in relation to the actual dredging activity performed by the Corps of Engineers.81 This surplus could be better spent by re-appropriating funds to support shipbuilding innovations that provide "greener" power for vessels such as natural gas powered engines or other innovative technological advancements of marine vessels. The increased use of the MHS will also lower GHGs. For example, barge transports or ships produce approximately seven times less CO2 emissions than trucks and four times less than trains per ton-mile. 82 The increased use of the MHS can provide a tremendous impact to the nation's efforts to reduce GHGs. As the volume of truck traffic increases and the resulting traffic congestion increases across the nation, air quality concerns will continue to gain national as well as global attention. The US can look toward Europe for a successful model to improve increased maritime commerce. The European Union has successfully implemented a short sea shipping and intermodal transportation program titled Marco Polo. Over the past two decades, EU nations have been able to shift freight from roads and rails to waterways with approximately 40 percent of Europe‘s non-bulk freight currently moving on coastal and inland waterway shipping. This is triple the percentage of goods shipped via waterways in the United States. The EU's program, with a 2011 budget of 450 million euros provides grants to businesses in order to continue shifting freight movement from trucks to marine and rail modes in order to relieve traffic congestion and wear and tear on road and rail infrastructures. 83 In the DOT's recent report to Congress on the MHS, it appears progress is beginning to be made with this initiative; however, the level of federal investment to fund innovation, startups, and infrastructure improvements remains low when compared to Europe. Therefore, the US government should provide increased levels of support to the MHS in terms of both funding and national leadership. The DOT's Marine Highway System report is comprehensive, informative, and optimistic and should be required reading for all federal, state, and affected local elected officials, as well as select US Chamber of Commerce members. The US government should aggressively promote the MHS concept through appropriate policies and provide adequate incentives to spur significant increases in the use of the MHS. Even a nominal ten percent increase in MHS traffic will in turn generate an increase in the demand for vessels such as mid-size roll-on roll-off, coastal container vessels, as well as car and even passenger ferries. "In a recent study, Professor John Curtis Perry of the Institute for Global Maritime Studies at Tufts University concluded that as many as 200 ships, built over a period of many years, would be necessary to support an efficient American Marine Highway system."84 With fuel prices and traffic congestion continuing to increase, and environmental concerns growing, the conditions are ripe for a steady expansion of the nation's MHS and a resulting increase in demand for commercial vessels within the US. As a result, there may be greener pastures ahead for the US commercial shipbuilding industry. —Rob Wiley

The plan is sufficient to revitalize the shipbuilding industry

MTD, 11 (Metal Trades Department, industry group focused on shipbuilding and metals production, “The Way Forward--US Commercial Ship Building: A Strategic National Asset”, 6/20/2011, http://www.metaltrades.org/?zone=/unionactive/view_article.cfm&HomeID=209195&page=Shipbuilding, Deech)

Is it a foregone conclusion that we can no longer build commercially viable ships in the United States? Hopefully not. Indeed, we are convinced that this trend and the downward spiral of the commercial ship building industry can and must be reversed. As our Nation’s transportation infrastructure continues to crumble, gridlock worsens and there appears to be consensus that fewer government funds will be available to maintain, upgrade and expand America’s land-based transportation systems we need, more than ever, to take advantage of America’s Marine Highways. Our coastal marine corridors are the country’s natural transportation assets on which this Nation was built, but today they are also the most underutilized. How many ships do we need to develop a viable hub and spoke port network? We would need in the range of 300-500 vessels constructed in U.S. shipyards over the next 25 years in order to transform our Nation’s coastal highways from unused assets into vibrant water connectors. Today the corresponding number of coastal feeder ships servicing northern Europe and the Mediterranean is approximately 2,000. In contrast the US has zero ships and a few barges in feeder service. The challenges will be two-fold. First we must overcome the waning interest of shipyard owners to build commercial ships. Second we must immediately modernize commercial shipyards and adopt modern shipbuilding methods and techniques that are effectively and efficiently utilized worldwide. Based on our experience in the international ship construction world we firmly believe that with the proper supervision, U.S. shipyards can build commercially viable coastal container ships. The United States faces an imminent transportation infrastructure crisis and marine transportation should figure into an appropriate “National Response” that is grounded in economic reality. Shipyards are strategic assets and the use of our coastal waters to efficiently transport domestic cargo is “mission critical” to the future of America’s transportation system and economy. The U.S. Marine Highway is an important element in a viable strategy to address America’s imminent transportation crisis. America’s Marine Highways are uniquely positioned to help mitigate land-based vehicle congestion with the most environmentally sound and fuel efficient ships ever to traverse the waterways of the United States. So as a start, we must reinvigorate the U.S. commercial shipbuilding sector in order to build the required ships for our coastal corridors. This endeavor will require a sea change in thinking, short term incentives for shippers to affect the modal change, and significant, one-time capital investments to modernize our outdated commercial yards. While -challenges lie ahead, we believe America is up to the challenge. The Status of US Commercial Yards Today, there are a dwindling and alarmingly low number of viable U.S. shipyards that are in a position to construct commercial ships. And, arguably, there are no viable world scale repair yards in the United States. While there are several viable shipyards owned by huge industrial corporations they are dedicated solely to service the needs of the military and the U.S. Government. The question becomes: Where will the nation build the commercial ships needed for the non-contiguous trades, America’s marine highways, drill ships and rigs, tugs, wind farm vessels (the list goes on). The answer is in shipyards such as Aker Shipyard in Philadelphia, Pennsylvania, Bay Shipbuilding Company in Sturgeon Bay, Wisconsin, and Avondale Shipyard in Louisiana where the huge needs of the commercial shipping sectors can be met. In order to succeed it will take the combined calculus of modernization, recapitalization and proper management disciplines. Fortunately for the United States, we have some great opportunities and resources available on the world market. To this end, there is a significant amount of surplus equipment[2] available from overseas shipyards for relatively low costs. In addition, there are folks in Europe with world renowned and modern shipbuilding management skills who are ready, willing and able to help U.S. shipyards rebound. Further, the ships that will be needed for America’s coastal service have been built before, albeit overseas. Dedicated management coordinating with a motivated labor force can take advantage of this repetitive series construction which will substantially reduce the man hours utilized to produce many series of ships.
2ac roads bad

Road transportation pollutes the air- congestion and research proves

Allegrini and Costable 07- Professors at Institute for Atmospheric Pollution, National Research Council (CNR-IIA), (I. and A., “A new approach to link transport emissions and air quality: An intelligent transport system based on the control of trafﬁc air pollution”, Science Direct, January 25, 2007, www.sciencedirect.com)

Road transport has become by far the major source of environmental pollution and trafﬁc congestion in urban areas. Though a lot of research has been done to investigate the functional relationship linking air quality and air pollution from transport, a further improvement in the knowing of this relationship is needed. The aim of this study was to analyze this relationship and to develop a more ﬂexible framework to allow com- munication between transport emissions and air quality concentrations. This paper describes the development of this framework, suggests meth- odological tools to mitigate its problems and shows its application to the mega-city of Beijing, in P.R. China. The result of implementing this methodology would be a system providing high time/space resolution measurements of both air pollutant concentrations and trafﬁc emissions data, as well as real-time transportation and dispersion modelling of those data. The key advantage of the system proposed would be the runtime integration of modelling, to interpret the data measured, with measurements, to validate the data modelled. The ﬁndings from the case-study of Beijing show that the integrated system can link trafﬁc air pollution measurements through various modelling modules in order to automate transport-related air pollution assessment. 
Road transport contributes to pollution- air quality and studies prove.

Allegrini and Costable 07- Professors at Institute for Atmospheric Pollution, National Research Council (CNR-IIA), (I. and A., “A new approach to link transport emissions and air quality: An intelligent transport system based on the control of trafﬁc air pollution”, Science Direct, January 25, 2007, www.sciencedirect.com)

Road transport has become by far the major source of envi- ronmental pollution and trafﬁc congestion in urban areas. The continual trafﬁc growth has raised concerns over the impact of trafﬁc emissions on human health and urban environmental quality, and has fuelled the demand for a coherent regulatory framework for the management of trafﬁc, air quality and emis- sion at urban level, as well as at regional and national scales. Particularly, urban congestion and air pollution are seen as a high priority problem in China (UNEP, 1997). In Beijing air quality is in transition from coal burning caused problems to trafﬁc exhaust related pollution (Zhang et al., 1997) since the number of private passenger cars is increasing dramatically recently and in the near future. Vehicle emissions are, there- fore, projected to double within the next two decades unless drastic strategies to lower actual emissions are employed. In the design of cost effective abatement strategies it must be realized that the relations between emissions and resulting concentrations are by no means simple. A lot of research has been done to investigate this issue. Most of the emission factors used by the emission inventories to quantify trafﬁc contribution upon total emissions originate from laboratory measurements carried out according to speciﬁc measure and driving protocols (e.g. Hausberger et al., 2003). However, for real world applica- tion the model calculations must be based on true emission data and their estimation is not trivial. In a recent work conducted by analyzing the relationships between the Danish Operational 
Defense of Solvency Mechanism 
Short sea shipping is cheap, feasible, and will provide a fast boost to the economy

Abbott, 08 – Staff writer, American Journal of Transportation (Scott, “Timing Appears to be Right for Short-Sea Shipping Push”, American Journal of Transportation, 12/15/08, http://www.maritimeadvisors.com/pdf/Timing%20appears%20to%20be%20right%20for%20SSS%20-%20AJOT.pdf)//RM

Deaver said TOTE executives have examined the feasibility of short-sea shipping along corridors in the Lower 48, such as between Jacksonville, FL, and the Northeast, and said he believes intermodal freight marketing companies and integrated logistics providers, including such firms as J.B. Hunt and FedEx, could become customers of such services. “We’ve run the models, and it works,” Deaver said. “It is a viable service, even with the significant investment in ships.” Short-sea advocates such as Margaronis don’t see the cost of ships as a stumbling block but rather view the building of US-flag vessels needed to carry this heightened domestic trade as an opportunity to boost the lagging economy. “We’re having a reawakening about the economic potential here,” Margaronis told AJOT. Unlike in November 2006, when Margaronis received a lukewarm-at-best reception at an AAPA seminar in Memphis when he advanced the notion of earmarking MARAD Title XI funds to finance billions of dollars in loan guarantees for the building of US-flag ships, Margaronis is now getting a positive response to similar proposals. Margaronis said $250 million in properly leveraged public funding could generate sufficient loan guarantees to facilitate building a 66-ship fleet over the course of five years at a dozen US shipyards. That sum, he pointed out, pales in comparison to the hundreds of billions of dollars estimated as needed to meet US highway and rail infrastructure demands – demands that could be less pressing with the removal of tens of thousands of truck trips from highways to the water, where a ton of freight can be moved with about four times the fuel efficiency. The new US shipbuilding activity, according to Margaronis, would directly and indirectly generate some 20,000 new jobs, many of which would be at shipyards paying in the range of $30 an hour with benefits. The ships also would be operated by US crews. Unlike numerous short-sea vessel proposals calling for roll-on/roll-off ships, the plan proffered by Margaronis focuses on cellular containerships designed to accommodate 53- foot-long containers, with each ship having a capacity of 700 or 1,000 twenty-foot-equivalent container units. Such containerships would be maximally efficient for short-sea trade, he said, adding that, especially in the current economic environment, he sees Longshoreman unions being supportive of the deployment of such vessels. 

Short Sea shipping solves environmental and economic impacts of congestion

Perakis, 09 – PhD and fellow at Michigan Phoenix Memorial Energy Institute (A.N., “The Environmental and Economic Benefits of Short Sea Shipping by ‘Container-On-Barge”, December 2008, http://www.maritimeadvisors.com/pdf/Survey%20of%20SSS%20Prospects%20in%20the%20U.S..pdf)//RM

The OECD reports that maritime transport produces less air emissions generally in comparison to transportation by truck/rail. Although shipping produces more SO2 pollution, this is poised to decrease in response to more stringent maritime pollution regulations in the near future. 

The effects of road congestion, although hard to quantify, play a significant role in the analysis of the environmental advantage that SSS has over truck/rail. It is estimated that trucks carry 60%

of domestic general cargo tonnage and are a major cause of highway congestion7. The Texas Transportation Institute estimates that traffic congestion caused a $78 billion drain on the U.S. economy in 2007 in the form of 4.2 billion hours of lost time and 2.9 billion gallons of wasted fuel8. Congestion results in a need for creation, expansion and maintenance of road infrastructure. This is a drain on the national budget. There are also major congestion issues at U.S. port terminals serving international shipping lines. International ocean carriers unload their cargo at coastal U.S. ports. The cargo is left mainly to be transported by trucking to its final destination. However, the rapid growth in U.S. trade has led to the port terminals struggling to cope with over-utilization of existing facilities. This has fostered intermodal transportation inefficiencies whereby trucks cannot pick up their cargo in time due to port congestion which disrupts the entire supply chain process in logistical planning. This problem is most notably present at the Ports of Long Beach and Los Angeles. Transferring container volume from these congestion zones to the available river and coastal areas is an option for reducing this problem.

Short Sea shipping is economically and environmentally preferable to other shipping modes, and investment would boost US shipbuilding

Raymond, 05 – Staff writer for Inbound Logistics (Charles, “Short Sea Shipping: Long on Benefits”, Inbound Logistics, January 2005, http://www.inboundlogistics.com/cms/article/short-sea-shipping-long-on-benefits/)//RM
To help meet the current congestion crisis on U.S. highway systems and rail networks, the Department of Transportation and the U.S. Maritime Administration are promoting short sea shipping as an environmentally friendly, timely, and cost-effective way to expand freight capacity.

The practice uses existing vessels and infrastructure to move freight between coastal ports, and between coastal ports and inland ports. It is a critical component of the nation's transportation system, and an integral part of the global transportation and logistics network.

Providing consistent service, reliability, competition, and pricing, short sea shipping can help the United States meet present and future domestic and foreign trade demands.

Short sea shipping proponents envision waterways used in tandem with trucks, rail, and pipelines to provide physically and economically integrated, timely, and competitive service for moving freight to final destinations.

Eventually, meeting capacity demands will require new, technologically advanced vessels and infrastructure components—a boon for the American maritime and shipbuilding industries.

And, choosing short sea shipping instead of routing cargo by rail or road provides important environmental benefits such as reduced emissions and energy use.

Inland waterways save money compared to other means of shipping and are key to multiple domestic industries

Kruse et al, 07 (James, Annie, Leslie, and David, “A Modal Comparison of Domestic Freight Transportation Effects on the General Public”, US Maritime Administration, http://www.waterwayscouncil.org/study/public%20study.pdf)//RM

In 2005, inland waterways maintained by the U.S. Army Corps of Engineers (Corps) handled over 624 million tons of freight (274 billion ton-miles)1 valued at over $70 billion,2 resulting in an average transportation cost savings of $11/ton (as compared to other modes).3 This translates into more than $7 billion annually in transportation savings to America’s economy. In 2003, barges moved 14% of intercity freight ton-miles for 3% of the freight bill. Virtually all American consumers benefit from these lower transportation costs. Thirty-one states are served by the Mississippi River System and the Gulf Intracoastal Waterway. States on the Gulf Coast and throughout the Midwest and Ohio Valley especially depend on the inland and intracoastal waterways. Texas and Louisiana each ship over $10

billion worth of cargo annually, while Illinois, Pennsylvania, West Virginia, Kentucky, Mississippi, and Alabama, each ship between $2 billion and $10 billion annually.5 Over 60% of the nation's grain exports move by barge.6 The Inland Waterway System is the primary artery for more than half of the nation’s grain and oilseed exports, for about 20% of the coal for utility plants, and for about 22% of domestic petroleum movements.7 Figure 1 shows the level to which the various states use the waterway system.

Short Sea Shipping relieves congestion and boosts the US economy

Burnson, 10 – Executive editor of logistics Management (Patrick, “Short Sea Shipping not a Done Deal in U.S. Yet”, Logistics management, 6/7/10, http://www.logisticsmgmt.com/article/ocean_cargo_global_logistics_short-sea_shipping_not_a_done_deal_in_u.s._yet/)RM
“But it’s our best shot at the moment,” he added. “And worth a try. 

According to the “National Strategy to Reduce Congestion on America’s Transportation Network,” congestion is costing the U.S. an estimated $200 billion a year.”  And this figure is rising.  Nearly 98 percent of all domestic freight including through ports moves on the United States’ nation’s highways and railroads.

The Federal Highway Administration study entitled, “Estimated Cost of Freight Involved in Highway Bottlenecks – Final Report,” indicates that, on average, there are currently 10,500 trucks per day per mile on the Interstate Highway System. But by 2035, that volume is expected to double to 22,700 trucks, with the most heavily used portions of the system seeing upwards of 50,000 trucks per day.

“By linking the Northern California ports of Sacramento, Stockton, and Oakland, a great deal of that surface mode pressure can be relieved,” said Hummer. “Short-sea shipping is hardly a new concept, and now that the Obama Administration has given us the funding, it;’s worth a try.”

Short sea shipping solves environmental and economic inefficiencies of status quo shipping

Boyd, 11 – Writer for the Journal of Commerce (John, “LaHood Touts Inland Waterways for Container Moves”, The Journal of Commerce, 4/5/11, http://www.joc.com/government-regulation/lahood-touts-inland-waterways-container-moves)//RM
Using barges to carry loaded trailers or containers between markets in the U.S. "can be the most fuel-efficient, cost-effective way to haul goods from one place to another," Transportation Secretary Ray LaHood told an industry group.

LaHood also told The Journal of Commerce's North American Marine Highway and Logistics Conference in Baltimore that he sent Congress a report Tuesday detailing the Obama administration's plan for spurring that alternative shipment system.

Last year at the same event, LaHood announced the formal launch of the Maritime Administration's program labeled "America's Marine Highway." This time, he said making greater use of waterways also fits in with President Obama's new goal of reducing oil imports by one-third.

That's because transportation accounts for 70 percent of U.S. oil use, he said, and shipping freight by water uses less fuel than hauling it by surface transport modes.

"Marine highways are one crucial ingredient in the recipe for energy efficiency and energy independence," LaHood said. "They'll help us send fewer of our hard-earned dollars overseas in a tough fiscal time. They'll decrease our emission of the carbon pollution that threatens our environment. They'll spur economic development and support economic expansion" by creating both mariner and U.S. shipyard jobs.

The Offcase
A2 Jones Act Disad

The disad is not intrinsic a rationale policy maker could do the plan and not alter the Jones Act – we have an advocate for this argument which proves an intrinsic link is a relevant evidentiary consideration – outweighs their whines about neg ground and is a vital internal link to logic – logic outweighs as it is a fundamental decision making model 

Sweeney, 08 [Kelly Sweeney holds the licenses of master (oceans, any gross tons) and master of towing vessels (oceans), and regularly sails on a wide variety of commercial vessels. He lives on an island near Seattle. You can contact him at captsweeney@professionalmariner.com, http://www.professionalmariner.com/ME2/dirmod.asp?sid=420C4D38DC9C4E3A903315CDDC65AD72&nm=Archives&type=Publishing&mod=Publications%3A%3AArticle&mid=8F3A7027421841978F18BE895F87F791&tier=4&id=1C19EA2BD23A4645A42A2A6745992DA3] 

Without question, there are some in the maritime industry who want to use short-sea shipping as a way to undermine the Jones Act. For example, a recently published feasibility study of short-sea shipping in the Massachusetts ports of Fall River and New Bedford says that "a waiver of the U.S. Jones Act" may be one way to facilitate a market in that area. A short-sea shipping study conducted for Transport Canada notes that while negotiating the North American Free Trade Agreement (NAFTA), Canadian government officials sought to have the Jones Act eliminated or changed. The forces pushing to limit or eliminate the Jones Act always seem to be trying to find a loophole. Many of us have not forgotten that after Hurricane Katrina, the Department of Homeland Security granted a blanket Jones Act waiver for the movement of gasoline, jet fuel and other refined petroleum products. Almost immediately after the waiver was announced, charters with U.S. flag Jones Act vessels were cancelled, and soon foreign-built/foreign-crewed tankers were steaming along America's Marine Highway between the Gulf of Mexico and the East Coast — while U.S. ships crewed with U.S. mariners sat idle. I am a firm believer in the Jones Act, because it helps protect shipyards, mariners and shipping companies in the United States. Its economic and national security benefits to our country are tremendous. U.S. shipyards bring billions of dollars into our economy and keep the domestic fleet strong by providing new vessels that meet our high U.S. standards. Unlike many foreign sailors, U.S. merchant mariners undergo extensive training and background checks, and when plying the waters along America's Marine Highway, they are always on the lookout to help keep our coasts, Great Lakes and rivers safe. U.S. shipping companies in the Jones Act trade add billions of dollars to our economy by owning and operating U.S. flag vessels. Foreign companies have no allegiance to our country, and if allowed on Jones Act routes, would almost surely try to undercut and economically destroy U.S. shipping companies — if not our entire domestic shipping industry. From my perspective as an actively sailing U.S. merchant mariner, increasing short-sea shipping is a worthy goal, but not at the expense of the Jones Act or the U.S. shipping industry. Eliminating the Jones Act, or granting waivers allowing foreign vessels on our domestic short-sea shipping routes is not only totally unacceptable, in my opinion, it's un-American. If an unpatriotic proposal like that ever surfaces again, I will once more add my voice to those fighting it whenever and wherever asked — proudly and without hesitation. 

A2 Spending Disad

The negative has failed to realize that the plan actually saves some moola 

Perakis and Denisis,08 [A survey of short sea shipping and its prospects in the USA, ANASTASSIOS N. PERAKIS* and ATHANASIOS DENISIS Department of Naval Architecture & Marine Engineering, University of Michigan, 213 NAME Building, 2600 Draper Dr., Ann Arbor, MI 48109-2145, USA, http://intermodalmarine.com/pdfs/Survey%20of%20SSS%20Prospects%20in%20the%20U.S..pdf] 

6. Lower infrastructure expenditures. The capital costs needed for the short sea terminal infrastructure are significantly lower then the infrastructure expenditures for the expansion and maintenance of highways. Currently, the cost for a new highway lane is around $32 million per lane mile and a new interchange on average costs around $100 million according to the US FHWA. Infrastructure costs associated with trucking operations on highways include the wear and tear costs of pavement, reconstruction and rehabilitation of bridges, system enhancement costs, and other miscellaneous items. Costs for pavement reconstruction, rehabilitation and resurfacing are estimated to represent 25% of the total Federal cost obligation. They are allocated to combination trucks on the basis of vehicle miles travelled (VMT) weighted by its passenger car equivalents. The user-fees paid by combination vehicles include Federal taxes on fuels used, excise tax on the sale of heavy trucks, a tax on tires and a heavy vehicle use tax. The external road damage costs are discussed extensively in Newbery [38]. These costs occur mainly when heavy vehicles cause damage to the road surface, in the form of increased road repair costs and increased vehicle operating costs for the other road users. The damage a vehicle causes to the road pavement increases at the fourth power of the axle road. Therefore, pavement damage is caused almost entirely by heavy trucks. One 80 000 lb tractor-trailer truck does as much damage to road pavement as 9600 cars (US Highway Research Board, NAS, 1962).
A2 Grants CP

Loan guarantees popular while grants are not—not a handout—Hutchison supports it

Wall Street Journal 11 (Josh Mitchell, “Plan for Highway Bank Faces Uphill Battle,” August 15, http://online.wsj.com/article/SB10001424053111904823804576500692477795126.html)

A bill unveiled this year, by Sens. John Kerry (D., Mass), Kay Bailey Hutchison (R., Texas) and Lindsey Graham (R., S.C.), and backed by the Chamber, would take a slightly different approach that could be more palatable to conservatives.

First, the price tag would be lower, with the bank getting $10 billion in initial "seed money." Aides to Mr. Kerry said last week that they were looking to lower that amount further and trying to find savings from other programs to fund the bank.

The bank would be controlled by a chief executive and a board appointed by the president and confirmed by the Senate. And it would issue only loans and loan guarantees, not grants, which critics have called a handout.

The proposal also requires that projects have a dedicated revenue stream—tolls—to ensure the money is paid back. And by limiting funding assistance to 50% of a project's costs, proponents say, the risk to taxpayers would be limited.

Mr. Kerry said the bank, under his bill, would finance economically viable projects without political influence.

Hutchison is key to the agenda – fosters bipartisanship

Houston Chronicle 10 ("Old-school senator: Kay Bailey Hutchison wields forgotten skills of legislative craft to build NASA’s future", 5/5/10, http://www.chron.com/disp/story.mpl/editorial/6991732.html)//NJain
Sen. Kay Bailey Hutchison is back to doing what she does best: working quietly and patiently with Senate colleagues on both sides of the aisle, and from all parts of the country, to get things done for Texas.

Saturday's report by Stewart M. Powell of the Chronicle Washington Bureau confirms that Hutchison has made reviving NASA her priority following her failed bid for the Republican nomination for governor. Good choice. The Obama administration's approach to our nation's space future has left Texas, and Houston in particular, in the lurch.

Time was when Hutchison's approach would not have been worthy of particular notice. It was the way things were done in the clubby U.S. Senate. But not in tumultuous 2010 in a Senate riven by mean-spirited partisanship — which makes the senior Texas senator's approach all the more welcome.

Her work on NASA is the perfect case in point. As Powell's account depicts, the Texas senator's approach has been meticulous, low-key and carefully targeted.

She has done her homework and identified a list of particulars that she believes must be firmly in place for delivering supplies to the space station before the space shuttle is mothballed at the end of the year.

Remarkably, at least in 2010 terms, she has done so in a truly bipartisan fashion, enlisting support across the so-called “space” states, including Texas, Florida and Alabama. Her work has been recognized by Sen. Bill Nelson, D-Fla., a former astronaut and a strong NASA backer.

A2 Topicality 

We meet — building new ships is “transportation infrastructure”

Heim and Tedesco, 9 — General Dynamics NASSCO, AND, Tedesco Consulting (Aimee and Matt, “A Shipbuilder’s Assessment of America’s Marine Highways”, 7/30/2009, http://www.nassco.com/pdfs/Shipbuilder-Assessment-American-Marine-Highway-NASSCO.pdf, Deech)

In a ferry model, the vessel serves as one more piece of transportation infrastructure available to trucks, much like a road or a bridge. The Marine Highway-Ferry provides a service to truckers by allowing both the trailer and the cab to travel together on the vessel. This service would be most effective on route of sufficient length that drivers would otherwise be required to make one or more stops to meet hours of service requirements, thereby keeping the cargo moving while the drivers are in their rest period. Additionally, the Marine Highway-Ferry bypasses areas of high congestion and traffic, such as major urban areas during rush hour. Vessels deployed in this type of service must necessarily be more complex as they combine both passenger accommodations and freight stowage. However, the business model is simple in that a company is fundamentally acting as a ship operator with negotiated agreements at terminal facilities.

We meet – short sea shipping is movement of goods

Peeters et. Al. 10 – Professor at University of Antwerp, Policy Research Corporation. (Chris, “Enhancing the quality of Short Sea Shipping” September 2010, https://webgate.ec.europa.eu/maritimeforum/system/files/Enhancing%20the%20quality%20of%20Short%20Sea%20Shipping.pdf) //aberg
 ‘Short Sea Shipping’ is a shipping segment that is not easily-defined. In general, it refers to the movement of freight, which mainly takes place on the sea, while remaining in the same continent without crossing an ocean. On the other edge, ’Deep Sea Shipping’ refers to maritime activity that crosses oceans. In effect, almost any type of ship can qualify as short sea ship. The European Short Sea Network describes Short Sea Shipping as the movement of cargo and passengers by sea between ports situated in geographical Europe or between those ports and ports situated in non European countries having a coastline on the enclosed seas bordering Europe. Hence Short Sea Shipping includes domestic and international maritime transport, including feeder services. The concept of Short Sea Shipping also extends to maritime transport between the Member States of the Union and Norway, Iceland and other States on the Baltic Sea, the Black Sea and the Mediterranean.

We meet - Loan guarantees are Infrastructure Investment

Department of Energy, 09 – (“Federal Loan Guarantees of Electric Power Transmission Infrastructure Investment Projects” July 29, 2009

http://lpo.energy.gov/wp-content/uploads/2010/09/2009-CPLX-TRANS-sol.pdf)//aberg

This solicitation announcement (“Solicitation”) invites the submission of applications for loan guarantees from the United States Department of Energy (“DOE” or the “Department”) under Section 1705 of Title XVII of the Energy Policy Act of 2005, 22 U.S.C. 16511-16514, as amended (“Title XVII”), in support of debt financing for Transmission Infrastructure Investment Projects (as defined in Section II.A below) located in the United States. Title XVII was amended by Section 406 of the American Recovery and Reinvestment Act of 2009, P.L. 111-5 (the “Recovery Act”), to create Section 1705 authorizing a new program for rapid deployment of renewable energy and electric power transmission projects (the “Section 1705 Program”). The primary purposes of the Recovery Act are job preservation and creation, infrastructure investment, energy efficiency and science, assistance to the unemployed, and State and local fiscal stabilization. The Section 1705 Program is designed to address the current economic conditions of the nation, in part, through renewable and transmission projects. The Recovery Act provides that approximately five billion nine hundred sixty five million dollars ($5,965,000,000) in appropriated funds be made available until expended to pay the Credit Subsidy Costs (as defined below) of loan guarantees issued under Section 1705 of Title XVII for certain renewable energy systems, electric transmission systems and leading edge biofuels projects.

The term of art in the plan references the following – this is the most precise and widely accepted definition 

Perakis and Denisis,08 [A survey of short sea shipping and its prospects in the USA, ANASTASSIOS N. PERAKIS* and ATHANASIOS DENISIS Department of Naval Architecture & Marine Engineering, University of Michigan, 213 NAME Building, 2600 Draper Dr., Ann Arbor, MI 48109-2145, USA, http://intermodalmarine.com/pdfs/Survey%20of%20SSS%20Prospects%20in%20the%20U.S..pdf] 

Short sea shipping (SSS) is a sustainable and environmentally friendly solution for the capacity and mobility problems of the US freight transportation system. Although there is no worldwide consensus on the definition of SSS, the definition given from the US Maritime Administration (MARAD), ‘as a form of commercial waterborne transportation that does not transit an ocean and utilizes inland and coastal waterways to move commercial freight’, is the most widely accepted. The focal point of SSS in the US is the transportation of containerized general cargo. SSS offers many advantages over the land-based transportation modes; it is more energy efficient, more environmentally friendly, safer and requires less public expenditures on infrastructure. It can add more capacity to the transportation network, which is necessary in order to accommodate the future growth of the international trade, at a relatively low cost. Overall, SSS can generate more public and environmental benefits.

A2 States Counterplan

The CP is illegal and unconstitutional – the Commerce Clause means that inland waterways are solely under federal jurisdiction, not states

Wright, 6 – M.A. in Social Sciences: Environment and Community @ Humboldt State University (Jay D. Wright, “A POLICY ANALYSIS OF THE FEDERAL ENERGY REGULATORY COMMISSION’S HYDROELECTRIC RELICENSING PROCESS”, Humboldt State University, August 2006, http://humboldt-dspace.calstate.edu/xmlui/bitstream/handle/2148/102/FERC%20Hydroelectric%20Relicensing%20Thesis.pdf?sequence=1 | AK)

The first federal involvement in the regulation and management of America’s rivers was found in the River and Harbors Act of 1890, which gave the Army Corps of Engineers authority to remove obstacles to navigability. The Act “directed the Secretary of War to notify Congress of structures placed in navigable waters that could affect navigation” (Bryant, 1999, 49; Mizejewski, 1997, 746). The Corps’ main duty under this act involved removing obstacles such as tree stumps and snags. In addition to removal of obstacles, the Rivers and Harbors Act also prohibited the building of obstructions on navigable waterways that were not expressly authorized by Congress (Bryant, 1999, 102). This important precedent set the stage for later regulation of dams as they came to be defined as obstacles to navigation and commerce on America’s rivers. Prior to the enactment of the Federal Water Power Act of 1920 and the subsequent creation of the Federal Power Commission, the Corps of Engineers was essentially the only federal agency having jurisdiction in the management of inland waterways. The roots of the Federal Government’s role in the regulation of navigable waterways can be traced to the Commerce Clause of the U.S. Constitution. The federal government has always maintained an unchallenged authority to regulate interstate commerce. The Commerce Clause is one of the few articles of the Constitution that specifically grants power to the federal government rather than reserving it to the states (Witt & Congressional Quarterly inc., 1989, 87). In the early history of the United States, prior to the railroad and interstate highway systems, navigable rivers and waterways were the primary conduits for interstate commerce. In fact, in the 1824 Supreme Court case of Gibbons v. Ogden the relationship between interstate commerce and the power to regulate interstate navigation was defined. Chief Justice John Marshall ruled that, Commerce, undoubtedly is traffic, but it is something more—it is intercourse...All America understands and has uniformly understood, the word commerce to comprehend navigation…The power over commerce, including navigation, was one of the primary objects for which the people…adopted their government, and must have been contemplated in forming it. (cited in,Witt & Congressional Quarterly inc., 1989, 85) Thus, in the eyes of the U.S. Congress, commerce and navigation are essentially synonymous terms (Bryant, 1999, 100). The definitions of which portions of waterways are in fact navigable and available for commerce have always been a moving target in legislation. As will be shown later in this chapter, the courts have been quite generous in granting federal powers over portions of rivers that are non-navigable, even though such management can affect downstream navigation and commerce. The First Iowa v. FPC Supreme Court case in 1946 is the most significant example. Charles Sensiba finds that this case was seminal in granting exclusive power over the management of America’s rivers to the federal government. He states, “[that the Court’s finding] placed the Commission in sole command of the hydropower licensing process, freeing it from impediments caused by any shared decision-making with the states in the licensing process” (1999, 615). The role for regulation of navigability on U.S. waterways becomes especially significant when considering private property rights. Normally, when the federal government establishes a right of way or takes property for a project, the property owner must be duly compensated for such takings. However, as Beth C. Bryant has noted, the navigation servitude, or “rule of no compensation” means that Congress can take private property without compensation if the taking is necessary for the establishment of its navigation powers (1999). Navigation servitude will become a more salient part of this thesis in a later section considering the FERC’s 1994 Dam Decommissioning Policy Statement. This policy becomes especially significant when considering what lies in the public interest and who pays the costs of dam removal. The unusually strong authority of the Congress stemming from the Commerce Clause of the Constitution is later vested in the Federal Power Act, which ultimately gives the FERC powers other federal agencies simply do not possess.

States don’t solve – CP violates the Commerce Clause

AAPA, 11 – the American Association of Port Authorities is a trade association which represents more than 130 public port authorities in the United States, Canada, the Caribbean and Latin America (American Association of Port Authorities, “Port Related Infrastructure Development”, AAPA, 2/1/11, http://www.google.com/url?sa=t&rct=j&q=&esrc=s&source=web&cd=1&ved=0CE8QFjAA&url=http%3A%2F%2Faapa.files.cms-plus.com%2FTalking%2520Points%2520on%2520Port%2520Development.doc&ei=SwzmT779IIf68gTB9fjNAQ&usg=AFQjCNHLdXLzrWrQhk6m2lShJfD3ix4OsQ&sig2=bHLmuLTtrpX0gQpd0cpHCA | AK)

Congress has exclusive jurisdiction over America’s deep-draft waterway system and is responsible for its upkeep. The Commerce Clause of the U.S. Constitution (Article 1, Section 8) gives the federal government the power to regulate foreign and interstate commerce. By statute, Congress has reserved jurisdiction over navigable waters for the federal government, which can determine how the waters are used, by whom, and under what conditions. As a result, the federal government takes the lead in building, maintaining, and operating the nation’s navigation channels. The federal government also has a long history of developing, maintaining and administering policy over America’s surface transportation system. Similar to jurisdiction over America’s deep-draft waterways, the Commerce Clause of the U.S. Constitution (Article 1, Section 8) gives the federal government the power to establish “Post Offices and Post Roads.” In 1788, James Madison wrote in Federalist paper # 42, “Nothing which tends to facilitate the intercourse between the States can be deemed unworthy of the public care.” At the request of President Thomas Jefferson in 1808, then-Treasury Secretary Albert Gallatin created a national plan of interconnected ports, roads and inland waterways to encourage settlement of the nation and facility trade among independent farmers scattered across the land. A century and a half later in 1956, President Dwight Eisenhower signed into law the National Interstate and Defense Highways Act by saying, “Together the uniting forces of our communication and transportation systems are dynamic elements in the very name we bear – United States. Without them, we would be a mere alliance of many separate parts.” 

A federal marine transportation program is key to Coast Guard oversight – that’s key to safety and solves accidents

NAS, 4 – a private, non-profit society of distinguished scholars engaged in scientific and engineering research, dedicated to the furtherance of science and technology and to their use for the public good (National Academy of Sciences, “The Marine Transportation System and the Federal Role: Measuring Performance, Targeting Improvement -- Special Report 279”, National Academy of Sciences, 2004, http://www.nap.edu/openbook.php?record_id=10890&page=80 | AK)

ENSURING MARINE SAFETY The U.S. Coast Guard is the principal federal agency responsible for the safety of marine operations. It shares some safety-related functions with other agencies, including the National Oceanic and Atmospheric Administration (NOAA) and the U.S. Army Corps of Engineers, but the Coast Guard has overarching responsibility for ensuring that the navigation environment and operations are safe for vessel operators, crew, and passengers. It pursues this safety mandate through numerous programs and activities, as described in the following subsections. Aids to Navigation As part of its traffic management responsibilities, the Coast Guard places and maintains the aids to navigation that mark the nation’s channels. This service can be traced back to creation of the U.S. Treasury’s Lighthouse Service by Congress in 1789, which preempted state authority over navigable waters. In addition to providing lighthouses, the Lighthouse Service was charged with installing, operating, and maintaining beacons, buoys, and public piers. In 1939 the Coast Guard assumed these responsibilities (USCG 2000). The Coast Guard’s Aids to Navigation Program’s main purpose is to prevent groundings and collisions with other vessels and structures (USCG 2003). After World War II, the agency aggressively pursued many new navigation technologies to achieve these goals more efficiently and effectively. For instance, most lighthouses were automated, and shortrange navigation aids and radio services were introduced. Today, the Coast Guard maintains nearly 50,000 fixed and floating aids (e.g., buoys, day marks, fog signals, beacons, radio towers) for short-range navigation (USCG 2000). It also maintains aids used for longer-range navigation, including LORAN and DGPS (Differential Global Positioning System). Search and Rescue Services In 2002, the Coast Guard responded to nearly 40,000 calls for assistance from mariners in distress. Most of these calls were for incidents involving pleasure craft and commercial fishing vessels (USCG 2003, 16). Nevertheless, when larger merchant and passenger transport vessels are in distress, the response can be costly and complex, and the Coast Guard must prepare for such events. A major component of the Coast Guard’s rescue program is its role in the Automated Mutual Assistance Vessel Rescue System (AMVER). Vessels participating in this mutual aid network transmit information via satellite about their location, intended course, communication links, and rescue capabilities to a database at the U.S. Coast Guard Operations Systems Center. This information allows rescue coordination centers worldwide to locate vessels near a ship in distress, in order to divert them to render aid. More than 12,000 ships from over 140 nations, representing about 40 percent of the world’s merchant fleet, participate in AMVER.1 Many of the Coast Guard’s provisions and procedures for search and rescue conform with long-standing international agreements, such as the International Convention for the Safety of Life at Sea and the International Convention on Search and Rescue. These conventions were developed with Coast Guard participation through the International Maritime Organization (IMO), which is a specialized United Nations agency. Commercial Vessel and Crew Standards A forerunner agency to the Coast Guard was the Department of Treasury’s Steamboat Inspection Service. Established in 1851 in response to repeated, and sometimes spectacular, steamboat accidents, the service was given the responsibility to develop and enforce federal rules governing the safe construction, operation, and equipage of merchant vessels ( Johnson 1987). It was also responsible for investigating marine accidents, and its authority was eventually broadened to include oversight of crew and passenger safety, including crew licensing. A sister agency in the Department of Treasury, the Bureau of Navigation, had responsibility for administering navigation laws. These two federal agencies were later merged to form the Bureau of Marine Inspection and Navigation. The Coast Guard assumed all of the safety regulation and inspection responsibilities of the Bureau of Marine Inspection and Navigation on a temporary basis during World War II and permanently after the war. Today, the Coast Guard promulgates and enforces a variety of regulations governing vessel construction and equipment, seaworthiness, pilotage, fire protection, life-saving appliances, and crew member qualifications. Standards apply to small passenger vessels used for charter and for-hire passenger services, as well as larger merchant ships. The Coast Guard enforces the standards through various means, including technical plan review and periodic vessel inspections. Because most oceangoing commercial vessels that call at U.S. ports are registered in other countries, the Coast Guard must work in concert with IMO and other international bodies to ensure the safety of these vessels. The agency exercises port-state control of foreign-flag vessels operating in U.S. waters, which sometimes involves inspections to ensure that all U.S. and internationally agreed-upon standards for vessel safety, security, and environmental protection are met. The U.S. Maritime Administration (MARAD) contributes to the training of qualified mariners through its support of the U.S. Merchant Marine Academy and by administering federal aid to six state maritime academies. The academies seek to raise the skills and competency of merchant mariners as well as to provide a sufficient merchant marine capability to serve U.S. commercial interests and the U.S. armed forces in the event of a military deployment.

Federal marine transportation with Coast Guard oversight is key to prevent environmental degradation and collapse

NAS, 4 – a private, non-profit society of distinguished scholars engaged in scientific and engineering research, dedicated to the furtherance of science and technology and to their use for the public good (National Academy of Sciences, “The Marine Transportation System and the Federal Role: Measuring Performance, Targeting Improvement -- Special Report 279”, National Academy of Sciences, 2004, http://www.nap.edu/openbook.php?record_id=10890&page=80 | AK)

Marine safety and environmental protection are, in many respects, inseparable goals. Actions that prevent or mitigate the severity of vessel collisions, groundings, and other kinds of distress can protect human life as well as the environment. For instance, well-designed tankers that operate safely are less likely to have accidents that harm crew or to become involved in oil and chemical spills that damage the environment. In this regard, the Coast Guard’s extensive regulatory, programmatic, and operating responsibilities to provide for safe marine transportation also have environmental benefits.

The Coast Guard has many responsibilities and functions that are aimed specifically at marine environmental protection, and it has the lead federal role in ensuring that navigation activity is environmentally compatible. It promulgates and enforces federal and international rules intended to prevent marine pollution. It operates the National Response Center, which receives reports of pollution incidents and directs the Coast Guard’s on-scene coordinators in response operations. The agency’s National Strike Force, which specializes in pollution response, is part of

a multiagency federal response capability known as the National Response System. The Coast Guard receives a significant amount of support from other federal agencies in carrying out its environmental responsibilities.

Marine Pollution Prevention and Response

Oil and chemical spills into inland and coastal waters and at sea are major environmental threats associated with marine transportation. Ever since the Oil Pollution Act of 1924, the Coast Guard has had a prominent role in regulating and responding to the release of oil in U.S. waters. In the aftermath of several large-scale spills from the 1960s through the 1980s, Congress expanded and strengthened the Coast Guard’s role in preventing and mitigating marine pollution. The Coast Guard has authority to establish regulations governing the design, maintenance, and operation of vessels not only to ensure passenger and crew safety but also to protect the marine environment. In addition, it is responsible for establishing spill cleanup and liability regulations, investigating spill origins, and ensuring that the responsible parties pay for cleanup and restoration.

The Coast Guard’s environmental responsibilities have grown over time, commensurate with growing public interest in environmental quality. In landmark legislation following the 1989 Exxon Valdez oil spill, Congress passed the Oil Pollution Act of 1990 (OPA 1990), which set new requirements for vessel construction, crew licensing and manning, and contingency planning. The act enhanced the federal response capability and enforcement authority and included stiffer penalties for parties responsible for spills. Congress gave the Coast Guard responsibility for administering the Oil Spill Liability Trust Fund (generated from taxes on crude oil) and for establishing the National Pollution Funds Center to administer funds for damage assessments and restoration from oil spills. OPA 1990 gave the Coast Guard a number of new responsibilities for safety and environmental protection. The Coast Guard must take a more concerted and systematic approach to meet these responsibilities through regulation, planning, and industry incentives affecting vessel design and operations, manning, and incident response and mitigation.

NOAA provides the Coast Guard with technical information and scientific expertise for oil and chemical spill response and restoration. Its information on tides, currents, weather, and waves is important for guiding spill containment actions. NOAA scientists, who are experts in oceanography, biology, chemistry, and geology, can predict where a spill will go and its possible effects, which is essential for planning mitigations. Moreover, NOAA’s surveying and charting programs, as well as its weather advisories, are intended to help prevent environmental accidents in the first place.

Stewardship and Monitoring of the Marine Environment

NOAA has an important role in protecting the coast and ocean environment by collecting scientific information, protecting national marine sanctuaries, and administering the National Marine Fisheries Service. This stewardship role is relevant to the MTS in a number of ways. One of NOAA’s functions is to provide environmental guidance to ports. The nation’s coasts are managed by the individual states with financing assistance from the federal government administered through NOAA’s Coastal Zone Management Program, a federal–state partnership that encourages the preservation and restoration of the nation’s coastal communities and resources. Through this program, NOAA provides states, local governments, and port authorities with technical guidance and information on coastal management.

Finally, NOAA is responsible for protecting marine fisheries, habitats, and endangered species through a number of programs and services, including the National Marine Fisheries Service. By law, the agency must be consulted when actions—especially federal actions—can disrupt coastal wetlands and benthic habitats. Examples of such actions are dredging, filling, disposing of dredged material, and placing structures in marshes. The possible impacts on marine life and habitats from such planned actions must be assessed by NOAA and its National Marine Fisheries Service in advance. Under provisions of the Sustainable Fisheries Act, federal agencies are required to consult with the National Marine Fisheries Service when they take actions, such as dredging, that may affect protected fish habitat. To further protect fisheries, endangered species, and marine habitats, NOAA works with the Coast Guard in developing and enforcing ballast water management programs that are intended to prevent the harmful spread of invasive species.

Other Environmental Protection Responsibilities

Like all federal agencies, the Corps of Engineers must examine the environmental impacts of its projects and actions, including dredging activities and water development projects. The corps has extensive environmental science and engineering expertise for performing such evaluations. Moreover, it is called upon by other government agencies to review proposed projects that can have environmental impacts on wetlands. The corps’ role in wetlands permitting is one of its most significant civilian responsibilities and requires extensive interaction with the ports, terminal operators, and other parts of the MTS.

Commerce clause means that inland waterways are under federal jurisdiction – the USACE makes the States CP unconstitutional

NAS, 4 – a private, non-profit society of distinguished scholars engaged in scientific and engineering research, dedicated to the furtherance of science and technology and to their use for the public good (National Academy of Sciences, “The Marine Transportation System and the Federal Role: Measuring Performance, Targeting Improvement -- Special Report 279”, National Academy of Sciences, 2004, http://www.nap.edu/openbook.php?record_id=10890&page=80 | AK)

FACILITATING COMMERCE The federal government has long had a central role, rooted in the Constitutional provisions giving Congress authority to regulate interstate commerce, in developing and maintaining the nation’s navigable waterways. In fulfilling this role, the federal government has taken the lead in building, maintaining, and operating the nation’s navigation channels and supplying various other related infrastructure and services, as described below. Navigable Channels The U.S. Army Corps of Engineers is the chief federal agency responsible for ensuring that inland, coastal, and harbor channels support the nation’s navigation needs. It has held this responsibility for more than 175 years. The corps was the country’s only formally trained body of engineers for much of the 19th century, and Congress and the president turned to it frequently to provide engineering expertise for both military and civil works. As early as 1824, when Congress passed the General Survey Act, the president charged the corps with surveying all of the nation’s transportation routes and recommending options for improving them for national defense and commerce (Ferejohn 1974). Two years later, Congress passed the first Rivers and Harbors Act and appropriated funds to the corps for making specific navigation improvements to the Ohio, Mississippi, and Missouri Rivers. This marked the beginning of the corps’ navigation and water development programs. As discussed in more detail later in this chapter, it also marked the beginning of Congress appropriating funds for specific navigation projects and the corps’ dual role in assessing needed projects and undertaking them—a pattern of responsibility that remains to this day. The Civil Works Director of the corps is responsible for planning, building, maintaining, and operating 137 locks sites on the inland rivers, 70 on the Atlantic, Gulf, and Pacific Coasts, and 26 on the Great Lakes. These federally owned sites contain 270 lock chambers, many of which are accompanied by dams that are used to control the river flows and depths and for other purposes such as supplying hydroelectric power, drinking water, and waters for recreational boating and fishing (USACE 1997, 53). About half of these locks and dams are 50 or more years old; hence, maintenance is a major responsibility of the corps. Altogether, the corps is responsible for the navigation infrastructure on about 12,000 miles of active commercial waterways, most with a constant minimum water depth of 9 feet or more. The infrastructure is operated from eight divisions (also called Regional Business Centers) and more than three dozen district offices, each of which has responsibility for operating and maintaining the channels, locks, and dams within its boundaries. In addition to operating the lock and dam infrastructure, the corps is responsible for dredging the river, lake, and intracoastal ways. Dredging activity is particularly important along the Lower Mississippi River and the Gulf Coast. Most of this dredging is referred to as “maintenance” activity because it is intended to maintain existing channel dimensions. The corps is responsible for keeping the inland waterways free of hazards and pollution, mapping the waterways, and supplying and maintaining channel navigation markers and aids. Its roles in planning, building, regulating, maintaining, and operating the inland waterways give the corps one of the most comprehensive sets of responsibilities for civil infrastructure management in the federal government—perhaps surpassed only by the Federal Aviation Administration’s (FAA’s) responsibility for the nation’s airspace. In addition to having such a prominent role on the inland and intracoastal waterways, the corps is responsible for the navigation channels and major infrastructure (e.g., breakwaters, jetties) in the nation’s ocean and lake harbors. Almost all of these channels exceed 12 feet in depth and are defined as deep-draft waterways. For the most part, the deep-draft channels do not require the corps to take an active operational role, as is required for the functioning of lock chambers and other control structures on the inland and intracoastal waterways. Instead, the corps’ main responsibility is to ensure that the navigable channels have sufficient depth and width to accommodate vessel traffic. Channel dimensions differ from place to place and require varying amounts of construction and maintenance activity.

State budgets are shot – can’t fund infrastructure projects

Sherraden, 11 – writer for the New America Foundation (Samuel Sherraden, “Failing to Fill the Holes in State Budgets: Why the Recovery Act Spending on Infrastructure Fell Short”, New America Foundation, 2/17/11, http://newamerica.net/publications/policy/failing_to_fill_the_holes_in_state_budgets_why_the_recovery_act_spending_on_infr | AK)

Recovery Act Infrastructure Funding Used to Fill State Budget Shortfalls: A Look at Highway Spending A significant amount of the federal infrastructure spending in the Recovery Act went to meeting unfunded or underfunded infrastructure projects at the state and local level. Some Recovery Act funds were subject to provisions that required that states maintain funding upon receipt of federal funds. The U.S. Department of Transportation, one of the agencies subject to the Maintenance of Effort (MOE) provision in the Recovery Act, intended that funding “supplement, not supplant, state transportation spending.” To obtain Recovery Act funds, state governors had to certify to the U.S. Secretary of Transportation that they would make an effort not to decrease state transportation spending from February 17, 2009 to September 30, 2010.[8] But, many states found it difficult to maintain spending levels due to falling revenue. Despite efforts to the contrary, the Recovery Act often provided a buffer to the loss of revenue at the state level, rather than increasing overall infrastructure spending. Highway funding in the Recovery Act was not sufficient to plug the holes in some state budgets. For example, the decline in highway spending by the California Department of Transportation (Caltrans) in 2008-2009 was far more than the Recovery Act funds appropriated to Caltrans during the same year. Caltrans had to make significant cutbacks in the budget from fiscal year 2005-2006 to fiscal year 2008-2009 primarily due to a loss of revenue. The state budget was also reduced because of a fall in reimbursements from local government transportation projects that Caltrans performed. Local governments too, suffered from a loss of revenue. Relative to the decline in spending at the state level, the Recovery Act made up for only a small amount (see chart below). Furthermore, this decline in funding does not compensate for the decline in local government infrastructure spending. In sum, the Recovery Act probably did not improve the state of California’s infrastructure, but at best helped only to mitigate its decline. California’s transportation infrastructure remains underfunded. In the most recent needs assessment for state highways, the state found that about 24% of the needs for California’s state highways are projected to be funded.[9] Some of the largest unmet needs are in roadway, bridge, and roadside preservation (see chart). Other states, which did not experience as dramatic a fall in spending during the Great Recession, forecast more difficult years ahead. Texas, for example, saw a more moderate decline in transportation spending during the Great Recession and increased infrastructure spending in 2010 and 2011, but expects declining funding from 2011-2015 and with it, declining infrastructure quality. The decline in funding of more than 30% projected to take place from FY2011 to FY2015 will take a toll on Texas’s infrastructure. According to the Texas Department of Transportation, the percentage of roads with good quality is expected to decline from about 85% in 2010 to 35% in 2020 (see chart).[10] Some states have insulated transportation spending somewhat by funding projects with gasoline taxes and transportation fees as opposed to funding infrastructure from shrinking general revenues. Despite these alternate funding mechanisms, many states have either had to cut spending on infrastructure, spend down state controlled highway trust funds, or both. Conclusion Infrastructure spending in the Recovery Act consisted of only about $92 billion, or 12% of total Recovery Act funding. This relatively minor down payment of America’s infrastructure deficit was also used to fill holes in infrastructure spending at the state and local level, left behind by the Great Recession. As the remaining Recovery Act funds are spent and states' budgets remain tight, it is likely that the quality of U.S. infrastructure will decline in the years ahead.

The combination of sustained state budget shortfalls and entitlement obligations means automatic cuts and no economic recovery

McNichol et al., 11 – Senior Fellow specializing in state fiscal issues including the economy’s impact on state budgets and long-term structural reform of state budget and tax systems. She also works on related state policy issues including estate taxes, pension funding, and trends in income inequality. McNichol joined the Center in January 1996. She brings twenty years of experience working on state and local budget and tax issues including six years as director of the Center's State Fiscal Project. Before coming to the Center, she served as Assistant Research Director of the Service Employees International Union in Washington, D.C. Prior to that, she was a staff member of the Joint Finance Committee for the State of Wisconsin Legislature specializing in property taxes and state aid to local governments. She holds an M.A. in Political Science from the University of Chicago (Elizabeth McNichol, “States Continue to Feel Recession’s Impact”, Center on Budget and Policy Priorities, 5/24/12, http://www.cbpp.org/cms/index.cfm?fa=view&id=711 | AK)

State budget estimates for the upcoming fiscal year continue to show that states face a long and uncertain recovery. For fiscal year 2013, the fiscal year that begins July 1, 2012, 30 states have addressed or have projected shortfalls totaling $54 billion. 1 The Great Recession that started in 2007 caused the largest collapse in state revenues on record. Since bottoming out in 2010, revenues have begun to grow again, but states are still far from fully recovered. As of the fourth quarter of 2011, state revenues remained 7 percent below pre-recession levels, and are not growing fast enough to recover fully soon. Meanwhile, states’ education and health care obligations continue to grow. Next year, states expect to educate 350,000 more K-12 students and 1.7 million more public college and university students in the upcoming school year than in 2007-08. 2 And some 5.6 million more people are projected to be eligible for subsidized health insurance through Medicaid in 2012 than were enrolled in 2008, as employers have cancelled their coverage and people have lost jobs and wages. 3 Consequently, even though the revenue outlook is trending upward, states have addressed large budget shortfalls by historical standards as they considered budgets for the upcoming year. As the start of the new fiscal year draws near in most states, many of these shortfalls have been closed through spending cuts and other measures scheduled to take effect in the next fiscal year. Other states will soon close these shortfalls in order to meet balanced-budget requirements. To the extent these shortfalls are being closed with budget cuts, they are occurring on top of past years’ deep cuts in critical public services like education, health care, and human services. The additional cuts mean that state budgets are poised to continue to be a drag on the national economy, threatening hundreds of thousands of private- and public-sector jobs, reducing the job creation that otherwise would be expected to occur. Potential strategies for lessening the impact of deep spending cuts include more use of state reserve funds in states that have reserves, more revenue through tax-law changes, and a greater role for the federal government. Our survey of state fiscal conditions shows that: States continue to face a major fiscal challenge. Thirty states have projected (and in many cases have already closed) budget gaps totaling $54 billion for fiscal year 2013. (See Figure 1.) These shortfalls are all the more daunting because states’ options for addressing them are fewer and more difficult than in recent years. Temporary aid to states enacted in early 2009 as part of the federal Recovery Act was enormously helpful in allowing states to avert some of the most harmful potential budget cuts in the 2009, 2010 and 2011 fiscal years. But the federal government allowed that aid to largely expire at the end of fiscal year 2011, leading to some of the deepest cuts to state services since the start of the recession. Far from providing additional assistance to states, the federal government is now moving ahead with spending cuts that will very likely make states’ fiscal situation even worse. State finances are recovering, but slowly. Ten states in recent months have reported new shortfalls totaling $4.3 billion that opened in their budgets for the current year (fiscal year 2012). While troubling, these gaps are smaller than the mid-year shortfalls states faced last year (fiscal year 2011), and dramatically lower than in fiscal year 2009 and fiscal year 2010. For next year, the shortfall totals for fiscal year 2013 are smaller than the totals from the last few years. But they remain large by historical standards, as the economy remains weak and unemployment is still high. (Note that even if economic improvement accelerates, state fiscal recovery tends to lag recovery in the broader economy.) The shortfalls that states are projecting for fiscal years 2012 and 2013 are in addition to the more than $530 billion in shortfalls that states have already closed over the past four years.

Empty state budgets and reserves are creating spending cuts – that destroys state growth

McNichol et al., 11 – Senior Fellow specializing in state fiscal issues including the economy’s impact on state budgets and long-term structural reform of state budget and tax systems. She also works on related state policy issues including estate taxes, pension funding, and trends in income inequality. McNichol joined the Center in January 1996. She brings twenty years of experience working on state and local budget and tax issues including six years as director of the Center's State Fiscal Project. Before coming to the Center, she served as Assistant Research Director of the Service Employees International Union in Washington, D.C. Prior to that, she was a staff member of the Joint Finance Committee for the State of Wisconsin Legislature specializing in property taxes and state aid to local governments. She holds an M.A. in Political Science from the University of Chicago (Elizabeth McNichol, “States Continue to Feel Recession’s Impact”, Center on Budget and Policy Priorities, 5/24/12, http://www.cbpp.org/cms/index.cfm?fa=view&id=711 | AK)

In states facing budget gaps, the consequences are severe in many cases — for residents as well as the economy. To date, budget difficulties have led at least 46 states to reduce services for their residents, including some of their most vulnerable families and individuals. 4 More than 30 states have raised taxes to at least some degree, in some cases quite significantly. If revenues remain depressed, as is expected in many states, additional spending and service cuts are likely. Indeed, a number of states have already made substantial cuts to balance their budgets for fiscal year 2013. Budget cuts often are more severe later in a state fiscal crisis, after largely depleted reserves are no longer an option for closing deficits. 5 Spending cuts are problematic during an economic downturn because they reduce overall demand and can make the downturn deeper. When states cut spending, they lay off employees, cancel contracts with vendors, eliminate or lower payments to businesses and nonprofit organizations that provide direct services, and cut benefit payments to individuals. In all of these circumstances, the companies and organizations that would have received government payments have less money to spend on salaries and supplies, and individuals who would have received salaries or benefits have less money for consumption. This directly removes demand from the economy. Tax increases also remove demand from the economy by reducing the amount of money people have to spend. However, to the extent these increases are on upper-income residents, that effect is minimized. This is because these residents tend to save a larger share of their income, and thus much of the money generated by a tax increase on upper income residents comes from savings and so does not diminish economic activity. At the state level, a balanced approach to closing deficits — raising taxes along with enacting budget cuts — is needed to close state budget gaps in order to maintain important services while minimizing harmful effects on the economy. Ultimately, the actions needed to address state budget shortfalls place a considerable number of jobs at risk. The roughly $54 billion shortfall that states are facing for fiscal year 2013 equals about 0.35 percent of GDP. Assuming that economic activity declines by one dollar for every dollar that states cut spending or raise taxes, and based on a rule of thumb that a one percentage point loss of GDP costs the economy 1 million jobs, the state shortfalls projected to date could prevent the creation of 350,000 public- and private-sector jobs next year. 

Perm — do both — federal/state cooperation solves best

Meyers, 12 — transportation reporter for POLITICO, former correspondent for The Dallas Morning News and The Washington Post (Jessica, “Federal marine highways project hard to launch”, Politico, 5/22/2012, http://www.politico.com/news/stories/0512/76633.html, Deech)
Trucks and railroads maintain the upper hand on speed. Waterways have less experience carrying container goods than bulk cargo. And companies remain leery of an uncertain market filled with tax hurdles and ship shortages. Without greater demand, the water road concept won’t float. “It’s a chicken-and-egg type of thing,” said Sean Connaughton, a former DOT maritime administrator who created the department’s America’s Marine Highway Program. “Shippers won’t commit until there’s reliable service, but you can’t have that until shippers commit.” To do that, the industry needs an almost mythical nexus of federal incentives, public recognition and state support. Connaughton, now Virginia’s secretary of transportation, told POLITICO that the federal DOT’s marine highway push languished partly because it coincided with the economic downturn. Transportation funding disappeared for paved roads, much less a quiet transportation mode still trying to prove its worth.

A2 HMT TAX CP 

HMT popular—Congress wants to use it for harbor maintenance

Bayles 12 (Cara Bayles  “Congressman lobbies for dredging money March 18, 2012” http://www.houmatoday.com/article/20120318/ARTICLES/120319619)//NJain

Next year’s federal budget could set aside more money for harbor dredging, and locals are hoping the money will trickle down to projects they say are vital for the area’s economy.

Congressman Jeff Landry, R-New Iberia, is leading a bipartisan effort among 72 House members requesting that the Budget Committee allocate money from the Harbor Maintenance Trust Fund.

The fund was created in 1986 to bankroll Army Corps of Engineers projects. The Harbor Maintenance Tax of 0.125 percent on imported and domestic cargo pays for it, and a 2011 study from the Congressional Research Service says the fund’s spending has remained flat, though an increase in U.S. imports have seen it swell. 

Repealing HMT would be unpopular

ACG America 12—Trade association for the construction industry (“Harbor Maintenance Trust Fund” May 23, http://www.agc.org/galleries/advy/Infrastructure%20Investment%20-%20Harbor%20Maintenance%20Trust%20Fund%202012.pdf)//NJain

Support H.R. 104, Realize America’s Maritime Promise Act, and S. 412, Harbor Maintenance Act of 2011. H.R. 104 and S. 412 introduced by Charles W. Boustany (R-La.) and Senator Carl Levin (D-Mich.) respectively, would fully invest future revenues raised from HMT to fund the operation and maintenance of Federal ports and harbors, as intended. Both bills have generated significant bipartisan cosponsorship in their respective chambers, as H.R. 104 has 187 cosponsors and S. 412 has 35 cosponsors. Urge your congressman and senators to support these bills and the future of America’s ports. 

HMT key to maintenance of ports and dredging expenses. 

Skalberg 07- University of Minnesota, J.D. University of Minnesota, B.S.B. (Randall K., “The U.S. Harbor maintenance tax: a bad idea whose time has passed?”, Transportation Journal, June 22, 2007, Volume 46, Issue 3)//PN

The HMT was enacted as part of the Water Resources Development Act of 1986 (United States v. United States Shoe Corporation). Prior to the HMT's enactment, general funds from the U.S. Treasury were used to cover the federal government's share of costs to maintain and deepen both inland ports and coastal ports. The HMT was intended to recover a portion of the federal government's cost of maintaining the nation's deep draft navigation channels ("The History of the Harbor Maintenance Tax" 2006). The Act created both the HMT and the Harbor Maintenance Trust Fund (HMTF). The HMTF is the trust fund that holds HMT revenues from the time they are collected until they are disbursed by Congressional appropriation (Kumar 2002). Originally, the HMT was intended to recover only 40 percent of port maintenance costs. However, in 1990 the HMT was more than tripled by Congress to its current rate, equal to 0.125 percent of the value of the commercial cargo involved (United States v. United States Shoe Corporation). This dramatic increase in the HMT was intended to recover 100 percent of maintenance dredging expenses. The HMT currently is imposed at the time of unloading (United States v. United States Shoe Corporation) on importers and domestic shippers, but the term "domestic shipper" would include foreign flag vessels traveling between U.S. ports (United States v. United States Shoe Corporation). The HMT was created as an ad valorem tax in an attempt to minimize its impact on U.S. exports, especially price-sensitive bulk commodities (American Association of Port Authorities 2006). The impact on U.S. exports was eliminated by a U.S. Supreme Court decision in March 1998, where the court held that the HMT was unconstitutional as applied to exports (United States v. United States Shoe Corporation). One might have expected that this dramatic change in application of the HMT would have resulted in a major drop in HMT revenues. However, the decrease in HMT revenue from 1997 to its low-water mark in 1999 was only 21.99 percent (Kumar 2002). By 2001, HMT revenues had once again exceeded their pre-1998 levels (Kumar 2002).

HMT is constitutional - Supreme Court ruled taxation of imports and domestic transportation is permissible
Skalberg 07- University of Minnesota, J.D. University of Minnesota, B.S.B. (Randall K., “The U.S. Harbor maintenance tax: a bad idea whose time has passed?”, Transportation Journal, June 22, 2007, Volume 46, Issue 3)//PN

LEGAL CHALLENGES TO THE HMT's VALIDITY The principal legal challenge to the HMT began with a constitutional challenge based on the export clause of the U.S. Constitution. The U.S. Shoe Corporation brought an action on November 3, 1994 against the U.S. government in the Court of International Trade (CIT). U.S. Shoe sought a refund of the HMT it had paid on exports, arguing that the HMT was an unconstitutional tax as applied to exports (United States v. United States Shoe Corporation). Both the CIT and the Court of Appeals for the Federal Circuit held that the HMT was a tax, not a user fee, and that as a tax, it violated the Export Clause. The U.S. Supreme Court agreed to hear the case after the decision by the Federal Circuit. The first step in the Supreme Court's analysis of the HMT was to determine whether the CIT had proper jurisdiction over the case as filed by U.S. Shoe. The scope of the CIT's jurisdiction is established by 28 U.S.C. [section] 1581. The HMT's own jurisdictional provision states that for jurisdictional purposes, the HMT "shall be treated as if such tax were a customs duty" (United States v. United States Shoe Corporation). The CIT's jurisdictional statute states that the CIT has jurisdiction over any civil action against the U.S. that "... arises out of any law of the United States providing for--(1) revenue from imports or tonnage; (4) administration and enforcement with respect to the matters referred to in paragraphs (1) -(3) of this subsection...." (United States v. United States Shoe Corporation). The Supreme Court found HMT claims to be within the jurisdiction of the CIT because at that time, the HMT applied to both imports and exports and its specific jurisdictional provision references revenue from imports. Even though the lawsuit involved the HMT's applicability to exports, it was possible for the CIT to rely on jurisdiction created over imports (United States v. United States Shoe Corporation). The Supreme Court then turned to the issue of whether the HMT was a tax, which would potentially be impermissible under the Export Clause, or whether it qualified as a user fee, which might survive Export Clause scrutiny. The Court found that the HMT is a tax, basing its decision on the Congressional description of the HMT as a "tax on any port use" (United States v. United States Shoe Corporation). The Court went on to analyze the HMT and determined that it is not a user fee. It distinguished prior cases involving user fees such as the civil aircraft registration fee (Evansville Airport v. Delta Airlines) and other valid user charges that involved either the Dormant Commerce Clause or the Takings Clause, finding that the Export Clause contained a "simple direct and unqualified prohibition on any taxes or duties ... on exports" (United States v. United States Shoe Corporation). The Court then analogized the HMT to the excise tax on tobacco that was the subject of the Court' s 1876 decision in Pace v. Burgess. In Pace, the stamps required to sell tobacco in the export market '"bore no proportion whatever to the quantity or value of the package on which [the stamp] was affixed' and the fee was not excessive" (United States v. United States Shoe Corporation). Since the amount of HMT paid by an exporter "does not correlate reliably with the federal harbor services used or useable exporter" (United States v. United States Shoe Corporation) it imposes a tax, not a user fee, and as such was invalid as applied to exports. The Court invalidated the HMT as it applied to exports, but since the Export Clause does not prohibit taxing imports or domestic transportation, the HMT continues to apply to both imported items and domestic transportation.

HMT key to US Army Corps of Engineers and NOAA- necessary funding covered by revenue

Grier, Hawnn, Lane, and Patel 05- Transportation Research Board (David V., Arthur F., John M., and Shilpa, “Harbor Maintenance Trust Fund”, Section 210 of WRDA 1986 (P.L. 99-662) specifically authorizes Transportation Research Record: Journal of the Transportation Research Board, 

No. 1909,Transportation Research Board of the National Academies, 2005, pp. 54-61)//PN The status and the performance of the Harbor Maintenance Trust Fund (HMTF) are evaluated. The harbor maintenance tax (HMT) and HMTF were established by Title XIV of the Water Resources Development Act of 1986. The HMT is applied as a 0.125% ad valorem fee on the value of commercial cargo loaded or unloaded on vessels using federally main- tained harbor projects. The HMTF is authorized to be used to recover 100% of the U.S. Army Corps of Engineers eligible operation and main- tenance (O&M) expenditures for commercial navigation, along with 100% of the O&M cost of the St. Lawrence Seaway by the St. Lawrence Seaway Development Corporation, certain costs of the National Oceanic and Atmospheric Administration, and costs to administer the HMTF. The U.S. Supreme Court found that the HMT violated the export clause of the U.S. Constitution; as a result, the U.S. Customs Service halted HMT collections on U.S. exports in ﬁscal year 1998. However, the rev- enue stream from HMT collections on imports, domestic shipments, passengers, foreign trade zone cargo, and interest earnings should be sufficient to recover eligible expenditures for the foreseeable future. 

Functioning ports imperative for successful trade

AAPA 09- American Association of Port Authorities, Alliance of the Ports of Canada, the Caribbean, Latin America, and the United States (American Association of Authorities, “Questions and Answers About America’s Ports and the Harbor Maintenance Tax”, AAPA, 2009, http://www.aapa-ports.org/Issues/content.cfm?ItemNumber=1004)

Waterborne commerce has been key to the growth and security of the nation since Colonial times. The entire U.S. economy depends on a safe, efficient and reliable transportation system to remain competitive in domestic and international markets. International trade’s impact on the U.S. Gross Domestic Product (GDP) is growing dramatically. In 1970, international trade represented 13 percent of U.S. Gross Domestic Product (GDP). In 2003, international trade was 24.1 percent of GDP, or about $3.2 trillion.

Commercial port activities, port users and port capital expenditures in 1994 provided employment for 16 million Americans, contributed $783 billion to the U.S. Gross Domestic Product (GDP), and personal income of $515 billion. Port activities also accounted for Federal taxes of $154 billion, and State and local tax revenues amounting to $56 billion.

Navigable channels, railways, highways, and ports are links in the transportation chain that allow manufacturers, buyers, and sellers to send and receive goods quickly, safely, and efficiently. The resulting benefits are ready access to a wide variety of products and services, internationally competitive exports, and lower costs for consumers. Maintenance of deep-draft navigation channels is a key component of an efficient national transportation system, and increasingly so as larger and larger vessels are built.

HMT necessary for port maintenance- dredging

AAPA 09- American Association of Port Authorities, Alliance of the Ports of Canada, the Caribbean, Latin America, and the United States (American Association of Authorities, “Questions and Answers About America’s Ports and the Harbor Maintenance Tax”, AAPA, 2009, http://www.aapa-ports.org/Issues/content.cfm?ItemNumber=1004)

In 1986, Congress created the Harbor Maintenance Trust Fund to pay for a portion of channel maintenance dredging. (Previously the Federal Government funded maintenance dredging of Federal navigation channels from General Treasury revenues.) Originally, revenue for the Harbor Maintenance Trust Fund was generated by assessing a .04 percent fee (the "Harbor Maintenance Tax" or HMT) on the value of export, import and domestic cargo moving through the nation’s deep draft ports. At the same time, local cost-sharing was instituted for funding new construction projects (widening and deepening) projects.

The HMT ultimately added hundreds of dollars to the cost of shipping a single container of high value cargo, and has caused traffic to be diverted to non-U.S. ports to avoid payment. The imposition of the HMT caused a rail-barge service on the Great Lakes to go out of business.

No replacement for HMT- user fees fail. 

AAPA 09- American Association of Port Authorities, Alliance of the Ports of Canada, the Caribbean, Latin America, and the United States (American Association of Authorities, “Questions and Answers About America’s Ports and the Harbor Maintenance Tax”, AAPA, 2009, http://www.aapa-ports.org/Issues/content.cfm?ItemNumber=1004)

Q.    Why was it enacted in the first place?

A.     The cost sharing plan enacted in 1986 passed Congress after a long stalemate over water resources development policy. Although the benefits are clearly national in scope, the HMT and cost-sharing reforms were instituted in an effort to recover the cost of maintenance dredging from navigation channel users.

Q.    How do ports propose funding maintenance dredging rather than the HMT?

A.     Ports are advocating a return to funding navigation channel maintenance from the U.S. General Treasury, as was the case before 1986. There is no user-fee system that can equitably raise revenues from the users of navigation channels in reasonable relation to the distribution of benefits to the nation. Many options were considered in developing the ad valorem HMT funding mechanism for maintenance dredging. Unfortunately, the only option to survive the debates from 1981 to 1986, the HMT, was found unconstitutional by the Supreme Court. It does not appear that there are significant new or old options that would work better today.

Vessel tonnage fee fails-dredging related to shipping of exports greater than imports
AAPA 09- American Association of Port Authorities, Alliance of the Ports of Canada, the Caribbean, Latin America, and the United States (American Association of Authorities, “Questions and Answers About America’s Ports and the Harbor Maintenance Tax”, AAPA, 2009, http://www.aapa-ports.org/Issues/content.cfm?ItemNumber=1004)
Q. Why not assess a vessel tonnage fee to pay for maintenance dredging? A. The assessment of a tonnage fee on cargo or vessels would severely affect bulk commodities, such as grain or coal, which compete in international markets where pennies a ton can make or break a sale. For example, maintaining a channel at 43 feet instead of 44 feet may mean the difference of 750 fewer tons of coal loaded on a single ship, often five percent of a ship’s total cargo potential. These shipments, which are amongst our Nation’s leading export products, now use the most cost-effective route--typically moving by barges down rivers to coastal harbors. Those harbors, in turn, tend to require significant maintenance dredging because of the river sediment. In general, dredging demands related to the shipping of these types of export products are greater than those related to import products.

Other methods of raising revenue for ports fail- insufficient funds

AAPA 09- American Association of Port Authorities, Alliance of the Ports of Canada, the Caribbean, Latin America, and the United States (American Association of Authorities, “Questions and Answers About America’s Ports and the Harbor Maintenance Tax”, AAPA, 2009, http://www.aapa-ports.org/Issues/content.cfm?ItemNumber=1004)

Q.    Can’t ports pay for their own dredging?

A.     Requiring local ports to raise their own funding for maintenance dredging could pit U.S. ports against each other, the result of which could impact commerce and national security. The concept also alters the fundamental Federal role in maintaining the national navigation system. Like a tonnage tax, local funding, if passed on to port users, could increase transportation costs, pricing bulk commodities out of international markets either through increased charges at the currently utilized port(s) or by increasing inland transportation costs due to diversion from the inland waterway system.

Recognizing that these options could be injurious to the nation’s trading position, and to individual ports, Congress in 1986 chose to enact a uniform ad valorem tax on cargo. By applying a uniform fee on all cargo moving through any port in the country, the tax did not affect the competitive position of any port. (This is true relative to U.S. ports, but ignores the fact that cargo has been diverted to Canadian ports to avoid paying the fee.)

Q.     How about asking other waterways users to pay for dredging?

A.     Other options for raising revenue from direct users of the navigation channels are not likely to produce sufficient funds. In addition, direct navigation users are already significantly taxed. A 1993 General Accounting Office study found that 12 Federal agencies levy 117 assessments on waterborne trade. In 1996, receipts from these fees were 154 percent of the level raised only ten years earlier, making our exports more expensive and less competitive in international markets.

A2 Freight Tradeoff Disad

Plan doesn’t trade off with other freight shipping—it helps them

Barry 10—Wired Contributor (Keith, “DOT to Turn Underused Waterways Into Marine Highways”, July 23, 2010, http://www.wired.com/autopia/2010/07/dot-turns-underused-waterways-into-marine-highways/)//NJain
A Rising Tide Lifts All Boats, Trains and Trucks

A project that promises to put people to work shouldn’t put others out of work. Marine highways will change rather than replace rail and truck shipments, so they seem to have gained support from groups that represent competing modes of transit.

“Marine and rail freight have co-existed since the 1830s when the rail industry began, said Holly Arthur, a representative for the Association of American Railroads. “While shipping via water can be seen as competition, it also is a significant customer segment for railroads.”

According to Arthur, intermodal transport — the movement of shipping containers by multiple methods, such as from ship to rail — represents 21 percent of rail revenue in the United States, a figure that is continuing to grow. If boat traffic increases, the rail industry stands to benefit.

Boats can’t usually pull up to a factory loading dock or back into the parking lot of your local big-box store, so trucks are safe, too. “At the end of the day, your shipment winds up at a port, so it has to go on a truck,” said Matsuda. In addition, boats tend to travel more slowly than trucks (though they usually don’t have to stop overnight for rest). Often, short sea shipping services run on a weekly schedule and, said Matsuda, “It’s hard to sell a weekly service when you’re dealing with folks who need things a little more quickly.”

In a country where the majority of freight travels along marine highways, Matsuda envisions some long-haul truckers working instead in freight yards or in regional distribution, while others remain on the roads with cargo that can’t wait for a slower-moving boat. If estimates of 70 percent growth in the freight industry over the next 10 years are accurate, trucks will always be in high demand.

According to Matsuda, the U.S. DOT chose to refer to the project as Marine Highways rather than short sea shipping because the network of waterways would often be parallel to an existing interstate highway. “We wanted to draw a parallel with the interstate system, if you can draw a highway on a map, that you can draw a waterway along the map — maybe M-95 — and it’ll get you to the same place,” he said.

Hazardous materials on tankers in the port of Zeebrugge, Belgium

2ac link uniqueness 
No link uniqueness – investment in maritime infrastructure now – doesn’t take out the aff 

Matsuda, 12 [ STATEMENT OF DAVID T. MATSUDA MARITIME ADMINISTRATOR MARITIME ADMINISTRATION BEFORE THE HOUSE COMMITTEE ON TRANSPORTATION AND INFRASTRUCTURE SUBCOMMITTEE ON COAST GUARD AND MARITIME TRANSPORTATION The Maritime Administration’s Fiscal Year 2013 Budget Request March 7, 2012, http://republicans.transportation.house.gov/Media/file/TestimonyCGMT/2012-03-07-Matsuda.pdf] 

Ports and Marine Highways are critical to MARAD’s mission and to economic competitiveness. The Nation’s ports are central to the economy. The America’s Marine Highway Program focuses on increasing the use of water transportation within the U.S. to supplement road and rail where it is feasible. Demonstration Projects funded in 2010 are beginning to come to fruition. For example, a Marine Highway grant awarded to expand an operation between the Ports of Norfolk and Richmond in Virginia has doubled their service frequency and volume and sailing full each trip, supporting exports from the region and relieving congestion on Interstate 64. 

To support the Department’s strategic goal for economic competitiveness, existing programs like the Transportation Investment Generating Economic Recovery (TIGER) Discretionary grants and Assistance to Small Shipyard Grants are targeting federal resources to help improve the Nation’s port infrastructure. The President’s FY 2013 budget requests a total of $500 million for TIGER. To date, TIGER grants have funded 17 port and maritime-related projects, totaling more than $276 million in Federal dollars and supplemented by State and local funds. Thirteen of these projects are underway, and more than $82 million has already been expended. These grants are modernizing and adding capacity to ports, improving connections to inland markets such as adding rail lines between the dock and existing corridors, and improving the overall efficiency of freight movement. A fourth round of TIGER Grants is currently in progress, offering the promise of additional maritime support. In addition, $153 million in Small Shipyard Grants has been awarded to 133 projects across the country to support capital improvements at shipyards, improving their ability to compete for domestic and international ship construction.

Your disads are non-unique—the status quo grants minor funding to maritime transport now

Barry 10—Wired Contributor (Keith, “DOT to Turn Underused Waterways Into Marine Highways”, July 23, 2010, http://www.wired.com/autopia/2010/07/dot-turns-underused-waterways-into-marine-highways/)//NJain
A new priority of the U.S. Department of Transportation is an age-old idea: Transport freight by ship for as long as possible. The DOT is proposing designated shipping channels known as Marine Highways, and one may be leading to a port near you.

If you’ve purchased any household goods in the United States recently, they probably took a familiar path from the factory to the store where you bought them: to North America on a massive cargo ship, from the ship to a railway, and finally from the rail yard to your local retailer by truck. In many cases, freight is carried solely by truck along interstate highways.

Unfortunately, such a system is far from efficient. It clogs our highways with multiple trucks headed in the same direction and brings pollution into our cities near freight terminals.

That’s why the Maritime Administration (MARAD) has proposed a system of marine highways where ships would transit goods within the United States. Along designated corridors, ships could provide safe, environmentally friendly and reasonably quick freight transit among a network of well-situated ports.

A New Old Idea

According to MARAD Administrator Dave Matsuda, the United States is catching up with the rest of the world when it comes to marine highways. Also known as short sea shipping, coastal trade or coastal shipping, the rivers and seas of Europe and Asia are filled with small container vessels carrying cargo within a continent.

“This is an idea that’s been around for awhile,” Matsuda said. “The Europeans do it, and other folks do it. For about 10 years now people have been kicking the idea around in the maritime community. It’s to the point that it’s been joked about that the Marine Highway conference has become a cottage industry.”

When we caught up with him, Matsuda had just been sworn in as MARAD administrator. Earlier this month, he announced an initial $7 million (.pdf) in grant funding for marine-highway projects that would primarily strengthen existing projects and proposals.

2ac Politics Link turns 

Congressional popularity with Marine Highways is historical

U.S. Department of Transportation Maritime Administration 11 (“America’s Marine Highway Report to Congress” April 2011 http://www.marad.dot.gov/documents/MARAD_AMH_Report_to_Congress.pdf)//NJain

National Support for Developing America’s Marine Highway 

Congress has understood the need to promote the expansion of the Marine Highway. In recent years, its most significant action in supporting America’s Marine Highway was to enact the Energy Act. Among the many provisions of the Energy Act is Subtitle C of Title XI, titled “Marine Transportation,” which requires the Secretary to “establish a short sea transportation program and designate short sea transportation projects to be conducted under the program to mitigate surface congestion.” 15 The Energy Act recognizes environmental and transportation benefits of such services and calls for research in these areas. This would generate public benefits that include less delay and more reliable transportation as well as improved air quality, highway safety, and national security. 

Congress recently passed additional legislation that will foster growth of Marine Highway services. This legislation includes the National Defense Authorization Act for Fiscal Year 2010 and the Consolidated Appropriations Act of 2010. The former act authorizes the newly established Marine Highway Grants program; the latter act appropriates up to $7 million in funds for the new grants program in Fiscal Year (FY) 2010. Additionally, the American Recovery and Reinvestment Act of 2009 created a discretionary surface transportation grants program in which Marine Highway port projects have competed successfully for grant awards along with highway, transit, and rail projects. The Consolidated Appropriations Act of 2010 created a successor to this discretionary surface transportation grants program for FY 2010. 

The America’s Marine Highway Program envisioned by USDOT will comply fully with Congress’s legislative requirements for short sea shipping by working to bring about a more diverse, energy-efficient, and climate-friendly transportation system through the creation and expansion of domestic water transportation services. The goal of the Program is to develop and expand these services in a self-sustaining, commercially-viable manner that also recognizes the public benefits these services create in the form of reduced surface congestion, fewer GHG emissions resulting from a more sustainable transportation system, improved safety, and additional sealift resources for national defense. 

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 costeffective 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 

A full exposition of the Energy Act and other legislative requirements for the America’s Marine Highway Program, along with USDOT’s efforts through MARAD to implement them, is provided in detail in the latter half of this report. Information is also provided on MARAD’s broader efforts to promote America’s Marine Highway through support to local government planners and private sector water transportation services, as well as MARAD’s efforts to identify impediments and solutions to impediments that will enable future growth of this national asset. 

Plan popular – favorable political climate and environmental support

Barry 10—Wired Contributor (Keith, “DOT to Turn Underused Waterways Into Marine Highways”, July 23, 2010, http://www.wired.com/autopia/2010/07/dot-turns-underused-waterways-into-marine-highways/)//NJain
Matsuda says a political climate that’s focused on creating jobs and helping the environment also will support the cause.

“Where there are corridors, the federal government will help focus attention and investments to get those services up and running,” he said. “This is something that we think is going to go a long way.”

National Infrastructure bank proves loan guarantees are popular

Power Finance & Risk 11—provides a comprehensive package of actionable news, analysis, propietry data, and informed perspectives on financing in North American Industry (“Industry Current: A U.S. National Infrastructure Bank” Jul 11, 2011 Proquest)//NJain

Four competing proposals for a national infrastructure bank--one from the Obama administration and three others in the House and Senate--are starting to take shape in Washington.

Under each proposal, the U.S. government would provide loans and loan guarantees to qualifying projects. The bills are not expected to move through Congress before 2012 at the earliest. The bank would be authorized to fund transportation infrastructure projects under all four proposals. It would also have authority under the House and Senate proposals to fund energy, water and other infrastructure projects.

The goal of each proposal is to use government loans and loan guarantees to stimulate private infrastructure investment. An example of the potential multiplier effect is the experience with the Transportation Infrastructure Finance and Innovation Act or TIFIA program, which for every federal dollar invested in the program according to the U.S. Department of Transportation has been able to generate up to $10 in TIFIA financing, and up to $30 in total infrastructure investment. There has also been a multiplier of 13 private dollars for every dollar of federal loan guarantee under the loan guarantee program for renewable energy, nuclear and transmission projects run by the U.S. Department of Energy, according to a recent letter by Senator Maria Cantwell (D-Washington) to Senate leaders in support of the program.

The infrastructure banks have bipartisan backing. Both Republicans and Democrats are listed as cosponsors in the Senate. The concept also has the support of the AFL-CIO union movement and the U.S. Chamber of Commerce.

The U.S. government is struggling with huge budget deficits. The bank is seen by some as a way to stretch scarce federal dollars farther by using them as a carrot to get the private sector to build needed public infrastructure.

Senate

Four Senators -- John Kerry (D-Massachusetts), Kay Bailey Hutchison (R-Texas), Lindsay Graham (R-South Carolina) and Mark Warner (D-Virginia) -- introduced a bill March 17 to create the American Infrastructure Financing Authority, or AIFA. The bill, S. 652, was referred to the Senate Finance Committee on March 17.

According to the bill, AIFA would be an independent agency funded with an upfront federal appropriation of up to $10 billion. In its first two years of operation, AIFA would be authorized to make in the aggregate loans and loan guarantees of up to $10 billion per year. In years three through nine, AIFA would be authorized to make in the aggregate loans and loan guarantees of up to $20 billion per year. Thereafter, AIFA would be permitted to make in the aggregate loans and loan guarantees of up to $50 billion per year.

AIFA could finance transportation, water and energy infrastructure projects. To qualify for credit assistance, projects would need to involve at least $100 million in "eligible infrastructure project costs," meet specified "economic, financial, technical, environmental and public benefits standards" and have a "dedicated revenue source" (either from tolls, user fees, availability payments or the like). AIFA would give priority to projects that "contribute to regional or national economic growth, offer value for money to taxpayers, demonstrate clear public benefits, lead to job creation and mitigate environmental concerns." Additional consideration would be given to the ability to maximize private investment, among other factors. AIFA credit support would not be available to refinance existing infrastructure projects.

AIFA would provide loans and loan guarantees of up to 50% of a project's "reasonably anticipated eligible infrastructure project costs." Loans would have no more than a 35-year tenor, and would bear interest at rates not less than U.S. Department of Treasury securities of similar maturity. For direct loans, scheduled loan repayments would begin no later than five years after substantial completion of the project.

Prospective projects would be subject to a risk assessment, to be conducted by AIFA in conjunction with the federal Office of Management and Budget and a rating agency. At a minimum, the senior debt would need to have an investment-grade rating. A credit fee to cover AIFA loan assistance would apply to all AIFA-financed loans and loan guarantees. For AIFA-financed loans, the credit fee would be in addition to the base interest rate charged on the loan. Other credit and security terms typical of project financings--including similar security requirements--would be included as part of AIFA loan and loan guarantee credit documentation.

Five percent of AIFA funding would be set aside for rural projects. Rural infrastructure projects would only need to demonstrate $25 million in "eligible infrastructure project costs" to qualify for assistance.

Two Democrats--John Rockefeller (D-West Virginia) and Frank Lautenberg (D-New Jersey)--introduced a competing proposal in the Senate to create an American Infrastructure Investment Fund of AIIF. Their bill, S. 936, went to the Senate Commerce Committee. The AIIF would be housed in the U.S. Department of Transportation and be authorized to spend up to $5 billion in each of its first two years of operation. Its initial focus would be transportation projects. However, the sponsors said the intention is to broaden the scope to cover telecommunications, energy and water infrastructure project after the first couple of years.

White House Proposal

President Obama called in February for creation of a national infrastructure bank--called the I-Bank--to be capitalized with $30 billion in public money over a six-year period and with a mandate to finance transportation infrastructure projects only. The I-Bank would be housed within the U.S. Department of Transportation.

The I-Bank would provide loans, loan guarantees and grants for qualifying transportation projects. Qualifying projects would be chosen based, among other factors, on how large a return they are likely to provide on taxpayer investment.

The existing TIFIA program would be folded into the I-Bank, according to InfraAmericas.com. The TIFIA program provides credit assistance in the form of loans, loan guarantees and standby letters of credit for transportation projects of regional or national economic importance. It has been in operation since 1998. The goal of the TIFIA program is to draw private investment to supplement federal transportation dollars. Demand for TIFIA funding has outpaced supply since 2008.

Funding for the TIFIA program is used to offset subsidy costs associated with the provision of federal credit assistance for infrastructure projects. The Obama administration wants an increase in funding for the TIFIA program to $450 million per year from the current $122 million. According to the U.S. Department of Transportation, the current levels of TIFIA funding can support more than $2 billion of federal credit assistance. According to the Obama administration, the proposed increase in TIFIA funding could stimulate up to $13.5 billion in infrastructure investment, inclusive of federal credit assistance. To put the funding levels into perspective, TIFIA received 34 letters of interest for more than $14 billion in credit assistance for the 2011 fiscal year.

House

Rep. Rosa DeLauro (D-Connecticut) and 44 other Democrats introduced a proposal in the House on Jan. 24 for the establishment of a National Infrastructure Development Bank or "NIDB." The bill is H.R. 402.

No link uniqueness—Obama’s already pushing for loan guarantees

Power Finance & Risk 11—provides a comprehensive package of actionable news, analysis, propietry data, and informed perspectives on financing in North American Industry (“Industry Current: A U.S. National Infrastructure Bank” Jul 11, 2011 Proquest)//NJain

President Obama called in February for creation of a national infrastructure bank--called the I-Bank--to be capitalized with $30 billion in public money over a six-year period and with a mandate to finance transportation infrastructure projects only. The I-Bank would be housed within the U.S. Department of Transportation.

The I-Bank would provide loans, loan guarantees and grants for qualifying transportation projects. Qualifying projects would be chosen based, among other factors, on how large a return they are likely to provide on taxpayer investment.

Government guarantees on short sea shipping historically popular

BDP1 Consulting 7 is staffed by a group of people with years of operating and management backgrounds in the transportation business and finance businesses with specialty in financial writing, sprinkled with a heavy dose of shipping, energy and commodity market and transaction analysis.  If you have a dispute involving a maritime calculation, we can probably help you out. If you have a maritime software or technical product, we can help with positioning while you find your place in the markets. (“US Ship Finance- Title XI, CCF- Short Sea” http://www.conconnect.com/Workingpapers/janeswashington.pdf)//NJain

Short Sea may be the way forward. In June 2007, the U.S. Congress must have been listening to Clay Cook’s testimony. Indeed, H.R. 2701, a new Transportation Bill (in its early stages of the legislative process) introduced three months after the March hearings, carves out up to USD 2 billion for potential government guarantees on suitable container or Roro “Short Sea” projects and requests a 2008 annual allocation of USD 25 million. The Blank Rome team, though cognizant of Marad’s foresight in the 1970’s and 1990’s, was cautious about coastal and intra-Lake container shipping. Ellis said: “Short sea shipping has been part of the DOT’s vision since the year 2000 and before, but there’s never been any funding requested by the Administration or appropriated by Congress. Many things need to fall into place for it to work. How long has it taken in Europe? One of the biggest issues is port infrastructure. Another is whether those who control the cargo will commit it in advance to a short sea project. The government needs to take a major role in trying to facilitate it- you’ve got a whole supply chain issue here.” 

Ways & Means subcommittees examine Harbor Maintenance Tax, deferral rules for foreign shipping income The House Ways and Means subcommittees on Oversight and Select Revenue Measures held a joint hearing February 1 to explore the Harbor Maintenance Tax and the adequacy of spending out of the associated Harbor Maintenance Trust Fund, as well as special deferral rules applicable to certain foreign income of U.S. multinational shipping companies. In a rare display of bipartisan agreement, Democrats and Republicans agreed with the witnesses both on the inadequacy of harbor maintenance spending and the need to repeal certain tax rules that witnesses argued inhibit the repatriation of foreign shipping income earned between 1975 and 1987. Harbor Maintenance Tax Pursuant to section 4461, a Harbor Maintenance Tax of 0.125 percent is generally imposed on the value of commercial cargo loaded or unloaded at any taxable U.S. port. The tax is imposed on the shipper of the cargo and does not apply to exported goods. Harbor Maintenance Tax revenues are deposited into the Harbor Maintenance Trust Fund, which provides funding to the U.S. Army Corps of Engineers to dredge federally maintained harbors to their authorized depths and widths. 

Lobbies support the plan

MTD, 11 (Metal Trades Department, industry group focused on shipbuilding and metals production, “The Way Forward--US Commercial Ship Building: A Strategic National Asset”, 6/20/2011, http://www.metaltrades.org/?zone=/unionactive/view_article.cfm&HomeID=209195&page=Shipbuilding, Deech)

It must be understood that there must be full commitment and support of American Labor to retool and retrain the men and women who will accomplish the physical task of assembling new ships and marine equipment in revitalized shipyards. In this regard, the Unions and their members are leading the way both in Washington and in the shipyards. In fact, it is the Unions who are pushing management and insisting that their skill building marine assets cannot be allowed to disappear from the American landscape. Put succinctly, the Unions understand what is at stake.

Jones Act Good Bad
FYI – The Jones Act

TI, 9 (Transportation Institute, think tank dedicated to maritime issues, “Jones Act/Domestic Shipping”, 2009, http://www.trans-inst.org/jones-act.html, Deech)

Thus, the Jones Act, titled after its sponsor Senator Wesley R. Jones, from Washington State, was passed as part of the Merchant Marine Act of 1920. This federal legislation imposes four primary requirements on vessels carrying goods between U.S. ports; specifically, the vessels must be:

· owned by U.S. companies that are controlled by U.S. citizens with at least 75 percent U.S. percent ownership;

· at least 75 percent crewed by U.S. citizens;

· built (or rebuilt) in the United States; and

· registered in the United States.

These requirements apply to all trade between ports in the U.S. mainland, Alaska, Hawaii, Puerto Rico, and the Virgin Islands. 

Jones Act Repeal Good – Competitiveness/Economy – 2AC

The Jones Act drags down the economy and hurts competitiveness

Van Doren, 3 — Ph.D. from Yale, editor of the journal Regulation, taught at Princeton, Yale, and the University of North Carolina at Chapel Hill, former postdoctoral fellow in political economy at Carnegie Mellon University (Peter, “HANDBOOK FOR CONGRESS”, Cato Institute, 2003, http://www.cato.org/pubs/handbook/hb108/hb108-36.pdf, Deech)

Unlike the regulations affecting other transportation sectors, maritime regulations and subsidies have been strikingly resistant to reform. A hodge podge of conflicting and costly policies—subsidization, protectionism, regulation, and taxation—unnecessarily burdens the U.S.-flag fleet, forces U.S. customers to pay inflated prices, and curbs domestic and international trade. The list of rules and regulations governing shipping is too exhaustive to catalog here, but one thing is clear: shipping policies must be thoroughly reviewed and revamped. Congress should pay special attention to deregulation of ocean shipping and other trade- and consumer-oriented reforms. In particular, Congress should repeal the Jones Act (sec. 27 of the Merchant Marine Act of 1920). The Jones Act prohibits shippingmerchandise between U.S. ports ‘‘in any other vessel than a vessel built in and documented under the laws of the United States and owned by persons who are citizens of the United States.’’ The act essentially bars foreign shipping companies from competing with American companies. A 1993 International Trade Commission study showed that the loss of economic welfare attributable to America’s cabotage restriction was some $3.1 billion per year. Because the Jones Act inflates prices, many businesses are encouraged to import goods rather than buy domestic products. The primary argument made in support of the Jones Act is that we need an all-American fleet on which to call in time of war. But during the Persian Gulf War, only 6 vessels of the 460 that shipped military supplies came from America’s subsidized merchant fleet. Repealing the Jones Act would allow the domestic maritime industry to be more competitive and would enable American producers to take advantage of lower prices resulting from competition among domestic and foreign suppliers. Ships used in domestic commerce could be built in one country, manned by citizens of another, and flagged by still another. That would result in decreased shipping costs, with savings passed on to American consumers and the U.S. shipping industry. The price of shipping services, now restricted by the act, would decline by an estimated 25 percent.

Jones Act Repeal Good – Oil Spills – 2AC

The Jones Act guarantees an ineffective response to oil spills

Dean, 10 — Deputy Director of Government Studies at the Heritage Foundation (James, “To Save the Gulf, Send the Jones Act to Davy Jones’ Locker”, The Heritage Foundation, 6/8/2010, http://blog.heritage.org/2010/06/08/to-save-the-gulf-send-the-jones-act-to-davy-jones%E2%80%99-locker/, Deech)

According to one newspaper, European firms could complete the task in four months, rather than an estimated nine months if done only by the U.S. Working with the U.S., the cleanup could be accomplished in three months. The Belgian firm DEME contends it can clean up the oil with accuracy at a depth of 2,000 meters. Another European firm with capabilities is the Belgian firm Jan De Nul Group. There are also Dutch companies with similar special equipment capable of accelerating cleaning-up the Gulf. The Belgians and the Dutch are also long time NATO allies and as such partners in international security cooperation. According to the article, no U.S. companies have the ships which can accomplish this task is because those ships would cost twice as much to build in the U.S. as they do outside the country. This is one adverse impact of the Jones Act, which Congress passed in 1920s. This piece of protectionism has only hampered an anemic American maritime industry. It also has prevented a quicker response to the oil spill. European firms do have the expertise to clean up the spill. If other nations have the technologies to address this oil spill, then the administration does have the ability to accept their help: in response to Hurricane Katrina, for example, Department of Homeland Security Michael Chertoff temporarily waived the Jones Act in order to facilitate much-needed transport of oil throughout the country. The Jones Act, which is supposedly about protecting jobs, is actually killing jobs. The jobs of fishermen, people working in tourism and others who live along the Gulf Coast and earn a living there are being severely impacted. There are also additional private sector jobs which are NOT being created in the United States since the Jones Act effectively prices U.S. based companies out of the ability to be competitive on the competitive global market. As we strive to develop new technologies for a cleaner environment at sea, the Jones Act continues to hobble our own capabilities, sometimes with devastating results.

Jones Act Repeal Good – Shipping Industry – 2AC

The Jones Act collapses shipping industry competitiveness

Van Doren, 3 — Ph.D. from Yale, editor of the journal Regulation, taught at Princeton, Yale, and the University of North Carolina at Chapel Hill, former postdoctoral fellow in political economy at Carnegie Mellon University (Peter, “HANDBOOK FOR CONGRESS”, Cato Institute, 2003, http://www.cato.org/pubs/handbook/hb108/hb108-36.pdf, Deech)

Unlike the regulations affecting other transportation sectors, maritime regulations and subsidies have been strikingly resistant to reform. A hodge podge of conflicting and costly policies—subsidization, protectionism, regulation, and taxation—unnecessarily burdens the U.S.-flag fleet, forces U.S. customers to pay inflated prices, and curbs domestic and international trade. The list of rules and regulations governing shipping is too exhaustive to catalog here, but one thing is clear: shipping policies must be thoroughly reviewed and revamped. Congress should pay special attention to deregulation of ocean shipping and other trade- and consumer-oriented reforms. In particular, Congress should repeal the Jones Act (sec. 27 of the Merchant Marine Act of 1920). The Jones Act prohibits shippingmerchandise between U.S. ports ‘‘in any other vessel than a vessel built in and documented under the laws of the United States and owned by persons who are citizens of the United States.’’ The act essentially bars foreign shipping companies from competing with American companies. A 1993 International Trade Commission study showed that the loss of economic welfare attributable to America’s cabotage restriction was some $3.1 billion per year. Because the Jones Act inflates prices, many businesses are encouraged to import goods rather than buy domestic products. The primary argument made in support of the Jones Act is that we need an all-American fleet on which to call in time of war. But during the Persian Gulf War, only 6 vessels of the 460 that shipped military supplies came from America’s subsidized merchant fleet. Repealing the Jones Act would allow the domestic maritime industry to be more competitive and would enable American producers to take advantage of lower prices resulting from competition among domestic and foreign suppliers. Ships used in domestic commerce could be built in one country, manned by citizens of another, and flagged by still another. That would result in decreased shipping costs, with savings passed on to American consumers and the U.S. shipping industry. The price of shipping services, now restricted by the act, would decline by an estimated 25 percent.

Jones Act Repeal Good – Trade – 2AC

Repeal boots global trade

Truscott, 10 — student at Virginia Military Institute (William, “The Jones Act and Its Effect on International Trade”, 12/9/2010, http://www.vmi.edu/WorkArea/DownloadAsset.aspx?id=10737420447&libID=10737420442, Deech)

The most affordable form of transportation for trading goods is via shipping. One container ship can carry the same cargo as that of an entire fleet of transport aircraft, and at a fraction of the price in fuel. However, in the United States, there exists a protectionist statute which severely impedes our interstate commerce and the ability of US shipping firms to engage in international trade. Known more commonly as the Jones Act, the Merchant Marine Act of 1920 regulates cabotage, or coastal shipping, and was original designed to support the maritime industry in America. The act requires that all ships transporting goods from one US port to another must be documented as US-flagged vessels, have been built in the United States, and owned and crewed by US citizens or permanent residents. Ninety years later, this law still exists and is a detriment to the United States’ ability to trade because America no longer is best at producing transport ships. It would make better economic sense to allow US shipping companies to buy and use ships built in other countries that are more efficient at making the boats. At present, the US shipyards build only 1% of the world’s large commercial ships1. These ship builders can charge high sums for each vessel, since American shipping companies must buy from them. If legislation were enacted that would amend these regulations, American firms could afford to buy more ships, increase shipping, both domestically and internationally, and lower transportation costs.

Jones Act Repeal Good – AT: Impact Turns (Generic) – 2AC

No risk of offense — repeal boosts the number of U.S.-flagged ships

Truscott, 10 — student at Virginia Military Institute (William, “The Jones Act and Its Effect on International Trade”, 12/9/2010, http://www.vmi.edu/WorkArea/DownloadAsset.aspx?id=10737420447&libID=10737420442, Deech)

The high costs imposed on US-shipping firms to conduct coastwise shipping prevent American firms from competing against foreign firms. This fact is obvious when looking at the make-up of the United States Merchant Marine. It consists of 418 US-registered vessels of various sizes owned by US firms11. Additionally, there are 734 ships operating in US waters which are registered in other countries, and 86 others which are foreign-owned. Of the 418 ships, 111 are used by the Military Sealift Command, and are therefore withheld from participating in both domestic and international commerce12. If the Jones Act was amended, then the US firms could buy non-American built ships and the fleet of the US Merchant Marine would increase greatly.

Jones Act Repeal Good – AT: Hurts Economy

The Jones Act fails to protect jobs

Miller and Carafano, 10 — director of the Center for International Trade and Economics at the Heritage Foundation, AND, senior research fellow for national security at the Heritage Foundation (Terry and James, “Let’s pull the plug on shipping's Jones Act”, Houston Chronicle, 7/4/2010, http://www.chron.com/opinion/outlook/article/Let-s-pull-the-plug-on-shipping-s-Jones-Act-1710114.php, Deech)

So much for jobs saved. The last serious review of the Jones Act (from a series of congressional hearings in the 1990s) revealed that more than 40,000 American merchant seamen and 40,000 longshoremen have lost their jobs despite Jones Act protectionism. Over the first 76 years of the act, more than 60 U.S. shipyards had gone out of business, eliminating 200,000 jobs. If the intent of the Jones Act was to save U.S. jobs, it failed. The Clinton administration asked the International Trade Commission to estimate the number of jobs that might be affected by repeal of the Jones Act. The answer? Repeal of the Jones Act would affect about 2,450 workers in the coastwise shipping trade. In the shipbuilding industry? Repeal would cost 36 jobs.

Jones Act Repeal Bad – 1NC

The Jones Act is good — it’s critical to maintain a strong merchant marine — their offense is inevitable and non-unique 

TI, 9 (Transportation Institute, think tank dedicated to maritime issues, “Jones Act/Domestic Shipping”, 2009, http://www.trans-inst.org/jones-act.html, Deech)

Provisions such as these are not unique in the world, nor are they new to the United States. A survey conducted by the Maritime Administration -- an agency of the Department of Transportation -- found that 47 nations have laws restricting foreign access to domestic trade. These similar cabotage laws -- from the French word “caboter” which means to sail coastwise or “by the capes” -- reserve a country's domestic maritime transportation for its own citizens. Cabotage principles are designed to guarantee the participation of a country's citizens in its own domestic trade. These laws foster the development of a merchant marine and give preference to local labor and industry. More importantly, they support national security and protect the domestic economy. Cabotage laws have been the norm since the early days of our nation. In 1789, the first Congress of the United States restricted registration for coastal trades and fisheries to U.S.-built and U.S.-owned vessels and gave these vessels preferential treatment with respect to tonnage taxes and cargo import duties. Additional cabotage laws were enacted during the intervening years between that first cabotage law and the enactment of the Jones Act over a century later. Variations of these cabotage laws exist today in the U.S. transportation, utility, and communications industries. Federal laws reserve other kinds of U.S. maritime activity to Americans -- including passenger ships, fishing in U.S. territorial waters, towing in U.S. harbors or between two points in the United States, salvage operations in the U.S., dredging in U.S. waters, and the exploitation of minerals and other energy resources within the 200 mile economic zone.

Jones Act Repeal Bad – Economy – 2NC

It underlies the foundation of the American economy

TI, 9 (Transportation Institute, think tank dedicated to maritime issues, “Jones Act/Domestic Shipping”, 2009, http://www.trans-inst.org/jones-act.html, Deech)

Jones Act vessels support a wide range of American industries. For ocean shipping, the coastwise and intercoastal fleet primarily employs crude oil and product tankers while the domestic offshore fleet mainly employs container vessels. For Great Lakes shipping, the Jones Act fleet carries iron ore, coal and limestone. Inland waterways shipping carries more domestic cargo than ocean shipping and Great Lakes shipping combined, transporting farm products, petroleum products, coal and non-metallic minerals, and chemical and allied products in bulk by barge. Every State Benefits From Jones Act Trade Jones Act cargo movement includes crude oil in coastal tankers from Alaska to California, grain via inland river barge from the Midwest to the Gulf Coast, metallic ores from Minnesota and Michigan in massive self-unloading Great Lakes vessels to Indiana and Ohio, inter-plant movement of chemicals and fertilizers along the Texas Gulf Coast, coal by barge from Appalachia to the Midwest, and merchandise to and from Alaska, Hawaii, and Puerto Rico. Economic Impact of Jones Act Fleet The operation of the Jones Act fleet leads to economic activity in a variety of sectors of the economy. Jones Act vessels are built in U.S. shipyards and ship owners are required to undertake periodic inspection, monitoring and maintenance ("drydocking"). Jones Act operations require loading and unloading of cargo at ports, warehousing of products prior to shipping, and ground transportation to position the cargo. These activities require coordination and oversight. For most Jones Act operators, the number of shore staff exceeds the crew on ships. The economic contribution of the Jones Act extends beyond ship operations. Shipbuilders purchase steel and other products from domestic companies to build ships. In turn, those companies purchase other products. At each level of production, wages are paid to employees who spend that money, generating additional economic impacts. A Major Source of Employment In 2006, an estimated 73,787 jobs were directly attributable to the Jones Act fleet and provided U.S. citizens with employment. These jobs include the crewing of vessels, the building, maintenance, and repair of those vessels, and the shore-side management and support of trade. Another 425,889 jobs arise from indirect and induced employment. The indirect impact measures the economic activity in other U.S. industries that sell goods and services to Jones Act businesses. The induced impact measures the economic effect of goods and services purchased out of payrolls arising from the direct and indirect impacts of the Jones Act fleet. The combination of these effects comprises the overall contribution of the Jones Act fleet to the U.S. economy. A Large Contributor to the American Economy and Tax Base In 2009 dollars, the indirect and induced jobs account for $35.5 billion in U.S. value-added (i.e. Gross Domestic Product) and $22.6 billion in labor compensation. Overall, the Jones Act fleet is responsible for nearly half a million U.S. jobs and generates $45.9 billion in value added, $29.1 billion in labor compensation, and $11.4 billion in taxes to federal, state, and local governments.
Jones Act Repeal Bad – Economy – AT: Not Reverse Casual

Bam!

TI, 9 (Transportation Institute, think tank dedicated to maritime issues, “Jones Act/Domestic Shipping”, 2009, http://www.trans-inst.org/jones-act.html, Deech)

If the Jones Act was repealed, the U.S. would experience a devastating loss of maritime jobs -- a loss to the U.S. In addition to the economic damage that would result from the thousands of lost jobs, shipyards would stop investing in cost-efficient operations. Long-term shipping contracts would cease, thus the economy of scale built into those contracts would disappear. The current Jones Act fleet would begin to erode and defaults on federally-guaranteed mortgages would escalate dramatically, costing the federal government millions of dollars. Total exposure of the federal government and the owners of the vessels has been estimated to be over $1 billion, thus the government has a compelling financial incentive in seeing that the Jones Act fleet is not undermined and wiped out by foreign competition. 

Jones Act Repeal Bad – Environment – 2NC

The Jones Act safeguards important North American inland waterway ecosystems

TI, 9 (Transportation Institute, think tank dedicated to maritime issues, “Jones Act/Domestic Shipping”, 2009, http://www.trans-inst.org/jones-act.html, Deech)

The regulations issued and enforced by the U.S. Coast Guard are the most effective in the world. Employing U.S. citizens and resident crews while navigating the coasts and rivers of America involves the reliance on people whose orientation is to obey the law, work hard, and have a personal stake in the environmental and economic well-being of the United States. Thus, communities from sea to shining sea are safer for having U.S. operators and U.S. merchant mariners serve the nation's maritime transportation needs. Thus, the Jones Act is vital to the environmental security of our nation. The U.S. merchant marine must meet the stringent requirements of federal, state, and local laws that protect America's precious waterways and tidal areas. The U.S. merchant marine is required to meet stringent oversight inspections that have the highest standards in the world. Plus, because Jones Act carriers are liable for failures in performance by law, through insurance premiums, and through the pressure of demanding charterers, U.S. operators cannot cut corners or run a slipshod operation using untrained mariners. The introduction of foreign-flag ship operators into the American system invites disaster. Some foreign ships do not have the burden of following national guidelines that guarantee a well-maintained vessel that is constructed for superior safety. Foreign crews are often paid extremely low wages, receive few benefits, and work inhumane schedules. Many do not have the superior level of training or professionalism that characterizes the U.S. merchant marine. Thus, if the Jones Act is repealed, America's waterways will be heavily traveled by vessels and crews that do not perform to American standards -- nor will they have the incentive to do so. If the Jones Act were to be terminated, the number of foreign-flag vessels carrying hazardous cargoes along our environmentally sensitive coastlines and within the harbors and waterways would increase beyond the already unacceptable level. Our nation's precious environment would be even more vulnerable to those whose operating systems are not up to our standards or within our control.
North American inland waterway ecosystem collapse causes extinction

Walsh, et al., 9 — research biologists with the U.S. Geological Survey, and co-chairs of the American Fisheries Society’s Endangered Species Committee (Stephen J., Ph.D., Howard L. Jelks, M.Sc., and Noel M. Burkhead, M.Sc., “The Decline of North American Freshwater Fishes”, June 2009, http://www.actionbioscience.org/biodiversity/walsh.html#fullbio, Deech)

North America has a broad array of freshwater ecosystems because of the continent’s complex geography and geological history. Within a multitude of habitats—that include streams, large rivers, natural lakes, springs, and wetlands—rich assemblages of fishes reside, representing diverse taxonomic groups with unique ecological requirements. They face an unprecedented conservation crisis.1 In the last few decades, the proportion of inland fishes of North America, which are considered imperiled or extinct, increased from 20 to 40%.2 Although extinctions have occurred, many species and populations are declining in range size and abundance. The fish biota of the continent as a whole remains diverse; however, we can take action to stem any further declines. Fish biodiversity is prolific. Globally, fishes outnumber all other vertebrates combined and have the highest rate of discovery of new species.3 Fishes exhibit a remarkable diversity of morphological attributes and biological adaptations and occur in most aquatic habitats on Earth. Even in North America, where scientific knowledge of the fauna is advanced, new species are described every year. These discoveries are the combination of applied technologies, such as gene sequencing, which increase recognition of biodiversity at all levels, and the documentation of new, morphologically distinct forms and populations. Biological taxonomy is the discipline of classifying and naming organisms using an internationally accepted system or code. Because of the dynamic nature of fish taxonomy, and the extent of unexplored areas of the planet with potentially many undescribed species, statements or conclusions about numbers and percentages of species occurring in particular habitats or geographical regions are but rough approximations. Published information reveals the following: A conservative estimate is that as many as 32,500 extant (living) fish species may exist in the world.3 This number may eventually prove greater, however, with approximately 30,000 currently recognized as valid and over 300 new species described each year.4 Fresh water constitutes only about 1% of the Earth’s surface area and less than 0.01% of its water by volume. Almost half of fishes are found in fresh waters. About 12,000 species, or approximately 43% of all currently named fishes, occur exclusively in fresh waters. A small number are diadromous, regularly living part of their lives in rivers, streams, or lakes, and part in the oceans. North America has the greatest taxonomic richness of freshwater fishes among temperate regions of the world,1 although it is greatly surpassed in number of species by less documented areas of the tropics—especially the biological hotspots of South America, Africa, and southeast Asia.5,6 Currently, there are approximately 1,200 recognized fish species that occur in inland waters of the continental United States, Canada, and Mexico. Collectively, the fish fauna (ichthyofauna) of North America’s freshwater ecosystems has at least 435 imperiled species, another 72 species with distinct populations in trouble, and 36 species that are extinct from the wild.2 Worldwide, historical, and emerging trends in the conservation of fishes and fishery stocks portray continued or even accelerated population decreases; yet, there are reasons for optimism, as well as potential for recovery and protection of these declining resources given societal resolve.7 Threats to freshwater fishes and habitats Threats to freshwater ecosystems are so widespread that many endemic species—those naturally restricted to a single drainage or ecoregion—are imperiled simply because restricted geographic distribution makes them more vulnerable to human modification of landscapes. The most important documented threats to fishes in freshwater habitats include:1,7,8,9 Habitat loss for fish is a major concern. Destruction or modification of habitat resulting in reduced range size and/or loss of populations. Examples include dam construction, channelization, mining, clearing of natural forests for agriculture, urban development, and other intensive land-use practices. Water depletion. Some desert fishes have become extinct because of human exploitation of limited groundwater resources. Pollution from point and non-point source contaminants. Runoff from urban areas, and the compound effects of multiple pollutants, often reduces water quality to the point that only the most tolerant species remain in receiving water bodies. Erosion and sedimentation. Fine sediments can smother bottom substrates, to the detriment of many bottom-dwelling (benthic) species, whose prey and reproductive success are dependent on clean substrates and good water quality. Fishing has overexploited populations. Overexploitation for commercial, recreational, scientific, or educational purposes. Examples of fishes that have been overharvested include salmons, whitefishes, trouts, striped bass, and sturgeons. Disease or parasitism. For instance, whirling disease, a microscopic parasite introduced from Europe, has ravaged many wild and hatchery populations of trouts and salmons in the U.S. and Canada. Other anthropogenic factors—including introduction of non-native species—which may result in hybridization, competition, and predation. Numerous introductions of fishes and other aquatic organisms, both from outside of North America and intracontinental transplants, have had severe negative impacts on native species,including some that have caused extinction.10 Climate change. Regional variation in rainfall patterns, storm events, and droughts can affect habitats and potentially have negative consequences for rare species. Conservation status Land animals make better news than aquatic animals. Media coverage of conservation issues about the world’s animals is often greatest for species that are particularly endearing to humans, such as mammals and birds, whereas perils to aquatic faunas, including fishes, are often much less publicized. This disparity is due, in part, to taxonomic bias in research and funding in the field of conservation biology.11 Based on published scientific literature, fishes, amphibians, reptiles, and invertebrates are greatly underrepresented in conservation studies relative to the proportion of species of each group known worldwide,11 and organisms in the freshwater and marine realms receive much less coverage than those in terrestrial environments.12 Among invertebrates, however, it is notable that mollusks and crustaceans, of which many species are aquatic, are generally better studied than the vast diversity of arthropods—especially insects, with the exception of butterflies and moths. Even within freshwater fishes, game, and commercial species often receive greater attention than non-game species. Fish funding and research is lacking. Major deficits in funding for faunal surveys, monitoring, basic research, and the general lack of public awareness about the conservation status of fishes across taxonomic groups and ecosystems is a significant problem. Given the myriad of threats to aquatic habitats throughout the world; the degree to which degradation of these habitats is accelerating; and the overall proportion of biodiversity represented, exceptional natural resources are at risk of being severely diminished or lost. In particular, freshwater habitats are some of the most threatened in the world.8,9,13 Moreover, aquatic systems are inextricably linked to terrestrial habitats, and pollutants and sediments from perturbed landscapes flow into lakes, streams, and rivers. New studies reveal fish are in peril. The Endangered Species Committee of the American Fisheries Society (AFS-ESC) has tracked the plight of imperiled fishes in North America for over 30 years, with the explicit aim of providing objective and unbiased status assessments independent of the influence of policy or regulatory considerations. Recently, the AFS-ESC—represented by 16 scientists from the United States, Canada, and Mexico, with the assistance of numerous colleagues— evaluated the conservation status of the entire continental fish fauna.2 In the latest assessment, approximately 40% of described North American freshwater and diadromous fish species are documented as imperiled or extinct, representing a substantial increase over previous assessments. Past conservation assessments by the AFS were limited to determining the status of distinct species and subspecies. Undescribed forms, or those not named in the scientific literature using classic Linnaean binomial nomenclature, were included where sufficient data were available to document taxonomic distinctiveness, as evidenced by unique morphological, genetic, or other attributes. In the most recent assessment, additional infraspecific taxa were included in the form of distinctive populations, or what are sometimes referred to in the scientific community as evolutionarily significant units (ESUs) or distinct population segments (DPSs, although this term has certain legal connotations under the Endangered Species Act within the U.S.).14 A taxon (taxa, plural) is a unit used in biological classification and is defined based on a natural relationship, formally recognized as one or more lineages (= clades) of descendants sharing a common ancestry. 700 freshwater fish taxa in N.A. are in peril. Seven hundred fish taxa are considered imperiled in North America’s inland waters, currently, which represent 133 genera in 36 families (see Figure 1).2 The majority of taxa are named species (63%), followed by named subspecies (13%), populations (12%), undescribed species (7%), and undescribed subspecies (5%). Previous lists from 1979 and 1989 also had about 63% listed species and 37% infraspecific taxa. Of the total taxa currently listed, 280 taxa are endangered (E), i.e., in imminent (fewer than 50 years) danger of extinction, or extirpation (loss of populations) throughout most portions of a taxon’s range. 190 are threatened (T), or in imminent danger of becoming endangered. 230 are vulnerable (V), that is, in imminent danger of becoming threatened, which is comparable to a designation of “Special Concern” by many agencies and conservation organizations. 61 are presumed extinct (X), meaning a taxon that has not been observed for over 50 years. Two subcategories are included: Possibly Extinct (Xp), a taxon suspected to be extinct, as evidenced by more than 20 but less than 50 years since living representatives were observed, and Extirpated in Nature (Xn), where all populations in natural habitats are presumed eliminated but surviving individuals are maintained in captivity. Figure 1 Chronological increase in the number of fish taxa imperiled in North American freshwater ecosystems, as assessed by the American Fisheries Society Endangered Species Committee.2 Assessments were conducted in 1979, 1989, and 2008. Delisted taxa are those that appeared on a previous list but were removed due to improved status, taxonomic invalidity, or extralimital distributions. The number of imperiled fishes represents a 92% increase over a nearly 20-year period dating to 1989. The list of imperiled taxa encompasses fishes that span a remarkable diversity of lineages, morphologies, life histories, and habitats. A taxonomic breakdown of the list and comparison to known, described species reveals disparities by family. Nearly one quarter of all imperiled taxa belong to the most species-rich family of North American freshwater fishes, the Cyprinidae, represented by the minnows and their allies. The Candy Darter is a vulnerable species found in the New River system of Virginia and West Virginia. Darters are a colorful, species-rich group of small-bodied fishes limited in distribution to North America; their greatest diversity is in uplands of central and eastern U.S. Photograph by N.M. Burkhead. Another 15% is represented by the second-most diverse family—the Percidae—that includes a large number of darters—small, colorful fishes that have their greatest diversity and abundance in clear-flowing streams of the central and eastern U.S. The Salmonidae—trouts, salmons, ciscoes, and their allies—comprise nearly 12% of all imperiled taxa, but are disproportionally represented in comparison to other families by large numbers of infraspecific taxa. Imperiled species include minnows and salmon. There are distinct geographic trends evident for imperiled North American fishes based on distributions within natural hydrologic units or ecoregions (defined by a combination of physical drainage features and faunal similarity, see Figure 2).12 Concentrations of at-risk fishes occur in the southeastern U.S., the mid-Pacific coast, the lower Rio Grande, and coastal and south-central inland regions of Mexico.1 Of particular note is the distribution of imperiled fishes in North America within ecoregions; 80% of all taxa are confined (endemic) to a single ecoregion, and another 10% are limited to two ecoregions. Much of the imperilment of the inland continental fish fauna is attributed to a combination of limited range sizes of many species and broad-scale habitat degradation. Figure 2 Numbers of imperiled freshwater and diadromous fishes by ecoregions, within North America, based on the most recent conservation assessment by the American Fisheries Society’s Endangered Species Committee.2 Why be concerned about the decline? Fish declines affect humans and other species. Loss of biodiversity on planet Earth is thought by some to be the greatest impending environmental crisis currently facing humanity.15 The decline of North American fish species and populations, as with elements of biodiversity throughout the world, directly or indirectly impacts other faunas, is detrimental to freshwater ecosystems in general, and affects humankind in a variety of ways. Freshwater fishes are important sentinels of environmental conditions and play a crucial role in the ecology and sustainability of natural ecosystems. The natural balance of both aquatic and terrestrial communities, including birds, mammals, reptiles, and other fishes, is dependent on fish populations that provide critical functions, such as cycling nutrients and serving as prey to a large variety of carnivores. The larvae of native freshwater mussels, called glochidia, require fish hosts in order to complete their life cycles. Some migratory fishes—such as shads, smelts, chars, and salmons—serve as keystone species of entire ecosystems. For instance, a variety of predators and scavengers feed on adults of migrating and spawning salmon, their eggs, fry, and their decaying carcasses. The nutrients that are transferred from the sea and incorporated into the food chain contribute to the health of forests adjacent to streams in which salmon spawn, thereby illustrating the linkage between terrestrial and aquatic habitats.7,16,17
Jones Act Repeal Bad – Irregular Warfare – 2NC

Jones Act repeal crushes irregular war fighting capability

Bonjean and Singer, 11 (Ron and Phil, “U.S. SEAFARERS, SHIPYARDS AND SHIP OPERATORS ARE CRITICAL TO NATION'S SECURITY, SAYS THE NAVY LEAGUE”, American Maritime Partnership, 4/27/2011, http://ndtahq.com/documents/NavyLeaguePolicyStatement27April2011.pdf, Deech)

(WASHINGTON, DC) A skilled Merchant Marine and strong U.S. shipbuilding industry are critical to America’s national and economic security declares the Navy League of the United States in its just-released 2011-12 Policy Statement. The 32-page document credits the Jones Act and other U.S. maritime laws with playing a crucial role in today’s irregular warfare environment. “The ability to access [the] maritime capability of ships and seafarers is essential to our national and economic security,” the Navy League said. “The Voluntary Intermodal Agreement, which includes the domestic Jones Act fleet, provides 135 ships, 213 barges and tugs, and worldwide intermodal capability. Without these commercial capabilities, the U.S. government would be required to provide significantly more funds to build a replacement fleet and infrastructure while losing the pool of highly qualified mariners needed to sail these vessels.”

Jones Act Repeal Bad – Naval Hegemony – 2NC

Repeal of the Jones Act eviscerates naval power

Bonjean and Singer, 11 (Ron and Phil, “U.S. SEAFARERS, SHIPYARDS AND SHIP OPERATORS ARE CRITICAL TO NATION'S SECURITY, SAYS THE NAVY LEAGUE”, American Maritime Partnership, 4/27/2011, http://ndtahq.com/documents/NavyLeaguePolicyStatement27April2011.pdf, Deech)

The Navy League also emphasized the critical importance of a strong American shipyard capacity. Citing the benefits of Navy, Coast Guard and commercial shipbuilding, the League said “It is essential that this nation have a policy at the highest levels of government to support and sustain an adequate industrial base capable of providing and supporting a strong Navy and maritime commerce.” The report said the Jones Act and other U.S. maritime laws boost security by adding a sealift capacity as well as an expanded pool of trained and experienced mariners to crew U.S. government-owned sealift assets. These laws also help to sustain the U.S. shipbuilding and repair industrial base that is vital to the U.S. Navy. Ninety-five percent of the equipment and supplies required to deploy the U.S. armed forces is moved by sea. “The Navy League recognizes that our military needs to maintain a strong Merchant Marine of U.S-flagged vessels and domestic shipbuilding capacity to support our armed services worldwide,” said James Henry, President of the Transportation Institute and Chairman of the Board of Directors of the American Maritime Partnership. “The domestic fleet provided fully half of the mariners needed to crew U.S. government-owned sealift vessels activated from reserve status to support military efforts in Iraq and Afghanistan, and we need to be certain the United States can continue to sustain this essential capacity.”

Jones Act Repeal Bad – Power Projection – 2NC

The Jones Act is critical to national security and military power projection

TI, 9 (Transportation Institute, think tank dedicated to maritime issues, “Jones Act/Domestic Shipping”, 2009, http://www.trans-inst.org/jones-act.html, Deech)

An undeniably vital aspect of the Jones Act is the range of national security benefits it affords the United States. First, the Jones Act fleet plays a vital role in maintaining the nation's economic security by ensuring the United States controls its essential transportation assets and the related infrastructure in both peacetime and wartime. American-owned and American-manned ships ensure the safe transport of grain down the Mississippi, ore across the Great Lakes, coal from America's heartland, and more. Without the Jones Act, America's internal network of waterways would be vulnerable to foreign shippers who don't play by the same set of safety rules or adhere to important environmental standards. America's economy relies on an efficient system of shipping, thus with foreign vessel operators playing a role, our natural resources and goods, and citizens are subject to the whims of ship operators who have a lot less at stake. Because of the Jones Act trade, American shipyards and repair yards efficiently operate during times of peace. As a result, when war places demands on these resources, they can be mobilized to repair, convert, and construct vessels for military use -- quickly and efficiently. At the same time, with the Jones Act in place, equipment manufacturers that supply the military are in business and ready to serve the nation when they are called upon to use their expertise to produce vital equipment for military needs. In addition, the actual Jones Act vessels and Jones Act crews form a ready team of professionals who play a central role in meeting U.S defense needs when they emerge -- sometimes at a moment's notice. Without this ready fleet of ships and people, the U.S. taxpayer would bear the burden of building these ships and maintaining these highly technical capabilities over many years. It has been estimated that the Department of Defense would have to spend $800 million annually to maintain these resources. For example, the SS NORTHERN LIGHTS, a Jones Act trailer-ship, typically engaged in the Alaska coastwise domestic trade, made 25 voyages and 49 port calls to the Iraqi war zone during Operation Iraqi Freedom following the Pentagon’s request and need for a fast and shallow draft vessel to move military vehicles and hardware to the conflict area. Furthermore, according to the Military Sealift Command, U.S. merchant mariners moved 90 percent of the combat cargo and supplies used by the military in the Iraq war. Jones Act vessels, whether operating on ocean lanes or inland waterways, provide training for U.S. citizens and create a ready labor pool the military can draw from when needed. These vessels provide an estimated 87 percent of the employment opportunities for the U.S.-flag fleet. With the military budget under continued assault to streamline staffing and ship requirements, it is easy to see the importance of keeping the current cost-effective manning and shipping system intact through the Jones Act. The Jones Act fleet serves as an important adjunct to government-owned defense resources, without any burden of cost to the government and the American taxpayer. Real world demonstrations such as the Gulf War, Bosnian conflict, and Operation Iraqi Freedom confirm the importance of Jones Act vessels in the mobilization of U.S. allies and in meeting logistics requirements. 
Jones Act Repeal Bad – AT: Disaster Response

The Jones Act doesn’t impede disaster response

TI, 10 (Transportation Institute, think tank dedicated to maritime issues, “Frequency Asked Questions About the Jones Act and the Gulf Oil Spill”, no date given but after mid-2010, http://www.trans-inst.org/pdf/FAQ%20Jones%20Act.pdf, Deech)

The National Incident Command (NIC) says there has been "no case" where an offer of foreign assistance has been declined because of the Jones Act. In fact, the U.S. State Department has said that "[a] number of offers of assistance have been accepted," including Mexican skimmers, Norwegian skimming systems and other assets from Canada, Germany, and the Netherlands. The Jones Act does not even apply to skimming operations outside of 3 miles from shore. Oil skimming outside 3 miles, including near the well 50 miles from shore that is the source of the leak, is completely open to foreign oil spill response vessels. That is where the vast majority of skimming has occurred so far. The Jones Act also can be waived on a case-by-case basis if there is a need but no American vessel is available to meet that need. That waiver process is always quick but it has been streamlined even further by Admiral Thad Allen and the NIC since the spill to deal with any waiver requests. Additionally, on June 16, 2010, the Coast Guard Federal On-Scene Coordinator for the oil spill determined that there is an insufficient number of specialized oil skimming vessels in the U.S. to respond to this spill. This determination allows foreign specialized skimming vessels to be deployed within 3 miles of the shore if the foreign country provides the same privileges to American skimming vessels in that country's waters.

Jones Act Repeal Bad – AT: Hurts Competitiveness

Nope — the Jones Act has a negligible effect on American competitiveness

TI, 9 (Transportation Institute, think tank dedicated to maritime issues, “Jones Act/Domestic Shipping”, 2009, http://www.trans-inst.org/jones-act.html, Deech)

An American Tradition Worthy of Protection Some have criticized the Jones Act, saying that it protects a more expensive mode of transportation that costs America more dollars. The reality is that the difference between U.S. and foreign costs for shipping can be explained entirely by the difference in costs related to taxation, regulation, labor costs, and working conditions. Americans have a higher national standard of living, compensation, and working conditions. American workers and American companies have to meet national safety regulations. American employers have to adhere to strict U.S. laws. American companies, their employees, their vendors, and suppliers all have to pay American taxes. All of these costs directly impact shipping costs, and thus American shippers. No matter how streamlined and cost-effective their operations are, they will always be at a disadvantage when compared to foreign operators who do not have to play by comparable rules. If the Jones Act was repealed, the U.S. would experience a devastating loss of maritime jobs -- a loss to the U.S. In addition to the economic damage that would result from the thousands of lost jobs, shipyards would stop investing in cost-efficient operations. Long-term shipping contracts would cease, thus the economy of scale built into those contracts would disappear. The current Jones Act fleet would begin to erode and defaults on federally-guaranteed mortgages would escalate dramatically, costing the federal government millions of dollars. Total exposure of the federal government and the owners of the vessels has been estimated to be over $1 billion, thus the government has a compelling financial incentive in seeing that the Jones Act fleet is not undermined and wiped out by foreign competition. By Necessity ... A Competitive and Innovative Industry Jones Act marine transportation is fiercely competitive, with carriers competing for spot business and long term contracts. In some markets, such as the inland grain trade on the greater Mississippi River system, a futures market exists to forward fix, speculate, and hedge grain barging commitments. Jones Act marine transportation rates are also naturally limited by competition from other modes of transportation. In virtually every market, rising maritime shipping rates trigger customers to shift cargoes to other modes of transportation. On the flip side of the coin, Jones Act trade must remain competitive and keep its costs low in order to capture cargo from competing modes of transportation, such as oil product pipelines connecting the U.S. Gulf to the Mid-Atlantic states and western coal delivered to the Southeast by rail. Foreign sourcing and transportation also imposes powerful rate ceilings on many cargo movements, such as the shipping of petroleum products on the Atlantic Seaboard. At the same time, innovative production techniques have resulted in lower construction costs. For example, barge prices are lower today than they were a decade ago. Innovative technologies and economies of scale have been developed in order to meet vigorous competition. All of this has occurred naturally within the industry, thus there is no requirement for the manipulation of outside forces in order to increase competition or innovation. It is already happening -- with very positive results for America and American taxpayers.

Jones Act Ev

Repealing of the Jones Act would destroy the American economy and the domestic maritime industry.

Cox et al, 2011 - Joseph J. is President and CEO of Chamber of Shipping of America; Matsuda, Hon. David T., Administrator, Maritime Administration; Mohr, John M., Executive Director, Port of Everett, Washington; Roberts, Michael G., Senior Vice President and General Counsel, Crowley Maritime Corporation, on behalf of American Maritime Partnership; Tellez, Augustin, Executive Vice President, Seafarers International Union (Joseph  J., “Creating Jobs and Increasing U.S Exports By Enhancing The Marine Transportation System,” Committee on Transportation and Infrastructure House of Representatives,  June 14, 2011. http://www.gpo.gov/fdsys/pkg/CHRG-112hhrg66919/html/CHRG-112hhrg66919.htm)//AS
Your support for the Jones Act is vitally important to maintaining a strong domestic maritime industry. It encourages private sector investment and keeps jobs in American hands. Our industry has faced serious concerns but more of a technical nature. It is possible for clever lawyers to define the cabotage laws out of existence without many people recognizing it. It is possible to create exceptions to the laws that are so broad or so frequent or so unjustified that those of us who invest in U.S. shipping begin to wonder whether that is a very smart business strategy. The fact that we genuinely believe in the American maritime industry, that we are willing to risk literally billions of dollars building ships in American shipyards, providing tens of thousands of jobs to American workers in the shipyards and on the vessel, that is a good start. But it is vitally important that those who make and enforce the rules support those decisions. Again, we appreciate support from this committee and from the Administration in helping making sure that these very real threats are properly addressed. In terms of what the Government can do to help create jobs and grow the American maritime industry, our message is fairly simple. Our Government needs to pay more attention to this committee and the opportunities that this committee pursues. We desperately need to modernize our maritime infrastructure, our rivers, and harbors. Money has always been the issue. We can provide jobs to Americans instead of handouts. We can transform our infrastructure at a fraction of what it would have cost 5 years ago. We can take the money we are borrowing from our children and make an investment that would actually pay dividends to our children. We know that that is an agenda that you have promoted, and we want you to know that we wholeheartedly support you in that endeavor.

Repeal of the Jones Act would destroy the shipbuilding industry and hamper the economy

MCTF, 11 – founded in 1995 to promote the U.S.-flag fleet engaged in domestic waterborne commerce. With more than 400 members, MCTF is the largest coalition ever assembled to represent the domestic segment of the U.S. Merchant Marine (Marine Cabotage Task Force, “U.S. Navy Opposes Congressional Efforts to Repeal the Jones Act”, The Maritime Executive, 1/11/11, http://www.maritime-executive.com/article/us-navy-opposes-congressional-efforts-repeal-jones-act | AK)

The news that the U.S. Navy and the U.S. Navy League support the Jones Act and oppose its repeal was applauded today by Maritime Cabotage Task Force (“MCTF”), the national coalition representing the U.S.-flag fleet engaged in domestic waterborne commerce. Both organizations dedicated to the defense of the United States have reaffirmed their support for the law, which is directly responsible for half a million U.S. jobs and vital to national security.

In response to anti-Jones Act legislation introduced earlier this year, the U.S. Navy said, “For decades, U.S. merchant mariners have provided essential support for the U.S. Navy during times of war and national crisis. Repealing the Jones Act would remove that support at a time when we are fighting two wars and facing a continuing threat from international terrorism.”

The statement comes within days of comments from Daniel B. Branch, Jr., president of the Navy League of the United States, highlighting the importance of a "strong commercial maritime industry" to a "maritime nation [like] the United States.”

The Jones Act establishes a U.S. merchant marine of skilled seafarers and U.S.-flagged ships essential for maintaining the flow of domestic and foreign waterborne commerce that is capable of serving as a naval and military auxiliary in times of war or national emergency.

“As a maritime nation, the United States depends not only on a strong Navy, Marine Corps and Coast Guard, it also requires a strong commercial maritime industry,” said Navy League National President Daniel B. Branch, Jr. “The Jones Act must be maintained so that the more than 8,000

U.S. citizen mariners can continue to provide the economic and military support that is critical to our national interests.”

The Navy League is a non-profit civilian organization with more than 50,000 members worldwide whose mission for more than 100 years has been to educate the American people and their leaders about the enduring importance of sea power to a maritime nation, and to support the men and women of the U.S. sea services.

The Navy support for the Jones Act in nothing new. In previous Congresses, the Navy opposed Jones Act repeal legislation, noting that such legislation "adversely impacts" the military need for a strong cadre of American ships, citizen mariners, and "maritime industrial base of shipyard and repair facilities."

“The U.S. Navy and the Navy League both understand that maintaining longstanding U.S. maritime law boosts our economy and helps protect our homeland,” said Mark Ruge, counsel to the MCTF. “In a time of economic uncertainty and threats to our nation, the Jones Act provides a U.S. merchant marine that promotes efficient trade and supports U.S. military and humanitarian efforts throughout the world.”

Thousands of American mariners have played a critical role cleaning up oil in the Gulf of Mexico. Jones Act vessels involved in the cleanup have included scores of the world’s largest and best equipped oil spill response vessels, dozens of technologically advanced offshore supply vessels, as well as thousands of fishing boats and other vessels of opportunity.

The Jones Act maritime industry annually generates 500,000 jobs, contributes $100 billion in total economic output, adds $46 billion to the value of U.S. economic output, provides $29 billion in wages, and contributes $11 billion in taxes.

Jones Act key to jobs, the economy, and the shipbuilding industry

AMP, 12 – the voice of the U.S. domestic maritime industry, a pillar of our nation's economic, national, and homeland security (American Maritime Partnership, “Navy League Policy Statement Says Jones Act Vital To National Security”, American Maritime Partnership, 3/23/12, http://www.americanmaritimepartnership.com/news/2012/NL%20032312.html | AK)

A recently released annual policy statement from the Navy League of the United States, Maritime Primacy & Economic Security, says the Jones Act is critical to U.S. economic, homeland and national security - serving the nation by maintaining a skilled merchant marine, shipbuilding capacity and sea lift capability.

The policy statement says the Navy League supports "The Jones Act and Passenger Vessel Act, which are important to economic and national security because they protect critical national infrastructure and provide added sealift capacity through the VISA, an expanded pool of trained and experienced mariners to crew U.S. government-owned sealift assets and help sustain the U.S. shipbuilding and repair industrial base that is vital to the U.S. Navy and Coast Guard."

The Jones Act mandates the use of vessels that are American-crewed, -built and -owned to move cargo between two U.S. ports. Similar laws and statutes apply the same ground rules to the movement of passengers, towing, dredging and marine salvage. The law boosts security by adding a sealift capacity as well as an expanded pool of trained and experienced mariners to crew U.S. government-owned sealift assets.

"We are pleased that the Navy League supports the Jones Act and understands the essential role the law plays in creating jobs and protecting our homeland," said James Henry, President of the Transportation Institute and Chairman of the Board of Directors of the American Maritime Partnership. "The Jones Act makes America more secure economically and militarily by maintaining a skilled merchant marine that supports our military while providing nearly 500,000 American jobs."

The policy statement says the Jones Act is critical to the long-term sustainability of the U.S. fleet, noting that without commercial capability, the U.S. government would be required to provide significantly more funds to build a replacement fleet and infrastructure while losing the pool of highly qualified Mariners needed to sail these vessels. In addition, the Navy League says the Jones Act has a positive impact on the U.S. economy.

"Shipbuilding, ship repair and ship modernization create well-paying jobs for thousands of workers and, when added to the equipment and material supply companies, add a large number of jobs to the U.S. work force," the Navy League says.

Repeal of the Jones Act would devastate the shipbuilding industry and the economy

Sweeney, 8 – contributor to the Professional Mariner, holds the licenses of master (oceans, any gross tons) and master of towing vessels (oceans), and regularly sails on a wide variety of commercial vessels (Capt. Kelly Sweeney, “Encourage short-sea shipping, but keep the Jones Act intact”, The Professional Mariner, April 2008, http://www.professionalmariner.com/ME2/dirmod.asp?sid=420C4D38DC9C4E3A903315CDDC65AD72&nm=Archives&type=Publishing&mod=Publications%3A%3AArticle&mid=8F3A7027421841978F18BE895F87F791&tier=4&id=1C19EA2BD23A4645A42A2A6745992DA3 |AK)

Each of these U.S. merchant mariners works on vessels plying domestic short-sea shipping trade routes. Short-sea shipping refers to the movement of cargo that does not cross an ocean. Typically that means vessels plying coastal and inland routes.

The primary U.S. short-sea shipping routes along America's Marine Highway, (a term coined by U.S. Maritime Administrator Sean Connaughton) are the Great Lakes, the inland rivers, Alaska-U.S. West Coast and between U.S. ports along the Atlantic, Pacific and Gulf Coasts.

There are many potential advantages to increasing short-sea shipping along America's Marine Highway, as advanced by the U.S. Maritime Administration. Since the amount of cargo that can be carried on a ship or barge is many times what can be pulled by a truck, increasing short-sea shipping could reduce highway congestion, cut diesel exhaust and lessen wear and tear on our bridges and highways. Total up all the companies already operating vessels on U.S. short-sea shipping routes, and you have hundreds of millions of tons of cargo moving over rivers and along coastal waterways instead of over the roads. In fact, just one U.S. company, American Commercial Line, moves around 70 million tons of cargo along short-sea shipping routes every year.

In 2006, I was one of the panelists, and only active merchant mariner, who spoke at the North American Short Sea Shipping Conference held in Vancouver, British Columbia. One speaker after another touted these and other potential benefits of short-sea shipping. Until I spoke, however, each one ignored the major question from my perspective: "How will increasing short-sea shipping on our domestic routes affect the Jones Act?"

Many countries in the world have cabotage laws designed to protect their air and sea trade routes. In the United States, these cabotage laws are the reason British Airways isn't running a shuttle passenger service between Houston and Dallas, and why Linea Mexicana doesn't have a round-trip container service between San Francisco and Hawaii. In the United States, the primary maritime cabotage law is the Jones Act. Officially known as the Shipping Act of 1920, it was enacted to prevent the mistreatment of merchant mariners (something which was commonplace in those days) and to protect our country's vital shipping and shipbuilding interests.

The Jones Act requires cargo bound from one U.S. port to another to be carried on U.S. flag ships built in U.S. shipyards — vessels which abide by the high construction and operating standards enforced in our country. At the conference, I made it clear that I strongly oppose weakening the Jones Act to allow foreign vessels and shipping companies on our domestic short-sea shipping routes.

Without question, there are some in the maritime industry who want to use short-sea shipping as a way to undermine the Jones Act. For example, a recently published feasibility study of short-sea shipping in the Massachusetts ports of Fall River and New Bedford says that "a waiver of the U.S. Jones Act" may be one way to facilitate a market in that area. A short-sea shipping study conducted for Transport Canada notes that while negotiating the North American Free Trade Agreement (NAFTA), Canadian government officials sought to have the Jones Act eliminated or changed.

The forces pushing to limit or eliminate the Jones Act always seem to be trying to find a loophole. Many of us have not forgotten that after Hurricane Katrina, the Department of Homeland Security granted a blanket Jones Act waiver for the movement of gasoline, jet fuel and other refined petroleum products. Almost immediately after the waiver was announced, charters with U.S. flag Jones Act vessels were cancelled, and soon foreign-built/foreign-crewed tankers were steaming along America's Marine Highway between the Gulf of Mexico and the East Coast — while U.S. ships crewed with U.S. mariners sat idle.

I am a firm believer in the Jones Act, because it helps protect shipyards, mariners and shipping companies in the United States. Its economic and national security benefits to our country are tremendous. U.S. shipyards bring billions of dollars into our economy and keep the domestic fleet strong by providing new vessels that meet our high U.S. standards. Unlike many foreign sailors, U.S. merchant mariners undergo extensive training and background checks, and when plying the waters along America's Marine Highway, they are always on the lookout to help keep our coasts, Great Lakes and rivers safe. U.S. shipping companies in the Jones Act trade add billions of dollars to our economy by owning and operating U.S. flag vessels. Foreign companies have no allegiance to our country, and if allowed on Jones Act routes, would almost surely try to undercut and economically destroy U.S. shipping companies — if not our entire domestic shipping industry.

From my perspective as an actively sailing U.S. merchant mariner, increasing short-sea shipping is a worthy goal, but not at the expense of the Jones Act or the U.S. shipping industry. Eliminating the Jones Act, or granting waivers allowing foreign vessels on our domestic short-sea shipping routes is not only totally unacceptable, in my opinion, it's un-American. If an unpatriotic proposal like that ever surfaces again, I will once more add my voice to those fighting it whenever and wherever asked — proudly and without hesitation.

Marine highways excel by every metric – they solve congestion problems and are capable at doing everything that land transportation does  

Borgerson et. al 8 - Visiting Fellow For Ocean Governance @ the Council on Foreign Relations (Scott, “Put Ship in Shipping,” Op-Ed, 4/8/8, Council of Foreign Relations) SV 

Transportation authorities recently closed a two-mile elevated section of Interstate 95 in Philadelphia for several days to conduct emergency repairs after discovering a 6-foot crack in a concrete support pillar. Luckily, a highway inspector noticed the widening crack and helped avert a tragic collapse such as the nation witnessed in Minneapolis last August. Baltimore is also at high risk to suffer a catastrophe from crumbling infrastructure due to the confluence of six aging major highway systems. When it comes to transportation planning, we need a detour from the usual remedy of building highways—a detour that removes traffic from the roads altogether and onto one of our most under-utilized transportation resources: the sea. The incidents in Minneapolis and Philadelphia illustrate the fragility of our nation’s interstate highway system and its vulnerability to disruption by terrorist attack, natural disaster or collapse from overuse and lack of maintenance. The American Society of Civil Engineers (ASCE) rates over 25 percent of our country’s 599,893 bridges as either structurally deficient or functionally obsolete. This situation threatens the daily commute of millions of Americans and the constant flow of goods upon which our just-in-time economy depends. And growing traffic volumes will add further strain on our interstate highway system. According to forecasts, U.S. freight tonnage will increase by 70 percent between 1998 and 2020, with trucks handling most of the increase. Expanding the highway system to accommodate more traffic is expensive. The ASCE estimates that improving the nation’s surface transportation infrastructure would require $155.5 billion annually. Contrast this with the Federal Highway Administration’s budget of $40.1 billion for fiscal year 2009. We simply have not allocated sufficient resources to pave our way out of this challenge. Fortunately, America has another, now virtually unused medium of transport. For interstate highways paralleling our shores, coastal shipping offers us a splendid alternative and a great entrepreneurial opportunity. Marine highways do not need periodic resurfacing or massive land acquisition for expansion. They only require relatively small investments at each port terminal. Increased coastal shipping would also provide a new resilience to our transportation network, thereby contributing to national security. Moreover, an alternative transport mode for heavy trucks would slow the aging process of the interstate highway system. According to a Federal Highway Administration study, trucks were responsible for 40 percent of the agency’s program costs while accounting for less than 10 percent of total vehicle miles traveled. We must extend the useful life of our interstate highways as long as possible. We might begin simply by putting trucks on ships. The shipping industry already builds vessels for that purpose, and the shore facilities for such ships are relatively simple and cheap. Trucking companies, struggling with the shortage of drivers, should welcome the opportunity to move long-haul trailers from one port to another. And they too would be pleased with less congestion on the coastal interstates. The new marine medium would be a source of new jobs, both at sea and on shore. Furthermore, studies have shown that ships have the potential to carry three times more cargo per unit of energy consumed than trucks do. Thus they can cut transport costs and lower prices across the market, with benefit to both producer and consumer. And, it gets better: New “green” propulsion systems, such as marine engines fueled by compressed natural gas, offer even lower emissions and better air quality. No more choking on diesel fumes; everyone benefits. The creaking infrastructure under I-95 near Philadelphia should be a wake-up call. The U.S. needs to find innovative ways to move heavy trucks off our strained interstate highway system. If we do nothing, increased traffic flows will lead to total gridlock. Frighteningly, the drive from Baltimore to D.C.—hardly enjoyable at the moment—could get even worse. Coastal shipping presents a more affordable alternative than adding yet more lanes to interstate highways or railroads along our shores. Marine highways are the taxpayers’ best return on investment.

Federal efforts are a pre requisite to efficacious coordination – accesses the whole case

Khandpur 11 - Chief U.S. Coast Guard Office of Marine Transportation Systems (Rajiv, “The US Marine Transportation System,” Journal of Safety and Security at Sea, Summer 2011, http://www.cmts.gov/downloads/Summer_2011.pdf#page=24) SV

The Role of the Federal Government

Even more than the other parts of the nation’s transportation system, marine transportation is a joint private and public sector enterprise. The private sector owns and operates the vessels and most of the terminals and is responsible for the commerce that flows through the system. The public sector provides much of the infrastructure to keep the system functioning in a safe, secure, and environmentally sound manner. While the responsibility of building, maintaining, and monitoring the interstate highway system rests mainly with federal and state departments of transportation, the responsibility for the MTS is carried out by many federal agencies.

For example, the National Oceanic and Atmospheric Administration surveys navigable waterways and issues charts depicting waterway depth as well as obstructions. The aforementioned locks and dams are mostly built and maintained by the U.S. Army Corps of Engineers, though the St. Lawrence Seaway Development Corporation has that responsibility on the St. Lawrence Seaway. Finally, though there are some private “ice-breakers,” most of these services are provided by the U.S. and Canadian Coast Guards.

US competitiveness banks on maritime trade – the plan resolves fundamental shipping problems by fixing inland waterways 

Long 11 – Director @ Office of Service Industries at US Department of Commerce (David, “Our Marine Transportation System: The Competitiveness Context,” Journal of Safety and Security At Sea, Summer 2011, http://www.cmts.gov/downloads/Summer_2011.pdf#page=24) SV

[Several years ago, a little-noticed public service advertisement appeared on Washington, D.C. buses. Paraphrased, it stated: “The product you’re using today was on a vessel yesterday.” While relatively few people who saw this advertisement recognized its significance and context, America’s manufacturers and shippers—indeed, all who import and export—understand this. America’s marine transportation system is the primary link in the international trade chain that connects our producers (and American jobs) to the global economy. Improving the flow of U.S. goods into global markets is crucial to improving American competitiveness in world trade, and to the success of President Obama’s National Export Initiative (also known as the NEI), which seeks to double America’s exports by the end of 2014 to support millions of jobs here at home. Any maritime element failure or chokepoint can delay the movement of these goods, resulting in higher costs, lost sales, and missed export targets. However, our maritime sector’s problems are just one aspect of the much larger competitiveness issues that face America’s entire freight system and its infrastructure. To address these issues, and to further President Obama’s goals, the Departments of Commerce and Transportation are working together in the Competitive Supply Chain Initiative. This is a comprehensive, user-focused effort to improve the efficiency and connectivity of the entire U.S. freight and supply chain infrastructure. The goal: to support domestic economic growth and boost U.S. exporters’ ability to sell their goods in the global marketplace. 

Our Marine Infrastructure in Context 

Marine transportation is crucial to American trade. For most goods in U.S. merchandise trade, a U.S. seaport is the portal through which they leave or enter our economy. Nearly 50 percent of U.S. international merchandise trade by value—and nearly 80 percent by volume—enters or leaves the United States as oceanborne trade. U.S. merchandise trade exports are particularly reliant on marine transportation, which carries 76 percent of U.S. merchandise export tonnage and 36 percent (the leading share) of U.S. exports by value. In fact, in terms of tonnage, ocean transport carries more U.S. international merchandise trade than air cargo, trucks, railroads, and pipelines combined. 1 Our maritime infrastructure is straining to keep pace with the long-term growth of U.S. trade. Channel and berth dredging at key seaports, expanded maintenance dredging in our harbors and waterways, port expansion, and improvements to port operations are all needed to support the international competitiveness of our oceanborne exports. However, our marine system stresses are only part of a much bigger problem. U.S. shippers and seaport managers alike report that the biggest impediments to trade flow are found not in our ports, but in the inland and landside links through which goods are transported to and from U.S. seaports and within the United States. 

Challenges for Shippers 

Leading business and port and transport officials have described systemic long-term deficiencies throughout America’s entire domestic transportation infrastructure, including: · lack of sufficient last-mile road and rail port connections; · overloaded and deteriorating roads and highways; · insufficient rail system and intermodal interchanges; · a general lack of communication and coordination between and among shippers, carriers, and regulators. America’s shippers say these problems have a dramatic impact on the speed and predictability of goods movement throughout the United States. A top manufacturing executive recently told Department of Commerce and Transportation officials that when all of our domestic transport and logistics system inefficiencies are taken into account, a finished good moves between Midwest locations and East Coast ports at a top speed of 12 miles per hour. Recently, one senior transport executive asked whether our policy makers really think we can substantively expand our manufacturing base with our existing supply chain infrastructure. Shippers blame these systemic problems on our failure to implement a comprehensive system-wide U.S. freight infrastructure development strategy and on our mode-specific approach to transportation planning and investment. The result, they say, is that America is not improving our freight infrastructure fast enough to keep pace with the export demands of 21st -century supply chains. This issue is critical to American economic recovery and sustained growth. In a world in which entire supply chains compete with one another, supply chain competitiveness affects the cost of every single product made, moved, bought, or sold in the United States, and whether we can meet global prices. It also determines where companies invest and hire. In contrast to the United States, our top trading partners—including Canada, Asian nations, and European Union countries—are developing comprehensive cross modal freight and infrastructure policies that facilitate the movement of their goods to meet their national export and growth goals in a global economy. To avoid falling behind these nations, and to meet the president’s goals, the United States must move quickly.] 

Inland Waterways are key to transport commodities, however the system is severely outdated

Little 11 – Chairman of the Inland Waterways Users Board (Stephen, “Inland Waterways Infrastructure Revitalization,” Journal of Safety and Security at Sea, Summer 2011, http://www.cmts.gov/downloads/Summer_2011.pdf#page=24) SV

America’s inland waterways system has many tangible benefits and an even longer list of beneficiaries. More than 600 million tons of freight commodities valued at more than $70 billion are transported each year on America’s “water highways.” That system moves about 20 percent of the coal burned to generate electricity in utility plants and around 22 percent of domestic petroleum products. The inland system also moves approximately 44 percent of the nation’s grain for export, helping our nation’s farmers to compete on the world market. Unfortunately the inland waterways system is showing its age. Many of the locks and dams were built in the 1930s, and quite a number of them are more than 20 years beyond their design life. Electronic components are failing, concrete structures are crumbling, and unscheduled emergency shutdowns occur as frequently as those that are scheduled. Additionally, many of our locks are too small for larger tows. On the upper Mississippi River, for example, nearly all the lock chambers are only 600 feet in length, while the average length of a modern tow is 1,200 feet. Consequently, tows must navigate these antiquated locks by splitting in half and transiting one section at a time. If not addressed, these problems will continue, resulting in significant and costly delays.

Waterways are integral to every aspect of trade – the US relies on waterways to maintain economic security

Carmel 11 – PhD candidate for International Political Economy @ Old Dominion University (Stephen, “Maritime Pathways of Commerce,” Journal of Safety and Security at Sea, Summer 2011, http://www.cmts.gov/downloads/Summer_2011.pdf#page=24) SV

A significant amount of global trade moves by water. Some would argue that approximately 90 percent of international trade travels via waterways. That’s close, but I contend that about 80 percent of global trade in physical “stuff” as measured by volume moves by water. Regardless, there is no argument that ocean shipping is a critical component of our overall economic security. The U.S. is a world leader in the export of agricultural products that move primarily by bulker (although containerized bulk agriculture products are becoming more common). Our oil imports move by tanker, and as U.S. production of natural gas ramps up through development of shale gas, it is entirely possible the U.S. will become a major exporter of liquefied natural gas (LNG). But even though 72 percent of U.S. trade is in bulk commodities, perhaps the most visible reminder to the average citizen of the role maritime commerce plays in daily life is the container. 4 Roughly 30,000 containers enter the U.S. by water every day, 365 days per year. China is the source of 48 percent of them. China (including Hong Kong) is also the single largest destination of U.S. containerized exports. 5 Containerization and parallel developments in information technology have led directly to the globalization we see today. Disaggregation of supply chains, trade in intermediate goods, and leveraging of comparative advantage at ever more granular levels has afforded the average consumer a range of goods almost unimaginable not long ago, at prices that are lower than could otherwise be the case, making those goods accessible to more people. Further, to the extent that our national defense is built on a strong, vibrant economy and our economy is in a large way dependent on trade, our national security is indirectly dependent on ocean shipping. Our national defense is directly dependent on ocean shipping since various weapons systems are crafted from imported materials or components. Additionally, ocean shipping is a major means by which the U.S. military deploys its equipment and supplies around the world.
 ?

Short Sea Shipping is the best mode of transportation – funding must come from both the federal and state governments in order for it to be effective

Reichgott 9 – Marine Engineer for McLaren Engineering Group (Jay, “Aging Ports Need Revitalization,” ENR, 4/20/09, LexisNexis Academic) SV

Short sea shipping (S3), the shipping of cargo or goods over relatively short distances or to nearby coastal ports, has many advantages over trucking and rail transport. In addition to reducing road congestion (its greatest benefit), waterborne transport often uses less fuel, costs less, produces less air pollution, is faster, and has greater space capacity as there are extensive shipping lanes. Despite its many selling points, S3 currently is hampered by a lack of adequate port infrastructure. Historically, rivers such as the Mississippi and Hudson were the primary means of cargo transport before the advent of the now-mature Interstate highway and railway systems shifted commerce from water to land. Today, aging piers, ferry landings and terminals in port cities such as Philadelphia, New York and Boston are underutilized but could regain their stature as epicenters of freight activity with the proper redesign to accommodate S3. The linchpin for revitalization of port facilities is investment dollars. The federal government, in concert with state governments and regional port authorities, must provide adequate funding and legislation to reinvigorate this neglected mode of waterborne commerce. Although the U.S. Maritime Administration has begun a program to foster S3, the initiative provides for only limited direct investment. To facilitate S3 most efficiently, terminals should be designed for roll-on/roll-off (RO-RO) ship traffic. RO-RO ships are designed to carry wheeled cargo such as that in trucks as opposed to lift on/lift off (LO-LO) vessels, which use cranes to load and unload cargo. RO-RO vessels require ramps that allow the cargo to be efficiently rolled on and off the vessel when in port. The ramps must be structurally efficient, adjustable to handle differences in tidal elevation and river flow and able to accommodate ships of various sizes and designs. The ramps can be built into the ships or be shore mounted, depending on the shipper’s needs and route considerations. To make a terminal RO-RO accessible, berthing facilities for ships with ramps must be developed or rehabilitated. Equally important are roadway modifications and related changes such as: Separate, expanded parking facilities for incoming and departing truck traffic; Improved road access from the parking areas to highways, including new or modified interchanges and traffic signals; Structural improvements for security facilities to account for greater activity in truck terminals; Increased support services such as fuel stations and eateries; Proper industrial engineering to maximize efficiency. All else being equal, a slower ship is more fuel-efficient, a six-hour window is better filled with two hours of loading time and four hours of shipping time rather than three hours for each. S3 is not a new concept. The Alaska Marine Highway, a state-operated ferry service, and SeaBridge Inc., a private ferry service operating along the East and Gulf coasts, successfully incorporate S3 into their menu of transport offerings. Other promising areas for S3 activity include the Pacific Ocean corridor from Seattle to San Francisco to Los Angeles; the Great Lakes; and the Mississippi, especially upon completion of the Panama Canal expansion project in 2014, which will allow passage of larger cargo vessels between Asian ports and the Gulf of Mexico. Although port space is at a premium in some areas, notably the West Coast, cities with room to develop new port infrastructure like Philadelphia, New York and Boston should optimize space with S3-ready facilities. As federal and state governments and regional port authorities ponder the best uses for remaining undeveloped waterfront property, they strongly need to consider investing in S3-accessible infrastructure. Establishing a parallel shipping lane is a more cost-effective way to boost the capacity of the country’s freight transportation network—road, rail and marine—than widening highways or extending rail lines. S3 has been sorely neglected as an efficient third mode of cargo transport. Now is the time to put the infrastructure dollar back into our waterways.

Inland Waterways are uniquely key to competitiveness; it’s more efficient and viable than other modes of transport

Maritime Executive 12 – (“Gibbs Holds Hearing on Economic Importance of Inland Waterway System,” Maritime Executive, 4/19, http://www.maritime-executive.com/article/gibbs-holds-hearing-on-economic-importance-of-inland-waterway-system, Report on hearing: U.S. Rep. Bob Gibbs (R-OH) Chairman of the Water Resources and Environment Subcommittee, Mike Steenhoek, Executive Director, Soy Transportation Coalition, Robert Dolence, Vice President, Leonardo Technologies Inc. (LTI), Major General John Peabody, Mississippi River Valley Division, U.S. Army Corps of Engineers) SV

The Water Resources and Environment Subcommittee, chaired by U.S. Rep. Bob Gibbs (R-OH), held a hearing this morning on the importance of preserving the reliability of the Inland Waterways System.

The Inland Waterways System provides a cost-effective and energy efficient alternative to truck and rail transportation and is also important to State and local economies and job creation efforts. One 15-barge tow on a river can carry as much cargo as 216 rail cars or 1,050 large trucks. However, the unreliability of the aging locks and dams on the System is making waterways a less attractive means of transportation, and moving cargo from waterways to rail or truck would produce significant national economic impacts.

“Transportation savings are a key factor in economic growth,” said Chairman Gibbs.  “As fuel prices continue to escalate, waterway transportation becomes an even more viable alternative for shippers.  But, an unreliable transportation system will inject uncertainty into decisions made by U.S. farmers and manufacturers, making U.S. products uncompetitive in world markets. 

“Letting the inland waterway system decline further would be an economic disaster to add to the Nation’s already significant fiscal problems,” Gibbs continued.  “Having an inland waterways system that is a viable alternative will keep costs down among all modes of transport.  If you take inland waterways out of the mix in terms of transportation options, costs go up and American products become less competitive in the global marketplace.  And that means lost jobs.” 
Mike Steenhoek, Executive Director, Soy Transportation Coalition, testified: “Unfortunately, while Brazil and other countries are aggressively investing in their infrastructure, we remain anemic in investing in ours.  It can be accurately stated that the U.S. is more a spending nation, not an investing nation.  A high percentage of taxpayer dollars are used to meet immediate wants and needs, rather than providing dividends to future generations.”
Robert Dolence, Vice President, Leonardo Technologies Inc. (LTI), added: “It is also interesting to note, in other work by LTI, it has been forecasted that even with sustained low natural gas prices (maintaining less than $4/MMBTU natural gas cost levels for 50 plus years) coal maintains a significant role in electric power generation, industrial and commercial use, and exports with a total coal demand staying above the 1 billion tons per year level for the next 50 years.  Based on the combined detailed modeling performed, LTI concludes the Ohio River Navigation System is a vital component to ensuring safe, reliable, low cost, domestic energy – including electricity – to our country.”

Major General John Peabody, Mississippi River Valley Division, U.S. Army Corps of Engineers, testified: “Catastrophic failure of a lock or dam at a high-volume point along one of the major waterways would have significant economic consequences because other transportation modes generally lack the capacity to either quickly or fully accommodate the large volume of cargo moved on the inland waterways. Therefore, cost and congestion of other modes (mostly rail) could be greatly affected and some cargoes may be delayed for extended periods. For example, the Corps extended a planned 18-day closure at Greenup Locks in 2006 when extensive deterioration of the miter gates was discovered. This lengthy, unplanned delay cost shippers over $40 million and several utilities came within days of having to shut down due to exhausted supplies of coal.”

Status Quo Inland Waterways are severely outdated – this leads to outages that tank the economy and competitiveness

Maritime Executive 11 – (“Hearing Focuses on Economic Impacts of Aging U.S. Inland Waterways System,” Maritime Executive, 9/22, http://www.maritime-executive.com/article/hearing-focuses-on-economic-impacts-of-aging-u-s-inland-waterways-system, Report on Hearing: U.S. Rep. Bob Gibbs (R-OH): Chairman of the Water Resources and Environment Subcommittee, Larry Bray: University of Tennessee’s Center for Transportation Research, Steve Ebke: representing the National Corn Growers Association, Mike Toohey: President and CEO of Waterways Council Inc., Stephen Little: Former Chairman of the Inland Waterways Users Board) SV

A Congressional hearing highlighted the economic importance and positive impacts on job creation of the nation’s Inland Waterways Transportation System.  The hearing focused on the physical needs of the aging locks and dams as well as challenges to improving the system’s infrastructure, including the increasing amount of time it takes to complete projects.

“Transportation savings are a key factor to growing our economy and getting Americans back to work,” said U.S. Rep. Bob Gibbs (R-OH), Chairman of the Water Resources and Environment Subcommittee.  “The continual rise in fuel prices means that waterway transportation is a more attractive and cost effective shipping method.  But an inefficient transportation system will raise costs and when transportation costs go up, the competitiveness of American-made products on the world market goes down.  And that means lost jobs.” 

Gibbs highlighted the current state of the nation’s inland waterways system, and elaborated on some of the economic impacts created by system inefficiencies.  Fifty-seven percent of the structures on the system are more than 50 years old.  Thirty-even percent are more than 70 years old.  Locks built in the 1830s remain in service today.  Age is taking its toll on the reliability of this important mode of transportation. 

“The system provides freight mobility that otherwise would be costly or even impossible to address,” Gibbs said.  “However, navigation outages along the system are increasing.  For instance, Ohio River outages have increased from 25,000 hours in 2000 to 80,000 hours today.  This trend of increasing outages is expected to continue.  While it affects the reliability of the system, it also foretells the likelihood of a major physical failure at one of the structures.  A failure could shut down navigation for a few weeks or a few years.  The enormous economic consequences would be felt nationwide.
“Addressing the infrastructure needs of the inland waterways system is not about economic benefits to a few barge companies.  It is about keeping American farms and businesses competitive and growing American jobs,” Gibbs added.

Witnesses at today’s hearing provided insight into the economic importance of inland waterways as part of a balanced multi-modal freight transportation network.

According to Larry Bray, with the University of Tennessee’s Center for Transportation Research, “The use of inland waterways to support freight transportation saves shippers (and their customers) billions of dollars annually.  Moreover, in some cases, the freight that moves by water cannot be moved any other way.  In these cases, the value of available barge transportation is literally incalculable.”  Bray said that the inland waterways transportation saves shippers and customers over $7 billion every year.

Bray described the impacts on the U.S. freight system in the event of a significant disruption of the inland waterways system: “A wholesale diversion of waterway traffic to the nation’s rail network would require roughly 100 thousand additional railroad freight cars and 2,500 additional locomotives.”  Gibbs stated that if the amount of cargo that moves by inland waterways was to move by truck, it would require 58 million truck loads.

Steve Ebke, representing the National Corn Growers Association, spoke about the importance of the system to the agriculture sector, which accounts for nearly one-third of all freight transportation services in the United States.  “Farmers move their crops and receive their inputs by barge, rail and truck,” Ebke said.  “The competition among these modes of transportation helps farmers receive the best price for their crops, meet their customers’ demand for timely delivery of products and successfully compete with foreign producers.  Without the competition that comes from access to efficient, alternative transportation methods, farmers can pay significantly more to transport their grain.

“The American farmer’s international competitiveness has always hinged on the ability to move crops to market. The lower the cost of transportation, the lower the cost of U.S. grain on the world market; thus, the more grain the U.S. is able to sell.  South American countries are investing large sums in river infrastructure to upgrade their river systems to be more competitive with the U.S.  America cannot afford to allow any aspect of river commerce to deteriorate for fear of losing export market share to South America at the expense of our agriculture industry,” said Ebke.

Mike Toohey, President and CEO of Waterways Council, Inc, the national public policy organization advocating a modern and well-maintained system of ports and inland waterways, added, “In this sluggish economy where the unemployment rate is over 20% for construction workers, these projects can put thousands of people to work right away.  And, these projects, once completed, will provide billions of dollars of activity for the American economy.”
Stephen Little, former Chairman of the Inland Waterways Users Board and president of a company that employs 350 people and operates a fleet of 35 towboats and 1,000 barges, testified about the substantial increases in the amount of time for completing navigation projects compared to years past.

“Our nation’s inland waterway modernization challenge going forward is the need to create and implement an improved program for the future.  We have an aging system that needs recapitalization,” Little said.  “We have a project funding and delivery system that is terribly inefficient, resulting in enormous wasted time and taxpayer dollars.
He continued, “In the past our nation could build 26 projects in 10 years on the Upper Mississippi River, 7 lock and dam projects in 9 years on the Illinois River, locks and dams at 10 sites in 12 years on the Tennessee-Tomibigbee Waterway, and seven new projects in 4 to 8 years following WRDA 86.  Today it is taking 30 years to build new projects in each of two locations and 14 years to build what it took 3 years to build at another location.  This is completely unsatisfactory and is wasting billions and billions of dollars of scarce national investment resources.”

Little went on to outline the Inland Waterways Users Board’s recommendations for improving the Corps’ project delivery performance.

The US needs to direct the private sector and appropriate funding – the infrastructure is there, it just needs funding 

Munoz 11 - Editor-in-Chief of the Maritime Executive Magazine (Tony, “OPED: Americas Marine Highway: Who Will Champion The National Program?”, Maritime Executive, 1/4/11, http://www.maritime-executive.com/article/2010-5-4-oped-americas-marine-highway-who-will-champion-national-program) SV

At the same time that the U.S. government remains bogged down in managing and maintaining the 160,000-mile national highway infrastructure, appropriating a 2010 Federal Highway Administration budget of $41.8 billion in the process, America’s 25,000 miles of natural waterways are already logistically capable of handling massive tonnage from the concrete highway system. Furthermore, this nation needs to address the national cargo distribution today as it is projected to grow by 73 percent over the next 25 years.

Urban areas of this country are already congested by gridlock, and the cost of building more highways to accommodate more freight would be astronomical, to say nothing about the impact on societal health care costs from additional carbon emissions. This nation doesn’t need more studies telling us that the aging railroad and existing roadway systems cannot handle more freight. It’s obvious to everyone living in America that there is already too much traffic on our roadways.

In 1957, more than 30 percent of this nation’s domestic freight moved by water. Today, less than four percent of the nation’s freight is waterborne. While the answer to highway congestion and pollution is found on our coastal and inland waterways, the government will need to provide incentives to move the AMH program forward with a sense of urgency. Currently there are 360 ports in the country that are fully capable of handling vessel cargoes, so the infrastructure is already in place to accommodate the transfer of over-the-road cargoes.
First and foremost, the Harbor Maintenance Tax must be repealed immediately because it re-taxes imported cargoes that are transferred to another U.S. destination by water. Moreover, while the tax collects $1.25 for each $1,000 of imported cargo value, the fact is the monies aren’t always used for their intended target. In fact, the Harbor Maintenance Trust Fund has been used for federal deficit reduction and other non-related activities. The tax is a bad idea whose time has passed, and repealing it is the first step in moving cargoes off concrete highways and onto the waterways.

The travesty of today’s U.S. merchant marine is that the average Jones Act vessel is 21.1 years old, and only six newly built vessels are scheduled to enter into service in 2010. Moreover, while subsidies for merchant marine services ended with the Reagan Administration in the 1980s, MARAD’s Title XI funding for 2010 stands at a meager $3.6 million. If the government is expecting private vessel operators to foot the bill to construct the necessary vessels to operate a short sea marine highway, then I’m telling you, “There’s no way to get there from here.”
What short sea shipping and the AMH program need is a high-profile “poster boy” whose name and credibility can move this strategic national program forward. There are a number of maritime executives in America whose company’s infrastructure and wherewithal can lead in revitalizing of US Shipbuilding, the US Merchant Marine, and solve the national highway congestion crisis. But, today, the Americas Marine Highway Program turns its lonely eyes to the mystical being on the horizon. Can you think of anybody?

Inland Waterways surpass other modes of transport in every way

Kruse et. al 12 – Director of the Center for Ports & Waterways @ Texas Transportation Institutes (James, “A Modal Comparison of Domestic Freight Transportation Effects On The General Public: 2001–2009”, National Waterways Foundation, February 2012, http://www.maritime-executive.com/pressrelease/national-study-updated-freight-transportation-comparison) SV

The National Waterways Foundation (NWF) has released an update of a 2007 study comparing selected societal, environmental, and safety impacts of utilizing inland river barge transportation to highway and rail transportation. Titled “A Modal Comparison of Freight Transportation Effects on the General Public,” the study was conducted by the Texas Transportation Institute’s Center for Port and Waterways at Texas A&M University. The February 2012 update incorporates data through 2009, the most recent year for which complete data is available for all the modes. It:  

• Compares cargo capacity of trucks, trains and inland river barges. One standard 15-barge river tow has the same capacity as 1,050 trucks and 216 rail cars pulled by six locomotives.   2005 and 2009 data was the same for this category, which compared dry cargo and liquid cargo capacity.  

• Shows that barges can now move a ton of cargo 616 miles with a single gallon of fuel, while trains can travel 476 and trucks 150 ton-miles per gallon.  This compares to 576 miles for barge, 413 miles for rail and 155 miles for truck according to 2005 data.  

• Determines that, after adjusting for the differences in quantity of cargo moved by each mode, for each member of the public injured in a barge accident, 95.3 are injured in rail accidents and 1,609.6 are injured in truck accidents. For fatalities, the rates are 132 trucking fatalities and 18.1 rail fatalities for every barge related fatality.  This compares to 2005 data of injury rates of 125.2 in the rail sector and 2,171.5 in the highway sector, and for fatalities, 227 in the rail sector and 155 in the highway sector.    Both the rail and trucking industries have improved their injury and fatality rates since the previous study, but both are much higher than the inland waterway industry, which has also continued to improve, although not as dramatically as the other two modes primarily because of low historical rates. 

• Looks at the environmental impacts of the three modes and concludes that inland waterways transport generates fewer emissions of particulate matter, hydrocarbons, carbon monoxide and nitrous oxide than rail or truck on a per ton mile moved basis. “We are very proud to release this updated study comparing rail, truck and inland waterways transport modes.  While we operate in an intermodal network, the fact is that waterways transportation keeps America and its commerce on the move with fewer adverse societal impacts than truck or rail,” said Michael Hennessey, Chairman, National Waterways Foundation.

Private sector development fails without federal direction

MARAD 11 – Maritime Administration (“America’s Marine Highway Report to Congress,” US Department of Transportation, April 2011, http://www.marad.dot.gov/documents/MARAD_AMH_Report_to_Congress.pdf) SV

Why Federal Leadership is Needed to Develop America’s Marine Highway 

Our nation’s current surface transportation system is largely the result of public and private sector responses to various economic and technological developments over the nation's history. It reflects the influences of changing industry and trade patterns, private and government investments, engineering and materials advances, the advent of new communications and computer technologies, and other developments. Driven largely by market forces, this system has provided the nation and the world with fast, affordable, and efficient transportation that has contributed greatly to the economic prosperity for our country. Even so, our system is not as efficient as it could be. Americans using this system experience widespread traffic congestion, dependence on foreign-produced petroleum, high GHG and other emissions, high fatality and injury rates, and noise. Heavy vehicles operating on highways and bridges generate uncompensated infrastructure maintenance costs that all facility users and/or the public at large must bear. Marine Highway services have the potential to provide cost-effective, environmentally friendly, safe, and resilient capacity that can mitigate many of these problems, but these services are only lightly utilized for the movement of commercial domestic freight or passengers. Given our nation’s long-term and successful reliance on markets to steer resources to their best uses, the question must be asked as to why market forces have not led to more use of Marine Highway services. Markets are optimal for allocating resources when the costs and benefits of an activity are well understood and factored into an investment or use decision such that the benefits of the activity are greater than its opportunity costs. Factors that affect market-based transportation decisions by private users of the transportation system include shipping costs, reliability and frequency of service, time in transportation, insurance costs, and quality of service. Other costs and benefits of our transportation system, however, are not borne by the private users who cause them. These costs and benefits are “external” to the user and typically will not influence transportation decisions made by the user. Common costs and benefits that are either fully or partially external to a transportation user’s decisions include the effect that the user's decision to transport freight on a highway has on the delay experienced by all other users of that road, or certain effects that the choice of a transportation mode may have on jobs and the broader economy, the environment, public health and safety, and national security. 13 Unless such factors are addressed in comprehensive planning, investment, regulation, or market interventions, the full potential benefits of a transportation mode to both private users and the public at large may not be realized. External benefits of America’s Marine Highway that are often unrecognized in current transportation planning and investment decisions belong to the following categories: Support for new and existing vessels and mariner jobs that are useful to the nation in times of both peace and national emergency; Immediate relief of surface transportation congestion, particularly on routes that provide landside access to urban ports; Abundant and cost-effective new freight capacity; Reductions in highway and bridge maintenance and repair costs; Creation of a diverse and more resilient transportation system; Improved environmental sustainability of the surface transportation system, including reduced per ton-mile energy consumption and emissions; and Benefits to public safety and security. All of these benefits are in addition to the low-cost freight and passenger services that water transportation has historically provided and which are already considered in private decisions concerning the use of the Marine Highway. These external benefits are described in the sections of this report immediately following this introduction. The correct valuation of such benefits in planning and investment decisions could justify a much greater role for America’s Marine Highway as part of a balanced national transportation system. USDOT, with its responsibility to develop and implement national freight and passenger transportation strategies and target public resources to satisfy public needs across State and other jurisdictional lines, is best positioned to see that this role is realized. The Federal government is also well situated to coordinate the development of national standards to ensure the compatibility of infrastructure and equipment throughout the Marine Highway system. MARAD is currently working closely with other USDOT modal administrations and the Office of the Secretary of Transportation to develop national transportation strategies that maximize the positive contributions of Marine Highway services.

Expanding maritime transport solves a litany of problems – congestion, efficiency, jobs, and reliability

MARAD 11 – Maritime Administration (“America’s Marine Highway Report to Congress,” US Department of Transportation, April 2011, http://www.marad.dot.gov/documents/MARAD_AMH_Report_to_Congress.pdf) SV

IMPROVING OUR NATION’S ECONOMIC COMPETITIVENESS WHILE CREATING AND SUSTAINING JOBS 

The efficiency of the surface transportation system underlies the efficiency of the entire national economy. As recently stated by the National Surface Transportation Policy and Revenue Study Commission: Transportation is the thread that knits the country together, providing the mobility that is such an important part of overall quality of life and is so deeply embedded in our culture and history. Highways, transit, rail, and water systems provide unprecedented access to jobs, recreation, education, health care, and the many other activities that sustain and enrich the lives of American families. 22 The Federal Highway Administration (FHWA) of USDOT reports that the U.S. surface transportation system moved an average of 53 million tons of freight each day (including bulk movements on water) worth $36 billion in 2002, and estimates that by 2008 this freight tonnage had increased by 11.2 percent, reaching 58.9 million tons per day. Nearly 10 percent of this tonnage is imports and exports. 23 The surface transportation system also accommodated more than 13.6 billion passenger miles each day in 2007. 24 Although the surface transportation system has handled traffic levels exceeding original design plans, demand for freight and passenger movement has grown more rapidly than capacity for the last several decades. The rapid growth in demand and the resulting capacity constraints became evident in parts of the U.S. freight transportation system during the 1990s and became a growing source of national concern particularly in the last decade. As noted recently by the Transportation Research Board, rising freight congestion threatens to impair economic productivity with the most visible congestion occurring at certain important nodes of the system and their surrounding areas, including the largest seaports and at terminal operations at inland hubs like Chicago. 25 Similarly, the issue of congestion for travelers on highways, transit, and rail systems has become severe in certain urban areas that are the major contributors to the nation’s economic productivity. For commuters, traffic congestion can seriously impinge on quality of life. America’s Marine Highway is available to bring significant freight congestion relief along certain corridors. A study for USDOT estimated that there were a total of approximately 78.2 million trailer loads of highway and rail intermodal cargo that moved between origins and destinations 500 miles apart along the U.S. contiguous coasts in 2003. 26 This long-haul coastal truck and intermodal traffic accounted for 15 percent of total 527 million trailer loads of U.S. intercity truck and intermodal rail traffic in 2003. These movements do not include empty trailer movements or the container and trailer traffic moving on inland surface freight corridors that are also served by the U.S. inland waterway system. Moreover, they do not include potential freight on short-haul Marine Highway services. 27 As will be discussed in more detail below, congestion at major ports can occur as freight volumes increase, as was demonstrated early in the last decade when some ports experienced double-digit year-on-year growth in international freight volumes. One benefit of expanding the Marine Highway system is that international containers could be transferred at major ports to and from Marine Highway services, bypassing the need to use congested urban landside access routes. Vessel operators serving purely domestic trades could bypass deep draft ports altogether, also reducing congestion at these ports. Most of the nation’s smaller ports can handle substantial growth in container movements (subject to acquiring specialized equipment) with little or no congestion at the ports or on adjacent roads. MARAD has not yet calculated the potential volume of Marine Highway movements of cargo through and around congested ports in U.S. markets, but such movements constitute a major share of the container traffic moved by water in Europe. Several recent startup U.S. Marine Highway services have or will specialize in the transshipment of international containers, including an Oakland to Stockton and West Sacramento, CA service and a Norfolk to Richmond, VA service (see later report section on Other Progress – Marine Highway Services). It is unlikely that Marine Highway services will offer a significant contribution to the long distance movement of passengers within the United States given the relatively low speed of water service. However, passenger ferry services between or within highly congested cities can provide important relief to local traffic congestion and needed transportation redundancy for emergency situations. Urban areas account for the great majority of U.S. traffic congestion. Jobs America’s Marine Highway can support the creation and sustainment of desirable jobs for Americans. These jobs are provided through direct employment in marine transportation services and shipbuilding, as well as other services that support marine transportation. Water transportation positions are beneficial to both workers and the nation. The Bureau of Labor Statistics (BLS) reports that earnings for water transportation positions are higher than most other occupations with similar educational requirements for entry-level positions. 28 As of 2008, the nation’s domestic and international water transportation industry supported approximately 65,200 direct jobs, with an additional 97,000 jobs in port-related activities and 104,500 jobs in shipbuilding and repair. 29 The water transportation industry generated some $36.1 billion in gross output in 2007, of which $10.7 billion was value added. 30 Many of the water transportation jobs exist in the inland waterway and coastal systems moving bulk products to our gateway ports. Marine Highway services can take many forms, ranging from self-propelled vessels operating between coastal ports to tug-and-barge services serving ports along inland and coastal waterways, and can serve various freight markets and schedules. A typical tug-and-barge service carrying containers between ports offers employment opportunities for the vessel crew, stevedores, and terminal workers who facilitate the intermodal transfer of cargo to and from the barges. Such job growth may or may not substitute for jobs in other transportation modes, depending on the markets affected and the design of the service (see below). The U.S. Coast Guard (USCG) is responsible for the credentialing of U.S. mariners. With certain exceptions, individuals employed on U.S.-flag merchant vessel of 100 gross tons or over must hold a valid Merchant Mariners Credential (MMC) issued by USCG. 31 The MMC is a form of identification and contains the qualifications that a mariner holds based on training, experience, and completion of necessary examinations. Beginning April 15, 2009, all mariners holding an active license, certificate of registry, Merchant Mariner Document (MMD), or MMC issued by USCG must also hold a valid Transportation Worker Identification Credential (TWIC) issued by the Transportation Security Administration (TSA). 32 The TWIC was established by Congress through the Maritime Transportation Security Act and is administered by TSA and USCG. TWICs are tamper-resistant biometric credentials that are issued to workers who require unescorted access to secure areas of ports, vessels, and outer continental shelf facilities, and to all credentialed merchant mariners. Merchant mariners are critical to the national security and economic needs of the nation. In addition to their importance as human resources for the nation’s transportation system, many play a vital role in for crewing ships during national emergencies and wartime situations (see section below on The Marine Highway and National Defense). Qualified mariners must be ready and available when a national emergency occurs – the time required to train new mariners would make it impractical to mobilize U.S. sealift in an emergency if mariners were not already on hand. The United States is also well positioned to meet the demand for new mariners. There are seven merchant marine academies in the United States that graduate over 700 ship officers and engineers annually. 33 Private operators, labor unions, and other associations also provide training. Over the last decade, at least 19 maritime high schools began operations in the United States. 34 In 2008, MARAD announced a new curriculum for these schools that will help prepare the next generation of high school graduates for maritime jobs. Expanded use of Marine Highway services has the potential to generate orders for new vessels. These orders could help to revitalize the U.S. shipbuilding industry and support the nation’s skilled shipyard labor base through the construction of self-propelled vessels specifically designed for container and trailer freight movement and passenger trades, such as roll-on/roll-off (RoRo) trailer ships and ferries (see section below on The Marine Highway and National Defense). The direct number of jobs created per vessel constructed would vary by vessel size and type. Building a larger self-propelled coastal ship to transport trailers and containers might generate up to 600 job years of direct labor at the shipyard 35 Indirect jobs (jobs at steel producers and other suppliers to the shipyard) and induced jobs (jobs supported in the general economy due to spending of workers’ wages) would add significantly to the overall employment impact. Construction of Marine Highway vessels built to a standard design and in serial production runs would also reduce per vessel costs and could lead to more vessel orders and jobs over the longer term. Growth in Marine Highway activity will also support land-based job opportunities – such as short-haul truck drivers and logistical business positions at Marine Highway ports. Job creation on vessels and in ports due to the growth of the America’s Marine Highway system depends largely on the numbers and locations of Marine Highway corridors and services that eventually emerge, future growth of domestic freight movements, future funding of infrastructure in water- and land-based transportation modes, and the complex tradeoff of jobs among these modes as one modal system gains proportionately more traffic than another. Ultimately, however, the principal source of new employment from America’s Marine Highway will be its contribution to the efficiency and flexibility of the nation’s supply chain, as described in the following sections of this report. By having access to a reliable transportation alternative that can be expanded at modest cost when compared to surface transportation services, U.S. businesses can better react to changing supply chain circumstances, such as rising fuel costs, and thereby realize productivity gains and improved profitability. Profitable and productive businesses experiencing growth are the chief sources of new demand for workers throughout the economy.

Waterways are cost-effective, resilient, and prevent land infrastructure degradation, which saves millions in a short time frame
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Cost-Effective Capacity Expansion 

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. 46 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 I95 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. 

Maintenance Cost Savings for Surface Infrastructure 

Much of the wear and tear on our nation’s road system is due to use by heavy trucks. The effect of truck weights on pavement and bridge maintenance costs is influenced by many factors such as vehicle gross weight, number and spacing of axles, pavement thickness and type, bridge type and span length, volume of truck traffic, numbers of overloaded trucks, effectiveness of enforcement of weight limits, etc. FHWA's Cost Allocation Study estimated that a five-axle combination truck with a gross vehicle weight of 80,000 pounds operating on urban interstate highways causes almost $0.41 in pavement damage per vehicle mile traveled (VMT) (this cost falls to less than $0.13 per VMT on rural interstates). 47 Adverse impacts can be greater, however, particularly for overloaded trucks that operate at gross vehicle weights exceeding 80,000 pounds. 48 Research indicates that certain truck configurations can be used to minimize the additional damage caused by trucks heavier than 80,000 pounds on pavements. However, these trucks would still cause stresses that exceed bridge design levels and shorten bridge life. Building or strengthening bridges to accommodate trucks heavier than 80,000 pounds throughout the highway system would impose substantial, although as yet un-quantified, costs to the nation. 49 Marine Highway services can accommodate the heaviest of containers and trailers without adverse impact to land-based or marine infrastructure, although in some cases terminal container yards and roads may require strengthening. Use of America’s Marine Highway could therefore reduce lifecycle maintenance and replacement costs of surface infrastructure along selected corridors where heavy industrial or agricultural cargoes are carried. Actual impacts and savings would depend on the number of heavy and overweight cargoes transferred to water, enforcement of truck weight limits, the availability of drayage roads for overweight cargoes, the condition of the existing highway and bridges, and other factors. Similarly, shippers using America’s Marine Highway could benefit by realizing efficiencies of heavier container weights per shipment. In cases where cargo reaches the highway weight limits before the container's volume is completely utilized, shippers can find additional savings in the water option by utilizing all of the container's volume. For example, a shipper fitting 20 percent more cargo by weight into a container being shipped by water can experience an immediate and material savings on transportation costs. This is particularly attractive to U.S. exporters of the heavy industrial and agricultural commodities that will play an important role in the nation's economic recovery. America’s Marine Highway may therefore offer a more competitive alternative for shippers of overweight and oversize cargoes. Benefits of a More Balanced Freight Transportation System to the Economy 

America’s Marine Highway has an important role as an alternative and supplement to highway and rail movements of freight and passengers. An important component of the value of this role stems from its contribution to resiliency of the surface transportation system and in providing options to shippers and passengers who might otherwise be captive to another transportation mode. A Marine Highway corridor that is fully integrated with landside infrastructure can help to maintain critical interstate, regional, and local personnel and freight flows even in the case of multiple landside failures, such as downed bridges or flooded highways. The value of this resiliency to shippers and the economy at large is real and can be enormous when disasters and other blockages occur (see section of this report on Public Safety and Security). Even if such extreme events were not to occur, resiliency has a day-to-day value to the public. Economists attempt to measure day-to-day benefits of this resiliency through “option values.” Water transportation services, such as passenger ferries, may have an option value to car-owners who value the opportunity to use the ferry service at those times when their vehicles are unavailable (due to breakdowns or weather), highway bridges become congested due to traffic incidents, or when they cannot drive (due to physical impairments). Thus, even though they may not use the water service frequently or at all, its availability has a real value to them. The same logic would be true, more broadly, for freight shippers and the nation at large with regard to the Marine Highway system. Although some shippers may choose not to use Marine Highway services, their availability during times of disruption to a preferred mode is of real value. Further research would be needed to quantify the option value of this system. In a more direct sense, America’s Marine Highway offers real savings to shippers because it represents a competing transportation mode to rail and highway service. Shippers who have access to more than one competitive long-distance modal service may experience lower shipping rates than do shippers who have access to only one suitable long-distance mode. 50 This is because a transportation provider is less likely to charge a rate premium when a customer can easily switch to a competitive mode. The value of having access to competing modes can be quite high even if one of the modes is less used than the other.

The AMH is fuel efficient – it reduces vulnerability to oil price shocks
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A MORE ENVIRONMENTALLY SUSTAINABLE TRANSPORTATION SYSTEM

America’s Marine Highway offers the potential of significantly enhancing the environmental sustainability of the nation’s transportation system. In particular, water transportation is often the most energy-efficient means of moving cargo between two points, with corresponding reductions per ton-mile in greenhouse gas (GHG) emissions. Similarly, with appropriate technology and regulation, water transportation is an environmentally-friendly transportation mode that can reduce noise and air pollution and have minimal impacts on water quality. 

Energy Conservation – Reduced Reliance on Imported Oil 

The U.S. Department of Energy projects that overall energy consumption by the U.S. transportation sector will continue to grow gradually for decades into the future, principally due to light- and heavy-duty highway vehicles (see Figures 2 and 3). 51 The highest growth in energy consumption as measured both in absolute and relative terms will be for heavy-duty highway vehicles, particularly freight trucks. Freight trucks are expected to account for 38 percent of the expected overall increase in energy consumption in the transportation sector by 2035, even though freight trucks currently account for less than 17 percent of total energy consumption in this sector. 52 When light-duty vehicles (e.g. cars and pickup trucks), commercial light trucks, buses, and freight trucks are counted collectively, growth in energy consumption in the highway sector will account for 78 percent of the 4.6 quadrillion BTU growth in transportation energy demand by 2035. This growth is expected to occur despite aggressive new standards established by the Energy Act of 35 miles per gallon average fuel economy for cars and light trucks. By 2035, the transportation sector is predicted to remain as the second-largest energy user in the nation after the electric power generation sector. 53 Further, the transportation sector is expected to continue to dominate petroleum and other liquid fuel consumption through 2035 (see Figure 2). There has long been recognition of the need to reduce our nation’s reliance on fossil fuels as an energy source, particularly because this reliance exposes our economy to price shocks and supply disruptions caused by foreign geopolitical events. The Federal government has made important strides in improving the fuel economy of automobiles and light duty vehicles, and the President recently announced that USDOT/National Highway Traffic Safety Administration (NHTSA) and EPA will issue fuel efficiency and GHG emissions standards for commercial medium- and heavy-duty vehicles beginning with model year 2014. 54 Even with potential improvements in truck fuel efficiency, however, policies that encourage the use of freight transportation modes that are already several times more fuel efficient than trucking per unit of freight can help reduce our nation’s overall energy consumption in the transportation sector. USDOT believes that the potential for modal shifts of domestic cargo from land-based transportation (particularly highway) to water currently exists in specific transportation markets and longer distance routes. An expanded or enhanced Marine Highway system could lead to more Marine Highway services being available to more shippers in more of these markets. Research has measured the potential benefits of using more energy-efficient transportation services. One recent study found that while trucks, on average, can carry one ton of freight for approximately 155 miles on a gallon of diesel fuel (i.e., 155 ton-miles of freight per gallon, equivalent to 842 BTU per ton-mile 55), rail achieves 413 ton-miles of freight per gallon (316 BTU per ton-mile), and a tug-and-barge operation can get as much as 576 ton-miles of freight to a gallon of fuel (227 BTU per ton-mile). 56 Additionally, self-propelled oceangoing vessels can have significant energy efficiencies over land-based modes, particularly in the case of larger vessel sizes. 57 Not all studies agree in their estimates of modal fuel efficiencies. 58 Differences in fuel efficiency estimates among studies can be accounted for by numerous factors, including: when the study was conducted (engines are becoming more fuel efficient); haul distances and the availability of backhaul cargoes; the type of commodity being shipped (e.g., coal, grain, or other goods); ship size, hull shape, operating speed, engine type, fuel type, and capacity utilization; dependency on trucks for bringing cargoes to vessel or rail transfer points; assumptions about barge queuing and delays at inland waterway locks and ports; assumptions about bulk trainload and unit-train operations; assumptions about mixed freight carload traffic, trailer-on-flatcar, and container-on flatcar traffic; and other factors that will vary from market to market. Collectively, however, research supports the inherent fuel efficiencies of marine transportation services. As such, shifting cargoes from pure long-distance land movements to water transportation in certain corridors would result in energy savings. These corridors include coastal corridors and those along inland waterways and the Great Lakes. Additional research, some sponsored by MARAD, will identify specific markets and routes within these corridors where shifting from land transportation to water transportation would yield the greatest potential energy savings. Water will not be the most energy-efficient means in all travel corridors, of course, particularly where routes are more circuitous or navigable waterways are not within reasonable proximity to shippers and significant drayage is required. Similarly, origin-to destination trucking can have energy-efficiency advantages over water and rail transportation, particularly for short haul freight movements where goods must be trucked to and from vessel and rail loading facilities. Fewer than 10 percent of large trucks typically travel to places more than 200 miles away, although these trucks account for 30 percent of the large truck mileage. 59 Shifting cargo to more energy-efficient transportation modes could have important long-term social and economic benefits for our nation. Fuel efficiency, however, is but one of an array of considerations that affect the choice of shipping mode by private industry, and even here only indirectly through its impact on shipping costs. In many cases, the quality, convenience, frequency, speed, and reliability of a transportation service are critical factors in shippers’ choices of a transportation mode that outweigh higher costs of a particular service attributable to higher fuel consumption. Accordingly, except under situations of extraordinarily high fuel prices that significantly increase shippers’ costs, the broader range of national benefits associated with reducing fuel consumption by using water transportation will not be realized unless national policies promote the use of America’s Marine Highway.

Marine transportation considerably reduces carbon emissions
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Reduced Greenhouse Gas Emissions 

There is a global recognition of the need to reduce the amount of GHG emissions released into the atmosphere as a result of human activities. Scientists are monitoring rising global temperatures and weather events, including droughts and more severe hurricanes, which are likely influenced by rising GHG emissions. The United States is second only to China as the world's leading producer of GHG, and within the United States, the transportation sector is second only to electricity generation as the source of GHG emissions (see Figure 4). Although significant reductions in GHG emissions per vehicle mile are expected from light duty vehicles (cars and light trucks) due to the mileage standards imposed by the Energy Act, USDOE projects that overall GHG emissions from all transportation sources will increase by 195 million metric tons as of 2035, or 10 percent, from 2008 levels. Approximately 116 million metric tons of this increase, or 59 percent, will be attributable to growth in heavy truck emissions. 61 These USDOE projections are subject to change, however. The Energy Act directs USDOT, acting through NHTSA, to develop a fuel efficiency improvement program and adopt a fuel economy standard for medium- and heavy-duty trucks. 62 Also, in May 2010, the President announced that USDOT/NHTSA and EPA will issue fuel efficiency and GHG emissions standards for commercial medium- and heavy-duty vehicles beginning with model year 2014. Accordingly, NHTSA recently issued a “Notice of Intent to Prepare an Environmental Impact Statement for New Medium- and Heavy-Duty Fuel Efficiency Improvement Program.” 63 Because the rulemaking process is just beginning, it is too early to assess the impact this program will have on GHG emissions. The greater use of water transportation could generally reduce emissions of carbon dioxide (CO2), an important GHG, relative to other transportation modes. International Maritime Organization data reflect general values ranging from 117 grams up to 264 grams of CO2 per ton-mile of freight for trucks, 15 grams up to 73 grams of CO2 per ton-mile for U.S. railroads, and from less than 10 grams to up to 88 grams of CO2 per ton-mile for self-propelled oceangoing ships. 64 In terms of the movement of containers and trailers, the range of CO2 emissions for rail is likely to be from 51 grams up to 73 grams per ton-mile; for self-propelled ships the range would be from 53 grams (small containership) to 88 grams (small RoRo) per ton-mile. The use of larger self-propelled ships would likely lead to a lower range of CO2 emissions. Many Marine Highway services, particularly those linking to the inland waterway system and along shorter coastal routes, will rely on tug-and-barge operations. A study by the Texas Transportation Institute calculates that tug-and-barge operations can carry freight at a carbon cost of as little as 17.5 grams of CO2 per ton-mile. 65 Future regulation of carbon emissions or monetization of their impacts would incentivize greater private use of and public support for Marine Highway services, but until such time, the benefits of water transportation, in terms of GHG emissions reductions, will not be reflected in comparative modal shipping rates.

Title XI loan guarantees are the best funding mechanism and solve 100% of the case

Margaronis 8 - President of Santa Maria Shipowning & Trading Inc. (Stas, “Marine highway would ride wave of economic benefits,” Seattle Pi, 12/1, http://www.seattlepi.com/local/opinion/article/Marine-highway-would-ride-wave-of-economic-1293286.php) SV

Currently, the United States is experiencing low levels of investment in transportation, clean air, manufacturing, fuel-efficiency and family-wage jobs. Instead of spending billions of dollars bailing out financial institutions, the United States needs to invest in those specific areas to jumpstart the economy. A "U.S. Marine Highway" achieves those objectives as new, fuel-efficient U.S.-built ships can take thousands of trucks off U.S. roads and reduce truck carbon emissions that contribute to global warming, while also generating cargo-handling jobs at U.S. ports and jobs on U.S. ships. This green marine highway can be built using Maritime Administration Title XI loan guarantees rather than outright grants. Using Title XI, taxpayers would spend only $165 million to guarantee $3.3 billion in bank loans for construction. That equates to $50 million for a ship that will carry 300 53-foot truckloads of cargo. With those funds, 66 fuel-efficient ships can be built to carry the cargo of 20,000 truckloads along the East and West Coast corridors, creating thousands of new, high-paying jobs for welders, fitters and crane operators at shipyards. Thanks to the Title XI loan guarantee program, banks can finance the construction of ships backed by a 5 percent taxpayer-financed loan loss reserve, which amounts to 5 cents for every dollar of bank loans. The loan guarantee lowers the risks to financial institutions and the ship owner pays a premium for the guarantee to defray the cost to taxpayers. Another taxpayer savings can be seen in the proposed $5.5-billion widening of one highway, the 710 freeway in Southern California that connects the ports of Los Angeles/Long Beach. That $5.5 billion is a great deal more than the $165 million in taxpayer guarantees for 66 new ships. In addition, the 710 road widening may not be necessary if a majority of the daily truckloads traveling on that road were shifted onto ships. The risk is further reduced because U.S. law, the Jones Act, requires that all coastal ships be built in the United States and manned by U.S. crews so the work cannot be outsourced to foreign competitors. A proposal to add default insurance to the program further reduces risk. One heavy truck carrying 25 tons of freight consumes 370 percent more fuel per ton than a tug and barge carrying 1,750 tons of freight. A similar size truck consumes 400 percent to 500 percent more fuel than a ship. Using ultra-low sulfur diesel, ships can reduce carbon emissions by 75 percent or more compared with a truck traveling the same distance. Funding ships that consume only 25 percent of the fuel required to transport a truckload of freight would generate a national economic stimulus by lowering transportation costs for shippers and consumers. From an environmental standpoint, ships can be powered by ultra-low sulfur diesel, just like new, cleaner trucks. Further, batteries from solar or wind sources can soon power these ships and create zero carbon freight corridors. Truckers can then focus on short-haul harbor pick-ups and deliveries rather than wasting time and fuel in long-haul traffic. The marine highway will provide a more integrated transport system that can remove 20,000 truckloads of cargo from the East and West Coast corridors and reduce U.S. dependence on foreign oil. That would generate a national economic stimulus by lowering transportation costs for shippers and consumers.

Congestion and highway inefficiency costs the US billions of dollars a year – a switch to SSS eliminates those problems

Perakis and Denisis 8 – Professors of Naval Architecture and Marine Engineering @ University of Michigan (Anastassios and Athanasios, “A Survey of Short Sea Shipping and its Prospects in the USA, Maritime Policy and Management, December 2008, Taylor and Francis) SV

Furthermore, the increase of general cargo transportation, which is been carried mostly by trucks, has caused environmental and societal problems, such as traffic congestion, air pollution, highway accidents and increased energy consumption. In 2007, congestion cost an estimate of $78 billion in wasted fuel and lost time [2]. Truck traffic contributes significantly to congestion on major coastal interstate highways, such as the I-95 and the I-5. Highway or even rail expansions are too costly and require a significant amount of time to accommodate this imminent freight traffic growth. The US Federal Highway Administration (USFHWA) estimates that the average cost of highway construction is $32 million per lane mile, without including the cost of interchanges, bridges, or other environmental costs. Short sea shipping (SSS) is a sustainable and environmentally friendly solution for the capacity and mobility problems of the US freight transportation system. Although there is no worldwide consensus on the definition of SSS, the definition given from the US Maritime Administration (MARAD), ‘as a form of commercial waterborne transportation that does not transit an ocean and utilizes inland and coastal waterways to move commercial freight’, is the most widely accepted. The focal point of SSS in the US is the transportation of containerized general cargo. SSS offers many advantages over the land-based transportation modes; it is more energy efficient, more environmentally friendly, safer and requires less public expenditures on infrastructure. It can add more capacity to the transportation network, which is necessary in order to accommodate the future growth of the international trade, at a relatively low cost. Overall, SSS can generate more public and environmental benefits.







