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RESTORING AMERICA’S RIVER

EXECUTIVE SUMMARY

In the 1930s, America was in turmoil due to the Great Depression. Jobs were in short
supply, so Congress fast-tracked large, government-funded construction projects —
including alock and dam system on the Upper Mississippi River and Illinois Waterway
(UMR-IWW) - to drive economic recovery. Commercial navigation on the UMR-TWW
had all but disappeared after the region’s timber boom ended at the close of the 1800s —
that is, until Congress authorized construction of new locks and dams and a system for
barge transportation.

Unfortunately, the structures built to facilitate barge navigation on the Mississippi River
significantly damaged river ecosystems. The UMR-IWW no longer fluctuates seasonally.
Floods do not provide access to calm backwaters for fish to rear their young. Low flows
that provide the right conditions for native aquatic plants to gain hold and grow have
dramatically decreased. Native aquatic species — and the fish and wildlife that depend on
them - are being threatened by significant habitat degradation. Gone are the small islands
where migrating ducks and geese built their nests and hatched their young. Increased
sedimentation is smothering native plants and fish habitat alike.

Transportation on the river is important for the region, but it is not a growing sector

of the transportation industry. Traffic plateaued in the 1980s, and since the mid-1990s,
commercial navigation on the UMR has continuously declined and is expected to remain
low in the decades to come. Despite this decline in barge traffic, the U.S. Army Corps of
Engineers (Corps) proposed a series of massive new lock projects on the UMR-TWW.

As part of the Navigation and Ecosystem Sustainability Program (NESP), the Corps
proposed constructing seven new 1,200-foot locks on the UMR and handcufted river
restoration funding to this expansion of navigation infrastructure. New construction on
the river would further damage water quality and fish and wildlife habitat while providing
questionable benefits for the American people.

In 2010, the Nicollet Island Coalition (NIC) released a report, Big Price-Little Benefit:
Proposed Locks on the Upper Mississippi and Illinois Rivers Are Not Economically Viable,
documenting the unsubstantiated economic justification for the proposed 1,200-foot
locks. The report detailed declines in barge traffic that have left the lock-and-dam system
operating well below its current capacity, negating the need for expanded lock capacity.

Our report helped drive a new conversation about NESP. The program has not been funded
since Fiscal Year 2011 and today the Corps is drafting a new direction for NESP. Although
the new NESP strategy is not finalized, preliminary discussions indicate that many of the
concerns expressed in NIC’s 2010 report should be addressed. This encouraging news
comes as Congress considers the Water Resources Development Act (WRDA) — multi-year
legislation that governs construction of navigation, flood control, and other water resource
infrastructure and environmental restoration conducted by the Corps.

In this report, the Nicollet Island Coalition reviews how existing federal programs can

be used to restore the UMR-IWW and create more diverse local economies along the
river while maintaining the river’s role in America’s transportation system. As the next
Water Resources Development Act is drafted, this report will provide Congress and
taxpayers with environmentally and economically sound recommendations for improving
these programs.



NIC has identified several actions that
Congress should take through the Water
Resources Development Act and related
legislation to improve Upper Mississippi
River restoration and river resource
management. The recommendations are
grouped into those related to navigation,
restoration, and planning.

Navigation has been important for the
economy in the Midwest. Many farms
export grain via the Mississippi River, and
other businesses move coal, fertilizer, and
aggregates around the region on the river.
However, navigation traffic plateaued in
the 1980s and has been in decline since the
mid-1990s. Due to these declines, projects
that expand navigation infrastructure

are not smart investments. Congress
should deauthorize projects that are not
economically justified, adequately fund
rehabilitation and maintenance projects to
prevent lock closures, deauthorize outdated
and unfunded projects, and protect
taxpayers from paying an unfair proportion
of these costs.

To achieve needed changes, the Nicollet
Island Coalition recommends the following
actions:

1. Deauthorize the Navigation and
Ecosystem Sustainability Program (NESP).
As part of this effort, Congress should

a. Move the restoration component
of NESP to the Upper Mississippi
River Restoration-Environmental
Management Program (UMRR-EMP).

b. Separately authorize and fund non-
structural navigation improvements.

2. Provide adequate and on-time
funding for maintenance, rehabilitation,
and construction.

3. Deauthorize outdated and unfunded
water resource projects.

4. Protect taxpayers by not authorizing
amendments to the Inland Waterways
Trust Fund that shift more of the cost
burden onto taxpayers.

Restoration on the UMR is primarily
accomplished through the Upper
Mississippi River Restoration-
Environmental Management Program.
This program is complemented by the
smaller Illinois River Basin and Kaskaskia
River Basin Restoration Programs.

These three programs are improving
habitat through restoration projects

and increasing our understanding of the
UMR ecosystem through monitoring.
However, comprehensive restoration can
be significantly improved if Congress
adopts the following policy changes:

1. Increase funding for restoration

programs.

2. Expand the geographic area under
the authority of the Upper Mississippi
River Restoration-Environmental
Management Program to include bluffs

and tributary confluence deltas.

3. Reconnect and restore floodplains
through the Upper Mississippi River
Comprehensive Plan.

4. Fund conservation programs
authorized in the federal Farm Bill.

S. Re-couple conservation compliance
with crop insurance in the Farm Bill.

Planning is guided by the federal Principles
and Guidelines document that was last
updated in 1983. A new version is currently
being considered by the White House
Council on Environmental Quality.
However, the final document must require
the Corps to plan projects that effectively
address the nation’s water resource

needs while promoting accountability,
modernization, prioritization, and

equality. Project planning must not pit
environmental protection against economic
development. Long-term economic success
depends on sustained environmental
health, and most infrastructure projects can
be modified to accomplish both objectives.

Water planning guidelines should be
improved in the following ways:

1. Adopt a plan-selection process that
mandates federal water projects serve the
national interest as defined by law and
policy by ensuring

a. Projects utilize non-structural
measures, water efficiency, and/
or restoration of natural systems
whenever practicable.

b. Projects protect and restore
ecosystem functions and processes
and environmental quality.

c. Projects increase the resilience of
natural and human communities to
climate change.

d. Projects prohibit certain types of
activities that are not in the public
interest, including projects that
preclude ecologically sound river
flows or induce development in
floodplains or at-risk coastal areas.

2. Require selection of the “least
environmentally damaging approach” to
solving a water resources problem.

3. Require that federal investments in
restoration activities restore, enhance,
and protect ecosystem functions and
processes, which will improve ecosystem
health, sustainability, and resilience and
be cost-effective.

4. Require the use of the most up-to-date
scientific and economic knowledge.

S. Ensure Corps planning accounts fully
for all project costs and benefits.

By implementing these changes, Corps
water resource development programs can
maximize funding for habitat restoration,
minimize large-scale construction, and
improve the planning process to reduce
errors in projecting costs. Not just in the
UMR basin, but throughout the nation,
current and future generations will enjoy
rivers with clean water, healthy habitats, and
diverse natural resources.
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Source: U.S. Army Corps of Engineers, 2013

INTRODUCTION

Brief History of the Upper Mississippi River

he Mississippi River is the largest river in North America and has the third largest

drainage basin in the world. It is also a national monument of significant cultural
importance. The river once formed the border of our young nation. For European settlers,
its banks were first the farthest reach of the frontier and then the gateway for those seeking
a better life in the New West. Native Americans and settlers used it as a highway, one that
linked the East Coast to the Rocky Mountains and the frozen north to the Gulf of Mexico.
The Mississippi has been the muse for writers, musicians, and artists. It brought economic
prosperity to the residents along its banks by facilitating commerce and providing plentiful

natural resources.

The Mississippi River flows 2,300 miles from Lake Itasca, Minnesota, past New Orleans,
Louisiana, where it discharges into the Gulf of Mexico. The section known as the Upper
Mississippi River (UMR) extends from the river’s headwaters in Minnesota down to the
confluence of the Ohio and Mississippi Rivers south of Cairo, Illinois
(see figure 1), a journey of 1,200 miles. Today, there are 30 million
people living in the UMR watershed, and about half of them rely on
drinking water from the UMR and its tributaries (McGuiness, 2000).

Approximately 9,000 years ago, as glacial ice first covered and then
retreated over northern portions of the United States, moving ice and
torrents of melted water carved a massive river valley, which in its

early years held substantially larger volumes of water than the UMR
we know today. As the young river aged, it meandered across a broad
floodplain. Natural fluxes in water levels, flows, and sediment deposition
created a rich river mosaic that included small braids of streams,
islands, backwaters, side channels, and sloughs (Fremling, 2005).

While humans have long depended on the Mississippi for
communication and trade, the river was not heavily exploited for
economic purposes until American colonists began to move into

the river valley. As early settlers moved west, the Mississippi River
became a critical part of the America’s growing economy. With the
increased need to transport people and goods on the UMR, boatmen
found moving up and down the river a challenge. The UMR was full
of sandbars, and the water levels were unpredictable due to floods and
droughts. The U.S. government stepped in to improve river navigation.
The Army Corps of Engineers (Corps) - as directed by Congress —
proceeded to dig channels, build dams, straighten the riverbed, and
build levees that severed the connection between the river and the land
around it (Fremling, 2005).

In the early 1800s, the Corps’ first efforts to “improve” the UMR
consisted of removing large dead trees, known as “snags,” caught along
the river banks as well as huge islands of snags that could damage

boats traveling on the river. By the mid-1800s, political support had

RESTORING AMERICA’S RIVER



Figure 2: River Training Structures

increased for creating a navigation channel
that was four-and-a-half-feet deep using
periodic dredging and “river training
structures” such as dikes (see figure 2 for
examples). Congress approved a six-foot-
deep channel project in the early 1900s,
using the same maintenance methods. In
the 1930s, Congress approved alterations
that would result in the most significant
impacts to the UMR: A nine-foot-deep
navigation channel and a series of locks
and dams (Fremling, 2005).

The Corps initially opposed the nine-

foot channel project, with its associated
locks and dams, because of the significant
construction costs and ecological
consequences. Rock Island District
Engineer Major Charles Hall, who surveyed
the Mississippi River from St. Louis to
Minneapolis, concluded that the project
was not economically warranted, stating
that the potential traffic was “entirely
insufficient to repay the minimum cost of
the proposed improvement.” Major Hall
also concluded that the project would drive
wildlife away and create sewage disposal
problems for towns along the river. Major
Hall had the support of early conservation

groups, including the Izaak Walton League
of America. The League’s national president
wrote a letter to the Corps’ Chief of
Engineers in June 1929 expressing concern
over the proposed lock and dam system,
saying it would destroy “one of the largest
and one of the most potentially productive
wildlife refuge and recreational areas on

the entire continent.” Although Major
Hall initially had the support of the Corps’
Chief of Engineers, General Edgar Jadwin,
the Major was dismissed in 1929 after the
Army received complaints from prominent
grain terminal investors and members of
Congress who favored the river project

(Hoops, 1993).

“In the past, those opposing complete development on

biological grounds have been inarticulate and, consequently,

helpless. The engineer’s duty in a gathering like this is to present

the case in clear language, in order that all intelligent portions

of the electorate may form their own opinion on the merits

of the case. It is possible, by engineering means, to decide

whether a proposed improvement is economically justifiable.

It is certainly impossible to determine by engineering means

whether certain advantages to water-borne commerce justify a

partial destruction of existing wild life. The public can, however,

properly demand that the biological effects of a proposed

movement be stated before it is adopted”

—Major Charles Hall, Rock Island District Engineer, at the American
School of Wildlife Protection in McGregor, Iowa, August 1929
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Herbert Hoover, known as the “Great
Engineer,” was an important proponent of
the project, stating his support throughout
his 1928 presidential campaign. Although
President Hoover cleared his administration
of dissenting opinions in the fall of 1929,

in the wake of the stock market crash, he
refused to provide funding to complete the
project. Congress ultimately approved the
project in the Rivers and Harbors Act of
1930, but disagreements over “pork-barrel
spending” keep Congress from funding the
project in full. The project languished until
funding was provided by President Franklin
D. Roosevelt as part of the New Deal public

works program in 1933 (Hoops, 1993).

RESTORING AMERICA’S RIVER

Completed in 1940, the nine-foot channel
project cost $164 million. It includes a
series of 37 locks and dams, located on the
UMR upstream from St. Louis and on the
Illinois River, which create pools to sustain
the navigation channel. These pools must
be maintained by continuous dredging.
The Corps modified the stretch of the
UMR from St. Louis, Missouri, down

to Cairo, Illinois — often referred to as

the Middle Mississippi — with training
structures and removed natural meanders
to shorten the river, which disconnected it
from adjacent floodplains.

The changes to these three river sections

— which together constitute the Upper
Mississippi River-Illinois Waterway (UMR-
IWW) - resulted in significant destruction
of fish and wildlife habitat and the benefits

the river provides to millions of Americans.

Engineering
Habitat Destruction
The Upper Mississippi and Illinois Rivers

were once renowned for their abundant
game and fish populations, attracting
sportsmen and tourists from around the
world. The UMR is a critical flyway for
birds migrating throughout the Americas.
It is used by 60 percent of all bird species
in North America, including 40 percent

of all North American waterfowl. The river
is home to 25 percent of all fish species

in North America, 27 species of freshwater
mussels, 45 amphibian and reptile species,
and 50 mammal species. It provides critical
habitat for approximately 390 state and 40
federal threatened and endangered species
that are endemic to the UMR basin
(McGuiness, 2000).

However, the dams, chevrons, levees,
canals, and other modifications made to the
Upper Mississippi River significantly altered
the river’s habitats and natural functions.
The locks and dams essentially turned the
stretch of river between the Twin Cities and
St. Louis into a string of connected pools.
Most small islands where migrating ducks
and geese built their nests and hatched their
young are covered with water and eroded
away. Shallow ripples of fresh, cool water
essential to hatching and juvenile fish are

filled with silt or drained for development.

The pools keep sediment contained in the
upper reaches of the river rather than letting
it flow down to the Gulf of Mexico (where
it is needed to help replenish eroding
coastal wetlands). The Comprehensive
Master Plan for the Upper Mississippi River
System stated that “the most pervasive and
damaging problem for the UMR system as a



diverse, vital natural ecosystem is excessive
sedimentation from upland and stream
bank erosion in the watershed” (Upper
Mississippi River Basin Commission,
1982). Although reducing sedimentation
has been the primary focus of many
restoration programs, the projects are never
large enough to reduce sedimentation
basin-wide.

The trapped sediments never dry out and
consolidate — a process necessary for native
vegetation to take root (Johnson and
Hagerty, 2008). Research shows a direct
relationship between the availability of
underwater plants such as wild celery and
migrating duck populations. Comparisons
of canvasback duck populations in Lake
Onalaska (located in the pool created at
Lock and Dam 7) found a decrease from
107,500 ducks in 1979 to 49,575 ducks

in 1992. According to researchers, the
strongest factor in this decline was the
scarcity of wild celery plants (Varro, 2003).
And without these plants on the riverbed,
more soil erodes, creating even worse
water conditions.

Nutrient pollution is another well-
publicized threat to water quality. During
low flows on the UMR, excess nutrients
create algae blooms that can suffocate
aquatic organisms. High levels of nutrients
can also affect drinking water flavor and
odor. Especially high nitrogen levels can
cause the deadly “blue-baby syndrome”
(in which an infant’s blood cannot carry
enough oxygen to cells and tissue) — leading
communities to install expensive nitrogen
removal facilities.

In many reaches of the river, the floodplain
is disconnected from the UMR by levees. In
the Middle Mississippi and Lower Illinois
Rivers, for example, levees cut the river

off from 60 to 70 percent of its floodplain
(Johnson and Hagerty, 2008). Most of
these levees protect agriculture or urban
areas, but they offer a false sense of security.
Levees and other flood control structures
encourage floodplain development, which

increases flood losses when the levees fail.
Flood damages in the 2000s totaled $10
billion, the highest amount in history and
almost double the flood damages in the
1990s (Committee on U.S. Army Corps
of Engineers Water Resources Science,
Engineering, and Planning, 2012).

Probably the most well-known ecological
threat to the UMR is the invasion of non-
native species. Billions of dollars are spent
annually to combat aquatic invasive species.
Most non-native species enter the UMR
from the Great Lakes through the Chicago
Area Waterway System, which was created,
in part, to facilitate shipping between the
Great Lakes and the UMR (Great Lakes
and Mississippi River Interbasin Study
Team, 2012). But some invasives, including
Asian carp, enter the system from the Lower
Mississippi River. Currently, SO percent of
the fish biomass in the UMR is non-native
fish — most of them common carp (Johnson
and Hagerty, 2008).

Despite so many threats to ecosystem
health in the UMR, some pristine areas
have been restored. Five wetland areas in
the Upper Mississippi River watershed

— an unprecedented number for one
region — have been designated as Ramsar
Convention Wetlands of International
Importance:

® Cache River and Cypress Creek
Wetland, which includes 60,000 acres
in southern Illinois around the Cache
River State Natural Area and Cypress
Creek National Wildlife Refuge

® Upper Mississippi River Floodplain
Wetland, which includes more than
300,000 acres in the Upper Mississippi
River National Wildlife and Fish
Refuge and Trempealeau National
Wildlife Refuge along the Minnesota,
Wisconsin, Illinois, and Iowa boarders

® Horicon Marsh, which includes almost
32,000 acres in Wisconsin at the
headwaters of the Rock River

NICOLLET ISLAND COALITION



® Emiquon Complex, which includes
17,000 acres of backwaters and
wetlands along the Illinois River south
of Peoria

® Dixon Waterfow] Refuge at Hennepin
and Hopper Lakes, which includes
2,700 acres of wetlands also along the

Illinois River north of Peoria.

Ramsar designation recognizes the
importance of these wetlands for sustaining
biological diversity and human life and is
yet another signal of the importance

of maintaining and restoring the UMR

watershed.

Although many agencies and groups are
working to restore the UMR, the Corps of
Engineers has authority over the nation’s
large rivers and other water resources to
create and maintain infrastructure, manage
flood risks, encourage recreation, and
protect the environment — which gives

the Corps authority to restore natural
functions of the UMR if directed to do so.
The Water Resources Development Act
(WRDA) establishes and directs the Corps’
responsibilities for UMR programs and

planning priorities.

Restoring the River Through
the Water Resources
Development Act

The Water Resources Development

Act, first enacted in 1974, provides
Congressional authority for the Corps to
study water resource problems, construct
projects, and make major modifications

to projects. The last WRDA was passed

by Congress in 2007 and continues to
govern Corps activities today. With the
national need for new flood risk prevention
and water resource projects, Congress

is currently debating the next Water
Resources Development Act. This presents
an opportunity to address crucial UMR
ecosystem and restoration issues — today

and in the future.
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Installation of navigation infrastructure has
caused irreversible damage to the unique
and valuable natural resources of the Upper
Mississippi River. It is a mistake we should
not repeat. Congress and taxpayers need
information and recommendations to
make good river management decisions
and smart investments. In this report, the
Nicollet Island Coalition (NIC) identifies
Water Resources Development Act
programs that affect the Upper Mississippi
River basin and makes recommendations
to Congress concerning these programs.
Our recommendations are divided into
three categories:

Navigation: UMR navigation has always
been a government-supported industry,
using federal tax dollars to pay for dredging
channels, constructing and maintaining
locks and dams, and even purchasing the
first barges to haul freight on the river.

As our country focuses on reducing
budget deficits and citizens demand that
natural resources be conserved for future
generations, it is time for Congress to
reevaluate the justification for expanding
the UMR’s navigation system. Barge

traffic is declining and the industry is not
able to pay its share of construction costs
for new infrastructure. To avoid increasing
taxpayer subsidies, which already pay

for more than 90 percent of the cost to
maintain and construct the inland waterway
system, Congress should prioritize
improving maintenance of existing
infrastructure rather than spending billions
of dollars on additional infrastructure where
additional capacity is unnecessary.

Restoration: Programs such as the
Upper Mississippi River Restoration-
Environmental Management Program
(UMRR-EMP) are vital to ensure
ecosystems that have been degraded by
navigation infrastructure and pollution
are restored and protected. While our
recommendations, if adopted, would
significantly contribute towards UMR
restoration, they are focused on policy
changes that can be accomplished through

the Water Resources Development Act.
Full restoration of the UMR can only be
achieved by implementing additional land
use conservation efforts throughout the
basin. Because the major land use in the
basin is row-crop agriculture, the Nicollet
Island Coalition supports maintaining and
strengthening conservation programs in
the federal Farm Bill to reverse the negative
water-quality and ecosystem-health impacts
caused by nutrient and sediment runoft
created by industrial agricultural practices.

Planning: The 1983 Principles and
Guidelines (P&G) define how projects,
such as navigation infrastructure and
habitat construction, are to be planned and
evaluated. Planning under the P&G requires
the Corps to develop project alternatives
that compare scenarios such as taking no
action, building structures, modifying
operations, and everything in between.

To compare these project alternatives,

the Corps evaluates each alternative

with two types of analysis. The National
Economic Development quantitative model
looks at what is considered traditional
economic benefits and drawbacks such

as transportation efficiency and business
success. The Environmental Quality
qualitative analysis evaluates environmental
concerns and resources. Often, this method
of analysis justifies environmental losses by
demonstrating an exaggerated economic
benefit, which does not incorporate the
loss of ecosystem benefits. The P&G must
be updated to ensure the Corps plans

and constructs projects that protect the
environment. The new P&G must require
selection of environmentally preferable
alternatives, and the National Economic
Development and Environmental Quality
models must be replaced with analysis that
collectively evaluates ecosystem services
and economic development.

If Congress incorporates the recommenda-
tions from this report into the next WRDA
as well as the funding recommendations for
annual appropriations, restoration along the
UMR will advance significantly.



NAVIGATION

Early History

Humans have traveled the Mississippi River for thousands of years. American Indians
settled along the river’s length, depending on river for trade and communication
with other settlements. French fur traders established trade routes and posts along the
Mississippi and Illinois Rivers starting in the 1600s. After the War of 1812, settlers poured
into the Upper Mississippi River valley from the Ohio River, establishing many of the
cities and towns we know today. St. Louis, destined to become a major trade and travel
hub, attracted hundreds of thousands of settlers within the first 50 years of its founding
(Fremling, 2005).

In 1824, Congress authorized the Army Corps of Engineers to manage the country’s
inland waterways for commercial navigation. Navigation grew dramatically on the Upper
Mississippi River in the late 1800s. This growth was largely due to the newly established
lumber industry. Giant rafts of logs that were lashed together in Minnesota, Wisconsin,
and northern Illinois and Iowa were floated down to mills in cities such as Rock Island
and St. Louis. But this boom was short lived — commercial lumber traffic declined around
1900 as northern forest timber was exhausted (Tweet, 1975).

In the late 1800s and early 1900s, most agricultural exports were shipped by rail. When
bumper crops in 1906 exceeded the rail industry’s ability to ship grain, farmers started
looking for a new method of shipment. Although the Upper Mississippi River offered one
option, grain shipping traffic did not immediately increase on the UMR because there
were no grain terminals along the river. In addition, barges were considered “too large, too
underpowered, and too clumsy to haul freight profitably.” Later, men were not available to
work river shipping crews due to World War I (Tweet, 1975).

In 1925, the Inland Waterways Corporation (a federal corporation supervised by the
Secretary of War) began a campaign to re-introduce the Mississippi as an iconic, reliable,
cheap, and easy mode of transportation. The barge industry lobbied farmers heavily to
support river navigation, selling it as a more reliable means of transporting grain than rail
shipments. One year later, the federal government gave the Inland Waterways Corporation
authority and funding to purchase and run barges on the Mississippi River. River traffic
began to pick up and the first grain-to-barge terminals were built, many of them on the
river south of St. Louis where navigation was more reliable (Tweet, 1975).

In 1930, Congress authorized the Corps to create a nine-foot-deep channel for barge traffic
on the Upper Mississippi and Illinois Rivers modeled on the Ohio River’s navigation
system (built between 1885 and 1929). Due to the UMR’s natural and unpredictable
water flows, creating and maintaining a nine-foot channel could not be done by dredging
alone; it would require large locks and dams. In a span of 10 years, the Corps built 29

locks and dams on the UMR and 8 on the Illinois River to ensure water depth sufficient
for barge traffic, creating the Upper Mississippi River-Illinois Waterway (UMR-TWW)
(Fremling, 2005). (See figure 3 for the locations of the locks and dams.)

After completion of the UMR-IWW system in 1940, river traffic above St. Louis continued
to be stagnant due to the economic impacts of World War II (Tweet, 1975). It was not
until 1950 that traffic began to grow quickly and substantially, until it plateaued in the
1980s. However, even with this traffic increase, shipping on the UMR-IWW has always
remained well below the design capacity of the lock system.

NICOLLET ISLAND COALITION | 9



Figure 3: Map of Locks and Dams on UMR-IW'W

[Upper St. Anthany Falls Lock & Dam L
Lower St A ¥ Falls Lock & Dam

Source: U.S. Army Corps of Engineers, 2012
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Navigation Today

All of the UMR-TWW locks and dams were
built with an initial 50-year design life, but
to date, only two structures near St. Louis
have been replaced. Since construction of
the nine-foot channel, traffic has never been
constrained by the infrastructure. Yet the
navigation industry continuously pushes
for dramatic new projects that cannot be
financed.

While the navigation industry is responsible
for funding half of all new construction
and rehabilitation costs for the nation’s
navigation infrastructure, the operations
and maintenance costs are fully funded

by taxpayers. Congress has failed to fund
necessary maintenance for years, which
drives up rehabilitation and construction
costs. Instead of asking Congress to
prioritize funding to effectively maintain
the existing system — and despite declining
traffic - the navigation industry continues
to push for new and expanded locks. NIC
believes the navigation industry’s proposals
are excessive and unnecessary and ignore
what is really needed to benefit both
navigation on the UMR-IWW and the
river’s natural environment.

Rehabilitation and Maintenance

Most UMR-IWW locks and dams were
designed with a 50-year “life expectancy,”
and most of these projects reached that
milestone in the 1980s and 1990s. How
are they still operating 70 to 80 years

after construction? The majority of the
locks and dams on the UMR-TWW have
undergone rehabilitation, which can extend
the life span of locks and dams by 30 to SO
years — at a fraction of the cost of replacing
the structures. The average cost for a
rehabilitation project is $25 million (see
figure 4) - pennies compared with the cost
of replacing locks and dams, which can run
from $1 to $3 billion per project (IMTS
Capital Investment Strategy Team, 2010).

Like any other machine (cars, furnaces,
etc.), locks and dams last longer with
regular maintenance. However, Congress
has not adequately invested in ongoing
maintenance. Without these investments,
lock and dam performance drops, causing
significant delays or unexpected closures.
In the Upper Mississippi alone, the
maintenance backlog is approximately $3
billion (Deschenes, 2013). The national
construction backlog is $3.8 billion for

Figure 4. UMR-IWW Lock Rehabilitation and New Life Expectancy

Lock and Dam Cost (in millions)

Year Completed | Expected Lifespan

lllinois Waterwa
(4 Rehabe) 4 §27.2 1996 2026-2046
3 $71.2 2009 2039-2059
11 $47.3 2008 2038-2058
12 $14.7 2003 2033-2053
13 $20.7 1996 2026-2046
14 $20.0 2000 2030-2050
15 $25.9 1996 2026-2046
19 $31.6 2008 2038-2058
25 $25.9 2000 2030-2050
27 $37.3 2011 2041-2061

Source: IMTS Capital Investment Strategy Team, 2010

CORPS BUDGET
DEFINITIONS

Operations: Day-to-day operating
activities of structures such as locks
and dams.

Maintenance: Routine fixes to
prevent degradation or damage
to structures.

Investigation: Planning and
designing construction projects.

Rehabilitation: Maintenance
that exceeds $8 million to upgrade
a structure.

Construction: Building structures,
which can include structural
modifications such as rehabilitation.

New Start: A new construction
project that has not received
construction funding in previous

fiscal years.
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Timely rehabilitation

and maintenance should
be the focus of the
Corps and Congress for
the Upper Mississippi

and lllinois Rivers.
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projects currently underway (IMTS Capital
Investment Strategy Team, 2010), and
Congress has authorized an additional

$60 billion of work through past WRDAs
(Committee on U.S. Army Corps of
Engineers Water Resources Science,
Engineering, and Planning, 2012).

Timely rehabilitation and maintenance
should be the focus of the Corps and
Congress for the UMR-IWW. If Congress
appropriated adequate funding for ongoing
maintenance and timely rehabilitation,
unexpected closures and construction could
be prevented. The current “fix it as it breaks”
model is driving costs up and diminishing

the efficiency of the entire system.

Capacity and Traffic
All of the locks on the UMR-IWW system

are functioning well below capacity — many
working at less than half their capacity.
Commercial tonnage at the two busiest
locks on the UMR - Melvin Price Locks
and Dam in East Alton, Illinois, and Lock
27 in Granite City, Illinois — is at the lowest
level of demand since operation of new
1,200-foot locks began there in 1990. These
locks both have an annual capacity of more
than 100 million tons and could increase
current traffic loads by 15 to 30 million tons

before capacity would be strained.

There are also dramatic differences in lock
demand between locks located just north
of St. Louis and those further upstream.
Upper St. Anthony Falls Locks and Dam in
Minneapolis, Minnesota, is the uppermost
lock on the Mississippi River — about 600
miles north of Lock and Dam 25, which is
located near Winfield, Missouri, and is the
most southerly lock above the confluence
with the Illinois River. The volume of cargo
shipped through St. Anthony has dropped
from 2.8 million tons in 1993 to only
810,000 tons in 2012. At Lock and Dam
25, above the confluence with the Illinois
River, traffic dropped from 53 million tons
in 1993 to 22 million tons in 2012.

Since 1993, the volume of cargo shipped
on the Illinois River has also declined. At
the upper end of the river, cargo tonnage
at the Lockport Lock and Dam in Grafton,
Mlinois, has dropped from a high of almost
20 million tons in 1993 to just over 10
million tons in 2012. During the same time
period, cargo shipped on the lower Illinois
River at La Grange Lock and Dam (near
Beardstown, Illinois) has dropped from a
high of approximately 77.9 million tons in
1995 to 24.5 million tons in 2012.

It is also worth noting that almost no

food and farm products are shipped on

the upper reaches of the Mississippi and
Illinois Rivers. Commodity cargo picks up
downstream, but food and farm products
are never more than 50 percent of the bulk
tonnage moved on the rivers. For years, the
commercial barge industry has insisted on
more and larger navigation construction
projects based on their assertion that

these projects are needed to support the
Midwest’s growing need for grain shipping.
In reality, farm commodities average 45
percent of the overall commercial tonnage
on the UMR-IWW (see figure S).

Funding
The average cost to expand a lock is $270

million and the cost to replace alock

and dam ranges from $1 to $3 billion.
Rehabilitation, on the other hand, averages
just $25 million per project. The Corps
needs $3.8 billion to complete all the
construction and rehabilitation projects
ongoing in the nation today. Most of that
funding is needed to complete new lock and
dam projects on the Ohio River.

The Ohio River projects are prime evidence
of failure by the Corps to accurately project
the real costs of new projects and failure by
Congress to generate meaningful revenue
to complete projects on time. For the past
decade, the Corps has focused on a series
oflock and dam replacements and
expansions on the Ohio River, which
recently have seen cost overruns of 250



Figure 5. Volume of Total Shipments (as measured at each lock) and Portion of Farm Products in 2012
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Figure 6. Waterway Projects and Cost Overruns on the Ohio River (in millions)

Overrun from

Facility Original Estimate Current Estimate Original Estimate Percentage Overrun
Lower Monongahela 9
River Locks and Dam $556 $1,439 $883 259%
Olmsted Locks $775 $2,900 §2,125 374%
and Dam
Sources: Schmid, 2011; Rohde, 2012
percent and more (see figure 6). These Expan sion
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unreasonable overruns impact more than
the Ohio River projects — they also take
funding away from needed rehabilitation
projects on the Mississippi River.

Lock and dam construction and rehabilitation
is funded using a combination of taxpayer
dollars and monies from the Inland Water-
ways Trust Fund (IWTF). Authorized in
1986, the IWTF is funded by a $0.20 per
gallon tax on fuel used by barges and is
allocated to pay half of the construction

and rehabilitation costs for locks and dams.
The IWTF generates approximately $80
million annually. However, its surplus began
to seriously decline in Fiscal Year 2003 as
navigation project expenditures exceeded
revenue. By 2009, the IWTF was essentially
bankrupt. In response to this financial crisis,
the Inland Marine Transportation System
(IMTS) Capital Investment Strategy

Team, a focus group established by the
Inland Waterways Users Board, prepared

a 20-year strategy of new investments

and funding mechanisms to “address”

the continued rising costs of the Corps’
backlog of projects. However, instead of
finding dedicated funds from river users to
complete the $3.8 billion worth of projects
on the ground today, the group focused

on shifting more costs onto taxpayers to
expand the system’s capacity by building
new locks. This plan would add $15.2
billion to the list of uncompleted projects
on the ground today (IMTS Capital
Investment Strategy Team, 2010).

The 2007 Water Resources Development
Act authorized the Navigation and Eco-
system Sustainability Program (NESP),

a Corps program focused on expanding
UMR-IWW shipping capacity. The primary
means for this expansion is seven new
1,200-foot locks - five on the Upper
Mississippi River and two on the Illinois
River. These projects are out of step with
today’s realities. Water resource development
should be focused on public safety concerns,
address the existing environmental impacts
from navigation structures, and prudently
use taxpayer dollars.

The Corps’ economic analysis showed that
construction of the seven new 1,200-foot
locks would not generate enough return

on taxpayer investments to justify building
them. Department of the Army and the
White House guidelines specify that public
projects should provide at least $1.50 in
benefits for every $1 spent (Hon. John Paul
Woodley) — which is a 1.5 ratio. But the
benefit-cost ratio predicted for navigation
projects proposed in NESP would be
significantly less than 1.0 in most scenarios
and less than 1.3 even under the most
favorable conditions.

Congress authorized this program before

it was approved by the Corps or the Corps
economic analysis was completed. To date,
the Secretary of the Army (Civil Works)
has not approved the program or submitted
a request for expansion of the UMR-IWW




Figure 7. Traffic on the Upper Mississippi River-lllinois Waterway
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locks. Thanks to education efforts by the
Nicollet Island Coalition and other groups,
Congress has not provided any funds for
the program since FY 2011. Even though
NESP has not received funding for the
past two years, the barge industry continues
to push for expansion of the UMR-IWW
navigation infrastructure.

Navigation Programs

Despite the lack of industry funding and
the excess navigation capacity within the
existing UMR-IWW system, navigation
interest groups continue to insist that
locks on the Upper Mississippi and Illinois
Rivers should be expanded through NESP.
Their primary argument for the expansion
is shipping delays, which they attribute to
outdated locks with insufficient capacity.

The Nicollet Island Coalition’s 2010 report,
Big Price-Little Benefit: Proposed Locks on
the Upper Mississippi and Illinois Rivers Are
Not Economically Viable, examined lock
capacity and other UMR-IWW navigation
issues and found that the proposed lock
expansion could not be justified due to

multiple factors:

® Barge traffic on the UMR-IWW
plateaued in the 1980s and began to
decline in the mid-1990s (see figure
7). Most locks currently in operation
have excess capacity of more than 50
percent, which would accommodate
any reasonable future increase in

lock demand.

® Due to the lack of consistent funding,
the Corps has been unable to keep
current on necessary maintenance
of the UMR-IWW lock and dam
system. This large and growing backlog
creates a perpetual problem that new
construction does not solve. Because
basic maintenance is necessary for
any lock in use, new construction
only adds another expense to existing

unmet maintenance funding needs.

® Several non-structural and small-
scale measures — including barge
traffic appointment scheduling,
mooring cells, and switch boats —
have been identified by the Corps

as measures that can reduce barge
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Figure 8: Examples of Small-Scale and Non-Structural Measures

16

lockage delays (see figure 8). These
measures need to be instituted and
evaluated before the Corps proceeds
with any new lock construction.
After non-structural and small-scale
measures are in place, the Corps
should complete another benefit-
cost analysis for the new locks that
incorporate these alternatives.

The barge industry asserts that
shipping by barge is significantly more
fuel efficient than rail transportation
and therefore less polluting. More
complete analysis of transportation
fuel efficiency demonstrates that this
claim is incorrect because it ignores
the use of highly eflicient rail systems
(unit trains) and does not take into
account that barges travel more miles
because they must follow the course
of the river, unlike the more direct
routes trains use to get to the same
destination.
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® The Corps’ economic analysis shows
new construction of seven 1,200-foot
locks will result in a negative return
on investment. Based on two decades
of flat or decreasing barge traffic, the
proposed new locks will likely result
in aloss of 80 cents for every dollar
provided by taxpayers. Of additional
concern is the fact that other Corps
lock projects currently underway
exceed their initial cost estimates
by double and triple the estimated

amounts.

® Previous WRDA legislation established
the Inland Waterways Trust Fund
(IWTF), financed by barge industry
contributions, to pay 50 percent
of the cost of new inland waterway
navigation construction and major
rehabilitation of existing navigation
infrastructure. Today the IWTF is
essentially bankrupt. Without reform,

the cost to taxpayers for approved but
unconstructed projects will continue
to escalate.

Congress must stop giving a blank check to
an unprofitable industry — an industry that
cannot even make adequate contributions
toward its required cost share for lock

and dam rehabilitation and construction.
Before projects like NESP should even

be considered, the IWTF needs to be
reformed to ensure consistent and adequate
funding from the navigation industry, not
only to clear up the backlog of construction
projects but to provide funding increases

tied to inflation and other cost increases.

As the country focuses on reducing the
federal deficit, we cannot afford to deepen
our debt on projects like NESP - projects
that are not justified and are consistently
plagued by cost overruns totaling billions of
dollars. Following are additional details on
NESP and the IWTF.



Navigation and Ecosystem
Sustainability Program

Title VIII, Water Resources
Development Act of 2007

Summary: Title VIII of WRDA 2007
authorized the Navigation and Ecosystem
Sustainability Program (NESP). NESP
authorizes construction of new 1,200-foot
locks adjacent to existing locks at seven
sites on the Upper Mississippi and Illinois
Rivers, implementation of small-scale

and non-structural measures to improve
navigation (see figure 8 for examples and
associated costs), and environmental

restoration.

Geographic Area: The Upper Mississippi
River (UMR) System — 1,200 miles and
2.7 million acres, including adjacent
floodplains — runs from Minneapolis,
Minnesota, to Cairo, Illinois; the Illinois
Waterway from Chicago to Grafton,
Illinois; and navigable portions of the
Minnesota, St. Croix, Black, and Kaskaskia
Rivers. Restoration work includes the river
and floodplains from toe to bluft and the
tributaries at the confluences (see figure 9).

Authorized Funding: $3.921 billion (total)

Historic Average Annual Appropriation:
$5.4 million, half for restoration and the

other half for navigation.

FY 2012 Appropriation: $0

Funding Source: Restoration projects are
tederally funded in full when they

® Are in the navigable channel
(including any area below the
ordinary high water mark)

® Are in a backwater connected to

the navigation channel

® Modify the operation of navigation

structures

® Are located on federal property

Figure 9: Geographic Area of NESP

Minneapolis,
L&D 1
L&D 2

LEGEND

—— 600-foot Locks
— Existing 1,200-foot Locks
—Proposed 1,200-foot Locks

Dubuque
L&D 12
Davenpol
L&D 16
L&D 17

Source: U.S. Army Corps of Engineers, 2009

La Grange L&D

Melvin Price L&D
L&D 27

Restoration projects outside of these areas
are cost shared at 65 percent federal and
35 percent non-federal sponsors, which

is usually the states but can be a non-

government organization.

Navigation construction projects are cost
shared at 50 percent by the Inland Waterways
Trust Fund and 50 percent by taxpayers.
Non-structural navigation projects are 100-

percent funded by taxpayer general revenues.
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NESP has never been included in any president’s budget request. Funding for the

program has always been earmarked by Congress.

Project Approval Process: For restoration projects, the NESP Science Panel
identifies the guiding principles and goals for restoration, which are adopted by
the Navigation and Ecosystem Coordinating Committee. Projects are identified
within 4 floodplain reaches and 12 geographic reaches that cover the UMR
watershed and are evaluated and prioritized every 4 years. The prioritized list of
projects is finalized and approved by staff at the Corps of Engineers headquarters
and the Corps’ Mississippi Valley Division.

Unlike restoration projects, which are routinely vetted by biologists and
ecosystem specialists at the U.S. Fish and Wildlife Service, Environmental
Protection Agency, and state natural resource agencies, large navigation projects
such as the ones contained in NESP are authorized by Congress without similar
input or evaluation. The Corps originally supported expanding locks from
Dubuque south. However, in 2000, an economist for the Corps blew the whistle
on the economic justification for the project. He was fired from his position

for his actions, but an investigation ordered by the Assistant Secretary at the
Army (Civil Works) confirmed that the Corps had manipulated the economic
justification (St. Louis Post-Dispatch, 2000). Throughout the following decade,
the Corps edited and altered the lock expansion plan to include seven new 1,200-
foot locks and created a restoration component. The plan has continued to be
criticized by environmental groups, the National Research Council, and the
Assistant Secretary of the Army (Civil Works) (Walker, 2010).

i N :
em r -2 : at $100 million per year, well above Upper Mississippi River Restoration-

U (e Program Benefits: Under NESP, ecosystem restoration funding is authorized
P

Environmental Management Program funding of $33.2 million per year. The
additional funds can provide many needed environmental benefits on the river.
NESP is also authorized for a much larger restoration area beyond the 9-foot
channel, reaching from toe to bluff, including the historic floodplain, tributary
confluences, and adjacent riparian bluffs. This is a significant improvement
compared to the UMRR-EMP program, which is confined to the channel.

Program Shortfalls: While the ecosystem restoration component of this
program is beneficial, restoration on-the-ground is held hostage by navigation
expansion. The commitment of $100 million per year for restoration is dependent
on construction for navigation being funded for an equal amount. Since the
navigation projects are not economically justified, they have not been funded.
As aresult, the ecosystem restoration component has not been funded either.
Barge traffic is declining and the locks are currently functioning well below their
capacity. This situation is not expected to change, so the opportunity to design
more geographically expansive and comprehensive restoration projects allowed
under NESP will be lost if the restoration component is not moved into the
UMRR-EMP program.
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Inland Waterways Trust Fund

Section 104, Water Resources
Development Act of 1986

Summary: The Inland Waterways Trust
Fund was created in 1986 to support lock
and dam construction and rehabilitation

on the Inland Waterway System. A

tax on inland waterways commercial
transportation fuel funds the account. Since
1994, the fuel tax has been $0.20 per gallon.

Geographic Area: The Inland Waterway
System, which includes the navigable rivers
and coasts of the United States that support
commercial transportation (figure 10).

Average Annual Revenue: $83.6 million

Average Annual Expenditures: $107.7
million (without cost share)*

Project Approval Process: Annually, the
Inland Waterways Users Board (IWUB)
- a 10-member board of barge company
representatives established by the federal
government to advise the government
about spending on waterway projects —
recommends projects to the Assistant

Secretary of the Army (Civil Works),
Congress, and the Corps of Engineers. The
process was established in 1986 to give

the navigation industry a strong role in the
project prioritization process. The IWUB is
also staffed and supported by the Corps.

Program Benefits: The IWTF collects
contributions from the navigation
transportation industry to pay half the
cost of lock and dam construction and
rehabilitation. This mechanism is a good
framework to collect much of the needed
revenue to maintain the infrastructure
needs of the nation.

Program Shortfalls: The revenue collected
by the IWTF is not adequate to complete
needed construction and rehabilitation
projects (see figure 11). Construction is
restricted and delayed every year by the
amount collected from the fuel tax. Because
construction is cost-shared between
taxpayers and navigation businesses, the
annual investment in the lock and dam
system is twice the amount collected by
the Fund, or about $160 million. But this
amount is not enough to clear the $3.8

Figure 10: Inland Waterway System of the United States

billion backlog of projects on the ground
today, let alone start work on the $60 billion
worth of infrastructure projects authorized
by Congress. Additionally, these funds do
not cover any of the cost of maintenance,
which is about $465 million annually and
100-percent federally funded (Committee
on U.S. Army Corps of Engineers Water
Resources Science, Engineering, and
Planning, 2012).

Since the 1930s, almost every President
and Congress have proposed alternative
methods to fund inland waterway
navigation. However, it wasn’t until 1986
that Congress passed legislation requiring
the navigation industry to pay part of

the annual costs for the system (but only
about 10 percent overall). Recent proposals
by government agencies and interest groups
to address the shortfall in industry funding
include:

® Charging fees to lock through at
each lock

® Taxing commodities shipped via barge
® Increasing the navigation fuel tax

® Removing some projects from the
cost-share list, making these projects
fully funded by taxpayers

The last two of these proposals have
been pushed by the IWUB. In 2010, the
Board prepared a 20-year investment
strategy called the Inland Marine
Transportation Strategy Capital Projects
Business Model (commonly known

as the IMTS Team report). The report
outlines a new strategy for inland waterway
infrastructure investment, but the
recommendations are far from a solution.
The strategy recommends changing the
Inland Waterways Trust Fund cost-share
mechanism by:

® Eliminating navigation cost-share
toward dam construction and
rehabilitation

*Some additional funding has been available for the Trust through an initial grant from the General Treasury of $300 million and dividend accumulation.
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Figure 11. Inland Waterways Trust Fund Value and Revenue (in millions)

450

400

350

300

250

200

150

100

50

0
1987 1989 1991

1993

1995 1997 1999 2001

‘ Outlays

Source: IMTS Capital Investment Strategy Team, 2010

2003

2005 2007 2009

B Total Revenues A Year-End Balance

® Eliminating navigation cost-share
on cost overruns

® Increasing the fuel tax up to $0.29
per gallon

® Eliminating navigation cost-share for
lock rehabilitation projects estimated
to cost less than $100 million

Changing the cost-share mechanism

will shift billions of dollars in navigation
infrastructure projects costs onto taxpayers.
The IMTS Team identified almost 150
construction projects that may be necessary
over the next 20 years at a total cost of more
than $15 billion. Currently, all of these
projects are subject to the 50-50 cost-

share model that requires the navigation

industry to pay half of the project costs.
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But the IMTS Team proposes eliminating
cost-share for project overruns, rehabilitation
projects, and dam construction. Under
these proposed changes to the cost-share
model, taxpayers will be responsible for
about $11 billion of the $15 billion total.

Of particular concern is the proposed
elimination of cost-share for project
overruns. In recent years, new Corps
construction projects have seen cost
overruns of more than 250 percent. If
current projects are an indicator of future
trends, taxpayers could be on the hook for
$20 to $50 billion while the navigation
industry’s contribution would be frozen at
just $4 billion. Since the federal government
is already struggling to fund maintenance
and construction of the Inland Waterway

System, saddling taxpayers with additional
costs and overrun expenses is not the
solution.

Without major changes to the navigation
industry cost-share requirements, the
industry cannot generate even the

$4 billion it proposes to spend over the
next 20 years. Increasing the fuel tax to
$0.29 per gallon would result in funding of
only $110 million per year for the IWTF
— far short of the amount proposed in this
very uneven cost-share and even further
short of the current 50-50 cost-share
amount needed to address the backlog of
construction projects.

By allowing IWTF funds to be spent only
on lock expansion and new starts, these
projects will rise to the top of congressional




funding priorities, and needed rehabilitation
will be de-emphasized. In addition, no

lock rehabilitation project has ever cost
more than $100 million - the threshold

the barge industry proposes for cost
sharing to kick in. In fact, the average cost
of a rehabilitation project is $25 million.
Setting the threshold for cost sharing so
high essentially eliminates the cost share for
rehabilitation work — forcing taxpayers to
fund all rehabilitation costs.

Recommendations

Navigation has been an important driver for
the economy in the Midwest. Many farmers
export grain via the Mississippi River

and other businesses move coal, fertilizer,
and aggregates around the region using

the river. However, navigation traffic

has been declining since the mid-1990s,

so expanding navigation infrastructure

is not a smart investment. Congress

should deauthorize projects that are not
economically justified, adequately fund
rehabilitation and maintenance projects

to prevent lock closures, deauthorize
outdated and unfunded projects, and
protect taxpayers from sharing a more
unfair burden of these costs.

To achieve these needed changes, the
Nicollet Island Coalition recommends the
following actions:

1. Deauthorize the Navigation and
Ecosystem Sustainability Program
(NESP). Congress should deauthorize Title
VIII of the Water Resources Development
Act of 2007. This program cannot be
justified economically and it has not been
funded since Fiscal Year 2010. As part of
this effort, Congress should

a. Move the restoration component
of NESP to the Upper Mississippi
River Restoration-Environmental
Management Program (UMRR-
EMP). While NIC strongly opposes
NESP, the significant environmental
restoration component of the program
should be retained by moving those

projects to the UMRR-EMP. This
will require expanding the geographic
area authorized for UMRR-EMP and
increasing annual funding.

b. Separately authorize and fund non-
structural navigation improvements.
Create a new authority for the Corps
of Engineers to plan, construct,
and implement non-structural and
small-scale navigation improvements
throughout the basin. This authorization
should not be tied to any new navigation
infrastructure expansion or restoration
projects.

2. Provide adequate and on-time
funding for maintenance, rehabilitation,
and construction. Lock and dam
maintenance projects are under-funded and
behind schedule. This causes unscheduled
lock closures that delay shipments and
increase costs for barge companies. Delayed
or inadequate funding is also the main
cause of cost escalations during project
construction. Congress should work to
resolve funding shortfalls by generating
dedicated revenue from users to properly
maintain the infrastructure.

3. Deauthorize outdated and unfunded
water resource projects. If an authorized
construction project has not received
funding from Congress in five fiscal years,
it should be deauthorized as required

by Section 1001 of WRDA 1986. Too
often, the Corps shifts available funding
to projects not funded by Congress to
complete controversial work and keep old
authorizations alive.

4. Protect taxpayers by not authorizing
amendments to the Inland Waterways
Trust Fund that shift more of the

cost burden onto taxpayers. Barge
transportation is already the most heavily
subsidized mode of transportation in

the country, and taxpayers should not be
asked to pay even more when the current
infrastructure meets capacity and is able
to accommodate growth. Despite many
secondary uses that are facilitated by

No lock rehabilitation
project has ever cost

more than $100 million —

the threshold the barge
industry proposes for
cost sharing to kick in.

WRDA 1986, Section 1001
as amended:

(b)(2) Every year... the

Assistant Secretary of the Army

(Civil Works) shall transmit
to Congress a list of projects
or separable elements of
projects which have been

authorized, but have received

no obligations during the 5

full fiscal years preceding the

transmittal of such list.... A

project or separable eleme