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Mr. Chairman, and Members of the Committee:

I would like to thank you for the opportunity to provide a statement for the record of this hearing on the important issue of ballast water management.  

Marine transportation is the lifeline of world trade in general and the United States in particular. An unintended result of global trade is the introduction of nonindigenous species worldwide, and in particular to the Great Lakes.  Approximately 180 nonindigenous species have been introduced in the Greta Lakes; forty percent attributed to shipping activities.  Moreover, the rate of introduction of species has increased during the past few decades, and the impact has been enormous.  

Ballast water exchange is currently the means of ballast water management that can satisfy the statutory requirements of the National Invasive Species Act of 1996 and National Aquatic Invasive Species Act of 2003, as well as Coast Guard regulations for ships carrying ballast water inbound to the Great Lakes.  However, the majority of ships that enter the Great Lakes are fully loaded with cargo and report no declarable ballast water on board.  These NOBOB (no-ballast-on-board) vessels escape ballast water management requirements, but the residual sediments and unpumpable water they carry may contain live aquatic organisms.  These organisms then become introduced into the Great Lakes ecosystem as the vessels take on water, which mixes with the residuals, and is subsequently discharged with ensuing operations.  

Although much attention has been focused on the Great Lakes, ballast water issues have the potential to affect the entire national marine transportation system and, thus, the entire national economy.  Unilateral U.S. or state regulatory action related to ballast water activity restrictions may contribute to the diversion of cargo to other regions or to foreign ports.  Such diversion could in turn increase the need for trans-shipment, adding demands to the nation’s already overburdened rail and road systems.  Trans-shipment could also increase the overall time and cost of inter-regional shipments, and diversion of intra-regional cargo could reduce the overall efficiency of import/export shipping in the U.S. 

Although the ballast water issue has nationwide implications, the impact to the Great Lakes system is instructive.  The Great Lakes and St. Lawrence Seaway (GLSLS) waterways serve 15 major international ports and some 50 regional ports on both sides of the border. The GLSLS navigational system serves eight U.S. states and two Canadian provinces.  Additionally, maritime commerce on the GLSLS system supports domestic and international trade, and provides a competitive advantage for a wide range of industries.  

The GLSLS navigation system has an enormous impact on the North American economy.  The system itself generates around $2 billion of economic activity and some 50,000 jobs on the U.S. side, and an additional $3 billion and up to 17,000 jobs in Canada.  This major component in the bi-national intermodal transportation system also supports the primary focus of the iron and steel industry in North America, with the region accounting for about half of total U.S. production.  Other important manufacturing industries supported by the system include:  chemicals, paper, food products, machinery, transportation equipment, and fabricated metals.  Mineral production of iron ore, limestone, and copper are other important industries using GLSLS waterways for local transport and international export, as are major centers of both agricultural (feed grains, dry beans, and other cash crops such as corn, soybeans, and vegetables) and forest production (pulpwood, saw and veneer logs, and other timber products).  In addition, power generation, recreation, and tourist industries are other economically significant users of GLSLS water resources.  

Expanded international and national efforts in the area of ballast water and invasive species are needed to address the environmental and economic damage caused by them. Over the past several years, the United States has been a leader in international efforts to address this problem. The U.S. was a very active participant in the International Maritime Organization’s (IMO) Diplomatic Conference on Ballast Water for Ships (Conference). The Conference finalized the International Convention for the Control and Management of Ships’ Ballast Water and Sediments, 2004, which is a significant step forward in the international effort to combat invasive species introduced by ships’ ballast water.

Federal action also would help ensure that ballast water is dealt with consistently, thus ensuring uniform national requirements and standards for the maritime industry and freight movement.   In this way, ship owners and operators doing business in multiple U.S. ports would be able to clearly understand what is required of them with regard to ballast water management.  It would also eliminate the cost and complexity of numerous permit and compliance assurance regimes, as well as requirements for variations in treatment technologies at different ports of call.  From a freight transportation perspective, a multi-leveled “patchwork” approach could cause delays and diversion of freight to ports with fewer or less stringent standards.  Those delays and diversions could also affect landside transportation by placing heavier burdens on highways and rails.  This would be particularly difficult for areas where the landside system is already congested and overburdened.  

It is imperative that ballast water requirements provide a clear “achievable” numeric (quantifiable) standard.  Such a numeric standard is supported by the maritime industry and federal agencies.  One of the most difficult issues related to ballast water is the lack of a standard against which potential treatment technologies can be measured.  Without that certainty, ship owners and operators are unwilling and unable to invest in the installation of treatment technologies.  Also, in order to drive technology development and testing, developers and vendors need to know the accepted standard they need to attain.  

There remains significant uncertainty with regard to what standard can be achieved.  The industry supports an initial standard that mirrors the International Maritime Organization (IMO) standard.  In any event, the same ballast water regime should be applied to both foreign and domestic flag vessels.  A standard that does not apply equally to both will place domestic flag vessels at a competitive disadvantage.     

“A strong federal role in ballast water treatment technology research, development and demonstration is also a must.  Currently, there is a gap between the state of laboratory tested technology and technology that would be economically and operationally effective aboard vessels.  Without testing under simulated or real-time shipboard conditions, investment by ship owners or operators is unlikely.  In light of this, the U.S. Coast Guard (USCG) and U.S. Environmental Protection Agency (EPA) entered into a memorandum of understanding in June 2001 for the development of rigorous testing protocols under the Environmental Technology Verification (ETV) program for use when evaluating ballast water treatment technologies at land-based test facilities.  Additionally, the USCG has developed a program for testing of promising treatment technologies on-board vessels under its Shipboard Technology Evaluation Program (STEP).   MARAD also has been working with the U.S. Fish and Wildlife Service (FWS) and the National Oceanic and Atmospheric Administration (NOAA) to assist the Sea Grant program by offering MARAD vessels for testing of treatment technologies.  In an effort to move technology closer to shipboard readiness, MARAD, FWS and NOAA are sponsoring one or more barges (as near sub-scale testing platforms) as a step toward more realistic testing conditions, the first of which is designated for the Great Lakes region.  Because of the costs and uncertainties associated with treatment technology development and demonstration as well as the significant national interest in this issue, a strong Federal role remains important.”  

 Thank you for the opportunity to submit MARAD’s views on this important issue.  I look forward to working with Congress to develop effective ballast water management standards.  If you have any questions, please do not hesitate to contact me.   

