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light′loading, n.,  a condition where a ship cannot 
carry a full load of cargo.  Most prevalent on the Great 
Lakes, where decades of inadequate Federal funding 
for U.S. Army Corps of Engineers dredging of ports 
and waterways has meant ships often forfeit 
10 percent or more of their carrying capacity each 
trip. Serious threat to the United States, as raw 
materials moved on the Great Lakes drive the 
economy. 
 

Synonyms:  Recession; Inefficiency; Lost Jobs; Squandered Opportunities. 
 

Antonym:  Using Harbor Maintenance Trust Fund for its intended purpose — 
fully funding dredging needs at the nation’s deep-draft ports and waterways. 
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THE PRESIDENT’S LETTER 

 
Dear Friend of Great Lakes Shipping, 
 

2008 reminds me of The Myth of Sisyphus.  For those who have forgotten their Greek mythology, Zeus condemned 
Sisyphus to spend eternity rolling a huge stone to the top of a steep hill, only to have it roll down again.  Well, Lake Carriers’ 
Association pushed and pushed and pushed, and for a moment, achieved its goal.  In FY08, the U.S. Army Corps of Engineers 
actually received enough money to not only dredge all the sediment that normally builds up in Great Lakes ports and waterways 
in a year, but even remove about 1 million cubic yards of backlog.  If you know the history of Corps funding for Lakes dredging, 
that is not a common occurrence. 
 

But, like Sisyphus, our hopes were dashed when we saw the Bush Administration’s 
proposed budget for FY09.  The Corps’ budget for Lakes dredging was slashed by $50 million, 
so like Sisyphus, we found ourselves back at the bottom of the hill and had to start pushing all 
over again. 
 

The need to restore the Great Lakes Navigation System to project dimensions has 
never been greater.  The economic stimulus effort is going to be hampered by lack of adequate 
dredging on the Great Lakes.  Rebuilding our highways, bridges, and other infrastructure will 
require massive amounts of steel, aggregate, and cement.  What is steel made from? Iron ore 
and fluxstone shipped on the Great Lakes.  What is the foundation for highways and byways?  
Aggregate and cement shipped on the Great Lakes.  When a laker leaves 10,000 tons of iron 
ore at the loading dock because there isn’t enough depth in the port, connecting channels, or 
receiving port, that’s 6,700 tons of steel that won’t be made.  When a vessel leaves 5,000 tons 
of aggregate at the quarry, that’s a sixth of a mile of highway that can’t be built or restored. 
 

The Corps needs about $230 million to restore the Great Lakes Navigation System to project dimensions.  And here’s 
the really good news.  The money is there!  Always has been.  The Harbor Maintenance Trust Fund (“HMTF”), which holds tax 
receipts on waterborne commerce, takes in about $1.1 billion a year, yet spends only about $750 million annually.  As a result, 
the HMTF has a surplus of nearly $5 billion.  Give the Lakes less than 5 percent of the surplus and the dredging crisis is solved. 
 

I testified in Washington on the need to use the HMTF for its intended purpose and believe many in Congress share 
this view.  This is a work in progress, but progress is in the works. 
 

Lake Carriers’ Association spent considerable time on ballast water introduction of non-indigenous species in 2008.  
For good reason; it is one of the most pressing environmental issues ever to face the Great Lakes and other U.S. waterways.  A 
solution was there.  Legislation passed in the House of Representatives would have imposed a standard in U.S. waters that 
was 100 times more protective than any in existence.  Unfortunately, certain environmental interests stopped passage of similar 
legislation in the Senate, so we now face a hodge-podge of State requirements instead of a consistent Federal approach.  If 
reason does not prevail, some States won’t see lakers in their harbors come 2012 or 2016. 
 

What’s ironic is that it will be the environment that pays the cost of this cessation of waterborne commerce.  A recent 
report issued by the U.S. Army Corps of Engineers determined that vessels produce 90 percent less carbon dioxide than trucks; 
70 percent less than trains per each thousand tons of cargo transported.  I am told it will take a million new trucks to handle the 
cargo that currently criss-crosses the Lakes in ships and tug/barge units.  That’s quite a legacy to leave. 
 

That same Corps report found that Great Lakes shipping saves its customers $3.6 billion a year in transportation costs 
when compared to the land-based modes.  Imagine what the savings would be if vessels could carry full loads! 
 

It’s the economic and environmental benefits of Great Lakes shipping that make resolving these issues and others so 
important.  We need to carry full loads.  We need Federal regulations to stop ocean-going vessels from bringing non-indigenous 
species to the Lakes.  We need another Poe-sized lock at Sault Ste. Marie, Michigan, to ensure the free flow of vital raw 
materials.  We need more U.S. Coast Guard icebreakers so commerce can continue during the ice season.  The increased 
funding for Corps dredging we won for FY08 is a building block for future successes.  With your help, we can achieve these 
goals. 
 

Sincerely, 
 
 
 

James H. I. Weakley 
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LCA OBJECTIVES FOR 2009 AND FUTURE YEARS 
 

DREDGING CRISIS 
 

Decades of inadequate funding for dredging Great Lakes ports and 
waterways have left an estimated 17 million cubic yards of sediment 
clogging the system.  The Corps estimates it will need about $230 million 
to restore the Great Lakes Navigation System to project dimension (i.e., 
the depth and width to which Congress authorized the various ports and 
waterways). 
 

The impacts of the dredging crisis are felt every day throughout America.  
LCA’s members estimate that three of every four cargos they carry each 
year represent less than full loads.  The amount of cargo that’s left 
behind varies with the size of the vessel.  When low water waters have 
amplified the lack of dredging, the largest vessels have forfeited as much 
as 12,000 tons, or 17 percent of their per-trip carrying capacity.  Not only 
do those lightloads shortchange America industry, vessel operators 
cannot offer the best freight rate. 
 

The dredging crisis is man-made.  The Harbor Maintenance Trust Fund 
(“HMTF”), which is the repository for taxes levied on waterborne 
commerce, has a surplus of nearly $5 billion.  And it’s growing. 
The HMTF takes in about $1.1 billion a year, but spends only about 
$700 million a year. 
 

Congress must enact legislation that requires the HMTF to spend as 
much as it takes in.  With adequate funding, the Corps can restore the 
Great Lakes Navigation System to project dimensions and allow 
waterborne commerce to achieve the efficiencies for which it was 
designed. 
 

FEDERAL REGULATION OF BALLAST WATER 
 

Ballast water introduction of non-indigenous species has been a focal 
point on the Great Lakes since the discovery of the ruffe in western Lake 
Superior in 1986.  The fish was unwittingly introduced by an ocean-going 
vessel that had loaded in the Baltic Sea. 
 

LCA was the first maritime organization to respond to the threat the ruffe 
represented by developing measures to contain the fish to western Lake 
Superior.  The effort has proved successful.  Only two populations have 
been found outside Lake Superior, and the one in Alpena, Michigan, has 
since died out. 
 

However, the ruffe is migrating along the southern shore of Lake 
Superior at a rate of about 25 miles a year.  Once it reaches the 
St. Marys River, it will have easy access to the rest of the Great Lakes. 
 

The ruffe illustrates the “facts of life” when it comes to non-indigenous 
species.  Since the Lakes are interconnected, a species that has taken 
root can and will spread on its own accord. 
 

Therefore, the problem that must be solved is future introductions of non-
indigenous species.  The focus must be on ocean-going vessels, for it is 
they who take on ballast outside the Lakes.  The U.S.- and Canadian-
Flag vessels working the Lakes never leave the system, so have never 
introduced an exotic. 
 

It seemed 2008 was going to be the year the United States finally tackled 
the ballast water issue.  Legislation passed by the House of 
Representatives would have set a standard 100 times more protective 
than any in the world.  However, environmental interests bent on 
applying the Clean Water Act to ballast blocked passage in the Senate. 
 

The Clean Water Act is the wrong way to regulate ballast water.  The law 
is meant to govern stationary sources, not mobile sources such as 
vessels.  Even the U.S. EPA agrees the legislation passed by the House 
would have been much more effective than the Clean Water Act. 
 

Instead a patch work of State regimes is springing up.  New York, for 
example, has decided to impose a standard for which no system exits, 
even on the drawing board, and expects it in place by 2012.  Minnesota 
has set a somewhat lower standard, but chosen to apply it to lakers as 
early as 2012 and no later than 2016.  No U.S.-Flag Great Lakes 
operator can afford to spend $18 million on a ballast treatment system 
for a vessel that never leaves the system.  Lakers may be regulated out 
of Minnesota ports. 
 

Federal regulations that apply consistently from one State to another are 
the only viable solution.  The Clean Water Act is already verifying its 
critics’ fears.  Waterborne commerce cannot cope with a crazy quilt of 
differing requirements.  A State-by-State approach will drive cargo to our 

already congested rail beds and highways, and increase fuel 
consumption and emissions in the process.  This is a lose-lose situation 
if ever there was one! 
 

STIMULATE ECONOMY WITH 
SECOND POE-SIZED LOCK 

 

The Water Resources Development Act of 2007 directs the Corps to 
build a second Poe-sized lock at Sault Ste. Marie, Michigan, at full 
Federal expense.  The “Soo Locks” connect Lake Superior to the lower 
Great Lakes and St. Lawrence Seaway and typically handle more than 
80 million tons of cargo a year. 
 

Twining the Poe Lock is a perfect fit for the economic stimulus package.  
The $500 million project is shovel ready, and would, over a decade, 
generate 1.5 million man hours.  One economist likens the project to 
opening an auto manufacturing plant in one of the most distressed areas 
of the country. 
 

The benefits will continue long after construction is complete.  Since 
nearly 70 percent of U.S.-Flag carrying capacity on the Lakes is 
restricted to the Poe Lock, a second chamber will ensure a failure of the 
Poe does not bring Great Lakes shipping to a standstill.  This means 
steel mills and power plants no longer need fear crippling disruptions in 
their supply chain should the Poe Lock fail. 
 

The need for this lock was identified more than 20 years ago.  The 
economic stimulus package is the best hope for launching this long 
overdue infrastructure investment.  
 

ADDITIONAL USCG ICEBREAKING ASSETS 
 

The U.S. Coast Guard is charged with breaking ice on U.S. waterways to 
meet the needs of commerce.  To accomplish this task on the Great 
Lakes, the Coast Guard has eight vessels with icebreaking capabilities.  
However, most of these vessels were built in the 1970s or earlier, and 
are now nearing the end of their productive lives.  Breakdowns are 
commonplace.  In fact, in December of 2008 and January of 2009, 
at least three, and sometimes four, of the eight vessels were 
UNAVAILABLE because of needed maintenance. 
 

Shipping during the ice season (December 16-April 15) is critical to 
keeping America’s economic engine running.  Customers must minimize 
stockpiling costs, so vessels operate even as the heavy ice sets in.  
Cargo movement during the ice season typically tops 20 million tons, or 
15 percent of the annual total. 
 

In the short term, the Coast Guard can improve its Lakes icebreaking 
fleet by bringing at least one, preferably two, ice-capable vessels 
currently stationed on other coasts, where they are performing law 
enforcement missions better handled by other vessel classes.  For the 
long term, the Coast Guard should a build a twin to the Mackinaw 
launched in 2006.  The Lakes trade is so crucial to America’s economic 
well-being that two heavy icebreakers are the minimum requirement.  
Construction of the vessel would also revitalize a Great Lakes shipyard. 
 

THE JONES ACT 
 

The Jones Act (Section 27, Merchant Marine Act, 1920) requires cargo 
moving between U.S. ports be carried in vessels that are U.S.-owned, 
-built, and -crewed.  Although the law dates from 1920, foreign-flag 
vessels have been barred from domestic commerce since 1817. 
 

Nationwide, the Jones Act fleet numbers nearly 40,000 vessels of all 
kinds.  While the Lakes Jones Act fleet numbers only 75 or so large 
vessels, they are real workhorses, moving as much as 125 million tons of 
cargo a year when the economy is strong. 
 

The ownership requirement of the Jones Act ensures the U.S. maintains 
control over its domestic fleet.  The build requirement supports the 
shipyards that are needed to build and maintain our Navy.  The crewing 
requirement means the U.S. has skilled and loyal seafarers to call on in 
times of war to ferry supplies to our troops throughout the globe. 
 

Every Administration since 1920 has supported the Jones Act.  As a 
candidate, Barack Obama declared “America needs a strong and vibrant 
U.S.-Flag Merchant Marine.  That is why you … can continue to count on 
me to support the Jones Act….” 
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MEMBER COMPANIES 
 

AMERICAN STEAMSHIP COMPANY 
ANDRIE, INC. 

ARMSTRONG STEAMSHIP COMPANY 
BELL STEAMSHIP COMPANY 

CENTRAL MARINE LOGISTICS, INC. 
GRAND RIVER NAVIGATION COMPANY, INC. 

GREAT LAKES FLEET / KEY LAKES, INC. 
INLAND LAKES MANAGEMENT, INC. 

THE INTERLAKE STEAMSHIP COMPANY 

KK INTEGRATED LOGISTICS 
LAKE MICHIGAN CARFERRY SERVICE 

LAKES SHIPPING COMPANY 
PERE MARQUETTE SHIPPING COMPANY 

PORT CITY MARINE SERVICES 
PORT CITY STEAMSHIP COMPANY 

SOO MARINE SUPPLY, INC. 
UPPER LAKES TOWING COMPANY, INC. 

VANENKEVORT TUG & BARGE INC. 
 

STAFF 
 

James H. I. Weakley 
President 

440-333-9995    weakley@lcaships.com 
 

Glen G. Nekvasil 
Vice President - Corporate Communications 
440-333-9996    nekvasil@lcaships.com 

 

Carol Ann Lane 
Secretary / Treasurer 

440-333-9997    lane@lcaships.com 
 

Suite 720    20325 Center Ridge Road    Rocky River, Ohio  44116-3508    Fax:  440-333-9993 
www.lcaships.com 

http://www.lcaships.com/

