***Unique***

Alt Cause – Europe

Structural issues in Europe hurt the auto industry

NYT 6/28/12 Ford Motor, Citing Europe’s Woes, Says Foreign Losses to Triple in Quarter By BILL VLASIC Published: June 28, 2012 

DEARBORN, Mich. — Europe’s economic woes are taking a much bigger bite out of the profits of Ford Motor, which until now has largely avoided the hefty losses that have dragged down the profits of many of its rivals. The company said on Thursday that its total international losses would triple in the second quarter, with Europe accounting for the most of the loss. Ford lost $190 million in the first quarter in its international operations, which include Europe, South America and the Asia-Pacific region. Europe was responsible for $149 million of the total. The company’s chief financial officer, Robert Shanks, said in an interview that conditions in Europe were “getting tougher,” as manufacturers stepped up discounts to jump-start sales, which are at their lowest level in more than a decade. “We lost $190 million in the first quarter, and it will be three times greater than that” in the second quarter, Mr. Shanks said in the interview, held at Ford’s world headquarters. A loss on international operations of $500 million to $600 million in the quarter, which will end on Saturday, would depress Ford’s overall earnings for the period. The company previously forecast that international losses in the second quarter would be roughly the same as in the first quarter. “We have good results in North America and solid results at Ford Credit,” Mr. Shanks said. However, “the overall company profits will be substantially lower.” Ford shares, which were flat in regular trading on Thursday, fell about 3 percent after hours after online publication of the weaker forecast. Ford has suffered less from the downward spiral in European vehicle sales than has General Motors, which is planning to close at least one assembly plant on the Continent. But now Ford appears to be facing the same hard choices about plant capacity as G.M., Fiat and other carmakers. Mr. Shanks said the company had “excess capacity” in Europe but declined to reveal specifics of any potential plans for reorganization. “It’s too soon to say what we are going to do,” Mr. Shanks said. When asked if Ford would consider closing one of its five assembly plants to better align supply with demand, he said, “We’re going to have to develop a plan that gives us an opportunity to do that.” Ford has an 8 percent market share in Europe, and last year it broke even in the region, where about 15.3 million total vehicles were sold. But with industry sales in Europe now running at a 14 million rate, Ford cannot make money, Mr. Shanks said. “As we look ahead, this is not a cyclical issue,” he said. “It’s a structural issue.”
If Europe doesn’t recover the auto industry will be affected 

Huffington Post 7/9/12 Ford, GM and Volkswagen Top List Of Fortune's List Of World's Most Profitable Companies Posted: 07/09/2012 5:18 pm Updated: 07/09/2012 7:27 pm http://www.huffingtonpost.com/2012/07/09/ford-gm-volkswagen-fortune-profitable-companies_n_1659939.html
But all the recent successes that have put Volkswagen, Ford and GM atop Fortune's list could be reversed, and the global economy could weaken, Chesbrough warned. If the European crisis results in a breakup of the eurozone, that could freeze credit around the world and make it difficult for people everywhere to buy cars. This could cause a repeat of the auto industry's crisis in 2008 and 2009. "If it does go south, it will have very detrimental effects on the auto industry," he said. "But that's a worst-case scenario."
Europe tanks Auto industry 

Seeking Alpha 7/9/12 Seeking Alpha, stock market news, “Why Ford Is Worth $20” July 9, 2012 | 20 comments | about: F, includes: C, GM, IMF, JPM, TM 

Markets are used to seeing the events in Europe affect financial stocks like JPMorgan Chase & Co. (JPM) and Citigroup Inc. (C) because of these institutions' portfolio exposure. Yet another critical American industry, the auto industry, likewise has "portfolio exposure" to Europe. To wit, this past April, the European Automobile Manufacturers Association (ACEA) reported that new passenger car registrations declined by 6.9%. Indeed, manufacturers like Ford Motor Company (F), General Motors (GM), Toyota Motors (TM) and Nissan (NSANY.PK) all saw their European car sales decline in April, with Ford having the dubious distinction of having seen the lowest percentage decline. Not surprisingly, the reason for the decline is the sluggish economy. In fact, the International Monetary Fund (IMF) sees the Euro Area contracting by 0.3% in its latest World Economic Outlook, which is not surprising given the debt crisis. Consequently, American companies operating in Europe, especially those that produce durable goods like automobiles, will be disproportionately affected. Ford saw its first quarter earnings decline by 46% on the back of weak performances in Europe and Asia. 
Alt Cause – Gas/Oil

High gas prices undermine the auto industry 

NYT, ’12 (3/3/12, http://www.nytimes.com/2012/03/04/your-money/rising-gasoline-prices-could-soon-have-economic-effects.html?pagewanted=all, JD)

SOMETIMES a number is just a number. But on Tuesday, when the Dow Jones industrial average closed above 13,000, it was treated as much more than that. Many news accounts and market commentaries portrayed that clean, round string of digits as a milestone that signified the stock market had come a long way since the darkest days of the financial crisis. Oil and gas prices have also been rising, and are beginning to attract considerable attention, too. How high and how quickly those numbers climb — and whether they leap above $5 a gallon and morph into a painful symbol of inflation — could have an enormous impact on the financial markets, the economy and the presidential election. “People may not remember too many numbers about the economy, but there are certain signposts they do pay attention to,” said Ethan Harris, chief North American economist at Bank of America Merrill Lynch. “As a shorthand way to assess how the economy’s doing, everybody notices the price of gas. It can have a big symbolic impact, and in a presidential election year, when the price is rising, that can create a big headwind.” On Friday, gas prices averaged $3.74 a gallon nationwide, their highest levels in the winter months but well below the nominal record of $4.11 a gallon in July 2008. Adjusted for inflation, that would be $4.27 today. In California, the average price on Friday was already $4.34. Largely because of tensions in Iran and other countries in the region, oil prices rose more than 22 percent in the six months through Thursday, according to John LaForge, commodity strategist at Ned Davis Research. While those numbers may be disquieting, they haven’t had much of an effect on either the stock market or consumer sentiment, said Ed Yardeni, an independent economist who has analyzed the price surge. Partly because energy companies including Exxon and Chevron account for 12.3 percent of the market capitalization of the Standard & Poor’s 500-stock index, rising oil prices “may actually be good for the stock market, up to a point,” he said. Since the second half of 2008, Mr. Yardeni says, there has been a strong positive correlation between energy prices and the stock market. If prices continue to rise, though, that benign influence is unlikely to last, he says. “At some point, you’ll have a negative feedback loop. High energy prices will correct themselves, and if they go high enough, the negative effects will spill over to stocks and the economy.” Ned Davis Research has found that when oil prices climb by more than 33 percent in a six-month period, stock market performance then tends to weaken, Mr. LaForge said. Prices may not be a big problem right now, he said, but that could change quickly. How high will those prices go? Presumably, futures prices already reflect the collective intelligence of the financial markets, said Richard B. Hoey, chief economist of BNY Mellon. “Those prices already factor in the risks of a possible war with Iran or an incident in the Strait of Hormuz that disrupts oil shipping,” he said. He added that he expects that the impasse over Iran’s nuclear program will be resolved peacefully — and believes that, at the moment, the markets think likewise. Mr. Hoey said that oil prices might spike further, but that they were likely to come down without much lasting harm. “Of course, you never know,” he added. In the past, the domestic effects of rising gasoline prices have sometimes included a decline in auto sales. So far, though, the most recent energy price surge hasn’t had that effect. To the contrary, auto sales rose sharply in February, carmakers and analysts said last week, with the seasonally adjusted selling rate for new vehicles climbing to about 15.1 million, the highest level since February 2008. Rising energy prices tend to have a lagging economic impact, said James D. Hamilton, professor of economics at the University of California, San Diego. Unless income also rises — which isn’t happening for many people now — higher fuel costs will eventually displace other expenditures. And at a certain point, he said, there will be additional “nonlinear” effects if prices keep rising. It’s as though people finally sit up and really notice the price increase, and their behavior changes. “There’s no single magic moment when it happens,” he said. But the data indicates that this effect tends to kick in when the highest price level of the preceding three years is surpassed, he said. We’re not at those levels, but we could easily get there. For regular gasoline in the United States, that average price point would be $4.11 a gallon in nominal terms, and $4.27, accounting for inflation. For oil prices, it would be $145.29 a barrel for benchmark American crude, or $150.87, when inflation is factored in. Ugly-looking prices at the pump are never a good omen for incumbent politicians. Since 1976, they have generally been inversely correlated with presidential approval ratings, Ned Davis Research has found. In other words, the more expensive gasoline is, the less popular the president tends to be. The financial reason for this is obvious: with the possible exception of energy investors, few people enjoy paying more to drive. And because fuel costs affect many other items, including food, rising gasoline prices are often associated with an increase in the cost of living. 

Continued price rises will hurt the auto industry

CNBC, ’12 (3/21/12, http://www.cnbc.com/id/46465498/Higher_Gas_Prices_Will_Slow_Not_Stop_Auto_Sales, JD)

With gas prices surging to a record high for this time of year ($3.57/gallon national average compared to $3.17/gallon a year ago) the question now is not whether gas will hit $4.50 or $5.00 a gallon. It's a pretty safe bet we'll hit those prices this Summer. Heck, parts of California are already seeing $5/gal. The automakers knew this day was coming. Maybe that's why you won't find many of them freaking out over surging gas prices. Unlike the last time gas prices surged to record highs (July 2008 the natl. avg. hit $4.11/gal) the auto industry has far more fuel efficient cars and trucks sitting in showrooms. Look at what has changed in the last 4 years. —The avg. fuel economy of the vehicles sold in January hit a record high at 23 MPG. In July of '08 the avg. fuel economy was 21.3 MPG. —The number of cars getting 40 MPG has soared in the last 4 years Right now there are 17 models that deliver at least 40 MPG. Four years ago, there were far fewer models attaining that level of fuel efficiency. —Fuel efficient 4 and 6 cylinder engines are more available and are actually in demand. More than half of the Ford F-Series trucks sold last year left the lot with 6 cylinder engines; the most since 1985. Is there a point where gas becomes so expensive and so onerous that it forces a large chunk of would be car and truck buyers to put off making a purchase? You bet. A new survey by CNW marketing research found 83 percent of those surveyed say they would postpone buying a new vehicle if gas hits $4.50 a gallon. If the average price of gas surges to $5.00 or $5.50, the real and psychological impact could be so great many buyers might stay on the sidelines. 

Alt Cause – Supplier 

Auto industry will collapse – lacks a supplier 

NASDAQ 12, (NASDAQ, June 2012,   Analyst Interviews, http://community.nasdaq.com/News/2012-06/auto-industry-stock-outlook-june-2012-zacks-analyst-interviews.aspx?storyid=151289 “Auto Industry Stock Outlook”, KA)

Although automakers continue to focus on shifting their production facilities to new regions driven by cost and demand factors, developing the supplier networks remains one of the greatest challenges they face. Existing suppliers to automakers often lack the financial background to expand capacity in new markets. On the other hand, auto market suppliers are sensitive to technology transfers to local third parties, which may result in new and lower-cost competitors. Since 1999, more than 20 of the largest global auto parts suppliers have filed for bankruptcy. The financial condition of the majority of auto market suppliers continues to deteriorate, resulting from a historically weak demand and higher dependence on automakers. According to the Original Equipment Suppliers Association, 12% of the auto industry suppliers do not have sufficient working capital to support a 10%–25% expansion in production. Thus, despite the government’s sizable investment in the automakers, it is likely that there will be auto market suppliers who are unable to restart operations due to working capital shortfalls even as automaker production resumes. Higher dependence on automakers makes the auto market suppliers vulnerable to several maladies, primarily pricing pressure and production cuts. Pricing pressure from automakers is constricting auto market suppliers’ margins. On the other hand, production cuts by automakers driven by frequent market adjustments are negatively affecting their operations. Some of the auto industry suppliers who have a high reliance on a few automakers such as General Motors, Ford, Chrysler and Volkswagen include American Axle and Manufacturing (NYSE:AXL), ArvinMeritor Inc. (NYSE:ARM), Goodyear Tire and Rubber (NYSE:GT), Magna International (NYSE:MGA), Superior Industries (NYSE:SUP), Tenneco Inc. (NYSE:TEN) and TRW Automotive (NYSE:TRW). The shift in auto market consumer preferences towards hi-tech, fuel-efficient, environment-friendly vehicles, such as small cars/hybrids/EVs, is another issue. Auto market suppliers are expected to quickly adapt to the new technologies by investing in research and development, putting heavy capital burdens on them. The automakers also face significant challenges in transforming the existing powertrain technologies into the new versions, as far as marketability is concerned. They are adapting the internal combustion engines to alternative energy, including ethanol and bio-fuels. Ultimately, a time may come when they switch to the all-electric powertrain as their sole powertrain solution. However, the shift in powertrain solution technology needs to be supported by adequate charging outlets in order to recharge batteries.

Unsustainable – Future Generations 

The next generation won’t use cars anyways

Eisenstien 9 (Paul, “Will Gen Y Destroy the Auto Industry?” http://www.thedetroitbureau.com/2009/02/will-gen-y-destroy-the-auto-industry/)//RK
Will Gen Y kill the auto industry? That’s the provocative question posed by a new study from AutoPacific. And before you write that off as preposterous, consider that the generation just entering the automotive market has already driven the nail in the coffin of the newspaper business, all but destroyed the recording industry, and forever changed the way the telecommunications industry functions. In some parts of the world, we’re already seeing the impact young consumers can have on the auto industry. In Japan, for example, many potential Gen Y motorists are foreswearing the automobile, insisting they’d rather walk, ride a bike, or stick to mass transit. What happens here, in the U.S., is a critical question considering this is the largest potential market in automotive history, larger than the legendary Baby Boomers. Last year, Gen Y accounted for just 9 percent of the automotive market, but by 2012, AutoPacific predicts, that will jump to a sizable 13 percent, and keep growing from there. Equally significant, 57 percent of this generation are women. Considering their youth, there’s little surprise that Gen Y buyers have less disposable income to spend on cars than their parents’ and grandparents’ generation. But even so, there are obvious shifts in their early automotive buying habits. Gen Yers are buying more compact and midsize cars than SUVs, especially women in that group. That reflects the fact that this is a generation that questions authority, the AutoPacific study finds. They’re socially and environmentally conscious. And they demand respect. As you might expect, they dismiss old media, like newspapers and network TV. Their primary influence is what they see and read on the Web. At a time when Detroit’s automakers are struggling for survival, the Gen Y buyers hold out little hope for salvation. They’re even less likely than Baby Boomers to own a domestic car. Honda, Nissan, Volkswagen and Mitsubishi are brands that play for them. In fact, even some traditional import brands have reason to worry. Toyota seems to be struggling to connect with these young buyers, far more than Honda – and despite the youth-oriented Scion brand. Price is obviously a big concern for Gen Y, yet image is even more important. Fuel economy matters, as you might expect, but surprisingly, not as much as exterior styling. That said, expect these buyers to be looking for the latest and greatest in green powertrain technology. A whopping 73 percent would like some form of hybrid-electric vehicle, even better if its capable of using alternative fuels, like E85. The study suggests American Gen Y consumers aren’t ready to walk away from the automobile, like their cohorts, in Japan. But it seems very likely that their buying habits will be very different from their parents and grandparents, and that could be bad news for Detroit, if not the rest of the auto industry. 

Unsustainable – Sales
Auto Industry not long term, won’t recover fully

Smitka 12 (Michael Smitka, April 26, 2012, professor of economics at Washington and Lee University, has conducted research on the auto industry for more than two decades,  Washington and Lee University, http://news.blogs.wlu.edu/2012/04/26/the-auto-industry-and-the-economy/ “The Auto Industry and the Economy”, KA)

But looked at from another angle, the news remains grim. Sales may be up sharply but are still 2.5 million units below the 16.3 million average pace of the previous 15 years. In the mid-2000s, the industry employed 3 million workers. Despite the recent gains, we are still more than 500,000 jobs below peak. On the employment front, the glass is not yet half full. Will recovery add back all these jobs? On the negative side, the U.S. is now the third-largest car market, behind China and the European Union. As the BRIC countries (Brazil, Russia, India and China) and other economies grow, sales will rise and investment to assemble cars locally will increase. Over time, design and engineering jobs will follow. We face long-term, and not just short-term, challenges as the industry continues to globalize. China, for example, is serious about electric cars. But in the face of an outcry by Congress over a failed solar panel venture, the U.S. has pulled the plug on electric vehicle startups, refusing to disburse funds for firms that have finished the engineering stage to hire the workers and buy the parts needed to commence production. If the Chinese market grows, we can expect to see technology — high-tech jobs — flow to where the money is. It's not just batteries, either. For the first time ever, more than half of the finalists for the Automotive News PACE supplier innovation competition were based outside the U.S. As an independent judge for the competition, one firm I visited this year was Continental, a German company launching a new telematics system that will facilitate hands-free services outside the luxury segment. The first company to adopt the system is GM — but it will be on Chevys sold in China, not in the U.S. That's where the growth is. The hardware was developed at Continental's telematics R&D center outside Chicago, but the software engineering was done in Shanghai, where the electronics "black box" is also assembled. We're a player, but with globalization, we're not as big a player as in the past. On the flip side, there is encouraging news: BMW and Mercedes chose to base plants in the U.S. to make key global products, while Korean and Japanese assemblers and suppliers continue to move jobs here: Production follows sales, and Toyota, Honda and Nissan — the Japanese Big Three — now have full-fledged vehicle engineering capabilities in the U.S. Given current exchange rates, we remain an attractive production base, with a wide array of suppliers and specialized engineering firms, good infrastructure, stable politics and a robust ability to overcome shocks. But the slower the recovery, the more we will see new technologies and the accompanying skilled jobs shift to where the sales are. On net, I doubt we'll ever fully recover.

***Links***

Busses – Link Turn

Bus production stimulates auto industry and allows transition to rail and green tech production

Pollin and Baker 9 Co-director and Professor of Economics, Political Economy Research Institute at @ UMass; AND co-founder of the Center for Economic and Policy Research (Robert; Baker, December 2009, “Public Investment, Industrial Policy and U.S. Economic Renewal,” Political Economy Research Institute’s Center for Economic and Policy Research, http://www.peri.umass.edu/fileadmin/pdf/working_papers/working_papers_201-250/WP211.pdf)

Thus, as a short-term agenda, the most effective approach to expanding investments in public transportation would be to give immediate focus to markedly improve public bus services throughout the country. This project should be undertaken in conjunction with the continued strong commitment to also expanding rail services, as initiated with the ARRA. Over time, the most effective mass transit systems are those that integrate bus and rail systems. Thus, public investment over time should target the goal of building combined rail/bus public transportation systems. But in the short term, it will be important to show tangible progress in raising support for public transportation. This can be done, first of all, by simply getting more buses available for service and out on the street. This would enable people to rely less heavily on their cars. It would also entail large-scale procurement contracts with the government. These procurement orders could also create a major sales boost for the U.S. auto companies as well as the firms that have traditionally manufactured buses in the U.S. It will be useful to sketch out these possibilities for a short-term agenda in a bit of detail. Bus Procurement Proposal As of the most recent 2007 data, about 65,000 buses are operating in the United States. A program to significantly improve public transportation service would entail increasing the number of buses in operation by, say, 50 percent. That would mean raising the total number of buses serving U.S. public transportation consumers to about 100,000. It would be reasonable to allow this 50 percent expansion of available bus service to occur over five years. Table 3 presents some of the key data relevant for evaluating the costs and impact of a U.S. bus procurement program of this magnitude. This is not the place to explore the details of what this expansion in service would mean in terms of accessibility of public transportation in communities throughout the U.S. Suffice it to say that something on the order of a 50 percent improvement in accessibility would represent a major benefit, especially for lower-income families. Millions of lower-income families would be able to significantly reduce their reliance on auto transportation, saving them up to around $2,000 per year in overall transportation expenses—that is, up to a 10 percent reduction in their total household expenditures.24 The program would also be focused on improving the energy efficiency and quality of the operating bus fleet. The average bus in service is designed to operate for about 7.5 years. If the entire existing fleet of 65,000 buses were to be replaced within 7.5 years, that would mean a bit fewer than 9,000 old buses would be replaced per year with new vehicles. In fact, however, the fleet has been aging significantly since the level of orders peaked in 2001 at about 8,100 new buses. In 2007, only about 3,600 new buses were produced in the U.S. An ambitious but reasonable aim of the new program would be to replace the entire fleet within the next five years, while also expanding the total number of buses in operation to 100,000. This would then mean a procurement order of 100,000 buses over the next five years, or 20,000 new bus orders per year for five years. As the top panel of Table 3 shows, as of 2007, the average cost to produce a bus in the United States was $425,000. Thus, the overall cost to build 100,000 new buses would be about $42.5 billion, or $8.5 billion per year for five years. But only 35,000 of the new purchases would be for expanding beyond the existing supply of buses—that is, about $15 billion total, or $3 billion per year over five years. The remaining $5.5 billion per year in expenditures would represent a somewhat accelerated depreciation expense, most of which would already have been incorporated into the budgets of the government agencies administering the country’s various public transportation systems. How would such an initiative impact the overall situation in the auto and bus production industry, and manufacturing more generally? The Buy America Act requires that all federally-funded transit investments be built with at least 60 percent of their components produced in the U.S. and that the assembly also be performed within the U.S. As such, any initiative such as this to expand bus production and bus service throughout the United States would necessarily mean most of the production will be done by U.S. workers.25 At present, the major suppliers of buses in the U.S. are the U.S. companies Gillig and North American Bus, and Canadian companies with major U.S. operations, New Flyer and Orion. Given that these existing companies produced only about 3,600 buses in 2007, it would be unrealistic to assume they could expand up to 20,000 buses per year in a brief period of time. As a rough estimate, we assume that the existing producers could at most increase their rate of production by 50 percent above their 2007 level, to 5,400 buses per year. For simplicity, we assume the existing bus manufacturers would increase their production to 5,000 buses per year, i.e. 25 percent of the overall procurement order of 20,000. The remaining roughly 15,000 new buses per year would then be built by the automobile manufacturers in the U.S. To begin with, we include here all 13 companies manufacturing cars in the U.S. as potentially eligible to undertake this project of converting part of their auto production operations into building buses. Of these firms, the U.S. firms General Motors, Ford, and Chrysler accounted for 60 percent of all cars built in the U.S. as of 2007. The remaining manufacturers producing in the U.S are Japanese, German, and South Korean firms. With auto companies in general facing a severe slump—with a high percentage of both their productive equipment and labor force sitting idle or underutilized—we would anticipate that at least some of the companies would eagerly compete to obtain a major government procurement order, even if fulfilling the order means converting some of their production facilities from autos to buses. What would be the impact for the car companies of receiving a procurement order to produce 15,000 buses per year for the next five years? To estimate this, we have to compare the production costs of the average bus, at $425,000, with those to produce the average automobile, which are about $13,000 (as shown in the middle panel of Table 3). This means that producing one bus would have an impact on domestic manufacturing equal to producing about 33 new autos. For simplicity, we round this cost difference at 30-to-one. Based on this roughly 30-to-1 cost differential between buses and autos, for auto manufacturers to receive a procurement order of 15,000 buses per year would be the equivalent of 450,000 new auto-mobile production orders. Total U.S. auto production in 2008 was 10.8 million in 2007 but fell to 8.7 million in 2008. Therefore, an order of 450,000 new cars would be the equivalent of an increase in car orders of about five percent relative to the 2008 level. It would mean that the equivalent of about 9.2 million cars would be produced, which would still be 1.6 million fewer than in 2007. This level of orders would clearly provide a major boost to U.S. manufacturers. For example, it would have a far greater positive effect over time than the “Cash for Clunkers” program, which enabled people to trade in older, low-efficiency cars for new cars and receive a $4,500 rebate for their new car purchase. Amid great fanfare, the program generated a short-term car sales surge a when it was in effect over July-August 2009, at a cost of $3 billion to the federal government—an amount equal to the cost net of replacement of our proposed bus procurement program. But at the time of writing, industry analysts expect that sales will subsequently dip down over the course of the full year, with no net gain in overall sales.26 Over the longer term, expanding bus service as the first stage of a broader public transportation agenda, including expanding rail service as well, will have a far greater positive impact both on the environment and lowering overall living costs for low-income households. In short, depending on details, the program could provide a major increase in sales for the car companies as well as the existing bus manufacturers. It could also encourage the auto companies to focus on the idea of converting a segment of their overall operations to manufacturing products other than automobiles. Moreover, once they have obtained experience in converting part of their production line to buses, they should then be better equipped to undertake additional conversion projects—for example, into rail production or even clean energy generating equipment, such as wind turbines and various sorts of solar energy systems. Manufacturing 20,000 new buses per year would also generate a total of about 80,000 jobs, including nearly 30,000 in manufacturing, as we show in the lower panel of Table 3. Of course, spending $8.5 billion per year on anything will produce thousands of jobs. Moreover, as Table 3 shows, the overall impact on employment of manufacturing buses would not be significantly different than putting the same amount of money into producing tanks or missile components for the U.S. military. But the overall economic impact would obviously be dramatically different—for the environment, for low-income households, as well as for reviving our manufacturing base through conversion to clean-energy investments. The point therefore is that, all of these additional benefits will accrue without experiencing any loss in employment opportunities throughout the economy. 

HSR – No Link

HSR doesn’t decrease car use

O’Toole 9 (senior fellow at the Cato Institute “High-speed rail is expensive and inefficient” http://www.illinoispolicy.org/news/article.asp?ArticleSource=1256 7/30/09) CANOVA
Moderate-speed trains whose average speeds are 60 to 75 mph are not going to relieve highway congestion. Even California predicts that its true high-speed trains will take only 3.8 percent of traffic off of parallel roads. Since traffic grows that much every two years, high-speed rail is an extremely costly and ineffective way of treating congestion. High-speed trains in Europe and Japan may be attractive to tourists, but neither have stopped the growth in auto driving. Residents of Japan travel as much on domestic airlines and almost as much by bus as by high-speed rail, and they travel by car 10 times as many miles per year as by high-speed rail. "Not a single high-speed track built to date has had any perceptible impact on the road traffic carried by parallel motorways," says Ari Vatanen, a member of the European Parliament. The average residents of Japan and France ride high-speed rail less than 400 miles a year.

Mass Transit – Link Turn

The auto industry can build mass transit – solves the impact

Goodman, 08 – professor of environmental design at Hampshire College (Robert, citing Stewart Udall, former Secretary of the Interior, November 18, 2008, “Have You Driven a Bus or a Train Lately?,” The New York Times, http://www.nytimes.com/2008/11/16/opinion/16goodman.html, DJH)

But Mr. Udall recognized that the country could not afford the economic consequences of losing all of the automobile industry’s jobs and profits. He proposed that the auto companies branch out into “exciting new variants of ground transportation” to produce minibuses, “people movers,” urban mass transit and high-speed intercity trains. Instead of expanding the Interstate highway system, he suggested that the road construction industry take on “huge new programs to construct mass transit systems.” And he called for building “more compact, sensitively planned communities” rather than continuing urban sprawl.

Investment in mass transit leads the way for the auto industry 

Schor 9 covers federal transportation for StreetsBlog; former staff reporter for The Hill and The Guardian; Masters in Journalism (Elana, 26 October 2009, “How Bus Transit Can Help the Auto Industry,” StreetsBlog, http://dc.streetsblog.org/2009/10/26/how-bus-transit-can-help-the-auto-industry/)

But the recession hasn't dampened the economic potential of hybrid bus production, as the Environmental Defense Fund (EDF) laid out today in a new report [PDF] on the industry. In fact, EDF found, transit bus companies share enough skills and regional foothold with the auto industry -- the map of bus makers pictured above could be mistaken for a map of automakers -- to pave the way for fuel-efficiency advances that would ultimately benefit all vehicles. After noting that 32 percent of American transit buses do not rely on gas or diesel to run, today's report continues: The bus industry serves as an important entry point for advanced vehicle technologies, especially in new vehicles that require refueling infrastructure and other major changes. For instance, since transit agencies have a well-defined base of centrally managed fleets, they are ideal for testing and proving plug-in hybrid and all-electric buses — thus leading the way for the passenger car industry. 

Turn – Mass transit is key to reinvigorating the auto industry

Rosenfeld 9 – member of the Canadian Socialist Project and the Greater Toronto Workers' Assembly (Herman, “The North American Auto Industry in Crisis”, http://monthlyreview.org/2009/06/01/the-north-american-auto-industry-in-crisis)//RK
Alternative Policies and Approaches 1. Socialist Perspectives A socialist approach to the search for solutions to the auto crisis might properly begin with a set of principles: class solidarity, democracy, independence from employers, alternatives to the logic of competitive markets, the development of democratic and productive capacities, and environmental responsibility and sustainability.20 If we were to apply these principles, what might we demand? First, the “private welfare state” needs to be replaced by a set of strengthened, democratically administered, universal public programs. Pensions, health care, dental, vision, and pharmaceuticals cannot be guaranteed through private plans, dependent on corporate profitability and administered by private insurance companies. These should be fundamental rights that strengthen the independence and well-being of working people. For now, governments should at least guarantee already negotiated plans, which, after all, were funded by the deferred wages of the workers in the first place. Second, the banking and finance sector should be nationalized and socialized and run by democratic bodies. Finance needs to become in fact what current bailouts implicitly assume that it is—a public utility. It should be used to fund the legitimate social and economic needs of society. Third, auto production and trade must be regulated. Democratic planning bodies need to be created to regulate trade, the entry and location of production facilities, and the movement of capital. Whatever the immediate result of current restructuring efforts, all of the companies cannot produce vehicles at full capacity and continue to sell their products in North America. Fourth, the need to deal with climate change and the general environmental crisis requires that there be fewer personal and commercial vehicles. We need: (1) new, smaller vehicles that use non-fossil fuels; (2) closed-loop production processes; (3) reusable and recyclable materials and an infrastructure to handle the collection and recycling process; and (4) mass transportation and the infrastructure for it; (5) development of alternative sources of fuel and energy; and (6) new forms of living, working, and enjoying recreation time. All of this requires changes in industry and society that go far beyond the logic of private capital accumulation and competition. Fifth, much of the productive capacity currently used to produce cars must be redirected to produce other goods or services. Government-owned corporations should be created to take over the productive facilities and resources—such as tool and die making—left idle by today’s downsizing, to create environmentally friendly goods, such as wind generators, solar technologies, and mass transit. These resources have been subsidized by the state and communities, so why should we allow them to disappear because they no longer fit into the logic of market profitability? The unemployed and underemployed would have to be mobilized and organized to demand these changes and ultimately work in this new sector, earning decent union wages. Sixth, communities must be organized to defend their right to decent jobs and a share of new production facilities. New institutions have to be created to allow working-class communities like Pontiac, Michigan and Windsor, Ontario to investigate and analyze their needs (be it infrastructure, housing, transportation, services, recreation, etc.), and then to access the technical and financial resources to address them. This is one way to avoid the proliferation of deindustrialized urban centers across North America. Seventh, we need a bold alternative vision for transforming the auto industry. Some call for a nationalized auto, mass transit, and energy corporation, which would take over the auto companies, reintegrate key supplier facilities, dramatically increase investment in mass transit, phase out fossil and nuclear fuels, and move towards renewable forms of energy.21 They point out the enormous success of nationally planned industries during the Second World War, when GM—although still privately owned—became the largest aerospace manufacturer, under public control in a planned environment. If nationalized industry and planning worked then, why couldn’t they work now? Others have called for strong regulation and a series of transformative experiments, arguing that without changing the larger economic and political environment, a nationalized industry would have a hard time operating “differently.” Whichever approach is taken, transforming the current industry will require major structural reform, challenging the logic of capitalism and capitalist state institutions.22 Eighth, there need to be solidaristic strategies to protect jobs and income. These might include work sharing (using unemployment insurance programs to subsidize incomes) and extension of various negotiated forms of time off, such as vacation, parental leaves, reduction of overtime, and the like. 

Generic – No Link

Transit improvements don’t suppress car use 

Taylor and Fink 3 Professor of Urban Planning at UCLA; Director, Lewis Center for Regional Policy Studies; Director, Institute of Transportation Studies AND Ph.D. student in the UCLA Department of Urban Planning (Brian; Camille, 22 March 2003, “The Factors Influencing Transit Ridership: A Review And Analysis Of The Ridership Literature,” UCLA Department of Urban Planning, http://www.uctc.net/papers/681.pdf) 

Liu (1993) and Kain and Liu (1995, 1996) include measures of auto ownership (using per capita passenger car registrations or percent carless households) in regression models for various metropolitan areas. However, because car ownership, car use, and transit use are interrelated, a change in one variable affects the others, although the magnitude of effect may not be symmetrical in terms of direction. Kitamura (1989) examines the causal relationships between car ownership, car use, and transit use using surveys and trip diaries given to nearly 4,000 people in the Netherlands. He finds that a change in car ownership leads to a change in car use, which in turn, influences transit use. He finds that the reverse relationship, where a changes in transit use lead to changes in car use, is weak. Thus, he concludes that increasing car use may not be suppressed by transit improvements. 

AT: Europe Proves

That is because of subsidizing other industries and not the auto industry 

Regional Aviation News 7 (May 2007, Regional Aviation News, http://search.proquest.com/pqrl/docview/205016092/13793A8A049491DEC35/1?accountid=11091 , “High-Speed Rail Takes Market Share from Regionals”) 

The greening of Europe also includes an attack on short-haul road service which is significantly impacted by the growth of high-speed rail service on the Continent and in Britain. Citing the increasing car travel hassle, European rail officials, who recently testified before the Senate, said high-speed rail is consistently winning market share form traffic. Of course, regionals would remind them that their success has come with subsidies that put auto industries at a competitive disadvantage.

***Impact Defense***

Impact Defense – AT: Auto Collapse 
No impact- automobile industry will adapt- empirics prove

Freeman 5 science and technology writer, Executive Intelligence Review; Associate Editor, 21st Century Scicne & Technology (Marsha, 9 December 2005, “The U.S. Auto Industry Never Just Produced Cars,” Executive Intelligence Review, http://www.larouchepub.com/eiw/public/2005/2005_40-49/2005_40-49/2005-49/pdf/21-22_47_eco.pdf)

There is widespread misconception that the automobile industry in the United States is now in the throes of collapse because there is too much manufacturing capacity for the number of cars people can buy, and that there is nothing else that can be done with the auto industry’s factories and machine-tool shops. Nothing could be further from the auto industry’s own history. Today, when dozens of manufacturing plants are being shuttered, and tens of thousands of skilled auto and machine-tool workers are losing their jobs, this manufacturing capacity, which is a national economic asset, must be converted to produce the rail, advanced mass transit, energy, and other infrastructure systems that Lyndon LaRouche has proposed. It has been done in the past. It must be done now. Henry Ford, who created the system of mass production that made automobiles available and affordable for a large part of the nation’s population, was born on a farm in Michigan, two years before the end of the Civil War. Henry Ford hated labor-intensive farming. So the first experimental wheeled, motorized vehicle he developed in 1907, two years before his famous Model T car, was the tractor, or “automotive plow.” Ford began mass producing tractors during the First World War, and the economy remained a major producer to tractors through the early 1960s. In the 1930s, General Motors, established its Electromotive Division, producing diesel-powered locomotives and trains, contributing to the expansion of the nation’s rail system. Later, the engines would be used in submarines and destroyers. Present Franklin Roosevelt’s mobilization, to make the United States the “arsenal of democracy” during the Second World War, challenged the automobile industry to transform itself into a major supplier of high-technology war material. The last automobiles rolled off the assembly lines in 1942, as the industry joined the full-scale war-production drive. Walter Reuther, president of the United Auto Workers union, and an expert tool-and-die maker, convinced the Roosevelt Administration that the auto industry should be retooled, pointing out that converting a plant to produce airplanes would take six months, while building a new plant would take 18. Over the course of three years of war production, the auto industry build 27,000 complete planes, 455,522 airplane engines, 255,518 propellers, plus steel helmets, small-arms ammunition, and other items. The challenge to the auto and machine-tool industries and their skilled workers, was that all of these had to be built to much higher tolerances and greater reliability than automobiles, which, despite the skeptics, the industry magnificently accomplished. 

Impact Defense – AT: Canada
No Quebec Secession

Hero 03.- American Review of Canadian Studies (Alfred,  Charles F. Doran. Why Canadian Unity Matters and Why Americans Care, 2003, Scholar)#SPS 

Quebec public support for a third referendum campaign has declined significantly since 1995, in part because of public weariness after two failed referenda in three decades, and also because of the mediocre performance of the Quebec economy beginning in 2000. Most Quebeckers do not currently want another referendum campaign in the near future.
Impact Defense – AT: Economy 

Turn – roads and cars cause congestion 

Davis and Dower 08 Tom Davis and Rick Dower The San Diego Union-Tribune December 29, 2008 “Envisioning city's transportation future Regarding "San Diego's transportation future" (Opinion, Dec. 19):” SECTION: OPINION; Pg. B-5

Duncan McFetridge's commentary is a study in physiological button-pushing and dogged distortion of information. First, the automobile is the transportation method of choice for the region because it fills the public need to get to places the public wants to go at a cost that is perceived to be reasonable. The mantra that enough roads for cars can never be built is a distortion that, when forced to become public policy, is a self-fulfilling reality. Public transportation, particularly the touch-stone panacea of light rail, is enormously expensive, filled with irresolvable compromises that produces a system that doesn't go where and when the public wants, is forever fixed in place, and has a significant energy burden that is never factored into the public transportation argument. The public transportation fixation should be set to music and staged as a tragic-comedic opera where those interested in fantasy and unreality could go for laughs and a few tears and no one would suffer from wasted tax dollars… Duncan McFetridge makes a mighty persuasive argument for better public transit options, as opposed to more massive highway programs for our region as apparently envisioned by the San Diego Association of Governments' planners eager for an infusion of federal billions. Been there, done that. He's certainly right about the folly of trying to build our way out of traffic congestion. If it actually worked any more, cities such as Los Angeles -- not to mention our once-lovely hometown -- that have been all but destroyed for cars should be heaven for drivers. Obviously, they aren't. As much of the enlightened world gears up to try to reduce its carbon footprint, create more livable cities and develop bold new ideas for public transportation aimed at getting people out of their cars, as existing infrastructure collapses from want of attention, it no longer makes the slightest sense to pour scarce resources into new highway construction. According to the California Air Resources Board, approximately 75 percent of diesel particulate emissions in California are related to goods movement. Freight transportation is still largely driven by fossil fuel combustion. With that combustion comes emission of greenhouse gases, carbon dioxide, nitrous oxide and particulate matter. In addition, CARB has attributed thousands of premature deaths to diesel emissions and estimates that the cumulative health costs of diesel emissions are tens of billions of dollars. We need to find ways to reduce congestion and alleviate transportation bottlenecks even as our population continues to grow, placing new and greater demands on existing transportation systems. Transit will be a vital part of the solution. According to the most recent Texas Transportation Institute report on congestion, public transportation saved travelers 541 million hours in travel time and 340 million gallons of fuel in 2005.
That kills the economy 

McConaghy and Kessler 11 (McConaghy, Ryan, Deputy Director at the Schwartz Initiative on Economic Policy, and Kessler, Jim, Senior VP at Third Way, January 2011, “A National Infrastructure Bank”, Schwartz Initiative on Economic Policy) FS
America’s infrastructure gap poses a serious threat to our prosperity. In 2009, the amount of waste due to congestion equaled 4.8 billion hours (equivalent to 10 weeks worth of relaxation time for the average American) and 3.9 billion gallons of gasoline, costing $115 billion in lost fuel and productivity.13 Highway bottlenecks are estimated to cost freight trucks about $8 billion in economic costs per year,14 and in 2006, total logistics costs for American businesses increased to 10% of GDP.15 Flight delays cost Americans $9 billion in lost productivity each year,16 and power disruptions caused by an overloaded electrical grid cost between $25 billion and $180 billion annually.17 These losses sap wealth from our economy and drain resources that could otherwise fuel recovery and growth.
Impact Defense – AT: Navy
US Naval Power decline because of low ships

Helprin 11 -  a senior fellow at the Claremont Institute, (Mark, March 2, The Decline of U.S. Naval Power, http://online.wsj.com/article/SB10001424052748704150604576166362512952294.html)
And yet the fleet has been made to wither even in time of war. We have the smallest navy in almost a century, declining in the past 50 years to 286 from 1,000 principal combatants. Apologists may cite typical postwar diminutions, but the ongoing 17% reduction from 1998 to the present applies to a navy that unlike its wartime predecessors was not previously built up. These are reductions upon reductions. Nor can there be comfort in the fact that modern ships are more capable, for so are the ships of potential opponents. And even if the capacity of a whole navy could be packed into a small number of super ships, they could be in only a limited number of places at a time, and the loss of just a few of them would be catastrophic. The overall effect of recent erosions is illustrated by the fact that 60 ships were commonly underway in America's seaward approaches in 1998, but today—despite opportunities for the infiltration of terrorists, the potential of weapons of mass destruction, and the ability of rogue nations to sea-launch intermediate and short-range ballistic missiles—there are only 20. As China's navy rises and ours declines, not that far in the future the trajectories will cross. Rather than face this, we seduce ourselves with redefinitions such as the vogue concept that we can block with relative ease the straits through which the strategic materials upon which China depends must transit. But in one blink this would move us from the canonical British/American control of the sea to the insurgent model of lesser navies such as Germany's in World Wars I and II and the Soviet Union's in the Cold War. If we cast ourselves as insurgents, China will be driven even faster to construct a navy that can dominate the oceans, a complete reversal of fortune. The United Sates Navy need not follow the Royal Navy into near oblivion. We have five times the population and almost six times the GDP of the U.K., and unlike Britain we were not exhausted by the great wars and their debt, and we neither depended upon an empire for our sway nor did we lose one.

Nothing will help

Luce 10 (Dan De, May 3, “US naval power threatened by new weapons: Gates”, http://www.google.com/hostednews/afp/article/ALeqM5g92651GZgLl9jHUQ0ySe_dUmytRw)
WASHINGTON — Defense Secretary Robert Gates on Monday said new weapons threatened US dominance of the high seas and questioned the US Navy's reliance on costly aircraft carriers and submarines. Anti-ship missiles and stealthy submarines could undermine the US military's global reach, putting carriers and American subs at risk, Gates said in a speech to retired members of the US Navy. "We know other nations are working on asymmetric ways to thwart the reach and striking power of the US battle fleet," Gates said. He cited the Lebanese Shiite militia Hezbollah, which had used anti-ship missiles against Israel in 2006, and Iran's arsenal of missiles, mines and speedboats that he said were designed "to challenge our naval power in that region." The US military's "virtual monopoly" in precision guided weapons was "eroding" and the spread of missiles jeopardized Washington's means of "projecting power," he said. More sophisticated submarines -- that are more difficult to track -- along with other underwater weapons "could end the operational sanctuary our navy has enjoyed in the Western Pacific for the better part of six decades." The new "anti-access" weapons could potentially render America's costliest vessels obsolete, with vast sums of money devoted to "wasting assets," he said. "Our navy has to be designed for new challenges, new technologies, and new missions -- because another one of history's hard lessons is that, when it comes to military capabilities, those who fail to adapt often fail to survive," he said. With the United States fleet of attack submarines and warships far exceeding any other country, Gates questioned if it was wise to spend billions more on the same programs given the changing strategic landscape. "At the end of the day, we have to ask whether the nation can really afford a navy that relies on three- to six-billion-dollar destroyers, seven-billion-dollar submarines and 11-billion-dollar carriers." To reduce a dependence on carriers and regional bases, naval commanders will need to develop ways to strike at longer range with the help of robotic, unmanned aircraft as well as smaller subs and unmanned underwater vessels, he said. It was a blunt message from Gates, who has not shied away from cutting some big weapons programs with roots in the Cold War, including the F-22 fighter jet. For the past year Gates has argued that defense spending should be based on "realistic" threats and reflect what troops in Iraq and Afghanistan need, pushing for more helicopters and unmanned planes while cutting back some high-priced conventional weapons projects. New technology as well as budget pressures will force future leaders of the navy and the US Marine Corps to take a second look at long-held assumptions about US military power, he warned. "Do we really need 11 carrier strike groups for another 30 years when no other country has more than one? Any future plans must address these realities." He cited his approval of funds for ships designed for shallow water, as smaller vessels had become vital for special operations against insurgents and Islamist extremists. "As we learned last year, you don't necessarily need a billion-dollar guided missile destroyer to chase down and deal with a bunch of teenage pirates wielding AK-47s and RPGs (rocket-propelled grenades)," he said. He also cast doubt on the need to invest in new vehicles for major amphibious landings, suggesting such operations were unlikely and that increasingly advanced anti-ship weapons would require ships to launch at a greater distance from the shore. 

Impact Defense – AT: Semiconductors 

Alt causes to semiconductor industry decline

Ballhaus et al 9 – Ballhaus, German Technology, Media and Telecommunications Leader; Pagella, Director Business Group, Copper Conductors;  Vogel , part of the bioinformatics group at the Institute of Technical Biochemistry at the University of Stuttgart (Werner Ballhaus, Alessandro Pagella and Constantin Vogel, “A change of pace for the semiconductor industry?”, PricewaterhouseCoopers, November 2009, http://www.pwc.com/en_GX/gx/technology/pdf/change-of-pace-in-the-semiconductor-industry.pdf)//CH
However, this growth should not disguise the semiconductor industry’s exposure to considerable volatility, with specific and defined cycles that closely correlate to economic cycles (see Figure 4, which shows the development of worldwide semiconductor sales between 1998 and 2008). In growth years, boosted by strong demand and profits, the semiconductor industry built up significant production capacities, because this was the only way to finance the high costs of setting up new installations. The surplus capacities which existed after the years of economic growth (e.g., in 1995, 2000 and 2007/8) exerted pressure on prices, with corresponding consequences for profitability and growth. Production capacity declined, semiconductors were affected by a shortage of supply, and prices stabilised. This, in turn, resulted in market growth, and the process started anew (e.g., in 1998 and 2002). The correlation between the cyclical nature, production capacities and supply and demand is not the only factor with a major impact on sales. Seasonality also influences supply and demand patterns. For instance, consumer electronic products (mobile telephones, MP3 players and computers) are mainly purchased in the run-up to Christmas, and demand for chips reflects that seasonality.
Impact Defense – AT: US Key

Auto growth is based on exports 

LeBeau 2/8/12 Philip J. LeBeau is a CNBC auto and airline industry reporter based at the network's Chicago bureau. Prior to joining CNBC, LeBeau served as a media relations specialist for Van Kampen Funds in Oak Brook Terrace, IL. While at Van Kampen, LeBeau held a Series 6 license. US Auto Industry Made Stronger by Increase in Exports Published: Wednesday, 8 Feb 2012 | 12:00 PM ET Text Size By: Phil LeBeau CNBC Correspondent
When you look at the surge in hiring for the auto industry in the U.S. one factor overlooked is the fact America has become a huge auto exporter. In fact, the U.S. is on track to set a record for auto exports. Look at the numbers compiled by IHS Automotive for CNBC: Year Vehicles Exported 2010 1.4 Million 2011 1.56 Million 2012 (est) 1.65 Million 2015 (est) 2.02 Million Why the surge in exports? Overall, it’s because the U.S. auto industry is more competitive. Keep in mind, we’re talking about all U.S. auto plants. The ones run by the Big 3 are more competitive because labor costs dropped and efficiency increased due to changes implemented after the auto industry collapsed. For foreign automakers, the weaker dollar means exporting from the U.S. is more cost effective. U.S. built cars and trucks are in demand around the world because we’ve long excelled at building trucks, SUV’s and large sedans. This is why BMW exported more than 87,000 X3 SUV’s from its South Carolina plant last year. Where are most of the cars/trucks being exported to? According to the Commerce Department, here are the top five countries by value of the vehicles shipped: Canada Germany China Saudi Arabia Mexico Those countries shouldn’t come as a surprise. After all, Canada and Mexico have long been top destinations for U.S. made models. China got more than 140,000 U.S. made models (Cadillac CTS, Jeep Grand Cherokee are two examples) because demand for iconic American brands vehicles is strong. Saudi Arabia received more than 150,000 U.S. built vehicles, primarily SUV’s like the BMW X3. And among the top 10 countries for U.S. auto exports, #7 Nigeria and #9 Lithuania are intriguing because shipments to those countries are up 32% and 65% respectively.

US auto is based on exports 

USA Today 4/2/12 Auto exports from U.S. on the upswing By Patrick Olsen, Cars.com http://www.usatoday.com/money/autos/story/2012-04-02/honda-usa-plant-anniversary-marysville/53957210/1
Domestic automakers are feeling bullish on exports, as well. "While GM's operating philosophy is to produce where we sell, we still have a substantial export business," said spokesman Brian Goebel. "In 2011, we exported more than 275,000 vehicles, and our exports have grown substantially over the past five years." Other automakers exporting from the U.S.: •Mercedes-Benz's plant in Tuscaloosa County, Ala., built 148,092 SUVs last year, says communications manager Felyicia Jerald, and nearly two-thirds were exported to more than 130 countries. •Toyota exported 85,000 vehicles last year from its various U.S. plants. •South Korean automaker Hyundai is sending nearly 50,000 Sonatas and Elantras from its plant near Montgomery, Ala., to Canada and to Puerto Rico, a U.S. territory, each year, says plant spokesman Robert Burns. •Hyundai corporate sibling Kia exports about 9.5% of the Kia Optimas and Sorentos and Hyundai Santa Fes it builds at its West Point, Ga., plant says spokesman Michael Ofiara. •Jeep is Chrysler Group's "truly global brand," says spokeswoman Michelle Callendar, and foreign sales were 172,849 in 2011, up 17% from 2010. Most of those were exported from the U.S., although the total includes some built in Egypt and Venezuela, "mainly for the local markets," she says. While many foreign locales still offer cheaper labor, it can be hard to maintain quality standards expected in today's auto markets. "Quality is no longer a nice-to-have." says AutoPacific's Kim. "Now, it's the cost of entry." That gives the U.S. an edge. "The quality that comes out of the U.S. is equal to the best in the world," Kim says. "There's a very, very consistent quality for cars you get from here." Further boosting U.S. exports may be trade deals, such as the recent pact with South Korea. "We anticipate continued growth (as) the U.S. implements new trade agreements," GM's Goebel says. "Given our recent announcements of Sienna and Camry exports to South Korea, along with other possible achievements in the future, we plan to continue boosting exports from our U.S. operations," Toyota's Javier Moreno says. Says Kim, "With the free-trade agreement, U.S. vehicles will have an even greater price advantage than other imports" into South Korea.
***Impact Offense***

Impact Turn – Health

Cars hurt public health – decrease activity level of the population

Frank and Engelke, 10 - City and Regional Planning Program, College of Architecture, Georgia Institute of Technology. (Lawrence D. Frank. PhD and Peter Engelke, “How Land Use and Transportation Systems Impact Public Health: A Literature Review of the Relationship Between Physical Activity and Built Form”, May 10, 2010, http://www.cdc.gov/nccdphp/dnpa/pdf/aces-workingpaper1.pdf)//CH
This review discusses how urban form affects public health, specifically through the ways in which the built environment encourages or discourages physical activity levels. The questions raised illuminate fundamental quality of life considerations including residential preferences, time use, space requirements, security, and convenience, which collectively shape the built environment. The relative costs and benefits of the locational and travel choices that are currently available have resulted in a[n] built environment designed to accommodate the car -- at the measurable expense of the ability to move about under human power. Although the institutional and attitudinal changes that need to take place to enable, let alone promote, physical activity in our towns and cities today appear to be daunting, we can take some comfort from Benjamin Franklin, who stated in 1791: “To get the bad customs of a country changed and the new ones, though better introduced, it is necessary first to remove the prejudices of the people, enlighten their ignorance, and convince them that their interests will be promoted by the proposed changes; and this is not the work of a day.” This report is organized around an urban form - public health model, as conveyed in Figure X-1. Land development and transportation investments are interactive processes that collectively have a tremendous influence in shaping the built environment. The location of transportation investments impact where growth occurs, and the mode in which the investment is made (e.g., highway, transit, sidewalks, and bikeways) impacts the form of the growth that follows. Conversely, the location of new development impacts the location of transportation investments, while the character of that development (transit- and pedestrian-friendly versus auto-oriented) determines the viability of alternative transportation scenarios. These two urban form processes, land development and transportation investments, are hypothesized to influence public health by affecting the relative convenience and viability of pedestrian travel and biking for both recreational and utilitarian (trip) purposes, and thus they influence the levels of physical activity.2 Figure X-1, therefore, shows that the built environment influences activity patterns, which impact health. However, one's culture, age, income, genetics, and even health influence activity patterns. Consequently, activity patterns serve as a bridge that interfaces the built environment with public health. Our review employs a classification of studies that emphasizes the interfaces between 1. physical activity and health; 2. transportation systems and physical activity; and 3. land development patterns and physical activity.
That kills millions – outweighs war and pandemics

Lalasz, 5 – Senior Editor at Population Reference Bureau [May 2005, Robert, “Will Rising Childhood Obesity Decrease U.S. Life Expectancy?” http://www.prb.org/Articles/2005/WillRisingChildhoodObesityDecreaseUSLifeExpectancy.aspx?p=1)

(May 2005) A new study contends that rising childhood obesity rates will cut average U.S. life expectancy from birth by two to five years in the coming decades—a magnitude of decline last seen in the United States during the Great Depression. The study, published in the March 18 issue of the New England Journal of Medicine, contradicts recent government projections that U.S. life expectancy will reach at least the mid-80s by the year 2080.1 Such forecasts, write lead author S. Jay Olshansky and his nine co-authors, are a "simple but unrealistic extrapolation of past trends in life expectancy into the future." In turn, other demographers have characterized the Olshansky team's analysis as largely unsupported by evidence, and the article has spotlighted a long-standing debate about whether there are biological limits to an individual human lifespan—all amidst a recent flurry of contradictory research about how obesity effects morbidity and mortality rates. One new study from the Centers of Disease Control and Prevention (CDC) even argues that being overweight has a positive effect on life expectancy.2 But Olshansky, a professor of epidemiology and biostatistics at the University of Illinois-Chicago, remains convinced by his team's conclusions. "If anything, we're being conservative in our estimates," he says. "We're assuming no change in obesity levels from 2000 levels, and actually, they've gotten worse." Obesity and the Future of Medicine Projecting life expectancy is more than an academic exercise. Many U.S. government agencies—including the Social Security Administration, Congress, and the military—use such forecasts to guide policymaking on issues from tax rates to the solvency of age-based entitlement programs. And almost all these projections assume that U.S. life expectancy will continue to rise as steadily as it has since the 1930s, spurred by new medical approaches and technology as well as behavioral shifts towards healthier lifestyles. But Olshansky and his co-authors question whether medicine and public health interventions can counter the rapid increases in U.S. obesity rates over the last two decades, especially among children. The incidence of obesity—which researchers have linked to an elevated risk of type-2 diabetes, coronary heart disease, cancer, and other health complications—rose approximately 50 percent in the United States in both the 1980s and 1990s. Two-thirds of all U.S. adults are now classified as overweight or obese, as are 20 percent to 30 percent of all children under age 15. And Olshansky argues that this rapid rise in obesity rates will cause a "pulse event" of mortality in the United States—akin to the large number of deaths caused by an influenza pandemic or a war, but spread out over the next four or five decades. "Any time there's an increase in early-age mortality [deaths before age 50], it has an effect on overall life expectancy," says Olshansky. "And when these children reach their 20s, 30s, 40s, and 50s, they'll face a higher risk of death. It's roughly equivalent to discovering that a large segment of our young people who never smoked suddenly decided to smoke." The Surprising Impact of Obesity Today To demonstrate the future effects of rising obesity levels, Olshansky and his co-authors first calculated how current rates of adult obesity are diminishing overall U.S. life expectancy. Using studies that argue being obese reduces your life expectancy by nearly 13 years, the researchers estimated by how much overall rates of death would fall if every obese person in the United States lost enough weight to reach the optimal Body Mass Index (BMI) of 24. (Obesity is generally defined as having a BMI of 30 or above.) "In other words, to find out the effects of obesity, we statistically wiped out obesity," says Olshansky. They found that obesity now slices one-third to three-quarters of a year off overall life expectancy, depending on one's race and gender (see figure). These figures don't sound like much, says Olshansky, until you put them into context. "They are larger than the negative effect of all accidental deaths as well as homicides and suicides," he says. "If you wiped out cancer, that would only add 3.5 years to overall U.S. life expectancy." And the effect of obesity will only grow, write Olshansky and his co-authors, as its prevalence further rises and children and young adults "carry and express obesity-related risks for more of their lifetime than previous generations have done." Even eliminating a major disease such as cancer, they conclude, would not counter the negative consequences for life expectancy caused by this wave of deaths. "They will overwhelm the positive influences of technology," says Olshansky. 

Impact Turn – Oil Dependence 

Auto Industry creates oil dependence 
Bergin 1/29 (Thomas Bergin, Staff Writer, Reuters, Washington Post, Citing oil companies, Written on 1/29/12, Posted 2/1/12, http://www.huffingtonpost.com/2012/02/01/oil-industry-electric-cars_n_1246432.html “Oil Industry: Electric Cars Are No Threat”, KA)

The biggest oil companies in the world have calculated that few, if any, of today's drivers will see electric cars outnumber gasoline and diesel models in their lifetimes. While politicians and green lobby groups insist the future of transport is electric, in the past two months BP and Exxon have released data which points to electric cars making up only 4-5 percent of all cars globally in 20-30 years. Meanwhile some governments are targeting as much as a 60 percent market share for electric vehicles over a similar period. The oil company forecasts may appear self-serving, but if they are widely accepted could provoke a policy shift that offers greater incentives for electric cars to end our addiction to oil. And unlike more optimistic predictions from consultants like McKinsey, these forecast are backed by cash. They guide tens of billions of dollars in long-term investment in oil production and refining and it is oil that stands to lose if they get it wrong. They don't, of course, take into account a major breakthrough in battery technology that could give electric cars a cost and performance edge over the internal combustion engine. In its Energy Outlook for 2030, released earlier this month, BP predicted that electric vehicles and plug-in hybrids, will make up only 4 percent of the global fleet of 1.6 billion commercial and passenger vehicles in 2030. "Oil will remain the dominant transport fuel and we expect 87 percent of transport fuel in 2030 will still be petroleum based," BP Chief Executive Bob Dudley said as he unveiled the BP statistics on January 18. The balance is seen coming from biofuels, natural gas and electricity. Plug-in hybrids can be powered from the mains and only rely on their small gasoline engines when the battery dies. Standard hybrids are principally driven by an internal combustion engine whose efficiency is boosted by the recycling of energy generated from braking. Exxon Mobil, the biggest oil and gas company in the world, says the continued high cost of electric vehicles compared to petroleum cars, means take-up won't even increase much during the 2030s.

Oil dependence escalates multiple flashpoints globally

Rosen 10 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

--AT: Auto Industry Solves 
Oil Companies prevent Auto Industry from solving

Diamond 11 (Regina L. Diamond studies Arts And Sciences at Rutgers University in New Brunswick, NJ.,2011, Student Pulse Vol. 3 No. 01  http://www.studentpulse.com/articles/353/big-oils-stranglehold-on-america “Big Oil's Stranglehold on America“)

Big oil’s ruthless supply and demand tactics have monopolized the entire energy industry by shredding competitors’ attempts to offer alternatives. Consumers are thus forced to surrender their right to choose due to the aggressive techniques being used by the oil industry to prevent the use of clean energy. Unfortunately, the American government has historically sided with the oil tycoons. In the movie Who Killed the Electric Car the executive director for Energy and Climate Solutions, Joseph J. Romm accurately declares, “There’s no question that the people who control the marketplace today, the oil companies, have a strong incentive to discourage alternatives except the alternatives that they themselves control.” This seems rather unfair considering the alarming amount of evidence that shows the ill effects the use and production of fossil fuels cause to the environment. The ideal solution would be to replace oil with one of the safer alternatives that have been introduced into the markets over the past forty years; however, the American economy, being driven by capitalism and big oil interests, has protected the status quo and prevented change from occurring. There is a significant need to revise the profit motive as it pertains to energy and the environment. Presently, the oil industry controls the environmental future of America, which does not bode well for the future. Over the past forty years there have been several notable attempts to revolutionize technology, all of which have been stomped into the ground by the oil industry. The first occurred in 1985 when Ronald Reagan tore down the solar panels from the roof of the White House. The incident and the events surrounding it were documented in Joshua Green’s essay, “Better Luck This Time.” In “The Specter Haunting Alaska” Peter Canby tells of another win for the oil industry. Canby gives details on Donald Hodel’s decision to drill in Alaska despite explicit warnings from environmentalists of disastrous results for the environment. Most recently, the California Air and Resource Board made an attempt to soften the blow that the oil industry is taking on the atmosphere. They passed the Zero Emissions Vehicle Mandate in1990, which stated that each year car manufacturers were required to produce a small percentage of vehicles that did not produce harmful emissions. This effort by the auto industry to infiltrate the use of electric vehicles was stopped by the oil industry but not without the help of the United States government. This disturbing occurrence was documented in the movie Who Killed the Electric Car. It is absolutely necessary for a major revision to take place in order for the environment to have any chance at survival. These attempts were made by influential people, over the past four decades, yet still remain unsuccessful, suggesting that there is little hope for the environment.

Impact Turn – Pollution

Auto use causes pollution

Vugt et al. 95 Mark Van Vugt & Ree M. Meertens, Department of Health Education University of Limburg Maastricht. The Netherlands Paul A. M. Van Lange Free University of Amsterdam. Amsterdam, The Netherlands “Car Versus Public Transportation? The Role of Social Value Orientations in a Real-Life Social Dilemma” Journal of Applied Social Psychology, 1995 Pg. 259-60 http://www.kent.ac.uk/psychology/department/people/van-vugtm/personal/publications/JASP1995Pdf.pdf
The decision to commute by car or by public transportation has consequences not only for the commuter himself or herself but also for others. An individual’s well-being may be strongly affected by the choices of others in at least two different ways. As more people commute by car rather than by public transportation, the individual may experience (a) the negative effects of environmental pollution and or (b) the costs associated with traffic congestion, provided that he or she commutes by car as well. Similarly, the individual’s own choice affects the well-being of others. This interdependent situation is, to some extent, problematic because the individual’s own well-being may be better served by a choice for the car, given that it may yield greater individual outcomes in terms of convenience, flexibility, and privacy, whereas the well-being of others is better served by the individual choice for public transportation, which contributes neither to pollution nor to congestion. This particular type of interdependence yielding a conflict between individual and collective interests is better known as a social dilemma (Dawes, 1980; Messick & Brewer, 1983). 

Best empirical studies show – air pollution leads to disease and death

Merritt 06, assistant director of development at Cornell College. 2006 (The Cause and Effect of Air Pollution, Accessed 7/8/08, http://www.yale.edu/ynhti/curriculum/units/1988/6/88.06.06.x.html)

One study by Ishikawa et al. provided evidence that air pollution may cause or contribute to emphysema. A comparison was made of autopsy lung material from residents of two cities, Winnipeg Manitoba and St. Louis, Missouri. The Canadian city has a relatively low level of air pollution, whereas the American city characteristicly has high levels of industrial contaminants. Emphysema was found to be seven times more common in St. Louis for ages 20-49 and twice as common for ages over 60.1 Lets look at a comparison. Smoking was significant but not an isolated factor.  A 1960-66 post mortem examination of lungs of 300 residents of St. Louis, Missouri, and an equal number from Winnipeg, Canada. The subjects were matched by sex, occupation, socio-economic status, length of residence, smoking habits, and age at death. The high cost of air pollution is strikingly illustrated in its damaging effects on the human body. Besides the unpleasantness of irritated eyes and scratchy throats, it presents a threat to the respiratory tract, contributing to a number of serious diseases. In both the United States and Europe, episodes of high levels of air pollution were implicated in a large number of deaths.
Impact Turn – Racism 

Auto use hurts minorities – structural discrimination

Springs, 7 - B.S. in Sociology from the College of Charleston. (Mary Alice, “Inequity in Transport:

The Problem with Auto Hegemony”, Chrestomathy, Volume 6, 2007, http://chrestomathy.cofc.edu/documents/vol6/springs.pdf)//CH

It is well known that ubiquitous use of the automobile has become a threat to the environment. However, humans have also become negatively affected by the proliferation of the current auto-centered culture, particularly low-income minority groups. Those who have access to a vehicle have a great advantage in our society while those who do not suffer in many ways. The current style of American transportation planning virtually ignores the needs of those who do not have access to a personal vehicle. Since low-income minority groups are disproportionately represented in this category, traditional transportation planning could be observed as structural discrimination. In recent history, inadequate appropriation of funds towards public transportation in the United States has been mostly to blame for the lack of safe, efficient travel options of those who do not have access to a car. Medical ailments have been linked to the increased frequency with which low-income minorities live in areas with high vehicular ambient air pollution, even though these individuals are less likely to produce that pollution. As private car hegemony is globalizing, poor minority groups in developing nations are at risk of experiencing these same phenomena as more and more of their valuable agricultural land is starting to be usurped for the purposes of building road infrastructure for the automobile. Amid all the problems our society is facing, a new paradigm shift towards equitable and sustainable transportation planning is desperately needed.

That’s a decision rule 

Memmi 00 – Professor Emeritus of Sociology at the University of Paris (Albert, “RACISM”, translated by Steve Martinot, pp.163-165)

The struggle against racism will be long, difficult, without intermission, without remission, probably never achieved, yet for this very reason, it is a struggle to be undertaken without surcease and without concessions.  One cannot be indulgent toward racism.  One cannot even let the monster in the house, especially not in a mask.  To give it merely a foothold means to augment the bestial part in us and in other people which is to diminish what is human.  To accept the racist universe to the slightest degree is to endorse fear, injustice, and violence.  It is to accept the persistence of the dark history in which we still largely live.  It is to agree that the outsider will always be a possible victim (and which [person] man is not [themself] himself an outsider relative to someone else?).  Racism illustrates in sum, the inevitable negativity of the condition of the dominated; that is it illuminates in a certain sense the entire human condition.  The anti-racist struggle, difficult though it is, and always in question, is nevertheless one of the prologues to the ultimate passage from animality to humanity.  In that sense, we cannot fail to rise to the racist challenge.  However, it remains true that one’s moral conduct only emerges from a choice:  one has to want it.  It is a choice among other choices, and always debatable in its foundations and its consequences.  Let us say, broadly speaking, that the choice to conduct oneself morally is the condition for the establishment of a human order for which racism is the very negation.  This is almost a redundancy.  One cannot found a moral order, let alone a legislative order, on racism because racism signifies the exclusion of the other and his or her subjection to violence and domination.  From an ethical point of view, if one can deploy a little religious language, racism is “the truly capital sin.”fn22  It is not an accident that almost all of humanity’s spiritual traditions counsel respect for the weak, for orphans, widows, or strangers.  It is not just a question of theoretical counsel respect for the weak, for orphans, widows or strangers.  It is not just a question of theoretical morality and disinterested commandments.  Such unanimity in the safeguarding of the other suggests the real utility of such sentiments.  All things considered, we have an interest in banishing injustice, because injustice engenders violence and death.  Of course, this is debatable.  There are those who think that if one is strong enough, the assault on and oppression of others is permissible.  But no one is ever sure of remaining the strongest.  One day, perhaps, the roles will be reversed.  All unjust society contains within itself the seeds of its own death.  It is probably smarter to treat others with respect so that they treat you with respect.  “Recall,” says the bible, “that you were once a stranger in Egypt,” which means both that you ought to respect the stranger because you were a stranger yourself and that you risk becoming once again someday.  It is an ethical and a practical appeal – indeed, it is a contract, however implicit it might be.  In short, the refusal of racism is the condition for all theoretical and practical morality.  Because, in the end, the ethical choice commands the political choice.  A just society must be a society accepted by all.  If this contractual principle is not accepted, then only conflict, violence, and destruction will be our lot.  If it is accepted, we can hope someday to live in peace.  True, it is a wager, but the stakes are irresistible.

--1AR Racism 
Auto industry is racist

Mugyenyu and Engler 11 Bianca Mugyenyi coordinator of Concordia's Gender Advocacy Centre and Yves Engler Montréal activist and author The Automobile: Promoting Racism and Inequality / August 24th, 2011 http://dissidentvoice.org/2011/08/the-automobile-promoting-racism-and-inequality/

The more cars in a community the worse it is for poor people, especially those in debt. A recent Wall Street Journal article titled “In Debt Collecting, Location Matters” reveals how companies trying to collect overdue bills can “shop around for the best places to bring their claims.” The article details what debt collectors look for when choosing a small claims court; the ability to pursue as much of a debtor’s assets as possible, a sympathetic judge and, get this, a car-dominated landscape. The WSJ explains, “Decatur Township [an Indianapolis suburb] has become the preferred courthouse for lawyers who collect soured debt on behalf of medical providers, according to Pam Ricker, who has managed the court’s operations for more than 25 years. The township has no hospitals. Ms. Ricker says a lack of public transportation discourages many defendants from showing up in court, resulting in automatic wins for debt collectors.” Somewhere along the way debt collectors realized that people who can’t afford to pay their medical bills are more likely to be car-less and thus less able to attend a small claims court far from any bus service. Apparently, these soulless debt collectors care little that those without a vehicle are probably less able to pay their medical bills. Of course, Decatur Township’s medical collection gambit is an extreme example of how a car-dominated landscape exacerbates inequities, but private car transport also places a greater financial burden on lower income folks in many other ways. All other forms of land transportation are much more accessible. Shoes, a bike, or a metro pass are cheaper than a car, which costs on average $8,500 to own and operate annually. Though they drive less, lower income folks are more likely to live on heavily trafficked streets/neighborhoods. Increased car noise and pollution leads to various ills, including higher rates of asthma and cancer. The car contributes to ill health in other ways. As an important means for the wealthy to assert social dominance, the private car heightens cultural inequities and inequality is an increasingly recognized negative health determinant. The private car has made it possible for the wealthier to live far from the poor (or anyone else without an automobile). Partly to keep out poor people and black folks, suburban counties such as Decatur Township have failed to invest in public transit. In Highway Robbery: Transportation Racism & New Routes to Equity Robert Bullard describes how resistance to “urban” infiltration constrained the Metropolitan Atlanta Rapid Transit Authority (MARTA) to serving two of the Atlanta region’s ten counties. When Cobb County voted against joining MARTA the unofficial slogan was “Stop Atlanta.” And so, MARTA is filled with lines that bypass wealthy suburban areas or terminate at their boundaries.
***Random***

Offshoring
Collapse of US auto industry key to other country’s auto industries 

Swenson 09 Deborah Swenson is a professor of economics at the University of California, Davis.  April 30, 2009, 2:09 PM http://roomfordebate.blogs.nytimes.com/2009/04/30/does-the-us-need-an-auto-industry/

Aside from the regional effects, one might ask how a retrenchment of the U.S. auto industry affects global production. Globally integrated firms coordinate a large number of tasks that include R&D, market research, design, parts production, assembly, logistics, marketing and sales. While the location of these tasks is generally influenced by comparative advantage and trade costs, multinational firms usually retain a greater share of their more complex, and highly-compensated tasks, such as design or R&D, in the country where they are headquartered. For this reason, a decline in U.S. car production by Chrysler and G.M. implies that a greater share of design, marketing and logistics jobs which support sales of cars in the U.S. will be done by workers abroad in the headquarters of foreign suppliers. Nonetheless, it would be wrong-headed to push for policies that protect and promote American-based multinational firms. First, the industry’s restructuring is necessary because it has been building products that didn’t meet consumer demand. Second, to the extent that those companies have been burdened by legacy health care and retirement costs, it would be better to deal directly with the health care problem through reform rather than through industry protections. Finally, it is important to look beyond this downturn. G.M. has been highly successful, relative to many other automakers, in entering the Chinese market. Any policy based on the promotion of U.S.-based sales for American multinational firms would ignore the fact that these firms also benefit from access to overseas markets. With some luck, a newly structured and leaner auto industry might just benefit from future opportunities abroad.

