***Aff – EA 

Perm - Non-binding

50% are advisory

Sadler 96 (Barry, “ENVIRONMENTAL ASSESSMENT IN A CHANGING WORLD: Evaluating Practice to Improve Performance” http://www.ceaa-acee.gc.ca/Content/2/B/7/2B7834CA-7D9A-410B-A4ED-FF78AB625BDB/iaia8_e.pdf MGE)

Commonly, scoping results in the preparation of terms of reference or guidelines for the preparation of an EA study. The results of this process take a number of specific forms, however. In half of the jurisdictions surveyed, formal published guidelines are prepared on the basis of the scoping exercise. Of these, 50% report the guidelines are binding on proponents and 50% issue guidelines that are advisory. The remaining jurisdictions either do not document the results or issue an advisory report that is not published. Whether formal or informal, the test of effectiveness of scoping-based guidelines are their usefulness and robustness as demonstrated by successive stages of the EA process. This is a focus of concern for most countries participating in the effectiveness study (and is the subject of further review in Chapter 5).

Empirically, not binding

Horvath 9 (Arpad, Associate Professor University of California, Berkeley Department of Civil and Environmental Engineering, “Environmental Life-cycle Assessment of Infrastructure Systems” http://www.nae.edu/File.aspx?id=15631 MGE)

In one word: difficult. Many decision-makers have heard about environmental life-cycle assessment (LCA) by now. It is an approach that has the potential to be very useful for infrastructure assessment. By design, it has to quantify all the resource inputs and environmental outputs of a product, process or service not just at the point of manufacturing or generation, but through the entire underlying supply chain. Unfortunately, few of us practice LCA. Rarely has it been applied yet that we know of. LCA was conceptualized to change practices throughout the entire economy, to protect human and ecological health, to preseve resources, and to allow for sustainable development without regretful decisions. We need to start applying LCA to infrastructure decisions. Not only should the billions of dollars be invested more effictively into infrastructure, they should be invested to enhance environmental quality. While this makes sense and there is general consensus among all societal stakeholders that this should be done, essential questions remain to be answered by LCA and other forms of environmentally informed decision making. Here are some significant questions that we do not have definitive answers for: 2 Should roadways be built to follow natural topography or utilize cuts, fills and tunnels? Does centralized or decentralized waste water treatment have a lower energy need? Is high-speed rail more environmentally efficient than flying or driving? Should we build concrete or steel bridge designs? What are the life-cycle environmental emissions of the U.S. telecommunications system? Should we build water reservoirs on a hill or on flatland? Is solar electricity more environmentally friendly than wind electricity? 

Perm – EA after investment

Once capital is invested for a project, the FTA can assess the environmental impacts

Federal Transit Administration 6 (agency within the Department of Transportation, May, “Transit Noise and Impact Assessment”,  http://www.fta.dot.gov/documents/FTA_Noise_and_Vibration_Manual.pdf)

Major capital investment projects are developed initially from a comprehensive transportation planning process conducted in metropolitan areas (see 23 CFR 450.300).  The metropolitan planning process includes the consideration of social, economic, and environmental effects of proposed major infrastructure improvements.  However, at this stage, environmental effects are usually considered on a broad scale, for example, overall development patterns, impact on greenspace, and regional air quality.  Noise and vibration assessments are not typically done at the systems planning  stage  since the proposed infrastructure improvements lack the necessary detail. Once the need for a major capital investment in a corridor is established in the metropolitan transportation plan, the task then becomes identifying the transit mode and alignment best suited for the corridor.  If FTA capital investment funds will be pursued, the project sponsor must perform an “alternatives analysis.”(2) Often combined with a Draft EIS, the alternatives analysis presents information on benefits, costs, and impacts of alternative strategies for meeting the need for new capacity. Usually, several alternatives ranging in cost will be evaluated. If environmental impacts of the alternatives will be assessed, noise and, to a lesser extent, vibration are primary issues.  The screening and general assessment procedures described in this manual are well-suited to compare and contrast noise/vibration effects among different modes and alignments.  In fact, the general assessment procedures were developed partly to respond to this need.  In addition, they can be used for any specific project where the screening procedure indicates potential for impact and the project sponsor wants a relatively quick assessment of the level of impact. If the results of the alternatives analysis justify further development of a major capital investment, FTA will approve entry of the proposed project into preliminary engineering.  During preliminary engineering, the environmental review process is completed.  With the mode and alignment determined, the impact assessment at this stage focuses on the locally preferred alternative for a major capital investment.  The detailed analysis procedures for noise can be used to produce the most accurate estimates of noise impact for the proposed project.  The detailed procedures should be used as the basis for reaching any decisions on the need for noise reduction measures and the types of measures that are appropriate for the project. After the NEPA process is completed for a major project, federal funding for final design may be granted.  If vibration impacts were identified during preliminary engineering, a detailed analysis of vibration impact maybe conducted during final design. Final design activities will produce the geotechnical information needed to refine the impact assessment and allow the most detailed consideration of vibration control measures, if needed.  Even for smaller transit projects, if vibration impact is predicted in a general assessment, vibration mitigation measures should only be specified after a detailed analysis has been done.  Detailed vibration analysis is best accomplished during final design of the project. Once the project enters construction, there may still be  a need for noise or vibration analysis in some circumstances.   Large construction projects in densely populated residential areas may require  noise monitoring to make sure that agreed-upon noise limits are not exceeded.  Vibration testing may be needed in the final stages of construction to determine whether vibration control measures are having the predicted effect. Considering that transit projects must be located amid or very close to concentrations of people, noise and vibration impacts can be a concern throughout the planning and project development phases.  This manual offers the flexibility to address noise and vibration at different stages in the development of a project and in different levels of detail depending on the types of decisions that need to be made. 
Normal Means

EIA’s are done on the aff

EPA 11 (July 2011, “EIA Technical Review Guidelines: Tourism Related Projects Volume I Part 2 Example Terms of Reference” http://www.epa.gov/international/regions/lac/eia-guidelines/tourismvol1parta2.pdf MGE)

Transportation infrastructure This section of the EIA addresses impacts of transportation and traffic patterns on existing roads. The impacts of new and existing roads on water quality, biological resources and land use should be addressed in those respective sections. The EIA shall assess potential impacts to transportation systems including but not limited to the following: 6.12.1.1. Potential changes to traffic patterns, densities, and traffic safety issues in area affected by project  A determination of vehicular traffic density in the project area (before, during, and after the proposed activities)  Potential for traffic accidents  Congestion  Noise 6.12.1.2. Potential impacts to previously inaccessible areas from improvement of roads 

Executive order 13274 makes EIS normal means for the aff

Department of Transportation 2002 (Executive Order 13274 - Executive Order: Environmental Stewardship and Transportation Infrastructure Project Reviews, George Bush, http://www.environment.fhwa.dot.gov/strmlng/eo091802.asp)

By the authority vested in me as President by the Constitution and the laws of the United States of America, and to enhance environmental stewardship and streamline the environmental review and development of transportation infrastructure projects, it is hereby ordered as follows: Section 1. Policy. The development and implementation of transportation infrastructure projects in an efficient and environmentally sound manner is essential to the well-being of the American people and a strong American economy. Executive departments and agencies (agencies) shall take appropriate actions, to the extent consistent with applicable law and available resources, to promote environmental stewardship in the Nation's transportation system and expedite environmental reviews of high-priority transportation infrastructure projects. Sec. 2. Actions. For transportation infrastructure projects, agencies shall, in support of the Department of Transportation, formulate and implement administrative, policy, and procedural mechanisms that enable each agency required by law to conduct environmental reviews (reviews) with respect to such projects to ensure completion of such reviews in a timely and environmentally responsible manner. In furtherance of the policy set forth in section 1 of this order, the Secretary of Transportation, in coordination with agencies as appropriate, shall advance environmental stewardship through cooperative actions with project sponsors to promote protection and enhancement of the natural and human environment in the planning, development, operation, and maintenance of transportation facilities and services. The Secretary of Transportation shall designate for the purposes of this order a list of high-priority transportation infrastructure projects that should receive expedited agency reviews and shall amend such list from time to time as the Secretary deems appropriate. For projects on the Secretary's list, agencies shall to the maximum extent practicable expedite their reviews for relevant permits or other approvals, and take related actions as necessary, consistent with available resources and applicable laws, including those relating to safety, public health, and environmental protection.
Normal Means – Noise Control

Noise control is normal means and continues to improve – aircrafts

Flemming et. Al 2k (Gregg G., John A. Volpe National Transportation Systems Center, U.S., Department of Transportation, ROBERT E. ARMSTRONG, Federal Highway Administration, ERIC STUSNICK, Wyle Laboratories, KENNETH D. POLCAK, Maryland State Highway Administration, WINFIELD LINDEMAN, Florida Department of Transportation, “Transportation Related Noise in the United States”, Committee on Transportation-Related Noise and Vibration, http://onlinepubs.trb.org/onlinepubs/millennium/00134.pdf)

Over the past 25 years, FAA has addressed aircraft noise control through a concerted three pronged approach, which includes noise control at the source, control of noise through operational restrictions, and control of noise through effective land use planning (12).With regard to noise control at the source, FAA issued in 1969 the first version of the Federal Aviation Regulation (FAR) Part 36 (13), which addresses requirements for aircraft noise certification in the United States. Since its initial release, more than 20 amendments to the FAR have been issued to include coverage for virtually all types of aircraft. Several of these amendments included increases in stringency requirements. The net result has been a substantial decrease in noise level for U.S.-certificated aircraft. Figure 1 displays this trend toward substantial reduction of aircraft noise levels over the past four decades. It also shows projected future improvements in certified aircraft noise levels. The figure indicates that a reduction of some 25 dB in certified noise level has been achieved since the 1950s. The reduction equates to about an 80 percent reduction in perceived loudness. There is a definite flattening out of the trend line in Figure 1: the magnitude of improvements in aircraft source noise technology is shrinking with time. This will likely remain the case for the foreseeable future. The vast majority of past improvements have been achieved through the introduction of high bypass ratio engine designs. However, there are physical limits to this approach to noise reduction. In simple terms, the increased dimensions associated with high bypass ratio designs often result in aircraft/engine ground clearance issues, especially for aircraft with wing-mounted engines. With the exception of active noise control, particularly with regard to engine/nacelle acoustic treatment, there are no novel approaches offering promise for substantial reductions in aircraft noise levels (greater than 10 dB) in the foreseeable future. Even with regard to active noise control, substantial noise reductions achieved in controlled test facilities have translated to more modest reductions for in-flight applications. FAA has effectively forced manufacturers to develop improved noise control technologies with the imposition of mandatory phaseout of aircraft that did not meet certain noise limits. In fact, the next phaseout is scheduled for final implementation at the end of 1999. In addition, there is significant international pressure to establish a new, more stringent noise certification limit in the near future. Recent negotiations between the United States and the European Community will probably result in implementation of a Stage 4 noise limit within the next 1 to 2 years. This limit will likely call for a further reduction in certified noise levels of between 3 and 5 dB, relative to current Stage 3 limits. In the area of control of noise through operational restrictions, FAA has embarked on several recent airspace redesigns with a primary emphasis on reducing noise impacts. The main goal of such studies is to reroute backbone flight tracks to areas away from the general population, preferably over water where possible. Comprehensive airspace redesigns have recently taken place in New Jersey and Illinois, and a third is being initiated in the Virginia-Maryland area.

Noise control is normal means and continues to improve – railways 

Flemming et. Al 2k (Gregg G., John A. Volpe National Transportation Systems Center, U.S., Department of Transportation, ROBERT E. ARMSTRONG, Federal Highway Administration, ERIC STUSNICK, Wyle Laboratories, KENNETH D. POLCAK, Maryland State Highway Administration, WINFIELD LINDEMAN, Florida Department of Transportation, “Transportation Related Noise in the United States”, Committee on Transportation-Related Noise and Vibration, http://onlinepubs.trb.org/onlinepubs/millennium/00134.pdf)

Compared with aircraft and highway noise, more modest accomplishments have been achieved in the area of rail noise. The most substantial recent accomplishment has been the publication by the Federal Transit Administration of a guidance manual (36). This document provides the first standardized procedure for preparing noise and vibration sections for environmental compliance documents for transit projects. It can be expected that efforts will be initiated to incorporate a rail noise prediction module into the FHWA TNM. The TNM is essentially ready-made for a rail module. All of the propagation components encountered during a typical rail noise study are already included in TNM. The most substantial effort would likely be the development of a fundamental noise level data base. This effort would likely entail a significant amount of work in assembling and normalizing existing data, as well as in collecting additional data. Resources would have to be invested into the design and implementation of a user-friendly graphical user interface to support the module and the development of an empirical algorithm for modeling source noise directivity.

Noise control is normal means and continues to improve – highways 

Flemming et. Al 2k (Gregg G., John A. Volpe National Transportation Systems Center, U.S., Department of Transportation, ROBERT E. ARMSTRONG, Federal Highway Administration, ERIC STUSNICK, Wyle Laboratories, KENNETH D. POLCAK, Maryland State Highway Administration, WINFIELD LINDEMAN, Florida Department of Transportation, “Transportation Related Noise in the United States”, Committee on Transportation-Related Noise and Vibration, http://onlinepubs.trb.org/onlinepubs/millennium/00134.pdf)

Much like FAA, the Federal Highway Administration (FHWA) has used a three-pronged approach to highway noise reduction, including control at the source, control through effective land use planning, and highway project mitigation (20). With regard to reduction of noise at the source, it is clear that improvements have been made. The emission levels developed in support of the FHWA Traffic Noise Model(FHWA TNM) (21) indicate that truck noise emissions at typical highway speeds have decreased by 3 dB since the last comprehensive national noise emission level study was undertaken in the mid-1970s. Although a 3-dB decrease is barely perceptible to the human ear, a 3-dB decrease in truck noise emission levels effectively offsets a doubling of the U.S. truck population. Since the growth of the registered U.S. truck fleet has historically averaged about 3 to 4 percent per annum (22), the 3-dB decrease equates to about 18 to 23 years of growth without an associated increase in noise level. On the downside, smaller vehicles in the automobile category have actually grown slightly noisier over the past two decades. However, this trend is more a function of the increasing number of sport utility vehicles on the road today and the higher RPMs that are typical of today’s smaller cars, rather than a lack of improvement in vehicle source noise technology. What does the future hold in terms of vehicle source noise technology? In many ways, air quality issues are driving the development of future highway-based vehicle technologies. From the standpoint of energy efficiency, hydrogen fuel cell technology is the most promising, followed by methanol, diesel, electric, and compressed natural gas (23). With the exception of electric car technology, these approaches all use internal combustion engines and, therefore, offer little promise with regard to improvements in the noise environment in the vicinity of roadways. Electric vehicles offer some hope, at least for vehicles traveling at relatively modest speeds, where engine/exhaust noise is the primary contributor. At speeds above about 30 mph, electric vehicles, as well as other planned technology, offer little benefit with regard to noise, because at such speeds noise generated by tire/road interaction is the primary contributor to the surrounding noise environment. Certainly, control at the source is the most desirable noise mitigation approach. Given that most highway noise problems exist next to busy thoroughfares, where typical speeds are in excess of 55 mph, it appears that a better understanding of tire/road noise is essential. On that front, things are promising in the United States. For the past two decades, tire/road noise has been a neglected area of research in the United States, with piecemeal work conducted by various universities, state highway agencies, and consulting firms. Why has there not been an organized national research effort in this area similar to what has been done in Europe for the past 20 years? There is not one simple answer to this question, but issues such as pavement safety and durability probably have much to do with it. The country appears to be at an important turning point with regard to tire/road noise research. An increasing number of organized tire/road noise research efforts are ongoing, probably the most notable at the University of Texas (24), the Maryland State Highway Administration (25), the University of Central Florida (26), and recent work supported by the Wisconsin Department of Transportation (27). Certainly, the most promising effort has recently been initiated at Purdue University’s Institute for Safe, Quiet, and Durable Highways. The charter of the institute is to “focus initially on developing a fundamental understanding of tire/road interaction noise and transferring this technology to practice. As the Institute grows, emphasis will be expanded to include traffic management strategies (e.g., night time speed limitations, use of Intelligent Transportation Systems technology for identification and removal of worst noise offenders, etc.) for quiet highway environments and other modes of transportation”(28).

AT: NB 

One time consultation means they can’t solve the impact

Wasserman 11 (Cheryl, Associate Director for Policy Analysis, Office of Enforcement and Compliance Assurance, U.S. Environmental Protection Agency, “ENFORCEMENT OF ENVIRONMENTAL IMPACT ASSESSMENT REQUIREMENTS” Ninth International Conference on Environmental Compliance and Enforcement 2011, http://inece.org/conference/9/proceedings/57_Wasserman.pdf MGE)

These distinctions can be important to the outcome of the EIA process. Too much emphasis on the adequacy of the EIA document or a one-time determination of “environmental feasibility” reinforces the inadequate attention to ongoing compliance with commitments. All too often EIA requirements fail because they are perceived and implemented as a one-time event. 

LCA fails
LCA fails 

Warner 2009 - a member of the Technology Systems and Sustainability Analysis Group in the Strategic Energy Analysis Center (Ethan, May “Evaluating the Life Cycle Assessment (LCA) Models for Use in a Low Carbon Fuel Standard Policy”)
The LCA method has two major limitations. First, performing an LCA is resource and time intensive and such analyses often are limited by the availability of data and the effort needed to gather the data. 3 Second, LCA is not a policy making tool. It will not determine which products or processes are the most cost effective, efficient, or desirable. Therefore, the information developed in LCA study should be used as part of a more comprehensive decision making or evaluative process. Essentially, LCA is a highly informative, although labor intensive, tool that helps inform policy decisions.

LCA fails – too many challenges

Katun 2010 – MBA degree from The Ohio State University's Fisher College of Business, where she focused on sustainability, marketing and strategy (Aysu, “The Business Case for Life Cycle Assessment” http://greeneconomypost.com/business-case-life-cycle-assessment-9116.htm) 
LCA is subject to numerous challenges that can hinder its adoption. Many LCAs have reached different and sometimes contradictory conclusions about similar products. Comparisons are rarely easy because of the different assumptions that are used, for example in the case of food packaging, about the size and form of container, the production and distribution system used, and the forms and type of energy assumed. To compare two items, which are identically sized, identically distributed, and recycled at the same rate is relatively simple, but even that requires assumptions to be made. Comparisons of products, which are dissimilar in most respects can only be made by making even more judgments and assumptions. The validity of data is also a concern with LCAs. Since we are living in a global world and economy, new processes, manufacturing methods, and materials are introduced to various processes and products. Therefore, it is important to have current data when performing a LCA. If data from ten years in the past is used, the LCA will not be accurate, because the quantitative analysis will not reflect the current methods utilized in the process or product. Therefore, drawing conclusions from a report using such data will be ineffective, since the data is unavailable. Performing an LCA can also be resource and time intensive and many companies lack the in-house expertise required for data measurement, modeling and interpretation of results. Depending upon how thorough an LCA the user wishes to conduct, gathering the data can be problematic, and the availability of data can greatly impact the accuracy of the final results. Furthermore, there is still no standard methodology for LCA that is widely accepted. Small differences in assumptions related to valuation techniques can lead to radically disparate results. Therefore, it is important to weigh the availability of data, the time necessary to conduct the study, and the financial resources required against the projected benefits of the LCA.
International Cooperation Fails

International cooperation impossible – political differences

Sussman 2004 (October 2004, International Political Science Review, “The USA and Global Environmental Policy: Domestic Constraints on Effective Leadership,” http://ips.sagepub.com/content/25/4/349.accessible-long,)

Explanations about international affairs generally and global environmental policy in particular tend to focus on interstate relations and the ability of governments to cooperate. In order to pursue international cooperation and achieve environmental progress on a global scale, nation-states must overcome their differences, a point made repeatedly in the literature. When Oran Young (1997: 8-9) drew attention to the international commons and transboundary externalities, he raised the issue of the potentially adverse environmental consequences imposed on one party by the actions of another. Similarly, Paarlberg (1997: 149-50) has pointed out that "Most international relations scholars have depicted global environmental policymaking as an 'international cooperation' problem. The greatest barriers to successful policymaking are presumed to be differences between governments abroad, not differences within governments at home." Pamela Chasek (2000: 427) has argued that "states are the final determinants of the outcomes of global environmental issues." Richard Falk (1971: 37-8) characterized the problem of global environmental policy as one in which "Each government is mainly concerned with the pursuit of national goals. These goals are defined in relation to economic growth, political stability, and international prestige." In addition, as Neil Carter (2001: 238) explains, "Regime formation is aided by the willingness of a powerful nation, or a group of nations, to take a leadership role by cajoling or bullying weaker states into supporting a treaty" (see also Porter et al., 2000: 13-14).

Alt causes to lack of coop – organizational weaknesses

Ivanova and Esty 08 Assistant Professor of Government and Environmental Policy at The College of William and Mary and the Director of the Global Environmental Governance Project at the Yale Center for Environmental Law and Policy AND the Hillhouse Professor of Environmental Law and Policy at Yale University. He holds faculty appointments in both Yale’s Environment and Law Schools. (Maria and Daniel C., “Reclaiming U.S. Leadership in Global Environmental Governance”, Summer-Fall, SAIS Review  lobal envivol. XXVIII no. 2, http://www.umb.edu/editor_uploads/images/centers_institutes/center_governance_sustain/Ivanova-Esty-SAISReview-2008.pdf SW)
At first glance, the world can be quite proud of the number of multilateral environmental agreements and institutions that have been launched. In fact, the organizational proliferation in the environmental field seems encouraging and in line with the argument for mainstreaming environment into the mandates of all relevant organizations. The multiplicity of international agencies and conventions might also seem necessary because of the complex nature of environmental issues: they require specific responses that could probably not be delivered by any single body. The practical result, however, has been a series of jurisdictional overlaps, gaps, and an inability to respond to overarching environmental problems. This has led to operational and implementation inefficiencies, inconsistencies, and an overload of national administrations in both developed and developing countries. In this context, the capacity of national governments and international organizations to attain the environmental results desired has been severely weakened. The ultimate result has been that global environmental bodies often lack the capacity or the authority to address global environmental problems. And in the absence of a vibrant international environmental organization, many decisions with serious environmental repercussions are undertaken within the economic, trade, and financial institutions, where short-term economic priorities often trump long-term sustainability. 27 In this context, international environmental organizations must be rethought, reinvigorated, and reconfigured. We see three core capacities as essential to a functioning global environmental governance system: 1) provision of adequate information and analysis to characterize problems, track trends, and identify interests; 2) creation of a policy “space” for environmental negotiation and bargaining; and 3) expansion of capacities—both global and national—for addressing issues of concern and significance. Possible reinvigorated environmental governance architecture might contain the following ten elements: 28 1. Data Collection—ensuring the availability of reliable data of high quality and comparability, developing indicators and benchmarks, and publishing State of the Global Environment reports; 2. Compliance Monitoring and Reporting—providing a repository for information on compliance with agreements and established norms, and a continuous and transparent reporting effort; 3. Scientific Assessment and Knowledge Networking—drawing on basic research on environmental processes and trends, long-term forecasting, and early warnings of environmental risks; 4. Bargaining and Trade-offs—facilitating the internalization of externalities through exchanges of commitments on various environmental issues (forest cover, biodiversity protection, species management, etc.) in return for cash or policy change (market access); 5. Rule-making—for the global commons, establishing policy guidelines and international norms on protection of shared natural resources such as the atmosphere and oceans; 6. Civil Society Participation—providing a business and NGO forum for direct participation in problem identification and policy analysis; 7. Financing—for global-scale issues mobilizing both public and private resources to provide structured financial assistance to developing countries and transition economies; 8. Technology Transfer—promoting the adoption of best options suited to national conditions and encouraging innovative local solutions; 9. Dispute Settlement Mechanism—offering agreed procedures and rules to promote conflict resolution between environmental agreements vis à-vis other global governance regimes in an equitable manner; 10. Implementation Strategies—ensuring coordination with institutions with primary implementation responsibility (such as national governments, UNDP, World Bank, business, civil society organizations) and providing a database of best practices. For the global environmental governance system to function well, the United States must take a leadership position, promoting an institutional design that ensures results that are effective, efficient, and equitable.

Say No – Congress

Congress is too skeptic for change 
Koenig 2011 (Robert, 10/15, “Congress Seems Frozen as Climate Change evidence accumulates” http://www.stlbeacon.org/issues-politics/280-washington/114206-congress-seems-frozen-as-climate-change-evidence-accumulates) 

Those waves had little impact on Capitol Hill, however. For the 112th Congress is awash in climate-change skepticism -- in some cases, outright denial. Even though some other nations have taken action, Congress has blocked significant U.S. action to slow the greenhouse gas emissions that most experts believe hasten the process of climate change. "We are the single country in the world that is supposed to be scientific and technically adept, but has a major movement that denies" climate change, said Peter Raven, president emeritus of the Missouri Botanical Garden and an internationally known botanist. Raven, a former president of the American Association for the Advancement of Science, a recipient of the National Medal of Science and a member of the National Academy of Sciences, believes the scientific evidence for global climate change is "overwhelming." He served on a National Research Council panel that warned earlier this year -- in the final report of the America's Climate Choices project -- that every ton of greenhouse gases emitted into the atmosphere intensifies the risks related to climate change. The report called for more action to try to limit the extent of climate change and prepare to adapt to its impacts. "The conclusion of the scientific community is clearly that the climate is changing rapidly -- not only in temperature but in other ways as well -- and that human beings are the major factor driving it," Raven told the Beacon. But that conclusion appears to have little impact in the current Congress, especially in the U.S. House. There, leaders of the Energy and Commerce Committee have mounted a campaign this year to block or roll back several Environmental Protection Agency regulations on emissions -- some of which exacerbate climate change. While the House has passed several bills to stop such EPA rules, the Senate so far has blocked them. While he says that intelligent people can disagree on what steps should be taken to slow global warming, Raven worries that "if we make those [issues] political footballs, we would be fostering a kind of anti-science or even anti-intellectual attitude that will make it very difficult for us to be world leaders in science and technology." Some lawmakers in Washington agree with him. U.S. Rep. Henry Waxman, D-Ca., the top Democrat (and former chairman) on the Energy and Commerce Committee, told the Center for American Progress: "I have never been in a Congress where there was such an overwhelming disconnect between science and policy."

GOP blocks

Goldenberg 2011 - the US environment correspondent of the Guardian and is based in Washington DC (Suzanne, “Republicans attempt to stifle action on climate change”, January 2011, http://www.guardian.co.uk/environment/2011/jan/07/republicans-climate-change)
Republicans have wasted no time in using their new majority in Congress to try to block the authority of the Environmental Protection Agency (EPA) to act on climate change. In their first full day in the new Congress, Republicans outlined three different bills – encapsulating three different strategies – aimed at limiting the powers of the EPA. It also shut down a house committee that had tackled energy and climate issues. The first, introduced by Marsha Blackburn of Tennessee, would declare that greenhouse gas emissions are not subject to the Clean Air Act - even though supreme court ruled in 2007 that they are. The second, introduced by Ted Poe of Texas, would block funding to any government agency associated with cap-and-trade. The third, introduced by Shelley Moore Capito of West Virginia, is relatively modest, seeking a two-year delay in EPA regulation of carbon dioxide and methane emissions. But that could make it the most likely to succeed. In the Senate, a Democrat from coal-rich West Virginia, Jay Rockefeller, has been calling for a bill to delay EPA action on climate change. The EPA began the process of regulating greenhouse gas emissions under new rules for major power plants and oil refineries that went into effect this month. But as last November's mid-term elections made clear, environmental regulations have become a favourite target of the conservative Tea party movement. In an opinion piece in the Wall Street Journal, Fred Upton, the Michigan Republican who will lead the energy and commerce committee, teamed up with Tim Phillips, who is seen as a driving force behind the Tea Party groups to call the EPA moves towards regulation a job killer and an unconstitutional power-grab. Republicans have also shut down the select committee for energy independence and global warming, which was created by Nancy Pelosi in 2006. It had tackled issues from politicisation of climate science to the BP oil spill. Meanwhile, Darrell Issa, who is head of the powerful new housecommittee on oversight and government reform, has been reaching out to oil company executives, business lobbyists, and conservative thinktanks asking which government regulations they find the most irksome. Most of the companies on Issa's list have been heavy contributors to the Republican party and several reportedly supported overturning environmental regulations. In a sign of the battles to come, Barbara Boxer, the California Democrat who leads the Senate environment committee said on Thursday she would use every power she had to block any action in the house to limit the authority of the EPA. She told reporters she thought it was highly unlikely the moves to stifle the EPA would pass in the Senate – much less be signed into law by Barack Obama. But some environmentalists have expressed concern that Obama could be forced to sacrifice the EPA's powers at some point if it helps him to pass legislation. "There is a thunderous chorus from much of industry demanding that these regulations be blocked," Jonathan Lash, who heads the World Resources Institute thinktank, said Thursday in his annual forecast of the environmental stories that will dominate the news.
Say No – Obama

Obama won’t do it

Cappiello 2011  - Dina Cappiello is an award-winning environmental journalist who follows the story looking for specific, factual information about environmental problems that communities need in order to push for change (“Gore: On Global Warming, Obama Has Changed Little” 6/22, http://abcnews.go.com/Politics/wireStory?id=13900390)
The Democrats' leading environmental messenger, Al Gore, is declaring that President Barack Obama has failed to lead on the issue of global warming. In a 7,000-word essay posted online Wednesday by Rolling Stone magazine, Gore says the president hasn't stood up for "bold action" on the problem and has done little to move the country forward since he replaced Republican President George W. Bush. Bush infuriated environmentalists by resisting mandatory controls on the pollution blamed for climate change, despite overwhelming scientific evidence that the burning of fossil fuels is responsible. The scientific case has only gotten stronger since, Gore argues, but Obama has not used it to force significant change. "Obama has never presented to the American people the magnitude of the climate crisis," Gore says. "He has not defended the science against the ongoing withering and dishonest attacks. Nor has he provided a presidential venue for the scientific community ... to bring the reality of the science before the public." [image: image1.png]



Gore does credit Obama's political appointees with making hundreds of changes that have helped move the country "forward slightly" on the climate issue, but says the president "has simply not made the case for action." He is the second Clinton administration official this month to express disappointment with Obama on environmental issues. Former Interior Secretary Bruce Babbitt, in a speech in early June, said Obama had yet to take up the "mantle of land and water conservation...in a significant way." Gore's comments mark a turnaround for the nation's most prominent global warming advocate, whose work on the climate problem has earned him a Nobel Prize and was adapted into an Oscar-winning documentary.

Links to Politics

EIS unpopular – draws in public backlash

Rosenbaum 2005 - Professor of Political Science at Univ of Florida (Walter A, Environmental Policymaking, Ed. Hatch,  p200-201)

In many instances, the EIS process is an early warning system for environmental advocacy and science communities, even though public involvement in the process is often more restrictive than its authors intended.  The statutory and regulatory requirements for early public disclosure and review of the agency EIS statements often provide interested and affected parties with a translation of agency programs into comprehensible and relevant language which, in turn, incites political mobilization.  This public disclosure is valuable not only to the Washington-based national organizations (that sometimes employ specialized staff for EIS oversight) but especially to smaller state and local organizations otherwise lacking the resources to acquire and interpret the complex and often (deliberately) mystifying, bureaucratic, syntax-adorning program descriptions.

Delay

EIS process takes three years

Greenwire 2009 (“NEPA reviews shouldn't delay stimulus projects, experts say” March 24th, http://www.eenews.net/public/Greenwire/2009/03/24/2)

If the economy flounders despite the massive stimulus package, don't blame the federal law that forces government agencies to review their projects' environmental impacts.  So say National Environmental Policy Act experts like Nicholas Yost, who led the drafting of NEPA regulations during the Carter administration. The preparation of environmental impact statements under NEPA takes almost three-and-a-half years -- much longer than Yost and others say is needed. The process, they say, can be sped up with strict deadlines, strong leadership from agency chiefs and increased resources and personnel to do reviews.
Environmental assessment causes massive delays

Childers, 12 (Andrew, “Transportation Bill Would Streamline Environmental Review, Sponsors Say”, Bloomberg, http://www.bna.com/transportation-bill-streamline-n12884907581/ SW)

The House Transportation and Infrastructure Committee Feb. 2 will mark up a transportation reauthorization bill that Republican sponsors say will streamline the environmental review process for new construction projects. The American Energy & Infrastructure Jobs Act (H.R. 7) would impose new timetables on the environmental review process for transportation projects and give states broader authority to exempt projects from analysis. Republicans said reforming the National Environmental Policy Act review process could halve the time to review and construct transportation infrastructure projects. “The average federal highway project takes 15 years from concept to completion in the U.S. because of excessive regulations,” Rep. John J. Duncan Jr. (R-Tenn.), chairman of the Highways and Transit Subcommittee, said in a statement. “This is far more than any other nation. This bill will streamline the way we approach infrastructure projects by cutting red tape and reducing federal bureaucracy, all while creating millions of jobs for hard working Americans right here in the United States.” 

Delay - International

Solvency deficit—delay 

Grieb, 2002 (Kenneth J., Professor and Coordinator of International Studies at the University of Wisconsin Oshkosh, Encyclopedia of American Foreign Policy, http://findarticles.com/p/articles/mi_gx5215/is_2002/ai_n19132358)

International relations involve negotiations between the governments of nation-states, which are conducted by their executive branches under the auspices of their heads of government. Since each state is sovereign, agreement is reached only when the parties involved in an issue reach unanimous agreement among themselves. Those nations that do not agree with the consensus among the participants do not sign the resulting agreement and hence are not bound by its provisions. Diplomatic negotiations are difficult and time-consuming, since all those involved must agree on every aspect and word of the agreement. When the General Assembly of the United Nations (UN) adopted the Universal Declaration on Human Rights in 1948 amid the tensions following the Second World War, over 1,400 separate votes were required before the full declaration was adopted. Achieving unanimous consensus requires extensive, constant, and precise communications between the heads of government of the nations involved. Such communications are conducted through a variety of representatives. The number and types of such representatives have proliferated throughout history and in particular during the twentieth century, when rapid communications increased the need for speedy and ongoing contacts. The end of colonialism during the second half of the twentieth century meant that many more nations and peoples were involved in global and regional issues.

AT: Streamlining 
Links to politics 

CRS Report for Congress 2007 ( January 9th, “The National Environmental Policy Act: Streamlining NEPA” Linda Luther, analyst in Environmental Policy Resources, Science and Industry division, http://www.nationalaglawcenter.org/assets/crs/RL33267.pdf)
Streamlining proposals have generated a great deal of controversy. Proponents of such measures argue that streamlining efforts are needed to cut through the “bureaucratic red tape” often associated with federal project delivery. Others counter that such actions are an attempt to weaken environmental protection and lessen public participation in federal decision-making processes.

No Impact to Environmental Destruction

No extinction

Easterbrook 95,  Distinguished Fellow, Fullbright Foundation 

(Gregg, A Moment on Earth pg 25) 
IN THE AFTERMATH OF EVENTS SUCH AS LOVE CANAL OR THE Exxon Valdez oil spill, every reference to the environment is prefaced with the adjective "fragile." "Fragile environment" has become a welded phrase of the modern lexicon, like "aging hippie" or "fugitive financier." But the notion of a fragile environment is profoundly wrong. Individual animals, plants, and people are distressingly fragile. The environment that contains them is close to indestructible. The living environment of Earth has survived ice ages; bombardments of cosmic radiation more deadly than atomic fallout; solar radiation more powerful than the worst-case projection for ozone depletion; thousand-year periods of intense volcanism releasing global air pollution far worse than that made by any factory; reversals of the planet's magnetic poles; the rearrangement of continents; transformation of plains into mountain ranges and of seas into plains; fluctuations of ocean currents and the jet stream; 300-foot vacillations in sea levels; shortening and lengthening of the seasons caused by shifts in the planetary axis; collisions of asteroids and comets bearing far more force than man's nuclear arsenals; and the years without summer that followed these impacts. Yet hearts beat on, and petals unfold still. Were the environment fragile it would have expired many eons before the advent of the industrial affronts of the dreaming ape. Human assaults on the environment, though mischievous, are pinpricks compared to forces of the magnitude nature is accustomed to resisting. 

Environmental alarmism isn’t a justification for taking action

Kaleita, 07, PHD, Assistant Professor Agricultural and Biosystems Engineering [Amy, “Hysteria’s History” Environmental Alarmism in Context”, http://www.pacificresearch.org/docLib/20070920_Hysteria_History.pdf] 

Apocalyptic stories about the irreparable, catastrophic damage that humans are doing to the natural environment have been around for a long time. These hysterics often have some basis in reality, but are blown up to illogical and ridiculous proportions. Part of the reason they’re so appealing is that they have the ring of plausibility along with the intrigue of a horror flick. In many cases, the alarmists identify a legitimate issue, take the possible consequences to an extreme, and advocate action on the basis of these extreme projections. In 1972, the editor of the journal Nature pointed out the problem with the typical alarmist approach: “[Alarmists’] most common error is to suppose that the worst will always happen.”82 But of course, if the worst always happened, the human race would have died out long ago. When alarmism has a basis in reality, the challenge becomes to take appropriate action based on that reality, not on the hysteria. The aftermath of Silent Spring offers examples of both sorts of policy reactions: a reasoned response to a legitimate problem and a knee-jerk response to the hysteria. On the positive side, Silent Spring brought an end to the general belief that all synthetic chemicals in use for purposes ranging from insect control to household cleaning were uniformly wonderful, and it ushered in an age of increased caution on their appropriate use. In the second chapter of her famous book, Carson wrote, “It is not my contention that chemical insecticides must never be used. I do contend that… we have allowed these chemicals to be used with little or no advance investigation of their effect on soil, water, wildlife, and man himself.” Indeed, Carson seemed to advocate reasoned response to rigorous scientific investigation, and in fact this did become the modern approach to environmental chemical licensure and monitoring. An hour-long CBS documentary on pesticides was aired during the height of the furor over Silent Spring. In the documentary, Dr. Page Nicholson, a water-pollution expert with the Public Health Service, wasn’t able to answer how long pesticides persist in water once they enter it, or the extent to which pesticides contaminate groundwater supplies. Today, this sort of information is gathered through routine testing of chemicals for use in the environment. 20 V: Lessons from the Apocalypse Ironically, rigorous investigation was not used in the decision to ban DDT, primarily due to the hysteria Silent Spring generated. In this example, the hysteria took on a life of its own, even trumping the author’s original intent. There was, as we have seen, a more sinister and tragic response to the hysteria generated by Silent Spring. Certain developing countries, under significant pressure from the United States, abandoned the use of DDT. This decision resulted in millions of deaths from malaria and other insect-borne diseases. In the absence of pressure to abandon the use of DDT, these lives would have been spared. It would certainly have been possible to design policies requiring caution and safe practices in the use of supplemental chemicals in the environment, without pronouncing a death sentence on millions of people. A major challenge in developing appropriate responses to legitimate problems is that alarmism catches people’s attention and draws them in. Alarmism is given more weight than it deserves, as policy makers attempt to appease their constituency and the media. It polarizes the debaters into groups of “believers” and “skeptics,” so that reasoned, fact-based compromise is difficult to achieve. Neither of these aspects of alarmism is healthy for the development of appropriate policy. Further, alarmist responses to valid problems risk foreclosing potentially useful responses based on ingenuity and progress. There are many examples from the energy sector where, in the presence of economic, efficiency, or societal demands, the marketplace has responded by developing better alternatives. That is not to say that we should blissfully squander our energy resources; on the contrary, we should be careful to utilize them wisely. But energy-resource hysteria should not lead us to circumvent scientific advancement by cherry-picking and favoring one particular replacement technology at the expense of other promising technologies. Environmental alarmism should be taken for what it is—a natural tendency of some portion of the public to latch onto the worst, and most unlikely, potential outcome. Alarmism should not be used as the basis for policy. Where a real problem exists, solutions should be based on reality, not hysteria. 

