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Competitiveness decline is inevitable – subsidies and regulations 

Pilot Partisan 6/14/12 (Pilot Partisan, Air Line Pilots Association, Int’l, “U.S. Airlines Need a Level Playing Field to Compete Against Foreign Airlines,” http://pilotpartisan.com/2012/06/14/u-s-airlines-need-a-level-playing-field-to-compete-against-foreign-airlines/, Sawyer)

WASHINGTON–In a white paper released today titled “Leveling the Playing Field for U.S. Airlines and Their Employees,” the Air Line Pilots Association, Int’l (ALPA) outlines the clear solutions that the U.S. government must pursue to create a strong U.S. airline industry and fairly position U.S. airlines and their employees to compete and prevail in global air transportation. “In the global marketplace, competition exists not only between companies, but between governments. Foreign airlines, particularly in the Persian Gulf, operate under governments that make promoting strong and competitive carriers a national priority,” said Capt. Lee Moak, ALPA’s president, in a speech before the Aero Club of Washington, at which the white paper was released. While foreign countries invest heavily in airports and infrastructure, advance pro-aviation economic policies, and build state-of-the-art air transportation systems, the United States continues to promote many policies that actually hinder the U.S. airline industry and its employees’ ability to compete in the global marketplace. In the white paper, ALPA makes clear that many of the U.S. airlines’ foreign competitors are state-owned or heavily state-sponsored and operate from countries with low or nonexistent tax and regulatory burdens. Meanwhile, the U.S. airline industry is heavily taxed and highly regulated, and current policy often permits U.S. taxpayers’ money to be used to help foreign airlines gain an economic advantage.

Pilot retirements and shortages make collapse and decline inevitable

KCCN 7/13/12 (KRIS Corpus Christi News, “Airline Industry Facing Pilot Shortage,” http://www.kristv.com/news/airline-industry-facing-pilot-shortage/, Sawyer)
Industry and government officials anticipate a wave of pilot retirements at U.S. airlines beginning this year. Five years ago, the FAA raised the mandatory retirement age for pilots from 60 to 65. The fifth anniversary of that decision is Dec. 13. Pilots who were age 60 on that date five years ago are reaching the age where they have to retire. Also, FAA regulations created in response to an aviation safety law passed by Congress two years ago will raise the experience threshold required to be an airline first officer from the current 250 hours of flying time to 1,500 hours, the same level as required of captains. That's expected to make it harder for airlines to find qualified new applicants. At the same time, the pool of military-trained pilots that airlines have relied upon in the past has largely dried up as more pilots choose to remain in the military rather than seek airline careers, industry officials said. That means airlines have had to rely on new hires that have accumulated their experience at flight schools and, later, working as flight instructors at local airports and the flight schools. "The cost of getting into flying is very expensive," Davis said. "When I talk to college students, if they're coming out of a four-year collegiate (aviation) program, most of them are $150,000 to $160,000 in debt. And that only gives them the qualifications to go be a flight instructor. If you're making $20,000 a year as a flight instructor you're lucky." A shortage in the U.S. will likely first be felt at regional airlines, which tend to fly smaller airliners and hire less experienced pilots than mainline careers. A typical pilot career path is to get hired as a first officer at a regional airline, get promoted to captain and then get hired by a mainline carrier.

Profit data proves decline now

ZIR 6/14/12 (Zacks Investment Research, “Opportunities in Airline Stocks,” Minyanville, http://www.minyanville.com/sectors/transportation/articles/airlines-airline-industry-airline-industry-stocks/6/14/2012/id/41469, Sawyer)

The global airline industry continues to face challenges in 2012, from rising costs -- fuel, in particular -- and economic uncertainties. The condition looks bleaker ahead with a weak outlook for Europe, given its financial problems. The International Air Transport Association (IATA) projects overall airline profits of $3.0 billion for 2012. This is down from the $3.5 billion projected last December and $4.9 billion projected in September. Moreover, the 2012 profit outlook is also below the estimated $7.9 billion in 2011 and $16 billion earned in 2010. This steep decline in the industry's profitability is a function of the overall unfavorable macro backdrop with which the industry must operate this year. Regional Forecast North America: North American airlines like United Continental Holdings Inc. (UAL), Delta Air Lines Inc. (DAL), Southwest Airlines Co. (LUV), JetBlue Airways Corporation (JBLU), and US Airways Group Inc. (LCC), have shown improvements thanks to higher ticket prices, capacity cuts and improved ancillary revenues. Together, these companies are expected to post profits of $900 million, down from the previous expectation of $1.7 billion in 2012. 

2ac link turn – codeshare 

Codeshare agreements strengthen the airline industry

CAPA 12 (CAPA Centre for Aviation, “Chinese Airlines Start Developing Mutually Beneficial Solution Through Air-Rail Codeshare Agreements,” May 23, 2012, http://www.centreforaviation.com/analysis/chinese-airlines-start-developing-mutually-beneficial-solution-through-air-rail-codeshare-agreements-74337, Sawyer)

After two years of competing aggressively with the nation’s growing high-speed rail network, Chinese airlines are beginning to adopt a different approach: 'if you can't beat them, join them'. Mutually beneficial solutions are emerging in the form of air-rail codeshare agreements that could pave the way for foreign airlines to also tap into China's vast interior even with a single gateway. China Eastern Airlines and Hainan Airlines are taking the lead, with the recent agreement between China Eastern and the Shanghai Railway Bureau and between Hainan Airlines and Yuehai Railway. The moves are changing the relationship between airlines and rail, following a model successfully introduced in the European market. Using rail operations as an alternative to some short-haul feeder services will enable airlines to concentrate on longer routes (including international sectors), which is a key pillar of China’s aviation policy, while also enabling airlines to enhance their feeder traffic rather than losing this market to rail operators altogether. Direct rail links also increase airport (and airline) catchment areas for passengers that can allow them to be more competitive.
2ac no link – maintenance

Maintenance costs give back market share in the long term

Everis 10 (A multinational consulting firm offering business solutions covering all aspects of the value chain, from business strategy through to systems implementation, “Study on Regulatory Options on Further Market Opening in Rail Passenger Transport,” September 9, 2010, http://ec.europa.eu/transport/rail/studies/doc/2010_09_09_study_on_regulatory_options_on_further_market_opening_in_rail_passenger_ transport.pdf, Sawyer)

Notwithstanding the above, there is a looming problem: new high-speed lines have enjoyed something of a ‘maintenance holiday’, as the infrastructure starts to age maintenance and renewal costs have been increasing sharply. On some LGVs, RFF is understood to be finding that its infrastructure charges are starting to be insufficient to cover costs. As costs increase it is likely that, ultimately, they will be passed onto users, resulting in loss of market share to low cost airlines and road, particularly in the leisure travel segment.

2ac no link – frequency

No link – frequency and accessibility

Cox and Vranich 08 (Wendell Cox, international public policy consultant, principal owner of Wendell Cox Consultancy/Demographia, Joseph Vranich, leading expert and author of many books regarding High-Speed Rail, “The California High Speed Rail Proposal: A Due Diligence Report,” Reason Foundation, Policy Study 370, September 2008, http://reason.org/files/1b544eba6f1d5f9e8012a8c36676ea7e.pdf, Sawyer)

Modest HSR Non-Stop Service Frequencies. The first difficulty is that the service frequency will be miniscule compared to airline frequencies. This is illustrated by an example service design based upon the 16 non-stop trains in each direction (interpretation #1, no intermediate stops), which allocates the 16 trains based upon the size of the demand (Table 15). As CHSRA acknowledges, providing service between multiple markets can “greatly” reduce service frequencies along particular routes. 342 In the example, there would be four or at most six daily nonstop San Francisco–Los Angeles trains in each direction. This compares to 108 non-stop flights from the San Francisco area (SFO and OAK) to the Los Angeles area (LAX, BUR, ONT, LGB and SNA). Indeed, there are more non-stop flights from each of the seven airports to the other urban area than the four non-stop HSR trains projected here. 343 Granted, more of the 16 non-stop trains could be operated between San Francisco and Los Angeles. However, if a minimal two-train non-stop schedule is assumed for the other markets (San Jose and Sacramento to Los Angeles and San Diego and San Francisco to San Diego), the highest number of San Francisco to Los Angeles non-stop trains possible would be six. This would still be modest relative to the airline frequencies. HSR’s competitive disadvantage would be heightened by the multiple points from which airline non-stop service is available in Los Angeles and San Francisco. Non-stop airline service is available between five airports in the Los Angeles area and three in the San Francisco-San Jose area. By comparison, nearly all flights from Tokyo to Osaka operate out of a single airport (Haneda), despite the fact that the Tokyo urban area (developed area) covers more than 1.5 times the urban land area of Los Angeles. 344 Even Long Beach Airport, with by far the fewest San Francisco area flights, has five non-stop flights—a number that is, all by itself, competitive with the likely number of non-stop trains between San Francisco and Los Angeles. Thus, not only would air service remain far more frequent, it would be more geographically accessible to the large majority of residents in San Francisco–San Jose and Los Angeles.

2ac no link – speed

No link – no express trains and slower speeds

Cox and Vranich 08 (Wendell Cox, international public policy consultant, principal owner of Wendell Cox Consultancy/Demographia, Joseph Vranich, leading expert and author of many books regarding High-Speed Rail, “The California High Speed Rail Proposal: A Due Diligence Report,” Reason Foundation, Policy Study 370, September 2008, http://reason.org/files/1b544eba6f1d5f9e8012a8c36676ea7e.pdf, Sawyer)

CHSRA claims that HSR would enable travel between downtown Los Angeles and downtown San Francisco in 2 hours and 38 minutes. However, this Due Diligence Report estimates that the fastest non-stop expresses would take much longer—3 hours and 41 minutes. (See Part 4, Forecasting Speed, Federal Safety Standards and Security in Age of Terrorism for additional reasons for potentially slower trip times.) Slower travel speeds would reduce the attractiveness of HSR relative to airlines and result in lower levels of ridership. Moreover, there will be few non-stop expresses, perhaps from four to six trains between the two downtown stations daily (See Part 4, Passenger Convenience). This means that most if not all trains will fail to achieve the aggressive travel time that CHSRA projects. Each stop added to a train schedule lengthens its travel time. Less frequent express trains will make HSR less competitive with airlines and reduce its potential to achieve the CHSRA ridership projections.

No link – multiple stops and lower loads 

Cox and Vranich 08 (Wendell Cox, international public policy consultant, principal owner of Wendell Cox Consultancy/Demographia, Joseph Vranich, leading expert and author of many books regarding High-Speed Rail, “The California High Speed Rail Proposal: A Due Diligence Report,” Reason Foundation, Policy Study 370, September 2008, http://reason.org/files/1b544eba6f1d5f9e8012a8c36676ea7e.pdf, Sawyer)

Trains stop at multiple stations and are likely to have lower load factors than airliners, which generally do not make intermediate stops. A Los Angeles–San Francisco train stopping at Palmdale might also stop at a number of stations such as Bakersfield, Fresno, Merced, Gilroy, San Jose, Redwood City or San Francisco Airport. Between each of these locations, other passengers can ride, leaving seats empty for other parts of the trip. In short, it is rare that all the seats on trains are filled from the train’s origin station to its ultimate destination station, except of course when it is a non-stop train operating at a peak period, such as a San Francisco to Los Angeles express.

No link – lack of transit infrastructure and increased travel times

Cox and Vranich 08 (Wendell Cox, international public policy consultant, principal owner of Wendell Cox Consultancy/Demographia, Joseph Vranich, leading expert and author of many books regarding High-Speed Rail, “The California High Speed Rail Proposal: A Due Diligence Report,” Reason Foundation, Policy Study 370, September 2008, http://reason.org/files/1b544eba6f1d5f9e8012a8c36676ea7e.pdf, Sawyer)

The proposed HSR system appears unlikely to provide travel time advantages for long-distance airline passengers. It is likely that HSR door-to-door travel times would be greater and there would be considerably less non-stop service than air service. Moreover, HSR would be unattractive to drivers in middle-distance automobile markets because little or no door-to-door time savings would be achieved and costly local connections would often be required (rental cars or taxicabs). Another convenience factor is that California urban areas lack the extensive local transit infrastructure that connects with HSR systems found in dense Asian and European urban areas. The HSR system will experience disadvantages and commercial challenges in competing with air and auto travel that have been understated in CHSRA documentation.

2ac no internal link – resiliency

No industry collapse – international markets outweigh and check domestic decline

Airline Weekly 11 (Airline Weekly, “Foreign Affairs: It Was a Lost Decade at Home for U.S. Airlines. But Internationally? Not So,” July 18, 2011, http://marketplace.docmonk.com/doc/airline-weekly-july-18-2011/, Sawyer)

U.S. airlines essentially serve three distinct international markets: the Pacific (mostly northeast Asia), the Atlantic (mostly Europe, although some carriers include the Middle East, Africa and India here as well) and Latin America, including the Caribbean. Within Latin America, meanwhile, are two distinct sub-sets: nearby markets reachable with narrowbodies (Mexico, Central America, the Caribbean and upper South America) and those of a more longhaul nature (Argentina, Chile, southern Brazil and, more broadly, South America’s southern cone). As bad as things were for U.S. airlines in the 2000s, profits and traffic growth from these three international blocs played a critical role in keeping things from being worse. That’s particularly true post 2004, the year when their international traffic surged 15% y/y. And it’s particularly, though not exclusively, true for what are now the intercontinental Big Four: United, Delta, American and US Airways.

2ac no internal link – not key to the economy

No impact – not key to the economy

Kay 05 (John Kay, visiting Professor of Economics at the London School of Economics, Fellow of the British Academy, director of several public companies and contributes a weekly column to the Financial Times, “Airlines and the Canine Features of Unprofitable Industries,” Financial Times, September 27, 2005, http://www.johnkay.com/2005/09/27/airlines-and-the-canine-features-of-unprofitable-industries, Sawyer)

The efficient industry hypothesis suggests that if an industry looks particularly attractive, or unattractive, then companies will enter, or leave, until the attractiveness or unattractiveness disappears. But then there are businesses which governments are keen on. The airline industry is one of them and governments fight to allow their taxpayers to pour ever more money into black holes. Warren Buffett observed that the world airline industry has not made a dime for investors in a century of manned flight. He said this in 1991, acknowledging his mistake in buying stock in US Air (now known as US Airways). Although Mr Buffett engineered a profitable exit from his investment, matters are no better. US Air is under Chapter 11 protection, along with United Airlines and now Delta and Northwest Airlines. The bankruptcy court judge is as essential to your flight as the pilot. The Sage of Omaha argues that industry factors generally dominate profitability: “When a management with a reputation for brilliance tackles a business with a reputation for bad economics, it is the reputation of the business that remains intact.” But what gives an industry a reputation for bad economics? I have always favoured the efficient industry hypothesis, the business analogue of the efficient market hypothesis. If an industry looks particularly attractive, or unattractive, companies will enter, or leave, until that attractiveness or unattractiveness disappears. But, like the efficient market hypothesis, the efficient industry hypothesis is a tendency, not a universal truth. There is debate over whether company or industry effects are more important to persistent profitability but little doubt that some industries are persistent dogs.

