***Uniqueness***
Uniqueness – 1NC Shell

Auto industry up now

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
Things are looking up for the auto industry: Just three years after the car industry's future seemed bleak and unredeemable, signs of a comeback are all around. Fortune's Global 500 ranking, released on Monday, listed three automakers among the world's most profitable companies. Volkswagen and Ford landed in the 13th and 14th spots, respectively, with General Motors ranked as 48th. This is the first time in at least a decade that more than one carmaker made the top 50 list.

Uniqueness – Predictive 
Auto industry will grow 

Bloomberg News 7/3/12 Bloomberg News Auto Sales in June Provided Bright Spot for U.S. Economy By Craig Trudell on July 03, 2012 

General Motors Co. (GM) (GM), Ford Motor Co. and Chrysler Group LLC reported better than predicted gains from the year-earlier period in which they dominated the U.S. market because of vehicle shortages at Toyota (7203) Motor Corp. and Honda Motor Co. caused by Japan’s tsunami. The 22 percent June increase for the industry gives reason for optimism after analysts under- estimated demand following lower than projected sales in May. Light-vehicle sales accelerated to 14.1 million seasonally adjusted annualized rate, according to researcher Autodata Corp., beating the 13.8 million light-vehicle average of 15 analyst estimates surveyed by Bloomberg. The world’s second- largest auto market remains on pace for the best annual sales total since 2007. “The auto market continues to be the one bright spot in an otherwise complicated and generally negative marketplace,” Jesse Toprak, an analyst at researcher TrueCar.com, said in a telephone interview. “The industry was able to carry a more than 14 million selling rate despite the roller-coaster ride we experienced in the economy and financial markets last month.” 

US Auto Industry surging now and expected to grow

Klaymen, Journalist 6/29/12 Ben Klaymen, June 29, 2012 Reuters, Chicago Tribune, http://www.chicagotribune.com/classified/automotive/sns-rt-us-usa-autosalesbre85s15s-20120629,0,1648634.story “June U.S. new-car sales seen highest in 5 years”

The deteriorating European markets have led auto industry executives to worry about possible contagion spreading across the Atlantic, but June new-car sales in the United States are expected to hit a five-year peak for that particular month. Auto sales, which offer an early snapshot of consumer demand, have been one of the bright spots in the U.S. economy for several months until May results came in short of expectations and raised concerns about the sector's recovery. Analysts and industry officials, however, said there are just too many old cars that need to be replaced, which will drive consumers into dealers' showrooms. The average age of cars on the road is an all-time-high 11 years. "The most interesting thing is the ongoing battle between pent-up demand and concern over financial issues," said Karl Brauer, chief executive of research firm Total Car Score. "There is, by no means, clear sailing ahead on the financial issues, but people are getting really tired of driving their old cars." Economists polled by Thomson Reuters see the annual selling rate for new cars in the U.S. market in June finishing at 13.9 million vehicles. That would mark the second month in a row below the 14 million rate, but would exceed last month's 13.7 million. Opinions vary, however, as TrueCar.com expects a sales rate of 13.6 million, while General Motors Co CEO Dan Akerson said on Thursday the market was "surprisingly strong" and he saw it finishing between 14 million and 14.2 million. J.D. Power and LMC Automotive, and Edmunds.com see sales rising 20 percent from last year to about 1.27 million new cars and trucks, while TrueCar sees an increase of 18 percent. That would be the highest level since 1.46 million were sold in 2007, just before the U.S. economy slipped into a recession that forced GM and Chrysler into bankruptcy. Some of the projected increase will be due to a recovery by Toyota Motor Corp and Honda Motor Co from the impact of last year's earthquake in Japan that hurt U.S. supplies. Major automakers including GM, Ford Motor Co and Toyota will report June U.S. new-car sales on Tuesday. SECOND-HALF WORRIES The downward spiral of the European market has raised concerns, however. "I'm a little bit worried about the second half because we see softness in Europe," Akerson said Thursday at an event in Chicago. However, his positive forecast for June U.S. sales was based on the pent-up demand in the market. Ford echoed Akerson's concerns on Thursday when it warned that second-quarter losses from operations outside North America could triple the $190 million first-quarter loss, hurt mainly by weakness in Europe. The No. 2 U.S. automaker still sees an overall profit, however, as North America remains strong. "The good news is we still have growth in the economy. It is moderate," Ford North American chief Mark Fields said earlier in the week. "Some of the economic figures in the last six weeks are a little bit contradictory. The housing starts and permits actually were up. At the same time, we've seen consumer confidence come off its high earlier this year." Ford expects a June sales pace in the high 13 million-vehicle range, he said. "The (annual sales rate) does appear to be slowing down from the 14.6 million level in the first quarter, which we attribute to some demand pull forward into the first quarter with the warm winter and an increasingly cautious consumer given some signs of a slowing U.S. economy," RBC Capital Markets analyst Joseph Spak said in a research note. Spak expects a June sales rate of 13.9 million vehicles, but said lower gasoline prices, easier access to credit and newly launched cars will bolster second-half demand. He added there are more downside risks to his industry estimate at this time. Analysts expect sales in June to decline from May, but Kelley Blue Book said such a decrease is what normally occurs this time of year. Since 2007, the daily selling rate has dropped between 3 percent and 10 percent from May to June, putting the company's projected 8 percent decline within that trend. Despite the expected second straight month below a 14 million sales rate, analysts are not backing off full-year U.S. sales projections yet. "Despite the relative slowdown in the last few weeks, the first-half sales results this year indicate a relatively healthy car industry; perhaps the brightest spot in an otherwise struggling U.S. economy," said TrueCar analyst Jesse Toprak. "We expect second-half of 2012 to average around 14.5 million units."

Uniqueness – Snapshot 

Auto industry high now

NYT 7/5/12 Auto sales soar in June Share Posted: Jul 05, 2012, 7:13 am By Bill Vlasic New York Times News Service http://www.postbulletin.com/news/stories/display.php?id=1501627

DETROIT — The auto industry surpassed expectations in June by reporting a 22 percent increase in sales, fueled in part by lower gas prices and a surge of interest in new car models. While analysts had forecast a softening in demand, the car companies on Tuesday reported strong sales in most vehicle segments without the need to resort to higher discounts. The biggest winners during the month were Toyota and Honda, which a year ago were affected by inventory shortages after the earthquake and tsunami in Japan. Toyota said its sales grew 60.3 percent in June over last year, and Honda reported a 48.8 percent increase. Both companies were bolstered by big gains in sales of their bread-and-butter sedans like the Toyota Camry and Honda Accord. ''It feels good to be back in the race," said John Mendel, head of United States sales for Honda. The industry's seasonally adjusted annual selling rate was 14.1 million vehicles in June. In the first six months of the year, about 7.3 million vehicles have been sold in the United States, which represents a 14.8 percent increase over the first half of 2011.
Auto industry high now 

The Detroit News 7/4/12 July 4, 2012 at 12:17 pm Auto sales on track to be best since 2007 Lower gas prices, pent-up demand help sell vehicles By Jaclyn Trop The Detroit News 8 Comments From The Detroit News: http://www.detroitnews.com/article/20120704/AUTO01/207040346#ixzz1zkptSH4n 

U.S. car and truck sales could surpass 14 million for the first time in five years, with every major automaker reporting a strong midyear performance. Strong June sales announced Tuesday boosted performance for the first six months of the year, prompting analysts to revise their consensus forecast of 13.9 million upward, to 14.2 million. That would be the industry's best U.S. sales year since 2007, when 16.1 million trucks and cars were sold. Last year's American sales totaled 12.8 million, as the industry continued to claw its way back from a devastating downturn. Industry experts attribute the momentum to attractive new vehicles, easier credit, moderating gas prices and modest economic growth. Chrysler Group LLC reported the most dramatic half-year leap of Detroit's Big Three: Its sales rose 30.3 percent for the first six months of the year. Sales for all Chrysler brands, including Fiat, climbed 20.3 percent last month for the automaker's best June in five years. Sales of General Motors Co. cars and trucks were up 15.5 percent for the month — GM's best sales month since September 2008 — and 4.3 percent for the year. Its crosstown rival, Ford Motor Co., reported sales up 7.1 percent for the month and 6.6 percent for the year. The domestic automakers gained 1 percent market share from foreign brands in June over the previous month — to 46.8 percent. The Japanese automakers spent the first half of the year recovering from the effects of last year's earthquake and tsunami, said Edmunds.com Senior Analyst Jessica Caldwell. Toyota Motor Co.'s June sales soared 60.3 percent, boosting its market share to 13.8 percent from 10.5 percent in June 2011. For the first six months, Toyota sales rose 28.7 percent to more than 1 million vehicles. "There's still pent-up demand in the marketplace," Caldwell said. "It's something we're going to see continue for quite a long time to come." Honda Motor Co. and Nissan Motor Co. June sales rose 48.8 percent and 28.2 percent, respectively. Hyundai Motor America said sales rose to a record 10.5 percent for the first half of the year and 7.8 percent for the month, its best June performance ever. Volkswagen of America sold 38,170 vehicles in June, a 32.1 percent increase over the same month in 2011. Its sales year-to-date were up 30.4 percent — the best first half-year since 1973. "As we prepare for the second half of the year, we are confident that the foundations we've put in place will continue to bear fruit," said Jonathan Browning, president and CEO, Volkswagen Group of America.

Auto sales up

Fortune 7/3/12 U.S. auto industry dodges a weak month July 3, 2012: 5:21 PM ET Email Print Stronger than expected results buoyed an industry badly in need of some victories. By Doron Levin, contributor 

FORTUNE -- U.S. auto sales, a fundamental measure of consumer confidence, rose 22% in June -- led by a rebounding Toyota Motor Corp. Toyota posted a 60% gain over last June when it was beset with post-earthquake and tsunami dislocation. June results came in stronger than expected by analysts, who just two weeks ago were predicting a second straight month of less-than-stellar sales. Some Wall Street analysts cut back their 2012 forecasts based on the apparent slowdown from the year's pace through April. "Despite the relative slowdown in the last two months, the auto industry continues to experience improved profitability with strong year-over-year sales, historically high transaction prices and precise incentives spending," said Jesse Toprak, Vice President of Market Intelligence for TrueCar.com. Jessica Caldwell, an analyst for automotive website Edmunds.com, speculated that an end-of month sales push by manufacturers increased raised the seasonally adjust annual rate to just over 14 million units. After a sub 14-million rate in May, automakers were eager to maintain the industry's sales momentum -- especially because the end of June also marked the end of the second fiscal quarter, she said. A year ago June's sales rate was 11.8 million. A comparison of transaction prices for new vehicles shows that consumers are spending about $900 more per vehicle this year than they were a year ago, according to TrueCar. The average transaction price in June was $30,508, up from $29,659 a year earlier. Volkswagen had the highest average transaction price on new vehicles sold last month at $33,368 and Kia/Hyundai the lowest at $22,121. Toyota's (TM) two best-selling sedans, the midsize Camry and the compact Corolla, accounted for a disproportionate segment of the automaker's improvement. Camry sales were up more than 50% and Corolla more than 40%.

***Links***

Link – Generic – Funding

New investments are zero sum with other sectors – increases the risk of deficit reduction measures 

Heymsfield 11 Former Staff Director of the House Committee on Transportation and Infrastructure (David, 22 February 2011, “Let the Games Begin,” National Journal, http://transportation.nationaljournal.com/2011/02/transforming-the-highway-trust.php)

Currently the Trust Fund covers most federal programs for highways, transit, motor carrier safety, and highway safety. The budget proposes adding a number of programs, most significantly Amtrak, high-speed rail, and an infrastructure fund. The proposal does not appear to contemplate anything approaching unlimited discretion for the Administration to allocate the fund’s revenues to different modes. Rather, the proposal appears to contemplate continuation of the current Trust Fund structure in which spending from the fund must be within the context of a specific program established by the fund such as the National Highway System program or the Urbanized Area Formula program for transit. Most of these programs are limited to one mode, and use formulas to determine how much of the funding goes to each State. Another feature of the current system is that the States are given some discretion to “flex” their formula funding from one program to another (including flexing some funds between highway and transit programs). In the existing structure there are only few programs in which the Administration has discretion to decide which mode will be funded. The budget proposes adding one new program in which there will be discretion to choose between modes, but it is only a small portion of the overall trust fund programs. Specifically, the Administration budget proposal contemplates giving the Administration discretion to decide which modes will be funded in a new Infrastructure Fund program. This program would be authorized at about $5 Billion a year in an overall program of more than $60 Billion. It is not clear whether the Administration will also propose that the States be given any discretion to “flex” rail funding to highways or transit, or to flex highway or transit funds to rail. Another major unknown is whether adding rail to the Trust Fund is likely to change the funding which rail, highway and transit would have received if the current system had been continued. Under the current system, overall funding for highways and transit is set at a level that falls within the revenues the Trust Fund will receive from the user fees supporting the fund. A number of factors go into the allocation of funds between highways and transit, including giving transit a “fair share” of total revenues, and having highways and transit grow at the same rate (or in today’s context, being reduced at the same rate). Under the existing system, rail is funded as part of a general transportation appropriation bill, based on general budget policies and the funding available for all transportation programs in the bill. Funding for rail is not tied to any particular revenue stream, or by the general relationship to funding for highways and transit. If rail is moved to the Trust Fund, its funding will be determined by the available revenues and decisions on how they should be allocated between highways, transit and rail. The effects of this change seem unpredictable until we know the level and composition of the fund’s revenues. Until recently the user fees supporting the fund have been adequate to cover growing highway and transit programs. This is no longer the case. The existing fees will not even cover existing programs, much less a new rail program. The Administration is opposed to increasing the current user fees. If the new revenues are not user fees and cannot be tied to any mode, we can expect major disputes on how the new revenues should be divided. It will be a zero sum game in which a dollar going to one mode will not be available for the other two. It’s anybody’s guess what the end result will be, and how it will compare to what would have occurred if rail was not moved to the Trust Fund. Finally, bringing new programs into the Trust Fund could leave the Fund more vulnerable to deficit reduction measures designed to cut Trust Fund spending below the revenues put into the fund. Since TEA-21 in 1998 the Trust Fund has been able to resist proposals to cut spending below revenues. Supporters of the fund have been able to argue convincingly that the fund’s revenues are contributed by users (mainly through the gasoline tax) and that the users are entitled to have the funds they contributed spent. Bringing rail into the fund will require new revenue sources for the fund, and as discussed these new funds are not likely to be user fees. If this occurs, the arguments for full spending of revenues will be weakened significantly. 

Auto bailouts are on the chopping block – funding for the plan directly trades off with the auto industry

Jackson 9 (Derrick, “The transformation of transportation” http://www.boston.com/bostonglobe/editorial_opinion/oped/articles/2009/02/24/the_transformation_of_transportation/)//RK
In the Pacific Northwest, the Amtrak Cascades line from Portland to Seattle set a new record with a 14.4 percent increase. In the South, ridership for the Piedmont train between Charlotte and Raleigh was up 30.8 percent last year. This was on top of records announced earlier this year by other systems, including our own MBTA. It clearly factored into the Obama administration's 11th-hour rescue of mass transit in the final stimulus bill. The bill provides $17.7 billion for mass transit, high-speed rail, and Amtrak. The final budget request by Bush for these three items totaled $11.2 billion. Compared with the last eight years of the Bush administration, this is a miracle shift of mindset. Mass transit and high-speed rail were given a massive upgrade in their share of transportation spending. In the last federal budget, the government gave highways four times more money than mass transit. The stimulus brings the ratio under 2-to-1. Compared with how some Republicans and the Bush administration kept trying to kill Amtrak, Obama's new Transportation Secretary Ray LaHood nearly made transit advocates faint by saying the stimulus funding will "transform intercity transportation in America, reduce our carbon footprint, relieve congestion on the roads and in the skies, and take advantage of a mode of transportation that has already benefited Europe and Japan for many years." For the full transformation of transportation, Obama must move more mountains of mindset. For instance, it makes no sense to give General Motors and Chrysler an additional $21.6 billion in bailouts on top of their previous $17.4 billion, when they are cutting 50,000 jobs and still have not offered a credible plan for a fuel-efficient future. The administration should cut off the cash and let Ford, and the American plants of Toyota, Nissan, and Honda, salvage any GM and Chrysler assets valuable to them. Obama should instead invest the bailout billions into transportation that moves billions of people, and creates several times more jobs than what GM and Chrysler say they will lose. 
Link – Generic – Use
New human transportation infrastructure hurts the auto industry.

Bethel 9 Director of Frazier Capital Valuatio; Masters in International Finance and European Business (Stephen, 1 December 2009, “The Valuation of Auto & Recreational Vehicle Dealership Operations,” Chapter 2, Frazier Capital, http://www.fraziercapital.com/books/auto/2.pdf

Second, rivalry between existing competitors involves such variables as the number of competitors, the relative strength of the competitors, the strength of their competitor’s relationship with car/truck distributors and manufacturers, the industry growth potential, the amount of fixed costs needed, service differences, and quality of cars available. Third, pressure from substitute products can hurt the auto industry. The auto industry faces competition not only from within, but also from other forms of transportation such as trains, subways, bicycles, metro transits and others. One needs to focus on substitute products and the minimum switching costs for potential customers, and high profit earning industries which can afford to reduce margins in order to broaden their market into the seller’s market. 

If the aff solves it trades off 

Slack et al 9 Professor Emeritus in the Department of Geography at Concordia University (Dr. Brian, 2009, Second edition of the textbook “The Geography of Transport Systems,” Chapter 3, Hofstra University, http://people.hofstra.edu/geotrans/eng/ch3en/conc3en/ch3c1en.html)

The technological evolution in the transport industry aims at adapting the transport infrastructures to growing needs and requirements. When a transport mode becomes more advantageous than another over the same route or market, a modal shift is likely to take place. A modal shift involves the growth in the demand of a transport mode at the expense of another, although a modal shift can involve an absolute growth in both of the concerned modes. The comparative advantages behind a modal shift can be in terms of costs, convenience, speed or reliability. For passengers, this involved a transition in modal preferences as incomes went up, such as from collective to individual modes of transportation. For freight, this has implied a shift to faster and more flexible modes when possible and cost effective, namely trucking and air freight. There are important geographical variations in modal competition. The availability of transport infrastructures and networks varies enormously. Some regions possess many different modes that in combination provide a range of transport services that ensure an efficient commercial environment. Thus, in contrast to the situation in the EU, rail transport occupies a more important market share in North America. In many parts of the world, however, there are only limited services, and some important modes may be absent altogether. This limits the choices for people and shippers, and acts to limit accessibility. People and freight are forced to use the only available modes that may not be the most economic for the nature of the demand. Goods may not be able to find a market, and people’s mobility may be impaired. For these reasons, transport provision is seen as a major factor in economic development. Areas with limited modal choices tend to be among the least developed. The developed world, on the other hand possesses a wide range of modes that can provide services to meet the needs of society and the economy. Since 2000 the price of fuel has increased significantly as well as its volatility. All modes are affected, from the individual car owner to the corporation operating a fleet of hundreds of aircraft or ships. The higher costs are being passed on to the customer, either directly, as is the case of shipping where freight rates are climbing, or indirectly as is the case of airlines, where passengers are being charged additional fuel surcharges. These cost increases are likely to have significant impacts on mobility and trade, as well as on the modal split: Higher transport costs increase the friction of distance and constrain mobility. As a major consumer of petroleum the transport industry has to increase rates. Across the board increases causes people to rethink their patterns of movement and companies to adjust their supply and distribution chains. One of the expected effects of these cost increases is a decline in freight shipments and passenger carriers, such as airlines are anticipating a reduction in trips. Even school districts are anticipating reducing the number of busses and making children walk further to school. Because the impact of higher fuel costs hits the modes differentially, a modal shift is anticipated. Road and air transport are more fuel intensive than the other modes, and so fuel price increases are likely to impact upon them more severely than other modes. This could lead to a shift towards water and rail transport in particular. A further impact of fuel price increases is greater fuel economy across the modes. One of the best ways for all modes to reduce consumption is to lower speeds. A future of high energy prices is likely to have a major impact on just-in-time deliveries, and lead to a restructuring of supply chains. 

Link – High Speed Rail – Empirics 

High speed rail trades off with roads – France proves

International Transport Forum 9 intergovernmental organisation with 54 member countries. It acts as a strategic think tank for transport policy and organises an annual summit of ministers. (October 2009, “Competitive Interaction Between Airports, Airlines, and High-Speed Rail,” Organisation for Economic Co-operation and Development, http://www.internationaltransportforum.org/jtrc/discussionpapers/DP200907.pdf)

The French situation was mentioned as one where capacity in aviation was a crucial factor in the assessment of high‐speed rail projects. Some French TGV connections brought about a substantial shift from air to rail29, freeing up scarce capacity (valuable slots) in aviation30. This effect occurs irrespective of whether low‐cost or other carriers might provide service between the cities linked by the high‐speed rail connection. Furthermore, since high‐speed rail uses separate facilities, it can also free up capacity for rail freight and for regional passenger transport. It was noted, however, that in many cases the main (expected) modal shift in response to a high‐speed rail connection is from road to rail, not from air to rail. 

High speed rail will compete with cars – Europe proves 

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”, SS) 

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.

Link – High Speed Rail – Outsourcing 

The work to build the rails would be from non-US companies which would crash the auto industry 

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)

At the same time, particularly within a shorter-run framework, there are problems with relying too heavily on rail systems as the primary focus of public transportation investments. The most evident shorter-term concern is that these systems require years of planning and spending before they come on line and communities enjoy the benefits. But in addition, the United States, at present, has virtually no capacity to build mass transit systems and vehicles. Subway cars used in the U.S. are supplied by French, German and Japanese companies. Other kinds of mass transit vehicles are built either in South Korea or Germany. As Jonathan Feldman (2009) reports, the U.S. was once a technological leader in this field, and could become so again. But this will take years of steady support in terms of research and development as well as public procurement contracts. Finally, to the extent that overall transportation funding is shifted to rail systems, this would represent an additional blow to the U.S. auto industry. While the transition away from the auto is needed, this has to be accomplished in a way that creates the least amount of harm to working people and communities that have already been suffering as a result of the auto industry and manufacturing sector crisis. 

Link – High Speed Rail – Use 

High speed rail hurts the auto industry

Rutz, reporter for the Lima News, 9 (Heather, March 17 2009, The Lima News, http://www.limaohio.com/news/jordan-35299-lima-recession.html, “Jordan on bankruptcy, bailouts”)


In the current economy, high-speed rail supporters have a high burden of proof with Jordan, to show economic development benefits, a cost-benefit analysis and that it can sustain itself. He distinguishes between passenger and freight rail, though supporters say the improvements will benefit the freight lines and the Ohio Freight Rail Association supports the state's plan. Passenger rail could also hurt the auto industry, Jordan said. "Here we are asking [automaker employees] to give their tax dollars to something that will directly compete with their industry," Jordan said. Jordan said he is reluctant to pursue an earmark funding an environmental study, saying the few he's championed have been for the Joint Systems Manufacturing Center and emergency flooding help. Without his support, passenger rail supporters believe federal money will go to other projects in other states to compete with other modes of transportation.
High speed rail trades off with cars 

Peterman et. al 9(David Randall Peterman Coordinator Analyst in Transportation Policy, Coordinator Analyst in Transportation Policy John Frittelli Specialist in Transportation Policy William J. Mallett Specialist in Transportation Policy, December 8, 2009, Congressional Research Service, “High Speed Rail (HSR) in the US” KA)
In heavily traveled and congested corridors, proponents contend that HSR will relieve highway and air traffic congestion, and, if on a separate right-of-way, may also benefit freight rail and commuter rail movements where such services share track with existing intercity passenger rail service.34 By alleviating congestion, the notion is that HSR potentially reduces the need to pay for capacity expansions in other modes. On the question of highway congestion relief, many studies estimate that HSR will have little positive effect because most highway traffic is local and the diversion of intercity trips from highway to rail will be small. In a study of HSR published in 1997, the Federal Railroad Administration (FRA) estimated that in most cases rail improvements would divert only 3-6% of intercity automobile trips. FRA noted that corridors with short average trip lengths, those under 150 miles, showed the lowest diversion rates.35 The U.S. Department of Transportation’s Inspector General (IG) found much the same thing in a more recent analysis of HSR in the Northeast Corridor. The IG examined two scenarios: Scenario 1 involved cutting rail trip times from Boston to New York from 3 1⁄2 hours to 3 hours and from New York to Washington from 3 hours to 2 1⁄2; Scenario 2 involved cutting trip times on both legs by another 1⁄2 hour over scenario 1. In both scenarios, the IG found that the improvements reduced automobile ridership along the NEC by less than 1%.36 The IG noted “automobile travel differs from air or rail travel in that it generally involves door-to-door service, offers greater flexibility in time of departure, and does not require travelers to share space with strangers. Consequently, rail travel must be extremely competitive in other dimensions, such as speed or cost, to attract automobile travelers.”37 Planners of a high speed rail link in Florida between Orlando and Tampa, a distance of about 84 miles, estimated that it would shift 11% of those driving between the two cities to the train, as well as 9% of those driving from Lakeland to either Orlando (54 miles) or Tampa (33 miles). However, because most of the traffic on the main highway linking the two cities, I-4, is not travelling between these cities, it was estimated that HSR would reduce traffic on the busiest sections of I-4 by less than 2%.38 The final environmental impact statement for the project states that the reduction in the number of vehicles resulting from the HSR system “would not be sufficient to significantly improve the LOS [level of service] on I-4, as many segments of the roadway would still be over capacity.”39 The estimated cost of the HSR line was $2.0 billion to $2.5 billion,40 or $22 million to $27 million per mile.
Link – Oil Prices

Low oil prices key to the auto industry

NYT 7/5/12 Auto sales soar in June Share Posted: Jul 05, 2012, 7:13 am By Bill Vlasic New York Times News Service http://www.postbulletin.com/news/stories/display.php?id=1501627

A sudden dip in gas prices in recent weeks spurred interest in larger vehicles, like pickup trucks. The price of a gallon of regular gasoline was $3.32 on Tuesday, compared with $3.59 a month ago, according to a daily survey published by the AAA. ''The unseasonal drop in gas prices was a great help in better-than-expected sales in June," said Jesse Toprak, the chief market analyst at the auto research website TrueCar.com.

Link – Public Transportation – Use
Increased mass transit investment crowds out the auto industry – we are on the brink now

Ernst 9 staff analyst and principal report author and data expert at Tri-State Transportation Campaign; formerly worked at the Surface Transportation Policy Project (Michelle, 26 January 2009, “Gas Prices Fall, But Auto-to-Transit Shift Continues,” Tri-State Transportation Campaign, http://blog.tstc.org/2009/01/26/gas-prices-fall-but-auto-to-transit-shift-continues/)

How times have changed. As of today, the national average for a gallon of regular gasoline is $1.85. This may be just a temporary drop, but it’s nevertheless relatively cheap to drive again. And yet Americans are continuing to cut back on driving. According to just released figures from the Federal Highway Administration’s Traffic Volume Trends report, Americans drove almost 13 billion fewer miles in November of 2008 than in November 2007, a decline of 5.3 percent. That is the second biggest drop in driving of any month this year, and it came even as gas prices were falling to the $2 per gallon range. Through the first eleven months of 2008, driving has fallen an astonishing 102 billion miles, a drop of 3.5 percent over the same period in 2007. Assuming that trend holds true through the end of the year, it would represent the biggest decline in driving since World War II. Meanwhile, transit systems across the country are reporting record ridership. Nationwide, ridership grew by 5 percent through September of 2008 compared to the same period last year, according to the American Public Transportation Association. APTA doesn’t yet have nationwide data for October and November, but cities as diverse as Albany, Kansas City, Boston, San Francisco, Philadelphia, Dallas and Portland, Oregon all saw continuing ridership gains in November. Within the tri-state region, preliminary numbers from NYC Transit show modest, but continuing November growth on buses and subways. It seems that even as gasoline prices are starting to come down, the economic recession is suppressing driving. Vehicle miles traveled typically fall with the GDP, but what differs this time around is that transit ridership is not suffering — and, in fact, is even growing in most places. An APTA official told MTR that as Americans shifted to transit to save on gas, they “discovered” the benefits and convenience of transit. Significant unemployment could dampen the growth in transit ridership in coming months, but for now Americans are still piling onto buses and trains. Obviously this is a trend the new Obama administration should support. Significant investments in transit operations and capital improvements, as part of the federal stimulus bill and beyond, could help catalyze a major shift in the way Americans get around. 

Public transit causes a direct tradeoff with auto industry growth – undermining the economy

Beutler, ’12 (Brian, TPMDC senior congressional correspondent, 4/16/12, http://tpmdc.talkingpointsmemo.com/2012/03/end-of-an-error-the-car-century-begins-to-wane-charts.php, JD)

The economy’s on the rebound, and with it so is the U.S. auto manufacturing sector, three years after Detroit nearly went bankrupt. But a different indicator of U.S. economic growth suggests a significant realignment is under way in the American transportation system — one that isn’t necessarily good news for car makers. The charts below tell a key part of the American story of the last century. Despite their much smaller numbers, Americans in the middle of the 1900s took more public transit trips on buses, trains and so on than we do today as a whole. Many more. In 1947 — the peak year — they racked up 23.4 billion trips in total. Last year it was a paltry-by-comparison 10.4 billion. The key reason why won’t surprise you. “Back then people didn’t have cars,” said APTA spokesman Virginia Miller. “Even in the 1950s people didn’t own a lot of cars, owning one car was common. As we move into the ’60s we saw people moving out into the suburbs [facilitated by] the interstate legislation in 1956 under President Eisenhower.” Public transportation’s been on the rebound for decades, after bottoming out in the early 1970s. But it didn’t really begin booming until the economy caught fire in the mid 1990s. Part of the story is population growth. Part of it’s the revival of American cities. But that recovery stalls every time the economy falls out from under it, which is exactly what happened in 2008. Last year, there was a significant turnaround. And that’s another indication that the economy is really, truly improving: Public transportation usage is back on the rise — in a significant way. That may not seem like it follows. Why wouldn’t people use cheaper modes of public transportation during economic hard times? But, as the New York Times noted earlier this week, an overwhelming number of public transportation users are commuters, and when those commuters lose their jobs, there’s no reason to take the train or the bus to work. APTA, of course, hopes it’s a return to trend. “What’s interesting now, in this new century, is that it appears we’re going back to the future as more and more people are realizing the value of public transportation,” Miller said. If she’s right, that has big implications for the robustness of the auto industry’s recovery, and many, many other aspects of the U.S. economy. 

Transit services are competitive with cars

Litman and Laube, 02 (Todd, Victoria Transport Policy Institute, *AND Felix, Institute for Science and Technology Policy, Murdoch University, August 6, 2002, “Automobile Dependency and Economic Development,” Victoria Transport Policy Institute, http://www.vtpi.org/ecodev.pdf, DJH)

An efficient transportation market requires that consumers have viable transport choices, including good walking and cycling conditions, and a range of transit services. High quality transit can provide an effective alternative to automobile travel and serves as a catalyst for more efficient land use.52 To be effective transit service must be competitive with automobiles in terms of speed, convenience, comfort, and prestige.
***1NC Impacts Shells***

Canada (Global Econ) – 1NC Shell
Auto industry is key to the Canadian economy 

CBC News 08 Ministers head to U.S. to investigate auto bailout plan Last Updated: Wednesday, November 19, 2008 | 5:19 AM ET CBC News http://www.cbc.ca/news/canada/story/2008/11/19/canada-autobailout.html

The Canadian Auto Workers Union will likely have a role to play in any scenario, Clement said Tuesday. "If we're in a situation where the Canadian government is coming to the table, where the manufacturers and the executives are coming to the table, then I think it's in that spirit of co-operation that we would like the CAW at the table, too," he said Tuesday. The union has expressed growing concern about the state of the industry in Canada and criticized Flaherty for not taking enough action to protect it. A collapse of any of the Detroit-based automakers could cost as many as 70,000 jobs in Canada alone, Canadian Auto Workers union Ken Lewenza said Tuesday. "I am hopeful that Washington politicians will recognize the importance of the auto industry to the economy, and that's not just the U.S. economy but the North American economy," he said.

Canadian economic leadership is key to global recovery

Vieira 10, Financial Times columnist, (6-20, Paul, “Cabinet ministers set out on global tour to boast about Canada’s economic record,” http://www.vancouversun.com/business/Cabinet+ministers+global+tour+boast+about+Canada+economic+record/3179696/story.html) 

With Canada just days away from hosting the G20 and G8 leaders’ summits, a team of federal cabinet ministers, led by Finance Minister Jim Flaherty, hits the road Monday for an international tour to boast about the nation’s record during the financial crisis and how other economies should look to Canada for leadership in the post-crisis era. Flaherty is set to speak to Wall Street, the global capital of finance, and outline Canada’s priorities for the G20 and G8 meetings in Toronto and Huntsville, Ont., this weekend. Sources indicate he will reinforce the need for governments to get their fiscal houses in order — much like Canada did in the mid-1990s — in order to assure the global recovery has legs. The government plans to highlight once again the benefits of Canada’s financial system, and how the prudence displayed by lenders and the vigour demonstrated by Canada’s banking regulator have served this country well. In the lead-up to the G20, Canada has pushed not only the need for an overhaul of banking regulations — that will require banks to hold more capital on their balance sheets and limit risky lending — but also better supervision of lending practices. Flaherty is set to address a blue-chip crowd in Manhattan Monday morning, while Natural Resources Minister Christian Paradis is in Beijing and Immigration Minister Jason Kenney is scheduled to be in London. The ministers will address the release of a report that highlights how Canada’s economy has outperformed its industrialized peers during the crisis, and how Canada is one of the few countries that has already spelled out a plan to return to a budget surplus by mid-decade. “Our fiscal situation is the envy of countries facing crippling deficits,” said a person with knowledge of what the cabinet ministers will talk about, who spoke on condition of anonymity. The International Monetary Fund projects the country’s debt-to-GDP ratio will stand at 31 per cent in 2015, compared to 85.5 per cent for the United States and less than one-third of the G7 average of nearly 95 per cent. The report is expected to include an update on Canada’s economic outlook, and that to date the Canadian economy has surpassed expectations, exemplified by first-quarter annualized growth of 6.1 per cent. Both the IMF and the Organization for Economic Co-operation and Development have forecast that Canada will lead growth among industrialized countries. In fact, the economy has been so hot that the Bank of Canada was the first central bank among the G7 to begin raising its key interest rate, in an effort to “normalize” rates and begin cooling down the economy before inflation strikes.

Economic decline causes global war 

Royal 10 [Jedediah, Director of Cooperative Threat Reduction – U.S. Department of Defense, “Economic Integration, Economic Signaling and the Problem of Economic Crises”, Economics of War and Peace: Economic, Legal and Political Perspectives, Ed. Goldsmith and Brauer, p. 213-215]

Less intuitive is how periods of economic decline may increase the likelihood of external conflict. Political science literature has contributed a moderate degree of attention to the impact of economic decline and the security and defence behaviour of interdependent states. Research in this vein has been considered at systemic, dyadic and national levels. Several notable contributions follow. First, on the systemic level, Pollins (2008) advances Modelski and Thompson's (1996) work on leadership cycle theory, finding that rhythms in the global economy are associated with the rise and fall of a pre-eminent power and the often bloody transition from one pre-eminent leader to the next. As such, exogenous shocks such as economic crises could usher in a redistribution of relative power (see also Gilpin. 1981) that leads to uncertainty about power balances, increasing the risk of miscalculation (Feaver, 1995). Alternatively, even a relatively certain redistribution of power could lead to a permissive environment for conflict as a rising power may seek to challenge a declining power (Werner. 1999). Separately, Pollins (1996) also shows that global economic cycles combined with parallel leadership cycles impact the likelihood of conflict among major, medium and small powers, although he suggests that the causes and connections between global economic conditions and security conditions remain unknown. Second, on a dyadic level, Copeland's (1996, 2000) theory of trade expectations suggests that 'future expectation of trade' is a significant variable in understanding economic conditions and security behaviour of states. He argues that interdependent states are likely to gain pacific benefits from trade so long as they have an optimistic view of future trade relations. However, if the expectations of future trade decline, particularly for difficult to replace items such as energy resources, the likelihood for conflict increases, as states will be inclined to use force to gain access to those resources. Crises could potentially be the trigger for decreased trade expectations either on its own or because it triggers protectionist moves by interdependent states.4 Third, others have considered the link between economic decline and external armed conflict at a national level. Blomberg and Hess (2002) find a strong correlation between internal conflict and external conflict, particularly during periods of economic downturn. They write: The linkages between internal and external conflict and prosperity are strong and mutually reinforcing. Economic conflict tends to spawn internal conflict, which in turn returns the favour. Moreover, the presence of a recession tends to amplify the extent to which international and external conflicts self-reinforce each other. (Blomberg & Hess, 2002. p. 89) Economic decline has also been linked with an increase in the likelihood of terrorism (Blomberg, Hess, & Weerapana, 2004), which has the capacity to spill across borders and lead to external tensions. Furthermore, crises generally reduce the popularity of a sitting government. "Diversionary theory" suggests that, when facing unpopularity arising from economic decline, sitting governments have increased incentives to fabricate external military conflicts to create a 'rally around the flag' effect. Wang (1996), DeRouen (1995). and Blomberg, Hess, and Thacker (2006) find supporting evidence showing that economic decline and use of force are at least indirectly correlated. Gelpi (1997), Miller (1999), and Kisangani and Pickering (2009) suggest that the tendency towards diversionary tactics are greater for democratic states than autocratic states, due to the fact that democratic leaders are generally more susceptible to being removed from office due to lack of domestic support. DeRouen (2000) has provided evidence showing that periods of weak economic performance in the United States, and thus weak Presidential popularity, are statistically linked to an increase in the use of force. In summary, recent economic scholarship positively correlates economic integration with an increase in the frequency of economic crises, whereas political science scholarship links economic decline with external conflict at systemic, dyadic and national levels.5 This implied connection between integration, crises and armed conflict has not featured prominently in the economic-security debate and deserves more attention. 
Economy – 1NC Shell

Auto industry is key to the economy – multiplier effect 

AP, ’12 (4/3/12, http://www.ohio.com/business/u-s-automakers-post-best-monthly-sales-since-2007-1.291157, JD)

If car sales stay at the same rate as March, they would end the year at 14.4 million, up from 12.8 million in 2011. While that’s still below the 17 million of the booming mid-2000s, it’s far higher than the industry’s downturn in 2009, when 10.6 million vehicles were sold. Jesse Toprak, vice president of industry analysis at car buying site TrueCar.com, expects continued strong sales this year, thanks to compelling new products, improvements in consumer confidence and the stock market and low interest rates. “The good news is that the recovery has legs,” he said. He expects total sales of 14.5 million in 2012. That would be a faster pace than many were predicting at the start of the year, and it builds on a strong performance in January and February. As recently as October, J.D. Power and Associates lowered its 2012 forecast from 14.1 million vehicles to 13.8 million because of high gas prices and continuing economic uncertainty. The auto sector’s recovery is helping the entire economy. “Auto is important because it creates so many other jobs,” said Sung Won Sohn, an economics professor at California State University. “Think about the things that go into an auto: glass, textiles, rubber. There’s a lot of financing activity. We are talking about a very significant portion of job creation.” Sohn said a lot of pent-up demand remains in the U.S., from people who couldn’t afford cars during the recession to those who waited for Japanese inventories to improve after last March’s earthquake. The average age of a vehicle on U.S. roads has reached 10.8 years, and many need to be replaced. GM’s U.S. sales chief, Don Johnson, says pent-up demand will continue to fuel sales well into next year. Sohn said high gas prices are actually helping persuade people to trade in older, less-efficient vehicles. High car prices don’t seem to be holding buyers back, either. TrueCar said the average vehicle price reached a new record of $30,748 in March, around $2,000 more than the same month last year. Even though drivers are switching to smaller cars, they’re appointing them with expensive luxuries such as leather seats and navigation systems, Toprak said. 

Economic decline causes global war 

Royal 10 [Jedediah, Director of Cooperative Threat Reduction – U.S. Department of Defense, “Economic Integration, Economic Signaling and the Problem of Economic Crises”, Economics of War and Peace: Economic, Legal and Political Perspectives, Ed. Goldsmith and Brauer, p. 213-215]

Less intuitive is how periods of economic decline may increase the likelihood of external conflict. Political science literature has contributed a moderate degree of attention to the impact of economic decline and the security and defence behaviour of interdependent states. Research in this vein has been considered at systemic, dyadic and national levels. Several notable contributions follow. First, on the systemic level, Pollins (2008) advances Modelski and Thompson's (1996) work on leadership cycle theory, finding that rhythms in the global economy are associated with the rise and fall of a pre-eminent power and the often bloody transition from one pre-eminent leader to the next. As such, exogenous shocks such as economic crises could usher in a redistribution of relative power (see also Gilpin. 1981) that leads to uncertainty about power balances, increasing the risk of miscalculation (Feaver, 1995). Alternatively, even a relatively certain redistribution of power could lead to a permissive environment for conflict as a rising power may seek to challenge a declining power (Werner. 1999). Separately, Pollins (1996) also shows that global economic cycles combined with parallel leadership cycles impact the likelihood of conflict among major, medium and small powers, although he suggests that the causes and connections between global economic conditions and security conditions remain unknown. Second, on a dyadic level, Copeland's (1996, 2000) theory of trade expectations suggests that 'future expectation of trade' is a significant variable in understanding economic conditions and security behaviour of states. He argues that interdependent states are likely to gain pacific benefits from trade so long as they have an optimistic view of future trade relations. However, if the expectations of future trade decline, particularly for difficult to replace items such as energy resources, the likelihood for conflict increases, as states will be inclined to use force to gain access to those resources. Crises could potentially be the trigger for decreased trade expectations either on its own or because it triggers protectionist moves by interdependent states.4 Third, others have considered the link between economic decline and external armed conflict at a national level. Blomberg and Hess (2002) find a strong correlation between internal conflict and external conflict, particularly during periods of economic downturn. They write: The linkages between internal and external conflict and prosperity are strong and mutually reinforcing. Economic conflict tends to spawn internal conflict, which in turn returns the favour. Moreover, the presence of a recession tends to amplify the extent to which international and external conflicts self-reinforce each other. (Blomberg & Hess, 2002. p. 89) Economic decline has also been linked with an increase in the likelihood of terrorism (Blomberg, Hess, & Weerapana, 2004), which has the capacity to spill across borders and lead to external tensions. Furthermore, crises generally reduce the popularity of a sitting government. "Diversionary theory" suggests that, when facing unpopularity arising from economic decline, sitting governments have increased incentives to fabricate external military conflicts to create a 'rally around the flag' effect. Wang (1996), DeRouen (1995). and Blomberg, Hess, and Thacker (2006) find supporting evidence showing that economic decline and use of force are at least indirectly correlated. Gelpi (1997), Miller (1999), and Kisangani and Pickering (2009) suggest that the tendency towards diversionary tactics are greater for democratic states than autocratic states, due to the fact that democratic leaders are generally more susceptible to being removed from office due to lack of domestic support. DeRouen (2000) has provided evidence showing that periods of weak economic performance in the United States, and thus weak Presidential popularity, are statistically linked to an increase in the use of force. In summary, recent economic scholarship positively correlates economic integration with an increase in the frequency of economic crises, whereas political science scholarship links economic decline with external conflict at systemic, dyadic and national levels.5 This implied connection between integration, crises and armed conflict has not featured prominently in the economic-security debate and deserves more attention. 
Hegemony – 1NC Shell 

Key to DOD, STEM, industrial base, and tech leadership

Ronis 06 STATEMENT OF DR. SHEILA RONIS, DIRECTOR MBA/MS PROGRAMS, WALSH COLLEGE; VICE PRESIDENT, NATIONAL DEFENSE UNIVERSITY FOUNDATION, TROY, MICHIGAN CHINA’S IMPACT ON THE U.S. AUTO AND AUTO PARTS INDUSTRIES HEARING BEFORE THE U.S.­CHINA ECONOMIC AND SECURITY REVIEW COMMISSION ONE HUNDRED NINTH CONGRESS SECOND SESSION _________ July 17, 2006 http://www.uscc.gov/hearings/2006hearings/transcripts/july_17/06_07_17_trans.pdf
What isn't understood is the reality that the auto industry affects DMSMS because the industrial infrastructure that supports the Department of Defense is shared by the auto industry. When a tier supplier to the auto industry goes under, whether it is a machine tool company or in microelectronics, it reduces DoD's ability to function whether we say so or not. I think we might as well say so. When government R&D investment in an industry deteriorates, it's only a matter of time before an industry is in trouble. Manufacturing R&D by the federal government has almost disappeared. Young people no longer view working in manufacturing as a possible career so we're losing our ability to train the next generation of scientists and engineers. We're losing critical to defense industries from shipbuilding to machine tools, high performance explosives and explosive components, cartridge and propellant actuated devices, welding and even the nuclear industry. All of these industries share the bottom of the base with the auto industry, and that is what has become a national security issue. We need to maintain a capability to be globally competitive in both product and process innovation. We must regain our manufacturing prowess and leadership. We need to reinvigorate the Manufacturing Extension Partnership Program at NIST. We need to prioritize those technologies that are critical to regaining and then maintaining leadership and competitive advantage in the overall industrial base so China does not become the world's leader in technologies we need to be a superpower. China is rapidly becoming the manufacturing capital of the world. For example, Chinese officials have very publicly stated that they want to become the foundry capital of the world and have a worldwide monopoly on cast parts. They have a plan to win. And we don't. We need to increase our investment in R&D to produce the leading edge knowledge, capabilities and patents the country must have to remain an economic, diplomatic and military superpower. We must increase funding to the national laboratories across the board, especially at the Departments of Energy, Commerce and Defense. We need to rethink our trade, offset and CFIUS policies to encourage the maintenance of high value­added jobs inside the country. And we need to reform those national systems that are keeping our industry uncompetitive including pension and health care particularly in the auto industry. The bankruptcy of Delphi is only the first of many dominoes to fall if nothing changes. CFIUS must be completely rethought. Having General Motors under the control of foreigners is not the answer. Many foreign entities buy U.S. assets, not to use them, but to dismantle them. Even Daimler's takeover of Chrysler removed serious capabilities to Germany, though, of course, no one will go on the record with specifics. Cooperation between government and industry is essential. Unless we look at the industrial base as a system, we don't even see the problem or the possible military implications. We're also not even asking whether or not a U.S.­owned industrial base matters, and we need to explore this issue as a nation 

Solves all wars

Kagan, 7 - senior fellow at the Carnegie Endowment for International Peace (Robert, “End of Dreams, Return of History”, 7/19, http://www.realclearpolitics.com/articles/2007/07/end_of_dreams_return_of_histor.html)

This is a good thing, and it should continue to be a primary goal of American foreign policy to perpetuate this relatively benign international configuration of power. The unipolar order with the United States as the predominant power is unavoidably riddled with flaws and contradictions. It inspires fears and jealousies. The United States is not immune to error, like all other nations, and because of its size and importance in the international system those errors are magnified and take on greater significance than the errors of less powerful nations. Compared to the ideal Kantian international order, in which all the world's powers would be peace-loving equals, conducting themselves wisely, prudently, and in strict obeisance to international law, the unipolar system is both dangerous and unjust. Compared to any plausible alternative in the real world, however, it is relatively stable and less likely to produce a major war between great powers. It is also comparatively benevolent, from a liberal perspective, for it is more conducive to the principles of economic and political liberalism that Americans and many others value. American predominance does not stand in the way of progress toward a better world, therefore. It stands in the way of regression toward a more dangerous world. The choice is not between an American-dominated order and a world that looks like the European Union. The future international order will be shaped by those who have the power to shape it. The leaders of a post-American world will not meet in Brussels but in Beijing, Moscow, and Washington. The return of great powers and great games If the world is marked by the persistence of unipolarity, it is nevertheless also being shaped by the reemergence of competitive national ambitions of the kind that have shaped human affairs from time immemorial. During the Cold War, this historical tendency of great powers to jostle with one another for status and influence as well as for wealth and power was largely suppressed by the two superpowers and their rigid bipolar order. Since the end of the Cold War, the United States has not been powerful enough, and probably could never be powerful enough, to suppress by itself the normal ambitions of nations. This does not mean the world has returned to multipolarity, since none of the large powers is in range of competing with the superpower for global influence. Nevertheless, several large powers are now competing for regional predominance, both with the United States and with each other. National ambition drives China's foreign policy today, and although it is tempered by prudence and the desire to appear as unthreatening as possible to the rest of the world, the Chinese are powerfully motivated to return their nation to what they regard as its traditional position as the preeminent power in East Asia. They do not share a European, postmodern view that power is passé; hence their now two-decades-long military buildup and modernization. Like the Americans, they believe power, including military power, is a good thing to have and that it is better to have more of it than less. Perhaps more significant is the Chinese perception, also shared by Americans, that status and honor, and not just wealth and security, are important for a nation. Japan, meanwhile, which in the past could have been counted as an aspiring postmodern power -- with its pacifist constitution and low defense spending -- now appears embarked on a more traditional national course. Partly this is in reaction to the rising power of China and concerns about North Korea 's nuclear weapons. But it is also driven by Japan's own national ambition to be a leader in East Asia or at least not to play second fiddle or "little brother" to China. China and Japan are now in a competitive quest with each trying to augment its own status and power and to prevent the other 's rise to predominance, and this competition has a military and strategic as well as an economic and political component. Their competition is such that a nation like South Korea, with a long unhappy history as a pawn between the two powers, is once again worrying both about a "greater China" and about the return of Japanese nationalism. As Aaron Friedberg commented, the East Asian future looks more like Europe's past than its present. But it also looks like Asia's past. Russian foreign policy, too, looks more like something from the nineteenth century. It is being driven by a typical, and typically Russian, blend of national resentment and ambition. A postmodern Russia simply seeking integration into the new European order, the Russia of Andrei Kozyrev, would not be troubled by the eastward enlargement of the EU and NATO, would not insist on predominant influence over its "near abroad," and would not use its natural resources as means of gaining geopolitical leverage and enhancing Russia 's international status in an attempt to regain the lost glories of the Soviet empire and Peter the Great. But Russia, like China and Japan, is moved by more traditional great-power considerations, including the pursuit of those valuable if intangible national interests: honor and respect. Although Russian leaders complain about threats to their security from NATO and the United States, the Russian sense of insecurity has more to do with resentment and national identity than with plausible external military threats. 16 Russia's complaint today is not with this or that weapons system. It is the entire post-Cold War settlement of the 1990s that Russia resents and wants to revise. But that does not make insecurity less a factor in Russia 's relations with the world; indeed, it makes finding compromise with the Russians all the more difficult. One could add others to this list of great powers with traditional rather than postmodern aspirations. India 's regional ambitions are more muted, or are focused most intently on Pakistan, but it is clearly engaged in competition with China for dominance in the Indian Ocean and sees itself, correctly, as an emerging great power on the world scene. In the Middle East there is Iran, which mingles religious fervor with a historical sense of superiority and leadership in its region. 17 Its nuclear program is as much about the desire for regional hegemony as about defending Iranian territory from attack by the United States. Even the European Union, in its way, expresses a pan-European national ambition to play a significant role in the world, and it has become the vehicle for channeling German, French, and British ambitions in what Europeans regard as a safe supranational direction. Europeans seek honor and respect, too, but of a postmodern variety. The honor they seek is to occupy the moral high ground in the world, to exercise moral authority, to wield political and economic influence as an antidote to militarism, to be the keeper of the global conscience, and to be recognized and admired by others for playing this role. Islam is not a nation, but many Muslims express a kind of religious nationalism, and the leaders of radical Islam, including al Qaeda, do seek to establish a theocratic nation or confederation of nations that would encompass a wide swath of the Middle East and beyond. Like national movements elsewhere, Islamists have a yearning for respect, including self-respect, and a desire for honor. Their national identity has been molded in defiance against stronger and often oppressive outside powers, and also by memories of ancient superiority over those same powers. China had its "century of humiliation." Islamists have more than a century of humiliation to look back on, a humiliation of which Israel has become the living symbol, which is partly why even Muslims who are neither radical nor fundamentalist proffer their sympathy and even their support to violent extremists who can turn the tables on the dominant liberal West, and particularly on a dominant America which implanted and still feeds the Israeli cancer in their midst. Finally, there is the United States itself. As a matter of national policy stretching back across numerous administrations, Democratic and Republican, liberal and conservative, Americans have insisted on preserving regional predominance in East Asia; the Middle East; the Western Hemisphere; until recently, Europe; and now, increasingly, Central Asia. This was its goal after the Second World War, and since the end of the Cold War, beginning with the first Bush administration and continuing through the Clinton years, the United States did not retract but expanded its influence eastward across Europe and into the Middle East, Central Asia, and the Caucasus. Even as it maintains its position as the predominant global power, it is also engaged in hegemonic competitions in these regions with China in East and Central Asia, with Iran in the Middle East and Central Asia, and with Russia in Eastern Europe, Central Asia, and the Caucasus. The United States, too, is more of a traditional than a postmodern power, and though Americans are loath to acknowledge it, they generally prefer their global place as "No. 1" and are equally loath to relinquish it. Once having entered a region, whether for practical or idealistic reasons, they are remarkably slow to withdraw from it until they believe they have substantially transformed it in their own image. They profess indifference to the world and claim they just want to be left alone even as they seek daily to shape the behavior of billions of people around the globe. The jostling for status and influence among these ambitious nations and would-be nations is a second defining feature of the new post-Cold War international system. Nationalism in all its forms is back, if it ever went away, and so is international competition for power, influence, honor, and status. American predominance prevents these rivalries from intensifying -- its regional as well as its global predominance. Were the United States to diminish its influence in the regions where it is currently the strongest power, the other nations would settle disputes as great and lesser powers have done in the past: sometimes through diplomacy and accommodation but often through confrontation and wars of varying scope, intensity, and destructiveness. One novel aspect of such a multipolar world is that most of these powers would possess nuclear weapons. That could make wars between them less likely, or it could simply make them more catastrophic. It is easy but also dangerous to underestimate the role the United States plays in providing a measure of stability in the world even as it also disrupts stability. For instance, the United States is the dominant naval power everywhere, such that other nations cannot compete with it even in their home waters. They either happily or grudgingly allow the United States Navy to be the guarantor of international waterways and trade routes, of international access to markets and raw materials such as oil. Even when the United States engages in a war, it is able to play its role as guardian of the waterways. In a more genuinely multipolar world, however, it would not. Nations would compete for naval dominance at least in their own regions and possibly beyond. Conflict between nations would involve struggles on the oceans as well as on land. Armed embargos, of the kind used in World War i and other major conflicts, would disrupt trade flows in a way that is now impossible. Such order as exists in the world rests not merely on the goodwill of peoples but on a foundation provided by American power. Even the European Union, that great geopolitical miracle, owes its founding to American power, for without it the European nations after World War ii would never have felt secure enough to reintegrate Germany. Most Europeans recoil at the thought, but even today Europe 's stability depends on the guarantee, however distant and one hopes unnecessary, that the United States could step in to check any dangerous development on the continent. In a genuinely multipolar world, that would not be possible without renewing the danger of world war. People who believe greater equality among nations would be preferable to the present American predominance often succumb to a basic logical fallacy. They believe the order the world enjoys today exists independently of American power. They imagine that in a world where American power was diminished, the aspects of international order that they like would remain in place. But that 's not the way it works. International order does not rest on ideas and institutions. It is shaped by configurations of power. The international order we know today reflects the distribution of power in the world since World War ii, and especially since the end of the Cold War. A different configuration of power, a multipolar world in which the poles were Russia, China, the United States, India, and Europe, would produce its own kind of order, with different rules and norms reflecting the interests of the powerful states that would have a hand in shaping it. Would that international order be an improvement? Perhaps for Beijing and Moscow it would. But it is doubtful that it would suit the tastes of enlightenment liberals in the United States and Europe. The current order, of course, is not only far from perfect but also offers no guarantee against major conflict among the world's great powers. Even under the umbrella of unipolarity, regional conflicts involving the large powers may erupt. War could erupt between China and Taiwan and draw in both the United States and Japan. War could erupt between Russia and Georgia, forcing the United States and its European allies to decide whether to intervene or suffer the consequences of a Russian victory. Conflict between India and Pakistan remains possible, as does conflict between Iran and Israel or other Middle Eastern states. These, too, could draw in other great powers, including the United States. Such conflicts may be unavoidable no matter what policies the United States pursues. But they are more likely to erupt if the United States weakens or withdraws from its positions of regional dominance. This is especially true in East Asia, where most nations agree that a reliable American power has a stabilizing and pacific effect on the region. That is certainly the view of most of China 's neighbors. But even China, which seeks gradually to supplant the United States as the dominant power in the region, faces the dilemma that an American withdrawal could unleash an ambitious, independent, nationalist Japan. In Europe, too, the departure of the United States from the scene -- even if it remained the world's most powerful nation -- could be destabilizing. It could tempt Russia to an even more overbearing and potentially forceful approach to unruly nations on its periphery. Although some realist theorists seem to imagine that the disappearance of the Soviet Union put an end to the possibility of confrontation between Russia and the West, and therefore to the need for a permanent American role in Europe, history suggests that conflicts in Europe involving Russia are possible even without Soviet communism. If the United States withdrew from Europe -- if it adopted what some call a strategy of "offshore balancing" -- this could in time increase the likelihood of conflict involving Russia and its near neighbors, which could in turn draw the United States back in under unfavorable circumstances. It is also optimistic to imagine that a retrenchment of the American position in the Middle East and the assumption of a more passive, "offshore" role would lead to greater stability there. The vital interest the United States has in access to oil and the role it plays in keeping access open to other nations in Europe and Asia make it unlikely that American leaders could or would stand back and hope for the best while the powers in the region battle it out. Nor would a more "even-handed" policy toward Israel, which some see as the magic key to unlocking peace, stability, and comity in the Middle East, obviate the need to come to Israel 's aid if its security became threatened. That commitment, paired with the American commitment to protect strategic oil supplies for most of the world, practically ensures a heavy American military presence in the region, both on the seas and on the ground. The subtraction of American power from any region would not end conflict but would simply change the equation. In the Middle East, competition for influence among powers both inside and outside the region has raged for at least two centuries. The rise of Islamic fundamentalism doesn't change this. It only adds a new and more threatening dimension to the competition, which neither a sudden end to the conflict between Israel and the Palestinians nor an immediate American withdrawal from Iraq would change. The alternative to American predominance in the region is not balance and peace. It is further competition. The region and the states within it remain relatively weak. A diminution of American influence would not be followed by a diminution of other external influences. One could expect deeper involvement by both China and Russia, if only to secure their interests. 18 And one could also expect the more powerful states of the region, particularly Iran, to expand and fill the vacuum. It is doubtful that any American administration would voluntarily take actions that could shift the balance of power in the Middle East further toward Russia, China, or Iran. The world hasn 't changed that much. An American withdrawal from Iraq will not return things to "normal" or to a new kind of stability in the region. It will produce a new instability, one likely to draw the United States back in again. The alternative to American regional predominance in the Middle East and elsewhere is not a new regional stability. In an era of burgeoning nationalism, the future is likely to be one of intensified competition among nations and nationalist movements. Difficult as it may be to extend American predominance into the future, no one should imagine that a reduction of American power or a retraction of American influence and global involvement will provide an easier path.

Navy – 1NC Shell

Key to the Navy 

Ronis 06 Prepared Statement of Dr. Sheila Ronis, Director, MBA/MS Programs, Walsh College; Vice President, National Defense University Foundation, Troy, Michigan CHINA’S IMPACT ON THE U.S. AUTO AND AUTO PARTS INDUSTRIES HEARING BEFORE THE U.S.­CHINA ECONOMIC AND SECURITY REVIEW COMMISSION ONE HUNDRED NINTH CONGRESS SECOND SESSION _________ July 17, 2006 http://www.uscc.gov/hearings/2006hearings/transcripts/july_17/06_07_17_trans.pdf
In May 2001, the U.S. Department of Commerce’s Office of Strategic Industries and Economic Security, in partnership with the Carderock Division of the Naval Surface Warfare Center, completed a three­year national security assessment of the U.S. shipbuilding and repair industry. Some of the findings were disconcerting though related to both DMSMS and the auto industry. According to the study, employment in the industry has “dropped sharply since the early 1980s, when total private employment was close to 180,000 workers. Survey estimates indicated that employment would decline to about 83,500 in 2000.” In addition, “orders for U.S. warships have declined 60 percent during the 10 years since the end of the Cold War.” Young people no longer view working in a shipyard as a viable way to make a living. Consequently, according to DOC, “survey responses indicate that labor shortages have reduced profits, impacted construction costs, and delayed project completion for most shipyards.” According to the study, the basis for U.S. ship­building superiority has been the research and development expertise that currently resides in Navy’s laboratories, acquisition commands, and certain shipbuilders and universities. “Collectively, these organizations have conceived and designed most of the state­of­the­108 art hull, mechanical, electrical, power projection, air defense and undersea warfare capabilities that are operational today. With reduced research and development budgets, some of that capability now is becoming fragmented.” Many lower tier companies supply to both the auto industry and shipbuilding, but the auto industry is much larger. This situation in shipbuilding also exists in other industries, such as machine tools, the high performance explosives and explosive components industry, cartridge and propellant actuated device sector and welding and all of these industries share the bottom of the base with the auto industry. 

Solves great power wars

Conway et al 7 [James T., General, U.S. Marine Corps, Gary Roughead, Admiral, U.S. Navy, Thad W. Allen, Admiral, U.S. Coast Guard, “A Cooperative Strategy for 21st Century Seapower,” October, http://www.navy.mil/maritime/MaritimeStrategy.pdf]

Deter major power war. No other disruption is as potentially disastrous to global stability as war among major powers. Maintenance and extension of this Nation’s comparative seapower advantage is a key component of deterring major power war. While war with another great power strikes many as improbable, the near-certainty of its ruinous effects demands that it be actively deterred using all elements of national power. The expeditionary character of maritime forces—our lethality, global reach, speed, endurance, ability to overcome barriers to access, and operational agility—provide the joint commander with a range of deterrent options. We will pursue an approach to deterrence that includes a credible and scalable ability to retaliate against aggressors conventionally, unconventionally, and with nuclear forces. Win our Nation’s wars. In times of war, our ability to impose local sea control, overcome challenges to access, force entry, and project and sustain power ashore, makes our maritime forces an indispensable element of the joint or combined force. This expeditionary advantage must be maintained because it provides joint and combined force commanders with freedom of maneuver. Reinforced by a robust sealift capability that can concentrate and sustain forces, sea control and power projection enable extended campaigns ashore.

Steel – 1NC Shell

Key to steel industry 

Agence France Presse, 09 (“Global steel industry awaits China, US auto turnaround”, April 12, Lexis)

Steel is on edge and the global industry is cutting back hard, hanging on for either a budget blast from China, new credit for vast Middle Eastern building schemes or resurrection of the US auto industry.  Demand has dwindled and steelmakers, notably the giant of them all, ArcelorMittal,  are damping down surplus furnace capacity while waiting for credit to flow, construction cranes to turn and factories to roll.  A decision by ArcelorMittal  last week to pursue temporary production cutbacks, slashing European output by more than half from the end of April according to a union source, dramatises the extraordinary ride and role of steel in the last few years.  In just months the global industry has gone from a boom driven largely by China, emerging markets and a property extravaganza in the Middle East to a narrow line between excess capacity and the costs of waiting for recovery.  "Over the past six months, demand for steel has dropped dramatically and, as a result, producers have been cutting production," analysts at Barclays Capital said in a study last week.  In another report, Morgan Stanley predicted "the current demand shock to lead to excess steel capacity."  Consequently, the bank said, steel plants should operate at rates below 75 percent of capacity until 2012.  "The steel market is not very different from base metals as a whole, but steel has reacted more rapidly and dramatically since September," said commodities analyst Perrine Faye of London-based FastMarkets.  She said the future of the steel industry depended on three factors -- the impact of Chinese economic stimulus efforts, a pick-up in the Middle East construction sector and a revival of the once mighty US auto industry.  "Chinese imports and exports are at a standstill. Everyone is waiting for the Chinese stimulus package to see if it will revive demand."  The Chinese government last month announced a four-trillion-yuan (580-billion-dollar) package of measures that it said could contribute 1.5 to 1.9 percent to the country's economic growth.  Industry experts have meanwhile spoken optimistically of China's prospects.  Thomas Albanese, chief executive at steel maker Rio Tinto, said earlier this year that the company foresaw "a short, sharp slowdown in China, with demand rebounding over the course of 2009, as the fundamentals of Chinese economic growth remain sound."  Analysts have said steel inventories are falling in China in anticipation of projects expected to emerge from the country's huge stimulus package.  "It is encouraging that the inventory of steel products, especially long products, which are mostly used in construction projects, have started to fall (since the end of March), likely suggesting that end-demand is gathering momentum," Frank Gong, a Hong Kong-based economist for JPMorgan, wrote in a research note.  On-the-ground evidence suggested that the Chinese industry had been re-stocking in the first two months of the year, followed by a pause in March before major infrastructure projects were expected to start in the second quarter, Gong wrote.  In the Middle East, according to Faye, the big problem is a shortage of credit, notably for real estate developers and builders.  Construction planners had "counted on a higher price for oil and on credit to finance their huge projects."  In addition, demand for such facilities, especially in the Gulf, has died.  "They were hoping that Americans and Europeans would buy apartments. But property prices have collapsed in the Middle East as well."  In the United Arab Emirates more than half the building projects, worth 582 billion dollars or 45 per cent of the total value of the construction sector, have been put on hold, a study by Dubai-based market research group Proleads found in February.  In Dubai, one of the states of the UAE, prices in the real estate sector have slumped by an average of 25 percent from their peak in September after rallying 79 percent in the 18 months to July 2008, according to Morgan Stanley.  Faye said the fate of the steel sector was in addition tied to that of the struggling US auto industry, once a thriving steel market but one in which two of its giant players, General Motors and Chrysler, are staring at bankruptcy.  The two companies are currently limping along thanks to billions of dollars in government aid.  "We are waiting to see if the auto sector in the US will get out of the crisis intact," she said.  

American steel industry is key to US infrastructure, energy development, and the military

Price et al, 10 (Alan H., lawyer at Wiley Rein and head of the firm’s international trade practice, *and Timothy C. Brightbill, JD, Adjunct Professor of Law at Georgetown University and a partner at Wiley Rein LLP, *and Christopher B. Weld, lawyer at Wiley Rein, *and Tessa V. Capeloto, lawyer at Wiley Rein, October 2010, “The Reform Myth: How China is Using State Power to Create the World’s Dominant Steel Industry,” http://www.steel.org/~/media/Files/AISI/General%20Docs/reform%20myth.ashx, DJH)

Investments like the Anshan investment also raise national security concerns. The U.S. steel sector plays a critical role in our national defense, and in building and maintaining the nation's critical infrastructure. The Anshan transaction could provide the Chinese government with direct access to, and information concerning, current and future U.S. infrastructure, energy and defense projects that may be critical to national defense. Moreover, as Anshan itself has acknowledged, the investment could provide the Chinese government with potential new technologies in the steel production industry. 

Extinction

Kagan, 7 - senior fellow at the Carnegie Endowment for International Peace (Robert, “End of Dreams, Return of History”, 7/19, http://www.realclearpolitics.com/articles/2007/07/end_of_dreams_return_of_histor.html)

This is a good thing, and it should continue to be a primary goal of American foreign policy to perpetuate this relatively benign international configuration of power. The unipolar order with the United States as the predominant power is unavoidably riddled with flaws and contradictions. It inspires fears and jealousies. The United States is not immune to error, like all other nations, and because of its size and importance in the international system those errors are magnified and take on greater significance than the errors of less powerful nations. Compared to the ideal Kantian international order, in which all the world's powers would be peace-loving equals, conducting themselves wisely, prudently, and in strict obeisance to international law, the unipolar system is both dangerous and unjust. Compared to any plausible alternative in the real world, however, it is relatively stable and less likely to produce a major war between great powers. It is also comparatively benevolent, from a liberal perspective, for it is more conducive to the principles of economic and political liberalism that Americans and many others value. American predominance does not stand in the way of progress toward a better world, therefore. It stands in the way of regression toward a more dangerous world. The choice is not between an American-dominated order and a world that looks like the European Union. The future international order will be shaped by those who have the power to shape it. The leaders of a post-American world will not meet in Brussels but in Beijing, Moscow, and Washington. The return of great powers and great games If the world is marked by the persistence of unipolarity, it is nevertheless also being shaped by the reemergence of competitive national ambitions of the kind that have shaped human affairs from time immemorial. During the Cold War, this historical tendency of great powers to jostle with one another for status and influence as well as for wealth and power was largely suppressed by the two superpowers and their rigid bipolar order. Since the end of the Cold War, the United States has not been powerful enough, and probably could never be powerful enough, to suppress by itself the normal ambitions of nations. This does not mean the world has returned to multipolarity, since none of the large powers is in range of competing with the superpower for global influence. Nevertheless, several large powers are now competing for regional predominance, both with the United States and with each other. National ambition drives China's foreign policy today, and although it is tempered by prudence and the desire to appear as unthreatening as possible to the rest of the world, the Chinese are powerfully motivated to return their nation to what they regard as its traditional position as the preeminent power in East Asia. They do not share a European, postmodern view that power is passé; hence their now two-decades-long military buildup and modernization. Like the Americans, they believe power, including military power, is a good thing to have and that it is better to have more of it than less. Perhaps more significant is the Chinese perception, also shared by Americans, that status and honor, and not just wealth and security, are important for a nation. Japan, meanwhile, which in the past could have been counted as an aspiring postmodern power -- with its pacifist constitution and low defense spending -- now appears embarked on a more traditional national course. Partly this is in reaction to the rising power of China and concerns about North Korea 's nuclear weapons. But it is also driven by Japan's own national ambition to be a leader in East Asia or at least not to play second fiddle or "little brother" to China. China and Japan are now in a competitive quest with each trying to augment its own status and power and to prevent the other 's rise to predominance, and this competition has a military and strategic as well as an economic and political component. Their competition is such that a nation like South Korea, with a long unhappy history as a pawn between the two powers, is once again worrying both about a "greater China" and about the return of Japanese nationalism. As Aaron Friedberg commented, the East Asian future looks more like Europe's past than its present. But it also looks like Asia's past. Russian foreign policy, too, looks more like something from the nineteenth century. It is being driven by a typical, and typically Russian, blend of national resentment and ambition. A postmodern Russia simply seeking integration into the new European order, the Russia of Andrei Kozyrev, would not be troubled by the eastward enlargement of the EU and NATO, would not insist on predominant influence over its "near abroad," and would not use its natural resources as means of gaining geopolitical leverage and enhancing Russia 's international status in an attempt to regain the lost glories of the Soviet empire and Peter the Great. But Russia, like China and Japan, is moved by more traditional great-power considerations, including the pursuit of those valuable if intangible national interests: honor and respect. Although Russian leaders complain about threats to their security from NATO and the United States, the Russian sense of insecurity has more to do with resentment and national identity than with plausible external military threats. 16 Russia's complaint today is not with this or that weapons system. It is the entire post-Cold War settlement of the 1990s that Russia resents and wants to revise. But that does not make insecurity less a factor in Russia 's relations with the world; indeed, it makes finding compromise with the Russians all the more difficult. One could add others to this list of great powers with traditional rather than postmodern aspirations. India 's regional ambitions are more muted, or are focused most intently on Pakistan, but it is clearly engaged in competition with China for dominance in the Indian Ocean and sees itself, correctly, as an emerging great power on the world scene. In the Middle East there is Iran, which mingles religious fervor with a historical sense of superiority and leadership in its region. 17 Its nuclear program is as much about the desire for regional hegemony as about defending Iranian territory from attack by the United States. Even the European Union, in its way, expresses a pan-European national ambition to play a significant role in the world, and it has become the vehicle for channeling German, French, and British ambitions in what Europeans regard as a safe supranational direction. Europeans seek honor and respect, too, but of a postmodern variety. The honor they seek is to occupy the moral high ground in the world, to exercise moral authority, to wield political and economic influence as an antidote to militarism, to be the keeper of the global conscience, and to be recognized and admired by others for playing this role. Islam is not a nation, but many Muslims express a kind of religious nationalism, and the leaders of radical Islam, including al Qaeda, do seek to establish a theocratic nation or confederation of nations that would encompass a wide swath of the Middle East and beyond. Like national movements elsewhere, Islamists have a yearning for respect, including self-respect, and a desire for honor. Their national identity has been molded in defiance against stronger and often oppressive outside powers, and also by memories of ancient superiority over those same powers. China had its "century of humiliation." Islamists have more than a century of humiliation to look back on, a humiliation of which Israel has become the living symbol, which is partly why even Muslims who are neither radical nor fundamentalist proffer their sympathy and even their support to violent extremists who can turn the tables on the dominant liberal West, and particularly on a dominant America which implanted and still feeds the Israeli cancer in their midst. Finally, there is the United States itself. As a matter of national policy stretching back across numerous administrations, Democratic and Republican, liberal and conservative, Americans have insisted on preserving regional predominance in East Asia; the Middle East; the Western Hemisphere; until recently, Europe; and now, increasingly, Central Asia. This was its goal after the Second World War, and since the end of the Cold War, beginning with the first Bush administration and continuing through the Clinton years, the United States did not retract but expanded its influence eastward across Europe and into the Middle East, Central Asia, and the Caucasus. Even as it maintains its position as the predominant global power, it is also engaged in hegemonic competitions in these regions with China in East and Central Asia, with Iran in the Middle East and Central Asia, and with Russia in Eastern Europe, Central Asia, and the Caucasus. The United States, too, is more of a traditional than a postmodern power, and though Americans are loath to acknowledge it, they generally prefer their global place as "No. 1" and are equally loath to relinquish it. Once having entered a region, whether for practical or idealistic reasons, they are remarkably slow to withdraw from it until they believe they have substantially transformed it in their own image. They profess indifference to the world and claim they just want to be left alone even as they seek daily to shape the behavior of billions of people around the globe. The jostling for status and influence among these ambitious nations and would-be nations is a second defining feature of the new post-Cold War international system. Nationalism in all its forms is back, if it ever went away, and so is international competition for power, influence, honor, and status. American predominance prevents these rivalries from intensifying -- its regional as well as its global predominance. Were the United States to diminish its influence in the regions where it is currently the strongest power, the other nations would settle disputes as great and lesser powers have done in the past: sometimes through diplomacy and accommodation but often through confrontation and wars of varying scope, intensity, and destructiveness. One novel aspect of such a multipolar world is that most of these powers would possess nuclear weapons. That could make wars between them less likely, or it could simply make them more catastrophic. It is easy but also dangerous to underestimate the role the United States plays in providing a measure of stability in the world even as it also disrupts stability. For instance, the United States is the dominant naval power everywhere, such that other nations cannot compete with it even in their home waters. They either happily or grudgingly allow the United States Navy to be the guarantor of international waterways and trade routes, of international access to markets and raw materials such as oil. Even when the United States engages in a war, it is able to play its role as guardian of the waterways. In a more genuinely multipolar world, however, it would not. Nations would compete for naval dominance at least in their own regions and possibly beyond. Conflict between nations would involve struggles on the oceans as well as on land. Armed embargos, of the kind used in World War i and other major conflicts, would disrupt trade flows in a way that is now impossible. Such order as exists in the world rests not merely on the goodwill of peoples but on a foundation provided by American power. Even the European Union, that great geopolitical miracle, owes its founding to American power, for without it the European nations after World War ii would never have felt secure enough to reintegrate Germany. Most Europeans recoil at the thought, but even today Europe 's stability depends on the guarantee, however distant and one hopes unnecessary, that the United States could step in to check any dangerous development on the continent. In a genuinely multipolar world, that would not be possible without renewing the danger of world war. People who believe greater equality among nations would be preferable to the present American predominance often succumb to a basic logical fallacy. They believe the order the world enjoys today exists independently of American power. They imagine that in a world where American power was diminished, the aspects of international order that they like would remain in place. But that 's not the way it works. International order does not rest on ideas and institutions. It is shaped by configurations of power. The international order we know today reflects the distribution of power in the world since World War ii, and especially since the end of the Cold War. A different configuration of power, a multipolar world in which the poles were Russia, China, the United States, India, and Europe, would produce its own kind of order, with different rules and norms reflecting the interests of the powerful states that would have a hand in shaping it. Would that international order be an improvement? Perhaps for Beijing and Moscow it would. But it is doubtful that it would suit the tastes of enlightenment liberals in the United States and Europe. The current order, of course, is not only far from perfect but also offers no guarantee against major conflict among the world's great powers. Even under the umbrella of unipolarity, regional conflicts involving the large powers may erupt. War could erupt between China and Taiwan and draw in both the United States and Japan. War could erupt between Russia and Georgia, forcing the United States and its European allies to decide whether to intervene or suffer the consequences of a Russian victory. Conflict between India and Pakistan remains possible, as does conflict between Iran and Israel or other Middle Eastern states. These, too, could draw in other great powers, including the United States. Such conflicts may be unavoidable no matter what policies the United States pursues. But they are more likely to erupt if the United States weakens or withdraws from its positions of regional dominance. This is especially true in East Asia, where most nations agree that a reliable American power has a stabilizing and pacific effect on the region. That is certainly the view of most of China 's neighbors. But even China, which seeks gradually to supplant the United States as the dominant power in the region, faces the dilemma that an American withdrawal could unleash an ambitious, independent, nationalist Japan. In Europe, too, the departure of the United States from the scene -- even if it remained the world's most powerful nation -- could be destabilizing. It could tempt Russia to an even more overbearing and potentially forceful approach to unruly nations on its periphery. Although some realist theorists seem to imagine that the disappearance of the Soviet Union put an end to the possibility of confrontation between Russia and the West, and therefore to the need for a permanent American role in Europe, history suggests that conflicts in Europe involving Russia are possible even without Soviet communism. If the United States withdrew from Europe -- if it adopted what some call a strategy of "offshore balancing" -- this could in time increase the likelihood of conflict involving Russia and its near neighbors, which could in turn draw the United States back in under unfavorable circumstances. It is also optimistic to imagine that a retrenchment of the American position in the Middle East and the assumption of a more passive, "offshore" role would lead to greater stability there. The vital interest the United States has in access to oil and the role it plays in keeping access open to other nations in Europe and Asia make it unlikely that American leaders could or would stand back and hope for the best while the powers in the region battle it out. Nor would a more "even-handed" policy toward Israel, which some see as the magic key to unlocking peace, stability, and comity in the Middle East, obviate the need to come to Israel 's aid if its security became threatened. That commitment, paired with the American commitment to protect strategic oil supplies for most of the world, practically ensures a heavy American military presence in the region, both on the seas and on the ground. The subtraction of American power from any region would not end conflict but would simply change the equation. In the Middle East, competition for influence among powers both inside and outside the region has raged for at least two centuries. The rise of Islamic fundamentalism doesn't change this. It only adds a new and more threatening dimension to the competition, which neither a sudden end to the conflict between Israel and the Palestinians nor an immediate American withdrawal from Iraq would change. The alternative to American predominance in the region is not balance and peace. It is further competition. The region and the states within it remain relatively weak. A diminution of American influence would not be followed by a diminution of other external influences. One could expect deeper involvement by both China and Russia, if only to secure their interests. 18 And one could also expect the more powerful states of the region, particularly Iran, to expand and fill the vacuum. It is doubtful that any American administration would voluntarily take actions that could shift the balance of power in the Middle East further toward Russia, China, or Iran. The world hasn 't changed that much. An American withdrawal from Iraq will not return things to "normal" or to a new kind of stability in the region. It will produce a new instability, one likely to draw the United States back in again. The alternative to American regional predominance in the Middle East and elsewhere is not a new regional stability. In an era of burgeoning nationalism, the future is likely to be one of intensified competition among nations and nationalist movements. Difficult as it may be to extend American predominance into the future, no one should imagine that a reduction of American power or a retraction of American influence and global involvement will provide an easier path.

***Other Impact Work***

Overview – Turns Case

Turns case – auto industry collapse destroys the ability to build alternatives

Karlin 9 founder, editor and publisher of BuzzFlash at TruthOut organization (Mark, December 2009, Chosen to appear in Bloomberg’s Business Week, “Americans Should Buy U.S. Cars, Period,” Business Week, http://www.businessweek.com/debateroom/archives/2009/02/americans_should_buy_us_cars_period.html#share)

A short time ago, my wife and I bought an American car, a Ford (F) Focus, and I left the dealership feeling very proud. I didn’t expect that—the pride in doing our small part to help maintain the U.S. auto industry while it reinvents itself—but it was there. We’re Americans, and we are assisting American skilled workers and an industry that is essential to our nation’s economic recovery, as well as one potentially significant to our national security (as it was in World War II). Some private industries are integral to long-term national financial viability. The Detroit car industry—like our aircraft manufacturing capacity—falls into this category. We are all aware that in today’s global economy some parts on U.S. cars are from overseas, and even some models are assembled elsewhere. But the fact remains that a nation that abandons its core manufacturing base is committing itself to economic dependence on overseas corporations and countries. So the question for my wife and me was this: Do we go with a slightly higher-rated foreign compact or an American car that has just about caught up? We didn’t have to ponder long. Detroit and the UAW need consumers to believe in the present and future of a revitalized U.S. transportation industry. And yes, I fully support transportation diversification into high-speed trains, mass transit, and other alternatives to cars, but it’s easier to branch out from an existing production capacity than to start from scratch. The best economic investment in realizing that goal is to buy an American car. 

Overview – High Speed Rail

Cars are better than the high speed rail – environment and efficiency 

Levinson 10 Economic Development Impacts of High-speed rail David Levinson 
 May 27, 2010 RP Braun-CTS Chair of Transportation Engineering; Director of Network, Economics, and Urban Systems Research Group; University of Minnesota, Department of Civil Engineering, http://nexus.umn.edu/Papers/EconomicDevelopmentImpactsOfHSR.pdf
That said, remember that real HSR (not the short term improvements to get to 90 or 110 MPH, which may or may not be a good thing, but are certainly not HSR) is a long term deployment, so it needs to be compared with cars 10 or 20 or 30 years hence, and the air transportation system over the same period. Cars are getting better from both an environmental perspective and from the perspective of automation technologies. The DARPA Urban Challenge vehicles need to be bested to justify HSR. Cars driven by computers, which while sounding far off is technologically quite near, should be able to attain relatively high speeds (though certainly not HSR speeds in mixed trafﬁc). Further they may move less material per passenger than HSR (trains are heavy), and so may net less environmental impact if electrically powered. Aviation is improving as well, both in terms of its environmental impacts and its efﬁciency. Socially-constructed problems like aviation security or congestion can be solved for far less money than is required for any one high-speed rail line. 

Economy – Internal Link Extensions 

Largest source of economic growth

Baldwin, 11 (Claire, Reuters staff reporter, 10/1/11, http://www.huffingtonpost.com/2011/08/01/auto-industry-hiring-may-lead-recovery_n_914686.html, JD)

The auto industry could lead an economic recovery in the United States, according to a recent survey by audit, tax and advisory firm KPMG. Auto executives plan to do more hiring and more capital spending than executives in any other sector in the next year, according to the survey. Sixty-two percent of auto executives said they expect to hire people in the coming year, compared with an average of only 52 percent of executives across all sectors. Similarly, 71 percent of autos executives said they expect to increase their capital spending in the coming year compared with an average of 59 percent of all executives. Two years after the end of the U.S. recession, unemployment remains above 9 percent, U.S. consumer confidence hit a near two and a half-year low earlier this month and the U.S. government reached a last-minute deal late Sunday to avoid a U.S. debt crisis. All this has raised questions about the speed and strength of a U.S. recovery. The U.S. auto industry was hit hard during the financial crisis, which saw both General Motors Co (GM.N) and Chrysler seek bankruptcy protection and government bailouts. It was hit again in March when an earthquake, tsunami and nuclear crisis in Japan disrupted the supply chain. While the sector is improving -- U.S. July auto sales are expected to hit an annual rate of around 12 million vehicles, an improvement over May and June -- that figure still lags the 17 million-plus number sold in 2000. A full recovery could take years, but the next 12 months could see an improvement, according to the survey. Seventy-two percent of the autos executives surveyed said they expect their revenue to increase in the coming year. North America is still seen as the most important market, but more revenue is expected to come from other markets including China and South America. New models and products, acquisitions and joint ventures are also expected to add to revenue. Fifty-five percent of those surveyed expect to make an acquisition in the coming year; 5 percent expect to sell. Access to new markets, technologies and products is expected to drive the M&A activity. The auto sector survey, which included the responses of 100 autos executives, was conducted in June. KPMG is releasing the results of its other sector surveys separately. 

Auto Industry has huge role in the economy, especially for jobs

Waldron 12 ( Travis Waldron, March 23, 2012 think progress, staff writer, http://thinkprogress.org/economy/2012/05/23/489024/auto-industry-add-jobs/?mobile=nc “Auto Industry Adds Thousands Of Jobs To Meet Growing Demand, Proving Auto Rescue’s Success Yet Again” KA)

The automobile industry has been a consistent bright spot in the American economy over the last several months, as automakers have added jobs to meet growing demand. And news from the industry is only getting better, as new estimates expect automakers to sell 14.3 million cars in the United States in 2012 — 1.5 million more than they sold last year. Factories for both foreign and domestic automakers are now working “at maximum capacity” and the industry is adding shifts and jobs to keep up with that rising demand, the USA Today reports: Some plants are adding third work shifts. Others are piling on worker overtime and six-day weeks. And Ford Motor and Chrysler Group are cutting out or reducing the annual two-week July shutdown at several plants this summer to add thousands of vehicles to their output. “We have many plants working at maximum capacity now,” says Ford spokeswoman Marcey Evans. “We’re building as many (cars) as we can.” Chrysler and General Motors, the major beneficiaries of the auto rescue, have both reported their best profits in more than a decade, and both were already planning to add jobs this year. With factories now struggling to meet demand, both foreign and domestic auto companies are planning to add even more jobs — and, as the Center for American Progress’ Adam Hersh and Jane Farrell noted in April, the industry has added more than 139,000 jobs in the last three years. The strength of the auto industry is yet another sign that letting it fail would have been a major mistake. Not only would it have cost more than a million jobs at a time when the economy was struggling, it would have prevented the current growth that is helping both the industry and the American economy recover.

Auto Industry huge for job creators, growing faster than any other type of transporation. Best and fastest internal links to the econ

MSN 11 (Dee Ann Durbin, Associated Press,  http://www.msnbc.msn.com/id/43657765/ns/business-autos/t/auto-industry-seeing-new-life-hiring-spree/#.T-i5LuZOxJM “Auto industry, seeing new life, on hiring spree: Industry growing faster than airplane manufacturers, health care providers, federal government” KA) 

Volkswagen opened a plant in Tennessee last month with 2,000 workers. Honda is hiring 1,000 in Indiana to meet demand for its best-selling Civic. General Motors is looking for 2,500 in Detroit to build the Chevy Volt. Two years after the end of the Great Recession, the auto industry is hiring again — and much faster than the rest of the economy. As an employer, it's growing faster than airplane manufacturers, shipbuilders, health care providers and the federal government. The hiring spree is even more remarkable because memories of the U.S. auto industry's near-death experience are fresh. In 2009, General Motors and Chrysler both got government bailouts and entered bankruptcy, and auto sales hit a 30-year low. In June of that year, about 623,000 people were employed by the auto industry in the United States, the fewest since the early 1980s. Now the figure is almost 700,000, a 12 percent increase. Sales are back up, too, and automakers are hiring by the thousands to meet increased demand. "The buzz is incredible around here about what opportunity we're going to get if we can build a great product," says Ben Edwards, who went to work for Volkswagen in Chattanooga, Tenn., last year and is now a team leader on an assembly line that installs tires and seats. Edwards was working as a general contractor until the housing market dried up. He says the pay at Volkswagen, which starts at $14.50 an hour, is fair and the benefits are generous. Besides hiring 2,000 people itself, Volkswagen figures the plant, where it will make its new Passat, will create 9,000 spin-off jobs in the region, including 500 at auto-supplier plants that are springing up nearby. Story: Car shopping that is smart and patriotic Automakers are hiring again because car sales are rising. Americans bought 10.4 million cars and trucks in 2009 and 11.6 million in 2010. This year, they're on track to buy 13 million or more, and auto companies are adding shifts to meet the demand. "Everybody got so lean and mean during the downturn that they're trying to rebuild staff," says Charles Chesbrough, a senior economist with IHS Automotive. The auto industry's 12 percent increase in jobs compares with a 0.2 percent gain for the economy as a whole, excluding farming and adjusted for seasonal variation, since June 2009. The Labor Department reports Friday on jobs gained or lost last month. In a normal economic recovery, improvement in the housing market leads the way by creating construction jobs. But home prices haven't stopped falling, and the construction industry has shed 8 percent of its workers since June 2009 — 474,000 jobs in all. The gains in the auto industry have been small by comparison. But they do create positive ripple effects for the economy. The Center for Automotive Research estimates that every new auto manufacturing job leads to nine other jobs — from parts makers to restaurants that feed autoworkers. Story: Gas prices hit a sweet spot for US automakers The auto gains have been widespread, with the Midwest the biggest beneficiary. In Ohio alone, auto manufacturing jobs have risen 31 percent the past two years, while parts makers in Michigan have added nearly 20,000 jobs. Parts jobs are also up 15 percent in Alabama, where workers make parts for Mercedes SUVs and Honda minivans, and in Kentucky, where the Chevrolet Corvette and Toyota Camry are made. Before the turnaround, new auto jobs were scarce. Detroit's auto companies had too many factories, high wages and bloated bureaucratic management. Jobs began disappearing in 2006 and 2007 as U.S. automakers tried desperately to restructure. Dozens of auto suppliers were pushed into bankruptcy. Then came 2008, when gas prices spiked and the financial crisis struck. The industry lost almost one in every four of its jobs. By the time GM and Chrysler got out of bankruptcy, in June 2009, the industry employed about half as many people as it did in 2000. Sales and profits have risen ever since, and payrolls have followed. GM, Ford and Chrysler are all making money for the first time since the mid-2000s and adding workers to build popular models like the revamped Ford Explorer. Foreign companies, stung by the high cost of exporting cars to the U.S. when the dollar is weak, are racing to build more products here. Story: 'Have a leather recliner; I need to talk to my manager'

US auto industry bolsters healthy economy- contributes in many ways 

Zino 10 (Ken, April 22, The Detroit Bureau, http:/www.thedetroitbureau.com/2010/04/u-s-automobile-industry-makes-500-billion-dollar-contribution-to-the-economy/, “U.S. Automobile Industry Makes $500 Billion Dollar Contribution to the Economy”, SS)

The U.S. auto industry provides a substantial contribution to U.S. economic health, according to the latest study released this morning by the Sustainable Transportation and Communities group at the Center for Automotive Research (CAR). The non-profit research organization looked at the economic and employment impact of automakers, parts suppliers, and dealerships in contributing to the economies of all 50 states. The automotive industry spends $16 to $18 billion dollars a year on research and product development, half a trillion dollars on employee compensation, and is the major leader of the overall manufacturing contribution to the gross domestic product. It is difficult to imagine manufacturing surviving in this country without the automotive Sector, said Kim Hill, director of the Sustainable Transportation and Communities group at CAR, and the study’s lead. â€œThe industry’s impact is huge on a host of other sectors as diverse as raw materials, construction, machinery, legal, computers and semiconductors, financial, advertising, health care and education. In this time of national introspection concerning the value of the U.S.-based auto industry, it is clear the value is quite high,â€� Hill said. The study was written by Hill, Deb Menk, project manager, and Adam Cooper, research associate. The complete study is available at www.cargroup.org. â€œThe CAR study results provide strong evidence of the deep vertical and horizontal integration of the U.S. auto industry with so much of the U.S. economy,â€� said Sean McAlinden, executive vice president of research and chief economist at CAR. â€œThe study also illustrates the high productivity potential of the U.S. auto industry and the importance of its role in leading the U.S. economy in the current recovery. This study definitely proves that federal assistance to the industry last year will produce many benefits in jobs, income, and public revenues for years to come,â€� said McAlinden. For the study, the authors assumed: Vehicle manufacturers (OEM) directly employed 313,000 people Includes manufacturing, research and development, headquarters, and all other operational activities 686,000 people were employed in the automotive parts sector Includes a percentage employment from rubber, plastics, batteries, and other non-automotive sectors 737,000 people were employed in the dealer network selling and servicing new vehicles 1,736,000 people were employed in the entire industry The study shows that these 1.7 million direct jobs contribute to an estimated 8 million total private sector jobs More than $500 billion in annual compensation and More than $70 billion in personal tax revenues Therefore, the employment multiplier for OEM activities is 10, while the employment multiplier for the entire industry is 4. The Center for Automotive Research’s mission is to “conduct research on significant issues related to the future direction of the global automotive industry, as well as organize and conduct forums of value to the automotive community. CAR performs numerous studies for federal, state and local governments, corporations, and foundations. The Sustainable Transportation and Communities group focuses its research on the long-term viability and sustainability of the auto industry, the surface transportation system, and the communities that lie at the heart of both the industry and the system.”

Auto industry is key to the economy- consumer goods and multiplier effect 

Hill et al 10-  Sustainable Transportation and Communities Group and Project Lead,  Project Manager of the center for automotive research, Research Associate at the center for automotive research, (Kim, Debbie Menk, Adam Cooper, “Contribution of the Automotive Industry to the Economics of All Fifty States and the Unites States”, http://www.oesa.org/Doc-Vault/Industry-Information-Analysis/CAR-Economic-Significance-Report.pdf0.  

The auto industry is one of the most important industries in the United States. It historically has contributed 3 – 3.5 percent to the overall Gross Domestic Product (GDP). The industry directly employs over 1.7 million people engaged in designing, engineering, manufacturing, and supplying parts and components to assemble, sell and service new motor vehicles. In addition, the industry is a huge consumer of goods and services from many other sectors, including raw materials, construction, machinery, legal, computers and semi-conductors, financial, advertising, and healthcare. The auto industry spends $16 to $18 billion every year on research and product development – 99 percent of which is funded by the industry itself. Due to the industry’s consumption of products from many other manufacturing sectors, it is a major driver of the 11.5% manufacturing contribution to GDP. Without the auto sector, it is difficult to imagine manufacturing surviving in this country. 

Auto manufacturing key to econ- vital to job growth 

Hill et al 10-  Sustainable Transportation and Communities Group and Project Lead,  Project Manager of the center for automotive research, Research Associate at the center for automotive research, (Kim, Debbie Menk, Adam Cooper, “Contribution of the Automotive Industry to the Economics of All Fifty States and the Unites States”, http://www.oesa.org/Doc-Vault/Industry-Information-Analysis/CAR-Economic-Significance-Report.pdf0.  

The economic performance of the automotive sector, and the broader manufacturing sector, is extremely important for the continued development and growth of the national and regional economies, as it comprises a large share of total U.S. output (see Figures 1.2 and 1.3). At the end of 2008, U.S. automotive output was 2.2% of GDP, and overall manufacturing contributed 11.5% to GDP. The sizeable contribution to economic output by the manufacturing industry is attributable to several factors, including international trade opportunities that allow for the export of highly specialized manufactured products. Many of these products are high value-added goods that are made through the use of skilled laborers and advanced equipment. The complexity of making these products contributes to the large job-creating multiplier effect of manufacturing within the U.S.

Automotive industry is vital to the econ and manufacturing. 

Hill et al 10-  Sustainable Transportation and Communities Group and Project Lead,  Project Manager of the center for automotive research, Research Associate at the center for automotive research, (Kim, Debbie Menk, Adam Cooper, “Contribution of the Automotive Industry to the Economics of All Fifty States and the Unites States”, http://www.oesa.org/Doc-Vault/Industry-Information-Analysis/CAR-Economic-Significance-Report.pdf0.  

The automotive industry is a very important industry in the U.S. economy; no other single industry links as closely to the U.S. manufacturing sector or directly generates as much retail business and overall employment. Manufacturing has been the backbone of the American economy, and the automotive industry is its heart. A look at the entire production and supply chain provides a rich narrative of how a strong automotive industry historically supports the growth and stability of many other industries, such as basic materials suppliers of steel, plastic, rubber and glass, which are used for making bodies, interiors and trim, tires, gaskets and windows. Figure 1.4 provides a comparison of the value added per employee (measured in thousands of dollars per year) across several manufacturing industries. The value added per employee can be thought of as the difference between the cost of materials and the sale price of the good. Effective deployment of land, labor, and capital create value; in 2006, each employee in the motor vehicle assembly industry created $321,000 of value in the final products shipped; fourth highest amongst manufacturing industries. An economy is reinforced by the size and job creating capability of its manufacturing base. Within the broad manufacturing landscape of the U.S., few industries are as large or provide so many indirect and ancillary opportunities for job creation as the motor vehicle industry. Figure 1.5 highlights the sheer size of the motor vehicle assembly and parts manufacturing industry which is the second largest employer within the subset of manufacturing. Some industries inherently create more jobs than other industries. A high jobs creation multiplier tends to be associated with industries that require large amounts of inputs from other industries, source inputs from industries that have a high regional purchase coefficient, or pay above average wages.

Auto sector key to mobility and trade. 

Hill et al 10-  Sustainable Transportation and Communities Group and Project Lead,  Project Manager of the center for automotive research, Research Associate at the center for automotive research, (Kim, Debbie Menk, Adam Cooper, “Contribution of the Automotive Industry to the Economics of All Fifty States and the Unites States”, http://www.oesa.org/Doc-Vault/Industry-Information-Analysis/CAR-Economic-Significance-Report.pdf0.  

While not included in the economic modeling of the impact analysis, the manufacture of medium and heavy duty trucks and parts is a key component of the motor vehicle industry, and here we provide an overview of the activity of this sub-sector of the industry. Medium duty trucks include Classes 3 to 6 (10,000 to 26,000 lbs.) and heavy duty trucks include Classes 6 to 8 (26,001 to over 33,000 lbs). Currently there are over 10.6 million medium and heavy trucks registered in the United States. 2 Together, the medium duty and heavy duty truck markets in the United States sell 433,263 units annually 3 and have a value of $125.5 billion. 4 Of the total U.S. sales, over 420,000 are domestically produced vehicles and nearly 13,000 are imported vehicles. The United States is the largest medium and heavy duty truck market in the world, accounting for 43.5% of the world market, followed by the Asia-Pacific region with 30.8% of the market and Europe with 17.4% of the market. 5 Figure 1.9 illustrates the distribution of the global medium and heavy truck market. The medium and heavy duty vehicles comprise slightly less than 6.5% of all motor vehicle sales, with medium duty trucks accounting for over 250,000 sales and heavy duty trucks accounting for over 180,000 sales annually. primarily of class 3 vehicles (over 53% of units sold) while the heavy duty vehicle market consists primarily of on-road interstate trucks in the Class 8 category (over 73% of units sold). 7 Table 1.1 contains sales data pertaining to the United States truck market. The annual production and sales of this class of vehicle are highly cyclical. The heavy duty vehicle sector, similar to that of light duty vehicles, is affected by the economic forces of the general economy, but its cycles are also affected by governmental regulation. Most recently, Class 8 sales have been on a downward trend since 2006, when their sales peaked at over 280,000 units. The peak was led by a need to replace the fleet of Class 8 rigs as they aged and by operators who wanted to purchase vehicles before new EPA pollution regulations on diesel engines took effect in that year. Since 2006, annual sales fell to just over 150,000 in 2007 and continued to decrease to around 133,000 units in 2008, similar to sales numbers from 2001 to 2003. 9 U.S. production of heavy duty trucks ranges from 200,000 to 300,000 units annually with assembly facilities employing just over 26,000 in 2009, dropping from approximately 28,700 individuals in 2008, and 36,800 individuals in 2006. 10 In addition to manufacturing heavy duty trucks, over 20,000 individuals were employed manufacturing trailers in 2009 (down from 30,300 in 2008 and 39,700 in 2006). number of individuals who work as suppliers to the heavy duty truck OEMs. These suppliers, in many cases, supply both heavy duty and light duty motor vehicle manufacturers. These vehicles are instrumental in keeping America’s economy going by transporting goods and products in a timely and cost-effective manner. As of 2007, over 68% of America’s freight—by gross tonnage — is hauled by truck. When considering the value of shipments, this figure climbs to around 70%. 12 Between 1965 and the present, use of heavy duty trucks on the highway has increased by a factor of nearly five ─ from almost 32 billion vehicle miles traveled (VMT) in 1965 to over 145 billion VMT in 2007. 13 Meanwhile, medium duty trucks have increased their use by a factor of nearly four ─ from just over 27 billion VMT in 1970 to almost 82 billion VMT in 2007. Figure 1.10 displays the increases in total VMT for these two vehicle classes.4 

The Auto industry increases job growth in every state- even those without manufacturing plants 

Hill et al 10-  Sustainable Transportation and Communities Group and Project Lead,  Project Manager of the center for automotive research, Research Associate at the center for automotive research, (Kim, Debbie Menk, Adam Cooper, “Contribution of the Automotive Industry to the Economics of All Fifty States and the Unites States”, http://www.oesa.org/Doc-Vault/Industry-Information-Analysis/CAR-Economic-Significance-Report.pdf0.  

The motor vehicle industry’s breadth and depth of operations extends into every state economy in the nation. The industry impacts an unusually large number of individual communities because the supplier network is spread across many states. Beyond that, motor vehicle dealerships have a presence in nearly every community in the country. The tables in this section examine the estimated employment and income contributions of the industry to individual state economies. Even for those states with relatively few direct jobs in the industry, the number of jobs supported by the industry is significant. In many states, large numbers of jobs are generated due to the state’s proximity to manufacturing or technical facilities located in a neighboring state. All states see major additional impact from substantial numbers of spin-off jobs resulting from the spending of direct and indirect employees of the industry. The automotive industry is a mature industry, with assembly and parts manufacturing plants well established throughout most of the states east of the Mississippi, as seen in Figure 2.1, which shows the top states for OEM employment, as a percentage of state population. Many states in the Midwest are well known for supporting a strong base of manufacturing. The entire Midwest is connected by a strong and efficient network of road and rail systems. This transportation integration provides intra-state and inter-state options for sourcing intermediate goods and supplies to manufacturing operations. It is this broad, efficient network of suppliers (located across many states) which leads to the dispersion of total employment contributions from manufacturing operations to all areas of the nation. Figure 2.2 below shows the impact of employment in the industry for motor vehicle assemblers, parts, systems and components manufacturers, motor vehicle dealerships, and the suppliers to these operations. This map does not include expenditure-induced employment. It is a portrayal of the direct impacts of employment and suppliers to the industry. As can be seen, the industry provides significant numbers of jobs to every state in the nation. Each individual state’s economic impact is one effect of the total contribution of the industry to the nation. That is, jobs in one state are not only attributable to investment in that state, but are supported by the auto industry’s investments and activities in nearby states as well. Therefore, an employment multiplier is not calculated for any individual state. Employment multipliers apply to the national economy and are not applicable to, nor can be derived from, any one state’s economy

Key to manufacturing 

Hill et al 10-  Sustainable Transportation and Communities Group and Project Lead,  Project Manager of the center for automotive research, Research Associate at the center for automotive research, (Kim, Debbie Menk, Adam Cooper, “Contribution of the Automotive Industry to the Economics of All Fifty States and the Unites States”, http://www.oesa.org/Doc-Vault/Industry-Information-Analysis/CAR-Economic-Significance-Report.pdf0.  

The auto industry is one of the most important industries in the United States. It historically has contributed 3 – 3.5 percent to the overall Gross Domestic Product (GDP). The industry directly employs over 1.7 million people engaged in designing, engineering, manufacturing, and supplying parts and components to assemble, sell and service new motor vehicles. In addition, the industry is a huge consumer of goods and services from many other sectors, including raw materials, construction, machinery, legal, computers and semi-conductors, financial, advertising, and healthcare. The auto industry spends $16 to $18 billion every year on research and product development – 99 percent of which is funded by the industry itself. Due to the industry’s consumption of products from many other manufacturing sectors, it is a major driver of the 11.5% manufacturing contribution to GDP. Without the auto sector, it is difficult to imagine manufacturing surviving in this country. 

Hegemony – Internal Link Extensions

The auto industry is vital to hegemony and conquering 21st century rivals 

Clark, ‘8 - retired Army general and former supreme allied commander of NATO, is a senior fellow at the Burkle Center for International Relations at the University of California at Los Angeles. (Wesley K., “What’s Good for G.M. Is Good for the Army”, New York Times, November 16, 2008, http://www.nytimes.com/2008/11/16/opinion/16clark.html?_r=3)

AMERICA’S automobile industry is in desperate trouble. Financial instability, the credit squeeze and closed capital markets are hurting domestic automakers, while decades of competition from foreign producers have eroded market share and consumer loyalty. Some economists question the wisdom of Washington’s intervening to help the Big Three, arguing that the automakers should pay the price for their own mistakes or that the market will correct itself. But we must act: aiding the American automobile industry is not only an economic imperative, but also a national security imperative. When President Dwight Eisenhower observed that America’s greatest strength wasn’t its military, but its economy, he must have had companies like General Motors and Ford in mind. Sitting atop a vast pyramid of tool makers, steel producers, fabricators and component manufacturers, these companies not only produced the tanks and trucks that helped win World War II, but also lent their technology to aircraft and ship manufacturing. The United States truly became the arsenal of democracy. During the 1950s, advances in aviation, missiles, satellites and electronics made Detroit seem a little old-fashioned in dealing with the threat of the Soviet Union. The Army’s requests for new trucks and other basic transportation usually came out a loser in budget battles against missile technology and new modifications for the latest supersonic jet fighter. Not only were airplanes far sexier but they also counted as part of our military “tooth,” while much of the land forces’ needs were “tail.” And in those days, “more teeth, less tail” had become a key concept in military spending. But in 1991, the Persian Gulf War demonstrated the awesome utility of American land power, and the Humvee (and its civilian version, the Hummer) became a star. Likewise, the ubiquitous homemade bombs of the current Iraq insurgency have led to the development of innovative armor-protected wheeled vehicles for American forces, as well as improvements in our fleets of Humvees, tanks, armored fighting vehicles, trucks and cargo carriers. In a little more than a year, the Army has procured and fielded in Iraq more than a thousand so-called mine-resistant ambush-protected vehicles. The lives of hundreds of soldiers and marines have been saved, and their tasks made more achievable, by the efforts of the American automotive industry. And unlike in World War II, America didn’t have to divert much civilian capacity to meet these military needs. Without a vigorous automotive sector, those needs could not have been quickly met. More challenges lie ahead for our military, and to meet them we need a strong industrial base. For years the military has sought better sources of electric power in its vehicles — necessary to allow troops to monitor their radios with diesel engines off, to support increasingly high-powered communications technology, and eventually to support electric propulsion and innovative armaments like directed-energy weapons. In sum, this greater use of electricity will increase combat power while reducing our footprint. Much research and development spending has gone into these programs over the years, but nothing on the manufacturing scale we really need. Now, though, as Detroit moves to plug-in hybrids and electric-drive technology, the scale problem can be remedied. Automakers are developing innovative electric motors, many with permanent magnet technology, that will have immediate military use. And only the auto industry, with its vast purchasing power, is able to establish a domestic advanced battery industry. Likewise, domestic fuel cell production — which will undoubtedly have many critical military applications — depends on a vibrant car industry. To be sure, the public should demand transformation and new standards in the auto industry before paying to keep it alive. And we should insist that Detroit’s goals include putting America in first place in hybrid and electric automotive technology, reducing the emissions of the country’s transportation fleet, and strengthening our competitiveness abroad. This should be no giveaway. Instead, it is a historic opportunity to get it right in Detroit for the good of the country. But Americans must bear in mind that any federal assistance plan would not be just an economic measure. This is, fundamentally, about national security.
Key to the defense industry 

Ronis 06 Prepared Statement of Dr. Sheila Ronis, Director, MBA/MS Programs, Walsh College; Vice President, National Defense University Foundation, Troy, Michigan CHINA’S IMPACT ON THE U.S. AUTO AND AUTO PARTS INDUSTRIES HEARING BEFORE THE U.S.­CHINA ECONOMIC AND SECURITY REVIEW COMMISSION ONE HUNDRED NINTH CONGRESS SECOND SESSION _________ July 17, 2006 http://www.uscc.gov/hearings/2006hearings/transcripts/july_17/06_07_17_trans.pdf
The very ability of the United States to remain a superpower is at stake. Offshoring the auto industry could make the U.S. military industrial base in the United States completely unable to comply with American preference legislation because the erosion of the auto industrial base also erodes defense. General Motors, Ford, Delphi, Northrop­Grumman, Boeing, Lockheed Martin – they all share the bottom of the industrial base. The United States cannot sustain the kind of growth it has enjoyed for the last several decades if the industrial base continues to steadily erode. Increasingly, a number of U.S. companies in specific industries find it impossible to compete in world markets. This is of particular concern for the industrial base that supplies the U.S. military, automotive and aerospace 

Navy – Internal Link Extensions

Key to the Navy

ONR 09 –Executive branch agency within the Department of Defense, the Office of Naval Research (ONR) supports the President's budget. ONR provides technical advice to the Chief of Naval Operations and the Secretary of the Navy. (Office of Naval Research, “ONR Partners with Car Industry to Test Energy-Efficient Vehicles”, March 18, 2009, http://www.navy.mil/submit/display.asp?story_id=43502)

ARLINGTON (NNS) -- The Office of Naval Research (ONR) teamed up with an automobile industry leader to explore energy-efficient, environmentally-friendly viable transportation alternatives; a cutting-edge General Motors (GM) Chevrolet Equinox fuel cell vehicle (FCV) is the result of the partnership. As the global automobile industry considers alternative energy sources to replace the traditional internal combustion engine, Jessie Pacheco, a mail clerk at Camp Pendleton, makes his rounds in the FCVs. The Office of Naval Research (ONR) has sponsored the GM FCVs at Camp Pendleton since 2006; two more scheduled to arrive later this year. "These vehicles are the future," said Pacheco. "It's great to see people drive by me, giving me the thumb's up, and asking 'Where can I get one?'" "Fuel cell vehicle research is clearly a case where the Navy and Marine Corps needs are propelling advanced technology that also has potential benefit to the public," said Rear Adm. Nevin Carr, chief of naval research. Within the Navy-Marine Corps Team, ONR has researched power and energy technology for decades. Often the improvements to power generation and fuel efficiency for ships, aircraft, vehicles and installations have direct civil application for public benefit. "There is not a drop of oil in it," explained Shad Balch, a GM representative at Camp Pendleton. "The electric motor provides maximum instant torque right from the get go." The efficiency of a hydrogen-powered fuel cell may prove to be twice that of an internal combustion engine, if not greater, added Balch. From an operational perspective, the fuel cell vehicle is quiet yet powerful, emits only water vapor, uses fewer moving parts compared to a combustion engine and offers an alternative to the logistics chain associated with current military vehicles. The addition of fuel cell vehicles to Camp Pendleton provides a glimpse into the future of advanced transportation technology that reduces reliance on petroleum and affords environmental stewardship benefits such as reduced air pollution and a smaller carbon footprint for Navy and Marine Corps bases. "Partnering with the military gives us critical feedback from a truly unique application. This will help us as we engineer our next generation of fuel cell vehicles," Balch[, a GM representative,] noted. Technology underwrites the solutions to both national and naval energy needs. As an ONR program officer in the 1990s, Richard Carlin, Ph.D., recognized the potential of alternative fuel research to help meet the energy challenges of the future. Today, as ONR's director of power and energy research, Carlin is pleased to see the positive reaction to the fuel cell vehicle research program. "This is an example of where the value of investment in science and technology can really pay off," said Carlin. "Besides the potential energy savings and increased power potential of fuel cell technology, the research and testing we are doing will address challenges like hydrogen production and delivery, durability and reliability, on board hydrogen storage and overall cost." For example, through its testing ONR has made advances in the storage necessary for achieving greater range in fuel cell automobiles. Dave Shifler, the program officer managing the alternative fuels initiatives at ONR, emphasizes that partnerships are essential when bringing a new technology forward. "With the right partnerships, you can accomplish almost anything," stressed Shifler. "We have teamed with the Army from the beginning on this research, sharing technical support, contracting support and usage of the GM fuel cell vehicle." ONR fuel cell research has not been limited to vehicles and spans the operational spectrum: from ground vehicles to unmanned aerial vehicles (UAVs), to man-portable power for Marines and afloat. Hydrogen powered fuel cell technology is one of many programs at ONR in the power and energy research field that is helping the Navy meet the energy needs of both the warfighter and the public. ONR's partnerships in fuel cell vehicle research include: Headquarters Marine Corps; the Marine Corps Garrison Mobile Equipment office; Southwest Region Force Transportation; Naval Facilities Engineering Services Center, Port Hueneme; Department of Energy (Energy Efficiency and Renewable Energy), South Coast Air Quality Management District; California Air Resources Board; California Fuel Cell Partnership; Defense Energy Support Center, General Motors; Naval Surface Warfare Center Carderock Division; U.S. Fuel Cell Council; U.S. Army TARDEC/NAC, and Deputy Assistant Secretary of the Navy for Environment. ONR provides the science and technology (S&T) necessary to maintain the Navy and Marine Corps' technological warfighting dominance. Through its affiliates, ONR is a leader in S&T with engagement in 50 states, 70 countries, 1035 institutions of higher learning, and 914 industry partners. ONR employs approximately 1400 people, comprised of uniformed, civilian and contract personnel.

***Answers To***

AT: Alt Cause – International Markets
Auto industry recovering now globally 
Area Development Online Research Desk 7/3/12 Booz Survey Identifies Key Forces Shaping Automotive Industry’s Future (7/3/2012) http://www.areadevelopment.com/Automotive/7-3-2012/Key-Forces-Shaping-Automotive-Industry-266522.shtml
In May 2011, John McElroy — the renowned Emmy-award-winning automotive journalist — spoke to 100 manufacturers and engineers, who were attending an event focused on laser technology, about the U.S. auto market’s return to positive growth in an economy that is still recovering from recession: “Despite the woes you hear, the meltdown and uncertainty, the auto industry in the United States — and globally — is doing pretty well right now,” he noted. “For whatever reason, sales are decent in the ‘New Normal,’ but nowhere near where they were four years ago. However, Detroit automakers are now profiting due to restructuring. They closed a lot of factories due to the 2008 sales collapse when the credit markets closed. But now, with more competitive labor agreements, it makes sense for them to build more in the United States, retool and refurbish existing plants, and in-source work now that labor rates are under control.” McElroy’s statement is confirmed by a recent study from Booz & Company — “Optimism Returns to American Automotive Industry” — which concludes that the U.S. auto industry is positioned for global economic recovery. Booz surveyed more than 200 senior executives at 75 vehicle manufacturers and suppliers who are much more optimistic than they were a year ago. Better Aligning Supply & Demand What’s behind this optimism? For one thing, car sales are climbing, estimated to register 14 million this year — up 9 percent over 2011 figures. It’s true that this is down from 17 million annually just a few years ago, but manufacturers believe that by better aligning supply and demand they can realize more profitable sales. In fact, 65 percent of the respondents cited the auto industry’s restructuring as one of the key drivers of strong performance. Better product offerings are also contributing to industry growth, with new vehicle launches offering higher levels of performance, safety, and fuel efficiency. Moreover, the gap between domestically produced vehicles and imports has narrowed considerably in this regard. 

The auto industry is high now globally 

Bastian, 11/20/11- area developer and writer for proquest, (A. ”Turbo-Charged Auto Industry Racing Into 2012”, http://search.proquest.com.proxy.lib.umich.edu/docview/912208589). 

Several months after that industry appearance, McElroy spoke to Area Development about the U.S. auto market's rocketing upwards ride in an uncertain economy that is still wobbling. "Despite the woes you hear, the meltdown and uncertainty, the auto industry in the United States - and globally - is doing pretty well right now," he noted. "For whatever reason, sales are decent in the 'New Normal/ but nowhere near where they were four years ago. However, Detroit automakers are now profiting due to restructuring. They closed a lot of factories due to the 2008 sales collapse when the credit markets closed. But now, with more competitive labor agreements, it makes sense for them to build more in the United States, retool and refurbish existing plants, and insource work now that labor rates are under control." Domestic Automakers on a Roll For example, in July, GM announced that its powertrain plants in Ohio and Indiana would get the bulk of a $129 million investment. The plants produce transmissions for Buick and Chevrolet models that incorporate eAssist fuel-saving technology. The monies are part of GM's $2 billion investment in 17 facilities in eight states that are expected to create or retain 4,000 jobs. GM also broke ground on its $331 million expansion of its Arlington, Texas, assembly plant in October. The facility will make future Chevrolet Tahoes, Suburbans, GMC Yukons, and Cadillac Escalades. When completed, the company could add 100 jobs to the plant's 2,500-plus positions. Recently, GM's CEO Dan Akerson told Automotive News that he predicts flat industrywide U.S. auto sales in 2012. However, he believes the company can continue to be prosperous due to a low break-even point that came about in part by its new UAW labor contract. The newspaper also reported that GM told analysts it can turn a profit at a 10.5 million-unit U.S. sales pace, which is at least 16 percent under the sale volume number Akerson anticipates next year. And in mid-October, Chrysler reached a tentative labor agreement with the United Auto Workers (UAW). The accord would add 2,100 jobs and includes $4.5 billion of plant investments that, according to the union, will produce new models plus upgraded vehicles and components by 2015. In particular, it has been reported that three plants in southeast Michigan could attract over $1.2 billion in investment and 250 new jobs, in addition to nearly 2,800 jobs retained. 

AT: Alt Cause – Oil

Oil prices are dropping this summer. 

Press release 6/25/12 (“Bleak economic outlook pushes oil and gas lower”, http://www.cedartownstd.com/pages/full_story/push?article-Bleak+economic+outlook+pushes+oil+and+gas+lower%20&id=19098380). 
Oil prices dropped below $80 last week for the first time in almost 10 months after reports forecasted a continued bleak economic outlook. The U.S. Energy Department forecast oil demand in the U.S. and Europe will fall for the second year in a row after the first half of 2012 reflected slower growth than initially expected. Oil stockpiles are at their highest level in 22 years and increased by 2.9 million barrels last week to 387 million barrels. Manufacturing numbers continue to slide in the U.S., China, and Europe—the world's largest oil consuming countries—and job growth remains minimal. Although global leaders are working to put together an economic stimulus plan, the process is expected to take time and is not likely to cause an immediate spike in fuel costs. A barrel of oil closed Friday at $79.76 on the New York Mercantile Exchange—$4.27 less than the week prior. "At this point, retail gasoline prices are forecast to continue their decline into the heart of the summer travel season," said Jessica Brady, AAA spokeswoman, The Auto Club Group. "Even if economic stimulus measures are put into place, it's going to take time for a recovery and demand numbers to rebound. While it's not good news that has caused oil and gas prices to fall, it does provide relief to motorists who expected to pay $4 or more for a gallon of gas this summer." The national average price of regular unleaded gasoline is $3.42, 8 cents less than last week. Georgia’s average of $3.21 decreased 5 cents from last week, Florida’s average of $3.26 fell 6 cents, and Tennessee’s average price of $3.10 dropped 7 cents from last week, respectively. Visit AAA’s Daily Fuel Gauge Report to find national, state, and local metro market retail gasoline prices. 

Oil prices down- OPEC’s prices and Saudi econ dropped. 

Bloomberg 6/23/12- Bloomberg news by Glen Carey, (“Saudi Shares Drop On Oil Price Decline, Fed Economic Forecast”, http://www.bloomberg.com/news/2012-06-23/saudi-shares-drop-on-oil-price-decline-fed-economic-forecast.html). 
Shares in Saudi Arabia, the only Gulf Arab stock market open on Saturdays, fell the most in more than a week as oil prices declined and after the U.S. Federal Reserve cut its economic forecast. Saudi Basic Industries Corp. (SABIC), the world’s largest petrochemicals maker known as Sabic, dropped for the first time in four days. Saudi Kayan Petrochemical Co. (KAYAN) fell the most since June 12. Al-Rajhi Bank (RJHI), the biggest by market value, lost the most in a week. The Tadawul All Share Index (SASEIDX) retreated 0.9 percent 6,774.26 in Riyadh at the close. Stocks “are clearly responding to downward pressure in oil,” Jarmo Kotilaine, chief economist at Jeddah-based National Commercial Bank, said in a phone interview. “The oil price is something that fuels the fiscal engine and the broader economic mood.” Saudi Arabia, the biggest Arab economy that depends on oil exports to support government spending, is the largest producer in the Organization of Petroleum Exporting Countries. OPEC’s basket of crudes dropped on June 22 below $90 a barrel for the first time in more than 17 months. Fed officials lowered their forecasts for U.S. economic growth and raised their predictions for unemployment in each of the next three years. Policy makers now see 1.9 percent to 2.4 percent growth in 2012, down from their April forecast of 2.4 percent to 2.9 percent. The Saudi market is “slightly down because of the reduced growth rates in the U.S.,” Turki Fadaak, head of research at Albilad Investment Co. in Riyadh, said today. Sabic declined 0.5 percent to 91.5 riyals, the lowest close since June 18, while Saudi Kayan fell 1 percent to 15.1 riyals. Al-Rajhi dropped 1 percent to 73.5 riyals.
OPEC’s prices are lower than they have ever been since 2011

Business Standard 6/23/12 (Business Standard, “ Opec oil basket drops below $90 a barrel, first since 2011” Bloomberg/Dubai Business Standard, http://www.business-standard.com/india/news/opec-oil-basket-drops-below-90barrel-first-since-2011-/478231/)
The Organization of Petroleum Exporting Countries’ (Opec) basket of crudes dropped below $90 a barrel for the first time in more than 17 months. The basket, a weighted average price of the main grades produced by Opec members, was $89.48 a barrel yesterday, data on its website showed on Friday. The crudes had been above $90 since January 4, 2011. Opec’s 12 members agreed to leave the collective output ceiling unchanged at their June 14 meeting as prices dropped below $100 a barrel. The group would need to reduce output by 1.6 million barrels a day to comply with its limit of 30 million barrels a day, Secretary-General Abdalla El-Badri said on June 15. Brent crude, the benchmark for more than half the world’s oil, dropped below $100 on June 1 for the first time since October, as the threat of global contagion from Europe’s debt crisis signalled fuel demand might tumble. Brent traded at about $88.5 on Friday on the ICE Futures Europe exchange in London. Opec will probably cut output if crude remains at $90 a barrel, analysts at Morgan Stanley and Mirae Asset Securities Hong Kong Ltd said this month. Saudi Arabia, the world’s biggest crude exporter, pumped at the highest level in at least three decades this year to bring oil down to $100. 

Prices are at an 8 month low – reduced demand 

Gorondi 6/23/12 – Associated Press (Pablo, “Oil prices approach eight-month low,” The Star Phoenix, http://www.thestarphoenix.com/business/prices+approach+eight+month/6829232/story.html)
Oil prices made small gains above US$78 a barrel Friday but remained near eight month lows after signs of slowing global economic growth triggered a sharp plunge this week. By early afternoon in Europe, benchmark West Texas Intermediate crude for August delivery was up 33 cents at US$78.53 a barrel in electronic trading on the New York Mercantile Exchange. The contract fell $3.25 to settle at US$78.20, the lowest since October, in New York on Thursday. In London, Brent crude for August delivery was up 98 cents at US$90.21 per barrel on the ICE Futures exchange. Crude fell from $84 earlier this week and has plummeted 26 per cent in less than two months as signs mount of a slowdown in the global economy, led by Europe, that would reduce demand for crude. Reports on Thursday showing industrial production slowing in the U.S. and China added to evidence that the world's two largest economies and oil consumers are weakening just as global crude supplies are growing.
AT: Alt Cause – Supplier/Sustainable 
Industry will have sustainable growth including supplier jobs 

UAW 06/28/12 (The International Union, United Automobile, Aerospace and Agricultural Implement Workers of America) UAW touting the auto industry's successful recovery, advanced vehicles, jobs and innovation at White House event http://www.uaw.org/taxonomy/term/1362/0

"The Obama Administration has been an innovative champion for the automotive industry.  President Obama's decision to save the domestic auto industry prevented an economic disaster. When others wanted us to fail, Obama cheered us on and gave us a lifeline and a path back to success," said Estrada. "We are positioned for long-term success, including meeting the consumer demand for innovative, efficient vehicles. The revival of the auto industry in this country is translating into supplier jobs including emerging green energy expansion. The supplier sector will play a central role in meeting those commitments."  

AT: Auto Industry Bad – Health/Obesity

Obesity doesn’t cause mass death – their studies are wrong

Lalasz 05 (Robert, Senior Editor, “Will Rising Childhood Obesity Decrease U.S. Life Expectancy?”, Population Reference Bureau, May, http://www.prb.org/Articles/2005/WillRisingChildhoodObesityDecreaseUSLifeExpectancy.aspx?p=1)

Demographers Debate the Limits to Life Expectancy But other demographers say the Olshansky team's study simplifies the complex interplay of factors that have fueled 20th century gains in life expectancy in the United States and other developed countries. These analysts also characterize the study as part of a demographic paradigm—assuming a biological limit to life expectancy—that trends since 1950 have cast into doubt. "It's a Malthusian example of belief in the fixity of nature," says Samuel Preston, professor of demography at the University of Pennsylvania and the author of a rejoinder to the Olshansky study in the same issue of the New England Journal of Medicine. "Their notion is that we wear out and die and there's nothing to be done about it. The fact is that we have been very successful at postponing death at older ages, and other countries have been even more successful. It's obvious that we should expect the life expectancy [82] that Japan has achieved." "Many demographers now accept that the biological maximum is not so well set," adds Christine Himes, a sociologist at Syracuse University. "The [survival] curves are now being pushed out—more people are living past 100, and more past 110. There may be some maximum, but it's pretty far out there, past 120." Preston makes three additional points in defending conventional life expectancy projections: that decreases in the rate of death at older ages in the United States have been constant since 1950, that extrapolating from past trends has provided the best forecasts, and that conventional projections have already incorporated the recent rise in obesity rates. "We should do what we can to reduce levels of obesity," Preston says. "But there are no long-term studies of the effect of childhood obesity on long-term mortality. And the claim this is going to offset all the factors working to increase life expectancy and result in a reduction of life expectancy is inaccurate." Such factors, he says, might include genetic engineering, a continuing decline in the rates of infectious diseases and smoking, and changes in public behavior, such as increasing condom use among groups hit hardest by HIV/AIDS. Olshansky, however, argues that future medical advances will principally benefit older people and only incrementally boost life expectancy. "We've squeezed about as much longevity per person at younger ages through science as we can," he says. "Child obesity will influence early-age mortality, and therein lies the difference. Any time you get one of these pulse events—war, influenza, obesity, AIDS—it affects early-age mortality disproportionately." Others dispute the Olshansky study's methods. "Some people have tried to forecast the future of mortality by getting best guesses for each cause and then trying to assemble them into an overall projection, but that method has never worked very well," says Richard Suzman, associate director of behavioral and social research at the National Institute on Aging. "The mix of factors at play is too large, and there's too much interrelation among them." And Himes, who studies the effects of obesity on health and functioning in later life, says the study has no empirical analysis of the specific effects of childhood obesity. "Olshansky's approach is pretty simplistic—you can't just extrapolate from current death rates by obesity status," she says. "Those rates aren't just based on obesity alone, but on other factors as well." The new CDC study has also raised questions about Olshansky's conclusions. While it says that obesity killed almost 112,000 people in the United States in 2002, it also concludes that being merely overweight (having a BMI of 25-30) is associated with a lower rate of mortality than that of underweight people, especially after age 70. But Olshansky is unconvinced that obesity is less of a danger, pointing out that many recent studies point out what he calls a "startling" rise in diabetes rates.

No scientific evidence for their claims

Basham and Luik 06 (Patrick, Director – Democracy Institute, and John, Health Policy Writer, “Four Big, Fat Myths”, The Telegraph, 11-26, http://www.telegraph.co.uk/news/uknews/1535176/Four-big,-fat-myths.html)
Yet the obesity epidemic is a myth manufactured by public health officials in concert with assorted academics and special-interest lobbyists. These crusaders preach a sermon consisting of four obesity myths: that we and our children are fat; that being fat is a certain recipe for early death; that our fatness stems from the manufacturing and marketing practices of the food industry (hence Ofcom's recently announced ban on junk food advertising to children); and that we will lengthen our lives if only we eat less and lose weight. The trouble is, there is no scientific evidence to support these myths. Let's start with the myth of an epidemic of childhood obesity. The just-published Health Survey for England, 2004 does not show a significant increase in the weight of children in recent years. The Department of Health report found that from 1995 to 2003 there was only a one-pound increase in children's average weight. Nor is there any evidence in claims that overweight and obese children are destined to become overweight and obese adults. The Thousand Families Study has researched 1,000 Newcastle families since 1954. Researchers have found little connection between overweight children and adult obesity. In the study, four out of five obese people became obese as adults, not as children. There is not even any compelling scientific evidence to support the Government's claim that childhood obesity results in long-term health problems and lowers one's life expectancy. In fact, the opposite may be true: we could be in danger of creating a generation of children obsessed with their weight with the consequent risk of eating disorders that really do threaten their health. Statistics on the numbers of children with eating disorders are hard to come by, but in the US it is estimated that 10 per cent of high school pupils suffer from them. Recent studies show adults' attempts to control children's eating habits result in children eating more rather than less. Parental finger wagging increases the likelihood that children develop body-image problems as well as eating disorders.
AT: Auto Industry Bad – Warming/Oil/Pollution 
Turn – fuel efficiency coming now but certainty in the industry is key

Chappell 6/12/12 Lindsay Chappell, Automotive News, US automotive industry seeks fuel-saving technologies Posted 12 June 2012 http://www.prw.com/subscriber/headlines2.html?cat=1&id=1014

The US auto industry has signed on to proposed federal mandates to dramatically improve vehicle fuel economy. But for automakers to meet new standards, some technologies will have to be invented. “The auto industry has agreed to meet targets that we don’t know how we’re going to meet,” said Tom Baloga, vice president of engineering at BMW of North America. “We’re ready to make commitments to tough goals. What we need is time and we need certainty.” The Obama administration, the Environmental Protection Agency and the National Highway Traffic Safety Administration have widespread industry support for requiring nominal fleet averages of 54.5 mpg in 2026. (Because of various exceptions and credits, the real-world average likely will be in the low 40s.) Current rules require a 2012 model year industry average of 29.7 mpg. “To reach those numbers, there is technology that is going to have to be invented,” Baloga said. Already used extensively are turbochargers, multispeed transmissions and aerodynamic improvements. But new technologies are in the works, and automakers are betting on a few that seem plausible.

More fuel efficient 

WSJ 6/21/12 Wall Street Journal PRESS RELEASE June 21, 2012, 8:28 a.m. EDT Environmental and Energy Experts Laud New Auto Enthusiast Website CarsOfChange.com http://www.marketwatch.com/story/environmental-and-energy-experts-laud-new-auto-enthusiast-website-carsofchangecom-2012-06-21
"The American public is embracing fuel efficiency and the auto industry is responding with new technologies and new vehicles that use less gas, or get us there oil-free," says Ann Mesnikoff, director of the Sierra Club's Green Transportation Campaign. "Cars of Change(TM) is the right resource at the right time to help Americans understand these changes, and to help navigate these changes and make decisions about the best vehicles." Roland Hwang, Transportation Program Director for the Natural Resources Defense Council (NRDC), adds: "For too long the auto industry and environmentalists have been at loggerheads. But today, the U.S. auto industry has become an agent of change for fuel efficiency and clean cars. We have an unprecedented opportunity to work together to keep this country moving forward on innovation, jobs, and a cleaner, healthier environment. CarsOfChange.com(TM) can play an important role in conveying how this process is unfolding through the cars, the technologies, and the dialogues it features."

AT: “Below Expected” – Uniqueness 

Even being slightly below expected the auto industry would be high

WSJ 6/6/12 wall street journal economics, (“Auto Industry Post Impressive Sales Numbers in May”, http://www.marketwatch.com/story/auto-industry-post-impressive-sales-numbers-in-may-2012-06-06).

NEW YORK, NY, Jun 06, 2012 (MARKETWIRE via COMTEX) -- Domestic auto sales have been on an impressive run in 2012 as an improving U.S. economy, and high gas prices have boosted the demand for new and more fuel efficient vehicles. Despite growing global economic concerns the top U.S. auto manufacturers posted double-digit sales growth in May. Five Star Equities examines the outlook for companies in the Auto Manufacturers Industry and provides equity research on Toyota Motor Corporation TM +0.71% and Honda Motor Co. Ltd. HMC +1.58% . Access to the full company reports can be found at: www.FiveStarEquities.com/TM www.FiveStarEquities.com/HMC Auto sales "were slightly below expectations [industry-wide], but despite all the negative macroeconomic trends, we actually did pretty well," said Jesse Toprak, vice president of market intelligence at TrueCar.com. "We are still up dramatically from last year and the underlying consumer demand is strong." GM saw their highest monthly total in almost three years as sales of new cars and trucks in the U.S. jumped 11 percent to total 245,256 vehicles. The Chrysler Group LLC posted their best May in five years as U.S. sales surged 30 percent to 150,041 vehicles. Five Star Equities releases regular market updates on the Auto Manufacturers Industry so investors can stay ahead of the crowd and make the best investment decisions to maximize their returns. Take a few minutes to register with us free at www.FiveStarEquities.com and get exclusive access to our numerous stock reports and industry newsletters. Toyota's monthly sales saw 87.3 percent increases to total 202,973. "Toyota, as expected, posted a stunning year-over-year percentage increase; remember where Toyota was a year ago, however, largely without much product to sell because of the earthquake and tsunami," said Michelle Krebs, senior analyst at Edmunds.com. "Ford held the No. 2 sales spot over Toyota, a position that looked to be at risk." Honda Motor Co. recently announced that it has begun construction on a new auto plant in Indonesia. With annual production capacity of 120,000 units, the new auto plant is scheduled to begin production in 2014 in order to continue meeting demands in the rapidly growing automobile market in Indonesia. Five Star Equities provides Market Research focused on equities that offer growth opportunities, value, and strong potential return. We strive to provide the most up-to-date market activities. We constantly create research reports and newsletters for our members. Five Star Equities has not been compensated by any of the above-mentioned companies. We act as an independent research portal and are aware that all investment entails inherent risks. 

AT: No Competition Tradeoffs

There are competition tradeoffs and they should be a relevant consideration

Slack et al 9 Professor Emeritus in the Department of Geography at Concordia University (Dr. Brian, 2009, Second edition of the textbook “The Geography of Transport Systems,” Chapter 3, Hofstra University, http://people.hofstra.edu/geotrans/eng/ch3en/conc3en/ch3c1en.html)

It is generally advocated that a form of modal equality (or modal neutrality) should be part of public policy where each mode would compete based upon its inherent characteristics. Since different transport modes are under different jurisdiction and funding mechanisms, modal equality is conceptually impossible as some modes will always be more advantageous than others. Modal competition is influenced by public policy where one mode could be advantaged over the others. This particularly takes place over government funding of infrastructure and regulation issues. For instance, in the United States the Federal Government would finance 80% of the costs of a highway project, leaving the state government to supply the remaining 20%. For public transit, this share is 50%, while for passenger rail the Federal Government will not provide any funding. Under such circumstances, public policy shapes modal preferences. 

AT: No Funding Tradeoffs 

There are funding tradeoffs and they should be a relevant consideration

Amekudzi et al 01 – PH.D. Transportation Systems (Infrastructure) School of Civil & Envir. Engineering Georgia Institute of Technology (Adjo, “ Application of Shortfall Analysis and Markowitzí Theory in Investment Tradeoff Analysis for Competing Infrastructure: Using HERS and NBIAS for Integrated Asset Management”, 5th International Conference on Managing Pavements, http://www.pavementmanagement.org/ICMPfiles/2001087.pdf) 

In asset management, we are concerned with at least four different levels of tradeoff analysis. Three of these are used when we independently manage different types of infrastructure, for which we are concerned with analyzing tradeoffs to answer the following questions (2): 1) In what facilities must we invest? 2) When must we invest in these facilities? 3) In what types of improvement actions must we invest? When we attempt to provide integrated management for non-homogeneous facilities, we are concerned with another important question: What relative levels of investment should we make in each of the competing facilities (point and network)? For integrated asset management, this additional information is necessary to increase (or attempt to maximize) the overall value of our collective assets, in the context of constrained budgets. To be more effective therefore, an integrated asset management system must provide guidance on appropriate levels of investments for competing infrastructure facilities, for the purpose of maintaining, increasing or maximizing the collective value of these assets over time.

AT: Oil Lobbies Shield 

Oil Lobbies influence weakened, Keystone Pipeline proves

Tapper et al 12 (Jake Tapper, Kirit Radia, John Parkinson, Devin Dwyer, Staff Writers, Jan. 18, 2012, http://abcnews.go.com/Politics/OTUS/president-obama-rejects-keystone-xl-pipeline/story?id=15387980#.T-4peuZOxJM “President Obama Rejects Keystone XL Pipeline”)

The Obama administration today formally rejected a bid by Canadian energy company TransCanada to build a $7 billion oil pipeline linking the tar sands of Alberta to refineries on the Gulf of Mexico. The Keystone XL project, which was estimated to create thousands of U.S. jobs, became an election-year lightning rod, embroiling President Obama, congressional Republicans, labor unions and interest groups in a heated debate over jobs and the environment. The State Department, which holds the authority to approve or reject pipelines that cross an international boundary, said in November that it would delay a decision on Keystone to allow for further study of the environmental impact along its 1,700-mile route. Then in December, Congress tried to force the president to make a decision proposal within two months, tucking the mandate into the payroll tax cut bill that Obama ultimately signed into law. But the president said today in a statement that the congressionally imposed deadline did not provide adequate time for the State Department to finish a customary review of the pipeline's route through six states. "The rushed and arbitrary deadline insisted on by Congressional Republicans prevented a full assessment of the pipeline's impact, especially the health and safety of the American people, as well as our environment," Obama said. "As a result, the secretary of state has recommended that the application be denied. And after reviewing the State Department's report, I agree." Administration officials say the decision effectively hits the reset button on a review process that has been underway for several years, but does not preclude TransCanada from resubmitting a proposal for reconsideration. "While we are disappointed, TransCanada remains fully committed to the construction of Keystone XL," TransCanada president and CEO Russ Girling said in a statement. "Plans are already underway on a number of fronts to largely maintain the construction schedule of the project. We will re-apply for a Presidential Permit and expect a new application would be processed in an expedited manner to allow for an in-service date of late 2014," he said. Labor unions, oil industry groups -- even the president's jobs council -- have signaled support for the plan, which also has bipartisan backing on Capitol Hill. But environmental groups warned it would have a dangerous effect on ecosystems and human health, ratcheting up pressure on Obama to defer to his progressive base in an election year. "This announcement is not a judgment on the merits of the pipeline, but the arbitrary nature of a deadline that prevented the State Department from gathering the information necessary to approve the project and protect the American people," Obama said. Still, news of the rejection quickly sparked condemnation from members of Congress on both sides of the aisle. House Speaker John Boehner of Ohio, who has said pipeline construction would "create 100,000 new jobs," chastised the president and said delaying the deal means Canadians may do business with China instead. "The president has said he'll do anything that he can to create jobs. Today that promise was broken," Boehner continued. "The president won't stand up to his political base, even in the name of creating American jobs." Rep. Joe Donnelly, a Democrat from Indiana, said he is "very disappointed" in the Obama decision. "They are missing an opportunity to create thousands of jobs in America," he said. House Minority Leader Nancy Pelosi defended Obama, blaming Republicans for effectively tying the administration's hands. "If the Republicans cared so much about the Keystone pipeline, they would not have narrowed the president's options by putting it on the time frame that they did," Pelosi, D-Calif., said. Meanwhile, environmental groups claimed victory over the oil industry, which had spent millions lobbying intensely for approval of the pipeline. "The Keystone XL fight was David versus Goliath; no one thought we could win," said Dan Moglen of Friends of the Earth. The decision shows "sustained grassroots pressure aimed at holding the president accountable to the public interest proved more powerful than all the lobbyists the oil industry could muster."
