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The congestion that the aff claims to solve is good because it fuels commuter frustration—causes movement to mass transit

IBM, 11 (IBM News releases, “IBM Global Commuter Pain Survey: Traffic Congestion Down, Pain Way Up,” 8 September 2011, http://www-03.ibm.com/press/us/en/pressrelease/35359.wss,MH) 

 The survey results reflect an increased willingness to use public transportation and technology to improve the commute. Overall, 41 percent believe improved public transit would help reduce traffic congestion. Consider that even though globally only 35 percent of people changed the way that they get to work or school in the last year, 45 percent of those who have are opting for public transit. An astonishing 70 percent of Nairobi residents report taking public transit more often in the last year on their daily commute. The biggest movement to public transit is in emerging cities including Nairobi, Mexico City, Shenzhen, Buenos Aires and Beijing. If this continues, it could help mitigate increasing traffic due to population growth and urbanization. Interestingly, the desire for more accurate and timely information about road conditions as a way to reduce stress was shared across a number of cities from Los Angeles and Chicago to Moscow and Bangalore.   IBM compiled the results of the survey into its Commuter Pain Index that ranks the emotional and economic toll of commuting in each city, with the highest number being the most onerous. The Index reveals a tremendous disparity in the pain of the daily commute from city to city. Montreal had the least painful commute of the cities studied, followed by London and Chicago. 

Mass transit boosts the economy
Fitzgerald et.al. ’10- professor and director of the graduate program in Law, Policy and Society and a Senior Research Fellow at the Kitty and Michael Kukakis Center for Urban and Regional Policy at Northeastern University (Joan, Granquist, Khatiwada, McLaughlin, Renner, “Reviving the U.S. Rail and Transit Industry: Investments and Job Creation”, WorldWatch Institute, pg 10)//NJ

With the federal transportation bill up for renewal, the United States has an opportunity to invest in public transportation and renew its manufacturing base. This report reveals that the country could gain more than 79,000 jobs in rail and bus manufacturing and related industries under an investment scenario sufficient to double transit ridership in 20 years. If the United States were to invest at even higher levels—similar to those of China—this would yield more than a quarter million jobs. The United States needs urgently to revive its rail and transit industry. The nation’s manufacturing sector accounts for over 10 percent of GDP, but manufacturing has seen job losses in the millions in recent years. And the U.S. trade deficit continues to rise. The country needs new manufacturing jobs now to address the trade deficit and to put unemployed Americans back in well-paying jobs. While the United States has lost its competitive edge in producing many high-tech goods, it is not too late to follow the strategy of European nations and China in building a strong transit vehicle industry. Spain has consistently invested $10 billion per year on average in its high-speed passenger rail system since 1992, and France is rapidly expanding its already well-developed rail transit network, in part to help meet greenhouse gas emissions reduction goals. Both countries have mature rail manufacturing sectors, and one of the world’s largest rail vehicle manufacturers, Bombardier, is a French firm. The lessons of Europe have not been lost on China, which plans to spend nearly $293 billion to meet its 2012 goals for high-speed rail and other rail and transit expansion. In addition to a world-class train network, China is using the initiative as a vehicle to create 6 million jobs and to generate demand for 20 million tons of domestic steel. The United States, for the most part, has abandoned its domestic passenger rail and transit bus industries. The loss of these industries in the 1970s and 80s was largely a function of unstable demand rather than of high labor costs. As domestic demand for transit vehicles waned, U.S. companies did not keep up with state-of-the art transit technologies. To retain some degree of local production, Congress adopted “Buy America” legislation that requires that 60 percent of the value of subcomponents of transit vehicles and equipment be produced domestically, and that final assembly also occur in the country. This stipulation motivated foreign suppliers to enter the U.S. market to supplement the more stable demand for equipment in their own countries. The American Recovery and Reinvestment Act of 2009 (ARRA) has made a down payment on rebuilding the U.S. transit infrastructure. Under ARRA, the federal government committed an initial $1.3 billion for the rail operator Amtrak in addition to the $8 billion for new high-speed rail corridors and intercity passenger rail service. Many cities and states are advocating that the government commit further funds so that they can upgrade and expand their transit systems. However, a much larger investment is needed to create the stable demand for bus and rail vehicles that will motivate U.S. and foreign firms to expand their U.S. manufacturing operations and workforces. If more stimulus funds are directed to rail infrastructure, and if the next federal transportation bill makes a significant investment in public transit, the United States could develop world-class public transportation and create highly needed jobs while helping to reduce urban traffic congestion and greenhouse gas emissions in the nation’s cities. This report uses three scenarios to estimate the job creation potential from increased federal investment in rail and transit. A “Business-as-Usual” scenario would invest $2.7 billion in rail vehicles and $2.8 billion in bus purchases. An “Increased Domestic Investment” scenario would invest $7.2 billion and $4.8 billion, respectively, toward these purchases. And an “International Competitiveness” scenario would invest $24.4 billion and $12.8 billion, respectively—a level that is comparable to China’s investment in rail and bus vehicles. The “Business-as-Usual” scenario yields 34,563 jobs in U.S. rail car and bus manufacturing and their supplier industries. The “Increased Domestic Investment” scenario would support 79,343 jobs, and the “International Competitiveness” scenario would yield 252,213 jobs. The number of jobs would increase significantly if more than the required 60 percent of inputs (as specified by the Buy America provision) were produced domestically. These jobs would stimulate thousands more jobs in other sectors of the economy. Such analysis does not apply just to transit vehicles, but also to other clean-technology industries that will be growing dramatically over the coming decades. If U.S. manufacturing is to experience a serious revival that produces more than fragmented showcase projects and scattered jobs, the federal government needs to take much bolder policy action that creates demand and supports research and development in key industries.

Maintaining economic growth, development and technology is the only way to solve emerging crises that risk massive deaths

Baker 2k – Former Industrial Economist, (Brent Barker, electrical engineer, and manager of corporate communications for the Electric Power Research Institute and former industrial economist and staff author at SRI International and as a commercial research analyst at USX Corporation, “Technology and the Quest for Sustainability.” EPRI Journal, Summer, INFOTRAC)

The power of technology These historical trends in agriculture, land use, resource consumption, and energy use point to some profound opportunities for the future. There are at least four major ways in which technology has great potential for helping us achieve a sustainable balance in the twenty-first century The first area of opportunity for technology is in the acceleration of productivity growth. In agriculture, for example, corn yields in the world today average only about 4 tons per hectare, while the United States averages 7 tons per hectare and the best Iowa farmer can get 17 tons. Simply bringing the world as a whole up to today's best practices in the United States would boost farm productivity to unprecedented heights, even without considering what the biological and genetic revolutions may hold in store for agriculture in the next century As for the overall productivity growth rate in industry and business, we are finally starting to register an increase after nearly 30 years of subpar performance at around 1% growth per year. Computerization appears to be taking hold in the economy in new and fundamental ways, not just in speeding up traditional practices but in altering the economic structure itself. One historical analogy would be the introduction of electric unit drives just after World War I, setting in motion a complete reorganization of the manufacturing Floor and leading to a surge in industrial productivity during the 1920s. In the twenty-first century, industrial processes will be revolutionized by new electro technologies, including lasers, plasmas, microwaves, and electron beams for materials processing, as well as electrochemical synthesis and electro separation for chemical processing. Manufacturing will be revolutionized by a host of emerging technology platforms--for example, nanotechnology, biotechnology, biomimetics, high-temperature superconductivity, and network technology including the combining of advanced sensors with information technology to create adaptive, intelligent systems and processes. Future industrial facilities using advanced network technologies will be operated in new ways to simultaneously optimize productivity energy use, materials consumption, and plant emissions. Optimization will extend beyond the immediate facility to webs of facilities supporting industrial and urban ecology with the waste of one stream becoming the feedstock of the next. In the aggregate, the penetration of all the emerging technologies into the global economy should make it possible to sustain industrial productivity growth rates above 2% per year for many decades. The same technology platforms will be used to improve the efficiency of land, energy and water use, For example, distributed sensors and controls that enable precision farming can improve crop yields and reduce land and water use. And doubling or even tripling global energy efficiency in the next century is well within our means. Given the inefficiencies that now exist at every stage in the process--from mining and drilling for fuel through the use of energy in automobiles, appliances, and processes--the overall efficiency of the energy chain is only about 5%. From a social standpoint, accelerating productivity is not an option but rather an imperative for the future. It is necessary in order to provide the wealth for environmental sustainability, to support anaging population in the industrialized world, and to provide an economic ladder for developing nations. The second area of opportunity for technology lies in its potential to help stabilize global population at 10-12 billion sometime in the twenty-first century, possibly as early as 2075. The key is economics. Global communications, from television to movies to the Internet, have brought an image of the comfortable life of the developed world into the homes of the poorest people, firing their own aspirations for a better quality of life, either through economic development in their own country or through emigration to other countries. If we in the developed world can make the basic tools of prosperity--infrastructure, health care, education, and law--more accessible and affordable, recent history suggests that the cultural drivers for producing large families will be tempered, relatively quickly and without coercion. But the task is enormous. The physical prerequisites for prosperity in the global economy are electricity and communications. Today, there are more than 2 billion people living without electricity, or commercial energy in any form, in the very countries where some 5 billion people will be added in the next 50 years. If for no other reason than our enlightened self-interest, we should strive for universal access to electricity, communications, and educational opportunity. We have little choice, because the fate of the developed world is inextricably bound up in the economic and demographic fate of the developing world. A third, related opportunity for technology is in decoupling population growth from land use and, more broadly, decoupling economic growth from natural resource consumption through recycling, end-use efficiency, and industrial ecology. Decoupling population from land use is well under way. According to Grubler, from 1700 to 1850 nearly 2 hectares of land (5 acres) were needed to support every child born in North America, while in the more crowded and cultivated regions of Europe and Asia only 0.5 hectare (1.2 acres) and 0.2 hectare (0.5 acre) were needed, respectively. During the past century, the amount of land needed per additional child has been dropping in all areas of the world, with Europe and North America experiencing the fastest decreases. Both crossed the "zero threshold" in the past few decades, meaning that no additional land is needed to support additional children and that land requirements will continue to decrease in the future. One can postulate that the pattern of returning land to nature will continue to spread throughout the world, eventually stemming and then reversing the current onslaught on the great rain forests. Time is critical if vast tracts are to be saved from being laid bare, and success will largely depend on how rapidly economic opportunities expand for those now trapped in subsistence and frontier farming. In concept, the potential for returning land to nature is enormous. Futurist and scholar Jesse Ausubel of the Rockefeller University calculates that if farmers could lift average grain yields around the world just to the level of today's average U.S. corn grower, one-half of current global cropland--an area the size of the Amazon basin--could be spared. If agriculture is a leading indicator, then the continuous drive to produce more from less will prevail in other parts of the economy Certainly with shrinking agricultural land requirements, water distribution and use around the world can be greatly altered, since nearly two-thirds of water now goes for irrigation. Overall, the technologies of the future will, in the words of Ausubel, be "cleaner, leaner, lighter, and drier"--that is, more efficient and less wasteful of materials and water. They will be much more tightly integrated through microprocessor-based control and will therefore use human and natural resources much more efficiently and productively. Energy intensity, land intensity, and water intensity (and, to a lesser extent, materials intensity) for both manufacturing and agriculture are already heading downward. Only in agriculture are they falling fast enough to offset the surge in population, but, optimistically, advances in science and technology should accelerate the downward trends in other sectors, helping to decouple economic development from environmental impact in the coming century. One positive sign is the fact that recycling rates in North America are now approaching 65% for steel, lead, and copper and 30% for aluminum and paper. A second sign is that economic output is shifting away from resource-intensive products toward knowledge-based, immaterial goods and services. As a result, although the U.S. gross domestic product (GDP) increased 200-fold (in real dollars) in the twentieth century, the physical weight of our annual output remains the same as it was in 1900. If anything, this trend will be accelerating. As Kevin Kelly, the editor of Wired magazine, noted, "The creations most in demand from the United States [as exports] have lost 50% of their physical weight per dollar of value in only six years.... Within a generation, two at most, the number of people working in honest-to-goodness manufacturing jobs will be no more than the number of farmers on the land--less than a few percent. Far more than we realize, the network economy is pulling us all in." Even pollution shows clear signs of being decoupled from population and economic growth. Economist Paul Portney notes that, with the exception of greenhouse gases, "in the OECD [Organization for Economic Cooperation and Development] countries, the favorable experience [with pollution control] has been a triumph of technology That is, the ratio of pollution per unit of GDP has fallen fast enough in the developed world to offset the increase in both GDP per capita and the growing number of 'capitas' themselves." The fourth opportunity for science and technology stems from their enormous potential to unlock resources not now available, to reduce human limitations, to create new options for policymakers and businesspeople alike, and to give us new levels of insight into future challenges. Technically resources have little value if we cannot unlock them for practical use. With technology, we are able to bring dormant resources to life. For example, it was only with the development of an electrolytic process late in the nineteenth century that aluminum--the most abundant metal on earth--became commercially available and useful. Chemistry unlocked hydrocarbons. And engineering allowed us to extract and put to diverse use untapped petroleum and gas fields. Over the course of history, technology has made the inaccessible accessible, and resource depletion has been more of a catalyst for change than a longstanding problem. Technology provides us with last-ditch methods (what economists would call substitutions) that allow us to circumvent or leapfrog over crises of our own making. Agricultural technology solved the food crisis of the first half of the nineteenth century. The English "steam crisis" of the 1860s, triggered by the rapid rise of coal-burning steam engines and locomotives, was averted by mechanized mining and the discovery and use of petroleum. The U.S. "timber crisis" that Teddy Roosevelt publicly worried about was circumvented by the use of chemicals that enabled a billion or so railroad ties to last for decades instead of years. The great "manure crisis" of the same era was solved by the automobile, which in a few decades replaced some 25 million horses and freed up 40 million hectares (100 million acres) of farmland, not to mention improving the sanitation and smell of inner cities. Oil discoveries in Texas and then in the Middle East pushed the pending oil crisis of the 1920s into the future. And the energy crisis of the 1970s stimulated the development of new sensing and drilling technology, sparked the advance of non--fossil fuel alternatives, and deepened the penetration of electricity with its fuel flexibility into the global economy Thanks to underground imaging technology, today's known gas resources are an order of magnitude greater than the resources known 20 years ago, and new reserves continue to be discovered. Technology has also greatly extended human limits. It has given each of us a productive capability greater than that of 150 workers in 1800, for example, and has conveniently put the power of hundreds of horses in our garages. In recent decades, it has extended our voice and our reach, allowing us to easily send our words, ideas, images, and money around the world at the speed of light. But global sustainability is not inevitable. In spite of the tremendous promise that technology holds for a sustainable future, there is the potential for all of this to backfire before the job can be done. There are disturbing indications that people sometimes turn in fear and anger on technologies, industries, and institutions that openly foster an ever-faster pace of change. The current opposition to nuclear power genetically altered food, the globalization of the economy and the spread of American culture should give us pause. Technology has always presented a two-edged sword, serving as both cause and effect, solving one problem while creating another that was unintended and often unforeseen. We solved the manure crisis, but automotive smog, congestion, and urban sprawl took its place. We cleaned and transformed the cities with all-electric buildings rising thousands of feet into the sky. But while urban pollution was thereby dramatically reduced, a portion of the pollution was shifted to someone else's sky. Breaking limits "Limits to growth" was a popular theme in the 1970s, and a best-selling book of that name predicted dire consequences for the human race by the end of the century. In fact, we have done much better than those predictions, largely because of a factor the book missed--the potential of new technology to break limits. Repeatedly, human societies have approached seemingly insurmountable barriers only to find  the means and tools to break through. This ability has now become a source of optimism, an article of faith, in many parts of the world. Today's perceived limits, however, look and feel different. They are global in nature, multicultural, and larger in scale and complexity than ever before. Nearly 2 billion people in the world are without adequate sanitation, and nearly as many are without access to clean drinking water. AIDS is spreading rapidly in the regions of the world least able to fight it. Atmospheric concentrations of greenhouse gases are more than 30% greater than preindustrial levels and are climbing steadily. Petroleum reserves, expected to be tapped by over a billion automobiles worldwide by 2015, may last only another 50-100 years. And without careful preservation efforts, the biodiversity of the planet could become as threatened in this coming century as it was at the end of the last ice age, when more than 70% of the species of large mammals and other vertebrates in North America disappeared (along with 29% in Europe and 86% in Australia). All these perceived limits require innovation of a scope and intensity surpassing human kind's current commitment. The list of real-world problems that could thwart global sustainability is long and sobering. It includes war, disease, famine, political and religious turmoil, despotism, entrenched poverty, illiteracy, resource depletion, and environmental degradation. Technology can help resolve some of these issues--poverty and disease, resource depletion, and environmental impact, for example--but it offers little recourse for the passions and politics that divide the world. The likelihood is that we will not catch up and overtake the moving target of global sustainability in the coming century, but given the prospects for technology, which have never been brighter, we may come surprisingly close. We should put our technology to work, striving to lift more than 5 billion people out of poverty while preventing irreversible damage to the biosphere and irreversible loss of the earth's natural resources. We cannot see the future of technology any more clearly than our forebears did--and for much the same reason. We are approaching the threshold of profound change, moving at great speed across a wide spectrum of technology, ranging today from the Internet to the Human Genome project. Technology in the twenty-first century will be turning toward biological and ecological analogs, toward microminiature machines, toward the construction of materials atom by atom, and toward the dispersion of microprocessor intelligence into everyday objects subsequently linked into neural networks. Computing power continues to double every 18 months, as postulated in Moore's law, promising to enable us to create much more powerful tools for everyday tasks, optimize business services and processes along new lines, understand complex natural phenomena like the weather and climate, and design technical systems that are self-diagnostic, self-healing, and self-learning. The networked, digital society of the future should be capable o f exponential progress more in tune with biological models of growth than with the incremental progress of industrial societies. If history tells us anything, it is that in the long term we are much more likely to underestimate technology than to overestimate it. We are not unlike the excited crowds that in 1909 tried to imagine the future of flight as they watched Wilbur Wright loop his biplane twice around the Statue of Liberty and head back to Manhattan at the record-breaking speed of 30 miles per hour. As wild as one's imagination and enthusiasm might have been, it would have been inconceivable that exactly 60 years later humans would fly to the moon and back. Electricity's unique role Electricity lies at the heart of the global quest for sustainability for several reasons. It is the prerequisite for the networked world of the future. It will be the enabling foundation of new digital technology and the vehicle on which most future productivity gains in industry, business, and commerce will depend. And to the surprise of many, it will remain the best pathway to resource efficiency, quality of life, and pollution control. In fact, the National Academy of Engineering just voted the "vast network of electrification" the single greatest engineering achievement of the twentieth century by virtue of its ability to improve people's quality of life. It came out ahead of the automobile, the airplane, the computer, and even health care in its impact on society. The electricity grids of North America, Europe, and Japan are said to be the most complex machines ever built. Although they are not yet full networks--that is, not every node is connected to every other node--these networks have been sufficiently interconnected to become the central enabling technology of the global economy. They will have to be even more interconnected and complex to keep pace with the microprocessors and digital networks they power. In the developed world, electricity has become almost a transparent technology lost in the excitement surrounding its latest progeny--electronics, computers, the Internet, and so forth. Still, its role should be as profound in this century as it was in the last. "How and in what form global electrification goes forward in the next 50 years will determine, as much as anything, how we resolve the global 'trilemma' posed by population, poverty and pollution," says Kurt Yeager, president and CEO of EPRI. "This trilemma is destined to become a defining issue of the twenty-first century" Chauncey Starr, EPRI's founder, has captured the strong historical correlation between access to electricity economic prosperity and social choices. A large majority of the world's population is now trapped at a low economic level, where the focus of everyday life is on survival and on acquiring the basics now taken for granted in developed nations. As Starr shows, only after electricity consumption reaches a threshold of approximately 1000 kWh per capita do people turn their attention from the basics of immediate survival to the level of "amenities," including education, the environment, and intergenerational investment. Given the chicken-and-egg nature of the process of social advancement, it is not possible to point to electricity as the initial spark, but it is fair to say that economic development does not happen today without electricity. Electricity has been extended to more than 1.3 billion people over the past 25 years, with leveraged economic impact. In South Africa, for example, 10 to 20 new businesses are started for every 100 homes that are electrified. Electricity frees up human labor--reducing the time people spend in such marginal daily tasks as carrying water and wood--and provides light in the evening for reading and studying. These simple basics can become the stepping stones to a better life and a doorway to the global economy. Because electricity can be effectively produced from a wide variety of local energy sources and because it is so precise at the point of use, it is the ideal energy carrier for economic and social development. Distributed electricity generation can be used to achieve basic rural electrification goals in the developing world, thereby helping to counteract the trend toward massive urbanization. People in rural areas and villages need to have accessto the opportunities and jobs that are now attainable only by migrating to large cities. Electrification should also help with efforts to improve deteriorating urban air quality in the growing megacities of the world. Mortality from respiratory infections may be as much as five times higher in developing countries than in developed countries. The health costs can be debilitating; it is estimated, for example, that the total health cost of air emissions in Cairo alone now exceeds $1 billion per year. How global electrification proceeds--on a large or a small scale, with clean or dirty technology--will influence the planet socially economically and environmentally for centuries. Ultimately our success or failure in this endeavor will bear heavily on whether we can effectively handle the issues of the habitability and biodiversity of the planet. Ironically, electricity may also become the focal point for growing animosity in the coming century, for the simple reason that it is taking on more and more responsibility for society's energy-related pollution. Electricity accounted for only about 25% of the world's energy consumption in 1970. Today in the developed countries, its share of energy consumption is nearly 40%, and by 2050 that figure may reach60-70%. If transportation is fully electrified through fuel cells, hybrids, and the like, electricity's energy share could climb even higher. This growth accentuates the need to ensure that future electricity generation and use are as clean and efficient as possible and that best practices and technologies are available to developing countries as well as affluent ones. Fortunately for the world, electricity has the greatest potential of all the energy forms to deliver in the area of environmental stewardship. Roadmap's call to action The Electricity Technology Roadmap Initiative, which was launched by EPRI in 1998, began by bringing representatives of more than 150 diverse organizations together in a series of workshops and meetings to explore ways to enhance the future value of electricity to society. They staked out some ambitious destinations through time, leading to the ultimate destination of "managing global sustainability." They also established some specific goals to ensure that the tools will be in hand by 2025 to reach various sustainability targets, including universal global electrification, by midcentury. Among these goals are the acceleration of electricity-based innovation and R&D and the benchmarking of our progress toward sustainability. Universal global electrification means bringing everyone in the world to at least the "amenities" level defined by Starr. At this level, it becomes more likely that the rich and poor nations will find common ground for pursuing sustainability policies. The roadmap stakeholders are calling for a bare minimum of 1000 kWh per person per year to be available by 2050. This would raise the average in today's developing countries to around 3000 kWh per person per year in 2050, just above the level in the United States a century earlier, around 1950. Moreover, projections suggest that it will be possible to reduce the energy intensity of economic growth by at least 50% over the next 50 years through universal electrification, with about half the reduction resulting from end-use efficiency improvements. Consequently, the 3000 kWh of 2050 will go much further in powering applications--lighting, space conditioning, industrial processes, computing, communications, and the like--than an equivalent amount of electric energy used in the United States in 1950. Already, for example, the manufacturing and widespread application of compact fluorescent lightbulbs has become a priority in China for reasons of both energy efficiency and export potential. Even with the large efficiency improvements that are anticipated in electricity generation and end use, building enough capacity to supply 9-10 billion people with power will be an enormous challenge. Total global generating capacity requirements for 2050 could reach a daunting 10,000 GW--the equivalent of bringing on-line a 1000-MW power plant somewhere in the world every two days for the next 50 years. This is a tall order, and achieving it affordably and with minimal environmental impacts will require an unusual degree of dedicated R&D, supported through public and private collaboration, to accelerate the current pace of technological development. According to the roadmap stakeholders, reaching the destinations that they have defined calls for at least an additional $4 billion per year in electricity-related R&D by the United States alone. One of the key destinations, resolution of the energy-environment conflict, would in itself require an additional $2 billion per year in U.S. R&D over the next 10 years to speed up the development of clean power generation. This is more than double the nation's current level of funding in this area from both the public and private sectors. The rate of innovation is especially critical to sustainability. The roadmap participants have concluded that a "2% solution" is needed to support a sustainable future. By this, they mean that productivity improvements in a range of areas--including global industrial processes, energy intensity, resource utilization, agricultural yield, emissions reduction, and water consumption--have to occur at a pace of 2% or more per year over the next century. If the advances are distributed on a global basis, this pace should be sufficient to keep the world ahead of growing social and environmental threats. It will also generate the global wealth necessary to progressively eliminate the root cause of these threats and will provide the means to cope with the inevitable surprises that will arise. For example, a 2% annual increase in global electricity supply, if made broadly available in developing countries, would meet the goal of providing 1000 kWh per year to every person in the world in 2050. This means extending the benefits of electricity to 100 million new users every year. Maintaining a 2%  pace in productivity improvements for a century will be formidable. It is in line with the cumulative advancement in the United States during the twentieth century, but at least twice the world average over that period. The disparity has been particularly great in the past 25 years, as population growth has outstripped economic development in many parts of the world. The result has been massive borrowing to maintain or enhance short-term standards of living. Staying ahead of population-related challenges is now in the enlightened self-interest of all the world's peoples, and the 2% solution offers a benchmark for success. Sustaining efficiency gains of 2% per year throughout the twenty-first century would allow essential global economic development to continue while sparing the planet. This pace, for example, should help stabilize world population (to the extent that wealth is a primary determinant of population growth), limit atmospheric levels of greenhouse gases to below agreed-upon strategic limits, provide sufficient food for the bulk of the world's people (as well as the wherewithal to buy it), and return significant amounts of land and water to their natural states. Roadmap participants envision technology and the spread of liberal capitalism as powerful agents for the 2% solution in that they can stimulate global development and foster worldwide participation in market economies. However, the participants have also expressed some concern and caution about unbridled globalization overrunning local cultures and societies and creating instability, unrest, and conflict. At its worst, globalization could lock weaker nations into commodity-production dependencies, leading to a survival-of-the-fittest global economy in which the rich get richer and most of the poor stay poor. Establishing greater dialogue and cooperation among developed and developing nations is therefore considered critical to ensuring that globalization delivers on its promise to be a vehicle of worldwide progress that honors the diversity of nations and peoples. Targets of sustainability There is no single measure of sustainability; rather, it will require continued progress in a wide variety of areas that reflect the growing efficiency of resource utilization, broad improvements in the quality of life for today's impoverished people, and acceleration of the historical shift away from resource-intensive economic activity. The roadmap's sustainability R&D targets provide a first-order approximation of what will be required. In many cases, the targets represent a significant stretch beyond today's levels, but they are all technologically achievable. The roadmap sets an optimistic course, certain that with accelerated R&D and a much stronger technological foundation in hand by 2025, the world could be well on a path to economic and environmental sustainability by midcentury. The goals for sustainability are simply too far-reaching to be achieved solely through governmental directives or policy. Rather, they will be reached most readily via a healthy, robust global economy in which accelerated technological innovation in the private sector is strongly encouraged and supported by public policy. 

**LINK: CONGESTION = MASS TRANSIT**
Congestion encourages drivers to switch to mass transit options

Hartman 12, (Dennis Hartman—freelance writer and holder of a Bachelors degree from Syracuse and a Masters from the State University of New York, eHow, “The Effects of Traffic Congestion,” April 2012, http://www.ehow.com/list_6308569_effects-traffic-congestion.html, MH)

Economic Impact Drivers who encounter unexpected traffic may be late for work or other appointments, causing a loss in productivity for businesses and in the drivers' personal lives. Traffic delays may also slow down the shipping of cargo if delivery trucks can't remain on schedule due to a congested route. Drivers who know that traffic congestion is likely may decide to forgo an activity altogether, leading to less consumer spending and lower event attendance. Road Rage Drivers who become impatient may be more likely to drive aggressively or dangerously. This contributes to poor health for those affected by the stress and puts other drivers in danger. Road rage also increases the danger posed to emergency workers or construction crew members who are working on the congested road close to dangerous drivers. Encouraging Mass Transit Encouraging Mass Transit One beneficial effect of traffic congestion is its ability to encourage drivers to consider other transportation options. In cities with frequent traffic congestion, individuals often choose a subway, light rail or bus service. These options reduce traffic on the roads, have less of an environmental impact and reduce the stress associated with driving in heavy traffic.

Congestion incentivizes commuters to use public transportation

Merugu et al, 9 (Deepak Merugu—Electrical engineering at Stanford University, ACM Workshop on the Economics of Networked Systems, “An Incentive Mechanism for Decongesting the Roads: A Pilot Program in Bangalore,” 2009, http://simula.stanford.edu/Incentive_mechanisms/, MH)

Frustrating traffic jams are well-known to commuters. Quite surprising, however, is the cost of congestion. A study by the Texas Transportation Institute estimates the time and fuel costs to be $78.2 billion in 2005, up from $73.1 billion in 2004. In urban areas there are the addtional problems of poor air quality and parking. While a better transportation infrastructure and road usage are essential to mitigate the problem, they will not be sufficient. As Vickrey has noted remarkably early, this is because of the “tragedy of the commons” effect: a free public good will tend to suffer from overuse. Given the gravity of the problem in recent times, several cities have started imposing monetary charges to combat urban congestion. In a congestion charging scheme, drivers pay a fee for entering a “congested zone” during peak hours. This method is most notably practiced in London, Singapore and Stockholm. Our approach contrasts with congestion charging in a crucial way. We view “the right to congest” as a tradeable commodity: those who use the roads at congested times pay those who stay away during such times. This direct transfer of money from the congestor to the decongestor is incentive compatible (i.e., it invites the participation of congestor and decongestor alike): the congestor encounters less traffic and the decongestor is adequately compensated. The goal is to wean commuters away from congestion-causing behavior by incentivizing them to commute at less congested times and to use public transportation. This site contains information on projects which have applied the incentive approach for decongesting the road. 
**UNIQUENESS: MASS TRANSIT INCREASING**
Mass transit use is increasing

Puentes, 8 - Fellow and Director, Metropolitan Infrastructure Initiative Brookings Institution (Robert, "Strengthening the Ability of Public Transportation to Reduce Our Dependence on Foreign Oil” Congressional Testimony, 9/9, http://www.brookings.edu/~/media/research/files/testimony/2008/9/09%20transportation%20puentes/0909_transportation_puentes.pdf)//DH

1.  High gas prices are driving Americans to transit 

After years and years of steady increases, the total amount of driving in the U.S. has slowed down dramatically. In fact, monthly dispatches from the federal highway administration illustrate clearly that as a nation we are driving much less. Cumulative travel for 2008 has decreased by 42.1 billion vehicle miles, the largest drop in driving that this nation has ever seen. 14 Without a doubt some of this decrease is attributable to skyrocketing gas prices which, although they have fallen in the last two months, are still one dollar per gallon higher than this time last year. Americans now consume 31 million fewer gallons of gasoline each day in 2008 than they did in 2005. 15 Partly as a result, transit ridership is booming, increasing by 74 million trips from March 2005 to March 2008–a gain of nearly nine percent. 16 A recent survey found that 92 percent of transit agencies reported increases in ridership and 91 percent of those attribute at least part of the increase to the increased fuel costs to American drivers. 17 Amtrak's ridership this past July was its highest in any single month in its history. 18 There is no doubt that these trends are positive for our national quest for energy independence and climate protection. It is also consistent with recent research showing the significant contributions public transportation makes to reducing overall oil and gasoline consumption. 19 Unfortunately, we also know that transit agencies are not immune from the increases in fuel costs and at the same time are struggling to cope with this increased demand. Perversely, one in five transit agencies are considering cuts in service as a result of the increased costs of energy. 20 So at the time when the nation needs functioning, reliable, mass transit we are finding many agencies in severe distress. 
Mass transit gaining ground now
Williams, 12 – Director of National Public Relations at AAA National Office (Mantill, “Volatile Gas Prices Point to Increased Use of Public Transportation”, Media Center, 5/15/12, http://www.apta.com/mediacenter/pressreleases/2012/Pages/121505.aspx)//MBW
The American Public Transportation Association (APTA) and Building America’s Future (BAF) today released a study predicting that record numbers of Americans will turn to public transportation as a cost-cutting measure in the face of volatile gas prices. To meet this impending surge in demand, APTA and BAF are calling on Congress to pass a multi-year, fully funded surface transportation bill as the Senate and House begin Conference Committee negotiations. For example, as gas prices approached an average of $4 a gallon nationally this year, the analysis predicted an additional 290 million passenger trips could be expected on average for the year, resulting in more than 10.7 billion trips per year. Even as gas prices drop to $3.75, the analysis predicted there would still be an additional 240 million passenger trips because of the volatile up and down nature of fuel prices.  These behaviors show that Americans are looking for a long-term, sustainable alternative to driving.
**IMPACTS**
More Econ

Economic growth is necessary to prevent conflict 

Mandel 5 (Michael Mandel, Bloomberg Business, “Whats So Good About Growth?,” http://www.businessweek.com/magazine/content/05_45/b3958122.htm)

The real benefit of growth, Friedman argues, is that it encourages a wide range of social virtues, including dedication to democracy, tolerance of diversity, social mobility, and commitment to fairness. By contrast, he writes, "when living standards stagnate or decline, most societies make little if any progress toward any of these goals, and in all too many instances they plainly retrogress." The book, at almost 600 pages, is too long and quite repetitive in spots. And it doesn't pack the punch of Friedman's influential 1988 book, Day of Reckoning: The Consequences of American Economic Policy Under Reagan and After, which warned that massive budget deficits were going to badly damage the U.S. economy. But in this book Friedman has scored a dead-center hit on the critical question: Why do we value economic growth? The usual argument is that a bigger GDP -- more goods and services -- leads to happier, more satisfied citizens. But that apparently simple proposition turns out to be far more complicated. As Friedman notes, there is plenty of evidence that people judge their well-being by comparing themselves to others. As the average income in a country goes up, so do expectations. As a result, the level of GDP per person in a country, taken alone, doesn't necessarily say much about the level of happiness. The lack of a direct link between personal satisfaction and the level of GDP per person seems to undercut the purely economic arguments in favor of growth. After all, why should we undergo all the turmoil of technological change and economic restructuring if more gadgets and bigger homes aren't going to make us happier in the end? Friedman argues that economic growth has a key additional benefit: As long as people see their own income rising, they worry less about doing better than others. And that in turn creates a more favorable environment for political and social advances. To demonstrate this point, he draws on economic studies and historical examples, both American and global. In the 1700s, he points out, it became accepted that the rise of commercial and trading activity was a force for positive legal and institutional change. Adam Smith, for one, believed that moral progress went hand in hand with economic progress, as voluntary exchange replaced the use of force. Friedman points to the the Ku Klux Klan in the U.S. and the Nazis in Germany as examples of what can happen when growth vanishes. And he worries that "rising intolerance and incivility and the eroding generosity and openness...have been, in significant part, a consequence of the stagnation of American middle class living standards during much of the last quarter of the twentieth century." Friedman is forthright about admitting that the New Deal doesn't fit his argument. He says the hard times of the Great Depression brought forth a virtue: a generous public response. But the New Deal was "exceptional," says Friedman, arguing that rising incomes in general make people more willing to help others. The link between economic growth and democracy also works on a global level. The movement toward civil liberties and open societies, says Friedman, has been most successful in countries with rising incomes: He predicts China will take this same path. This is not a politically biased book -- you would have a hard time telling from it whether Friedman is a Republican or a Democrat. But it does provide a new framework and language for discussing economic growth, one that's useful for economists, politicians, and business leaders alike. The goal is not simply more, but more moral.

Economic growth leads to interdependence which reduces the risk of war

Yee 99 (Tan Tan, Journal of the Singapore Armed Forces, Jan-Mar, http://www.mindef.gov.sg/safti/pointer/back/journals/1999/Vol25_1/7.htm)JFS

Like the Democratic Peace Proposition, the notion that increased interdependence reduces the probability of war among nations is not new. For one, economists have long demonstrated that economic interdependence benefits both parties through the process of international trade. The underlying rationale is worth explaining. In a simple model of a two-state-two-product international economy, even if a particular state is more efficient at producing both goods, it would still make more economic sense for each state to specialise in producing one of the goods and thereafter obtain the other through barter exchange. This is because the issue is one of relative rather than absolute efficiency; the more efficient state should optimise its limited resources to focus entirely on producing the goods where it has a relatively greater efficiency. From an economic viewpoint, therefore, international trade represents one of the rare occasions in international affairs that present a win-win situation to both parties.15 Traditionally, theories on the effect of interdependence between states on the risk of war can be divided into two main camps. On the one extreme, liberals argue that economic interdependence lowers the likelihood of war by increasing the value of trading over the alternative of aggression; in other words, states would rather trade than fight.16 To put it simply, trade is mutually beneficial, while war is at best a zero-sum game. At the same time, the increasing lethality of modern weapons has greatly increased the costs and risks of war, thus making the trading option seem even more rational. Four other subsidiary propositions supporting the liberal view are worth mentioning here.17 Firstly, the increased economic activity that accompanies higher trade levels tends to promote domestic prosperity, and in doing so lessens the internal problems that push leaders to war. Secondly, trade may alter the domestic structure of a particular state, giving more influence to groups with a vested interest in the continuation of peaceful trade. Thirdly, a higher level of interdependence inevitably leads to increased interaction between governments and peoples. This enhances understanding and an appreciation of each other's views and perspectives, reducing the misunderstandings and miscalculations that sometimes lead to war. The final argument asserts that trade has the spillover effect of enhancing political ties between trading partners, thus improving the prospects for long-term co-operation. Going by the liberal arguments, there is cause for optimism as long as a high level of interdependence can be maintained among all states. Rosecrance sums up the view rather neatly that high interdependence fosters peace by making trading more profitable than invading.18 Some liberals explain the continuing occurrence of war as a result of the misconception of political leaders caught up in the outmoded belief that war still pays.19 Yet others saw it as the misguided attempts by political leaders to gamble for an outright victory in war, in which case the benefits would be even greater. The contention is that inspite of the pacifist tendencies that interdependence brings about, it may sometimes not be enough to prevent war from happening.

Oil

Federal support for mass transit is vital to shifting away from new road construction – it’s vital to substantially decreasing oil dependence

Nelder, 9 - Chris Nelder is an energy analyst and consultant who has written about energy and investing for more than a decade (“Is Obama's Infrastructure Plan Built to Last?,” Energy & Capital, 1/14, http://www.energyandcapital.com/articles/obama-infrastructure-energy/813)//DH
It is abundantly clear to me, as it is to any student of peak oil or anybody who has read my column or my books, that rail is the obvious priority for the future of transportation. Rail is by far the cheapest and most fuel-efficient form of transport, requiring about a third less fuel than air for personal travel, and as little as 3% of the energy for freight. Yet, our current rail system is a joke compared to the rest of the developed world. As James Howard Kunstler has remarked, even Bulgaria would be ashamed of our rail system. Destinations are limited, especially in the West, and most of the trains run on diesel. Our fastest train, Amtrak's Acela, only does about 100 mph on its short run from Boston to D.C., less than half the speed of modern high-speed trains elsewhere. If we really intend to have an infrastructure that survives peak oil, we have to transform it to run on renewably generated electricity. We also have to expand it massively and take millions of cars and transport trucks off the road. Doing so would probably cost trillions of dollars and would be worth every penny. For example, a high-speed rail corridor for the Northeast would run about $32 billion. Laying high-speed rail between the major cities of California would cost north of $40 billion. So far, however, I have seen little suggestion of such an ambitious transformation. The funding package approved in October by Congress would grant a paltry $13 billion to passenger rail over five years, of which three-fourths would go to Amtrak. Another $5 billion is currently proposed by the House transportation and infrastructure committee for intercity rail. That's not transformation spending; that's barely better than maintenance spending. In fact, despite Obama's pledge to devote funds to projects beyond "roads and bridges," it's now looking like the states might hijack those funds and try to pour much of the Obama stimulus package money into roads and cars. According to a report by Bloomberg, Missouri plans to spend $750 million of it on highways and nothing on mass transit. Utah would devote 87% of its share to new roads, and Arizona would spend $869 million on highways. Presumably, other states have similar priorities. I'm not unsympathetic to the plight of the states. Saddled with declining revenues due to the recession and a crumbling road, bridge and airport infrastructure badly in need of repair, they have to do something. In the absence of strong federal leadership into mass transit, they have little choice but to try to maintain what they have. A spokesman for House Transportation and Infrastructure Committee Chairman James Oberstar quoted in the Bloomberg article was blunt: "We like the environmentally friendly way of doing things but the charge we were given was to come up with something that can happen quickly," he said. "We can't lose sight of what the primary goal here is, and that is to put people to work." Not Just Jobs, but the Right Jobs Which brings us to the key point: Instead of seeking "shovel ready" projects that can be started within 180 days to create new jobs ASAP, the Obama team should be looking at the long view on energy and ensuring what we build now is truly built to last. Roads—especially new roads—are definitely not that. According to the director of Washington-based Building America's Future, some $16.5 billion in mass transit projects can be started within a year. (By comparison, tens of billions of dollars have already been committed to high-speed electric rail in Europe and Asia.) Those projects should be our immediate national priority, followed by some deep and serious planning for a long-term transportation infrastructure that will survive $150 oil and declining supply. President Roosevelt created just such a planning board as part of the New Deal, which eventually resulted in the interstate highway system. By planning for it now, we could achieve a somewhat orderly transition away from liquid fuels and toward efficient electric transport. We'll still create millions of new jobs, only they'll be theright jobs. Jobs that won't disappear the next time oil spikes.

Oil dependence escalates multiple flashpoints globally

Rosen 10 (Deputy General Counsel at the Center for Naval Analyses & Professor of Homeland Security Law and Policy at George Washington University) Mark  “Energy Independence and Climate Change: The Economic and National Security Consequences of Failing to Act” University of Richmond Law Review, Lexis

There is a growing consensus in U.S. national security circles that American dependence on imported oil constitutes a threat to the United States because a substantial portion of those oil reserves are controlled by governments that have historically pursued policies inimical to U.S. interests. For example, Venezuela, which represents eleven percent of U.S. oil imports, "regularly espouses anti-American and anti-Western rhetoric both at home and abroad ... [and] ... promotes ... [an] anti-U.S. influence in parts of Latin and South America ..." 72 that retards the growth of friendly political and economic ties among the United States, Venezuela, and a few other states in Latin and South America. This scenario plays out in many different regions. Russia, for example, has used its oil leverage to exert extreme political pressure upon Ukraine and Belarus. 73 Longstanding Western commercial relations with repressive regimes in the Middle East - i.e., Iran, Sudan, and Saudi Arabia - raise similar issues because of the mixed strategic messages that are being sent. Of course, large wealth [*989] transfers have allowed the Taliban in Saudi Arabia to bankroll terrorism. 74 A. Chokepoints and Flashpoints For the foreseeable future, the U.S. military will most likely be involved in protecting access to oil supplies - including the political independence of oil producers - and the global movements of using oil to help sustain the smooth functioning of the world economy. The security challenges associated with preserving access to oil are complicated by geographical "chokepoints," through which oil flows or is transported, but which are vulnerable to piracy or closure. 75 "Flashpoints" also exist as a result of political - and sometimes military - competition to secure commercial or sovereign access to oil in the face of disputed maritime and land claims that are associated with oil and gas deposits. Together, these challenges have necessitated that the United States and its allies maintain costly navies and air forces to protect sea lanes, ocean access, and maintain a presence to deter military competition in disputed regions. A selection of today's chokepoints and flashpoints follow. The Strait of Hormuz. This strait is the narrow waterway that allows access from the Indian Ocean into the Persian Gulf. Two-thirds of the world's oil is transported by ocean, and a very large percentage of that trade moves through Hormuz. The northern tip of Oman forms the southern shoreline of the strait. 76 Hormuz is protected by the constant transits of the U.S. Navy and its allies. Even though the strait has not been closed, the Persian Gulf has been the scene of extensive military conflict. 77 On September 22, 1980, Iraq invaded Iran, initiating an eight-year war between the two countries that featured the "War of the Tankers," in which 543 ships, including the USS Stark, were attacked, while the U.S. Navy provided escort services to protect tankers [*990] that were transiting the Persian Gulf. 78 There have been past threats by Iran to militarily close the strait. 79 Additionally, there are ongoing territorial disputes between the United Arab Emirates and Iran over ownership of three islands that are located in approaches to the strait. 80 Closure of the strait would cause severe disruption in the movements of the world's oil supplies and, at a minimum, cause significant price increases and perhaps supply shortages in many regions for the duration of the closure. 81 During the War of the Tankers, oil prices increased from $ 13 per barrel to $ 31 a barrel due to supply disruptions and other "fear" factors. 82 Bab el-Mandeb. The strait separates Africa (Djibouti and Eritrea) and Asia (Yemen), and it connects the Red Sea to the Indian Ocean via the Gulf of Aden. The strait is an oil transit chokepoint since most of Europe's crude oil from the Middle East passes north through Bab el-Mandeb into the Mediterranean via the Suez Canal. 83 Closure of the strait due to terrorist activities or for political/military reasons, could keep tankers from the Persian Gulf from reaching the Suez Canal and Sumed Pipeline complex, diverting them around the southern tip of Africa (the Cape of Good Hope). 84 This would add greatly to transit time and cost, and would effectively tie-up spare tanker capacity. Closure of the Bab el-Mandeb would effectively block non-oil shipping from using the Suez Canal. 85 In October 2002 the French-flagged tanker Limburg was attacked off the coast of Yemen by terrorists. 86 During the [*991] Yom Kippur War in 1973, Egypt closed the strait as a means of blockading the southern Israeli port of Eilat. 87 The Turkish Straits and Caspian Oil. The term "Turkish Straits" refers to the two narrow straits in northwestern Turkey, the Bosporus and the Dardanelles, which connect the Sea of Marmara with the Black Sea on one side and the Aegean arm of the Mediterranean Sea on the other. Turkey and Russia have been locked in a longstanding dispute over passage issues involving the Turkish Straits. 88 The 1936 Montreux Convention puts Turkey in charge of regulating traffic through the straits; 89 yet Turkey has been hard pressed to stop an onslaught of Russian, Ukrainian, and Cypriot tankers, which transport Caspian Sea oil to markets in Western Europe. 90 Because of the very heavy shipping traffic and very challenging geography, there have been many collisions and groundings in the past, creating terrible pollution incidents and death. 91 Thus far, none of these incidents have been attributed to state-on-state-conflict or terrorism; 92 however, the confined waterway is an especially attractive target because of the grave economic and environmental damage that would result from a well-timed and well-placed attack on a loaded tanker. The issues surrounding the straits are also a subset of larger problems associated with the exploitation of Caspian oil, including severe pollution of the Caspian Sea as a result of imprudent extraction techniques, as well as the ever-present potential for conflict among the various claimants to the Caspian's hydrocarbon resources due to an inability of the various Caspian littoral states to agree on their maritime boundaries - and their [*992] legal areas in which to drill. 93 Any one of these problems could become a major flashpoint in the future. China vs. Japan. The Daiyu/Senkaku islands located in the East China Sea have become an increasingly contentious dispute because both claimants have, in the past, used modern military platforms to patrol the areas of their claims in which there are suspected oil and gas deposits in the seabed. 94 In September 2005, for example, China dispatched five warships to disputed waters surrounding its oil and gas platforms, which were spotted by a Japanese maritime patrol aircraft. 95 There have been other similar military-to-military encounters. 96 Given the fact that both countries have modern armed forces and are comparatively energy starved, it is not difficult to envision serious conflict erupting over these disputed areas. The Arctic Super Highway. Traditionalists would probably not include the Arctic as a security chokepoint. The oil connection is reasonably well known: "22 percent of the world's undiscovered energy reserves are projected to be in the region (including 13 percent of the world's petroleum and 30 percent of natural gas)." 97 However, given the very small margins that transporters earn transporting oil from point A to B, 98 shipping companies are always in search of shorter routes to transport oil to market. As the thawing of the Arctic Ocean continues as a result of climate change, 99 this may create new shipping routes that transporters of [*993] oil and other goods will use to maximize their profits and minimize their transit times. As supplies of readily exploitable crude oil are reduced, the probability increases that some of this trade will result from exploitation activities in the land and littoral areas adjacent to the Arctic Sea. This development is concerning for a number of reasons: (1) the area is very remote and could provide a safe haven to pirates seeking to hijack cargoes; (2) the environmental sensitivity of the area, and the concomitant difficulty of mounting a cleanup effort, means that an oil spill in that marine environment will be much more persistent than an oil spill in temperate waters; 100 (3) the Arctic presents unique navigational difficulties due to the lack of good charts, navigational aids, and communications towers, as well as the impacts of extreme cold on the operational effectiveness of systems; 101 (4) the unsettled nature of claims by various countries, including the United States, to the seabed continental shelf resources in the littoral areas off their coastlines creates the potential for military competition and conflict over these claims. 102 The International Maritime Organization ("IMO") is now circulating draft guidelines for ships operating in Arctic areas to promote - but not require - ship hardening against an iceberg strike, better crew training, and environmental protection measures. 103 These guidelines are merely advisory and can only be implemented via the flag states. 104 Also, neither IMO nor any of the UN Law of the Sea Institutions have mandatory jurisdiction over any of the flashpoint issues relating [*994] to competing continental shelf claims in the Arctic, 105 meaning that any disputes will remain unresolved for a long time. The above is only a selected list of potential flashpoints in which oil is the main culprit. Disputes between China and six other nations of the Spratly Islands, and other territories in the South China Sea, remain unresolved. 106 The Spratly Islands could become a flashpoint in the future, involving the United States or its allies, because of the proximity of those areas to the major sea routes to Japan and Korea. 107 The strategic straits of Malacca, Lombok, and Sunda in Southeast Asia are absolutely essential to the movement of raw materials to Japan, Korea, and China. 108 Because of Lombok's depth and strategic location, it is a major transit route for very large crude carriers that move between the Middle East and Asia. 109 Lombok is an undefended waterway that is only eighteen kilometers in width at its southern opening, making it an attractive chokepoint for hijacking or eco-terrorism in which the waters of the environmentally sensitive Indonesian archipelago would be held hostage. 110 
Laundry List

Mass transit improvements are comparatively better than highway improvements—congestion, costs, energy, pollution and public health

Litman, 9 (Todd Litman—Victoria Transport Policy Institute Transport analyst, Victoria Transport Policy Institute, “Smart Transportation Economic Stimulation:  Infrastructure Investments That Support Economic Development,” http://www.vtpi.org/econ_stim.pdf, MH)

Much of this debate reflects differences in analysis scope (Litman 2009b). Highway expansion advocates tend to focus on traffic congestion reduction objectives and ignore the negative effects of induced vehicle travel and sprawl. 1 Advocates of investments in alternative modes tend to consider a wider range of impacts and objectives, including traffic congestion reduction, parking cost savings, consumer cost savings, accident reductions, improved mobility for non-drivers, energy conservation, pollution reductions, and public fitness and health. This report investigates these issues and describes specific factors to consider when evaluating such investments. It describes various trends that are changing future travel demands, evaluates the long-term economic impacts of various transport policies and programs, and identifies best practices for selecting economic stimulation investments. It evaluates arguments by highway expansion advocates that highway investments are better overall than investments in alternative modes. 

Jobs

Public transportation projects create more jobs are faster than highway projects

Litman, 9 (Todd Litman—Victoria Transport Policy Institute Transport analyst, Victoria Transport Policy Institute, “Smart Transportation Economic Stimulation:  Infrastructure Investments That Support Economic Development,” http://www.vtpi.org/econ_stim.pdf, MH)

Expenditures on public transit operations (bus and train maintenance and driving) tend to create relatively large numbers of jobs. According to one study, money spent on public transport produces almost 9% more jobs than roadway repair and maintenance projects, and nearly 19% more jobs than new roadway projects, assuming half the transit funds are spent on new capital projects and half on operations (STPP 2004). Transit vehicle purchases tend to have smaller economic impacts because they are mostly imported, although this could change with improved domestic transit vehicle production. Transportation maintenance and repair projects are generally faster to implement (minimal delay for planning or land assembly), create more jobs per dollar (little money is required for land acquisition or expensive equipment), employ more local workers (fewer tasks require specialized labor), and are more geographically distributed than large highway capacity expansion projects (Troth 2009). Table 4 summarizes employment generation from various infrastructure investments. 

**ANSWERS TO**
AT: Auto industry OW
Improvements to support the automobile industry don’t boost the economy as much

Litman, 9 (Todd Litman—Victoria Transport Policy Institute Transport analyst, Victoria Transport Policy Institute, “Smart Transportation Economic Stimulation:  Infrastructure Investments That Support Economic Development,” http://www.vtpi.org/econ_stim.pdf, MH)

Infrastructure Investments That Support Economic Development This report discusses factors to consider when evaluating transportation economic stimulation strategies. Transportation investments can have large long-term economic, social and environmental impacts. Expanding urban highways tends to stimulate motor vehicle travel and sprawl, exacerbating future transport problems and threatening future economic productivity. Improving alternative modes (walking and cycling conditions, and public transit service) tends to reduce total motor vehicle traffic and associated costs, providing additional long-term economic savings and benefits. Increasing transport system efficiency tends to create far more jobs than those created directly by infrastructure investments. Domestic automobile industry subsidies are ineffective at stimulating employment or economic development. Public policies intended to support domestic automobile sales could be economically harmful in the long run if they increase future energy consumption and transportation system inefficiency. 
