[JDI Gas Tax Updates]
[Lab CKK]

***Federal Transportation Good***
Federal Transportation Responsibilities

Federal Transportation Infrastructure includes defense facilities and national forests & parks.

Poole 1996 (Robert W. Former member of the President’s Commission on Privatization, “Defederalizing Transportation Infrastructure, http://reason.org/files/4883e8bd01480c4d96ce788feb1f2e05.pdf)

It goes without saying that for those portions of U.S. territory under the direct federal jurisdiction, the federal government should continue to have the responsibility for providing transportation infrastructure. This would include military installations and defense-related nuclear-weapons facilities operated by the Department of Energy as well as national forests and national parks. The costs of infrastructure for these federal lands should be included in the budgets of the relevant agencies, with the revenues derived either from users (e.g. timber companies needing logging roads) or from general revenues (e.g. for defense installations). None of these purposes requires any tax on general highway or airport users. 
Things that are funded by the HTF

All road projects on public lands are funded out of the HTF

US Department of Transportation 2012 (http://flh.fhwa.dot.gov/about/)

The Federal Lands Highway Program (FLHP) was created by the 1982 Surface Transportation Assistance Act (STAA) and signed by the President on January 6, 1983. Today's FLH program is subdivided into four core areas, namely, the Indian Reservation Roads, Park Roads and Parkways, Refuge Roads, and Public Lands Highway Programs. The Public Lands Highway Program consists of the Forest Highway and the Public Lands Highway Discretionary Programs. The primary purpose of the FLHP is to provide financial resources and technical assistance to support a coordinated program of public roads that service the transportation needs of Federal and Indian lands. It brought together for the first time a consolidated and coordinated long-range program funded under the Highway Trust Fund. One of the major factors associated with the success of the program is the Federal Highway Administration's strong relationship with our Federal,State, local, and tribal partners.
Devolution Links to Politics

Devolution of Transportation Infrastructure to the states causes a fight in Congress which snowballs

Poole 1996 (Robert W. Former member of the President’s Commission on Privatization, “Defederalizing Transportation Infrastructure, http://reason.org/files/4883e8bd01480c4d96ce788feb1f2e05.pdf)

The most difficult political issue in transitioning to full devolution is the adverse impact on a handful of states that have historically been the major winners from the redistribution of federal highway funds in particular, Alaska, the District of Columbia, and Hawaii, each of which has received more than twice what it contributed in gasoline taxes. While their members of Congress would almost certainly vote against devolution, the impact of the change could cause other members to join them in opposing devolution.

Uniform Act CP—Cali Says No

California would say no

Parker ‘9

Randall, Professor of Economics at East Carolina University, “Carbon Taxes Very Unpopular in the United States” February 21, 2009 (http://www.futurepundit.com/archives/005987.html)
Heather Mac Donald points out that even though the state of California is trying to fill in a $42 billion dollar budget deficit the people of California are so adamantly opposed to a gasoline tax increase that the state legislature opted to increase the sales tax rather than enact a carbon tax. So did a proposed 12-cents-a-gallon surcharge on gas make it into the crippling $12.8 billion in tax hikes which the California legislature finally passed yesterday? Of course not. Voters would raise bloody hell. Better, apparently, to kill all businesses slowly with a sales tax hike than to interfere with Californians’ right to cheap gasoline. Liberal politicians’ pious devotion to the science of global warming never translates into action, unless the costs of action can be safely transferred onto non-voters. And environmental groups are just as cowardly. I sure didn’t notice the Sierra Club or the NRDC protesting when presidential candidate Hillary Clinton called for a suspension of the federal gas tax last year. This is not an amazing result. Gasoline taxes are so unpopular that their levels haven't even kept up with inflation for funding road maintenance. I realize some of you support a carbon tax because you are worried about global warming. But in spite of the fact that California enacted a law in 2006 to cut carbon dioxide emissions 25% by 2020 the people of California are not willing to pay a even a small price to achieve this goal. This has important ramifications for the global warming policy debate. How unpopular are higher gasoline taxes in the US for roads and bridges? In August 2008 a poll found nearly two thirds of Americans opposed higher gasoline taxes to fix bridges. In July 2007 an overwhelming majority of Americans opposed a 50 cent gasoline tax. Eighty-six percent (86%) of Americans oppose a proposal to increase gasoline taxes by 50 cents a gallon. A Rasmussen Reports national telephone survey found that just 8% favor such a tax hike.
States Can’t Solve Warming

Federal action key to solve warming and the economy, states fail and wreck the consumer

Ferguson 7--professor of economics @ Bethel University

[Jake Ferguson, professor of economics @ Bethel University, “Should the United States Increase the Federal Gasoline Tax?”, Spring 2007, http://business.uni.edu/economics/Themes/ferguson.pdf]

Imagine a proposal that promises to decrease carbon emissions, reduce dependency on foreign oil, help the environment, and decrease the government deficit. These benefits sound almost too good to be true. Some believe all those things can happen if the federal government increases the gasoline tax. As N. Gregory Mankiw said, “This may be the closest thing to a free lunch that economics has to offer.” [Mankiw, 1999, 60]The federal gasoline tax topic is significant in the United States today. With the growing concern about global warming, an increased tax could help by reducing pollution. An increased tax could also make the United States more energy independent in the long run, but American drivers would be hurt by a higher gasoline tax in the short run. State gasoline taxes, however, place the entire burden on the consumer. If one state’s tax is higher than surrounding states, wholesalers can choose to send more gasoline to the lower tax states. The ability of wholesalers to send more gasoline to lower tax states causes the elasticity of supply to a particular state to be greater than the elasticity of supply to the entire nation. 

States Bad—Race to Bottom

States compete on gas tax rates, causing a race to the bottom that takes away solvency

Singh et al 11—professor of econ @ UK

[Kusum Singh, William H. Hoyt, Jihai Yu, professors of of Economics @ University of Kentucky, “The Battle of Taxes: Strategic Interaction in Multiple Tax Policies among States”, July 2011, https://editorialexpress.com/cgi-bin/conference/download.cgi?db_name=IIPF67&paper_id=240]

Our results show that strategic competition among state governments occurs within the same tax base and across different tax bases. We find that a tobacco and gasoline tax rates in a state respond positively to neighboring states’ tobacco tax rates and motor fuel tax rates, respectively. In terms of strategic interaction across different tax bases, we find that tobacco tax rates in a state react positively to neighboring states’ gasoline tax rates as doe gasoline taxes with respect to neighboring states’ tobacco taxes. Gasoline tax rates respond positively to increases in neighboring states’ sales taxes but negatively to increases in neighboring income tax rates.Tax differentials among states encourage cross-border shopping. For example, on January 1, 2007, when taxes on cigarettes in South Dakota increased from fifty-three cents a pack to $1.53, making a carton cost at least $11.70 more than a carton in Iowa, thousands of South Dakotans crossed the border into Larchwood, Iowa to purchase cigarettes (Efrati, 2007).State governments presumably consider cross-border shopping and smugglings when determining tax policies. Kanbur and Keen (1993), for example, suggests that states will compete against one another to set lower commodity tax rates to gain cross-border shoppers. Evidence from empirical studies on excise tax competition suggests states mutually undercut each other’s excise tax rates, and excise taxes are lower among states in which the greater share of population is on borders (Devereux et al., 2007). Finally state governments should consider and react to potential negative influences of excise tax competition on their tax revenues. In particular, if a “race to the bottom” occurs in excise tax rates as state governments attempt to gain cross-border shoppers, excise tax revenues will decrease. As states’ excise tax revenues decrease, states may be required to adjust tax and expenditures to maintain their balanced budgets. For instance, do state governments decrease their public expenditure levels to maintain a balanced budget? Or do they rely more on other taxes when faced with more competition in excise taxes to meet their revenue goals? Specifically, Esteller-Moré and Solé-Ollé (2001) focus on income tax rates of the US states and find that state income tax rates respond positively to federal income tax rates and neighboring states’ income tax rates. Empirical papers that look at strategic interaction in commodity tax rates include Rork (2003), Jacobs et al. (2007), and Devereux et al. (2007). Considering statutory tax rates of commodities in the US states, Rork (2003) finds that state taxes with mobile bases, such as motor fuel and tobacco respond positively to tax rates set in neighboring states, while state taxes with relatively immobile bases, such as sales tax, respond negatively to tax rates set in neighboring states. On the other hand, focusing on an average effective tax rate2 for commodities such as beer, tobacco, distilled spirits, wine, and motor fuel, Jacobs et al. (2007) find that state commodity tax rates are positively affected by neighboring states’ same commodity tax rates. Moreover, Devereux et al. (2007) analyze both the vertical and horizontal tax competitions for tobacco and motor fuel taxes in the US for the period 1977–1997.

Different state markets cause price fluctuation, states can’t implement a stable policy. 

Alm et al 5--PhD in economics, department chair @ Tulane

[James Alm, Edward Sennoga and Mark Skidmore, PhD in economics, department chair @ Tulane, “Perfect Competition, Spatial Competition, And Tax Incidence In The Retail Gasoline Market”, September 2005, http://aysps.gsu.edu/sites/default/files/documents/frc/report112.pdf]

Gasoline taxes have changed considerably over time. Figure 1 presents the distribution of taxes in nominal cents per gallon by state in 1984 and 1999, a period that spans our empirical analysis. In 1984 the average state tax in nominal terms was 11.9 cents per gallon; by 1999 the average state tax had increased to 20.1 cents per gallon. In real terms the tax increase has obviously not been as large as indicated in Figure 1, but presenting the data in nominal terms demonstrates that there are many policy-driven tax changes over the period of analysis from which we can generate estimates of tax incidence. It is noteworthy that, of the 202 policy driven tax changes during the period of analysis, 24 were tax reductions, which provides an opportunity to examine whether prices respond asymmetrically to tax increases versus tax decreases. The tax changes were distributed fairly uniformly over this period. We observe 45 tax changes during the 1984-1987 period, 82 changes between 1988 and 1991, 50 changes from 1992-1995, and 45 changes during the 1996-1999 period. Although the retail gasoline market is often considered to be very competitive, several studies indicate that market power may exist in certain submarkets. Increased market concentration has been found to lead to higher energy market prices in general (Borenstein, Cameron, and Shepard, 1997; Joskow and Kahn, 2000) and within the gasoline market in particular (Borenstein and Shepard, 1996). There is also some recent evidence from California showing that the preservation of a competitive market structure enhances price competition in the gasoline market (Hastings, 2004; Verlinda, 2004). This work suggests that not all gasoline markets are perfectly competitive. Furthermore, Skidmore, Peltier, and Alm (2004) find that state government antitrust policies play a role in determining the degree of market concentration and competition across states and over time.6 As a result, we believe that it is possible, indeed likely, that states differ systematically in the degree of competitiveness in the gasoline market. If so, it is important to explore whether tax incidence also differs in predictable ways across the states that vary in competitiveness.

States Bad—Race to Bottom
Gas taxes differ by geographical region

Moul ‘9

Charles, PhD in Economics from the University of Miami, “How Far For a Buck? Tax Differences and the Location of Retail Gasoline Activity in Southeast Chicagoland”, January 26, 2009. (http://www.fsb.muohio.edu/moulcc/chicago-gas-tax.pdf)

In this paper, we undertake an exercise that uses variation in government policies to uncover primitives that address the following questions: How much is the typical consumer willing to pay to avoid traveling an additional mile? and How important is consumer heterogeneity along this dimension? To examine these issues, we employ data reﬂecting the relationship between activity in the retail gasoline industry and diﬀerences in local taxes on gasoline and cigarettes across a number of adjacent political jurisdictions in a small geographical area. The diﬀerent taxes in the area that we examine provide exogenous variation in conditions facing ﬁrms in diﬀerent locations - two gasoline stations could fall in close proximity to one another and yet face substantially diﬀerent taxes on their primary and ancillary products. These diﬀerent taxes can imply systematic variation in prices across tax regions. Because these taxes tend to be stable over long periods of time, consumers are presumably aware of the resulting price diﬀerences as well as the travel required to obtain a lower price. In equilibrium, the entry decisions of ﬁrms and resulting concentration of economic activity will reﬂect the tax regime applicable to particular locations as well as the potential consumer base, the willingness of those consumers to travel, and the proximity of the locations to diﬀerent tax regions.

Municipalities, sub-state governments, and state governments compete on tax policies

Nelson et al ‘10

Author for the Public Finance Review, Head Researcher for SAGE, “The Effect of Local Option Sales Taxes on Local Sales” July 27, 2010. (http://pfr.sagepub.com/content/38/6/659.full.pdf+html)

Local option sales taxes affect the majority of U.S. citizens. The decentralized tax regimes of 9,000-plus local governments currently allow different tax rates between the local jurisdictions within a state. Furthermore, in most of these states, it is not just a single local rate that differs between communities; in many cases, multiple sales taxes are adopted by substate governments. In a study of sales tax rates in five states, Cornia et al. (2000) reported as many as five different state and local sales tax rates applied in a single taxing jurisdiction. Unease about the consequences of differential sales tax rates is far from new. Over forty-five years ago, Shultz and Harris (1965) examined the economic distortions that can result from nonuniform sales tax rates. The subsequent literature about the economic consequences of sales tax rate distortions has attained sufficient importance to merit mention and review in current public finance texts (Fisher 2006; Anderson 2003). As noted by Fisher (2006) and Rogers (2004), previous studies consider a variety of geographical comparisons and analyze an assortment of taxed goods. The reported studies contrast the effects of tax codes that differ across interstate or intrastate boundaries. Among these studies, most of them focus on retail products. Usually, the studies report results for only food purchases or a limited variety of goods. Some studies also examine the effect of local option sales taxes on retail employment, personal income, and retail establishments. By examining the effect of sales tax differences between neighboring states, the earliest studies conclude that sales tax rate differentials do alter consumer behavior. McAllister (1961) contrasted Washington State cities with neighboring Oregon cities with no sales tax, and he concluded that tax rate differences fostered tax arbitrage decisions. Similarly, Mikesell (1971) used 1963 sales tax data to demonstrate that relatively lower tax rates in bor-dering counties in other states reduced taxable sales in Illinois, especially for general sales and consumer durables.° Fisher (1980) examined the effect of differential tax rates between the District of Columbia and its neighbors, Maryland and Virginia. He reported that a 1-percent higher tax rate reduced district food sales by 7 percent but that the differential did not significantly affect the purchase of apparel or general sales. Subsequently, Fox (1986) incorporated provisions for types of goods purchased and distance traveled in his models. He compared three border counties in Tennessee and their counterparts in three coterminous states: Georgia, Kentucky, and Virginia. He based his analysis on annual time-series data that covered the period from 1965 to 1982 and quarterly sales tax data from 1974.3 to 1982.4.7 Fox (1986) found that the strength of the response to differences in the sales tax was dependent on the proximity of the border communities, but he also suggested that the reaction to different sales tax rates is likely nonlinear in terms of geographic distances. He also found that for relatively expensive consumer durables, the propensity to search for lower taxes was statistically significant. For nondurable goods, such as food and apparel, there was only modest evidence that consumers would alter their consumption to avoid higher sales tax rates. 
States Bad—Fragmentation

CP fragments the revenue pool generated by gas taxes, leads to massive inefficiencies in how much infrastructure is actually built


Marshall ‘12<transportation columnist for GOVERNING and a Senior Fellow at The Regional Plan Association in New York City> “America Must Invest in Bigger and Better Infrastructure Projects,” http://www.governing.com/columns/eco-engines/col-america-must-invest-in-infrastructure-projects.html?utm_source=related&utm_medium=direct&utm_campaign=col-america-must-invest-in-infrastructure-projects)

Today, work on the line takes place 24 hours a day, five days a week, but its construction history, with a number of starts and stops, stretches back 75 years. When finished in 2016, this phase of the 2nd Avenue subway line will run for two miles, only a fifth or so of the planned route. But it is still something: It’s the first new subway line constructed in New York City since 1932, and it will alter life for tens of thousands of residents. The subway project is one of a half dozen or so mega-projects under construction in New York City right now. Four of them are for the Metropolitan Transportation Authority (MTA), the state agency that runs the city and regional transit systems. The projects include the $4.4 billion 2nd Avenue subway line; the $7.3 billion East Side Access project, which will carry train passengers from Long Island into a new station beneath Grand Central Terminal; the $2.1 billion extension of the No. 7 subway line on Manhattan’s West Side; and the $1.4 billion Fulton Street Transit Center, which connects multiple subway lines underneath a glittering new dome. Collectively, they are an example of something we don’t do enough of in this country: big, ambitious and expensive infrastructure projects, ones that change our worlds for the better. In their design and thoroughness, the New York mega-projects could have been bigger, longer and fancier. But that they are being built at all is progress. We don’t do public works in this country as ambitiously or as comprehensively as we should. We don’t even do it as well as we used to. In comparison with other countries now, we lag even further behind, not only in size and scale but also in execution. Western Europe has recently built or is building a series of mega-projects that have few if any counterparts here. They include the Chunnel, the 31-mile train tunnel between England and France that opened in 1994; the Oresund Bridge between Denmark and Sweden (the longest in Europe), completed in 1999; the Gotthard rail tunnel, which will run 35 miles under the Alps and will be the longest of its kind when it opens in 2016; and many others. Of course, that infrastructure-building is dwarfed by what’s happening in Asia, like the relatively new airport in Hong Kong that includes direct train service into the city, or China’s $62 billion South-to-North Water Diversion Project. We are still doing some big projects here. In its April issue, Governing named the five biggest projects under way now. But we could still do more. Michael Horodniceanu, a dapper man in a bow tie who leads MTA Capital Construction, a division of the MTA that manages capital projects, acknowledges that he labors in an environment in which America as a country is not currently embracing infrastructure spending as much as it should. “Everyone else is beating the crap out of us,” he says from his office overlooking Lower Manhattan. Even Great Britain, from which the United States derives its fragmented and incomplete approach to infrastructure, is pursuing several ambitious projects, says Horodniceanu. “We seem to have forgotten how to do this.” Of course, we should only spend money on public works projects that are intelligently and gracefully designed, and that fulfill a need, either known or anticipated. Just as the late Steve Jobs of Apple bragged that his company could create products people would love before they knew they needed them, great infrastructure can fulfill a need people didn’t know they had. “You don’t know about demand until you build it,” says Robert “Buzz” Paaswell, who co-authored a study analyzing the New York mega-projects and is a distinguished professor of civil engineering at the City College in New York. “It’s been proven in Europe. High-speed rail has changed the geography” there.
States can’t solve, federal regulation and price distribution necessary

Hargreaves 11- senior writer @ CNN money

[Steve Hargreaves, senior writer @ CNNmoney, “Gas tax may be next Tea Party target”, August 8, 2011, http://money.cnn.com/2011/08/04/news/economy/gas-tax/index.htm]

Then there's the question of federal oversight. Federal money often requires the use of union labor or comes with other stipulations. "The Davis-Bacon law increases the cost of new roads, bridges etc. by 25% to 33%," Grover Norquist, head of the advocacy group Americans for Tax Reform, said referring to the law that stipulates how much workers on federal projects need to be paid. "Much money is siphoned off to pay union workers in subway systems or to build bike paths....not roads." About 15% of federal funds go toward mass transit and other things not road related, according to the Transportation Department. Norquist didn't say if he'll use his considerable influence among Republicans to attempt to kill the gas tax next month, but did say "we should move now, or soon, to allow all states to raise and keep their own gas taxes to build and fix roads." Supporters of the tax argue federal involvement allows roads to be built and maintained to uniform standards that ensure the smooth and safe flow of travel and commerce. Having a patchwork of roads with different weight limits, lane widths, or curvature would be a headache for truckers and possibly dangerous for everyone, said Ken Orski, publisher of the infrastructure industry publication Innovation NewsBriefs and a former transportation official in the Nixon and Ford administrations. Even if states had to build the roads to a federal standard, Washington still acts as as a kind of equalizer when it comes to highway funding. Under the federal system, states on the coasts with large populations often end up sending money to states in the middle of the country that have thousand of miles of open roads but fewer taxpayers to help fund them. That makes sense, said Orski, as the roads in the middle of the country take a beating by heavy trucks shipping commerce from one coast to the other. "We are one nation, and we need a national highway system," he said. That helps explain why some big business groups not only want to keep the federal gas tax, but want it raised.
States Bad—Davis-Bacon Turn 2ac
A) 18 States don’t have prevailing wage laws whereas all federal projects are subject to Davis-Bacon

Hanson 2010 (OLR REPORTS: PREVAILING WAGE CONTRACT THRESHOLDS IN OTHER STATES, http://www.cga.ct.gov/2010/rpt/2010-R-0526.htm)
Eighteen states currently have no prevailing wage laws for state funded projects, although a federal law, the Davis-Bacon Act, applies to federally funded projects in all states. Eight of the states without state prevailing wage laws never enacted such a law. Nine others repealed their laws between 1979 and 1988, and a court invalidated the law in a 10th state in 1995. Except for New Hampshire, all of the non-prevailing wage states are located in the country's South or Midwest regions.

B) Circumventing Davis-Bacon destroys union apprenticeship programs and destroys retention of experienced workers, rotting the construction industry and the economy from the inside out.

International Union of Bricklayers 2012 (“Questions and Answers about Davis-Bacon, http://www.bacweb.org/legislative/prevailing_wage/DavisBacon%20Q&A.pdf)

Davis-Bacon promotes sound investment in human capital and in our physical infrastructure. As The Wall Street Journal noted, there are severe shortages of skilled work in construction in many areas of the country. When wages are cut, the industry’s ability to attract and train qualiﬁed individuals to work on construction projects is hindered even more. An adequate wage is essential to forming human capital within the industry. Because of its cyclical and extremely competitive nature — and our reliance on infrastructure for economic development and national security — construction labor markets must be protected. Construction workers are trained for their skills. It often takes years of schooling and apprenticeship to gain proper experience — and the importance of training is greater than ever at a time when rapid technological advancements are changing the nature of work in the industry. To retain a skilled workforce, workers must be paid fairly — by employers who contribute to training programs. Davis-Bacon ensures the proper functioning of labor markets by grounding the industry’s competition in fair wages: making contractors compete on more efficient management and entrepreneurial techniques.

Extention—States Without D-B Protections

18 states don’t have prevailing wage laws, including many large ones

US Department of Labor, 2012 (http://www.dol.gov/whd/state/dollar.htm)

Eighteen States do not have prevailing wage laws. These States are Alabama, Arizona, Colorado, Florida, Georgia, Idaho, Iowa, Kansas, Louisiana, Mississippi, New Hampshire, North Carolina, North Dakota, Oklahoma, South Carolina, South Dakota, Utah, and Virginia. 

Federal construction projects must meet standards set by the Davis-Bacon Act

International Union of Bricklayers 2012 (“Questions and Answers about Davis-Bacon, http://www.bacweb.org/legislative/prevailing_wage/DavisBacon%20Q&A.pdf)

The Davis-Bacon Act — also known as the prevailing wage law — preserves local area wages and labor standards in the process of letting contracts for federal construction work. Enacted in 1931, the law states that contractors for federal projects must pay their workers no less than the wage rates prevailing in the local area for each craft, as determined by the U.S. Department of Labor (DOL).

Extension—Davis-Bacon Key to Solvency

Davis-Bacon protections are the only way to ensure that the construction gets done correctly and without cutting corners

International Union of Bricklayers 2012 (“Questions and Answers about Davis-Bacon, http://www.bacweb.org/legislative/prevailing_wage/DavisBacon%20Q&A.pdf)

For several reasons. The Davis-Bacon Act was originally intended to encourage the development of a high-skill, high-wage growth path for the labor market in general, and the construction labor market in particular. Where the Davis-Bacon Act is applied, union and non-union contractors win federal construction jobs based on having the most productive, best equipped and best managed workforce. Under the Davis-Bacon Act, local labor standards cannot be artiﬁcially depressed by competition for federal construction contracts. Nonetheless, critics of the Davis-Bacon Act argue that the government should use its bargaining power to cut local wage rates. They contend that local wage rates could be cut by as much as 50 percent. And they contend that such a race to the bottom can cut public construction costs substantially. But when local wage rates are artiﬁcially depressed, as advocated by critics of the Davis-Bacon Act, there is now a substantial body of evidence that indicates worker skills, experience and motivation also fall off. Contractors no longer compete on the basis of who can best train, best equip and best manage a construction crew. Instead, they compete on the basis of who can ﬁnd the cheapest workers either locally or through importing labor from elsewhere. This puts the quality of construction at risk. It may also lead to substantial cost overruns. Additionally, the absence of a prevailing wage rate can cause downstream increases in building and road maintenance costs. And it deﬁnitely leads to an increase in construction injuries and a decline in the health and pension coverage of construction workers. This puts pressure on worker compensation costs. Similarly, it puts pressure on social services — as family health needs go unmet and retired workers cannot make ends meet.

No solvency for the economy; Not paying prevailing wages eliminates the multiplier effect of highway stimulus

International Union of Bricklayers 2012 (“Questions and Answers about Davis-Bacon, http://www.bacweb.org/legislative/prevailing_wage/DavisBacon%20Q&A.pdf)

Absolutely not. Wage cuts don’t automatically translate to procurement savings. If you pay someone half the wage you were paying someone else, but this person takes twice as long to do the job, you haven’t saved a penny. And if the job is done so poorly that it requires hiring someone else to bring it up to standard, you’re paying more, not less. Repeated studies have proven that there is a direct correlation between wage levels and productivity — that well-trained workers produce more value per hour than poorly trained, low-wage workers. For example, a study of 10 states where nearly half of all highway and bridge work in the U.S. is done showed that when high wage workers were paid double that of low-wage workers, they built 74.4 more miles of roadbed and 32.8 more miles of bridges for $557 million less. Furthermore, most analyses fail to take into account the spin-off economic impact of maintaining prevailing wages. When workers’ income goes down, they have less money to spend purchasing goods and making investments. When businesses close or cut back as a result, tax revenues to the federal government decline and social expenditures rise. It is simply penny-wise and pound-foolish to assume that driving wages down will be of any beneﬁt in helping balance the federal budget.

Extension—Davis-Bacon Solves Minority Discrimination

Davis-Bacon contains important safeguards which help minority construction workers get a fair wage

International Union of Bricklayers 2012 (“Questions and Answers about Davis-Bacon, http://www.bacweb.org/legislative/prevailing_wage/DavisBacon%20Q&A.pdf)

Today, thanks to the Davis-Bacon Act, African Americans, Latinos, Asian Americans, Native Americans and women are able to secure fair wages for their work on federal projects. In fact, minorities are heavily employed in the construction industry — especially in the unionized sector, where union apprenticeship programs graduate a greater number of minorities than non-union apprenticeship programs. Norman Hill, the President of the A. Phillip Randolph Institute, stated that minority workers are “particularly vulnerable to exploitation such as the wage-cutting practices which the Davis-Bacon Act of 1931 is designed to prevent.” Repeal of the Act would leave minority workers with the twin specters of unemployment and wage reduction. 

***Forest Roads Advantage***

1ac

Federal underfunding prevents the cleanup of logging roads– makes wildfires and biodiversity loss inevitable in old-growth forests

Klamath-Siskiyou Wildlands Center 12 (“Threats” http://www.siskiyoucrest.org/threats.html)
Logging has taken a heavy toll on the forests of the Paciﬁc Northwest. Thousands of miles of logging roads traverse federal lands, often increasing sediment loading in salmon bearing streams. The remaining intact public lands are a natural legacy critical for wildlife, clean water and recreation. The Klamath-Siskiyou ecoregion is recognized as one of the most diverse temperate forests in the world, and its forests are more intact than other western zones. With nearly one-quarter of its forests in mature and old growth condition, it contains much of the remaining interior ancient forests in the Paciﬁc Northwest. However, portions of the Crest have been heavily logged, particularly on the Klamath side. Many of these lands have been converted to tree farms, where monoculture and ﬁre suppression have created conditions that increase the risk of unnaturally severe wildﬁre and disease outbreaks. There is increasing agreement over the need to actively manage these forests to restore them to a more natural and resilient condition. On the Siskiyou Crest, there is ample opportunity for thinning existing tree plantations and restoring ﬁre- suppressed forests while simultaneously working to protect old-growth forests, reduce logging road densities, remove noxious weeds, restore wildlife habitat and protect the natural values of public land. Some areas, such as Indian Creek and portions of the current Applegate Adaptive Management Area, are in serious need of active management and could provide for a large volume of small-diameter saw timber as a by-product of restoration and fuels reduction activities. Currently, the Forest Service and BLM are not adequately funded to maintain their existing road systems. On the Crest, hundreds of miles of user-created routes and old logging roads direct sediment into salmon streams, damage rare botanical areas, introduce invasive species, and spread the devastating Port-Orford cedar root rot disease. Much of the extensive road network on the Crest is currently under evaluation as part of the Klamath and Rogue River/Siskiyou National Forests’ Travel Management Planning process. This process involves identifying and closing user-created routes and other roads deemed to be ecologically destructive in order to create a manageable road system. Once this process is complete, decommissioning will need to occur on many of the closed roads, and mitigation activities, such as culvert replacement, water bars, and recontouring, will be required for others. The BLM will be undergoing a similar process starting in 2010. Road decommissioning and restoration is labor-intensive work. On the adjacent Orleans District of the Six Rivers National Forest, a road removal contract is providing much-needed jobs for the local community.

Forests are key to sequestration that slows warming – wildfires collapse sinks

Clayton ‘11(Mark, Staff Writer for Christian Science Monitor, “Study: Forests absorb much more greenhouse gas than previously known”, http://www.csmonitor.com/Environment/2011/0715/Study-Forests-absorb-much-more-greenhouse-gas-than-previously-known)
Earth's forests, it turns out, play a dominant role in absorbing greenhouse gases in the atmosphere, acting like a giant sponge and soaking up on average about 8.8 billion tons of carbon dioxide each year, the new study led by the US Forest Service shows – or about one-third of fossil fuel emissions annually during the 1990-2007 study period. In the end, about 2.4 billion tons of solid carbon were locked away in wood fiber each year over that period – a surprise to scientists. “The new information suggests forests alone account for the most significant terrestrial carbon sink, and that non-forest lands collectively cannot be considered a major carbon absorption sink,” said Yude Pan, a US Forest Service scientist and a lead author of the study, in a statement. That finding could have big implications for national forest policies worldwide, implying that as forests go, so too does the planet. Tropical forests are critical. Tropical forests untouched by deforestation absorb huge amounts of carbon, more than all other northern hemisphere forests combined, the study found. Yet scientists also discovered a surprisingly large amount of carbon (1.6 billion tons per year) was absorbed by re-growth of tropical forests recovering from deforestation and logging, which partly compensates for the large amount of carbon emitted into the atmosphere from tropical slash-and-burn deforestation. But with that see-saw battle going on in the tropics, the result was that overall, tropical forests' impact on atmospheric carbon dioxide was a wash - deforestation emitted about the same amount that was captured in forest growth. "Our estimates suggest that, currently, the global established forests which are outside the [tropics] alone can account for the terrestrial carbon sink," the study found. So where are the forests regrowing? It turns out Siberia's massive boreal forest has been growing back, filling in areas cut down for agriculture under the old Soviet Union. At the same time, beetle damage and drought have devastated Canada's boreal forests, causing it to slip into being a net emitter of carbon, as decaying wood releases carbon to the atmosphere. Temperate forests in the US and Europe, on the other hand, have been regrowing across areas once cleared for agriculture. These temperate forests are helping to tip the balance in the right direction, absorbing about one-third of the total contribution by forests globally – about 800 million tons of carbon annually during the study period. In the US, for instance, the fast regrowth of temperate forest land has increased its carbon uptake by nearly a third since 1990, the study found. China has seen a similar rate of increase, as massive tree-planting programs have accelerated the rate of CO2 absorption by that nation's forests. But it’s too simplistic to rely on forests to continue removing carbon from the atmosphere, the study says, noting that forest carbon sequestration is reversible if drought, wildfire and insect damage increase. Further study is key, researchers say.
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Old-growth forests are uniquely key to carbon sequestration – resilience and biodiversity

Thompson et al ‘9

(Ian, Canadian Forest Service , Brendan Mackey, The Australian National University and The Fenner School of Environment and Society , Steven McNulty (USDA Forest Service) Alex Mosseler (Canadian Forest Service), “Forest Resilience, Biodiversity, and Climate Change”, CBD Technical Series No. 43,  UNEP, www.cbd.int/doc/publications/cbd-ts-43-en.pdf)

In summary, within a given biome, diverse forests are more biologically productive and provide larger and more reliable carbon stocks, especially in old-age stable forest systems (see table 1 and associated text above). Hence, protecting and restoring biodiversity serves to maintain resilience in forests, in time and space, and their ongoing capacity to reliably sequester and store carbon. Carbon sequestration is an ecosystem service that provides a vital contribution to climate change mitigation and this service can be enhanced by maintaining ecosystem resilience in space and time.

The effect is reverse causal – wildfires cause co2 emissions, producing fast warming

Gorte & Sheikh 10

(Ross W., Pervaze, Specialist in Natural Resources Policy at the Congressional Research Service, “Deforestation and Climate Change”, www.fas.org/sgp/crs/misc/R41144.pdf)

Forest fires—both natural and anthropogenic—can kill some or all of the trees in a forest. Forested ecosystems have evolved with a variety of natural fire regimes. Some ecosystems have rare natural fires; others are “fire-prone.”14 The nature and extent of natural fires are related to the evolutionary development of the natural fire regimes, to climatic conditions such as drought, and to the amount of woody fuels in some ecosystems.15 Fire affects climate by releasing large quantities of CO2 to the atmosphere in short periods, and thus extensive burning can affect the global climate.16 Fires also produce large quantities of fine particulates and aerosols. These pollutants can be hazardous to human health, but they also absorb and reflect sunlight, which creates cooler temperatures in the forest.17

Tipping point is now – fast warming causes extinction

Speth 8 – Dean of Yale school of Forestry

James, dean of the Yale School of Forestry and Environmental Studies at Yale University, New Haven, Connecticut. Currently he serves the school as the Carl W. Knobloch, Jr. Dean and Sara Shallenberger Brown Professor in the Practice of Environmental Policy, The Bridge @ the Edge of the World, pg. 26

The possibility of abrupt climate change is linked to what may be the most problematic possibility of all—"positive" feedback effects where the initial warming has effects that generate more warming. Several of these feedbacks are possible. First, the land's ability to store carbon could weaken. Soils and forests can dry out or burn and release carbon; less plant growth can occur, thus reducing nature's ability to remove carbon from the air. Second, carbon sinks in the oceans could also be reduced due to ocean warming and other factors. Third, the potent greenhouse gas methane could be released from peat bogs, wetlands, and thawing permafrost, and even from the methane hydrates in the oceans, as the planet warms and changes. Finally, the earth's albedo, the reflectivity of the earth's surface, is slated to be reduced as large areas now covered by ice and snow diminish or are covered by meltwater. All these effects would tend to make warming self-reinforcing, possibly leading to a greatly amplified greenhouse effect. The real possibility of these amplifying feedbacks has alarmed some of our top scientists. James Hansen, the courageous NASA climate scientist, is becoming increasingly outspoken as his investigations lead him to more and more disturbing conclusions. He offered the following assessment in 2007: "Our home planet is now dangerously near a 'tipping point.' Human-made greenhouse gases are near a level such that important climate changes may proceed mostly under the climate system's own momentum. Impacts would include extermination of a large fraction of species on the planet, shifting of climatic zones due to an intensified hydrologic cycle with effects on freshwater availability and human health, and repeated worldwide coastal tragedies associated with storms and a continuously rising sea level. .. . "Civilization developed during the Holocene, a period of relatively tranquil climate now almost 12,000 years in duration. The planet has been warm enough to keep ice sheets off North America and Europe, but cool enough for ice sheets on Greenland and Antarctica to be stable. Now, with rapid warming of o.6°C in the past 30 years, global temperature is at its warmest level in the Holocene. "This warming has brought us to the precipice of a great 'tipping point” If we go over the edge, it will be a transition to 'a different planet,' an environment far outside the range that has been experienced by humanity. There will be no return within the lifetime of any generation that can be imagined, and the trip will exterminate a large fraction of species on the planet.
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New funding for national roads key – creates access necessary to solve wildfires 

Northwest Forestry Association 12 (Access to National Forests For Campers, Hikers, Loggers, and the Public-at-Large, http://www.nwtrees.org/forroads.htm)
Roads in our national forests serve many purposes. Without roads, the 191 million acres of national forest lands would be nearly inaccessible. Each year, this transportation system allows 80 million people access to more than 121,000 miles of hiking trails, 96 wild & scenic rivers, 120 National Scenic Byways, 397 designated wilderness areas and more than 18,000 campgrounds, picnic areas and boat ramps. These roads provide access for wildfire prevention and suppression, wildlife and fisheries enhancement projects and timber harvesting. Today’s roads are planned and designed by an interdisciplinary team of biologists, hydrologists, landscape architects, foresters and engineers to minimize potential environmental impacts. There are 380,000 miles of road that support the multiple resource objectives for which these forests are managed. Three-quarters of this transportation system consists of single lane, gravel roads. Historically, more than half of the costs for road construction and repair has been allocated to timber management, while the overwhelming use of the road system is recreation. Over the years, some have claimed that the construction of forest roads is a subsidy to the forest products industry. Others have used the appropriations process to limit the expenditures on road construction, reconstruction and maintenance as a method to reduce the amount of timber sold by national forests. Reductions in such expenditures has resulted in a deterioration of the existing road system to a point where the public’s access is diminished, environmental damage is occurring and the public’s safety is compromised. The center of this debate is, who is responsible for building the road, the owner of the land and trees or the timber purchaser?

Independently, funding solves biodiversity – 110 aquatic species on the brink

US Dept of Transportation 11 

(Federal Surface Transportation Programs and Transportation Planning for Federal Land Management Agencies—A Guidebook “Federal Surface Transportation Program Funding Supports Valuable Fish Passage Projects”, P. 49 http://www.fs.fed.us/eng/pubs/pdf/07771814.pdf)

For many years, the Eastern Region of the Forest Service has been in the Forest Service actively engaged in protecting our water resources through assessment and restoration. The region is home to more than 962,000 acres of lakes (43 percent of the National Forest System total acres) and over 15,000 miles of streams, providing habitat for more than 300 species of fish, 68 species of crayfish and numerous freshwater mussels with 110 of those species considered threatened, endangered, or sensitive. The region also supports approximately 28,000 miles of roads, with an estimated 50,000 road-stream crossings. These crossings are of particular concern and are the focus of many of the region’s efforts to improve aquatic passage and restore stream channel function. Transportation funds are available for the region to complete many needed restoration projects and maintain watershed health.

Quick 2ac Add-On Version

A. Federal underfunding prevents the cleanup of logging roads– makes wildfires and biodiversity loss inevitable in old-growth forests

Klamath-Siskiyou Wildlands Center 12 (“Threats” http://www.siskiyoucrest.org/threats.html)
Logging has taken a heavy toll on the forests of the Paciﬁc Northwest. Thousands of miles of logging roads traverse federal lands, often increasing sediment loading in salmon bearing streams. The remaining intact public lands are a natural legacy critical for wildlife, clean water and recreation. The Klamath-Siskiyou ecoregion is recognized as one of the most diverse temperate forests in the world, and its forests are more intact than other western zones. With nearly one-quarter of its forests in mature and old growth condition, it contains much of the remaining interior ancient forests in the Paciﬁc Northwest. However, portions of the Crest have been heavily logged, particularly on the Klamath side. Many of these lands have been converted to tree farms, where monoculture and ﬁre suppression have created conditions that increase the risk of unnaturally severe wildﬁre and disease outbreaks. There is increasing agreement over the need to actively manage these forests to restore them to a more natural and resilient condition. On the Siskiyou Crest, there is ample opportunity for thinning existing tree plantations and restoring ﬁre- suppressed forests while simultaneously working to protect old-growth forests, reduce logging road densities, remove noxious weeds, restore wildlife habitat and protect the natural values of public land. Some areas, such as Indian Creek and portions of the current Applegate Adaptive Management Area, are in serious need of active management and could provide for a large volume of small-diameter saw timber as a by-product of restoration and fuels reduction activities. Currently, the Forest Service and BLM are not adequately funded to maintain their existing road systems. On the Crest, hundreds of miles of user-created routes and old logging roads direct sediment into salmon streams, damage rare botanical areas, introduce invasive species, and spread the devastating Port-Orford cedar root rot disease. Much of the extensive road network on the Crest is currently under evaluation as part of the Klamath and Rogue River/Siskiyou National Forests’ Travel Management Planning process. This process involves identifying and closing user-created routes and other roads deemed to be ecologically destructive in order to create a manageable road system. Once this process is complete, decommissioning will need to occur on many of the closed roads, and mitigation activities, such as culvert replacement, water bars, and recontouring, will be required for others. The BLM will be undergoing a similar process starting in 2010. Road decommissioning and restoration is labor-intensive work. On the adjacent Orleans District of the Six Rivers National Forest, a road removal contract is providing much-needed jobs for the local community.

B. Species Loss causes extinction

Warner 94 (Paul Warner, American University, Dept of International Politics and Foreign Policy, August, Politics and Life Sciences, 1994, p 177)
Massive extinction of species is dangerous, then, because one cannot predict which species are expendable to the system as a whole. As Philip Hoose remarks, "Plants and animals cannot tell us what they mean to each other." One can never be sure which species holds up fundamental biological relationships in the planetary ecosystem. And, because removing species is an irreversible act, it may be too late to save the system after the extinction of key plants or animals. According to the U.S. National Research Council, "The ramifications of an ecological change of this magnitude [vast extinction of species] are so far reaching that no one on earth will escape them." Trifling with the "lives" of species is like playing Russian roulette, with our collective future as the stakes.

Inadequate Funding Now

Maintenance backlogs on US Forest roads ensures that 80% of our 380,000 miles of forest roads is not up to environmental standards.

USDA Forest Service 2002 (Road Management Website, http://www.fs.fed.us/eng/road_mgt/overview.shtml)
The estimated 380,000 miles of classified Forest Service roads on National Forest System lands are extensive and diverse. Most of the existing road system was built over the last 50 years for timber harvest and log removal. In the decades after World War II, logging traffic tripled, peaking in 1990. But when timber harvests on the national forests declined in the 1990's, logging traffic fell to 1950 levels. By contrast, recreation forest road use has grown to 10 times its 1950 rate. Driving for pleasure is the single largest recreational use of Forest Service managed lands with more than 1.7 million vehicles using those roads each day to visit national forests. However, current funding is inadequate to manage the forest road system. Less than 20 percent of forest roads are fully maintained to planned safety and environmental standards. The backlog of reconstruction on forest roads is estimated to be more than $8.4 billion due to inadequate regular maintenance. Projections indicate that at existing funding levels, the entire road network will be in overall poor condition by 2020.

Solvency—Federal Funding Solves Species Loss

Funding shortfalls have led to deteriorating forest roads—immediate funding is necessary to avert environmental disaster throughout the Western US.

Northwest Forestry Association, 2012 (Access to National Forests For Campers, Hikers, Loggers, and the Public-at-Large, http://www.nwtrees.org/forroads.htm)

Reductions in road funding and the national timber sale program have seriously affected the overall condition of Forest Service roads. In 1996, the agency reported a maintenance backlog for roads and bridges totaling $440 million. Given the current budget cutting atmosphere in Congress, most of this backlog will continue to go unattended. Roads in poor condition and disrepair have the potential of causing significant environmental damage. Poorly maintained road-side ditches, drains and culverts can be a potential source of sediment into streams and lakes, impacting threatened and endangered species such as salmon. Furthermore, with record-breaking precipitation like that experienced recently in the West, the lack of road maintenance and reconstruction can lead to major road failures and landslides. Many Forest Service roads in western states are in need of immediate attention to minimize further environmental damage and the risk to public safety.

Unmaintained roads threaten aquatic diversity—we have to fix them

Klamath-Siskiyou Wildlands Center 2012 (Collaborating for Restoration, http://kswild.org/what-we-do/restoration-collaboration)

The aquatic strongholds in the Klamath-Siskiyou require restoration in order to fully function. Roads built primarily for timber and mining crisscross our public forests and too often bleed sediment into our streams. Undersized bridges and culverts can block the migration of salmon and other species and the loss of large wood in streams can simplify these once complex salmon spawning beds. Through administrative pressure and with our partners, KS Wild lobbies for resources to be used on a robust aquatic restoration program for the Klamath-Siskiyous’ aquatic strongholds. 
Solvency—Forest Fires

Deteriorating forest roads hamper fire suppression

Northwest Forestry Association, 2012 (Access to National Forests For Campers, Hikers, Loggers, and the Public-at-Large, http://www.nwtrees.org/forroads.htm)
During the summer of 1996, there were several incidents where the lack of road funding impacted the Forest Service’s ability to fight forest fires. Impassable roads resulting from wash outs or wind-thrown trees hampered firefighters’ ability to respond to fire emergencies. Fire crews were required to turn around and find other access to the fires. In some cases, the only alternative was to walk into the fires, since fire engines were unable to travel via the most direct routes. These delays resulted in millions of dollars in additional resource damage, as well as additional risk to those who put their lives on the line to fight forest fires.
Wildfires Kill Biodiversity

Fire destroys biodiversity

Nasi et al 1 

(Robert Nasi and Grahame Applegate are on the staff of the Center for International Forestry Research, Rona Dennis and Erik Meijaard are consultants for CIFOR. Peter Moore is the coordinator of the World Wide Fund for Nature and World Conservation Union Project) “Forest fire and biological diversity” 2001 http://www.fao.org/DOCREP/004/Y3582E/y3582e08.htm
Fire serves an important function in maintaining the health of certain ecosystems, but as a result of changes in climate and in human use (and misuse) of fire, fires are now a threat to many forests and their biodiversity. Fire is a vital and natural part of the functioning of numerous forest ecosystems. Humans have used fire for thousands of years as a land management tool. Fire is one of the natural forces that has influenced plant communities over time and as a natural process it serves an important function in maintaining the health of certain ecosystems. However, in the latter part of the twentieth century, changes in the human-fire dynamic and an increase in El Niño frequency have led to a situation where fires are now a major threat to many forests and the biodiversity therein. Tropical rain forests and cloud forests, which typically do not burn on a large scale, were devastated by wildfires during the 1980s and 1990s (FAO, 2001). Although the ecological impact of fires on forest ecosystems has been investigated across boreal, temperate and tropical biomes, comparatively little attention has been paid to the impact of fires on forest biodiversity, especially for the tropics. For example, of the 36 donor-assisted fire projects carried out or ongoing in Indonesia, a megadiversity country, between 1983 and 1998, only one specifically addressed the impact on biodiversity. ECOSYSTEM EFFECTS OF FIRE Forest fires have many implications for biological diversity. At the global scale, they are a significant source of emitted carbon, contributing to global warming which could lead to biodiversity changes. At the regional and local level, they lead to change in biomass stocks, alter the hydrological cycle with subsequent effects for marine systems such as coral reefs, and impact plant and animal species' functioning. Smoke from fires can significantly reduce photosynthetic activity (Davies and Unam, 1999) and can be detrimental to health of humans and animals. One of the most important ecological effects of burning is the increased probability of further burning in subsequent years, as dead trees topple to the ground, opening up the forest to drying by sunlight, and building up the fuel load with an increase in fire-prone species, such as pyrophytic grasses. The consequence of repeated burns is detrimental because it is a key factor in the impoverishment of biodiversity in rain forest ecosystems. Fires can be followed by insect colonization and infestation which disturb the ecological balance.

Wildfires destroy biodiversity

Department of Environmental Protection 10

Department of Environmental and Heritage Protection “Threats to biodiversity” December 17th 2010 http://www.ehp.qld.gov.au/ecosystems/biodiversity/threats.html

Fire has potential to inflict serious damage on biodiversity. Climate change research predicts fires in some parts of the state may become more severe. The decrease in regular ‘cool fires’, which were more common when Queensland was managed by Indigenous communities, has resulted in grasslands being invaded by shrubs and trees. Rainforests have also expanded into wetter eucalypt forests, resulting in habitat loss for many species.

Biodiversity Impacts

Biodiversity loss causes extinction – disease spread

Platt 10

John R. Platt, 12-7-2010, “Humans are more at risk from diseases as biodiversity disappears,” http://blogs.scientificamerican.com/extinction-countdown/2010/12/07/humans-are-more-at-risk-from-diseases-as-biodiversity-disappears/

People often ask me, "Why should I care if a species goes extinct? It’s not essential to my daily life, is it?" Well, according to new research published December 2 in Nature, the answer is yes—healthy biodiversity is essential to human health. As species disappear, infectious diseases rise in humans and throughout the animal kingdom, so extinctions directly affect our health and chances for survival as a species. (Scientific American is part of Nature Publishing Group.) "Biodiversity loss tends to increase pathogen transmission across a wide range of infectious disease systems," the study’s first author, Bard College ecologist Felicia Keesing, said in a prepared statement. These pathogens can include viruses, bacteria and fungi. And humans are not the only ones at risk: all manner of other animal and plant species could be affected. The rise in diseases and other pathogens seems to occur when so-called "buffer" species disappear. Co-author Richard Ostfeld of the Cary Institute of Ecosystem Studies points to the growing number of cases of Lyme disease in humans as an example of how this happens. Opossum populations in the U.S. are down due to the fragmentation of their forest habitats. The marsupials make poor hosts for the pathogen that causes Lyme disease; they can also better defend themselves from the black-legged ticks that carry the affliction to humans than can white-footed mice, which, on the other hand, are thriving in the altered habitat—and along with them disease-carrying ticks. "The mice increase numbers of both the black-legged tick vector and the pathogen that causes Lyme disease," Ostfeld said. The authors focused on diseases—including Lyme, West Nile virus, hantavirus and nine others—around the world. In each case they found that the maladies have become more prevalent during the time in which local biodiversity shrank. Three of the cases they studied found that the rise of West Nile virus in the U.S. corresponded to decreases in bird population density. The researchers also conclude that humans and wildlife really shouldn’t interact. Direct contact with wildlife—say, in the form of the often illegal bushmeat trade—could in turn cause more diseases to jump from animals to humans. The best solution to both situations: "Preserving large intact areas and minimizing contact with wildlife would go a big step of the way to reducing disease," Keesing said in Nature.

Biodiversity loss leads to extinction

Diner gender paraphrased 94

Military Law Review Winter 1994 143 Mil. L. Rev. 161 LENGTH: 30655 words ARTICLE: THE ARMY AND THE ENDANGERED SPECIES ACT: WHO'S ENDANGERING WHOM? NAME: MAJOR DAVID N. DINER BIO: Judge Advocate General's Corps, United States Army.

Biologically diverse ecosystems are characterized by a large number of specialist species, filling narrow ecological niches. These ecosystems inherently are more stable than less diverse systems. "The more complex the ecosystem, the more successfully it can resist a stress. . . . [l]ike a net, in which each knot is connected to others by several strands, such a fabric can resist collapse better than a simple, unbranched circle of threads -- which if cut anywhere breaks down as a whole." n79  By causing widespread extinctions, humans have artificially simplified many ecosystems. As biologic simplicity increases, so does the risk of ecosystem failure. The spreading Sahara Desert in Africa, and the dustbowl conditions of the 1930s in the United States are relatively mild examples of what might be expected if this trend continues. Theoretically, each new animal or plant extinction, with all its dimly perceived and intertwined affects, could cause total ecosystem collapse and human extinction. Each new extinction increases the risk of disaster. Like a mechanic removing, one by one, the rivets from an aircraft's wings, n80 [hu]mankind may be edging closer to the abyss.
AT: Roads Bad

Properly maintained roads are great—reconstruction projects include diverse scientific input and actually help save the environment.

Northwest Forestry Association, 2012 (Access to National Forests For Campers, Hikers, Loggers, and the Public-at-Large, http://www.nwtrees.org/forroads.htm)
Today, road construction and reconstruction projects are planned and designed by an interdisciplinary team of biologists, hydrologists, landscape architects, foresters and engineers to minimize potential environmental impacts and protect the public’s safety. Each national forest has a road management plan, linked to its Land and Resource Management Plan. This plan guides decisions on where to build roads, the design standards for projected levels of use, seasonal controls on access, as well as road closures and obliterations. Presently, based on these road management plans, permanent road closures and road obliterations on the national forests actually exceed new construction. In making decisions on road design standards, agency specialists consider types of traffic (commercial versus general public) and the season in which each type of use will occur. They also consider the future need for roads in that particular area and how the current system will accommodate that future use. Hydrologists and engineers use the latest information to estimate the size of drainage structures, culverts and bridges to handle major storm events, and minimize resource damage. Biologists provide the latest data on wildlife needs that may result in limits being placed on seasonal road use for such things as elk calving or bird nesting. Soil scientists and geologists evaluate the placement of the road to minimize soil disturbance and movement problems. Landscape architects help lay out roads to maximize forest users scenic experience. Our national forest roads are constructed, reconstructed and maintained with all the different uses and resources in mind. They are truly “multiple use” roads.

***Indian Reservations Advantage***
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A. There is a 40 billion dollar backlog in transportation projects on Indian reservations, causing mass infrastructure decay

NCAI 2012 (National Congress of American Indians, “Indian Country Budget Request” http://www.ncai.org/resources/ncai-publications/indian-country-budget-request/fy2013/FY2013_Budget_Transportation.pdf)
The officials at the Departments of the Interior and Transportation have recognized that transportation systems within Indian Country are suffering from a nearly $40 billion construction backlog. An equally daunting backlog exists for deferred maintenance for tribal transportation facilities. Rising construction inflation rates continue to diminish the purchasing power of the limited federal funds currently provided to the IRR Program and other tribal transportation programs. Even solid tribal roads and bridges fall into disrepair and require costly reconstruction years before the end of their design life due to a lack of more cost-effective maintenance funding. Under any assessment, tribal transportation programs remain severely underfunded and the construction and maintenance funding backlog will only get worse without significant funding increases during the next highway reauthorization period.

B. This crushes tribal economies

NCAI 2012 (National Congress of American Indians, “Indian Country Budget Request” http://www.ncai.org/resources/ncai-publications/indian-country-budget-request/fy2013/FY2013_Budget_Transportation.pdf)
Deficient transportation infrastructure is a barrier which impedes economic development in Native communities. Tribal governments are working to improve public safety, education, health care, and housing, and generate jobs through economic development. These worthy objectives are more difficult to achieve when transportation infrastructure in Indian Country continues to lag behind the rest of the nation. Tribal nations require sustained and adequate federal transportation appropriations to address the large backlog of deferred road and bridge construction and road maintenance needs. Investing in tribal transportation will create jobs and make Native economies stronger.

1ac

C. Poor economies on Indian reservations leads to nuclear waste disposal and genocide

Brook 1998
(Daniel Brook, Contributer to Harper’s and Boston Globe, “Environmental Genocide: Native Genocide: Native Americans and Toxic Waste.“ American Journal of Economics and Sociology, January)

<http://findarticles.com/p/articles/mi_m0254/is_n1_v57/ai_20538772> 

Genocide against Native Americans continues in modern times with modern techniques. In the past, buffalo were slaughtered or corn crops were burned, thereby threatening local native populations; now the Earth itself is being strangled, thereby threatening all life. The government and large corporations have created toxic, lethal threats to human health. Yet, because "Native Americans live at the lowest socioeconomic level in the U.S." (Glass, n.d., 3), they are most at risk for toxic exposure. All poor people and people of color are disadvantaged, although "[f]or Indians, these disadvantages are multiplied by dependence on food supplies closely tied to the land and in which [toxic] materials . . . have been shown to accumulate" (ibid.). This essay will discuss the genocide of Native Americans through environmental spoliation and native resistance to it. Although this type of genocide is not (usually) the result of a systematic plan with malicious intent to exterminate Native Americans, it is the consequence of activities that are often carried out on and near the reservations with reckless disregard for the lives of Native Americans.(1) One very significant toxic threat to Native Americans comes from governmental and commercial hazardous waste sitings. Because of the severe poverty and extraordinary vulnerability of Native American tribes, their lands have been targeted by the U.S. government and the large corporations as permanent areas for much of the poisonous industrial by-products of the dominant society. "Hoping to take advantage of the devastating chronic unemployment, pervasive poverty and sovereign status of Indian Nations", according to Bradley Angel, writing for the international environmental organization Greenpeace, "the waste disposal industry and the U.S. government have embarked on an all-out effort to site incinerators, landfills, nuclear waste storage facilities and similar polluting industries on Tribal land" (Angel 1991, 1). In fact, so enthusiastic is the United States government to dump its most dangerous waste from "the nation's 110 commercial nuclear power plants" (ibid., 16) on the nation's "565 federally recognized tribes" (Aug 1993, 9) that it "has solicited every Indian Tribe, offering millions of dollars if the tribe would host a nuclear waste facility" (Angel 1991, 15; emphasis added). Given the fact that Native Americans tend to be so materially poor, the money offered by the government or the corporations for this "toxic trade" is often more akin to bribery or blackmail than to payment for services rendered.(2) In this way, the Mescalero Apache tribe in 1991, for example, became the first tribe (or state) to file an application for a U.S. Energy Department grant "to study the feasibility of building a temporary [sic] storage facility for 15,000 metric tons of highly radioactive spent fuel" (Akwesasne Notes 1992, 11). Other Indian tribes, including the Sac, Fox, Yakima, Choctaw, Lower Brule Sioux, Eastern Shawnee, Ponca, Caddo, and the Skull Valley Band of Goshute, have since applied for the $100,000 exploratory grants as well (Angel 1991, 16-17). Indeed, since so many reservations are without major sources of outside revenue, it is not surprising that some tribes have considered proposals to host toxic waste repositories on their reservations. Native Americans, like all other victimized ethnic groups, are not passive populations in the face of destruction from imperialism and paternalism. Rather, they are active agents in the making of their own history. Nearly a century and a half ago, the radical philosopher and political economist Karl Marx realized that people "make their own history, but they do not make it just as they please; they do not make it under circumstances chosen by themselves, but under circumstances directly found, given and transmitted from the past" (Marx 1978, 595). Therefore, "[t]ribal governments considering or planning waste facilities", asserts Margaret Crow of California Indian Legal Services, "do so for a number of reasons" (Crow 1994, 598). First, lacking exploitable subterranean natural resources, some tribal governments have sought to employ the land itself as a resource in an attempt to fetch a financial return. Second, since many reservations are rural and remote, other lucrative business opportunities are rarely, if ever, available to them. Third, some reservations are sparsely populated and therefore have surplus land for business activities. And fourth, by establishing waste facilities some tribes would be able to resolve their reservations' own waste disposal problems while simultaneously raising much-needed revenue. As a result, "[a] small number of tribes across the country are actively pursuing commercial hazardous and solid waste facilities"; however, "[t]he risk and benefit analysis performed by most tribes has led to decisions not to engage in commercial waste management" (ibid.). Indeed, Crow reports that by "the end of 1992, there were no commercial waste facilities operating on any Indian reservations" (ibid.), although the example of the Campo Band of Mission Indians provides an interesting and illuminating exception to the trend. The Campo Band undertook a "proactive approach to siting a commercial solid waste landfill and recycling facility near San Diego, California. The Band informed and educated the native community, developed an environmental regulatory infrastructure, solicited companies, required that the applicant company pay for the Band's financial advisors, lawyers, and solid waste industry consultants, and ultimately negotiated a favorable contract" (Haner 1994, 106). Even these extraordinary measures, however, are not enough to protect the tribal land and indigenous people from toxic exposure. Unfortunately, it is a sad but true fact that "virtually every landfill leaks, and every incinerator emits hundreds of toxic chemicals into the air, land and water" (Angel 1991, 3). The U.S. Environmental Protection Agency concedes that "[e]ven if the . . . protective systems work according to plan, the landfills will eventually leak poisons into the environment" (ibid.). Therefore, even if these toxic waste sites are safe for the present generation - a rather dubious proposition at best - they will pose an increasingly greater health and safety risk for all future generations. Native people (and others) will eventually pay the costs of these toxic pollutants with their lives, "costs to which [corporate] executives are conveniently immune" (Parker 1983, 59). In this way, private corporations are able to externalize their costs onto the commons, thereby subsidizing their earnings at the expense of health, safety, and the environment.

Poverty High

The average number of Native Americans in poverty on tribal reservations is twice that of the rest of the country

Champagne 12

Duane Champagne (Indian country staff writer) “Ramping Up Economic Development Policy for Tribes” Indian Country February 15, 2012 http://indiancountrytodaymedianetwork.com/2012/02/15/ramping-up-economic-development-policy-for-tribes-97804

Just consider the numbers. According to the Census Bureau, the poverty rate for reservation Indians in 2010 was 28.4 percent, while the poverty rate for all Americans was 15.3 percent. Poverty rates on some reservations, like the San Carlos and Pine Ridge, can be more than 50 percent. By now, we all know the miseries that come with being poor: substandard education, ill health, chronic unemployment, bad housing and pitiful economic opportunities among them. Not to mention the pathetically limited resources for political and cultural practice and renewal. It’s a grim fact that Indian poverty, both reservation and urban, remains a central feature of contemporary Indian life.

Native American tribes are really poor

Rodgers 9

Tom Rodgers (author) “Native American Poverty” 2009 http://www.spotlightonpoverty.org/ExclusiveCommentary.aspx?id=0fe5c04e-fdbf-4718-980c-0373ba823da7

No discussion of poverty, and of the need to renew opportunity in America, can be complete without a frank consideration of the situation faced by Native Americans. With a worsening economy, the inevitable churn of holiday stories about the least fortunate, and a new Administration, now is the right time for meaningful action to address poverty in Native American communities. The modern history of Native Americans has been marred by tragedy and injustice, and too often deprivation and suffering within Native American communities has been met with sentiment that shocks the conscience. In 1862, the American government refused to honor treaty obligations to the Dakota Sioux Indians during a time of widespread starvation. When tribal leaders, desperate for relief, asked for food on credit because the U.S. government had failed to provide moneys owed, an associate of the local Indian agent replied, “If they are hungry, let them eat grass or their own dung.” His comment, and the crass disregard it represented, helped to spark the infamous and bloody confrontation between the tribe and the federal government now known as the Dakota War. Although we have moved beyond wanton neglect and violence, our national response to the problem of poverty in Native American communities remains woefully inadequate. The extent of the problem may not be well known. American Indians and Native Alaskans number 4.5 million. According to the U.S. Census Bureau, these Americans earn a median annual income of $33,627. One in every four (25.3 percent) lives in poverty and nearly a third (29.9 percent) are without health insurance coverage. To put this in stark terms, counties on Native American reservations are among the poorest in the country and, according to the Economic Research Service at the U.S. Department of Agriculture, nearly 60 percent of all Native Americans who live outside of metropolitan areas inhabit persistently poor counties.

Solvency—Plan Saves Tribal Economies

Provides 22,000 jobs and a huge stimulus to tribal economies

NCAI 2008 ( Indian Country Economic Recovery Plan, http://www.nativecontractors.org/media/pdf/NCAI_Economic_Stimulus_Proposal.pdf)

Tribal governments and the Native American communities they support should be included as eligible recipients for transportation new construction and maintenance. Inclusion would create a large number of immediate jobs, contracting opportunities, and related procurement. Funding would also help to save lives by improving road safety among a population with the highest transportation accident rates. iii According to BIA officials, tribal communities have an unmet immediate need of well over $258 million in maintenance funding for roads and bridges and $310 million in unmet new roads and bridges projects. These projects will immediately create over 21,500 jobs and will inject a much-needed stimulus into the Native American economy. 

Solvency—HTF Key To BIA Roads

Maintenance backlogs need to be filled with highway trust fund monies.

Smith 2010 (John, DIRECTOR, DIVISION OF TRANSPORTATION, EASTERN SHOSHONE AND NORTHERN ARAPAHO TRIBES, SENATE COMMITTEE ON INDIAN AFFAIRS FIELD HEARING: “TO EXAMINE TRIBAL TRANSPORTATION IN INDIAN COUNTRY”, http://www.gpo.gov/fdsys/pkg/CHRG-111shrg65034/pdf/CHRG-111shrg65034.pdf)

The BIA receives approximately $25 million per year as part of its lump sum appropriation for road maintenance activities. BIA now estimates that $120 million per year is actually what is needed to properly maintain roads on the BIA system. At present levels, the BIA spends less than $500 in maintenance funding per mile; most state transportation departments spend approximately $4,000 to $5,000 per mile each year on maintenance of state roads. Of course, states receive highway taxes based upon the sale of gasoline within that state. While users of tribal roads pay these same state highway fuel taxes, tribal roads receive little or no benefit from state fuel taxes. Tribes are unable to impose gas taxes in addition to, or in lieu of, those imposed by the surrounding states. The only practical solution we see for this problem is that since the roads on the BIA system are considered Federal roads, the BIA road maintenance program should be provided extra funds out of the Highway Trust Fund as are other Federal Lands Highway Programs roads.

The BIA administers 28,000 Miles of roads using highway trust fund dollars

Echo Hawk 2010 (Larry, ASSISTANT SECRETARY FOR INDIAN AFFAIRS, DEPARTMENT OF THE INTERIOR, SENATE COMMITTEE ON INDIAN AFFAIRS FIELD HEARING: “TO EXAMINE TRIBAL TRANSPORTATION IN INDIAN COUNTRY”, http://www.gpo.gov/fdsys/pkg/CHRG-111shrg65034/pdf/CHRG-111shrg65034.pdf)

The BIA currently implements both the Department of Transportation’s Highway Trust Fund-funded IRR program as well as the Department of the Interior’s (DOI) funded Road Maintenance Program. The DOI’s Road Maintenance Program has traditionally been the responsibility of the agency owning the road. Of the 126,000 miles roads in the IRR Program, the BIA has responsibility for 28,000 miles of roads designated as BIA system roads. The BIA receives Tribal Priority Allocation (TPA) funding annually for the administration of the road maintenance program for those roads. Further, approximately 30 percent of tribes with BIA system roads within their reservation boundaries currently operate the road maintenance program under a P.L. 93–638 self-determination contract or agreement. And of the 28,000 BIA road miles, approximately 20,500 miles are unpaved roads. Therefore, over 73 percent of the BIA roads are unpaved, and are, thus, considered ‘‘inadequate’’ from the perspective of the Level of Service index used to assess roads and bridges in the BIA road system

In many cases this is the ONLY source of revenue for roads throughout Indian Country

Baxter 2010 (John, ASSOCIATE ADMINISTRATOR FOR FEDERAL LANDS, FEDERAL HIGHWAY ADMINISTRATION, U.S. DEPARTMENT OF TRANSPORTATION, COMMITTEE ON INDIAN AFFAIRS FIELD HEARING: “TO EXAMINE TRIBAL TRANSPORTATION IN INDIAN COUNTRY”, http://www.gpo.gov/fdsys/pkg/CHRG-111shrg65034/pdf/CHRG-111shrg65034.pdf)
The Indian Reservation Roads (IRR) program, administered by FHWA in partnership with the Bureau of Indian Affairs (BIA), is critical to tribal communities to support tribal transportation needs. In many cases, it is the only source of revenue for transportation improvements. In working through FHWA’s partnership with the Tribes and the BIA, the IRR program seeks to balance transportation mobility and safety goals with the environmental and cultural values of tribal lands. FHWA also works with the Federal Transit Administration and the National Highway Traffic Safety Administration (NHTSA) in coordinating transportation programs that focus on planning, safety, and construction of roads and transit services to and on reservations and serving Alaska Native villages.

States CP Trades Off w/ Tribal Funds

CP not only doesn’t address native lands, but adds insult to injury by raising state gas taxes, creating a direct tradeoff with tribal funding mechanisms

Keele 2009 (Jefferson, NCAI, SENATE COMMITTEE ON INDIAN AFFAIRS FIELD HEARING: 

“TO EXAMINE TRIBAL TRANSPORTATION IN INDIAN COUNTRY” http://www.indian.senate.gov/public/_files/JeffersonKeeltestimony00.pdf)

Faced with a severe inadequacy of funding from federal and state sources, tribal governments have looked for other sources of revenue, including levying their own motor fuel taxes. While tribes have the same authority as other governments to collect taxes, the ability of tribes to tax fuel on tribal lands has been severely diminished by the Supreme Court. The Court has upheld the authority of the states to reach onto tribal land to collect a state motor fuel tax. The dual taxation that would result if both states and tribes impose a motor fuel tax makes it impractical for tribes to generate revenue through motor fuel taxes. Although some tribes and states have been able to negotiate motor fuel tax revenue-sharing agreements, those cases are the exception rather than the rule. In most areas, the state governments’ collection of motor fuel taxes in Indian country displaces the ability of tribal governments to collect motor fuel taxes.

Impact—Accidents On Native lands

Unsafe roads in Indian Country cost almost 300 lives per year

Keele 2009 (Jefferson, NCAI, SENATE COMMITTEE ON INDIAN AFFAIRS FIELD HEARING: 

“TO EXAMINE TRIBAL TRANSPORTATION IN INDIAN COUNTRY” http://www.indian.senate.gov/public/_files/JeffersonKeeltestimony00.pdf)

State governments spend between $4,000 and $5,000 per road mile on maintaining state roads and highways. While in Indian Country, by contrast, road maintenance funding is less than $500 spent per road mile. Indian Country has an unmet immediate need of well over $258 million in maintenance funding for roads and bridges, and $310 million in unmet need for new roads and bridges projects. Tribal members and communities are threatened by unsafe and often inaccessible roads, bridges and ferries. Indian people suffer from injury and death by driving and walking along reservation roadways at rates far above the national average. Data shows 5,962 fatal motor vehicle crashes were reported on Indian reservation roads between 1975 and 2002 with 7,093 lives lost. The trend is on the increase, up nearly 25% to over 284 lives lost per year in the last five years of study. While the number of fatal crashes in the nation during the study period declined 2.2 percent, the number of fatal motor vehicle crashes per year on Indian reservations increased 52.5 percent. American Indians also have the highest rates of pedestrian injury and death per capita of any racial or ethnic group in the United States. 

Impact—Waste Disposal/Genocide

Toxic disposal is genocide

Brook 1998
(Daniel Brook, Contributer to Harper’s and Boston Globe, “Environmental Genocide: Native Genocide: Native Americans and Toxic Waste.“ American Journal of Economics and Sociology, January)

<http://findarticles.com/p/articles/mi_m0254/is_n1_v57/ai_20538772> 

This is wholly in concert with "the most enduring characteristic of American Indians throughout the history of the continent: the ability to incorporate technological, natural, and social changes while maintaining cultural continuity" (Crow 1994, 593). Therein lies the natural affinity between Indian opposition to toxic waste and the broader environmental justice movement. "Environmental justice," according to the journal of the Citizens' Clearinghouse for Hazardous Waste, Everyone's Backyard, "is a people-oriented way of addressing 'environmentalism' that adds a vital social, economic and political element . . . When we fight for environmental justice, we fight for our homes and families and struggle to end economic, social and political domination by the strong and greedy" (Szasz 1994, 152-153). Fighting for environmental justice is a form of self-defense for Native Americans. As the Report of Women of All Red Nations declared, "To contaminate Indian water is an act of war more subtle than military aggression, yet no less deadly . . . Water is life" (February 1980, in Collins Bay Action Group 1985, 4). Toxic pollution - coupled with the facts of environmental racism, pervasive poverty, and the unique status of Native Americans in the United States -"really is a matter of genocide. The Indigenous people were colonized and forced onto reservations . . . [Native Americans are] poisoned on the job. Or poisoned in the home . . . Or forced to relocate so that the land rip-offs can proceed without hitch. Water is life but the corporations are killing it. It's a genocide of all the environment and all species of creatures" (Bend 1985, 25; emphasis in original). In effect, toxic pollution is genocide through geocide, that is, a killing of the people through a killing of the Earth.

Toxic waste disposal is genocide

Brook 1998
(Daniel Brook, Contributer to Harper’s and Boston Globe, “Environmental Genocide: Native Genocide: Native Americans and Toxic Waste.“ American Journal of Economics and Sociology, January)

<http://findarticles.com/p/articles/mi_m0254/is_n1_v57/ai_20538772> 

Five hundred years after the commencement of colonialism and genocide, "the exploitation and assault on Indigenous people and their land continues. Instead of conquistadors armed with weapons of destruction and war, the new assault is disguised as 'economic development' promoted by entrepreneurs pushing poisonous technologies. The modern-day invaders from the waste disposal industry promise huge amounts of money, make vague promises about jobs, and make exaggerated and often false claims about the alleged safety of their dangerous proposals" (Angel 1991, 1). Yet, also 500 years later, Native Americans are still resisting the onslaught and are still (re)creating themselves and their cultures. And increasingly, Native Americans are better organized and more united than ever in their struggle against environmental racism and for environmental justice.

***Other Potential Add-Ons***

Federal Highway $ Key To Bicycles

Federal Highway Funds are used to build and maintain bicycle paths and walking trails

Dauwes 2011 (Christopher, FHWA Trails and Enhancements Program Manager, http://www.fhwa.dot.gov/environment/recreational_trails/overview/benefits/index.cfm#fstp)

The FHWA is the largest single source of funding for shared use paths, trails, and related projects in the United States. Before 1991, Federal highway funds could be used only for highway projects or specific independent bicycle transportation facilities. Now, bicycle transportation and pedestrian projects and programs are eligible for nearly all major Federal highway funding programs. Recreational trails are eligible under theRecreational Trails Program.
Federal Highway $ Key To Biodiversity

Federal highway dollars are key to save 110 endangered species in the Eastern United States

US Dept of Transportation 2011 (Federal Surface Transportation Programs and Transportation Planning for Federal Land Management Agencies—A Guidebook “Federal Surface Transportation Program Funding Supports Valuable Fish Passage Projects”, P. 49 http://www.fs.fed.us/eng/pubs/pdf/07771814.pdf)
For many years, the Eastern Region of the Forest Service has been in the Forest Service actively engaged in protecting our water resources through assessment and restoration. The region is home to more than 962,000 acres of lakes (43 percent of the National Forest System total acres) and over 15,000 miles of streams, providing habitat for more than 300 species of fish, 68 species of crayfish and numerous freshwater mussels with 110 of those species considered threatened, endangered, or sensitive. The region also supports approximately 28,000 miles of roads, with an estimated 50,000 road-stream crossings. These crossings are of particular concern and are the focus of many of the region’s efforts to improve aquatic passage and restore stream channel function. Transportation funds are available for the region to complete many needed restoration projects and maintain watershed health.

***Topicality Evidence***

Investment T: Contextual Definitions

Infrastructure investment is done via the gasoline tax in the US—their evidence about overseas investment isn’t nearly specific enough

Thommassen 2012 (President of NewBuild Strategies LLC, an energy and infrastructure consulting firm in Washington, DC. He most recently served as a policy director at a nonprofit think tank and has testified before Congress about current proposals for financing infrastructure.Encouraging U.S. Infrastructure Investment, Policy Innovation Memoradum #17 http://www.cfr.org/infrastructure/encouraging-us-infrastructure-investment/p27771)

Even if Congress passes a new highway bill, the country's infrastructure debacle is hardly resolved. Transportation is only one part of the problem, and the pending bills do not even raise investment in this sector from previous, insufficient levels. Nor do they address the biggest long-term problem for transportation—inadequate funding from the Highway Trust Fund. Since the mid-1950s, federal gas tax revenues have been deposited into the Highway Trust Fund and then allocated to states for transportation improvements. But the gas tax is not tied to inflation and has not been raised since 1993. At current spending and revenue levels, the trust fund will be insolvent within two years. Raising the gas tax would alleviate the funding problem, but both parties consider that and other new taxes to be political nonstarters.

The only way to invest in transportation infrastructure is to fund it via the gas tax

Cooper et al. 2012 (Donna Cooper is a Senior Fellow at the Center for American Progress. Richard Caperton is the Director of Clean Energy Investment at American Progress. Kate Gordon is the Center’s Vice President for Energy Policy. Daniel J. Weiss is a Senior Fellow and the Director of Climate Strategy at American Progress. Putting Big Oil Subsidies to Work: How We Can Use These Tax Breaks to Help Rebuild Our Infrastructure, http://www.americanprogress.org/issues/2012/02/oil_infrastructure.html)
CAP’s new report, “Meeting the Infrastructure Imperative,” recommends doing just that, among other things, to put more federal funds and state, local, and private money to work investing in infrastructure over the next 10 years. Our report details why $129 billion more per year is needed to meet our country’s infrastructure capital repair and improvement needs. CAP found that direct federal spending for infrastructure would need to rise by $48 billion a year, or about a 1.3 percent increase in total federal spending. Boosting federal spending by $48 billion would mean an increase approximately the same size as what was spent on the Iraq war in fiscal year 2011. CAP projects that with this level of increased federal investment, as much as $60 billion in private infrastructure investment and $11 billion in new state and local investment could be mobilized as well. But where will the new federal money come from? For decades federal gas tax revenues were dedicated to covering the cost of road, bridge, transit, and rail improvements. But Congress hasn’t raised the 18.4-cents-per-gallon gasoline tax in 19 years, and as a result, its value has eroded by one-third, leaving federal transportation programs chronically short of funds. If that tax had been indexed to inflation, it would be 28 cents per gallon today.

Investment T: Contextual Definitions

In the context of how transportation infrastructure is actually funded in the US gasoline taxes are considered an investment

O’Malley 2012 (Governor of Maryland, “Gas Tax Increase is a Necessary Investment” The Sentinel, 2-23, http://www.thesentinel.com/pgs/opinion/gas-tax-necessary)

To create jobs, a modern economy requires modern investments: investments by all of us for all of us. That’s not a Democratic or a Republican idea; it is an economic and historic truth. It was true for our parents, it was true for our grandparents, and it is a truth that has built our state and has built our country. There is a connection between the investments we make today in our infrastructure and our ability to create jobs, expand opportunity and move forward on the road to recovery. Infrastructure investments not only create and save jobs — they help us strengthen our competitiveness, attract foreign investment and bring new businesses to Maryland. Right now, the pace of our transportation infrastructure investments is not sufficient to meet the needs of our state. And our inadequate transportation systems are presenting a growing threat to safety on our roads, to our quality of life, and to our economic competitiveness. Maryland has some of the worst traffic in America. We pay a heavy price in terms of the time we spend idling in bumper-to-bumper traffic when we could be at home with our families. With a growing population and aging infrastructure, we might soon pay an even steeper price — because unlike trees, bridges do not grow stronger with age. Today, with gasoline above $3.50 per gallon, our primary source of revenue for transportation is the same flat 23 cents it was during Gov. Schaefer’s second term, when gas was $1.08 per gallon. Meanwhile, it costs more to paint the Bay Bridge today than it did to build the first span. As the Baltimore Sun editorializes, “If Maryland continues to embrace a 1992 tax rate, it will have to settle for crumbling 1992-era infrastructure.” To help meet our infrastructure funding needs, I recently introduced legislation to repeal the current sales tax exemption on a gallon of gasoline, phasing it out by two percent a year, with a “braking mechanism” to protect consumers in the event that the price of gas spikes. Our legislation also strengthens protections to better safeguard these new investments in the Trust Fund. An enhanced investment on this scale would allow us to create 7,500 new jobs building needed roads, bridges and public transit throughout our state. And it would give us greater flexibility to move forward with projects like the Purple Line, which would operate between New Carrollton and Bethesda, connecting riders to four branches of the WMATA Metro system. With the right approvals and funding, we could begin construction in 2015, and the Purple Line could be up and running by 2020.

^^^^^^^^^NEG^^^^^^^^

Transportation Can’t Solve Warming

Consumers won’t respond and even if they do it would take forever and not make enough of a dent in warming

Frankel and Menzies 2011 (Emil and Thomas,Chair of the TRB Committee for a Study of Potential Energy Savings and Greenhouse Gas Reductions from Transportation. Menzies is Senior Program Officer, TRB Studies and Special Programs, Tribal Transportation News 4(1), Winter, http://www.nijc.org/pdfs/TTAP/A%20NEWSLETTER_SHELL-V%204-Issue%201-Jan%2011.pdf)

Most of the economic models that project the impacts of economy wide carbon pricing assume that transportation users would be fairly unresponsive to higher carbon prices, at least in comparison with other sectors, such as electric power generation. For example, EPA’s analysis of the carbon pricing program proposed in the American Clean Energy and Security Act of 2009 estimated that only 5 percent of the reductions in GHGs would come from transportation (1). The analysis noted that emissions reductions in the transportation sector are likely to be more expensive than in the electricity sector, which can substitute natural gas for coal in power plants.     Although the fleet of cars and trucks can be replaced in 8 to 10 years, far more time is required to change the physical infrastructure used for transportation and connected by transportation services. This infrastructure consists of the transportation network and of the vast built environment of homes, businesses, and other establishments often situated in relatively low-density urban areas designed to be served by personal vehicles and trucks (see article by Gómez-Ibáñez and Humphrey, page 24). Moreover, the nation’s metropolitan areas have few practical means of connection, except by motor vehicle and air travel. As transportation fuel prices rise with carbon pricing, the adjustments by people and businesses to fundamental changes in travel patterns and means will take time.

Cuts must come across all sectors of the economy in all regions of the world in order to solve warming

Frankel and Menzies 2011 (Emil and Thomas,Chair of the TRB Committee for a Study of Potential Energy Savings and Greenhouse Gas Reductions from Transportation. Menzies is Senior Program Officer, TRB Studies and Special Programs, Tribal Transportation News 4(1), Winter, http://www.nijc.org/pdfs/TTAP/A%20NEWSLETTER_SHELL-V%204-Issue%201-Jan%2011.pdf)

Why policy makers may want to target individual sectors is not self-evident—stabilizing GHG concentrations will require emissions reductions across all economic sectors and all regions of the world. Although accounting for approximately 25 percent of the carbon dioxide emitted in the United States, the U.S. transportation sector contributes only an estimated 5 percent of the emissions globally. Policy actions targeting U.S. transportation, therefore, can have significant effects on national GHG emissions but only marginal effects on global GHG emissions and buildup.

AT Forestry Adv—Alt Causalities

Forest carbon sink decline inevitable – land-use, climate shifts, and harvesting

Hurteau, Koch & Hungate ‘8

(Matthew, George, & Bruce, Department of Biological Sciences and Merriam–Powell Center for Environmental Research, Northern Arizona University, “Carbon protection and fire risk reduction: toward a full accounting of forest carbon offsets”, Front Ecol Environ 2008; 6(9): 493–498)

In forests of the western US, fire frequency and severity historically ranged from high-frequency, low-severity fires in ponderosa pine and Sierran mixed-conifer forests (Covington and Moore 1994; McKelvey et al. 1996) to low-frequency, high-severity fires in forests at higher elevations, such as spruce–fir and northern latitude coastal forests (Agee 1993; Schoennagel et al. 2004). The frequency with which large and severe wildfires have occurred has increased in recent decades, a pattern attributed to both land-use changes (Covington et al. 1994; McKelvey et al. 1996) and climatic shifts (Westerling et al. 2006). Wildfires release massive amounts of CO2 to the atmosphere (van der Werf et al. 2006; Wiedinmyer and Neff 2007). Models indicate that even if current fire suppression success is maintained, the US carbon sink is predicted to decline through the 21st century, because harvesting removes carbon and mortality occurs at rates equal to sequestration resulting from tree regeneration (Hurtt et al. 2002). Increased frequency and intensity of wildfires will further contribute to this decline. 
Logging wrecks forest biodiversity
Australian World Wildlife Fund, 2004 (http://www.rainforestinfo.org.au/good_wood/log_maj.htm)
For many years, the timber trade has claimed that it plays a negligible role in forest loss, and that most deforestation is caused by agricultural clearance or fuelwood collection. Population growth, rather than industrial exploitation has been blamed as the underlying problem. Research by WWF leads us to the opposite conclusion. Taking the survival of biodiversity as a major criterion, WWF concludes that the timber trade is currently the most important cause of loss and forest degradation in the world.

This judgment is based on several factors as examined below. There is no accident in the overlap between biologically rich forests and forests with large-scale timber operations. Areas of high biodiversity tend to to contain the oldest, and thus in many cases the largest and most commercially valuable, trees. Natural forests are often virtually unclaimed, under the stewardship of politically weak indigenous groups, or nominally under state control. Forests with high biodiversity are, by their very nature, likely to draw the attention of the global timber trade and are easily exploited. 
AT Forestry Adv—Wildfires Good

Wild fires have many positive side effects and are a natural part of ecosystems
Brunette ‘98<Professor of Ecology at Cornell University> “Fire Ecology: Fires and Their Role in Forest Ecosystems,” http://entomology.cornell.edu/cals/entomology/extension/outreach/upload/Kendall-Brunette-Fire-TRG.pdf
Fires can have both positive and negative effects on the environment. Here are just a few of those effects: Harmful: Damage to home, communities, ecosystems, dangerous for people and animals, expensive to manage, add carbon dioxide to the atmosphere. Helpful: Energy source for cooking, heating, and fueling, create habitat for animals, help complete plant life cycles, assist in plant germination, and add nutrients to soil. Fires are composed of 3 different elements: Removing one of these elements would prevent or extinguish a forest fire. 1- Fuel - wood, coal, gas, fossil fuels, dry plants and trees 2- Oxygen 3- Heat/Ignition source These types of fires…… primarily burn undergrowth and leaf litter prevent larger, more serious “crown fires,” help release nutrients into soil by burning leaf litter, spur germination for trees such as pines and other conifers, The pinecones on these trees need extreme heat to burst open and release their seeds, help reduce invasive or non-native plants and pests, create and maintain animal habitat, minimize trees within a forest to help open the canopy (tops of trees) and allow the undergrowth to flourish, help maintain plant diversity, can be naturally-induced (lightening) or human-caused (escaped campfires and prescribed burns) Fire & Plant Life Cycles: Fires play a very important role in completing the life cycles of several different kinds of plants. One example is the Lodgepole Pine tree. The serotinous (a type of cone in which seed release occurs in response to an environmental trigger) cones of Lodgepole pine trees open after a fire and produce many seedlings. These seedlings are released onto the bare soil where they can grow into new trees within the burned area. The Lodgepole seedlings are the pioneer species, or first species to move into an area after a fire.
Wildfires are positive for the ecosystem of forests
Rozell ’11 <Alaska Science Staff Writer> “Fire is a natural part of the forest ecosystem,” http://www.adn.com/2011/06/11/1911315/fire-is-a-natural-part-of-forest.html
With their mushroom clouds topped with cauliflower crowns, plumes from wildfire smoke are again a common sight in Interior Alaska, which -- with barely a sprinkle of rain -- just experienced one of the driest Mays in the 100-year written record. Though it's a normal human reaction to think of wildfire as a bad thing, fire's occurrence on the landscape predates the arrival of people to the boreal forest by a long shot. The forest doesn't function well without it. In researching the topic, I came across a previous interview with Tom Paragi, a wildlife biologist with the Alaska Department of Fish and Game in Fairbanks. Paragi's specialty is the ecology of disturbances to the boreal forest, among them logging and the effects of wildland fires. The following is from a column I wrote in 2006 with him on the subject of wildfires. I told Tom that the word "ravaged" came to mind when I walked through a burned spruce forest and saw the charred bones of red squirrels. He countered by saying that red squirrels have the unfortunate tendency to seek shelter in spruce trees when something threatens them. Other small mammals, such as voles on the forest floor, might survive a fire because the soil around them is wet enough not to burn. Larger animals move fast enough to escape slow-moving wildfires typical of the boreal forest, he said. "I've seen pictures of deer and elk being caught in fires down south, but I've never heard of anyone seeing a moose getting killed by fire," he said. "In most cases, wildlife has a chance to move on." Even if voles and red squirrels die in a large hot fire, their surviving relatives fill the empty niche in the months following. The greenery that pops up after a fire is often a better home for small animals than spruce trees over moss over permafrost, Paragi said. "The net effect of fire (on most animal numbers) is a positive." he said. The reported areas of Alaska fires can be misleading too, Paragi said. When the Alaska Fire Service reports the maximum perimeter of a large fire, about two-thirds of the area inside that perimeter usually burns, he said. A pilot, Paragi has flown over parts of Alaska after fires and has seen a patchwork of muskeg, mature forest, and neon bright greens sprouting from blackened areas. "You have this tremendous mosaic out there," he said. Paragi said the large acreage burned recently in Alaska has partly been the result of overzealous firefighting in the past combined with recent warm and dry conditions. Until the late 1980s, Alaska policy was "immediate suppression of all wildfires," according to the Alaska Interagency Wildland Fire Management Plan. That strategy preserved black spruce, the final stage of the boreal forest in many areas of the Interior. Black spruce waits out other tree species, pops up in the understory, grows slowly, and stays anchored in cool soil unless the forest burns, is cut down, gets chewed up by river ice or meets some other fate. The resilient black spruce is the most flammable tree in the boreal forest; one fire official called it "gasoline on a stick." "If you keep putting out all the fires, there's no breaking up of these large expanses of spruce," Paragi said. "Fires can get dangerously big really fast." Biologists like Paragi team with state fire managers to stage controlled burns to break up large patches of spruce and to stimulate new growth favored by moose, grouse and other animals. "Generally, fire is a positive thing for the nutrient cycling of the boreal forest," he said. "After a June fire, I've seen waist-high willow sprouts by fall. We've also burned aspen in May and had sprouts well over my head by hunting season."

AT Indian Reservations Adv—economy

Alternate causality: reservations have a terrible economy because they cannot get property rights

Koppisch 11

John Koppisch (Forbes analyst) “Why Are Indian Reservations So Poor? A Look At The Bottom 1%” Forbes 12/13/2011 http://www.forbes.com/sites/johnkoppisch/2011/12/13/why-are-indian-reservations-so-poor-a-look-at-the-bottom-1/

At a time when there’s a spotlight on America’s richest 1%, a look at the country’s 310 Indian reservations–where many of America’s poorest 1% live–can be more enlightening. To explain the poverty of the reservations, people usually point to alcoholism, corruption or school-dropout rates, not to mention the long distances to jobs and the dusty undeveloped land that doesn’t seem good for growing much. But those are just symptoms. Prosperity is built on property rights, and reservations often have neither. They’re a demonstration of what happens when property rights are weak or non-existent. The vast majority of land on reservations is held communally. That means residents can’t get clear title to the land where their home sits, one reason for the abundance of mobile homes on reservations. This makes it hard for Native Americans to establish credit and borrow money to improve their homes because they can’t use the land as collateral–and investing in something you don’t own makes little sense, anyway. This leads to what economists call the tragedy of the commons: If everyone owns the land, no one does. So the result is substandard housing and the barren, rundown look that comes from a lack of investment, overuse and environmental degradation. It’s a look that’s common worldwide, wherever secure property rights are lacking—much of Africa and South America, inner city housing projects and rent-controlled apartment buildings in the U.S., Indian reservations.

AT Indian Reservations Adv—Genocide

The reservation system and politics are responsible for genocide—plan doesn’t address either

Robertson ‘09<Yahoo Staff Contributor> ”Historical and Contemporary Racism Against Native American Indians and African Americans,” http://voices.yahoo.com/historical-contemporary-racism-against-native-2419171.html?cat=9
History and racism are tied together, and because of this, we find prominent examples of anti-Indian and anti-African American racism that are present in contemporary society. The blatant and cultural racism of the 18th and 19th century are just as racist as those in the 20th and 21st centuries. The examination of Native and African Americans in America shows a relationship between America's history and the implementation of blatant, passive, and cultural racism, as well as a concise understanding of how racism is felt today. Instead of a Human Zoo, we essentially have a failure to democracy by discounting African American votes and a slow, perpetual genocide to those Natives on Indian Reservations. It seems that, in the words of Cynthia McKinney, "we would rather hold onto the myth of democracy rather than fight for the reality of it"
Davis-Bacon Bad: Economy/Costs

Davis Bacon is empirically proven to prolong unemployment during times of economic depression. 

Charles W. Baird June 2011
Freeing Labor Markets by Reforming Union Laws http://www.downsizinggovernment.org/labor/reforming-labor-union-laws#3 Charles W. Baird is Professor of Economics, Emeritus, California State University, East Bay

Congress had two main purposes in passing Davis-Bacon. First, policymakers held the backwards economic idea that the government should stop prices and wages from falling during the Great Depression. Davis-Bacon was designed to keep wages artificially high. Yet falling wages and prices were precisely what were needed for labor markets to adjust to the collapse of real incomes and employment in the early 1930s. (Both prices and wages fell from 1929 to 1933, but prices fell by more than wages. Thus the real cost of hiring workers increased and pushed up unemployment). This economic fallacy about high prices and wages misled both Herbert Hoover and Franklin D. Roosevelt, and it did much to deepen and prolong the Great Depression.

Davis Bacon increases costs of construction projects 10%

Charles W. Baird June 2011
Freeing Labor Markets by Reforming Union Laws http://www.downsizinggovernment.org/labor/reforming-labor-union-laws#3 Charles W. Baird is Professor of Economics, Emeritus, California State University, East Bay

By excluding more-efficient nonunion firms from federal work, Davis-Bacon pushes up the costs of all federally financed projects. A careful study by economists at the Beacon Hill Institute at Suffolk University found that the rules increase the cost of construction projects by about 10 percent, which ultimately costs federal taxpayers about $8.6 billion annually.8 The Davis-Bacon rules should be scrapped, because they serve no interest other than protecting unionized construction workers from open competition.

Davis-Bacon Bad: Minorities

The Bacon Davis Act disproportionately hinders minorities from finding work in the construction sector. 

Scott Bullock and John Frantz ‘92
Removing Barriers to Opportunity: A Constitutional Challenge to The Davis-Bacon Act http://www.ij.org/davis-bacon-act-background-2( both scott bullock and john frantz are attorneys and writers for the institute for justice a libertarian public interest law firm) 

Enforcement of the Davis-Bacon Act imposes tre-mendous economic and social costs. Repealing the Act would save the federal government $1 billion on construction costs and $100 million in administrative costs each year. Costs of compliance with the Act for the construction industry total nearly $190 million per year. The Act's repeal would also result in the creation of an estimated 31,000 new construction jobs, most of which would go to members of minority groups. Over the past six decades, the Davis-Bacon Act has had a devastating impact on the ability of minorities to find work in the construction industry. As was stated earlier, blacks tend to be disproportionately represented among the ranks of unskilled or low-skilled laborers. This has been true since the time of the passage of the Act. The initial set of regulations promulgated by the Department of Labor relating to Davis-Bacon's enforcement did not recognize categories of unskilled workers except for union apprentices. As a result of this failure, the regulations required a contractor to pay an unskilled worker who was not part of a union apprenticeship program the same wage paid to a skilled laborer. Given that blacks were poorly represented in the unions and their apprenticeship programs, unskilled minority workers were almost completely excluded from working on Davis-Bacon projects. This exclusion effectively foreclosed the only means by which unskilled blacks could learn the necessary skills to become skilled workers. This claim is borne out by the available statistical evidence. Prior to the passage of the Davis-Bacon Act, blacks suffered from unemployment at approximately the same rate as the general population. After Davis-Bacon became law, the rate of minority unemployment began to deviate from that of whites. This problem persists today. In the first quarter of 1992, the rate of unemployment among blacks was 14.2 percent, even though the overall national unemployment rate was only 7.9 percent. The difference in unemployment rates between blacks and whites is especially pronounced in the construction industry. According to a recent study by the National Urban League, in the fourth quarter of 1992, 26.8 percent of all blacks involved in the construction industry were unemployed, compared to only 12.6 percent of white construction workers. Despite the fact that the Bush administration Depart-ment of Labor attempted to alter its regulations, barriers to entry spawned by Davis-Bacon at the time of its passage remain today. According to a study conducted by the American Enterprise Institute in 1980, union apprenticeship programs, even if it is assumed that they no longer discriminate, strictly limit the number of enrollees and impose arbitrary educational requirements on potential applicants. Thus, the most disadvantaged workers remain excluded from such programs. Davis-Bacon's requirements also make it extremely difficult for minority, open-shop contractors to employ and train unskilled minority workers. Given that unskilled workers must be paid the same wage as a skilled worker, there exists no incentive to hire the unskilled worker. Ralph C. Thomas, executive director of the National Association of Minority Contractors, stated that a minority contractor who acquires a Davis-Bacon contract has "no choice but to hire skilled tradesmen, the majority of which are of the majority. This defeats a major purpose in the encouragement of minority enterprise development -- the creating of jobs for minorities. . . . Davis-Bacon . . . closes the door in such activity in an industry most capable of employing the largest numbers of minorities."

The comparatively high wages from Bacon Davis contracts block minority business owners from 

employing minority workers. 

Scott Bullock and John Frantz ‘92
Removing Barriers to Opportunity: A Constitutional Challenge to The Davis-Bacon Act http://www.ij.org/davis-bacon-act-background-2( both scott bullock and john frantz are attorneys and writers for the institute for justice a libertarian public interest law firm) 

The evidence supports Thomas' claim. The Department of Labor frequently sets wages at unreasonably high levels, forcing the contractor to pay laborers considerably more than the market value of their work. For example, in Philadelphia, electricians working on projects covered by the Davis-Bacon Act must be paid $37.97 per hour in wages and fringe benefits. The average wage of electricians working for private contractors on non-Davis-Bacon projects is $15.76 per hour, with some laborers working for $10.50 per hour. Similarly, in Chicago, electricians working on projects subject to Davis-Bacon must be paid $31.32 per hour, where workers employed on projects not covered by Davis-Bacon are paid on average $18.72 per hour, with some workers earning $11.00 per hour. The amount of paperwork that a contractor is required to fill out as a result of regulations governing Davis-Bacon also prevents small, minority-owned firms from seeking Davis-Bacon projects. Many small firms do not have available personnel with the necessary expertise to complete the myriad of forms and reports the regulations require. This provides a great advantage to the larger (and usually highly unionized) firms who have more resources to devote to complying with the Act's requirements.

AT Race to Bottom
States don’t race to the bottom, can act together

Chirinko and Wilson 11--Federal Reserve Bank 

[Robert Chirinko and Daniel Wilson, Federal Reserve Bank of San Francisco, “Tax Competition among US States, Racing to the Bottom or Riding on a Seesaw?”, July 2011, http://www.frbsf.org/publications/economics/papers/2008/wp08-03bk.pdf]

These aggregate movements_ buttressed with anecdotal observations and past empirical studies, suggest to many observers that states are engaged in a "race to the bottom." The empirical results in this paper challenge that conclusion. We find that the slope of the reaction function — the equilibrium response of home state tax policy to foreign state tax policy — is negative. This result — consistent with the quotation above from the Governor of Wisconsin — runs contrary to the casual empirical evidence in Figures 1 through 4, the findings ill many prior empirical results. and the implications of some theoretical models. We document that this seeming paradox is due to two critical elements omitted in most prior empirical studies. First, aggregate shocks affecting all states create common incentives that lead states to act synchronously. Absent proped conditioning for aggregate shocks, a positive slope of the reaction function is obtained with our data. Second. in theory, tax competition is driven by capital mobility among states. but the flow of capital is not instantaneous, instead occurring over several years. A properly specified model needs to allow for lagged responses. In our data. static models also generate a positively sloped reaction function. When we condition on aggregate shocks and allow for delayed responses, we find that the tax reaction function is negatively sloped. While this result is striking, it is not surprising and is fully consistent with the qualitative and quantitative implications of the theoretical model developed in this paper. Our findings suggest that the dramatic declines in state capital taxation in recent decades are not driven by tax competition among states. but rather from aggregate shocks (e.g.. energy prices, U.S. macroeconomic conditions, tax rates and input costs abroad) impacting all states in more or less the same manner. Rather than states "racing to the bottom" (a competitive response of tax rates in the same direction). our results suggest that state tax competition is better characterized by states "riding on a seesaw" (a competitive response in the opposite direction).
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