***WARMING REPS GOOD***

Warming Policy Discussion Good
Interrogating environmental issues at the high-school level is critical to developing sustainable solutions – however those interrogations cannot focus exclusively on ethics but must also be coupled with policy advocacy in order to succeed – policy focus results in behavioral changes even if we don’t become policymakers
Cotgrave and Alkhaddar 6 – Alison Cotgrave has a PhD in Sustainability Literacy, she is currently the Deputy Director of the School of the Built Environment and a researcher in construction education, she is also a Fellow of the Higher Education Academy, Rafid Alkhaddar has a PhD in Civil Engineering and currently teaches at the School of the Built Environment John Moores University in Liverpool as a Professor of Water and Environmental Engineering (March 2006, “Greening the Curricula within Construction Programmes,” Journal for Education in the Built Environment, Vol.1, Issue 1, March 2006 pp. 3-29, http://131.251.248.49/jebe/pdf/AlisonCotgrave1(1).pdf) JCP

Environmental education  

Many writers have determined that the main aim of environmental education is to change attitudes, that will in turn change behaviour. As long ago as 1976, Ramsey and Rickson identified that it has long been known that the basis for many environmental problems is irresponsible behaviour. Without a doubt, one of the most important influences on behaviour is attitude, that in turn is influenced by education. Campbell Bradley et al. (1999) stress the need for trying to change young people’s environmental attitudes because young people ultimately will be affected by, and will need to provide, solutions to environmental problems arising from present day actions. As future policymakers, the youth of today will be responsible for ‘fixing’ the environment and they will be the ones who must be persuaded to act now in order to avoid paying a high price to repair damage to the environment in the future, if indeed it is repairable. Therefore it appears that effective environmental education, which changes the attitudes of young people, is crucial. 

The (then) Department for Education (DFE) report, commonly known as the ‘Toyne Report’ (DFE, 1993), concluded that as education seeks to lead opinion, it will do so more effectively if it keeps in mind the distinctive nature of its mission, which is first and foremost to improve its students’ understanding. Their concern may well be awakened as a result; but it must be a properly informed concern. This does not necessarily mean treating the environment as a purely scientific issue, but does mean that the respective roles of science and ethics need to be distinguished, and the complexities of each need to be acknowledged. Failure to do this may lead all too readily to an ‘environmentalism’ which, by depicting possibilities as certainties, can only discredit itself in the long run and feed the complacency which it seeks to dispel. 

McKeown-Ice and Dendinger (2000) have identified the fact that scientific knowledge and political intervention will not solve the environmental problem on their own, thus implying that something additional is required to change behaviour. As has already been discussed, behaviour changes can only occur if attitudes change and this can be achieved through education. As Fien (1997) identifies, environmental education can play a key role by creating awareness, and changing people’s values, skills and behaviour. 

Introducing environmental elements into the curriculum can therefore be seen as a potentially effective way of transferring knowledge. This should in turn improve attitudes that will lead to improvements in environmental behaviour. Graham (2000) believes that it is crucial that building professionals not only participate in the creation of projects that have low environmental impact, but equally it is important that they learn to conceive, nurture, promote and facilitate the kind of paradigm changes seen as necessary to create a sustainable society. 

There are however limitations as to what education can achieve on its own, for as Jucker (2002) believes, if we do not do everything we can to transform our political, economic and social systems into more sustainable structures, we might as well forget the educational part.
Environmental education concerning specific action-based policies is best. Even if our advocacy is wrong only action-competence education allows us to successfully confront these dilemmas without falling prey to hidden agendas

Mogensen and Schnak 10 – Prof at University College West, Denmark, Associate Professor in the Research of Environmental and Health Education, PhD in Biology; Professor Emeritus of Education at Laererhoejskolen, Danish university of Education, DPU, and Aarhus University (Finn and Karsten, Feb 2010, “The action competence approach and the ‘new’ discourses of education for sustainable development, competence and quality criteria,” Environmental Education Research, Volume 16, Issue 1, 2010, pg 59-74, http://www.tandfonline.com/doi/abs/10.1080/13504620903504032)JCP

Seen from a philosophical point of view, the main point of action competence is the idea of action. Inspired by analytic philosophy concerning explanation and understanding (Taylor 1966; von Wright 1971) and philosophical psychology (Kenny 1963; Peters 1958; White 1968) as well as pragmatist analyses (Bernstein 1971) and critical theory (Habermas 1968), the point can be made that human action differs from, or is a special kind of, mere behaviour and activity. Not only are actions intentional, the intentions, motives and reasons all have an intrinsic relation to the actions. So it will be a different action if the intention turns out to be different (Schnack 1977). In this sense, it is our forte as human beings to be able to act, given the links to associated humanistic concepts such as personhood, experience, responsibility, democracy, and education – insofar as we take education to be more than schooling, training or manipulation.

In relation to problem-oriented environmental and health education, the notion of action is qualified by the criterion that actions should be addressed to solutions of the problem and should not just be activities as a counterweight to academic tuition. Not that activity is a bad thing or not good enough in certain situations, but the action competence approach emphasises the epistemological point that action-oriented teaching–learning has specific, important learning potentials. In this way, the notion of action in action competence is heavily loaded, philosophically and educationally. Actions are a special kind of behaviour: (a) qualified by the intentions of the agent, and in principle, not by someone else (which again challenges current discussions of participation in education discussed elsewhere in this collection; see Læssøe this issue); (b) qualified by being conscious and purposive, seen from the point of view of the agent, which also challenges the discussion of success criteria in education (see later). This latter perspective on the notion of action also means that the action must be addressed to solving the problem or changing the conditions or circumstances that created the problem in the first place. In adding this aspect to the action concept, this can be qualified in relation to the concept of activity. Hence, actions can be seen as specific activity.

The status of action competence as an educational ideal and its utopian goals means that it will never be possible to say: ‘now it is not possible to be more action competent’. In this sense there is a parallel to the notion of sustainable development in that an objective reachable stage does not exist. In relation to sustainable development it is evident that you cannot satisfy the needs of people who live now without radically changing the conditions for the people to come for a number of reasons, not least that the satisfaction of human needs in specific (cultural) ways develops and changes the needs themselves. In the same way is it not possible to become the ultimate action competent individual because human actions will always produce intended and unintended changes and conditions that give rise to a quest for new capabilities. In this sense, the striving for qualifying one’s action competence is a never-ending process.

The action competence approach seen in this Bildung perspective will be discussed further in a later section. However, a central element of the approach is to be critical of moralistic tendencies, preconceived ideas and hidden agendas when working with environmental education, health education, ESD or other teaching– learning sequences that deal with societal issues involving conflicting interests. Rather, the action competence approach points to democratic, participatory and action-oriented teaching–learning that can help students develop their ability, motivation and desire to play an active role in finding democratic solutions to problems and issues connected to sustainable development that may even consist of the aforementioned tendencies, ideas and agendas.

From the very beginning, the action competence approach has been critical towards any reductionistic tendency in what has been called the first generation of environmental education (Breiting 1993), where the goal of many of its campaigns and programmes is to change people’s, including pupils’, behaviour (Jensen and Schnack 1997). But the newcomer to the international agenda, ‘education for sustainable development’, must also be critically discussed when seen from the philosophical perspective of the action competence approach.

The notion of sustainable development, as introduced in the Brundtland Report, ‘Our Common Future’ (World Commission on Environment and Development 1987), and in ESD in particular, does not solve any questions. On the contrary, it leads to a lot of dilemmas. As the dilemmas are sound, this is a good thing, though you need to be on your guard: the more politically correct the rhetoric around sustainable development becomes, the more we may see a tendency to (mis)use ESD as a means to spread specific (political) viewpoints and interests. The point is then that in democratic education, as in taking an action competence approach, this should be analysed as part of the ideological criticism that continuously runs through the teaching–learning process. Thus, we can start by observing that the whole idea behind ESD seems to be very much in line with the action competence approach. To treat environmental issues and health issues as not only interrelated, but also fundamentally connected to economic, social, cultural and political aspects (as happens in ESD) is in full harmony with the action competence approach, and aligns well with its broader insistence of understanding environmental problems as societal issues constituted by conflicting interests. At the same time, ESD without a democratic action competence perspective very easily becomes dogmatic and moralistic.

How, then, does the action competence approach developed within the field of environmental education fit into the pedagogy of ESD? This, of course, depends on the interpretation of the two concepts and the relationship between them. The research literature advocates highly different perspectives regarding the relationship between ESD and environmental education. Some claim that ESD is a different discipline to environmental education (Hopkins and McKeown 2003), some argue that ESD is replacing environmental education (Tilbury and Cooke 2005; Fien 2001), while others that ESD is considered a new paradigm on education (Sterling 2001). The different conceptualisations are in some situations, perhaps, used interchangeably to describe similar work, while in other situations they are expressions of more profound differences in focus and approach. Some commentators find this not only acceptable but actually stimulating (Scott and Oulton; in Summer, Corney, and Childs 2004) – and of course it is, even if it does complicate complex matters further.

In some studies in Sweden, for example, a democratic approach to environmental education is sometimes called ‘pluralistic environmental education’ and sometimes simply ‘education for sustainable development’ (Sandell, Öhman, and Östman 2004; Öhman 2004). This may, of course, be a terminological problem in some respects, but at the same time it illustrates, redolent of with Arjen Wals’ (2006) arguments, among others, that the central point in the action competence approach is that it is the ‘education’ that matters the most. Environmental education, health education, and ESD are not the same, as they differ in their main substantive foci. More important, though, is the distinction between dogmatic, manipulative, and moralistic forms of these ‘educations’ on the one hand, and critical, open-ended, pluralistic and democratic forms on the other.

As mentioned previously, the action component is the most important part of the conception of action competence. However, not least because of the increasing international use of the word ‘competence’ in the past decade, the competence component of the notion has a new controversial status that must be explored in connection to the action competence approach.
Student Warming Debate Good

Action-based environmental education for students is key to civics and future success, and a switch side debate format concerning solutions and impact analysis is best - criticism without political action will fail, the language of possibility is key to sustainability

Mogensen and Schnak 10 – Prof at University College West, Denmark, Associate Professor in the Research of Environmental and Health Education, PhD in Biology; Professor Emeritus of Education at Laererhoejskolen, Danish university of Education, DPU, and Aarhus University (Finn and Karsten, Feb 2010, “The action competence approach and the ‘new’ discourses of education for sustainable development, competence and quality criteria,” Environmental Education Research, Volume 16, Issue 1, 2010, pg 59-74, http://www.tandfonline.com/doi/abs/10.1080/13504620903504032)JCP

Indicators in a Bildung perspective

As mentioned previously, the action competence approach is essentially a matter of Bildung which makes the concomitant approach to ESD neither pure adaption to certain sustainable values, nor training in subject matters in the field of economics, environment and social science. Inherent in the Bildung perspective is that fixed knowledge, solutions and correct ways of behaviour within these areas are not specified or given beforehand by experts, organisations or politicians who pursue certain interests. Essential to ESD from an action competence approach is to take guidance and advice from them seriously, but also to challenge critically such positions on sustainable development by learning in an open-ended rather than a prescriptive way the kinds of knowledge and values that lie behind them. In doing this, one key role for ESD in an action competence approach becomes that of developing the students’ ability, motivation and desire to play an active role in finding democratic solutions to problems and issues connected to sustainable development. The challenge for ESD in this perspective is to identify what kind of learning can qualify the learners’ sound choices in a reality that is often characterised by complexity and uncertainty, and which also motivates them to be active citizens who are able to set the agenda for changes if necessary. In this sense, sustainable development is more a matter of democratic citizenship than compliance and individual behaviour – and ESD is in a never-ending process of learning about how to qualify the participants to cope with this citizenship role in a sensible way.

The notion of indicators must reflect this Bildung approach. First by acknowledging that indicators cannot be seen as a mechanism that aims to prescribe and test the ‘correct’ content (knowledge, skills and values) in ESD, but rather must be formed in ways that stimulate and qualify students to become future citizens, who can make sound judgements, think critically and independently, and who can and will play an active role. To proxy adequately for such virtues, indicators must focus on both individual and institutional learning, i.e., teaching and learning processes as well as school policy and organisation, because the process of Bildung takes place in an educational context in which ‘development’ both refers to students as individuals and to the school as an organisation (staff development, school management, community cooperation, networking, etc.). Secondly, the process of working with indicators in this perspective is a dynamic and never-ending process, since the process of Bildung is a continuous process.

From an evaluation perspective, the action competence approach calls particular attention to self-evaluation, which provides an opportunity for the participants in the education process (teachers, students and other stakeholders) to assess their own strengths and weaknesses in contrast to the evaluation done from ‘above’ by outsiders with a summative purpose. Thus, indicators and the use of them within the action competence approach does not correspond with a position which merely considers teachers passive ‘recipients’ of external interpretations of what is or what is not supposed to be ‘good’ ESD. The focus is on indicator development that acknowledges the position that indicators should be co-generated together with the practitioners and, as such, should be dynamic and open for interpretation and change. This points to the epistemological value of working with ESD indicators, in that the participants in the education process themselves must be given the opportunity to discuss and contribute to the development of their own set of indicators that, according to them, promote good ESD. By doing this, they not only reflect on what to learn (or teach) and to what extent this learning seems to promote sustainable development or not, but also the epistemologically relevant idea that they learn something about what they learn when they learn (or teach). It is, for instance, valuable learning that takes place for both teachers and students when they, through an action research approach in the local community, realise that participation, involvement in critical investigations, and action-taking, can contribute to enhancement of sustainability within a specific area.

Summarising this section on indicators, we find that a desirable indicator typology that is in concert with the action competence approach should include quality criteria that enable and promote learning and innovation by focusing on enhancement rather than performance and control. The criteria should reflect the democratic values that ESD seeks to promote, rather than focus on ‘correct’ knowledge and behaviour. They should be co-elaborated by teachers and other stakeholders rather than directed ‘from above’, and they should reflect institutional as well as individual learning. Work on developing indicators should be in concert with a relevant question asked by Vare (2006) quoted in the stimulus material (Reid, Nikel, and Scott 2006) prior to a seminar on indicators for monitoring and evaluating ESD: ‘Can we build an approach to “indicators” that promotes reflection on practice rather than simply hitting targets so that the shape of our ESD emerges, through practice, throughout the education system?’

The ENSI proposal on quality criteria


There is an indicator development project that follows the line of the action competence approach. It has been carried out within the frames of the ENSI network, and the publication Quality Criteria for ESD-Schools (Breiting, Mayer, and Mogensen 2005) proposes a non-exhaustive list of ‘quality criteria’ for schools that wish to work on developing ESD. The purpose of the quality criteria set, which is now translated into 17 different languages, is to provoke thinking and action regarding quality enhancement rather than quality control. The notion of ‘quality criteria’ can, in this context, be considered a ‘translation’ of a shared set of stakeholder values prepared in a transparent manner with a practical function. They are considered starting points for reflections, and are aimed at facilitating discussions within the educational context, to promote the view that developing quality criteria is a never-ending process involving ongoing criticism, evaluation and revision by the stakeholders.

To illustrate with an example from this publication how reflections on quality criteria/indicators can reflect the Bildung perspective in the action competence approach, we turn to students’ work with ‘conflicting interests’. The very notion of using conflicting interests as a starting point for the study of environmental problems has been central in many publications that deal with the development of an action competence approach in Denmark (Breiting et al. 2009; Jensen and Schnack 1997; Schnack 1995a, 1998; Mogensen 1997), in Nordic countries (Sætre, Kristensen, and Christensen 1997), and in the ENSI network (CERI-OECD 1991; OECD 1994; Elliott 1999). Many researchers also consider this approach to be highly relevant in the field of sustainable development (Breiting 2007; Lundegård and Wickman 2007; Robottom 2007; Schnack 2008) because issues within sustainability share common characteristics with environmental problems in that they are, by definition, essentially contested. Their meaning as issues belongs to differences of opinion among people with differing interests on development that reflect different values. Both environmental and sustainability issues are human constructs within a certain political, social and cultural context.

By working with conflicting interests in relation to sustainable development, the participants are encouraged to reflect on how much the following four quality criteria make sense for them, or whether they should be revised, and how they contribute to a combination of students’ critical thinking with Giroux’s (1988, 134) ‘language of

possibility’: 

● Students work with power relations and conflicting interests, e.g., in the local situation, between countries, between future generations.

● Students are encouraged to look at things from different perspectives and to develop empathy by identifying themselves with others.

● Students are encouraged to present arguments for different positions.

● Students are encouraged to look for examples that are useful and fruitful in other situations, in opportunities and alternative actions.

By dealing with conflicting interests as a means to combining critical thinking with the language of possibility, a central point within the action competence perspective is underlined, namely that for an individual to be a critical human being does not mean that the individual must be negative and sceptical of all and everything in a deterministic way. A critical thinker is not a ‘no’ man but a human being who strives to combine the critical process of reflection and inquiry with an empathetic and optimistic vision of potential, a search for solutions and a positive direction. The language of possibility underlines that the critical thinker does not look for limits and restrictions, but searches for and is inspired by ways that have been successful and fruitful for other cultures, in other periods of time, and in other situations, in a creative and openminded way. Thus, by focusing not only on what may be ‘wrong’, but also on what might be ‘right’, critical thinking combined with a language of possibility gives human beings personal and collective capacities that can be transformative and point to new vision of the future, all of which is much needed for sustainable development to happen (Breiting, Mayer, and Mogensen 2005).

Perhaps by working with indicators in a way which focuses on quality enhancement rather than control, and by involving the stakeholders in reflections and revision of the criteria which constitute or define the indicators, a basis can be formed which contributes to reducing the gap between ideology and reality in relation to ESD. In 1987 (and reprinted in 2007) Stevenson claimed that there has been a pronounced discrepancy between the problem-solving and action-oriented goals associated with the philosophy of environmental education and an emphasis on the acquisition of environmental knowledge and awareness in school programmes (Stevenson 2007) – now referred to as Stevenson’s gap (Barratt Hacking, Scott, and Barratt 2007). In connection to ESD, a similar gap may appear between the rhetoric and philosophy behind ESD and the reality of practice in schools, unless measures are taken against this, for instance by giving the stakeholders ownership in the development of indicators.

Conclusion


The action competence approach was developed in relation to environmental education and health education, but it fits radical and democratic interpretations of ESD as well. It is an educational ideal, and the key to the notion is the understanding of ‘action’. This part has always been challenged from behaviouristic viewpoints, there is nothing new in that. However, the challenges from the expanding use of the notion of competence and the exploding interest in evaluation, indicators and quality criteria are relatively new. In both cases there are nuances and some of the less management-like and positivistic interpretations are more in line with and potentially useful to the critical-constructive educational conceptions of the action competence approach.

Environmental Transportation Discussion Good

Discussing and learning about the effects of transportation infrastructure on the environment at a high-school level is critical - not only because we will be the ones who have to make decisions about future policy solutions but also because we are already reaching the stage where we need to decide how our transportation choices should interact with the environment
Darcin 10 – PhD., Prof at the Department of Biology at Sakarya University(25 Sept., 2010, “Trainee science teachers’ ideas about environmental problems caused by vehicle emissions,” http://www.ied.edu.hk/apfslt/download/v11_issue2_files/darcin.pdf)JCP
Despite of the fact that cars have a positive impact on growth as an integral component of our society, they have unpleasant effects on the local and global environment, health and social life.

As the main source of the air pollution, motor vehicles emit large quantities of gases and particles such as carbon monoxide, nitrogen oxides, sulphur dioxide, hydrocarbons and toxic substances including fine particles and lead (Colvile et al., 2000; OECD, 2002; Siddique, 2004). Motor vehicles are the cause of environmental problems such as acid rain and global warming (Littledyke, 2004; Siddique, 2004; Fuqi et al., 2005; Ghose et al., 2005; Elshout, 2006; Sushko et al., 2007) and contribute to the human health problems such as respiratory symptoms, asthma attacks, lung cancer, reduction in lung function, cardiovascular diseases, heart diseases, visual impairment, reduction in learning ability, leukemia, lymphoma, bronchitis, etc. (Brauer et al., 2002; Fisher et al., 2002; Oftedal et al., 2003; Crosignani et al., 2004; Reynolds et al., 2004; Lanki et al., 2006). Moreover motor vehicles have been partly responsible for social problems that effect daily life such as accidents, noise pollution, congestion, etc.

The vehicle population is growing rapidly. Therefore, cars have an increasing impact on the future environment. Since today’s young people will be leading tomorrow’s society, they must be well aware of the environmental problems (Hilman et al., 1996; Boyes and Stanisstreet, 1998b). The nature and predominance of today’s children’s ideas, including their misconceptions, are important because today’s young people, who are tomorrow’s scientists or policymakers, will be affected by these problems and will need to provide solutions to the environmental problems which will arise from our current actions (Boyes and Stanisstreet, 1997; Bradley et al., 1999). Moreover, many of today’s young people will soon be individuals who make personal decisions about vehicle usage, and these decisions will carry environmental implications (Hillman et al., 1996).

Children are the masters of the future (Boyes and Stanisstreet, 1998b), so the students of today are the key factor in solving future environmental problems. Having correct knowledge about environmental issues will provide solutions for environmental problems. Effective environmental education for young people should be a fundamental and integral part of societies’ education systems (Bradley et al., 1999). Furthermore, environmental education, which is an essential component in the dynamics of environmental protection (OECD, 2002), should bring changes in one’s attitudes, values, beliefs and actions (Boyes and Stanisstreet, 1998b). The three major components of environmental literacy are attitude, environmental behaviors and environmental knowledge, which are being expressed in the frame of a deeper and profound understanding of the air pollution topic.
***HSR INTERNALS***

Warming
High-speed rail solves warming and oil dependence – continuous improvements, alternative energy sources and lower costs
Baxandall et al. 11- PhD., Prof at Harvard University’s John F. Kennedy School of Government, (Phineas, November 10, 2011, “A Track Record of Success: High-Speed Rail Around the World and Its Promise for America,” http://www.copirgstudents.org/reports/co/track-record-success-high-speed-rail-around-world-and-its-promise-america)JCP
As America moves toward construction of new high-speed rail networks in regions throughout the country, we have much to learn from experiences abroad. High-speed rail lines have operated for more than 45 years in Japan and for three decades in Europe, providing a wealth of information about what the United States can expect from high-speed rail and how we can receive the greatest possible benefits from our investment.

Indeed, the experience of high-speed rail lines abroad, as well as America’s limited experience with high-speed rail on the East Coast, suggests that the United States can expect great benefits from investing in a high-speed passenger rail system, particularly if it makes steady commitments to rail improvements and designs the system wisely.

High-speed rail systems in other nations have been able to dramatically reduce the volume of short-haul flights between nearby cities and significantly reduce inter-city car travel. In the United States, similar shifts would ease congestion in the skies and offer alternatives to congested highways, reducing the need for expensive new investments in highways and airports. Short-haul plane trips are the least efficient in terms of time and fuel, and replacing those trips allows air travel to be more efficient and focused on long-haul trips. High-speed rail service has almost completely replaced short-haul air service on several corridors in Europe, such as between Paris and Lyon, France, and between Cologne and Frankfurt, Germany.

• The number of air passengers between London and Paris has been cut in half since high-speed rail service was initiated between the two cities through the Channel Tunnel.

• In Spain, high-speed rail service between Madrid and Seville reduced the share of travel by car between the two cities from 60 percent to 34 percent. The recent launch of high-speed rail service between Madrid and Barcelona has cut air travel on what was once one of the world’s busiest passenger air routes by one-third.

• Even in the northeastern United States, where Amtrak Acela Express A Track Record of Success service is slow by international standards, rail service accounts for 65 percent of the air/rail market on trips between New York and Washington, D.C., and 52 percent of the air/rail market on trips between Boston and New York.

High-speed rail saves energy and protects the environment. In the United States, high-speed rail could cut our dependence on oil while helping to reduce air pollution and curb global warming.

• Continual improvement – Japan’s Shinkansen system is estimated to use one quarter the energy of air travel or one-sixth the energy of automobile travel per passenger. The energy efficiency of Shinkansen trains has continually improved over time, such that today’s trains use nearly a third less energy, while traveling significantly faster, than the trains introduced in the mid-sixties.

• More efficient – On Europe’s highspeed lines, a typical Monday morning business trip from London to Paris via high-speed rail uses approximately a third as much energy as a car or plane trip. Similar energy savings are achieved on other European highspeed rail lines.

• Replacing oil with electricity makes zero emissions possible – Energy savings translate into reduced emissions of pollutants that cause global warming or respiratory problems – particularly when railroads power their trains with renewable energy. In Sweden, the country’s high-speed trains are powered entirely with renewable energy, cutting emissions of global warming pollutants by 99 percent.
A large electric rail transportation network will spur renewables, decrease emissions, facilitate cleaner fossil-fuels and allow previously unviable renewables to overcome transmission problems
NASIC 11 - North American Steel Interstate Coalition, including partners from numerous rail advocacy and policy analysis groups throughout the US, some of these groups include: All Aboard Ohio All Aboard Washington, Tukwilla, WA Maine Rail Transit Coalition, Portland, ME Rails, Inc., Albuquerque, NM Texas Rail Advocates, Dallas, TX Virginia Association of Rail Patrons, Richmond, VA (February 2011, “The Steel Interstate System— A Uniquely Sustainable and Synergistic National Transportation Policy Initiative,” http://www.railsolution.org/uploads/PDF/SteelInterstatePaper2-11.pdf)JCP
Pollution reduction

The foregoing discussions of energy efficiency and energy independence have shown that huge fuel savings are possible with an electrified Steel Interstate System. The easiest and most direct way to achieve a reduction in pollution is to burn less fuel! The half billion barrel annual oil savings at the cost of less than 1% added electric generation is huge. Again it dwarfs other means of reducing emissions, including greenhouse gases such as CO2, being considered and debated every day in the quest to address global warming and climate change. 

Think, too, about where the emissions are generated -- fewer trucks spewing diesel exhaust along the highway, and fewer diesel locomotives spewing exhaust along the nation’s rail lines. Huge reductions from these small point sources are transferred to minor increases at electric generating stations. Optimally this power would come from renewables or nuclear where there is no greenhouse gas impact. But even where that is not immediately achievable, there is a large and identifiable benefit from concentrating emissions at power plants that are far more efficient than countless smaller internal combustion engines that their new load replaces. Plus most of such emissions can be captured and treated at the origin before they are passed into the atmosphere. This massive potential to reduce air pollution and greenhouse gases is a corollary benefit of a national investment commitment to the Steel Interstate System.

Wind power is an especially promising renewable generating source, but is often hampered by being supplied far from markets and facing transmission hurdles. The rights-of-way of an ubiquitous electrified rail system can help here, too. In an important corollary benefit to powering trains, the wind energy can be moved over the Steel Interstate corridors to distant urban markets.
Oil
High Speed Rail is key to solve for oil dependence – the peak is coming now 

Magee 12 - MA, Social Science from California State University, former Royal Ambassador to Japan, HRP, Western Australia, BA, Far East Area Studies from Sophia University, Tokyo, Japan (Erin K, March 17, 2012, “High Speed Rail: The Time is Now,” http://tbqy.com/?p=2236)JCP
High Speed Rail is an economic necessity and a matter of national security.

The American economy is extremely vulnerable to oil price hikes, supply disruptions, and shortages due to our huge daily oil dependency.  We use 20 million barrels of oil everyday in America, 70% of which is for transportation.  We import 2/3 of our oil, much of it from unstable regions half way around the world.  Current events across the Middle East and North Africa make our oil supply that much more vulnerable. 

The countries that produce oil, many of which have been steadily declining in overall production numbers, are producing less and less oil each year.  This is due to the fact that many of the world’s leading oil fields have, or are currently maxing out and in decline.  This makes it increasingly difficult to meet current American oil demand, and impossible to meet future increases in demand - expected to double over the next 20 years.

High-Speed Rail will allow us to expand transportation options as we reduce our daily demand for oil. 

Since increasing oil supply is proving to be practically impossible, reducing demand is the only viable solution. Ramping up forms of transportation that consume little or no oil is the heart of the solution. Creating a national transportation network based on a system of electric trains throughout the country will take a huge bite out of our unsustainable appetite for oil, while increasing mobility, efficiency, global competitiveness and national security.

In conjuction with butanol production, High-Speed Rail will reduce our dependence on foreign oil by more than 50% (2,3)

High-Speed Rail is the large-scale, comprehensive solution to the oil supply problem, and is the most significant way to reduce our daily consumption of oil quickly and efficiently while maintaining our prosperity and economic growth.
HSR can substantially decrease our dependence on foreign oil
Kunz 7/5 – CEO of USHSR, national award-winning designer with a background in community design, urban planning, and sustainability (July 5th, 2012, “California High Speed Rail Investment,” http://www.greenchipstocks.com/articles/california-high-speed-rail-investment/2034)JCP
Every high speed rail system in the world is highly successful and profitable.  HSR is currently in operation in more than 20 countries (including the UK, France, Germany, Belgium, Spain, Italy, Japan, China, Korea, Taiwan).  HSR is under construction in more than 10 countries (including Saudi Arabia, China, Spain, Italy); and in development in another 14 countries (including Morocco, Qatar, Turkey, Russia, Poland, Portugal, South Africa, India, Argentina, Brazil).  HSR has operated for 45 years in Japan carrying 9 billion passengers without a single fatality.    

California desperately needs additional options for moving people and goods around the state.  Our roads and airports were built when oil was $5 per barrel.  Today, we struggle to keep these running with oil now above $85 per barrel, and rising.  Experts predict oil will surpass $200 per barrel this decade, establishing a real urgency to constructing HSR in multiple corridors as quickly as possible.  Currently, we consume 20 million barrels of oil per day in America, 70% of it for transportation - most of which is imported.  HSR runs on electricity which can be generated by renewable energy, thereby drastically reducing oil dependency.
Congestion/Sprawl/Highways
HSR will solve congestion, urban sprawl and help to save the crumbling highway system
Peterson 7/9 – Research Associate for the Mineta Transportation Institute at San Jose State University, the first Deputy Administrator of the DOT Research and Innovative Technology Administration(Eric C., 7/9/2012, “Opportunity Cost of Inaction High-Speed Rail and High Performance Passenger Rail in the United States,” http://www.apta.com/resources/reportsandpublications/Documents/HPPR-Cost-of-Inaction.pdf)JCP *HPPR = High Performance Passenger Rail
Capital and Maintenance Costs

Similar to the conditions facing the aviation sector of the nation’s transportation system, the highway and roadway sector faces huge investment and congestion challenges that, despite their widely publicized impact on the productivity and competitiveness of the nation, have not yet been adequately addressed by policy makers. 

This chapter offers an examination of the capital and maintenance, energy and environmental, and social costs associated with addressing these surface transportation issues if HPPR is not built as part of a highly integrated transportation system. 

Because of the deteriorating condition of the nation’s roadways and the growing demand for their use, the American Society of Civil Engineers (ASCE) annually releases a report card on the condition of the nation’s transportation infrastructure. In recent years ASCE has given our nation’s transportation infrastructure a “D,” on par with developing nations in less fortunate areas of the world. The latest report projected that the condition of the nation’s surface transportation system would “cost the economy more than 870,000 jobs and suppress the growth of the country’s gross domestic product (GDP) by $3.1 trillion by 2020.” (ASCE press release, August 15, 2011)
In its 2008 on-line publication, “Public Roads,” the Federal Highway Administration noted that, “Even as traffic on the Nation's highways has increased from 65 million cars and trucks in 1955 to almost 246 million today, the PAGE 15 APTA Policy Development and Research Opportunity Cost of Inaction: High-Speed and High July 2012 Performance Passenger Rail in the United States condition of U.S. highways and bridges has deteriorated. According to estimates by the U.S. Department of Transportation, the current backlog of unfunded but needed repairs and improvements totals $495 billion.” (“Public Roads,” U.S. Department of Transportation, Federal Highway Administration, November/December 2008, Vol. 71, No. 6) 
Because of the fiscal constraints of the Federal Highway Trust Fund and the difficulty faced by Congress and the Administration in passing the Safe, Accountable, Flexible, Efficient Transportation Equity Act: A Legacy for Users (SAFETEA-LU) of 2005, the last multi-year surface transportation reauthorization act approved by Congress, two commissions were authorized to study the financing and structure of the federal government’s surface transportation program. One of the authorized commissions, The National Surface Transportation Infrastructure Financing Commission, projected in its report, “Paying Our Way: A New Framework for Transportation,” that absent a change in funding policy, an annual gap between the funding needs of our nation’s highways and roads and the available revenue (including the federal motor fuels tax) would be in the range of $134 billion to $194 billion a year for the period of 2008 to 2035.
Investment levels included in the recently enacted Moving Ahead for Progress in the 21st Century (MAP-21) will not arrest the deferred maintenance and capacity needs. 
Additional signs of the ominous condition of the nation’s roadways are reflected in the annual “Urban Mobility Report” of the Texas Transportation Institute (TTI) at Texas A&M University that analyzes traffic congestion in urban areas across the United States and identifies both the time consumed and the volume of fuel burned in the course of the nation’s daily commute. 
The latest TTI report painted a bleak picture of seemingly endless “rush hours,” massive congestion delays, lost worker productivity, and billions of gallons of wasted fuel as a result of drivers idling in gridlock. Highway and roadway congestion cost our nation more than $101 billion in wasted fuel and lost productivity in 2010. 

Intercity passenger travel by car was both a contributor to and a victim of this congestion. 

(“2011 Annual Urban Mobility Report,” Texas Transportation Institute (TTI), Texas A&M University, 2011)

Looking forward through 2015, the 2011 TTI study predicts that commuters will experience an additional three hours of annual delay (up to 37 hours a year) with a total annual national cost in lost productivity of more than $133 billion – more than $900 per commuter, and worst of all, the annual loss of more than 2.5 billion gallons of fuel at a time of rising fuel prices and continued international tension. By April 2012 the average price for a gallon of gas approached $4, that is almost $10 billion in fuel charges that only add to concerns over national security, economic vitality, air quality and needless greenhouse emissions. 

One strategy for addressing highway/roadway congestion might be to build more highways and roadways. Clearly some will need to be built and/or reconditioned, but according to the Michigan Department of Transportation website, a mile of “expressway” costs on average approximately $23.5 million. That compares quite favorably to the average cost per mile of building and/or renovating rail right of ways which, according to the Transportation Centre, costs an average $26 million per mile. (“Effects of High-Speed Rail Investment,” Discussion Paper No. 2008-16, Joint Transportation Research Centre, August 2008)

Additionally, rail right-of-way consumes about one-third of the land roadways require, and because its focus is city center to city center, HPPR tends to support smart growth principles that encourage denser infill development and less sprawl. (“High-Speed Rail Investment Background Data,” American Public Transportation Association, January 5, 2011)

Focusing on HPPR as a means of reducing congestion and easing the capacity crisis on the nation’s highways, the U.S. Department of Transportation, in its 1997 report, “High-Speed Ground Transportation for America,” estimated that in its first years of operation HPPR might divert as little as 1.1 percent to as much as 6.3 percent of intercity automobile travel in the four mega-corridors examined in this study. (“High-Speed Ground Transportation for America,” U.S. Department of Transportation, September 1997)

One might presume that over time, as ridership in each of the HPPR corridors grows, the percent of intercity automobile traffic diverted to HPPR might also grow. Indeed, in Europe the mode shift from car and bus to HPPR affirms this expectation. 
In his paper, “High Speed Rail Investment: an overview of the literature,” Chris Nash of the Institute for Transportation Studies at the University of Leeds in England noted that car and bus travel in the TGV Sud-Est corridor shifted from 29 percent before the introduction of the TGV to 21 percent afterward. In the MadridSeville corridor the shift was from 44 percent before the introduction of the AVE to 36 percent afterward. Japan, Korea and Taiwan experienced even greater shifts suggesting that as much as 25 percent to 45 percent of intercity automobile travel could be diverted to HPPR. (“High Speed Rail Investment: an overview of the literature,” Chris Nash, Institute for Transport Studies, University of Leeds, 1996) 

Such a diversion of intercity automobile travel would have dramatic impact on the ability of states and localities to maintain their roadways, and would significantly alleviate roadway congestion. DOT’s 1997 report suggests the savings just from reduced highway delays could be in the range of $489 million annually to $2.9 billion annually depending on the corridor. Those are savings that would be forgone without HPPR. (“High-Speed Ground Transportation for America,” U.S. Department of Transportation, September 1997)

For example, in the Los Angeles to San Francisco portion of the California corridor, DOT estimated that 6.3 percent of drivers would shift to HPPR and in the San Diego to Los Angles portion of the corridor 1.1 percent of drivers would shift from autos to HPPR. In the four mega-corridors examined in from the 1997 study, the projected mode shift from auto to HPPR over all was on average about 3.1 percent, representing approximately 23 percent of the HPPR ridership. The total highway congestion delay savings from the four mega-corridors was projected to be $9.1 billion annually in 2012 present value dollars. 

Table 4 reflects the mode shift and total highway congestion delay savings in each of the four mega-corridors studied for this project. 
For comparison, the Passenger Rail Working Group in its 2007 report, “Vision for the future U.S. intercity passenger rail network through 2050,” prepared for the National Surface Transportation Policy and Revenue Study Commission, projected 8.2 billion to 46.7 billion miles of annual vehicle travel savings could be saved with the development of HPPR, at a cost savings of $.7 billion to $6.6 billion annually (see Table 5).

Projections based on a 45 percent average load factor for filled passenger seats during operations and assumed that train passengers would be primarily diverted from highways. Travel-time-saved valued at $11.20 per hour, based on US DOT’s Transit Economic Requirements Model (TERM). (“Vision for the future U.S. intercity passenger rail network through 2050,” Prepared by the Passenger Rail Working Group of the National Surface Transportation Policy and Revenue Study Commission, December 6, 2007)

These two studies, commissioned ten years apart, clearly show that HPPR can deliver significant mobility benefits for travelers wishing a transportation alternative to driving, and overall transportation benefits that reward both the HPPR traveler and the passengers who may continue using the highway as their preferred mode of travel. These are benefits that would be foregone if HPPR is not built.
