Aerotropolis Counterplan
FYI

What are Aerotropolises?

This link provides a description of the qualities and functions of Aerotropolises: http://www.aerotropolis.com/airportCities/about-the-aerotropolis
Developing Aerotropolises

This link lists the different airports which Kasarda considers as “aerotropolises” or “developing aerotropolises:” http://www.aerotropolis.com/files/2011_AerotropolisStatus.pdf. The counterplan would likely invest in airports in the United States on this list.
1NC
1NC – Federal Investment in Aerotropolis CP
Text: The United States Federal Government should substantially increase its investment in the development of major airports in the United States as per the recommendations of Kasarda, including but not limited to developing dedicated expressway links, multi-media technologies, regional marketing, ICT networks, and local High Speed Rail systems. 

The counterplan is critical in allowing airports to develop into aerotropolises
Kasarda, 8

[John Kasarda, 2008, Kenan Distinguished Professor of Strategy and Entrepreneurship and Director of the Kenan Institute of Private Enterprise at the University of North Carolina's Kenan-Flagler Business School., “The Evolution of Airport Cities and the Aerotropolis,” http://www.aerotropolis.com/files/evolutionChapter1.pdf, accessed on 6/20/12, Kfo]

To serve the economic demands of connectivity, speed, and agility, the aerotropolis will require localised infrastructure planning of unprecedented scale. To date, most have evolved largely spontaneously, with growing highway traffic and nearby development often creating arterial bottlenecks. In the future, strategic infrastructure planning is required to reduce this congestion. Dedicated expressway links (aerolanes) and high-speed rail (aerotrains) should efficiently connect airports to business and residential clusters near and far (refer back to Figure 1). Special truck-only lanes should be added to airport expressways, as should improved highway interchanges to reduce congestion. Multi-media technologies should produce themed electronic public art along airport transportation corridors that highlight the culture, history and economic assets of the region the airport serves. Regional marketing through informative and tasteful public art should likewise characterize the airport’s terminals. By setting both the first and final impressions for many air travellers, the airport and its aerolanes represent an area’s official welcome and send-off.31 Global information and communications technology (ICT) networks will also help shape the aerotropolis. Advanced information processing technologies and multi-media telecommunications systems served by high-density fiber-optic rings and satellite uplinks and downlinks will evolve around airports, instantly connecting companies to their global suppliers, distributors, customers, branch offices and partners. Companies that require the fastest possible networking will thus have an additional reason to locate in the aerotropolis. This ICT infrastructure is appearing not only around major passenger airports like Incheon and Washington-Dulles but also around US air express hubs such as Memphis (which serves global shipper FedEx) and Louisville (which serves United Parcel Service). As multi-modal transportation and advanced communications infrastructure further develops at and near airports, businesses will have even more reason to move to an aerotropolis. The principal determinant of land value, lease rates, and the type of commercial use on a given property will be the time and cost of moving people and products to and from the airport and, via the airport, to distant markets. The local time/cost proposition will be a function of the site’s place along airport transportation corridors, and not necessarily of spatial distance. For example, a site 10 32 kilometres away, but one stop on a high-speed train line from the airport, will be worth more than a site five kilometres away with poor road and rail connections. To put it another way, the three A’s – accessibility, accessibility, accessibility – will become the critical component of the three L’s – location, location, location – in aerotropolis real estate value
Aerotroplises solve mega-regions – they accommodate all 5 economic trends that are feeding the growth of megaregions

Creative Class, 2011

[The Creative Class Group is a boutique advisory services firm composed of leading next-generation researchers, academics, and strategists, founded by Richard Florida, February 4 2011, “The Creative Class, the Fourth Place and Frankfurt’s “New Work City” at The Squaire,” http://www.creativeclass.com/_v3/creative_class/2011/02/04/the-creative-class-the-fourth-place-and-frankfurt%E2%80%99s-%E2%80%9Cnew-work-city%E2%80%9D-at-the-squaire/, accessed on 6/23/12]
We are in the midst of a deep and fundamental transformation in the nature of capitalism. The economic crisis of 2008 was more than just a transient correction; it represents the critical break point in the shift from industrial to knowledge-based and creative capitalism. Even as leading economic indicators are beginning to trend positively, the fact remains that our economy is undergoing a Great Reset. Five key trends illustrate how this new phase of capitalism, which is based fundamentally on ideas, is shifting the nature of economic competitiveness: First, economic competitiveness now turns less on access to natural resources or giant factories and much more on harnessing human creativity—from the R&D lab and design center to the factory floor. Second, place is supplanting the industrial corporation as the key economic and social organizing unit of capitalism. Density, the clustering of creative people—in cities, regions, and neighborhoods—provides a key spur to innovation and competitiveness. Third, the rise of a new geographic unit – the mega-region – is supplanting both the nation-state and the metropolitan areas of cities and suburbs as the natural economic unit. The world’s 40 largest mega-regions places like Europe’s Amsterdam-Brussels-Antwerp, America’s New York-Washington-Boston Corridor, Asia’s Shanghai and Beijing axis, and India’s Mumbai-Poona and Bangalore-Madras corridor—produce two-thirds of the world’s economic output and nine in ten of its innovations, while housing less than 18 percent of its population. Fourth, innovation, competitiveness and rising living standards now require an increased and accelerated velocity for moving goods, people and ideas. Fifth, we are now seeing the rise of new environments for living and working which leverage these trends – harnessing and tapping the creativity of the largest number of workers, bringing people together in dense and flexible and arrangements, and accelerating the velocity of people and their exchanges. These experiments are in their infancy, but point the way to a more prosperous future. In their new book, economic sociologist John Kasarda of the University of North Carolina’s Kenan-Flagler Business School andGreg Lindsay make a powerful case for the role played by “aerotropolis” integrated innovation, production and logistic clusters that grow up around major international airports. “Airports will shape business location and urban development in the 21st century as much as highways did in the 20th century, railroads in the 19th and seaports in the 18th,” writes Kasarda. Instead of building or expanding airports on the peripheries of existing cities, aerotropolises, as their name implies, form the nuclei of whole new cities. These aeroptroplises, Kasarda explains, are “powerful engines of local economic development, attracting aviation-linked businesses of all types to their environs. These include, among others, time-sensitive manufacturing and distribution; hotel, entertainment, retail, convention, trade and exhibition complexes; and office buildings that house air-travel intensive executives and professionals.” A thousand years ago, Frankfurt’s location on the Main River made it a center for trade; its airport and highways and railroads make it a hub for business travelers today. Frankfurt International Airport is the ninth busiest airport in the world, it serves more international destinations than any other airport; it is Germany’s busiest and Europe’s third busiest airport and second busiest cargo airport Dubai’s and Bangkok’s proposed aerotropolises might be larger, but Frankfurt’s existing airport already has the traffic—some of it travelers who are just passing through, others permanent residents of the city or region. Located just fifteen minutes by car or train from downtown Frankfurt, is also within driving distance of a large economic region. Frankfurt has long been a creative center as well as a business district. Home of Goethe, the Rothschilds and the Frankfurt theorists, it has a unique creative history and culture all its own. Frankfurt has a great university, a critical mass of existing businesses, and, most important, abundant human capital—which is to say, the millions of smart, creative, knowledgeable people who live and work in the area. And Frankfurt is the hub of the broader “Frank-gart” mega-region, spanning Frankfurt and Stuttgart, which is home to 23 million people and produces $630 billion in economic output, making it the 10th largest mega-region in the world and the fourth largest in Europe. Frankfurt Airport’s long-distance train station is the terminus of the Cologne-Frankfurt high-speed rail line, which links southern Germany to the Rhine-Ruhr region, the Netherlands, and Belgium at speeds of 190 miles per hour. Munich is also well-linked to the Frankfurt airport. New Work City at The Squaire located near the Frankfurt International Airport attempts to leverage all five of these economic trends, acting on both the mega-region and the aerotroplis, providing greater density of interactions, a new physical and social model for work, and a mechanism for speeding the flow of people, goods and ideas. New Work City also represents a break with traditional 20th century principles for airports and aerotropolis, filled as they are with sterile lounges and generic chain coffee shops that are poor substitutes for 21st century knowledge and creative working environments, which ideally provide both a relaxed atmosphere and the amenities needed for social interactions and the infrastructure (wireless access, meeting rooms, teleconferencing capabilities) required for business. Project leaders say, “Today’s office workers spend less time at their desks. Instead, they are collaborating, learning and socializing with their peers in more open spaces, such as cafés or urban plazas.” Even with all the advantages of virtual communication—cell phones and iphones, Blackberries, the World Wide Web, video conferencing—personal interaction is vitally important. The sociologist Ray Oldenburg famously wrote about the need for third places where we can seek refuge from both “the cabin fever of married life” and the pressures of work. “The phrase ‘third places,’” Oldenburg wrote, “derives from considering our homes to be the ‘first’ places in our lives, and our work places the ’second’”; they are the beauty parlors and post offices and pubs that we go to when we are looking for uncomplicated social interactions. Entrepreneurs and real estate providers are increasingly recognizing the need for Fourth Places —urban/local infrastructures which allow us to be more productive; places where we can connect and engage and dialogue, but also where we can work. The Squaire with its New Work City concept aims to become a Fourth Place on a larger scale—a central, easily accessible place where business people can network in a leisurely but intensively productive manner. Despite all the predictions that technology—from the telephone and the automobile to the computer and the Internet—would lead to the death of cities, the creative economy is taking shape around them. Urban density, the clustering of people and firms, is a basic engine of economic life. Place is the factor that organically brings together the economic opportunity and talent, the jobs and the people required for creativity, innovation, and growth. To a surprising extent, cities—and now mega-regions—are supplanting the giant corporation of the industrial age as the central economic and social organizing unit of our time. As incubators and engines of innovation, cities are more important today than they ever were. The world’s aerotropolises seek to leverage the increasingly interconnected and spiky nature of global capitalism, creating spaces for work and interaction around major transportation nodes. A place like New Work City at The Squaire pushes the aerotropolis concept further adding a social as well as economic space designed to deepen the benefits of clustering and interaction to what is already a significant nexus for transport, travel, and global business.
1NC – Local Planning Aerotropolis CP
Text: Local governments associated with major airports in the United States should implement planning strategies to develop aerotropolises through public-private partnerships.
Local government-private partnerships solves for aerotropolises – empirically proven

Kasarda, 9

[John Kasarda and Stephen Appold, Spring 2009, http://www.aerotropolis.com/files/2009_04_GoverningTheAerotropolis.pdf, accessed on 6/27/12, K-Fo]
Hybrid forms As noted above, hybrid forms are common. Market components of the aerotropolis exist side-by-side with hierarchies. For example, Hong Kong’s Disney World is just a few minutes’ away from HKIA, attracted by available land and the superb air and ground connectivity of Lantau Island. Similarly, Incheon’s second aerotropolis growth pole (New Songdo City) is not controlled by the governance structure of the airport and its expansive associated commercial property but rather two private sector firms – New York’s Gale International and South Korea’s POSCO E&C. Hybrid governance forms surrounding some airports have risen to address spontaneous, haphazard development fostered by market processes and to promote and guide more beneficial aerotropolis development. Detroit and Memphis are notable examples. In 2006, nine governments near Detroit Metropolitan Wayne County Airport and Willow Run Airport signed a memorandum of understanding to co-operate in region-wide planning. The following year, a 35-member public-private leadership task force was established to oversee the formation of an aerotropolis strategy. A Detroit Region Aerotropolis strategic plan, completed in 2008, identifies 13 primary development sites for airport-linked commercial development covering approximately 5,000 acres of land with potential expansion to 60,000 acres. An Aerotropolis Development Corporation (ADC) is currently being formed which will provide for a unified, cross-jurisdictional mechanism for moving the Detroit Region Aerotropolis forward. The ADC will collaborate with local governments on four primary activities (1) marketing and business attraction, (2) master planning and design standards, (3) regulatory assistance and incentives, and (4) inter-governmental communication and coalition building, including outreach to businesses, citizens, and landowners. It will promote long-term partnerships among communities, build relationships with existing businesses in the region, co-operate with other economic development entities.

Aerotroplises solve mega-regions – they accommodate all 5 economic trends that are feeding the growth of megaregions

Creative Class, 2011

[The Creative Class Group is a boutique advisory services firm composed of leading next-generation researchers, academics, and strategists, founded by Richard Florida, February 4 2011, “The Creative Class, the Fourth Place and Frankfurt’s “New Work City” at The Squaire,” http://www.creativeclass.com/_v3/creative_class/2011/02/04/the-creative-class-the-fourth-place-and-frankfurt%E2%80%99s-%E2%80%9Cnew-work-city%E2%80%9D-at-the-squaire/, accessed on 6/23/12]
We are in the midst of a deep and fundamental transformation in the nature of capitalism. The economic crisis of 2008 was more than just a transient correction; it represents the critical break point in the shift from industrial to knowledge-based and creative capitalism. Even as leading economic indicators are beginning to trend positively, the fact remains that our economy is undergoing a Great Reset. Five key trends illustrate how this new phase of capitalism, which is based fundamentally on ideas, is shifting the nature of economic competitiveness: First, economic competitiveness now turns less on access to natural resources or giant factories and much more on harnessing human creativity—from the R&D lab and design center to the factory floor. Second, place is supplanting the industrial corporation as the key economic and social organizing unit of capitalism. Density, the clustering of creative people—in cities, regions, and neighborhoods—provides a key spur to innovation and competitiveness. Third, the rise of a new geographic unit – the mega-region – is supplanting both the nation-state and the metropolitan areas of cities and suburbs as the natural economic unit. The world’s 40 largest mega-regions places like Europe’s Amsterdam-Brussels-Antwerp, America’s New York-Washington-Boston Corridor, Asia’s Shanghai and Beijing axis, and India’s Mumbai-Poona and Bangalore-Madras corridor—produce two-thirds of the world’s economic output and nine in ten of its innovations, while housing less than 18 percent of its population. Fourth, innovation, competitiveness and rising living standards now require an increased and accelerated velocity for moving goods, people and ideas. Fifth, we are now seeing the rise of new environments for living and working which leverage these trends – harnessing and tapping the creativity of the largest number of workers, bringing people together in dense and flexible and arrangements, and accelerating the velocity of people and their exchanges. These experiments are in their infancy, but point the way to a more prosperous future. In their new book, economic sociologist John Kasarda of the University of North Carolina’s Kenan-Flagler Business School andGreg Lindsay make a powerful case for the role played by “aerotropolis” integrated innovation, production and logistic clusters that grow up around major international airports. “Airports will shape business location and urban development in the 21st century as much as highways did in the 20th century, railroads in the 19th and seaports in the 18th,” writes Kasarda. Instead of building or expanding airports on the peripheries of existing cities, aerotropolises, as their name implies, form the nuclei of whole new cities. These aeroptroplises, Kasarda explains, are “powerful engines of local economic development, attracting aviation-linked businesses of all types to their environs. These include, among others, time-sensitive manufacturing and distribution; hotel, entertainment, retail, convention, trade and exhibition complexes; and office buildings that house air-travel intensive executives and professionals.” A thousand years ago, Frankfurt’s location on the Main River made it a center for trade; its airport and highways and railroads make it a hub for business travelers today. Frankfurt International Airport is the ninth busiest airport in the world, it serves more international destinations than any other airport; it is Germany’s busiest and Europe’s third busiest airport and second busiest cargo airport Dubai’s and Bangkok’s proposed aerotropolises might be larger, but Frankfurt’s existing airport already has the traffic—some of it travelers who are just passing through, others permanent residents of the city or region. Located just fifteen minutes by car or train from downtown Frankfurt, is also within driving distance of a large economic region. Frankfurt has long been a creative center as well as a business district. Home of Goethe, the Rothschilds and the Frankfurt theorists, it has a unique creative history and culture all its own. Frankfurt has a great university, a critical mass of existing businesses, and, most important, abundant human capital—which is to say, the millions of smart, creative, knowledgeable people who live and work in the area. And Frankfurt is the hub of the broader “Frank-gart” mega-region, spanning Frankfurt and Stuttgart, which is home to 23 million people and produces $630 billion in economic output, making it the 10th largest mega-region in the world and the fourth largest in Europe. Frankfurt Airport’s long-distance train station is the terminus of the Cologne-Frankfurt high-speed rail line, which links southern Germany to the Rhine-Ruhr region, the Netherlands, and Belgium at speeds of 190 miles per hour. Munich is also well-linked to the Frankfurt airport. New Work City at The Squaire located near the Frankfurt International Airport attempts to leverage all five of these economic trends, acting on both the mega-region and the aerotroplis, providing greater density of interactions, a new physical and social model for work, and a mechanism for speeding the flow of people, goods and ideas. New Work City also represents a break with traditional 20th century principles for airports and aerotropolis, filled as they are with sterile lounges and generic chain coffee shops that are poor substitutes for 21st century knowledge and creative working environments, which ideally provide both a relaxed atmosphere and the amenities needed for social interactions and the infrastructure (wireless access, meeting rooms, teleconferencing capabilities) required for business. Project leaders say, “Today’s office workers spend less time at their desks. Instead, they are collaborating, learning and socializing with their peers in more open spaces, such as cafés or urban plazas.” Even with all the advantages of virtual communication—cell phones and iphones, Blackberries, the World Wide Web, video conferencing—personal interaction is vitally important. The sociologist Ray Oldenburg famously wrote about the need for third places where we can seek refuge from both “the cabin fever of married life” and the pressures of work. “The phrase ‘third places,’” Oldenburg wrote, “derives from considering our homes to be the ‘first’ places in our lives, and our work places the ’second’”; they are the beauty parlors and post offices and pubs that we go to when we are looking for uncomplicated social interactions. Entrepreneurs and real estate providers are increasingly recognizing the need for Fourth Places —urban/local infrastructures which allow us to be more productive; places where we can connect and engage and dialogue, but also where we can work. The Squaire with its New Work City concept aims to become a Fourth Place on a larger scale—a central, easily accessible place where business people can network in a leisurely but intensively productive manner. Despite all the predictions that technology—from the telephone and the automobile to the computer and the Internet—would lead to the death of cities, the creative economy is taking shape around them. Urban density, the clustering of people and firms, is a basic engine of economic life. Place is the factor that organically brings together the economic opportunity and talent, the jobs and the people required for creativity, innovation, and growth. To a surprising extent, cities—and now mega-regions—are supplanting the giant corporation of the industrial age as the central economic and social organizing unit of our time. As incubators and engines of innovation, cities are more important today than they ever were. The world’s aerotropolises seek to leverage the increasingly interconnected and spiky nature of global capitalism, creating spaces for work and interaction around major transportation nodes. A place like New Work City at The Squaire pushes the aerotropolis concept further adding a social as well as economic space designed to deepen the benefits of clustering and interaction to what is already a significant nexus for transport, travel, and global business.
2NC/1NR
Solves Mega-regions 
Establishing aerotropolises will solve for the growth of mega-regions – air cargo is already rapidly growing – they are ready to become the heart of the global supply chain

Geo-trade, 2011
[This blog considers how ideas and events framed by geography and trade shape our world, while sharing observations and analysis on discovery, transport, industry and much more, writing on “Aerotropolis: The Way We’ll Live Next” by Kasarda and Lindsay, June 3 2011, http://www.thegeotradeblog.com/2011/06/cities-in-21st-century-city-dominated.html, accessed on 6/20/12, Kfo]

The 18th and 19th centuries were the last centuries of empire in the world. The idea of the nation-state took hold in the 19th century. The Wesphalian idea of nation-state sovereignty that basically says that a nation's affairs are its own, and no other state has the right to act within its borders has been the basic diplomatic template since the 17th century. The limits to the nation-state were shown by European rivalries at the beginning of the 20th century while growth in cities began to flourish from the mid-20th century across the world. As a consequence the 21st century looks set to become the 'century of the cities'. By the year 2030, three out of five people will live in cities. The UN forecasts that today's urban population of 3.2 billion will rise to nearly 5 billion by then. The top 25 cities in the world account for more than half of the world's wealth. And the five largest cities in China and India account for 50pc of those countries' wealth. This increase will be most dramatic on the least-urbanised continents, Asia, América Latina and Africa. Surveys and projections indicate that most urban growth in coming years will be in emerging economies as the map below indicates. Mega-regions A new concept has recently arisen in the growth of cities known as the 'mega-region'. A mega-region occurs when growth in cities in a particular region is accelerated. Research shows that the world's largest 40 mega-regions cover only a tiny fraction of the habitable surface of the planet and are home to fewer than 18pc of the world's population but account for 66pc of all economic activity and about 85pc of technological and scientific innovation. The mega-regions, rather than countries, are becoming the key driver behind economic development and wealth creation. The largest of these is the Shenhzen-Guangzhou region in China, home to about 120 million people. China is planning to create the world's biggest 'mega-region' by merging nine cities to create a metropolis twice the size of Wales with a population of 42 million. The new mega-region will cover a large part of China's manufacturing heartland, stretching from Guangzhou to Shenzhen and including Foshan, Dongguan, Zhongshan, Zhuhai, Jiangmen, Huizhou and Zhaoqing. Together, they account for nearly a tenth of the Chinese economy. By 2015, around 150 major infrastructure projects will mesh the transport, energy, water and telecommunications networks of the nine cities together, at a cost of some 2 trillion yuan (£190 billion). An express rail line will also connect the hub with nearby Hong Kong. A new concept 'Aerotropolis' In a new book titled “Aerotropolis: The Way We’ll Live Next” by Kasarda and Lindsay, the authors develop a vision of the 'aerotropolis' as a symbol of a city-dominated world.The aerotropolis is “glocal,” a place that draws on local competitive advantages (like cheap labor) as it plugs into the 21st century global on-demand-production supply chains. Therefore it makes sense to affix cities to airports on the model of the aerotropoli for air transport companies such as Fedex and UPS. Hence an airport, having begun life as an outlying curiosity, on the edge of the city, becomes the heart of the mega-region or mega-city, its raison d’être. The book illustrates this new concept through a series of compelling numbers. While world GDP rose 154pc between 1975 and 2005, world trade grew 355pc. Meanwhile, the value of air cargo climbed an astonishing 1,395pc. More than a third of all the goods traded in the world, some $3 trillion worth - but barely one percent of its weight! - travels via air freight. If the book is right and Aerotropoli do take off, then, this has the potential to further push international trade relations between mega cities and mega-regions into the foreframe and leave the country relationship as a minor detail. For example, when New Songdo, an aerotropolis near Seoul, does business with São Paulo, the South Korean-Brazilian relationship is of little interest. Likewise the new Chinese Shenhzen-Guangzhou mega-region is likely to pay little attention to what the UK thinks, but will be very interested in London.
Megaregions are already forming around aerotropolises – Memphis proves
Business Facilities, 2010
[September 2010, http://www.aerotropolis.com/files/2010_Business_Facilities_RiseAerotropolis.pdf, accessed on 6/23/12, K-fo]
Memphis, TN is generally considered North America’s premiere, perhaps its only, aerotropolis. The world headquarters of FedEx, Memphis International Airport has the distinction of being the busiest cargo airport in the world and also a major passenger airline hub. The airport pumps more than $28 billion into the region’s economy, and airportrelated companies are responsible for 220,000 jobs, or one in every three in Memphis, according to a recent University of Memphis study. While the airport is the heart of the aerotropolis, it is just one part of the robust transportation system that is crucial to Memphis’ success. Equally vital to the city’s strength as a logistics hub are its superior road and rail networks and its port on the Mississippi River. All play integral roles in the economy of a city that is forecasted to see increased activity in both freight and passenger traffic in the years ahead. A recent study by IHS Global Insight Inc. noted that as the global economy rebounds from the Recession, the U.S. will see an increased demand for imports from South America, Eastern Europe and parts of Asia, the regions expected to bounce back first. Those goods will go to market through container traffic, making Memphis, with its lowercost water and rail options, an attractive distribution point. Memphis has been nurturing its assets and preparing for an even brighter future. The airport itself has been modernized and expanded over the past 15 years with nearly $1 billion in improvements. One recent accomplishment was a recent land exchange that saw the Tennessee Air National Guard’s base moved from a 103-acre airport site that was surrounded by FedEx to another part of the air field where it built a state-ofthe-art base. Years in the making, the exchange allowed FedEx to accomplish a critical expansion onto the former base. “That was a win-win-win all around,” says Arnold Perl, an attorney with Ford & Harrison LLP and chairman of the Memphis Shelby County Airport Authority. “And it illustrates, I think, the culture that exists within the Memphis airportcommunity to expand the horizons of this airport and aerotropolis.” It’s been a common theme in Memphis: Business and government leaders joining forces to pave the way for future success. Regional leaders including the Greater Memphis Chamber have been focused on planning and accomplishing broad improvements to the area surrounding the airport, with numerous projects designed to strengthen the area’s position as a logistics center. Memphis’ five Class I railroads have in recent years invested more than $500 million in new or expanded rail systems, which already bring more than 200 trains through Memphis each day. The city’s port will also get busier as river traffic increases with the planned expansion of the Panama Canal, so more rail connections to the water are in the works. The highway network is also growing. Memphis is located at the intersection of interstates 40 and 55, which both cross the Mississippi River, and the city will be a central location on I-69, nicknamed the NAFTA Superhighway since it will run from Mexico to Canada. Also, the construction of I-22 from Memphis to Birmingham is nearly complete, providing yet another direct connection to major East Coast markets. Meanwhile, plans call for the city to gain a third bridge across the Mississippi, accommodating road and rail. Perl says Memphis is unified and determined to continue to develop the aerotropolis. And he says the hard work has paid off, noting that FedEx recently won the Institute of Transport Management’s “Best Global Cargo Hub” award for its Memphis World Hub. The judging panel cited the company’s achievement in successfully uniting the disparate capabilities of the city of Memphis—road, rail, river and air —to create a lynchpin of trade within the U.S. “FedEx’ award as the best cargo hub highlights that Memphis continues to earn the accolade or reputation as America’s Aerotropolis™ ,” Perl says. “And Memphis International Airport still has availability, still has further capacity to enable FedEx to further expand on that airfield. Very few airports would have that. We do.”

Solves Competitiveness
Aerotropolises accommodate innovative firms key to a knowledge-based economy
Kasarda, 11
[December 2011, Kenan Distinguished Professor of Strategy and Entrepreneurship and Director of the Kenan Institute of Private Enterprise at the University of North Carolina's Kenan-Flagler Business School, http://www.aerotropolis.com/files/aerotropolis_global_competitiveness.pdf, accessed on 6/23/12, K-fo]
A new urban form is emerging worldwide that is shaping the competitiveness of metropolitan regions and nations. It is the aerotropolis, a city built around an airport which offers aviation-oriented firms speedy connectivity to their suppliers, customers, and enterprise partners nationally and worldwide. These firms, many in the high-tech and high-value service sectors, are often more dependent on distant suppliers and customers than on those located in their own region. The aerotropolis also contains the full set of commercial facilities that support such firms and the millions of air travelers who pass through the airport annually. Included here, among others, are office, hotel, convention and exhibition complexes, shopping, dining, and recreation venues, and logistics and distribution facilities. As increasing numbers of firms cluster around airports and outward along their highway corridors, the aerotropolis emerges where air travelers and locals alike work, shop, meet, exchange knowledge, conduct business, eat, sleep, and are entertained without going more than 15 minutes from the airport. ECONOMIC IMPACTS. Dozens of aerotropolises are evolving around the world, either by design or spontaneously. Among the most prominent aerotropolises are Amsterdam Schiphol, Hong Kong, Incheon (South Korea), Dubai, Chicago O’Hare, Dallas-Ft Worth, Washington Dulles, and Memphis. Each has attracted a remarkable amount of business investment to their airport areas, generating substantial job and economic impacts. For example, more than 1,000 multinational firms have located in the Amsterdam Schiphol Airport area including the world headquarters of ABN Amro and ING banks, both located within six minutes of Schiphol’s airport terminal. Likewise, five Fortune 500 world headquarters are located in Las Colinas, Texas, a tenminute drive from Dallas-Ft Worth International Airport, while Chicago’s O’Hare airport area has more office, hotel, and convention space than most city downtowns. The Washington Dulles Aerotropolis is the second largest retail market in US (just behind Manhattan) with the airport region also becoming a consulting and high-tech office mecca. Both Hong Kong International and Incheon Airport boast world-leading logistics complexes. Hong Kong Disneyland, next to the airport, attracts Asia-wide tourists, while New Songdo City, an international business district the size of downtown Boston, is being completed near Incheon International Airport. Dubai has emerged as a full-fledged Aerotropolis with its tourism, commercial, and finance sectors built around its rapidly expanding air hub. Dubai as well as Memphis have effectively developed global air logistics hubs and surrounding aerotropolises that have attracted substantial external investment, boosted trade, and made their economies far more competitive
The US is already lagging behind Europe and Asia – now is the key time
Business Facilities, 2010

[September 2010, http://www.aerotropolis.com/files/2010_Business_Facilities_RiseAerotropolis.pdf, accessed on 6/23/12, K-fo]

While the aerotropolis idea is gaining steam in the U.S., many airport regions in Europe and Asia already lay claim to these developments. Hong Kong, Dubai, Guangzhou (China), South Korea and Malaysia’s Kuala Lumpur are all home to carefully designed airport cities, while Paris and Amsterdam also claim aerotropolis status. “U.S. airports are considerably behind many in Asia, Europe and the Middle East when it comes to understanding and implementing the airport city and aerotropolis models,” Kasarda tells Business Facilities. “Most U.S. airport heads and their senior staff are just becoming knowledgeable of these models where airports are operated as much for commercial facility development as aeronautical infrastructure.” Many American airports are planning to try to replicate the aerotropolis concept, but those that are already the center of multimodal transportation networks and thriving economies are leading the way.
Solves Global Trade
Aerotropolises are centers of trade – this is key to economic growth
Kasarda, 11
[December 2011, Kenan Distinguished Professor of Strategy and Entrepreneurship and Director of the Kenan Institute of Private Enterprise at the University of North Carolina's Kenan-Flagler Business School, http://www.aerotropolis.com/files/aerotropolis_global_competitiveness.pdf, accessed on 6/23/12, K-fo]

AEROTROPOLIS DRIVERS. The aerotropolis is the physical incarnation of globalization, reflecting major increases in long-haul jet aircraft connecting people, products, and enterprises world-wide. It also reflects new supply chain processes where parts and components are manufactured in a half-dozen different countries, assembled in a seventh country and distributed to a multitude of others. The growth of world tourism has further spurred aerotropolis development, as has the expansion of aviation-intensive producer services such as consulting, finance, and marketing whose firms are increasingly gravitating to airport areas. Another aerotropolis driver is our “must have it now” consumer age where even if people can wait, they won’t wait for the products they order from distant locations via the Internet. Apropos the above, as important as the Internet is, the Web won’t move a box. For every iPad order placed in Africa, Germany, or the U.S., an aircraft flies it there from China. Moreover, business remains a “contact sport.” Setting up these airport-linked enterprise networks and closing the deal still typically requires face-to-face negotiations across borders. The upshot is that airports and their surrounding areas have become magnets for time critical businesses of all types. Already, over a third of the value of all world trade moves by air. This will only increase as global incomes rise and economies shift toward higher-value products that are smaller, lighter and more compact such as microelectronics, pharmaceuticals, medical instruments, aerospace components, and specialty perishables
US airports are falling behind due to lack of government investment – now is the key time
Kasarda, 11
[December 2011, Kenan Distinguished Professor of Strategy and Entrepreneurship and Director of the Kenan Institute of Private Enterprise at the University of North Carolina's Kenan-Flagler Business School, http://www.aerotropolis.com/files/aerotropolis_global_competitiveness.pdf, accessed on 6/23/12, K-fo]

COMPETITIVE CHALLENGES. In the age of the Aerotropolis, the most competitive firms and cities will be those that connect their products and people faster and more efficiently to the global marketplace. Aviation is the 21st century physical Internet offering them speedy, long-distance physical connectivity using airports as its routers. China, India, South Korea and other Asian nations recognize this and are investing heavily in their airports and aerotropolises as competitive tools for 21st century global commerce and trade. So are nations in the Middle East. Many of their airports are far more modern, attractive and efficient than those in the West where aviation infrastructure investment lags. For example, the World Economic Forum ranks the quality of U.S. aviation infrastructure 31st in the world, tied with Thailand and behind such nations as Malaysia, Panama, and South Africa. The U.S. has targeted a mere US$2 billion to its airports as part of the President’s $50 billion infrastructure stimulus package. China, on the other hand, plans to invest nearly US$240 billion in its airport sector during the next five years, including 56 new commercial airports. India is building 20 new airports and modernizing 58 others. The Middle East is experiencing a similar airport infrastructure boom, investing some US$104 billion over the next few years. Asia and the Middle East take a strategic and philosophically different view of their airports compared to the U.S. and Europe. While the former treat their airports as primary infrastructure assets to compete in the 21st ce ntury, the U.S. and Europe all too often treat them as nuisances and environmental threats to be controlled. Not that there aren’t problems that need to be addressed with airports, including noise, congestion, environmental, safety and capacity issues, but the critical importance of airports for 21st century competitiveness and urban prosperity must be better explained, publicized, and appreciated.
Solves Businesses
Aerotropolises are becoming economic centers comparable to cities – independently solves business growth
Kasarda, 8
[John Kasarda, 2008, Kenan Distinguished Professor of Strategy and Entrepreneurship and Director of the Kenan Institute of Private Enterprise at the University of North Carolina's Kenan-Flagler Business School., “The Evolution of Airport Cities and the Aerotropolis,” http://www.aerotropolis.com/files/evolutionChapter1.pdf, accessed on 6/20/12, Kfo]
The Airport City model is grounded in the fact that in addition to their core aeronautical infrastructure and services, major airports have developed significant nonaeronautical facilities, services and revenue streams. At the same time they are extending their commercial reach and economic impact well beyond airport boundaries. Airport Metamorphosis Airport terminals are fast becoming luxurious shopping malls and artistic and recreational venues. No longer restricted to magazine shops, fast food outlets, and duty 2 free, they now feature brand name boutiques, specialty retail, and upscale restaurants along with entertainment and cultural attractions. Hong Kong International, for instance, hosts more than 30 high-end designer clothing shops. Singapore Changi offers cinemas, saunas, and a tropical butterfly forest, while Las Vegas McCarran has a museum and Amsterdam Schiphol a Dutch Master’s art gallery. Others doing things differently include Frankfurt – which has the world’s largest airport clinic serving over 36,000 patients yearly – and Detroit Metro whose swank 420 room Westin Hotel is located just off its main terminal concourse as is Dallas Ft. Worth’s Grand Hyatt hotel which serves as a fly-in virtual corporate headquarters for many U.S. businesses. 1 Beijing Capital Airport’s tenants include banks while Stockholm Arlanda’s intensively utilised chapel conducted nearly 500 weddings in 2007. Most major airports, of course, are diversifying, expanding, and upgrading their retail offerings, often incorporating shopping streets, gallerias, gourmet and culinary clusters, and arts, entertainment, and cultural zones. These are being complemented by local themed merchandise and dining outlets. Given the significantly higher incomes of airline passengers (typically three to five times higher than national averages) and the huge volumes of passengers flowing through the terminals (up to 85 million annually compared to 8-12 million annually for a large mall), it is not surprising that major airport retail sales per square metre average three to four times greater than shopping malls and downtown shops. As a result, their terminal commercial lease rates tend to be the highest in the metropolitan area. In addition to incorporating a variety of commercial and entertainment venues into passenger terminals, airports are developing their landside areas with hospitality clusters, office and retail complexes, conference and exhibition centres, logistics and free trade zones and facilities for processing time-sensitive goods. Revenues from such developments are being reinforced by major financial streams from advertising and parking. Consequently, many airports now receive greater percentages of their revenues from non-aeronautical sources than from aeronautical sources (e.g., landing fees, gate leases, passenger service charges). For some, such as Atlanta, Dallas, Hong Kong and Schiphol, non-aeronautical activities contribute approximately two-thirds of total airport revenues. These non-aeronautical revenues have become critical to airports meeting their facility modernisation and aeronautical infrastructure expansion needs, along with their being cost-competitive in attracting and retaining airlines. 4 Since non-aeronautical revenue flows are rising and relatively predictable (i.e., they are not as sensitive to business cycles in general), there is emerging interest in securitizing them for major up-front airport capital infusions. This, together with airport monopoly or oligopoly position in major markets have made them favorite venture targets of investment firms such as the Blackstone Group and McQuarie Bank, who typically upgrade and expand airport commercial development to meet both user and shareholder expectations. Such rapid expansion of airport-centric commercial development is making today’s gateways leading urban growth generators as they become significant employment, shopping, trading, business meeting , entertainment and leisure destinations in their own right. These airports, in fact, are taking on many features of metropolitan central business districts, increasingly operating as regional and national points of multimodal surface transportation convergence and commercial development. This evolution in function and form has essentially transformed numerous city airports into airport cities.
A2: Peak Oil

Alternative energies will solve for peak oil – the counterplan is a sustainable strategy
Styles, 11

[Styles is Managing Director of GSW Strategy Group, LLC, an energy and environmental strategy consulting firm, May 18 2011, http://energyoutlook.blogspot.com/2011/05/energy-for-aerotropolis.html, accessed on 6/26/12, K-Fo]
Roger Cohen's column in Monday's New York Times sent my mind spinning with its portrayal of a global network of airport-based businesses and organizations that might have closer links to airports a country or continent away than with the traditional urban centers for which these facilities are often named. I'm embarrassed to admit that it was the first time I had run across the "Aerotropolis" concept, which has apparently been around since 2000. Its implications are thought-provoking, not least for their impact on energy and the environment. The term aerotropolis was apparently coined by a professor at the University of North Carolina business school; it's also the title and subject of his new book. It evokes a retro-1920s science fiction vision of gleaming cities connected by flying cylinders, crossed with the gritty reality of the modern airport and its environs. I wasn't surprised to learn that a third of world trade-- though just 1% by weight--moves by air, but the idea of a hospital integrated into an airport in Hyderabad, India, or an entire city in South Korea growing up around the Incheon International Airport was new to me. The possibilities seem endless, though I can't think about them without also considering where the energy to facilitate the implied explosion of air travel and air freight will come from. A few years ago, I would have said that air travel was even more closely linked to petroleum than are automobiles. That's not because alternative aviation fuels seemed impossible--quite the contrary--but because the aviation world has historically been understandably cautious and conservative about what goes into the engines that power aircraft. From a technical standpoint, jet turbines offer a great deal more fuel flexibility than the internal combustion engines under the hoods of most automobiles. However, while a fuel failure in your car is a major inconvenience, a fuel failure at 30,000 feet is catastrophic. In some respects the alacrity with which the aviation industry has begun to embrace alternative fuels is nearly as big a surprise as the shale gas revolution, and perhaps ultimately as transformative. Airlines and militaries have entered partnerships and set targets for integrating alternative jet fuel into their consumption, and supplies are gradually appearing. Scale remains an issue. Kerosene-based jet fuel accounted for 7% of US petroleum consumption last year, down from nearly 8.5% a decade ago, as air carriers have transitioned to more efficient aircraft and higherload factors. That's still a big volume, though it turns out to be easier to make suitable kerosene substitutes from a variety of sources, including natural gas, coal and biomass, than to make comparable substitutes for gasoline. Nor does jet fuel produced from camelina seeds, algae, or the gasification and FT-synthesis of bulk biomass, natural gas or even animal fat entail the kind of performance penalties inherent in our primary gasoline alternative, ethanol. Delivering on this potential will require significant investment, but of a magnitude that seems much more achievable than what is required for many other renewable energy goals. Another important aspect of scale concerns the logistics of gathering enough biomass to produce meaningful quantities of "biojet". The government of Ontario Province just awarded Rentech, Inc., a company with long expertise in gasification and fuel synthesis, a 1.3 million ton-per-year supply of forest waste and other biomass from Canada's Crown Forests, specifically for the production of renewable jet fuel. The proposed facility would produce around 22 million gallons per year of biojet, along with another 11 million gallons of non-jet products. That equates to roughly 1% of Canada's current jet fuel consumption. Canada might have enough forest biomass available to produce a sizable fraction of its jet fuel needs from such sources, but other countries don't, so it's fortunate that alternative jet fuel can be made through so many different pathways. That's also fortunate for the aerotropolis concept, because without an incremental supply of non-petroleum jet fuel, meeting the energy needs inherent in this idea without dramatic increases in aviation's current approximately 3% share of global greenhouse gas emissions could become a major obstacle within just a few years. With sufficient supplies of renewable and gas-to-liquids jet fuel, the concept might even be able to withstand a peak in global oil output, even if the price of such alternatives seems likely to trackthat of oil-based jet fuel.
A2: No Space to grow

Aerotropolises will acquire space to grow

Kasarda, 8

[John Kasarda, 2008, Kenan Distinguished Professor of Strategy and Entrepreneurship and Director of the Kenan Institute of Private Enterprise at the University of North Carolina's Kenan-Flagler Business School., “The Evolution of Airport Cities and the Aerotropolis,” http://www.aerotropolis.com/files/evolutionChapter1.pdf, accessed on 6/20/12, Kfo]

To Güller and Güller’s summary comments, I would add that along with air traffic patterns, surface connectivity, and land price, the nature of the local market (industrial structure and nearby resident population commercial demands) play a role in the nature of airport-area development and activities taking place. So do airport boundaries. Those airports with limited developable land will see substantial airportrelated and airport-oriented commercial development taking place ―outside the fence. The boundaries of numerous airports were established many decades ago, well before they assumed significant commercial and competitive development roles. Yet, just as urban development did not stop at the political boundaries of metropolitan area central cities, so airport-dependent development will not stop at the formal boundaries of airports
Affirmative
No Solvency
The Counterplan will fail to solve – multiple reasons

Renn, 11
[Aaron Renn, senior technology architect and served in several strategy roles, including Director of IT Strategy for both Accenture and Focal Communications and syndicated author, October 2 2011, http://www.urbanophile.com/2011/10/02/globalization-and-the-airport/, accessed on 6/26/12, K-fo]
From a developed world perspective, the other thing that hit me from the book is that having an aerotropolis, even a successful one, doesn’t necessarily do much for you. Lindsay wrote extensively on Memphis (home to FedEx) and Louisville (home to UPS’s main air hub). Memphis likes to bill itself as “America’s Aerotropolis.” One of its local leaders recently said, “While other communities are striving to create an aerotropolis in their community or region, many of those efforts are aspirational, whereas in Memphis, the aerotropolis model is a reality.” As my recent coverage noted, however, out of 51 US metro areas with greater than a million people, Memphis ranks #48 in college degree attainment. Its unemployment rate of 10.4% is higher than the nation as a whole. Between 2000 and 2010, Memphis lost nearly 6% of its jobs, a rate far worse than the US as a whole. It’s GDP per capita trails the US average, as does its per capita income. Fed Ex might be a great thing for Memphis, but it hasn’t changed the fact that Memphis is one of the most struggling cities economically in the US. (Louisville’s statistics are better, but it is still clearly an economic laggard). Meanwhile, aerotropolis-free Nashville is booming. More passenger hub type airport cities have done better – Dallas, Atlanta, Denver, etc. – yet this was based mostly on a pre-existing pattern (e.g., Chicago) or came into being as an artifact of the hub and spoke system, airline mergers, etc. well before anyone had thought of the aerotropolis concept. They are also generally based more on domestic than global connectivity. Even overseas, where airports have done better at building the fortunes of cities, particularly those that previously lacked good global connectivity, there are plenty of misses to go along with the hits. The lesson I draw is that while good air connectivity is critical for a city in the global economy – indeed, I almost draw my threshold population for what constitutes a minimum viable city in the globalized world in terms of whether or not it is big enough to support a major airport – the airport is only one ingredient needed for success, not the entire recipe. Cities that pin their hopes too heavily on airport led transformation are bound to be disappointed. And even if you go in with the best of intentions trying to do airport development right, you are far from guaranteed to have success. I should close with a few final words about Kasarda. I know I sound like I’m picking on him in this post, but that’s less from anything personally about him than it is about the trend he represents in globalization (much as one might say about the aerotropolis itself). I don’t get the impression he’s a nefarious or bad guy, but rather that he’s a technocrat in love with his idea of the master-planned aerotropolis. In fact, I give him a lot of credit for being willing to sign on to a book that actually highlights a number of places where he acknowledges he didn’t get it quite right, and projects that didn’t work where he was involved. He has certainly evolved his vision over time to take into account lessons from the past, but not yet the key lesson that there are limits to what we can plan. The aerotroplis, inhumane as it may seem at times, has its merits as an abstract idea, but the reality is likely rarely to match up to Kasarda’s expectations. As Dietrich Dörner put it in his classic The Logic of Failure, “Because planning involves only imagining our actions, we are essentially free from the irksome conditions of reality, and nothing prevents us from simply ignoring the conditions necessary to carry out an operation.” Indeed.

Airline Demand Solvency Deficit
The counterplan is insufficient to solve – airlines are cutting back capacity, not expanding
Sharkey, 11
[Joe Sharkey, Staff writer, December 26, 2011, http://www.nytimes.com/2011/12/27/business/airlines-are-retrenching-and-alternatives-are-slim.html, accessed on 6/27/12, K-fo]
THE coming year will be a time of reckoning in business travel, as airlines reduce service at many airports and prospects fade for practical alternatives to flying, including the long-term promises of high-speed rail . Consider the new realities of air travel. Competition is decreasing, fares are rising and airlines are adjusting routes (and charging extra fees) in ruthless calculations to extract the greatest possible revenue per mile flown. Michael Boyd, the president of the consulting company Boyd Group International, sums up the phenomenon succinctly. “The cost of flying airplanes across the sky has eclipsed the ability to support it at many communities,” he said in a recent forecast. In 2012, he predicts, airlines will accelerate the mothballing of smaller 50-seat jets, the workhorses for connecting service between many midsize airports, and even some big ones. Many airlines will continue shrinking overall capacity and trimming domestic routes in 2012, and the Chapter 11 bankruptcy filing of AMR, the parent company of American Airlines, will merely exacerbate the situation. In 2012, American will “ground some planes and resize our network,” the company’s chief executive, Thomas W. Horton, recently told employees. In addition, John P. Heimlich, the chief economist of the trade group Airlines for America, said, “Capacity reduction is one of the steps the industry is taking to preserve profitability.” Some business travelers are driving more often on some trips for which they would once fly. But what about trains? I got a lot of enthusiastic reader reaction a couple of weeks ago, after I wrote about taking a pleasant overnight trip in a cozy sleeper compartment on Amtrak’s Silver Star from Tampa to New York City. The fare was $480.80.

Competition Solvency Deficit
The counterplan will fail – corporations have empirically preferred the advanced aerotropolises of China – the project will die like Detroit
Metropolis, 11
[February 11, 2011, “Are airports really the key to 21st-century economic development?,” http://www.metropolismag.com/story/20110214/quick-fix-urbanism, accessed on 6/25/12, K-Fo]
The aerotropolis phenomenon—it’s cropped up in this country, particularly around the FedEx hub in Memphis (and arguably in Seattle, home of Boeing but a city that is conspicuously absent from this book)—is happening with a vengeance in Asia. China, of course, is currently building scores of airports, many intended to shift economic activity away from the factory-clogged Pearl River Delta and to its isolated western cities. The implication is that our reluctance in the United States to invest in new and better airports, and the attendant infrastructure, will condemn us to irrelevance in the global marketplace. This is not exactly news.

The most tantalizing story in the book, one I wish had a more prominent place in the narrative, comes halfway through, in a chapter called “Aerotropolis or Bust.” It’s an account of a trip made by various officials of Greater Detroit, Kasarda disciples all, to the Netherlands to study Schiphol. Lindsay writes skillfully of Detroit’s many maladies while gently poking holes in his coauthor’s reasoning: “Kasarda proposes building cities by corporations for corporations, guaranteeing their survival by tailoring them to clients’ specifications—beginning with the airport. But this is exactly what happened in Detroit.” 

The city was tailored to the auto industry, and it’s dying with the auto industry. This book’s solution—consider it a rebuke to the locavore movement—is not farms on vacant lots and abandoned houses turned into conceptual artworks but a zone of “frictionless” (Kasarda-speak) trade surrounding the airport. R & D facilities adjacent to the airport, for example, could allow Detroit’s unemployed engineers to work for Chinese automakers without leaving home. A few weeks after the junket, one member of the group, Doug Rothwell, announced a plan called “Road to Renaissance” that featured an aerotropolis. Later, some architecture students from Ann Arbor came up with a vision, a dense New Urbanist–style development with commuter trains, a big business hub, and lots of solar panels. The chapter left me eager to know what became of this “renaissance.”

In a recent e-mail, Lindsay updated me on Detroit: “Their plans 
are going ahead full steam—the tax breaks they needed to lure companies there were signed into law last month; another pair of Chinese automakers are about to announce new R&D operations there—the announcement is in a few weeks.” He added that the ideas from the charrette seem to have disappeared. “No one’s talking about urbanism, however.”

Maybe that’s the thing that bugs me about this book. For a supposed view of the “way we’ll live next,” there’s not a whole lot of actual living. Instead, the book is a build-out of a consultant’s formula for competitiveness. And in that way, it’s not very different from Richard Florida’s books, but because it’s not actually written by the consultant himself (no matter what it says on the jacket), it lacks evangelical zeal. Yes, we should be spending more money on our infrastructure, including airports. And yes, God, yes, it would be wonderful if someone really thought out those messy agglomerations of commerce that generally surround airports. But the type of thinking that might turn an economic “weapon,” as Lindsay frames it, into a workable urban place doesn’t figure prominently among this book’s concerns. 

Airports aren’t magic. The successful ones tend to amplify existing conditions: the Dutch were in the tulip business for 300 years before the Wright Brothers took wing, and Hong Kong was a pivotal player in the world economy even when its airport was old, cramped, and frightening. Does the Dutch flower trade benefit from its proximity to Schiphol? Of course. And did Hong Kong profit by shutting down scary Kai Tak and building a world-class aerotropolis way back in the 1990s, complete with a city’s worth of apartment towers and top-notch road and rail links? Yes, it did. But you won’t read about that until page 382 (of 415) because (apparently) Chek Lap Kok was not a Kasarda project. Even Dubai, which seems to demonstrate how a good airport (and a state-owned airline) can make a city materialize from thin air, initially tested the economic value of a free-trade zone on the Persian Gulf by building a state-of-the-art shipping port.
Could Detroit make a comeback by using its airport as a strategic-engineering export facility? I hope so. But the unintended lesson of this book is that economic weapons can always be made obsolete by bigger weapons. Early on, Lindsay mentions a FedEx hub built from Kasarda’s plans at Subic Bay, the former U.S. Navy base in the Philippines. In 1995, the facility was still “Kasarda’s validation.” But just ten years later, FedEx was engineering a move to Guangzhou Baiyun International Airport, outside Guangzhou, China: “The aerotropolis [at Baiyun] is aiming higher, at the microchip and motherboard makers stranded around FedEx’s abandoned hub in Subic Bay.” China presumably enticed FedEx with limitless tarmac and bottomless freight. So one aerotropolis can easily be outstripped by another. Real cities, by contrast, aren’t so easily interchangeable.
Peak Oil Solvency Deficit

The counterplan is an unsustainable strategy – peak oil means only HSR can solve in the long term

Varnelis, 11
[Director of the Network Architecture Lab at the Columbia University Graduate School of Architecture, Planning, and Preservation, February 21 2011, http://varnelis.net/blog/aerotropolis_the_way_most_of_us_wont_live, accessed on 6/26/12, K-Fo]

But then there's the brutal fact of peak oil. We are going to run out of low cost energy in this century. Let's do a little math. Let's say an SUV gets an average of 16 miles per gallon. There are some worse ones out there and there are some better ones out there, for example the new breed of hybrids that get 32 miles per gallon. But 16 seems like a reasonable compromise. A reasonable single-aisle airplane, like an Airbus A320 gets 77 miles per gallon (see here). An average SUV probably drives 13,000 miles a year. That's roughly 812 gallons a year or 62,000 miles by air, ten trips from New York to London and not enough to get Platinum Elite status on Continental. Yes, you've travelled many more miles on that gas, but you've also traveled many more miles: you're not going to drive your SUV 62,000 miles a year to work and back. Moreover, when oil goes over $150 a barrel, our gas guzzling exurbanite can always sell her SUV, buy a Prius and move closer to work. Her aerotropolis-bound colleague has no alternative. Now many of my colleagues are subscribers to the new urban ideology, cheerfully proclaiming how they don't have cars yet they jet off to Shanghai, Los Angeles (in which case, just what do they do? have friends drive them?), and London every other week. Make no mistake, they are just as vulnerable to peak oil as the exurbanites. But somehow we are told that exurban communities are doomed and aerotropolises are the wave of the future? It just doesn't add up. Both are the products of peak oil and both are doomed in the long run unless we come up with alternative fuel technologies. Let's face it, there's been little progress there so far, although surely anything is possible. We are likely to see a few new aerotropolises built by technophilic politicians and continued growth around specific airports. It's a catchy idea that's easily summed up. Add a few Zaha Hadid designed windmills and you can probably get newspaper critics excited too. But for the most part, the aerotropolis is already here and most of us live in it. I, for one, am thrilled that I'm not getting back on a plane for another month and will have a chance to give you an idea of what might really happen in cities during this century in the intervening time. 
Permutation
High Speed Rail opens up space for more profitable long-haul flights – it only competes with short range travel

Reisman, 12

[Will Reisman, SF Examiner Staff Writer, 4/16/12 http://www.sfexaminer.com/local/transportation/2012/04/high-speed-rail-could-free-valuable-space-sfo, accessed on 6/27/12, K-fo]

While the state’s high-speed rail project is expected to redefine how people travel on trains, local officials are banking on the plan having an equally important impact in the skies. Small, inefficient flights between The City and the Los Angeles area account for 15 percent of all domestic travel at the San Francisco International Airport. With the option of traveling between the two cities in just two hours and 40 minutes on high-speed rail, travelers may start eschewing the short flights, a development that would open up more gates for lucrative international and trans-continental travel at SFO. “There is no question that international travel brings a much higher economic benefit to the region,” said Charles Shuler, a spokesman for SFO. “And with high-speed rail, we’ll be able to reduce the number of short-haul trips to the Los Angeles Basin and introduce more international flights.” Laurie Anderson, spokeswoman for the tourism group San Francisco Travel, said international travelers stay longer and spend more money than domestic visitors. An increase in such travel could introduce San Francisco to a whole new market of future tourists. “The more visitors we get, the healthier our city is,” said Anderson. Along with reducing air travel to Los Angeles, high-speed rail also could reduce connecting flights to SFO from Central Valley cities such as Fresno and Modesto. “A plane with 30 people from Fresno takes the same slot as a 400-person jumbo jet from Beijing,” said Jim Lazarus, public policy director at the San Francisco Chamber of Commerce. “High-speed rail will eliminate that problem, and allow for a higher frequency of large planes to land at the airport.” A functioning high-speed rail system also could reduce congestion and delays at the airport. Since the hub provides so many trips to the Los Angeles region, the rest of its air travel must be squeezed into a relatively tight time slot, a precarious situation that has contributed to SFO’s woeful on-time performance rate. “Short-haul flights are inherently inefficient,” said Gillian Gillett, the transportation advisor for Mayor Ed Lee. “With high-speed rail, the airport can cater to larger flights with more people. That right there will reduce congestion and delays.” While the airport and many San Francisco officials have been longtime backers of high-speed rail, the $68 billion project still faces a tough battle before it’s completed. So far, only $13 billion has been identified for the plan, and $32 billion is projected to come from the federal government, which must withstand the opposition of many House Republicans. It’s also facing a potential recall challenge at the November state ballot. But, if things go as planned, the service could be completed by 2029, a date that will surely be anticipated eagerly by travelers stuck at SFO.
Authoritarianism Turn
The aerotropolis will be used by the elite to establish authoritarianism – it hands them total control of global economic life.
Renn, 11
[Aaron Renn, senior technology architect and served in several strategy roles, including Director of IT Strategy for both Accenture and Focal Communications and syndicated author, October 2 2011, http://www.urbanophile.com/2011/10/02/globalization-and-the-airport/, accessed on 6/26/12, K-fo]
A few things jumped at me out of the book. One of them is the close linkage between the aerotropolis and its boosters with authoritarianism (and by extension, similarly for globalization and its boosters). The second is that, despite vast sums of money and authoritarian rule, I didn’t come away with a sense of anyplace in the world that had fully pulled off Kasarda’s vision. Indeed, there are as many or more failures than successes. And even those successes are far from perfect ones. As Lindsay notes: “The aerotropolis and authoritarianism go hand in hand. The first is a city built from scratch to chase economies of speed; the second are the only ones in a position to sign off on a massive construction project before its too late. It’s no accident that Kasarda has found early adopters in the Middle East and China, followed close behind by Asian nations with a legacy of military rule.” Kasarda himself seems blissfully unconcerned with this. The book notes that “high-functioning dictatorships such as Dubai’s don’t faze [Kasarda]. If anything, they’re the only ones who move fast enough.” Kasarda is basically willing to consult with anyone, anywhere – as long as their money spends and they are interested in building an aerotropolis. I think this is a great summation of perhaps how we got to where we are with globalization. Globalization is often portrayed as an inevitable, inexorable process that sort of came about as an emergent property of advances in transportation and communications technology. But as with the aerotropolis – a master-planned environment conceived and dictated from the top down – illustrates, globalization is in fact a man-made creation, one willfully brought into existence by the efforts of various parties. Globalization was at least in part the product of human architects, and one of them is Kasarda. Globalization was also a product of elites, often unelected, who harnessed the market making power of government to shape the world to what they perceived as their advantages. Globalization has surely had many winners – but also many losers. But among the biggest winners have been architects themselves. When the globalization booster class profits from the very policies they recommend, we are perhaps entitled to view their prescriptions skeptically as we would anyone with a conflict of interest. Now, I’m no anti-globalization luddite. Let the record show that I’m an unabashed free trader. And in addition to the top-down nexus, there are plenty of stories of bottom-up entrepreneurship as hustlers of all nations look for ways to take advantage of what this new world gives them. Globalization has dramatically lifted the incomes of hundreds of millions of people around the world. That is something to be celebrated. But this isn’t a simple black and white “for” or “against” matter. We can support trade and an increase in global economic flows, while having serious reservations about the way it has been architected. In particular, the rise of authoritarian locales in this world order and the almost amoral embrace of them by Western boosters like Kasarda is something that concerns me. In the last 30-40 years or so, we in the developed West buried business and local communities under an increasing mountain of regulations. In a sense this was rational. As we grew more prosperous, we were increasingly able to use our new found wealth to purchase a cleaner environment, safer products and workplaces, better health care, etc. and to ensure that our decisions considered a wide range of impacts before they were implemented. But this logic assumed that we forever would remain top dog in the world, and thus, while we might pay some dollar cost for this out of our own pocket, it wouldn’t fundamentally threaten our economy or upward social mobility. Alas, the world didn’t turn out that way. In this new era, the era of the internet, containerized shipping, and the aerotropolis, localities may not be able to pick up and move, but businesses can. And moved they have. Maybe not physically a plant relocation, but the choice of location for expansions. This hasn’t always been to places with perhaps a more moderate regime of regulation, but increasingly to dictatorships that operate under a wild west type model and are willing to do almost anything, including rewriting laws, to accommodate this new business. The aerotropolis is but one example of this. As Lindsay notes, Kasarda “proposes building cities by corporations for corporations, guaranteeing their survival by tailoring them to clients’ specifications—beginning with the airport.” In effect, what we have done is delinked trade from any larger consideration, social or environmental. This enables not just cost arbitrage, but regulatory and even moral arbitrage. In the Cold War era the West was willing to do business and support a wide variety of unsavory regimes and practices – just as long as they didn’t go communist. That was a mindset that, perhaps in an unexamined way, continued after the Soviet Union’s collapse. But what might have been at least understandable in the context of the Cold War is less so today. The fact that we’ve basically said that, save for rules pertaining in a narrow sense to trade, we don’t care who you are or what you do in your country is a decision with consequences. As for Kasarda, the impression I get from the book and various articles I’ve read about him is less of a man interested in getting rich than of someone who is looking for someone to implement his new vision of the aerotropolis city. In the video above, Kasarda quotes Le Corbusier in the title slide. Corbu famously proposed demolishing much of historic Paris in order to build a city of freestanding modernist towers. He was more than willing to sweep away the entire urban order in order to remake the city in accordance with what he thought was a better vision – his vision naturally. Kasarda falls into this mode. There’s a new world coming, and the ones who will benefit most from it are those who are most prepared to reshape their urban geography to accommodate this new master planned form. The fact that Kasarda quotes Le Corbusier without any sense of irony is telling. But a funny thing happened on the way to the aerotropolis. Even where the nominal ingredients were in place (including authoritarian government), there seem to be precious few places where the aerotropolis has been pulled off successfully. In fact, the book probably relates as many failed as successful ones, and at no point did I read a case study and come away going, “Wow – that’s it.” But this should come as no surprise. Kasarda believes authoritarian rule makes things happen, then is shocked, shocked, to find that there is rampant cronyism, corruption, and clout seeking that compromises the vision. Kasarda also bemoans the failure of planners to truly get the aerotropolis concept and that even when they do, they often fail to follow through on their planning concepts correctly. This too was as predictable as the sun coming up in the east. In the full aerotropolis vision, infrastructure and land around the airport is controlled by a single entity that is chartered with not only allocating space to various types of uses, but also deciding what is the highest and best use for the sites. This is nothing less than central economic planning, something we should know by now isn’t going to work. And even in the best of cases and with the best of intent, planning never survives intact in its original vision when making contact with reality. Another thing that struck me is that given the extremely high rate of change and creative destruction this new air enabled globalization is creating, the notion of “highest and best” use is ephemeral. The minute you build something, it’s legacy. To stay in top of your game then would require in effect stripping people of their property rights so that you can scrape and start over whenever the economic flows shift in a new direction.

Telework CP

Note

This is not a conditions counterplan. Even though the counterplan conditions initiatives to support telework on infrastructure it does not condition the plan’s passage on anything—all that would be conditioned is money that the federal government gives regularly in the status quo to the states to help maintain and repair existing roads and other infrastructure.

It would be possible to read this as a condition counterplan—conditional HSR funding on telework—but there isn’t much strategic utility to that version of the argument. The way the counterplan is written is to solve the need for face-to-face communication, one of the affirmative’s best internal links to megaregion-driven innovation.

1NC
1NC—Telework CP

Text: The United States federal government should condition its funding for infrastructure projects on state and local efforts to facilitate telework.
The counterplan solves—makes telework a viable possibility.
Goluboff 9—Nicole Belson Goluboff is a lawyer in New York who writes extensively on the legal consequences of telework. She is the author of The Law of Telecommuting, Telecommuting for Lawyers, and numerous articles on telework. She is also an Advisory Board member of the Telework Coalition. (“TELECOMMUTING AND THE BROADBAND SUPERHIGHWAY,” Published Online for NewGeography on July 8, 2009, Available Online at http://www.newgeography.com/content/00885-telecommuting-and-the-broadband-superhighway)
If passed, the Broadband Conduit Deployment Act would only strengthen the case that funding for infrastructure projects should be conditioned on state and local government efforts to facilitate telework. If, as they finance highway projects, American taxpayers also fund broadband, they should not then have to struggle to telecommute. They should be able to help contain transportation costs and, at the same time, easily make the greatest possible use of the broadband access they financed.

What kind of steps to promote telework should states and localities be required to take if they want to qualify for federal transportation funding?

Congress should insist that they provide telework tax incentives for both employees and employers; eliminate tax, zoning and other laws that are hostile to telework; and offer both public and private sector employers technical help in developing and implementing robust telework programs. The government grantees should be required to create such programs for their own employees. They should also be required to designate certain high traffic and high pollution days as telework days — days when employees are specifically urged to take the web to work — and to conduct public awareness campaigns about the benefits of telework.
2NC/1NR
2NC/1NR—Solvency Advocate

The counterplan solves the barriers to telework—conditioning is key

Goluboff 10—Nicole Belson Goluboff is a lawyer in New York who writes extensively on the legal consequences of telework. She is the author of The Law of Telecommuting, Telecommuting for Lawyers, and numerous articles on telework. She is also an Advisory Board member of the Telework Coalition. (“Washington Opens the Virtual Office Door,” Published Online for NewGeography on December 28, 2010, Available Online at http://www.newgeography.com/content/001923-washington-opens-the-virtual-office-door)
By reducing the demand for roads and mass transit, telecommuting minimizes the cost of repair, maintenance and expansion of such infrastructure. Before the federal government subsidizes state and local transportation investments, the funding recipients should be compelled to mitigate costs by promoting telework.

One step that states receiving federal aid should be required to take is to eliminate tax barriers to interstate telework. For example, they should be prohibited from subjecting a nonresident company to business activity taxes when the company’s sole connection to the state is its employment of a few in-state telecommuters. States could also allow car insurers to offer pay-as-you-drive policies.

States and municipalities could require their agencies to develop telework programs for their own workers and to engage only those contractors that make the maximum possible use of telework. They could require agencies seeking funds to increase their car fleets or facilities to submit an assessment of whether telework could eliminate or reduce the need. They could compel their employees who seek approval for business travel to demonstrate that remote conferencing would not be an adequate substitute. They could authorize agencies to retain the funds the agencies save as a result of telework.

States could create offices that promote telework and provide technical/legal support for both public and private employers developing telework programs; designate high traffic and pollution days as telework days and publicize them; and conduct public awareness campaigns to encourage telework, including campaigns specifically targeting businesses. Municipalities could eliminate telework-hostile zoning rules.
The counterplan is the best option—linking infrastructure t0 telecommuting saves the most money in the short and long term.

Goluboff 9—Nicole Belson Goluboff is a lawyer in New York who writes extensively on the legal consequences of telework. She is the author of The Law of Telecommuting, Telecommuting for Lawyers, and numerous articles on telework. She is also an Advisory Board member of the Telework Coalition. (“TELECOMMUTING AND THE BROADBAND SUPERHIGHWAY,” Published Online for NewGeography on July 8, 2009, Available Online at http://www.newgeography.com/content/00885-telecommuting-and-the-broadband-superhighway)

One strategy these lawmakers proposed for encouraging telework was to condition federal grants to states and localities for transportation infrastructure on their creation of bold incentives for telework. Why impose this condition? Telework limits the wear and tear on new roads and rails, as well as the demand for further construction. Thus, it protects the federal investment in such infrastructure and mitigates future costs.
There is precedent for insisting that the recipients of federal funding for infrastructure focus on telework’s potential to reduce the need for that infrastructure. Federal law provides that executive agencies, when deciding whether to acquire buildings or other space for employee use, must consider whether needs can be met using alternative workplace arrangements such as telecommuting. Requiring state and local governments that seek federal aid for new roads to include telecommuting in their transportation plans would demonstrate the same kind of fiscal responsibility.

Other lawmakers have introduced legislation specifically linking broadband and more conventional kinds of transportation infrastructure. Representative Anna G. Eshoo, a Democrat from California, together with Democratic Representatives Henry A. Waxman from California, Rick Boucher from Virginia and Edward J. Markey from Massachusetts, has sponsored the Broadband Conduit Deployment Act, a bill that would require new federal highway projects to include broadband conduits. Democratic Senators Amy Klobuchar from Minnesota, Blanche L. Lincoln from Arkansas and Mark R. Warner from Virginia have introduced companion legislation in the Senate.

The proposal set forth in the two bills makes economic sense. It would be an unconscionable waste of taxpayer dollars to dig up roadways, expand and repave them and then dig them up again to lay the broadband pipes the stimulus bill made possible. If the pipes are installed while the roadways are under construction, they will be available when broadband providers are ready to get communities online.
2NC/1NR—Doesn't Link to Politics
Doesn't link to politics—its bipartisan and pays for itself
Goluboff 9—Nicole Belson Goluboff is a lawyer in New York who writes extensively on the legal consequences of telework. She is the author of The Law of Telecommuting, Telecommuting for Lawyers, and numerous articles on telework. She is also an Advisory Board member of the Telework Coalition. (“TELECOMMUTING AND THE BROADBAND SUPERHIGHWAY,” Published Online for NewGeography on July 8, 2009, Available Online at http://www.newgeography.com/content/00885-telecommuting-and-the-broadband-superhighway)

All of these proposals would go a long way towards minimizing needless travel. Some would cost the federal government nothing or save it money. Others require a federal investment, but the investment would be made via business and individual tax breaks — welcome incentives for many members of the incoming Congress. Together, these suggestions would create jobs and strengthen the nation’s energy security. They would reduce traffic, carbon emissions and transportation costs; enable workers to meet conflicting job and family responsibilities; help businesses lower expenses, and drive profits. These are fundamentally important goals with bi-partisan support. Congress should act quickly and forcefully to unleash telework’s potential to meet them.

2NC/1NR—States Would Say Yes

States will accept funding even if there are attached conditions
Shatz et. al. 11—Howard J. Shatz is a Senior Economist at RAND.  Dr. Sandra Rosenbloom is Director of the Drachman Institute at the University of Arizona.  Martin Wachs is a senior principal researcher at RAND and was formerly the director of the Institute of Transportation Studies at UCBerkley. Karen Kitchens is a research assistant.  (“Highway Infrastructure and the Economy: Implications for Federal Policy,” Published by the RAND Corporation in 2011, Available Online at http://www.rand.org/pubs/monographs/2011/RAND_MG1049.pdf)

Some of this stems from a clash between the intellectual model of the nation’s highway program and the current funding model. The intellectual model of the highway program is that the states own and operate the major roads—even the interstates. The federal government “helps” or “aids” the states through grants or loan subsidies, but in principle, as a matter of state sovereignty, the states plan and decide where the highways will go and then operate and manage them. The result is that the federal government recognizes the highway program to be a state program and gives the states money if they meet certain design and safety standards and follow certain planning procedures. The states want the money so they accept those standards and procedures. But, at least in theory, the states could avoid federal requirements by declining federal money and then would be free to set their own standards and follow their own procedures.
They Say: “People Won’t Telecommute”
Telecommuting is popular—people want to do it

Lister and Harnish 11— Kate Lister is the principal researcher at the Telework Research Network where she studies alternative workplace strategies.  She has coauthored three books on the subject with Tom Harnish, who is Senior Scientist at the Telework Research Network. (“The State of Telework in the U.S.: How Individuals, Business, and Government Benefit,” Published in July 2011 by the Telework Research Network, Available Online at http://www.workshifting.com/downloads/downloads/Telework-Trends-US.pdf)

***WAH=Work at Home

While the question was not repeated in 2011, WorldatWork’s 2009 Telework Trendlines showed that 50% of non-telecommuters rated the chance to WAH as four or five on a scale where five meant they were very interested in working from home. Only 21% said they would not be interested at all. Thirty-seven percent said they’d take a small pay cut in exchange for being able to work at home two days a week. There are also some groups of people for whom being able to telework is more critical. These include the disabled, those with eldercare responsibilities (a rapidly growing group), military families, and rural workers.

They Say: “Telework Doesn’t Work—Generic”

The advantages of telework outweigh the disadvantages—multiple reasons and studies

TRN 8—The Telework Research Network (“Telework pros and cons,” Published Online on July 16, 2008, Available online at http://www.teleworkresearchnetwork.com/telework-pros-cons/507)

Telework offers a pull, rather than a push solution to a wide range of problems. It benefits emplolyers, employees, and the community. A strong national telework strategy would increase GNP, reduce the national debt, and bring the balance of trade back in our favor. It would substantially reduce our Gulf Oil dependence. It would reduce traffic jams and the carnage on our highways. It would alleviate the strain on our crumbling transportation infrastructure. It would help reclaim many of the jobs that have been lost to offshoring, and provide new employment opportunities for at-home caregivers, the disabled, and the un- and under-employed. It would improve family life, and emancipate latchkey kids. It would substantially bolster pandemic and disaster preparedness. It would reduce global warming. And it would save companies and individuals billions of dollars.

This isn’t just pie-in-the-sky. These and other benefits were derived from a synthesis of over 250 studies, interviews with dozens of telework enthusiasts and challengers, researchers, venture capitalists who invest in the remote work model, Fortune 500 executives, virtual employers, and dozens of home-based workers in wide variety of professions.

While we’re committed to bringing the work at home trend into the 21st century by dispelling the many myths and stigmas that have held it back, there are some very real inhibitors that need to be overcome such as management mistrust, worker isolation, data security, and concerns about career impact. But companies that have tried telework have proven they can be overcome and that the pros far outweigh the cons. See for yourself:

They Say: “Telework Fails—Face To Face Key”

Face to face interactions are not key and may be net worse for productivity—a consensus of studies proves.
Lister and Harnish 12—Kate Lister and Tom Harnish are recognized authorities on alternative workplace strategies and are the founders of the Telework Research Network (“So you STILL think face time is valuable?” Published by the TNR on February 16, 2012, Available Online at http://www.teleworkresearchnetwork.com/so-you-still-think-face-time-is-valuable/7026)
Twelve years of research on workplace collaboration finds that bringing people together may promote casual interaction, but there’s plenty of evidence that it also inhibits productive collaboration.

Proximity, privacy and permission are all factors that influence interaction. Steve Jobs understood that proximity promoted interaction, and famously arranged and rearranged the Pixar office to promote it. But privacy is necessary so you can control who hears what you’re talking about and who has access to you. Useful interaction won’t happen if people don’t have a sense of being allowed to communicate and in what ways.

Studies have shown over and over, for example, that people in open-plan spaces have shorter, more superficial conversations because they worry about being overheard.

The idea that you have to keep people close together to encouraging interaction may not be the most effective approach given modern alternatives such as text messages, email, voice and even video.
Telework is better at stimulating creative solutions to problems—people don’t need to interact face-to face.
Lister and Harnish 12—Kate Lister and Tom Harnish are recognized authorities on alternative workplace strategies and are the founders of the Telework Research Network (“Face time does not equal productive time” Published by the TNR on February 11, 2012, Available Online at http://www.teleworkresearchnetwork.com/face-time-does-not-equal-productive-time/6999)
Since the late 1940s, “Let’s get together and brainstorm,” has been the war cry of eager bands of problem-solvers. Today, middle managers argue against telework because they claim people have to get together to come up with creative solutions.

Famously promoted by Alex Osborne, a partner in an ad firm (the O in BBDO), brainstorming is considered the best way for groups to find solutions. That may be true, but people working alone and then sharing results can do better.

Yale University tested the idea by giving a problem to 48 students in 12 brainstorming groups, and the same problem to 48 students working alone. The students working along came up with twice as many solutions—solutions that were considered more feasible and more effective.

Research consistently shows that brainstorming group are less effective than people who work alone and combine their ideas. What does work, is to find unpredictable ways for people with different perspectives to interact and argue for their ideas. If that isn’t a perfect need statement for a new social networking platform, I’ll eat my hat.

Matches don’t have to be in a pile to start a fire.

Teleworking Solves—Regional Agglomeration and the Spatial Fix

Telework solves the spatial fix—it facilitates the exchange of ideas
Rhoads 10—University of Southern California, School of Policy Planning and Development. (“Face-to-Face and Computer-Mediated Communication: What Does Theory Tell Us and What Have We Learned so Far? Published in the Journal of Planning Literature (Vol 25. Number 2. 111-122) on November 12, 2010, Available Online at http://jpl.sagepub.com/content/25/2/111.full.pdf)

Early economic agglomeration theories hinge on the returns to scale engendered by geographical proximity. Marshall ([1890] 1927) reasoned that firms cluster due to localized concentrations of specialized labor, the local benefits of non-traded inputs, and the external economies of scale resulting from backward and forward linkages. In addition, production and firms benefit from propinquity due to the efficient flow of ideas and information arising from large markets (Fujita and Thisse 1996). Underlying modern agglomeration theories are the conflicting forces, centripetal and centrifugal, that spur geographical concentration and dispersion (Krugman 1998). Centripetal forces, forces that promote geographical concentration, include market-size effects, richness in labor markets, transportation costs, and external economies; centrifugal forces, forces that disperse, include immobile factors such as resources, land rents, and external diseconomies. Both the linkage effects and the accessibility of immobile factors are contingent upon transportation costs (Krugman 1998).

Nonetheless, some parts of a production chain—such as information or services—would seem to be relatively easy and cheap to transport through digital technologies. Yet, agglomerations that deal in these immaterial products still persist and remain vertically dense so that proximity of the agents involved remains an important aspect of the system (Storper and Venables 2004). The question becomes why, given the low costs of digital technologies, the centripetal forces have not been strong enough to cause greater diffusion of agglomerations among contemporary industries.

Teleworking Solves—Labor Pool and Productivity
Teleworking solves the case—expands the labor pool and increases productivity
Goluboff 9—Nicole Belson Goluboff is a lawyer in New York who writes extensively on the legal consequences of telework. She is the author of The Law of Telecommuting, Telecommuting for Lawyers, and numerous articles on telework. She is also an Advisory Board member of the Telework Coalition. (“TELECOMMUTING AND THE BROADBAND SUPERHIGHWAY,” Published Online for NewGeography on July 8, 2009, Available Online at http://www.newgeography.com/content/00885-telecommuting-and-the-broadband-superhighway)

These benefits go beyond transportation infrastructure savings, emissions reductions, and congestion management. Telework can help businesses and government agencies reduce real estate, energy and other overhead costs and use the savings to avoid job cuts or to hire new staff. It can increase employers’ productivity by 20% or more, and enable them to sustain operations if an emergency, such as the recent swine flu outbreak, compels significant absenteeism.

Telework enables Americans who cannot find work in their own communities – and cannot sell their homes – to look for more distant positions. It can help those still employed to lower their commuting costs and juggle competing work and family obligations. It can help older Americans who cannot afford to retire to continue working even when they no longer have the stamina for daily commuting. And it can help disabled Americans with limited mobility join or re-enter the workforce.

Teleworking Solves—They Cite: “Florida”

Telecommunication solves mega-regions—Florida is wrong
Brown 11—N. Cristian Brown is the founder of bicampus.com a progressive democratic community for discussion and activism (“Morning Feature: The Great Reset Part III—Preductions and Policy,” Published online on August 27, 2011 for BPI Campus, Available Online at http://bpicampus.com/2011/08/27/morning-feature-the-great-reset-part-iii-predictions-and-policy-non-cynical-saturday/

But many Americans and our elected leaders still reject such infrastructure, either on ideological grounds or because they believe it would be too expensive, and Dr. Florida offers few suggestions for convincing them. He suggests a tax on road use – “Why should roads be free when we have to pay to fly or take the bus or train?” – and argues that a shift to a mega-regional socio-economic system should include a shift in focus to mega-regional (rather than federal) government. But, like the question of who will buy $8 coffee drinks, he does not engage the most difficult questions.

Better telecommuting and social networking infrastructure could also help shrink mega-regions, and connect mega-regions to each other. While these tools don’t yet fully enable the casual, even ‘coincidental’ idea-sharing described in the story above, they might come to do so within a few years. Yet as a “futurist,” Dr. Florida is surprisingly silent on this possibility.

Affirmative
No Solvency—Management Resistance

Counterplan fails—doesn’t solve management resistance and corporate culture 

Horn and Storen 1—Carl E. Van Horn, Ph.D., Professor and Director, John J. Heldrich Center for Workforce Development, Rutgers, the State University of New Jersey. Duke Storen, Senior Project Manger, John J. Heldrich Center for Workforce Development, Rutgers, the State University of New Jersey (“Telework: Coming of Age? Evaluating the Potential Benefits of Telework,” Published by the National Asscosiation of State Workforce Agencies on January 12, 2001, Available Online at http://www.naswa.org/assets/utilities/serve.cfm?path=/sections/pdf/2001/p1_1.pdf)

Although conditions exist for dramatic increases in telework, significant barriers remain. Many employers embrace an industrial management style not conducive to managing teleworkers. Second, the potential financial advantages of telework are not universally understood or realized by employers and the evidence is not sufficiently persuasive. Many employers still regard telework as cost-prohibitive or lack the management expertise to implement telework programs. Finally, several public policy issues that influence telework are unresolved. Examples of important public policy issues include the interpretation and application of OSHA regulations for home office work, the success of tax incentives encouraging telework, and use of telework as an urban and rural economic development strategy. 

The mindset of managers is widely regarded as a significant barrier to the growth of telework in the American economy. Firms that prefer to manage by seeing and checking on employees resist the idea of teleworking because of a “fear of loss of control.” Human resource managers reported in a survey that the main obstacles to teleworking are the lack of supervision of employees, the absence of upper management support, and concerns about communicating with employees. For telework to grow more rapidly, managers will be required to emphasize results, rather than attendance. Interestingly, software exists to monitor workers’ output based on the number of keystrokes performed, time online, and tasks completed. Despite fears that managers will lose control over low-wage workers if they are not in sight, the digital management tools are more effective in tracking the performance of this strata of workers than they are for monitoring mid-level and more senior staff whose work products are less quantifiable.

“Corporate culture” or the customs and expectations of businesses present another barrier to the growth of telework. In a study by Joanne H. Pratt & Associates, 35% of employers in the Houston area cited corporate culture as a major barrier. One respondent representing a law firm stated, “We have no inclination towards telework. Law work is not set up for it except possibly accounting.” Another aspect of corporate culture is what is considered “legitimate” in the business world. For many home-office entrepreneurs who have teleworked, moving into an office suite lends legitimacy to their venture and a more professional corporate image. One executive suite tenant also points out, “When you’re on your own, you get in your own little world and lose sight of what’s going on. Here you can share war stories.”

Management resistance is the primary obstacle to teleworking

Lister and Harnish 11— Kate Lister is the principal researcher at the Telework Research Network where she studies alternative workplace strategies.  She has coauthored three books on the subject with Tom Harnish, who is Senior Scientist at the Telework Research Network. (“The State of Telework in the U.S.: How Individuals, Business, and Government Benefit,” Published in July 2011 by the Telework Research Network, Available Online at http://www.workshifting.com/downloads/downloads/Telework-Trends-US.pdf)

When asked to indicate the primary obstacles to telework (among those who did not offer it), management resistance was overwhelmingly cited as the most common holdback. Job incompatibility was second (see Chart 13). This data is consistent with a wide body of research that shows that while interest in WAH (of any frequency) is very high among employees and more than half of jobs are conducive to it, management resistance remains the biggest obstacle to WAH.

