Military Ocean Terminals Neg – Part 2

***Advantage Answers***
***Arctic***
--Squo Diplomacy Solves

Risk of arctic conflict is overblown
The Economist June 16, 2012 “Too much to fight over” http://www.economist.com/node/21556797

Yet the risks of Arctic conflict have been exaggerated. Most of the Arctic is clearly assigned to individual countries. According to a Danish estimate, 95% of Arctic mineral resources are within agreed national boundaries. The biggest of the half-dozen remaining territorial disputes is between the United States and Canada, over whether the north-west passage is in international or Canadian waters, hardly a casus belli. Far from violent, the development of the Arctic is likely to be uncommonly harmonious, for three related reasons. One is the profit motive. The five Arctic littoral countries, Russia, the United States, Canada, Denmark and Norway, would sooner develop the resources they have than argue over those they do not have. A sign of this was an agreement between Russia and Norway last year to fix their maritime border in the Barents Sea, ending a decades-long dispute. The border area is probably rich in oil; both countries are now racing to get exploration started. Another spur to Arctic co-operation is the high cost of operating in the region. This is behind the Arctic Council's first binding agreement, signed last year, to co-ordinate search-and-rescue efforts. Rival oil companies are also working together, on scientific research and mapping as well as on formal joint ventures. The third reason for peace is equally important: a strong reluctance among Arctic countries to give outsiders any excuse to intervene in the region's affairs. An illustration is the stated willingness of all concerned to settle their biggest potential dispute, over their maritime frontiers, according to the international Law of the Sea (LOS). Even the United States accepts this, despite its dislike for treaties—though it has still not ratified the United Nations Convention on the Law of the Sea, an anomaly many of its leaders are keen to end. 
Competition over the arctic is taking an extremely slow pace. There will be a diplomatic solution.

Bronwen Maddox May 14, 2009 "Kremlin keeps up James Bond theme with talk of Arctic war" <http://www.timesonline.co.uk/tol/comment/columnists/bronwen_maddox/article6283108.ece>
This has the air of a stunt, and in Arctic stunts Russia has no equal. No other country would have conceived of the showy James Bond literalness of using a submarine to put a flag on the Arctic seabed (to no legal consequence). Nonetheless, that added a frisson to the rising agitation about who will eventually get what. Countries are jostling for rights to previously inaccessible oil and gas, now within reach because of the summer melting of Arctic ice and new deep-water drilling kit.   But to talk of war is to ignore the vast legal effort under way to settle just those questions. Yesterday’s deadline is part of it. Reading the Kremlin’s fierce and gloomy strategic review, which foresees threats and competition for Russia on all sides, other countries are presumably intended to tremble and surrender their claims.    Of course, no one can be confident that Russia will not try some pre-emptive claim with more substance than planting a flag. But the proper response from other countries at this point is not to build a new navy of submarines but to hire a new army of lawyers.   The most fortunate aspect of the “race for the High North”, as a recent Nato gathering in Reykjavik dubbed it, is that it is slow. Yes, everyone can see the trends caused by global warming. The Greenland Inuit plan summer sea tours through the fabled North West Passage connecting Europe and Asia (if it does indeed open up as ice melts). Canada has moved deftly to set up naval bases.     But it is not a wild frontier without laws, to be settled entirely by speed or force. True, seabed boundaries are not yet fixed. Some have called the United Nations exercise to map each country’s claim the last great conquest. There are, judging by yesterday’s submissions to the UN Commission on the Limits of the Continental Shelf, many overlapping claims. But it is not (yet) an unruly process, nor one where countries have given up hope of diplomatic solution.
No arctic wars.

James Collins et. al June 24, 2009 "The Arctic Challenge" (conclusions of a joint panel of experts from Dartmouth College and the Carnigee endowment) <http://www.carnegieendowment.org/events/?fa=eventDetail&id=1359&prog=zgp&proj=zdrl>

-Conflict over resources and boundaries is unlikely because most affected areas are subject to Law of the Sea norms.

 -The International Maritime Organization is an important mechanism to increase cooperation between nations on shipping in the Arctic.

  -The decreased pace of development in the Arctic brought on by the economic crisis should be used by governments to resolve existing disputes and governance issues. 

-Political and Security Issues 

-Militarized conflict over the Arctic is unlikely, and regional disputes are unlikely to cause an overall deterioration in relations between or among polar nations.

  -Security issues should not be sensationalized in order to attract attention towards the Arctic.
---China Defense

China is not an Arctic threat.

Zellen 2011 (Barry S. “Cold Front on a Warming Arctic” United States Naval Institute. Proceedings 137. 5 (May 2011): 45-49, ProQuest)//ALo

China has increased its Arctic activities, while at the same time expanding its naval aspirations and capabilities from brown to blue water. But its primary far northern ambition is most likely to establish a secure, dramatically shortened, direct trade route to Europe, and to benefit from the increasing trade in Arctic natural resources that were formerly inaccessible. These economic interests favor a less-aggressive position than that of Japan during World War ?. At that time Japan viewed the region's resources less collaboratively, considering the high North primarily for strategic defense of its home islands and as a tactical diversion for the U.S. fleet during the Battle of Midway. China's assertion of greater naval dominance of the South China Sea has precipitated a vigorous reaction from its neighbors in partnership with the U.S. Navy, suggesting that it's unlikely that China will be able to dominate the high North Pacific as Japan once did. China will compete aggressively for resources, but it will likely do so as a member of the world economy. The country may seek to explore the Arctic, and in so doing demonstrate that it has become a great power with global capabilities, but it is not likely to threaten the region. 
***Disaster***
Diplomacy Scenario

---Alt Causes to Soft Power 

Alt causes to restoring U.S. soft power that the plan can’t solve:
a) Economic crisis

Susan Ariel Aaronson, Associate Research Professor at George Washington University and author of six books on globalization, 10/29/08, “Financial Crisis Hurts U.S. Soft Power”, http://www.policyinnovations.org/ideas/commentary/data/000090
Many of my students come from foreign countries and have strong opinions about America's role in the world. As the discussion continued, I realized that the financial crisis would have an additional unforeseen effect. The United States could lose much of its ability to influence the behavior of other nations without using coercion or force—so-called soft power. Much of that soft power is rooted in U.S. economic prowess.  First, America's global standing is, to a great extent, reflective of how it projects its power, relates to other countries, and keeps its commitments to them. If the global financial meltdown makes life worse for the world's poor, many people may link the U.S. model of democratic capitalism with global misery. They may be less receptive to economic and political strategies presented by U.S. diplomats and NGOs. Meanwhile, the financial crisis will make American taxpayers less able to provide generous levels of foreign aid to help the world's poor.  Second, although many countries will be desperate for investment, U.S. investors could come under considerable pressure to create jobs at home. U.S. tax policy is likely to favor domestic job creation and investment in the U.S. market. Meanwhile, U.S. investors may be less welcome abroad than, for example, Chinese or Indian investors—Americans and Europeans are more likely to demand transparency, accountability, and human rights.  Finally, the United States, like the European Union, has long used the incentive of its large market to prod other nations to change their behavior. With a shrunken economy, America will be less able to use trade policy to advance good governance. For example, the U.S. preference program that benefits some 140 developing countries requires participants to protect labor rights and improve the rule of law. In recent years, the United States used free-trade agreements with Oman, Jordan, and Bahrain to promote democracy and good governance in the Middle East; and used a trade ban with South Africa to encourage the end of apartheid. 

b) GITMO 
Rachman 09 [Gideon Rachman,  Foreign Times chief Foreign Affairs commentator, June 1, 2009, “Obama and the limits of Soft Power”, Financial Times,  http://www.ft.com/cms/s/0/e608b556-4ee0-11de-8c10-00144feabdc0.html]

Mr Obama is also running up against the limits of soft power elsewhere. Closing the prison camp at Guantánamo was meant to be the ultimate tribute to soft power over hard power. The Obama team argued consistently that the damage that Guantánamo did to America’s image in the world outweighed any security gains from holding al-Qaeda prisoners there. Yet, faced with the backlash against releasing the remaining 240 prisoners or imprisoning them in the US, the Obama administration has back-tracked. It is not clear whether Guantánamo will be closed on schedule or what will happen to the riskier-sounding prisoners, who may still be held indefinitely. The much-criticised military trials are likely to be revived.

c) Development of Chinese soft power

Nye 07 [Joseph S. Nye Jr., January/February 2007, “Squandering the U.S. Soft Power Edge”, www.nafsa.org/_/File/_/frontlines_jan_feb.pdf] 
While the United States has been forgetting the lessons of the past, other countries have been quick to learn. American universities now face increased competition from overseas universities, particularly in English speaking countries like Britain and Australia where enrollments have been increasing. Perhaps most interesting is China’s growing interest in developing its soft power. As a rising power, it has a strong incentive to soften its image and reassure other countries so they do not create a traditional coalition to balance Chinese power. The enrollment of foreign students in China has tripled from 36,000 to 110,000 over the past decade, and the number of foreign tourists has also increased dramatically to 17 million last year. China is creating 100 Confucius (not Mao!) Institutes around the world to teach its language and culture, and while the Voice of America was cutting its Chinese broadcasts from 19 to 14 hours a day, China Radio International was increasing its broadcasts in English to 24 hours a day. In terms of political values, the era of Maoism (and Mao jackets) is long past. Although China remains authoritarian, the success of its political economy in tripling gross domestic product over the past three decades has made it attractive to many developing countries. In parts of Asia, Africa, and Latin America, the so-called “Beijing consensus” on authoritarian government plus a market economy has become more popular than the previously dominant “Washington consensus” of liberal market economics with democratic government. China has reinforced this attraction by economic aid and access to its growing market. It is not surprising that Chinese leaders have begun to speak openly about their soft power. As the vice president of China’s Foreign Affairs University put it, “in traditional Chinese philosophy we have something similar to this, and it is called moral attraction.” China’s economic and military power is far from matching that of the United States, and China’s soft power also has a long way to go. China does not have cultural industries like Hollywood, and its universities are not yet the equal of U.S. higher education institutions. It lacks the many nongovernmental organizations that generate much of America’s soft power. Politically, China suffers from corruption, inequality, and a lack of democracy, human rights, and the rule of law. While that may make the “Beijing consensus” attractive in authoritarian and semi-authoritarian developing countries, it undercuts China’s soft power in the West. But that is scant source for satisfaction in the United States. A recent BBC poll found that twice as many nations believed China has a mostly positive influence on the world as believed the U.S. does. Similarly, a June 2006 Pew Charitable Trust poll found a continued decline in U.S. soft power in most of the 15 countries it surveyed. As for the government, our potential soft power resources—public diplomacy, educational exchanges, broadcasting, development assistance, military exchanges, disaster relief—are scattered among a variety of agencies and departments without an overall budget or strategy. In the Cold War, we combined our hard and soft power to become a smart power. We seem to have forgotten that lesson. It is time for us to take the decline of our soft power more seriously and become a smart power again.

---No Impact to Soft Power

No impact to soft power – believers exaggerate benefits  

Gray 11 [Colin S. Gray, Professor of International Politics and Strategic Studies at the University of Reading, England, 2011, “Hard Power and Soft Power: The Utility of Military Force as an Instrument of Policy in the 21st Century”, Published by Strategic Studies Institute]
Soft power is potentially a dangerous idea not because it is unsound, which it is not, but rather for the faulty inference that careless or unwary observers draw from it. Such inferences are a challenge to theorists because they are unable to control the ways in which their ideas will be interpreted and applied in practice by those unwary observers. Concepts can be tricky. They seem to make sense of what otherwise is intellectually undergoverned space, and thus potentially come to control pliable minds. Given that men behave as their minds suggest and command, it is easy to understand why Clausewitz identified the enemy’s will as the target for influence.37 Beliefs about soft power in turn have potentially negative implications for attitudes toward the hard power of military force and economic muscle. Thus, soft power does not lend itself to careful regulation, adjustment, and calibration. What does this mean? To begin with a vital contrast: whereas military force and economic pressure (negative or positive) can be applied by choice as to quantity and quality, soft power cannot. (Of course, the enemy/rival too has a vote on the outcome, regardless of the texture of the power applied.) But hard power allows us to decide how we will play in shaping and modulating the relevant narrative, even though the course of history must be an interactive one once the engagement is joined. In principle, we can turn the tap on or off at our discretion. The reality is apt to be somewhat different because, as noted above, the enemy, contingency, and friction will intervene. But still a noteworthy measure of initiative derives from the threat and use of military force and economic power. But soft power is very different indeed as an instrument of policy. In fact, I am tempted to challenge the proposition that soft power can even be regarded as one (or more) among the grand strategic instruments of policy. The seeming validity and attractiveness of soft power lead to easy exaggeration of its potency. Soft power is admitted by all to defy metric analysis, but this is not a fatal weakness. Indeed, the instruments of hard power that do lend themselves readily to metric assessment can also be unjustifiably seductive. But the metrics of tactical calculation need not be strategically revealing. It is important to win battles, but victory in war is a considerably different matter than the simple accumulation of tactical successes. Thus, the burden of proof remains on soft power: (1) What is this concept of soft power? (2) Where does it come from and who or what controls it? and (3) Prudently assessed and anticipated, what is the quantity and quality of its potential influence? Let us now consider answers to these questions. 7. Soft power lends itself too easily to mischaracterization as the (generally unavailable) alternative to military and economic power. The first of the three questions posed above all but invites a misleading answer. Nye plausibly offers the co-option of people rather than their coercion as the defining principle of soft power.38 The source of possible misunderstanding is the fact that merely by conjuring an alternative species of power, an obvious but unjustified sense of equivalence between the binary elements is produced. Moreover, such an elementary shortlist implies a fitness for comparison, an impression that the two options are like-for-like in their consequences, though not in their methods. By conceptually corralling a country’s potentially attractive co-optive assets under the umbrella of soft power, one is near certain to devalue the significance of an enabling context. Power of all kinds depends upon context for its value, but especially so for the soft variety. For power to be influential, those who are to be influenced have a decisive vote. But the effects of contemporary warfare do not allow recipients the luxury of a vote. They are coerced. On the other hand, the willingness to be coopted by American soft power varies hugely among recipients. In fact, there are many contexts wherein the total of American soft power would add up in the negative, not the positive. When soft power capabilities are strong in their values and cultural trappings, there is always the danger that they will incite resentment, hostility, and a potent “blowback.” In those cases, American soft power would indeed be strong, but in a counterproductive direction. These conclusions imply no criticism of American soft power per se. The problem would lie in the belief that soft power is a reliable instrument of policy that could complement or in some instances replace military force. 8. Soft power is perilously reliant on the calculations and feelings of frequently undermotivated foreigners. The second question above asked about the provenance and ownership of soft power. Nye correctly notes that “soft power does not belong to the government in the same degree that hard power does.” He proceeds sensibly to contrast the armed forces along with plainly national economic assets with the “soft power resources [that] are separate from American government and only partly responsive to its purposes.” 39 Nye cites as a prominent example of this disjunction in responsiveness the fact that “[i]n the Vietnam era . . . American government policy and popular culture worked at cross-purposes.”40 Although soft power can be employed purposefully as an instrument of national policy, such power is notably unpredictable in its potential influence, producing net benefit or harm. Bluntly stated, America is what it is, and there are many in the world who do not like what it is. The U.S. Government will have the ability to project American values in the hope, if not quite confident expectation, that “the American way” will be found attractive in alien parts of the world. Our hopes would seem to be achievement of the following: (1) love and respect of American ideals and artifacts (civilization); (2) love and respect of America; and (3) willingness to cooperate with American policy today and tomorrow. Admittedly, this agenda is reductionist, but the cause and desired effects are accurate enough. Culture is as culture does and speaks and produces. The soft power of values culturally expressed that others might find attractive is always at risk to negation by the evidence of national deeds that appear to contradict our cultural persona.
Enviro Refugees Scenario

---Aff Not True 

No evidence to support aff claims

Raleigh, et al, 2007 [ Clionadh Raleigh, University of Essex Centre for the Study of Civil War- International Peace Research Institute, Lisa Jordan, Florida State University, Idean Salehyan, University of North Texas, 2007, (Assessing the Impact of Climate Change on Migration and Conflict commissioned by the World Bank Group for the "Social Dimensions of Climate Change"]

Much of the available literature exaggerates the impact of environmental factors in causing or exacerbating conflict (see Levy, 1995 and Gleditsch, 1998 and Barnett, 2000 for critiques). The most prominent studies of environmental conflict suffer from over prediction, a lack of evidence, and a reliance on conjecture (Gleditsch, 1998). Although migrants are frequently cited as catalysts, instigators or victims of conflict, case study literature is inconclusive regarding the propensity of migrants to exacerbate tensions and conflict. It is clear that, in general, migration does not lead to conflict, but a comprehensive study of distress migration and conflict has not been done. 

---No Conflict 
The types of Climate Migration that occur won’t cause conflict
Barnett, et al, 09 [Jon Barnett, Australian Research Council Fellow and reader in the Department of Resource Management and Geography at the University of Melbourne University and Michael Webber, Department of Resource Management and Geography, The University of Melbourne, March 2009, (For the Accommodating Migration to Promote Adaptation to Climate Change, The Commission on Climate Change and Development, http://www.ccdcommission.org/Filer/documents/Accommodating%20Migration.pdf]
The impacts of climate change will differ from place to place, as will the number of people exposed to them. The nature of subsequent movements exacerbated by climate change will therefore also vary. People may choose to seek work. They may move temporarily in response to increasingly frequent and intense rapid onset extreme events. They may move permanently in response to slow-onset changes. In each of these kinds of movement, people may move within a country, or to another country. It seems most likely that climate-induced migration in the near future will be almost exclusively a developing country problem, most particularly for those countries already struggling to accommodate large numbers of internal and international migrants. These movements are unlikely to increase the risk of violent conflict. 

No Scenario for Climate Migrants to cause conflict – Raleigh disproves all 4 possible scenarios

Raleigh, et al, 2007, [Clionadh Raleigh, University of Essex Centre for the Study of Civil War- International Peace Research Institute, Lisa Jordan, Florida State University, Idean Salehyan, University of North Texas, 2007, (Assessing the Impact of Climate Change on Migration and Conflict commissioned by the World Bank Group for the "Social Dimensions of Climate Change" workshop]
Migration is generally considered to be the intermediate stage which links environmental degradation and disasters to conflict (Homer Dixon, 1991 and 1994). As mass relocations are presumed to occur in response to degradation, conflict may erupt in receiving areas in response to competition, as environmental migrants may burden the economic and resource base of the receiving area and promoting contests over resources; ethnic tension, which may occur if migrants are from a different ethnic group; distrust between sending and receiving areas if the origin site perceives maltreatment of migrants; ‘fault lines’ which are pre-existing tensions following socioeconomic issues; or finally, ‘auxiliary conditions’ as developing economies are reliant on the environment for survival and if resources are scarce, environmental migrants may possibly join antagonizing groups or intensity the violence through any of the above conditions (Reuveny, 2000: 657-659). 

[^ author’s italics]

The issue with such proposed causal claims is that there are few, if any, references to actual migration processes. The suppositions and conjectures mask poorly designed models of causation without reference to the mechanisms, opportunities, underlying motivations, past histories, role in international assistance and government policies on migrants. The tensions assumed to arise in receiving areas have occurred in a minority of cases 13. As we have argued in this paper, the available evidence suggests that, in most cases, migrants move locally and rely on social networks or are directed towards relief centers during a crisis. Forced migration of this kind is often temporary, lessening the burden on hosting areas. In crises that do not involve a civil war on either sending or hosting areas, relief responsibilities for large disasters are shared by international and national agencies. Distress migration will be very unlikely to lead to conflict under any of the specifications indicated for two main reasons: 1) distressed populations are extremely marginalized and weak compared to non-migrants in host areas (Pelling and Dill, 2006; McGregor, 2002; Eriksen et al., 2005); and 2) distress migrants attempt to merge with ethnic groups within host areas, either through relying on social capital or relief efforts to merge populations (Black and Sessay, 1998 Guilmoto, 1998 and Guiffrida, 2007). Anthropologists have found that new migrants across borders, or into refugee camps, tend to “employ a myriad of strategies which include the redefinition of kinship and social obligations” (Guiffrida, 2007 and Harrel-Bond and Voutira, 1992). Attempts to bridge ethnic gaps are clearly a priority to migrants, who most likely will not engage in conflict far from a solid support base. Further, the destitute arriving due to distress migration are attended to with relief aid, and likely to be temporary residents in a potentially hostile area. 
Their evidence is descriptive of pre-industrial times—climate change won’t cause wars

NIPCC 10. Nongovernmental International Panel on Climate Change. War and Peace…and Climate Change. 18 June 2010. http://www.nipccreport.org/articles/2010/jun/18jun2010a1.html.

In a study recently published in Climatic Change, Richard Tol and Sebastian Wagner (2010) write that in "gloomier scenarios of climate change, violent conflict plays a key part," noting that in such visions of the future "war would break out over declining water resources, and millions of refugees would cause mayhem." In this regard, the two researchers state that "the Nobel Peace Prize of 2007 was partly awarded to the IPCC and Al Gore for their contribution to slowing climate change and thus preventing war." However, they say that "scenarios of climate-change-induced violence can be painted with abandon," citing the example of Schwartz and Randall (2003), because, as they continue, "there is "little research to either support or refute such claims." Consequently, and partly to fill this gaping research void, Tol and Wagner proceeded to go where but few had gone before, following in the footsteps of Zhang et al. (2005, 2006), who broke new ground in this area when they (1) constructed a dataset of climate and violent conflict in China for the last millennium, and (2) found that the Chinese were "more inclined to fight each other when it was cold," which propensity for violence they attributed to the reduced agricultural productivity that typically prevailed during cooler times. Hence, the two researchers essentially proceeded to do for Europe what Zhang et al. had done for China. The results of Tol and Wagner's analyses provide additional evidence that, as they describe it, "periods with lower temperatures in the pre-industrial era are accompanied by violent conflicts." However, they determined that "this effect is much weaker in the modern world than it was in pre-industrial times," which implies, in their words, "that future global warming is not likely to lead to (civil) war between (within) European countries." Therefore, they conclude that "should anyone ever seriously have believed that, this paper does put that idea to rest."
Even if climate migrants cause conflict – checks prevent escalation of conflicts
Barnett, et al, 09 [Jon Barnett, Australian Research Council Fellow and reader in the Department of Resource Management and Geography at the University of Melbourne University and Michael Webber, Department of Resource Management and Geography, The University of Melbourne, March 2009, (For the Accommodating Migration to Promote Adaptation to Climate Change, The Commission on Climate Change and Development, http://www.ccdcommission.org/Filer/documents/Accommodating%20Migration.pdf]
There is insufficient evidence to suggest that the migration that may be exacerbated by climate change will increase the risk of violent conflict. If such risks were to increase, they can be managed through national and international responses that seek to promote mutual understanding among host and migrant populations, to clarify property rights where these are ambiguous and/or highly contested, and to integrate migrants into local economies in ways that benefit locals as well. 
Increased temperature decreases conflict—China proves

NIPCC 10. [Nongovernmental International Panel on Climate Change. Two Millennia of Environmental-Disaster-Induced Wars in China. 16 November 2010. http://nipccreport.org/articles/2010/nov/16nov2010a5.html]

Zhang et al. (2010) write that "climatic fluctuation may be a significant factor interacting with social structures in affecting the rise and fall of cultures and dynasties," citing Cowie (1998) and Hsu (1998). When the climate worsens beyond what the available technology and economic system can accommodate, for example, they say that "people are forced to move or starve." And they indicate, in this regard, that "climate cooling has had a huge impact on the production of crops and herds in pre-industrial Europe and China (Hinsch, 1998; Atwell, 2002; Zhang et al., 2007a), even triggering mass southward migration of northern nomadic societies (Fang and Liu, 1992; Wang, 1996; Hsu, 1998)," while noting that "this ecological and agricultural stress is likely to result in wars and social unrest, often followed by dynastic transitions (Zhang et al., 2005)." In fact, they say that "recent studies have demonstrated that wars and social unrests in the past often were associated with cold climate phases (Zhang et al., 2005, 2007a,b)," and that "climate cooling may have increased locust plagues through temperature-driven droughts or floods in ancient China (Stige et al., 2007; Zhang et al., 2009)." In a study designed to further explore the subject, Zhang et al. employed "historical data on war frequency, drought frequency and flood frequency," all of which were compiled by Chen (1939), as well as "a multi-proxy temperature reconstruction for the whole of China reported by Yang et al. (2002), air temperature data for the Northern Hemisphere (Mann and Jones, 2003), proxy temperature data for Beijing (Tan et al., 2003), and a historical locust dataset reported by Stige et al. (2007)," plus "historical data of rice price variations reported by Peng (2007)." In analyzing the linkages they found to exist among these different factors, the international (Chinese, French, German, Norwegian) team of researchers concluded that "food production during the last two millennia has been more unstable during cooler periods, resulting in more social conflicts," while specifically noting that "cooling shows direct positive association with the frequency of external aggression war to the Chinese dynasties mostly from the northern pastoral nomadic societies, and indirect positive association with the frequency of internal war within the Chinese dynasties through drought and locust plagues," which have typically been more pronounced during cooler as opposed to warmer times. Given such findings, Zhang et al. conclude "it is very probable that cool temperature may be the driving force in causing high frequencies of meteorological, agricultural disasters and then man-made disasters (wars) in ancient China," noting that "cool temperature could not only reduce agricultural and livestock production directly, but also reduce agricultural production by producing more droughts, floods and locust plagues," while stating that the subsequent "collapses of agricultural and livestock production would cause wars within or among different societies." Consequently, although noting that "it is generally believed that global warming is a threat to human societies in many ways (IPCC, 2007)," Zhang et al. come to a somewhat different conclusion, stating that some countries or regions might actually "benefit from increasing temperatures," citing the work of Nemaniet al. (2003), Stige et al. (2007) and Zhang et al. (2009), while restating the fact that "during the last two millennia, food production in ancient China was more stable during warm periods owing to fewer agricultural disasters, resulting in fewer social conflicts."

---Migration=Stability 
Migration key to stability

Barnett, et al, 09 [Jon Barnett, Australian Research Council Fellow and reader in the Department of Resource Management and Geography at the University of Melbourne University and Michael Webber, Department of Resource Management and Geography, The University of Melbourne, March 2009, (For the Accommodating Migration to Promote Adaptation to Climate Change, The Commission on Climate Change and Development, http://www.ccdcommission.org/Filer/documents/Accommodating%20Migration.pdf]
While there are negative effects on households, communities and countries of origin arising from migration, due largely to the loss of labour (Kothari 2003), in most cases, and in aggregate, migration seems to contribute positively to the capacity of those left behind to adapt to climate change. It also most often leads to net gains in wealth in receiving areas. These findings are heavily context dependent, but broadly taken they suggest that migration can enhance capacity to adapt to climate change. Many of the benefits of migration for the adaptive capacity of communities of origin arise through remittances. Globally, the volume of remittances may be double the volume of Official Development Assistance (ODA) (Sorensen at al. 2003a). They are also, in many ways, far more reliable capital flows than ODA or Foreign Direct Investment (De Haas 2005, Lucas 2005). The economies of small island states such as Tonga and Samoa probably receive more money in the form of remittances than any other revenue stream (Brown 1997, Connell and Conway 2000)). Remittances have many positive effects, including that they: smooth consumption of basic needs such as food across seasons; sustain access to basic needs in times of livelihood shocks such as drought; finance the acquisition of human, social, physical and natural capital; and increase demand and so stimulate local production (De Haan 2000, Ellis 2003). Families with labour migrants who remit incomes fare better during livelihood crises than those that do not (Ezra 2001). The magnitude and duration of remittances varies from case to case. Families which have members living in developed countries tend to receive more remittances than do those which have members working within the same country (De Haas 2007). There is some debate about how long remittance transfers last, and there is insufficient evidence as yet to make conclusions about the sustainability of remittances as an income stream (Guarnizo 2003, Vertovec 2004). In the case of remittances from Samoans and Tongans who have settled in Australia, permanent residence has not significantly diminished the volume of remittances (Brown 1997). The resources that flow from migrants to areas of origin are not merely transfers of money between individuals and households. Networks of migrants have been known to pool resources and invest in public good facilities such as schools and health clinics (Gammeltoft 2003, Sorensen et al. 2003a). There is potential for governments in both countries of origin and destination to help build networks among diaspora and facilitate such endeavours, for example through matching funding, and assistance with visas, shipping, and financial transfers (see box 3) Remittances sent from Mexican migrants accounted for 8.9% of Mexico’s GDP in 1999, with 1.3 million households receiving remittances (Goldring 2004). A substantial amount of these remittances are sent from the United States. In the last two decades, remittances have evolved from being transactions between individuals and households, to include transfers from Hometown Associations (HTAs) formed from migrants from the same town, sent to support the entire community of origin (Bada 2003, Goldring 2004). In Chicago alone, there are over 1000 HTAs, and one club alone (the Federation of Michoacano Clubs of Illinois) has sent more than US$1million to support public infrastructure, and the promotion of education (Bada 2003). During the early 2000s the Mexican government began to implement policies regarding remittances (Goldring 2004). Aligned with the Government’s intentions of development through market forces and public-private partnerships, collective remittances were matched by government funds through the initial Two for One program (so called because various arms of government combine to collectively provide two dollars for every dollar raised), followed by the Three for One program (Bada 2003, Goldring 2004). The joint funding programs stipulate that projects must meet local demands, and provide basic infrastructure, services or generate employment (Goldring 2004). Between 1993 and 2000, in one region alone (Zacatecas), 429 projects collectively worth over US$16.8m were jointly funded. The program has proved successful, a celebrated example being the Campesinos El Remolino club from Juchipila municipality, which used the Three for One program to fund the El Ranchito dam, which their relatives used to irrigate their land and water their cattle. However, not all projects are successes, there are examples of poor planning, corruption and money running out before projects are completed.  When migrants have security in their new destination, and are confident of their ability to return if they leave for a period of time, they tend to return to their communities of origin on a regular basis. These periods of return can enhance the adaptive capacity of communities of origin, by: bringing understanding of the world and of climate change risks and response; consolidating social networks; transmitting money and goods; and transferring new skills (such as banking). Returning migrants may also act as agents for positive changes, for example against corrupt practices, or advocating for peace in conflict situations (Sorensen et al. 2003b). 

***Hormuz***
---Wont Close Hormuz
Iran won’t close the strait – their evidence is all hype.

AP 7/23/12 (“Iran says no plans to close strategic Strait of Hormuz” July 23, 2012, http://www.ndtv.com/article/world/iran-says-no-plans-to-close-strategic-strait-of-hormuz-246695)//ALo

Tehran: A top Iranian naval commander said on Monday that Tehran's forces have full control over the Gulf's strategic Strait of Hormuz, but have no plans to try to close the route for one-fifth of the world's oil. The comments by Admiral Ali Reza Tangsiri, acting commander of the Revolutionary Guard naval forces, appear designed to reinforce Iran's claims of military dominance over the Strait as US naval forces boost their presence in the Gulf. "Enemies regularly say Iran is after closing the Strait of Hormuz. But we say that wisdom does not recommend closing the strait while Iran is using the Strait of Hormuz," Mr Tangsiri was quoted as saying by the official IRNA news agency.  He did not elaborate, but the remarks appear to point to Iran's efforts to build pipelines to Asian markets and develop other Iranian ports with direct access to the Indian Ocean. Mr Tangsiri's message also is seen as an effort to reassure world oil markets that Iran -- which was OPEC's second-largest producer before recent sanctions -- will not disrupt supplies. Oil prices have been swayed by worries that Iran could choke off tanker traffic in retaliation for tighter sanctions over its nuclear programme. Iran has issued threats to close the strait for several months, but has made no attempts to block tanker traffic. Iran's warnings have increased this month after a boycott of Iranian oil by the 27-nation European Union, which has sharply cut into Iran's oil sales. Last week, a group of Iranian lawmakers backed proposals that would push government to close the waterway. Yet, Iran's Parliament has not taken any action on the case and it's unclear whether lawmakers could force such a military move on the strait, which is jointly controlled by Iran and Oman. The West suspects Iran is pursuing a nuclear weapon. Iran says it only seeks reactors for peaceful purposes such as power generation and medical treatment. 

Iran won’t close the Strait of Hormuz – economics.

Gresh 2010 – Research fellow and doctoral candidate at The Fletcher School of Law and Diplomacy (Geoffrey F, “Traversing the Persian Gauntlet: U.S. Naval Projection and the Strait of Hormuz” Winter 2010. Vol. 34, Iss. 1; pg. 41, 16 pgs, ProQuest)//ALo

Despite these threats, Iran has never actually attempted to shut down the Strait of Hormuz due in large part to its own reliance on exports. Like its adversaries, Iran would lose much from the closure of the Strait. Iranian oil exports have risen rapidly in recent years-from $28 billion in fiscal year (FY) 2000-2001 to approximately $82 billion during FY 2007-2008-even while other sectors of its economy contracted. In 2009, the hydrocarbon industry produced more than 80 percent of the government's revenue.22 With such reliance on oil and gas revenues, Iran is extremely susceptible to fluctuations in the oil and gas markets, which makes it economically unviable for Iran to close down the Strait of Hormuz. More importantly, according to a recent report by the Proceedings of the National Academy of Sciences (PNAS), Iran is headed for economic ruin at its current level of oil and gas dependency: "The regime has been incapable of maximizing profit, minimizing cost, or constraining explosive demand for subsidized petroleum products. These failures have very substantial economic consequences." 23 The PNAS Report projects that in five years, Iranian oil exports may be less than half their present level, and could drop to zero by 2015.24 From a perspective of economic self-interest, it is unlikely that Iran would follow through on a threat to close down the Strait of Hormuz.25 

---No Impact
No impact to closure – laundry list.

Bloomberg 7/13/12 (Anthony DiPaola “Abu Dhabi Leads Gulf Nations With Oil Pipe To Avoid Iran” Jul 13, 2012, http://www.bloomberg.com/news/2012-07-12/abu-dhabi-leads-gulf-oil-producers-with-pipeline-to-avoid-iran.html)//ALo

Abu Dhabi is exporting oil through the first Middle Eastern pipeline in three decades to circumvent the Strait of Hormuz as producers seek to nullify Iranian threats to block the shipping chokepoint. The $3.3 billion link across the United Arab Emirates to the port of Fujairah, to be inaugurated July 15, ensures that at least some Abu Dhabi crude will reach buyers if Iran shuts the waterway. A closure of the transit point would put at risk a fifth of the world’s oil supplies.  “This is a significant step to maintain the flow of oil if there is ever an issue of security around the Gulf,” said Danny Sebright, president of the U.S.-U.A.E. Business Council in Washington and a former Defense Department and intelligence official who worked on the Gulf region. “The opening of this pipeline will spur others to give careful consideration to similar plans that may have been put on the shelf,” he said in a July 1 telephone interview. The U.S. and European Union are tightening economic sanctions against Iran, demanding that the country allow greater scrutiny of a nuclear program they suspect is aimed at developing atomic arms. The EU embargoed purchases of Iranian crude starting July 1, and Iranian officials have threatened to retaliate for what they call economic warfare by closing Hormuz to shipping. Abu Dhabi holds almost all of the oil in the U.A.E., OPEC’s fifth-biggest producer, and its link to Fujairah will enable as much as 1.5 million barrels a day of crude to bypass the Strait at the mouth of the Persian Gulf.  As tensions mounted earlier this year, Iraq and Kuwait, fellow members of the Organization of Petroleum Exporting Countries, said they too were seeking alternatives to exporting oil through Hormuz. Brent crude surged 14 percent in the first quarter on concern that supply from the Gulf would be interrupted. An average of 14 crude tankers sail each day through the Strait, which is 21 miles (34 kilometers) wide at its narrowest point, according to the U.S. Energy Information Administration. August Brent traded at $101.83 a barrel at 8:48 a.m. in London on the ICE Futures Europe exchange. The Abu Dhabi network will transport crude from Habshan, the collection point for the emirate’s onshore oil fields, across 230 miles of desert and razorback mountains to export terminals on the U.A.E.’s eastern coast, beyond Hormuz, on the Gulf of Oman. The pipeline, together with an existing network in Saudi Arabia and a link from Iraq to Turkey, will be able to transport less than half of the 17 million barrels of crude that the EIA says moves daily through the Strait. Saudi Arabia can pump about 5 million barrels a day, half its current output, through the pipeline it opened in 1982 from the kingdom’s main eastern fields to its western Red Sea coast. Iraq’s link to the Mediterranean port of Ceyhan, Turkey, has a capacity of 1.6 million barrels a day, though it currently exports about a quarter of that amount. “The Iranian situation has highlighted the need for alternatives,” Jarmo Kotilaine, the chief economist at Jeddah- based National Commercial Bank, said by telephone July 8. “There have been talks in the past about links from Saudi Arabia to the Arabian Sea, either via Oman or Yemen.” The Iraqi cabinet in March approved steps to diversify export routes in case of a blockage at Hormuz, including the possible revival of disused pipelines through Syria and Lebanon and a separate line into Saudi Arabia. Kuwaiti Oil Minister Hani Hussein was evaluating plans to truck its oil overland for export from Saudi or U.A.E. ports, Kuwait newspaper Al-Anba reported March 4. Qatar, the world’s largest exporter of liquefied natural gas, relies completely on the waterway for sales of its 77 million tons of annual capacity. Should there be a closure of Hormuz it would hurt Iran as well because the nation also exports crude through the Strait, a geographical and commercial reality that suggests the Islamic republic may not act on its threats. Most Gulf oil ministers say a closure is unlikely. “If you believe Hormuz will be closed, I will sell you the Empire State or the Egyptian pyramids,” Ali al-Naimi said in a March 20 briefing with reporters in Doha, Qatar. 

Regional navies check the impact.

Gresh 2010 – Research fellow and doctoral candidate at The Fletcher School of Law and Diplomacy (Geoffrey F, “Traversing the Persian Gauntlet: U.S. Naval Projection and the Strait of Hormuz” Winter 2010. Vol. 34, Iss. 1; pg. 41, 16 pgs, ProQuest)//ALo

While the United States, with its naval base in Bahrain, remains the strongest entity in the region capable of confronting an Iranian threat in the Gulf, Saudi Arabia possesses a naval power that could soon rival Iran's Navy, provided it continues to receive military and technical assistance from the United States.35 With four naval bases in the Gulf, Saudi Arabia is perfectly situated to confront Iran.36 The Royal Saudi Navy has grown considerably, from 6,000 personnel in the 1980s to approximately 15,500-17,000 in 2009, including 3,000-4,500 Marines.37 It has expanded its numbers by more than 6,000 troops in the past decade.38 Though capable of challenging Iran's navy, the Saudi government must continue to invest in building up its two-sea force capabilities. Red Sea maritime security is as important as Persian Gulf security due to the high volume of oil and gas shipped from Saudi Arabia's western coast through either the Suez Canal or Bab al-Mandeb to the rest of the world. Saudi Arabia's close proximity to such rogue regimes such as Somalia and Yemen also makes maritime security in the Red Sea essential for the rest of the world. The Royal Saudi Navy is currently divided into an eastern and western fleet to protect offshore refineries or oil and gas shipments leaving Saudi ports. These fleets are also trained to defend against any major attack on either coastline. Saudi Arabia's western fleet is composed of some of the following vessels: three La Fayette Type F-3000S frigates, four Al-Madina class frigates, two As-Siddiq-class fast attack craft, one Addriyah-class coastal minesweeper, Halter-class patrol craft, Simmoneau 51-class inshore patrol craft, and two Durrance-class replenishment ships. The eastern fleet is composed of four Badr-class missile corvettes, seven As-Siddiq-class fast attack craft, three Addriyah-class coastal minesweepers, three Al-Jawf-class coastal minesweepers, Halter-class patrol craft, Simmoneau 51-class inshore patrol craft, and four LCU 1610-class landing craft.39 Saudi's western fleet received the last of three French La Fayette frigates in 2004 through the $2.5 billion Franco-Saudi "Sawari II" program signed in 1994.40 This contribution greatly enhanced the Saudi Red Sea anti-air and anti-submarine warfare capacities.41 Nonetheless, the Saudi's eastern fleet is larger and remains more prepared to handle maritime threats than the western fleet.43 The Saudi Marines also play an important role in Saudi maritime protection. The marines are located at Ras al-Mirat and are divided into two battalions. They are equipped with 140 amphibious armored personnel carriers (APCs) capable of protecting Saudi Arabia's coastal and offshore oil infrastructure.44 Presently, the marines are being trained for counterterrorism missions as well as asymmetric warfare.45 Apart from Saudi Arabia, the UAE could act as another counterbalancing naval force to Iran's navy. Currently, the UAE is the fastest-developing military power in the Gulf region, using its oil wealth to buy advanced military technology and hardware. The UAE has enhanced its navy from a small, well-coordinated coastal defense force to one with blue-water capabilities. The navy's marine battalion has also been improved with the purchase of ninety Guardian 8x8 amphibious armored personnel carriers. Additionally, the UAE government has ordered the construction of six 88-meter, 500-ton multi-role corvette ships with clandestine surveillance capability. The construction of these high-speed corvettes is significant because they will be the first such vessels to sail in the Persian Gulf.46 Once in full operation, the UAE's new naval fleet will be able to significantly contribute to the security of the Strait of Hormuz. In addition to defending the Strait of Hormuz against interference from Iran, Gulf navies will need to prove capable of defending against terrorist activity as well. Maritime terrorism47 is a relatively new phenomenon that has increased in recent years across the Middle East and around the globe. The 2000 terrorist attack on the USS Cole by al-Qaeda operatives in Aden, Yemen was one of the first major attacks of its kind in recent history. In 2002, al-Qaeda achieved further notoriety after crashing an explosives-laden boat into a French tanker near Mukallah, about 350 miles east of Aden.48 These attacks employ what have come to be known as "waterborne improvised explosive devices" (WBIEDs). Plots involving such devices range from speedboats packed with explosives colliding with the hulls of ships to inflatable dinghies carrying homemade explosives.49 
No straits impact.

Brown 1999 – Staff writer of The Christian Science Monitor (Justin, “World 'choke points' are moving from sea to air: [ALL Edition]” The Christian Science Monitor [Boston, Mass] 15 Dec 1999: 3:1., ProQuest)//ALo

After Pearl Harbor was bombed Dec. 7, 1941, US Navy ships rushed through the Panama Canal and went on to help win World War II. At the time, the shortcut between the Atlantic and Pacific Oceans was considered so crucial that some 50,000 US troops guarded it. Nearly 60 years later, the US will pack up its military operation, and walk quietly away from that same canal. The decline in the canal's importance has been difficult for many Americans to fathom. As Ronald Reagan said in a sharp attack on the 1977 decision to turn over the five-mile-long waterway, "We bought it, we paid for it, it's ours. Let's keep it." But the reality, analysts say, is that the Panama Canal no longer matters as it once did. And the same can be said for the other strategic choke points throughout the world - from the Strait of Gibraltar, which separates Africa and Europe, to the Strait of Hormuz, which links the Arabian Sea and the Persian Gulf. "We are entering a transitional period," says Harlan Ullman, a naval-strategy specialist at the Brookings Institution in Washington. "At the end of the 20th century, the choke points are moving to cyberspace and economic markets." One reason has to do with today's global power scheme. The US is a lone superpower and has capable fleets in both the Atlantic and the Pacific. In the case of the Panama Canal, Navy officials say cross- ocean ship movement is no longer crucial enough to justify military control of the waterway. Meanwhile, across the Atlantic, Europe is uniting and expanding, and internal rivalries are no longer fought on the seas. Moreover, throughout the world, militaries increasingly project power by air. Oil is transported by pipeline. And information is bounced off satellites well above the earth's waters. Importance of waterways It was not until the first decade of the 1900s that modern naval strategy recognized and emphasized the importance of a handful of narrow waterways - which, if controlled, could result in disproportionate power. Then, Britain ruled the seas, but it was facing increasing competition. Sir John Fisher, the commander in chief of the Royal Navy, began to transform Britain's fleet from stationary to mobile. He coined the phrase "choke point" and asserted that Britain would have to control them - and move through them - if it were to retain its water dominance. But well before Sir John pinpointed his country's strategy, most choke points had histories of war and conquest, and were won and lost with the ebb and flow of global dominance. The Dardanelles, which links the Aegean Sea to Istanbul, was contested dating back to 480 BC. In World War I, the British-French alliance made a run for it, but eventually lost to Turkey. Today, Turkey is a member of NATO and a candidate for the European Union. Dardanelles is no longer considered a flash point between East and West, but a bridge between the Muslim and Christian worlds. The opening in 1869 of one strategic choke point, the Suez Canal, buoyed the importance of another key waterway, the Strait of Gibraltar. Combined, they link the Atlantic and Indian Oceans - and allow ships to bypass Cape Town, the southern tip of Africa. The Suez Canal was built by the French, controlled by the British, and claimed by Egypt in 1956 in an unusual military standoff in which the Soviet Union threatened to intervene and the United Nations eventually was able to defuse. Gibraltar was won by Spain in 1462, but taken by the British in 1830. One example of the Suez Canal's lessening importance in the modern era, analysts say, is that it was closed from the late 1960s until 1975 - without a major disruption to commerce. Meanwhile, in 1985, Spain essentially gave up its claim to Gibraltar by lifting a 16- year border blockade. The key choke point in Asia is the Strait of Malacca, which is the shortest route linking three of the world's most populous countries - India, Indonesia, and China - with Japan. The strait has been controlled by the Arabs, Portuguese, Dutch, and British. While it is still an important passage, Malacca has waters that are too shallow for some ships. Finally, the Strait of Hormuz is a relatively new choke point, which gained economic significance when oil tankers began transporting fuel from the Persian Gulf. Although still critical for the US - especially if it wants to keep oil prices low - its importance has been diminished by Saudi Arabian pipelines. While the overall decline of geographical choke points applies most to strategic military value, analysts point out that the commercial value of the waterways cannot be taken for granted - especially with the expansion of world trade. "There are some aspects of the new interdependent world that make the straits less important," says Doug Johnson, a naval expert who is president of the International Center for Religion and Diplomacy in Washington. "But there are other aspects that make them highly critical, such as facilitating open trade." By giving up control of the Panama Canal, the US may be defying history, which has seen world powers come and go and strong navies spring up in a matter of years. "Ten or 15 years from now we may really wish we had the Panama Canal," says Jon Sumida, a naval historian at the University of Maryland in College Park. "But if we thought that way, we'd never secede territory and we'd have a recipe for expansionism." Some analysts fear giving up control of the canal because, in the event of war, an enemy could block the waterway and prevent US ships from moving back and forth. A blockage could also disrupt commerce, although the disruption would not be drastic. Some politicians worry about the company that will run ports on either side of the canal, Hutchison-Whampoa. They say the company is dangerous because it has ties to the Chinese Army, which may be using the ports to get a foothold in the region. A senior Pentagon official involved in turnover security called those worries "absolutely ridiculous." Other officials have said that there is no need for concern because the US could easily defend the canal from afar. 

---Navy Bad Turn

Turn – Reduced naval presence solves.
Gresh 2010 – Research fellow and doctoral candidate at The Fletcher School of Law and Diplomacy (Geoffrey F, “Traversing the Persian Gauntlet: U.S. Naval Projection and the Strait of Hormuz” Winter 2010. Vol. 34, Iss. 1; pg. 41, 16 pgs, ProQuest)//ALo

Despite the fluctuating prices of oil and natural gas, the security of maritime traffic through the Strait of Hormuz will remain an important issue for international and regional security. The world-not to mention the Persian Gulf littoral countries-relies on the oil and natural gas tankers that travel in and out of the region on a daily basis. Any disruption to maritime traffic would devastate the global economy. However, the United States is able to guarantee the same amount of security and stability in the Gulf with a much smaller force, provided the Arab Gulf states also contribute capable forces. A smaller force structure will mean that fewer USN personnel and assets are at risk in the Persian Gulf. Even with scaled-back operations in Bahrain, the U.S. military could still deter Iran with its significant army, marines, and air force presence in countries like Kuwait, Qatar, Oman, and the UAE. Scrambling a fighter jet from Qatar or the UAE to Iran, for example, only takes several minutes. Moreover, the United States will continue to assist Gulf countries in maintaining land-based missile defense systems and other coastal defenses in case of an Iranian or terrorist attack.55 The reduced USN presence would also offer fewer opportunities for unnecessary escalation of tensions between the United States and Iran on the high seas if Iran were to send another swarm of armed patrol boats to harass the USN, as it did in 2008. Promoting more naval cooperation would help the United States refocus its attention on terrorism, weapons proliferation, drug trafficking, and pirates on the high seas. Drawing down U.S. naval forces in the Gulf would not threaten U.S. strategic interests. Neither Iran nor al-Qaeda is likely to block shipping through the Strait. Such an effort by Iran would be self-defeating, as closing the straits would cripple its own economy. As for al-Qaeda, it lacks the capacity to close down the Strait for a prolonged period of time. Most importantly, decreasing the U.S. naval presence in the region could significantly improve U.S. regional diplomatic efforts by reducing its visible footprint. It would also free up overextended U.S. forces to confront more pressing situations at home and abroad. 

***PACOM***
Neg Stuff 

---Squo Solves China
Panetta’s new strategy solves their China scenario  

Neisloss 6-2 [Liz Neisloss, June 2, 2012, “U.S. defense secretary announces new strategy with Asia”, CNN, http://www.cnn.com/2012/06/02/us/panetta-asia/index.html, DMintz]

As part of a "rebalancing" with Asia, the United States will enhance military-to-military cooperation with China while also boosting the capabilities of its allies in the region, U.S. Defense Secretary Leon Panetta said Saturday. Panetta detailed the new defense strategy to a gathering of Asia's military leaders, saying the majority of U.S. warships would move to Asia. "By 2020 the Navy will reposture its forces from today's roughly 50-50 split from the Pacific and Atlantic to a 60-40 split in those oceans," Panetta said. "We will also invest -- invest in cyber, invest in space, invest in unmanned systems, invest in special forces operations," he said. "We will invest in the newest technologies. And we will invest in new technology to mobilize quickly, if necessary," Panetta said. Along with enhanced military cooperation, Panetta emphasized diplomacy and a "rules-based order" that includes "open and free commerce, and open access by all to their shared domains of sea and air" -- a current point of friction in the South China Sea between China and regional nations. Panetta called for disputes to be resolved without coercion or the use of force. North Korea proclaims itself a nuclear state in new constitution The defense secretary was kicking off his eight-day trip to Asia, geared toward explaining the U.S. strategy. The so-called U.S. 'tilt' to Asia includes beefing up the strength of its regional allies such as the Philippines and Vietnam. "We will play an essential role in promoting strong partnerships that strengthen the capabilities of the Pacific nations to defend and secure themselves," Panetta said. Asked if helping the militaries of regional allies would raise the potential for conflict, Panetta said, "I don't think we should take the attitude that just because we improve their capabilities that we are asking for more trouble." Panetta said the United States should "do everything we can" to help those countries defend themselves, but at the same time, the U.S. would "encourage them ... to abide by an international set of rules and standards and order." Why the Chinese are flocking to U.S. colleges The increased regional involvement by the United States has raised concerns about tensions with China and suggestions it represents a threat to China. "I reject that view entirely," Panetta said, calling the U.S. shift "fully compatible with the development and growth of China. Indeed, increased U.S. involvement in this region will benefit China." Panetta said the United States will work to improve communication with China with an aim to "build trust" between the two nations. Looming over the discussions in Singapore is the conflict between China and various regional nations -- such as the Philippines, Vietnam, Brunei, Malaysia and Taiwan -- over the South China Sea. Chen Guangcheng discusses his next moves The South China Sea, nicknamed "the second Persian Gulf" because of its potential for massive oil and gas reserves, is also a key passageway for the world's oil and is home to enormously valuable fisheries. A crisis in the area has the potential for major economic damage to the United States as well. As one of the busiest sea lanes in the world, disputes in the South China Sea could have a major impact on shipping by forcing costly rerouting. According to estimates by the Center for Strategic and International Studies, $5.3 trillion of trade passes each year through the South China Sea; U.S. trade accounts for $1.2 trillion. Former Japanese leader: 'I felt fear' during nuclear crisis There have been several disputes recently, with concern that such incidents could spark military action. Speaking to the gathering by the International Institute of Strategic Studies (Asia), which included defense ministers and top military officials from 27 countries, Panetta said the U.S. supports the Association of Southeast Asian Nations' (ASEAN's) development of a binding code of conduct for the South China Sea area. On the other side of the U.S.-Asia strategy is an emphasis on building the U.S.-China relationship. "The key here is to try to strengthen mil-to-mil so that we can have greater transparencies ... and to take steps to confront mutual challenges," Panetta said. He said the United States was "clear eyed" about its relationship with China. "We're not naive about the relationship, and neither is China. ... But we also both understand that there really is no other alternative but for both of us to engage." "We have also agreed on the need to address responsible behavior in cyberspace and in outer space," Panetta added. Panetta said he plans to visit China sometime this summer. The U.S. decision to play a larger role in Asia comes against the backdrop of rising military spending in that region while the U.S. trims its own military in the face of massive deficits. Defense spending in Asia has been projected to surpass Europe's this year. "There is no doubt that it will continue to increase in the future," Panetta said. To offset U.S. budget realities, the United States will "sharpen the technological edge of our forces," Panetta said. He said the U.S. military "will be smaller, and it will be leaner, but it will be agile and flexible and quickly deployable and will employ cutting edge technology in the future." Panetta detailed how the United States will spend its money with "investments" in rapid deployment technology and in capabilities that will help the U.S. deal with the realities of long distances in the Pacific such as "new aerial refueling tankers, a new bomber, an advanced maritime patrol and anti-submarine warfare aircraft." Under required budget cuts by Congress, the Department of Defense must reduce the planned budget by nearly half a trillion dollars over the next decade. Despite financial constraints, Panetta said, there is a "detailed blueprint" for meeting regional goals and its fiscal responsibilities. "Make no mistake -- in a steady, deliberate and sustainable way, the United States military is rebalancing and is bringing an enhanced capability ... to this vital region," he said.
---Impact
No war—China ties improving—PACOM official says 

McAvoy 7-25 [Audrey McAvoy, writer for the AP, July 25, 2012, “PACOM chief: Positive signs for China ties”, Marine Corps Time, http://www.marinecorpstimes.com/news/2012/07/ap-military-samuel-locklear-pacific-command-chief-improved-ties-with-china-072512/, DMintz]

The top U.S. commander in the Asia-Pacific region said Wednesday he’s seeing positive signs as he tries to develop relations between the U.S. and Chinese militaries. Adm. Samuel J. Locklear III said China and the People’s Liberation Army have been accepting of his visits since he took the helm at the U.S. Pacific Command in March. The U.S. has also been accepting of Chinese visits, and the dialogue between the two sides has been frank, he said. “And all those things are positive signs, because the future’s not going to get any less complex,” Locklear told reporters at his headquarters near Honolulu. “It’s going to grow in complexity — and to work through a complex global security environment you have to be talking to each other.” Relations between the two militaries have fluctuated on and off since the Chinese crackdown on democracy protesters in Tiananmen Square in 1989. Most recently, military relations were frozen in 2010 after the U.S. announced a $6.4 billion weapons sale to Taiwan. They began improving a year later after former Defense Secretary Robert Gates visited Beijing. Locklear, who most recently was commander of NATO-led operations that helped Libyan rebels overthrow Moammar Gadhafi, has made maturing bilateral military relations one of Pacific Command’s five basic priorities. He said Wednesday it’s not in the interests of the U.S., China or global peace and security for the two nations to have an adversarial relationship.

***Solvency***
***DAR***

Cant Solve - Eligibility
Can’t solve – eligibility requirements and doesn’t increase transit.

Weiner and Godwin 2011 – *a transportation consultant in Silver Spring, Maryland, served as staff to the committee for this study **Godwin is TRB Director, Studies and Special Programs. (Edward and Stephen R. “Federal Funding of Transportation Improvements in BRAC Cases” New Transportation Research Board Special Report, APRIL 2011, http://onlinepubs.trb.org/onlinepubs/trnews/trnews273sr302.pdf )//ALo

Moreover, the normal length of time for developing highway and transit projects—from the planning and environmental processes through construction—is 9 years at best, and usually 15 to 20 years. DoD has a limited view of its responsibilities for off-base transportation facilities. The only DoD program that can assist in funding transportation infrastructure off the base—the DAR program—is inadequate for base expansion in built-up areas. Eligibility for the program is determined by several criteria, including the doubling of traffic—which is impossible for metropolitan area facilities that already are congested. Otherwise, under DoD policy, local and state authorities are responsible for off-base transportation facilities, even if DoD decisions increase congestion; this policy, however, is unrealistic for congested metropolitan transportation networks. In addition, off-base projects compete poorly in the military construction budget, which also funds the higher priorities of base commanders for on-base facilities. Finally, DAR is limited to road projects, yet transit expansion is often necessary to serve some travel demand in congested metropolitan areas.

DAR fails—inadequate mechanism and flawed requirements 

ACD 11 [ACD, the nation’s premier membership organization supporting communities and states with active, closed and closing defense installations, February 17, 2011, “Pentagon Needs to Pay Its Share of Road Improvements, Report Says”, http://www.defensecommunities.org/headlines/pentagon-needs-to-pay-its-share-of-road-improvements-report-says/# , DMintz]

In light of the significant jump in traffic congestion expected at many of the installations growing as a result of BRAC 2005, the Pentagon should accept more responsibility for traffic problems it causes, according to a congressionally mandated study released last week.

The report, from the National Research Council’s Transportation Research Board, calls for Congress to consider a special appropriation or the allocation of uncommitted stimulus funds to pay for near-term improvements in communities most severely affected by the base closure round. In the medium and long term, DOD should create new funding streams for transportation infrastructure, the report’s authors recommended.

The report also bolstered the argument of lawmakers from several growth communities — especially Northern Virginia — that the eligibility criteria for the Defense Access Roads program requiring traffic to double in metropolitan areas is flawed. The program should be reworked by establishing an impact fee approach to pay for the military’s share of road improvements in metropolitan areas and a separate DOD program to fund transit services for military personnel.

Cant Solve - Funding

DAR funding alone is insufficient 

National Academy of Science 11 [National Academy of Science (Transportation Research Board),  expertise in transportation budgeting and policy, military budgeting and policy, infrastructure planning, state and local infrastructure management, economics, and military facility planning, 2011, “Federal Funding of Transportation Improvements in BRAC Cases: Special Report 302”, http://www.nap.edu/catalog.php?record_id=13104, DMintz]

Base Operating and Maintenance Accounts 

Military construction funding is only one source to address traffic congestion caused by base activities. Capital expenditure programs, such as DAR, can provide site-specific traffic fixes but are not sufficient alone to address ongoing, variable, fluid, and non-site-specific impacts of traffic congestion. For example, transient base activities can temporarily overload existing road capacities, but planning for such peaks through capital improvements may be unduly expensive, resulting in underutilized capacity if a peak is a one-time effect. Further, defining the contracting requirement for a military construction project may be difficult if the capital expenditure is off base, may benefit others besides the military, and may depend on complementary funding from nonmilitary sources, such as state and local transportation agencies, and regulatory approvals from nonmilitary entities, such as local planning agencies. 
DAR funding is inadequate  

National Academy of Science 11 [National Academy of Science (Transportation Research Board),  expertise in transportation budgeting and policy, military budgeting and policy, infrastructure planning, state and local infrastructure management, economics, and military facility planning, 2011, “Federal Funding of Transportation Improvements in BRAC Cases: Special Report 302”, http://www.nap.edu/catalog.php?record_id=13104, DMintz]

Finding 12

The DAR program is inadequate for addressing military base transportation impacts in metropolitan areas. The DAR program eligibility criterion of a doubling of traffic due to military demand is not appropriate in metropolitan areas with already congested facilities. Moreover, as the only DoD transportation capital program to address off-base impacts, the limitation of funding to road improvements does not reflect metropolitan areas’ dependence on transit for serving a proportion of work trips in peak periods.

Cant Solve - Timeframe
Long timeframe for congestion solvency.

GAO 2011 (Brian J. Lepore, Director Defense Capabilities and Management, Report to the Subcommittee on Military Construction and Veterans Affairs, Committee on Appropriations, House of Representatives “ DEFENSE INFRASTRUCTURE: High-Level Federal Interagency Coordination Is Warranted to Address Transportation Needs beyond the Scope of the Defense Access Roads Program” January 2011, http://www.gao.gov/assets/320/315273.pdf )//ALo

From calendar year 2001 to 2010, Congress has appropriated about $225 million for DAR projects—ranging from no funds in several years to $89.9 million in 2008—for an average of about $22.5 million per year. Our analysis of DOD data shows that about $125 million of that amount was designated for projects at military growth installation locations. 20 As shown in table 2, as of December 2010, DOD had certified 20 transportation projects as DAR-eligible for DOD funding at 11 of the 26 growth installation locations since calendar year 2004. Of the 20 projects certified eligible for DAR, over half of those projects (11 of 20) had been funded. A senior DOD official stated that funding for the remaining projects was pending, and that any funds provided would occur in fiscal year 2011 and beyond. 21 Moreover, none of the funded projects were completed at the time of our review and the earliest expected completions were for 3 projects in 2011 at the former Engineering Proving Ground location at Fort Belvoir. Because most of the population growth at the 26 installations will likely occur by September 15, 2011—the mandated completion of the 2005 BRAC round—and considering the 10-year time frame necessary to proceed from design to construction for some major transportation projects, as estimated by the Maryland Department of Transportation’s State Highway Administration, most of the certified DAR projects to date will not immediately mitigate the transportation needs in the near term but should provide some relief in later years if and when the projects are funded and completed. As shown in table 2, the most common type of DAR project at the growth installations involves intersection improvements (8 of the 20), which can accommodate an increase in traffic volume using a variety of approaches. For example, the two DAR projects at Redstone Arsenal in Alabama will increase the capacity of the intersections by adding turning lanes. The DAR project at Fort Lee, Virginia will increase traffic volume capacity by transforming intersections into a roundabout. The DAR project at the Naval Support Activity Bethesda in Maryland will address a “pedestrian vehicular conflict” at the intersection of Rockville Pike and South Wood Road to allow installation employees and hospital visitors to safely cross the busy intersection from the public transit metro stop. (Figure 2 shows the intersection as it exists today.)  Four installations have DAR projects that will add new interchanges, such as entry and exit ramps, to existing highways. For example, Fort Bliss will add interchange ramps accessing Texas State Loop 375 and additional underpass lanes in preparation for the Army’s new Brigade Combat Teams and associated traffic expected as a result of the 2005 BRAC round decisions. (See fig. 3 for a photo of the underpass, which will be widened.) Another eight DAR projects involve new roads, road improvements, or road realignments. Fort Belvoir, the installation with the largest number of DAR projects, is using appropriated military construction funds to build Mulligan Road, as shown in figure 4 below, which will be the new public access connection through the installation between Richmond Highway and Telegraph Road. This road replaces the Beulah Street/ Woodlawn Road corridor, which was closed following September 11, 2001, for security reasons since it crossed through the northern portion of the Main Post of Fort Belvoir 

Can’t solve – process takes forever.

GAO 2011 (Brian J. Lepore, Director Defense Capabilities and Management, Report to the Subcommittee on Military Construction and Veterans Affairs, Committee on Appropriations, House of Representatives “ DEFENSE INFRASTRUCTURE: High-Level Federal Interagency Coordination Is Warranted to Address Transportation Needs beyond the Scope of the Defense Access Roads Program” January 2011, http://www.gao.gov/assets/320/315273.pdf )//ALo

The process for certifying and funding a DAR project is complex due to the need to coordinate with numerous DOD, Department of Transportation, state, and local stakeholders. The process begins with the installation commander. According to the DOD service regulation governing the DAR program, when the commander of a DOD installation determines that improvements to a public road are needed, it is the responsibility of that commander to bring deficiencies to the attention of the appropriate state or local authority. In cases where the state or local transportation authority cannot or will not correct the deficiency, the installation commander has the option to initiate the process of requesting assistance for improvements under the DAR program by preparing a needs report. After reviews through military service command channels, DOD’s Military Surface Deployment and Distribution Command then determines potential project eligibility and requests that the Federal Highway Administration conduct an evaluation of the transportation need and potential solutions in coordination with the relevant state department of transportation and other officials. Using the results of that study, the Military Surface Deployment and Distribution Command determines whether the transportation project meets one of the DAR program eligibility criteria: 22 • A new access road to an installation is needed to accommodate a defense action. • A defense action causes traffic to double. • Urgent improvements are needed to accommodate a temporary surge in traffic to or from an installation because of a defense action. • A new or improved access road is needed to accommodate special military vehicles, such as heavy equipment transport vehicles. • A replacement road or connector is required for one closed because of military necessity. The share of the total project cost that DOD will contribute is negotiated between DOD, the Department of Transportation, and appropriate state and local authorities. Based on the eligibility criteria determination and funding negotiations, the Commander of the Military Surface Deployment and Distribution Command may then certify the project as important to the national defense, as required by the DAR statute. 23 The DAR program does not have a separate source of funds; instead, for DOD’s share of the funding, DAR projects must compete against other construction projects— such as child care centers, maintenance buildings, and mission facilities such as piers, hangars, and barracks—across installations and commands. 24 In addition, securing funds for a DAR project may take years as many planned projects are already awaiting funds, due in part to DOD’s numerous ongoing growth initiatives. For example, a senior Army official emphasized the competing needs for military construction funds, by noting that as of April 2010, there were 2,500 projects worth $62 billion in the service’s database, of which only about $2 billion could be expected to be funded each year. After Congress appropriates funds designated for a DAR project, DOD transfers those funds to the Department of Transportation, which, in turn, disburses those funds to the appropriate state or federal entity to accomplish the necessary work to complete the project. Following the transfer of funds, the Department of Transportation’s Federal Lands Highway Office and the appropriate state division office of the Federal Highway Administration oversee project execution. According to a senior program official, DOD is also involved in project oversight through the review of project documents and the authorization of the expenditure of DAR funds by the Department of Transportation for appropriate phases of the work, thus ensuring DAR projects meet the agreed-upon defense requirements. (Appendix III provides additional detail in an overall schematic of the DAR process.) 
***Decision Making***
Alt Causes

Alt causes—too many problems to ensure transportation decisions get made right

National Academy of Science 11 [National Academy of Science (Transportation Research Board),  expertise in transportation budgeting and policy, military budgeting and policy, infrastructure planning, state and local infrastructure management, economics, and military facility planning, 2011, “Federal Funding of Transportation Improvements in BRAC Cases: Special Report 302”, http://www.nap.edu/catalog.php?record_id=13104, DMintz]

There is a substantial institutional misalignment between base planning by the military and planning by civilian authorities responsible for regional transportation infrastructure that the military depends on. Bases are counting on civilian resources to address their off-base transportation needs, but no process is in place to ensure that those needs will be met. There is also not an adequate process in place for funneling the right kind of information (such as information on congestion and subsequent costs to the military) up the chain when BRAC and other military base decisions are made. These difficulties are compounded by several other issues:

• DoD policies and guidance regarding base–community collaboration and regional planning are inadequate. The required base master plans do not regularly relate to the regional plans of the surrounding communities, nor do they anticipate large-scale troop relocations.
• Base commanders do not regularly communicate or work with surrounding communities to resolve transportation problems. In some cases, base commanders are engaged, depending on the perspectives of the commander, but that engagement is not ensured once a commander is reassigned.

• Post-9/11, the government is relocating some facilities to remote and more secure locations. In metropolitan areas, this relocation results in moving people to places accessible primarily by automobile and difficult to serve by transit. This policy direction is the opposite of what many metropolitan agencies are trying to accomplish to reduce energy consumption and attain or maintain Clean Air Act requirements. In some metropolitan areas, planners are seeking to increase the density of development to reduce vehicle trips and service costs.

• The role of DoD’s Office of Economic Adjustment (OEA) is useful but reactive. OEA provides technical assistance and funding for impact studies only after the decision has been made to relocate personnel. The OEA staff have expertise and familiarity with DoD and community-planning processes that would be useful to apply much earlier in the process. 
***Procedurals***
Vagueness

Vagueness impedes solvency.

GAO 2011 (Report to the Subcommittee on Military Construction and Veterans Affairs, Committee on Appropriations, House of Representatives “ DEFENSE INFRASTRUCTURE: High-Level Federal Interagency Coordination Is Warranted to Address Transportation Needs beyond the Scope of the Defense Access Roads Program” January 2011, http://www.gao.gov/assets/320/315273.pdf )//ALo
The Defense Access Roads program is providing some assistance in mitigating transportation needs in communities surrounding growth installations, but program usage has been limited, in part, by a lack of knowledge of the program, outdated regulations, and unclear guidance on how to navigate the program’s complex process. DOD has certified 20 transportation projects at 11 of the 26 military installation locations since 2004. Of the 20 certified projects, 11 have been funded at about $125 million. Considering funding delays and construction time frames, most of the approved projects to date are unlikely to provide relief in the near term. The procedures of the Defense Access Roads program are complex, involving multiple federal, state, and local stakeholders. The guidance describing the program’s procedures and, specifically, the application of the criteria, is difficult to follow and some regulations and guidance are outdated. Despite program outreach efforts and positive experiences with program administrators, military officials from 11 installations said that more information would be helpful to clarify the program’s procedures. Without program guidance that clearly details the program’s procedures and is effectively communicated to all stakeholders, the program may not be used to its fullest extent. GAO identified an additional step that may be necessary to meet the large pool of the transportation needs that are not being met by the Defense Access program—greater high-level federal interagency coordination. Aside from the Defense Access Roads program, other sources of funding exist that can be used to help mitigate unmet needs in the defense-affected communities. Local and state agencies generally have the responsibility for constructing and maintaining highways and are the recipients of billions of dollars from federal sources, such as grants from the Department of Transportation or through the American Recovery and Reinvestment Act. GAO found that some of the transportation projects at several of the military growth locations have been funded by the states in which they are located and others are recipients of American Recovery and Reinvestment Act funds. Because this assistance is coming from diverse sources and is largely uncoordinated among the stakeholders involved, it is unclear to what extent priority consideration is being given to the defense-affected communities as prescribed by Executive Order 12788. This presidential order provided for a federal committee—the Economic Adjustment Committee—bringing together 22 agencies, under the leadership of the Secretary of Defense or his designee to, among other things, support various programs designed to assist communities most affected by defense activities. As chair of the committee, DOD has the opportunity to convene full committee meetings and exercise high-level leadership needed to ensure that federal agencies are affording priority consideration to defenseaffected communities. However, the committee has only rarely convened and has at no time discussed transportation needs affecting all 26 growth locations. Without this leadership, it is unlikely that the federal agencies can provide the effective interagency and intergovernmental coordination and potential funds needed to help address the unmet transportation needs of defense-affected communities. 
***CP’s***
States

States with recovery act funding mechanism

CP solves – Recovery Act funds defense infrastructure.

GAO 2011 (Brian J. Lepore, Director Defense Capabilities and Management, Report to the Subcommittee on Military Construction and Veterans Affairs, Committee on Appropriations, House of Representatives “ DEFENSE INFRASTRUCTURE: High-Level Federal Interagency Coordination Is Warranted to Address Transportation Needs beyond the Scope of the Defense Access Roads Program” January 2011, http://www.gao.gov/assets/320/315273.pdf )//ALo

Transportation projects in defense-affected communities can be funded through several federal or state resources. A number of existing federal transportation programs provide funding that state and local governments can use to help address defense-related transportation needs. These programs provided approximately $42.4 billion for highway improvements in states and the District of Columbia in fiscal year 2009. 31 In addition, since February 2009, the American Recovery and Reinvestment Act of 2009 (the Recovery Act) has provided additional funding for highway infrastructure projects—approximately $25.6 billion to state and local governments for over 12,300 highway projects—selected by the state and local governments. Recovery Act funds may be used for defense-related projects, but the projects need to have been ready to begin construction in 2009 or 2010. The Recovery Act required that the Department of Transportation obligate 100 percent of these funds to the states, by March 1, 2010. 32 Defense-related projects in some communities may not have been eligible for Recovery Act funds if the projects were in the design or planning phase and were not ready to begin construction. Furthermore, in order to receive any federal transportation funding, all projects must go through the relevant state and local transportation planning processes, which, according to a Department of Transportation official, require a comprehensive approach to highway planning, including consideration of alternatives and environmental and safety planning. The time requirements to complete federally required state planning processes may prevent some transportation products from being completed by the September 15, 2011, BRAC implementation deadline, as these processes can require significant time to complete. Nevertheless, some states were able to use Recovery Act funds to begin construction on projects in certain defense-affected communities. During our interviews with installation officials, 11 of the 26 installations we spoke with identified Recovery Act funds as a source of funding for some of transportation needs. For example, the state of Florida is using $46 million in Recovery Act funds for an intersection grade separation project near Eglin Air Force Base, and Virginia is using about $60 million in Recovery Act funds to complete the Fairfax County Parkway project, which is expected to alleviate traffic congestion near Fort Belvoir. 

States solve – empirically proven – attracts private sector.
GAO 2011 (Brian J. Lepore, Director Defense Capabilities and Management, Report to the Subcommittee on Military Construction and Veterans Affairs, Committee on Appropriations, House of Representatives “DEFENSE INFRASTRUCTURE: High-Level Federal Interagency Coordination Is Warranted to Address Transportation Needs beyond the Scope of the Defense Access Roads Program” January 2011, http://www.gao.gov/assets/320/315273.pdf )//ALo

Some states have assisted installations by prioritizing projects to accommodate defense-related growth. For example, in Maryland, state transportation officials expedited a project at Aberdeen Proving Ground that was under consideration for DAR certification by providing full funding from state sources. This project was considered to be the most critical improvement in the community surrounding the installation to accommodate the anticipated growth. Additionally, the state of Alabama offered $15 million to Redstone Arsenal to support road improvements on the installation. These funds will improve transportation infrastructure inside the installation to support its traffic growth. Also, the state of Texas used a public-private partnership to fund a new road to accommodate the anticipated growth at Fort Bliss. Under this partnership, a private company helped to fund the road and upon completion the Texas Department of Transportation will pay an annual fee based on the volume of traffic using the road. Through this partnership, the state of Texas was able to ensure that this needed infrastructure improvement would be in place prior to the arrival of Fort Bliss’s expected growth. 
States solve – jurisdiction.
GAO 2011 (Report to the Subcommittee on Military Construction and Veterans Affairs, Committee on Appropriations, House of Representatives “ DEFENSE INFRASTRUCTURE: High-Level Federal Interagency Coordination Is Warranted to Address Transportation Needs beyond the Scope of the Defense Access Roads Program” January 2011, http://www.gao.gov/assets/320/315273.pdf )//ALo
The Defense Access Roads program is providing some assistance in mitigating transportation needs in communities surrounding growth installations, but program usage has been limited, in part, by a lack of knowledge of the program, outdated regulations, and unclear guidance on how to navigate the program’s complex process. DOD has certified 20 transportation projects at 11 of the 26 military installation locations since 2004. Of the 20 certified projects, 11 have been funded at about $125 million. Considering funding delays and construction time frames, most of the approved projects to date are unlikely to provide relief in the near term. The procedures of the Defense Access Roads program are complex, involving multiple federal, state, and local stakeholders. The guidance describing the program’s procedures and, specifically, the application of the criteria, is difficult to follow and some regulations and guidance are outdated. Despite program outreach efforts and positive experiences with program administrators, military officials from 11 installations said that more information would be helpful to clarify the program’s procedures. Without program guidance that clearly details the program’s procedures and is effectively communicated to all stakeholders, the program may not be used to its fullest extent. GAO identified an additional step that may be necessary to meet the large pool of the transportation needs that are not being met by the Defense Access program—greater high-level federal interagency coordination. Aside from the Defense Access Roads program, other sources of funding exist that can be used to help mitigate unmet needs in the defense-affected communities. Local and state agencies generally have the responsibility for constructing and maintaining highways and are the recipients of billions of dollars from federal sources, such as grants from the Department of Transportation or through the American Recovery and Reinvestment Act. GAO found that some of the transportation projects at several of the military growth locations have been funded by the states in which they are located and others are recipients of American Recovery and Reinvestment Act funds. Because this assistance is coming from diverse sources and is largely uncoordinated among the stakeholders involved, it is unclear to what extent priority consideration is being given to the defense-affected communities as prescribed by Executive Order 12788. This presidential order provided for a federal committee—the Economic Adjustment Committee—bringing together 22 agencies, under the leadership of the Secretary of Defense or his designee to, among other things, support various programs designed to assist communities most affected by defense activities. As chair of the committee, DOD has the opportunity to convene full committee meetings and exercise high-level leadership needed to ensure that federal agencies are affording priority consideration to defenseaffected communities. However, the committee has only rarely convened and has at no time discussed transportation needs affecting all 26 growth locations. Without this leadership, it is unlikely that the federal agencies can provide the effective interagency and intergovernmental coordination and potential funds needed to help address the unmet transportation needs of defense-affected communities. 
OEA

Expanding the OEA’s role solves 

National Academy of Science 11 [National Academy of Science (Transportation Research Board),  expertise in transportation budgeting and policy, military budgeting and policy, infrastructure planning, state and local infrastructure management, economics, and military facility planning, 2011, “Federal Funding of Transportation Improvements in BRAC Cases: Special Report 302”, http://www.nap.edu/catalog.php?record_id=13104, DMintz]

The role of the OEA should be increased; the agency should provide ongoing support to military and civilian planning agencies and not be brought in simply to help fix problems after decisions are made. Resources should be provided to enable this expanded role. OEA staff could develop the guidance to base commanders called for in Recommendation 2 and assist MPOs in understanding military transportation needs and processes. Ongoing assistance of this nature could help reduce the current mismatches between military planning and expectations and civilian planning and funding capability. OEA should develop technical procedures, manuals, training courses, and website resources as well as provide technical assistance to military bases on transportation planning.

