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Text:

The United States federal government should ban lawsuits against Boeing and Lockheed Martin. 

Flood of climate change lawsuits will inflict massive liability on key emitters
AFP 1/24/2011
From being a marginal and even mocked issue, climate-change litigation is fast emerging as a new frontier of law where some believe hundreds of billions of dollars are at stake.

Compensation for losses inflicted by man-made global warming would be jaw-dropping, a payout that would make tobacco and asbestos damages look like pocket money.

Imagine: a country or an individual could get redress for a drought that destroyed farmland, for floods and storms that created an army of refugees, for rising seas that wiped a small island state off the map.

In the past three years, the number of climate-related lawsuits has ballooned, filling the void of political efforts in tackling greenhouse-gas emissions.

Eyeing the money-spinning potential, some major commercial law firms now place climate-change litigation in their Internet shop window.
Mist-shrouded area of justice

Seminars on climate law are often thickly attended by corporations that could be in the firing line -- and by the companies that insure them.

Boeing at high risk of massive damages
Rapoport  and Jacobson – Civil Attorney and Managing Partner Rappoport Law Firm, Board Member American Board of Trial Advocates Issues in Aviation, JD Northwestern Law and Policy 4/2003
I t is obvious that Boeing's move to Chicago will have no effect on the number of air crashes that will take place in the future involving Boeing aircraft. But that fact alone does not necessarily tell the whole story. An investigation into the conduct of Boeing is probably appropriate in any case involving a crash of one of its airliners. Further, the expansion of Boeing from Aircraft manufac- turing into a wider range of aircraft services including air traffic management, military systems and aerospace support, provides a much wider scope of cases that could potentially implicate Boeing. 
While air disaster victims' attorneys rarely step out of line by filing frivolous cases, there is much latitude between a case that is "not frivolous", and one that is "strong." With such wide latitude, it seems likely that, at a minimum, Boeing will be considered for inclusion as a potential defendant by air disaster plaintiffs more often now that it lives in what is perceived by many to be a jurisdiction more generous than its former home in Seattle, Washington.

Collapsing profitability will crush Boeing
Daniel I. Fisher J.D. Candidate Vanderbilt University Law School 35 Vand. J. Transnat'l L. 865 May, 2002
From the U.S. perspective, there are three troubling effects of the A380's development. The first is on Boeing's role as a mainstay of both the U.S. economy and the U.S. military-industrial complex. n183 Secondly, it will enable Airbus to serve a greater role in meeting Europe's military needs. Most importantly, it will unite Europe both militarily and technologically; when combined with an independent European foreign policy, this could threaten U.S. hegemony.
Success of the A380 could seriously impair both Boeing's economic position and U.S. military industrial capacity. The end of the Cold War has seen a sharp consolidation of the U.S. defense industry from as many as twenty-five prime contractors to five, with Boeing and Lockheed Martin being the only two remaining contractors with aircraft manufacturing capability. n184 If Boeing were to encounter serious difficulties, the United States would be left with one contractor capable of manufacturing military airplanes. n185 Since Boeing derives most of its profits from its larger jets, anything that impacts the future sales of these larger planes is a serious threat to the company. n186 If the A380 succeeds as Airbus hopes, it would not only put a crimp in Boeing's profits, but would also serve to subsidize Airbus' development of other products that would threaten Boeing. Especially troubling would be Airbus development of a direct competitor to the 777, Boeing's newest and most advanced plane. n187 In short, the potential success of the A380 could serve as a catalyst for the competitive success of Airbus and its partners and subcontractors, and severely hurt Boeing's ability both to develop new civil aircraft and to serve as a U.S. defense contractor.

XT: suits coming

New suits will target aviation industry 
Washington Post 7/28/2007
http://www.washingtonpost.com/wp-dyn/content/article/2007/07/27/AR2007072702256_pf.html

Airlines and airplane makers have largely slipped under the radar in the debate over global warming.

But a dispute over a European emissions-trading proposal has caught many carriers and their trade groups by surprise, spurring them to launch a public relations blitz highlighting their green bona fides, even if most of their work has been aimed at boosting their bottom lines.

Long a punching bag for consumer complaints and neighborhood protests over noise and poor air quality, the industry wants to avoid becoming a target on another front.
"People are looking across the Atlantic and seeing what is happening in Europe," said Nancy N. Young, the new vice president of environmental affairs at the Air Transport Association, U.S. carriers' main trade group. "We know that it's coming here. . . . Aviation has lost the public square in this debate. We need to do a better job of letting people know that our environmental interests are directly aligned with our business interests."
Industry officials are quick to point out that commercial aviation contributes a very small percentage of the greenhouse gas and particle emissions that scientists blame for global warming. But they also acknowledge that aviation's impact could surge if the industry continues its worldwide growth spurt.
Boeing expects the number of commercial jetliners to nearly double, to 36,420, in the next 20 years. The Federal Aviation Administration expects 1.2 billion passengers a year to travel on U.S. carriers by 2020, up from 741 million last year.
By 2050, the industry is expected to contribute anywhere from 6 to 10 percent of the gases and particles tied to global warming, up from about 3 percent today, said Michael J. Prather, a professor at the University of California at Irvine and lead author of a 1999 report on aviation's role in global warming for the Intergovernmental Panel on Climate Change.
"It's a growth industry that lives off" jet fuel, Prather said.

Aviation's expansion has led to political problems for the industry in Europe, where there is increasing pressure to cut back on air travel, reduce airport expansion and increase taxes on tickets. Some religious leaders have suggested that flying on vacation is immoral.
Aircraft manufactures responsible for a huge portion of total warming

James E. McCarthy Congressional Research Service Specialist in Environmental Policy January 27, 2010 
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EPA’s Inventory of U.S. Greenhouse Gas Emissions and Sinks shows that domestic flights of all kinds (military, commercial aircraft, and general aviation) accounted for about 10% of the GHG emissions from the U.S. transportation sector in 2006—2.6% of overall U.S. GHG emissions. Aviation’s impact on climate may be greater than these figures suggest, however, for two reasons. First, emissions resulting from international transportation are not currently included in the U.S. emission totals.9 These emissions totaled 52.7 million metric tons in 2007. If they were included in the U.S. aviation statistics, emissions from aircraft of all types would have accounted for 3.4% of the U.S. GHG total. Second, the bulk of the aviation sector’s emissions occur high in the atmosphere, where their impact on climate is greater than that of emissions at ground level. According to a number of sources, the total impact of aviation could be around twice the impact of carbon dioxide alone when this factor is taken into account.10 Emissions from jet aircraft also lead to the formation of cirrus clouds, as the condensation trails (contrails) of water vapor and sulfur particles emitted from engines at high altitudes form ice crystals that persist as clouds under some atmospheric conditions. Scientists are uncertain how to measure the occurrence and impact of such clouds, but they are reasonably certain that the clouds add to the greenhouse effect of aircraft emissions, perhaps substantially.1 
XT: suits kill boeing/aviation industry
Suits will kill the industry

NYT 6/17/2007
http://www.nytimes.com/2007/06/17/business/worldbusiness/17iht-ravbio.3.6174315.html?_r=1&pagewanted=print

Until now, airlines have argued that the fuel efficiency of modern aircraft could stabilize emissions despite the rising volume of air traffic. In Vancouver, they recognized a need to switch tack.

"Climate change will limit our future until we change our approach from technical to strategic," said Giovanni Bisignani, IATA's chief executive. "Strategy starts with vision."

Chew Choon Seng, chief executive officer of Singapore Airlines, said, "I think we have passed the state of being in denial."

Ian Waitz, deputy head of the Massachusetts Institute of Technology Aero-Astro Department, said that "all models suggest a growing impact" of fuel emissions, including aviation fuel, on the environment.

Even those who doubted the contribution of airlines to global warming should acknowledge that environmentalists might be right, he said.

"Let's assume it's true," he said. "What can we do? If our starting point is to delay, then from a public relations point of view, we are dead meat."
Louis Gallois, president of Airbus, last week called for a worldwide environment meeting of aircraft builders and engine manufacturers, and promised a 50 percent reduction in CO2 emissions from Airbus aircraft by 2020.

While airlines are reacting to political pressure and a desire to use less fuel, the U.S. Air Force wants to be certain that fuel is always available during any conflict - and to lower the impact of rapidly rising international oil prices. The air force burned 3.2 billion gallons, or 12 billion liters, of aviation fuel in fiscal 2005, accounting for 52.5 percent of all fossil fuel used by the government, U.S. statistics show.

The enthusiasm of both civil and military flyers has raised the incentive for industry to produce cleaner fuels rapidly, and various companies have approached airlines with proposals.

Still, one thing has become clear: there are no quick and easy solutions.

For a start, today's most popular alternative fuel, made from corn, is not suitable for aviation. "Corn doesn't have the BTUs for jet fuel," Bollinger [the Air Force Special Assistant Paul Bollinger who is coordinating the military shift to synthetic fuels] said, referring to the British thermal unit, a measure of energy.
Also, he and other experts said, it would be impossible to grow enough corn to make more than a dent in fuel supply.

No matter what routes they follow, scientists will probably need years to find a suitable alternative fuel that can be produced in huge amounts at a reasonable cost. Likely scenarios point to an evolutionary development over decades towards the ultimate goal: a fuel that will produce no carbon dioxide or other noxious gases.
Richard Altman, executive director of the Commercial Aviation Alternative Fuels Initiative, an industrywide group, said fuels would probably be developed in three phases, beginning with a focus on such nonrenewable resources as coal and natural gas over the next five years.
Processes have been available to produce such fuels for decades, he said in recent testimony before the U.S. Congress. In fact, South Africa, which has no oil deposits, began producing all its jet fuel from coal in the late 1990s. During the Second World War, Germany's Luftwaffe flew on fuel produced from coal, using a gasification process developed in the 1920s by two German scientists, Franz Fischer and Hans Tropsch.

A U.S. Air Force B-52 bomber flew a successful test earlier this year on a blend of jet fuel and Fischer-Tropsche fuel produced from natural gas. Sasol of South Africa and Shell Oil Products have now been certified to supply fuel blend for tests, Altman said.

The problem is that these fuels can produce even more carbon dioxide than petroleum-based fuels, and only a small portion of the U.S. Air Force's fuel needs are likely to be met from such sources.

Virgin Fuels, a subsidiary of Virgin Atlantic Airlines, headed by Richard Branson, is also working with Boeing and General Electric to test-fly a Boeing 747 with alternate fuels.

Over the next 5 to 15 years, which Altman called a "mid-term" period, other fuels are likely to evolve, including fuel from renewable resources and from sources like oil shale. Eventually, he said, there will be breakthroughs on much cleaner fuels that may be produced without petroleum.
Bollinger said fuel might some day come from animal fat, garbage or even sea algae. In fact, he said, sea algae may well become a vast source of natural clean fuel some day, using excess carbon dioxide from the fuel-making process to grow algae more rapidly and create more feedstock for the process.

For the airlines, time may be too short to wait for that. While the U.S. military and scientists work on future-generation fuels, the environmentalists are winning the public relations battle.
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