T—Increase 

Increase requires making larger
Collins English Dictionary, ’09 [Collins English Dictionary - Complete & Unabridged 10th Edition 2009, http://dictionary.reference.com/browse/increase]

to make or become greater in size, degree, frequency, etc; grow or expand

T—Substantial = 222 Billion
1NC Shell

Interpretation – Substantial investment is 222 billion dollars

McGreevy, ’06 [January 21, 2006, Patrick McGreevy, LA Times Staff Writer, “Gov. Calls for Big Investment in L.A. Rail System”, http://articles.latimes.com/2006/jan/21/local/me-rail21]

Gov. Arnold Schwarzenegger's $222-billion infrastructure bond proposal includes a significant investment in improving Los Angeles' congested rail system, he said Friday.

Though his proposal is still in its early stages, local officials are reacting enthusiastically because Los Angeles County's rail lines are becoming increasingly clogged by freight traffic coming from the ports of Los Angeles and Long Beach as well as the growing Metrolink commuter rail line.

Union Station is the hub of the region's rail network, with 126 trains using the station every workday. The governor's plan calls for spending $290 million on improvements, such as adding tracks and eliminating rail crossings.

"This will relieve traffic congestion, make it safer on our roads, and make it more convenient for people to use this great rail system," Schwarzenegger said in a visit to Los Angeles on Friday.

The governor's proposal is subject to negotiations with state legislators, who could make significant changes or decide not to put anything on the ballot.

To reduce delays at Union Station, the proposal calls for extending two existing tracks southward from Union Station and provide a new connection into the Burlington Northern Santa Fe Railway mainline on the west side of the Los Angeles River.

The plan calls for $36 million to be spent to provide a third rail line on an eight-mile stretch of track north of La Mirada.

The governor's proposal also has something in it for Southern California motorists stuck waiting for slow-moving trains to pass at rail crossings: grade separations allowing cars and trucks to pass unimpeded underneath railroad tracks at busy intersections.

He proposed spending $214 million on five grade separations where streets cross train tracks: Rosecrans Avenue/Marquardt Avenue, Lakeland Road, Los Nietos Road/Norwalk Boulevard, Pioneer Boulevard and Passons Boulevard.

Congestion along Los Angeles' rail lines has become an increasing concern in recent years. Last year, Metrolink's Inland Empire-to-Los Angeles route recorded major delays, which officials say is because the commuter line had to share the rails with freight trains.

Some commuters have also complained about lengthy waits at rail crossings as trains passed. More than 35,000 trains, many of them longer than a mile, course through the region every year, according to 2003 statistics.

The Republican governor was joined Friday by Los Angeles Mayor Antonio Villaraigosa, a Democrat, in urging bipartisan support in the state Legislature for putting the bond measure on the ballot this year.
Villaraigosa said he has some of his own ideas for things to include, but he likes what the governor is proposing and hopes some version close to it can be put before voters.

"I can tell you: L.A.'s transportation needs are substantial and complex and that they won't be remedied overnight," the mayor said. "We need to take the long view. It's important to make a substantial investment in transportation infrastructure."
Vote negative for limits – alternative interpretations allow for tons of tiny affirmatives that create minor modifications to US transportation infrastructure making this already huge topic impossible for the negative

2NC AT Substantially Arbitrary
‘Substantially’ isn’t precise --- but still must be given meaning. The most objective way to define it contextually.
Devinsky 2 (Paul, “Is Claim "Substantially" Definite?  Ask Person of Skill in the Art”, IPUpdate, 5(11),November, http://www.mwe.com/index.cfm/fuseaction/publications.nldetail/object_id/c2c73bdb-9b1a-42bf-a2b7-075812dc0e2d.cfm)
In reversing a summary judgment of invalidity,the U.S. Court of Appealsfor the Federal Circuitfound that the district court,by failing to look beyond the intrinsic claim construction evidence to consider what a person of skill in the art would understand in a "technologic context,"erroneously concluded the term "substantially" made a claim fatally indefinite.  Verve, LLC v. Crane Cams, Inc., Case No. 01-1417 (Fed. Cir. November 14, 2002). The patent in suit related to an improved push rod for an internal combustion engine.  The patent claims a hollow push rod whose overall diameter is larger at the middle than at the ends and has "substantially constant wall thickness" throughout the rod and rounded seats at the tips.  The district court found that the expression "substantially constant wall thickness" was not supported in the specification and prosecution history by a sufficiently clear definition of "substantially" and was, therefore, indefinite.  The district court recognized that the use of the term "substantially" may be definite in some cases but ruled that in this case it was indefinite because it was not further defined. The Federal Circuit reversed, concluding that the district court erred in requiring that the meaning of the term "substantially" in a particular "technologic context" be found solely in intrinsic evidence:  "While reference to intrinsic evidence is primary in interpreting claims, the criterion is the meaning of words as they would be understood by persons in the field of the invention."  Thus, the Federal Circuit instructed that "resolution of any ambiguity arising from the claims and specification may be aided by extrinsic evidence of usage and meaning of a term in the context of the invention."  The Federal Circuit remanded the case to the district court with instruction that"[t]he question is not whether the word 'substantially' has a fixed meaning as applied to 'constant wall thickness, 'but how the phrase would be understood by persons experienced in this field of mechanics, upon reading the patent documents."

Using context removes the arbitrariness of assigning a fixed percentage to “substantial”

Viscasillas 4 – professor at the Universidad Carlos III de Madrid, (Pilar, “Contracts for the Sale of Goods to Be Manufactured or Produced and Mixed Contracts (Article 3 CISG)”, CISG Advisory Council Opinion No. 4, 10-24, http://cisgac.com/default.php?ipkCat=128&ifkCat=146&sid=146)


2.8. Legal writers who follow the economic value criterion have generally quantified the term "substantial part" by comparing Article 3(1) CISG (substantial) with Article 3(2) CISG (preponderant): substantial being less than preponderant. In this way, legal writers have used the following percentages to quantify substantial: 15%,[14] between 40% and 50%,[15] or more generally 50%.[16] At the same time, other authors, although they have not fixed any numbers in regard to the quantification of the term "substantial" have declared that "preponderant" means "considerably more than 50% of the price" or "clearly in excess of 50%".[17] Thus it seems that for the latter authors, the quantification of the term "substantial" is placed above the 50% figure. Also, some Courts have followed this approach.[18]
2.9. To consider a fixed percentage might be arbitrary due to the fact that the particularities of each case ought to be taken into account; that the scholars are in disagreement; and that the origin of those figures is not clear.[19]
Therefore,it does not seem to be advisable to quantify the word "substantial" a priori in percentages. A case-by-case analysis is preferable and thus it should be determined on the basis of an overall assessment.

Contextual definitions of “substantial” solve arbitrariness 
Tarlow 00 – Nationally prominent criminal defense lawyer practicing in Los Angeles, CA. He is a frequent author and lecturer on criminal law. He was formerly a prosecutor in the United States Attorney's Office and is a member of The Champion Advisory Board (Barry, The Champion January/February, lexis) 
In Victor, the trial court instructed that: "A reasonable doubt is an actual and substantial doubt . . . as distinguished from a doubt arising from mere  [*64]  possibility, from bare imagination, or from fanciful conjecture." Victor argued on appeal after receiving the death penalty that equating a reasonable doubt with a "substantial doubt" overstated the degree of doubt necessary for acquittal. Although the court agreed that the instruction was problematic given that "substantial," could be defined as "that specified to a large degree," it also ruled that any ambiguity was removed by reading the phrase in the context of the sentence in which it appeared. Finding such an explicit distinction between a substantial doubt and a fanciful conjecture was not present in the Cage instruction, it held that the context makes clear that "substantial" was used in the sense of existence rather than in magnitude of the doubt and, therefore, it was not unconstitutional as applied. Id. at 1250.

Substantial = 3.7 Billion
Substantial increase is 3.7 billion

Oldershaw, ’08 [Mark Oldershaw, 2008,“NATIONAL’S INFRASTRUCTURE PLAN: BUILDING FOR A BRIGHTER FUTURE”, http://www.national.org.nz/files/2008/infrastructure_policy.pdf]
National’s fiscal policy includes a substantial increase in infrastructure investment over the next six years, totalling $3.7 billion. This takes the form of an increase in the capital allowance in each of the next six Budgets, adding to the capital allowances that Labour has already planned.
T—Investment =/= Finance
1NC Shell

Interpretation – infrastructure investment requires the building or maintenance of physical assets
Chan, et al, ’09 [March 2009, Chris Chan, Danny, Forwood, Heather Roper, Chris Sayers, “Public Infrastructure Financing: An International Perspective”, http://www.pc.gov.au/__data/assets/pdf_file/0008/86930/public-infrastructure-financing.pdf]

Investment can be regarded as an act of forgoing current consumption by allocating economic resources such as labour and capital to create increased capacities for future production and income. In the case of infrastructure, investment typically involves building new or maintaining existing long-lived physical assets.1 Infrastructure investment mostly requires significant outlays during the asset-building phase of a project. On the other hand, the revenue flow to be generated from an infrastructure project, or its funding (in the case with social infrastructure) is spread over the economic life of the asset. This can lead to a divergence between the supply of and demand for project funds over time — even for projects that have the potential for full cost recovery. 

Financing and refinancing — that is, raising and allocating cash flows to meet resource costs — play a crucial role in overcoming inter-temporal funding constraints. This enables productive infrastructure investment to be realised sooner than otherwise possible (or which might not otherwise have occurred).
Violation—The affirmative is financing not investment—they raise capital for the purpose of investment but don’t invest – 
Chan, et al, ’09 [March 2009, Chris Chan, Danny, Forwood, Heather Roper, Chris Sayers, “Public Infrastructure Financing: An International Perspective”, http://www.pc.gov.au/__data/assets/pdf_file/0008/86930/public-infrastructure-financing.pdf]

The study is concerned with financing public infrastructure — the vehicles employed by governments to provide, or through which they channel, upfront capital for infrastructure investment and management.

The vehicles covered include:

• budget appropriations (chapter 4)

• specific-purpose securitised borrowing where capital is raised by issuing a security for a specific infrastructure investment (chapter 5)

• off-budget financing, typically through government trading enterprises using retained earnings, equity injections or borrowings (chapter 6)

• development contributions involving obligatory payments or in-kind transfers of capital assets (chapter 7)

• contractual arrangements with the private sector involving the injection of private equity in assets that are eventually fully owned by the public — so called, public–private partnerships (PPPs) or private finance initiatives (PFIs) (chapter 8).

This study is not directly concerned with investment. There are inherent differences between the economic functions of ‘investment funding’ and ‘financing’. Investment is about whether to allocate economic resources, whereas financing is about raising and allocating ‘monies’ or ‘finances’ — which are not economic resources, just claims on them as inputs. This distinction has significant implications for policy issues relevant to the efficient provision of public infrastructure (Brennan 1996). An efficiently financed project in no way guarantees that the project itself satisfies the criteria of allocative efficiency.

Vote negative—

a. Topic Shift – affirmatives that focus on the mechanism of financing shift the discussion from questions over the merits of investment to how to raise money for investment which detracts from substantive education

b. Limits – financing is its own topic – tons of financing mechanisms combined with a variety of transportation infrastructure doubles the size of the topic creating an impossible negative research burden 
c. Negative Ground – financing justifies raising capital for an external actor to invest – avoids all core negative generics and the financing private sector CP should be negative ground 
2NC O/V

Topical affirmatives must directly increase the investment in transportation infrastructure instead of financing the investment – only the actual building and maintenance of physical assets is topical – that’s Chan 

The affirmative fiats the _______ which isn’t legitimate because they create a means of raising money for investment – that’s Chan 
Case list includes every transportation infrastructure improvement or development without the multiplication of every combination of financing mechanisms – solves their affirmative flexibility and innovation arguments and creates a ceiling on the topic

Reading their affirmative as a counterplan solves their offense

Prefer our evidence – Department of Transportation agrees – Transportation infrastructure investment requires the actual purchasing or construction of transportation facilities and structures

US Department of Transportation ’03 (U.S. Department of Transportation, Bureau of Transportation Statistics, U.S. Department of Commerce (USDOC), Bureau of Economic Analysis (BEA), Figure 109 - Gross Government Investments in Transportation Infrastructure by Level of Government: 1990–2000, February, http://www.bts.gov/publications/transportation_statistics_annual_report/2003/html/chapter_02/figure_109.html)

NOTES: Investment in transportation infrastructure includes the purchase or construction value of transportation facilities and structures. Data on state and local transportation investment are not available separately. For rail infrastructure, only state and local investment from 1993 to 2000 are included. Government investment in pipeline infrastructure and federal investment spending on railroads are not covered due to lack of data. Investment in rolling stock consists of government outlays for motor vehicles only.  Government spending on other rolling stocks (e.g., aircrafts, vessels, and boats) and other machinery and equipment used by federal, state, and local DOTs are not counted in the estimates due to lack of data. All dollar amounts are expressed in chained 1996 dollars, unless otherwise specified. Current dollar amounts (which are available in appendix B of this report) were adjusted to eliminate the effects of inflation over time. 

2NC AT W/M

Their affirmative establishes/increases _______ mechanism which is a mechanism for finance – that’s Chan

Look at the plan text in a vacuum—even if a function of establishing ____ is a means to transfer resources to infrastructure assets, that’s not what the plan says 

At worst, proves they are extra topical because the raising money part of the plan isn’t investment – extratopicality explodes limits via creating an infinite number of plan text additions 
Topical version of the aff solves their offense and proves the distinction—if the affirmative just expended labor and capital for building or maintaining ______ instead of raising money for those purposes, they’d meet our interpretation and would avoid the topic exploding financing part of their plan
The affirmative must directly devote human and physical capital to the project
Bivens, ’12 [4/18/12, Josh Bivens, “Public investment”, http://www.epi.org/publication/bp338-public-investments/]

America’s stock of human and physical capital, public and private, can be thought of as the most tangible representation of the nation’s wealth. It is largely what allows the U.S. workforce to produce more per hour worked than most of the rest of the world, and it is the most valuable economic legacy we pass on to future generations.

Public investment by federal, state, and local governments builds the nation’s capital stock by devoting resources to the basic physical infrastructure (such as roads, bridges, rail lines, airports, and water distribution), innovative activity (basic research), green investments (clean power sources and weatherization), and education (both primary and advanced, as well as job training) that leads to higher productivity and/or higher living standards. While private actors also invest in these areas, they do so to a much smaller degree, in part because the gains from public investment accrue not just to those undertaking the investment, but to a wide range of people and businesses.

2NC AT W/M—Infrastructure Bank

Infrastructure bank is financing not investment
Chan, et al, ’09 [March 2009, Chris Chan, Danny, Forwood, Heather Roper, Chris Sayers, “Public Infrastructure Financing: An International Perspective”, http://www.pc.gov.au/__data/assets/pdf_file/0008/86930/public-infrastructure-financing.pdf]

In many OECD countries, the financial and other activities undertaken by GTEs are not recognised in their owner-government budgets. These activities are known as ‘off-budget’ transactions, and are pervasive throughout most of the studied countries. The broad characteristics of these entities, and trends in their infrastructure financing in the studied countries, are discussed in this section. Characteristics of government trading enterprises In most OECD countries, GTEs are legally independent and notionally operate at ‘arms length’ from government. From a corporate governance perspective, the key manifestation of this independence is an independent board of directors that is responsible for setting the strategic direction of a GTE. The board appoints a chief executive officer who is responsible for investment and operational decisions (recognising that the board might wish to have the final determination in all major decisions). GTEs are involved in the provision of infrastructure and the production and provision of services in key sectors of the economy, both at the national and subnational level. They have played an important historical role in economic development in most of the studied countries. GTEs finance their public infrastructure investments through a variety of revenue sources, including:

• retained earnings — earnings not paid out as dividends or taxes that are available

for subsequent reinvestment by the GTE

• budget appropriations — public finances set aside by a legislature, on behalf of a government, and allocated to GTEs (usually as an equity injection or as payments for community service obligations)

• borrowing — debt security instruments, including those issued on behalf of the GTE by a central government borrowing agency.2
2NC AT W/M—P3s 
P3’s aren’t topical—they have the federal government raise money for the private sector to invest as opposed to federal investment
Chan, et al, ’09 [March 2009, Chris Chan, Danny, Forwood, Heather Roper, Chris Sayers, “Public Infrastructure Financing: An International Perspective”, http://www.pc.gov.au/__data/assets/pdf_file/0008/86930/public-infrastructure-financing.pdf]

Similar to privatisation, public–private partnerships (PPPs) have contributed to the shift of investment from the public to the private sector (though on a smaller scale). As noted by Clark, Elsby and Love (2001): It may be that some of the recent decline in public sector investment reflects the increased role of the Private Finance Initiative (PFI). The PFI sees a private company undertaking investment on behalf of the government, which then pays the company an income stream over several years. These payments are not classed as capital spending, so public investment appears lower than it would have been under traditional public procurement — even though the total level of publicly sponsored investment may be no different. (p. 3) As defined by the ABS (2000), infrastructure projects are classified as public or private sector according to the expected ownership of the project at the time of completion. Accordingly, projects undertaken as PPPs would be classified as private-sector investment although ownership of the asset could eventually reside with the public sector (chapter 8).

2NC AT W/M—Bonds

Bonds are classified as negative investment – the aff can’t be the sale of a government asset 

Heller, ’09 [July 2009, Peter S. Heller is the Senior Adjunct Professor of International Economics @ Paul H. Nitze School of Advanced International Studies at The Johns Hopkins University, “Public Investment: Vital for Growth and Renewal, but Should it be a Countercyclical Weapon?”, http://www.unctad.org/en/Docs/webdiae20091_en.pdf]

The challenge of classifying public investment is rendered even more complex in the context of privatization efforts, where the sale of a government asset is classified, in budgetary terms, as a “negative investment”, though in fact the transaction simply represents a reclassification of ownership.2 The complexities of measuring public investment and the changes in the definitions that have occurred over time has led the Organization for Economic Cooperation and Development (OECD), in its recent effort to analyze the linkage between public investment and growth, to rely on indicators of physical stock rather than measures of the financial value of public investment or the net value of its capital stock. Rather than being misled by a narrow budgetary classification, what is important to recognize are the ways in which governments have a responsibility in the creation of capital goods and their need to intervene, particularly when market failure leads to underspending on goods vital for the realization of public policy objectives.

2NC Topic Shift DA

Topic shift DA O/W – their interpretation moves the topic to questions over financing mechanisms which creates radically different debates from the literature because discussions of finance are a different field with different core experts, journals, and debates in the literature – the impact is topic education – they shift away from the key public policy issue over the topic
Brennan, ’96 [1996, Brennan, T. J. “Balancing present costs and future benefits’, in National Research Council, Financing Tomorrow’s Infrastructure: Challenges and Issues”, Proceedings of a Colloquium, National Academy Press, Washington, D. C., pp. 7–20, http://www.nap.edu/openbook.php?record_id=5304&page=13]

Dr. Brennan discussed the key public policy issue in infrastructure investment, i.e., deciding to commit resources to a particular project or program rather than how to finance it. Dr. Brennan emphasized that resource flows are more important than money flows. On that basis, the present preoccupation with budget deficits (which relate to money flows) as a justification for reducing infrastructure investment (resource flows) may be misplaced. He presented a tutorial on the potential consequences of these decisions indicating that how infrastructure is financed, although not the most essential issue, may indeed matter a great deal. 
Their interpretation creates debates that do not resolve the question of the resolution – debates over finance shift the discussion from the merits of infrastructure investment
Chan, et al, ’09 [March 2009, Chris Chan, Danny, Forwood, Heather Roper, Chris Sayers, “Public Infrastructure Financing: An International Perspective”, http://www.pc.gov.au/__data/assets/pdf_file/0008/86930/public-infrastructure-financing.pdf]

The provision of public infrastructure involves interrelated activities of investment, funding and financing — which all have distinct implications for economic efficiency.

• For investment, the central issue is whether or not community welfare can be improved by governments allocating resources to create, expand or augment a particular infrastructure service.

• For funding, the central issue is whether governments should depend on user charges or taxes over time to pay for the ongoing costs of infrastructure operation, including interest payments and principal repayments. Public funding makes up the gap between these costs and the revenue from user charges.

• For financing, where the decision is whether to use fiscal reserves, sell assets, raise new taxes or other revenues, or borrow to pay for the investment’s upfront costs, the central efficiency issue is which vehicle best manages project risk.

The debates under our interpretation are more important
Brennab, ’96 [1996, Brennan, T. J. “Balancing present costs and future benefits’, in National Research Council, Financing Tomorrow’s Infrastructure: Challenges and Issues”, Proceedings of a Colloquium, National Academy Press, Washington, D. C., pp. 7–20, http://www.nap.edu/openbook.php?record_id=5304&page=13]

Whether these financing effects are major first-order effects or minor second-order effects is something about which economists argue a great deal. The answer is likely to vary from context to context. The reason I offer this short review on the basic economics of deficit spending is to indicate why I believe financial issues are second order. Ultimately, we should be talking more about whether or not an investment should be made and not so much about how it should be financed—recognizing, of course, that it should be financed as efficiently as possible.
2NC AT “Debating Finance Mechanisms K2 Debating Investment”
The question of financing is irrelevant to questions of investment

Chan, et al, ’09 [March 2009, Chris Chan, Danny, Forwood, Heather Roper, Chris Sayers, “Public Infrastructure Financing: An International Perspective”, http://www.pc.gov.au/__data/assets/pdf_file/0008/86930/public-infrastructure-financing.pdf]

Irving Fisher (the Fisher Separation Theorem) postulated that investment and financing decisions can be regarded to be independent of each other — that is, productive investment opportunities that maximise present value can be determined independently of the optimal way of financing (Fisher 1930). This raises the question of whether financing decisions, in contrast with funding and investment decisions, have implications for allocative efficiency in public infrastructure investment at the economy-wide level.

2NC Limits DA

Financing makes the difference between this topic being big and this topic being unmanageable – we’ll do the math

a. Financing includes public private partnerships, several types of debt mechanisms, infrastructure banks, and the use of taxes to raise money for different trust funds
JCOT, ’11 [JOINT COMMITTEE ON TAXATION, “OVERVIEW OF SELECTED TAX PROVISIONS RELATING TO THE FINANCING OF INFRASTRUCTURE”, Public Hearing Before the SENATE COMMITTEE ON FINANCE on May 17, 2011]

The Senate Committee on Finance has announced a public hearing to examine public financing of infrastructure. This document,1 prepared by the staff of the Joint Committee on Taxation, provides a description of present-law provisions relating to certain infrastructure trust funds and their dedicated taxes, an overview of public-private partnerships and related tax considerations, and a description of tax-exempt financing that is available for certain transportation infrastructure. The document also briefly describes the now-expired Build America Bonds program, and proposals for a national infrastructure bank. There are several trust funds used to provide infrastructure, two of the most prominent being the Highway Trust Fund and the Airport and Airway Trust Fund. The Highway Trust Fund was established in 1956. It is divided into two accounts, a Highway Account and a Mass Transit Account, each of which is the funding source for specific programs. The Highway Trust Fund is funded by taxes on motor fuels (gasoline, kerosene, diesel fuel, and certain alternative fuels), a manufacturer’s tax on heavy vehicle tires, a retail sales tax on certain trucks, highway trailers and tractors, and an annual use tax for heavy highway vehicles. The Airport and Airway Trust Fund was created in 1970 to finance a major portion of Federal expenditures on national aviation programs. Excise taxes are imposed on amounts paid for commercial air passenger and freight transportation and on fuels used in commercial aviation and noncommercial aviation (i.e., transportation that is not “for hire”) to fund the Airport and Airway Trust Fund. Other infrastructure trust funds include the Harbor Maintenance Trust Fund and the Inland Waterways Trust Fund. The Harbor Maintenance Trust Fund generally is limited to financing the operations and maintenance costs for federally-authorized public harbors and channels for commercial navigation incurred by the U. S. Army Corps of Engineers. Harbor Maintenance Trust Fund expenditures have principally been for operations and maintenance costs of access channels to deep-draft harbors, i.e., dredging expenses and not channel deepening projects. Amounts in the Inland Waterways Trust Fund are available, as provided by appropriation Acts, for making construction and rehabilitation expenditures for navigation on certain inland and coastal waterways of the United States. In addition to infrastructure projects financed through the use of Federal trust funds, such projects may be financed through the use of public-private partnerships, and the use of certain debt instruments, such as bonds issued by State and local governments. The Department of Transportation defines public-private partnerships broadly to include “contractual agreements formed between a public agency and private sector entity that allow for greater private sector participation in the delivery and financing of transportation projects.” For example, a public risks for a new project, or a private firm operating a project for a period of years following construction, and obtaining an economic return based on the relative success of its management. State and local governments have shown increasing interest in public-private partnership arrangements as the cost of infrastructure development and maintenance continues to increase. Tax benefits associated with public-private partnerships include depreciation of tangible infrastructure assets and amortization of intangible assets. Debt also may be used to finance infrastructure projects. Bonds issued by State and local governments may be classified as either governmental bonds or private activity bonds. Present law does not limit the types of facilities that can be financed with governmental bonds. Thus, State and local governments can issue tax-exempt, governmental bonds to finance a broad range of transportation infrastructure projects, including highways, railways, airports, etc. However, while the types of projects eligible for governmental bond financing are not circumscribed, present law imposes restrictions on the extent to which private parties may benefit from such financing. State and local governments may issue qualified private activity bonds for certain transportation infrastructure such as airports, port facilities, mass commuting facilities, highspeed intercity rail facilities and qualified highway or surface freight transfer facilities. Another form of tax-preferred financing is the tax-credit bond. Unlike tax-exempt bonds, tax credit bonds are not interest-bearing obligations. Rather the taxpayer holding a tax credit bond on a credit allowance date is entitled to a tax credit. American Recovery and Reinvestment Act of 2009 (“ARRA”) created a new type of bond, the Build America Bond, which provided an interest payment subsidy to State and local government issuers, in lieu of a tax credit to holders, for bonds issued to finance capital projects, including the development of surface transportation infrastructure. Authority to issue Build America Bonds expired on December 31, 2010. To supplement bonds issued by State and local governments and other financing mechanisms, there are proposals to create a national infrastructure bank to provide financing to infrastructure projects of national and/or regional significance. Most recently, versions of the infrastructure bank proposal have been included among the President’s fiscal year 2012 budget proposals, in S. 652, “Building and Upgrading Infrastructure for Long-Term Development” and S. 936, the “American Infrastructure Investment Fund Act of 2011.”

b. There are over fifteen different tax mechanisms– 

Tomalty, ’07 [December 2007, Ray Tomalty, PhD, @ Co-Operative Research and Policy Services (CORPS), “Innovative Infrastructure Financing Mechanisms for Smart Growth”, http://www.smartgrowth.bc.ca/Portals/0/Downloads/sgbc-infrastructure-report-web.pdf]

There is a wide variety of financing tools that raise funds for municipal or regional infrastructure while promoting smart growth. The report briefly describes 15 tools currently in use in the US or Canada. A summary of each tool provides an overview of the mechanism, indicates what kind of infrastructure it can be applied to, describes the potential smart growth outcomes, lists the advantages and disadvantages, identifies cities where the tool is being used, and provides an information source. The report includes case studies of each of these mechanisms in action in Canada and the US. Each case study presents information on how the mechanism was used to fund infrastructure and achieve smart growth outcomes in a specific jurisdiction and offers a brief assessment of the success of the initiative, the barriers encountered and the issues that may be raised by transferring the mechanism to (other) jurisdictions in Canada. Of the case studies presented here, ten are based on longer, more detailed studies that appear in the Appendix. The full case studies provide greater detail in terms of the background conditions, context, and motivation for implementing the funding mechanism and give specifics on the financial aspects and outcomes, along with an assessment of the mechanism from the point of view of various stakeholders. The mechanisms and the jurisdictions covered are:

• High Occupancy/Toll Lanes (San Diego)

• Sector and Density Gradient Approach to

Development Cost Charges (Kelowna)

• Parking Site Tax (Vancouver)

• Land Value Taxation (Harrisburg)

• Standard Offer Contract (Toronto)

• Storm Water Utility Fee Credits
(Minneapolis)

• TOD Policy Leveraging (San Francisco)

• Fuel Tax Transfer (Edmonton)

• Tax Increment Financing (Portland)

• Tax Base Sharing (Minneapolis)

• Vehicle Registration Surcharges
(Montreal)

• Commuter Tax (Philadelphia)

• Tax-Exempt Tax Revenue Bonds (Denver)

• Local Option Sales Tax (Denver)

• Grant Anticipation Revenue Vehicles
(New Jersey)

c. There are 7 different models of P3s 

Chiedu, ’11 [6/23/11, KEYNOTE ADDRESS BY DR. KINGSLEY CHIEDU, THE MOGHALU DEPUTY GOVERNOR (FINANCIAL SYSTEM STABILITY) CENTRAL BANK OF NIGERIA AT PUBLIC-PRIVATE FORUM ON PPP, “TAKING INFRASTRUCTURE FINANCE TO TH NEXT LEVEL”]

Budgetary support via Public Private Partnership (PPP): various forms of PPP models such as:
 Build–Transfer (BT) – government contracts with a private partner to design and build a facility in accordance with the requirements set by the government. Upon completion the government assumes responsibility for operating and maintaining the facility

 Build-Lease-Transfer (BLT) – under this model, the facility is leased to the public sector until the lease is fully paid, at which time the asset is transferred to the public sector at no additional cost. The public sector retains responsibility for operations during the lease period

 Build-Transfer-Operate (BTO) – the private sector designs and builds a facility. Once the facility is completed, the title for the new facility is transferred to the public sector, while the private sector operates the facility for a specified period

 Build-Operate-Transfer (BOT) – this model combines the responsibilities of BT with those of facility operations and maintenance by private sector partner for a specified period. At the end of the period, the public assumes operating responsibility

 Build-Own-Operate-Transfer (BOOT) – the government grants a private partner a franchise to finance, design, build and operate a facility for a specific period of time. The ownership of the facility goes back to the public at the end of that period

 Build-Own-Operate (BOO) – in this model, the government grants a private entity the right to finance, design, build, operate and maintain a project. This entity retains ownership of the project

 Design-Build-Finance-Operate/Maintain (DBFO/M) – Under this model the private sector designs, builds, finances, operates and and/or maintains a new facility under a long term lease. At the end of the lease term the facility is transferred to the public sector.

d. 12 different types of bonds for the purpose of infrastructure

Behr, ’09 [August 2009, Jeanette Behr is a research attorney with the League of Minnesota Cities, Jeanette Behr, “Financing Infrastructure Projects”, www.lmc.org/media/document/1/financing_infrastructure.pdf]
The new kid on the block in municipal bonding is Direct Payment Build America Bonds (BABs). The American Recovery and Reinvestment Act of 2009 created this new program, which authorizes state and local governments to issue Build America Bonds as taxable bonds until Dec. 31, 2010, to finance any capital expenditures for which they otherwise could issue tax-exempt governmental bonds. Cities issuing a BAB receive a direct federal payment for a portion of their borrowing costs from the U.S. Treasury equal to 35 percent of the interest the city pays to investors. There are many other types of more common obligations cities may use, including but not limited to:

■ General obligation (GO) bonds. These bonds are legally backed by the full faith and credit of the city, meaning the city has the power to use its taxing power, if necessary, to repay the debt. The disadvantage of GO bonds is that they may require an affirmative vote from residents.

■ Revenue bonds. Also known as limited obligation bonds, revenue bonds are legally tied to a specific revenue source. For example, charges for water and sewer may help pay back the principal and interest on revenue bonds used to improve the waterworks system.

■ GO temporary bonds. These are short-term bonds a city may issue when there is a gap between doing the work and receiving the money to pay for it. For example, a temporary bond pays up-front costs for an infrastructure project when a city has an approved grant or loan from a state or federal agency, but those funds are not available until the project is completed.

■ GARVEE bonds. Cities may borrow money in anticipation of the receipt of federal transportation grants by issuing grant anticipation revenue vehicle bonds (GARVEE bonds). Under this funding tool, a city may borrow on behalf of the state agency that is to receive the federal grants (i.e., the state agency pledges to pay the grant money to the city).

■ 429 improvement bond— special assessment bonds. These are general obligation bonds that pledge collections from special assessments against benefited properties as security, but are also backed by a general obligation pledge.

■ Street reconstruction bonds. If a city has at least a five-year street reconstruction plan that describes the street projects to be financed, it may issue bonds to do so without a vote, but only after a public hearing. Street reconstruction includes utility replacement, relocation, and other activities incidental to the street reconstruction.

■ Property tax abatement bonds. This type of bond authorizes the issuance of bonds to be paid back with the funds collected by tax abatements. The term “abatement” is misleading, as the tax is not forgiven or abated. The tax is paid normally, but the amount of property tax levied by the city is used to pay for the bonds.

■ GO tax increment bond. Tax increment financing (TIF) is a broadly applicable financing tool that funds more than local improvements. Basically, this bond segregates certain tax dollars from a defined area in the city for use in developing and improving the area.

■ Disposal system bond. Limited to sewer projects, these bonds allow bond principal and interest to be paid from taxes or a portion from taxes, net revenues, and special assessments.

■ 501(c)(3) bonds. Cities may offer tax-exempt bond financing for capital improvement projects to nonprofit organizations. Projects can include new facility construction and additions to existing facilities. Typical borrowers include museums and other community organizations that are tax-exempt under Section 501(c)(3) of the Internal Revenue Code.
e. Multiple different types of infrastructure banks

Thomasson, ’11 [October 12, 2011, UNITED STATES HOUSE OF REPRESENTATIVES COMMITTEE ON TRANSPORTATION AND INFRASTRUCTURE, Hearing before the Subcommittee on Highways and Transit, “National Infrastructure Bank: More Bureaucracy and Red Tape”, Testimony of Scott Thomasson, Economic and Domestic Policy Director Progressive Policy Institute “The National Infrastructure Bank: Separating Myths from Realities”]
The national infrastructure bank is an approach that has been adopted by developed countries around the world to facilitate investment in new transportation projects and other types of infrastructure, with strong track records of success. Many states in the U.S. have also established their own versions of infrastructure banks, with more being added and expanded every year. There is also strong support for a national infrastructure bank from a broad coalition of top corporate CEOs, Wall Street investors, organized labor, and local government leaders.
2NC Ground DA

Ground DA O/W – infrastructure financing is core negative topic ground – they kill all private sector mechanism counterplans like the P3s, bonds, and Infrastructure Bank CP – deprives the negative’s ability to test the word investment in the resolution which is a key aspect of the negative arsenal – additionally, core DAs like politics and spending are based off deficit spending links which their interpretation avoids – affirmatives get first and last speech and a structural prep disparity which make core generics key
2NC Extension Cards
Infrastructure investment is defined as the total amount of capital added 

Chakraborty, ’07 [October 2007, Lekha S. Chakraborty, “Fiscal Deficit, Capital Formation, and Crowding Out in India: Evidence from an Asymmetric VAR Model”, http://www.levyinstitute.org/pubs/wp_518.pdf
The public capital formation in India is nonhomogeneous in nature and can be broadly divided into infrastructure and noninfrastructure investment. Following Parker (1995), public infrastructure investment is defined as the aggregate of capital formation in agriculture, electricity, water supply, oil and transport, and communication. While the public noninfrastructure is defined as capital formation in manufacturing, mining and quarrying, trade, hotels and restaurant, finance and insurance, etc.
Investment requires spending on the actual goods for the infrastructure itself

Riliey, ’06 [Geoff Riley, Eton College, September 2006, “Capital Investment and Spending”, http://tutor2u.net/economics/revision-notes/as-macro-capital-investment-spending.html
	

	


Definition of Capital Investment

Capital investment is defined as spending on capital goods such as new machinery, buildings and technology so that the economy can produce more consumer goods in the future.

A broader definition of investment would encompass spending on improving the human capital of the workforce - for example extra investment in training and education to improve the skills and competences of workers.

Most economists agree that investment is vital to promoting long-run economic growth through improvements in productivity and a country’s productive capacity.

Infrastructure Investment requires direct expenditure into infrastructure

Heller, ’09 [July 2009, Peter S. Heller is the Senior Adjunct Professor of International Economics @ Paul H. Nitze School of Advanced International Studies at The Johns Hopkins University, “Public Investment: Vital for Growth and Renewal, but Should it be a Countercyclical Weapon?”, http://www.unctad.org/en/Docs/webdiae20091_en.pdf]
What types of expenditure can be characterized as public investment? This is less obvious than might appear at first glance. In principle, the normal distinction between capital and current outlays would apply, with the former relating to any expenditure whose productive life extends into the future. Thus, much public investment takes the form of infrastructural outlays – for road and rail networks, ports, bridges, energy-generating plants, telecommunications structures, water and sanitation networks, government buildings – which can have a productive life of several decades. Such outlays range from small, one-off, limited infrastructural projects that can be implemented within a year to more complex projects that take place over decades – so-called “mega projects” (the Boston “Big Dig”, the Netherlands’ dike schemes, Heathrow Terminal 5, the Chunnel, etc.). As in the private sector, governments may invest in machinery and equipment – computers, laboratory equipment, even textbooks – whose life span is much shorter.

2NC “Its” Violation
It’s means possession

The American Heritage® Dictionary of the English Language, 2009, Fourth Edition, http://dictionary.reference.com/browse/its 

its (ĭts) adj. The possessive form of it. Used as a modifier before a noun: The airline canceled its early flight to New York.

They can’t share possession (P3s)
a. Exclusive Modifier
Frey ‘28 (Judge—Supreme Court of Missouri, Supreme Court of Missouri,

320 Mo. 1058; 10 S.W.2d 47; 1928 Mo. LEXIS 834, Lexis)

In support of this contention appellant again argues that when any ambiguity exists in a will it is the duty of the court to construe the will under guidance of the presumption that the testatrix intended her property to go to her next of kin, unless there is a strong intention to the contrary. Again we say, there is intrinsic proof of a  [*1074]  strong intention to the contrary. In the first place, testatrix only named two of her blood relatives in the will and had she desired [***37]  them to take the residuary estate she doubtless would have mentioned them by name in the residuary clause. In the second place, if she used the word "heirs" in the sense of blood relatives she certainly would have dispelled all ambiguity by stating whose blood relatives were intended. Not only had  [**53]  she taken pains in the will to identify her own two blood relatives but she had also identified certain blood relatives of her deceased husband. Had it been her intention to vest the residuary estate in her blood relatives solely, she would certainly have used the possessive pronoun "my" instead of the indefinite article "the" in the clause, "the above heirs." 

b. “Its” modifies a singular noun – possession has to be only the USFG
Modeleski, Account for Better Citizenship founder, 92  (Mitch, memo to John Alden, "Sovereignty and the Matrix," 5-28-92, http://www.supremelaw.org/copyrite/deoxy.org/fz/p.htm, mss)

There are three official definitions of  "United  States",  only two  of which are singular nouns (the nation and the federal  zone).   Using grammatical rules, the term "its jurisdiction" can only apply  to the  nation or to the federal zone, but not to the  50 States  (because the  50 States  are plural).
2NC AT Aff Ground

Affirmative doesn’t reduce the quality of ground—just the size

Our interpretation allows for capital outlays towards infrastructures— Topical affirmatives are affs that just directly put money or resources into the construction or procurement of infrastructure assets – 
Heller, ’09 [July 2009, Peter S. Heller is the Senior Adjunct Professor of International Economics @ Paul H. Nitze School of Advanced International Studies at The Johns Hopkins University, “Public Investment: Vital for Growth and Renewal, but Should it be a Countercyclical Weapon?”, http://www.unctad.org/en/Docs/webdiae20091_en.pdf]

What types of expenditure can be characterized as public investment? This is less obvious than might appear at first glance. In principle, the normal distinction between capital and current outlays would apply, with the former relating to any expenditure whose productive life extends into the future. Thus, much public investment takes the form of infrastructural outlays – for road and rail networks, ports, bridges, energy-generating plants, telecommunications structures, water and sanitation networks, government buildings – which can have a productive life of several decades. Such outlays range from small, one-off, limited infrastructural projects that can be implemented within a year to more complex projects that take place over decades – so-called “mega projects” (the Boston “Big Dig”, the Netherlands’ dike schemes, Heathrow Terminal 5, the Chunnel, etc.). As in the private sector, governments may invest in machinery and equipment – computers, laboratory equipment, even textbooks – whose life span is much shorter.

Provides an adequately sized topic that allows all core advantages—every type of transportation infrastructure is included which is the best source of aff advantage ground and strategic innovation is allowed—you just can’t use financing mechanisms
2NC Financing Clarification/AT “This is Just Funding O-Spec”

The aff can specify where the money comes from – they just can’t take an action to raise money for that source – ie if there was a trust fund that provided funds for transportation infrastructure investment, they can specify to invest from that trust, but they can’t take the action of implementing a gas tax or a public private partnership in order to raise money for that trust to fund the plan

Financing is the acquisition of resources for the investment, not the specification of resources
Chan, et al, ’09 [March 2009, Chris Chan, Danny, Forwood, Heather Roper, Chris Sayers, “Public Infrastructure Financing: An International Perspective”, http://www.pc.gov.au/__data/assets/pdf_file/0008/86930/public-infrastructure-financing.pdf]

Financing The acquisition of monetary resources to undertake capital investments.

T—Categories 
1NC T—Categories

Interpretation—Transportation  infrastructure investment is limited to highway, transit, railroad, freight, and port access
FHWA, ’12 [Federal Highway Administration, NOTE: Date Last Updated is 06/04/12, “TIFIA Defined”, http://www.fhwa.dot.gov/ipd/tifia/defined/]

The Transportation Infrastructure Finance and Innovation Act (TIFIA) program provides credit assistance for qualified projects of regional and national significance. Many large-scale, surface transportation projects - highway, transit, railroad, intermodal freight, and port access - are eligible for assistance. Eligible applicants include state and local governments, transit agencies, railroad companies, special authorities, special districts, and private entities. The TIFIA credit program is designed to fill market gaps and leverage substantial private co-investment by providing supplemental and subordinate capital. Each dollar of Federal funds can provide up to $10 in TIFIA credit assistance and support up to $30 in transportation infrastructure investment.
Violation—The affirmative does _____ which falls under Water or Energy infrastructure
AJA, ’11 [“American Jobs Act”, 9/12/11, http://www.whitehouse.gov/sites/default/files/omb/legislative/reports/american-jobs-act.pdf
(9) INFRASTRUCTURE PROJECT-

(A) IN GENERAL- The term `eligible infrastructure project' means any non-Federal transportation, water, or energy infrastructure project, or an aggregation of such infrastructure projects, as provided in this Act.

(B) TRANSPORTATION INFRASTRUCTURE PROJECT- The term `transportation infrastructure project' means the construction, alteration, or repair, including the facilitation of intermodal transit, of the following subsectors:

(i) Highway or road.

(ii) Bridge.

(iii) Mass transit.

(iv) Inland waterways.

(v) Commercial ports.

(vi) Airports.

(vii) Air traffic control systems.

(viii) Passenger rail, including high-speed rail.

(ix) Freight rail systems.

(C) WATER INFRASTRUCTURE PROJECT- The term `water infrastructure project' means the construction, consolidation, alteration, or repair of the following subsectors:

(i) Waterwaste treatment facility.

(ii) Storm water management system.

(iii) Dam.

(iv) Solid waste disposal facility.

(v) Drinking water treatment facility.

(vi) Levee.

(vii) Open space management system

(D) ENERGY INFRASTRUCTURE PROJECT- The term `energy infrastructure project' means the construction, alteration, or repair of the following subsectors:

(i) Pollution reduced energy generation.

(ii) Transmission and distribution.

(iii) Storage.

(iv) Energy efficiency enhancements for buildings, including public and commercial buildings.

(E) BOARD AUTHORITY TO MODIFY SUBSECTORS- The Board of Directors may make modifications, at the discretion of the Board, to the subsectors described in this paragraph by a vote of not fewer than 5 of the voting members of the Board of Directors.
Vote Negative

a. Topic Shift – their interpretation moves the topic to other areas of infrastructure and renders the word “transportation” meaningless – kills the core of the topic education
b. Limits – Water and energy infrastructure are their own topics – each specific infrastructure with different mechanisms for investment collapses any stable limit on the topic

2NC O/V

Topical affirmatives must increase transportation infrastructure investment as opposed to water, energy, utilities, or communication infrastructure investment – limited to highway, transit, railroad, intermodal freight, and port infrastructure—that’s FHWA
The affirmative invests in ____ which isn’t under transportation infrastructure—that’s the American Jobs Act
Federal code is the gold standard for evidence precision—proves our interpretation reflects the way policymaking operates which best reflects the topic core
Here’s a caselist

AJA, ’11 [“American Jobs Act”, 9/12/11, http://www.whitehouse.gov/sites/default/files/omb/legislative/reports/american-jobs-act.pdf
TRANSPORTATION INFRASTRUCTURE GRANTS AND FINANCING.—

(1) IN GENERAL.--There is made available to the Secretary of Transportation $5,000,000,000 for capital investments in surface transportation infrastructure. The Secretary shall distribute funds provided under this subsection as discretionary grants to be awarded to State and local governments or transit agencies on a competitive basis for projects that will have a significant impact on the Nation, a metropolitan area, or a region. 

(2) FEDERAL SHARE; LIMTATION ON OBLIGATIONS.--The Federal share payable of the costs for which a grant is made under this subsection, shall be 100 percent.

(3) AVAILABILITY.--The amounts made available under this subsection shall be available for obligation until the date that is two years after the date of the enactment of this Act. The Secretary shall obligate amounts totaling not less than 50 percent of the funds made available within one year of enactment and obligate remaining amounts not later than two years after enactment.

(4) PROJECT ELIGIBILITY.--Projects eligible for funding provided under this subsection include--

(A) highway or bridge projects eligible under title 23, United States Code, including interstate rehabilitation, improvements to the rural collector road system, the reconstruction of overpasses and interchanges, bridge replacements, seismic retrofit projects for bridges, and road realignments;

(B) public transportation projects eligible under chapter 53 of title 49, United States Code, including investments in projects participating in the New Starts or Small Starts programs that will expedite the completion of those projects and their entry into revenue service;

(C) passenger and freight rail transportation projects; and

(D) port infrastructure investments, including projects that connect ports to other modes of transportation and improve the efficiency of freight movement.
Reading their affirmative as a counterplan solves their offense
2NC AT W/M

Even if the affirmative increases the ability of something to be transported somewhere they do it using infrastructure that’s not classified as transportation infrastructure—in federal policy the aff would be classified under the category of _____ infrastructure, which is the litmus test
2NC AT W/M—AT “Not Exclusive”
Water/energy/communications infrastructure is explicitly non-transportation
Poole, ’11 [Reason Foundation Policy Brief, April 2011, Robert W. Poole, Jr. is the director of transportation policy and Searle Freedom Trust Transportation Fellow at Reason Foundation, the free market think tank he founded. Poole, an MIT trained engineer, has advised the previous four presidential administrations on transportation and policy issues. In the field of surface transportation, Poole has advised the Federal Highway Administration, the Federal Transit Administration, the White House Office of Policy Development, National Economic Council, Government Accountability Office and state DOTs in numerous states, “Transportation Infrastructure Finance and Innovation Act (TIFIA) Policy Brief” http://reason.org/files/transportation_infrastructure_finance_brief.pdf]

For several years the Administration and various members of Congress have proposed some form of new entity to be called an “infrastructure bank.” Most of these proposals, including the latest one from the Administration, would make grants as well as loans, therefore not meeting the normal definition of a “bank.” The Kerry/Hutchison proposal for an American Infrastructure Financing Authority (AIFA) would actually operate as a bank, providing only loans and loan guarantees for up to 50% of total project cost. Like TIFIA, it would require a project’s senior debt to be investment-grade in order to qualify for a subordinated AIFA loan. And whereas TIFIA is limited to surface transportation infrastructure, the AIFA would offer loans for transportation, water, energy and communications infrastructure. At this juncture, TIFIA is a proven program that could play a more significant role if revised in accordance with the recommendations discussed above. The proposed AIFA is an improvement over most previous infrastructure bank proposals, since it incorporates many of the key concepts that have made TIFIA successful. But unless Congress wants to significantly expand the federal government’s role in financing non-transportation infrastructure, it would be wiser to simply improve TIFIA, leaving the focus on transportation.
2NC AT W/M—Telecommunications/Utilities
Their aff falls under communications or utilities infrastructure – 

IEDC ’01 (International Economic Development Council, Economic Development Reference Guide: Infrastructure, http://www.iedconline.org/?p=Guide_Infrastructure

Infrastructure encompasses existing transportation, communication and utility networks. Rebuilding the physical infrastructure of a community improves the local business climate and is critical to the redevelopment of distressed neighborhoods. Infrastructure gets people to their jobs and goods and services to their markets. Many distressed neighborhoods suffer from inadequate infrastructure, decreasing their access to economic opportunities and their ability to integrate into wider city, national, and international markets. Programs to build roads, provide water and waste removal, and offer telecommunications services all bestow substantial economic benefits such as job and business creation and retention to a community. Additionally, modernizing physical infrastructure can help improve the image of a distressed neighborhood. Transportation infrastructure includes: Roads Light transit rail networks, inter city, state passenger railways Airports Waterways and ports Bus services Communication infrastructure includes: Copper wire for telecommunications, installed by telecommunications companies High bandwidth and fiber optic cable capable of carrying voice, data and video streams Satellite communications and microwave antenna Mobile phone networks Local area networks (LAN)Utility infrastructure includes: Electric power Water and sewage treatment Natural gas lines.

2NC Topic Shift DA

The distinction is significant – transportation infrastructure investment is largely public, while utilities are largely a private sector initiative 

CBO, ’08 [This paper is an adaptation of Current and Future Investment in Infrastructure, the statement of Peter R. Orszag, Director of the Congressional Budget Office, before the Committee on the Budget and the Committee on Transportation and Infrastructure of the U.S. House of Representatives (May 8, 2008). A CBO Paper, May 2008, “Issues and Options in Infrastructure Investment”, http://www.cbo.gov/sites/default/files/cbofiles/ftpdocs/91xx/doc9135/05-16-infrastructure.pdf]

Under any definition, “infrastructure investment” encompasses spending on a variety of projects. For present purposes, it is useful to distinguish transportation, which receives the bulk of federal support, from other types of infrastructure, such as utilities. Both types of assets promote other economic activities: An adequate road, for example, facilitates the transport of goods from one place to another and thereby promotes economic activity; utilities that provide such services as electricity, telecommunications, and waste disposal are also essential to modern economies. (Appendix A describes spending on research and development and on education. Those categories form the basis for supporting intellectual and human capital, respectively, and can provide benefits that are similar to those generated by infrastructure spending.)

The most recent comprehensive data, for 2004, indicate that total capital spending from all sources on transportation, utilities, and selected other public facilities— specifically, prisons, schools, and facilities related to water and other natural resources, such as dams—was more than $400 billion in 2004 (see Table 1).1 The federal government financed about $60 billion (including federal grants to state and local governments), or roughly 15 percent of the total.2 State and local governments (net of the federal grants) funded 42 percent of the investment, and the private sector provided the balance. Those funding shares have changed over time and vary greatly from one infrastructure category to another.

Federal spending on infrastructure is dominated by transportation, which accounted for nearly three-quarters of the roughly $60 billion total federal investment in infrastructure in 2004. Highways alone accounted for nearly half of the total. Spending by state and local governments that year was primarily for schools, highways, and water systems. Together, those categories accounted for about $135 billion in state and local government spending, which is about 80 percent of the $170 billion spent on infrastructure by state and local governments. 

In contrast, private-sector investment in infrastructure is dominated by spending on energy and telecommunications, which in 2004 represented nearly 80 percent of the sector’s total infrastructure spending of about $175 billion. Private entities provide most of the nation’s electricity and telecommunications services (typically, under federal or state regulation) and account for nearly all capital spending on those utilities.

2NC Limits DA

Limits DA O/W—their interpretation creates a second topic over the merits of non-transportation infrastructure – justifies affirmatives that do anything related to any type of physical asset—demolishes negative strategy forcing stale debates as negatives race the affirmatives away from the topic 
2NC Limits DA—Energy
Energy is its own topic with debates distinct from transportation – different combinations of technologies, fuel, and the choice of generation, transmission, and distribution

Gardett, ’12 [5/10/12, Peter Gardett, Managing Editor, AOL Energy, has spent over a decade covering all areas of the energy industry, “Four Things That Are Different About Electricity Infrastructure”, http://energy.aol.com/2012/05/10/four-things-that-are-different-about-electricity-infrastructure/
While investing in water or transportation infrastructure has links to energy both in the way deals are structured and in how the actual assets impact each other, energy infrastructure has some key differences, highlighted by the American Society of Civil Engineers in its recent report on Investment Trends in Electricity Infrastructure.

The sheer complexity of energy investing has become even more confounding for private companies and governments in recent years, as former EDF Chairman and CEO and current World Energy Council Chairman Pierre Gadonneix told AOL Energy at the World Energy Leaders Summit in Istanbul recently. For more coverage of WELS and analysis of the increasingly "networked" global energy future read more here.

ASCE has identified four key differences for electricity infrastructure:

Private ownership: Most electric energy infrastructure is privately owned by for-profit, investor-owned utilities. That doesn't mean that power companies can do as they please, though. "Even with private ownership and operation, the rates that local utilities charge is generally regulated by state agencies, and there is also federal and state regulatory oversight of the operation of generating facilities and transmission systems," ASCE points out.

Technology choices for electricity generation: Even when limited by choosing one fuel type over another, the choices and trade-offs for generators choosing technologies are complex. A further layer of complexity is added by the potential for increased use of distributed generation that interacts very differently with the larger grid than the centralized "hub and spoke" system of power generation and delivery historically popular in the US.

Change is happening faster for electric energy infrastructure: While opening up possibilities for companies to become more protected against the failure of any one kind of fuel supply chain or technology, the proliferation of choice is also posing a unique degree of uncertainty for a sector also grappling with a shifting regulatory structure. (Read more about the ever-evolving shape of US power regulations here). "Uncertainty about future prices of fossil fuels, regulations controlling greenhouse gas emissions, and rate of adoption for more renewable power portfolio options can all make it more difficult to forecast the future technology mix and its cost implications."

Deregulation has complicated the supply chain: Generation, transmission and distribution form the three major elements of electric energy infrastructure, and all have been disaggregated to various degrees by several decades of steady deregulation and occasional bouts of re-regulation. As customers receive more-itemized bills that break out their costs into those three elements a growing number are choosing to own generation equipment that "minimizes or eliminates their reliance on central power generation and transmission systems at least part of the time," ASCE said.

2NC Limits DA—Pipelines
Including pipelines destroys limits

a. 458,000 miles of pipelines and three categories of fuel – natural gas, crude oil, and petroleum products
PHMSA, ’11 [05/19/11, US Department of Transportation Pipeline and Hazardous Materials Safety Administration, “The State of the National Pipeline Infrastructure”, http://opsweb.phmsa.dot.gov/pipelineforum/docs/Long%20Version%20Preliminary%20Report%20on%20Infrastructure%20040711draftwDecadeCauseCharts.pdf]
Over the past 70 years, a nationwide system of gathering and transmission pipelines has been constructed to transport almost 100 percent of the natural gas and about 66 percent of the ton-miles of oil and refined petroleum products consumed in the United States. The majority of these hazardous liquid and gas products are transported via large diameter steel transmission pipelines. Approximately 294,000 miles of onshore gas transmission pipelines and 164,000 miles of onshore hazardous liquid pipelines move natural gas, crude oil, and petroleum products throughout the U.S. every day. These pipelines transport commodities from producers, refiners, and processors to industrial and commercial end users, as well as to terminals and distribution companies.
b. Multiple subsets of crude oil and petroleum fuel and multiple areas of the infrastructure
PetroStrategies, No Date [PetroStrategies provides information on the economics, processes and driving forces in the oil and gas industry for consumers, industry professionals and students.,“Oil Transportation”, http://www.petrostrategies.org/Learning_Center/oil_transportation.htm#Oil Pipelines]
Pipelines are the most efficient method to transport crude oil and refined products. Pipelines are used to move crude oil from the wellhead to gathering and processing facilities and from there to refineries and tanker loading facilities. Product pipelines ship gasoline, jet fuel, and diesel fuel from the refinery to local distribution facilities.

Crude oil is collected from field gathering systems consisting of pipelines that move oil from the wellhead to storage tanks and treatment facilities where the oil is measured and tested. From the gathering system the crude oil is sent to a pump station where the oil delivered to the pipeline. The pipeline may have many collection and delivery points along route. Booster pumps are located along the pipeline to maintain the pressure and keeps the oil flowing. The delivery points may be refineries, where the oil is processed into products, or shipping terminals, where the oil is loaded onto tankers.

A pipeline may handle several types of crude oil. The pipeline will schedule its operation to ensure that the right crude oil is sent to the correct destination. The pipeline operator sets the date and place when and where the oil is received and the when the oil will arrive at its destination. Crude oil may also move over more than one pipeline system as it journeys from the oil field to the refinery or shipping port. Storage is located along the pipeline to ensure smooth continuous pipeline operation.

After crude oil is converted into refined products such as gasoline, pipelines are used to transport the products to terminals for movement to gasoline stations. In addition to gasoline, products pipelines are used to ship diesel fuel, home heating fuel, kerosene, and jet fuel. Because product pipelines are used to move many different products, the different types of products are shipped in batches.

c. Five different types of natural gas pipelines
Sunshine, No Date [Wendy Lyons Sunshine, “5 Types of Natural Gas Pipelines”, http://energy.about.com/od/drilling/a/5-Types-Of-Natural-Gas-Pipelines.htm]
Natural gas travels from the wellhead to end consumers through a series of pipelines. These pipelines -- including flowlines, gathering lines, transmission lines, distribution lines, and service lines -- carry gas at varying rates of pressure.
2NC Limits DA—Water
Water infrastructure affs wrecks the topic
a. Tons of different types of bodies of water to build infrastructure
Monsma, et al. ’09 [“A report of the Aspen Institute’s Dialogue on Sustainable Water Infrastructure in the U.S. May, 2009”, David Monsma, Executive Director, Regan Nelson, Project Manager, Ray Bolger, Rapporteur, “SUSTAINABLE WATER SYSTEMS: STEP ONE - REDEFINING THE NATION'S INFRASTRUCTURE CHALLENGE”, .http://www.cswea.org/Aspen%20Institute%20Water%20Infrastructure%20Report%208-09.pdf]
The traditional 19th and 20th century definition of water infrastructure focused mainly on physical structures associated with drinking water supply and distribution, and collection and disposal of wastewater and storm water. The participants of the Aspen Dialogue suggest that this definition, which stops at a pipe’s end, is too narrow. The 21st century definition of sustainable water infrastructure includes the traditional man-made or built infrastructure components and the natural infrastructure, such as rivers, lakes, streams, groundwater aquifers, floodplains, floodways, wetlands, and the watersheds that serve or are affected by water and wastewater systems. A sustainable water infrastructure integrates the traditional components with the protection and restoration of natural systems, conservation and efficiency, reuse and reclamation, and the active incorporation of new decentralized technologies, green infrastructure and low impact development to ensure the long-term reliability and resilience of our water resources. Sound practice will result in enhancing the triple bottom line of economic, social and environmental sustainability.
b. Tons of different mechanisms all distinct from transportation infrastructure

AJA, ’11 [“American Jobs Act”, 9/12/11, http://www.whitehouse.gov/sites/default/files/omb/legislative/reports/american-jobs-act.pdf
 (C) WATER INFRASTRUCTURE PROJECT- The term `water infrastructure project' means the construction, consolidation, alteration, or repair of the following subsectors:

(i) Waterwaste treatment facility.

(ii) Storm water management system.

(iii) Dam.

(iv) Solid waste disposal facility.

(v) Drinking water treatment facility.

(vi) Levee.

(vii) Open space management system
c. Investment in water infrastructure is discussed and done differently from investment in transportation infrastructure – proves their interpretation shifts from the topic core and creates an unpredictable research burden

Mallett et al, ’12 – Specialist in Transportation Policy [4/13/12, Claudia Copeland is a Specialist in Resources and Environmental Policy, William J. Mallett is a Specialist in Transportation Policy, Steven Maguire is a Specialist in Public Finance, “Legislative Options for Financing Water Infrastructure”, http://www.fas.org/sgp/crs/misc/R42467.pdf]

One option for supporting investment in water infrastructure is the creation of a program modeled on the Transportation Infrastructure Finance and Innovation Act (TIFIA) Program. As the name suggests, only transportation projects are eligible for TIFIA assistance, but operation of the TIFIA program over the past 14 years has generated interest in creating a similar program for water infrastructure, a so-called Water Infrastructure Finance and Innovation Act (WIFIA) Program.16 TIFIA, enacted in 1998 as part of the Transportation Equity Act for the 21st Century (TEA-21; P.L. 105-178), provides federal credit assistance up to a maximum of 33% of project costs in the form of secured loans, loan guarantees, and lines of credit (23 U.S.C. 601 et seq.). Transportation projects costing at least $50 million (or at least $15 million in the case of Intelligent Transportation Systems projects) are eligible for TIFIA financing. Projects must also have a dedicated revenue stream to be eligible for credit assistance. TIFIA can provide senior or subordinated debt. The senior debt obligations for the project must receive an investment grade rating from a nationally recognized credit agency. The TIFIA program is currently funded at $122 million annually and is administered by the Department of Transportation (DOT). Project selection authority rests with the Secretary of Transportation, who is advised by a 13-member Credit Council comprised of senior DOT officials. Projects are evaluated on eight criteria with different weights: private participation (20%); environmental impact (20%); national or regional significance (20%); project acceleration (12.5%); creditworthiness (12.5%); use of new technologies (5%); reduced federal grant assistance (5%); and consumption of budget authority (5%).

2NC Limits DA—Telecommunications
Telecommunications infrastructure is massive

TWG, ’07 [8/17/07, Telecommunications Working Group @ Virginia Tech, “Information and Communications Infrastructure” http://www.vtnews.vt.edu/documents/2007-08-22_communications_infrastructure.pdf]
The events of April 16, 2007 and the response, investigation, and recovery at Virginia Tech that followed placed extraordinary demands on telecommunications network resources and university Information Technology professionals. This report provides a comprehensive inventory and analysis of the communications infrastructure and information systems used during this time period. It addresses resources depended upon by emergency responders, investigating law enforcement officers, university officials, media, faculty, staff, students, and families of the university community. It includes information about communications resources owned and operated by the University and relevant resources owned and operated by providers and responders. To prepare this report, Earving L. Blythe, Vice President of Information Technology at Virginia Tech convened a Telecommunications Working Group (Working Group) including a broad group of experts representing information technology (IT), law enforcement, and university administration.

The report examines multiple areas including:

􀁸 Data Communications Utilization and Performance

􀁸 Web Communications Utilization and Performance

􀁸 Radio Communication Systems Utilization and Performance

􀁸 911 Systems Utilization and Performance

􀁸 Cellular Service Utilization and Performance

􀁸 Traditional Telephone Service Utilization and Performance

􀁸 Video, Campus Cable Television, and Related Systems Utilization and

Performance

􀁸 Information Technology Support Services

􀁸 Data Preservation

􀁸 Data Retrieval

􀁸 Managing Personal Information

􀁸 Response Centers

􀁸 Cyber-Security

􀁸 VT Alerts Automated Notification System

The main body of the report presents a summary of findings and tactical recommendations drawn from the comprehensive area reports which are presented as appendices.

2NC Extension Cards

Transportation infrastructure investment is distinct from water and energy transportation

Heintz, ’09 [January 2009, James Heintz is an Associate Research Professor & Associate Director, Robert Pollin is the Professor of Economics & Co-Director, and Heidi Garrett-Peltier is a Research Assistant, “How Infrastructure Investments Support the U.S. Economy: Employment, Productivity and Growth” Political Economy Research Institute, http://americanmanufacturing.org/files/peri_aam_finaljan16_new.pdf]

In the previous section we looked at trends and patterns of public investment since 1950. We now examine what levels of infrastructure 

investment are required in the future to address expected needs and to fill the gap left by inadequate rates of past investment. We will then use this assessment of needs to develop policy scenarios and to estimate the employment impacts of an expanded infrastructure investment program. We will show, in later sections of the report, that a program of accelerated investment which aims to eliminate the country’s infrastructure deficit can generate millions of new jobs. In this section we focus on four broad categories of infrastructure and specific areas of investment within each category. The infrastructure categories are:

1. Transportation: the road system; railroads; aviation; mass transit; and inland waterways and

levees;

2. Public school buildings;

3. Water infrastructure: drinking water, wastewater, and dams;

4. Energy: electrical transmission, through all sources, including renewables, and natural gas

pipeline construction.

Their aff is under utility infrastructure, which is distinct from transportation infrastructure

CBO, ’08 [This paper is an adaptation of Current and Future Investment in Infrastructure, the statement of Peter R. Orszag, Director of the Congressional Budget Office, before the Committee on the Budget and the Committee on Transportation and Infrastructure of the U.S. House of Representatives (May 8, 2008). A CBO Paper, May 2008, “Issues and Options in Infrastructure Investment”, http://www.cbo.gov/sites/default/files/cbofiles/ftpdocs/91xx/doc9135/05-16-infrastructure.pdf]

Different observers have different definitions of “infrastructure,” but as discussed in this paper, infrastructure consists of transportation systems (highways, roads, air, water, and rail), utilities (water, gas, electricity, and telecommunications), and some other kinds of public facilities (schools, postal facilities, and prisons). The national investment in infrastructure defined this way is more than $400 billion per year, of which about $60 billion is funded by the federal government, primarily for highways and other transportation networks.

Transportation infrastructure is distinct from utilities, pipelines, and communications

Babson, ’11 [May 2011, Adam Babson, Senior Portfolio Analyst @ Russell Research, “Structuring a listed infrastructure portfolio”, http://www.russell.com/nz/downloads/Research/1106_Struct-Infra-port.pdf]

Infrastructure investment can be implemented through both listed and unlisted (or direct) vehicles. The distinction between listed and unlisted infrastructure is akin to that between listed and unlisted real estate: listed instruments offer daily liquidity, lower fees, lower leverage and generally better transparency, while unlisted investments tend to have lower volatility and correlations versus other major asset classes.

While the global infrastructure universe can be analyzed in a variety of ways, the space can be disaggregated into the following categories: transportation infrastructure, utilities, pipelines and communications infrastructure. Transportation infrastructure assets include toll roads, bridges, ports (sea and air) and rail. Utilities infrastructure includes electricity distribution and generation, gas distribution and storage, water and renewable energy. The pipelines sector comprises companies involved in the storage and transportation of oil and gas. Communications infrastructure features cable networks and satellite systems. Some subsectors—such as power generation—may be ignored altogether by “orthodox” investors looking to minimize volatility and correlations to global equities, while other sectors that are only indirectly related to infrastructure—such as mobile telecom companies—may be attractive to “thematic” managers looking for enhanced returns (managers willing to invest in higher-beta, competitively exposed companies).

