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This is the first version of the aff –cannot be read alongside the second version, this one cap is good. 
******1AC Urban Mass Transit

----1AC Economy 

Urban transit would connect suburbs and metropolitan areas to cities– key to jobs and economic development

Cashin, ’04 – law professor on  Local Government Law, Property, Administrative Law, and Race and American Law at Georgetown University;  worked in the White House and served as an advisor on urban and economic policy, particularly concerning community development in inner-city neighborhoods; was law clerk to U.S. Supreme Court Justice Thurgood Marshall and Judge Abner Mikva of the U.S. Court of Appeals for the District of Columbia Circuit; worked as an Associate Counsel for the Office of Transition Counsel; Harvard Law School & Oxford University graduate; Author of the Agitator’s Daughter; political activist (Sheryll, “The Failure of Integration: How Race and Class Are Undermining the American Dream”, p. 179-181)//AY
The pattern of entrenched advantage in favored communities and entrenched disadvantage in others is repeated in most metropolitan areas throughout the country; certainly it appears in every metropolis that has a sizeable population of black people. The phenomenon should be familiar, especially to those who live in the Midwest and on the East Coast. Affluent, overwhelmingly white, suburban communities are the bull’s eye in an area of rapid growth that is occurring away from a central city that frequently is heavily populated with racial minorities. This economic boom let has bypassed the older suburbs that, decades ago, were the new best thing. Communities in the “favored quarter” enjoy three distinct advantages: (I) they capture a disproportionate share of the public infrastructure investments being made in the metropolitan region; (2) they enjoy the strongest tax base and the higest job growth in the region; and (3) they use local powers to close their housing markets to nonaffluent regional workers.15 I suspect it will be rather easy for you to identify the favored quarter in the region where you live.
In the Chicago region, for example, the favored quarter is made up of the affluent suburbs far northwest of the city-job centers that have cropped up along I-94, Route 14, and I-90 northwest of the Windy City. The most prestigious of these favored suburbs are the close-in “gold coast” communities due north, bounded by Lake Michigan and I-294. Like their counterparts elsewhere in the nation, places like the North Shore and Winnetka are the “best” suburban addresses because they offer both easy access to the big city and the comfort of exclusivity. In the I-9805 the northwest suburbs garnered nearly 100 percent of the new job growth in the Chicago region-458,000 new jobs—-while all the other suburbs gained only 90,000 new jobs and the city of Chicago lost about 90,000 jobs. In terms of job growth, the Schaumburg area, along I-90, has been the most successful edge city in the region. It includes Barrington Hills, Inverness Village, Itasca, Schaumberg Village, and South Barrington Village. Schaumberg Village alone has nine industrial parks and over 13 million square feet of industrial space, with tenants like Motorola and 3M. This job rich quadrant is not accessible to Chicago’s many low-income people. To get to an employer or retail outlet in Schaumberg one must drive a car, as a train or bus will take you only as far as the Schaumberg station. Assuming you had a car, a drive from Chicago’s Southside, where many low income black people live, would take more than an hour each way. Thus the economic might of the Chicago region’s most favored communities is simply closed to many who do not live there.
Why was this northwest quadrant so blessed? It was more than just a Midas touch of economic competitiveness or so— called free markets. An area with only about 40 percent of the region’s population was allocated nearly 60 percent of all the transportation infrastructure funds spent in the area. Development booms and land-use patterns have a way of following the highway spending, not the other way around. Although Chicago’s northwestern suburbs were garnering many of the benefits of participating in a regional economy with access to regional workers and consumers, as well as federal- and state funded infrastructure investments, they were not sharing appreciably in regional social burdens. While enjoying virtually 100 percent of all the economic growth in the region, they housed less than 3 percent of the: area’s young children who lived in poverty; less than 1 percent of the elementary school~ children in their schools received free or reduced-price lunch. Meanwhile, the city of Chicago, which was experiencing a decline in its job base, was home to 35 percent of poor young children. Some 70 percent of Chicago’s elementary schoolchildren received free or reduced price lunch.

Direct relationship between transportation infrastructure and economic growth – current growth is located away from main racial minority cities

Cashin, ’04 – law professor on  Local Government Law, Property, Administrative Law, and Race and American Law at Georgetown University;  worked in the White House and served as an advisor on urban and economic policy, particularly concerning community development in inner-city neighborhoods; was law clerk to U.S. Supreme Court Justice Thurgood Marshall and Judge Abner Mikva of the U.S. Court of Appeals for the District of Columbia Circuit; worked as an Associate Counsel for the Office of Transition Counsel; Harvard Law School & Oxford University graduate; Author of the Agitator’s Daughter; political activist (Sheryll, “The Failure of Integration: How Race and Class Are Undermining the American Dream”, p. 116)//AY
The pattern of entrenched advantage in favored communities and entrenched disadvantage in others is repeated in most metropolitan areas throughout the country; certainly it appears in every metropolis that has a sizeable population of black people. The phenomenon should be familiar, especially to those who live in the Midwest and on the East Coast. Affluent, overwhelmingly white, suburban communities are the bull’s eye in an area of rapid growth that is occurring away from a central city that frequently is heavily populated with racial minorities. This economic boom let has bypassed the older suburbs that, decades ago, were the new best thing. Communities in the “favored quarter” enjoy three distinct advantages: (I) they capture a disproportionate share of the public infrastructure investments being made in the metropolitan region; (2) they enjoy the strongest tax base and the highest job growth in the region; and (3) they use local powers to close their housing markets to nonaffluent regional workers.15 I suspect it will be rather easy for you to identify the favored quarter in the region where you live.

No federal funding for infrastructure and connections to suburban jobs in low income cities kills economic growth and increases congestion 

Cashin, ’04 – law professor on  Local Government Law, Property, Administrative Law, and Race and American Law at Georgetown University;  worked in the White House and served as an advisor on urban and economic policy, particularly concerning community development in inner-city neighborhoods; was law clerk to U.S. Supreme Court Justice Thurgood Marshall and Judge Abner Mikva of the U.S. Court of Appeals for the District of Columbia Circuit; worked as an Associate Counsel for the Office of Transition Counsel; Harvard Law School & Oxford University graduate; Author of the Agitator’s Daughter; political activist (Sheryll, “The Failure of Integration: How Race and Class Are Undermining the American Dream”, p.184)//AY
In contrast, the nonwealthy developing suburbs are left to fend for the remaining new development-—typically lower value homes and multifamily apartments—-which adds to the tax base in the short term but creates a vicious cycle of rising service costs that come with having more schoolchildren per square mile. These costs are much more difficult to meet on a modest tax base. Working-class suburbs, then, are either forced to raise taxes to meet new service demands or provide less attractive services, both of which makes these communities less attractive in the competition for economic growth. Central cities may be somewhat better off in this metropolitan competition because they typically have a central business district that bolsters their tax base. But most central cities are also saddled with high concentrations of poverty that force them to have much higher tax rates or less attractive services than outlying suburbs. This tax differential, coupled with the negative perceptions often attached to the demographics of the city, is a large negative factor in the competition to recruit and retain businesses and middle-class taxpayers. With these spatial rules of the game, it is very hard for central cities, older suburbs, and lower-value developing suburbs to compete, much less provide their citizens with anything approaching the idealized combination of taxes, services, and amenities available in the favored quarter.20

I often reflect on this separatist arrangement when I am driving around the DC. metropolitan area, observing the stark differences among the communities I see. It bugs me. job-rich, affluent suburban communities get to export some of the costs of their advantaged lifestyle both in the form of direct subsidies they receive from less-advantaged taxpayers and in the costs others bear for their exclusivity. As one astute observer of suburban development patterns put it, many new suburbs “create social costs without paying for them.” By enacting , V "c exclusionary zoning ordinances that maximize home values, such communities “force low- and moderate-income workers to live far from suburban jobs and commute long distances, which increases traffic congestion and air pollution and imposes time losses on all commuters.”21 Exclusionary, low density suburban development also causes other problems, including rapid loss of open space and waste of existing, underutilized sewers, utilities, and schools in older communities.

And, robust study proves our argument – the economic impact from congestion is widespread 

Wagner, 11 [The Economic Impact of Traffic Congestion on Truck-borne Freight, Steve Wagner, Communications Manager CFIRE a transportation think tank, extensively citing a 2010 Urban Mobility Report, http://www.wistrans.org/cfire/2011/03/2010-umr/] 

The 2010 Urban Mobility Report, the most accurate picture of traffic congestion in 439 US urban areas, now includes information about truck delay and the economic impact of congestion specific to trucking. This work was done under the auspices of the Development of an Areawide Estimate of Truck Freight Value in the Urban Mobility Report (CFIRE 04-16) project, led by CFIRE Associate Director Jessica Guo and Deputy Director Jason Bittner in partnership with David Schrank and Bill Eisele at the Texas Transportation Institute..

This project expands upon a framework for estimating commodities moving on the roadways through and within a given city. The original framework, developed by the Texas Transportation Institute as part of their ongoing work on the Urban Mobility Report, uses the Federal Highway Administration’s Freight Analysis Framework (FAF) database to identify the commodities in the trucks that originate and terminate in a given city, as well as pass through it. The research team created and tested a methodology for generating truck freight values using case studies in Austin, Texas, Denver, Colorado, and are in the process of refining it for Milwaukee, Wisconsin under this project. An early version of the resulting areawide freight value methodology was used in the 2010 Urban Mobility Report to develop freight value estimates for all 101 urban areas included in the report.

Of the 101 urban areas included in the 2010 Urban Mobility Report, seventeen are located in the Midwest. Two of these are very large urban areas (Chicago and Detroit), while there are nine large urban areas (Minneapolis-St. Paul, St. Louis, Indianapolis, Milwaukee, Louisville, Kansas City, Cincinnati, Cleveland, and Columbus), five medium urban areas (Wichita, Grand Rapids, Akron, Dayton, and Toledo), and one small urban area (Madison).

In these urban areas alone, delays represent nearly $6 billion (of the $33 billion nationwide) in freight-related congestion costs for the more than $1.3 trillion of total commodity value that moved through these areas in 2009.

Larger, more densely populated urban areas have greater traffic volumes and consume more goods and thereby have higher total commodity values. This research also illustrates the important role of long transportation corridors in freight movement. A number of smaller urban areas along major East-West interstate highway corridors–such as Milwaukee, Columbus, and Madison–have commodity values rankings much higher than their delay rankings. This means that while there is less congestion impeding freight movement through these urban areas, it also means that these areas form crucial links in much larger freight transportation systems. “Wisconsin’s Interstate and U.S. highway corridors help serve the whole nation,” says Bittner. The same is true of most–if not all–of the other Midwest states.

The 2010 Urban Mobility Report also suggests a number of operational treatments for reducing congestion in urban areas–freeway incident management, freeway ramp metering, arterial street signal coordination, arterial street access management, and high-occupancy vehicle lanes–and the particular urban areas where these strategies are applicable. For example, the report suggests that all of these strategies except HOV lanes would be beneficial in Milwaukee and Chicago.

CFIRE researchers also have identified several strategies for reducing congestion, including identifying and mitigating bottlenecks and removing artificial restrictions such as delivery prohibitions and lane restrictions. Guo has led national efforts to better identify and alleviate bottlenecks in the trucking network. “Findings to date about truck delay and freight bottlenecks calls for more comprehensive and localized analysis of the causes of and solutions to freight bottlenecks,” says Guo. “Cooperation between states, as well as between the public and private sectors, is vital to ensuring that valuable and limited resources are distributed such that they reduce freight congestion in a prudent and cost-effective manner.”

”As our economy begins to rebound, it is critical that shipments navigate the supply chain distribution system efficiently. Unfortunately, the cost to the economy of congestion—and specifically freight congestion—is too high,” says Bittner. “We offer some solutions, but at the end of the day, we need to recognize that if we don’t invest in the system, our competitiveness will suffer here and abroad.”

The 2010 Urban Mobility Report is published by the Texas Transportation Institute and uses a wealth of traffic speed data provided by INRIX, a leading private-sector provider of travel time information.
Lack of public infrastructure in the country threatens US economic competitiveness and risks economic collapse

Building America’s Future, 11 – a bipartisan coalition of elected officials dedicated to bringing about a new era of U.S. investment in infrastructure that enhances our nation’s prosperity and quality of life. (“Falling Apart and Falling Behind”, Transportation Infrastructure Report, http://www.bafuture.com/sites/default/files/Report_0.pdf)

Rebuilding America’s economic foundation is one of the most important missions we face in the 21st century. Our parents and grandparents built America into the world’s leading economic superpower. We have a responsibility to our own children and grandchildren to strengthen—not squander —that inheritance, and to pass on to them a country whose best days are still ahead. Our citizens live in a turbulent, complicated, and competitive world. The worst recession in eighty years cost us trillions in wealth and drove millions of Americans out of their jobs and homes. Even more, it called into question their belief in our system and faith in the way forward.

Our infrastructure—and the good policy making that built it—is a key reason America became an economic superpower. But many of the great decisions which put us on that trajectory are now a half-century old. In the last decade, our global economic competitors have led the way in planning and building the transportation networks of the 21st century. Countries around the world have not only started spending more than the United States does today, but they made those financial commitments—of both public and private dollars—on the basis of 21st-century strategies that will equip them to make commanding strides in economic growth over the next 20-25 years.

Unless we make significant changes in our course and direction, the foreign competition will pass us by, and a real opportunity to restore America’s economic strength will be lost. The American people deserve better.

Falling Apart and Falling Behind lays out the economic challenges posed by our ailing infrastructure, provides a comparative look at the smart investments being made by our international competitors, and suggests a series of recommendations for crafting new innovative transportation policies in the U.S.

A Mounting Crisis

This report frames the state of our infrastructure in terms of the new economic realities of the 21st-century economy and presents the challenges we currently face. The surge in global trade has realigned America’s business transport needs, complicating supply chains and increasing the need for sophisticated intermodal transportation. Our economically vital gateways and corridors now operate over capacity, imposing costs of $200 billion a year. Our passenger transport system, especially in our major metropolitan regions, is also burdened with costly congestion as passenger travel increases. Largely run on gasoline, our transportation system is environmentally, politically, and economically unsustainable. We have the world’s worst air traffic congestion, in part because we are still using the radar-based air traffic control system developed in the 1950s.

Economic collapse would escalation to full-scale conflict and rapid extinction

Bearden, 2K (Lt. Col in US Army) [Thomas, “The Unnecessary Energy Crisis”, Free Republic, June 24, p. online 

History bears out that desperate nations take desperate actions. Prior to the final economic collapse, the stress on nations will have increased the intensity and number of their conflicts, to the point where the arsenals of weapons of mass destruction (WMD) now possessed by some 25 nations, are almost certain to be released. As an example, suppose a starving North Korea launches nuclear weapons upon Japan and South Korea, including U.S. forces there, in a spasmodic suicidal response. Or suppose a desperate China-whose long-range nuclear missiles (some) can reach the United States-attacks Taiwan. In addition to immediate responses, the mutual treaties involved in such scenarios will quickly draw other nations into the conflict, escalating it significantly. Strategic nuclear studies have shown for decades that, under such extreme stress conditions, once a few nukes are launched, adversaries and potential adversaries are then compelled to launch on perception of preparations by one's adversary. The real legacy of the MAD concept is this side of the MAD coin that is almost never discussed. Without effective defense, the only chance a nation has to survive at all is to launch immediate full-bore pre-emptive strikes and try to take out its perceived foes as rapidly and massively as possible. As the studies showed, rapid escalation to full WMD exchange occurs. Today, a great percent of the WMD arsenals that will be unleashed, are already on site within the United States itself. The resulting great Armageddon will destroy civilization as we know it, and perhaps most of the biosphere, at least for many decades.

----1AC Feminism 

Women’s ability to move over public transportation key to ending male domination- Women rely on transit more than men

Rogalsky, Jennifer Lynn –PhD of Philosophy, The University of Tennessee, Knoxville- 2006 (August 2006, “The Geography of Welfare Reform,” Proquest)
Making the situation, as it is related to welfare reform and the working poor, even more complex, Holcomb (1984) found that women are transportationally disadvantaged compared to men. Women have less spatial mobility, which can be attributed to their greater reliance on public transportation, as well as the time-space constraints of the multiple roles they fill. It is thus important to analyze the social, economic, and spatial characteristics that affect a woman’s journey-to-work. The decentralization of manufacturing employment was especially a problem for males, but because of the increase of women in the workforce, the decentralization of jobs is now affecting more and more women. Women, however, are at a greater disadvantage because of the long distances required to travel to typically low-paying service jobs (Johnston-Anumonwo 1997). When low-skilled jobs are not available in the central city, women are forced to make long commutes to the suburbs – this is made even more difficult to manage because women tend to rely more often on public transportation. Their other option is to take one of the few lower paying jobs remaining in the central city. Neither option is desirable. Most researchers agree that women's work trips are shorter than men's even though the reasons for this are often debated and conflicting (Madden 1981; Hanson and Johnston 1985; Hanson and Pratt 1988; Preston, McLafferty, and Hamilton 1993; Blumen 1994; Johnston- Anumonwo 1995; Johnston-Anumonwo 1997; MacDonald 1999). There is no consistent explanation for the fact that women have shorter work trips (Giuliano 1988). After reviewing recent literature, however, MacDonald (1999) attempts to summarize the main reasons for women’s shorter work trips. First, she argues that because women have lower wages, they are less likely to justify longer commutes. Also, many women need to manage dual roles as workers and mothers, resulting in commuting constraints; shorter commutes may allow better management of these dual roles. Women’s shorter work trips can also be explained by a more even distribution of female-oriented jobs; while male-dominated jobs might be centralized in downtowns or industrial zones, women are more likely to try to find employment closer to home. Finally, MacDonald (1999) argues that spatial mismatch is a problem because women’s residential locations are often constrained by race and income (located in lower cost, inner-city neighborhoods). The question 20 she poses is whether or not these shorter trips are by choice (allowing women to better manage their dual roles as wage earners and mothers) or if they are indicative of mobility constraints. The reason initially proposed by researchers for these shorter work trips was the need to balance the competing demands of home and work (Madden 1981; Hanson and Johnston 1985; Preston, McLafferty, and Hamilton 1993; Blumen 1994). Madden (1981) claims that employed women have more responsibilities at home than do men, and so they are more likely to choose their residence based on the proximity to their husband's job. It is proposed that women have to spend more time on childcare and domestic work; therefore, they will choose to work closer to home in case of emergency, even if they can get a better-paying job further away. Many researchers make the initial assumption that women would be willing to travel further to work if they had fewer domestic responsibilities. Hanson (1992), however, argues that home and work are "completely intermingled and interdependent" (582), causing a very complex relationship between work and transportation. This relationship has become even more complicated in recent years because of the break-up of the traditional family. The lives of single mothers have, therefore, become more complex as they have to deal with their children’s lives as well as their own, with little help from others. Women's mobility is even more constrained because they tend to perform multi-purpose commuting, combining both work and household needs; women make more stops than men for childcare, shopping, doctor, and school visits. Although women have shorter trips than men, they make more trips: 3.8 per day compared to 3.3 per day. Employed women make 31 percent more trips than women who are unemployed. Miles driven by women increased 76 percent between 1969 and 1990 (Lacombe 1998; MacDonald 1999). Women with young children make even more trips. Because of long wait times and bus transfers, this large number of short trips is made even more difficult because of women’s relative dependence on public transportation. Although they agree that family and household obligations do cause women to minimize the time they spend away from home, Hanson and Johnston (1985) argue that women are more sensitive to distance because of other factors, including mobility, rather than due to this "dual role." Women tend to travel more on foot or by public transportation than men, restricting their job search space (Hanson and Johnston 1985; Rutherford and Wekerle 1988; Preston, McLafferty, and Hamilton 1993; Blumen 1994). Shorter commutes can also be attributed to lower job mobility, as women tend to earn less than men, work part-time more often, and work shorter hours, making them less likely to want to, or be able to, travel long distances (Madden 1981; Hanson and Johnston 1985; Preston, 21 McLafferty, and Hamilton 1993; Blumen 1994; MacDonald 1999). This is evidence for spatial entrapment, which argues that women’s shorter work trips are the result of the segmentation of the labor market (MacDonald 1999). Madden (1981) argues that as women increase their wages and hours, they will increase their work trip length. Also, workers with higher levels of education and skills can search over a much wider area. These longer commutes may not be possible, however, without the use of private automobiles. To compensate for disproportionately restrictive constraints, women tend to negotiate their days with more dense travel patterns (Kwan 1999). However, this is not easy without a car. Transportation is difficult for women as they have more constraints and less access to opportunities in the city; the situation is even more difficult for working poor women.
Specifically, decreased accessibility affects women the most- perpetuating male dominance 

Rogalsky, Jennifer Lynn –PhD of Philosophy, The University of Tennessee, Knoxville- 2006 (August 2006, “The Geography of Welfare Reform,” Proquest)
Johnston-Anumonwo (1997) argues that spatial mismatch is generated not only by the quantity of jobs, but also the type of jobs. Service jobs are now decentralizing; 13 women are affected much like the decentralization of manufacturing jobs negatively affected men. Johnston-Anumonwo (1997) found that women are disproportionately affected by spatial mismatch; more women work in the suburbs than do men, and so must work for low wages while traveling longer distances on average. Most low-income people, however, are located in central cities with limited private transportation, as more than one-third does not own cars (Blumenberg 2003); these lower status areas have suffered the greatest decline in employment accessibility because of urban decentralization. 
Social restrictions on women traveling with the ‘ideal’ woman standard makes transportation a key issue in fighting patriarchy
Wellman, Gerard C., - Doctor of Philosophy In Public Administration, University of Nebraska- 2011 (September, 2011, “Social Justice & Public Transportation,” Proquest)

Transportation policy, particularly the debate about whether to invest in public transportation, lies at the intersection of C. Wright Mills‟ power elite, Logan and Molotch‟s landed elite, and Hunter‟s corporate elite theories: social control is exerted by limiting the mobility of the invisible underclass. Domosh and Seager (2001) claim that 48 authoritarian figures restrict mobility to ensure control over one‟s movements, associations, and access to resources (p. 115). This, in effect, restricts social mobility by restricting physical mobility – and this, Domosh and Seager claim, is not a new phenomenon and was used by patriarchal societies to restrict women‟s involvement in society: “Tight corseting, high heels, hobble skirts, the veil, prohibitions against women riding bicycles or horses, restrictions (legal or social) on women driving cars – all suggest the extent to which ‘keeping women in their place’ is often a literal undertaking” (Domosh & Seager, 2001, p. 115). While contemporary American society may have fewer restrictions on women‟s mobility, keeping the poor in their place seems to be an outcome of transportation planning.
Urban mass transit key to ending patriarchy- without access to travel, cycles of women in the home mindsets become inevitable

Rogalsky, Jennifer Lynn –PhD of Philosophy, The University of Tennessee, Knoxville- 2006 (August 2006, “The Geography of Welfare Reform,” Proquest)
Rose (1993) examines everyday spaces and women's travel as they pursue life across space and through time. She argues that according to feminist theory, women’s spaces and everyday activities are limited by what society expects of them. These limitations affect what women do and maintain social structure and societal expectations. In addition, feminists argue that, historically, women were separated into private spaces; home is where they were supposed to stay, which certainly constrained their roles, actions, movements, and access to power. Many feminist geographers will argue that this separation of public and private space is still debilitating for women, as everyday space is “bound into various and diverse social and psychic dynamics of subjectivity and power” (Rose 1993, 37). However, these pressures are increasing because more and more women are now working. In addition to feminist geography, time geography is also useful to analyze women’s transportation patterns and constraints, as it reveals the everyday lives of women and the effects of a patriarchal society in which women have been historically confined to private, domestic, spaces. The challenges of living in a masculine society are becoming more relevant as more women enter the workforce, and as welfare recipients are expected to enter the workforce as well. Time geography can expose the spatial consequences of this masculinist society, especially through examination of the time-space interactions in home and neighborhood of women’s activities. Feminist geographers’ use of time geography also exposes the mobility restrictions women face. Time geography can help us understand how women negotiate their complex roles and travel patterns. It can also expose the differences among women and observe social life in order to understand it and identify patterns (Rose 1993). Although time geography has many uses for understanding some of the constraints on women’s mobility, time geography (thus time-space constraints) cannot take into account personal issues that relate to mobility, as accessibility and travel choices, issues, and experiences are too complex to be represented by conventional measures (Rose 1993; Kwan 1999); thus ethnographic methods data are necessary in the study of female travel constraints. Ethnographies can supply individual-level data and illustrate the structures of women’s everyday lives as they begin to participate in both public and private spheres.

Fighting the gender inequality comes before nuclear threats

PETERSON, professor of political science at the University of Arizona, and RUNYAN, associate professor of political science at SUNY-Potsdam  1993(V Spike and Anne, Global Gender Issues, p 12) 
Gender issues surface now because new questions have been raised that cannot be addressed within traditional frameworks. The amassing of global data reveals the extent and pattern of gender inequality: Women everywhere have less access to political power and economic resources and less control over processes that reproduce this systemic inequality. Moreover, our knowledge of the world of men and the politics they create is incomplete and inaccurate without knowing how men's activities, including their politics, are related to, even dependent upon, what women are doing-and why.Additionally, our recognizing the power of gender forces us to reevaluate traditional explanations, to ask how they are biased and hence render inaccurate accounts, As in other disciplines, the study of world politics is enriched by acknowledging and systematically examining how gender shapes categories and frameworks that we take for granted. This is necessary for answering the new questions raised and for generating fresh insights-about the world as we currently "know" it and how it might be otherwise.Finally, gender-sensitive studies improve our understanding of global crises, their interaction, and possibilities of moving beyond them. These include crises of political legitimacy and security as states are increasingly unable to protect their citizens against nuclear, economic, or ecological threats; crises of maldevelopment as the dynamics of our global economic system enrich a few and impoverish most; and crises of environmental degradation as the exploitation of natural resources continues in nonsustainable fashion.These global crises cannot be understood or addressed without acknowledging the structural inequalities of the current world system. These inequalities extend well beyond gender issues: They are embodied in interacting hierarchies of race, class, ethnicity, nationality, and religious identification. Examining gender, as this text does, permits us to see how this particular structural inequality works in the world: how it is institutionalized, legitimated, and reproduced. We also begin to see how gender hierarchy interacts with other structural inequalities. Gender shapes, and is shaped b)" all of us. We daily reproduce its dynamics-and suffer its costs-in multiple ways. By learning how gender works, we learn a great deal about structures of inequality and how they are intentionally and unintentionally reproduced. We can then use this knowledge in our struggles to transform not only global gender inequality but also other oppressive hierarchies at work in the world. 

Patriarchy leads to war, environmental destruction and ultimately extinction 

Warren and Cady 94 (Karen and Duane, Professors of Philosophy at Macalester College and Hamline University. “Feminism and Peace: Seeking Connections.) 

Operationalized, the evidence of patriarchy as a dysfunctional system is found in the behaviors to which it gives rise, (c), and the unmanageability, (d), which results. For example, in the United States, current estimates are that one out of every three or four women will be raped by someone she knows; globally, rape, sexual harassment, spouse-beating, and sado-masochistic pornography are examples of behaviors practiced, sanctioned, or tolerated within patriarchy. In the realm of environmentally destructive behaviors, strip-mining, factory farming, and pollution of the air, water, and soil are instances of behaviors maintained and sanctioned within patriarchy. They, too, rest on the faulty beliefs that it is okay to "rape the earth," that it is "man's God-given right" to have dominion (that is, domination) over the earth, that nature has only instrumental value, that environmental destruction is the acceptable price we pay for "progress."And the presumption of warism, that war is a natural, righteous, and ordinary way to impose dominion on a people or nation, goes hand in hand with patriarchy and leads to dysfunctional behaviors of nations and ultimately to international unmanageability. Much of the current" unmanageability" of contemporary life in patriarchal societies, (d), is then viewed as a consequence of a patriarchal preoccupation with activities, events, and experiences that reflect historically male-gender identified beliefs, values, attitudes, and assumptions. Included among these real-life consequences are precisely those concerns with nuclear proliferation, war, environmental destruction, and violence toward women, which many feminists see as the logical outgrowth of patriarchal thinking. In fact, it is often only through observing these dysfunctional behaviors-the symptoms of dysfunctionality that one can truly see that and how patriarchy serves to maintain and perpetuate them. When patriarchy is understood as a dysfunctional system, this "unmanageability" can be seen for what it is-as a predictable and thus logical consequence of patriarchy.'1 The theme that global environmental crises, war, and violence generally are predictable and logical consequences of sexism and patriarchal culture is pervasive in ecofeminist literature (see Russell 1989, 2). Ecofeminist Charlene Spretnak, for instance, argues that "militarism and warfare are continual features of a patriarchal society because they reflect and instill patriarchal values and fulfill needs of such a system. Acknowledging the context of patriarchal conceptualizations that feed militarism is a first step toward reducing their impact and preserving life on Earth" (Spretnak 1989, 54). Stated in terms of the foregoing model of patriarchy as a dysfunctional social system, the claims by Spretnak and other feminists take on a clearer meaning: Patriarchal conceptual frameworks legitimate impaired thinking (about women, national and regional conflict, the environment) which is manifested in behaviors which, if continued, will make life on earth difficult, if not impossible. It is a stark message, but it is plausible. Its plausibility lies in understanding the conceptual roots of various woman-nature-peace connections in regional, national, and global contexts. 
The way we frame words in reference to cities and gender are important: they define differences and represent curiosity

Domosh, Mona –Professor of Geography at Dartmouth College- and Seager, Joni –Professor of Geography at the University of Vermont- 2001 (“Putting Women in Place: Feminist Geographers Make Sense of the World,” The Guilford Press) 
We often think of material forms, such as houses and communities and cities, as organized in certain ways. Their patterning and organization, as well as their relative locations (as measured on a map, for example), are central to our understanding of the role of spatial organization in social life. For example, we feel it useful to ask questions about the significance of the proximity of shopping malls to middleclass residential areas; the reasons for the internal arrangement of the shops within the mall; and the importance of the daily social interactions that occur there. “Place” has a different connotation. We use it to refer to spaces that have been invested with meaning. An appropriate illustration is found in the words house and home. “House” is a drier term that refers to the physical structure—ancl perhaps to its relative location, its ar— rangement of rooms, and so on. A “house” becomes a “home” when we invest it with our personal meanings and associations. So we might say that “spaces” become “places” when we have some personal association with them. Because of this, we might study place in a manner different from space; instead of numerical measures, we would probably use more personal methods designed to understand particulars instead of generalities. For example, examining the shopping mall as a place would include analysis of shoppers’ experiences of it, and of the relationship of those experiences to the history of shopping, and to the forces in society that operate to reinforce the association of women, femininity, and consumption. We don’t mean to suggest here that there is a clear and certain difference between the terms space and place, only to point out that each term tends to represent different aspects of geographical curiosity. Which brings us to gender. In this book, we use the term gender to refer to a culture’s assumptions about the differences between men and women: their “characters,” the roles they play in society, what they represent. Scholars used to differentiate “gender” from “seX_” They argued that “gender” referred to the attributes assigned by culture, attributes that therefore were variable and over time and space. “Sex,” on the other hand, referred to those attributes assigned by biology, attributes that were fixed by nature Yet that conceptual division is eroding as we have come to see the variabilities of biology, and as we have examined how cultures assign bodies particular meanings. We will be using “gender” as an inclusive word to refer to all the literal and metaphorical ways that cultures mark differences between women and men. We will use “sexuality” to refer to the sexual behavior and actions of women and men.
----1AC Environment

Current transportation in urban cities are collapsing the environment- destroying air quality, contaminating farm and wetlands, and causing climate change
Jabareen, Yasef Rafeq - - 2006 (August 11th, 2006, “Sustainable Urban Forms: Their Typologies, Models, and Concepts,” Journal of Education and Research, http://jpe.sagepub.com/content/26/1/38)//HL

The form of the contemporary city has been perceived as a source of environmental problems (Alberti et al. 2003; Beatley and Manning 1997; U.S. Environmental Protection Agency [EPA] 2001; Haughton 1999, 69; Hildebrand 1999b, 16; Newman and Kenworthy 1989). The EPA (2001) concludes in Our Built and Natural Environments that the urban form directly affects habitat, ecosystems, endangered species, and water quality through land consumption, habitat fragmentation, and replacement of natural cover with impervious surfaces. In addition, urban form affects travel behavior, which, in turn, affects air quality; premature loss of farmland, wetlands, and open space; soil pollution and contamination; global climate; and noise (Cervero 1998, 43-48). Moreover, growing evidence from around the world indicates that, owing to our excessive use of fossil fuels, especially in affluent countries, greenhouse gas concentrations are accumulating at an alarming rate. Prospects for the future are dire indeed, unless we act collectively to alter our energy-dependent lifestyles. Urgent changes are needed not only in our behavior but also in the design of the built form. The emergence of “sustainable development” as a popular concept (see Jabareen 2004) has revived discussion about the form of cities. Undoubtedly, it has motivated and provoked scholars and practitioners in different disciplines to seek forms for human settlements that will meet the requirements of sustainability and enable built environments to function in a more constructive way than at present. The concept of sustainable development has given a major stimulus to the question of the contribution that certain urban forms might make to lower energy consumption and lower pollution levels (U.K. Department of the Environment [DoE] 1996; Breheny 1992a, 138). This challenge has induced scholars, planners, local and international NGOs, civil societies, and governments to propose supposedly new frameworks for the redesigning and restructuring of urban places to achieve sustainability. These approaches have been addressed on different spatial levels: (1) the regional and metropolitan levels, such as the Bio-Region approach (see Forman 1997; Wheeler 2000); (2) the city level (e.g., Girardet 1999; Nijkamp and Perrels 1994; Gibbs, Longhurst, and Braithwaite 1998; Roseland 1997; Engwicht 1992; OECD 1995; Jenks, Burton, and Williams 1996); (3) the community level (e.g., Nozick 1992; Paulson 1997; Corbett and Corbett 2000; Rudin and Falk 1999; Van der Ryn and Calthorpe 1991); and (4) the building.

Sustainable mass transit in urban areas is key to decreasing car usage and the environment
Jabareen, Yasef Rafeq - - 2006 (August 11th, 2006, “Sustainable Urban Forms: Their Typologies, Models, and Concepts,” Journal of Education and Research, http://jpe.sagepub.com/content/26/1/38)//HL

Transport is arguably the single biggest issue for environmental debates relating to urban form (Jenks, Burton, and Williams 1996, 171). The form of our cities reflects, to a large extent, the transport technologies that were dominant at different stages of their development (Barrett 1996, 171). Interestingly, for Clercq and Bertolini (2003, 38), “sustainability is defined as diminishing both mobility and the negative of traffic.” Elkin, McLaren, and Hillman (1991, 12) argue that sustainable urban form must be a form and scale appropriate to walking, cycling, and efficient public transport and must have a compactness that encourages social interaction. It must enable access to the facilities and services of the city while minimizing the resulting external costs. “Sustainable transportation” is defined as “transportation services that reflect the full social and environmental costs of their provision; that respect carrying capacity; and that balance the needs for mobility and safety with the needs for access, environmental quality, and neighborhood livability” (Jordan and Horan 1997, 72). For Duncan and Hartman (1996), a sustainable urban transportation system limits emissions and waste to within the area’s ability to absorb; is powered by renewable energy sources, recycles its components, and minimizes the use of land; provides equitable access for people and their goods and helps achieve a healthy and desirable quality of life in each generation; and is financially affordable, operates at maximum efficiency, and supports a vibrant economy. Policies for sustainable urban development should, therefore, include measures to reduce the need for movement and to provide favorable conditions for energy-efficient and environmentally friendly forms of transport. Land use planning has a key role to play in the attainment of these objectives. It is assumed that when the physical separation of activities is smaller, travel needs are likely to be lower and easily met by walking, cycling, and environmentally friendly transport. Some scholars argue that we know fairly little about how urban form shapes and affects travel behavior. Boarnet and Crane (2001) suggest that we lower our expectations about the travel-reduction benefits of urban design and expand our understanding of the effects of other transportation policies. The influential literatures of neotraditional planning and the “new urbanism” often argue that car use will decline in neighborhoods designed with more pedestrian-friendly features, such as a connected street layout, more mixed use, high enough densities to more closely group some commercial and residential development, traffic calming, and so on. Crane and Crepeau (1998, 18) assert that “many times, these transportation benefits have been advertised as facts rather than hypotheses, and have even been utilized or at least recommended as tools for decreasing the negative environmental impacts associated with car travel.” Robert Cervero (2003, 18) argues that “integrated transport and urbanism—despite the many barriers that must be overcome—is likely to prevail as America’s dominant paradigm of community-building in the twenty-first century.” In addition, he claims that we still have a lot to learn about how the designs of neighborhoods, communities, and regions shape travel behavior. Restructuring of the urban and metropolitan transportation system can help conserve energy in several ways. In The Transit Metropolis, Robert Cervero (1998, 46) argues that “compact, transit-oriented development shortens trips, thus encouraging non-motorized travel. And conversion of lowoccupancy auto trips to mass transit cuts down per capita fuel consumption.”
Warming is fast and anthropogenic 

Ross et al.2012 

( Department of Geography, Planning and Environment, Concordia University “Assessing the effects of ocean diffusivity climate sensitivity on the rate of global climate change” Tellus International meteorological institute in Stockholm May 3, 2012 http://creativecommons.org/licenses/by-nc/3.0/)

The range in the projections of future climate warming can be attributed to the inherent uncertainty in the representation of climate model parameters and processes. In this study, we assess the effect of uncertainty in climate sensitivity and ocean heat uptake on the rate of future climate change. We apply a range of values for climate sensitivity and ocean diapycnal diffusivity in an ensemble of simulations using an intermediate-complexity climate model. We further use probability density functions to estimate the likelihood of each model outcome; using this framework, we calculate a range of likely rates of temperature change in response to a given future CO2 emissions scenario. From this analysis, the most probable maximum rate of temperature change lies between 0.3 and 0.5 °C/decade, with a most likely value of 0.36 °C/decade, which is more than twice the observed rate in the late twentieth century. We show that changes in ocean diffusivity have a significant effect on the rate of transient climate change for high values of climate sensitivity, while they have little influence when climate sensitivity is low. The highest rates of warming occur with high values of climate sensitivity and low values of ocean diffusivity. Such high rates of change could adversely affect the adaptive capacity of healthy functional ecosystems. Anthropogenic interference in the climate system is leading to an increasing rate of climate warming in response to continued emissions of carbon dioxide (CO2) and other greenhouse gases. Between 1979 and 2005, global temperatures increased at a rate of approximately 0.17 °C/decade (Trenberth et al., 2007) driven by a rate of increase of radiative forcing that is unprecedented in at least the past 22 000 yrs (Joos and Spahini, 2008). This high rate of climate warming is expected to continue in response to unrestricted greenhouse gas emissions, leading to increasing concern that we are much closer to dangerous levels of climate change than previously anticipated (Hansen et al., 2008).

Global warming will cause extinction -- scientific consensus that it’s real and anthropogenic.
Morgan, 2009
[Dennis Ray, Professor of Current Affairs @ Hankuk University of Foreign Studies, South Korea, “World on fire: two scenarios of the destruction of human civilization and possible extinction of the human race”, Futures, Volume 41, Issue 10, December 2009, Pages 683-693, ScienceDirect]
As horrifying as the scenario of human extinction by sudden, fast-burning nuclear fire may seem, the one consolation is that this future can be avoided within a relatively short period of time if responsible world leaders change Cold War thinking to move away from aggressive wars over natural resources and towards the eventual dismantlement of most if not all nuclear weapons. On the other hand, another scenario of human extinction by fire is one that may not so easily be reversed within a short period of time because it is not a fast-burning fire; rather, a slow burning fire is gradually heating up the planet as industrial civilization progresses and develops globally. This gradual process and course is long-lasting; thus it cannot easily be changed, even if responsible world leaders change their thinking about ‘‘progress’’ and industrial development based on the burning of fossil fuels. The way that global warming will impact humanity in the future has often been depicted through the analogy of the proverbial frog in a pot of water who does not realize that the temperature of the water is gradually rising. Instead of trying to escape, the frog tries to adjust to the gradual temperature change; finally, the heat of the water sneaks up on it until it is debilitated. Though it finally realizes its predicament and attempts to escape, it is too late; its feeble attempt is to no avail— and the frog dies. Whether this fable can actually be applied to frogs in heated water or not is irrelevant; it still serves as a comparable scenario of how the slow burning fire of global warming may eventually lead to a runaway condition and take humanity by surprise. Unfortunately, by the time the politicians finally all agree with the scientific consensus that global warming is indeed human caused, its development could be too advanced to arrest; the poor frog has become too weak and enfeebled to get himself out of hot water. The Intergovernmental Panel of Climate Change (IPCC) was established in 1988 by the WorldMeteorological Organization (WMO) and the United Nations Environmental Programme to ‘‘assess on a comprehensive, objective, open and transparent basis the scientific, technical and socio-economic information relevant to understanding the scientific basis of risk of humaninduced climate change, its potential impacts and options for adaptation and mitigation.’’[16]. Since then, it has given assessments and reports every six or seven years. Thus far, it has given four assessments.13 With all prior assessments came attacks fromsome parts of the scientific community, especially by industry scientists, to attempt to prove that the theory had no basis in planetary history and present-day reality; nevertheless, as more andmore research continually provided concrete and empirical evidence to confirm the global warming hypothesis, that it is indeed human-caused, mostly due to the burning of fossil fuels, the scientific consensus grew stronger that human induced global warming is verifiable. As a matter of fact, according to Bill McKibben [17], 12 years of ‘‘impressive scientific research’’ strongly confirms the 1995 report ‘‘that humans had grown so large in numbers and especially in appetite for energy that they were now damaging the most basic of the earth’s systems—the balance between incoming and outgoing solar energy’’; ‘‘. . . their findings have essentially been complementary to the 1995 report – a constant strengthening of the simple basic truth that humans were burning too much fossil fuel.’’ [17]. Indeed, 12 years later, the 2007 report not only confirms global warming, with a stronger scientific consensus that the slow burn is ‘‘very likely’’ human caused, but it also finds that the ‘‘amount of carbon in the atmosphere is now increasing at a faster rate even than before’’ and the temperature increases would be ‘‘considerably higher than they have been so far were it not for the blanket of soot and other pollution that is temporarily helping to cool the planet.’’ [17]. Furthermore, almost ‘‘everything frozen on earth is melting. Heavy rainfalls are becoming more common since the air is warmer and therefore holds more water than cold air, and ‘cold days, cold nights and frost have become less frequent, while hot days, hot nights, and heat waves have become more frequent.’’ [17]. Unless drastic action is taken soon, the average global temperature is predicted to rise about 5 degrees this century, but it could rise as much as 8 degrees. As has already been evidenced in recent years, the rise in global temperature is melting the Arctic sheets. This runaway polar melting will inflict great damage upon coastal areas, which could be much greater than what has been previously forecasted. However, what is missing in the IPCC report, as dire as it may seem, is sufficient emphasis on the less likely but still plausible worst case scenarios, which could prove to have the most devastating, catastrophic consequences for the long-term future of human civilization. In other words, the IPCC report places too much emphasis on a linear progression that does not take sufficient account of the dynamics of systems theory, which leads to a fundamentally different premise regarding the relationship between industrial civilization and nature. As a matter of fact, as early as the 1950s, Hannah Arendt [18] observed this radical shift of emphasis in the human-nature relationship, which starkly contrasts with previous times because the very distinction between nature and man as ‘‘Homo faber’’ has become blurred, as man no longer merely takes from nature what is needed for fabrication; instead, he now acts into nature to augment and transform natural processes, which are then directed into the evolution of human civilization itself such that we become a part of the very processes that we make. The more human civilization becomes an integral part of this dynamic system, the more difficult it becomes to extricate ourselves from it. As Arendt pointed out, this dynamism is dangerous because of its unpredictability. Acting into nature to transform natural processes brings about an . . . endless new change of happenings whose eventual outcome the actor is entirely incapable of knowing or controlling beforehand. The moment we started natural processes of our own - and the splitting of the atom is precisely such a man-made natural process -we not only increased our power over nature, or became more aggressive in our dealings with the given forces of the earth, but for the first time have taken nature into the human world as such and obliterated the defensive boundaries between natural elements and the human artifice by which all previous civilizations were hedged in’’ [18]. So, in as much as we act into nature, we carry our own unpredictability into our world; thus, Nature can no longer be thought of as having absolute or iron-clad laws. We no longer know what the laws of nature are because the unpredictability of Nature increases in proportion to the degree by which industrial civilization injects its own processes into it; through selfcreated, dynamic, transformative processes, we carry human unpredictability into the future with a precarious recklessness that may indeed end in human catastrophe or extinction, for elemental forces that we have yet to understand may be unleashed upon us by the very environment that we experiment with. Nature may yet have her revenge and the last word, as the Earth and its delicate ecosystems, environment, and atmosphere reach a tipping point, which could turn out to be a point of no return. This is exactly the conclusion reached by the scientist, inventor, and author, James Lovelock. The creator of the wellknown yet controversial Gaia Theory, Lovelock has recently written that it may be already too late for humanity to change course since climate centers around the world, . . . which are the equivalent of the pathology lab of a hospital, have reported the Earth’s physical condition, and the climate specialists see it as seriously ill, and soon to pass into a morbid fever that may last as long as 100,000 years. I have to tell you, as members of the Earth’s family and an intimate part of it, that you and especially civilisation are in grave danger. It was ill luck that we started polluting at a time when the sun is too hot for comfort. We have given Gaia a fever and soon her condition will worsen to a state like a coma. She has been there before and recovered, but it took more than 100,000 years. We are responsible and will suffer the consequences: as the century progresses, the temperature will rise 8 degrees centigrade in temperate regions and 5 degrees in the tropics. Much of the tropical land mass will become scrub and desert, and will no longer serve for regulation; this adds to the 40 per cent of the Earth’s surface we have depleted to feed ourselves. . . . Curiously, aerosol pollution of the northern hemisphere reduces global warming by reflecting sunlight back to space. This ‘global dimming’ is transient and could disappear in a few days like the smoke that it is, leaving us fully exposed to the heat of the global greenhouse. We are in a fool’s climate, accidentally kept cool by smoke, and before this century is over billions of us will die and the few breeding pairs of people that survive will be in the Arctic where the climate remains tolerable. [19] Moreover, Lovelock states that the task of trying to correct our course is hopelessly impossible, for we are not in charge. It is foolish and arrogant to think that we can regulate the atmosphere, oceans and land surface in order to maintain the conditions right for life. It is as impossible as trying to regulate your own temperature and the composition of your blood, for those with ‘‘failing kidneys know the never-ending daily difficulty of adjusting water, salt and protein intake. The technological fix of dialysis helps, but is no replacement for living healthy kidneys’’ [19]. Lovelock concludes his analysis on the fate of human civilization and Gaia by saying that we will do ‘‘our best to survive, but sadly I cannot see the United States or the emerging economies of China and India cutting back in time, and they are the main source of emissions. The worst will happen and survivors will have to adapt to a hell of a climate’’ [19]. Lovelock’s forecast for climate change is based on a systems dynamics analysis of the interaction between humancreated processes and natural processes. It is a multidimensional model that appropriately reflects the dynamism of industrial civilization responsible for climate change. For one thing, it takes into account positive feedback loops that lead to ‘‘runaway’’ conditions. This mode of analysis is consistent  with recent research on how ecosystems suddenly disappear. A 2001 article in Nature, based on a scientific study by an international consortium, reported that changes in ecosystems are not just gradual but are often sudden and catastrophic [20]. Thus, a scientific consensus is emerging (after repeated studies of ecological change) that ‘‘stressed ecosystems, given the right nudge, are capable of slipping rapidly from a seemingly steady state to something entirely different,’’ according to Stephen Carpenter, a limnologist at the University of Wisconsin-Madison (who is also a co-author of the report). Carpenter continues, ‘‘We realize that there is a common pattern we’re seeing in ecosystems around the world, . . . Gradual changes in vulnerability accumulate and eventually you get a shock to the system - a flood or a drought - and, boom, you’re over into another regime. It becomes a self-sustaining collapse.’’ [20]. If ecosystems are in fact mini-models of the system of the Earth, as Lovelock maintains, then we can expect the same kind of behavior. As Jonathon Foley, a UW-Madison climatologist and another co-author of the Nature report, puts it, ‘‘Nature isn’t linear. Sometimes you can push on a system and push on a system and, finally, you have the straw that breaks the camel’s back.’’ Also, once the ‘‘flip’’ occurs, as Foley maintains, then the catastrophic change is ‘‘irreversible.’’ [20]. When we expand this analysis of ecosystems to the Earth itself, it’s frightening. What could be the final push on a stressed system that could ‘‘break the camel’s back?’’ Recently, another factor has been discovered in some areas of the arctic regions, which will surely compound the problem of global ‘‘heating’’ (as Lovelock calls it) in unpredictable and perhaps catastrophic ways. This disturbing development, also reported in Nature, concerns the permafrost that has locked up who knows how many tons of the greenhouse gasses, methane and carbon dioxide. Scientists are particularly worried about permafrost because, as it thaws, it releases these gases into the atmosphere, thus, contributing and accelerating global heating. It is a vicious positive feedback loop that compounds the prognosis of global warming in ways that could very well prove to be the tipping point of no return. Seth Borenstein of the Associated Press describes this disturbing positive feedback loop of permafrost greenhouse gasses, as when warming ‘‘. already under way thaws permafrost, soil that has been continuously frozen for thousands of years. Thawed permafrost releases methane and carbon dioxide. Those gases reach the atmosphere and help trap heat on Earth in the greenhouse effect. The trapped heat thaws more permafrost and so on.’’ [21]. The significance and severity of this problem cannot be understated since scientists have discovered that ‘‘the amount of carbon trapped in this type of permafrost called ‘‘yedoma’’ is much more prevalent than originally thought and may be 100 times [my emphasis] the amount of carbon released into the air each year by the burning of fossil fuels’’ [21]. Of course, it won’t come out all at once, at least by time as we commonly reckon it, but in terms of geological time, the ‘‘several decades’’ that scientists say it will probably take to come out can just as well be considered ‘‘all at once.’’ Surely, within the next 100 years, much of the world we live in will be quite hot and may be unlivable, as Lovelock has predicted. Professor Ted Schuur, a professor of ecosystem ecology at the University of Florida and co-author of the study that appeared in Science, describes it as a ‘‘slow motion time bomb.’’ [21]. Permafrost under lakes will be released as methane while that which is under dry ground will be released as carbon dioxide. Scientists aren’t sure which is worse. Whereas methane is a much more powerful agent to trap heat, it only lasts for about 10 years before it dissipates into carbon dioxide or other chemicals. The less powerful heat-trapping agent, carbon dioxide, lasts for 100 years [21]. Both of the greenhouse gasses present in permafrost represent a global dilemma and challenge that compounds the effects of global warming and runaway climate change. The scary thing about it, as one researcher put it, is that there are ‘‘lots of mechanisms that tend to be self-perpetuating and relatively few that tend to shut it off’’ [21].14 In an accompanying AP article, Katey Walters of the University of Alaska at Fairbanks describes the effects as ‘‘huge’’ and, unless we have a ‘‘major cooling,’’ - unstoppable [22]. Also, there’s so much more that has not even been discovered yet, she writes: ‘‘It’s coming out a lot and there’s a lot more to come out.’’ [22]. 4. Is it the end of human civilization and possible extinction of humankind? What Jonathon Schell wrote concerning death by the fire of nuclear holocaust also applies to the slow burning death of global warming: Once we learn that a holocaust might lead to extinction, we have no right to gamble, because if we lose, the game will be over, and neither we nor anyone else will ever get another chance. Therefore, although, scientifically speaking, there is all the difference in the world between the mere possibility that a holocaust will bring about extinction and the certainty of it, morally they are the same, and we have no choice but to address the issue of nuclear weapons as though we knew for a certainty that their use would put an end to our species [23].15 When we consider that beyond the horror of nuclear war, another horror is set into motion to interact with the subsequent nuclear winter to produce a poisonous and super heated planet, the chances of human survival seem even smaller. Who knows, even if some small remnant does manage to survive, what the poisonous environmental conditions would have on human evolution in the future. A remnant of mutated, sub-human creatures might survive such harsh conditions, but for all purposes, human civilization has been destroyed, and the question concerning human extinction becomes moot. Thus, we have no other choice but to consider the finality of it all, as Schell does: ‘‘Death lies at the core of each person’s private existence, but part of death’s meaning is to be found in the fact that it occurs in a biological and social world that survives.’’ [23].16 But what if the world itself were to perish, Schell asks. Would not it bring about a sort of ‘‘second death’’ – the death of the species – a possibility that the vast majority of the human race is in denial about? Talbot writes in the review of Schell’s book that it is not only the ‘‘death of the species, not just of the earth’s population on doomsday, but of countless unborn generations. They would be spared literal death but would nonetheless be victims . . .’’ [23]. That is the ‘‘second death’’ of humanity – the horrifying, unthinkable prospect that there are no prospects – that there will be no future. In the second chapter of Schell’s book, he writes that since we have not made a positive decision to exterminate ourselves but instead have ‘‘chosen to live on the edge of extinction, periodically lunging toward the abyss only to draw back at the last second, our situation is one of uncertainty and nervous insecurity rather than of absolute hopelessness.’’ [23].17 In other words, the fate of the Earth and its inhabitants has not yet been determined. Yet time is not on our side. Will we relinquish the fire and our use of it to dominate the Earth and each other, or will we continue to gamble with our future at this game of Russian roulette while time increasingly stacks the cards against our chances of survival?

Plan is a credible international signal of the need to reduce warming and is modeled
Burwell, 10 – Director of the Energy and Climate Program at Carnegie (David, “Transportation—The Leading Cause of Global Warming,” 4/15, http://carnegieendowment.org/2010/04/15/transportation-leading-cause-of-global-warming/2fr2)//DH
How do U.S. efforts to reduce transportation’s impact on atmospheric warming relate to global climate negotiations?

The United States consumes 25 percent of the world’s petroleum and that’s primarily because of the way we travel. Seventy percent of oil consumption in the United States is transportation and that is because we’re spread out, we drive everywhere, and we have over 700 cars per 1,000 people in order to support our driving habits.   The rest of the world is much less dependent on cars and much more efficient consumers of petroleum. If we don’t adopt measures that reduce our need to travel—for our own benefit—we can’t expect the rest of the world not to behave in the same way. By addressing the way we travel, by helping ourselves, by giving ourselves more transportation choices, by connecting transportation to land use development, we are not only helping ourselves, but we are providing a model for the rest of the world of how they can develop in a way that is sustainable, low carbon, and provides more choices for everybody. If the United States passed a climate bill that priced transportation carbon and linked it to a transportation bill that would reinvest the revenues into a green transportation system, the United States would be on track to meet its stated obligation of a 17 to 20 percent absolute decrease in greenhouse gas emissions by 2020. That would give comfort to other countries—particularly China, India, and other emerging economies—that the United States is serious about reducing its transportation carbon and it would contribute to the likelihood of a global climate agreement. 
----1AC Poverty 
Accessibility to jobs is the root cause of poverty- spatial mismatch and urban decentralization

Rogalsky, Jennifer Lynn –PhD of Philosophy, The University of Tennessee, Knoxville- 2006 (August 2006, “The Geography of Welfare Reform,” Proquest)

Most low-income people, however, are located in central cities with limited private transportation, as more than one-third does not own cars (Blumenberg 2003); these lower status areas have suffered the greatest decline in employment accessibility because of urban decentralization. Currently almost three-fourths of welfare recipients live in central cities or rural areas while three-fourths of jobs are in the suburbs (Waller 2005). This problem of spatial mismatch is increasing because welfare reform is pushing more and more people off of welfare; without assistance, they are left to find work close-by or not at all. Because of changes in urban morphology and welfare reform, there is an increasing mismatch between where welfare recipients live and the location of entry-level jobs for which they are qualified. These skill and spatial mismatches are caused by the fact that the educational levels of jobs have increased faster than the educational levels of the urban underclass, resulting in an exceptionally high jobless rate and a lack of highly skilled workers in central cities; Kasarda (1990) calls this phenomenon "demographic disequilibrium." The underclass remains in the central city because of racial discrimination, the lack of low-income housing in the areas where jobs are located, and a dependence on public transportation. The new urban underclass, those left behind in central cities, is characterized by isolation, joblessness, unwed mothers, welfare dependency, and illicit activities (Kasarda 1990). This lack of accessibility to employment is a source of poverty; unemployment and underemployment could be alleviated simply by improving the accessibility of transportation for workers to get to jobs (Kain 1968). 
Poverty arises with decreased access to jobs- mass transit solves

Rogalsky, Jennifer Lynn –PhD of Philosophy, The University of Tennessee, Knoxville- 2006 (August 2006, “The Geography of Welfare Reform,” Proquest)
Clearly the problem arises that jobs and people may not be in the same place, as many central city residents cannot afford to live in the suburbs or even travel there on low wages. The growing suburbanization of low-skill jobs, particularly those located away from transit stops, makes it difficult for central city residents to access these jobs (Allard 2002). The resulting spread of the city has increased the journey-to-work and made multi-purpose trips less tenable via public transportation, cutting into the income of the low-wage worker. The working poor now have a seemingly impossible daily geography in leading their individual lives. Even if they were willing to work farther from home to find a better job, it is unlikely that public transportation will be available to make the commute (Lang 2003). Because of these changes in urban morphology, Ottensmann (1980) found that as outlying employment centers emerge, poor, disadvantaged areas experience the greatest decline in employment accessibility. 
Kumar 9 – PhD, Professor and Head of the Department of Physical Planning at the School of Planning and Architecture, New Delhi
Ashok, “Technical Rationality, Equity andTransport Planning: Future Agenda forResearch and Practice,” December, http://itpi.org.in/pdfs/oct6_09.pdf
In this paper, the author argues that transport planning has become highly sciencitized discipline. Sciencitization of transport planning practice, among others, have led to two main consequences for society and economy. One, sciencitization of transport planning has led it to achieving the ends of technical rationality that is transport planning practitioners firmly believe that technical robustness of their proposals and projects remain their primary task, and moral goals such as transport equity are mere social irritants. Second, excessive emphasis on technical rationality has created a condition whereby problem formulation and reformulation has become detached from societal needs, particularly those of the majority urban poor. The paper ends by suggesting that moral principles such as equity and by implication social justice must remain at the heart of transport planning practice and education, if this important specialization has to make any significant contribution to the most important exercise of nation building. Transport planning is an integral part of town and country planning. It is the only land use, which has the capacity to provide links between other land uses physically. Whatever may be the level of technological advances aimed at reducing the need to travel (globalization of work and work processes, working from home within a city, studying in a virtual university, internet based entertainment), place remains important. As long as locale remains vital for human civilization to function and flourish, transport planning will continue to occupy high place on the table of town and country planning. In this specific sense, transport planning is the only land use which could thus afford meaning to other land uses because without physical links through road networks, it is not possible to reasonably enjoy activity systems located in the form of other land uses. Whether we meet people for specific purpose or get together on a social occasion, the significance of transport planning could not be overlooked because in order to make every trip affordable, comfortable, enjoyable and sustainable (less time and energy consuming), someone must do a good job at transport planning. Most of the efforts in transport planning are made to achieve efficiency by use of scientific or instrumental rationality. Instrumental reasoning implies complete reliance on scientific methods of analysis and examination and proposed action premised on such reasoning. Thinking, conceiving, planning and implementing planning projects through instrumental reason is acceptable provided it does not become an end in itself. Transport planners are known for their technical prowess as most of the practitioners of transport planning generally have engineering background. In this paper, I make the argument that transport planning is highly sciencitized discipline. Sciencitization of transport planning practice, among others, have led to two main consequences for society and economy. One, sciencitization of transport planning has led it to achieving the ends of technical rationality that is transport planning practitioners firmly believe that technical robustness of their proposals and projects remain their primary task, and moral goals such as transport equity are mere social irritants. As I will try to demonstrate below in briefly, engineering content dominates the essence of both transport planning practice as well as education. Second, excessive emphasis ontechnical rationalityhas created a condition whereby problem formulationand reformulationhas become detached from societal needs, particularly those of the majority urban poor. I intend to close my discussion in this paper by suggesting that moral principles such asequity and by implication social justice must become the nerve center of transport planningpractice and education, if this important specialization has to make any significant contribution to the most important exercise of nation building. Improving one or two intersections or roundabouts could never achieve these moral ends.
Slow violence outweighs; focus on flashpoint violence perpetuates slow violence. 

Nixon 11 Nixon, Rob.(Rachel Carson Professor of English at the University of Wisconsin–Madison. Among his many books is Dreambirds: The Natural History of a Fantasy. He is a frequent contributor to the New York Times, PhD, Columbia University, 1989¶ M. Phil., Columbia University, 1984¶ MA, University of Iowa, 1982¶ BA, Rhodes University, South Africa 1977) Slow Violence and the Environmentalism of the Poor. Cambridge, MA: Harvard UP, 2011. Print. Google Books. 

When Lawrence Summers, then president of the World¶ Bank, advocates that the bank develop a scheme to export rich nation garbage. toxic waste, and heavily polluting industries to Africa. he did so in¶ the calm voice of global managerial reasoning.’ Such a scheme, Summers¶ elaborated, would help correct an inefficient global imbalance in toxicity.¶Underlying his plan is an overlooked but crucial subsidiary benefit that he outlined: offloading rich-nation toxins onto the world’s poorest continent¶ would help ease the growing pressure from rich-nation environmentalists¶ who were campaigning against garbage dumps .That industrial effluent thatthey condemned as health threats and found aesthetically offensive. Summers thus rationalized his poison-redistribution ethic as offering a double gain: it would benefit the United States and Europe economically, while¶ helping appease the rising discontent of rich-nation environmentalists.¶ Summers’ arguments assumed a direct link between aesthetically unsightly¶ waste and Africa as an out-of-sight continent, a place remote from green¶ activists’ terrain of concern. In Summers’ win-win scenario for the global¶ North, the African recipients of his plan were triply discounted: discounted¶ as political agents, discounted as long-term casualties of what I call in this¶ hook “slow violence, and discounted as cultures possessing environmental practices and concerns of their own. I begin with Summers’ extraordinary¶ proposal because it captures the strategic and representational challenges posed by slow violence as it impacts the environments and in environmentalism —of the poor.¶Three primary concerns animate this book, chief among them mv conviction that we urgently need to rethink—politically, imaginatively, and¶ theoretically what I call ‘slow violence” By slow violence I mean a violence that occurs gradually and out of sight, a violence of delayed destruction that is dispersed across Lime and space. 1flatiritional violence that is¶ typically not viewed as violence at all, Violence is customarily conceived as an event or action that is immediately in time. explosive and spectacular in¶ space. and as erupting into instant sensational visibility. We need, Ibelieve, to engage a different kind of violence, a violence that is neither spectacular nor instantaneous, hut rather incremental and aceretive, its calamitous repercussions playing out across a range of temporal scales. In so doing,¶we also need to engage the representational. narrative, and strategic challenges posed by the relative invisibility of slow violence. Climate change,¶the thawing cryosphere, toxic drift, biomagnification, deforestation, the¶ radioactive a Aftermaths of wars, acidifying oceans, and a host of othersslowly unfolding environmental catastrophes present formidable representational obstacles that can hinder our efforts to mobilize and ai-t decisively.¶ The long dyings the staggered and staggeringly discounted casualties,both human and ecological that result from war’s toxic aftermaths or climate change arc underrepreseted in strategic planning as well us in¶ human memory.¶ Had Summers advocated invading Africa with weapons of mass destruction, his proposal would have fallen under conventional definitions of violence and been perceived as a military or even an imperial invasion.¶ Advocating invading countries with mass forms of 510w-motion toxic buy, however, requires rethinking our accepted assumptions of violence Lo¶ include slow violence. Such a rethinking requires that we complicate conventional assumptions about violence as a highly visible act that is newsworthy¶ because it is event focused, time bound, and body bound. We need to account¶ for how the temporal dispersion of slow violence affects the way we perceive and respond to a variety of social afflictions from domestic abuse to¶ posttraumatic stress and, in particular, environmental calamities. A majorchallenge is representational: how to devise arresting stories, images. andsymbols adequate to the pervasive but elusive violence of delayed effects.Crucially, slow violence is often not just attritional but also exponential.operating as a major threat multiplier; it can fuel long-term, proliferating conflicts in situations where the conditions for sustaining life become increasingly but gradually degraded.¶ PoLitically and emotionally, different kinds of disaster possess unequal¶ heft. Falling bodies, burning towers, exploding heads, avalanches, volcanoes, and tsunamis bave a visceral, eye-catching and page-turning power that tales of slow violence, unfolding over Years. decades, even centuries,cannot match. Stories of toxic buildup.massing greenhouse gases. and¶ accelerated species loss due to ravaged habitats arc all cataclysmic, but they¶ are scientifically convoluted cataclvsms in which casualties are postponed.¶ often for generation. ¡n an age when the media venerate the spectacular.¶ whenpublic policy is shaped primarily around perceived immediate need, a¶ central question is strategic and rcprcscntational: how can we convene intoimage and narrative the disasters that arc slow moving and long in the making, disasters that are anonymous and that star nobody, disasters that are¶ attritional and of indifferent interest to the sensation—driven technologies of¶ OUF image-world? flow can we turn the long emergencies of slow violenceinto stories dramatic enough Lo rouse public sentiment and warrant political intervention, these emergencies whose repercussions have given rise to¶ some of the most critical challenges of our time?
Ignoring slow violence justifies exclusion of atrocities as meaningless causalities. 

Nixon 11 Nixon, Rob.(Rachel Carson Professor of English at the University of Wisconsin–Madison. Among his many books is Dreambirds: The Natural History of a Fantasy. He is a frequent contributor to the New York Times, PhD, Columbia University, 1989¶ M. Phil., Columbia University, 1984¶ MA, University of Iowa, 1982¶ BA, Rhodes University, South Africa 1977) Slow Violence and the Environmentalism of the Poor. Cambridge, MA: Harvard UP, 2011. Print. Google Books. 
The representational bias against slow violence has, furthermore, a critically dangerous impact on what counts as a casualty in the first place.¶Casualties of slow violence—human and environmental—are the casualties most likely not to be seen, not to be counted. Casualties of slow violence¶ become Light-weight, disposable casualties, with dire consequences for the ways wars are remembered, which in turn has dire consequences for the projected casualties from future wars. We can observe this bias at work in¶ the way wars, whose lethal repercussions spread across space and time, are tidily bookended in the historical record. Thus. For instance, a 2003 New York¶ Times editorial Of Vietnam declared that “during our dozen years there, the¶ U.S. killed and helped kill at least x. million people.” but that simple phrase¶ “during our dozen years there” shrinks the toll, foreshortening th ongoing slow-motion slaughter: hundreds of thousands survived the official war¶ years, only to slowly lose their lives later to Agent Orange. In a 2002 study,¶the environmental scientist Arnold Si-becter recorded dioxin levels in the¶ bloodstreams of Eien Boa residents at t35 times the levels of Illinois inhabitants, who lived far north of the spraying. The afflicted include thousands¶ of children born decades after the war’s end. More than thirty years alter¶ the last spray run, Agent Orange continues to wreak havoc as, through bio-¶ magnification, dioxins build up in the fatty tissues of pivotal foods such as¶ duck and fish and pass from the natural world into the cooking pot and from¶ there to ensuing human generations. An Institute of Medicine committee¶ has by now linked seventeen medical conditions to Agent Orange; indeed,¶as recently as 2009 It uncovered fresh evidence that exposure to the chemical increases the likelihood of developing Parkinson’s disease and¶ heart disease.” Under such circumstances, wherein long-term risks continues to emerge, to bookend a war’s casual ties with the phrase “during our dozen years there is misleading: that small, seemingly innocent phrase is a powerful reminder of how our rhetorical conventions for bracketing violence routinely ongoing, belated casualties.
Prefer systemic impacts over magnitude—prior question. 

Kilbert et al. 12 “The Ethics of Sustainability” Charles J. Kibert (Charles J. Kibert is a Professor and Director of the Powell Center for Construction and Environment at the University of Florida. He is co-founder and President of the Cross Creek Initiative, a non-profit industry/university joint venture seeking to implement sustainability principles into construction. He has been vice-chair of the Curriculum and Accreditation Committee of the U.S. Green Building Council (USGBC) and helped create the first ever student chapter of the USGBC for which he serves as faculty advisor.), Leslie Thiele (teaches political theory and serves as Director of Sustainability Studies at the University of Florida. His interdisciplinary research focuses on sustainability issues and the intersection of political philosophy and the natural sciences. His central concerns are the responsibilities of citizenship and the opportunities for leadership in a world of rapid technological, social, and ecological change. ), Anna Peterson, (Department of Religion at the University of Florida. She received her PhD from the University of Chicago Divinity School. Her main research and teaching areas are environmental and social ethics, religion and politics, and religion in Latin America.), and Martha Monroe(Professor of Enviromental Education and Extension, at the School of Forest Resources and Conservation of the University of Florida)
Our moral obligations to future generations are difficult to separate, logically speaking, from ourmoralobligations to those who inhabit other nations or other classes, genders, or races within the¶ same nation. As the Brundtland Report stipulated, the “concern for social equity between generations ... must logically be extended to equity within generations.”12 Our distant descendants¶ beyond a few generations, we observed in Chapter 5, will share very few of our genes, little more¶ than non-kin currently living on the other side of the globe. If we have a moral obligation to pass on a healthy, life-supporting environment to future generations - the vast majority of whom will be¶ wholly unrelated to us or will have genetic links diminishing at a geometric rate - one might reason¶ that the same sort of obligation pertains to current generations.¶The logic of extending care from intergenerational neighbors to intragenerational neighbors is¶ practical as well as moral. In order to protect the environmental health and welfare of our children and grandchildren, it is increasingly necessary to protect the environmental health and welfare of the peoples inhabiting distant neighborhoods and distant lands. The welfare of future generations is, in many realms of environmental affairs, dependent upon the welfare of our global neighbors.¶Attempts to shield future Americans from climate change, for instance, must account for the¶ greenhouse gas emissions of China and India. Preserving the ozone layer in the stratosphere so¶ future generations do not suffer increased incidences of eye cataracts and skin cancer cannot be¶ achieved without the cooperation of people from every continent. Ensuring that growing¶ populations do not deplete natural resources and diminish the planet’s biodiversity will require the¶ provision of education and sustainable livelihoods to the citizens of developing countries, where¶ 99% of future population growth will occur.¶Indeed, at a practical level, it is not only the welfare of future generations that depends upon the actions of global neighbors. It is also our own welfare that is directly affected. Globalization has¶ many benefits, including the increased sharing of knowledge, technology, and cultural values.¶Ecologically speaking, the world is shrinking as well. Environmental responsibilities, like the air¶ we breathe, do not stop at national borders. Many of today’s most pressing environmental¶ problems, such as climate change, ozone depletion, many forms of pollution and resource¶ depletion, as well as diminishing biodiversity, are global threats requiring global solutions.
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Plan: the United States Federal Government should substantially increase its investment in urban mass transit systems 
******WOMEN
----- transportation key to solve links
By avoiding giving women the opportunity to leave the home, patriarchy becomes inevitable

Domosh, Mona –Professor of Geography at Dartmouth College- and Seager, Joni –Professor of Geography at the University of Vermont- 2001 (“Putting Women in Place: Feminist Geographers Make Sense of the World,” The Guilford Press) 
The emergence of industrial capitalism and the ideology of “separate spheres” (see Chapter 1) assigned women, at least in principle, to the private home sphere, and men to the public work sphere. The definition of as an exclusively waged activity that was to be comple— mented by a nonwaged household support system was central to the ideological—and actual—development of industrial capitalism. The benefits of this system to capitalism are myriad, and one can see how this work/nonwork dichotomy evolved as a powerful new economic system that generated considerable profits for the capitalists. Among other things, for the payment of one wage the employer got a wage earner plus an entire unpaid support system. But economic imperatives alone don‘t fully explain this work/ nonwork dichotomy. Why it is men who came to be with work and workplaces and women who come to be associated with nonwork and the household is not explained solely by capitalism. Feminist analysis suggests that the configuration of work in this particularly gendered way is so universal and so enduring because it suits not just capitalism, but patriarchy. Simply put, this dualism creates an economic dependence of women on men—which enhances the power and privilege of men, even of relatively ordinary and not very powerful men. Feminist geographers add to this analysis by drawing attention to the spatial system that makes “patriarchal capitalism” possible: the geographic separation of work from home, city from suburb, (paid) workplace production from (unpaid) household production, and the myriad zoning laws, property laws, mortgage systems, and transportation networks that facilitate these arrangements. In a key article, Ann Markusen (1980) outlined the ways in which both patriarchy and capitalism benefit from the spatial arrangement that separates men’s work from women’s non work. For example, she argues that defining an ideal home by the absence of waged work that the eco— nomic well-being of the home depends on male wages; this positions men as the “natural” heads of households. Confining [O homes in residential locations isolated from Work opportunities en sures their economic and social dependence on individual men. The ideal of a nonwaged (female) worker supporting the individual material needs and desires of each waged (male) worker is an inefficient use of the woman’s labor, but it maximizes the comfort of the male in the household—that is, providing meals to order, on an individual schedule, makes life comfortable for men but squanders women’s labor and time. 

The only way to fully equalize men and women rights is to increase urban public transportation

Rogalsky, Jennifer Lynn –PhD of Philosophy, The University of Tennessee, Knoxville- 2006 (August 2006, “The Geography of Welfare Reform,” Proquest)
Gender roles have changed over time; as a result, social institutions and the allocation of resources in the city have also changed. Women once possessed quite sharply defined gender roles within their homes and communities; however, the rise in divorce and single-mother headed households has led to a shift in gender roles in the city. There are a growing number of women in the workforce; women’s emerging dual roles force them to fulfill both domestic and economic responsibilities. However, affordable and accessible transportation is difficult to find and public transit routes are geared to traditional business hours. These changes in women’s roles require new urban services, as women have created new urban spatial and mobility patterns, demands for services, and work schedules. The traditional association women have with their home has been a major obstacle to accessing urban opportunities. As a result, women’s earning power was reduced because of their limited mobility, only reinforcing their poverty. As women move between home and work more, however, they began to bridge public and private spaces, thus changing the nature of urban spaces and the relationships among them. As women take on dual roles and change their patterns of space and time, gender definitions are redefined (Mackenzie 1989). These new needs of transportation and urban design can no longer be ignored if working poor women are going to achieve self- sufficiency. 26 Transportation is not nearly the constraint for middle- and upper-class women as it is for low-income working mothers. Commuting will not be such a barrier for these groups – not only can they more likely afford the extra time and money, but they also have more job opportunities available to them. Many women, however, have no choice but to commute long distances to get to a place of (marginal) employment. MacDonald (1999) concludes that based on wages, responsibilities, and choices, women make different commuting choices than men, and low- income women make different choices than middle- or upper-income women. These constraints need to be understood in order to design welfare reform programs that will connect workers to jobs (MacDonald 1999). It is clear that working poor women face a number of barriers and challenges. The question is whether public transportation can serve this group based on the issues of spatial mismatch, temporal mismatch (working evening/weekend hours in retail, service, and health care industries), and multiple-destination trips. Thus, these constraints, barriers, and opportunities need to be examined at the local level to see if their lives can be made self-sufficient given what their lives are like as well as the state of the city and public transportation. 
Without mobility in urban settings, women become stuck in a patriarchal cycle due to lack of transportation
Wellman, Gerard C., - Doctor of Philosophy In Public Administration, University of Nebraska- 2011 (September, 2011, “Social Justice & Public Transportation,” Proquest)

Equity, similar to justice and fairness, is concerned with how the benefits and costs of public policy are distributed (Litman, 2007, p. 2). Transportation equity has often been ignored because of the difficulty of identifying and measuring its variables 3 (Litman, 2007, p. 2: Paaswell & Recker, 1978, p. 41) and because it is often not in the interest of the policy-making class of elites (Bullard, et al., 2000; Domosh & Seager, 2001; Sachs, 2002). The role of class conflict with regard to transportation equity has been explored, notably by Robert Bullard and various coauthors, whose treatment of the subject often coincides with questions of racial inequality and environmental justice. Similarly, Robert Paaswell and Wilfred Recker found in their 1978 book, Problems of the Carless, that available transportation mode and travel time requirements negatively impacts life possibilities for the poor. Authors like Mary Cichocki (1980) and Mona Domosh and Joni Seager (2001) have examined class conflict and transportation equity through the lens of feminist methodologies, suggesting that restricting women‟s mobility through lack of transportation options has historically been an objective of patriarchal societies. Other authors like Devajyoti Deka (2004) and Richard Willson (2001) make the case that inequities in transportation planning and policy are the result of failures of planning epistemology and ontology. Specifically, they suggest, transportation planners‟ and administrators‟ adoption of rational principles and almost exclusive use of quantitative methods preclude the field from providing for the underserved and invisible members of the underclass through the suffocation of alternative viewpoints and a failure to methodologically “listen” to any viewpoints outside the majority, car-owning mainstream. The weight of these arguments, as the authors acknowledge, hinges on questions of – and perceptions of – the meaning of social justice. But as Deka (2004, p. 334) points out, little academic effort has been made to link the concepts of social justice and transportation policy. While bloggers frequently highlight this issue, academic literature 4 is remarkably silent on this subject in spite of widespread recognition that accessibility and mobility are critical functions of society. The academic treatment of the intersection of social justice and transportation policy lies mostly within the silos of racial and gender inequality with few authors taking a broad-themed approach. In view of this, the purpose of this research is to critically examine the role of social justice in the administration of public transportation policy.
 By avoiding giving women the opportunity to leave the home, patriarchy becomes inevitable

Domosh, Mona –Professor of Geography at Dartmouth College- and Seager, Joni –Professor of Geography at the University of Vermont- 2001 (“Putting Women in Place: Feminist Geographers Make Sense of the World,” The Guilford Press) 
The emergence of industrial capitalism and the ideology of “separate spheres” (see Chapter 1) assigned women, at least in principle, to the private home sphere, and men to the public work sphere. The definition of as an exclusively waged activity that was to be comple— mented by a nonwaged household support system was central to the ideological—and actual—development of industrial capitalism. The benefits of this system to capitalism are myriad, and one can see how this work/nonwork dichotomy evolved as a powerful new economic system that generated considerable profits for the capitalists. Among other things, for the payment of one wage the employer got a wage earner plus an entire unpaid support system. But economic imperatives alone don‘t fully explain this work/ nonwork dichotomy. Why it is men who came to be with work and workplaces and women who come to be associated with nonwork and the household is not explained solely by capitalism. Feminist analysis suggests that the configuration of work in this particularly gendered way is so universal and so enduring because it suits not just capitalism, but patriarchy. Simply put, this dualism creates an economic dependence of women on men—which enhances the power and privilege of men, even of relatively ordinary and not very powerful men. Feminist geographers add to this analysis by drawing attention to the spatial system that makes “patriarchal capitalism” possible: the geographic separation of work from home, city from suburb, (paid) workplace production from (unpaid) household production, and the myriad zoning laws, property laws, mortgage systems, and transportation networks that facilitate these arrangements. In a key article, Ann Markusen (1980) outlined the ways in which both patriarchy and capitalism benefit from the spatial arrangement that separates men’s work from women’s non work. For example, she argues that defining an ideal home by the absence of waged work that the eco— nomic well-being of the home depends on male wages; this positions men as the “natural” heads of households. Confining [O homes in residential locations isolated from Work opportunities en sures their economic and social dependence on individual men. The ideal of a nonwaged (female) worker supporting the individual material needs and desires of each waged (male) worker is an inefficient use of the woman’s labor, but it maximizes the comfort of the male in the household—that is, providing meals to order, on an individual schedule, makes life comfortable for men but squanders women’s labor and time. 

Women’s lives today revolve around the home- their identity is centered there- even in a working mother’s scenario, women’s jobs are far closer to the home than the man in the house

 Domosh, Mona –Professor of Geography at Dartmouth College- and Seager, Joni –Professor of Geography at the University of Vermont- 2001 (“Putting Women in Place: Feminist Geographers Make Sense of the World,” The Guilford Press) 
The association of home with women and femininity is so commonplace that it is often considered natural. Let’s think for a moment of the two images of women that have dominated popular media in the United States during the past fifty years: the “happy homemaker” of the baby-boom years, presiding over her new suburban home, and the “working woman” of the 19805 and 19905, running between her demanding job and her ‘perfectly styled home. These two stereotypical images of womanhood are powerful: they have fueled political rhetoric on both sides of the arguments about the “progress” of the women’s movement, and they have come to epitomize the values and lifeways of particular generations of Americans: the “stay-at-home mom” represents “traditional” family values and harks back to the purported stability of the U.S. postwar years; the “working woman” speaks of the breaking down of gender boundaries and of the challenges of new family roles for both women and men. Both these powerful images of women rely on the home as the basis for definition: in the case of the “traditional” women by her literal attachment to home, in that of the “working” women by the fact that her activities take place at a distance from home. So home, both literally and metaphorically, is intimately involved in popular definitions of contemporary womanhood. And this association is not just an abstract concept: women themselves seem to derive more of their identities from their domestic life than do men. When guests arrive for dinner, it is usually the woman who worries about what judgments they make: Is her houSe tidy? Are there clean towels in the bathroom? Will her planned menu please her guests’ trendy taste buds? Although it is certainly true that women still shoulder the lion’s share of housework (a recent survey estimated that married women spend forty hours a Week on household chores, compared to seventeen for men; Health, 1999), there seems to be something more than work invested in their homes— some intangible connection to self and identity. Geographers Susan Hanson and Geraldine Pratt (1995) found in their study in Worcester, Massachusetts, that women almost always live closer to their place of work than do men, no matter if they are married or single, have or do not have children. For reasons that were left unspecified, because seemingly so “natural,” it was just more important for women than for men to have their homes close to where they spent their days working. Men may take pride in the greenness of their lawn, or in the barbecue grill in the backyard, but for the most part it is women’s identities and women’s interests that are bound up with the idea of, and the literal form of, the home. As geographers, we are certainly curious about this most “feminine” of spaces. VVhat is the history of this powerful association between the home and women? Have women always been defined in relation to the home? And what are the implications of such 21 deep-seated and seemingly “natural” association?
Women continue to work closer to the home
 Domosh, Mona –Professor of Geography at Dartmouth College- and Seager, Joni –Professor of Geography at the University of Vermont- 2001 (“Putting Women in Place: Feminist Geographers Make Sense of the World,” The Guilford Press) 
Changes in how we design residential neighborhoods are slow to occur, however, and do not necessarily portend major changes in how we think about the relationships between women, work, and home. Today’s “supermom” who picks up her children at daycare on her way home from work, and then prepares dinner and cleans up after her husband and kids, participates in the public world of work to a far greater degree than did most middle-class women before her, in addition to doing her private work of cleaning and cooking, tending kids, decorating, arranging, and consuming. The new and often nancially necessary entry of women into the public world of paid labor is rarely accompanied by any lessening of responsibility in the private world of home. As a result, many women are left with a clouble burden of work: they work full time at the office, and as close to full time as possible at home. In a recent study of the relationships between gender and the 10cations of workplaces and residences, geographers Susan Hanson and Geraldine Pratt (1995) found some surpvrising results about relationships between women and home. In the United States women live significantly closer to their places of work than do men~and this applies to all women, whether married, unmarried, divorced, or co— habiting. Hanson and Pratt’s original assumption was that women with Children and heavy household responsibilities would be the only ones constrained in their job opportunities since they would be the most likely to seek employment close to home. But their in-depth study of three different neighborhoods in Worcester, Massachusetts, revealed this not to be necessarily the case. 

Without proper urban mass transit, women and minorities become segregated 

Rogalsky, Jennifer Lynn –PhD of Philsophy, The University of Tennessee, Knoxville- 2006 (August 2006, “The Geography of Welfare Reform,” Proquest)

The working poor are negatively affected by the degree of change that has taken place in U.S. cities in the decades since the welfare system began. A larger share of welfare recipients reside in cities today than before welfare reform, many urban centers are more segregated by race and class, jobs are growing quicker in the suburbs than in the central city, and cities are decentralizing, losing both people and jobs to their outlying areas and suburbs (Allard 2002). These changes in urban morphology make transportation a serious constraint for women making the transition from welfare to work. The centralized nature of cities and subsequent decentralization Early U.S. cities functioned primarily as centers of culture, commerce, and industry. Land uses were quite mixed, allowing people to live and work in the same area, even within the same building. In addition to land uses, people were quite mixed; people of all classes lived together. These early cities were just a few square miles in area, making them “walking cities.” At this time, there was little alternative but for cities to be compact, because of the lack of alternative modes of transportation. Central cities were so accessible to people that they became the centers of all types of activities: residential, retail, economic, social, and administrative. Residential decentralization In the late 1800s, however, as cities began to expand, more specialization of land uses appeared. 
Isolating women to the home leads to oppression 

Domosh, Mona –Professor of Geography at Dartmouth College- and Seager, Joni –Professor of Geography at the University of Vermont- 2001 (“Putting Women in Place: Feminist Geographers Make Sense of the World,” The Guilford Press) 

So again we can see just how complex and multivalent are the meanings of home—-as the site of privacy and freedom of expression, but also as a site of oppression. Indeed, what we often forget is that it is within the home that most violence against women is committed. In 1990 in the United States, about forty percent of all female murder victims were killed by their husband or boyfriend (Sapiro, 1994: 259). For many women, home is a battleground, not a sanctuary. What these varied stories tell us is that the distinction between the private and the public is constantly shifting and blurring, and that women have diverse relationships with and meanings invested in their homes. But these stories also deepen our understanding of the historically constructed association of women, femininity, and home. From the bourgeois townhouses of the West End of London, to the 19205 model kitchens, to the suburban houses of the postwar era, the form ofhousing has both been shaped by and in turn helped to shape changing definitions of femininity. Formal parlor suites and rocking chairs, pink refrigerators and chintz curtains, family rooms and home 0ffices—these are sites of living that are not simply backdrops to the enactment of gender roles. Instead, these places both create and reflect cultural notions of femininity and masculinity.
 Without accessible jobs, women defer to lower class working employment or ‘womanly’ chores

 Domosh, Mona –Professor of Geography at Dartmouth College- and Seager, Joni –Professor of Geography at the University of Vermont- 2001 (“Putting Women in Place: Feminist Geographers Make Sense of the World,” The Guilford Press) 
As one nanny said, “You’re supposed to feel so privileged to be part of their family that you overlook everything else” (quoted in Stiell and England, 1997: 350). However, the nannies who felt the most exploitation were those who were the most “different” from their employers: women of color and immigrants from developing countries. Afraid to complain about their working conditions because of the fear of deportation, or because changingjobs looks bad on their records, these women often felt compelled to put up with conditions they find unsuitable. A nanny from Jamaica working in Toronto put it this way: “Each time you have to change jobs, you pay Immigration $100. . . . It doesn’t look good on your record—that’s why a lot ofpeople take the abuse you can’t be bothered changing this and that” (quoted in Stiell and England, 1997: 349). In Canada and the United States, immigration and tax policies for domestic workers are different from other forms of labor. This, in combination with the inherent ambiguity of being in a family yet working for a family, creates perplexities that both em ployers and employees may find hard to ncégotiate. As a nanny from Jamaica says: relationship. (quoted in Stiell and England, 1997: 351) These unequal and complex work relationships in the home are apparent also in the situation of women who come to “service” the home, usually to clean. Women in the cleaning industry often are MUUWU W 111111.11 111 LUC ucmiiiig EH6 employed by companies that provide housekeepers. These women are paid 21 wage, and “go” to work, albeit work in someone else’s home, instead of living with work. And, more often than not, these women conduct the same work in their own homes as “at work,” meaning that they are responsible for Cleaning other people’s homes during the day and then they come home and clean their own. know little about the experiences of these women. Does it mean something different to clean for your family than to clean for ajob? Do these women experience 21 blurring of the distinction between work? That blurring of distinctions is explicit in the increasing numbers of women arid men who are employed in waged labor that they conduct at home-from their computers, fax machines, telephones, sewing machines, and so on (see Chapter 2). In fact, I’m sitting at a computer myself, in a room in my house, engaged in paid (I hope) labor. “Homework” is particularly complicated for women with small children at home. It is difficult to conduct paid labor at the same time and in the same place as child care. The one form of homework that we hear most about involves the telecommuting professional, working out of home in jobs such as publishing, design, and advertising. 7 4 1 A1 A1 Bit as Ann Oberhauser (1997) has shown in her in-depth studies of homework in Appalachia, many women, particularly those living in rural areas, engage in productive labor at home by sewing, quilting, knitting, or providing daycare and catering services. For these women, working at home versus at the office was not a choice but a necessity, given scarce job opportunities. These Appalachian women are using their “traditional” feminine skills to add to their family’s income. On the one hand, this is a less apparent crossing of boundaries between work and home, and yet on the other, a far more radical challenge to our notions of the home, since in this instance traditionally feminine skills have been transformed into waged labor. So the physical and ideological separation of work and home that began in the early modern period seems to be croding—well, at least in certain ways, and for certain people. And yet, as Sherry Ahrentzen (1992) reminds us, most Americans live in homes constructed out of the traditional ideology of separate spheres—that is, our houses reflect the beliefs that home is a space of leisure, nurturance, love, and not a place of productive work. 
Women’s lives today revolve around the home- their identity is centered there- even in a working mother’s scenario, women’s jobs are far closer to the home than the man in the house

 Domosh, Mona –Professor of Geography at Dartmouth College- and Seager, Joni –Professor of Geography at the University of Vermont- 2001 (“Putting Women in Place: Feminist Geographers Make Sense of the World,” The Guilford Press) 
The association of home with women and femininity is so commonplace that it is often considered natural. Let’s think for a moment of the two images of women that have dominated popular media in the United States during the past fifty years: the “happy homemaker” of the baby-boom years, presiding over her new suburban home, and the “working woman” of the 19805 and 19905, running between her demanding job and her ‘perfectly styled home. These two stereotypical images of womanhood are powerful: they have fueled political rhetoric on both sides of the arguments about the “progress” of the women’s movement, and they have come to epitomize the values and lifeways of particular generations of Americans: the “stay-at-home mom” represents “traditional” family values and harks back to the purported stability of the U.S. postwar years; the “working woman” speaks of the breaking down of gender boundaries and of the challenges of new family roles for both women and men. Both these powerful images of women rely on the home as the basis for definition: in the case of the “traditional” women by her literal attachment to home, in that of the “working” women by the fact that her activities take place at a distance from home. So home, both literally and metaphorically, is intimately involved in popular definitions of contemporary womanhood. And this association is not just an abstract concept: women themselves seem to derive more of their identities from their domestic life than do men. When guests arrive for dinner, it is usually the woman who worries about what judgments they make: Is her houSe tidy? Are there clean towels in the bathroom? Will her planned menu please her guests’ trendy taste buds? Although it is certainly true that women still shoulder the lion’s share of housework (a recent survey estimated that married women spend forty hours a Week on household chores, compared to seventeen for men; Health, 1999), there seems to be something more than work invested in their homes— some intangible connection to self and identity. Geographers Susan Hanson and Geraldine Pratt (1995) found in their study in Worcester, Massachusetts, that women almost always live closer to their place of work than do men, no matter if they are married or single, have or do not have children. For reasons that were left unspecified, because seemingly so “natural,” it was just more important for women than for men to have their homes close to where they spent their days working. Men may take pride in the greenness of their lawn, or in the barbecue grill in the backyard, but for the most part it is women’s identities and women’s interests that are bound up with the idea of, and the literal form of, the home. As geographers, we are certainly curious about this most “feminine” of spaces. VVhat is the history of this powerful association between the home and women? Have women always been defined in relation to the home? And what are the implications of such 21 deep-seated and seemingly “natural” association?
Perpetuating the cycle of woman in the home detaches women

 Domosh, Mona –Professor of Geography at Dartmouth College- and Seager, Joni –Professor of Geography at the University of Vermont- 2001 (“Putting Women in Place: Feminist Geographers Make Sense of the World,” The Guilford Press) 

Despite the fact that over four million women in the United States work at least eight hours a week at home, our homes are still ideologically and physically constructed as if work did not exist (1997: 80). Thinking about. new forms that homes can take, however, requires understanding the complexity of relationships to them. In Ahrentzen’s (1997) study of some one hundred homeworkers in the United States, she found that women attached a diverse range of meanings to their homes. For some, home was a place that represented their “integrative” selves—that is, their roles as mothers, wives, and workers. For others, the home was a trap that isolated them from the rest of the world. Many women separated out particular spaces within the home as refuges. If they had a separate in their home, it served as a refuge from the family. For some women, the bedroom served as a refuge from work. Ahrentzen’s study convincingly demonstrates that it is imperative to understand the diversity of meanings that Women have Concerning their homes if we wish to consider redesigning them. 
---- patriarchy impact cards
Patriarchy leads ecological catastrophe and nuclear destruction 

Nhanenge 11 (Jytte Nhanenge – Master of the Arts at the University of South Africa. “Ecofeminism – Towards Integrating the Concerns of Women, Poor People, and Nature into Development.”) 

lf “More, further, quicker, richer, and there is no alternative” are the watch-words in modern hi-tech society, according to Schumacher. It is a forward stampede: if there is crime, the solution is more police, better equipped. If there are environmental problems, the prescription is faster economic growth to pay for anti-pollution techniques. If there is lack of natural resources, we turn to synthetics. If fossil fuels run out, we change to nuclear energy. There is no problem technology cannot solve. However, for Schumacher there is one problem and that is the underlying values: technology is destined to control and conquer the world. Scientific and technological solutions that poison nature, degrade social structures, and generate war, are inherently violent. They make the rich richer, while they create poverty, and destroy life. Bigger technology means bigger concentration of economic power, which exerts greater violence against society and nature. (Schumacher 1993.) Technology can dominate or enhance societies. Hence, science and technology could have developed in a different direction. However, due to patriarchal values, which infiltrated science, the technology it develops dominates, oppresses, exploits, and kills. One reason is that patriarchal societies identify masculinity with conquest. Thus, any technical innovation will continue to be a tool for more effective oppression and exploitation. Hence, modern society seems to prioritize technology that destroys life. That is because masculine institutions and patriarchal ideologies dominate modern societies. Their technologies prevailed in Auschwitz, Dresden, Hiroshima, Nagasaki, Vietnam, Iran, Iraq, Afghanistan, and in many other parts of the world. Patriarchal power has brought us acid rain, global warming, polluted waters, dictatorships, military states, poverty, and countless cases of human suffering. We have seen men whose power has caused them to lose all sense of reality, decency, and imagination, and we must fear such power. The ultimate result of unchecked patriarchy will be ecological catastrophe and a nuclear holocaust. Such actions are denial of wisdom. It is working against natural harmony, destroying the basis of existence. Thus, as long as people leave questions of technology to the “experts” the forward stampede will continue. 

******ECONOMY
---- Competitiveness Addon 

Quality of transit systems are key to competitiveness in urban cities

Kempen, Ronald Van -Urban Geographer and Professor of Urban Geography, His current research activities are focused on housing for low-income groups, neighbourhood developments, urban policies and its effects on neighbourhood and their inhabitants, social exclusion, ethnic minorities and urban developments, Director of Research of the Department of Human Geography and Planning- 2006 (November 20th, 2006, “Divided Cities in the 21st Century: Challenging the Importance of Globalization,” SpringerLink) //HL

The Round Table began with the observation that major international cities are, to some extent, competing to attract businesses. As economies become increasingly service-led and intangible major cities are trying to capture some of the foreign direct investment flowing from one part of the world to another as the opportunities arise. Such investment may be attracted by local market outlets, but equally so by the scope to export worldwide. Because major cities can give rise to agglomeration economies, for instance by connecting up different levels of services, the quality of their transit systems is an important factor in terms of competitiveness. For such cities, a transit development strategy implies working out how best to become part of the global economy. This is bound to depend on national guidance as to the role the country wishes to play on the world stage and the resources it gives over to achieving that goal. But at a more local level, transit issues, and more precisely the quality of public transport, will have repercussions on factors such as a city’s vibrancy. At the same time, economic change and social aspirations oblige governments to practise sound financial management and, more specifically, to allocate resources as rationally as possible. For public transport, which has seen its market share considerably eroded by private cars and has consequently fallen seriously “into the red”, the question of private-sector involvement in the provision of transit services was bound to arise.
----Transportation=growth 
Transportation is a prereq to sustainable growth 

Vuchic, Vukan R. –PhD at University of California, Berkeley, Professor at University of Pennsylvania teaching Transportation and City Planning- 2010 (January 13th, 2010, “Urban Transit Systems and Technology,” John Wiley & Sons)//HL

Transportation technology and organization have in many periods of history had a major impact on the size of city and its population. Having inﬂuenced the locations of many cities, transportation continued to stimulate growth of cities that had easy access from many areas and by different modes. Good mobility within cities also inﬂuenced their growth. This was the case in many cities when construction of a bridge or tunnel resulted in the development of new areas with commercial, industrial, and residential activities, leading to economic growth and population increases in the entire urban area. However, transportation has sometimes also acted as a constraint on urban growth in two ways, particularly prior to the invention of mechanized vehicles. First, the capacity of the system to supply the city with food and other material needs was limited. The transportation of supplies was slow, expensive, and often physically impossible beyond certain volumes and distances. Theorizing about the maximum possible size of cities, British statistician Petty stated in 1686 that all supplies for a city must be produced within a radius of 50 km. He computed that the production from an area of that size could support at most 600,000 houses and concluded that the maximum population of a city (in his study, London) would be 5 million. The second constraint was personal travel. When internal passenger circulation was slow, it was not possible to develop a city that would operate coherently over a large area. All major activities involving contacts among people had to be located within distances that permitted walking or the use of horses. In addition to transportation, urban growth has always been inﬂuenced by other forces. In his monumental study of the development and growth of cities, A. F. Weber (1899) estimates that several ancient cities—among them Thebes, Memphis, Babylon, and Nineveh—had populations probably well in excess of 100,000; that Carthage probably had as many as 700,000, that Alexandria was somewhat smaller, and that Rome was somewhat larger (800,000 to 1 million). On the other hand, it is conjectured that in the Middle Ages, probably only Constantinople reached a population of 1 million (data from both periods are not very reliable). Western cities (London and Paris being most notable) did not reach the ﬁgure of 1 million until early in the nineteenth century. Since transportation technology in ancient times was not signiﬁcantly different from that in the Middle Ages, Weber concludes that economic, political, and social factors in the two periods were different and they, acting collectively with transportation, caused different rates of growth and sizes of cities. Schaffer and Sclar (1980) describe interaction of cities and transportation at a further level: they show how the basic mode of travel—such as walking, use of public transit, and driving a car—inﬂuences the size and type of life in cities.
-----Solves Congestion

Urban transit decreases congestion and raises near by housing values

GAO 2010 (July 2010, “Federal Role in Value Capture Strategies for Transit Is Limited, but Additional Guidance Could Help Clarify Policies,” United States Government Accountability Office, http://www.gao.gov/new.items/d10781.pdf)//HL

State and local governments across the country are increasingly looking to build new transit systems to help alleviate the adverse effects of traffic congestion and support growth and redevelopment in the urban cores of metropolitan areas. c Fixed-guideway transit projects are costly to build, and limited funding for transit projects at the state and local level has created intense competition for federal transit funds. 1 Moreover, in addition to facing challenges in obtaining funds to construct new transit systems, many transit agencies are struggling to keep up with mounting operations and maintenance costs of existing transit systems. Facing budget shortfalls, transit agencies are forced to raise fares or cut service, either of which can drive transit users away, potentially reducing ridership and exacerbating funding issues. Furthermore, the sales tax receipts and other funding sources that many transit agencies rely on to fund capital projects and agency operations have significantly declined during the recent economic downturn. Given this economic environment, transit project sponsors are increasingly looking for alternative mechanisms to help finance and deliver new, large-scale transit projects. There is a well-established relationship between public transit investments and nearby property values. We have previously reported that plans for transit stations and amenities commonly found in transit-oriented developments generally increase nearby land and housing values, but the magnitude of the increase varies greatly depending upon several characteristics. 2 Value capture strategies—mechanisms designed to harness increases in value for properties surrounding transit to help fund investments in public transit infrastructure or related improvements—are designed to take advantage of this increase to create beneficial outcomes for both the public and the private sectors, as well as link funding to the beneficiaries of a transit system. Value capture strategies used to fund transit vary in form; however each typically involves a private sector contribution through an assessment or fee, or a public sector contribution drawn from increased property tax revenue. 
----V2L Add on 

Strong city transportation systems increase economic viability and quality of life
Vuchic, Vukan R. –PhD at University of California, Berkeley, Professor at University of Pennsylvania teaching Transportation and City Planning- 2010 (January 13th, 2010, “Urban Transit Systems and Technology,” John Wiley & Sons, Book)//HL
Many cities and metropolitan areas face the problems of chronic trafﬁc congestion and its serious negative side effects. They also suffer from excessive auto dependency, which reduces mobility and sustainability. To solve these problems, cities are making efforts to implement intermodal transportation systems that minimize negative side effects and enhance their economic viability and quality of life. In these efforts, city governments recognize urban public transportation, popularly known as transit, as the critical element in achieving balanced transportation system. These trends and experiences have led to introduction of policies favorable to transit system development and innovations. 
******AFF ANSWERS

----States Fail

Federal oversight on urban mass transit key to efficiency, costs

Kempen, Ronald Van -Urban Geographer and Professor of Urban Geography, His current research activities are focused on housing for low-income groups, neighbourhood developments, urban policies and its effects on neighbourhood and their inhabitants, social exclusion, ethnic minorities and urban developments, Director of Research of the Department of Human Geography and Planning- 2006 (November 20th, 2006, “Divided Cities in the 21st Century: Challenging the Importance of Globalization,” SpringerLink) //HL
There is a need to maintain a core network of public transport, just as there is a need to adapt to the new spatial configuration stemming from urban sprawl. This means combining protection of the core network with the development of new services. Injecting a dose of competition is perceived by many observers to be vital to the development of public transport systems. Innovation boosting while ensuring efficient resource use are often said to be the cardinal virtues of the private sector. So it is not surprising that many public authorities have considered introducing some form of privatisation into public transport. Numerous options are possible and some are even specific to individual countries. Without going as far as the privatisation and full competition launched on the UK bus market in the 1980s (with the exception of London), some authorities have sought to turn their backs on the inefficiencies that are alleged to be inherent to public management. Those inefficiencies are: a degree of negligence, linked to a tendency to over-invest with regard to the actual cost of solutions adopted; a mismatch between service provision and the real level of changing demand; and a failure to focus on measures to bring down operating costs. Many experts feel there is a need to combine accessibility, which is vital and consubstantial with the notion of transport, and competitiveness. This implies “market efficiency” and therefore private sector involvement. However, while government intervention in urban transit is often characterised by heavy emphasis on redistribution, or ideology, its economic justification is often based on the following arguments: • If the congestion/environmental costs associated with private car use are not internalised, replacing private cars with public transport in cities could make the entire urban transit system more efficient; • The fixed operating costs of urban transit systems are high. So an increase in the number of passengers will normally reduce costs per user and possibly prices. The ensuing size advantage for operating companies is behind the trend towards more concentrated urban transit markets. The monopoly or oligopoly power enjoyed by service providers could give rise to pricing behaviour that would make transit systems less efficient and crowd out the user groups that are dependent on them. Consequently, it was felt that government involvement, or public ownership, was a prerequisite if transit systems were to be efficient; Finally, accessibility, i.e. the provision of a basic service giving vulnerable user groups access to mobility, is viewed as a “merit good”; in other words, a service that governments should provide because it is a fundamental right, even if it is not economically rational. Thus within the “transit market”, with its social inequalities in terms of access to transport opportunities, there are also “transit fares” which do not fully reflect the actual costs of such transport use. 
----Privatization Fails 

Privatization fails with urban mass transportation- empirically denied 

Vuchic, Vukan R. –PhD at University of California, Berkeley, Professor at University of Pennsylvania teaching Transportation and City Planning- 1999 (Spring, 1999, “Alternate Route: Toward Efficient Urban Transportation by Clifford Winston; Chat Shirley Review by: Vukan R. Vuchic,” Transportation Journal, Vol. 38, No. 3, Penn State Uninversity Press, JSTOR)//HL

The only mention of the experiences from our peer countries refers to Great Britain, and those are misrepresented. Privatization, which is often successful, is not distinguished from deregulation, which has actually brought great damage rather than claimed improvements to urban transportation in that country. The authors are correct that pricing in urban transportation is inefficient and that it should be restructured. But while their focus is on re duction of funds for transit, they make only vague, unrealistic proposals about how to charge for car use. Paul Weyrich recently chal lenged his fellow conservatives to recognize that use of cars is actually grossly subsidized and further from a "free market" than transit. The fundamental conceptual error of these authors is that they extrapolate the domain of the "free market" into territory in which economic theorists and practitioners have shown that it cannot be used: between systems with different investment/operating cost ratios, among systems that offer different types of ser vices, and for services that have major social and economic impacts. A book on urban transportation in this day and age that does not include in its extensive index such basic concepts as intermodal sys 70 TRANSPORTATION JOURNAL Spring terns and urban livability, and which has only criticism of what it simplistically refers to as "rail transit," can hardly be considered an "up to-date economic theory." Rather, it represents an obsolete, methodologically naive and ideo logically biased document.
----Privatization Perm Solvency
Perm solvency: joint development between private and public sectors best

GAO 2010 (July 2010, “Federal Role in Value Capture Strategies for Transit Is Limited, but Additional Guidance Could Help Clarify Policies,” United States Government Accountability Office, http://www.gao.gov/new.items/d10781.pdf)//HL
One value capture strategy, joint development, often generates revenue for the transit agency through a lease or sale of publicly-owned land through partnerships with private or nonprofit developers, or other public sector partners to create a portion of a transit-oriented development. Value capture strategies are administered at the state, regional, or local level. As a result, the federal government does not play a direct role in implementing value capture strategies—its role is primarily limited to providing the federal share of capital construction and land acquisition costs. However, federal policies and programs can affect the cost, design, and routing of transit systems—characteristics vital to the viability of value capture strategies. Recently, the federal government has increased its focus on creating “livable” communities by better linking transportation, housing, and environmental programs and policies. Part of this focus reflects the federal government’s recognition of the increasing demand for transit-oriented developments. Recent policy changes by the Department of Transportation (DOT) are designed to provide more flexibility for transit agencies and local governments to accommodate transit-oriented development near stations and multi-modal transportation sites. For example, in 2007, the Federal Transit Administration (FTA) issued joint development guidance, which is intended to provide flexibility for transit agencies interested in pursuing transit-oriented development on lands purchased with federal funding. 

******NEGATIVE

----Federal Bad

Federal funding of urban mass transit actually worsens transportation- empirically proven

Love, Jean - John A. and Elizabeth H. Sutro Professor of Law, Member of the American Association of University Professors, the National Conference of Bar Examiners, and the Association of American Law Schools- 92 (Jul/Aug 1992, “Mass Transit: A Barren Promise,” ProQuest)

Last fall, Congress passed a transportation act that could increase Federal aid to mass transit over the next six years by more than 50 percent--to $31.5 billion. This figure doesn't even include possible diversions of 50 percent to 100 percent of Federal highway funds in some communities. Most of the new money will be used to purchase buses and build rail lines. The alleged benefits of increased Federal assistance are seductive: For weary motorists, public transit promises reduced traffic congestion; for environmentalists, it promises less use of fossil fuels and less air pollution; for city planners, it promises a step toward urban revitalization; for the poor, it promises inexpensive access to transportation; and for the business community, it promises to lure suburbanites back to central business districts. Taxpayers have pumped more than $100 billion into urban miss transit systems during the past 25 years. Regrettably, experience demonstrates that each supposed benefit of publicly supported transit is more myth than reality. Myth: Federal transit subsidies have improved transit service. Federal dollars for urban transit have not brought significant improvements in transit service; instead, subsidies have caused transit costs to escalate. U.S. Government and transit industry figures show that public transit operating costs per vehicle mile increased an incredible 418 percent from 1970 to 1990--twice the rate of inflation and two-and-a-half times the cost increase for similar service in the private bus industry. In fact, during this period, the rate at which transit costs increased was 20 percent greater than the rate of increase in health-care costs, over which so much fuss has been made. Massive public aid to transit has generated a small increase in transit service. For each new inflation-adjusted dollar of revenue, transit has produced less than 25 cents of new service-75 cents of each dollar has financed cost increases over inflation. Today, it costs roughly $4.20 to generate a dollar's worth of new transit service. Where has all the money gone? Most of the subsidies have been consumed by declining worker productivity and rising wages. Productivity as measured by hours of bus service fell 55 percent from 1964 to 1985 for large transit agencies, according to a Federal Transit Administration report. One explanation for transit's steep descent is that transit employees are working less. Charles Lave, a professor of economics at the University of California at Irvine, found that the number of hours the average big-city transit employee worked in a year fell from 1,205 hours in 1964 to 929 hours in 1985. Subhash Mundle, a transit management consultant, found that in 1988 the average driver in Miami was absent 34 days, in Los Angeles 32 days, and in Pittsburgh 27 days, not counting vacations and holidays. The San Jose Mercury-News found absenteeism so high that local full-time transit drivers worked an average of only 200 days a year. To put this in perspective, the private taxi industry employs nearly the same number of workers as public transit but provides three times the vehicle miles of service. The high pay of transit employees has also drained transit subsidies. Most adults have the basic skills needed to operate a transit vehicle and could be trained to drive one in a month or less. Yet public transit drivers' compensation exceeds that of the average full-time U.S. employee by 45 percent and is double that of their unionized private-sector counterparts. 

