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Changed advantages around a bit so we don’t have 3 economy advantages

-Trade is now a coal/steel advantage with a heg impact

-Food security has famine and CCP collapse impacts

-Competitiveness has an impact of trade wars via protectionism

-Congestion is just econ 

***1AC***

1AC – Plan Text

Text: The United States federal government should fund inland waterway modernization.

1AC – Inherency
Contention 1: Status quo

Adoption of a “fix when fail” policy ensures delays and collapse of inland waterways

Len Boselovic, award winner for business and investigative reporting, 3/18/2012, Pittsburgh Post (“THE NATION'S LOCKS AND DAMS, INCLUDING 23 IN REGION, ARE ON THE BRINK OF FAILURE, ACCORDING TO U.S. ARMY CORPS OF ENGINEERS”)

Faced with flat funding, the Corps has adopted a "fix when fail" approach to maintaining locks and dams.¶ Take what happened at the Montgomery Dam on the Ohio River near Shippingport in 2006. A week after the Corps concluded that the dam had structural problems, a runaway barge hit it, damaging two of 10 100-foot-wide steel gates used to control the flow of water.¶ "Since that time, we've only had enough funds to put Band-Aids on the gates," said the Corps' Mr. Fisher. "We are at the border of 'fix when fail' and 'failing to fix.' "¶ With preventive maintenance crimped, barge operators face more frequent and longer delays as locks break down. On the Ohio River, the number of hours lost annually because of outages has tripled since 2000 to 80,000 hours, members of the House Committee on Transportation and Infrastructure were told last fall.¶ "I have never seen the disruptions to traffic we have now," said Martin T. Hettel, the American Electric Power manager responsible for moving coal on AEP barges to the Columbus, Ohio, utility's power plants.¶ The delays occur even though the Corps spends millions each year to keep outdated facilities functioning.¶ "That's just throwing money down a rat hole," said William Harder, a former navigation manager in the Corps' Great Lakes and Ohio River division who retired last year.¶ Dams are used to generate hydroelectric power and prevent flooding. They are also used to hold back water, creating a pool deep enough for barges to move up and down the river. Because the water level rises and falls at different points along rivers, locks are used to raise and lower barges depending on the depth of the river where they are coming from and the depth of the river where they are headed. 

And, there’s no impact to minor delays, but poor maintenance makes mass lock failure inevitable
Boselovic 2012 (Len Boselovic, Journalist for Pittsburgh Post-Gazette, 5/9/2012 “Locked and Dammed: Neglect erodes river commerce,” http://www.post-gazette.com/stories/news/environment/locked-and-dammed-neglect-erodes-river-commerce-617136/)hhs-ps

Mr. Dinkel said short-term outages could be managed "through some creative engineering and logistical arrangements." But if a dam would be out of commission for a period of several years, "That would be very troubling to us," he said. "It would put us in a bind for a protracted period of time." The likelihood of a lock or dam being knocked out of commission for several months or longer has increased in recent years, as aging facilities along the nation's waterways have become harder to keep running and more expensive to care for. Efforts to build new locks and dams have been plagued by cost overruns measured in hundreds of millions of dollars and construction delays measured in decades. And statistics indicate the Corps is losing the fight to keep the old structures working. Unscheduled lock closures nationwide have spiked in recent years, particularly in Pittsburgh. Western Pennsylvania has some of the oldest locks and dams on the 11,000-mile inland waterway that the Corps maintains. Moderate- and high-use locks in the Pittsburgh district were out of operation 2,255 hours in the fiscal year that ended in September, according to the Corps. That compares to 879 hours in fiscal 2010 and 1,441 hours in fiscal 2009. More than 70 percent of the down time last year involved unscheduled closures, where unexpected mechanical, structural or hydraulic problems disrupted river traffic. "Failures have been occurring and will continue to occur at an accelerated rate," said William Harder, a former navigation manager in the Corps' Great Lakes and Ohio River division who retired last year. Mr. Harder estimates it would take at least three years to replace a broken lock on the Monongahela and a minimum of six years to replace a dam. If such drastic measures were required, the impact of a prolonged river outage might come as a surprise to consumers, who would pay the costs related to the outage.

1AC – Trade
Contention 2 is Trade
First, catastrophic lock system failure is inevitable—completely halts inland river commerce

PPG 3/25/2012 (Pittsburgh Post-Gazette, “Water torture: Congress needs to act on decaying locks and dams,” March 25, 2012, http://old.post-gazette.com/pg/12085/1219052-192.stm )hhs-ps

Pittsburgh, which owes its location and historic emergence to the meeting of three rivers, is particularly in peril. The region's 23 locks and dams, key to the annual passage of 33 million tons of coal, petroleum and other commodities, are some of the oldest in the nation. At the Elizabeth locks and dams, 105 years old, chunks of concrete periodically fall from a collapsing roof in the tunnel that carries water to fill and empty the lock chambers. Farther up the Monongahela River at Charleroi, the walls of a lock built in 1932 sway back and forth with each filling and emptying. What happens if or when a catastrophic failure occurs? River traffic will shut down for months. Local economies will suffer. Cargoes will be put on more expensive rail cars and trucks -- barges are estimated to be $14 a ton cheaper -- and this will have costly implications for businesses and consumers alike. Electricity rates will go up; an October study by the corps estimated that a closure of the Lower Mon could increase electricity costs by $1 billion annually. Communities that take water from the river could experience problems. When disaster strikes, it will come because of absent-minded, half-hearted political neglect. More than half the nation's locks and dams, built to last 50 years, are still operating years after their projected life. To put it another way, previous generations have bequeathed great works of engineering to Americans living today, but the challenge of keeping up the system has not been met. While some projects proceed, others are put off or delayed. With each delay comes more complications and greater cost. The Corps of Engineers is forced to play a losing game of catch-up, making emergency repairs to put off the day of reckoning.

Failure of one lock spills over – brings all river commerce to a standstill

Meira 12 (Kristin Meira, Executive Director @ Pacific Northwest Waterways Association, Political Transcript of a hearing of the House Committee on Transportation and Infrastructure, proquest)

Early in the last decade, our colleagues at the Portland and Walla-Walla Districts of the U.S. Army Corps of Engineers recognized that our aging locks would require strategic repairs to remain operational and reliable. They also recognized that these projects would need to be planned and executed to have the least impact to our regional and national economy.¶ It's important to remember the scale of our navigation infrastructure projects. A catastrophic failure of one of our lock gates would translate to at least a one-year closure of that project. That is how long it takes to design, fabricate, and install a lock gate of that size. We also do not have any smaller, backup locks at our projects. Allowing our locks to degrade to the point of failure simply is not an option. A closure of one of our projects creates a bottleneck for the entire system.

1AC – Trade – Coal
Scenario 1 is Coal
Lock failure shuts down waterborne coal transportation and crushes the coal industry

Len Boselovic, award winner for business and investigative reporting, 3/18/2012, Pittsburgh Post (“THE NATION'S LOCKS AND DAMS, INCLUDING 23 IN REGION, ARE ON THE BRINK OF FAILURE, ACCORDING TO U.S. ARMY CORPS OF ENGINEERS”)
Corps and industry officials say it would take three or more years to replace a failed lock and even longer if a dam had to be replaced.¶ Whatever the period of time needed, the 10 million tons of coal and other commodities that move through the Elizabeth locks each year would have to be moved by rail or truck, which are more expensive. Moreover, it would take more than 1,000 large trucks to move the same amount of coal a standard 15-barge tow carries.¶ "If the Lower Mon closes, there's not enough trucks to move the coal power plants need," Mr. Harder said.¶ A Corps-commissioned study produced in October estimated a lock or dam failure that closed the Lower Mon to traffic could increase electricity costs up to $1 billion annually. The figure covers only what businesses and consumers could pay and not how those price increases would ripple through the economy.¶ But Mr. Harder, who disclosed the $1 billion estimate at an industry meeting in Pittsburgh in October, said costs would include power plants paying more to move coal by truck or rail. He said an extended closure could cause some power plants to shut down, increasing the cost of electricity for about 21 million people along the East Coast.

And, coal is critical to the steel industry—coal scarcities tank production capacity

WCI 2009 (World Coal Institute, organization promoting technological innovation and improved environmental outcomes within the context of a balanced and responsible energy mix. “Coal and Steel,” 3/6/2009)hhs-ps

Steel is a vital building block for development – it facilitates economic growth and poverty alleviation and is a major element in improving quality of life. Coal is an essential input in the production of steel. Steel is a man-made alloy of iron and carbon – and that carbon usually comes from coal. Almost 70% of the steel produced today relies directly on metallurgical coal, also referred to as coking coal. The remainder is produced by recycling scrap steel (itself originally produced directly using coal) using electricity – often generated using affordable and reliable steam coal. Increasing Demand for Steel Over the last 35 years steel production worldwide has almost doubled, from less than 600 million tonnes (Mt) in 1970 to around 1.2 billion tonnes in 2006. The period 2000-2006 has seen unprecedented growth, with global figures rising over 47%. Coal & Steel 3 Much of the demand for steel is being driven by the strong and rapid economic growth of China and India. In 2006, economic growth rates in those countries were 11% and 9% respectively. With a population of over 1 billion in India, and almost 1.3 billion in China, the demand for products and services has fuelled an almost insatiable demand for steel. China and India together consumed over 445Mt of steel in 2006, around 40% of total global crude steel consumption. This is set to continue as India is projected to eclipse China in population size by 2025 and the two countries will account for around 36% of the global population. Rapid urbanisation worldwide is driving demand still further – as cities grow, housing, water and electricity are urgently required. Transport links must be expanded to meet the geographical growth of urban and peri-urban areas. The availability and reliability of modern communication systems also becomes ever more important as urban economies become more sophisticated. Around 4.9 billion people are expected to be urban-dwellers by 2030 60% of the world’s population. This will place huge pressure on existing infrastructure and create significant demand for housing, better transport systems, communications networks, energy, sanitation and healthcare. Coal will continue to play a major part in the manufacture of the world’s steel for the foreseeable future. The well-supplied world market means that metallurgical coal can be delivered worldwide, facilitating the manufacture of steels which will ultimately deliver the goods and services that growing economies demand.

Steel industry key to heg, econ, and competitiveness

Buyer 2k7(Member of the House of Representatives, 7-31-7 (Steve, Before the International Trade Commission, Regarding the five-year sunset review on Certain Hot-Rolled Carbon Steel Flat Products from Argentina, China, India, Indonesia, Kazakhstan, Netherlands, Romania, South Africa, Taiwan, Thailand, and Ukraine (Inv. Nos. 701-TA-404-408 and 731-TA-898-908 )
A robust steel industry is fundamental to the security and economic viability of this nation. If you were to contemplate the ten resources considered essential to the successful establishment of a nation, steel would be high on that list. A fruitful domestic steel industry maintains its viability by being adaptive, technologically savvy, and flexible so that it can maintain its competitive edge in the world market. That competitive edge lends itself to economic security and stability here at home.  Both of those elements are vital ingredients to a nation's ability to develop and maintain an adequate defense. I believe we must remain vigilant to protect ourselves from a future without a steelmaking infrastructure sufficient to meet our national defense needs. In the years that have followed the tragic events of September 11, 2001, national defense has dominated public attention. When contemplating the tumultuous nature of this global war against terror in which we are immersed, I think it is apparent that we cannot accept a situation in which we are reliant on the kindness of strangers to meet our security-related steel needs.  Depending on trusted friends and allies may not be wise, since they have requirements of their own for steel. Simply put, the defense of our nation depends on steel. Our aircraft carriers, cruisers, tanks, HUMMVEES, are all made of steel. We cannot become dependent on foreign sources for this material so vital to our national defense. The United States is the only superpower in the world. We cannot project our force around the globe, which from time to time is necessary, without the ability to move people and equipment quickly. It is in our national interest to maintain a vigorous steel industry.  The economic stability of the steel industry here at home, and our ability to remain competitive abroad, directly impacts our national security. The efficient low-cost producers that comprise the membership of our domestic steel market can compete effectively against any foreign producer in the global economy. To ensure their stature, the steel industry has invested billions of dollars in modernizing itself while simultaneously improving environmental compliance. It has learned the hard way the benefit of cutting-edge technology. These producers are heavily concentrated in northwest Indiana and at the end of 2006 they employed over19,000 Americans in that region. Companies like Nucor of Crawfordsville and Steel Dynamics of Pittsboro contribute substantially to the ensuring a healthy local economy and thereby contribute to a stable and healthy national economy. The nation's annual production of over 100 million tons of steel, of which Indiana is the second-largest producer among the states, keeps this country at the top of the worldwide steel industry.  However, if the competitive nature of this market is unfairly influenced by steel dumping or by illegal subsidies given to foreign producers by their governments or other entities, the integrity of the domestic and global market is jeopardized. In those instances, the domestic market loses its ability to effectively compete with its global rivals. When that occurs, it negatively impacts the economic stability of our domestic steel industry which in turn threatens our national security. We need to ensure that companies like Nucor and Steel Dynamics have the opportunity to modernize and grow to adequately meet the demands of the global market without the fear of sustaining financial damage from unfair or illegal trade practices. To ensure that our nation's defense remains adequate and capable, we must continue to enable mechanisms that will influence other countries to play by the rules Simultaneously, we must be cognizant, and take appropriate action, to recognize those instances in which anti-dumping and countervailing duties are no longer required to safeguard our economic and security interests. In either instance, we cannot allow to go unchallenged the continuous violations of international and U.S. trade laws that lend to a skewed market and undercut the ability for fair competition to flourish in the global economy. The preservation of the economic integrity of our domestic steel industry is fundamental to our ability to protect our very existence as a nation.  

Collapse of hegemony causes nuclear war
Kagan, PhD in history, 7— senior associate at the Carnegie Endowment for International Peace. Listed as one of the world’s “Top 100 Public Intellectuals” by Foreign Policy. Former member of the State Department Policy Planning Staff. BA from Yale, MPP from JFK School of Government at Harvard, PhD in  American History from American  University. (Robert, July, End of Dreams, Return of History, http://www.realclearpolitics.com/articles/2007/07/end_of_dreams_return_of_histor.html, AG/JMP)
Were the United States to diminish its influence in the regions where it is currently the strongest power, the other nations would settle disputes as great and lesser powers have done in the past: sometimes through diplomacy and accommodation but often through confrontation and wars of varying scope, intensity, and destructiveness. One novel aspect of such a multipolar world is that most of these powers would possess nuclear weapons. That could make wars between them less likely, or it could simply make them more catastrophic. It is easy but also dangerous to underestimate the role the United States plays in providing a measure of stability in the world even as it also disrupts stability. For instance, the United States is the dominant naval power everywhere, such that other nations cannot compete with it even in their home waters. They either happily or grudgingly allow the United States Navy to be the guarantor of international waterways and trade routes, of international access to markets and raw materials such as oil. Even when the United States engages in a war, it is able to play its role as guardian of the waterways. In a more genuinely multipolar world, however, it would not. Nations would compete for naval dominance at least in their own regions and possibly beyond. Conflict between nations would involve struggles on the oceans as well as on land. Armed embargos, of the kind used in World War i and other major conflicts, would disrupt trade flows in a way that is now impossible. Such order as exists in the world rests not merely on the goodwill of peoples but on a foundation provided by American power. Even the European Union, that great geopolitical miracle, owes its founding to American power, for without it the European nations after World War ii would never have felt secure enough to reintegrate Germany. Most Europeans recoil at the thought, but even today Europe 's stability depends on the guarantee, however distant and one hopes unnecessary, that the United States could step in to check any dangerous development on the continent. In a genuinely multipolar world, that would not be possible without renewing the danger of world war. People who believe greater equality among nations would be preferable to the present American predominance often succumb to a basic logical fallacy. They believe the order the world enjoys today exists independently of American power. They imagine that in a world where American power was diminished, the aspects of international order that they like would remain in place. But that 's not the way it works. International order does not rest on ideas and institutions. It is shaped by configurations of power. The international order we know today reflects the distribution of power in the world since World War ii, and especially since the end of the Cold War. A different configuration of power, a multipolar world in which the poles were Russia, China, the United States, India, and Europe, would produce its own kind of order, with different rules and norms reflecting the interests of the powerful states that would have a hand in shaping it. Would that international order be an improvement? Perhaps for Beijing and Moscow it would. But it is doubtful that it would suit the tastes of enlightenment liberals in the United States and Europe. The current order, of course, is not only far from perfect but also offers no guarantee against major conflict among the world's great powers. Even under the umbrella of unipolarity, regional conflicts involving the large powers may erupt. War could erupt between China and Taiwan and draw in both the United States and Japan. War could erupt between Russia and Georgia, forcing the United States and its European allies to decide whether to intervene or suffer the consequences of a Russian victory. Conflict between India and Pakistan remains possible, as does conflict between Iran and Israel or other Middle Eastern states. These, too, could draw in other great powers, including the United States. Such conflicts may be unavoidable no matter what policies the United States pursues. But they are more likely to erupt if the United States weakens or withdraws from its positions of regional dominance. This is especially true in East Asia, where most nations agree that a reliable American power has a stabilizing and pacific effect on the region. That is certainly the view of most of China 's neighbors. But even China, which seeks gradually to supplant the United States as the dominant power in the region, faces the dilemma that an American withdrawal could unleash an ambitious, independent, nationalist Japan. In Europe, too, the departure of the United States from the scene -- even if it remained the world's most powerful nation -- could be destabilizing. It could tempt Russia to an even more overbearing and potentially forceful approach to unruly nations on its periphery. Although some realist theorists seem to imagine that the disappearance of the Soviet Union put an end to the possibility of confrontation between Russia and the West, and therefore to the need for a permanent American role in Europe, history suggests that conflicts in Europe involving Russia are possible even without Soviet communism. If the United States withdrew from Europe -- if it adopted what some call a strategy of "offshore balancing" -- this could in time increase the likelihood of conflict involving Russia and its near neighbors, which could in turn draw the United States back in under unfavorable circumstances. It is also optimistic to imagine that a retrenchment of the American position in the Middle East and the assumption of a more passive, "offshore" role would lead to greater stability there. The vital interest the United States has in access to oil and the role it plays in keeping access open to other nations in Europe and Asia make it unlikely that American leaders could or would stand back and hope for the best while the powers in the region battle it out. Nor would a more "even-handed" policy toward Israel, which some see as the magic key to unlocking peace, stability, and comity in the Middle East, obviate the need to come to Israel 's aid if its security became threatened. That commitment, paired with the American commitment to protect strategic oil supplies for most of the world, practically ensures a heavy American military presence in the region, both on the seas and on the ground. The subtraction of American power from any region would not end conflict but would simply change the equation. In the Middle East, competition for influence among powers both inside and outside the region has raged for at least two centuries. The rise of Islamic fundamentalism doesn 't change this. It only adds a new and more threatening dimension to the competition, which neither a sudden end to the conflict between Israel and the Palestinians nor an immediate American withdrawal from Iraq would change. The alternative to American predominance in the region is not balance and peace. It is further competition. The region and the states within it remain relatively weak. A diminution of American influence would not be followed by a diminution of other external influences. One could expect deeper involvement by both China and Russia, if only to secure their interests. 18 And one could also expect the more powerful states of the region, particularly Iran, to expand and fill the vacuum. It is doubtful that any American administration would voluntarily take actions that could shift the balance of power in the Middle East further toward Russia, China, or Iran. The world hasn 't changed that much. An American withdrawal from Iraq will not return things to "normal" or to a new kind of stability in the region. It will produce a new instability, one likely to draw the United States back in again. The alternative to American regional predominance in the Middle East and elsewhere is not a new regional stability. In an era of burgeoning nationalism, the future is likely to be one of intensified competition among nations and nationalist movements.

1AC – Trade – Food Security

Scenario 2 is Food Security

Collapse of inland waterways crushes U.S. soybean exports 

Micik, Agfax, 2012 (Katie, January 25, “Waterway Lock Failure Would be Severe Economic Blow, study finds”, http://agfax.com/2012/01/25/waterway-lock-failure-would-be-severe-economic-blow-study-finds/

A failure at one of six focus locks in a new study would cost agricultural producers between $900,000 and $45 million depending on how long the lock was out of commission.¶ A three-month lock closure on the nation’s inland waterway system would increase the cost of transporting grains and oilseeds by $71.6 million, according to new study funded by the United Soybean Board and the checkoff’s Global Opportunities program.¶ “Should a catastrophic failure of lock and dam infrastructure occur, agricultural producers — and consequently the American consumer — will suffer severe economic distress,” the report stated. Barges carry 89% of the soybeans and 91% of the corn that U.S. companies export though the Gulf of Mexico each year.¶ A lock closure on one of the nation’s main barge highways — the Mississippi, Ohio and Illinois Rivers — that lasted for three months would shift 5.5 million tons of grains and oilseeds to other modes of transportation, adding stress to congested highways and increasing railcar demand, driving up freight prices.¶ The 352-page study conducted by the Texas Transportation Institute at Texas A&M University took a lock-by-lock look at the inland waterway system. It estimated the economic impact on crop prices paid to producers and transportation costs incurred by shifting modes. It delves into detail on six focus locks and even identifies the crop reporting districts used by USDA and congressional districts that would see the biggest drop in commodity prices. It identified bottlenecks and tracked how long barges have to wait to pass through locks. (A PDF of the study can be found here: http://www.unitedsoybean.org/…)¶ If the LaGrange lock on the Illinois River failed, corn prices would drop $0.70 per ton and soybean prices would drop $2.45 per ton for the Illinois crop reporting district composed of LaSalle, McLean, Bureau and other counties in the state’s 11th Congressional District. (Note: this study uses current districts, not new districts that go into effect in ­the next election.) Switching to rail and trucks would cost $4.3 million in that crop reporting district alone.¶ Most locks were built to last 50 years, and more than half of U.S. locks are older than that. More than one-third of the locks are more than 70 years old. Lock rehabilitation, another term for extensive maintenance and upgrades, can expand a lock’s lifespan from 50 to 75 years, the study said.¶ Navigation outages have increased more than threefold since 2000, from about 25,000 hours to 80,000 hours on the Ohio River due to the wear and tear of age. Two locks failed recently: The Markland Lock was closed in 2009 for five months and the Greenup Lock in 2010 for a month.¶ The combined cost of rehabilitation and maintenance on the study’s six focus locks totals $4 billion, but only $1.8 billion has been appropriated for the projects, according to the study. In the current budget environment, funding for large, multi-year infrastructure projects can be hard to come by.¶ “Delays and budget overruns have become so severe that they are causing other projects to lose funding or be delayed by a number of years,” the study said, citing the Olmsted Locks and Dam project. The Olmsted Locks and Dam project on the Ohio River was first authorized by Congress in 1988 and has seen its estimated completion slip to 2014 and its cost balloon.¶ “The GO (United Soybean Board’s and the soybean checkoff’s Global Opportunity) committee invested in this study to calculate the impact of the worsening condition of the lock and dam system and what the impact would be on the rail and highway system if those locks failed,” said GO committee chair Laura Foell, soybean farmer from Schaller, Iowa, in a news release. “It is important for all in the industry and in the public sector to have the information necessary to make informed decisions when it comes to investing in our locks and dams.”¶ The models used in the study also indicated that by 2050, tonnage of crops shipped by truck and rail will increase by 5.5 million and 9.6 million tons, respectively. Tonnage transported by barge is projected to drop by nearly 15 million tons, reflecting a lack of investment in waterways.¶ “It is important that we have a robust transportation system,” Foell said. “Only by using a combination of the lock and dam system, rail system and truck system can we continue to move our products in a manner that will help us feed the world.”

Inland waterway systems are critical to the American soy market

United Soybean Board 1/26/12 (http://www.unitedsoybean.org/topics/global-opportunities/u-s-farmers-and-consumers-could-pay-if-river-locks-fail/ “U.S. Farmers and Consumers Could Pay if River Locks Fail”)

Up to 89 percent of U.S. soybeans exported through the lower Mississippi ports, such as the port of New Orleans, arrive there via the locks along the Mississippi River and other U.S. inland waterways. With numbers like this, it’s apparent that these waterways and the locks moving barges through them remain vital to move U.S. soybeans and soy products. A United Soybean Board (USB) Global Opportunities (GO) program-funded study found that deteriorating concrete and failing electrical and mechanical systems of major U.S. locks and dams could cause failures and “…severe economic distress” for U.S. farmers and consumers.¶ “U.S. farmers should begin to understand that we can produce all of the commodities that we want, but unless we have the infrastructure to ship those products to their final destination, we will not be successful in feeding our country and the world,” says Laura Foell, soybean farmer from Schaller, Iowa, and chair of the GO committee.¶ More than half of the locks and dams that currently make up the U.S. Inland Marine Transportation System exceed their 50-year usable lifespan, according to the report. More than one-third top 70 years of age, a concern because usually major rehabilitation is necessary to expand the typical lifespan from 50 to 75 years, according to the study.¶ Just on the Ohio River alone, the time locks have been out of service has more than tripled since 2000, rising from 25,000 hours to 80,000 annually. And that gets expensive. This study shows that a three-month lock closure would increase the cost of transporting 5.5 million tons of oilseeds and grain, the average amount of grain shipped by barge during that period, by $71.6 million. A failure at any of the locks examined by the study could cost U.S. farmers from up to $45 million in lost revenue.¶ “The lock and dam system is rapidly deteriorating which puts added pressure on the rail and highway system to move our product from the farm to its destination,” adds Foell. “It is important that we have a robust transportation system. Only by using a combination of the lock and dam system, rail system, and truck system can we continue to be able to move our products in a manner that will help us feed the world.”

China is increasingly dependent on the United States for soybean imports 

Wilson, reporter for Bloomberg News in Chicago, 2/15/12 (“China to Buy $4.3 Billion of Soybeans in Deals With U.S. Exporters in Iowa”, http://www.bloomberg.com/news/2012-02-15/china-to-buy-4-3-billion-of-soybeans-in-deals-with-u-s-exporters-in-iowa.html

China, the world’s biggest soybean importer and consumer, signed agreements in Iowa to purchase 8.62 million metric tons of the oilseed from U.S. suppliers in a deal valued at $4.3 billion.¶ Soybeans will be supplied by companies including Cargill Inc., Archer Daniels Midland Co. (ADM), Bunge Ltd. (BG) and CHS Inc., Iowa Soybeans Association Chief Executive Office Kirk Leeds said today in Des Moines, Iowa, during a U.S.-China trade cooperation conference. Iowa Governor Terry Branstad is hosting a two-day visit by Chinese Vice President Xi Jinping, 58, who is slated to become president in March 2013. Iowa is the biggest U.S. producer of corn, soybeans, hogs and eggs.¶ Enlarge image China Signs $4.3 Billion of Soybean-Buying Deals With U.S.¶ Soybeans at a DeLong Co. facility in Channahon, Illinois. Photographer: Daniel Acker/Bloomberg¶ “It is phenomenally important to have Vice President Xi here because it says that Iowa is an important place to do business,” Leeds said yesterday in an interview. “These agreements are the direct result of activities by U.S. soybean groups in China since 1981 to promote soybean-meal demand in livestock, chicken and aquaculture feed.”¶ China became the largest buyer of U.S. farm products in 2010, and last year boosted purchases to $22.17 billion, U.S. Department of Agriculture data show. The nation purchased 20.6 million metric tons of soybeans from the U.S. last year, or 60 percent of the total shipped overseas. China probably will increase purchases from all suppliers by 62 percent in the next decade to 90 million tons from a projected 55.5 million this year, the USDA said Feb. 13.¶ Feed Fish¶ “It would take half of the Iowa soybean crop just to feed China’s fish,” said Leeds, who will be traveling to China next month on a sales-promotion trip for the producer-funded organization. “Soybean profitability depends on international demand, especially from China.”¶ Additional sales agreements may be announced in Los Angeles on Feb. 17, bringing the total for this week above the 11.5 million tons reached during a similar trade visit in Chicago last year, Leeds said. The 2011 deals involved 21 purchase agreements valued at $6.7 billion.¶ Iowa farm exports to China in 2010 were 13 times larger than in 2000, data from Iowa Department of Agriculture show. Agriculture and related industries contributed 27 percent to the state economy in 2010 and 17 percent of Iowa workforce is employed in producing food.¶ Prices Gain¶ Soybeans have jumped 5.1 percent this year on the Chicago Board of Trade, partly as hot, dry weather damaged crops in Brazil and Argentina, the two biggest exporters after the U.S. last year. Today, the price reached $12.765 a bushel, the highest since Sept. 27, on speculation that China may increase purchases from the U.S. to rebuild inventories and cushion against any additional adverse global weather later this year.¶ Earlier today, the government reported U.S. exporters sold China 116,000 tons of soybeans for delivery before Aug. 31.¶ Chinese and U.S. officials will attend a symposium tomorrow in Des Moines sponsored by the USDA. Chinese companies intend to invest more on advanced agricultural technology and sustainable farming from U.S., Xinhua News Agency reported, citing an interview with Minister of Agriculture Han Changfu, who is accompanying Xi this week on his trip to Iowa.¶ “The conference will help to improve relationships to achieve mutually beneficial development in the future,” Bill Northey, Iowa’s secretary of agriculture, said in a telephone interview on Feb. 13. “At the end of the day, it’s all about getting business done company to company rather than government to government.” 

Without a constant stream of soybean imports china food security initiatives fail

Wong and Huang, Professorial Fellow and Research Assistant at the East Asian Institute, National University of Singapore, 2012 (China: An international Journal, Volume 10, number 1, “China’s Food Security and Its Global implications”, Project Muse)

Since China has basically attained food security at the national level, its participation in the world grain markets over the years has also been minimal, except for two particular years, 1994 and 2003, when the country's grain production plunged primarily due to extreme weather conditions and also partly due to reallocation of land for alternative uses. In recent years, soybeans have been China's only major imported agricultural product. But this trend has been relatively exclusive, for China remains largely self-sufficient in other food items and grains.¶ With regard to China's three major grains, namely wheat, maize and rice, the country has been a net exporter of rice and a net importer of wheat and maize. Over the last decade, except the bad harvest in 2003, China's rice output fluctuated steadily between 177 and 195 million tons, with an average total output exceeding total consumption for most years. The surplus enabled China to export an average of about 0.5 per cent of its total output, or about one million tons, to the world market throughout the decade.¶ Wheat is a staple food in China. The country's imports from the world market account for only a small amount, and these cater to a special demand instead of meeting basic subsistence. As shown in Figure 4, in most of the years since the last spate of high imports in 1995, China's wheat imports have been equal to about 2 per cent of its total output even when domestic wheat production had suffered from the poor weather.¶ China's grain output amounted to about 19 per cent of global output in 2008, roughly equal to China's population as a proportion of global population. However,¶ China's share in world grain trade today is only about 1.7 per cent. China's imports of wheat and maize accounted for only 1 per cent and 3 per cent respectively in the world market. Similarly, grain imports constitute a relatively 'insignificant' part of China's domestic market, with imported wheat and maize accounting for 0.9 per cent and 2.5 per cent of the domestic output. Besides, China maintains a strong advantage in rice production, which clearly exceeds domestic consumption. In short, China is largely self-sufficient in terms of meeting its basic grain consumption requirements.¶ China's soybean market can be singled out as the only case where imports have substituted for domestic production. The country consumed 60 million tons of soybeans in 2009, only a quarter of which were produced domestically. This begs the question whether soaring soybean imports will pose a threat to China's grain security. Apparently, an over-reliance on imported soybeans does "violate" the principle of self-sufficiency and pose some challenges to food security. Upon closer examination, however, soybeans are not considered as grains, and do not play as critical a role as wheat and rice in China's overall food security. On the contrary, soybean imports are a part of a national strategy to enhance grain security. As a land-intensive product, soybeans can be more cheaply produced in countries with relatively abundant land. According to some analysts, the importation of soybeans has enabled 250 million mu of agricultural land in China to be used to produce more efficient agricultural products like wheat and rice.15 Therefore, the current level of soybean imports has not endangered China's food security — quite the reverse, it has served to buttress China's food security.

Even small fluctuations in Chinese food security devastates global grain markets

Wong and Huang, Professorial Fellow and Research Assistant at the East Asian Institute, National University of Singapore, 2012 (China: An international Journal, Volume 10, number 1, “China’s Food Security and Its Global implications”, Project Muse)

¶ China accounts for 19.3 per cent of the world's total population, but the country has only about 9 per cent of the world's available arable land. Feeding such a vast nation, with such an unfavourable man-land ratio, has always been a great challenge for China's rulers, from the past to the present.¶ ¶ Historically, all Chinese emperors had to make agricultural development their top priority, as serious crop failures would lead to famines, which would in turn breed peasant rebellions and eventually regime change — a recurrent depiction of the rise and fall of China's dynasties in the past. Hence, the familiar old Chinese political adage goes: "An economy without strong agriculture is fragile, and a country without sufficient foodgrains will be chaotic".¶ ¶ Even in modern times with rapid technological progress in agricultural production, it remains an enormous task for the Chinese government to ensure food security. The famines that occurred after the collapse of Mao's Great Leap Forward (1959-1962) are still fresh in the collective memory of the present Chinese leadership. Therefore, China takes "food security" very seriously, which basically means "food self-sufficiency", with the bottom line set at 95 per cent of domestic grain supply.¶ ¶ Such a stringent definition of food security is obviously a burden to the Chinese government, aggravated by the fact that over the past three decades, China's total [End Page 113] population increased 36 per cent from 960 million in 1978 to 1.3 billion in 2009, while arable land (total sown area) increased only marginally at 5.4 per cent.¶ ¶ Worse still, the share of land devoted to grain production in total sown land declined from 80 per cent in 1978 to only 64 per cent in 2009, mainly because with economic prosperity and rising incomes, farmers are growing more lucrative non-grain commercial crops. Accordingly, China has come to depend heavily on increasing productivity (i.e., output per unit of land area) to maintain its food security. This, in turn, needs further technological progress (for example, using hybrids or other high-yielding varieties) and further intensification of cultivation with greater use of modern inputs like chemical fertilisers, pesticides and genetically modified (GM) varieties. But recently, the government has called a halt to the experiments with GM seeds in grain products, in view of their unpredictable effects on long-term yields and food security.¶ ¶ The trouble is that barring the use of genetically modified (GM) crops does little to change the fact that the productivity growth potential of the traditional forms of technological progress based on modern seeds and modern inputs has started to slow down. The widespread use of modern inputs of industrial origin also inflicts long-term ecological damage.¶ ¶ Rapid economic and social changes have further worked against food production. Industrialisation and urbanisation inevitably spell agricultural decline. The employment share of the primary sector (agriculture, animal husbandry and fisheries) declined from 71 per cent in 1978 to 38 per cent in 2009, and its GDP share dropped from 28 per cent to only 10 per cent over the same period. Farming is becoming economically and socially unattractive to young people. As in other densely populated East Asian economies with severe land constraints, food production has similarly become an increasingly unfavourable type of business in China with its relatively stagnant yields and rising opportunity costs.¶ ¶ Having achieved a successful industrial take-off, economic theory suggests that China should have a stronger comparative advantage in terms of labour-intensive manufactured exports in exchange for its imported food produced by land-extensive farming. In other words, it should scale down its high level of food self-sufficiency and let international trade take care of any shortfalls, much as what Japan has done.¶ ¶ However, China (and also India) with a population of 1.3 billion, is simply too big to follow the economic theory of comparative advantage and rely on international trade to maintain its food security. In 2010, China's total grain harvests reached a record 546 million tons, or about 24 per cent of global total grain output. That year, global grain trade amounted to 290 million tons, which is approximately equivalent to 50 per cent of China's total production (and consumption).¶ ¶ If China were to resort to the world grain markets to meet a domestic shortfall of only 10 per cent of its annual consumption, its import requirement would seriously destabilise world grain markets and drive up world inflation. It is therefore in the interests of the world as a whole, in view of its sheer size, for China to rigidly adhere to its basic tenet of maintaining strong food self-sufficiency. [End Page 114] 

That kills billions

Power 1996 (Paul R.; Tampa Tribune Staff Writer, "Grain Shortage Growing Problem" 1/20 Tampa Tribune l/n)

There are more people in this world than ever, but less grain to feed them.     That's kindled fears of a world food crisis, a problem Florida may help prevent.    Poor weather, drought, political unrest and economic shifts have decreased planting, pushing world grain reserves to record lows. Meanwhile, the world's population grew by 100 million, to 5.75 billion in 1995 - a record increase.     Now, miners in West Central Florida are digging out phosphate more quickly, so it can be used to make fertilizer.     Analysts are warning about the increasing possibility of flood or drought in the world's food-producing regions. That can push food prices much higher, both here and abroad, and even cause famine in the poorest countries.      U.S. food prices may rise more than 4 percent this year, ahead of the rate of inflation.     "Conditions today indicate that there is at least some vulnerability in the food supply," said Sara Schwartz, an agricultural economist with the U.S. Department of Agriculture.      Corn and soybean production plunged last year in the United States, she said. Wet weather slowed grain planting in the United States and Canada. Elsewhere, drought and civil conflict in sub-Saharan Africa cut production to 20 percent below normal. The European Union has less than one quarter of the grain reserves it held in 1993.     The amount of corn expected to be available in the United States by summer - when corn is harvested - was trimmed by crop forecasters this week to 507 million bushels, the lowest in 20 years.     On a global scale, food supplies - measured by stockpiles of grain - are not abundant.     In 1995, world production failed to meet demand for the third consecutive year, said Per Pinstrup-Andersen, director of the International Food Policy Research Institute in Washington, D.C.     As a result, grain stockpiles fell from an average of 17 percent of annual consumption in 1994-1995 to 13 percent at the end of the 1995-1996 season, he said.     That's troubling, Pinstrup-Andersen noted, since 13 percent is well below the 17 percent the United Nations considers essential to provide a margin of safety in world food security. During the food crisis of the early 1970s, world grain stocks were at 15 percent.     "Even if they are merely blips, higher international prices can hurt poor countries that import a significant portion of their food," he said. "Rising prices can also quickly put food out of reach of the 1.1 billion people in the developing world who live on a dollar a day or less."

And, Food insecurity causes internal political instability and collapse of the CCP

Smith 98 (Paul J. Smith is a research fellow with the Asia-Pacific Center for Security Studies in Hawaii. He specializes in transnational security issues and has published numerous articles on these subjects.], “FOOD SECURITY AND POLITICAL STABILITY IN THE ASIA-PACIFIC REGION,” ASIA-PACIFIC CENTER FOR SECURITY STUDIES, SEPTEMBER 11, 1998http://www.apcss.org/Publications/Report_Food_Security_98.html )hhs-ps

Food security and political stability are often inextricably linked in many countries. Historically, significant malnutrition and famine have been caused by the disruption of food supplies through wars and civil strife.53 Yet, the concepts of food security and political stability are often mutually dependent and reinforcing. Food security, for example, can influence the political stability of countries. Simultaneously, political instability (such as wars or other forms of civil strife) can influence food security, as can be seen recently in the case of Indonesia. One seminar participant noted that the greatest risk for regime stability is the risk of urban riots—riots that are sometimes sparked by food shortages or sudden price increases among food products. Generally, starvation in the countryside does not result in political instability. This is because those who experience the brunt of food shortages tend to be rural and have little political voice. A recent example of this phenomenon occurred in India where rising food prices led to urban riots directed at India’s ruling political party—the Bharatiya Janata Party. Similarly, when the price of rice soared in Indonesia, thereby making it prohibitively expensive for a large segment of the population, food riots erupted in eastern Java. The government deployed military forces around markets to prevent looting. Moreover, China’s sharp rejection of the Lester Brown thesis that China needs to import massive amounts of grain from the world market in the coming century was partially rooted in a persistent fear within the Chinese government that food insecurity could potentially provoke widespread anger against the Communist Party and perhaps lead to civil unrest. Thus, the sensitivity that many Asian governments have about food security may be linked to fears of social instability and perhaps even political revolution. Food security thus becomes an issue of regime survival. 

Income inequality in China means political stability is on the brink – food shocks tip it over the edge

Qiang 10 (Guo, Journalist, “Income Gap Rings Alarm” Global Times,  http://china.globaltimes.cn/society/2010-05/535803.html)

Cong Yaping and Li Changjiu, economic analysts with Xinhua's Center of World Studies, warned that China's Gini Coefficient - an indicator of income inequality - has exceeded 0.5, threatening poor economic security, a weaker development outlook and social instability, the Xinhua-owned Economic Information Daily newspaper reported last week. The warning threshold, as commonly recognized by the international community, of the Gini Coefficient is 0.4. A World Bank report said the index for China surged to 0.47 last year. Income inequality in the country was also highlighted by a widening income ratio between urban and rural residents, which is at 3.33:1 this year, compared with 2:56:1 in 1997, according to the latest figures from the National Bureau of Statistics. Yang Yiyong, director of the Social Development Research Department at the NDRC, warned that China can't afford any further rises in the Gini Index, as growing disparity could result in social unrest and "could even cause distrust in the country's public-ownership economic system." "Social problems, including migrant workers consecutively taking their lives and serial attacks on schoolchildren, are related to conflicts stemming from the income gap," Yang said. Yang's words referred to seven unrelated attacks on primary school and kindergarten students in less than two months, in which more than a dozen children were killed. Also this week, the number of apparent suicides at Taiwanese company Foxconn hit 10. The rural-urban income gap constituted a major part in the overall gap, Yang said, urging the free mobilization of labor and the implementation of equal pay for equal work, both of which are hindered by the current household registration system, or hukou. People's Daily reported that the existing hukou system has helped push up the gap between the rich and poor. Citizens with rural hukou cannot generally enjoy the same social benefits as urban residents, even though they live and work in cities. The increasing gap between the rich and the poor has also raised concerns that China will follow some Latin American countries, such as Brazil, where the Gini index once reached 0.69.

Collapse of the CCP control triggers a nuclear civil war and regional conflicts that causes extinction

Yee and Storey 2002 (Herbert Yee, Professor of Politics and International Relations at the Hong Kong Baptist University, and Ian Storey, Lecturer in Defence Studies at Deakin University, 2002 (The China Threat: Perceptions, Myths and Reality, RoutledgeCurzon, pg 5

The fourth factor contributing to the perception of a China threat is the fear of political and economic collapse in the PRC, resulting in territorial fragmentation, civil war and waves of refugees pouring into neighbouring countries. Naturally, any or all of these scenarios would have a profoundly negative impact on regional stability. Today the Chinese leadership faces a raft of internal problems, including the increasing political demands of its citizens, a growing population, a shortage of natural resources and a deterioration in the natural environment caused by rapid industrialisation and pollution. These problems are putting a strain on the central government's ability to govern effectively. Political disintegration or a Chinese civil war might result in millions of Chinese refugees seeking asylum in neighbouring countries. Such an unprecedented exodus of refugees from a collapsed PRC would no doubt put a severe strain on the limited resources of China's neighbours. A fragmented China could also result in another nightmare scenario - nuclear weapons falling into the hands of irresponsible local provincial leaders or warlords.'2 From this perspective, a disintegrating China would also pose a threat to its neighbours and the world.
1AC - Competitiveness

Scenario 2 is competitiveness

Competitiveness is declining– statistics prove

Ferguson 12 (Niall, Prof of History @ Harvard, “Is The U.S. Losing Competitiveness?”, http://appropriations.house.gov/uploadedfiles/03.28.12_cjs_-_american_manufacturing_and_job_repatriation_-_niall_ferguson_-_testimony.pdf)

The notion that the United States is suffering some kind of institutional loss of ¶ competitiveness is not peculiar to the Harvard Business School research cited above. A ¶ very similar conclusion can be reached from the World Economic Forum’s annual Global ¶ Competitiveness Index, which has been calculated using the same (sophisticated) ¶ methods since 2004. In that period, the aggregate score for the U.S. has declined ¶ markedly (-7%), while those for China, Hong Kong and Germany – to name just three –¶ have improved (by +14% in the case of China). Again, the problem appears to be¶ institutional.¶ The WEF’s Executive Opinion Survey produces a significant amount of the data ¶ that goes into the WEF Global Competitiveness Index. The table below selects 16 ¶ measures of the efficacy of government, focusing on aspects of the rule law ranging from ¶ the protection of private property rights to the policing of corruption and the control of ¶ organized crime. It is an astonishing yet scarcely acknowledged fact that on no fewer ¶ than 15 out of 15 different issues relating to property rights and governance, the United ¶ States now fares markedly worse than Hong Kong. Taiwan out-ranks the U.S. in 9 out of¶ 15. Even mainland China does better in two dimensions. Indeed, the United States makes the global top 20 in only one area: investor protection, where it ranks 5¶ th¶ equal. On every ¶ other count, its reputation is shockingly bad.

Inland waterway renewal secures competitiveness 

Gibbs 12 (Bob, representative of Ohio, Political Transcript of a hearing of the House Committee on Transportation and Infrastructure, proquest)
But when it comes to inland waterway system, we have been investing too slowly for too long. Fifty seven percent of our inland system is more than 50 years' old and 37 percent of that system is more than 70 years old. It is literally falling apart and we're falling behind. Navigation outages along the system are increasing. For instance, the Ohio River outages have increased from 25,000 hours in 2000 to 80,000 hours today. This trend of increasing outages is expected to continue. While it affects the reliability of the system, it also foretells the likelihood of a major physical failure at one of the structures. Without some rehabilitation and rebuilding, we can expect to pay more each year for increasingly unreliable system.¶ The corps engineers are charged with maintaining and improving inland waterway system with the authorities and the funding provided by Congress each year. For decades, the Corps has made to do with constraint funding, leaving the commanders with no choice but to defer some maintenance projects and reduce operations at some of the locks (ph). I'm concerned that the Corps reduces the efficiency of some parts of the system. Our sailors (ph) are adversely affected.¶ If this cycle is not broken, we are going to lose water transport as a viable part of our inland water transportation system, completely diverting cargo from water to rail that would require hundreds of thousands or additional railroad cars and additional 25,000 locomotives. If a cargo that is currently moved by the waterway have to move by truck, it would require an additional 58 million trucks, moving in already on congested highways annually.¶ After Hurricane Katrina, it became obvious that the warning signs were there all along that many experts had been telling us for years that conditions were ripe in the New Orleans area for a disaster. Today, we are getting a similar warning on the Nation's inland waterway system of transportation.¶ Finding alternative ways to move cargo will be expensive if not impossible. And if transportation costs go up, the competitiveness of American products in the world market goes down.¶ So addressing, and I just would add, I think some of our competitors in the world markets are making those investments and that puts us in a disadvantage and uncompetitiveness that will cost us in the long run. So addressing the infrastructure needs of the inland waterway system is not about economic benefits to a few barge companies. It's about keeping American farms and manufacturers and businesses competitive and growing American jobs.

Action now is necessary to maintain competitiveness

Ausick 12 (Paul, staff writer for 24/7 Wall Street, citing Harvard Business School report, http://247wallst.com/2012/01/18/harvard-study-says-us-competitiveness-will-decline/)

More than 70% of those surveyed in a recent study conducted by the Harvard Business School expect American competitiveness to decline over the next three years. The survey was distributed to alumni of the HBS and 9,750 were used as the basis for the study. Of those surveyed, more than 1,700 “were personally involved in decisions about whether to place business activities and jobs in the U.S. or elsewhere.”Here’s how the US stacked up generally:¶ [T]he United States competed with virtually the entire world and fared poorly, losing two-thirds of the decisions that were resolved. Facilities involving large numbers of jobs, high-end work, and groups of activities located together moved out of the U.S. much faster than they moved in.¶ Respondents also had opinions on what was causing the problem:¶ [The] greatest current or emerging weaknesses [were perceived] to be in America’s tax code, political system, K-12 education system, macroeconomic policies, legal framework, regulations, infrastructure, and workforce skills.¶ The study’s authors, Michael Porter and Jan Rivkin, define US competitiveness as “the extent to which ﬁrms operating in the U.S. are able to compete successfully in the global economy while supporting high and rising living standards for Americans.”¶ Respondents from firms that manufacture goods are more pessimistic than respondents who work in fields like financial services, public administration, or other sectors less exposed to international competition. As the authors point out, “[I]t will be hard for America to tackle its competitiveness problem if leaders in the country lack a shared perspective on the issue and a common sense of urgency.”¶ Of more than 1,000 decisions that respondents were directly involved in and that had to do with locating company facilities, 84% of the decisions were made to locate outside the US. Another bit of bad news about offshoring: 42% of decisions to move US activities offshore include high-value activities like research & development and engineering.

Decline in export/import competitiveness results in protectionist blacklash
Farqee et al 6 (“Would Protectionism Defuse Global Imbalances and Spur Economic Activity? A Scenario Analysis,” Staff Report no. 268 December 2006, Hamid Faruqee Douglas Laxton Dirk Muir Paolo Pesenti, Federal Reserve Bank of New York, http://app.ny.frb.org/research/staff_reports/sr268.pdf )hhs-ps

Unprecedented global imbalances have stirred an ongoing and lively policy debate. Can they be sustained, and for how long? If not, can an orderly rebalancing be achieved without severely disrupting international trade and .nance or global growth? Past episodes tell a cautionary tale regarding the implications of very large de.cits (and their reversals).2 Guided by lessons of history, mainstream views worry about the .inevitable. external adjustment and the prospect of large swings in the value of the dollar.3 Others believe that concerns are overblown and question the instructiveness of past experiences, noting that an expanding universe of current accounts, declining correlations between saving and investment, and accumulating gross (as well as net) foreign asset positions4 signify a rapidly shifting global landscape.5 But attention and concern attached to external balances have, in fact, increased not decreased in recent years. In particular, persistent and widening trade and payments imbalances have fuelled rising protection sentiment in a number of countries. In the United States, for example, several congressional bills concerning trade imbalances have been written.6 At the heart of the controversy are sizable trade surpluses in emerging Asia, paired with substantial foreign reserve accumulation and large-scale intervention in the currency market to limit exchange rate .exibility. In fact, roughly three-quarters of the vast global reserve build-up between 1999 and 2004 is attributable to Asia. During that time, key Asian central banks . including India, South Korea, Taiwan, Hong Kong, Singapore and Malaysia . as a group have more than doubled their o¢ cial holdings of foreign securities, mostly U.S. Treasuries, to over $2 1/2 trillion. Japan and China account for the bulk of these holdings, although oil exporting countries have more recently played a larger role in foreign reserve accumulation.7 Central to their .new Bretton Woods. hypothesis, Dooley, Folkerts-Landau and Gar-ber (2004, 2006) emphasize how these policy actions are deliberately related to export-led growth and development strategies . strategies that could remain in place for a very long time.8 Undervaluation of Asian currencies . which Goldstein (2004) estimates to be 15 to 25 percent in the case of China . obviously does not help to unravel rising trade frictions. And beyond exchange rate policies, another contentious issue is implicit export subsidies, including inter-alia tax advantages and other government preferences, state-owned enterprises, and export .zones.,9 whose trade implications are often not dissimilar to those of an undervalued currency.10 But .scapegoating.often emanates from domestic economic woes, and the recent situation may not be an exception. In the recent past job growth in the United States has been below previous economic recoveries, particularly in sectors exposed to foreign competition. Wages have also reacted slowly to changing business conditions. Not surprisingly, politicians and business leaders alike are tempted to support protectionism as an appealing and politically costless recipe to address internal and external problems.

Protectionism causes nuclear trade war and turns case

Panzner 8, faculty at the New York Institute of Finance, 25-year veteran of the global stock, bond, and currency markets who has worked in New York and London for HSBC, Soros Funds, ABN Amro, Dresdner Bank, and JPMorgan Chase (Michael, Financial Armageddon: Protect Your Future from Economic Collapse, Revised and Updated Edition, p. 136-138, googlebooks)


Continuing calls for curbs on the flow of finance and trade will inspire the United States and other nations to spew forth protectionist legislation like the notorious Smoot-Hawley bill. Introduced at the start of the Great Depression, it triggered a series of tit-for-tat economic responses, which many commentators believe helped turn a serious economic downturn into a prolonged and devastating global disaster, But if history is any guide, those lessons will have been long forgotten during the next collapse. Eventually, fed by a mood of desperation and growing public anger, restrictions on trade, finance, investment, and immigration will almost certainly intensify. Authorities and ordinary citizens will likely scrutinize the cross-border movement of Americans and outsiders alike, and lawmakers may even call for a general crackdown on nonessential travel. Meanwhile, many nations will make transporting or sending funds to other countries exceedingly difficult. As desperate officials try to limit the fallout from decades of ill-conceived, corrupt, and reckless policies, they will introduce controls on foreign exchange, foreign individuals and companies seeking to acquire certain American infrastructure assets, or trying to buy property and other assets on the (heap thanks to a rapidly depreciating dollar, will be stymied by limits on investment by noncitizens. Those efforts will cause spasms to ripple across economies and markets, disrupting global payment, settlement, and clearing mechanisms. All of this will, of course, continue to undermine business confidence and consumer spending. In a world of lockouts and lockdowns, any link that transmits systemic financial pressures across markets through arbitrage or portfolio-based risk management, or that allows diseases to be easily spread from one country to the next by tourists and wildlife, or that otherwise facilitates unwelcome exchanges of any kind will be viewed with suspicion and dealt with accordingly. The rise in isolationism and protectionism will bring about ever more heated arguments and dangerous confrontations over shared sources of oil, gas, and other key commodities as well as factors of production that must, out of necessity, be acquired from less-than-friendly nations. Whether involving raw materials used in strategic industries or basic necessities such as food, water, and energy, efforts to secure adequate supplies will take increasing precedence in a world where demand seems constantly out of kilter with supply. Disputes over the misuse, overuse, and pollution of the environment and natural resources will become more commonplace. Around the world, such tensions will give rise to full-scale military encounters, often with minimal provocation. In some instances, economic conditions will serve as a convenient pretext for conflicts that stem from cultural and religious differences. Alternatively, nations may look to divert attention away from domestic problems by channeling frustration and populist sentiment toward other countries and cultures. Enabled by cheap technology and the waning threat of American retribution, terrorist groups will likely boost the frequency and scale of their horrifying attacks, bringing the threat of random violence to a whole new level. Turbulent conditions will encourage aggressive saber rattling and interdictions by rogue nations running amok. Age-old clashes will also take on a new, more healed sense of urgency. China will likely assume an increasingly belligerent posture toward Taiwan, while Iran may embark on overt colonization of its neighbors in the Mideast. Israel, for its part, may look to draw a dwindling list of allies from around the world into a growing number of conflicts. Some observers, like John Mearsheimer, a political scientist at the University of Chicago, have even speculated that an "intense confrontation" between the United States and China is "inevitable" at some point. More than a few disputes will turn out to be almost wholly ideological. Growing cultural and religious differences will be transformed from wars of words to battles soaked in blood. Long-simmering resentments could also degenerate quickly, spurring the basest of human instincts and triggering genocidal acts. Terrorists employing biological or nuclear weapons will vie with conventional forces using jets, cruise missiles, and bunker-busting bombs to cause widespread destruction. Many will interpret stepped-up conflicts between Muslims and Western societies as the beginnings of a new world war. 

1AC - Congestion

Scenario 3 is congestion

Collapse of lock system results in congestion that drains the economy

Boselovic, award winner for business and investigative reporting, 2012 (March 20, “Locked and Dammed: Neglect erodes river commerce”, http://old.post-gazette.com/pg/12080/1218128-113.stm)

There is a price to be paid for neglecting the nation's aging system of locks and dams, an economic engine in desperate need of a tune-up.¶ On the Monongahela River, the price tag could be as high as $1 billion annually if the breakdown of a lock or dam puts the river off limits to barges delivering coal to power plants, according to a study performed last year for the U.S. Army Corps of Engineers.¶ About 500 miles down the Ohio River from Pittsburgh, 18 months of delays caused by repairs needed at three troubled locks is expected to cost one utility alone $16 million, according to a company spokesman.¶ For farmers in the Midwest, a three-month lock failure would add $71.6 million to the cost of moving grain to markets, according to a Texas Transportation Institute study issued in January.¶ The impact that the failure of a dam like the 105-year-old one on the Monongahela at Elizabeth could have on water supplies is worrisome enough it has drawn the attention of the U.S. Department of Homeland Security.¶ "It is not a far-fetched scenario. It can happen," said Joe Dinkel, executive director of operations for West View Water Authority, which serves more than 200,000 residents in the North Hills and Ohio River communities. The authority's Neville Island plant gets its water from a pool created by a Corps dam at Emsworth.¶ Mr. Dinkel said short-term outages could be managed "through some creative engineering and logistical arrangements." But if a dam would be out of commission for a period of several years, "That would be very troubling to us," he said.¶ "It would put us in a bind for a protracted period of time."¶ The likelihood of a lock or dam being knocked out of commission for several months or longer has increased in recent years, as aging facilities along the nation's waterways have become harder to keep running and more expensive to care for. Efforts to build new locks and dams have been plagued by cost overruns measured in hundreds of millions of dollars and construction delays measured in decades.¶ And statistics indicate the Corps is losing the fight to keep the old structures working.¶ Unscheduled lock closures nationwide have spiked in recent years, particularly in Pittsburgh. Western Pennsylvania has some of the oldest locks and dams on the 11,000-mile inland waterway that the Corps maintains.¶ Moderate- and high-use locks in the Pittsburgh district were out of operation 2,255 hours in the fiscal year that ended in September, according to the Corps. That compares to 879 hours in fiscal 2010 and 1,441 hours in fiscal 2009.¶ More than 70 percent of the down time last year involved unscheduled closures, where unexpected mechanical, structural or hydraulic problems disrupted river traffic.¶ "Failures have been occurring and will continue to occur at an accelerated rate," said William Harder, a former navigation manager in the Corps' Great Lakes and Ohio River division who retired last year.¶ Mr. Harder estimates it would take at least three years to replace a broken lock on the Monongahela and a minimum of six years to replace a dam. If such drastic measures were required, the impact of a prolonged river outage might come as a surprise to consumers, who would pay the costs related to the outage.¶ Locks and dams make it possible to move about 550 million tons of coal, grain, petroleum and other vital commodities at a price more than $14 per ton cheaper than by rail or truck, according to a 2010 report by a Corps-industry task force.¶ Without the barges, more trucks would clog the nation's highways -- it takes more than 1,000 trucks to carry the coal that a standard 15-barge tow can move.¶ "Our river system and water system are really a key economic engine," said Dan Mecklenborg, of Ingram Barge, a Nashville, Tenn., barge operator.

Delays in barge transportation now stifle economic growth

Boselovic, award winner for business and investigative reporting, 2012 (March 20, “Locked and Dammed: Neglect erodes river commerce”, http://old.post-gazette.com/pg/12080/1218128-113.stm)

Because the public doesn't really grasp the role rivers play in the economy, the Corps and industries that rely on the waterways find it difficult to generate support for repairing or replacing aging river infrastructure.¶ "We have a hard time explaining to John Q. Public how important the [water] transportation system is," said Martin T. Hettel, the American Electric Power manager responsible for moving coal on AEP barges to the Columbus, Ohio, utility's power plants.¶ He said barge operators are dealing with significant delays at the Markland lock on the Ohio River near Warsaw, Ky., 531 miles down river from Pittsburgh, because of structural problems there.¶ Mr. Hettel said one day in mid-February, AEP had 23 boats waiting to get through Markland. At the rate the system was moving, it would take the last boat in line two days or longer to pass through, he said.¶ The traffic jam was caused by the failure of gates on Markland's 1,200-foot-long main lock in 2009. That has forced barge operators to break up and reassemble tows of 15 barges so they fit into the 600-foot-long auxiliary lock.¶ Breaking up and reassembling a tow once it gets through the lock takes two hours or longer vs. the 45 minutes needed to move 15 barges through Markland's main lock. From July 11 through 9 a.m. Monday morning, barges waited an estimated 61,483 hours to get through Markland, said Stephen D. Little, president of Crounse Corp., a Paducah, Ky., barge operator. That's the equivalent of 2,562 days that boats sat in traffic instead of moving goods, he said.¶ One set of gates at Markland's main lock has been replaced, said Mr. Hettel. But problems with hinges on the other set and high water late last year will delay completion of the project until this summer. He said 18 months of delays caused by problems at Markland and two nearby locks will cost AEP an estimated $16 million.¶ "The cost of all these delays are absorbed by the consumer," Mr. Hettel said.¶ The impact of lock problems was real enough in 1985, when flooding caused barges to break loose and slam into the Maxwell lock in Fayette County, 61 miles up the Monongahela from the Point. That lock was closed for more than a month.¶ Press accounts said 1,500 miners at five nearby coal mines were laid off as a result. A less serious outage occurred at Maxwell five years later.¶ If problems close the Monongahela for an extended period of time, the 5 million tons of coal delivered by barge to U.S. Steel's Clairton plant annually would have to be moved by rail or truck. That would be more expensive and take more time, making the steelmaker's Mon Valley operations "significantly less competitive," spokeswoman Erin DiPietro said.¶ Coal producers, steelmakers and electric utilities are not the only industries relying on the nation's aging river infrastructure. About 90 percent of the corn and soybeans exported from Mississippi gulf ports get there by barge, according to the U.S. Department of Agriculture.¶ "Barge is the cheapest form of transportation we have," said Laura Foell, who with her husband works a 900-acre farm in Schaller, Iowa.¶ A study commissioned by the United Soybean Board estimated a three-month lock outage would shift 5.5 million tons of grain from barge to rail, increasing transportation costs by $71.6 million, or $13 per ton.¶ Between 80 and 90 percent of those costs would be passed on to consumers, said C. James Kruse, of the Texas Transportation Institute, the Texas A&M University affiliate that conducted the study.¶ Institute researchers estimated a six-month closure of a lock on the Ohio would increase wholesale electricity costs by $130 million for consumers in Pennsylvania, New Jersey and Massachusetts.

Collapse of the economy leads to nuclear war
Harris and Burrows 09 – PhD in European History @ Cambridge and Counselor of the US National Intelligence Council AND Member of the National Intelligence Council’s Long Range Analysis Unit (Mathew J. and Jennifer, “Revisiting the Future: Geopolitical Effects of the Financial Crisis,” April, Washington Quarterly, http://www.twq.com/09april/docs/09apr_Burrows.pdf, EMM)

Of course, the report encompasses more than economics and indeed believes the future is likely to be the result of a number of intersecting and interlocking forces. With so many possible permutations of outcomes, each with ample Revisiting the Future opportunity for unintended consequences, there is a growing sense of insecurity. Even so, history may be more instructive than ever. While we continue to believe that the Great Depression is not likely to be repeated, the lessons to be drawn from that period include the harmful effects on fledgling democracies and multiethnic societies (think Central Europe in 1920s and 1930s) and on the sustainability of multilateral institutions (think League of Nations in the same period). There is no reason to think that this would not be true in the twenty-first as much as in the twentieth century. For that reason, the ways in which the potential for greater conflict could grow would seem to be even more apt in a constantly volatile economic environment as they would be if change would be steadier. In surveying those risks, the report stressed the likelihood that terrorism and nonproliferation will remain priorities even as resource issues move up on the international agenda. Terrorism’s appeal will decline if economic growth continues in the Middle East and youth unemployment is reduced. For those terrorist groups that remain active in 2025, however, the diffusion of technologies and scientific knowledge will place some of the world’s most dangerous capabilities within their reach. Terrorist groups in 2025 will likely be a combination of descendants of long established groups_inheriting organizational structures, command and control processes, and training procedures necessary to conduct sophisticated attacks and newly emergent collections of the angry and disenfranchised that become self-radicalized, particularly in the absence of economic outlets that would become narrower in an economic downturn. The most dangerous casualty of any economically-induced drawdown of U.S. military presence would almost certainly be the Middle East. Although Iran’s acquisition of nuclear weapons is not inevitable, worries about a nuclear-armed Iran could lead states in the region to develop new security arrangements with external powers, acquire additional weapons, and consider pursuing their own nuclear ambitions. It is not clear that the type of stable deterrent relationship that existed between the great powers for most of the Cold War would emerge naturally in the Middle East with a nuclear Iran. Episodes of low intensity conflict and terrorism taking place under a nuclear umbrella could lead to an unintended escalation and broader conflict if clear red lines between those states involved are not well established. The close proximity of potential nuclear rivals combined with underdeveloped surveillance capabilities and mobile dual-capable Iranian missile systems also will produce inherent difficulties in achieving reliable indications and warning of an impending nuclear attack. The lack of strategic depth in neighboring states like Israel, short warning and missile flight times, and uncertainty of Iranian intentions may place more focus on preemption rather than defense, potentially leading to escalating crises. 36 Types of conflict that the world continues to experience, such as over resources, could reemerge, particularly if protectionism grows and there is a resort to neo-mercantilist practices. Perceptions of renewed energy scarcity will drive countries to take actions to assure their future access to energy supplies. In the worst case, this could result in interstate conflicts if government leaders deem assured access to energy resources, for example, to be essential for maintaining domestic stability and the survival of their regime. Even actions short of war, however, will have important geopolitical implications. Maritime security concerns are providing a rationale for naval buildups and modernization efforts, such as China’s and India’s development of blue water naval capabilities. If the fiscal stimulus focus for these countries indeed turns inward, one of the most obvious funding targets may be military. Buildup of regional naval capabilities could lead to increased tensions, rivalries, and counterbalancing moves, but it also will create opportunities for multinational cooperation in protecting critical sea lanes. With water also becoming scarcer in Asia and the Middle East, cooperation to manage changing water resources is likely to be increasingly difficult both within and between states in a more dog-eat-dog world. 

1AC - Solvency

Contention 4 is solvency

Inland waterway modernization accesses new markets post-Panama Canal expansion

Len Boselovic, award winner for business and investigative reporting, 3/18/2012, Pittsburgh Post (“THE NATION'S LOCKS AND DAMS, INCLUDING 23 IN REGION, ARE ON THE BRINK OF FAILURE, ACCORDING TO U.S. ARMY CORPS OF ENGINEERS”)

Industry officials say more reliable locks and dams could boost U.S. exports, a critical element of President Barack Obama's economic recovery plan.¶ They point to an expansion of the Panama Canal that will allow more and bigger ships to pass through the canal, which links the Caribbean Sea with the Pacific Ocean. The Panama project could benefit American coal and grain producers eyeing booming markets in Asia if they can efficiently ship products down the Ohio and Mississippi rivers to New Orleans for export.¶ "How can we double exports in five years if our transportation system can't support that?" Mr. Hettel asks.¶ The Waterways Council, an industry group representing carriers and shippers, estimates the Panama Canal expansion is the equivalent of six Olmsteds, the Corps' $3.1 billion project on the Ohio River plagued by cost overruns and construction delays.¶ Mr. Steenhoek, of the Soy Transportation Coalition, notes that unlike Olmsted, the canal project -- run by the Panamanian government that took control of the canal from the United States at the end of 1999 -- is on budget and is expected to be completed on time in 2014.¶ "The country that built the Panama Canal has a lot to learn from the country that is operating the Panama Canal," he said. 

No other system can replace waterways

Kruse et al., Director at the Center for Ports and waterways, 2011 (“America’s Locks & Dams: “A Ticking Time Bomb for Agriculture?”, www.unitedsoybean.org/wp-content/uploads/Americas_Locks_And_Dams.pdf)

A recent report by the USDA and the U.S. Department of Transportation (USDOT) thoroughly examined the issues surrounding rail capacity for agricultural shipments.17 In the absence of barge transportation, moving many agricultural products to market in an efficient and (next-best) cost-effective manner would require adequate rail capacity. Because agricultural shippers are price-takers, who receive a price for their commodity net of transportation costs, increased transportation costs come directly out of producer incomes. Barge has the least transportation cost, followed by rail, while the most expensive is typically truck.¶ Agricultural shippers and consumers have been concerned about the capacity of railroads to serve their needs for several years. Forecasts of demand for rail transportation for growing fields such as energy and intermodal transportation predict increasing demand system wide. Some studies, such as one by Cambridge Systematics, indicate that railroads currently have few constraints in infrastructure capacity.18 The same study found that capacity would be constrained in the future unless investments are made in infrastructure. The recession, however, delayed the effect of such constraints as much as five years. Another report by Christensen Associates states that although predictions by individual researchers and agencies vary, the overall growth of traffic is widely accepted and only the magnitude of growth is in question.19 The magnitude may be determined largely by railroad pricing policies, which can either encourage or discourage traffic growth.¶ Rail capacity requirements must be examined in light of the characteristics of agricultural movements rather than aggregate models and investment strategies. The production and marketing characteristics of agricultural products create special needs and different criteria to evaluate capacity. Testimony and shipper complaints emphasize the seasonal needs of agriculture, the density of those movements in specific corridors, and the perishable nature of the products being moved.
States can’t solve – Army Corps of Engineers has sole jurisdiction for the plan

MSMRG 1 (Minnesota Shoreland Management Resource Guide, Jan 2001, No Author Given, http://www.shorelandmanagement.org/quick/ll.html)

It depends on the reservoir. Some reservoirs are managed by power companies. Lakes along the border between the U.S. and Canada are managed by the International Joint Commission. On inland reservoirs, the DNR maintains its own dams, but a county or local government usually controls the reservoir water levels. Some water behind a dam must be released at all times to maintain river flow below the dam. Low flow periods are critical for fish – when riffle areas dry out, invertebrate populations (food for small fish) decline, spawning areas decline, and the water temperature rises. The U.S. Army Corps of Engineers has jurisdiction over locks and dams on navigable waters.
Funding for waterway modernization is inevitable – cost overruns and stop-go payment makes status quo policies collapse under themselves
Pittsburgh Post-Gazette 3/25/2012 (Pittsburgh Post-Gazette, “Water torture: Congress needs to act on decaying locks and dams,” March 25, 2012, http://old.post-gazette.com/pg/12085/1219052-192.stm )hhs-ps

Congress bears the prime responsibility. The buck has literally stopped on Capitol Hill. While $8 billion has been authorized for locks and dams, Congress has failed to fund projects up front, setting up the cycle that is beggaring the system. The funding system needs an overhaul, but it already generates $170 million a year -- half from a 20-cents-a-gallon fee that barge operators pay on diesel fuel they use, which is then matched by the federal government. At that rate it will take 22 years just to complete seven major projects under way; the others will have to wait. The first thing Congress must do is take the threat seriously and view barge traffic with as much consideration as it does road and rail transportation. Yes, the federal deficit is a problem and spending must be limited. But if ever there was a penny-wise and pound-foolish approach, it has been on the nation's waterways infrastructure. When it fails, a large part of the economy fails with it. There's still time. A 2010 report produced by the industry and corps suggested raising the diesel fuel tax to between 26 and 29 cents and to use the trust fund exclusively for lock construction and repair projects costing $100 million or more, with other projects picked up by the federal government. Soon legislation will be introduced in Congress to increase funding to $380 million a year -- and that should be taken up as a matter of urgency. The Post-Gazette has often editorialized about the problems of aging locks and dams and the need to do something, but never before has an in-depth series laid out the stakes so starkly and comprehensively. Will anyone listen? Or must a disaster happen in order to get the nation's attention? No one wants to write an editorial that begins, "We told you so."
***Add-ons***

Add-on – Mosquitos

Locks and dams are needed to kill mosquito larvae- prevents the spread of malaria and WNV

Bray et al, Research Associate Professor Department of Economics at University of Tennessee-Knoxville, 2011 (January, Larry Bray, Micheal Murphree, Chrisman Dager, “Toward a Full Accounting of the Beneficiaries of Navigable Waterways”,  http://www.waterwayscouncil.org/Index/BeneficiariesofNavigableWaterways14Jan11Ver.pdf)
Mosquito control manages the population of mosquitoes to reduce their damage to human health, economies, and enjoyment. Mosquito control is a vital public-health practice throughout the world because mosquitoes spread many serious diseases, such as malaria.¶ On the Tennessee River the navigation channel is raised and lowered periodically to control mosquito infestation. This same basic technique is used behind the Mississippi River levees to control this pest, but only on the Tennessee River is the navigation channel manipulated for vector control.¶ When the Tennessee River system of dams and locks was being constructed, TVA biologists learned about the breeding cycle of the mosquito and developed a control system whereby, after the eggs have hatched, the reservoirs would be lowered a few feet such that the larvae would die on the shoreline. Then, the reservoirs are raised to a level consistent with each of their respective guide curves.¶ This biological method of killing mosquitoes is a superior way to eliminate the nuisance problem of excessive mosquitoes. According to Dr. Robert J. Novak, University of Illinois entomologist, to manage mosquito populations we need to “. . . learn more about the aquatic states and then manage those populations while they are still larvae.” Novak went on to say:¶ “Whenever you have to spray large acreages of land with an aerial spray to try to kill adults, you’ve lost the battle. Once adults are flying around, it’s very difficult, if not impossible, to manage population.”25¶ This method also reduces the likelihood of certain mosquito-borne diseases such as West Nile Fever and Encephalitis. It also holds down taxes. Without natural control mechanisms, a doubling of current state control programs would be required, resulting in an additional cost to the taxpayers of about $25 million per year in the Tennessee River Valley.26 Without the navigation channel, this biological method for controlling mosquitoes would not be as effective.27 According to Novak, TVA “…learned about how to manage those reservoirs so that they could eliminate mosquitoes without using insecticides, by water manipulation. They spent a great deal of time and research dollars to gather the information in order to develop that strategy.”28

Malaria Spread Risks Extinction

Steinbruner 98 (John D., Senior Fellow, Brookings Institution, “Biological Weapons: A Plague Upon All Houses,” FOREIGN POLICY n. 109, Winter 1997/1998, pp. 85-96, ASP.)

It is a considerable comfort and undoubtedly a key to our survival that, so far, the main lines of defense against this threat have not depended on explicit policies or organized efforts. In the long course of evolution, the human body has developed physical barriers and a biochemical immune system whose sophistication and effectiveness exceed anything we could design or as yet even fully understand. But evolution is a sword that cuts both ways: New diseases emerge, while old diseases mutate and adapt. Throughout history, there have been epidemics during which human immunity has broken down on an epic scale. An infectious agent believed to have been the plague bacterium killed an estimated 20 million people over a four-year period in the fourteenth century, including nearly one-quarter of Western Europe's population at the time. Since its recognized appearance in 1981, some 20 variations of the HIV virus have infected an estimated 29.4 million worldwide, with 1.5 million people currently dying of AIDS each year. Malaria, tuberculosis, and cholera - once thought to be under control - are now making a comeback. As we enter the twenty-first century, changing conditions have enhanced the potential for widespread contagion. The rapid growth rate of the total world population, the unprecedented freedom of movement across international borders, and scientific advances that expand the capability for the deliberate manipulation of pathogens are all cause for worry that the problem might be greater in the future than it has ever been in the past. The threat of infectious pathogens is not just an issue of public health, but a fundamental security problem for the species as a whole. 

Add-on – Hydropower

Bray et al, Research Associate Professor Department of Economics at University of Tennessee-Knoxville, 2011 (January, Larry Bray, Micheal Murphree, Chrisman Dager, “Toward a Full Accounting of the Beneficiaries of Navigable Waterways”,  http://www.waterwayscouncil.org/Index/BeneficiariesofNavigableWaterways14Jan11Ver.pdf)

Hydropower production or value data for Corps facilities are reported by the Corps of Engineers in aggregated fashion, not for individual sites, some of which are on navigable water and some not. TVA reports production but not value. The Corps reports that 75 hydro plants and 350 generating units produce 21,000 MW of capacity, representing 24% of total national hydropower generation. These units generate approximately 70 billion KWH of energy annually, enough to meet the electricity demands of 30 cities the size of Seattle, Washington. This system generates over $4.0 billion in gross annual revenue.18¶ The support of navigation strengthens flows and makes these flows more regular. However, navigation can also require the release of water at times that are not beneficial to hydroelectric generation. Thus, the simultaneous pursuit of these purposes requires a careful balance between the water releases needed to preserve channel depth and the preservation of generating capacity for those times when electricity is most needed. Fortunately, the men and women charged with achieving this balance are well practiced so that intractable conflicts seldom arise. TVA reports a hydropower production of 14.0 billion kWhs in 2010 but does not report value. Assuming that the generated power is priced at its wholesale rate, TVA hydropower generation in 2010 can be valued at approximately $900 million to $1.0 billion.¶ The navigation system supports the hydropower system through the servicing of the facilities through shipment of heavy replacement components by water and through general maintenance that is barged based. Additionally, the large barge-mounted cranes mentioned above are also used to clean out the trash racks at the hydropower facilities.

Add-On – Water Supply

Bray et al, Research Associate Professor Department of Economics at University of Tennessee-Knoxville, 2011 (January, Larry Bray, Micheal Murphree, Chrisman Dager, “Toward a Full Accounting of the Beneficiaries of Navigable Waterways”,  http://www.waterwayscouncil.org/Index/BeneficiariesofNavigableWaterways14Jan11Ver.pdf)
Of the 72 federally owned locks and dams on the Ohio River system, 63 have pools with active water intakes. In these navigation pools in the year 2008, there were 388 active intakes withdrawing water for consumptive and non-consumptive use. The amount of water withdrawn was 23.3 billion gallons a day with an estimated value of $953.5 million per year. Municipal and industrial users account for all of the water withdrawals in the Ohio River System, as little irrigation occurs in this part of the nation. In 2008 municipal users and industrial users accounted for, respectively, 9.7 and 90.7 percent of withdrawals. Electric power plants accounted for 95 percent of industrial withdrawals.19¶ Water supply plants are designed and constructed to account for the minimum flows that existed there at the time of construction. Most of the navigation dams and locks are very old, and thus most treatment plants located in these navigation pools were built with the expectation of a minimum nine foot deep channel. Assuming that something happened to compromise these navigation channels, new channels might be required from the main river to the water intakes which would be constructed at considerable expense. Treatment cost would also rise due to increased turbidity which could affect taste and odor.¶ 20¶ Industrial water intakes could also be compromised with a loss of navigable channel. Considerable expense could be required to reposition intakes given a loss of the navigation channel, and it is possible that certain industries would be forced to close or relocate given a lowered minimum depth in the channel proximate to their water intake. Discharge permits could also be affected in such a circumstance.

Add-on – Agriculture

Micik, Agfax, 2012 (Katie, January 25, “Waterway Lock Failure Would be Severe Economic Blow, study finds”, http://agfax.com/2012/01/25/waterway-lock-failure-would-be-severe-economic-blow-study-finds/

A failure at one of six focus locks in a new study would cost agricultural producers between $900,000 and $45 million depending on how long the lock was out of commission.¶ A three-month lock closure on the nation’s inland waterway system would increase the cost of transporting grains and oilseeds by $71.6 million, according to new study funded by the United Soybean Board and the checkoff’s Global Opportunities program.¶ “Should a catastrophic failure of lock and dam infrastructure occur, agricultural producers — and consequently the American consumer — will suffer severe economic distress,” the report stated. Barges carry 89% of the soybeans and 91% of the corn that U.S. companies export though the Gulf of Mexico each year.¶ A lock closure on one of the nation’s main barge highways — the Mississippi, Ohio and Illinois Rivers — that lasted for three months would shift 5.5 million tons of grains and oilseeds to other modes of transportation, adding stress to congested highways and increasing railcar demand, driving up freight prices.¶ The 352-page study conducted by the Texas Transportation Institute at Texas A&M University took a lock-by-lock look at the inland waterway system. It estimated the economic impact on crop prices paid to producers and transportation costs incurred by shifting modes. It delves into detail on six focus locks and even identifies the crop reporting districts used by USDA and congressional districts that would see the biggest drop in commodity prices. It identified bottlenecks and tracked how long barges have to wait to pass through locks. (A PDF of the study can be found here: http://www.unitedsoybean.org/…)¶ If the LaGrange lock on the Illinois River failed, corn prices would drop $0.70 per ton and soybean prices would drop $2.45 per ton for the Illinois crop reporting district composed of LaSalle, McLean, Bureau and other counties in the state’s 11th Congressional District. (Note: this study uses current districts, not new districts that go into effect in ­the next election.) Switching to rail and trucks would cost $4.3 million in that crop reporting district alone.¶ Most locks were built to last 50 years, and more than half of U.S. locks are older than that. More than one-third of the locks are more than 70 years old. Lock rehabilitation, another term for extensive maintenance and upgrades, can expand a lock’s lifespan from 50 to 75 years, the study said.¶ Navigation outages have increased more than threefold since 2000, from about 25,000 hours to 80,000 hours on the Ohio River due to the wear and tear of age. Two locks failed recently: The Markland Lock was closed in 2009 for five months and the Greenup Lock in 2010 for a month.¶ The combined cost of rehabilitation and maintenance on the study’s six focus locks totals $4 billion, but only $1.8 billion has been appropriated for the projects, according to the study. In the current budget environment, funding for large, multi-year infrastructure projects can be hard to come by.¶ “Delays and budget overruns have become so severe that they are causing other projects to lose funding or be delayed by a number of years,” the study said, citing the Olmsted Locks and Dam project. The Olmsted Locks and Dam project on the Ohio River was first authorized by Congress in 1988 and has seen its estimated completion slip to 2014 and its cost balloon.¶ “The GO (United Soybean Board’s and the soybean checkoff’s Global Opportunity) committee invested in this study to calculate the impact of the worsening condition of the lock and dam system and what the impact would be on the rail and highway system if those locks failed,” said GO committee chair Laura Foell, soybean farmer from Schaller, Iowa, in a news release. “It is important for all in the industry and in the public sector to have the information necessary to make informed decisions when it comes to investing in our locks and dams.”¶ The models used in the study also indicated that by 2050, tonnage of crops shipped by truck and rail will increase by 5.5 million and 9.6 million tons, respectively. Tonnage transported by barge is projected to drop by nearly 15 million tons, reflecting a lack of investment in waterways.¶ “It is important that we have a robust transportation system,” Foell said. “Only by using a combination of the lock and dam system, rail system and truck system can we continue to move our products in a manner that will help us feed the world.”

Lock failure causes grain prices to spike

Lee, Communications consultant, 2008 (Dick, “Lock failure on rivers would have a major impact on corn and soybean producers”, http://agebb.missouri.edu/commag/news/archives/v17n1/news9.htm)

Barges provide a lower cost mode of transportation for a wide range of commodities. By shipping the same 2005 commodity volumes to the same destinations would cost an additional $580 million by rail or $1.6 billion by truck, according to figures in the study.¶ A 90-day lock failure from October through December of 2005 on either river would have had a $219 million to $585 million impact on corn and soybean producers alone, depending on rail rate behavior, the study indicates.¶ These figures are based on no rail rate increase at the low end of losses to a 25% increase in rail rates at the high end.¶ The study considers only the impact on corn and soybean movement on the upper Mississippi and Illinois rivers which accounts for about 44% of total volume transported annually through the two locks.¶ "We looked at everything that is crossing these two locks, its origins and destinations, and did a simple cost analysis to see how much more it would cost to ship by train or truck," Meyer said. "Both locks in the study were built in 1939 and are maintained by the U.S. Army Corps of Engineers." ¶ Alternative transportation rates assumptions may understate the change in cost for other transportation moves, Meyer said. The overall economic impact of a lock failure goes beyond added immediate costs for alternative transportation of grain.¶ "If you increase the transportation cost from Iowa to the Gulf you affect the price of all the grain produced in the region-not just that flowing on the river," Meyer said.¶ "When you shut off the river you push down prices in Iowa for corn and push prices up at the Gulf."¶ "Lower prices in Iowa will increase demand and some producers will store, anticipating that the river will reopen," Meyer said. Time is another factor in considering the economic impact of lock failure. Shipping on the Mississippi River is much more seasonal than on the Illinois River.¶ "Fall would be a bad time for agricultural commodities if a lock failed," Meyer noted. 

Food spikes ensure global starvation and instability

Braun, Center for Development Research, 2010 (Joachim, august 18, “Food insecurity, hunger and malnutrition: necessary policy and technology changes”, http://www.sciencedirect.com/science/article/pii/S1871678410005546)

At their peaks in the second quarter of 2008, world prices of wheat and maize were three times higher than at the beginning of 2003, and the price of rice was five times higher. In response to high food prices, poor households had to limit their food consumption, shift to even less-balanced diets, and spend less on other goods and services that are essential for their health and welfare, such as clean water, sanitation, education and health care [7]. Food price hikes have also worsened micronutrient deficiencies, with negative consequences for people's nutrition and health, such as impaired cognitive development, lower resistance to disease and increased risks during childbirth for both mothers and children. Since children's nutrition is crucial for their physical and cognitive development and for their productivity and earnings as adults, the health and economic consequences of insufficient food and poor diets are lifelong – for the individuals as well as for society. A 2008 Lancet article shows that men who benefited from a randomized nutrition intervention when they were young children earned wages that were 50% higher than those of nonparticipants three decades later [8]. Thus, it must be assumed that even when a multiyear price shock ends, the adverse consequences for the poor and food insecure continue for decades.¶ The global financial crisis and recession are now adding to the burden on the poor as wages are lost, many small farmers find themselves unable to pay off their debts and capital for agriculture is further limited. With food and general costs of living on the rise, people in more than 60 countries turned to the streets in protest in 2007 and 2008. IFPRI estimates that recession and reduced investment in agriculture could raise international grain prices by 30% and push 16 million more children into malnutrition in 2020 compared with continued high economic growth and maintained investments [7]. At a global scale, the decline in investments leading to cuts in agricultural supply seems to be stronger than the demand decline due to the recession. These trends might soon put again strong upward pressure on food prices combined with increased price volatility.¶ The challenge of feeding the world has greatly increased. The recent hikes in food prices are not exceptionally high from a historical perspective but they have greatly increased the challenge of feeding the world's growing population [7]. Since the time of notoriously high food prices in the 1870s, world population has increased more than five times reaching 6.7 billion today and it is expected to reach 9 billion by 2050. To overcome existing hunger, feed an additional 2 billion people and accommodate rising demand from income growth, food production would have to be doubled by 2050.

Agriculture Cards

Collier, Professor of Economics at Oxford, 2008 (Paul, Foreign affairs Nov/Dec, “The Politics of Hunger”,)

AFTER MANY years of stability, world food prices have jumped 83 percent since 2005-prompting warnings of a food crisis throughout much of the world earlier this year. In the United States and Europe, the increase in food prices is already yesterday's news; consumers in the developed world now have more pressing concerns, such as the rising price of energy and the falling price of houses. But in the developing world, a food shock of this magnitude is a major political event. To the typical household in poor countries, food is the equivalent of energy in the United States, and people expect their government to do something when prices rise. Already, there have been food riots in some 30 countries; in Haiti, they brought down the prime minister. And for some consumers in the world's poorest countries, the true anguish of high food prices is only just beginning. If global food prices remain high, the consequences will be grim both ethically and politically.¶ Politicians and policymakers do, in fact, have it in their power to bring food prices down. But so far, their responses have been less than encouraging: beggar-thy-neighbor restrictions, pressure for yet larger farm subsidies, and a retreat into romanticism. In the first case, neighbors have been beggared by the imposition of export restrictions by the governments of food-exporting countries. This has had the immaculately dysfunctional consequence of further elevating world prices while reducing the incentives for the key producers to invest in the agricultural sector. In the second case, the subsidy hunters have, unsurprisingly, turned the crisis into an opportunity; for example, Michel Barnier, the French agricultural minister, took it as a chance to urge the European Commission to reverse its incipient subsidy-slashing reforms of the Common Agricultural Policy. And finally, the romantics have portrayed the food crisis as demonstrating the failure of scientific commercial agriculture, which they have long found distasteful. In its place they advocate the return to organic small-scale farming-counting on abandoned technologies to feed a prospective world population of nine billion.¶ The real challenge is not the technical difficulty of returning the world to cheap food but the political difficulty of confronting the lobbying interests and illusions on which current policies rest. Feeding the world will involve three politically challenging steps. First, contrary to the romantics, the world needs more commercial agriculture, not less. The Brazilian model of high-productivity large farms could readily be extended to areas where land is underused. second, and again contrary to the romantics, the world needs more science: the European ban and the consequential African ban on genetically modified (GM) crops are slowing the pace of agricultural productivity growth in the face of accelerating growth in demand. Ending such restrictions could be part of a deal, a mutual de-escalation of folly, that would achieve the third step: in return for Europe's lifting its self-damaging ban on GM products, the United States should lift its self-damaging subsidies supporting domestic biofuel. 

United Soybean Board 1/26/12 (http://www.unitedsoybean.org/topics/global-opportunities/u-s-farmers-and-consumers-could-pay-if-river-locks-fail/ “U.S. Farmers and Consumers Could Pay if River Locks Fail”)

Up to 89 percent of U.S. soybeans exported through the lower Mississippi ports, such as the port of New Orleans, arrive there via the locks along the Mississippi River and other U.S. inland waterways. With numbers like this, it’s apparent that these waterways and the locks moving barges through them remain vital to move U.S. soybeans and soy products. A United Soybean Board (USB) Global Opportunities (GO) program-funded study found that deteriorating concrete and failing electrical and mechanical systems of major U.S. locks and dams could cause failures and “…severe economic distress” for U.S. farmers and consumers.¶ “U.S. farmers should begin to understand that we can produce all of the commodities that we want, but unless we have the infrastructure to ship those products to their final destination, we will not be successful in feeding our country and the world,” says Laura Foell, soybean farmer from Schaller, Iowa, and chair of the GO committee.¶ More than half of the locks and dams that currently make up the U.S. Inland Marine Transportation System exceed their 50-year usable lifespan, according to the report. More than one-third top 70 years of age, a concern because usually major rehabilitation is necessary to expand the typical lifespan from 50 to 75 years, according to the study.¶ Just on the Ohio River alone, the time locks have been out of service has more than tripled since 2000, rising from 25,000 hours to 80,000 annually. And that gets expensive. This study shows that a three-month lock closure would increase the cost of transporting 5.5 million tons of oilseeds and grain, the average amount of grain shipped by barge during that period, by $71.6 million. A failure at any of the locks examined by the study could cost U.S. farmers from up to $45 million in lost revenue.¶ “The lock and dam system is rapidly deteriorating which puts added pressure on the rail and highway system to move our product from the farm to its destination,” adds Foell. “It is important that we have a robust transportation system. Only by using a combination of the lock and dam system, rail system, and truck system can we continue to be able to move our products in a manner that will help us feed the world.”

Business Journals, 4/18/2012 (“U.S. Soybean Farmers Look for Solutions to Improve River Locks and Ports”, http://www.bizjournals.com/prnewswire/press_releases/2012/04/18/MM88743)

The deteriorating condition of the U.S. lock and dam system puts the competiveness of U.S. soybean farmers at risk according to one soy checkoff-funded study. A transportation infrastructure investment remains a priority issue for soy checkoff farmer-directors.¶ The study, coordinated by the Soy Transportation Coalition, found that American farmers and consumers "will suffer severe economic distress" if catastrophic U.S. lock or dam failures take place.¶ Over half of the structures making up the U.S. inland waterway system for river barge shipping exceed their 50-year usable lifespan.¶ Over one-third surpass 70 years of age, a concern because major rehabilitation is usually necessary to extend the typical lifespan from 50 to 75 years.¶ U.S. inland waterways represent key infrastructure for transporting U.S. soybeans.¶ Up to 89 percent of soybeans exported through the lower Mississippi ports, such as the Port of New Orleans, arrive in barges that must transit multiple locks for the trip downstream.¶ This study coordinated by the United Soybean Board expects a new, larger shipping lane through the Panama Canal to double the area that draws U.S. soy destined for export through Gulf of Mexico ports.¶ The study says the expansion of the Panama Canal, expected to be completed in 2014, "will eventually alter trade lanes" in the United States. The study claims the new shipping lane for the canal will:¶ Expand the average area that draws U.S. soy and grain to the Mississippi River for barge transit to central Gulf of Mexico ports from 70 miles to more than 150 miles.¶ Increase the total volume of U.S. soybeans and grain moving through the canal by 30 percent.¶ Result in approximately 35 cents per bushel savings for elevators within the range of central Gulf of Mexico ports, assuming proper dredging to ensure at least a depth of 45 feet to handle larger ships passing through the expanded canal. ¶ The 69 farmer-directors of USB oversee the investments of the soy checkoff to maximize profit opportunities for all U.S. soybean farmers. These volunteers invest and leverage checkoff funds to increase the value of U.S. soy meal and oil, to ensure U.S. soybean farmers and their customers have the freedom and infrastructure to operate, and to meet the needs of U.S. soy's customers. As stipulated in the federal Soybean Promotion, Research and Consumer Information Act, the USDA Agricultural Marketing Service has oversight responsibilities for USB and the soy checkoff. 

Kruse et al., Director at the Center for Ports and waterways, 2011 (“America’s Locks & Dams: “A Ticking Time Bomb for Agriculture?”, www.unitedsoybean.org/wp-content/uploads/Americas_Locks_And_Dams.pdf)

Agriculture accounted for 22% of all transported tonnage and 31% of all ton-miles in the United States in 2007.1 The surface transportation system in the U.S. is central to agriculture’s ability to compete in domestic and world markets. The rapidly deteriorating condition of the nation’s lock and dam infrastructure imperils the ability of the waterborne transportation system to provide a service that will enable U.S. agricultural producers to continue to compete. Should a catastrophic failure of lock and dam infrastructure occur, agricultural producers—and consequently the American consumer—will suffer severe economic distress. This research analyzes data and evaluates information that will illustrate this vulnerability at a micro level rather than the traditional macro level.¶ The task of transporting agricultural commodities from the farm to first handlers and processors and ultimately to domestic and international retail markets and ports requires a highly developed, integrated transportation network, of which marine transportation is a vital component. A high percentage of these commodities pass through one or more locks on their way to market. Should a waterway be closed due to one or more lock failures, the resultant increase in cost that would be incurred in utilizing truck or rail transportation would decrease or even eliminate the cost advantage of U.S. Midwestern producers. This would be especially detrimental to export shipments. From 2005 through 2009, 87–91% of corn exported through lower Mississippi ports arrived at the ports via barge; for soybeans, the percentage was 87–89%.2

Add-on – Energy Prices

Collapse of locks would cause coal price spikes and factories closures

Len Boselovic, award winner for business and investigative reporting, 3/18/2012, Pittsburgh Post (“THE NATION'S LOCKS AND DAMS, INCLUDING 23 IN REGION, ARE ON THE BRINK OF FAILURE, ACCORDING TO U.S. ARMY CORPS OF ENGINEERS”)
Corps and industry officials say it would take three or more years to replace a failed lock and even longer if a dam had to be replaced.¶ Whatever the period of time needed, the 10 million tons of coal and other commodities that move through the Elizabeth locks each year would have to be moved by rail or truck, which are more expensive. Moreover, it would take more than 1,000 large trucks to move the same amount of coal a standard 15-barge tow carries.¶ "If the Lower Mon closes, there's not enough trucks to move the coal power plants need," Mr. Harder said.¶ A Corps-commissioned study produced in October estimated a lock or dam failure that closed the Lower Mon to traffic could increase electricity costs up to $1 billion annually. The figure covers only what businesses and consumers could pay and not how those price increases would ripple through the economy.¶ But Mr. Harder, who disclosed the $1 billion estimate at an industry meeting in Pittsburgh in October, said costs would include power plants paying more to move coal by truck or rail. He said an extended closure could cause some power plants to shut down, increasing the cost of electricity for about 21 million people along the East Coast.
Add-on – Global Trade

Inland waterway transportation boosts global trade 

Gibbs 12 (Bob, representative of Ohio, Political Transcript of a hearing of the House Committee on Transportation and Infrastructure, proquest)
Again, welcome. Transportation savings are key factor in economic growth. As fuel prices continue to escalate, waterway transportation becomes an even more viable alternative for shippers. But an unreliable transportation system will inject uncertainty in the decisions made by U.S. farmers and manufacturers, making U.S. products more uncompetitive in world markets. While the Nation's ports are rightfully called the Nation's gateways, the inland navigation system provides access to foreign export markets for manufacturers and commodity producers.¶ Water transportation is most fuel efficient, least polluting, safest, and least expensive means of moving cargo. In addition, waterways provide freight mobility for products that are too large to move by any other means. There are also some industries located on the river that are completely dependent on the inland waterway system to bring in raw materials to their facilities.¶ Trade, especially global trade, is increasing. That means the need for transportation services will continue to grow and grow rapidly. The question is not whether it will be by the rail or truck or boats that will be of most benefit. The question is whether or not we can produce an efficient and integrated network of airports, railroads, highways, waterways, and ports that can respond to a changing world economy. We are trying to run this bill for a Nationally integrated transportation system with an infrastructure that was largely built before the World War II. We don't do that for roads, railroad, or aviation while there is room for improvement in those sectors as well. In general, we have modernized in most areas and our economy has benefitted from those investments.¶ But when it comes to inland waterway system, we have been investing too slowly for too long. Fifty seven percent of our inland system is more than 50 years' old and 37 percent of that system is more than 70 years old. It is literally falling apart and we're falling behind. Navigation outages along the system are increasing. For instance, the Ohio River outages have increased from 25,000 hours in 2000 to 80,000 hours today. This trend of increasing outages is expected to continue. While it affects the reliability of the system, it also foretells the likelihood of a major physical failure at one of the structures. Without some rehabilitation and rebuilding, we can expect to pay more each year for increasingly unreliable system.

Reverse causal – allowing the waterways to decline hurts trade
Johnson 12 (Eddie Bernice Johnson, representative in the house, democrat texas, Political Transcript of a hearing of the House Committee on Transportation and Infrastructure, proquest)
Thank you very much, Mr. Chairman and Ranking Member Bishop for holding this hearing as it is critical that we maintain and improve our inland waterway system. Failing to maintain this waterway will stifle trade and curtail economic competitiveness. Having so, both our Ranking Member and Chair of the Subcommittee are fully aware of how important it is to the country and most especially to my state.¶ Inland waterways are a significant component of our Nation's marine transportation system and in Texas, trade and viability to move goods is the lifeblood of our economy. Texas has more than a thousand miles of channel maintained by the Corps of Engineers, which are highly appreciated and Texas ports create nearly one million jobs.¶ The maritime industry represents over $135 billion of economic value to my state. If our inland waterway system is not maintained, that means a loss of trade opportunities, a delay in movement of commodities, and the potential to lose thousands of jobs. I am (inaudible) weakness of our economy and the difficult fiscal climate. But without these adequate funds for these waterways, we will be doing far more harm to American economic competitiveness.¶ I welcome the opportunity that this hearing moves (ph) with the solutions to address in the sovereignty (ph) on the Inland Waterways Trust Fund. Without adequate maritime transportation system, the U.S. will lose its competitive edge in this global economy.

***Inherency***

Inherency Cards

Len Boselovic, award winner for business and investigative reporting, 3/18/2012, Pittsburgh Post (“THE NATION'S LOCKS AND DAMS, INCLUDING 23 IN REGION, ARE ON THE BRINK OF FAILURE, ACCORDING TO U.S. ARMY CORPS OF ENGINEERS”)

The precarious status of the waterway system stems from what government and industry officials agree is a broken method of maintaining and replacing aging locks and dams.¶ Congress has authorized $8 billion in projects that would replace or rehabilitate aging river infrastructure. But it has not fully funded the projects up front. The piecemeal funding the projects receive generates significant cost overruns and construction delays counted in decades, not months or years.¶ The longer the delays, the more difficult and expensive it becomes to maintain the aging locks and dams. More than half of the nation's locks, which were designed to last 50 years, have been moving along river traffic far longer. About 40 percent of the 89 locks in the Corps' Great Lakes and Ohio division, which includes Pittsburgh, are more than 70 years old.¶ Corps and industry officials say it is only a matter of time before a major lock or dam fails, an event that would force elected officials and consumers to realize the important role river infrastructure plays.¶ More than 200 locks and related dams move about 550 million tons of freight annually: coal to power plants, grain from farms to market, fuel oil to New England. More than 20 percent of the coal used to generate electricity and 30 percent of oil and other petroleum products move by barge. About 90 percent of the corn and soy beans exported from Mississippi gulf ports gets there by barge.¶ While coal accounts for the majority of traffic on Pittsburgh's rivers, barges also move gravel, sand and limestone used in construction, fuel oil, fertilizer and other goods.¶ Rivers provide a less expensive alternative to other transportation options. Barges are more than $14 a ton cheaper than using rail or truck, according to a 2010 report by a Corps-industry task force that recommended changes in the way lock and dam projects are funded.¶ "We're going to have a catastrophic failure somewhere in this country and then everybody is going to be up in arms," said Peter Stephaich, chairman of Campbell Transportation, a Houston, Pa., company that operates a fleet of 500 barges and moves about 20 million tons of commodities annually. 

Len Boselovic, award winner for business and investigative reporting, 3/18/2012, Pittsburgh Post (“THE NATION'S LOCKS AND DAMS, INCLUDING 23 IN REGION, ARE ON THE BRINK OF FAILURE, ACCORDING TO U.S. ARMY CORPS OF ENGINEERS”)

The $8 billion funding backlog stems from the $170 million Congress and industry generate each year to pay for major repairs to locks and dams or to replace them. Half of the money comes from a trust fund financed by a 20-cents-per-gallon tax barge operators pay on the diesel fuel they use. The government matches that with $85 million in taxpayer money.¶ At a $170 million-per-year pace, it will take more than 22 years to generate the $3.8 billion needed to complete seven major projects already under way. Those include rehabilitating the Emsworth dam on the Ohio River and building new locks on the Monongahela.¶ Once that's done -- in the 2030s -- work could start on another $4.3 billion in projects that Congress has authorized but not funded.¶ Even the extended timeline is jeopardized because another $1 billion has been added to the cost of the Corps' top priority: replacing two Depression-era locks on the Ohio River near Olmsted, Ill., the nation's busiest stretch of river.¶ Because the $3.1 billion Olmsted project gets most of the $170 million the Corps receives each year for major projects, it will cost more and take longer to complete the Corps' No. 2 priority: the project on the Monongahela authorized by Congress in 1992.¶ A new dam at Braddock already has been completed. But the work not yet done includes eliminating the 105-year-old locks and dam at Elizabeth, and building two new locks to replace the Depression-vintage lock at Charleroi.¶ When the project was approved, it was expected to be completed in 2004 at a cost of $750 million.¶ Because of funding shortfalls, the Lower Mon project is now estimated to cost a minimum of $1.4 billion and will be completed in 2024 at the earliest, 20 years behind schedule.¶ Steve Fritz, the Corps official managing the project, said if Congress authorizes only minimum annual funding, work will drag into the 2030s and cost upward of $1.7 billion. "The longer you go into the 2030s, the higher that number will climb," Mr. Fritz said.¶ By then, the Elizabeth lock and dam -- built to last 50 years -- would be nearly 125 years old.¶ "The poster child for the river system is the Lower Mon project," said Michael Hennessey, chairman of the National Waterways Foundation, a research group funded by companies that move goods on rivers.¶ Debilitated locks and dams are part of a larger national problem: the lack of funding to repair or replace aging infrastructure that the economy depends on. In 2009, the American Society of Civil Engineers put a $2.2 trillion price tag on fixing roads, bridges, locks and other infrastructure.¶ Because many lawmakers elected in 2010 promised to slash the federal budget deficit without increasing taxes, it is unlikely that money will be forthcoming for infrastructure improvements.¶ "It is a function of a kind of unfortunate mentality in this country where, over time, we have become a spending nation and not an investing nation," said Michael Steenhoek of the Soy Transportation Coalition, an industry group pushing for waterways improvements.¶ "We just need to get back to this mentality of being an investing nation. Great nations invest in themselves," he said. 

Len Boselovic, award winner for business and investigative reporting, 3/18/2012, Pittsburgh Post (“THE NATION'S LOCKS AND DAMS, INCLUDING 23 IN REGION, ARE ON THE BRINK OF FAILURE, ACCORDING TO U.S. ARMY CORPS OF ENGINEERS”)

Faced with flat funding, the Corps has adopted a "fix when fail" approach to maintaining locks and dams.¶ Take what happened at the Montgomery Dam on the Ohio River near Shippingport in 2006. A week after the Corps concluded that the dam had structural problems, a runaway barge hit it, damaging two of 10 100-foot-wide steel gates used to control the flow of water.¶ "Since that time, we've only had enough funds to put Band-Aids on the gates," said the Corps' Mr. Fisher. "We are at the border of 'fix when fail' and 'failing to fix.' "¶ With preventive maintenance crimped, barge operators face more frequent and longer delays as locks break down. On the Ohio River, the number of hours lost annually because of outages has tripled since 2000 to 80,000 hours, members of the House Committee on Transportation and Infrastructure were told last fall.¶ "I have never seen the disruptions to traffic we have now," said Martin T. Hettel, the American Electric Power manager responsible for moving coal on AEP barges to the Columbus, Ohio, utility's power plants.¶ The delays occur even though the Corps spends millions each year to keep outdated facilities functioning.¶ "That's just throwing money down a rat hole," said William Harder, a former navigation manager in the Corps' Great Lakes and Ohio River division who retired last year.¶ Dams are used to generate hydroelectric power and prevent flooding. They are also used to hold back water, creating a pool deep enough for barges to move up and down the river. Because the water level rises and falls at different points along rivers, locks are used to raise and lower barges depending on the depth of the river where they are coming from and the depth of the river where they are headed. 

***Coal***

Ext. Steel Key to Heg

More evidence – steel maintains U.S. power.

William F. Jasper 11/29/2004 http://www.accessmylibrary.com/coms2/summary_0286-14863882_ITM

Steel Is King Yes, steel is an old "smokestack" industry, one supposedly without of microchips, nanotechnology, information technology, But the "New Economy" we keep hearing about still runs on fossil fuels and is built on (and out of) steel. Plastics, acrylics, composites, aluminum, and other materials have their important niches, but steel is still king. You can't have cars, trucks, trains, boats, airplanes, bridges, railways, power plants, commercial buildings, appliances, refineries, water treatment and distribution systems, and thousands of other essentials of modern society without it. Not to mention weapons of war, which, like it or not, are still very essential. September 11, 2001 and various looming threats and potential threats around the world should provide sufficient proof of that. 

1AC Steel– Auto Industry

Steel key to Auto Industry

Belskiy  10 (“Will Rising Steel Prices Rob the Auto Industry of Its Recovery?” 15 Apr 2010, Vitaly Belskiy is an automotive consultant at Frost & Sullivan. He has been involved in multiple strategic projects supporting leading automotive OEMs, Tier I suppliers and other market participants globally on developing actionable strategies and recommendations. He has graduated from a Warsaw School of Economics with a Master's Degree in Finance and Banking and Bachelor's Degree in International Relations, http://www.frost.com/prod/servlet/market-insight-top.pag?docid=198319657 )hhs-ps

Despite the clear global trend toward increasing usage of light materials such as aluminum, HSS and UHSS (High- and Ultra-High Strength Steel), steel remains a key raw material in car manufacturing, accounting for approximately 55 percent of the weight of an average C-class passenger car and about 5 percent of its production cost.6 With that in mind, the negative effects on the industry may well be significant, especially given the non-elastic nature of demand for steel from the auto industry. Should iron ore prices double and the ACEA's appeals to the EU Commission and Member States to take counteractions as soon as possible give no result, steel prices might reach 900 USD (hot-rolled sheet steel) as early as Q3 2010. Given the current situation, a 22 percent growth in the price of steel in the second quarter of 2010 would raise total vehicle manufacturing costs by approximately 2 percent (C-class sedan, 9845 USD total production cost including labor, increasing to 9955 USD). With “cash-for-clunkers” programs ending in most large European markets, automakers may have to reduce costs in order to contend with the unpredictable pricing policies of steel suppliers and weakened demand for cars. Therefore, joining forces to combat rising prices should be of critical importance for automakers at the moment. Financial derivatives combined with further cost-cutting remains the most suitable solution for automakers Considering that cost-effective production is critical for all major OEMs, now would be the right time for them to start worrying. From a technological vantage, focusing on alternative materials and optimal design are not quite cost-effective or feasible given the well laid out and longer product development cycles of carmakers that can't be subject to major changes. Therefore, combining financial instruments like futures contracts on steel and relying on long-term agreements with steel suppliers might be one of the most suitable solutions. Strong support from the ACEA, which has already announced its position on the matter, would also be helpful. The association encourages EU and member states to develop a raw material strategy that facilitates access to raw materials for various clients on a competitive basis7. Normally, commodity price risks are especially difficult to predict and hedge. Gradually developing steel futures contracts market combined with long-term contracts might provide a solution for automakers in order to control risk linked to possible price changes. However, steelmakers will not be prone to signing long-term contracts if raw material prices, usually stable for at least a year, henceforth change on a quarterly basis. That risk will most probably be transferred to carmakers. Steel futures trading remains underdeveloped due to the nature of the commodity (difficult to store, various types of steel), yet is dynamically growing. This gives hope for further commodity prices risk hedging.8 Conclusion Price level shall not be a great threat to automakers, however, its volatility is what scares most OEMs, especially now, when the industry remains on its fragile path toward recovery. However, along with threats, higher steel prices might bring opportunities to some participants of the automotive industry. Higher steel prices may lead to more intense cooperation between OEMs and automotive systems and materials developers as some automakers, especially of luxury brands, will be prone to focus on alternative materials development and implementation in their vehicles (aluminum, magnesium) and decrease usage of steel. Developers of multi-material joining technologies might also benefit from the situation (assuming further steel price increases), as steel gradually loses some of its cost advantage in the short-term. However, carmakers and commercial vehicle manufacturers that rely heavily on steel might be most exposed to negative effects of rising steel prices, with a potential impact on business margins or an increase in car prices for the end-consumer. Of course, further cost-cutting is a way-out, but this seems almost impossible especially after the crisis and the already optimized production, logistics and marketing activities of OEMs.

Auto Industry – Semiconductors

Auto industry key to development of semiconductors 

Patil 11 ( Kishor Patil, CEO & MD, KPIT Cummins Infosystems Ltd. “Automotive Industry: a space of hope for Semiconductor Design,” http://www.siliconindia.com/guestcontributor/guestarticle/107/Automotive_Industry_a_space_of_hope_for_Semiconductor_Design_Kishor_Patil.html )hhs-ps
In spite of the current tough times, there are abundant opportunities for innovation, co-development and globalization in the semiconductor design industry, especially with the opportunities offered by the Automotive Industry. Even with the economic crisis gripping the automotive industry globally, it still remains one of the key customers for the semiconductor design industry and the demand has been growing continuously. Technology per se, driven by the priorities of fuel efficiency, emission reduction and safety, automotive companies are investing heavily in semiconductor solutions for hybrid vehicles, driver assistance systems and in-vehicle networking solutions. At the same time, each automotive manufacturer is faced by the challenge of reducing costs without compromising on product features and quality. OEMs are thus expecting semiconductor companies to deliver not just chips but the solution platform comprising of the hardware platform along with the software. A solution that is very close to the final product – validated, tested, certified and productized – which creates a very good opportunity for semiconductor solution makers. Additionally, at the silicon level, nano design for small chips is a leading market growth indicator. The clear trend observed is Low Power Chips for both Consumer Electronics & Automotive Applications and more analog and Mixed Signal content rather than only digital content. The market scenario for semiconductor industry is also changing very rapidly. Demand for electronic appliances is decreasing in the European and American markets and increasing in Indian and other APAC markets. Manufacturers are thus not looking at India as just the Outsourcing partner for design services but also as a huge market for the products. The future would be a playing ground for products 'designed in India for Indian and APAC markets. The downturn has made the companies look at sharing resources and developing a common pool of reusable components and talent. From collaboration between semiconductor companies on fabrication process development or fundamental R&D (research and development), the focus is now shifting to closer collaboration in wafer manufacturing, testing and assembly. Semiconductor solutions development is a very high-tech business in which technology changes almost each day. Therefore, though the business is very satisfying, it also has its own set of challenges; the biggest being – Technology Change Management. Unlike conventional software development business, this requires huge investments to build the talent base, as availability of the right resources is scarce. Thus the semiconductor design services industry has a huge potential for growth through the automotive industry but with its own challenges of technology and talent.

Semiconductors are vital to addressing climate change 

Bauer 9 – CEO of Infineon, a leading semiconductor company (Peter, “A change of pace for the semiconductor industry?”, PricewaterhouseCoopers, November 2009, http://www.pwc.com/en_GX/gx/technology/pdf/change-of-pace-in-the-semiconductor-industry.pdf)

The increasing global demand for energy, the limited availability of natural resources, rising energy prices and the threat of climate change require solutions for enabling energy to be handled more efficiently. In order to meet the requirements of climate policy, for instance for reducing CO2 emissions, it is necessary to increase efficiency throughout the entire chain of utilisable energy ñ that is, for the production, transmission and consumption of energy. Innovations from the semiconductor industry are playing a key role with regard to implementing these objectives. The requirement for more energy efficiency will have a positive impact particularly on demand for power semiconductors in the course of the next few years. This is applicable specifically to renewable energies, as well as for example to motor drives in industrial applications and in household products. With regard to power semiconductors for renewable energies, market researchers are assuming average annual growth rates of 18% in the course of the next years.1 Solar and wind power will continue to be two of the main growth drivers. Power semiconductors are the core of rectifiers in photovoltaic and wind power installations, and are a key component for efficiently supplying power to the network.

[Extinction]

Auto Industry – Naval Power

Auto industry key to US navy - shipbuilding

Ronis, 06 – Ph.D, Large social system behavior, Distinguished Fellow and Vision Working Group leader of the Congressionally mandated Project on National Security Reform (PNSR), President of The University Group, Inc., a management consulting firm and think tank specializing in strategic management, visioning, national security, and public policy. (Shelia R., “Erosion of the U.S. Industrial Base and its National Security Implications”, July 17, 2006, http://www.uscc.gov/hearings/2006hearings/written_testimonies/06_07_17wrts/ronis_statement.pdf)

In May 2001, the U.S. Department Of Commerce’s Office of Strategic Industries and Economic Security, in partnership with the Carderock Division of the Naval Surface Warfare Center, completed a three-year national security assessment of the U.S. shipbuilding and repair industry. Some of the findings were disconcerting though related to both DMSMS and the auto industry. According to the study, employment in the industry has “dropped sharply since the early 1980s, when total private employment was close to 180,000 workers. Survey estimates indicated that employment would decline to about 83,500 in 2000.” In addition, “orders for U.S. warships have declined 60 percent during the 10 years since the end of the Cold War.” Young people no longer view working in a shipyard as a viable way to make a living. Consequently, according to DOC, “survey responses indicate that labor shortages have reduced profits, impacted construction costs, and delayed project completion for most shipyards.” According to the study, the basis for U.S. ship-building superiority has been the research and development expertise that currently resides in Navy’s laboratories, acquisition commands, and certain shipbuilders and universities. “Collectively, these organizations have conceived and designed most of the state-of-the-art hull, mechanical, electrical, power projection, air defense and undersea warfare capabilities that are operational today. With reduced research and development budgets, some of that capability now is becoming fragmented.” Many lower tier companies supply to both the auto industry and shipbuilding, but the auto industry is much larger. This situation in shipbuilding also exists in other industries, such as machine tools, the high performance explosives and explosive components industry, cartridge and propellant actuated device sector and welding and all of these industries share the bottom of the base with the auto industry.

[Key to whatever]

Coal Impacts – US economy

Strong US coal industry is key to the economy – it provides a ripple effect for he rest of the economy – top experts agree 

CARE (Coalition for Affordable and Reliable Energy) 2003, “Study Shows Economic Impact of Coal Based Electricity”, http://www.careenergy.com/news/articleview.asp?iArticle=43 

Using abundant U.S. coal reserves to generate electricity creates economic empowerment for millions of American businesses and working families. That is the finding of a new study by a team of economists working at Pennsylvania State University.  The study, Projected Economic Impacts of U.S. Coal Production and Utilization, examined the impact of coal-generated electricity on state economies in the continental United States. The study found that coal-based electricity, including the production of coal from the ground, creates substantial benefits to the overall U.S. economy. Today, coal provides the fuel for over half of the power consumed in the United States, and the economists concluded that in 2010 coal production and electricity generation would be responsible for:  $163 to $659 billion in increased economic output;  $40 to $224 billion in increased household earnings; and  800,000 to 6.4 million additional American jobs.  Most of these economic benefits derive from the extraordinary interdependence of the U.S. economy. Because all businesses rely on electricity to produce and sell goods and services, the economic power of the electric utility industry extends far beyond the generation and sale of electricity. Coal-based electricity produces powerful ripple effects that benefit the American economy as a whole.  The study was conducted by Dr. Adam Rose and Bo Yang, economists at Penn State University. Dr. Rose is a professor and head of the Department of Energy Environmental, and Mineral Economics, and Yang is a graduate research assistant in the same department.   Rose and Yang used certain economic assumptions to present their findings. In the first instance, the study assumes varying levels of "linkage" (maximum versus minimum) between the coal-based electricity industry and other sectors of the economy. The linkage variable measures the degree to which coal-based electricity produces ripple effects that benefit other industries and sectors. These data are then refined by taking into account the economic effects of using a higher-cost fuel (in this case, natural gas) as a substitute for low-cost coal. By factoring in these substitution costs, the study shows how coal's economic advantages are even greater when considering the costs of using a more expensive alternative fuel. The year 2010 was selected for modeling because regulatory programs aimed at displacing coal would need to be implemented over time.  Because reliance on coal as a fuel source for generating electricity varies from region to region, the economic benefits are not evenly spread across the nation. The economic advantages for coal-producing states are evident. More surprising, however, are the economic benefits realized by states that do not produce coal, but use it as a primary fuel for electricity generation.   The study concludes that coal-based electricity will result in substantial economic benefits for large and small states alike. For example, Illinois, Indiana, Ohio, Texas and Pennsylvania each stand to gain from $21 billion to $32 billion in increased economic output. Smaller states also share in the advantages, with New Hampshire, Connecticut, Oregon and South Dakota each projected to gain from $560 million to $720 million in expanded output.  "This new analysis proves what we have known for a long time," said Stephen L. Miller, President and CEO of the Center for Energy and Economic Development (CEED). "Electricity from coal provides economic empowerment to local communities, small businesses, and working families".  According to Miller, the study provides an additional level of details relative to the ongoing national energy policy debate. "Despite electricity from coal's low cost and improving environmental performance, some special interest groups still believe we should abandon this abundant domestic energy resource. The Rose/Yang study provides additional empirical proof that coal-based electricity is an essential element of a balanced energy portfolio that increases energy security and provides economic empowerment for American families," said Miller.   Dr. William A. Schaffer, professor and former chairman of the Department of Economics at Georgia Institute of Technology and one of the preeminent experts in state and regional input-output modeling, peer-reviewed the Rose/Yang study. According to Schaffer, the demand-driven multipliers used in the PSU study are well-tested in the literature and provide a solid estimate of the impact of coal on incomes in the rest of the economy. In his final peer review, Dr. Schaffer said, "[T]he study represents an impressive and massive combination of data, analytic techniques, and modeling to address a large and significant problem. The authors are to be congratulated on their boldness in arriving at what seems to be a most reasonable impact statement."
The United States is key to the global economy

Ford and Trumball 8 Peter Ford and Mark Trumball, Senior Economists,, Feb 13 2008, Christian Science Monitor, Accessed April 8 2008, http://www.csmonitor.com/2008/0213/p01s04-usec.html

Since China, Russia, India, and Brazil, the main emerging markets, account for only about $6 trillion of gross domestic product (GDP) – compared with $32 trillion in the US, Europe, and Japan – the developing countries' continued growth can only "cushion the US decline in a modest way," says Arthur Kroeber, head of the Dragonomics economic consultancy in Beijing. America still holds the key to much of what happens in the world economy this year, economists say. Other countries are already ratcheting down their growth forecasts because of headwinds facing the world's largest consuming nation.
Coal Impacts – key us economy

Coal is key to the US economy

Steven Mufson and Blaine Harden March 20 2008 Washington Post, Coal Can't Fill World's Burning Appetite With Supplies Short, Price Rise Surpasses Oil and U.S. Exporters Profit, http://www.washingtonpost.com/wp-dyn/content/article/2008/03/19/AR2008031903859.html?hpid=topnews&sid=ST2008032000989
In the United States, the boom in coal exports and prices has helped lower the trade deficit, which declined last year for the first time since 2001. The value of coal exports, which account for 2.5 percent of all U.S. exports, grew by 19 percent last year, to $4.1 billion, the National Mining Association said. An even bigger increase is expected this year. That means that, in a small way, higher revenues for U.S. coal exports indirectly helped the U.S. economy cover the cost of iPods from China, flat-screen TVs from Japan and machinery from Germany. The still-gaping trade deficit of the world's largest industrial power at the dawn of the 21st century was slightly eased by a fuel from the era and pages of Charles Dickens.

Coal powers the US Economy

Rob Cameron August 29 2006 “Coal keeps US economy burning.” BBC News. http://news.bbc.co.uk/2/hi/business/5295922.stm  

The United States is the world's most powerful economy, but much of that power is derived from rather old-fashioned sources. Coal helps power the US economy. More than half of the country's electricity is produced by burning coal, and as demand for energy increases, so does the pressure on those who supply But the people of America should be thankful to Wyoming, because its colossal treasure trove of natural resources is helping - literally - to power the US economy. But most of all, Wyoming has coal. Huge, thick, multi-layered seams of coal lie just a few metres below the surface.

Coal industry key to the economy.

Richard R. Hall (J.D. University of Chicago Law School) and  John S. Kirkham (J.D., University of Utah College of Law) june 4 2007 http://www.stoel.com/showarticle.aspx?Show=2484
In addition to the benefits provided as a source of energy, the coal industry is an important component in both Utah’s and the national economy. Based on the National Mining Association statistics, the average number of miners working daily in this country is approximately 123,000. The Utah Geological Survey estimates that coal industry in Utah employed approximately 2,000 people in 2006. Employment totals could increase by another 200 to 300 people in 2007 and 2008 as demand for higher production continues and proposed coal operations commence production. Revenues from coal produced in Utah increased substantially in recent years, reaching an estimated $474.9 million in 2005, 23.0% higher than in 2004. Increases in production and prices are expected in 2006, pushing the estimated revenue up an additional 26.2% to $599.5 million, the highest amount ever recorded in nominal dollars.

Coal is fueling the economy.

PR Newswire October 18 2005 PR Newswire

"Peabody's 2005 performance continues on its record pace," said Peabody President and Chief Executive Officer Elect Gregory H. Boyce. "Coal fundamentals are excellent, and coal is fueling the world's largest and fastest growing economies. Global coal use will set another record in 2005, coal-fueled generating plants are being built around the world, metallurgical coal remains in high demand, and projects are being developed to convert coal into natural gas and transportation fuels."  U.S. electricity generation increased an extraordinary 8.2 percent in the third quarter over the prior year, led by a 26 percent increase in cooling degree days and continued economic growth. As Peabody anticipated, inventories of coal at electric utilities have been driven to record low levels of approximately 95 million tons, which is approximately 30 million tons below average levels. Nuclear generating units continue to run near full capacity, while soaring natural gas prices render gas generation extremely expensive. [Peabody] believes that the U.S. coal supply- demand balance is likely to remain extremely tight for the foreseeable future as customers meet electricity demand growth and replenish stockpiles.  

Coal Impacts – global economy

Coal production and sustained use is key to the global economy

Burke, 4 – Vice President, Research & Development of CONSOL Energy, Inc  (Dr. Francis P. Burke, FDCH Congressional Testimony, 4-27-2004, “Sustainable Electricity Generation,” Lexis-Nexis 
Universe)

The United States is not unique in its dependence on coal, and it is vital to our national interest to promote the increased use of coal not only domestically, but worldwide as a key component of our energy and economic security. The most compelling evidence of this is China. This year, the Chinese will mine and consume 1.5 billion tons of coal. In 15 years, they will consume 2.5 billion tons; China's increase alone will equal our current consumption. They expect to double their coal-fueled electricity generating capacity to 600 GW by 2020. By 2040, the Chinese expect to use 4 billion tons of coal annually. Throughout the world, economic growth and political stability are tied to electrification, and electricity is tied to coal. Therefore, the desire and, in fact, the necessity of the world to utilize its abundant coal resources will not be denied. Energy availability and energy quality are key to meeting all three aspects of sustainable development: economic, societal and environmental. The question is not whether we need or will use coal for human development, but how we will use it.

Coal Impacts – railroads – hegemony 

A decrease in access to coal would hurt railroads

AP 2007 (Associated Press, December 7, 2007) 

(AP) The nation's two largest railroads have hauled record amounts of coal from the mines in northeast Wyoming and  southeast Montana this year, but Union Pacific Corp. and Burlington Northern Santa Fe Corp. still struggle to keep up with utility demand and existing contracts. If utilities run low on coal during the high demand of winter, they might be forced to buy fuel on the open market at higher prices that could be passed on to customers, said Jim Owen, with the utility trade group Edison Electric Institute. "It's been a fairly contentious issue in the last 18 months," said Owen, whose group represents nearly three-quarters of all U.S. utilities. The problems began in May 2005 when two derailments on the main line leading out of the Powder River Basin revealed that accumulated coal dust in the rail bed made the line unstable. Repairs disrupted traffic and slowed deliveries for months. Then last winter, some utilities worried about depleting their onsite stockpiles, and one, Entergy Corp., in April sued UP over the delivery problems. Entergy says it lost "tens of millions of dollars," and its lawsuit is pending in Pulaski County Circuit Court in Arkansas. "Utilities have made no secret of the fact that deliveries have been a problem," Owen said. Some utilities last winter even imported coal from overseas to help make up for the Wyoming delivery problems. The U.S. Energy Information Administration said 30.5 million tons of coal was imported in 2005, and that was up 11.7 percent over the previous year. The delivery problems, spot market purchases and imports cost the utilities _ "and ultimately their customers" _ more money, Owen said. The problems have eased somewhat this year, but Owen said utilities were still not getting all the coal they want and contracted for. A mild winter this year could ease concerns, he said.

Railroads are key to hegemony

Korpanty 99 (Robert, Military Traffic Management Command Transportation Engineering Agency, Army Logistician, November-December, http://www.almc.army.mil/alog/issues/NovDec99/MS455.htm)

Tell any mechanized maneuver commander he has to fight a battle without his Abrams tanks or Bradley fighting vehicles, and you probably will see a puzzled look on his face that could be interpreted as, "What planet are you from?" or, "What language are you speaking?" Since it is doubtful that a major conflict will occur just outside the gates of Fort Stewart, Georgia, or Fort Hood, Texas, a key element of a successful engagement will be getting combat power wherever it is needed on time. Without a reliable commercial rail infrastructure, it is doubtful the tanks and Bradleys will make it to their place of business. To make sure they do, the Military Traffic Management Command developed the Railroads for National Defense (RND) Program in 1976. In 1991, the RND Program was assigned to the Military Traffic Management Command Transportation Engineering Agency (MTMCTEA), which now executes the program on behalf of the U.S. Transportation Command. This program ensures that the commercial rail infrastructure in the United States meets Department of Defense (DOD) requirements for deploying a force. The RND Program works to preserve our strategic rail mobility.

Coal Impacts – railroads – food prices 

Railroads are key to lower food prices

Laur 98 (Ed, vice president of Attebury Grain, Inc, Federal News Service, 3/31, lexis)

U.S. agriculture is undergoing a major transition, from being heavily influenced by government to one of less government and more market freedom. The 1996 farm law that opened the door to greater planting flexibility for producers also phases out the government's financial support of farmers, challenging agriculture to expand farm income from the marketplace and to aggressively pursue export markets. To achieve that outcome, reliable transportation services of all kinds are an absolute must. Predictable access to markets -- whether to ports to load oceangoing vessels or to poultry and hog farms or flour mills to keep products growing and moving into consumer channels -- is highly necessary if this new farm policy is to be successful. If grain and its derivative products cannot be delivered in a predictable manner, domestic and global customers will go elsewhere as we watch our markets shrink. U.S. farmers expect and deserve the support of Congress and the federal government in assuring reasonable market access and predictability of transportation service. How important is predictable rail service to U.S. agriculture? Upwards of 50 percent of all commercial grain movements to markets are carried by rail. In some western growing areas, it is not unusual to have 75 percent or more of shipments moving by rail. Railroads link the major production regions of the Midwest with processing, livestock and poultry operations on both east and west coasts, as well as all the ports. In the long-haul movements required to keep grain flowing reliably from production regions to points of consumption, rail is often the only viable economic alternative. Many grain shippers are located beyond effective trucking distances from markets and far from navigable waterway transportation.

High food prices kill billions

Power 1996 (Paul R.; Tampa Tribune Staff Writer, "Grain Shortage Growing Problem" 1/20 Tampa Tribune l/n)

There are more people in this world than ever, but less grain to feed them.     That's kindled fears of a world food crisis, a problem Florida may help prevent.    Poor weather, drought, political unrest and economic shifts have decreased planting, pushing world grain reserves to record lows. Meanwhile, the world's population grew by 100 million, to 5.75 billion in 1995 - a record increase.     Now, miners in West Central Florida are digging out phosphate more quickly, so it can be used to make fertilizer.     Analysts are warning about the increasing possibility of flood or drought in the world's food-producing regions. That can push food prices much higher, both here and abroad, and even cause famine in the poorest countries.      U.S. food prices may rise more than 4 percent this year, ahead of the rate of inflation.     "Conditions today indicate that there is at least some vulnerability in the food supply," said Sara Schwartz, an agricultural economist with the U.S. Department of Agriculture.      Corn and soybean production plunged last year in the United States, she said. Wet weather slowed grain planting in the United States and Canada. Elsewhere, drought and civil conflict in sub-Saharan Africa cut production to 20 percent below normal. The European Union has less than one quarter of the grain reserves it held in 1993.     The amount of corn expected to be available in the United States by summer - when corn is harvested - was trimmed by crop forecasters this week to 507 million bushels, the lowest in 20 years.     On a global scale, food supplies - measured by stockpiles of grain - are not abundant.     In 1995, world production failed to meet demand for the third consecutive year, said Per Pinstrup-Andersen, director of the International Food Policy Research Institute in Washington, D.C.     As a result, grain stockpiles fell from an average of 17 percent of annual consumption in 1994-1995 to 13 percent at the end of the 1995-1996 season, he said.     That's troubling, Pinstrup-Andersen noted, since 13 percent is well below the 17 percent the United Nations considers essential to provide a margin of safety in world food security. During the food crisis of the early 1970s, world grain stocks were at 15 percent.     "Even if they are merely blips, higher international prices can hurt poor countries that import a significant portion of their food," he said. "Rising prices can also quickly put food out of reach of the 1.1 billion people in the developing world who live on a dollar a day or less."

Coal Impacts – railroads – food prices internals

Railroads transport 50% of all us grain

Laur 98 (Ed, vice president of Attebury Grain, Inc, Federal News Service, 3/31, lexis)

How important is predictable rail service to U.S. agriculture? Upwards of 50 percent of all commercial grain movements to markets are carried by rail. In some western growing areas, it is not unusual to have 75 percent or more of shipments moving by rail. Railroads link the major production regions of the Midwest with processing, livestock and poultry operations on both east and west coasts, as well as all the ports. In the long-haul movements required to keep grain flowing reliably from production regions to points of consumption, rail is often the only viable economic alternative. Many grain shippers are located beyond effective trucking distances from markets and far from navigable waterway transportation. Agricultural shippers are unique in their degree of dependence on rail transportation. Unlike other industries that may have some degree of freedom in choosing locations for plants or facilities, grain shippers are inextricably linked to areas of fertile ground where agricultural production is feasible. By its nature, farming and the agricultural shipping industry is decentralized - spread over a wide geographic region. Thus, the economic alternatives for transportation services are limited, and the performance and predictability of the railroad that serves a facility plays a critical role in the successful performance of the grain shipper's business. Few facilities have more than one railroad serving them. A survey the NGFA conducted in the early 1980s demonstrated that more than 90 percent of rail shippers' facilities were served by only one rail carder

Disrupting rail service kills local producers and raises prices

Laur 98 (Ed, vice president of Attebury Grain, Inc, Federal News Service, 3/31, lexis)

It is no secret that the disruptions that have characterized U.S. rail grain service, particularly in the western United States, since last June have been among the most severe in modem rail history. What is most disconcerting to our industry is that the disruptions have occurred during a downturn in U.S. raw grain and oilseed exports in the past six months that is the result of large world crops, the Asian currency crisis and the highervalued dollar. The U.S. Department of Agriculture now projects that both corn and wheat exports for the 1997-98 marketing year will be lower than the average of the 1990s. Yet, despite this downturn in export markets, the lack of predictable, reliable rail service to move grain to domestic and export markets has further depressed local cash grain prices for farmers, and caused receivers of grain and grain products to sustain escalating costs and delays when originating grains by alternative modes
***Food***

Food – Impact – Famine

Billions will die

Tampa Tribune 96

Tampa Tribune, 1-20-96

On a global scale, food supplies - measured by stockpiles of grain - are not abundant. In 1995, world production failed to meet demand for the third consecutive year, said Per Pinstrup-Andersen, director of the International Food Policy Research Institute in Washington, D.C. As a result, grain stockpiles fell from an average of 17 percent of annual consumption in 1994-1995 to 13 percent at the end of the 1995-1996 season, he said. That's troubling, Pinstrup-Andersen noted, since 13 percent is well below the 17 percent the United Nations considers essential to provide a margin of safety in world food security. During the food crisis of the early 1970s, world grain stocks were at 15 percent. "Even if they are merely blips, higher international prices can hurt poor countries that import a significant portion of their food," he said. "Rising prices can also quickly put food out of reach of the 1.1 billion people in the developing world who live on a dollar a day or less." He also said many people in low-income countries already spend more than half of their income on food.

Famine causes extinction

George Plumb, Environmental Activist, “Was Malthus just off a few decades?” 5/18/2008, http://www.timesargus.com/apps/pbcs.dll/article?AI D=/20080518/FEATURES05/805180310/1014/FEATURES05
Once again the world's food situation is bleak. According to the Food and Agriculture Organization of the United Nations, the price of wheat is more than 80 percent higher than a year ago, and corn prices are up by 25 percent. Global cereal stocks have fallen to their lowest level since 1982. Prices have gone so high that the United Nations World Food Program, which aims to feed 73 million people this year, reported it might have to reduce rations or the number of people it will help. Food riots are happening in many countries and threaten to bring down some countries as starving people demand better from their government. However, this time the problem will not be so easy to solve. There are some 75 million more people to feed each year! Consumption of meat and other high-quality foods — mainly in China and India — has boosted demand for grain for animal feed. Poor harvests due to bad weather in this country and elsewhere have contributed. High energy prices are adding to the pressures as some arable land is converted from growing food crops to biofuel crops and making it more expensive to ship the food that is produced. According to Lester Brown, president of the World Policy Institute, "This troubling situation is unlike any the world has faced before. The challenge is not simply to deal with a temporary rise in grain prices, as in the past, but rather to quickly alter those trends whose cumulative effects collectively threaten the food security that is a hallmark of civilization. If food security cannot be restored quickly, social unrest and political instability will spread and the number of failing states will likely increase dramatically, threatening the very stability of civilization itself."

Food – Impact – Food Wars

World War III results as countries use weapons to fight for food

Calvin 1998 (William H.; Professor of Psychiatry and Behavioral Sciences – University of Washington) January "The Great Climate Flip-Flop" Atlantic Monthly 281:1 EBSCO

The population-crash scenario is surely the most appalling. Plummeting crop yields would cause some powerful countries to try to take over their neighbors or distant lands – if only because their armies, unpaid and lacking food, would go marauding, both at home and across the borders. The better-organized countries would attempt to use their armies, before they fell apart entirely, to take over countries with significant remaining resources, driving out or starving their inhabitants if not using modern weapons to accomplish the same end: eliminating competitors for the remaining food. This would be a worldwide problem – and could lead to a Third World War – but Europe's vulnerability is particularly easy to analyze. The last abrupt cooling, the Younger Dryas, drastically altered Europe's climate as far east as Ukraine. Present-day Europe has more than 650 million people. It has excellent soils, and largely grows its own food. It could no longer do so if it lost the extra warming from the North Atlantic.

Food insecurity causes global instability, war, and billions of deaths, threatening extinction.

Winnail, Ph.D., M.P.H, FROM THE WORLD AHEAD, September-October 1996, http://www.kurtsaxon.com/foods004.htm

As a result grain prices are the highest on record. Worldwatch Institute's president, Lester Brown, writes, "No other economic indicator is more politically sensitive that rising food prices.... Food prices spiraling out of control could trigger not only economic instability but widespread political upheavals"-- even wars. The chaotic weather conditions we have been experiencing appear to be related to global warming caused by the release of pollutants into the earth's atmosphere. A recent article entitled "Heading for Apocalypse?" suggests the effects of global warming--and its side effects of increasingly severe droughts, floods and storms--could be catastrophic, especially for agriculture. The unpredictable shifts in temperature and rainfall will pose an increased risk of hunger and famine for many of the world's poor. With world food stores dwindling, grain production leveling off and a string of bad harvests around the world, the next couple of years will be critical. Agricultural experts suggest it will take two bumper crops in a row to bring supplies back up to normal. However, poor harvests in 1996 and 1997 could create severe food shortages and push millions over the edge. Is it possible we are only one or two harvests away from a global disaster? Is there any significance to what is happening today? Where is it all leading? What does the future hold? The clear implication is that things will get worse before they get better. Wars, famine and disease will affect the lives of billions of people! Although famines have occurred at various times in the past, the new famines will happen during a time of unprecedented global stress--times that have no parallel in recorded history--at a time when the total destruction of humanity would be possible! Is it merely a coincidence that we are seeing a growing menace of famine on a global scale at a time when the world is facing the threat of a resurgence of new and old epidemic diseases, and the demands of an exploding population? These are pushing the world's resources to its limits! The world has never before faced such an ominous series of potential global crises at the same time! However, droughts and shrinking grain stores are not the only threats to world food supplies. According to the U.N.'s studies, all 17 major fishing areas in the world have either reached or exceeded their natural limits. In fact, nine of these areas are in serious decline. The realization that we may be facing a shortage of food from both oceanic and land-based sources is a troubling one . It's troubling because seafood--the world's leading source of animal protein--could be depleted quite rapidly. In the early 1970s, the Peruvian anchovy catch--the largest in the world--collapsed from 12 million tons to 2 million in just three years from overfishing. If this happens on a global scale, we will be in deep trouble. This precarious situation is also without historical precedent!
CCP – Impact – Asia War
China instability risks world war 3

Tom Plate, UCLA Professor, “Neo-cons a Bigger Risk to Bush than China,” THE STRAITS TIMES (Singapore), June 28, 2003, http://www.straitstimes.com.sg/commentary/story/0,4386,197074,00.html
But imagine a China disintegrating - on its own, without neo-conservative or Central Intelligence Agency prompting, much less outright military invasion - because the economy (against all predictions) suddenly collapses. That would knock Asia into chaos. A massive flood of refugees would head for Indonesia and other places with poor border controls, which don't want them and can't handle them; some in Japan might lick their lips at the prospect of World War II Revisited and look to annex a slice of China. That would send Singapore and Malaysia - once occupied by Japan - into nervous breakdowns.  Meanwhile, India might make a grab for Tibet, and Pakistan for Kashmir. Then you can say hello to World War III, Asia-style. That's why wise policy encourages Chinese stability, security and economic growth - the very direction the White House now seems to prefer.  If neo-conservatives really care about Mr Bush, they ought to find their common sense and get off his back. He has enough on his plate with Iraq. In the final analysis, neo-conservative insanity is more of a danger to the Bush presidency than China.

Chinese fragmentation causes nuclear war throughout Asia

Economist 95 (3-18, Lexis)

Fragmentation along military lines might produce responsible generals in some areas and warlords in others. The weapons factories and nuclear arsenals deep in the western provinces would be disputed prizes. Any sort of break-up would increase the chances of local conflicts along volatile borders, particularly in places with rich energy reserves -- for example, off the South China coast, where China is one of six countries claiming ownership of the Spratly Islands and the oil-fields that may surround them; in the north-east, where China's main onshore oil fields are located and where Russia is at its most unruly; and the Tarim basin of Xinjiang, which has a Muslim minority and Muslim neighbours.

And, Asian conflicts escalate globally

Toshimaru Ogura and Ingyu Oh, Teachers – Economics, Monthly Review, April 1997.

North Korea, South Korea, and Japan have achieved quasi- or virtual nuclear armament. Although these countries do not produce or possess actual bombs, they possess sufficient technological know-how to possess one or several nuclear arsenals. Thus, virtual armament creates a new nightmare in this region - nuclear annihilation. Given the concentration of economic affluence and military power in this region and its growing importance to the world system, any hot conflict among these countries would threaten to escalate into a global conflagration.
Independently, Chinese collapse causes CCP lashout with WMD that kills billions

Rexing 05 (San, Staff – Epoch Times, The CCP’s Last Ditch Gamble: Biological and Nuclear War, 8-5, http://english.epochtimes.com/news/5-8-5/30975.html)

Since the Party’s life is “above all else,” it would not be surprising if the CCP resorts to the use of biological, chemical, and nuclear weapons in its attempt to extend its life. The CCP, which disregards human life, would not hesitate to kill two hundred million Americans, along with seven or eight hundred million Chinese, to achieve its ends. These speeches let the public see the CCP for what it really is. With evil filling its every cell the CCP intends to wage a war against humankind in its desperate attempt to cling to life. That is the main theme of the speeches. This theme is murderous and utterly evil. In China we have seen beggars who coerced people to give them money by threatening to stab themselves with knives or pierce their throats with long nails. But we have never, until now, seen such a gangster who would use biological, chemical, and nuclear weapons to threaten the world, that they will die together with him. This bloody confession has confirmed the CCP’s nature: That of a monstrous murderer who has killed 80 million Chinese people and who now plans to hold one billion people hostage and gamble with their lives. 
CCP – Impact – Taiwan/Japan

Social unrest leads to Chinese attack on Taiwan and Japan

Shirk 2007 (Susan Shirk served as Deputy Assistant Secretary of State for relations with China from 1997 to 2000, “An Interview with IGCC Director Susan Shirk”, http://igcc.ucsd.edu/publications/books/shirkinterview.php)

BJ: From the general public's perspective China looks like an economic powerhouse. Yet in your book you argue that from the inside China is actually a weak country. How can these two opposite perceptions be reconciled?  Shirk: China has lots of economic and political internal problems. It has growing inequality. It has frequent protests in the countryside, and the cities, over a whole range of issues and the political system doesn't have a way for these grievances to be channeled. It has massive environmental problems. The public health system and the educational system are greatly underfunded. To the extent that these problems translate into social unrest they become political problems, raising questions of poor leadership. The leaders' domestic predicament could drive them into risk taking vis-à-vis the issues of Taiwan and Japan.  

Taiwan which escalates to nuclear war

Straits Times 2000 [“Regional Fallout: No one gains in war over Taiwan,” Jun 25, LN] 

THE high-intensity scenario postulates a cross-strait war escalating into a full-scale war between the US and China. If Washington were to conclude that splitting China would better serve its national interests, then a full-scale war becomes unavoidable. Conflict on such a scale would embroil other countries far and near and -- horror of horrors -- raise the possibility of a nuclear war. Beijing has already told the US and Japan privately that it considers any country providing bases and logistics support to any US forces attacking China as belligerent parties open to its retaliation. In the region, this means South Korea, Japan, the Philippines and, to a lesser extent, Singapore. If China were to retaliate, east Asia will be set on fire. And the conflagration may not end there as opportunistic powers elsewhere may try to overturn the existing world order. With the US distracted, Russia may seek to redefine Europe's political landscape. The balance of power in the Middle East may be similarly upset by the likes of Iraq. In south Asia, hostilities between India and Pakistan, each armed with its own nuclear arsenal, could enter a new and dangerous phase. Will a full-scale Sino-US war lead to a nuclear war? According to General Matthew Ridgeway, commander of the US Eighth Army which fought against the Chinese in the Korean War, the US had at the time thought of using nuclear weapons against China to save the US from military defeat. In his book The Korean War, a personal account of the military and political aspects of the conflict and its implications on future US foreign policy, Gen Ridgeway said that US was confronted with two choices in Korea -- truce or a broadened war, which could have led to the use of nuclear weapons. If the US had to resort to nuclear weaponry to defeat China long before the latter acquired a similar capability, there is little hope of winning a war against China 50 years later, short of using nuclear weapons. The US estimates that China possesses about 20 nuclear warheads that can destroy major American cities. Beijing also seems prepared to go for the nuclear option. A Chinese military officer disclosed recently that Beijing was considering a review of its "non first use" principle regarding nuclear weapons. Major-General Pan Zhangqiang, president of the military-funded Institute for Strategic Studies, told a gathering at the Woodrow Wilson International Centre for Scholars in Washington that although the government still abided by that principle, there were strong pressures from the military to drop it. He said military leaders considered the use of nuclear weapons mandatory if the country risked dismemberment as a result of foreign intervention. Gen Ridgeway said that should that come to pass, we would see the destruction of civilisation. There would be no victors in such a war. While the prospect of a nuclear Armaggedon over Taiwan might seem inconceivable, it cannot be ruled out entirely, for China puts sovereignty above everything else. 

China/Japan war goes nuclear and collapses the U.S. economy

Samuels 99 (Richard, Professor of International Relations – MIT, The U.S.-Japan Alliance: Past, Present, and Future, p. 6-7)

The same forces that lead China and Japan into an adversarial relationship in the first place might well push them to the brink of war. From a U.S. perspective, this would be disastrous, for several reasons: -War between two of America’s largest trading partners would be devastating to the U.S. economy -U.S. involvement would be difficult to avoid in a war between a former ally and a former enemy -War between a nuclear power and a threshold nuclear power would push the envelope in new and disconcerting ways -War between the two would be (another) humanitarian disaster -Nuclearization in Japan would press both Koreas to do the same, and perhaps pressure other Asian nations to follow suite. Even if China and Japan did not go to war, a Cold War between the two great powers could impose high costs on the region, and indeed the globe, if the last simmering conflict between two giants on the world scene has taught us anything. At a minimum, the remarkable (and hard-earned) domestic politics stability in Japan would further unravel, creating even greater uncertainties for its foreign policy and its evolving role as provider of global public goods.
CCP – Impact – US/China/Taiwan War

Domestic instability in China causes Taiwan to move for independence, triggering a US/China war

Klintworth 94 (Gary, Former Senior Researcher – Northeast Asia Project, Australian Journal of International Affairs, November, p. 219)

China also has many problems, not least the degradation of its environment, population pressure, rising expectations, infrastructural bottlenecks, political factionalism, the Deng succession, a crisis of legitimacy for the Chinese Communist Party, the politics of corruption, regional disparities, a rising crime rate, the erosion of state authority and roving masses, numbering up to 130 million, of underemployed or dissatisfied peasants in several inland provinces.45 There are demands for independence by ethnic minorities in Tibet and Xinjiang. Given these considerations, it is by no means certain that the country will remain intact, and it may be premature, therefore, to talk about China as a great power that can dominate the neighboring region or project power and influence far from its physical borders.46 The breakup of China or at the very least a weak government in Beijing, might unleash fissiparous tendencies in China’s outer regions, including Taiwan and Hong Kong. This could trigger intervention by outside powers, such as Japan, the US, Britain and India that in turn, would provoke a strong military response from the PLA, if it was not meanwhile distracted trying to maintain law and order in the cities. The possibilities are endless and that is why, of the two alternatives, a disintegrating China poses the greatest risk to regional and global security.
CCP – Impact - Economy

China’s economy is key to stability and growth in the world economy.

People’s Daily Online 10 (“China, ‘stabilizer’ of the world economy” People’s Daily Online, http://english.people.com.cn/90001/90778/90862/6885536.html 

China acts as the new engine of the world economy James Mirrlees, a professor from the University of Cambridge, said that when we look at the world economy, it would be of no significance without covering China, as China has become one of the world's most dynamic economies. The impact of the growing Chinese economy on the change in the world economy is likely to last for another 2 decades. This is also a universal view towards China held by many international institutions and overseas economists. Some experts hold that the rapid expansion of China’s demand over the past several years was clearly displayed in the international raw material and building machinery markets. China is now conducting urbanization construction at the pace of building 2 Bostons in 1 year. China's sufficient and cheap labor force has increased global potential for economic development and curbed inflation worldwide. In addition, China's foreign exchange reserve has become an important power to support the U.S. bond market and maintain the operation of the U.S. economy in which the savings rate is close to zero. China imports more and more products and technology while exporting a huge amount of products around the world. Many developing countries have benefited from cooperation with China. “China's rise has not only created an impact on the global economy, but has also displayed a brand new economic growth mode and an economic interaction mode between China and other countries," said Li Daokui, director of Tsinghua University's Center for China in the World Economy. According to Long Yongtu, secretary-general of the Boao Forum for Asia, the importance of China's economy has not only changed the nature of the global economy and many countries' stances toward the global economy, but has also greatly affected many people's viewpoints about market economy. China is a stabilizer in the world economy President of the World Bank Robert Zoellick once said that China was becoming a steady force in the world economy. Under the circumstances of the international financial crisis, the Chinese government timely launched a package plan to expand its domestic demand and to maintain a steady and rapid growth of its national economy, successively implemented many industrial policies including the 10 main plans for China's industrial revival, further strengthened its policies for improving people’s livelihoods, actively coped with the impact of international financial crisis, and is driving the world economy to recovery.  "If we suppose that China's GDP accounts for about 7 percent of the world's total GDP, China's growth rate of 8.7 percent in 2009 could drive the world's economy to increase by 0.6 percentage points. The world economic growth rate was -1.4 percent in 2009, and if China's economic growth rate was 0 in the same year, the world economic growth rate would be -1.96 percent. Therefore, China's economic growth contributed about 29 percent to the world's economic growth rate in 2009. In other words, China's economic growth slowed the rate of decline of the world economy by about 30 percent in 2009." Professor Sun said after analysis, "China's economy has rapidly recovered and it is expected to continue improving sustainability. This has led to the increase of China's bulk commodity import volume and the steady growth of China's service import volume, created external demand for relevant economic entities, and promoted the steadiness and recovery of their economy." Barclays Capital vice president John Varley thinks that as one of the main global fiscal stimulus policies, China's 4 billion yuan economic stimulus package created more market opportunities and development space for China's trade and investment partners. China not only achieved its economic growth in spite of last year's global recession but also embodied how to cope with the financial crisis. Furthermore, it helped many other countries and regions cope with the crisis demonstrating its responsibility as a big country.　　 China's abundant foreign exchange reserve brought new hope for international banks and enterprises with fluid insufficiency. The Renminbi exchange rate's basic stability on a level of reasonable balance also contributed to avoiding the upheaval of the international financial and monetary market. "China's economic growth guaranteed the global energy demand to some extent. The prices of the resource products did not collapsed but steadily rose." said Li Daokui. In the second half of 2009, the growth in consumption owed significant thanks to powerful export response. In order to fuel its economy, China's power distribution on the "3 carriages," investment, consumption and export, became more rational making it better for China and the world economy to maintain strong growth this year. China leads the world in economic recovery.

Chinese economic decline or loss of importance would undermine the global economic recovery and usher in a virulently nationalist China likely to lash out and destabilize the world

Jonathan Kirshner 2010 (Professor of Government and Director of the Reppy Institute for Peace and Conflict Studies at Cornell University) “The tragedy of offensive realism: Classical realism and the rise of China.” 17 August 2010. European Journal of International Relations. Sage Publications. http://ejt.sagepub.com/content/early/2010/08/16/1354066110373949 

The US would not be the only victim of its ‘success’ in damaging China’s economy — the collateral damage would be widespread and considerable, for China has become both a pillar and an engine of global economic growth. It is commonly reported with fanfare that China is the world’s second largest economy, and that it has surpassed Germany to become the world’s largest exporter. Less discussed is China’s increasing importance as an importer of other countries’ products. In 2008 China was the world’s third largest  importer, and it is poised to take the number two slot, behind the United States. 16 In 2008 China was the biggest export market for — among others — Argentina, Chile, Iran, Kazakhstan, Oman, Yemen, Burma, Taiwan, and South Korea (which exported twice as much to China as it did to the United States). China was the second most important importer of goods from a host of countries including Australia, Japan, and Peru, and was a very important export market for scores of others, including the United States, which exported more to China than it did to any other country except for Canada and Mexico (International Monetary Fund, 2009; World Trade Organization, 2009). China’s value as an export market for the world is only likely to increase in importance in the coming years, both as it recovers earlier than others from the ‘great recession’ and as it resumes high rates of annual economic growth. If, then, the US was somehow able, at great cost and effort, to knock down China’s rate of economic growth, it would also take the wind from the sails of China’s demand for imports, leaving behind an angry mob of exporting countries in distress, who would (correctly) blame the US for their economic (and subsequent political) woes. 17 Finally, successful US policies that wounded the Chinese economy would generate perverse outcomes; the leadership of the Chinese Communist Party, desperate for a new foundation of legitimacy, could easily resort to virulent nationalism; and stripped of the expectation that many of its foreign policy goals will be best achieved implicitly as a natural consequence of its continued ascendance, China might adopt more aggressive, risk-acceptant international strategies, especially it if perceived its relative power to be diminishing. More generally, a highly antagonistic US posture toward China would almost certainly bring about that self-fulfilling prophecy; assuring a wounded, hostile, dangerous adversary. 18 

CCP – Internal Link – Food Prices

Denlinger 11 (Paul Denlinger, May 28 2011, China strategist and fixer; Contributor to Forbes.com and Business Insider; Own blog at China Vortex, “What are the various collapse scenarios for China?” )hhs-ps

Yet another failure: The amount of arable land in China, already small for a country with such a large population, has been reduced even more by excess land development. This means that China is more dependent on food imports to feed its own population, and that there is relatively little elasticity should there be global food shortages. In China's history, famines have been a major source of popular discontent; this means that if there are global food shortages, China will one of the first countries to experience a shortfall. The single greatest threat to China is drought and a severe water shortage, which is already taking place this year (2011). Water prices have long been kept artificially low in order to stimulate manufacturing, now water tables in north China are dangerously low. The Chinese government has a very ambitious plan to move water from south China to north China to feed its thirst, but this year, south central China has been faced with a severe drought for the first time in 60 years. Many have blamed the Three Gorges dam for creating this water shortage. http://www.chinadaily.com.cn/biz... If both north and south China suffer a severe water shortage at the same time, China will be in a very difficult position indeed, and the conditions for internal instability will be ripe. If there is a single greatest threat, it comes from inside the party itself. The party has 79M members, and has total control of the executive, legislative, military, media, security and political machinery. The problem is that it is very difficult to keep control of such a large and diverse group. At the same time, Chinese society in 2011 is much more diverse and complicated than it was in 1978 when the reforms began, and these different interests are pushing against each other. The party has done a very good job of keeping these discussions and arguments and opposing views under wraps, but there are early signs this is changing, starting with the veiled criticism of the Three Gorges Dam project. Going back again in Chinese history, I see the PRC and the party as being most like the Yuan dynasty http://en.wikipedia.org/wiki/Yua..., the Mongol dynasty started by Kublai Khan which ruled China for 97 years. Here is how Wikipedia describes the collapse of the Yuan dynasty: The last years of the Yuan Dynasty were marked by struggle, famine, and bitterness among the populace. The dynasty was, significantly, one of the shortest-lived dynasties in the history of China, covering just a century, 1271 to 1368. In time, Kublai Khan's successors lost all influence on other Mongol lands across Asia, while the Mongols beyond the Middle Kingdom saw them as too Chinese. Gradually, they lost influence in China as well. The reigns of the later Yuan emperors were short and were marked by intrigues and rivalries. Uninterested in administration, they were separated from both the army and the populace. China was torn by dissension and unrest; outlaws ravaged the country without interference from the weakening Yuan armies. The People's Republic of China has now ruled for 62 years at the time of this writing in 2011. Let's see how it compares to the Yuan dynasty. Added July 31, 2011: The train crash on July 23 near Wenzhou which officially took the lives of 39 people has become a major pressure point for the government, and has led to a rare amount of government criticism from the official media. The crash took place on the evening of July 23, and the four carriages were buried within 12 hours so that the track could be opened again within 24 hours. Many Chinese suspect that the carriages were not properly searched, and some dead and maybe even injured may have been inside the buried carriages. The Railways Ministry handling of the incident led to an uproar. You can read more about it here:http://blogs.wsj.com/chinarealti... For many Chinese, the way the crash was handled was a metaphor for Chinese government policy on development: the Chinese government cared only about rapid development, and much less for its citizens. The fact that an incident which only led to 39 deaths could create such an uproar reveals how Chinese really feel about the price of economic development. What would happen if there is a much larger tragedy? How would the government weather the storm? That is the question.

AT: Food Prices Not Key to CCP

Food prices spill over to the rest of the Chinese economy – employment and lack of safety nets ensure political instability 

Smith 98 (Paul J. Smith is a research fellow with the Asia-Pacific Center for Security Studies in Hawaii. He specializes in transnational security issues and has published numerous articles on these subjects.], “FOOD SECURITY AND POLITICAL STABILITY IN THE ASIA-PACIFIC REGION,” ASIA-PACIFIC CENTER FOR SECURITY STUDIES, SEPTEMBER 11, 1998http://www.apcss.org/Publications/Report_Food_Security_98.html )hhs-ps

Although China is not currently experiencing a major food crisis, it was included in this study because of its famine experience during the late 1950s. Additionally, much recent international attention has focused on questions of China’s food security and its potential need to rely on grain imports in the future. The expert on China noted that the 1950s era famine occurred for two basic reasons: ideology and the rush toward collectivization. Moreover, the government stymied various famine coping mechanisms, such as internal migration. The presenter noted that since the army had taken over the train system, people were restricted from migrating to more prosperous or food-rich areas. Today, in contrast, internal migration in China is much more common and increasingly the government is reluctantly accepting it within certain limits. The expert also noted that in order for China to ensure its food security in the future, it should introduce land use rights. This does not have to be total privatization, however. The government also needs to focus on confidence-building because Chinese farmers fundamentally do not trust their government. The presenter also noted that food security is related to unemployment. If unemployment surges in China—as has been predicted by a number of experts, both within and outside China—then food security could be undermined as the unemployed population’s purchasing power declines. China, moreover, has a very limited social safety net; in more than 90 of China’s cities, there is no formal social welfare system for unemployment compensation.23
AT: No Collapse

The rising gap in between the rich and poor creates social instability, culminating in social meltdown within the next few monthes.

Zweig 5 (David, Professor at Hong Kong University, “Wealth Gap Threatens Stability in China” Center on China’s Transnational Relations, August 23 2005,  http://blog.ust.hk/cctr/2009/03/16/wealth-gap-threatens-stability-in-china/) 
China risks social meltdown within five years because of the stresses provoked by its economic boom, government officials were warned yesterday.  The country was now in a “yellow-light” zone, the second most serious indicator of “social instability”, according to an official report focusing on the growing gap between rich and poor.  “We are going to hit the red-light scenario after 2010 if there are no effective solutions in the next few years,” said the report, commissioned by the labour and social security ministry.  As if to bear out its warnings, police admitted that rioting had broken out in a town in the eastern province of Zhejiang, the latest in a wave of violent protests in the region. Buildings and police cars were set alight in clashes led by parents who accused a battery factory of giving their children lead poisoning.  Such unrest is now common in many Chinese towns, often triggered by protests against the mixture of corruption and environmental degradation that the dash for development has brought.  The increased publicity given to them - the labour ministry’s findings were reported in the state-owned China Daily - is a sign of growing government anxiety.  The national leadership, under President Hu Jintao, which came to power two years ago made the plight of the poor its rallying cry and announced the abolition of rural taxes.  But it has proved unable to prevent the exploitation of China’s manufacturing boom by local officials eager to bolster both their standing and their bank balances.  Han Dong-fang, a Chinese labour rights activist in Hong Kong, said Beijing’s prophecies of doom appeared to be exacerbating local corruption. “For the moment, the officials have positions and economic power,” he said. “They feel they have to hurry up, because otherwise they will lose their last chance to grab what they can.”  Ever since market-oriented economic reforms were launched more than 25 years ago, the old Maoist notions of equality have disappeared. Ironically, standard measures of wealth disparity now rank “communist” China as far more unequal than its old adversary, capitalist Taiwan.  The National Bureau of Statistics says that rural incomes last year averaged ￡200 a head, less than a third of average urban incomes. And the wealth gap appears to be widening. Figures released yesterday showed that while China’s gross domestic product grew by more than nine per cent last year, rural incomes rose by only four to five per cent.  In the latest local protest, up to 70 people in Mei-shan, Zhejiang, were reported injured after police waded into protesters with batons and tear gas. When police later returned to arrest ringleaders, some locals went on a rampage, setting light to the battery factory, breaking into government offices and burning police cars.  The public security ministry recently admitted that there were 74,000 protests of this sort last year, up from 30,000 the year before. Ominously, Chinese authorities announced last week the setting up of special riot squad units to counter local protests, which officials bracketed with terrorism as an enemy of stability. 

The rising gap in between the rich and poor creates social instability, risking regime collapse

Sainsbury 10 

(Michael, Chinese specialist, “Stability, byword of the Tiananmen Tyrants, on even shakier ground in China”, The Australian,  http://www.theaustralian.com.au/news/world/stability-byword-of-the-tiananmen-tyrants-on-even-shakier-ground-in-china/story-e6frg6so-1225875408279) 
Twenty-one years ago today, tensions reached breaking point and the Chinese government called in troops and killed hundreds of people in the name of stability. Today a range of social and economic ills, headed by corruption, a widening income gap and forced home removals, are once more testing the world's most populous country. Zhou, now an independent commentator and constitutional academic, tells Inquirer the prospect of stability in China is becoming more uncertain, with "economic reform only half-way and political reform stuck". The situation is grabbing headlines even in the tightly controlled state media. Government news agency Xinhua released a report last month that said income disparity was weakening economic security and development potential, endangering social stability. According to a World Bank report, while 5 per cent of Americans hold 60 per cent of US assets, in China, 1 per cent of the population holds 41.4 per cent of the assets. China's wealth polarisation is the most severe in the world. As the income gap between the rich, the struggling middle class and the poor continues to widen and avenues for redress shrink, protest by individuals and groups have become widespread and multifaceted in their causes. In the past three months there has been a spate of attacks, often with knives on school children, that has left 21 people dead and more than 100 injured. In November, Tang Fuzhen, a 47-year-old businesswoman, burned herself to death in Sichuan while holding a red national flag in a last, vain attempt to halt the demolition of her house. In March, in the southern city of Kunming, a dispute between unlicensed street vendors and law enforcement officers escalated into a full-blown rampage by angry citizens. This week, 46-year-old Zhu Jun, head of security at the Lingling district post office in Yongzhou, broke into a court office in Hunan and shot six people, murdering three judges before killing himself. Electronics maker Foxconn, which makes Apple's iPhone near Shenzhen, has been hit with a spate of 10 worker suicides. Nearby, at a Honda plant in Foshan, workers have staged one of the biggest public strikes in decades, seeking better wages. At the heart of Beijing's battle to keep its populace under control is the shadowy but powerful Stability Preservation Office, which is controlled directly by the country's ruling nine-man Politburo Standing Committee. China's acknowledged expert on social stability, senior thinktank researcher Yu Jianrong from the China Academy of Social Sciences, believes individual and group outrage are being spurred by unfair and unclear rules. "Uncertainty about the rules tends to cause people a kind of terror, a fear of the future, which in some people manifests as weakness and mediocrity, while in others it may turn into hatred, and the hatred by generated fear is sporadic," he told China's progressive Southern Weekend newspaper. David Kelly, a professor at the China Research Centre at the University of Technology, Sydney, tells Inquirer: "Economic growth has left some people and groups completely disenfranchised. "They are unable to represent their own interests. Most Chinese believe that rich people can get away with anything." Tiananmen veteran Zhou says: "The fundamental problem with the political system of China is the four cardinal principles, (namely, adhere to the socialist road; adhere to the people's democratic dictatorship; adhere to the leadership of the Communist Party of China; adhere to Marxism-Leninism and Mao Zedong thought) which are written in the constitution, is completely against rule of law. "It doesn't insure the basic rights of people, and makes the government beyond any containment and supervision. "Running a country by suppression and an iron wrist can't last long. "The stability maintenance measures, with rising investment in it, can only work as plaster: it covers the surface, but not heal the root." The Stability Preservation Office was founded in the late 1990s, when workers were laid off during a period of privatisation. Its local offices extend to provincial, city, county and street level (the lowest government level) as well as into important institutes and enterprises. So-called mass events or public disturbances provide routine work for the office. It also works to prevent petitioners from lodging their complaints in Beijing, an ancient Chinese practice. Says Du Guang, a professor at major think-tank The Central Party School:"It's a political system protecting the interests of powerful interest groups . . . officials protect officials, power protects power." Guang says: "So when deprived, exploited, ordinary people stand up to protest, the institute with power naturally stands together with the exploiters to crack down on the public." Stability is also costing the country a small fortune. The report says public security cost 514 billion yuan ($90bn) in 2009, an 8.9 per cent increase over 2008
AT: War Inevitable

There is very little risk of China challenging the US in Asia or starting a war, only domestic political turmoil could cause Sino-US conflict

Sutter 2007

(Robert Sutter, School of Foreign Service, Georgetown University, “Does China Seek to Dominate Asia and Reduce US influence as a Regional Power?”, Carnegie Debates, April 20, http://carnegieendowment.org/files/Sutter_paper.pdf)

To answer the question, I follow a pattern used in my long professional career of providing information and analysis about China and Asia to congressional and executive branch policy makers. The pattern has involved providing relevant historical context and using balance in assessing contemporary developments. A major goal is to provide perspective that will moderate US excitement about China—either positive or negative. In my opinion, history seems clear about the lessons of US excitement about China—it leads to exaggeration about the opportunities or dangers posed by China, which in turn provides a poor basis for US policy and often leads to policy that is not well aligned with US interests. In sum, section 1 of this paper looks at relevant patterns and behavior of the United States and China in Asia since the start of the cold war. They show that the United States tends to exaggerate recent threats to its leadership in Asia, and that China remains determined to resist and reduce great power involvement along China’s periphery. Section 2 provides an assessment of Chinese leaders’ current intentions toward the United States in Asia, and argues that US policy makers would be prudent if they remained attentive for possible changes in the current comparatively moderate Chinese approach to the United States in Asia in favor of a more assertive Chinese stance. Section 3 foresees continued effective checks on a possibly more assertive or coercive Chinese approach to Asia. Those checks are based on the twin forces of effective US security and economic power in Asia and by pervasive hedging of independent-minded Asian governments.  

***Competetiveness***

Competitiveness – Key to Econ

Export competitiveness is key to the economy

Howes et. al. 2K

Candace Howes, Professor of Economics at Connecticut College and Ajit Singh, Professo of Econmics at the Queen’s College, University of Cambridge pg. 180 “Competitiveness Matters: Industry and Economic Performance in the U.S.” 2000 

In the introduction to this book, Howes and Singh (1999) argued that there are good analytical and empirical reasons for the view that relative productivity growth and the relative competitiveness of a country’s export sector matter profoundly to its overall economic performance. With so much trade based on nonprice competitiveness, the trade balance can rarely be achieved solely through exchange rate manipulation or only at great cost in terms of employment and real income growth. Moreover, greater productivity growth abroad, as a result of faster technical progress there, is likely to have negative consequences for productivity growth in the home economy unless corrective measures are taken to enhance the country’s technological capabilities. Thus even an advanced country cannot afford to ignore its international competitive position if it wishes to improve its standard of living in the long run. 
 Contrary to Krugman’s (1994) argument, competitiveness matters. Otherwise, in a world of wage-price inflexibility, external balance is achieved only through adjustments in a country’s rate of growth relative to that of its trading partners. Furthermore, due to cumulative causation, a country that is investing and innovating at a slower rate than its competitors will fall even further behind, requiring slower and slower relative growth. Real incomes will fall, inequality will increase, and employment will stagnate. 

Protectionism Impact – Competitiveness

Turns competitiveness 

Eiras, ‘4 [Ana Isabel, Senior Policy Analyst at the Heritage Foundation, “Why America Needs to Support Free Trade” http://www.heritage.org/Research/TradeandForeignAid/bg1761.cfm]
Free trade, however, is good for America, and for a very simple reason: It allows American workers to specialize in goods and services that they produce more efficiently than the rest of the world and then to exchange them for goods and services that other countries produce at higher quality and lower cost. Specialization and free trade allow the U.S. to become more competitive and innovative. Innovation constantly provides new technologies that allow Americans to produce more, cure more diseases, pollute less, improve education, and choose from a greater range of investment opportunities. The resulting economic growth generates better-paying jobs, higher standards of living, and a greater appreciation of the benefits of living in a peaceful society.

Free Trade is Key to American Competitiveness and Technological Leadership

Denise H. Froning former Trade Policy Analyst in the Center for International Trade and Economics at The Heritage Foundation.  Backgrounder #1391     August 25, 2000 http://www.heritage.org/Research/TradeandForeignAid/BG1391.cfm
In fact, America's greatest advantage lies in its ability to innovate and to build upon that continually expanding knowledge base. According to The Economist , the United States "has an `innovational complex'--those thousands of entrepreneurs, venture capitalists, and engineers--unmatched anywhere in the world."7 This resource results in an ever-growing number of new products and services that bolster America's competitive advantage in the global market and greater prosperity at home. This competitive advantage derives largely from America's open market practices. Free trade promotes innovation because, along with goods and services, the flow of trade circulates new ideas. Since companies must compete with their overseas counterparts, American firms can take note of all the successes as well as the failures that take place in the global marketplace. Consumers then benefit because companies in a freely competing market must either keep up with the leader in order to retain customers or innovate to create their own niche.
Trade Promotes innovation and keeps prices low

Denise H. Froning former Trade Policy Analyst in the Center for International Trade and Economics at The Heritage Foundation.  Backgrounder #1391     August 25, 2000 http://www.heritage.org/Research/TradeandForeignAid/BG1391.cfm

Benefit #1: Free trade promotes innovation and competition.

Free trade is the only type of truly fair trade because it offers consumers the most choices and the best opportunities to improve their standard of living. It fosters competition, spurring companies to innovate and develop better products and to bring more of their goods and services to market, keeping prices low and quality high in order to retain or increase their market share.

Free trade also spurs innovation. The U.S. market has demonstrated repeatedly, particularly over the last decade, that competition leads to increasing innovation. This is evident, for example, in the intense competition to create the latest personal computer at the lowest cost. With the growth of electronic commerce has come unlimited choices of goods and services and lower prices for products. Computers are now available for free just for signing an annual Internet provider service agreement.6
Protectionism Impact – Democracy 

A. Free trade creates conditions that promote democracy-mexico proves

Atlas Economic Research Foundation, 01 (  The Atlas Economic Research Foundation is a nonprofit 501(c)(3) organization that is supported by donations from individuals, foundations and corporations. It works with think tanks and individuals in the United States and across the world who share a vision of the free society based on certain common beliefs, “Free Trade Promotes Democracy”, summer 2001, http://atlasnetwork.org/wp-content/uploads/2009/01/2001_h-summer.pdf)

Alzati acknowledged the standard efficiency arguments made for free trade by its proponents: the enhancement of economic opportunities and the creation of wealth. Just as important, however, is its role in promoting democracy. Using the Mexican case as an . example, he described how free trade is gradually dismantling the traditional sources of revenue - customs duties in his country - that have enabled authoritarian governments to remain in power. Hence, free trade has a strong, dampening effect upon authoritarian rule, enabling greater opportunities for democracy to take hold. In fact, Alzati said, Mexican President Vicente Fox would never have been elected to office without the North American Free Trade Agreement (NAFTA). NAFTA started dismantling long-standing avenues of rent seeking, weakening the abilities of corrupt leaders to fund their power bases. To nurture democracy, Alzati concluded, we need to have "real free trade" - not purely for economic reasons, but also to enhance the quality of life and democracy for people around the globe. 

B.  Global democratic consolidation is essential to prevent many scenarios for war and extinction.
Carnegie Commission on Preventing Deadly Conflict, October 1995, “Promoting Democracy in the 1990’s,” http://www.carnegie.org//sub/pubs/deadly/dia95_01.html, accessed on 12/11/99

OTHER THREATS This hardly exhausts the lists of threats to our security and well-being in the coming years and decades. In the former Yugoslavia nationalist aggression tears at the stability of Europe and could easily spread. The flow of illegal drugs intensifies through increasingly powerful international crime syndicates that have made common cause with authoritarian regimes and have utterly corrupted the institutions of tenuous, democratic ones. Nuclear, chemical, and biological weapons continue to proliferate. The very source of life on Earth, the global ecosystem, appears increasingly endangered. Most of these new and unconventional threats to security are associated with or aggravated by the weakness or absence of democracy, with its provisions for legality, accountability, popular sovereignty, and openness. LESSONS OF THE TWENTIETH CENTURY The experience of this century offers important lessons. Countries that govern themselves in a truly democratic fashion do not go to war with one another. They do not aggress against their neighbors to aggrandize themselves or glorify their leaders. Democratic governments do not ethnically "cleanse" their own populations, and they are much less likely to face ethnic insurgency. Democracies do not sponsor terrorism against one another. They do not build weapons of mass destruction to use on or to threaten one another. Democratic countries form more reliable, open, and enduring trading partnerships. In the long run they offer better and more stable climates for investment. They are more environmentally responsible because they must answer to their own citizens, who organize to protest the destruction of their environments. They are better bets to honor international treaties since they value legal obligations and because their openness makes it much more difficult to breach agreements in secret. Precisely because, within their own borders, they respect competition, civil liberties, property rights, and the rule of law, democracies are the only reliable foundation on which a new world order of international security and prosperity can be built.

Protectionism Impact – Economy

Trade promotes growth- Job Loss never materializes, in fact more better paying jobs are created and protecting jobs costs more then they are worth

Denise H. Froning former Trade Policy Analyst in the Center for International Trade and Economics at The Heritage Foundation.  Backgrounder #1391     August 25, 2000 http://www.heritage.org/Research/TradeandForeignAid/BG1391.cfm
Benefit #2: Free trade generates economic growth. By fostering opportunities for American businesses, free trade rewards risk-taking by increasing sales, profit margins, and market share. Companies can choose to build on those profits by expanding their operations, entering new market sectors, and creating better-paying jobs. According to U.S. Trade Representative Barshefsky, U.S. exports support over 12 million jobs in America, and trade-related jobs pay an average of 13 percent to 16 percent higher wages than do non-trade-related jobs.10Opponents of free trade fear that efforts to remove protectionist barriers to foreign competition will result in the loss of blue-collar jobs in America, especially in the manufacturing sector. They believe that the North American Free Trade Agreement in particular threatens these jobs. Yet, as Chart 1 (page 5) shows, the facts belie this fear.The nature of employment in the United States is indeed evolving away from manufacturing and toward more service-oriented and high-technology jobs. However, the record shows that trading freely with America's NAFTA partners, Canada and Mexico, has not resulted in an aggregate loss of manufacturing jobs. Instead, since 1994:14 million new American jobs have been reported; The unemployment rate in America has fallen from 6 percent to 3.9 percent (as of April 2000); and The number of manufacturing jobs in America has remained steady, employing 18.3 million people in 1994 and 18.4 million in 1999, which represents 14 percent of the total American workforce.11 On balance, not only has NAFTA not resulted in a loss of factory jobs in the United States, but it has not led to a loss in real wages for manufacturing workers. The average real wage in the manufacturing sector rose from $8.03 per hour in 1994 to $8.26 per hour in 1999 (in constant inflation-adjusted dollars).12 Moreover, saving just one job in America's declining apparel and textile industry is estimated to cost the taxpayers more than $100,000 each year.13 The workforce in this sector, which has declined by approximately 30 percent since 1989, comprises just 1 percent of total non-farm employment. The decline is a natural outcome, considering that the industry pays far less than the average national wage--nearly 20 percent less in textiles and 33 percent less in apparel.14 Such lower-paying jobs become marginal as workers move to better-paying jobs in the broader market. In fact, over the past decade, 19 million more jobs have become available,15 demonstrating that there are many opportunities for American workers to find jobs.

More ev

Ikenson, 09 (Daniel,  associate director, Center for Trade Policy Studies, Cato Institute, International Policy Network, “No Longer Us versus Them”, http://freedomtotrade.org/sites/default/files/NoLongerUsversusThem.pdf) 

For the record, the empirical evidence supports a positive relationship between the growth of a company’s foreign operations and the growth of its domestic operations. Following is an excerpt from Daniel T. Griswold, “‘Shipping Jobs Overseas’ or Reaching New Customers? Why Congress Should not Tax Reinvested Earnings Abroad,” Cato Institute Free Trade Bulletin No. 36, January 13, 2009: “Investing abroad is not about ‘shipping jobs overseas.’ There is no evidence that expanding employment at U.S.- owned affiliates comes at the expense of overall employment by parent companies back home in the United States. In fact, the evidence and experience of U.S. multinational companies points in the opposite direction: foreign and domestic operations tend to compliment each other and expand together. A successful company operating in a favorable business climate will tend to expand employment at both its domestic and overseas operations. More activity and sales abroad often require the hiring of more managers, accountants, lawyers, engineers, and production workers at the parent company.” 

Imports have a neutral effect on job market

Daniel T. Griswold, Associate Director, Center for Trade Policy Studies The Cato Institute December 4, 2001 http://www.freetrade.org/pubs/speeches/itct-dg120401.html
Opponents of trade liberalization routinely blame imports for destroying jobs. They argue that imports displace domestic production, reducing employment in import-competing industries. While imports can reduce output and employment in some industries, there is no evidence that rising imports reduce overall output or employment. If capital and labor are reasonably free to move between sectors, imports that cause one industry to contract will in turn create opportunities for other industries to expand by freeing up resources in the domestic economy and creating demand abroad for exports. The net impact on the total number of jobs will be neutral. 
In reality, imports, output, and employment in the U.S. economy tend to rise and fall together. The reason for this is simple. An expanding economy raises demand both for imports and for domestic production. Consumers with rising incomes buy more goods, both imported and domestic. American producers also import more intermediate goods, such as auto parts and computer components, and capital goods. In fact, more than half of U.S. imported goods are not consumer products but are inputs and capital machinery for U.S. businesses. For example, steel imports help keep costs down for a wide swath of U.S. industry, including automobiles and light trucks, fabricated metals, and construction.     As a result, imports tend to rise along with domestic output. Figure 2 shows the strong connection between manufacturing output and imports. It shows the growth in the volume of imported goods and manufacturing output for each year from 1989 through 2000. If the critics of trade were correct in their assertion that rising imports have displaced domestic manufacturing output, we would expect manufacturing output to decline as the volume of imported goods rose. But since 1989, manufacturing output has generally expanded along with import volume, with output rising fastest during years in which the growth of real goods imports has also grown most rapidly. As with so many other indicators, the same economic expansion that spurs manufacturing output also attracts more imports and enlarges the trade deficit. The recent economic downturn only proves the connection, although in the opposite way: Since their peak levels in mid-2000, imports, the trade deficit, employment, and manufacturing output have all fallen sharply.

Free trade benefits US economy- People who say no are crazy

ROBERT D. HORMATS Vice Chairman, Goldman Sachs Federal Document Clearing House Congressional Testimony 6-20-01
 A few facts are in order here. In contrast to arguments that freer trade is harmful to American domestic interests, the following points prove otherwise. In the last decade, as the US was implementing both the Uruguay Round and NAFTA, unemployment fell below 4 percent, US growth and investment set a record for their duration, and inflation plummeted. US industrial production grew by nearly 50 percent. There was no compromise of environmental standards. And small- and medium-sized businesses benefited greatly accounting for over 90 percent of this country's exports.  For the one-half of American households who own stock, exports have been an important source of strength for companies in which they have invested. For those who are concerned by the recent drop in the stock market, imagine how much worse it would be if this country were to accept the notion that trade expansion and open markets were harmful to our interests and were to retreat from our global role as leader in negotiating trade expansion. We know from the experience after World War I how dangerous to stockholders and to the entire economy most especially American workers such a strategy is.
Protectionism Impact – Enivronment

Free trade solves environment

Schoenbaum, ’92 [Thomas J., Professor and Executive Director of the Center for International and Comparative Law and the University of Georgia, “Trade and Environment: Free International Trade and Protection of the Environment: Irreconcilable Conflict?” The American Society of International Law Newsletter, October, Lexis]
The environmentalists who argue that free trade will destroy the environment are shortsighted and wrong. As a recent GATT informational report n8 has pointed out, there is no fundamental conflict between GATT rules and the need to protect environmental quality. Analysis shows that existing GATT regulations place virtually no constraints on the ability of a nation to protect its own environment and resources against damage caused by either domestic production or domestically produced or imported products. n9 GATT rules can also be made consistent with efforts to preserve regional and global environmental quality. Furthermore, trade liberalization, whether on a global or regional basis, will actually help the environmentalists' cause by (1) fostering common standards for environmental protection that must be observed even by certain developing countries that currently ignore environmental concerns; n10 (2) terminating subsidies, particularly in agriculture, that are environmentally destructive, as well as inefficient; n11 and (3) ensuring economic growth, which will create the financial means, particularly for developing countries, to control pollution and protect the environment. n12

Protectionism Impact – Hegemony 

Protectionism kills credibility – biggest internal link 
Ikenson 9 [Daniel J. Ikenson, associate director for the Center for Trade Policy Studies at the Cato Institute, 3-12-2009. Free Trade Bulletin #37, “A Protectionism Fling: Why Tariff Hikes and Other Trade Barriers Will Be Short-Lived,” http://www.freetrade.org/pubs/FTBs/FTB-037.html]
Finally, the President has made it a priority to restore squandered U.S. credibility with the international community. That objective cannot be fulfilled by acting in a multilateral, internationalist manner on foreign policy, while acting in a provocative or unilateralist manner on trade policy because, for most countries, U.S. trade openness and engagement is the form of diplomacy that matters most. Accordingly, the president will have to thwart the Congress's sometimes combative, unilateralist tendencies on trade policy if he hopes to restore U.S. foreign policy credibility.

Trade Key to Hegemony

ROBERT D. HORMATS , VICE CHAIRMAN Goldman Sachs 2-27-01
February 27, 2001 TESTIMONY OF ROBERT D. HORMATS Vice Chairman, Goldman Sachs (international) Mr. Chairman and members of the Finance Committee, I appreciate the opportunity to appear before you again to discuss American trade policy and to share some thoughts on the key issues before this Congress and this country in the period ahead. The most urgent next step in American trade policy is to develop the critical mass of support necessary for the US to advance its international economic interests in the decade ahead. Expanded global trade and investment over the last 50 years have provided enormous benefits for American workers, consumers and, businesses. We tend to take it for granted today, but this experience is in sharp contrast to the horrible economic mess the US and world got themselves into after World War I - when American leadership faltered. Protectionist measures and international financial instability were among the major factors that led to the depression. We should not forget the lessons of this period - or let our leadership of the global economy be derailed by internal divisions or complacency that the world economy will work just fine whether the US is an effective leader or not! Access to growing foreign markets was a vital factor in America's economic growth in the 1990s, especially for its most productive sectors such as high technology, agriculture, entertainment and financial services. And competitive imports have reinforced the dynamism of our economy and broadened consumer choice, holding down the prices of many products to the benefit of millions of households. America's leadership in promoting trade liberalization and a robust global economic system have been essential to secure these benefits for the American people and to this country's ability to remain a strong and effective leader on global political and security matters for the last 50 plus years.
Free trade secures US hard power

Dr. Gerald P. O'Driscoll, Jr., former Director of, and  Sarah Fitzgerald,  is a Trade Policy Analyst in, the Center for International Trade and Economics at The Heritage Foundation, Dec 18 02, “Trade Promotes Prosperity and Security” http://www.heritage.org/Research/TradeandForeignAid/BG1617.cfm

It is fitting that economic freedom be included as part of the national security strategy. A strong economy undergirds a strong national defense, and the strong U.S. economy is one source of the military strength of the United States. The national security strategy also argues, however, that the economic strength of other friendly countries will enhance U.S. security. Economic freedom sustains economic growth and wealth creation. Free markets foster the spirit of entrepreneurship and innovation that creates new products and jobs. This creative economic process in turn generates higher incomes, savings and wealth creation, and economic development in nations.According to the Office of the U.S. Trade Representative, for instance, the North American Free Trade Agreement and the Uruguay Round together "generate annual benefits of $1,300-$2,000 for the average American family of four."8 Such benefits equal more than $100 per month and would greatly assist struggling families throughout the world. According to a World Bank study, "growth generally does benefit the poor as much as everyone else, so that the growth-enhancing policies of good rule of law, fiscal discipline, and openness to international trade should be at the center of successful poverty reduction strategies."9Chapter VI of the Administration's national security strategy describes the process succinctly: "Ignite a New Era of Global Economic Growth Through Free Markets and Free Trade." Specifically: A strong world economy enhances our national security by advancing prosperity and freedom in the rest of the world. Economic growth supported by free trade and free markets creates new jobs and higher incomes. It allows people to lift their lives out of poverty, spurs economic and legal reform, and the fight against corruption, and it reinforces the habits of liberty.10
Protectionism Impact – Terrorism 

Free trade removes the conditions that lead to terrorism

Gresser and Dunkelman, 08 ( Edward,  director of the Trade and Global Markets Project at the Progressive Policy Institute, and Marc,  e president for strategy and communication at the Democratic Leadership Council, “ Free Trade Can Fight Terror”, Democratic Leadership Council, http://www.dlc.org/ndol_ci.cfm?kaid=124&subid=307&contentid=254719)

Moreover, by opening up our market to Muslim countries, we could not only help American consumers, but also serve a larger strategic goal: that of boosting the economies which now produce large pools of unemployed, embittered youth. We can make trade an effective weapon against terrorism. Our tariff regime puts many nations in the Middle East, whose young people are susceptible to the sirens of Islamic fundamentalism, at an unintended disadvantage. This works against our efforts to stamp out jihadism. Fortunately, the problem is easy to fix. The U.S. buys about a fifth of all the goods and services traded world-wide -- importing $2.63 trillion worth of the world's products last year alone. Socks come in from the Caribbean, towels from Pakistan, cheese from France, and oil from Saudi Arabia. But apart from oil, very little comes from the Muslim world. The 30 majority-Muslim states of the greater Middle East, from Morocco through Egypt to Pakistan and Central Asia, account for about 10% of the world's population. They provide about 1% of our manufactured imports, and an even smaller fraction of our farm imports. The statistics hint at one of the least-studied but most ominous aspects of the modern global economy. Most of us frame the last quarter-century with narratives about globalization, the rise of China and the spread of the Internet. But for the Muslim countries of the Middle East, and their neighbors in Pakistan and Central Asia, it was a period of economic disaster rivaling our Great Depression. Between 1980 and 2000, their share of world trade fell by 75%, and their share of investment fell even faster. The region's unemployment rate became the world's highest, rising to an average of 25% for young people. With the region's population rising by nearly a quarter-billion, the high unemployment rates mean a pool of perhaps 25 million jobless and sometimes hopeless young people, often easy targets for fundamentalists. Will oil -- now selling at record prices -- put these legions to work? Historical experience is not promising. Oil can bring in money, but it also centralizes wealth and power. The effects mark a strong contrast with factory and farm exports, where revenue is spread more evenly through the working public. Apart from gasoline, we rarely find consumer products from the Muslim world stocking our shelves (apart from the shirts and shoes trickling in from Turkey, Egypt and Pakistan). In part, that is because our tariff system makes life harder for developing countries. A Japanese car, for example, is subject to a mere 2.5% tariff, a Chinese TV 5%, and European medicines are subject to no import tax at all. Likewise, oil and natural gas get a nominal 0.1% tariff. But tariffs on the items that are most important to developing economies are much higher. Clothes are subject to an import tax that averages 14.5% and can run as high as 32%. Luggage is taxed just as heavily. Shoe tariffs rise to 48%. Trade pacts like the North American Free Trade Agreement, and preference programs like the African Growth and Opportunity Act, exempt many imported goods from those tariffs. Jamaica, Peru, Jordan, Kenya, Mexico and dozens of other nations export towels, clothes and luggage here duty-free, so American stores can sell their products at a lower price -- or a higher profit margin. Nice for them -- but not so attractive to the nations not privy to a special trade agreement with the U.S., and whose citizens compete with Jamaicans, Peruvians, Kenyans and Mexicans for factory jobs. Towels, for example, are Pakistan's top export. Each container full of towels exported to the U.S. brings in enough income to employ about 500 Pakistanis. But while Pakistani towels are subject to a 7.5% tariff, competing towels from the Dominican Republic or Costa Rica -- both of which benefit from the Central American Free Trade Agreement -- come in duty-free. Likewise, luggage made in Indonesia is subject to a tariff that can rise to 22%, but competes with tariff-free suitcases manufactured in Mexico. Lebanon, which exports preserved fruits and vegetables, must compete with similar duty-free items exported from Peru. Sen. Maria Cantwell (D-Wash.) has taken a step toward fixing this problem, by introducing a bill, the Afghanistan and Pakistan Reconstruction Opportunity Zones Act of 2008, to waive tariffs on many goods from Afghanistan and Pakistan's frontier provinces. The next president should follow up with a broad, tariff-exemption initiative to help the Muslim world break its downwards spiral, revive trade and put its young people back to work. Of course, a comprehensive solution to Middle East economic problems will require efforts to stamp out corruption, improve schooling and end political oppression. But few things could do more to combat terrorist recruitment than draining the pools of angry and unemployed youth that are spread across this region. Fixing American trade policy would be a good start. 

B. TERRORISM CAUSES EXTINCTION

Alexander 2003 (Yonah prof and dir. of Inter-University for Terrorism Studies, Washington Times, August 28)

Last week's brutal suicide bombings in Baghdad and Jerusalem have once again illustrated dramatically that the international community failed, thus far at least, to understand the magnitude and implications of the terrorist threats to the very survival of civilization itself. Even the United States and Israel have for decades tended to regard terrorism as a mere tactical nuisance or irritant rather than a critical strategic challenge to their national security concerns. It is not surprising, therefore, that on September 11, 2001, Americans were stunned by the unprecedented tragedy of 19 al Qaeda terrorists striking a devastating blow at the center of the nation's commercial and military powers. Likewise, Israel and its citizens, despite the collapse of the Oslo Agreements of 1993 and numerous acts of terrorism triggered by the second intifada that began almost three years ago, are still "shocked" by each suicide attack at a time of intensive diplomatic efforts to revive the moribund peace process through the now revoked cease-fire arrangements [hudna].  Why are the United States and Israel, as well as scores of other countries affected by the universal nightmare of modern terrorism surprised by new terrorist "surprises"? There are many reasons, including misunderstanding of the manifold specific factors that contribute to terrorism's expansion, such as lack of a universal definition of terrorism, the religionization of politics, double standards of morality, weak punishment of terrorists, and the exploitation of the media by terrorist propaganda and psychological warfare. Unlike their historical counterparts, contemporary terrorists have introduced a new scale of violence in terms of conventional and unconventional threats and impact. The internationalization and brutalization of current and future terrorism make it clear we have entered an Age of Super Terrorism [e.g. biological, chemical, radiological, nuclear and cyber] with its serious implications concerning national, regional and global security concerns.

Protectionism Impact – War 

Trade makes war impossible

Jason Brooks 2K, Department of Journalism at Carleton University, May 1, Garvey Contest Essay, “Make Trade, Not War,” http://www.independent.org/students/garvey/essay.asp?id=1456

Free trade is, in one sense, like a nuclear weapon. Which seems strange to say because trade is associated with peace and prosperity, while nuclear weapons are synonymous with apocalypse and terror. But here is how they are alike: they both prevent war by making it more costly. A strong argument exists that the only reason the Cold War never got “hot” between the United States and the Soviet Union was that nuclear weapons made outright conflict unthinkable. Trade, in a similar way, binds the fortunes of people in the world together. It is the best assurance of peace. By forging bonds between customers and suppliers around the world, trade gives citizens a vested interest in the wellbeing of people in other countries—war becomes a matter of mutual assured destruction, if you will. With trade, a war abroad will have fallout at home. But while trade has the deterrent effects of powerful weapons, is far preferable because of its other advantages. Where weapons are expensive, free trade brings prosperity and freedom. Where weapons bring terror, free trade fosters harmony and encourages people to resolve disputes without violence. Richard Cobden, a nineteenth century British industrialist and politician, often argued in favor of trade over armaments to discourage war. His recipe for peace remains as true today as it was more than 150 years ago: “The more any nation traffics abroad upon free and honest principles, the less it will be in danger of wars.” Free trade is indeed the wellspring of peace.

Trade is the number one factor that contributes to peace

Gerald P O’driscoll jr  is senior fellow at the Cato Institute. Sara Fitzgerald is a trade policy analyst at the Heritage Foundation. Orange County Register, Feb. 11, 2003

A report by the World Bank says that 2 billion people -- most of them in sub-Saharan Africa, the Middle East and the former Soviet Union -- "live in countries that are being left behind." These countries have failed to integrate with the world economy, failed to knock down barriers to trade and investment flows, failed to establish property rights and, as a result, failed to grow into modern economies.And, according to research by Edward Mansfield of the University of Pennsylvania and Jon Pevehouse of the University of Wisconsin, that's a recipe for trouble. Mansfield and Pevehouse have demonstrated that trade between nations makes them less likely to wage war on each other -- and keeps internecine spats from spiraling out of control. They also found these trends are more pronounced among democratic countries with a strong tradition of respect for the rule of law.Countries that trade with each other are far less likely to confront each other on the battlefield than are countries with no trade relationship. And the size of the economies involved doesn't affect this relationship, which means small, weak countries can enhance their defense capabilities simply by increasing trade with the world's economic giants.Experts, including Mansfield and Pevehouse, say intensive trade integration, perhaps more than any other factor, has led to an unprecedented five decades of peace in Western Europe.
Free trade solves war – empirically proven

Griswold, ‘5 [Daniel, Director of the Center for Trade Policy Studies at the Cato Institute, http://www.freetrade.org/node/282]
Of course, free trade and globalization do not guarantee peace. Hot-blooded nationalism and ideological fervor can overwhelm cold economic calculations. But deep trade and investment ties among nations make war less attractive. Trade wars in the 1930s deepened the economic depression, exacerbated global tensions, and helped to usher in a world war. Out of the ashes of that experience, the United States urged Germany, France and other Western European nations to form a common market that has become the European Union. In large part because of their intertwined economies, a general war in Europe is now unthinkable. In East Asia, the extensive and growing economic ties among Mainland China, Japan, South Korea, and Taiwan is helping to keep the peace. China's communist rulers may yet decide to go to war over its "renegade province," but the economic cost to their economy would be staggering and could provoke a backlash among its citizens. In contrast, poor and isolated North Korea is all the more dangerous because it has nothing to lose economically should it provoke a war. In Central America, countries that were racked by guerrilla wars and death squads two decades ago have turned not only to democracy but to expanding trade, culminating in the Central American Free Trade Agreement with the United States. As the Stockholm institute reports in its 2005 Yearbook, "Since the 1980s, the introduction of a more open economic model in most states of the Latin American and Caribbean region has been accompanied by the growth of new regional structures, the dying out of interstate conflicts and a reduction in intra-state conflicts." Much of the political violence that remains in the world today is concentrated in the Middle East and Sub-Saharan Africa -- the two regions of the world that are the least integrated into the global economy. Efforts to bring peace to those regions must include lowering their high barriers to trade, foreign investment, and domestic entrepreneurship. Advocates of free trade and globalization have long argued that trade expansion means more efficiency, higher incomes, and reduced poverty. The welcome decline of armed conflicts in the past few decades indicates that free trade also comes with its own peace dividend. 

Lack of economic interdependence eliminates monetary diplomacy from a countries arsenal forcing them to rely on force- the Suez canal emp proves our argument

AScribe Newswire 12-7-01

A country on the verge of hostilities with another country already knows the  monetary value of its trade with that other country. Therefore, the researchers  say, the risk factor in terms of trade is not an unknown. However, what each country doesn't know is how strongly the other country is willing to fight over  some other issue beside trade: a slice of territory coveted by both countries, a military build-up perceived as a threat, the exposure of a spy network or the mistreatment of an ethnic or religious minority, they note. "Interdependent countries are in a better position to test the resolve of economic partners because they can more effectively exert non-violent [i.e.economic] pressure, and then observe the consequences," Li notes. "By taking commercial measures that represent both a clear and credible threat, a state can signal to economic partners that it is prepared to make considerable sacrifices. If, however, these sacrifices are too critical, the country could lose bargaining power in future  conflicts. " "In the event of a serious dispute, countries that are autarkic or economically isolated are most at risk of war, because they have no financial bargaining chips. All they can do is fall back on bluff and 'cheap talk.' Should that fail, their only option is to fight," says Li. The Suez crisis of 1956 is an example of how economic  interdependence  allows countries to compete financially rather than through force. On July 26 of that year, Egyptian President Gamal Abdel Nasser nationalized the Suez Canal, prompting protests from Great Britain and France. When negotiations failed to resolve the crisis, British and French forces invaded Egypt on Oct. 31. Despite  a U.N. General Assembly resolution ordering a cease-fire and vocal opposition from the United States, Britain and France persisted in their attempts to occupy the canal and overthrow Nasser.

Free trade promotes peace by raising costs of war

Daniel T. Griswold is the associate director of the Center for Trade Policy Studies at the Cato Institute in Washington. December 31, 1998 
03" 
http://www.cato.org/dailys/12-31-98.html accessed on 7-29
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Advocates of free trade have long argued that its benefits are not merely economic. Free trade also encourages people and nations to live in peace with one another. Free trade raises the cost of war by making nations more economically interdependent. Free trade makes it more profitable for people of one nation to produce goods and services for people of another nation than to conquer them. By promoting communication across borders, trade increases understanding and reduces suspicion toward people in other countries. International trade creates a network of human contacts. Phone calls, emails, faxes and face-to-face meetings are an integral part of commercial relations between people of different nations. This human interaction encourages tolerance and respect between people of different cultures (if not toward protectionist politicians). Ancient writers, expounding what we now call the Universal Economy Doctrine, understood the link between trade and international harmony. The fourth-century writer Libanius declared in his Orations (III), "God did not bestow all products upon all parts of the earth, but distributed His gifts over different regions, to the end that men might cultivate a social relationship because one would have need of the help of another. And so He called commerce into being, that all men might be able to have common enjoyment of the fruits of the earth, no matter where produced." Open trade makes war a less appealing option for governments by raising its costs. To a nation committed to free trade, war not only means the destruction of life and property. It is also terrible for business, disrupting international commerce and inflicting even greater hardship on the mass of citizens. When the door to trade is open, a nation's citizens can gain access to goods and resources outside their borders by offering in exchange what they themselves can produce relatively well. When the door is closed, the only way to gain access is through military conquest. As the 19th century Frenchman Frederic Bastiat said, "When goods cannot cross borders, armies will."
Trade brings with it financial interdependence decreasing likelihood of conflict

AScribe Newswire 12-7-01

"Furthermore, we show statistically that compared with trade ties, capital market and monetary policy linkages are more effective in inhibiting  conflict   behaviors.  In short, monetary ties allows countries to fight with money rather  than with bullets." "Financial  interdependence  incorporates portfolio investment of funds in foreign companies; loaning and borrowing between banks in different countries; and direct investment, an example of which would be an American company opening  a factory in China," Li says. Li, Dr. Erik Gartzke, assistant professor of political science at Columbia University, and Charles Boehmer, Penn State doctoral candidate in political science, published their findings in "Investing in the Peace: Economic Interdependence  and International  Conflict"  recently in the journal, International Organization. The researchers constructed a game theoretic model to compare the opportunity cost and costly signaling arguments. The model shows that the benefits of  interdependence  have no discernable effect on the probability of  conflict,  but a country's willingness to signal costly resolve by manipulating the interdependent ties decreases the probability of fighting.  The authors also argue for a notion of  interdependence  that covers not just trade ties but also capital market and monetary policy linkages.
Protectionism Impact – Warming 

A. Free  trade solves warming

UN News Centre,6-26-09 ( “Free trade can help combat global warming, finds UN report”, http://www.un.org/apps/news/story.asp?NewsID=31278&Cr=trade&Cr1=environment)

Contrary to conventional wisdom, further liberalization of international trade can help combat climate change and support a low carbon economy, said a joint United Nations Environment Programme (UNEP) and World Trade Organization (WTO) report launched today in Geneva. The “Trade and Climate Change” report stressed that an increase and opening of trade could have a positive impact on greenhouse gases emissions by accelerating the spread of clean technology and providing opportunities for developing economies to adapt those technologies. “With a challenge of this magnitude, multilateral cooperation is crucial and a successful conclusion to the ongoing climate change negotiations is the first step to achieving sustainable development for future generations,” said UNEP Executive Director Achim Steiner and WTO Director General Pascal Lamy. According to a joint news release, Mr. Steiner and Mr. Lamy together urged the international community to “seal an equitable and decisive deal at the crucial UN climate convention meeting in Copenhagen, Denmark, in December,” when States aim to negotiate an ambitious new greenhouse gas reduction agreement to succeed the 1997 Kyoto Protocol. The two men also pressed nations to conclude the stalled Doha trade round, a series of international talks under the WTO that began in 2001 in a bid to reduce trade barriers which includes opening trade in environmental goods and services. The report noted that rising incomes, resulting from freer trade can also change social patterns and aspirations with wealthier societies having the opportunity to demand higher environmental standards including those relating to greenhouse gas emissions. In addition, the reports pointed to evidence suggesting that more open trade together with measures to combat climate change can accelerate innovation, including new products and processes that create new clean technology businesses. 

B.Warming causes extinction

Henderson, ‘6. Bill, Environmental Scientist, Aug 19, “Runaway Global Warming – Denial,” http://www.countercurrents.org/cc-henderson190806.htm. 

The scientific debate about human induced global warming is over but policy makers - let alone the happily shopping general public - still seem to not understand the scope of the impending tragedy. Global warming isn't just warmer temperatures, heat waves, melting ice and threatened polar bears. Scientific understanding increasingly points to runaway global warming leading to human extinction. If impossibly Draconian security measures are not immediately put in place to keep further emissions of greenhouse gases out of the atmosphere we are looking at the death of billions, the end of civilization as we know it and in all probability the end of man's several million year old existence, along with the extinction of most flora and fauna beloved to man in the world we share.



***Solvency***
AT: Pollution

Bray et al, Research Associate Professor Department of Economics at University of Tennessee-Knoxville, 2011 (January, Larry Bray, Micheal Murphree, Chrisman Dager, “Toward a Full Accounting of the Beneficiaries of Navigable Waterways”,  http://www.waterwayscouncil.org/Index/BeneficiariesofNavigableWaterways14Jan11Ver.pdf)
In virtually every case, the fuel consumed and pollutants emitted through a barge-inclusive freight routing compete favorably with fuel and emissions for competing modes and in the majority of cases, commercial barge transportation is measurably superior. In terms of ton-miles per gallon, the three modes rank as follows – barge: 525, rail: 424, and truck: 100. As a consequence, barge freight movement often measurably benefits air quality.24¶ In the Pittsburgh traffic diversion study discussed above, environmental costs were estimated as part of the impacts from closure of Emsworth, Dashields, and/or Montgomery locks.

AT: Trucks

Kruse et al., Director at the Center for Ports and waterways, 2011 (“America’s Locks & Dams: “A Ticking Time Bomb for Agriculture?”, www.unitedsoybean.org/wp-content/uploads/Americas_Locks_And_Dams.pdf)

Deficiencies exist in funds to maintain and improve our nation’s roads. A potential diversion of barge traffic to long haul truck would more than likely have a strongly deleterious effect on our infrastructure, economy, and standard of living. That said, trucking is critical for American agriculture. More than 80% of America’s communities are served exclusively by trucks. The first and last movements in the supply chain from farm to grocery store are usually trucks, while barge is the most efficient and cost-effective mode for the long haul when available.¶ The capacity of the trucking industry is governed by three main components: drivers, trucks, and the roads they travel. The second component of the trucking industry, the trucks themselves, is governed by national law limiting axle and gross vehicle weights on the Interstate Highway System. Agricultural interests argue that farm and forest products are heavy, bulky, and of low value, making transportation a large component of their final price, and would like to see higher weight limits on the Interstates. Heavier vehicles are currently restricted to non-Interstate highways and state and local roads.¶ 111¶ America’s roads are vital to truck transportation. Federal data in 2004 reported that over half of federal-aid highways are in less-than-good condition and more than one quarter of the nation’s bridges are structurally deficient or functionally obsolete. Although additional funds for highways and mass transit were made available under ARRA, Omnibus Appropriations Act of 2009, and the restoration of $7 billion to the Highway Trust Fund, average annual gaps in funding are still $96 billion for maintenance and $42 billion in improvements.¶ Because many agricultural products are exported, reducing congestion in urban and port areas will provide national benefits in reduced emissions and transportation costs and will also lower costs for agricultural exports and improve the competitiveness of U.S. farm products in world trade.

AT: Rail

Kruse et al., Director at the Center for Ports and waterways, 2011 (“America’s Locks & Dams: “A Ticking Time Bomb for Agriculture?”, www.unitedsoybean.org/wp-content/uploads/Americas_Locks_And_Dams.pdf)

A recent report by the USDA and the U.S. Department of Transportation (USDOT) thoroughly examined the issues surrounding rail capacity for agricultural shipments.17 In the absence of barge transportation, moving many agricultural products to market in an efficient and (next-best) cost-effective manner would require adequate rail capacity. Because agricultural shippers are price-takers, who receive a price for their commodity net of transportation costs, increased transportation costs come directly out of producer incomes. Barge has the least transportation cost, followed by rail, while the most expensive is typically truck.¶ Agricultural shippers and consumers have been concerned about the capacity of railroads to serve their needs for several years. Forecasts of demand for rail transportation for growing fields such as energy and intermodal transportation predict increasing demand system wide. Some studies, such as one by Cambridge Systematics, indicate that railroads currently have few constraints in infrastructure capacity.18 The same study found that capacity would be constrained in the future unless investments are made in infrastructure. The recession, however, delayed the effect of such constraints as much as five years. Another report by Christensen Associates states that although predictions by individual researchers and agencies vary, the overall growth of traffic is widely accepted and only the magnitude of growth is in question.19 The magnitude may be determined largely by railroad pricing policies, which can either encourage or discourage traffic growth.¶ Rail capacity requirements must be examined in light of the characteristics of agricultural movements rather than aggregate models and investment strategies. The production and marketing characteristics of agricultural products create special needs and different criteria to evaluate capacity. Testimony and shipper complaints emphasize the seasonal needs of agriculture, the density of those movements in specific corridors, and the perishable nature of the products being moved.

Kruse et al., Director at the Center for Ports and waterways, 2011 (“America’s Locks & Dams: “A Ticking Time Bomb for Agriculture?”, www.unitedsoybean.org/wp-content/uploads/Americas_Locks_And_Dams.pdf)

Currently, rail capacity cannot be considered constrained. However, general demand for rail transportation (all commodities) is projected to grow at a fast rate through 2035. The resulting level of congestion would affect nearly every region of the country and would likely cause severe price adjustments and congestion delays without significant investment in railroad infrastructure. A potential diversion of barge traffic to rail would further add to the forecasted demand resulting in devastating effects on rail infrastructure, our economy, and our standard of living.¶ 106¶ Rural rail network lines have declined, and abandonments by Class I railroads, short lines, and regional companies continue. The push to trainload operations increased overall capacity while making individual shippers and smaller elevator firms carry the cost of assembly of those unit train volumes. Guaranteed railcar ordering systems provide efficiency but at increased cost. Determining effective capacity available to agriculture is complex and cannot be separated from service issues, rate levels, structure, and competition for traffic.

Kruse et al., Director at the Center for Ports and waterways, 2011 (“America’s Locks & Dams: “A Ticking Time Bomb for Agriculture?”, www.unitedsoybean.org/wp-content/uploads/Americas_Locks_And_Dams.pdf)

Adequate rail capacity is necessary to move agricultural products to market in an efficient and cost-effective manner. Rail capacity constraints force traffic from rail to truck, increasing transportation costs and damage to highways. Capacity constraints were common from 2003 through the first half of 2006. Weaker demand for rail freight transportation beginning in late 2006, and a recession that began in December 2007 resulted in adequate rail capacity for agricultural products during the harvest of 2006, and from 2007 through the first half of 2009. However, capacity constraints are expected to occur again when the economy recovers.¶ Increased use of the rail lines, which benefited the railroads financially, also contributed significantly to rail congestion. Each route mile during 2007 carried, on average, 171% more traffic in ton-miles—nearly three times the traffic—than in 1980. By the end of 2007, short line and regional railroads operated nearly 46,000 main line miles of track—a little more than 30% of the U.S. railroad network. Short line and regional railroads often provide rail service to rural shippers on lines that otherwise would have been abandoned.¶ The capacity of the car fleet in tons increased nearly 14% from 1976 to 2007, even though the number of railcars decreased by more than 18%. %. The ton-miles increased nearly 93% from 1980 through 2007, indicating that railcars in 2007 were loaded more frequently than in 1976 due to shorter cycle times. The number of engines available to the Class I railroads has increased 34% since 1992. The aggregate horsepower of those locomotives also steadily increased, up 71.5% since 1992. Railroads are relying more and more on privately owned cars to provide the capacity to handle shipper demands, shifting the investment burden from the carriers to the shippers. Since 1981, shippers and other investors have provided 88% of all new railcar acquisitions

____________________

***2ACs***

***Topicality***

AT: “In” Means Throughout

1. Rivers and locks are distributed throughout the US 

2. In means within – this is the core definition 

Random House 12 

(Unabridged Dictionary, “in”, http://dictionary.reference.com/browse/in?s=t)

in   [in] Show IPA preposition, adverb, adjective, noun, verb, inned, in•ning. preposition 1. (used to indicate inclusion within space, a place, or limits): walking in the park. 2. (used to indicate inclusion within something abstract or immaterial): in politics; in the autumn. 3. (used to indicate inclusion within or occurrence during a period or limit of time): in ancient times; a task done in ten minutes. 4. (used to indicate limitation or qualification, as of situation, condition, relation, manner, action, etc.): to speak in a whisper; to be similar in appearance. 5. (used to indicate means): sketched in ink; spoken in French.

And, inand waterways are within the United States. 

3. Prefer our interpretation 

a. No definitional basis – the Words and Phrases card says that in can mean throughout in the sense of a court being able to sit anywhere (i.e. throughout) in its jurisdiction. Arbitrary limits are worse – if a definition doesn’t occur within the literature there’s no way the aff can prepare. 

b. Overlimit because they only allow plans that affect the entire nation 

Discourages research about specific aspects of the topic in favor of generic discussions about infrastructure as a whole. Overlimiting is worse – discourages creativity which is a stronger internal link to education 

c. No topical aff – no aff could be everywhere in the US 

d. Substantial checks back squirrelly affs – no limits explosion 

4. Good is good enough – as long our definition is good don’t vote us down because theirs is marginally better – encourages neg teams to run the most arbitrarily limiting definition 

5. Don’t vote on potential abuse

a. Encourages theory over substance – kills education

b. Arbitrary – not fair to vote us down for something someone else might do – only objective standard is to hold us to what we did in the round

AT: Maintenance =/= Investment 

1. We substantially increase funding locks and dams – that includes building new components and replacing failed locks 

2. We upgrade long-term assets – that’s investment 

3. “Investment” is disbursement of public funds

Perez 10 

(Perez, Bustamonte, and Ponce (Law Firm), “Executive Summary of the Organic Code on Public Planning and Finance”, Legal Newsletter, 11-4, http://www.pbplaw.com/boletines/2010/20101104_boletinPBP_bl_en.pdf)

Public investment is defined as “… a set of disbursements and/or transactions made out of public funds to maintain or increase social and State wealth and capacities for the purpose of achieving the planned objectives”. And Article 77 of the Code referred to herein provides that the State General Budget is an instrument used “to determine and manage income and disbursements of all the entities comprised in the different State branches.”

4. Prefer our interpretation 

a. Core of the topic – maintenance and repair is a huge part of the literature Their definitions are in the context of private firms  - not relevant to the topic  

b. “Substantial” checks back minor repairs affs – there’s no limits explosion

c. Overlimiting is worse – punishes creativity which is a better internal link to education 

5. At worse we’re extra-topical – just reject the untopical parts of the plan 

6. Good is good enough – as long our definition is good don’t vote us down because theirs is marginally better – encourages neg teams to run the most arbitrarily limiting definition 

7. Don’t vote on potential abuse

a. Encourages theory over substance – kills education

b. Arbitrary – not fair to vote us down for something someone else might do – only objective standard is to hold us to what we did in the round

***Disadvantages***

AT: Agenda Politics
Barge industry supports the plan
Levitz and McWhirter 11 (Jennifer and Cameron, Wall Street Journal, http://online.wsj.com/article/SB10001424052748704735304576057903661752050.html)

The barge and towing industry is lobbying members of the new Congress to spend more on fixing locks and dams and overhauling the way the government finances and oversees river projects.¶ A 20-year capital-development plan by the Inland Waterways Users Board, which monitors use of the fuel tax, calls for the Corps to spend $7.6 billion to fix the lock-and-dam system over the next 20 years, with both the industry and the government paying more.

Congress will side with the barge industry

Pittsburgh Post 12 (Pittsburgh newspaper, http://www.post-gazette.com/stories/local/region/trying-to-impose-user-fees-or-tolls-on-barge-operators-is-uphill-battle-627260/?print=1)

But the barge industry has opposed lock fees in the past and so far Congress has sided with it, according to a July 2011 study by the Congressional Research Service.¶ The closest Congress came was in 1978, when user fee advocates were seeking to raise about $350 million a year, according to the study. But opposition led to a compromise that included implementing a tax on diesel fuel. The tax took effect in 1980 at the rate of 4 cents per gallon. It rose steadily over the next decade, reaching 11 cents per gallon in 1990. The last increase, in 1995, added 1 cent, raising the rate to 20 cents per gallon, the same rate the industry pays today.¶ Opponents say the barge industry is not paying enough for the benefits it gets from using locks and dams.¶ "This is an enormous subsidy to the navigation industry," said Melissa Samet of the National Wildlife Federation.

Public officials will fight for locks

Thomas 11 (Mary Anne, Tribune Review Staff Write, http://www.boatpittsburgh.com/article-allegheny-river-lock-closure-second-update.aspx)

As the Army Corps of Engineers decides between closing the upper locks of the Allegheny River to recreational boaters or cutting operating hours in the lower locks, public officials and boaters vow they will fight to keep the locks open.¶ The president's proposed fiscal 2012 budget slashes the Allegheny River's locks and dams budget by more than 50 percent. The president's proposal sets operating funds at $4 million for the next fiscal year, which begins in October.¶ While popular with boaters and beloved for its emerald beauty, the Allegheny River doesn't have enough commercial barge traffic to qualify for much federal support, which is based on moving commodities.¶ As such, the Allegheny locks, along with 121 other so-called low-use waterway facilities across the county, are facing a drastic funding cut.¶ Congress will approve the federal budget, but the sentiment in Washington this year calls for budget cuts.

Congress empirically supports funding for the plan

Stade 5 (Kirsten, Public Employees For Enviromental Responsibility, http://www.peer.org/news/news_id.php?row_id=540)

Congress is moving to spend billions of dollars to build bigger locks on the Upper Mississippi River and Illinois Waterway despite a shrinking barge industry and insider predictions of a continuing contraction, according to corporate and U.S. Army Corps of Engineers records released today by Public Employees for Environmental Responsibility (PEER). The bigger locks are supposed to speed transport by cutting lock congestion however barge traffic levels have been declining for more than a decade, barge companies are pulling underutilized barges off the river and congestion on the river is at modern historic lows.

Support from both parties 

Boselovic 12 (Les, Pittsburgh Post, http://www.post-gazette.com/stories/business/news/legislation-proposed-to-fund-deteriorating-locks-and-dams-627957/?print=1)

A spokeswoman for Mr. Whitfield said he hopes to introduce the bill this week.¶ Mr. Toohey said four members of the House Transportation and Infrastructure Committee -- two Republicans and two Democrats -- have agreed to cosponsor Mr. Whitfield's measure: U.S. Rep. Timothy Johnson, R-Ill.; U.S. Rep. Jerry Costello, D-Ill.; U.S. Rep. John Duncan, R-Tenn.; and U.S. Rep. Russ Carnahan, D-Mo.¶ Mr. Duncan's office confirmed he is interested in cosponsoring the proposal but declined further comment.¶ A spokesman for Mr. Johnson said the Illinois Republican supports the measure because locks on Illinois rivers are in horrible shape, industry backs the tax increase and the measure includes reforms to curb hefty cost overruns that have plagued Corps projects

***Counterplans***

AT: Non-Railroads
Reliance on roads and rails ensures prices spikes

DoT 2011( April, “America’s Marine Highway”, http://www.marad.dot.gov/documents/MARAD_AMH_Report_to_Congress.pdf)

As a general rule, if highway vehicle travel grows at a higher rate than road capacity, congestion¶ will increase, and markedly so once the highway's design capacity has been exceeded. Between¶ 1980 and 2003, rural and urban interstate lane miles increased by 17 percent, whereas ton-miles¶ of freight moved by intercity trucks increased by 128 percent. Also during this period, the¶ vehicle miles of automobiles (which share the roads with trucks) increased by 50 percent.37¶ Accordingly, traffic congestion on the nation’s roads has been increasing, leading to lost¶ productivity from delay, greater unreliability in transportation services, and wasted fuel. The¶ Texas Transportation Institute reports that the congestion “invoice” for the cost of extra time and¶ fuel in 439 U.S. urban areas in 2007 amounted to $87.2 billion. Over that year, approximately¶ 2.8 billion gallons of fuel were wasted and 4.2 billion commuter hours were lost to traffic¶ gridlock.38¶ FHWA reports that 11 percent of the National Highway System (NHS) experienced recurring,¶ peak-period congestion in 2002. It forecasts that by 2035 increasing truck and passenger vehicle¶ traffic volumes will result in 40 percent of the NHS experiencing such congestion if there are no¶ additions to highway network capacity (see Figure 1). This congestion will slow traffic on¶ nearly 20,000 miles of the NHS and create stop-and-go conditions at times on an additional¶ 45,000 miles.39¶ Rail networks are also not immune from congestion concerns. The past several decades have¶ seen widespread concentration of rail services by Class I railroads, resulting in fewer miles of¶ line operated. These fewer lines tend to have much denser rail traffic as carriers attempt to¶ maximize the efficiency of their networks, increasing congestion. In areas where major rail¶ networks intersect, such as in the Chicago region, congestion can be so severe that many¶ shippers now plan for about a day just for a single train to traverse the city itself.40 Travelers are¶ negatively impacted as passenger trains share the same infrastructure networks as freight trains.¶ As a consequence, some cross-country Amtrak passenger trains are consistently delayed.¶ America’s Marine Highway can play a role in¶ alleviating this congestion on some of our¶ surface transportation corridors, with its¶ abundant capacity to carry freight to and from¶ many locations across the country. This is¶ particularly true because many of the areas of¶ greatest land-based congestion, as shown in¶ Figure 1, are also those areas that Marine¶ Highway operators could best serve through¶ ocean, inland waterway, and lake access. While¶ important at a national level, the Marine¶ Highway can be especially effective in reducing congestion for all users along certain coastal¶ surface corridors (e.g., the I-5 (Pacific), I-95 (Atlantic), and I-10 (Gulf) highway corridors),¶ including at border crossings into Canada, and in urban areas with large ports.¶ The Government Accountability Office (GAO) has identified congestion around large urban¶ ports as a major source of inefficiency in the national transportation system. The GAO notes the¶ following:¶ The major challenges to freight mobility share a common theme – congestion. National¶ studies point to such problems as overcrowded highways and freight-specific¶ ‘chokepoints’ that stifle effective intermodal transfer of cargoes. All 10 ports GAO¶ studied faced similar congestion-related problems. For example, many of the ports are in¶ dense urban areas, limiting the ability to expand rail yards, roadways, and other¶ infrastructure.41¶ The Marine Highway system has existing capacity to transfer containers and trailers away from¶ congested highways and rail systems that serve ports to less congested ports and inland¶ terminals. In 2000, FHWA estimated that each vehicle-mile traveled by trucks adds between¶ $0.18 and $0.33 (reflecting typical or average conditions) to the cost of congestion on urban¶ roadways; this value will only increase as congestion becomes more severe.42 Reducing this¶ source of congestion can therefore have significant value to the public. In addition to reducing¶ surface congestion, the movement of cargo to inland terminals can benefit exporters and¶ importers, many of which have found that their businesses are made easier if they can assemble¶ export shipments or deploy imports at points free from the congestion.43 Perhaps most¶ importantly, it can offer shippers reliable and predictable service that is essential to just-in-time¶ inventory systems. The America’s Marine Highway Program is designed to identify the most¶ promising water corridors for the movement of passengers and freight to help relieve surface¶ congestion and to facilitate the transition to greater use of this underutilized national asset.

Competition ensures low transportation prices

DoT 2011( April, “America’s Marine Highway”, http://www.marad.dot.gov/documents/MARAD_AMH_Report_to_Congress.pdf)

America’s Marine Highway has an important role as an alternative and supplement to highway¶ and rail movements of freight and passengers. An important component of the value of this role¶ stems from its contribution to resiliency of the surface transportation system and in providing¶ options to shippers and passengers who might otherwise be captive to another transportation¶ mode.¶ A Marine Highway corridor that is fully integrated with landside infrastructure can help to¶ maintain critical interstate, regional, and local personnel and freight flows even in the case of¶ multiple landside failures, such as downed bridges or flooded highways. The value of this¶ resiliency to shippers and the economy at large is real and can be enormous when disasters and¶ other blockages occur (see section of this report on Public Safety and Security).¶ Even if such extreme events were not to occur, resiliency has a day-to-day value to the public.¶ Economists attempt to measure day-to-day benefits of this resiliency through “option values.”¶ Water transportation services, such as passenger ferries, may have an option value to car-owners¶ who value the opportunity to use the ferry service at those times when their vehicles are¶ unavailable (due to breakdowns or weather), highway bridges become congested due to traffic¶ incidents, or when they cannot drive (due to physical impairments). Thus, even though they may¶ not use the water service frequently or at all, its availability has a real value to them. The same¶ logic would be true, more broadly, for freight shippers and the nation at large with regard to the¶ Marine Highway system. Although some shippers may choose not to use Marine Highway¶ services, their availability during times of disruption to a preferred mode is of real value. Further¶ research would be needed to quantify the option value of this system.¶ In a more direct sense, America’s Marine Highway offers real savings to shippers because it¶ represents a competing transportation mode to rail and highway service. Shippers who have¶ access to more than one competitive long-distance modal service may experience lower shipping¶ rates than do shippers who have access to only one suitable long-distance mode.50 This is¶ because a transportation provider is less likely to charge a rate premium when a customer can¶ easily switch to a competitive mode. The value of having access to competing modes can be¶ quite high even if one of the modes is less used than the other.

Inland waterways solve congestion

Troxell, Chief of Engineer Plans and Operations with Combined Forces Command, Seoul, South Korea, 2007 (John,  “Leveraging the Strategic Value of the U.S. Inland Waterway System”, http://www.dtic.mil/cgi-bin/GetTRDoc?AD=ADA469583)
As our road and rail networks have become increasingly congested and near maximum¶ capacity, we must look to the inland waterway system as a solution.12 The inland waterway¶ system provides an alternative to overland transportation, reducing congestion plaguing existing¶ road and rail infrastructure. Inland waterways account for approximately 11% of total domestic¶ freight (as measured in ton-miles), third behind road and rail.13 Principal commodity groups¶ include coal, petroleum, farm products, chemicals and crude materials such as aggregates for¶ construction and other minerals. Total volume ranges around 630 million tons annually, and¶ about 300 million ton-miles. Coal is used to generate over half the electricity produced in the¶ U.S. and the inland waterways transport about 20% of this energy source.14 The Mississippi¶ River System is the most important commercial navigation corridor, consisting of the Mississippi¶ River and its multiple connecting tributaries. The majority of U.S. navigable rivers and canals¶ are in the eastern half of the country. The Columbia, Sacramento, and San Joaquin Rivers are¶ the only major navigable rivers on the West Coast. The Department of the Army, with the U.S.¶ Army Corps of Engineers (USACE) as its executive agent, has statutory responsibility for¶ operating and maintaining all U.S. navigable waterways, excluding the Saint Lawrence Seaway.¶ The Corps maintains more than 12,000 miles of inland waterways, owning or operating 196¶ commercially active lock sites with 241 lock chambers for the federal government. These¶ waterways integrate a system of rivers, lakes, and coastal bays improved for commercial and¶ recreational transport. Locks provide the essential infrastructure that allow tows to “stairstep”¶ their way through the system and reach distant inland ports such as Minneapolis, Chicago, and¶ Pittsburgh.15 Most of the locks supporting the inland waterway system are antiquated and in¶ need of repair, expansion, and modernization. Many of the Corps-owned or operated locks are¶ well past their planned design life of 50 years. Of the locks still in use in the United States, 30¶ were built in the 19th Century and another 92 locks are more than 60 years old.16 Nearly 50% of¶ all Corps-maintained locks were considered to be functionally obsolete by the beginning of¶ 2005. Assuming no new locks are built in the next 20 years, by 2020, another 93 existing locks¶ will be obsolete. This means that 80 percent of locks now in service are beyond their planned¶ design life, casting doubt of the reliability of the system as a whole. The physical condition of the¶ 5¶ inland waterway infrastructure recently received a grade of D- from the American Society of Civil¶ Engineers (ASCE) in their 2005 Report Card for America’s Infrastructure, released in March¶ 2005.17 The report highlights the concern that lock condition is declining at the same time¶ waterway usage is increasing. This is a significant challenge facing the inland waterway¶ system, indicative of problems facing other industry sectors as well, casting doubt on the future¶ viability of our national freight transportation system.

Inland waterways are key to the military

Troxell, Chief of Engineer Plans and Operations with Combined Forces Command, Seoul, South Korea, 2007 (John,  “Leveraging the Strategic Value of the U.S. Inland Waterway System”, http://www.dtic.mil/cgi-bin/GetTRDoc?AD=ADA469583)
Inland waterways present a possible alternative to overland transport that has been¶ underutilized in the past. The EU recognizes and relies upon their existing water highways,¶ committing to a more balanced approach for future transport. The core network links the¶ Netherlands, Belgium, Luxemburg, France, Germany, and Austria via a myriad of easily¶ accessible rivers and canals, carrying cargo such as heavy materials, bulk industrial goods,¶ building products, containers, oversized loads, and waste. Inland waterway transport in the EU¶ has experienced a growth rate of 17% over the past decade.48¶ Inland waterways are a strategic asset to the nation, enabling the U.S. to significantly¶ increase economic output in both domestic and international markets, and project military power¶ more rapidly and effectively into the 21st Century. Over the next 20 years economists estimate¶ that inland navigation will increase by more than 35%.49 The inland waterway system is a¶ potential resource upon which we can increase the flow of military cargo. Continued application¶ of technology to barge operations and integration of the inland waterway system into the¶ nation’s intermodal system makes this an area ripe for additional development.50 Waterways¶ already move important national defense resources and other supplies in large quantities for the¶ armed forces.51 As a mode of transportation, the inland waterway system is quiet, low profile,¶ and off the public radar.52 U.S. Inland Waterways contribute to efficient management on a national level by offering¶ an excellent alternative form of transport for a variety of non-traditional commodities. The inland¶ waterway system is an efficient, cost-effective, and environmentally friendly way to move large¶ volumes of bulk commodities, not requiring a fast transit time, over long distances. Towboats¶ and barges do not compete with trucks and commuters in urban areas. Barging operations¶ continue to improve, allowing more cargo to be moved with less effort. USACE promotes inland¶ waterways as the most efficient mode of freight transportation. Towboats push barges lashed¶ together to form a “tow”. A tow may consist of four or six barges on smaller waterways up to¶ over 40 barges on the Mississippi River below its confluence with the Ohio River. A 15-barge¶ tow is the most common barge configuration. Such tows are an extremely efficient mode of¶ transportation, moving about 22,500 tons of cargo as a single unit. The cargo capacity of a¶ typical barge is equivalent to that of 15 large railroad cars, or 58 semi-trucks. A representative¶ 15-barge tow on a main stem waterway moves the same cargo as 870 trucks stretching 35¶ miles on the interstate highway system. That same 15-barge tow would require two 100-car unit¶ trains, extending nearly three miles in length.53 The inland waterway system is a cost-effective¶ mode of transportation, saving shippers and consumers more than $7.8 billion annually¶ compared to alternate transportation modes.54 Barges transport materials at relatively low cost¶ per ton. The inland and intracoastal waterway system handles about 300 billion ton-miles of¶ cargo annually, or about 18% of all intercity freight ton-miles.55 This cargo principally includes¶ raw materials and liquid and bulk primary products, like coal, petroleum, chemicals, grain,¶ processed metals, cement, sand, and gravel.56 It is the primary artery for more than half of the¶ nation’s grain and oilseed exports, over 20% of the coal consumed to produce the electricity we¶ depend upon to run our homes, offices, and industries, and about 22% of domestic petroleum¶ movements.57 On average, a gallon of fuel allows one ton of cargo to be shipped 70 miles by¶ truck, 420 miles by rail, and 530 miles by barge.58

AT: Privates CP

1. Normal means – private entities contracted for construction of dams and locks in the status quo, it’s just a matter of stable funding and oversight

2. Perm Do Both – History proves that balanced cooperation is critical to success. 

Aikins 9. Dr. Aikins completed his PhD in Public Administration at University of Nebraska at Omaha where he taught as an adjunct professor. He is currently an assistant professor in the Department of Government and International Affairs. His research interests are public financial management and economic policy, public information systems management, citizen centered e-government and risk-based policy evaluation. (Stephen K., “Political Economy of Government Intervention in the Free Market System”, M E Sharpe Inc, November 1, 2009,  ProQuest)

Historical accounts and evidence show that dominations of either the free market system or government in an economy have had disastrous consequences mainly due to the failure to avoid past mistakes, to build on past successes, and to put in place institutional safeguards and control mechanisms to minimize market and government failures. Government depends on business for investment, production, employment, higher standards of living, and government revenues. The market, on the other hand, depends on government for a competitive operating environment to ensure a level playing field and profitability. This implies that both government and the market need to coexist in a manner that respects the contribution of each toward a sustainable and vibrant economy in a democratic society. Such coexistence is necessary for the benefit of society and requires careful analysis and prudent judgment on the parts of both the market actors and policymakers.

3. Their evidence assumes the status quo – federal lock projects fail now because they’re reactive to accidents, the plan invests in long-term sustainability and modernization which solves all of their reasons why the fed is bad – that’s the Pittsburgh Post-Gazette

4. P3’s kills jobs and wages and spike user costs 

Mansour 6 (Asieh Mansour Managing Director of Research RREEF, and Hope Nadji Director, Research RREEF, “US Infrastructure Privatization and Public Policy Issues,” September 2006, http://www.irei.com/uploads/marketresearch/69/marketResearchFile/Infr_Priv_Pub_Policy_Issues.pdf )
Privatization has some vocal critics as well. Essentially, any change in public policy has winners and losers, and this is particularly true of privatizations. Some critics argue that the result of a public to private transfer of a public monopoly results in price increases with no perceived or real improvement to service. The following are the most recently cited concerns: • Loss of public control when a public asset is transferred to the public sector. This fear is particularly pronounced if the private entity is foreign. • Loss of jobs, or reduced pay, benefits and civil service protections. Labor advocates argue that privatization is merely a means of cutting government jobs and slashing wages. • Higher prices or user fees charged by the provider to generate a return on investment. Why pay more to fund a profit for a private firm? Interestingly, infrastructure privatization in the US is not a particularly partisan issue. For example, the Democratic mayor of Chicago has privatized a portion of the region’s transport infrastructure (the Chicago Skyway), while the Republican Governor of Indiana has privatized the Indiana Toll Road.

5. That’s a damning solvency deficit – higher user costs means that the CP can’t access steel because coal shipping rates go up, inflating coal prices and stagnating the industry, collapsing US steel and gutting American hegemony. Heg is the controlling impact – military dominance can deescalate the neg’s war scenarios even in economic decline 

5. Coal is a bigger internal link to economic collapse and is key to the recovery

CARE (Coalition for Affordable and Reliable Energy) 2003, “Study Shows Economic Impact of Coal Based Electricity”, http://www.careenergy.com/news/articleview.asp?iArticle=43 

Using abundant U.S. coal reserves to generate electricity creates economic empowerment for millions of American businesses and working families. That is the finding of a new study by a team of economists working at Pennsylvania State University.  The study, Projected Economic Impacts of U.S. Coal Production and Utilization, examined the impact of coal-generated electricity on state economies in the continental United States. The study found that coal-based electricity, including the production of coal from the ground, creates substantial benefits to the overall U.S. economy. Today, coal provides the fuel for over half of the power consumed in the United States, and the economists concluded that in 2010 coal production and electricity generation would be responsible for:  $163 to $659 billion in increased economic output;  $40 to $224 billion in increased household earnings; and  800,000 to 6.4 million additional American jobs.  Most of these economic benefits derive from the extraordinary interdependence of the U.S. economy. Because all businesses rely on electricity to produce and sell goods and services, the economic power of the electric utility industry extends far beyond the generation and sale of electricity. Coal-based electricity produces powerful ripple effects that benefit the American economy as a whole.  The study was conducted by Dr. Adam Rose and Bo Yang, economists at Penn State University. Dr. Rose is a professor and head of the Department of Energy Environmental, and Mineral Economics, and Yang is a graduate research assistant in the same department.   Rose and Yang used certain economic assumptions to present their findings. In the first instance, the study assumes varying levels of "linkage" (maximum versus minimum) between the coal-based electricity industry and other sectors of the economy. The linkage variable measures the degree to which coal-based electricity produces ripple effects that benefit other industries and sectors. These data are then refined by taking into account the economic effects of using a higher-cost fuel (in this case, natural gas) as a substitute for low-cost coal. By factoring in these substitution costs, the study shows how coal's economic advantages are even greater when considering the costs of using a more expensive alternative fuel. The year 2010 was selected for modeling because regulatory programs aimed at displacing coal would need to be implemented over time.  Because reliance on coal as a fuel source for generating electricity varies from region to region, the economic benefits are not evenly spread across the nation. The economic advantages for coal-producing states are evident. More surprising, however, are the economic benefits realized by states that do not produce coal, but use it as a primary fuel for electricity generation.   The study concludes that coal-based electricity will result in substantial economic benefits for large and small states alike. For example, Illinois, Indiana, Ohio, Texas and Pennsylvania each stand to gain from $21 billion to $32 billion in increased economic output. Smaller states also share in the advantages, with New Hampshire, Connecticut, Oregon and South Dakota each projected to gain from $560 million to $720 million in expanded output.  "This new analysis proves what we have known for a long time," said Stephen L. Miller, President and CEO of the Center for Energy and Economic Development (CEED). "Electricity from coal provides economic empowerment to local communities, small businesses, and working families".  According to Miller, the study provides an additional level of details relative to the ongoing national energy policy debate. "Despite electricity from coal's low cost and improving environmental performance, some special interest groups still believe we should abandon this abundant domestic energy resource. The Rose/Yang study provides additional empirical proof that coal-based electricity is an essential element of a balanced energy portfolio that increases energy security and provides economic empowerment for American families," said Miller.   Dr. William A. Schaffer, professor and former chairman of the Department of Economics at Georgia Institute of Technology and one of the preeminent experts in state and regional input-output modeling, peer-reviewed the Rose/Yang study. According to Schaffer, the demand-driven multipliers used in the PSU study are well-tested in the literature and provide a solid estimate of the impact of coal on incomes in the rest of the economy. In his final peer review, Dr. Schaffer said, "[T]he study represents an impressive and massive combination of data, analytic techniques, and modeling to address a large and significant problem. The authors are to be congratulated on their boldness in arriving at what seems to be a most reasonable impact statement."

6. Costs are too high for private markets

Rodriguez 9 Ph.D. in Transport Geography 
Jean-Paul, “The Geography of Transport Systems.” http://people.hofstra.edu/geotrans/eng/ch7en/appl7en/ch7a2en.html
 Even if public and private actors have established institutional and finance arrangements, many have been hard pressed to meet the demands imposed by growing volumes of passengers and freight traffic. Shifts in regional and global patterns of trade patterns associated with trade agreements and globalization have also created pressures to develop infrastructures supporting global supply chains. A challenge resides in identifying the respective roles and competencies of the public and private sectors, which varies substantially depending on the concerned mode. Although a level of privatization is commonly perceived as a desirable outcome for the efficient use and operation of transportation infrastructures, privatization comes with limitations. In some instances privatization can be unsuccessful. The main reasons are linked with the private contractor unable to honor the commitments (which is rare) or the new cost structure is perceived to be unfair by users since the privatized infrastructure now offers market pricing (more common). If customers are used to low and subsidized costs they will not well respond to market prices, particularly if they are not introduced in an incremental manner. Although private initiatives commonly result in efficiency gains, private capital involves many limitations concerning capital costs and the issue of domestic versus foreign capital: Capital costs. Nominal costs for private capital are often higher than for public debt, since the later is guaranteed by the full faith in the credit of the state. This can create a moral hazard as the capital costs and their risks are transferred to the public in terms of guarantees to cover operating costs (cross-subsidy) or bail-outs in case of default. This process is very common in a variety of public enterprises which is spite of acute losses operate on the assumption that their financial shortfalls will be covered by the state. Thus, depending on the size and capitalization of a transport operator, capital costs can be higher than for a public counterpart. 
7. Accountability 

Facts on File News Services 7 (Issues and Controversies, “Infrastructure Upkeep.”)
Supporters of increased federal spending on infrastructure, on the other hand, say that restoring infrastructure is a pressing task that the federal government is uniquely qualified to undertake. There is no good reason to oppose increasing the gasoline tax by a few cents, they say, or to oppose spending on infrastructure what is currently being spent on the ongoing war in Iraq. And supporters argue that rather than being more accountable than the government, private owners of infrastructure are actually less easy to hold accountable if something goes wrong. Proponents of increasing federal spending contend that critics are driven by ideology. Opposition to taxes and federal power has fostered a climate where government neglect of infrastructure upkeep is widely accepted, they charge. That undermines the point of infrastructure they say, which is to make society work better.

8. P3s spark a loss in control with large end delays

Dutzik 11 (Tony Dutzik, Senior Policy Analyst with Frontier Group specializing in energy, transportation, and climate policy, holds an M.A. in print journalism from Boston University and a B.S. in public service from Penn State University Jordan Schneider is an analyst in the Frontier Group Santa Barbara office. Before joining Frontier Group in the fall of 2010, she worked as a reporter, page designer and copy editor for small newspapers in both southeastern Alabama and in Colorado. In 2008, she wrote grants for the Catamount Institute in Colorado Springs, Co., and worked as a communications assistant for the Gulf Restoration Network in New Orleans. She has a strong interest in conservation and natural resources management issues, especially concerning the American tropics and the U.S. Gulf Coast. She completed independent studies in coastal Ecuador in 2009. Jordan is a 2008 summa cum laude graduate of Loyola University New Orleans. She majored in print journalism.Phineas Baxandall is the Senior Policy Analyst for Tax and Budget issues for U.S. PIRG Education Fund. He  Mr. Baxandall is a leading expert in his field and has appeared on numerous talk shows and conducted studio interviews and debates for outlets such as CNN, MSNBC, Fox and PBS. His op-eds have appeared in dozens of newspapers across the country and he has been quoted in numerous publications such as the New York Times and the Economist. He often presents at conferences and has been invited to testify before state legislatures, Congress, and the U.S. Department of Transportation. His blogs appear often on the National Journal Transportation Expert blog and on Huffington Post. He serves on the executive board of the transportation coalition Transportation for America, as well as the privatization study group, In the Public Interest. Summer 2011 “High-Speed Rail: Public, Private or Both? Assessing the Prospects, Promise and Pitfalls of Public-Private Partnerships” http://cdn.publicinterestnetwork.org/assets/85a40b6572e20834e07b0da3e66e98bf/HSR-PPP-USPIRG-July-19-2011.pdf)
Loss of Control A PPP arrangement involves a swapping of risk for control. In a traffic-based concession agreement (in which the private partner uses the revenue from high-speed rail service to pay for the cost of building the line), the government theoretically sheds a great deal of risk, but also provides the private company with a greater deal of control over how a high-speed rail line is operated. This is because private entities are less willing to depend on revenues from ticket sales and other user fees to recoup their investment unless they feel protected against government actions that might curtail those revenues. Availability payment concessions (design-build-maintain) on the other hand continue to expose government to ridership risk, but also give the government greater control over how the high-speed rail line will operate. The public faces dangers that a PPP may create a publicly subsidized piece of infrastructure that is primarily used to serve the profit-maximizing purposes of a private entity in ways that conflict with the public interest. The most obvious example of this tension arises in the setting of ticket prices. A private concession operator will tend to want higher-priced tickets as a way to maximize their revenue for shareholders, even if higher ticket prices depress total ridership and therefore diminish the positive public impact of the route. The concessionaire for construction of England’s High Speed 1 line was forced to charge abovemarket access fees to recoup its investment. The British government later took over the company, a move intended to expand the use of the line. A similar example occurred in the development of Great Britain’s first highspeed rail line, High Speed 1, which was built by London & Continental Railways (LCR) under a concession agreement with the British government.31 In an effort to maximize revenue and pay back its debts, LCR assessed track access charges to companies providing rail service on the line that were higher than commercial rates and were thought to be high enough to make it unprofitable for would-be competitors to offer service on the line.32 Had the situation continued, the public interest imperatives of maximizing the use of the infrastructure would have run headlong into LCR’s financial imperative to maximize revenue. As it turned out, the British government—which had already agreed to guarantee LCR’s debt—took formal control of the company in 2009 and entered into a new PPP for operation of the line.33 By taking full ownership over LCR, the British government made it possible to offer lower track access charges and gain greater use of the high-speed rail line, though at the cost of absorbing much of the risk it thought it had offloaded to LCR in the first place. Delays at Front End of Project PPPs often promise to complete construction faster than publicly built projects—in part because penalties for late delivery included in PPP contracts drive improved performance by contractors. The difference in speed, however, often depends on when one starts the clock. PPP projects are often more difficult to get off the ground than publicly built projects, especially if they are conducted with due diligence and proper input from stakeholders. The first hurdle in building a project using PPPs is to design one that is attractive to private investors while also satisfying public interest objectives. This can be difficult. The Perpignan-Figueres high-speed rail line connecting France and Spain—often considered a successful PPP—is one example. Preparation of the concession agreement began in 2000, with publication of the request for bids in July 2001. One year later, in July 2002, the binational agency responsible for building the line chose a preferred bidder, only to walk away from negotiations in early 2003, citing “unacceptable” conditions demanded by the private sector bidders.34 The collapse of negotiations forced the contract to be opened for bid once again. The final contract was issued in early 2004 and financial close on the deal was not accomplished until February 2005.35 The ability of the bi-national agency to hold firm during the first set of negotiations helped protect the public against an inadequate deal, but it also resulted in a significant delay in the start of the project.

9. Privates can’t manage interconnectedness of locks with other sectors like irrigation – also it links to politics
Transportation Research Board 2001(“Inland Navigation System Planning: The Upper Mississippi River-Illinois Waterway”, http://www.nap.edu/openbook.php?record_id=10072&page=1)

Investment in and management of an inland waterway is affected by the fact that almost all investment in navigation enhancement and river-training facilities is public and almost all use of the waterway is private. No federal agency would want to assume direct control over the multiple uses of inland waterways. Privatizing these facilities and services is an even less attractive option. A company that controlled commercial navigation would find itself making decisions that affected not only navigation, but also municipal water supply, recreation, irrigation, flood damage reduction, and environmental quality. Privatization would not work well unless the controlling firms faced the proper incentives regarding each possible use of the waterway. There are also disagreements over the goals to be achieved in managing a waterway; a proposal to turn over waterway operation and maintenance to a private firm would be met with intense opposition from almost all constituents. Thus, tensions of public ownership and private use are inherent in U.S. inland waterway systems.¶ Under present management practices, shippers and towboat operators are mainly motivated to consider their own costs while neglecting the government's costs. For example, a current controversy is whether "industry self-help" should be used to reduce congestion by speeding the locking process. Industry self-help imposes costs on towboat operators, but costs the government nothing. In contrast, extending locks shifts the costs of reducing congestion from towboat operators to the government (a portion of the project costs are paid by the fuel tax that goes into the Inland Waterways Trust Fund 1 ).¶ The federal government, through the Corps, is responsible both for investing in navigable waterways and for managing their operations and for minimizing or mitigating environmental side effects. The implicit goal of inland waterway management has been to provide low cost freight transportation to all users. This goal has been manifested as providing equal access to all on a “first-come, first-served” basis, and expanding the system when congestion becomes a problem. Shippers have been reluctant to seek innovative, nonstructural ways to reduce congestion; reductions in congestion would reduce river traffic (at least at peak times), thereby reducing the benefits of lock extensions. Unfortunately, the “first-come, first-served” rule is an inefficient way to manage river traffic, as it results in higher systems costs (costs to all shippers) than if there were a system explicitly designed to reduce congestion. Better management of waterway traffic should result in improved service and lower total shipping costs—with benefits to most waterway shippers. In particular, farmers would benefit from lower shipping costs.

10. Jurisdiction – Army Corp of Engineers has sole jurisdiction over national river structures, means P3’s can’t implement the plan, that’s MSMRG

11. Uniformity – different contractors will maintain different locks, means that there’s no control on the quality and standards of the locks – contractors will do the least possible to keep it running for max profit, making collapses inevitable

12, Only the federal government can ensure use of waterways
-Lack of coordination

-No Standards

-Can’t support large-scale operations 

-Profit disincentivizes public interest
DoT 2011( April, “America’s Marine Highway”, http://www.marad.dot.gov/documents/MARAD_AMH_Report_to_Congress.pdf)

Despite significant progress in short sea container transportation in Europe and recent successful¶ service startups here in the United States, America's Marine Highway must still overcome¶ barriers before it can reach its potential. Disincentives to increased use of the Marine Highway¶ include the unfamiliarity of shippers with this domestic transportation alternative, the lack of an¶ established network of frequent service for container and trailer cargoes, the need for coordinated¶ investment in port infrastructure and vessels, tax issues, and the fact that public benefits¶ attributable to the use of Marine Highway services do not factor into many private sector¶ transportation decisions¶ The private sector will ultimately be the key to the success of America’s Marine Highway¶ through innovation, outreach, and investment. Private operators must demonstrate to shippers¶ and the public that they can provide highly reliable and cost-effective transportation services by¶ sound management and implementation of the most appropriate technologies for the safe and¶ efficient delivery of cargoes and passengers. They must make efforts to provide greater schedule¶ frequencies and lower the overall cost of service. They must reach out to potential customers,¶ addressing their specific needs and concerns.¶ Without strong leadership from the Federal government, however, the nation's rivers and coastal¶ waterways will continue to be underutilized for domestic container and trailer freight¶ transportation. It is difficult for private operators to support the scale of investment needed to¶ initiate large scale operations. Private operators are particularly disadvantaged by the fact that¶ many of the important public benefits of water transportation, including congestion reduction,¶ environmental sustainability, and system resiliency, cannot be captured in the form of higher¶ revenues or lower costs to company profits. Government action is required to help overcome¶ these challenges and assist the expansion of Marine Highway services in a significant manner.

AT: States CP

States lack the uniformity necessary for trade

DoT 2011( April, “America’s Marine Highway”, http://www.marad.dot.gov/documents/MARAD_AMH_Report_to_Congress.pdf)

Generally, researchers have found that regional transportation planners direct their attention to¶ regional highway and transit investments and are less focused on interstate freight issues. This¶ focus is due to many factors, including perceptions that many of the benefits of freight¶ investments fall outside of the planning organization's jurisdiction as compared to other¶ transportation investments such as new roads, intersections, etc. that benefit local commuters; the¶ benefits accrue to the private sector and therefore should be funded by the private sector;¶ planning and funding are difficult to coordinate among multiple State and local authorities; and¶ Federal funding, which is often tied to a single mode, can be difficult to apply to multimodal¶ freight projects.151 The lack of a national freight policy further complicates efforts by State and¶ local planners to support the national freight system. When transportation planners do address¶ interstate or regional freight issues, not all planners are aware of the capacity and environmental¶ contributions that the Marine Highway can offer.152¶ In response, MARAD is striving to raise the profile of America’s Marine Highway among¶ planners and assist them in understanding, funding, and supporting Marine Highway freight¶ projects. Both from its headquarters and through its ten Gateway Offices, located in major port¶ cities across the nation, MARAD will continue to work with State Departments of Transportation¶ and MPOs to incorporate Marine Highway services (including ferries) in State, multi-State, and¶ regional transportation plans. It will also encourage them to consider land uses (such as¶ waterfront industrial parks or the preservation of working waterfronts) that would facilitate the¶ success of Marine Highway services. MARAD provides these authorities with information on¶ potential funding sources for Marine Highway projects, such as the Congestion Mitigation and¶ Air Quality program for projects that reduce emissions and are based in designated air quality¶ nonattainment or maintenance areas, the Ferry Boat Discretionary Program for passenger ferry¶ services, Marine Highway Grants, and TIGER grants. Similarly, MARAD works with other¶ USDOT modal administrations to facilitate and support port and passenger ferry projects. As¶ part of USDOT, MARAD communicates with other Federal departments and agencies to¶ promote awareness of Marine Highway transportation needs and options and seek out¶ collaborative opportunities.

Only the federal government can solve congestion and competitiveness

Troxell, Chief of Engineer Plans and Operations with Combined Forces Command, Seoul, South Korea, 2007 (John,  “Leveraging the Strategic Value of the U.S. Inland Waterway System”, http://www.dtic.mil/cgi-bin/GetTRDoc?AD=ADA469583)
The inland waterway system of the United States stands as a minimally exploited system¶ that, if optimized, could help eliminate the congestion of overland transport, pollution, and¶ provide a low cost alternative to long haul passages.78 The USDOT should aggressively¶ promote inland waterways as an effective alternative to overland transportation. U.S. Inland¶ Waterway System stakeholders must embrace emerging technologies that more efficiently¶ manage traffic on inland waterways to mitigate lock-imposed delays. An intra-governmental¶ approach to managing national water resources must be better integrated at the local, state,¶ and federal level, eliminating political impediments to system efficiency. Integrated planning to¶ effectively link the national transportation network with state and local intermodal infrastructure¶ must be encouraged and managed strategically. The federal government must lead efforts to¶ develop adequate funding strategies, seeking public-private collaboration, to maintain the¶ investment streams that support new construction, operations, and maintenance of the inland¶ 16¶ waterway system, making it a reliable and affordable means of transportation in the future.¶ Inland waterway infrastructure must be prioritized and resources focused on the most valueadded¶ gateways supporting objectives of the national freight transportation system. Overall the¶ system should be repaired and modernized and, in certain cases, enlarged to meet the industry¶ standard requirement for locks of 1200 feet. The federal government and the USDOT, using an¶ interagency approach, must continue to develop transportation strategies that encourage the¶ balanced growth of each industry sector, leading leads to more effective integration of inland¶ waterway transportation. The USTRANSCOM deployment and distribution model should be¶ commercially replicated at the national level to highlight alternative freight transportation¶ planning opportunities that leverage the capabilities of each transport mode. The USDOT must¶ provide shippers incentives for increased use of inland waterways, expanding container-onbarge¶ opportunities to alleviate congestion and increase capacity of the freight transportation¶ system at the national level.¶ In order to maintain our competitive edge, we must assure the strategic mobility of our¶ economic and military elements of power. The inland waterway system can provide a key,¶ strategic capability that enables the current and future economic prosperity and national security¶ of the United States. The federal government, however, must efficiently manage, adequately¶ fund, and effectively integrate inland waterways with other modes of transportation at the¶ national level for this to achieve success. Promotion of the inland waterway system, using an¶ interagency and intra-governmental approach, positions this capability to provide the additional¶ capacity necessary to meet current and future freight transportation requirements. Leveraging¶ the strategic value of inland waterways is integral to building an effective and reliable national¶ transportation network for the 21st Century.

AT: Taxes CP

Taxes on waterways empirically fail

Plamer, President and CEO of Waterways Council, 2008 (“Restoring Trust to the Inland Waterway Trust Fund”, http://www.port.pittsburgh.pa.us/docs/b_palmer_-_restoring_trust_to_the_iw_trust_fund.pdf)

After projects were authorized in¶ 1986 -- and the initial projects were¶ being built -- construction authorizations¶ of future projects moved¶ through the legislative process in a¶ relatively timely manner. Appropriations¶ for the next wave of projects¶ authorized after WRDA 1986 hit a¶ major roadblock.¶ In the late 1980s and into the¶ early 1990s investment in our inland¶ waterway system occurred at a level¶ that utilized all current revenues¶ coming into the Trust Fund. In 1992¶ the surplus in the Inland Waterways¶ Trust Fund was $192 million. Over¶ the next decade, however, the federal¶ government failed to complete available¶ nationally-important waterways¶ improvements. By 2002 the surplus¶ had ballooned to $412 million.¶ So what? … you might ask! The¶ surplus in the Inland Waterways Trust¶ -- like a lot of other trust funds with¶ large surpluses -- was being used to¶ mask the federal deficit. The user taxes¶ were being scored for federal government¶ budgetary purposes as all¶ federal money. Despite the fact user¶ taxes for lock and dam modernization¶ had been sold as a dedicated revenue¶ source, they were not being used.¶ What happened next is ….. construction¶ schedules for important¶ national waterway infrastructure projects¶ slipped. Some project construction¶ schedules slipped more than¶ 10 years and even 15 or more years.¶ Costs for all projects escalated – one¶ more than $1 billion. And the benefits¶ of these projects, derived from transportation¶ cost savings, were washed¶ down the river.¶ For example, the Olmsted Lock¶ and Dam project (on the Ohio River¶ KY/IL), replacing locks and dams¶ 52 and 53, was authorized for construction¶ in 1988. Its fully authorized¶ cost was $775 million. This project¶ is essential to the nation first and¶ foremost because the current facilities¶ in that stretch of the river are¶ beyond repair. Secondly the project¶ is essential because 100 million tons¶ of commerce annually transit that site.¶ The Olmsted Lock and Dam project¶ should have been completed in 2007;¶ but due to constrained funding, it may¶ not be completed for another seven¶ or more years. For Olmsted alone¶ about $5 billion in transportation benefits¶ have washed away.¶ The US Congress’ Transportation¶ and Infrastructure Committee has¶ correctly stated in a recent report¶ that the Inland Waterways Trust Fund¶ “represents a contract between the¶ government and the user. This contract¶ specifies that … user fees would¶ be levied on the users of … inland¶ waterways. In return the government¶ pledged to use the receipts to build¶ transportation infrastructure for the¶ taxpayer’s use.” Revenues in the Trust¶ Fund should be spent as Congress¶ intended … but on time and within¶ budget.¶ For the second time, the Administration¶ indicated plans to propose¶ a fee imposed on commercial barges¶ using locks operated by the Corps.¶ This fee would be phased in beginning¶ October 1, 2008, with increases¶ each year through December 31,¶ 2012. This proposal would eliminate¶ the current diesel fuel tax of 20-centsper-¶ gallon presently being levied on¶ towboat operators who move commerce¶ on America’s inland navigation¶ system. This plan for a barge¶ lockage fee, according to budget documents,¶ would be designed to double¶ the taxes on the industry, generating¶ approximately $190 million annually¶ by 2013.¶ Also problematic, the federal government¶ wants the right to adjust¶ fees/taxes in future years for all Inland¶ Waterways Trust Fund-financed projects.¶ At the same time we see costs¶ skyrocketing because of continuing¶ project delays. For example, Olmsted¶ Lock and Dam -- authorized for construction¶ in 1988 at a cost of $775¶ million – has seen its construction¶ schedule slip 10 to 15 years. Its costs¶ have escalated to nearly $2 billion,¶ while $7 billion of transportation cost¶ savings have washed down the river.¶ This is simply untenable.¶ Until navigation lock replacement¶ projects can be built more efficiently¶ – on time and within budget¶ – Waterways Council Inc., along with¶ others, will continue to oppose these¶ new taxes. Trust needs to be restored¶ to the delivery of waterways infrastructure¶ improvements first. It’s¶ the first step in restoring trust to the¶ Trust Fund.¶ Modernizing our Nation’s lock¶ and dam infrastructure system¶ strengthens our Nation’s economy,¶ bolsters exports, and keeps American¶ citizens productively employed.¶ Ours is a world-class water transportation¶ system that richly deserves our¶ Nation’s support and commitment for¶ today and the years to come.
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