




















motorcar.” There are now over 100
million automobiles in this country, and
we all take it for granted that we have
the right to drive them when and where
we please. We do have that right—as
long as were willing to pay the price
for it.

When our automobile population be-
gan to boom, we encountered the an-
noyance and inconvenience of clogged
streets and highways. We began pres-
suring our elected representatives for
remedial action. But what sort of ac-
tion did we demand? More and better
public transportation? Quite the con-
trary. Some cities, like Los Angeles and
San Francisco, even went so far as to
abandon mass transit systems that were
pretty serviceable.

We didn’t want mass transportation;
we simply wanted more room to drive
our cars. The result was that we began
paving huge pieces of valuable urban
real estate and constructing thousands
of miles of super highways. In 1957,
our Federal highway program cost us
$26 billion, and, while the figure isn’t
that high in the current budget, it still
dwarfs the insignificant amount that has
been appropriated for rapid transit sys-
tems. In other words, we're sticking to
the same choice we made a couple of
decades ago—more highways, not fewer
cars.

Quite apart from what the highway
programs have done to the aesthetics of
our landscape and the tax base of our
urban centers, they have simply added
to the congestion that they were de-
signed to eliminate. When a new ex-
pressway is built, why should a sub-
urbanite take public transportation to
work when it suddenly seems so much
easier to drive? The result is, as Mum-
ford points out, that “almost before the
first day’s tolls on these expressways
have been counted, the new roads
themselves are overcrowded.”

So the spreading highway system has
been our own doing. In building more
and more roads, local, state and federal
governments were merely responding to
our demands. While we have been urg-
ing the passage of highway legislation,
we have seen passenger railroad service
drop from 150,000 miles to one-third
that amount in the past twenty years.
Electric railway track has all but dis-
appeared. If we had not been so in-
sistent on our “right” to drive, those
passenger lines could be making a big
dent in both congestion and pollution.

As government has responded to our
demands for highways, so has Detroit
responded to our demands for cars.
What we have demanded from the auto
manufacturers is not cheap and efficient
transportation, but huge, shiny cars
with more horsepower than any sane
person would ever have any use for.
And, needless to say, the higher the
horsepower, the greater the fuel con-
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sumption and hence the greater the air
pollution.

As long as we want super horsepower
cars, manufacturers will produce them
and dealers will sell them. Norman
Cousins, editor of Saturday Review and
chairman of New York’s Task Force on
Air Pollution, wrote recently: “So long
as millions of Americans associate high
horsepower with status and personal
potency, it may be difficult to sell cars
with reduced but adequate capabili-
ties.” Because we demand the luxury
of unneeded power, then, every mile
we drive,- we add more poison to the
air than we would with a smaller—and
more economical—car.

We have seen heartening evidence in
recent months that the wheels of gov-
ernment are grinding into motion. In
addition to encouraging these efforts,
more must be done, and the major
burden still falls on us—as individuals
and as community groups. By now it
should be clear that no simple formula,
no magic distribution of tax money, will
be sufficient. We have to launch the
assault on as many fronts as possible
and as quickly as we can. Here are
some suggestions that any individual or
group can follow without much trouble:

1) Don’t drive to work if you can use
public transportation. Ecologist Ken-
neth P. Cantor estimates that half-flled
buses can carry 17 times as many peo-
ple per hour over a highway lane as
cars can. If your community doesn’t
have adequate mass transit facilities,
find out why and do something about
it.

2) If you have to drive to work, take
passengers. The average car during
commutation hours carries 1.5 people.
If every driver took just one more
Ea;fsenger, congestion would be cut in

alf.

3) Buy unleaded gasoline. All major
oil companies have plans to install addi-
tional pumps for lead-free gas. It's
going to cost a few cents a gallon more,
but remember, the longer we delay, the
higher the price—especially in terms of
health

4) If you don’t plan to buy a new car
this year, at least buy a catalytic con-
verter—a device attached to the tailpipe
to trap dangerous hydrocarbons and
carbon monoxide. General Motors esti-
rg)ates these converters will cost about

35.

5) If you do buy a new car, find out
what sort of pollution-control device is
included. If there isn’t one, insist on its
inclusion.

6) Keep your engine well tuned; an
engine that isn’t working properly mul-
tiplies the pollutants tremendously.

Notice that just about every one of
those steps is going to take a little out
of your pocketbook—but the price is in-
significant compared to the cost of con-
tinued inaction. There are other things
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you can do, especially if you can coop-
erate with others through church or
business groups. Here are a few exam-
ples:

First, support local and national
conservation groups, most of which
have been voices crying in the wilder-
ness until recently. Help your commu-
nity take a positive attitude toward en-
vironmental improvement.
words, don’t just work to stop pollution,
but take steps to make your surround-
ings more pleasant and beautiful.

Second, encourage local, state, and
national legislators in their efforts to
combat environmental decay. At the
local level, for example, municipal gov-
ernments can take firm action on elimi-
nating pollution contributed by buses
and city-owned trucks. New York City,
which has been saved from total disas-
ter only by favorable winds, has now
equipped virtually all of its buses with
a needle fuel injection system. The de-
vice is relatively inexpensive, labor be-
ing the major cost, and it cuts the emis-
sion of pollutants by more than half.
Find out what your community is doing
in this regard and start exercising some
pressure for more action.

Government action also seems neces-
sary to get trucking companies to ac-
cept their share of the responsibility.
Major manufacturers of trucks state
that they have pollution control devices
available, but few trucking companies
have expressed any interest. Under the
Federal Environment Improvement
Program, 1971 model trucks will have
to meet certain standards for smoke and
pollutant emission. But once the trucks
are on the road, control is going to be
pretty tough to maintain. Every com-
munity will have to police the trucking
companies in its area. Again, take some
time to find out what’s being done (or
what isn’t being done), and give your
state and local legislators some solid
backing. Even a letter-writing campaign
would show them they have support.

And, third, encourage vour local
schools and universities to institute
courses on ecological problems. Fifty
years ago, H. G. Wells predicted a
race between catastrophe and educa-
tion. We're in that race now. Youth
must be encouraged to understand the
complexities of the problems, and also
to feel that what they do as individuals
can and does make a difference.

It seems appropriate to close on a
note of optimism—but a note that has a
warning attached. In the words of
James E. Allen Jr., U.S. Commissioner
of Education: “We have created this
technology by exploiting our talent for
invention, our dedication to learning,
and willingness to work and work hard.
Now we face the ultimate challenge of
using these same characteristics to re-
gain control of our technology—lest, un-
controlled, it exterminates us.” n

In other -



















































































































































