
,Pems of consumer goods and food 
scarcities, there is  a  larger sense in 
which it  is important to expand 
sugar exports and enlarge the  is- 

. land‘s capacity to import. As Gue- 
vara recently confessed, Cuba’s in- 
dustrialization program has lacked 
direction and overall rationality Of 
the more than forty new plants now 
in various stages of completi’on, few 
are in themselves ill-conceived or 
badly planned. Each can satisfy one 
or more of ‘the  standard economic 
,tests-every  one of them will pro- 
duce an import substitute, utilize 

available local raw materials,  and 
so on 

Taken as a whole,  however, 
Cuba’s investment pohcy has laclred 
a theme, a general direction, an  un- 
derlying ratlonality. Cuban planners 
have hesitated to place too much 
emphasis on heavy industry-the 
island’s market,  after a l l ,  comes  to 
just over  seven million people At 
the same time, few  will defend an 
attempt to replace all of the thou- 
sands of consumer items that Cuba 
now imports Even Cubans who are 
willing  to continue along past  lines 

Detroit Makes Your Choice 

FASHION or SAFETY. m . = ’ .  

Auto manufacturers, with a cor- 

1 
porate brutality unsurpassed since 
the railroads in post-Civd War days, 

) haie been steadily rejecting  a life- 
I saving technology that could reduce 

our annual highway death toll from 
40,000 a year to 12,000 or less. For 
more than ten years, many scien- 
tists  and laxvmakers have been 
pointing the way It0 this technology, 
which involves no  more than  the  re- 
designing of cars in accordance with 
principles as old as Archimedes. 
Their struggle so far  has been al- 
most entirely in vain. 

I say “almost entirely” because 
grudgingly, slowly, the auto indus- 
try has given  way  on  some points. 
Safety belts, newly  designed steer- 
ing wheels, padded dashboards have 
become, if not standard equipment, 
at least available as extras. A few 
manufacturers have discarded the 
deadly, sharp  fins  and pointed radi- 
ator  ornaments - lethal weapons 
even  on a slow-moving vehicle - 
that were, so popular only a few 
years ago But by and  large  the in- 
dustry continueb  to reject safety for 
speed, power,  decor; and,  under  the 
leadership of General Motors, the 
“‘big three” of Detroit-GM, Ford 
and Chrysler-have forged what 
amounts to a  united  front  against 
any outside interference  with their 
designs. 

In a speech before the  National 
\ 

Ralph Nader, a n  attorney, has long 
been  interested in safety  problems re- 
latzng to the autdnzobile (see ;‘The Safe  
Car You Can’t Ewy,” The Nation, Apr i l  

I _  

1 1 ,  1959). 
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Safety Congress, John F. Gordon, 
presiden’t of GM, ridiculed “amateur 
engineers” who  were trying to take 
over responsibilities that belong to 
“competent engineers in the indus- 
try.” But  i.t has been through< en“ 
gineers and medical scientists at 
Cornell, Hanard ,  California, Minne- 
sota and other universities, - and 
through research carried out by the 
Liberty Mutual Insurance Company, 
that tEe  relations.$ip has been un- 
covered  betw’een auto designs and 
our annual 40,000 fatalities  and 
four million injuries on the  high- 
ways. ’ Pop-open  doors, cardboard- 
like roof structures, uprootable 
seats, flying cushions, jutting  metal 
dashboards, bone-crushing knobs, 
chisel-like rear-view mirrors and, 
above all, dangerous shafts  and 
steering wheels are a few of the 
more than  a  hundred design defi- 
ciencies that Mr Gordon‘s  “compe- 
tent” engineers seem to have over- 
looked. 

I t e m :  A team of optometrists, on 
funds provided  by the American 
Optometric Foundation, is produc- 

a ing a series of studies on some fifty 
‘late-model  cars Dr. Merrill J. Allen, 
the project’s director, offers this 
comment: “Not  a, single car pro- 
vides a suitable visual environment 
for daytime driving.” Serious ob- 
structions to visibility include  dash- 

-board  and  panel reflecltions, wind- 
shield distortions, hood and chrome 
reflectlons, corner posts and  sun- 

’ shades. “It almost appears,” Allen 
stated, “that automobile manufac- 
turers believe that vision has noth- 
ing to do with driving.” 

have had to face  the  question: How 
can we afford needed raw  material 
and machinery imports? 

The answer which seems in- 
escapable is-sugar. It becomes in- 
creasingly clear to most-Cubans  that 
any and all industrialization pro- 
grams presuppose a higher level of 
imports and, therefore, exports. 
Cuban planners are now aware that 
large-scale capital investments in 
sugar are essential for any real  im- 
provement in the island’s ‘major 

(Continued  on page 228)  

. . . Ralph Nader 

I t em:  Henry Wakeland, New Yorlr 
aultomobile consultant, has col- 
lected photographs showing chil- 
dren and elderly women killed when 
their hearts or lungs were  pierced 
by the  fins of automobiles moving 
as slowly as four miles per hour. 

I t e m :  Pdblic Service Research, 
Inc , of Stamford, Conn., analyzea 
bhe accident experience of several 
large commercial fleets  under ‘a 
U.S Public Health Service grant. 
The  findings showed that some car 
makes are more accident-prone than 
others-a clear indication that safe- 
ty is a function of the car as well 
as of the driver Similarly, a Cor- 
nell group established substantial 
variations in the strength of door 
latches among various makes, but 
all were  below minimum adequate 
safety regulations. Both the Public 
Semice  Research  and  Cornell S tud-  
ies  were  supported  by  public  funds,  
yet   the   f indings  of   nei ther   have  been 
made  available t o  the  consumer.  

I t e m .  D;. Horace Campbell, an 
‘expert on the effects of collisions 
op car passengers, insists that the 
instrument panels and dashboards 
of GM cars are the  most dangerous 
in the industry.  Further,  the Chev- 
rolet Corvair’s steering box, from 
which ascends the steering shaft,  is 
mounted forward of the  front axle 
and so gets ‘the first blow in any 
head-on collision. (GM is an ex- 
ponent of the policy that any safety 
‘component on its  cars, such as crash 
padding, should be offered as  an 
“extra”-i.e., if you want  it, you  pay 
extra for  it.) 

ci The list could be lengthened al- 
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most  indefinitely. And what  (this list 
contributes to are a couple of appal- 
ling  statistics: (1) half of all the 
cars  now  on the road will be in- 
volved, at some time  or  another, in 
an injury-producing  crash; (2)  an 
American’s chance of escaping in- 
jury in a  vehicular  crash  during  the 
whole of his lifetime  is no better 
than fifty-fifty. 

turers are uniformly  culpable. Amer- 
ican Motoxs has publicly condemn- 
ed  the glamorizing of horsepower 
and speed Ilt pioneered in the adop- 
tion, in moderate-priced cars, of 
independent  braking systems for 
front  and  rear  wheek, so that if 
qther system fails, the  remaining 
one can bring  the  car to a halt. 
Studebaker’s president, Shenvood 
Egbert,  ,has  regisiered vigorous dis- 
sent  from Ithe proposition that  safe- 
;ty advances  should  wait  for  public 
idemand.  Studebaker’s Lark  and 
iAvan,ti are  free of many  sharp 
ledges and  projections,  both  inside 
#,and  outside.  Ford has  made some 
pgnificant  advances since  1956; 

’ land probably has  the  sincerest in- 
iury-prevention  program  operating 
‘in the  industry. 

1 This  is  not to say that  manufac- 

’ ,  

I 
I 

The  auto  industry  is  perfect- 
ly aware of ,the mounting  tide of 
briticism leveled against  its  product. 
It  is equally aware of the  remedies 
- practical and effective - that 
have been  offered.  Why does it  re- 
spond so Little? One thing  is cer, 
t a :  in terms of immediate  produc- , 
tion  costs, safety can  be  purchased 

’ for pennies.  Liberty Mutual’s experi- 
.ence in constructing  “survival” cars 
is  instructive in this  respect.  The 
company took four stock 1960 
Chevrolets, removed the ginger- 
bread, gewgaws and  unsafe  features 
and  replaced  them  with dozens of 

- safety  improvements that added n o  
more   than  $10 to the  cost   o f  pro- ’ duction. Among these  improvements 
were collapsible steering  assemblies, 
automatic fire-protection  systems, 
ro l l  bars  to  strengthen  roofs  and  in- 

I the-line  safety-brake devices. Every 
one of these  safety  features  l tas 
been   known  ,to Detroit f o r  years 

It isn’t production  costs that 
makes Detroit so safety-unconsci- 
ous; it  is the  fear  that  its policy of 
obsolescence will become obsoles- 
cent.  Safety  engineering  sponsors 
constant values vlrhich conflict  with 
automoblle  “fashions” that ’ alone 
justify  yearly ,model change-pvers. 
The industry is built on  calculated, 
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non-functional obsolescence - the 
appeal of the  new color, the  new 
\gimmick, the  new  sdhouette,  the 
added  horsepower  or  wheelbase or 
wheel  track What else is  it  that 
makes  the ’64 model  different  from 
the ’63? The ,emphasis that Detroit 
places on style over safety  is clearly 
’ evealed in llts payrolls:  the chief 
Lutomobile stylist and  his associ- 
‘ h e s  get much  more  money,*  much 
Lore  authority, and enjoy much 
breater  prestige, than  the largely 
ignored  safety  engineers.  But once 

sensible,  sturdy, safe  car  is  ,pro- 
duced,  “fashion” to a large  extent 
flies  out of ,the  window, and no jus- 
tification  remains  for  the  annual 
style change-over. 

And there’s a ‘second reason  why 
the-auto  makers don’t want to listen 
tc-- outsiders:  they  fear  that, once 
th-ey, do so, they will be  inviting gov- 
ernment  regulation. In this  respect, 

.the  auto  industry today  enjoys an 
immunity  shared by n o  other  trans- 
Portation  industry.  Trains,  airplanes 
iand ships  must all meet  federal 
safety  specifications. The only con- 
trol lthe auto  makers  have to worry 
{about are  the minutiae of state 
standards : laws  requiring  wind- 
shield  wipers and  directional sig- 
nals,  for  example. 

Headed by  the “big  three,” 
the Automobile Manufacturers As- 
sociation is following a threefold 
strategy  to  preserve its present poli- 
cies and  protect  its  members 
against  the  threat of government 
control : 

I .  Commbn  agreement on safety- 
hesign policy so that  no  company 

can  offer  the public  substantially 
more  than  its competitors in  the 
way of safety  improvements.  (The 
“big  three,” in particular  General 
Motors, fought  for  years  against 
the  use of seat  belts  before  suc- 
cumbing to public  pressure ) 

2. Generous  contributions  to,  and 
support of, ,traffic-safety  groups 
which  -emphasize drzver  responsi- 
bility exclusively. Here, the  manu- 

’ facturers  find themselves in a com- 
moli front  with snch organizations 
as  the Automobile Safety  Council, 
the  National Safety  Council” and  the 
Association of Moltor Vehicle Ad- 
ministrators!  Pushing  the driver- 
responsibility theme  diverts  atten- 
tion &om the automobile and ,gives 
the  manufacturers a “responsible” 
public image. 

3. Reliance on the safety-per- 
formance  specifications of ,the So- 
ciety , of Automotive Engineers 
(SAE), which  is  supposed to im- 
pose “impartial,  authoritative  stand- , 
ards.”  But SAE, in  large  measure, 
is a “company”  society; the  men , 

, wtho lay down the standards’mare the 
‘,men  who work’ for  the  companies 
that  are supposed to adhere  to  the 
standards. Thus, f o r  instance,  the 
society’s Vehicle Latch Gubcommit- 
tee is composed of seven  men, all 
paid employees of one  or another 
of the  major automobile  companies; 
no  non-industry  interest  is  repre- 

- sented.  The  presumption is that  the 
only standard,s  set by the SAE are 
those that  have  already  been agreed 
upon by the  auto  makers. 

But it  may be that  the  industry’s 
biggest safeguard  is  its very bigness 
and power.  Americans are never 

Sketch of the  Cornell-Liberty  Safetg Car. 
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permihted to forget that one in every 
six workers in the  country owes his 
job directly or indirectly to Detroit 
Currently the  industry  has been 
touted  as  “holding up  the national 
economy,” with  sales rushing to-. I 

ward a record.  Such  arguments in 
the  hands of a lobbyist .are very 
powerful  indeed. Did i t  julst happen 
that Congress stripped  the Armed 
Forces Epidemiological Board of 
authority to finance  crash-injury 
research on the gnound that  this 
work was  civilian in nature? In 
1956, Congressman  Kenneth A. 
Roberts’ Subcommittee on  Health 

and Safety held dramatic  hearings 
on car-safety problems: why did its 
fmdings go unheeded? Why was its 
work in thw held  cut  ‘short? 

Domestic a? fatalities  rarely  ex- 
ceed 1,200 annually,  compared to 
the automobiles’ 40,000. Yet the 
federal  government  spends  tens of 
millions or more  on air safety- 
and just about $5 million on auto- 
mobile research. 

Recently, Professor J. Douglas 
Brown of Princeton University asked 
his  engineering colleagues: 

I f  engineeTs can  des ign  space 
ships t o  go to the moon,  why can’t 

they design n safe?. nzrton7obile? Who 
zs t o  be the  bridge  between sczemg 
and Izurnan fulfdnzent, t&-profes- 
sional engineer OT the Madason Ave- 
nue pollster? 

fields  as  meai  and dr /Ch gs teach  that 
the decisive pressures come from 
an aroused public. But the public, ’ 

to be aroused,  must be informed. 
Slaughter  on  the highways has been 
a perennial phenom’enon for near- 
ly half a century-and still an in- 
dustry is permitted to produce, un- 
hindered, vehicles full of accidents 
and  tragedies waiting to happen, 

The lessons of the  past 

The  natural  predators  such as 
wolves, weasels, hawks  and owls 
have  been badly misunderstood by 
,thinking of them in terms of human 
predators,  such  as  hunters,  generals, 
gun,men,  loan  sharks,  exterrnina- 
‘tors,  robber  barons, and even  United 
States  Congressmen. The  natural 
predators  just  want to eat,  and no  
more hate  their food than a Con- 
gressman  hates a porterhouse  steak. 
The  human  predators  function  on 
more  abstract.  and  therefore  more 
insatiable and ruthless,  principles. 
Nevertheless, it  is not suggested that 
the system of bounties we now pay 
for  Ithe killing of predators be ex- 
tended to  cover Congressmen. The 
natural  laws  that  justify  the  other 
predators  may d s o  operate to save 
our legislators. 

W-e will rdlturn to the Congres- 
sional-  attitude toward  predators. 
The  immediate  interest  is in a new 
,and  magnificent  study of the  pred- 
ator  ’and  its prey, specifically the 
.wolf and  the moose on  Isle Royale 
National  Park in Lake Superior.  For 
.the first  time  the  animals were  fully 
observed, and  photographed,  during 
the  hunt,  the ldl  and  the post- 
prandial  nap,  This  was posslble 
only in winter w,hen the animals 
could be clearly seen from a light 
ski-plane and easily tracked  across 
the  snow, and  the  victim could be 
examined soon afterward. 

Quite by chance, a classic situa- 
tion had ‘developed on Isle Royale, 
la protected park,  first  under Mich- 

David Cort is a f requent  contrzbzttor; 
his newest book zs Social Astonish- 
hnents (Macmillan).  

igan  law  and since 1940 as a na- 
tional park Moose had cros’sed on 
the  winter ice  around 1912, as  the 
last woodland  caribous  were leav-, 
ing- In a breeding  spree,  they had 
multiplied by 1929 to about 3,000 
.animals,  exhausting  the  available 
browse, and  then  entered a deca: 
dence of famine  and disease,  their 
numbers dwindling #to a few hun- 
dred In the  last stages of this  great 
death, in 1949, a ’  few wolves ar- 
rived, also by  way of the ice. Coli- 
mgressmen would *suppose that this 
would have ltolled the  last  knell of 
the moose. 

Exactly  ,the  contrary.  Today the 
moose are at  an optimum  popula- 
tion of about 600, producing  about 
225 calves  a  year. The wolves now 
number exactly twenty-two, and  are 
evidently breeding The  larger wolf 
pack of seventeen  animals kills once 
every three or four days,  or  about 
one hundred moose a year. (It is no 
myth  that wolves hunt  in packs.) 
Accidents, dxease, old age, drown- 
ing  and  the other  pack of five 
wolves account  for  the rest of the 
sunplus The wolf-moose commu- 
nity is in working  equilibrium, and 
the moose seem to be in equilibrium 
with  the food supply of American 
yew, aspen,  birch,  balsam, moun- 
tain  ash, dogwood, lilies and  other I 

water  plants. . 

A Purdue bi’ologist, L. David 
Mech, began  this  study in 1958. He 
was  joined by others,  including  Dur- 
ward L Allen, who has published 
reports in the March-April, 1963, 
Audztbon Magazine, and  the  Febru- 
ary,  1963, National Geographic. The 

‘most important discoveries came by 
‘examination of the moose carcasses, 
sixty-eight in all Of these,  twenty 
were in their  first  year Not one was 
between the ages of one and  six 
years. IVIost of the  adult kills were 
in the nine-to-ten-year  group. Some 
of the  adult kcills had  lumpy jaw, 
a bone  infection; some had bone- 
marrow  depletion of fat, some had 
encysted lungs.  The superior moose 
could defy the wolves, it  was esti- 
mated,  to  the age of twenty. I 

The wolves’ hunting  methods, or 
predatory  theory, seemed remark- 
ably devoid of human  fanaticism or 
“blood lust,”  contrary to the  human 
legend as to the wolf psyche. In the 
snow,  they  trot single-file in one 
track;  when  they  scent  a moose, 
they  seem to discuss the  matter, 
then  spread out and circle it. The 
moose sometimes  outruns them in 
the deep snow, and  after a  mile or 
so they give up Or a vigorous moose 
will stand  and  charge  them, where- 
upon  they  take  council and soon go 
on  their  way. In thls way, they may 
&try out a dozen animals before they 
find one that is suitable for  their 
attentions. 

Each wolf ate forty  pounds  about 
every three  days. An 800-pound 
moose (big bulls weigh up to 1,600 
pounds) sufficed the  pack  for  three 
or  four days. It is obvious that these 
were  satisfied wolves, and  that a 
famished wolf would probably be 
somewhat  less civilized. 

Nevertheless, it was  clear that a 
healthy moose was  more than a 
match  for the whole wolf pack. 
We see that  the  predators  made 
themselves  experts on ,the health 
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