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Contention One is The Regime of Automobility

The United States has developed a culture of “Automobility” – in which the automobile is idealized by the American public, seen as a symbol of status and an absolute necessity. The upper class uses Secessionist Automobility – the avoidance of all “others” by use of the autonomous, individual transportation afforded by cars - to maintain physical separation from the lower classes of society - facilitating socio-economic and racial discrimination and hatred. 

Henderson, 06 (Jason Henderson, Professor of Geography at San Francisco State University who writes about the politics of mobility, “ Secessionist Automobility: Racism, Anti-Urbanism, and the Politics of Automobility in Atlanta, Georgia”, International Journal of Urban and Regional Research, 6/2006, http://bss.sfsu.edu/jhenders/Writings/ijur_final.pdf, RM)

The racial crisis centered on a young white male baseball player for the local professional team, the Atlanta Braves, who had delivered a racially charged homophobic diatribe to the national sports media. It began when these bigoted comments about New York’s subway were widely published: Imagine having to take the number seven train to the ballpark, looking like you’re riding through Beirut next to some kid with purple hair next to some queer with AIDS next to some dude who just got out of jail for the fourth time next to some 20-year old mom with four kids. It’s depressing (Pearlman, quoting John Rocker, 1999). Just as Atlanta’s corporate elite were confronting the environmental and social problems of automobility and assuring investors that they were capable of solving complex problems, the diatribe sparked a mini racial crisis and a frenzy of more negative media attention on Atlanta. Syndicated columnists and social commentators asked ‘What does [the racist diatribe] say about us?’ (Schneider, 2000). Civil rights historian David Garrow (2000) called Rocker a ‘human Confederate Flag’. Garrow also stressed that the intolerance expressed in the diatribe was treacherously shared by many whites. Indeed, the controversy was met with roaring cheers by white baseball fans early in the next  season as the controversy drew on, compelling some locals to ask if fan reaction exposed the region’s ‘redneck underbelly’ (Smith, 2000). The social commentary proved embarrassing enough to Atlanta’s corporate elite that old stalwarts of corporate/civil rights Atlanta’s regime (see Stone, 1989), such as former Atlanta mayor Andrew Young and the retired baseball great Hank Aaron, were called upon to defuse the situation and beg for renewed racial healing (Young, 2000). In spite of the thousands of self-examining media reports about intolerance and racism, the spatial context of automobility and a vitriolic hostility towards transit and urban life were missed. During the bigoted diatribe, the culprit was driving a large SUV — a Chevy Tahoe — and speeding down a massive multi-lane freeway. While venting to the reporter his disdain for New York’s subway, he yelled angry obscenities and made gestures at other motorists from within his speeding cocoon. He held the steering wheel in one hand and a cell phone in the other, continuing to speed, and he said that the thing he hated more than anything else in the world was trafﬁc: I have no patience. So many dumb asses don’t know how to drive in this town. They turn from the wrong lane. They go 20 miles per hour. It makes me want — Look! Look at this idiot! I guarantee you she’s a Japanese woman. How bad are Asian women at driving? (Pearlman, quoting John Rocker, 1999). The woman was white, but to this angry white male, everyone else on the road was in his way. Everyone else was driving too slow or in the wrong lane or did not signal properly. He was being unfairly oppressed by trafﬁc, women drivers and minorities. There was no consideration that his driving might be part of the problem. After spitting into a toll collection device on the highway, the angry white male described his disdain at the possible alternatives to his SUV — a compact urban form with intensive transit infrastructure containing pedestrian and transit spaces where people would have physical proximity to ‘others’ of different racial, class, gender or sexual orientation. Seen in this context, his SUV was more than just an instrument for traveling through the city. It was an instrument of secession from what he scorned in contemporary American urban space. Public transit was a warren for ‘AIDS and welfare queens’. Times Square, a high-density public space, shared by pedestrians, buses, taxis and cars, was full of ‘too many foreigners who don’t speak English’. Trading the SUV in for a transit pass, and the house on an acre lot in a segregated, low-density suburb for denser, mixed-use developments with shared public spaces was the antithesis of his values and ideologies about space and how he preferred to live. Unwittingly, this angry white male baseball star was practicing a distinctive politics of secessionist automobility, couched in a racialized, anti-urban, anti-density, anti-transit set of ideologies and values — and none of the mainstream press articles that ensued after his diatribe made the connection. The essentialization of automobility was complete in Atlanta’s (and the nation’s) public discourse, despite focus on smog and suspended federal transportation funds.  It is important to understand the context of this angry diatribe. It corresponded with decades of vitriolic anti-transit rhetoric in debates about expanding transit in Atlanta (and arguably, in cities throughout the US). This racialized animosity towards transit affectively produced full automobile dependency for most Atlantans, and thus contributed to the universalization of automobility in everyday life. As exhibited in Figure 1, Atlanta has a limited geography of transit compared to the geography of the metropolitan area. Since it was established in the 1960s, the Metropolitan Atlanta Rapid Transit Authority (MARTA) was jokingly referred to as ‘Moving Africans Rapidly Through Atlanta’. Every county in metropolitan Atlanta, with the exception of Fulton and DeKalb, had contentious local debates or referendums on either joining MARTA or establishing an independent, stand-alone transit system, all while thousands of white families relocated from the city center to the suburbs in racialized reactions to the civil rights movement. Gwinnett County, to the northeast of downtown Atlanta, had its ﬁrst failed county-wide referendum on joining MARTA in 1971, a second attempt was made  in the 1980s, and a third in 1990 (Cordell, 1987; Atlanta Journal-Constitution, 1988; Torpy, 1999). All three failed under a cloud of racialized rhetoric and considerable movements of middle-class whites away from proximity to blacks and to separate majority white suburbs (Keating, 2001). ‘The reason is 90% racial’ proclaimed the MARTA board chair in the 1980s (Cordell, 1987). For these whites, automobility enabled physical secession to outer suburban areas while simultaneously providing a means of travel through spaces inhabited by blacks, all without having to interact with blacks. Coverage of transit debates in the Atlanta Journal-Constitution revealed how deeply race mattered. In suburban Cobb County, the chairman of a local anti-tax organization declared that ‘MARTA-style mass transit would lead to an increase in crime and the construction of low-income housing in Cobb County’ (Atlanta Constitution, 1998). MARTA was reviled by racists as a black-controlled urban agency (even though it was  controlled by whites from the corporate elite of Atlanta), in a black-run city with a black majority population. On the heels of the controversy over Rocker’s angry diatribe, the Georgia Association of Highway Contractors ran television spots in 2001 reacting to the suspension of federal road money because of the smog problem. The accompanying video footage showed grim apartment blocks and black people getting off a bus (Ward, 2001). Narrators warned that radical environmentalists threatened to take away Atlantans’ right to drive and live where they want. (Ironically this ad attacked ‘radical environmentalists’ when in fact the business-led GRTA publicly led the promotion of transit.) A couple in the exurban sprawl north of Atlanta stated that they moved to the county because they felt mass transit would never come there, and that ‘transit makes areas accessible for lower-income families that could otherwise not come out here because they don’t have transportation and that’s good’ (Wood, 2000).
Reallocating resources to mass transit will foster a broader acceptance of people from every walk of life, and break down the physical separation of classes for everyone in a region – not just those who use the transit

Frug 98 (Gerald E Frug, Samuel R. Rosenthal Professor of Law, Harvard University, “CITY SERVICES”, LexisNexis, 4/98, RM)
Highway maintenance also raises broader issues than the need to fill potholes. Fixing the streets is simply one of the many direct costs imposed on cities by America's automobile-based society: cities spend money policing the streets, sweeping them, installing traffic signals, and sending the fire department and paramedic services when accidents occur. n223 And highways are only one ingredient in a transportation system that can either link metropolitan residents together or divide them from each other. Decisions about the allocation of funds for highways, mass transit, and bicycle paths have had a major impact on the design of the area's streets, housing, and commercial life and, with it, the accessibility of jobs for the poor. Indeed, some cities and neighborhoods have excluded the region's mass transit system to prevent "undesirables" from having easy access to them, and highways have been located to separate the region into racially identifiable spaces. n224 This history of isolating the poor makes it clear that a decision to shift resources from highways to a fully accessible mass transit system would affect the lives of everyone in the region, not just those who ride the trains. n225 So does a recognition of the effect that such a shift would have on the extent of car generated pollution throughout the metropolitan area. Moreover, a reallocation of transportation resources could focus on more than extending the transit system. It could lure people out of their cars by (for example) radically reducing the fares and thereby influencing the kind of relationship with strangers that the region fosters. n226 Mass transit and walkable streets are two of the major sources of public space in [*92] America: they facilitate the daily experience of crossing paths with different kinds of people. Driving, on the other hand, is a privatized affair: it facilitates focusing on oneself (daydreaming, putting on makeup), interaction with people one knows (car phones, car pools), or, at its most expansive, listening to the radio. Emphasizing alternatives to the car culture could therefore nurture an aspect of fortuitous associations different from the feeling of security I have associated with expanding cities' emergency services. It could foster a reaction that is common among people who live in big cities - and quite different from the feelings of discomfort or alarm so often experienced by suburban residents - when the girl with green hair and multiple piercings, the African American kids blasting hip-hop on a boombox, the gay couple holding hands, the panhandler, and the mentally ill person pushing a shopping cart pass by. n227 That reaction is: "whatever." 
A broad urban transportation investment project focused on the needs of marginalized populations is the only way to alleviate the conditions of poverty and racism felt by millions in the United States and spur massive movements for racial justice, broadening awareness of the fragility of the regime of Automobility

Mann et al 2006.

 (Eric Mann, Kikanza Ramsey, Barbara Lott-Holland, and Geoff Ray are members of the Labor/Community  Strategy Center an organization that has a particular focus on civil rights, environmental justice, public health, global warming, and the criminal legal system.. “An Environmental Justice Strategy for Urban Transportation”. http://urbanhabitat.org/files/ 1%20Eric%20Mann.pdf, RM) 

Across the United States, federal and state transportation funds favor suburban commuters and auto owners at the cost of the urban poor, the working class, the lowest income communities of color, the elderly, high school students, and the disabled. People dependent on public transit for their transportation needs suffer dilapidated buses, long waits, longer rides, poor connections, service cuts, overcrowding, and daily exposure to some of the worst tail-pipe toxins. The movement for first-class, regional transportation systems that give priority to the transit dependent requires the mobilization of those excluded and marginalized from politics-as-usual, and will challenge the pro-corporate consensus. Equity demands a mass movement of funds from the highway and rail interests to bus systems, from suburban commuters, corporate developers, and rail contractors to the urban working class of color. Such a transformation will not happen—cannot happen— until a mass movement of the transit-dependent is built from the bottom up. A Transit Strategy for the Transit-Dependent In 1993, the Labor/Community Strategy Center (LCSC) in Los Angeles founded the Bus Riders Union (BRU)—now the largest multi-racial grassroots transportation group in the U.S.—with more than 3,000 members representing the roughly 400,000 daily bus riders. The BRU’s 12 years of organizing, significant policy and legal victories, and analytical and theoretical expertise can be used as a resource for the urgent work of mass transit reconstruction in U.S. urban communities. The needs and the leadership capacity of the urban working class of color must play a central role in developing sustainable communities. We must aim to: reduce suburban sprawl; promote ecological and environmental public health; create non-racist public policy; and focus on the transportation needs of society’s most oppressed and exploited. The needs of the working class and communities of color are both an end in themselves and an essential building block of any effective organizing plan. The transit-dependent are defined as those who depend on public transportation for their mobility and personal viability because of income (unable to afford the purchase or maintenance of a car), age (too young or too old to drive), or disability. It is the lowwage workers, the people of color, the elderly, the high school students, and the disabled who must be at the center of any viable transit strategy. The deterioration of urban public transportation is racially coded and must be addressed with an explicitly anti-racist perspective. In every major urban area in the United States, the low-wage workforce is at the center of the region’s political economy—the domestic, department store, convenience store, electronic assembly, garment, hotel, and restaurant workers, the security guards, and the street vendors. These workers often have children, rent apartments rather than own homes, use public transportation, and have family incomes of $15,000 to $20,000 a year. Everything they do—transporting children to and from schools and childcare facilities; going to work; looking for work; attending community colleges; even enjoying modest forms of recreation— depends upon a viable public transportation system. Public Health vs. Culture of the Automobile Any serious movement that prioritizes public health over corporate profit, especially with regard to toxins and air pollution, must draw some very radical political and policy conclusions. As Barry Commoner, the noted environmental scientist, observed, the only effective way to radically reduce airborne toxins is to ban them before they are produced. With regard to the internal combustion engine and the auto industry, it would be best if there were the most stringent restrictions on auto emissions, combined with some radical restrictions on auto use. The problem is that there can be no effective mass movement to drastically reduce fossil fuel and automobile usage until there is a well-developed public transportation system. This brings us up against the legendary automobile/highway lobby, and something else: the deeply ingrained culture of the automobile, which cuts across every social and economic class in this society, not just the white, middle-class suburbanites. Unfortunately, the car culture has won the hearts and minds of many low-income people, including Blacks and Latinos. Given the centuries of housing segregation and discrimination, it is not surprising that a fancy car has become one of the few attainable symbols of status and upward mobility in communities of color. This cultural attachment can only be challenged if the public transportation system can at least meet the people’s transit needs as efficiently as the car. Public Health vs. Corporate Science If organizers are indeed successful in using public health arguments to challenge the cultural obsession with the automobile, we will still be faced with overcoming the corporate counter-attack on public health science. In the debate about air toxins, corporate ‘scientists’ have shown themselves to be masters of the art of obfuscation and sometimes, outright lying. It is generally agreed that most criteria pollutants and air toxins take years, or even decades, to generate cancers and other diseases. But that is all the more reason to restrict their production in the present. However, organizers from impacted communities have found that approaching government regulatory agencies, such as the Air Quality Management District of Southern California (AQMD), and talking to them in common-sense public health terms— “your chemicals are killing me,” or “my daughter cannot breathe from the asthma,” or “if you know a chemical is carcinogenic, why do you produce it in the first place?”—gets them nowhere. The offending industries characteristically respond with a battery of scientists and lawyers arguing for multi-causality, meaning that the cancer or leukemia could have been caused by the chemical plant in question, or an oil refinery down the road, or any of the many known carcinogens in our air and water. They may have debates about actual exposure levels (“We acknowledge emitting known carcinogens into the air but we cannot be sure that your daughter was directly exposed to those emissions”) and dosage levels—reflected in parts per million and even cancers per million! They may acknowledge the link between benzene and leukemia, but will deny that the benzene emissions from their cars is sufficient to cause leukemia, just as cigarette companies argued that their products are neither addictive nor deadly. To spend a day dealing with the Environmental Protection Agency (EPA) or the AQMD, or any other similar agency, is to feel a sense of futility and exhaustion. It is as if the people are on trial and have to carry the burden of proof even as the system asserts that known polluters and carcinogens are innocent until proven guilty. Over the years, however, we have found that public health education is a powerful organizing tool. Low-income residents come to enjoy the science as much as anyone else, and they enjoy challenging corporate science. They understand that a social movement, while rooted in passion and direct experience, can be greatly strengthened by a little knowledge of anatomy, physiology, toxicology, and epidemiology. The victory of the Bus Riders Union in forcing the MTA to abide by its clean-fuel standards and drop its plans to purchase diesel buses is a positive example of grassroots science defeating corporate science in the arena of public policy and public debate. Transportation Justice Demands A comprehensive list of demands for a renewed transportation justice movement will be long, but following the successful Future of Transportation organizing conference in Los Angeles this year, we currently see the following as central to any serious movement. Low-priced public transportation— 24/7 A common complaint across the country is that urban and rural bus systems are coming undone at the seams but the government continues to fund the insatiable highway lobby (80% of all federal funds) and boondoggle rail projects. At $200 million per mile for ‘light rail’ and $350 million per mile for subways—in construction costs alone—these projects generate constant budget deficits. This in turn leads to massive fare increases and service cuts in urban and rural bus systems all over the United States and Canada, forcing low-income people to fall back on unreliable, gas-guzzling, often uninsured cars. What is needed instead is aptly expressed by the chant: “We need a 50-cent fare/and $20 passes/mass transportation/ belongs to the masses.” A clean fuel, bus-centered mass transit system As a model, the Los Angeles Bus Riders Union plan proposes the deployment of 600 buses and 50 community jitneys, covering hundreds of miles and hundreds of thousands of riders, for a $1.5 billion price tag, which includes capital and operating costs. This plan is in sharp contrast to the typical ‘light rail’, which covers six to eight miles and serves no more than 15,000 riders for the same price. The efforts of the rail lobbyists to characterize the Riders Union and other civil rights groups as “narrow and protest-based” (read Black, Latino, Asian, female, and low-income, as opposed to the white, suburban, privileged, car-riding constituencies who supposedly embody the “broader” view) can easily be repudiated. Plus, a growing number of transit planners are coming around to accepting the idea that replacing automobiles on the existing highways and surface streets with a clean fuel, bus-centered, rapid transit system, is the way to go. Paying attention to dirty-atsource clean fuels As Clayton Thomas-Muller from the Indigenous Environmental Network has pointed out, many clean fuels, such as compressed natural gas and hydrogen, are very dirty at the source. There are growing violations of Indigenous peoples’ sovereignty and impacts on public health from coal mining, oil exploration, the extraction of natural gas, and other ‘dirty-atsource’ energy schemes. We need less energy altogether and a focus on truly renewable energy sources. We need to place public health and the survival of Third World nations at the center of our U.S. environmental organizing work. The U.S., with just six percent of the world’s population, consumes and abuses 25 percent of the world’s resources. We need a radical restriction of this toxic lifestyle, beginning with a major challenge to the auto industry. As nations around the world face devastating extreme weather events, we have to take this message to the Black, Latino, Asian/Pacific Islander, and Indigenous communities, as well as the white middle-class and workingclass communities: the future of the planet is at stake. Mass Transit: The Heart of the New Revolution Transportation is a great multifaceted issue around which to build a movement, because it touches so many aspects of people’s lives. Transportation affects public health, access to jobs, childcare, housing, medical care, education, and more. It is inextricably tied to the history of the civil rights movement now and in the past. Now it has taken on a life and death urgency because of the public health crisis and global warming brought on by the automobile. Public transportation can be a great unifier—bringing together people of all races and classes who seek a saner, healthier world in which wars for oil and energy are exposed and opposed.

Plan Text

Thus, the Plan: The United States federal government should substantially increase its investment in public transit infrastructure in the United States.
Mass Transit systems and the regime of Automobility have systematically discriminated against lower class populations for years, which has manifested in two forms: Racial Violence and Poverty.
Status quo transit systems are informally separated by race because of insufficient funding – Transport systems used by minorities receive less funding despite lower revenues.

Castillo 05 (Jenny Castillo, writer for Street Spirit, Justice news in the bay area, 5/2005, http://www.thestreetspirit.org/May2005/bus.htm)
A civil rights lawsuit was filed on April 19 against the Metropolitan Transportation Commission (MTC). The suit accuses MTC of discriminating against minority riders, both intentionally and by the impact of its decisions.  "The Bay Area has two separate and unequal transit systems: an expanding state-of-the-art rail system - Caltrain and BART - for predominantly white, relatively affluent communities; and a shrinking bus system - AC Transit - for low-income people of color. What we're seeking is not to shut down Caltrain and BART, but to have equity," said Bill Lann Lee, lead attorney for the plaintiffs.  The Metropolitan Transportation Commission is the transportation planning, financing and coordinating agency for the nine-county Bay Area, and funnels $1 billion annually in state and federal money to local transit agencies, including AC Transit.  Data in support of the suit from the National Transit Database shows that, in the Bay Area, transit systems with a higher percentage of white riders receive greater public subsidies per rider than transit systems serving a higher percentage of people of color. The figures tell the story of two transit systems, separate and uequal:  1. Caltrain has 60 percent white riders and gets a subsidy of $13.79 per rider. 2. BART has 43.3 percent white riders and gets a subsidy of $6.14 per rider. 3. AC transit has only 20.6 percent white riders and gets a subsidy of only $2.78 per rider.   Sylvia Darensburg, the lead plaintiff in the lawsuit, is a single mother to three teenagers. She works as a medical administrative assistant in downtown Oakland and also takes classes in Hayward. She relies on public transit every day.   Due to budget cuts, bus routes have been shortened or eliminated, and it takes her an hour to get to work and an hour and 45 minutes to get to school. After school, she has to walk home through an unsafe area, a direct result of evening service being canceled near her home.  Born in the 1970s, Sylvia knows first hand the impact of coming together under one voice. She said, "I am in a population that gets out there and does the work and we do not have what we need."  Syliva speaks about how transportation inequality affects people in East Oakland. "The white community expects their buses to run on time," she noted. "We, people of color, who represent 80 percent of AC Transit riders, expect the same. We need buses to come on time every day, not just one or two days out of the week. We know it is possible. BART runs on time - why can't AC Transit get the funding to provide that quality of service? In the '70s they had a world-class bus system. We need to have that again."  Long hours on the bus have a negative impact on the mental and physical health of riders. This impact is multiplied by experiences of violence, gang-related disturbances, and encounters with people under the influence. By the time parents get home, they are mentally and physically exhausted. For Sylvia, she has less energy to devote to her teenagers and is often irritable and frustrated.  While AC Transit has been shrinking and scaling back service, BART and Caltrain have been expanding every year. AC Transit is looking into ways to offset their budget deficit. One of the proposals is to eliminate the student bus passes which would cause Sylvia's transportation bill of $150 a month to double.  Sylvia has gotten a positive response from community members who are sympathetic to the issues in the lawsuit. Other mothers have come forward wanting to tell their stories and express their concerns. She feels the community is listening.  Sylvia has a message about equal rights and justice for all. She said, "It is unjust and discriminatory to provide adequate services for one segment of society while ignoring and isolating the other."  The lawsuit was filed on behalf of three East Oakland and Richmond minority riders, the nonprofit Communities for a Better Environment and the Amalgamated Transit Union, Local 192.

Decisions surrounding the placement of transportation infrastructure isolate the poor from economic opportunity

Bullard et al 04 (Robert Doyle Bullard, Glenn S. Johnson, Angel O. Torres, Bullard has a PhD, professor of sociology, Dean of Public Affais at Texas Southern, Jan 1, 2004, “Highway Robbery”, Page 3)
Transportation systems do not spring up out of thin air. They are planned-—and, in many cases, planned poorly when it comes to people of color. Conscious decisions determine the location of freeways, bus stops, fueling stations, and train stations. Decisions to build highways, expressways, and beltways have far-reaching effects on land use, energy policies, and the environment. Decisions by county commissioners to bar the extension of public transit to job- rich economic activity centers in suburban counties and instead spend their transportation dollars on repairing and expanding the nation’s roads have serious mobility implications for central city residents. Together, all these transportation decisions shape United States metropolitan areas, growth patterns, physical mobility, and economic opportunities.’ These same transportation policies have also aided, and in some cases subsidized, racial, economic, and environmental inequities as evidenced by the segregated housing and spatial layout of our central cities and suburbs. It is not by chance that millions of Americans have been socially isolated and relegated to economically depressed and deteriorating central cities and that transportation apartheid has been created. 
The culture of automobility across the country divides cities on the basis of race – Rural idealism, ‘family values’, and evangelical religion cause the upper class to avoid mass transit in order to stay away from the “evils of the city”
Henderson, 06 (Jason Henderson, Professor of Geography at San Francisco State University who writes about the politics of mobility, “ Secessionist Automobility: Racism, Anti-Urbanism, and the Politics of Automobility in Atlanta, Georgia”, International Journal of Urban and Regional Research, 6/2006, http://bss.sfsu.edu/jhenders/Writings/ijur_final.pdf, RM)

Obviously, racism has much to do with secessionist automobility. The racially motivated physical movement of whites to outer suburban areas in North American and European cities is enabled by automobility, and automobility also enables travel through spaces inhabited by blacks or other minorities without having to interact with them. Moreover, race has been a factor limiting the geography of transit, forcing automobile dependency by design. But secessionist automobility is not simply racially motivated. Interviewees for this research were emphatic in distinguishing racism from an anti-urban ethos, revealing nuances in secessionist automobility. Rather than racialized, automobility was conceptualized as a device to achieve a spatial vision of rural ideals attached to an anti-urban image of the city as a place of vice and immorality. For example, in public meetings focused on establishing higher-density, mixed-use and walkable ‘village centers’ in a fast-growing suburb, one planner noted in exasperation that the whole idea was criticized and watered down by citizens who associated the term ‘village’ with liberal, big government politics, and the residents of the county wanted nothing to do with that (Patton, 1998). Compact, new urbanist development had negative connotations, and transit was equated with ‘big city problems’ like graft. What prompts this anti-urban thread of secessionism? Certain conceptualizations of family and religion have a role. Goldﬁeld (1982) suggests that emphasis on personal responsibility towards one’s family results in a lack of civic or social responsibility towards public space or notions of community. In contemporary American political rhetoric ‘personal responsibility’ towards one’s family can translate into lack of interest in collectively solving larger-scale problems such as congestion, pollution or inequality that stems from automobility. Instead, it is ‘responsible’ to move the family away from these problems — to secede. Meanwhile, Reed (2001) argues, there is an extreme evangelical religious worldview in some households that translates into a strong anti-urban rhetoric. The religious ethos holds a pessimistic view of human nature, and therefore people, especially strangers, are not to be trusted. In a dense city, where there are obviously more strangers, the possibility of vice is ampliﬁed. Automobility enables one to circumvent, if not secede from, the perceived evils of the city.  With this combined vision of rural idealism, ‘family values’ and evangelical religion, the low-density suburbs and exurbs of America surround corrupt cities of ghettos, vice and mob rule (Beauregard, 1993). The ‘community’ where these anti-urban values are synthesized moves inside, it secedes to the private spaces of home, churches, and clubs (which exclude the undesired). The everyday interaction with other people is homogenous, with church and family comprising the extent of ideas about community, instead of a broader multicultural, ethnic or religiously diverse concept of community. Private consumption of the home and by the family takes precedence over public consumption, what Harvey (1989) described as ‘possessive individualism’. Private yards and private malls are preferred over public parks and civic spaces, and most importantly for the purpose of this article, private automobiles are preferred over public transport. Mitchell (2004) extends this to the ‘SUV model of citizenship’ centered on privatized, unhindered, cocooned movement through public space, whereby people feel they have a right not to be burdened through interaction with anyone or anything they wish to avoid.
Spatial separation in the city reproduces a dynamic of poverty and injustice that prevents social mobility

Lichter 11 (Daniel, Cornell University, Domenico Parisi, Mississippi State University
Michael C. Taquino, Mississippi State University, http://npc.umich.edu/publications/u/2011-16%20NPC%20Working%20Paper.pdf, May 3, National Poverty Center Working Paper Series #11 – 16)

Third, our analyses showed that patterns of racial and class segregation were distinct but overlapping phenomena. Poor minorities—both in metro and nonmetro areas—are highly ghettoized spatially at the macro-scale level (across communities and counties). Significantly, the poor and nonpoor—regardless of race—became more segregated from each other during the 2000s. Concentrated poverty was much higher among America’s minority rather than among white populations. Rural blacks, in particular, were especially likely to be concentrated in poor places and counties. Moreover, our multivariate models indicated that counties—even less populated nonmetro counties—with heavy concentrations of racial minorities (especially blacks) are most likely to have spatially segregated poor populations. The policy implications are clear: because spatial and social mobility often go hand-in-hand, the segregation of the minority poor from the nonpoor connotes persistent racial injustice, limited opportunities for upward social mobility, and the reproduction of poverty and inequality from one generation to the next.  
Racism creates a genocidal form of biopolitics that makes suffering and war a permanent condition of society 
Mendieta 2 (Eduardo Mendieta, Associate Professor of Philosophy at Stony Brook University, “’To make live and to let die’: Foucault on Racism”, 2002, http://www.scielo.org.co/scielo.php?pid=S1794-24892007000100007&script=sci_arttext)

This is where racism intervenes, not from without, exogenously, but from within, constitutively. For the emergence of biopower as the form of a new form of political rationality, entails the inscription within the very logic of the modern state the logic of racism. For racism grants, and here I am quoting: “the conditions for the acceptability of putting to death in a society of normalization. Where there is a society of normalization, where there is a power that is, in all of its surface and in first instance, and first line, a bio-power, racism is indispensable as a condition to be able to put to death someone, in order to be able to put to death others. The homicidal [meurtrière] function of the state, to the degree that the state functions on the modality of bio-power, can only be assured by racism “(Foucault 1997, 227) To use the formulations from his 1982 lecture “The Political Technology of Individuals” –which incidentally, echo his 1979 Tanner Lectures –the power of the state after the 18 th century, a power which is enacted through the police, and is enacted over the population, is a power over living beings, and as such it is a biopolitics. And, to quote more directly, “since the population is nothing more than what the state takes care of for its own sake, of course, the state is entitled to slaughter it, if necessary. So the reverse of biopolitics is thanatopolitics.” (Foucault 2000, 416). Racism, is the thanatopolitics of the biopolitics of the total state. They are two sides of one same political technology, one same political rationality: the management of life, the life of a population, the tending to the continuum of life of a people. And with the inscription of racism within the state of biopower, the long history of war that Foucault has been telling in these dazzling lectures has made a new turn: the war of peoples, a war against invaders, imperials colonizers, which turned into a war of races, to then turn into a war of classes, has now turned into the war of a race, a biological unit, against its polluters and threats. Racism is the means by which bourgeois political power, biopower, re-kindles the fires of war within civil society. Racism normalizes and medicalizes war. Racism makes war the permanent condition of society, while at the same time masking its weapons of death and torture. As I wrote somewhere else, racism banalizes genocide by making quotidian the lynching of suspect threats to the health of the social body. Racism makes the killing of the other, of others, an everyday occurrence by internalizing and normalizing the war of society against its enemies. To protect society entails we be ready to kill its threats, its foes, and if we understand society as a unity of life, as a continuum of the living, then these threat and foes are biological in nature.

Poverty is a hidden evil that systematically targets the weak and poor, causing more deaths per year than any major military conflict in the past century and creating the conditions for behavioral violence – from homicide to genocide

Gilligan 96 (James Gilligan, professor of Psychiatry at the Harvard Medical School, Director of the Center for the Study of Violence, and a member of the Academic Advisory Council of the National Campaign Against Youth Violence, 1996, Violence: Our Deadly Epidemic and its Causes, p 191-196)
The deadliest form of violence is poverty. You cannot work for one day with the violent people who fill our prisons and mental hospitals for the criminally insane without being forcible and constantly reminded of the extreme poverty and discrimination that characterizes their lives. Hearing about their lives, and about their families and friends, you are forced to recognize the truth in Gandhi’s observation that the deadliest form of violence is poverty. Not a day goes by without realizing that trying to understand them and their violent behavior in purely individual terms is impossible and wrong-headed. Any theory of violence, especially a psychological theory, that evolves from the experience of men in maximum security prisons and hospitals for the criminally insane must begin with the recognition that these institutions are only microcosms. They are not where the major violence in our society takes place, and the perpetrators who fill them are far from being the main causes of most violent deaths. Any approach to a theory of violence needs to begin with a look at the structural violence in this country. Focusing merely on those relatively few men who commit what we define as murder could distract us from examining and learning from those structural causes of violent death that are far more significant from a numerical or public health, or human, standpoint. By “structural violence” I mean the increased rates of death, and disability suffered by those who occupy the bottom rungs of society, as contrasted with the relatively lower death rates experienced by those who are above them. Those excess deaths (or at least a demonstrably large proportion of them) are a function of class structure; and that structure is itself a product of society’s collective human choices, concerning how to distribute the collective wealth of the society. These are not acts of God. I am contrasting “structural” with “behavioral violence,” by which I mean the non-natural deaths and injuries that are caused by specific behavioral actions of individuals against individuals, such as the deaths we attribute to homicide, suicide, soldiers in warfare, capital punishment, and so on. Structural violence differs from behavioral violence in at least three major respects. *The lethal effects of structural violence operate continuously, rather than sporadically, whereas murders, suicides, executions, wars, and other forms of behavioral violence occur one at a time. *Structural violence operates more or less independently of individual acts; independent of individuals and groups (politicians, political parties, voters) whose decisions may nevertheless have lethal consequences for others. *Structural violence is normally invisible, because it may appear to have had other (natural or violent) causes. The finding that structural violence causes far more deaths than behavioral violence does is not limited to this country. Kohler and Alcock attempted to arrive at the number of excess deaths caused by socioeconomic inequities on a worldwide basis. Sweden was their model of the nation that had come closes to eliminating structural violence. It had the least inequity in income and living standards, and the lowest discrepancies in death rates and life expectancy; and the highest overall life expectancy in the world. When they compared the life expectancies of those living in the other socioeconomic systems against Sweden, they found that 18 million deaths a year could be attributed to the “structural violence” to which the citizens of all the other nations were being subjected. During the past decade, the discrepancies between the rich and poor nations have increased dramatically and alarmingly. The 14 to 18 million deaths a year caused by structural violence compare with about 100,000 deaths per year from armed conflict. Comparing this frequency of deaths from structural violence to the frequency of those caused by major military and political violence, such as World War II (an estimated 49 million military and civilian deaths, including those by genocide—or about eight million per year, 1939-1945), the Indonesian massacre of 1965-66 (perhaps 575,000) deaths), the Vietnam war (possibly two million, 1954-1973), and even a hypothetical nuclear exchange between the U.S. and the U.S.S.R. (232 million), it was clear that even war cannot begin to compare with structural violence, which continues year after year. In other words, every fifteen years, on the average, as many people die because of relative poverty as would be killed by the Nazi genocide of the Jews over a six-year period. This is, in effect, the equivalent of an ongoing, unending, in fact accelerating, thermonuclear war, or genocide, perpetrated on the weak and poor every year of every decade, throughout the world. Structural violence is also the main cause of behavioral violence on a socially and epidemiologically significant scale (from homicide and suicide to war and genocide). The question as to which of the two forms of violence—structural or behavioral—is more important, dangerous, or lethal is moot, for they are inextricably related to each other, as cause to effect.
The states are not an option - States practice systematic discrimination against minorities

Stanford Journal of Civil Rights & Civil Liberties 6

 [Aug 2006, "Arizona's Proposition 200 and the Supremacy of Federal Law: Elements of Law, Politics, and Faith"]

Though not a major problem given the political legitimacy and responsiveness of state government vis-a-vis the federal government, I do pause here to flag one civic concern: the legacy of oppression and discrimination that particular minority communities associate with their state governments has not yet, unfortunately, been relegated to the annals of ancient history. Not only do segregationist policies, denial of the franchise, and ruthless state-sponsored violence come to mind for many poor black southerners when they think about their relationship to the state government; they may also have salient memories of King v. Smith types of intrusive, humiliating home visits related directly to welfare administration. n167 In light of PRWORA's abandonment of federal welfare entitlements, the oppressive and discriminatory policies and attitudes of the 1950s and 1960s, which had been reined in by the federal protections afforded by way of Goldberg and King, may potentially be revived. Indeed, institutional racism at the state and local level is alarmingly enduring. Professor Cashin, for one, devotes considerable attention to how states profoundly discriminate against their African-American welfare populations. n168 And another, Professor Susan Gooden, presents a particularly salient case study of Virginia welfare services. In her study, she documents and contrasts state administrators' disparaging and ungenerous treatment of black welfare recipients with their treatment of similarly situated white clients who were always given first notice of new jobs, offered the "newest" work clothes, and given access to automobiles. n169 Understanding discrimination is not just an academic exercise, but also a visceral part of the welfare experience. The civic harms associated with returning power to the states cannot be disregarded as historically contingent. Such harms persist today.
Contention Two is Impact Framing

Judges must reject racism

Scott 99

Wendy Brown Scott, Law, Tulane, 1999 “Transformative Desegregation: Liberating Hearts and Minds” 2 J. Gender Race & Just. 315 L/N

Judges and college and university faculty members, the majority of whom are white and male, must be willing to cross borders and divest their hearts and minds of the belief in the superiority of Western culture. As Arthur Schlesinger put it, judges must "face the shameful fact: historically America has been a racist nation." n214 Judges must see that they are steeped in the very traditions and values inculcated by Eurocentric curriculum, and that the incantation of neutrality is not sufficient to overcome their inherent biases. n215 Then they can weigh their own traditions and values, which have historically denigrated or denounced difference, against traditionally subordinated concepts (such as multiculturalism and Afrocentrism) in order to determine whether the failure to include these perspectives in curricula violates the Constitution. In this same vein, bell hooks argues that not only must the black life experience be "decolonized," but that whites must be "decolonized" themselves. n216 hooks describes the problem which requires decolonization: During that time of my life when racial apartheid forbid possibilities of intimacy and closeness with whites, I was most able to forget about the pain of racism... Close to white folks, I am forced to witness firsthand their willful ignorance about the impact of race and racism. The harsh absolutism of their denial. Their refusal to acknowledge accountability for racist conditions past and present. She defines decolonization as the process of whites "unlearning white supremacy by divesting of white privilege" and blacks divesting of the "vestiges of internalized racism." Those vestiges include: the belief among white Americans, which perpetuates the exercise of white privilege, that they are not responsible for racism; their belief that black people should be feared and dreaded; the belief among black and white people that racism is intractable and permanent, and that no meaningful bonds of intimacy can be formed between blacks and whites and therefore, white supremacy should not be resisted; and the economic necessity of the repression of black rage directed toward whites. __n219__ She states that "the political process of decolonization is ... a way for us to learn to see [one another more] clearly. It is the way to freedom for both colonized and colonizer." Several methods have been suggested for crossing the racial divide to achieve intellectual desegregation or decolonization. Ralph Ellison suggested a form of consciousness-raising as the cure for this "hierarchical psychosis" that is exhibited in the so-called campus culture wars. This projection, this identification of the socially unacceptable with blacks, must be raised to consciousness. We must be aware of what is going on because only through this will we be able to reassume that optimism so necessary for living and dealing with the many problems of this diverse pluralistic society. Democracy is a collectivity of individuals
Survival politics manufactures catastrophes to justify the worst atrocities 

Callahan 73

Daniel Callahan, institute of Society and Ethics, 1973, The Tyranny of Survival, p. 91-93

The value of survival could not be so readily abused were it not for its evocative power. But abused it has been. In the name of survival, all manner of social and political evils have been committed against the rights of individuals, including the right to life. The purported threat of Communist domination has for over two decades fueled the drive of militarists for ever-larger defense budgets, no matter what the cost to other social needs. During World War II, native Japanese-Americans were herded, without due process of law, to detention camps. This policy was later upheld by the Supreme Court in Korematsu v. United States (1944) in the general context that a threat to national security can justify acts otherwise blatantly unjustifiable. The survival of the Aryan race was one of the official legitimations of Nazism. Under the banner of survival, the government of South Africa imposes a ruthless apartheid, heedless of the most elementary human rights. The Vietnamese war has seen one of the greatest of the many absurdities tolerated in the name of survival: the destruction of villages in order to save them. But it is not only in a political setting that survival has been evoked as a final and unarguable value. The main rationale B. F. Skinner offers in Beyond Freedom and Dignity for the controlled and conditioned society is the need for survival. For Jacques Monod, in Chance and Necessity, survival requires that we overthrow almost every known religious, ethical and political system. In genetics, the survival of the gene pool has been put forward as sufficient grounds for a forceful prohibition of bearers of offensive genetic traits from marrying and bearing children. Some have even suggested that we do the cause of survival no good by our misguided medical efforts to find means by which those suffering from such common genetically based diseases as diabetes can live a normal life, and thus procreate even more diabetics. In the field of population and environment, one can do no better than to cite Paul Ehrlich, whose works have shown a high dedication to survival, and in its holy name a willingness to contemplate governmentally enforced abortions and a denial of food to surviving populations of nations which have not enacted population-control policies. For all these reasons it is possible to counterpoise over against the need for survival a "tyranny of survival." There seems to be no imaginable evil which some group is not willing to inflict on another for sake of survival, no rights, liberties or dignities which it is not ready to suppress. It is easy, of course, to recognize the danger when survival is falsely and manipulatively invoked. Dictators never talk about their aggressions, but only about the need to defend the fatherland to save it from destruction at the hands of its enemies. But my point goes deeper than that. It is directed even at a legitimate concern for survival, when that concern is allowed to reach an intensity which would ignore, suppress or destroy other fundamental human rights and values. The potential tyranny survival as value is that it is capable, if not treated sanely, of wiping out all other values. Survival can become an obsession and a disease, provoking a destructive singlemindedness that will stop at nothing. We come here to the fundamental moral dilemma. If, both biologically and psychologically, the need for survival is basic to man, and if survival is the precondition for any and all human achievements, and if no other rights make much sense without the premise of a right to life—then how will it be possible to honor and act upon the need for survival without, in the process, destroying everything in human beings which makes them worthy of survival. To put it more strongly, if the price of survival is human degradation, then there is no moral reason why an effort should be made to ensure that survival. It would be the Pyrrhic victory to end all Pyrrhic victories. Yet it would be the defeat of all defeats if, because human beings could not properly manage their need to survive, they succeeded in not doing so. Either way, then, would represent a failure, and one can take one's pick about which failure would be worse, that of survival at the cost of everything decent in man or outright extinction. Somehow we need to find better alternatives, if I may be allowed to understate the mater. We need to survive as races, groups, nations and as a species, but in a way which preserves a wide range of other human values, and in a way which is as sensitive about means as about ends. Control of technology and population limitation will be an essential means to survival of the species. Thus the problem is to find a way of living with and profiting from technology, and of controlling population growth, size and distribution which is as morally viable as it is pragmatically effective. A balance will have to be devised, of the most delicate kind. A number of steps are necessary, the first of which is to analyze the various types of supposed threats to survival. At the very least, we need to know which are real and which are imaginary, which are of the essence and which are fantasies. We also need to have a sense of those other values human beings prize, especially those for which they are willing to risk survival, even to give it up altogether. In sum, we need to know just what it is we are trying to balance, and what would count as a good balance. A number of types of survival can be distinguished, the most important of which are survival of the species and survival of nations, cultures, groups (racial, ethnic and religious) and individuals. Survival of the species provides the prototype concept of survival. Taken literally, it can be understood to mean a continuation of human existence, specifying nothing about the number of those existing or the quality of their existence. In that sense, the species could survive if only a handful of fertile humans existed, much as the bison or the California condor exists, and even if the level of existence was that of a primitive tribe. If survival of the species alone is the goal, understood in a minimal sense, it is reasonable to suppose that nothing less than a global, all-encompassing catastrophe would sufice to bring about extinction. Nuclear warfare, together with a persistence of life- extinguishing levels of atmospheric radiation, might present that kind of threat. It seems to me difficult, however, to imagine any other kind of catastrophe which would have a like effect. Pollution of the gene pool would take thousands of years, even if total pollution is conceivable in theory. Overpopulation would, well before human extinction, be a self-correcting phenomenon. People would die until a supportable number remained, a state which could be reached well before extinction became an imminent reality. To be sure, excessive population growth could conceivably bring about a worldwide nuclear war, as people and nations struggled for more space and resources. And I suppose it is possible, in a world of steel, concrete and carbon dioxide fumes, to imagine oxygen shortages. But those are the only circumstances in which it makes much practical sense to talk about the extinction of the species. To be more blunt, the spectre of total human extinction is a chimera, providing a poor base upon which to build a concern for the necessity to control technology. Disasters could happen, under some remote circumstances; but then any and all kinds of catastrophes are imaginable under some circumstances.  

The abstract impact calculus of Utilitarianism results in no one counting as a person

Donnelly 85

Jack Donnelly, College of the Holy Cross, The Concept of Human Rights, 1985, p. 55-58

Basic moral and political rights are not just weighting factors in utilitarian calculations that deal with an undifferentiated 'happiness'. Rather, they are demands and constraints of a different order, grounded in an essentially substantive judgement of the conditions necessary for human development and flourishing. They also provide means - rights - for realising human potentials. The neutrality of utilitarianism, its efforts to assure that everyone counts 'equally', results in no-one counting as a person; as Robert E. Goodin puts it, people drop out of utilitarian calculations, which are instead about disembodied preferences (1981:95; compare Dworkin 1977:94-100, 232-8, 274 ff.). In Aristotelian terms, utilitarianism errs in basing its judgements on 'numerical' rather than 'proportional' equality. For our purposes, such differences should be highlighted. Therefore, let us consider utilitarianism, whether act or rule, as an alternative to rights in general, and thus human rights as well. In particular, we can consider utility and human rights as competing strategies for limiting the range of legitimate state action. Once again, Bentham provides a useful focus for our discussion. While Bentham insists on the importance of limiting the range of legitimate state action (1838:11, 495, VIII, .557 ff.), he also insists that (natural) rights do not set those limits. In fact, he argues that construed as limits on the state, natural rights 'must ever be, - the rights of anarchy', justifying insurrection whenever a single right is violated (1838:11, 522, 496, 501, 506). For Bentham, natural rights are absolute rights, and thus inappropriate to the real world of political action. In fact, though, no major human rights theorist argues that they are absolute. For example, Locke holds that the right to revolution is reserved by society, not the individual (1967: para. 243). Therefore, individual violations of human rights per se do not justify revolution. Furthermore, Locke supports revolution only in cases of gross, persistent and systematic violations of natural rights (1967: paras 204, 207, 225), as does Paine. The very idea of absolute rights is absurd from a human rights perspective, since logically there can be at most one absolute right, unless we (unreasonably) assum    e that rights never come into conflict. A more modest claim would be that human rights are 'absolute' in the sense that they override all principles and practices except other human rights. Even this doctrine, however, is rejected by most if not all major human rights theorists and documents. For example, Article I of the French Declaration of the Rights of Man, after declaring that 'men are born, and always continue, free and equal in respect of their rights', adds that 'civil distinctions, therefore, can be founded only on public utility', thus recognising restrictions on the continued complete equality of rights. Similarly, the Universal Declaration of Human Rights (Article 29) permits   such limitations as are determined by law solely for the purpose of securing due recognition and respect for the rights and free- doms of others and of meeting the just requirements of morality, public order and the general welfare in a democratic society.   The International Covenant on Civil and Political Rights includes a similar general limiting proviso (Article 4) as well as particular limitations on most of the enumerated rights. Rights ordinarily 'trump' other considerations, but the mere presence of a right - even a basic human right - does not absolutely and automatically determine the proper course of action, all things considered. In certain exceptional circumstances, needs, utility, interests or righteousness may override rights. The duties correlative to rights, and even the trumping force of rights, are prima facie only. But other principles also have prima facie moral force. Sometimes this will be sufficient to overcome even the special entrenched priority of rights. The obligations arising from such rights therefore ought not to be discharged, all things considered. In such cases, we can speak of the right being 'infringed', since the (prima facie) obligation correlative to the right is not discharged, but it would be seriously misleading to say that it had been 'violated' (Thomson 1976, 1977). But if even basic human rights can be justifiably infringed, aren't rights ultimately subservient to utility? If recalcitrant political realities sometimes require subordinating natural rights, aren't we simply suggesting that human rights are merely utopian aspirations inappropriate to a world in which dirty hands are often a requirement of political action - and thus where utility is the only reasonable guide? Such a response misconstrues the relationship between rights and utility and the ways in which rights are overridden. Consider a very simple case, involving minor rights that on their face would seem to be easily overridden. If A promises to drive B and C to the movies  but later changes his mind, in deciding whether to keep his promise (and discharge his rights-based obligations). A must consider more than the relative utilities of both courses of action for all the parties affected; in most cases, he ought to drive them to the movies even if that would reduce overall utility. At the very least he must ask them to excuse him from his obligation, this requirement (as well as the power to excuse) being a reflection of the right-holder's control over the rights relationship. Utility alone usually will not override even minor rights; we require more than a simple calculation of utility to justify infringing rights. The special priority of rights/titles, as we have seen, implies that the quality, not just the quantity, of the countervailing forces (utilities) must be taken into consideration. For example, if, when the promised time comes, A wants instead to go get drunk with some other friends, simply not showing up to drive B and C to the movies will not be justifiable even if that would maximise utility; the desire for a drunken binge is not a consideration that ordinarily will justifiably override rights. But if A accompanies an accident victim to the hospital, even if A is only one of several passers-by who stopped to offer help, and his action proves to be of no real benefit to the victim, usually this will be a sufficient excuse, even if utility would be maximised by A going to the movies. Therefore, even recasting rights as weighted interests (which would seem to be the obvious utilitarian 'fix' to capture the special priority of rights) still misses the point, because it remains essentially quantitative. Rights even tend to override an accumulation of comparable or parallel interests. Suppose that sacrificing a single innocent person with a rare blood factor could completely and permanently cure ten equally innocent victims of a disease that produces a sure, slow and agonising death. Each of the eleven has the 'same' right to life. Circumstances require, however, that a decision be made as to who will live and who will die. The natural rights theorist would almost certainly choose to protect the rights of the one individual - and such a conclusion, when faced with the scapegoat problem, is one of the greatest virtues of a natural rights doctrine to its advocates. This conclusion rests on a qualitative judgement that establishes the right, combined with the further judgement that it is not society's role to infringe such rights simply to foster utility, a judgement arising from the special moral priority of rights. Politically, such considerations are clearest in the case of   extremely unpopular minorities. For example, plausible arguments can be made that considerations of utility would justify persecution of selected religious minorities (e.g. Jews for centuries in the West, Mormons in nineteenth-century America, Jehovah's Witnesses in contemporary Malawi), even giving special weight to the interests of members of these minorities and considering the precedents set by such persecutions. None the less, human rights demand that an essentially qualitative judgement be made that such persecutions are incompatible with a truly human life and cannot be allowed - and such judgements go a long way to explaining the relative appeal of human rights theories. But suppose that the sacrifice of one innocent person would save not ten but a thousand, or a hundred thousand, or a million people. All things considered, trading one innocent life for a million, even if the victim resists most forcefully, would seem to be not merely justifiable but demanded. Exactly how do we balance rights (in the sense of 'having a right'), wrongs (in the sense of 'what is right') and interests? Do the numbers count? If so, why, and in what way? If not, why not? Ultimately the defender of human rights is forced back to human nature, the source of natural or human rights. For a natural rights theorist there are certain attributes, potentialities and holdings that are essential to the maintenance of a life worthy of a human being. These are given the special protection of natural rights; any 'utility' that might be served by their infringement or violation would be indefensible, literally inhuman - except in genuinely extraordinary circumstances, the possibility of which cannot be denied, but the probability of which should not be overestimated. Extraordinary circumstances do force us to admit that, at some point, however rare, the force of utilitarian considerations builds up until quantity is transformed into quality. The human rights theorist, however, insists on the extreme rarity of such cases. Furthermore, exotic cases should not be permitted to obscure the fundamental difference in emphasis (and in the resulting judgements in virtually all cases) between utility and (human) rights. Nor should they be allowed to obscure the fact that on balance the flaws in rights-based theories and practices seem less severe, and without a doubt less numerous, than those of utility-based political strategies. 

***Automobility
Inherency
Inherency :)

Bare, 97 (Thomas Benton Bare III, Associate, Kutak Rock L.L.P., Omaha, Nebraska; J.D., University of Connecticut School of Law; B.S., University of Nebraska, LexisNexis, “RECHARACTERIZING THE DEBATE: A CRITIQUE OF ENVIRONMENTAL DEMOCRACY AND AN ALTERNATIVE APPROACH TO THE URBAN SPRAWL DILEMMA”, 1997, RM)

Despite rhetoric to the contrary, there is no real indication that any level of government intends to change its policy of encouraging individual automobile dependence. The Transportation Equity Act for the 21st Century (TEA-21), n19 which was signed into law by President Clinton in 1998, was hailed by environmentalists as a step in the direction of decreasing the American proclivity for individual automobile use. n20 While the Act does allow state transportation [*461] departments to transfer money into public transit and other non-highway projects, it gives them full authority to decide where the money actually goes. n21 Since states have traditionally favored spending on highway projects, n22 and there exists no incentive or requirement to shift any of that spending toward public transit alternatives, there is no evidence that TEA-21 will have anything but a perpetuating effect on urban sprawl. Because TEA-21's funding provisions contain no requirements to generate public transit alternatives, state and local governments are permitted and often encouraged by interest groups to maintain sprawling development patterns. The highway construction industry certainly has a stake in continued highway and suburban road construction, and would be expected to work to ensure that government-funded transportation projects favor their interests. Construction lobbies have traditionally been very strong at the state and local levels, and are likely to maintain their power unless changes are made at the federal level. n23 Not only does TEA-21 fail to provide incentives to shift transportation dollars away from sprawling urban development, but it aggravates the problem by providing the most funding to the worst sprawlers. Los Angeles, California and Atlanta, Georgia are widely recognized as extreme cases of urban sprawl, n24 and yet they receive some of the greatest percentages of highway funds distributed to the states by the federal government. n25 In addition to these two obvious sprawlers, Kansas City and Chicago have been targeted as potential sprawl problem areas, n26 and the pattern of increased federal transportation funding is repeated in TEA-21. n27 In short, the approach taken by TEA-21 and other similar funding mechanisms does nothing but support individual dependence [*462] on the automobile by increasing funding for highway travel, while failing to encourage mass transit or compact development. n28

Mass transit is underfunded in the squo and favors suburban transit 

Bullard 11(Robert Bullard, “All Transit Is not created equal”, http://urbanhabitat.org/node/306, 2011)

Follow the transportation dollars and one can tell who is important and who is not. While many barriers to equitable transportation for low-income and people of color have been removed, much more needs to be done. Transportation spending programs do not benefit all populations equally. The lion's share of transportation dollars is spent on roads, while urban transit systems are often left in disrepair. Nationally, 80 percent of all surface transportation funds is earmarked for highways and 20 percent for public transportation. Generally, states spend less than 20 percent of federal transportation funding on transit.[1] Some 30 states even restrict the use of the gas tax revenue—the single largest source of transportation funding—to funding highway programs only.[2] In the real world, all transit is not created equal. In general, most transit systems tend to take their low-income “captive riders” for granted and concentrate their fare and service policies on attracting middle-class and affluent riders.[3] Hence, transit subsidies disproportionately favor suburban transit and expensive new commuter bus and rail lines that serve wealthier “discretionary riders.”

Due to underfunding, urban transit is racialized in the squo – its built only for the white suburban population and totally ignores the minority groups in the cities 

Sanchez 98 (Thomas Sanchez, Assistant Professor at the Center for Urban Studies, http://www.upa.pdx.edu/CUS/publications/docs/DP98-7.pdf, November 1998)

When you go beyond a relatively simple though serious problem such as police racism, however, you begin to get all the complexities of the modern American economy. Urban transit systems in most American cities, for example, have become a genuine civil rights issue -- and a valid one -- because the layout of rapid-transit systems determines the accessibility of jobs to the black community. If transportation systems in American cities could be laid out so as to provide an opportunity for poor people to get meaningful employment, then they could begin to move into the mainstream of American life. A good example of this problem is my home city of Atlanta, where the rapid-transit system has been laid out for the convenience of the white upper-middle-class suburbanites who commute to their jobs downtown. The system has virtually no consideration for connecting the poor people with their jobs. There is only one possible explanation for this situation, and that is the racist blindness of city planners.

Inner city residents lack access to transportation - Automobiles and highway allow suburban residents to commute the distance to the city, but that “same distance” is difficult to commute for city residents
Kuswa 02 (Kevin Kuwa, Director of Debating at the University of Richmond, PhD in Communication Studies from the University of Texas, Winter 2002, The Journal of Law in Society, “Suburbification, Segregation, and the Consolidation of the Highway Machine,” LexisNexis)
[*38]  Greater and greater density-the accumulation of people living in close proximity to one another-generally increased over time in America as the suburb became a pervasive alternative to downtown residency. Even then, the suburb arguably paved the way for even greater levels of density as new cities clustered around larger metropolitan areas. Moreover, the populations of most large cities in the United States have not diminished over the past fifty years. Their size has been balanced by large fringe populations, edge cities, and even rival metropolitans. Cole completes the connection, tying automobiles and highways to these movements in density: "It was the motor vehicle which opened the fringes of cities for settlement. The improvement in highways has extended the fringe and the suburb." n23 Suddenly the daily vocabulary had expanded to include metropolitan areas, fringe or edge populations, and beltways or outer loops. What was previously a rigid distinction between rural and urban or between country and city, became porous and permeable prior to the 1956 Interstate Highway Act. Differences between urban and rural realities are hard to generalize. Not deterred, the U.S. Census Bureau has relied on at least three categories since 1800: the urban, the rural-farm, and the rural non-farm. Using figures for cities of 2,500 or more people, the urban population ballooned 450 times between 1800 and 1970-from 6 percent of the population (322,000 in 1800), to 51 percent in 1920 (54 million), to 73 percent in 1970 (149 million). n24 Cities became over 400 times more populated from 1800 to 1970. n25 Charting some numbers associated with the map of urbanization can add contours to a diagram of the suburb. New designations for urban were needed because urban populations were growing must faster than the rural- farm and the rural non-farm combined. New York City has  [*39]  always pushed the envelope of density and size in the United States, and it is fitting that the urban center would spawn the suburban fringe. New York City codified the gridiron plan of parcels of land cut at 90 degree angles, even superimposing the city's geometric graph on top of previously irregular streets in 1811. n26 By 1880, New York City became the first urban center to carry with it two new labels (and populations) deployed by the Bureau of the Census: suburban and metropolitan. A transition was at work between 1880 and the 1950s, for early suburbs were simply residences built at a distance from the central business district but within easy reach via trolley or train. New modes of transportation permitted pockets of homogenous settlement at quite a distance from the city center. That distance was often difficult to traverse for many residents of the inner city, but the same distance seemed to evaporate for those with a vehicle and regular access to urban freeways. We are also talking about a phase of suburban growth in America that absorbed an increase in 31 million automobiles, from 9 million in 1920 to 40 million in 1950. Changes were widespread, hard to predict, and even harder to manage. During this period of time, the Census changed to incorporate the growth of suburbs and newly burgeoning edge cities. n27 Schneider elaborates on the beginnings of the use of suburb in an official capacity, commenting on the initial characteristics of the suburb that would distinguish it from "modern suburbia." If early suburbs were an outgrowth of the reach of the trolley line, then it makes sense to chart the shift from the trolley line to the highway alongside the shift from early suburbs to modern suburbia. But what are the effects of this shift? How can the constitution of suburbia help to diagram the arrival and consolidation of the highway machine? The place of suburbia may be different than most early suburbs, but those differences also point to stratifying movements within a growing urban culture, a besieged rural population, and the development of transportation mechanisms to link or segregate those places and people.
The highway was a major factor of “materialized segregation”
Kuswa 02 (Kevin Kuwa, Director of Debating at the University of Richmond, PhD in Communication Studies from the University of Texas, Winter 2002, The Journal of Law in Society, “Suburbification, Segregation, and the Consolidation of the Highway Machine,” LexisNexis)
Berger's realization, in 1966, that suburban regions in the U.S. were diverse and should not be homogenized, is important and valid. Many different people, living distinct and textured lives, populated the suburbs in the 1950s and 60s. The emergence of the suburb did not always translate into segregated living arrangements, particularly when taking into account pre-existing divisions that were not effects of suburbia. The borders within the city and its surroundings have historically involved boundaries based on race, class, and status. These boundaries can be both permeable and rigid, and the associated stratifications did not uniquely arise with the modern city, the automobile, the suburb, or the highway. On the other hand, few events materialized segregation and the internal border as much as the extension of the interstate into urban areas. Berger's comments, therefore, should not obscure narratives that challenge the diversity of the suburb, especially its economic diversity. It is important to pose a viewpoint in opposition to the story of the suburb as a liberated land of plenty teeming with inter-cultural experience.

Suburban culture ignores the racism that pervades the way that the city is constructed

Kuswa 02 (Kevin Kuwa, Director of Debating at the University of Richmond, PhD in Communication Studies from the University of Texas, Winter 2002, The Journal of Law in Society, “Suburbification, Segregation, and the Consolidation of the Highway Machine,” LexisNexis)
Despite egalitarian lures of easy-living, the ideals of suburbia would only offer themselves to a few wealthy families who conveniently found their living and transportation needs subsidized by the federal treasury. At the same time, many downtown regions were surrounded or demolished by massive highway construction, and the revenue generated by these projects did not return to the communities that were losing their churches, schools, and homes to the concrete river. By 1956, the Highway Trust Fund n5 was in full effect, capturing every cent of highway revenue and devoting it to further road construction. The 1950s ushered in a relatively secure source of revenue for the highway machine as the Trust Fund blocked diversionary efforts by tying the income from vehicle registration and road tolls to future construction and maintenance. James Dunn argues the establishment of the Highway Trust Fund demonstrated that national support for highways and the automobile culture were so strong that some level of policy promotion  [*33]  was inevitable. No mode of transport has ever "been promoted so successfully and so steadily as autos and highways." n6 Even though the word suburb did not proliferate until the 18th and 19th centuries, suburbs themselves are living arrangements that have been a part of human settlement and congregation patterns for thousands of years. n7 Rather than trying to locate the origin of the process of suburbification however, the unique interaction in the United States between spatial patterns surrounding cities and the surge of the highway machine offers a more specific event for consideration. Before and after 1956, foreshadowed by the Census Bureau's 1950 definition of urban, n8 new borders started to erupt between the urban and the rural, scattering themselves across the cultural landscape. n9 After the arrival of highways and other paved roads connecting cities to one another, American suburbs changed dramatically through the consolidation of the highway machine. Bennet Berger posits: "In the context of the debate over 'suburbia,' what is usually at stake is whose version of America shall become 'American.'" n10 The struggle over what is America had been going on far  [*34]  before the advent of suburbia; nevertheless, the sudden invasion of the interstate highway into the heart of the city allows us to traverse the highway's role in the re-making of the city and its surroundings. Although the suburb is primarily an event centered on a particular type of place, the experiences within a given place (and contributing to the creation of that place) are equally significant. In The Public Interest, Berger notes the interplay between the place of the suburb and the diversity of conditions that sustain it: Like the myth of a homogeneous 'suburbia,' which for a long time obscured, and to some extent still obscures, the actual variety of suburban life, complacence about the cultural diversity of cities may blind us to the conditions which sustain it. n11
Suburbia Sucks

The wealthy in America have moved to the suburbs to avoid crime in the cities, taking resources along with them. Inner city areas have been left with no resources with which to deal with crime.

Frug 98 (Gerald E Frug, Samuel R. Rosenthal Professor of Law, Harvard University, “CITY SERVICES”, LexisNexis, 4/98, RM)
A desire for good schools and the fear of crime are both powerful motivating factors leading people to move to, and away from, particular cities or neighborhoods. n141 When education is the issue, the quality of city services significantly influences the decision to relocate ("we've moved here for the schools"). When security is the concern, by contrast, the caliber of the police department is not the focus of attention. Instead, people move (if they can) to a low-crime neighborhood and, once there, construct their houses and businesses to ward off criminals. They thus treat crime as largely beyond the ability of the police to control. And they are not alone. Experts agree that the principal methods that the police now employ - motorized patrolling, responding to emergency calls, and crime investigation - have little effect on the crime rate. n142 "Police," as David Bayley succinctly puts it, "do not prevent crime." n143 Of course, most people nevertheless rely on the police, as well as location, for protection. But they treat the job of the police as not to eradicate crime but to reassure them that, although crime will inevitably take place, it will take place elsewhere. In America, the predominant strategy for dealing with crime is to isolate oneself from it. [*69] The cost of relying on this strategy has been high. The principal cost to the government has taken the form of providing an escape route from crime by funding the highways and sewers and supporting the housing and commercial development that have enabled the creation and growth of America's low-crime suburbs. n144 Those who live in these suburbs have themselves paid for their escape through higher housing prices, the expense and strain of commuting, and the loss of a genuine option to live in large parts of the metropolitan area. Their reliance on avoidance as their principal method of crime control has itself been very expensive. Vastly more is spent in America on private efforts to provide security - through security guards, alarm systems, locks, window bars, surveillance cameras, doormen, armored cars, dogs, metal detectors, mace, homeowners' insurance, and the like - than on city police. n145 There are three times as many private security employees in America than there are city police officers - and the gap is widening. n146 Residential security alone is a five billion dollar business. n147 Still, the greatest cost imposed by the current emphasis on escape as a response to crime has been borne by those who reside or work in America's less privileged suburbs and central city neighborhoods. They have not only had to buy their own security devices but have suffered the consequences of being exposed to the violence that has not been eliminated and that they have been unable to avoid. Whole neighborhoods have experienced an acceleration of social and economic decline; businesses have lost money because people are afraid to shop in them; crime victims have lost not just their property but their lives. n148 [*70] 
Urban sprawl has created a permanent underclass of trapped urban poor, and generated a new phenomena of segregation and disassociation that has destroyed the social cohesion of the US

Bare, 97 (Thomas Benton Bare III, Associate, Kutak Rock L.L.P., Omaha, Nebraska; J.D., University of Connecticut School of Law; B.S., University of Nebraska, LexisNexis, “RECHARACTERIZING THE DEBATE: A CRITIQUE OF ENVIRONMENTAL DEMOCRACY AND AN ALTERNATIVE APPROACH TO THE URBAN SPRAWL DILEMMA”, 1997, RM)

Environmental harms aside, urban sprawl and the flight to the suburbs have had a disastrous effect on central cities across the United States. The sprawl phenomenon has led to job flight from city centers, societal breakdown in cities and suburbs, and has left the urban poor locked in a nearly unbreakable cycle of increased poverty. As explained in the preceding section, once the federal government began the large-scale subsidization of highways and encouragement of individual automobile use, many urban citizens were able to move to the suburbs and commute into the city to work. n64 Once this trend was established, employers began to leave the central cities, and followed their employees to the suburbs. n65 Job flight from the urban core to the suburbs started a cycle that has wreaked havoc on many city centers. Tax bases have eroded as tax-paying businesses and their workers have fled to newer, ex-urban areas. n66 Demands for public services have increased as growing numbers of urban poor require more social services while their condition continues to deteriorate. n67 Businesses continue to flee the cities, leaving the poor stranded with little hope for a better future. n68 This increasing lack of employment opportunities has created a nearly permanent underclass of trapped urban poor. n69 [*468] Urban property values continue to fall as cities struggle to find tenants, n70 and the number of polluted industrial brownfield sites continues to rise. n71 These effects have created a cycle of decay, intensifying and perpetuating nearly all of these negative impacts. n72 Outside of environmental and urban harms, sprawl has placed a huge financial strain on government at all levels. The costs of subsidizing the transportation needs of the suburbs and providing utilities and other public services to far-flung communities are enormous. n73 Cities do not shoulder the entire costs of the transportation subsidies, but their revenues are frequently tapped to help the state finance new highways and perform maintenance on and expansion of the infrastructure that services suburbia. n74 Although urban areas see the benefits of these expenditures when their own highways and roads are improved, the lion's share of these dollars go to finance ex-urban transportation projects. Such transportation projects foster sprawling development to the detriment of the cities. n75 [*469] Public service provision by the cities to suburban areas presents another set of expensive problems for urban centers. As suburbs develop, they generally continue to draw on the existing urban service infrastructures, rather than building their own. n76 Cities often provide services to outlying suburbs and, in doing so, they actually subsidize continued sprawling development by making outlying developments less expensive for businesses and consumers looking to keep costs down. n77 If municipal governments are not required to pay for the creation or maintenance of infrastructure that benefits suburbs, they can keep their tax levies lower and become attractive for relocation. Recent literature also notes that the pursuit of the suburban dream has had an extremely negative impact on social cohesion in the United States. Whereas central city living has forced at least proximity between different social groups, the suburban revolution has bred a new culture of segregation and disassociation among groups and individuals. n78 Authors note a decreased sense of community, less volunteerism, slackened charity donations, lower voter turn-out, and a weakened social bond between rich and poor. n79 In addition to individual seclusion and withdrawal from society by suburban residents, there is a general weakening in the bond of social responsibility that once bound the cities and the suburbs. n80 As those in the suburbs become more withdrawn and involved with suburban interests, the poor left in the cities must learn to fend for themselves with little or no help. This urban/suburban dynamic and its attendant ramifications on solving the sprawl phenomenon are merely introduced here and will be discussed at length in Part III of this critique.

Suburban cities are biased and exclusionary towards the “other”
Frug 96 (Gerald E Frug, Samuel R. Rosenthal Professor of Law, Harvard University, “SURVEYING LAW AND BORDERS: The Geography of Community”, LexisNexis, 5/96)

Every American metropolitan area is now divided into districts that are so different from each other they seem to be different worlds. Residential neighborhoods are African American, Asian, Latino, or white, and upper middle class, middle class, working class, or poor; many are populated by people who share a single class and racial or ethnic status. Traveling through this mosaic of neighborhoods, metropolitan residents move from feeling at home to feeling like a tourist to feeling so out of place that they are afraid for their own security. Commercial life provides a similarly wide range of experiences. In one spot, a shopping center offers Louis Vuitton or Hermes; in another, small stores are deteriorating, even empty; in a third, the sidewalks are crowded with street vendors; in a fourth, a strip-mall features Staples or Toys R Us. Of course, some sections of the metropolis are distinctive because they are integrated along some or all of these lines of race, ethnicity, class, and variety of commercial life. Still, everyone knows that Armani isn't located next to Kmart. Everyone knows which parts of the metropolitan area are nice and which are dangerous. Everyone knows where they don't belong. [*1048] This pervasive urban landscape is not simply the result of individual choices about where to live or to create a business. It is the product of a multitude of governmental policies. In this article, I focus on one such policy: the ways in which cities have exercised their power over land use to promote and perpetuate this vision of America. Most American metropolitan areas are, after all, divided into dozens and dozens of cities, and for decades these cities have wielded their zoning and redevelopment authority to foster their own prosperity even if it has been won at the expense of their neighbors. This pursuit of prosperity has usually meant trying to attract the "better kind" of commercial life and the "better kind" of people while excluding the rest. Everywhere in the nation, some suburban cities are understood as having succeeded in this effort while others are understood as having failed. Moreover, although no central city has attempted to exclude people from its borders, they too have used their ability to zone and condemn property to concentrate the "better kind" of commercial and residential uses in particular city neighborhoods. These local zoning and redevelopment policies have had a powerful impact both on the allocation of resources in America's metropolitan areas and on the relationship between the different kinds of people who live within them. Across the country, they have inhibited the ability of millions of people to participate fully in the American economy, deprived the poor of basic services while enriching the country's most privileged citizens, fueled racial and ethnic hostility, and, most fundamentally of all, undermined the ability of metropolitan residents even to understand each other, let alone work together on the region's problems - all at the cost of billions and billions of taxpayer dollars. One of the purposes of this article is to propose a radical revision of these land use policies so that they may better serve the people who live in America's central cities and their suburbs. Another purpose is to offer a framework for considering the kind of revision that seems to me to be desirable - a framework based on an argument about the role that cities ought to play in American society. The role I propose - one that, I contend, is more important than, and should inform the meaning of, land-use policy - is community building.
Minority groups have been excluded from the suburbs because of the lack of public transport

Kuswa, 02 (Kevin Douglas Kuswa, Dr. Kuswa is the Director of Debating at the University of Richmond and has written on issues of globalization, critical whiteness, and rhetoric. He received his PhD from the University of Texas at Austin in Communication Studies., LexisNexis, “SUBURBIFICATION, SEGREGATION, AND THE CONSOLIDATION OF THE HIGHWAY MACHINE”, Winter 2002, RM)

An auto journal in the 1920s noted: "illiterate, immigrant, Negro and other families" remained predominantly outside the market for motorcars. n36 The fact that automobiles were available to some American families and not others had severe ramifications on class and race politics. Configurations of automobile ownership and automobile use joined with the newly entrenched terrain of the suburb to legitimize and perpetuate the marginalization of certain groups. It is important that we expand our focus to include the areas affected by the suburb and not just the suburb itself. Many minority and lower income neighborhoods were excluded from the suburbification of America; instead occupying limited land replete with collapsing infrastructure and urban pollution. These conditions, especially the segregation and differentiation of social status based on borders within the city, are not new phenomena. When horses performed many of the transportation roles in the city, pollution was just as extreme in the form of excrement and disease. Usually the large stables were located away from the privileged or well-to-do neighborhoods. On the other hand, it is important to note that the suburb continued these practices and may have intensified them. [*45] Detailing the suburb as a primary mechanism for the segregation of people, Lewis Mumford targets the metropolis and its co-option by the military and the state. Citing overvalued land, increasing congestion, a lack of space for recreation, a perpetual cycle of growth and decay, and an elitist distribution of social services, Mumford contends: "The metropolitan regime opposes these domestic and civic functions: it subordinates life to organized destruction, and it must therefore regiment, limit, and constrict every exhibition of real life and culture." n37 Mumford's articulation of a regimented urban reality was compounded by the massive expansion of road building following World War II and the 1956 solidification of the highway machine. The rise of the suburb-a place partially produced by (and fueling) the highway's ability to connect the pristine periphery to the central business district-temporarily resolved Mumford's concerns of density and congestion, only to displace those problems with more severe environmental and human costs. Regardless of the organization of the suburb, the construction of highways in urban areas was a traumatic and oppressive event for the people uprooted by the highway's swath. The suburb also exacerbated the human displacement wrought by the highway because the resources necessary to soften the blow of urban construction were being consumed by suburban areas. The suburbs were typically beyond the reach of the poorest residents of the city, a barrier to entry that widened the gap between the rich and the poor, particularly when the poor neighborhoods were often the same neighborhoods torn up by the highway. The paradox was that the highways and the vehicles that traversed them were being promoted under the banners of maximum choice, individual access, and personal mobility. n38 These ideals were used to build more highways, increasing the demand for automobiles, and removing choice from the inhabitants of the city. Personal and individual choice could not exist on a large scale when part of the process necessitated a destructive dissection of urban areas.
The government’s policies of highway building have fueled the creation of suburbia by covering the cost of living far away from cities

Bare, 97 (Thomas Benton Bare III, Associate, Kutak Rock L.L.P., Omaha, Nebraska; J.D., University of Connecticut School of Law; B.S., University of Nebraska, LexisNexis, “RECHARACTERIZING THE DEBATE: A CRITIQUE OF ENVIRONMENTAL DEMOCRACY AND AN ALTERNATIVE APPROACH TO THE URBAN SPRAWL DILEMMA”, 1997, RM)

Why has sprawl become, as Freilich and Peshoff claim, "as ingrained in our national myth as baseball and apple pie once were"? n9 There are several contributing factors to the phenomenon bound together by one overriding theme. Subsidies promoting automobile dependency and suburban development combined with a general encouragement of non-urban development through land use policies all contribute to a consumer preference for suburban living. n10 While it is difficult to discern the contribution of any single factor on the overall sprawl problem, transportation subsidies are certainly an integral factor. These subsidies cause sprawl-type development in two ways. First, direct governmental subsidization of the costs of driving makes operation of individual automobiles cheap and facilitates sprawling development. Second, along with the direct subsidies comes a decreased commitment to funding of public transportation. With inexpensive auto use available and a dearth of public transportation the public is not only tricked into a preference but is actually forced into automobile dependence. American government, at virtually every level, has contributed heavily to sprawling development by creating highways and increasing the convenience of driving to the point that there is little incentive to live in the urban core. n11 As the government built highways after World War II, residential and business development emerged along the new transit corridors and traffic congestion increased. n12 The governmental response of building new highways to relieve the stress actually worsened the problem by making it even easier and less expensive for individuals to commute to work from the periphery. n13 The scenario laid out above is exacerbated by further subsidization of private automobile use. Mark Hanson, a consultant with Resource Management Associates of Madison, Wisconsin, calculated the total costs in the Madison area of the impact of automobile use (including air pollution generated, personal injury expense [*460] from accidents, damage from road salt, and lost land opportunity cost). Once these local impact costs were calculated, he added Madison's share of the nearly nine billion federal dollars spent in direct petroleum subsidies, and added the costs of building and maintaining the necessary roads. The totals were astronomical. n14 A total of 34 million 1987 dollars were spent in the subsidization of individual auto use in the Madison area, which breaks down to a subsidy of nearly $ 1.27 per gallon of gasoline. n15 Unfortunately, the Madison findings are not unique. Other authors have included the costs of policing automobile use and general pollution costs in their calculations, and reached similar conclusions to Hanson's. n16 When one considers the government's dedication to building roads and its insistence on footing the driving bill for millions of Americans, it is easy to see why so many people are addicted to individual automobile use. These subsidies and building practices create and encourage sprawl by providing extensive and relatively convenient automobile-based infrastructure, and by lowering other individual transit costs to the point where there is no economic incentive to live in a central urban area close to work, school, and shopping. n17 Life as a commuter based in suburbia is affordable to many citizens who would not be able to maintain such a lifestyle if the full costs of driving were captured by the government through accurate user fees and other cost recovery techniques. n18 In short, subsidization of these costs has encouraged suburban development by making it an affordable alternative. 
Inner city areas create a reciprocating engine of resentment that fuels police – minority conflict

Frug 98 (Gerald E Frug, Samuel R. Rosenthal Professor of Law, Harvard University, “CITY SERVICES”, LexisNexis, 4/98, RM)
No aspect of community building is more important than overcoming this mutual reinforcement between the fear of crime and the fear of strangers. Many current crime prevention strategies, however, do the opposite: they intensify rather than undermine the divisiveness that the widespread fear of crime has generated. "There's no secret to fighting crime," one commentator says, summarizing such a strategy: "hire more police, build more prisons, abolish parole, stop winking at juvenile criminals, severely enforce public-nuisance laws, permit self-defense for the law-abiding and put deliberate murderers to death." n159 This approach to crime imposes no obligations of any kind on law-abiding citizens: their strategy of withdrawal and their fear of strangers remain untouched. On the contrary, it pictures the police as the agents of these unreconstructed citizens, with their job being to identify the bad guys and put them in jail. Indeed, nowhere is the sharpness of the boundary between "us" and "them" more striking than in the current enthusiasm for building prisons. Once imagined as places of rehabilitation, and even now occasionally thought of as instruments for deterrence, prisons have become the equivalent in the crime control area to the use of exclusionary zoning in allocating the nation's housing: prisons represent an effort to deal with "them" by dividing and separating the metropolitan population. If only enough dangerous people can be locked up, it is thought, the rest of society will be safe. The effect of such a "get tough" attitude on the crime rate is a hotly debated issue. n160 But even if the dream of isolating criminals in a fortified ghetto is implemented by imprisoning everyone who satisfies a minimal test of dangerousness - thereby keeping in prison a substantial number of what "get tough" advocates euphemistically call "false positives" n161 - it will be hard to lock up enough people to diminish the level of fear. Potentially threatening people will remain on the street. Unsolved crimes are inevitable. Violent offenders who have served their sentences will still have trouble finding a job. So will nonviolent offenders, some of whom will be more dangerous after [*74] their release from prison than they were when they entered. Besides, no matter how many people are imprisoned, there will continue to be millions of unfamiliar-looking strangers in America's metropolitan areas who have never committed a crime and more children - including more young black males - becoming teenagers every day. Since a "get tough" strategy makes it no easier to distinguish a dangerous stranger from an innocuous one, building prisons is not likely to dampen the desire to build the opposite kind of walled communities at the same time - communities designed to protect insiders by walling off what frightens them on the outside. A "get tough" strategy threatens to exacerbate the current level of divisiveness in America in another way as well. It reinforces for all concerned the image of the police as an occupying army responsive to outsiders rather than to community residents. A primary objection voiced by African Americans to current crime control efforts is that every black person, particularly every young black male, is viewed suspiciously by the police. n162 This degree of surveillance has generated an antagonism between African Americans and the police that is much more fundamental than racial prejudice or excessive violence on the part of individual police officers or criminal acts perpetrated by individual African Americans - serious as these problems are. As David Bayley and Harold Mendelsohn put it, "There seems to be a reciprocating engine of resentment at work in the relations between police and minorities." n163 This engine of resentment particularly infects the police-minority relationship in the poor African American neighborhoods most plagued by high crime rates. Residents of these neighborhoods are too familiar with examples of verbal abuse, brutality, and physical assaults to view police officers, in the manner of those who live in low-crime suburbs, as there for their protection. Patrolling in low-crime suburbs may be designed to ward off crime, but in poor African American neighborhoods it too often provides an opportunity for routine harassment. And the reason for this harassment, many feel, is that the police are captured by an "us versus them" attitude - one that combines racial prejudice with an instinct to use excessive force even for a routine arrest. n164 The police, on the other hand, see themselves as doing a tough, dirty job that the public doesn't under- [*75] stand or appreciate. They feel constantly threatened by potential violence and develop in response an omnipresent sense of mistrust. This mistrust is triggered most intensely in poor African American neighborhoods where, as police officers recognize, residents have a powerful suspicion, even hatred, of the police. Moreover, the officers who work in these neighborhoods see them as filled with criminals and potential criminals who understand only toughness. Consequently, they define their job as requiring alertness to possible violence and a quick, authoritative response, rather than politeness or respect. It's not surprising, therefore, that they also come to believe that the only people they can trust in doing their job are their fellow officers. If so, it becomes critical to stand by them - no matter how they behave. n165  
Solvency – Racism / Poverty
Improving transportation is key to solve inequality – creates a more connected society

Broadus 10 (Victoria Broadus, Writer for The City Fix, July 26, 2010, http://thecityfix.com/blog/transport-and-inequality-in-latin-america-and-the-caribbean/)

Acknowledging that poverty reduction programs in the region have too often focused on specific, piece-meal solutions, rather than addressing the deep-seated roots of poverty and inequality, the report calls for more comprehensive public social policies across the region. The policies must recognize and work to amend the “structural causes of political and social origin that reflect historical factors of social inequality, including lack of equal opportunity and lack of empowerment that result in marginalization, oppression, and domination.”  Lower inequality would mean a more connected and cohesive society, which would foster greater and more equitable economic growth.  Safe, reliable, affordable and sustainable public transport options could be integral to this comprehensive policy to address inequality in the region.  After all, linking cities through fast and affordable bus systems like Bogotá’s TransMilenio certainly makes them more connected and cohesive, while providing poorer residents with improved access to cities’ economic centers. Improving access to schools and workplaces can help historically marginalized and economically excluded groups break from the cycle of poverty and inequality.  And indeed, transport is mentioned a few times throughout the report. The report highlights, for instance, that while the benefits of achieving a healthy lifestyle and a high level of education might, in theory, be equal for all people, the costs of achieving these goals are quite different for a family living far from a city center and a family living nearby. Farther distances imply reduced access to schools and health services, greater transport costs, and higher opportunity costs: more time spent in transit reduces the amount of time that children can contribute to family tasks or even work outside of the home, for example.  This analysis of human development from the “operative restrictions” perspective implies that policymakers and planners must account for the interaction between services that are available for families — for instance, health and education — and these families’ capacity to take full advantage of these services. Improved transport is crucial, in this respect, for advances in human development and reduced inequality in LAC.

Access to transportation solves poverty, inequality, and social exclusion

Lewis 11

(David Lewis, PhD, FCIT, Senior Vice President of HDR, 4/2011/, Economic Perspectives on Transport and Equality, http://www.internationaltransportforum.org/jtrc/DiscussionPapers/DP201109.pdf)

According to transport scholar Martin Wachs, mobility and access to transportation are   two of the most important global economic forces for the alleviation of poverty, inequality and   social exclusion.  1 While the degree of empirical strength in this conclusion may be debated,   most investigators agree that poverty, inequality and social exclusion are tied to personal   mobility and to the accessibility of goods and services. In richer and poorer countries alike,   Wachs notes that people with disabilities, women and girls and other disadvantaged people   suffer from measurable deficits in nutrition, health care, employment and education. While   such deficits reflect an array of simultaneously occurring causes (from poor housing to weak   governance), problems traveling and moving goods at affordable cost can rank among them.   Recognizing weak transport and energy infrastructure as key constraints to poverty reduction   in Africa, the African Development Bank (ADB) has made infrastructure development a   cornerstone in its development agenda and promotes private and public sector infrastructure   development through the provision of financial and technical resources.‖  2  A link between improved transport and diminished regional disparities in income and   well-being is evident in emerging and developed economies alike -- mobility and transport   have a role to play in diminishing economic and social gaps between rich and poor in literally   all the world‘s economies.  3  In coordination with other sectoral policies, transport represents   an important policy instrument for reducing poverty and diminishing social exclusion.   Germany, for example, is reported to have witnessed a larger reduction in sub-regional   income disparity since the mid-1990s than most other OECD nations. Analysis attributes this convergence in part to national and European Union funds for   infrastructure (as well as to research and development, education and the transfer of some   manufacturing jobs from factories in the western states to the east).  4  As shown in Section 3   below, large infrastructure investment programs can promote productivity growth, one of the   key factors in reducing income inequalities between regions and raising a real personal   incomes.
Transportation policy change is a critical to change poverty and racism
Bullard 04
(Robert Doyle Bullard, PhD, professor of sociology, Dean of Public Affais at Texas Southern, Jan 1, 2004, http://books.google.com/books?hl=en&lr=&id=NB_lJoyiF2cC&oi=fnd&pg=PA1&dq=%22Racism%22+%22transportation%22&ots=GWUJak2CQL&sig=pIexHRQlEh8LI5INLy2-lbBgFZM#v=onepage&q=%22Racism%22%20%22transportation%22&f=false)

From Rosa Parks and the brave souls who risked their lives in the Montgomery Bus Boycott to John Lewis and the Freedom Riders, individual and organizational frontal assaults on racist transportation policies and practices represent attempts to literally dismantle the infrastructure of oppression. Natural heirs of the civil rights legacy, the Los Angeles Bus Riders Union in the 1990s and hundreds of grassroots groups in the early years of the new millennium have taken to our nation's buses, trains, streets, and highways and joined the battle against transportation racism. Transportation racism hurts people of color communities by depriving their residents of valuable resources, investments, and mobility. This book represents a small but signiﬁcant part of the transportation equity movement—a movement that is redeﬁning transportation as an environmental, economic, civil, and human right. The need for transportation touches every aspect of our lives and daily routines. The course of one day could necessitate a range of activities: working, shopping, visiting friends, attending church, or going to the doctor. Furthermore, transportation provides access to opportunity and serves as a key component in addressing poverty, unemployment, and equal opportunity goals while ensuring equal access to education, employment, and other public services. Lest anyone dismiss transportation as a tangential expense, consider that except for housing, Americans spend more on transportation than any other household disbursement, including (bod, education, and health care. The average American household spends one ﬁfth of its income—or about $6,000 a year—for each car that it owns and operates.’ It is not uncommon for many low-income, people of color households to spend up to one-third of their income on transportation. This book afﬁrms that transportation is neither a marginal cost nor an irrelevant need, but a necessity.
Safer mass transit and sidewalk systems prevent traffic fatalities and provide better access for the poor, disabled, and elderly
Gao 11

(Suzi Gao, writer for Unfinished Buisness, a blog committed to civil and human rights for all, July 27, 2011, http://www.unfinishedbusiness.org/20110727-raquel-nelson-and-the-fatal-cost-of-transportation-inequality/)
Last month, Nelson, a part-time student and single mother, was convicted in Georgia of vehicular homicide and jaywalking. After getting off a bus stop across the street from her home, [Nelson] and her three kids were crossing a dangerous street without any pedestrian safeguards when her 4-year-old son was struck down by an intoxicated driver. After two trials and national outcries against her conviction, Nelson was given the option to accept either 12 months probation or a re-trial. Meanwhile, the driver who killed Nelson’s son got off with six months on a hit-and-run charge.  This unfortunate incident highlights the pertinent need for a reliable and accessible mass transit system. A very small percentage of federal funds are being used for affordable transportation. This means that low-income people, seniors, and people with disabilities are denied equal access to opportunity and safety.  Regrettably in Nelson’s case, the insufficient 1.5 percent of federal funds that were scarcely allocated to revamp dangerous roads or to create better alternatives, ended up personally affecting her life.  According to Transportation for America’s report Dangerous by Design 2011, pedestrians account for nearly 12 percent of total traffic deaths. These deaths are usually considered “accidents,” and often occur along dangerous roads designed for high-speed cars, neglecting provisions for pedestrian friendly infrastructure.  We should keep all of this in mind as Congress considers the surface transportation reauthorization bill that will outline federal spending for the next six years in transportation priorities.  Cutting away necessary investments in walkable communities, bicycle friendly roads, and wheelchair accessibility would be like cutting away their lifelines. And just think, think about some of the benefits our nation would gain, such as less pollution for our air quality, obesity, and the most unfortunate one in this case – pedestrian fatality.

Solvency - Movement

The combination of the creation of mass transit systems and a massive movement recognizing the issues inherent in automobility will create cracks in the regime of automobility. Putting into question the “going-ons” of automobility is a subversive act that could reconfigure the entire transportation system.

Bohm et al. 06 (Steffen Böhm, Campbell Jones, Chris Land and Mat Paterson, Steffen Böhm is Lecturer in Management at the University of Essex. He is a member of the editorial collective of ephemera: theory & politics in organization and co-editor of mayflybooks. He does not own a car.  Campbell Jones is Director of the Centre for Philosophy and Political Economy and Senior Lecturer in Critical Theory and Business Ethics at the University of Leicester, UK. He walks a lot.  Chris Land now teaches at the University of Essex. His research has predominantly been concerned with the constitutive role of technology in producing human subjectivity.  Matthew Paterson is Associate Professor of Political Science at the University of Ottawa, Canada. His main research interests are the politics of global warming, ecological perspectives on global politics, and the political economy of global environmental change. Having moved to the continent of enforced automobility, he is now no longer car-free, although the bike remains his drug of choice, Against Automobility, Pages 13-15, RM)

One way of enacting the regime of automobility is to look at the antagonisms that are inherent to this regime and try to address the social, environmental and economic consequences that are produced by its ‘malfunctioning’. Take, for example, the introduction of congestion charges in London, an undoubtedly bold scheme that started in early 2003. Charging vehicles for entering city centres is one way to address the growing gridlock that characterizes most big cities on the globe. The protests against this particular scheme in London have been manifold. Commuters complained about the spiralling costs of getting to and from work and the lack of high quality public transport alternatives. Local businesses complained about their increased costs of doing business in London. There will always be a host of social groups that will be affected by the introduction of new governmental measures of control. What seems clear to us, however, is that the introduction of congestion charges points to the inherent antagonisms that characterize the regime of automobility, antagonisms that need to be politically addressed, if the regime as a whole is to continue. Many insist that individuals should be able to decide for themselves and take things in their own hands, to be responsible for their own destiny. As a corollary, the task of politics is to reduce the interventions of the State and ensure that citizens have as much freedom as possible. The automobile as the vehicle that promises completely autonomous, free movement fits perfectly within such image. It comes as no surprise, then, that despite the serious environmental, social and economic costs due to the ‘success’ of automobility, dominant political discourses call for cheaper fuel, less taxes, more roads and less ‘governing’ of automobility. It seems clear that such understanding of the regime of automobility is illusory, precisely because automobility as such, is always already impossible, even on the conceptual level. This is to say that automobility is already an ‘open’ regime in the sense that it requires enactment to make it work. The task of politics is precisely to ‘make up’ automobility, that is, to set the limits and thereby gloss over the particular antagonisms of automobility. What we are describing here is, of course, a reformist model. The politics of particularity aims to reform the regime of automobility by responding to particular failures, breaks and accidents – it makes a regime that is fundamentally impossible possible. The London congestion charge is such a politics of reform. It introduces a new technique for the governance of automobility, which has already changed the face of automobility in London itself: more cyclists are commuting to work, public transport plays a better role and people simply seem to walk more.While we certainly do not want to dismiss the importance of such a political move, the danger of a politics of reform is that it remains at the level of particularity in the sense that it remains geographically and politically a singular event and limited to the ‘improvement’ of automobility. The London congestion charge is only a small gesture, precisely because it is not yet embedded in a wider politics of ‘regime-change’; a change that would signal a hope of a radically different regime of automobility. It seems to us that one possible signal in urgent need to be sent out is one that entails a radical break from the dependency of automobile life on the unsustainable, environmental and social destruction causing, usage of non-renewable oil resources. How would an automobile society look without oil? This radical, yet so logical, question has been asked by many anti-road protesters, environmentalists and authors (eg, Catton, 1982; Heinberg, 2005; Zuckermann, 1991; www.lifeaftertheoilcrash.net) for many years – and now even progressive governments have caught on (The Guardian, 2006). Equally, one could ask: how would a carfree city look (Holtz Kay, 1997)? Cities like Amsterdam, Copenhagen, Freiburg and others show that a mixture of public transport and extensive cycle lane networks can provide an infrastructure that signals a hope in a more sustainable and carfree urban transport future (see Alvord, 2000; Crawford, 2002; see also www.critical-mass.org). Yet, while such provisions are signs of a future beyond the current regime of automobility, what seems to be important is to connect them to a wider, more general, questioning of the impossibility of the regime of automobility itself. In our view, reforming automobility is not enough. In order radically to change the way automobility works today, it is not sufficient to expose the particular antagonisms of the regime and make it once again, temporarily, ‘possible’ by introducing new techniques of government. Instead, what is needed is a broadening awareness of the fragility of the entire regime of automobility.When in the year 2000 protests against high fuel prices brought most of the UK almost to a standstill, this fragility of the regime was made clear by a relatively small number of people within a few days: as almost the entirety of social life of the developed world depends on the steady flow of oil, a break of this flow has radical consequences for the normal maintenance of the regime of automobility. Such breaks in the normal flows of automobility, even if they intended to achieve the opposite, expose the fragility of the regime. It is an act of subversion that has the potential to put into question the entire ‘goings-on’ of automobility. Such acts do not only aim to engage with a particular antagonism of automobility but to redefine the grounds on which automobility can be thought. Such acts are therefore radically unaccountable; one can never fully foresee their consequences. In our view, this is the task of today: radically to put into question the universality of automobility and engender a space that imagines not only different automobilities that cannot yet be foreseen, but also a social form which recognizes the necessity of disentangling its twin conceptual bases – to delink autonomy from mobility and to put both in context. In this sense, we are proposing interventions that quite literally propose to reconfigure the very coordinates of what is perceived as ‘possible’. Faced with an antagonistic and impossible regime of automobility, we hope that the essays collected in this volume contribute to the recognition of that impossibility and to the collective possibility of moving beyond it.
Solvency -  Contact Hypothesis

Inter-racial contact helps take away negative stereotypes toward the other
(Welch 93 et al. Susan Welch and Lee Sigelman, March 1993, Welch is a Dean at the College of Liberal Arts and Professor of Political Science at Pennsylvania State University, and Sigelman is a Columbian College Distinguished Professor of Political Science and was previously a department chair at George Washington University)

What psychological mechanisms might mediate the linkage between interracial contact and positive racial attitudes? One is availability(Kahneman, Slovic & Tversky 1982). For whites, having a black friend or living in an area where one comes into frequent contact with blacks serves as a source of information about blacks - their outlooks, the problems they face, and so on. Such first hand information almost inevitably influences one's perceptions of and feelings about blacks in general. Thus, for example, when whites are asked how many blacks harbor antiwhite feelings, they may think first of their own black friends, if they have any, and the very fact of their friendship should shape their response. Or they may think of blacks in the area where they live, and here again their impressions are likely to be fairly positive, because black-white relations are usually perceived as less problematic in one's local area than nationwide (Sigelman & Welch 1991). Lacking such firsthand information, whites must base their responses on whatever other information they may have at their disposal. Given the tendency of media coverage to focus on cases of intense, dramatic conflict, the second hand information whites have about blacks is apt to accentuate the negative. This availability-based interpretation suggests, in short, that whites' perceptions and expressions of racial hostility should be materially affected by personal contact with blacks, because such contact is a key source of positive information about blacks; in the absence of this source, whites must fall back on other information sources, including long-standing racial stereotypes and media reports, which are more likely to be negative. For blacks, too, interracial contact presumably affects the availability of information about whites, though perhaps in a somewhat more muted fashion than for whites. Living in a white-dominated society, blacks have an easier time amassing a variety of first- and secondhand information about whites than the average white does about blacks. Thus, simply being in neighborhoods or school cachement areas with whites may have little bearing on perceptions of racial attitudes generally. However, interracial friendship may deter racial stereo-typing by providing blacks with counter examples to the stereotype of whites as prejudiced and hostile.
Data show that inter-racial contact increases positive attitudes toward the other – this could make current race  relations calmer
(Welch 93 et al. Susan Welch and Lee Sigelman, March 1993, Welch is a Dean at the College of Liberal Arts and Professor of Political Science at Pennsylvania State University, and Sigelman is a Columbian College Distinguished Professor of Political Science and was previously a department chair at George Washington University)


On the other hand, we can hardly conclude from our findings that interracial contact is unimportant. Although half of the coefficients in Table2 are nonsignificant, the other half are significant, and in every instance, the significant coefficients run in the direction predicted by the contact hypothesis. In fact, we consistently found that interracial friendships decrease blacks' perceptions of racial hostility and that interracial neighborhood contacts decrease whites' perceptions of hostility. Both interracial friendships and neighborhood contacts increase whites' desire for racial integration. On no occasion did we witness a worst-case scenario of interracial contact breeding negative racial attitudes. In some instances, the positive effects of interracial contact are modest, but even these modest effects, aggregated over millions of black and white Americans, have the potential to ease the prevailing climate of race relations. And in some instances, the positive effects of interracial contact are substantial. There is, then, reason to believe that the availability hypothesis has considerable merit. Personal contact between whites and blacks is associated with positive white attitudes. It is noteworthy in this regard that interracial contact has its most marked effects on perceptions or expressions of racial hostility in one's own area, just as would be expected if, in effect, people generalize from specific situations with which they are familiar to more general situations about which their information may be more uncertain.
People with greater contact with other races are better at recognizing faces of different races 

(Valentine 95 Tim Valentine and Patrick Chiroro, 1995, Valentine was a United States democratic representative for the state of Carolina, Chiroro has been a university lecturer and professor, The Quarterly Journal of Environmental Psychology Section A: Human Environmental Psychology, “An Investigation of the Contact Hypothesis of the Own-race Bias in Face Recognition, accessed online: http://www.tandfonline.com/doi/abs/10.1080/14640749508401421#preview)
Although previous studies have demonstrated that faces of one's own race are recognized more accurately than are faces of other races, the theoretical basis of this effect is not clearly understood at present. The experiment reported in this paper tested the contact hypothesis of the own-race bias in face recognition using a cross-cultural design. Four groups of subjects were tested for their recognition of distinctive and typical own-race and other-race faces: (1) black Africans who had a high degree of contact with white faces, (2) black Africans who had little or no contact with white faces, (3) white Africans who had a high degree of contact with black faces, and (4) white Britons who had little contact with black faces. The results showed that although on the whole subjects recognized own-race faces more accurately and more confidently than they recognized other-race faces, the own-race bias in face recognition was significantly smaller among the high-contact subjects than it was among the low-contact subjects. Also, although high-contact black and white subjects showed significant main effects of distinctiveness in their recognition of faces of both races, low-contact black and white subjects showed significant main effects of distinctiveness only in their recognition of own-race faces. It is argued that these results support the contact hypothesis of the own-race bias in face recognition and Valentine's multidimensional space (MDS) framework of face encoding.
Impact– Biopolitics

The highway machine is the worst form of biopolitics – it controls both those who drive and those who don’t through differences in class

Kuswa 2 (Kevin Douglas Kuswa, Dr. Kuswa is the Director of Debating at the University of Richmond and has written on issues of globalization, critical whiteness, and rhetoric. He received his PhD from the University of Texas at Austin in Communication Studies., LexisNexis, “SUBURBIFICATION, SEGREGATION, AND THE CONSOLIDATION OF THE HIGHWAY MACHINE”, Winter 2002, RM)

One of the devastating memories of the highway and suburbia during the middle of the last century concerns race and class and the ways many impoverished and minority people were segregated and contained in certain city regions. How is power exercised in these instances? How can these histories be tied together to critique the effects of the highway machine? A relational notion of power can assist critical whiteness in confronting any attempts to govern through a spatial control of mobility and housing that promotes race and class divisions. Power no longer constitutes authority in a bipolar way, for the exercise of power produces positive and negative effects. More specifically, the racing and placing of populations occurs through the highway machine's exercise of pastoral power, not through a barricade set up by the military or forced internment. A concept like pastoral power turns away from analyzing situations in terms of "those with power" against "those without." Pastoral power, for Foucault, involves the individualization and totalization of power's objects: the subject and the flock. n62 Civil [*55] institutions took it upon themselves to save and improve the citizenry, rather than simply governing the larger social body. Individuals are subject to rigid norms and groups are subjugated by state policies and enforcement. In a less abstract sense, the urban highway subjugates communities that are not able to access the highway, while people who do have access are subject to its restrictions and its path. The subject, or driver, desires easy access to employment as well as a domestic escape from the perceived dangers of city life. Meanwhile, the flock, or abstracted community, desires security and the comforts of modernity. The underside of the subject and the flock is, of course, the non-citizen and the non-community-the elements that must be purged and sanitized for the smooth functioning of society. This is how pastoral power produces subjectivities at the same time that it subjugates others. Through the highway machine, the non-citizen emerges as the residue of circulation and distribution-the immobile person contained in a trap of poverty and walled-in by the very structures designed to expand society's possibilities of travel. The have-nots become the move-nots, resigned to remain within a crowded cage contrasted with the adjacent freedom of superhighways and airports. Through the highway machine, the non-community emerges as the residue of out-migration and gentrification, effectively raising and depressing property rates to squeeze some people in and some people out. Drawing an analogy to a more popularized form of containment will serve to highlight the process. Greene relates the discourse of containment to United States foreign policy in the "third world," by showing how poverty and overpopulation had to be contained in the [*56] name of democracy. n63 The borderlines between North and South (the North South gap) and between East and West (the East West divide or the Iron Curtain) became regions where containment worked to place and displace particular territories and populations. These logics appeared across the globe in the form of proxy wars (Angola, Nicaragua, Vietnam, Afghanistan); in the emergence of spheres of influence (the bear in the backyard and the domino theory); and in the separation of worlds into the industrialized first world, the industrializing or communist-bloc second world, and the underdeveloped or newly independent third world. Containment worked in these contexts to isolate conditions of political instability, poverty, and rapid population growth. These conditions then marked places that could breed communism or pose a potential threat to the West. Greene focuses on how the population control apparatus adopted containment rhetoric to further birth control, family planning, and health promotion in the so-called third world. This article uses Greene's concept to make a brief comment on the tropes of "cleanliness," "the pristine," "health," and "whiteness" operating within containment. n64 From there, we turn toward the ways these discourses produce racial divisions within American cities. Early in his account of the population apparatus, Greene notes "discourse strategies offer the means for making the conduct of a population visible as a problem" and "a discourse strategy exists as a norm for evaluating [*57] the welfare of a population." n65 We recognize, though, that these discursive strategies are material and not just descriptive, that rhetorical positioning operates alongside ethical judgment, and that discursive foundations allow the exercise of power to be enabling and disabling at any given moment. n66 Many strategies circulate together to make certain populations visible and judge their productivity. Deploying the need for health, for instance, discursive strategies began to associate the health of the individual with the health of the nation and the health of the social body. A number of techniques combine to determine which populations are unhealthy and how those populations can be distinguished, separated, and contained. The health of a given population works figuratively and literally (metaphorically and physically). As Greene contends: "the individual health/social health couplet allows the language of public health and disease to be deployed in order to pathologize particular practices as 'unhealthy' for both the individual and the social body." n67 Greene's link between the discourse of health and containment is clear in the emergence of a Malthusian couple and state promotion of birth control, making the notion of "racing and placing populations" a significant one to import to the intersection between the suburb and whiteness. n68
This form of modern governmentality takes responsibility for optimizing the life of whole populations. Within this “bio-power” the sovereign right to kill is transformed in to the right to let die in the name of collective life. Any amount of violence, no matter how potentially life annihilating, becomes justified.

Dean 01

(Mitchell Dean, Professor of Sociology at Macquarie University, 2001,“Demonic Societies: Liberalism, biopolitics, and sovereignty.” Ethnographic Explorations of the Postcolonial State, ed. Hanson and Stepputat, p. 55-58)

Consider again the contrastive terms in which it is possible to view biopolitics and sovereignty. The final chapter in the first volume of the History of Sexuality that contrasts sovereignty and biopolitics is titled "Right of Death and Power over Life." The initial terms of the contrast between the two registers of government is thus between one that could employ power to put subjects to death, even if this right to kill was conditioned by the defense of the sovereign, and one that was concerned with the fostering of life. Nevertheless, each part of the contrast can be further broken down. The right of death can also be understood as "the right to take life or let live"; the power over life as the power "to foster life or disallow it." Sovereign power is a power that distinguishes between political life (bios) and mere existence or bare life (zoe). Bare life is included in the constitution of sovereign power by Its very exclusion from political life. In contrast, biopolitics might be thought to include zoe in bios: stripped down mere existence becomes a matter of political reality. Thus, the contrast between biopolitics and sovereignty is not one of a power of life versus a power of death but concerns the way the different forms of power treat matters of life and death and entail different conceptions of life. Thus, biopolitics reinscribes the earlier right of death and power over life and places it within a new and different form that attempts to include what had earlier been sacred and taboo, bare life, in political existence. It is no longer so much the right of the sovereign to put to death his enemies but to disqualify the life—the mere existence—of those who are a threat to the life of the population, to disallow those deemed "unworthy of life," those whose bare life is not worth living. This allows us, first, to consider what might be thought of as the dark side of biopolitics (Foucault 1979a: 136—37). In Foucault's account, biopolitics does not put an end to the practice of war: it provides it with new and more sophisticated killing machines. These machines allow killing itself to be reposed at the level of entire populations. Wars become genocidal in the twentieth century. The same state that takes on the duty to enhance the life of the population also exercises the power of death over whole populations. Atomic weapons are the key weapons of this process of the power to put whole populations to death. We might also consider here the aptly named biological and chemical weapons that seek an extermination of populations by visiting plagues upon them or polluting the biosphere in which they live to the point at which bare life is no longer sustainable. Nor does the birth of biopolitics put an end to the killing of one's own populations. Rather, it intensifies that killing—whether by an "ethnic cleansing" that visits holocausts upon whole groups or by the mass slaughters of classes and groups conducted in the name of the Utopia to be achieved. There is a certain restraint in sovereign power. The right of death is only occasionally exercised as the right to kill and then often in a ritual fashion that suggests a relation to the sacred. More often, sovereign power is manifest in the refraining from the right to kill. The biopolitical imperative knows no such restraint. Power is exercised at the level of populations and hence wars will be waged at that level, on behalf of everyone and their lives. This point brings us to the heart of Foucault's provocative thesis about biopolitics: that there is an intimate connection between the exercise of a life-administering power and the commission of genocide: "If genocide is indeed the dream of modern powers, this is not because of a recent return of the ancient right to kill: it is because power is situated and exercised at the level of life, the species, the race, and the large-scale phenomena of population" (1979a: 137). Foucault completes this same passage with an expression that deserves more notice: "massacres become vital." There is thus a kind of perverse homogeneity between the power over life and the power to take life characteristic of biopower. The emergence of a biopolitical racism in the nineteenth and twentieth centuries can be approached as a trajectory in which this homogeneity always threatened to tip over into a dreadful necessity. This racism can be approached as a fundamental mechanism of power that is inscribed in the biopolitical domain (Stoler 1995: 84—85). For Foucault, the primary function of this form of racism is to establish a division between those who must live and those who must die, and to distinguish the superior from the inferior, the fit from the unfit. The notion and techniques of population had given rise, at the end of the nineteenth century, to a new linkage among population, the internal organization of states, and the competition between states. Darwinism, as an imperial social and political program, would plot the ranking of individuals, populations, and nations along the common gradient of fitness and thus measure eflicienqp6 However, the series "population, evolution, and race" is not simply a way of thinking about the superiority of the "white races" or of justifying colonialism, but also of thinking about how to treat the degenerates and the abnormals in one's own population and prevent the further degeneration of the race. The second and most important function for Foucault of this biopolitical racism in the nineteenth century is that "it establishes a positive relation between the right to kill and the assurance of life" (Stoler 1995: 84). The life of the population, its vigor, its health, its capacities to survive, becomes necessarily linked to the elimination of internal and external threats. This power to disallow life is perhaps best encapsulated in the injunctions of the eugenic project: identify those who are degenerate, abnormal, feeble*minded, or of an inferior race and subject them to forced sterilization: encourage those who are superior, fit, and intelligent to propagate. Identify those whose life is but mere existence and disqualify their propagation: encourage those who can partake of a sovereign existence and of moral and political life. But this last example does not necessarily establish a positive justification for the right to kill, only the right to disallow life. If we are to begin to understand the type of racism engaged in by Nazism, however, we need to take into account another kind of denouement between the biopolitical management of population and the exercise of sovereignty. This version of sovereignty is no longer the transformed and democratized form founded on the liberty of the juridical subject, as it is for liberalism, but a sovereignty that takes up and transforms a further element of sovereignty, its "symbolics of blood" (Foucault 1979a: 148). For Foucault, sovereignty is grounded in blood—as a reality and as a symbol—just as one might say that sexuality becomes the key field on which biopolitical management of populations is articulated. When power is exercised through repression and deduction, through a law over which hangs the sword, when it is exercised on the scaffold by the torturer and the executioner, and when relations between households and families were forged through alliance, "blood was a reality with a symbolic function." By contrast, for biopolitics with its themes of health, vigor, fitness, vitality, progeny, survival, and race, "power spoke of sexuality and to sexuality" (Foucault 1979a: 147). For Foucault (1979a: 149—50), the novelty of National Socialism was the way it articulated "the oneiric exaltation of blood," of fatherland, and of the triumph of the race in an immensely cynical and naive fashion, with the paroxysms of a disciplinary and biopolitical power concerned with the detailed administration of the life of the population and the regulation of sexuality, family, marriage, and education.'Nazism generalized biopower without the limit-critique posed by the juridical subject of right, but it could not do away with sovereignty. Instead, it established a set of permanent interventions into the conduct of the individual within the population and articulated this with the "mythical concern for blood and the triumph of the race." Thus, the shepherd-flock game and the city-citizen game are transmuted into the eugenic ordering of biological existence (of mere living and subsistence) and articulated on the themes of the purity of blood and the myth of the fatherland. In such an articulation of these elements of sovereign and biopolitical forms of power, the relation between the administration of life and the right to kill entire populations is no longer simply one of a dreadful homogeneity. It has become a necessary relation. The administration of life comes to require a bloodbath. It is not simply that power, and therefore war, will be exercised at the level of an entire population. It is that the act of disqualifying the right to life of other races becomes necessary for the fostering of the life of the race. Moreover, the elimination of other races is only one face of the purification of one's own race (Foucault 1997b: 231). The other part is to expose the latter to a universal and absolute danger, to expose it to the risk of death and total destruction. For Foucault, with the Nazi state we have an "absolutely racist state, an absolutely murderous state and an absolutely suicidal state" (232), all of which are superimposed and converge on the Final Solution. With the Final Solution, the state tries to eliminate, through the Jews, all the other races, for whom the Jews were the symbol and the manifestation. This includes, in one of Hitler's last acts, the order to destroy the bases of bare life for the German people itself "Final Solution for other races, the absolute suicide of the German race" is inscribed, according to Foucault. in the functioning of the modern state (232).

Impact – Human Rights

Access to transportation is a fundamental right

Sanchez 03
(Thomas W. Sanchez is an associate professor of Urban Affairs and Planning and research fellow in the Metropolitan Institute at Virginia Tech in Alexandria, Virginia. Rich Stolz is Senior Policy Analyst at Center for Community Change. Jacinta S. Ma is a Legal and Policy Advocacy Associate at The Civil Rights Project at Harvard. “MOVING TO EQUITY: Addressing Inequitable Effects of Transportation Policies on Minorities”. http://civilrightsproject.ucla.edu/research/metro-and-regional-inequalities/transportation/moving-to-equity-addressing-inequitable-effects-of-transportation-policies-on-minorities/sanchez-moving-to-equity-transportation-policies.pdf) 

Transportation plays a vital role in our society. In fact, the Supreme Court recognized that the right to travel is one of the fundamental rights guaranteed by the Fourteenth Amendment to the U.S. Constitution.1 Given the important role of transportation, it would be expected that policymakers would battle over transportation policy. Too often, however, those battles are fought over what specific projects will be funded and in which states or congressional districts, and scant attention is paid to the larger social and economic effects of transportation policies. The civil rights movement provides some evidence of the social importance of transportation to people of color. In 1955, the arrest of Rosa Parks for refusing to give her seat on a bus to a white rider sparked the Montgomery Bus Boycott. Freedom Riders faced violent attacks to assert the rights of African Americans to ride on integrated buses traveling interstate. Many past and current transportation policies have limited the life chances of minorities by preventing access to places and opportunities. The expiration in 2003 of the Transportation Equity Act for the 21st Century (TEA-21) provides an opportunity to address some of the inequitable effects that transportation policies have on minority and low-income communities. Americans have become increasingly mobile and more reliant on automobiles to meet their travel needs due largely to transportation policies adopted after World War II that emphasized highway development over public transportation. According to Census 2000 data, less than five percent of trips to work in urban areas were made by public transit, but this varies significantly by race and location.2 Minorities, however, are less likely to own cars than whites and are more often dependent on public transportation. The “transit-dependent” must often rely on public transportation not only to travel to work, but also to get to school, obtain medical care, attend religious services, and shop for basic necessities such as groceries. The transit-dependent commonly have low incomes and thus, in addition to facing more difficulties getting around, they face economic inequities as a result of transportation policies oriented toward travel by car. Surface transportation policies at the local, regional, state, and national levels have a direct impact on urban land use and development patterns. The types of transportation facilities and services in which public funds are invested provide varying levels of access to meet basic social and economic needs. The way communities develop land dictates the need for certain types of transportation, and on the other hand, the transportation options in which communities invest influence patterns of urban development. 

Human rights need to be put first as a source of equality and protection

Feyter 05

(Koen de Feyter, professor of international law at the law faculty of the University of Antwerp, Human Rights: Justice in the Age of the Market, fall 2005, pages 218-219, MC)
Nevertheless, the need for human rights protection is as urgent in the age of the market as it was at the time of the Cold War. The right of each and every person to live in human dignity needs to be reaffirmed, particularly when the market justifies exclusion of those who compete poorly. The exclusiveness of the market needs to be countered by the inclusiveness of human rights. Human rights have this potential, but only if they adjust to the challenges of economic globalization, and if they are supported by a suf​ficiently strong and broad alliance of forces within and among different societies. The existing catalogue of civil, cultural, economic, political and social rights, as expressed in the international law of human rights, remains a valid point of departure. Doors should not be closed but be open to the recognition of multiple human rights duty holders; open to going beyond law in thinking about human rights; and open to connecting global norms and local realities. [218] This change, not in ideals but in attitude, is required because in the current era of economic globalization, and the inter​nationalization of political violence that it entails, the need for protection has changed. It may well change again in the future. Human rights have to be a living instrument in order to deliver on the promise of protection they hold. Economic globalization requires the recognition of multiple human rights duty holders. Human rights are no longer affected only by the state, which has territorial control over the area where people live. Decisions by intergovernmental organizations, by economic or violent non-state actors and by other states have far-reaching consequences for the degree to which human rights are enjoyed in a particular part of the world. None of these other actors is, however, sufficiently accountable for the human rights impact of their actions vis-a-vis people affected by their activ​ities. The vision is of a web of human rights obligations, with the territorially responsible country still at the centre but no longer alone. No trade-off need occur between holding the state respon​sible for human rights violations and simultaneously developing the human rights responsibilities of other actors. Perhaps the clearest examples are in the field of corporate responsibility for human rights. When companies have a direct impact on the quality of life of entire communities, because they exploit the land off which people live or because they provide a service essential to survival needs, effective human rights protec​tion requires downwards accountability both by the state when it fails to prevent abuses by the private actor, and by the private actor directly when it commits abuses falling within its sphere of influence. Similarly, an adequate response to the adverse human rights impact of IMF-sponsored economic reforms requires not only in​vestigation of the human rights responsibility of the International [219] Monetary Fund as an international organization, but also of the responsibilities of the state that agrees to the measures and those that supplied the required majority within the institution.

Impact – Air Pollution

Air Quality in poor urban areas is a large cause of asthma – blacks are shown to be 6 times more likely to die from it than white people

Bullard 2000 (Robert Bullard, PHD in Environment Sociology, http://www.ejrc.cau.edu/atep%20newsletter%20spr00sm.PDF, Spring 2000)

Air quality impacts of transportation are especially significant to low-income persons and people of color who are more likely to live in urban areas with reduced air quality than affluent individuals and whites. For example, National Argonne Laboratory researchers discovered that 437 of the 3,109 counties and independent cities failed to meet at least one of the EPA ambient air quality standards. Specifically, 57 percent of whites, 65 percent of African Americans, and 80 percent of Hispanics live in 437 counties with substandard air quality. Nationwide, 33 percent of whites, 50 percent of African Americans, and 60 percent of Hispanics live in the 136 counties in which two or more air pollutants exceed standards. Similar patterns were found for the 29 counties designated as nonattainment areas for three or more pollutants. Again, 12 percent of whites, 20 percent of African Americans, and 31 percent of Hispanics resided in the worse nonattainment areas. No doubt, clean and energy efficient public transportation could give millions of Americans who live in polluted cities a healthier environment and possibly longer lives. Ground-level ozone may exacerbate health problems such as asthma, nasal congestion, throat irritation, respiratory tract inflammation, reduced resistance to infection, changes in cell function, loss of lung elasticity, chest pains, lung scarring, formation of lesions within the lungs, and premature aging of lung tissues. Air pollution is not thought to cause asthma and related respiratory illnesses, however, bad air hurts and is a major trigger. A 1996 report from the federal Centers for Disease Control shows hospitalization and death rates from asthma increasing for persons 25 years old or less. The greatest increases occurred among African Americans. African Americans are two to six times more likely than whites to die from asthma. The hospitalization rate for African Americans is 3 to 4 times the rate for whites. Asthma has reached epidemic proportions in the Atlanta region. Atlanta area residents are paying for sprawl with their hard-earned dollars as well as with their health. A 1994 CDC-sponsored study showed that pediatric emergency department visits at Grady Memorial Hospital increased by one-third following peak ozone levels. The study also found that the asthma rate among African American children is 26 percent higher than the asthma rate among whites. Since children with asthma in Atlanta may not have visited the emergency department for their care, the true prevalence of asthma in the community is likely to be higher. A 1999 Clean Air Task Force report, Adverse Health Effects Associated with Ozone in the Eastern United States, linked asthma and respiratory problems and smog. High smog levels are associated with rising respiratory-related hospital admissions and emergency room visits in cities across the nation.

Poor people are more likely to have health problems 

Lovell 8 (PHD in African American Studies, http://www.hucchc.com/upload/research/Racism%20Poverty%20and%20Inner%20City%20Health%20Current%20Knowledge%20and%20Practices.pdf, September 8, **THIS ARTICLE HAS A LOT OF INFORMATION ON THE EFFECTS OF RACISM)

While it may have been traditionally difficult to document health problems as directly resulting from racism and poverty, recent literature and reports provide empirical support for the analytical concept of racism and poverty as co-determinants of health, particularly for racialised and disadvantaged populations in the inner city. This review makes the linkages between racism, poverty and health clear. It highlights how racism looks like in the every-day lives of racialised individuals and how it contributes to their health. It also identifies what role racism plays in poverty and thereby contributes to the determinants of health via unemployment, low income, homelessness and social exclusion.
Impact – Value to Life

The walling off of dissonance and disorder robs suburban populations of the capacity to deal with change and creates a lack of excitement in life

Frug, 96 (Gerald E Frug, Samuel R. Rosenthal Professor of Law, Harvard University, “SURVEYING LAW AND BORDERS: The Geography of Community”, LexisNexis, 5/96, RM)

In his evangelical mood, Sennett argues that walling off dissonance and disorder in the effort to protect oneself from vulnerability paradoxically increases vulnerability to these very aspects of life. The reason is that the barriers are designed to exclude what cannot be excluded: uncertainty, instability, change, pain, and disorder are inevitable. n18 This inevitability is not attributable simply to the actions of others; a purified identity is an attempt to escape from the self. Otherness, confusion, and complexity are part of every human experience; they threaten to enter consciousness at any moment. To prevent their doing so requires relentless patrolling of one's borders, both internal and external - a vigilance that heightens the sense of anxiety because reliance on exclusion robs people of the experience needed to develop a capacity to deal with problems as they occur. There is, however, an alternative strategy of self-protection, Sennett suggests, one that can provide more security. The alternative requires giving up the idea that the world can be purified or controlled and nurturing instead what he calls "ego strength." n19 By this, he means a sense of resilience, an ability to cope with whatever surprises and conflicts one en- [*1054] counters, a confidence that one won't be overwhelmed by complexity or disorder, a feeling that one can live with, even learn to enjoy, otherness. Ego strength enables "the acceptance of chance in life," as well as the acceptance of change, of growth, of disappointment. n20 This capacity goes by many names in the psychological literature, such as "human plasticity," "the protean self," and "the dialogic self"; sometimes, as a contrast to adolescence, it is simply called "maturity." n21 The reason for incorporating the experience of surprise, disorder, and difference in one's life is not simply to learn how to tolerate the pain they cause. Openness to these experiences makes life more fun. Building a world on the security derived from the familiar and the predictable causes people to feel bored, feel stuck, feel that they have "given up." This, one should recall, is a standard critique of the 1950s-style suburban bedroom communities: There, "there is nothing to do." Thus one psychological consequence of living in a purified community - other than resignation or a redoubled dedication to its defense - is a desire for a more interesting, fuller life. Lack of stimulation produces a longing for variety, surprise, mystery, excitement, adventure. For people so moved, it triggers an ambition to escape from the secure place to which they (or their parents) have escaped. But fulfilling this ambition requires openness to the unexpected, the disorienting, the new - a frightening prospect, perhaps, but a thrilling one as well.
***Impact Framing
Callahan

Survival politics manufactures catastrophes to justify the worst atrocities 

Callahan 73

Daniel Callahan, institute of Society and Ethics, 1973, The Tyranny of Survival, p. 91-93

The value of survival could not be so readily abused were it not for its evocative power. But abused it has been. In the name of survival, all manner of social and political evils have been committed against the rights of individuals, including the right to life. The purported threat of Communist domination has for over two decades fueled the drive of militarists for ever-larger defense budgets, no matter what the cost to other social needs. During World War II, native Japanese-Americans were herded, without due process of law, to detention camps. This policy was later upheld by the Supreme Court in Korematsu v. United States (1944) in the general context that a threat to national security can justify acts otherwise blatantly unjustifiable. The survival of the Aryan race was one of the official legitimations of Nazism. Under the banner of survival, the government of South Africa imposes a ruthless apartheid, heedless of the most elementary human rights. The Vietnamese war has seen one of the greatest of the many absurdities tolerated in the name of survival: the destruction of villages in order to save them. But it is not only in a political setting that survival has been evoked as a final and unarguable value. The main rationale B. F. Skinner offers in Beyond Freedom and Dignity for the controlled and conditioned society is the need for survival. For Jacques Monod, in Chance and Necessity, survival requires that we overthrow almost every known religious, ethical and political system. In genetics, the survival of the gene pool has been put forward as sufficient grounds for a forceful prohibition of bearers of offensive genetic traits from marrying and bearing children. Some have even suggested that we do the cause of survival no good by our misguided medical efforts to find means by which those suffering from such common genetically based diseases as diabetes can live a normal life, and thus procreate even more diabetics. In the field of population and environment, one can do no better than to cite Paul Ehrlich, whose works have shown a high dedication to survival, and in its holy name a willingness to contemplate governmentally enforced abortions and a denial of food to surviving populations of nations which have not enacted population-control policies. For all these reasons it is possible to counterpoise over against the need for survival a "tyranny of survival." There seems to be no imaginable evil which some group is not willing to inflict on another for sake of survival, no rights, liberties or dignities which it is not ready to suppress. It is easy, of course, to recognize the danger when survival is falsely and manipulatively invoked. Dictators never talk about their aggressions, but only about the need to defend the fatherland to save it from destruction at the hands of its enemies. But my point goes deeper than that. It is directed even at a legitimate concern for survival, when that concern is allowed to reach an intensity which would ignore, suppress or destroy other fundamental human rights and values. The potential tyranny survival as value is that it is capable, if not treated sanely, of wiping out all other values. Survival can become an obsession and a disease, provoking a destructive singlemindedness that will stop at nothing. We come here to the fundamental moral dilemma. If, both biologically and psychologically, the need for survival is basic to man, and if survival is the precondition for any and all human achievements, and if no other rights make much sense without the premise of a right to life—then how will it be possible to honor and act upon the need for survival without, in the process, destroying everything in human beings which makes them worthy of survival. To put it more strongly, if the price of survival is human degradation, then there is no moral reason why an effort should be made to ensure that survival. It would be the Pyrrhic victory to end all Pyrrhic victories. Yet it would be the defeat of all defeats if, because human beings could not properly manage their need to survive, they succeeded in not doing so. Either way, then, would represent a failure, and one can take one's pick about which failure would be worse, that of survival at the cost of everything decent in man or outright extinction. Somehow we need to find better alternatives, if I may be allowed to understate the mater. We need to survive as races, groups, nations and as a species, but in a way which preserves a wide range of other human values, and in a way which is as sensitive about means as about ends. Control of technology and population limitation will be an essential means to survival of the species. Thus the problem is to find a way of living with and profiting from technology, and of controlling population growth, size and distribution which is as morally viable as it is pragmatically effective. A balance will have to be devised, of the most delicate kind. A number of steps are necessary, the first of which is to analyze the various types of supposed threats to survival. At the very least, we need to know which are real and which are imaginary, which are of the essence and which are fantasies. We also need to have a sense of those other values human beings prize, especially those for which they are willing to risk survival, even to give it up altogether. In sum, we need to know just what it is we are trying to balance, and what would count as a good balance. A number of types of survival can be distinguished, the most important of which are survival of the species and survival of nations, cultures, groups (racial, ethnic and religious) and individuals. Survival of the species provides the prototype concept of survival. Taken literally, it can be understood to mean a continuation of human existence, specifying nothing about the number of those existing or the quality of their existence. In that sense, the species could survive if only a handful of fertile humans existed, much as the bison or the California condor exists, and even if the level of existence was that of a primitive tribe. If survival of the species alone is the goal, understood in a minimal sense, it is reasonable to suppose that nothing less than a global, all-encompassing catastrophe would sufice to bring about extinction. Nuclear warfare, together with a persistence of life- extinguishing levels of atmospheric radiation, might present that kind of threat. It seems to me difficult, however, to imagine any other kind of catastrophe which would have a like effect. Pollution of the gene pool would take thousands of years, even if total pollution is conceivable in theory. Overpopulation would, well before human extinction, be a self-correcting phenomenon. People would die until a supportable number remained, a state which could be reached well before extinction became an imminent reality. To be sure, excessive population growth could conceivably bring about a worldwide nuclear war, as people and nations struggled for more space and resources. And I suppose it is possible, in a world of steel, concrete and carbon dioxide fumes, to imagine oxygen shortages. But those are the only circumstances in which it makes much practical sense to talk about the extinction of the species. To be more blunt, the spectre of total human extinction is a chimera, providing a poor base upon which to build a concern for the necessity to control technology. Disasters could happen, under some remote circumstances; but then any and all kinds of catastrophes are imaginable under some circumstances.  

Probability
Ignore low-probability impacts

Rescher 83

Rescher. Prof of Philosophy @ Pitt, 1983, [Nicholas, Risk, pg. 36-37]

In real-life deliberations, in the law (especially in the context of negligence) and indeed throughout the setting of our practical affairs, it is necessary to distinguish between real and unreal (or "merely theoretical") possibilities. Once the probability of an eventuation gets to be small enough, the event at issue may be seen as no longer a real possibility (theoretically possible though it may be). Such an event is something we can simply write off as being "outside the range of appropriate concern," something we can dismiss for "all practical purposes." As one writer on insurance puts it: "[Pjeople... refuse to worry about losses whose probability is below some threshold. Probabilities below the threshold are treated as though thev were zero." No doubt, events of such possibility can happen in some sense of the term, but this "can" functions somewhat figuratively - it is no longer something that presents a realistic prospect. To be sure, this recourse to effective zerohood does not represent a strictly objective, ontological circumstance. It reflects a matter of choice or decision, namely the practical step of treating certain theoretically extant possibilities as unreal - as not woth bothering about, as meriting being set at zero, as being literally negligible. 

Moral Obligation
Poverty poses the greatest threat to the world—we have a moral obligation to eradicate it
Vear 04

 (Jesse Leah, Co-coordinates POWER--Portland Organizing to Win Economic Rights, "Abolishing Poverty: A Declaration of Economic Human Rights," http://www.peaceworkmagazine.org/pwork/0407/040704.htm)
Locked in the cross-hairs of domestic and foreign policies which intentionally put our bodies in harm's way, our terror is the terror of poverty - a terror boldly and callously proliferated by our own government. Surely one doesn't need the surveillance powers of high-definition weapons-grade satellites to see the faces of the some 80 million poor people struggling just to survive in America; to see the worried faces of homeless mothers waiting to be added to the waiting list for non-existent public housing; to find the unemployment lines filled with parents who aren't eligible to see a doctor and who can't afford to get sick; to see the children stricken with preventable diseases in the midst of the world's best-equipped hospitals; to hear the rumble in the bellies of millions of hungry Americans whose only security is a bread line once a week; or to detect the crumbling of our nation's under-funded, under-staffed schools. Meanwhile, billions are spent waging wars and occupying countries that our school children can't even find on a map. Surely it doesn't take a rocket scientist to detect the moral bankruptcy of a nation - by far the world's richest and most powerful - which disregards the basic human needs of its own despairing people in favor of misguided military adventures that protect no one, whether in nations half-way across the globe, or in the outer reaches of our atmosphere. To see these things one needs neither a high-powered satellite nor a specialized degree. One needs only to open one's eyes and dare to see the reality before them. Yet even as you look you still might not see the millions of poor people in America. My face is only one of 80 million Americans who never get asked for in-depth television interviews or for our expert commentary regarding the state of the economy or the impact of our nation's policies. In addition to all the indignities suffered by poor people in America, we must suffer the further indignation of being disappeared - kept discretely hidden away from the eyes, ears, and conscience of the rest of society and the world. The existence of poverty in the richest country on earth cannot remain a secret for long. Americans, like the majority of the world's peoples, are compassionate, fair-minded people. When exposed, the moral hypocrisy of poverty in America cannot withstand the light of day any more than the moral hypocrisy of slavery or race or sex discrimination could. That's where the Poor People's Economic Human Rights Campaign comes in. With this campaign, we are reaching out to the international community as well as the rest of US society to help us secure what are our most basic human rights, as outlined in International Law. According to the Universal Declaration of Human Rights, an International Treaty signed in 1948 by all UN member nations, including the United States, all nations have a moral and legal obligation to ensure the basic needs and well-being of all their citizens. Among the rights outlined in the Declaration are the rights to food, housing, health care, jobs at living wages, and education. Over half a century after signing this document, despite huge economic gains and a vast productive capacity, the United States has sorely neglected its promise. In a land whose founding documents proclaim life, liberty, and justice for all, we must hold this nation to its promises.
Nuclear
Poverty outweighs nuke war killing 232 million a year - The refusal to recognize and critique this violence perpetuates it. The “law” becomes a weapon by the ruling to secure their interest
Abu-Jamal`98
(Mumia, Political Activist, “A Quiet and Deadly Violence”, September 19, http://www.angelfire.com/az /catchphraze/mumiaswords.html)
It has often been observed that America is a truly violent nation, as shown by the thousands of cases of social and communal violence that occurs daily in the nation. Every year, some 20,000 people are killed by others, and additional 20,000 folks kill themselves. Add to this the nonlethal violence that Americans daily inflict on each other, and we begin to see the tracings of a nation immersed in a fever of violence. But, as remarkable, and harrowing as this level and degree of violence is, it is, by far, not the most violent features of living in the midst of the American empire. We live, equally immersed, and to a deeper degree, in a nation that condones and ignores wide-ranging "structural' violence, of a kind that destroys human life with a breathtaking ruthlessness. Former Massachusetts prison official and writer, Dr. James Gilligan observes; By "structural violence" I mean the increased rates of death and disability suffered by those who  occupy the bottom rungs of society, as contrasted by those who are above them. Those excess deaths (or at least a demonstrably large proportion of them) are a function of the class structure; and that structure is itself a product of society's collective human choices, concerning how to distribute the collective wealth of the society. These are not acts of God. I am contrasting "structural" with "behavioral violence" by which I mean the non-natural deaths and injuries that are caused by specific behavioral actions of individuals against individuals, such as the deaths we attribute to homicide, suicide, soldiers in warfare, capital punishment, and so on. --(Gilligan, J., MD, Violence: Reflections On a National Epidemic (New York: Vintage, 1996), 192.) This form of violence, not covered by any of the majoritarian, corporate, ruling-class protected media, is invisible to us and because of its invisibility, all the more insidious. How dangerous is it--really? Gilligan notes: [E]very fifteen years, on the average, as many people die because of relative poverty as would be killed in a nuclear war that caused 232 million deaths; and every single year, two to three times as many people die from poverty throughout the world as were killed by the Nazi genocide of the Jews over a six-year period. This is, in effect, the equivalent of an ongoing, unending, in fact accelerating, thermonuclear war, or genocide on the weak and poor every year of every decade,  throughout the world. [Gilligan, p. 196] Worse still, in a thoroughly capitalist society, much of that violence became internalized, turned back on the Self, because, in a society based on the priority of wealth, those who own nothing are taught to loathe  themselves, as if something is inherently wrong with themselves, instead of the social order that promotes this self-loathing. This intense self-hatred was often manifested in familial violence as when the husband beats the wife, the wife smacks the son, and the kids fight each other. This vicious, circular, and invisible violence, unacknowledged by the corporate media, uncriticized in substandard educational systems, and un- understood by the very folks who suffer in its grips, feeds on the spectacular and more common forms of violence that the system makes damn sure -that we can recognize and must react to it. This fatal and systematic violence may be called The War on the Poor. It is found in every country, submerged beneath the sands of history, buried, yet ever present, as omnipotent as death. In the struggles over the commons in Europe, when the peasants struggled and lost their battles for their commonal lands (a precursor to similar struggles throughout Africa and the Americas), this violence was sanctified, by church and crown, as the 'Divine Right of Kings' to the spoils of class battle. Scholars Frances Fox-Piven and Richard A Cloward wrote, in The New Class War (Pantheon, 1982/1985):  They did not lose because landowners were immune to burning and preaching and rioting. They lost because the usurpations of owners were regularly defended by the legal authority and the armed force of the state. It was the state that imposed increased taxes or enforced the payment of increased rents, and evicted or jailed those who could not pay the resulting debts. It was the state that made lawful the appropriation by landowners of the forests, streams, and commons, and imposed terrifying penalties on those who persisted in claiming the old rights to these resources. It was the state that freed serfs or emancipated sharecroppers only to leave them landless. (52)  The "Law", then, was a tool of the powerful to protect their interests, then, as now. It was a weapon against the poor and impoverished, then, as now. It punished retail violence, while turning a blind eye to the wholesale violence daily done by their class masters. The law was, and is, a tool of state power, utilized to protect the status quo, no matter how oppressive that status was, or is. Systems are essentially ways of doing things that have concretized into tradition, and custom, without regard to the rightness of those ways. No system that causes this kind of harm to people should be allowed to remain, based solely upon its time in existence. Systems must serve life, or be discarded as a threat and a danger to life. Such systems must pass away, so that their great and terrible violence passes away with them.
Your Impact Calc is Racist
Impact calculus isn’t neutral.  Social biases cause us to systematically underestimate the impact of racism in comparison to the unlikely negative consequences of social transformation

Wang 06

Lu-in Wang, Law Professor, Pittsburgh, Discrimination by Default: How Racism Becomes Routine, p. 90-97

The Normalcy and Normalization of Discrimination Because counterfactual thinking influences our reactions to and explanations of negative events, biases in counterfactual thinking have the potential to distort our assessments of discriminatory outcomes at several levels. First, they can mute our reactions to discrimination generally, leading us to tolerate and even to accept unequal outcomes. Our acceptance of discrimination is not due solely to a general indifference or hardness toward groups that are vulnerable to discrimination, but results in part from the specific ways in which our preference for the normal or customary affects how we process and evaluate events and behavior. That is, the normality bias leads us to react less strongly to (and perhaps to not even notice) misfortunes that we take for granted or follow an expected pattern.  This bias also promotes the entrenchment of those patterns because it leads us to accept the established order but to find jarring, and therefore to resist, challenges to those accepted ways. Furthermore, it makes it easier for us to justify the established patterns by viewing them as rational and even fair. Second, when a case of alleged discrimination does come under scrutiny, biases in counterfactual thinking can distort our causal explanations of the events in question and our evaluations of the parties. Because determining whether discrimination has occurred is “fundamentally an exercise in causal attribution,”27 the relative normality or mutability of the parties’ conduct can influence our judgments of their roles in producing the outcome in a way that leads us to reduce the perpetrator’s responsibility and ascribe undue responsibility to the victim. More broadly, our judgments of blame and sympathy create a feedback loop that reinforces the norms, expectations, and practices that contributed to our biased judgments and perpetuate discriminatory reactions and behavior.  Immutable Wrongs and Suitable Victims The more easily we can imagine the victim of a tragic fate avoiding it, the more badly we will feel that he has suffered, so that the level of sympathy we feel and the amount of compensation we dole out may turn on trivial differences in the circumstances of a tragedy. In the burglary study discussed earlier, for example, subjects expressed greater sympathy for victims if their homes were burglarized the night before they returned from vacation than if the burglary occurred several weeks before their return. Similarly, subjects in another study recommended significantly higher compensatory awards for a convenience store customer who was shot during a robbery at a store he rarely patronized than for a customer who was shot at his regular store. They also awarded significantly higher amounts to a plane crash victim who managed to walk miles through a remote area only to die one-quarter of a mile from the nearest town than to one who traveled just as far but died seventy-five miles from the nearest town.28 In none of the studies did the victims’ losses or suffering differ based on the circumstances of their misfortunes. Nevertheless, the fate of the more highly compensated victims seemed more poignant and the victims themselves more deserving of sympathy, because subjects could more easily imagine positive outcomes for them. A positive counterfactual also may come more easily to mind, as Delgado’s examples suggest, when it is not normal for a person to suffer a particular fate. Recall the bursting of the “dot-com bubble,” when unemployment figures began to reflect not just the usual losses of blue-collar and lower-skilled service jobs but also substantial losses of high-paying, white-collar jobs. Numerous new articles highlighted and analyzed the trend, labeling the downturn a “white-collar recession” and sympathetically profiling the newly idle (and mostly White) college-educated professionals for whom unemployment was both a hardship and a shock. Although white-collar professionals during that period did indeed suffer higher rates of unemployment than were typical for that group, they were not, as many assumed, the hardest hit: the groups that “usually get clobbered”29 by unemployment—blue-collar workers, lower-skilled workers, people of color—continued to bear disproportionately higher job losses. The misfortunes of unemployed professionals drew more attention and greater sympathy in part because, as one economist put it, “They are not the people who come right to mind when you think about the jobless.”30 Similarly, our attention and sympathy for victims varies according to how accustomed we are to seeing them—or, to be more precise, people like them—suffer crime and violence. Even the same, equally appalling forms of victimization can elicit different degrees of concern depending on race and class. A couple of high-profile cases from recent years illustrate this point. Many readers will likely recall the highly publicized 1989 case of the Central Park jogger—a case so famous that this reference to its victim generally suffices to identify it. As Kimberle Crenshaw has noted, this case, which was believed at the time to have involved the gang rape and brutal beating of a White investment banker by as many as twelve Black youths,31 drew massive, sensationalized media coverage, provoked widespread public outrage, and even prompted Donald Trump to take out “a full page ad in four New York newspapers demanding that New York ‘Bring Back the Death Penalty, Bring Back Our Police.’ “32 While she does not suggest that the Central Park jogger’s case did not merit great concern, Crenshaw does point out the dramatic disparity between the level of concern that case evoked and the virtual silence of the media with regard to the “twenty-eight other cases of first-degree rape or attempted rape” that were reported in New York that same week—many of which were “as horrific as the rape in Central Park,”33 but most of which included victims who were women of color. 

Utility for whom?  Their attempt at purely objective calculus justifies atrocity.
Michael WILLIAMS Int’l Politics @ Aberystwyth ‘5 The Realist Tradition and the Limits of International Relations p. 172-173

If viewed simply as the consideration of likely outcomes, an ethic of consequences is without doubt deeply flawed. Not only is such a vision limited in its capacity to reflect upon the values it presupposes, but it may become the basis of a patently irresponsible politics. Most simply, a reduction of ethics to consequences risks becoming irresponsible precisely by taking for granted the value of its ends and reducing all other actors - and indeed all actions - solely to the consideration of their efficiency as means to this end. The outcome of this could scarcely be more clearly expressed than in Edward Luttwak's definition of strategy; as he puts it, 'strategy is not a neutral pursuit and its only purpose is to strengthen one's own side in the contention of nations'? In this case, the value of the end is placed beyond consideration, and it is only the consequences of actions which further the goals of this end (in this case, the nation) that are of concern. The difficulties here are obvious. One is left wondering, for example, what might be Luttwak's opinion of a strategist supporting a policy of global domination via genocidal extermination. Purely consequential calculation either assumes and leaves unexamined the values to which one is to be responsible (a given state, community, or creed), or (and perhaps at the same time) renders prudence the servant of an uncriticised and potentially purely irrational set of drives or commitments. It conspicuously, and damningly, avoids asking the question. 'responsible to whom or to what?'. If this form of objectivity (instrumental calculation) and scepticism (uncriticised ends) were all that Realism entailed, it would indeed seem to support a form of pure decisionism or irrationalism, making for a quite sophisticated but extremely radical form of realpolitik - or a neutral 'policy science' - acting in the name of whatever ideology or institution, party or programme happened to prevail at a given moment. Yet despite the attempts of theorists of such a crude realpolitik to appropriate the title and tradition of 'Realism' for themselves, it seems clear that there is little in such a stance that the wilful Realists surveyed in this book would find compelling. For if all Realist ethics amounts to is just a consideration of consequences, then the fanaticist politics of religious faction so scathingly attacked by Hobbes, the model (and critique) of technical rationality that Morgenthau identified as central to understanding Nazism, or the logic of domination that Rousseau found and rejected in instrumental reason, would have little resonance in the Realist tradition.  
Incremental Decision-making

Incremental decisionmaking—the counterplan proves that we don't have to make a forced choice between the plan and the status quo—we also don't have to make forced choice between the plan and the DA.  Adverse consequences can and will be addressed through subsequent policies.

Sullivan 83

Harold J. Sullivan. Professor of Politics, Mount Holyoke, $£, 52 Journal of Negro Education 3, JSTOR 
While acknowledging the uncetainties associated with policy making in the urban environment, there are substantial grounds for holding decision makers responsible for having intended the results of public policy making. If any single model can be said to dominate the perceptions of political scientists of the policy-making process, it is the incremental model." The primary architects of this model were Charles E. 
Lindblom and David Braybrooke. Together, they developed an incremental view of the policy-making process which, while it recognizes the complexity and "piecemeal" character of decision-making processes, nonetheless posits that it has significant elements of rationality. Although the discussion to this point demonstrates that decision makers do not always initially intend all the consequences that flow from their policies, knowledge and experience of existing policy enable decision makers to weigh the possible consequences of either continuing present policies or of making marginal and measurable alterations in current policy. To put it simply, policy making does not take place in a vacuum. Experience provides some guidance as to the consequences of paticular policy choices." In the "real world" of incremental decision making, problems are rarely addressed fully in one comprehensive action: rather, incremental decision making involves "small and incremental moves on particular problems.24 Policy making is "serial"; that is, "it involves adaptation to the environment in a series of steps."" It is "remedial" in that it encourages the decision maker "to identify situations or ills from which to move."26 Remedies to problems are suggested through a process of "feedback" from prior states providing necessary information for planning the next action. "Because of the serial nature of analysis, the (incremental) strategy...generates the kind of information it requires."" In sum, decision makers need not anticipate all possible consequences of their actions because all actions are by nature tentative and subject to later review as new information is received. In light of this brief review of the incremental model, how do decision makers cope with inadequate information-a condition which could lead to neglected consequences of their actions or "spill over" effects? First, according to Braybrooke and Lindblom, there are really two types of neglected consequences: (1) those unanticipated because of limited analysis resulting from inadequate information or the costs of obtaining information, and (2) "adverse consequences and failures at least roughly anticipated but nevertheless not permitted to influence the analysts' choice among policies. "28 Such anticipated consequences or "spill over" effects might be neglected simply because a decision maker feels able to cope with only "one problem at a time," or, as we shall see later, because of practical or political constraints placed on the actions of one decision maker by the actions or preferences of others. Postponement of consideration of anticipated or unanticipated consequences is justifiable because: When analysis and policy making are remedial and serial, anticipated adverse consequences of anv given policy can often be more effectively treated as new and separate problems than as aspects of the original problem/ Unanticipated adverse consequences can often be better guarded against by waiting for their emergence than by futile attempts to anticipate every consequence. 29 Assuming that incrementalism is characteristic of the policy process within urban school systems, what does this model tell us about the "intent" of decision makers? Before answering this question it would be appropriate to ask whether it is likely that school officials would be unaware of racial isolation produced by their policies. Because of the need or desire to limit the amount of information accumulated before decisions are made, it is possible, for example, that a decision by a school board to accommodate in "neighborhood schools" students added to a district by a new housing development might have been made without decision makers initially being fully aware of the racial consequences. Their immediate need would be to determine the number of potential new students who would be added to their school district's enrollment and to plan facilities for those students. Limits on the authorities' ability to assemble or cope with information could cause them to ignore the fact that the new development would in all probability be all-white either because of the income level of the tenants or, more likely, because of private housing discrimination." Once the segregative consequences of the initial decision become clear, however, the incremental decisionmaking model assumes that "spill over" effects or neglected consequences will become the subject of subsequent decision making. An additional assumption of the incremental model is that consequences of a decision that are neglected bv one decision maker might be taken up bv another agency or group. If, for example, housing officials neglect, for whatever reasons, the racial consequences of their decisions, then it is possible for school oficials to take compensatory action. Rather than simply letting the schools reflect the residential patterns, they could adopt some alternative mode of student assignment. In doing so they would, to a degree at least, ameliorate the racial consequences of housing decisions. According to Braybrooke and Lindblom, this capacity of multiple centers of decision making increases the rationality of decisions. "(I)f the values of one analyst or one policy-making group neglect indefinitely some kinds of policy consequences, other analysts and groups whose values are adversely affected will make these neglected consequences focal points of their own problem solving."" Steps are taken by a multiplicity of decision makers o compensate for the inability of any one decision maker to consider all consequences of potential policy. 

Hop off the Hamster Wheel
Crisis based politics leaves us trapped in the status quo. Refocusing on the violence toward marginalized groups is the only way to deal with the structural causes of insecurity instead of just managing symptoms. 

Charlesworth 2
Hilary CHARLESWORTH Director Centre for Int’l and Public Law @ Australian Nat’l ‘2 “International Law: A Discipline of Crisis” Modern Law Review 65: 3 p. 391-392

A concern with crises skews the discipline of international law. Through regarding ‘crises’ as its bread and butter and the engine of progressive development of international law, international law becomes simply a source of justification for the status quo. The framework of crisis condemns international lawyers, as David Kennedy puts it, to ‘a sort of disciplinary hamster wheel’.76 One way forward is to refocus international law on issues of structural justice that underpin everyday life. What might an international law of every day life look like? At the same time that the much-analysed events in Kosovo were taking place, 1.2 billion people lived on less than a dollar a day.77 We know that 2.4 billion people in the developing world do not have access to basic sanitation, and that half of this number are chronically malnourished; we know that the developed world holds one quarter of the world’s population, but holds 4/5 of the world’s income; we know that military spending worldwide is over $1 billion a day and that alternative uses of tiny fractions could generate real change in education, health care and nutrition; we know that almost 34 million people worldwide live with HIV/AIDS;78 we know that violence against women is at epidemic levels the world over. Why are these phenomena not widely studied by international lawyers? Why are they at the margins of the international law world? An international law of everyday life would require a methodology to consider the perspectives of non-elite groups. For example, we should able be to study ‘humanitarian intervention’ from the perspective of the people on whose behalf the intervention took place. International lawyers’ accounts of humanitarian intervention prompted by Kosovo do not take the views of the objects of intervention into account. If they did so, we would be likely to end up with a much more contradictory, complex and confusing account of humanitarian intervention than international lawyers have thus far produced. We should also enlarge our inquiries. For example, with respect to the idea of collective security, how can we think about the global security more broadly? Johan Galtung has developed the notion of structural violence that highlights causes other than warfare, for example poverty, as the major cause of death and suffering.79 Other scholars have identified the interconnections of poverty, environmental degradation, discrimination, exploitation, militarisation and violence as the causes of insecurity.80 Feminist scholars have drawn attention to the threats posed, to women not by foreign states, but by more local actors, including the men in their families. On this analysis security would mean the absence of violence and economic and social justice. If the idea of security is understood more broadly, the futility of the standard form of international collective action becomes clear. Military intervention is an inappropriate mechanism if the causes of insecurity are poverty, discrimination and violence protected by structures within the state. What if we were to change the type of questions we ask? For example, David Kennedy has pointed out that the work of international lawyers typically focuses on humanitarian objectives (such as environmental protection or protection of human rights). We could begin from the opposite end and examine what international law has to offer to the person who wants to pollute the environment or violate human rights. I imagine this as an international lawyer’s version of C.S. Lewis’ Screwtape Letters in which cheery letters from the Devil mock the ease of corrupting humans. Such a technique would destabilise the idea that international lawyers have a stable and common set of values.81 Kennedy proposes ‘extravernacular projects’, slowing the emergence of a disciplinary middle (or third) way and encouraging dissent and disagreement.82 For example, how often have ‘reforms’ in international law obscured deep injustices? How are spatial and conceptual boundaries we take for granted made real by the law? Finally, we should consider our own personal and professional investment in crises. We need to analyse the way we exercise power, and who wins and who loses in this operation. In asking this question, we will undermine that pleasurable sense of internationalist virtue that comes with being an international lawyer, but perhaps in the end contribute something to countering the injustices of everyday life.
***Bicycles
Bicycles = Critical Solvency

Bicycles are critical to change the culture of automobility

Furness 11 (Zack Furness, Assistant Professor of Cultural Studies in the Department of Humanities, History and Social Sciences at Columbia College Chicago, One Less Car: Bicycling and the Politics of Automobility, 2011, pgs. 8-9)

Against these odds, support for bicycle transportation is growing in the United States, and so are the ranks of those drawing critical attention to the intersecting problems of auto-supported sprawl, oil reliance, and “car addiction.” 43 Indeed, there is a distinctly political impetus spurring many of today’s bicycling advocates to challenge the institutions and practices of automobility as well as the spaces in which the automobile is materially and ideologically constructed as the king of the road. One can see this ethos at work in Critical Mass, but it is a disposition similarly embraced by a legion of bike enthusiasts, environmentalists, cultural workers, tinkerers, and a variety of “small-scale, autonomous groups” whose objectives are not part of the “dominant transport or leisure cultures.”44 The emergence of what Paul Rosen calls a bicycle counterculture began in the late 1960s and early 1970s, when pro-bicycle advocacy groups and anti-car environmental protests sprouted in the Netherlands, England, Sweden, France, and, most strikingly, the United States, where the ubiquity of the automobile has consistently thwarted both the viability of bicycle transportation and the development of cycling traditions common to Asia and Europe. Spurred by the urgency of the 1970s oil crisis and a passion for human-powered transportation, these bike activists, or biketivists, sought to address not only the everyday challenges and dangers facing cyclists on the streets but also the social, ecological, and spatial benefits of a radically efficient and otherwise sustainable technology: a “vehicle for a small planet,” as Marcia Lowe puts it.45 In voicing their support for utilitarian cycling as an immediate and/or long-term alternative to the automobile, a growing number of Americans are beginning to see the bicycle as much more than just a utilitarian collection of metal tubes, wheels, chain links, pedals, and a saddle (seat). The bicycle is variously seen, and in many cases actively reconceptualized, as a source of self-empowerment and pleasure, a pedagogical machine, a vehicle for community building, a symbol of resistance against the automobile and oil industries, and a tool for technological, spatial, and cultural critique. Formal advocacy, independent media, and the creation of grassroots cultural practices are some of the tools with which people simultaneously convey their aspiration for human-powered mobility and their intense frustration with a car culture in which the rhetoric of the freedom of the road often replaces the actual right to freely use the road. Bicycling, in other words, is seen as a symbolically powerful gesture capable of signifying, for example, “support for alternative energies,” or somewhat differently, a desire to not “spend life inside of a box.”46 Chris Bull, an independent bike maker and founder of Circle A Cycles in Providence, Rhode Island, indicates that biking is also part of a wider cultural shift that begins at an individual level, with people “pushing themselves in all areas of life to consume less, pollute less, live differently.” 47 Indeed, many bicyclists are drawn to the idea of opting out—as much as possible in a petroleum-based economy—from contributing to the everincreasing profits and power of oil and gas corporations. Sheldon Brown, the recently deceased guru of U.S. bike tinkerers, similarly alludes to oil-related wars as a reason why people cycle: he says he went from being an off-andon bike commuter to a full-time devotee (with few exceptions) on the day Saddam Hussein invaded Kuwait.48 Claire Stoscheck, a feminist bike advocate in Minneapolis, puts emphasis on the material simplicity of the bicycle and on the way riding fosters open-air connections with one’s surroundings. More emphatically, she sees biking as a means of literally and metaphorically “subverting the dominant isolationist, individualistic, over-consumptive car culture.”49 Bicycling, as an antiviolence educator in California so eloquently puts it, is fundamentally political because “it bears witness to a commitment to change and the possibility of changing the way we think and act.”50 The bicycle, like the automobile, is an object that becomes meaningful through its relationship to an entire field of cultural practices, discourses, and social forces. These linkages, or what cultural theorists call articulations, are not naturally occurring, nor are they due to the essence of the bicycle itself.51 Rather, they are made: people construct, define, and modify these connections by writing about bicycles, displaying them in museums, documenting them in films, representing them on T-shirts and posters, singing about them, fixing them, and, of course, riding them. The intentionality of a specific rider, advocate, or documentarian can extend only so far, however, because the processes that collectively fix meaning around the bicycle, the act of cycling, or even the cyclist him- or herself are historically rooted, geographically and contextually specific, and shaped by dominant ideologies and everyday habits. Put simply, a bicycle means something much different when used by an RNC protester in 2004, versus a Chinese schoolgirl in 1968, a Swiss chemist in 1943, or a Pittsburgh (Pennsylvania) graduate student in 1999—all the more so if one accounts for the reasons they are riding, the directions they are going, the speeds at which they are traveling, and the types of bicycles they are pedaling. People can and do make bicycling meaningful, in other words, but not within a context of their own making.52 Indeed, just as the physical movements of an urban cyclist are influenced by the presence of cars and framed by a road designed for cars, the processes with which we make sense of bike riders, bicycle technologies, and cycling are similarly framed by the norms and assumptions bundled up with automobility. The power of this regime, in other words, stems from its coercive spatial and temporal organization of bodies and machines, but also from its capacity to structure meaning: to mold the ways we think about, engage with, struggle over, and ultimately make sense of both transportation and mobility itself.53 By “renovating and making ‘critical’ an already existing activity,” bike activists politicize bicycle transportation and in doing so reveal the extent to which bicycling—like all forms of mobility—is also made political in the context of “social and power relations that are systematically asymmetrical.”54 This dialectical tension is fundamental to the politics of bicycling with which this book is concerned: a set of issues that are in some ways “not about the bike.”55 Or should I say, they are not only about the bike. The politics of bicycling encompasses everything from the most pragmatic affairs of the urban bike commuter, to the rhetorical limits of bike advocacy, to the representation of bicycle transportation in mass media. More specifically, it encapsulates a set of complex questions about the role of technology in society, the importance of mobility in everyday life, and the broader struggles over how public spaces are used and disciplined, segmented and unified, celebrated and stolen. By focusing on the intersection of these issues and the myriad ways they play out through the contestation of automobility, this book not only pieces together a cultural and political map of the bicycle in the United States; it also uses the bicycle as an object with which to analyze and critique some of the dominant cultural and political formations in the so-called Western world.

Bicycles embody the ideal of freedom

Furness 11 (Zack Furness, Assistant Professor of Cultural Studies in the Department of Humanities, History and Social Sciences at Columbia College Chicago, One Less Car: Bicycling and the Politics of Automobility, 2011, pgs. 33-34)

By the mid-1890s, cycling became “linked with new social movements in more concrete ways,” most notably in socialist organizations throughout Europe.123 German cyclists, for example, organized a socialist cycling club called the Worker’s Cycling Federation: Solidarity (Arbeiter-Radfahrerbund Solidarität) in 1896, and by 1913 membership in Solidarität included more than 150,000 who declared themselves the “Enlightenment Patrols of Social Democracy” and the “Red Hussars of the Class Struggle.”124 The federation played an important role in politicizing German workers at a time when local and regional governments banned workers’ organizations and unions, and while the exact political influence of the group is unclear, it is evident that they explicitly incorporated the bicycle into a narrative of class struggle.125 For example, Anne-Katrin Ebert recalls a newspaper story from 1903 where Solidarität is praised for reporting the results of parliamentary elections independently of the bourgeois press: “In this portrayal, the sweaty, dusty cyclists who had traveled for hours tirelessly to report the results of their party to their people were a symbol of the efforts and the struggle of the working class and, at the same time, they represented the emancipation of the working class.”126 Solidarität facilitated recreational events and bike tours and organized a number of collectively owned and operated institutions, including a chain of bicycle shops, a bicycle factory, a biweekly newspaper called The Worker- Cyclist, and a network of restaurants and repair stations.127 It was their flair for theatrics, however, that catches the attention of cycling historians: Solidarität evidently hosted parades on their own behalf where they blazed through the packed streets en masse, throwing political propaganda at the crowds.128 The cyclists sped through the crowds in order to evade identification because German authorities enforced strict bicycling laws and had a general disdain for socialism. James McGurn writes, “The freedom, mobility and privacy of the bicycle were more than the authorities would tolerate. Significantly, Germany was one of the first nations to provide bicycles for its policemen and local militias—agents of social control.”129 In the years just prior to the first Nazi government it was estimated that Solidarität had more than 330,000 members, making it the (then) largest cycling organization in the world.130

The bicycle is a tool that uses individual mobility to strike back against the order of automobility

Furness 11 (Zack Furness, Assistant Professor of Cultural Studies in the Department of Humanities, History and Social Sciences at Columbia College Chicago, One Less Car: Bicycling and the Politics of Automobility, 2011, pgs. 45-46)

In addition, while the dominant paradigm of this early manifestation of automobility privileged cycling within the domain of the male Anglo-elite, bicycling was not simply a practice used to affirm the dominant social order.185 The bicycle, in many cases, revealed the possibilities of individual mobility to such a profound extent that it became an apt metaphor for independence and iconic signifier of freedom itself. Feminists championed it as a source of empowerment and more literally as a means to escape both the stifling realm of forced domesticity and the watchful eyes of male chaperons. European socialists similarly embraced the bicycle as a symbol of liberation, a means for advocating radical social change, and a tool for articulating a cultural politics of the Left. So while bicycling fostered an auto-mobile disposition befitting an eventual car culture, it also created new opportunities for people to experience the pleasures of a radically efficient, non-polluting form of personal transportation that would not be duplicated in the car itself.

Biking is a sign of protest that takes back the city from the divisions caused by the regime of automobility

Furness 11 (Zack Furness, Assistant Professor of Cultural Studies in the Department of Humanities, History and Social Sciences at Columbia College Chicago, One Less Car: Bicycling and the Politics of Automobility, 2011, pgs. 83-84)

Roads are technologies that play a fundamental role in the system of automobility, both as material things that enable the circulation of auto traffic as well as ideological constructs that are consciously designed to encourage certain practices while inhibiting others. That is to say, in addition to facilitating travel, roads have enormous symbolic power and have historically been used to wield, and in some cases reorganize, socioeconomic and political power. The “fixing of spatiality through material building,” as David Harvey argues, is not innocuous but rather a process of creating “solidly constructed spaces that instantiate negotiated or imposed social values.”25 In the road and highway systems, one can thus identify a matrix of motorized space that dominates cities and structurally limits the possibilities for alternative mobilities. For this reason (among many others), the construction and use of roads is often a source of contention as well as a focal point for a variety of social movements and direct action protests worldwide.26 Critical Mass can be seen as part of this wider terrain of urban struggles waged against the process of spatial homogenization, for the twinned purpose of promoting bicycling and creating more participatory public spaces. Unlike activist groups that attempt to physically transform roads through direct action or sabotage, Critical Mass riders take over the street to “assert a positive vision of how things should be in order to expose the current injustice of car dominated public space.”27 This mobile intervention points to the city as contested space of automobility—one mediated and dominated by auto infrastructure and the norms of driving.28 In this sense, it shares a commonality with skateboarding, a practice Iain Borden describes as a method of appropriating and ultimately transforming the meaning and uses of urban space(s).29 Borden specifically theorizes skateboarding as a critique of the dominant capitalist ideology governing the built environment inasmuch as skaters advocate use value over exchange value, pleasure rather than work, and activity instead of passivity.30 Skateboarding’s representational mode, Borden argues, is not that of writing, drawing, or theorizing, but performing— a way of articulating meaning through movement.31 Despite the obvious and substantive differences between bicycling and skateboarding, a performative critique is an apt way of describing what bicyclists do when they take to the streets in Mass or en masse: not only do they use the environment in an unintended way (i.e., for a non-utilitarian purpose); they also simultaneously call attention to the cultural norms dictating both the prescribed function of the environment and the different ways it could potentially be utilized, traversed, or reterritorialized. Another important distinction between skateboarding and Critical Mass is that skating is an individual practice that, with notable exceptions, is not “consciously theorized,” whereas Mass is typically used to amplify a critique: Bicycling is generally a very individual experience, especially on streets filled with stressed-out motorists who don’t think cyclists have a right to be on the road. But when we ride together in Critical Mass, we transform our personal choices into a shared, collective repudiation of the prevailing social madness. The organic connections we’ve made (and continue to make anew, month after month) are the root of a movement radically opposed to the way things are now. As we continue to share public space free from the absurd domination of transactions and the economy, we are forging a new sense of shared identity, a new sense of our shared interests against those who profit from and perpetuate the status quo.32 To restate this, one of the implicit goals of Critical Mass is to initiate a break with dominant ideology through a direct intervention in the spaces where it is quite literally materialized. This tactic echoes the spatial politics of Situationist International (SI), or situationists, whose collective influence on the Provo I outlined in Chapter 3. To the extent that they theorized both a process of urban experimentation and the complexity of capitalist space(s), the situationists offer an insightful framework for interpreting Critical Mass and the tactical prospects of situationist mobility in the present day.

We don’t need to win full solvency – temporary disruption is enough to create a rupture in the culture of automobility rampant in the city and allows for mobilization

Furness 11 (Zack Furness, Assistant Professor of Cultural Studies in the Department of Humanities, History and Social Sciences at Columbia College Chicago, One Less Car: Bicycling and the Politics of Automobility, 2011, pg. 107)

If Critical Mass is judged solely by its capacity to live up to the revolutionary rhetoric of its most vocal participants, then one can hardly call it a politically relevant action. The hegemony of automobile transportation cannot simply be unraveled through will power, even if the discourses of Mass participants adequately address the practices, social values, and mechanicals comprising the entire sociotechnological ensemble of the automobile.127 Given these difficulties, there is a nagging temptation to dismiss Critical Mass as a mere novelty, or a token gesture akin to a “pie in the face.”128 On one hand, Critical Mass is simply a joyous prank on car culture, and an effective one at that. But Critical Mass is also much more than a prank. Like other forms of culture jamming, it can creatively highlight unequal power dynamics and problems with specific institutional arrangements. More specifically, the event thrusts the politics of automobility into public debate and simultaneously hints at a critical, utopian vision of mobility that is sorely absent from public discourse. For short durations, cyclists disrupt the automobile’s domination of the city to demonstrate a fragmentary vision of two-wheeled mobility and humanscale community. When bike riders use this experience to interrogate the functionality, design, and ideology of urban space, they are actively questioning the parameters of urbanity itself, pushing others to consider what is possible, what could be.129 In this sense, participants work as insurgent architects of mobility: a set of subversive agents who “desire, think and dream of difference.”130 Experimentation of this kind creates a literal and ontological space for people to imagine how resistance can be mobilized (pun intended) in new ways, and while it may not prompt a revolution or usher in the postautomobile era, it is fundamental to a strategic, radical reassessment of automobility and the privatization and criminalization of public space(s). There is an important pedagogical value in this act alone that can point people beyond the bicycle toward more engaged, substantive forms of collective action. At its best, Critical Mass is a raw expression of the utopian possibilities inherent in the city, and at the very least, it is a demonstration of creative dissent at a time when widespread cynicism, jaded apathy, and neoliberal ethics saturate the landscape with the same stench as that which emanates from the tailpipes of our cars. David Pinder rightfully argues that the ability to challenge dominant ideology in these circumstances is therefore “crucial for a politics of hope.”131 Consequently, even if these moments of dissent are fleeting, they give participants a chance to realize that they can use their voices, their bodies, and even their bicycles to make themselves heard. In this way, Critical Mass is a small reminder that “revolution is not ‘showing’ life to people, but making them live.”132

Bicycles are the key first step – they allow for a more radical re-imagining of a car-free life

Furness 11 (Zack Furness, Assistant Professor of Cultural Studies in the Department of Humanities, History and Social Sciences at Columbia College Chicago, One Less Car: Bicycling and the Politics of Automobility, 2011, pg. 213)

A collective shift toward the bicycle could and should entail an analogous shift toward public transit, affordable urban housing, more localized modes of food and energy production, and, crucially, more attention paid to the importance of the spaces and places in which we live: Dave Horton even suggests that in the struggle for environmental sustainability, “it might well be the spatial impacts of car free life which ultimately prove more important than the direct ecological impacts of ‘one less car.’”37 But perhaps more fundamentally, a collective shift toward the bike in the United States requires a rigorous and radical reassessment of bicycle production and trade policy, since roughly 99 percent of the bicycles sold in the United States are imported. This is not an appeal to racist nationalism or jingoism as much as it is a matter of common sense and a pragmatic way to envision a broader movement for bicycle transportation that can include, and should rightfully praise, the labor of bicycle factory workers, welders, independent bike builders, tinkerers, artisans, and a multitude of small businesses and communities that stand to gain from an American vélorution.

Empowering bicyclists allows for a social movement to create a new public sphere – just because we don’t use the government doesn’t mean we can’t solve

Furness 11 (Zack Furness, Assistant Professor of Cultural Studies in the Department of Humanities, History and Social Sciences at Columbia College Chicago, One Less Car: Bicycling and the Politics of Automobility, 2011, pg. 178-179)

Iris Marion Young claims that one of the salient features of new social movements is their advocacy for participatory institutions that “provide services or promote political goals marginal to, or outside the authority of the state.”22 While bicycle advocacy is not a social movement unto itself, the creation of participatory institutions is a vital way in which cyclists empower themselves, establish relationships across race/class boundaries, and foster an alternative cycling culture based upon DIY ethics. By and large, these institutions operate “outside of economic logic” and in marked contrast to the norms of capitalism: cooperation is emphasized over hierarchy, participation takes the place of consumption, and “garbage” is turned into useful goods through productive, rather than alienated, labor.23 The actual material spaces created and utilized by community bicycle organizations are paramount to these objectives, as they constitute part of a non-profit, and in some cases anti-capitalist community bicycling infrastructure. In this respect, one can find organizational and ideological similarities between community bike spaces and a number of radical bookstores, infoshops, and community art venues scattered throughout North America and Europe. Thus, it is hardly surprising that some of the same people involved in the development and organization of community bike spaces are, or have been, involved with similar political and artistic participatory institutions. For example, in my hometown of Pittsburgh (Pennsylvania) the community bicycle organization Free Ride initially began in a storefront adjacent to the collectively run show space called the Mr. Roboto project—an all-ages, DIY punk music venue that operates through membership dues and volunteer labor.24 Free Ride shared this space, dubbed the “Multitool,” with The Big Idea infoshop and both projects were, at one time, at least partly staffed by the same group of punks and activists who attend (or play) shows next door. In addition, Free Ride’s rent costs were kept to a minimum through supplementary income made from bands that rented practice space in the basement of the Multitool. Both the Big Idea and Free Ride eventually moved into their own spaces, and Free Ride now utilizes part of a warehouse owned and operated by Construction Junction, a retailer of surplus and used construction materials. Like the Mr. Roboto Project and The Big Idea, Free Ride is an institution that provides services to the immediate neighborhood as well as an interconnected activist and arts community; it is also an important social and cultural space for bike riders to congregate, learn from their peers, and share their experiences and perspectives on cycling. Community bike spaces often function as hubs for the same countercultural ethics fostered by radical bookstores, activist projects, and independent music venues. Nick Colombo, a volunteer with the Working Bikes Cooperative and West Town Cycles (both in Chicago), suggests that community bike projects are a good introduction to the “subversive yet innocuous rebel subculture of people who like bikes.”25 Indeed, they often look different, feel different, and fundamentally are different from most commercial cycling institutions. At the surface level, this might entail the presence of homemade bike stands and wall decorations made from oddly configured bike parts, or more visibly, the co-mingling of random volunteers with busy teenagers, tattooed punks, and people who look more like poster boys (or girls) for professional cycling. But more important than the convergence of aesthetics or subcultural styles are the ways in which community bike spaces casually cooperative projects. Like the infoshop, which grew out of London’s anarchist squats in the 1980s, community bike spaces function as part of a different public sphere that provides forums for “alternative cultural, economic, political and social activities.”26 They function as sites where vernacular folk knowledge about bicycle commuting, transportation, maintenance, and tinkering is at the same time shared and co-produced. This plays an integral role in the development of localized knowledges about bicycling just as it has a critical pedagogical function for people enculturated to see bicycles as toys for children and fitness buffs, rather than transportation vehicles or hackable machines used for pedal-powered technologies. This type of dialogue and example setting can positively influence the ways in which volunteers and visitors evaluate bicycling as a mode of everyday, urban transportation. Rick Jarvis specifically notes the impact it can have on kids: “Many of the members of Bikes Not Bombs are carfree, and this gives our youth the ability to see that there are adults who are not dependent on fossil fuels and car payments.”27

Bicycles are the best mechanism to break down socioeconomic differences

Furness 11 (Zack Furness, Assistant Professor of Cultural Studies in the Department of Humanities, History and Social Sciences at Columbia College Chicago, One Less Car: Bicycling and the Politics of Automobility, 2011, pg. 176-178)

Transportation and access to transportation resources are both intricately connected to race and class.11 African Americans and the urban working poor, for example, suffer from a lack of transportation options not unlike their disproportionately poor access to affordable housing and other basic daily goods and services, such as neighborhood grocery stores.12 Consequently, community bicycle organizations that intentionally facilitate programs to assist the poor and communities of color not only provide a rare service in a profit-based economy—access to free services, learned volunteers, and the use of tools and resources that would otherwise be unavailable or prohibitively expensive—but also are engaged (whether explicitly or implicitly) with intersecting issues of race, class, and transportation. The Dead or (A)live bicycle collective in Indianapolis is one of many groups that see themselves functioning in this capacity: “Any action involving bikes as transportation almost inherently involves addressing class issues, since transportation is harder to achieve if you are not of a more financially stable class. Our bike giveaway program will be directly servicing the economically disadvantaged classes.”13 In the attempt to create programs that genuinely involve people in the community, volunteers use whatever means at their disposal to make bicycling part of the solution to adults’ everyday transportation needs, as well as the needs of their children. For example, The BikeShare program in Toronto partners with several community centers to have bike-sharing hubs accessible in low-income areas; BikeAgain! provides services for the local immigrant population in Nova Scotia; and the Working Bikes Cooperative in Chicago distributes bicycles to people in need and sells low-cost bicycles out of its storefront in the Near West Side.14 Robert Galdins, of the Re-cycles Bicycle Co-op in Ottawa, explains his organization’s sliding scale for services and used bikes/parts: If it seems like someone is low income and can’t afford something, we will either sell it to them at a reduced price or give it to them for free. We always trade volunteer time for use of the shop for personal projects, allowing people of low income the opportunity to use our shop free of charge. We’ve also given away dozens of bikes to organizations that help the homeless, developing countries, and families in women’s shelters.15 The Community Cycling Center in Portland is one of many organizations that similarly values participation as a form of currency when payment is not an option. In fact, it took a cue from its successful youth programs and developed the first adult EAB program in the nation called “Create a Commuter,” which provides low-income adults with fully outfitted commuter bicycles, lights, a lock, a helmet, a pump, as well as training in bike maintenance, safe riding, and route planning.16 Among other notable endeavors, the organization also provided free bicycles and services to residents of Dignity Village, an intentional homeless community that began as a tent village under the city’s Fremont Bridge. Community bicycle organizations are principally organized to foster participation, skill building, and a sense of accomplishment through one’s own labor—goals that are an especially important feature of recycled bike and EAB programs catered to youth. Teenagers, especially those considered “at-risk,” seem to benefit substantially from their participation in these programs, as they are model examples of service learning that utilize experiential pedagogy.17 In some cases, bicycle education programs are integrated into other community initiatives aimed at preventing youth violence, such as Cycles of Change in Oakland (California) and Neighborhood Bike Works in Philadelphia. It is significant that these efforts provide young people access to spaces based not on discipline or surveillance, but cooperation and mentorship. Hands-on atmospheres, like the ones facilitated in community bike shops, help to teach kids of all ages self-discipline, patience, respect, and cooperation, values that are sometimes “hard to grasp in the traditional classroom.” 18 For example, the processes of bicycle assembly and repair require a working knowledge of mathematics, engineering, and reasoning skills that are frequently neglected in educational settings where these principles are by necessity, or pedagogical choice, taught without tangible materials or realworld applications most young people consider valuable.19 Cyclists who work with children or teenagers recognize that bicycle programs are successful when they encourage students to cultivate their own interests and/or aesthetics. As a result, certain groups actively incorporate artistic and creative practices into their programs, far beyond the basics of bicycle construction, maintenance, or bike safety. For example, the Third Ward Community Bike Center in Houston, Texas, created an ArtBike program for fifth and sixth graders in the Project Row Houses in which kids fixed up a fleet of bicycles and designed papier-mâché “art helmets” for use in a Martin Luther King Jr. Day parade. Third Ward’s “chopper club,” which is now part of a wider set of programs aimed at local teens, teaches bike repair and welding skills through the creation of homemade, motorcycle-esque choppers and lowrider bicycles; San Francisco’s Bike Kitchen has also experimented with a welding-intensive chopper class for teens. Programs like these not only foster peer education and skill sharing but also provide opportunities for teens who are uninvolved, or lack interest in traditional after-school activities, or simply have few creative outlets available to them. Put simply, kids take pride in their creations and often feel a sense of community in spaces where people of different races, classes, and ages come together through a common love of bicycles, tinkering, and art.20 Youth programs create learning environments where participation is valued as highly as money and where education has a literal currency. This is an important goal in and of itself, but it can also be a way for older participants to learn skills that are both highly marketable (bike mechanics) and rewarding. In the wake of long-established programs in Union City, St. Louis, and Indianapolis, cyclists affiliated with groups like Pedal Revolution (San Francisco) operate comprehensive employment and job-training programs for youth between the ages of fourteen and twenty-one, just as Bikes Not Bombs operates a Bicycle Recycling and Youth Training Center in Roxbury, Massachusetts, that offers a hundred-hour mechanic apprenticeship course for people age fifteen and up. Perhaps most important, bicycle education programs can teach youth to make some of the larger connections between transportation and other socio-environmental issues impacting the neighborhoods or cities in which they live. Karen Overton, the co-founder of Recyclea- Bicycle and a tireless promoter of environmental education, states that the skills young people acquire are not just technical; they encourage youth to actively participate in the betterment of their communities.21

Bikes Destroy Capitalism

Bikes use the power of the protest to create an equal sphere and fight against capitalism

Furness 11 (Zack Furness, Assistant Professor of Cultural Studies in the Department of Humanities, History and Social Sciences at Columbia College Chicago, One Less Car: Bicycling and the Politics of Automobility, 2011, pgs. 87-88)

The situationists astutely recognized that one of the major obstacles impeding the transformation of cities, and by extension the transformation of a non-participatory culture, is the infrastructure and ideology of the automobile, and in particular, those parts of the environment where automobiles and capital have replaced the citizen as the focal point for design.47 While they clearly blamed the urbanists and capitalists for the proliferation of this ideological arrangement, they also identified the deeper problem posed by the acceptance of auto-centric design: the inability for people to collectively see past the automobile in order to imagine something else. At the heart of Critical Mass lies a similar attempt to break the “topological chains” of spectacular consciousness, though it is not always framed in such heady terms.48 Indeed, it is a relatively pragmatic way to intervene in what Mimi Sheller and John Urry call the “civil society of automobility,” a markedly capitalist arrangement involving the “transformation of public space into flows of traffic, coercing, constraining and unfolding an awesome domination which analysts of the urban have barely begun to see.”49 The site where Critical Mass happens—the street—is a place where bicyclists can illustrate a viable, but admittedly partial, alternative: Critical Mass is an experience that goes beyond symbolic action, in spite of its enormous symbolic importance. It is a public demonstration of a better way of moving through cities. But during the time it is underway, it is more than a demonstration. It is a moment of a real alternative, already alive, animated by the bodies and minds of thousands of participants.50 The “real alternative” Chris Carlsson highlights here is the creation of a unique social space that Massers often contrast with the alienating impulses of car culture, or more specifically, the manner in which automobiles and the practice of driving engender clear technological and communicative barriers between drivers, their environments, and each other.51 But while it is true that people who “dwell-within-the-car” frequently do so by themselves— particularly on the work commute—this isolation does not always produce alienation or loneliness, just as riding on a crowded elevated train does not automatically elicit a sense of community and conviviality.52 As Michael Bull observes, many prefer the isolation of cars because they offer time for private contemplation and/or a sense of control over one’s privatized acoustic space—a disposition also evident among the droves of iPoded mass transit riders found in big cities.53 However, when the isolated practice of driving is analyzed as part of a broader pattern of privatizing and individualizing both public and work spaces, these norms are highly problematic. Joshua Switzky specifically notes the correlation between these trends: “In the age of private content-controlled, enclosed malls and sidewalk-less, single-use, subdivision pods, the only public space we know in common is that which we traverse by car. But in our cars we are usually alone, even if together on a ‘crowded’ road.”54 Alon Raab further reiterates this point, as he sees driving as the antithesis of an innate desire for exposure: From my bicycle seat, car drivers usually look miserable. Locked in their fiberglass and steel earth-polluting chariots, they move about in a stupor of noise, speed, and consumption, en route to the next gasoline fix. Their vehicles evoke in me, not the mass advertised images of ease and freedom, but instead mobile coffins, brushing against endless other coffins, as they head towards those cemeteries called parking lots. Seeing bicyclists, the drivers become aware, if only for a second, of that time when they too were able to feel the world, not through a glass cage, but in a direct and particular way.55 While this is clearly a reductive view of driving, Raab expresses the sentiments of cyclists who see biking not simply as a transportation choice but as a means of overcoming the real and perceived alienation of automobility, or at the very least, the phenomenological and physical disconnection between mobile bodies and their environments. Indeed, the regular affirmation of this experience among thousands of individual bicyclists is part of what shapes both the context and desire for the collective, social experiment one finds in Critical Mass. At the most basic level, cycling slows down the world in ways that tangibly affect interpersonal communication, most notably by promoting face-to-face encounters.56 Scott Larkin, author of the zine Go by Bicycle, points this out in interview with the author: “The prospect of someone stopping to talk to someone when they’re jamming by at thirty-five miles an hour is unlikely.”57 In addition, there is a sense among critics that habitual driving engenders an experience of cities that is not unlike tourism, inasmuch as urban spaces and landscapes are often abstracted into “pure, rapid, superficial spectacles.”58 Driving, according to this line of reasoning, physically distances people from both the materiality and the material realities of cities (i.e., the built environment as well as prevailing socioeconomic conditions) by facilitating a process that allows people to metaphorically and sometimes quite literally bypass the problems of cities altogether. The driver’s gaze shaped through privatized mobility, Nigel Taylor argues, also objectifies and depersonalizes the world outside of the car in such as way that it transforms the environment, other vehicles, and even human beings into mere “things” that obstruct one’s movement. 59 That is to say, while the car—like all transportation technologies— operates as a framing device, the “visuality of the windshield” becomes more than a casual or temporary looking glass when one considers both the everincreasing amounts of time people individually spend “sealed off from the public and the street,” as well as a broader cultural/legal context in which “the public” is increasingly being seen as a mere amalgamation of mobile private spheres—a condition Don Mitchell calls the “SUV model of citizenship.”60 The problem, in other words, is not necessarily what one sees or does not see each time one gets behind the wheel, but rather, the way driving shapes subjectivity and fosters a broader disposition toward urban space and urban life: an entire way of seeing.61

Their Ev = Biased

All of their evidence is ideologically loaded and biased towards car culture – it sees the world through the windshield by default

Furness 11 (Zack Furness, Assistant Professor of Cultural Studies in the Department of Humanities, History and Social Sciences at Columbia College Chicago, One Less Car: Bicycling and the Politics of Automobility, 2011, pg. 128-131)

The corporate press may have utilized hyperbole in constructing the bicycle menace of the 1980s, but at the very least, the threat was rightly framed around the issue of pedestrian safety. Novice cyclists, inattentive riders, and careless bike messengers can, after all, pose real physical risks to city residents. But as the negative representation of urban cyclists wore on in the 1980s, one began to see more articles that explicitly included motorists in the ranks of those ostensibly threatened by bicyclists. Harold Gluck, a criminologist and police consultant, provides an early example of this tactic in a lengthy New York Times opinion piece published in the midst of the 1980s backlash. His exclusive concern with the safety of drivers was somewhat of an anomaly in 1983, but it serves as an instructive preview of the rationale now commonly used to condemn cyclists’ risk-inducing behavior in the twenty-first century.83 He begins by talking the reader through a detailed car accident scenario: You are driving your car along the main street of your home town. Your destination is the shopping center just outside the city limits. As a law-abiding citizen you keep within the speed limit. At every red traffic light you stop. You pride yourself upon two facts. First, that you are a very careful driver. And, second, that you are a courteous driver. There are cars parked along the street. In this day and age it is rare to find an empty parking spot vacant for more than five minutes along Main Street. The car in back of you wants to pass you, and the driver even blows his horn. You get your car a little closer to those cars parked along the street. This will permit that impatient driver to pass you on your left. And then it happens! Absolutely from nowhere at all comes the little child on his bicycle. 84 After describing the child being crushed under the wheels of the car, Gluck callously argues, “The automobile is not a menace to the safety of the child or the adult on a bicycle. . . . [I]n fact, it is exactly the other way around.”85 His assertions are striking not only because he inverts the logic of danger by literally positioning a small child as the aggressor against a twenty-five-hundredpound vehicle but also because he presumes that readers will immediately identify with the driver, as if all people naturally see the world through the filter of the windshield. Readers are meant to see the automobile not as the technological usurper of this child’s play space, but in humane terms that contrast sharply with the alleged juvenile delinquency of cycling: a point Gluck makes clear with an anecdote about a ten-year-old bicyclist allegedly causing a near fatality in a hit-and-run accident (the miniature driver fled the scene). The perils of such recklessness are reiterated in the accompanying newsprint llustrations of several long-haired cyclists—who coincidentally look more like hippies than children—swerving wildly through the streets as cars collide in their wake. Gluck concludes with a forceful call to action befitting the most hardened suburban commuter: “The drivers of these two-wheeled flimsy things are a menace to themselves as well to others. . . . [T]he time to protect the motorist from the bicyclist is now, and the sooner the better.”86 Here one finds a logical solution in regulating cyclists, arresting them, or more likely banning them from the street altogether. The author’s line of reasoning is perfect example of what Ben Fincham refers to as the “car driver as victim” sentiment, which he sees manifested in British public discourse about bike messengers, specifically, and urban cyclists more broadly.87 Indeed, newspapers throughout England, especially London, played a central role in the production of this discourse over the last five years, effectively demonizing cyclists for threatening drivers’ safety, freedom, mobility, and general way of life. At least this is what one would assume from reading the vitriolic commentary that routinely characterizes cyclists as fascists, Nazis, public menaces, road hogs, “scowling road hazards,” and “two wheeled terrors.”88 More often than not, cyclists are simply dubbed lycra louts, a term batted around endlessly by U.K. journalists, pundits, and even Kate Hoey, the former British sports minister.89 Journalist David Rowan offers a concise example of this prose in a mere two-sentence heading: “They blatantly flout the law, deliberately enrage drivers and stop at nothing in their war against the car. Now, as Brussels threatens to make motorists responsible for all accidents involving bicycles, the Standard takes to the road with the radical new breed of cycle guerrillas.”90 Fincham suggests that the emergent hostility against cyclists is a symptom of the frustrations posed by the current paradox of automobility in England, whereby the promise of freedom of movement is habitually curtailed by the actual temporal and economic costs of driving.91 Traffic congestion in London, for example, reduces the average speed of automobiles to around thirteen miles per hour with rush hour speeds averaging eight miles per hour. This situation, combined with a surge in cycling rates since the year 2000, produced a context in which cyclists not only are more common but also travel faster than cars and are able to maneuver around them easily in the all-too-common traffic jam. Consequently, British drivers now tend to see themselves as victims of circumstance who need someone to blame, whether the Greens inhibiting road construction, or more often than not, the cyclist. This sentiment is effectively illustrated by the formation of the briefly lived Car Party—a pro-car political group that un-ironically solicited both support and empathy under the heading: “For too long the British motorist has been suffering in silence.”92 The eightfold increase in British drivers between 1952 and 2005—43 percent of which took place between 1980 and 1990 alone—suggests that silence must indeed be golden, but what it does not explain is why one can find analogous critiques of cyclists in countries where the aggrandized promises of automotive freedom are far less constrained than in central London. Kate Hoey may use the Mail on Sunday to lovingly describes cyclists as “selfish, aggressive, law-breaking and infuriatingly smug,” but one can find this same branding in Seattle, Washington, where the Post-Intelligencer alludes to the “sins of cyclists” that incense drivers the most, including “running red lights or stop signs, going the wrong way down one-way streets, splitting lanes by riding between two lanes, changing lanes or turning without signaling and a holier-than-thou attitude.”93 Journalist Anita Quigley offers a similar, though much more brutish, characterization of Critical Mass participants in Sydney, Australia: Critical Mass is actually selfish inner-city twats who have no regard for their fellow Sydneysiders: people who have worked hard all week and who just want to drive home. What Critical Mass fails to realise is that we don’t want to spend our Friday night in gridlock while lycraclad twits—with a police escort—whiz past to go have noodles and make the point that Sydney should be free of cars. These are probably also the same errant cyclists who ignore the road rules, jump red lights (thinking it’s their privilege) and ride on the footpath.94 as their representative qualities (there are hundreds just like them), one can identify a set of common themes and gripes used to construct a composite narratorial sketch of the urban cyclist in the modern city: he or she is dangerous, aggressive, law-breaking, and seemingly filled to the brim with self-righteousness, privilege, and/or indignity for the rights of others. Those who wield this bicyclist-as-menace story in the press typically do so in order to exact an agonizingly detailed level of criticism against cyclists’ every maneuver, but in doing so they rarely say anything substantive about driving. Ironically, these silences still do some important work, which is to say that they reaffirm a shared common sense about transportation, morality, and public space: it is a narrative of automobility produced in absentia.95

Solves Gender

Community bike projects can solve gender inequality

Furness 11 (Zack Furness, Assistant Professor of Cultural Studies in the Department of Humanities, History and Social Sciences at Columbia College Chicago, One Less Car: Bicycling and the Politics of Automobility, 2011, pg. 183-186)

As a way to circumvent these issues, a host of community bike spaces designate specific days during the week or month that are exclusively reserved for women and/or LGBTQ (lesbian, gay, bisexual, transgender, queer/questioning) persons who wish to learn bicycle maintenance or have an experience of bike culture unmediated by the hetero/male norms of technological tinkering. These policies help to cultivate an alternative to the masculinized environment of most retail bicycle shops, where women are often assumed to be either unknowledgeable about the workings of a bicycle or incapable of fixing their own machines. But they also head off some of the same gender tensions that continue to arise in alternative settings, whether through the day-to-day operations of a space or the relationships between volunteers and visitors. Greg Rothman, for example, admits that even an intentionally anti-sexist space like RIBS in Ithaca, New York, can quickly turn into a “dude shop,” and John Gerken alludes to the same problem at Plan B, the community bike space where he works in New Orleans: It can be an intimidating space—messy, dusty, not well-lit, in a big funky warehouse. Lots of guys in various states of dude-ness. Issues of gender have been raised and addressed in a variety of ways; right now we have a women-only day twice a month and it’s great that we have a good mix of people involved in general, all the time. Still, there is no denying that it can be intimidating to walk into a place like that, for anyone, especially if you don’t know anyone else there and/ or don’t know much about bikes.42 As noted, community bicycle organizations are not without their problems, but their collective attention to gender privilege is one of their distinguishing and most progressive characteristics, not to mention one of the primary reasons why community bike projects continue to attract so many women and girls. As Jacquie Phelan notes, “The sign of a really progressive shop is when it’s got a filthy-fingered female fixing funky frames.”43 The egalitarian structure of these spaces not only encourages women to participate but also nourishes an emerging consciousness about the relationships between biking, feminism, gender, and mechanics. In Portland, Oregon, women bike mechanics are prevalent in a number of local institutions, including the Community Cycling Center and City Bikes, a worker-owned retail/repair co-op. At North Portland Bike Works, the entire collective has at one point been owned and operated by women. Kim Fey (aka Kim Fern), the co-founder of the shop, as well as a zine writer and originator of the Portland Radical History Bike Tour, describes the visibility and presence of women in Portland’s bike culture as somewhat remarkable, and she specifically notes the unique gender dynamics at her shop: Our entire staff are women, except for Alex, and that’s unheard of in this country, let alone the world. I’ve talked to people in other countries, and they can’t believe it. They say, “You really have six women and one guy?” Our entire board of directors was all queer women at one point; two were transgendered. We’re this very different, amazing conglomeration of people.44 Though Portland is somewhat of an exception to the rule, women bike mechanics are now more prevalent throughout the United States and community bike spaces have both contributed to and complemented this trend. In particular, the presence of women mechanics and strong female role models prompts more women and girls to become bicycle mechanics, everyday bike riders, and dedicated bike commuters. Gender is also being acknowledged as prerequisite issue for community cycling organizations to address, and female-only mechanic nights, women’s bicycling workshops, and programs like Girls in Action—a series of classes Bikes Not Bombs designed to teach ten- to thirteen-year-old girls bike mechanics and riding skills—are an important part of this process. Moreover, they are integral to the broader reassertion of feminism in bike culture that can be credited to pioneers like Jacquie Phelan, the professional mountain bike champion, writer, and founder of WOMBATS (the Women’s Mountain Bike and Tea Society); to the consistent advocacy work of Chicago’s Cycling Sisters; and more recently, to women like Claire Stoschek, a Minneapolis/St. Paul bike advocate who cofounded a class-conscious women’s bike advocacy group and also created the first academic course devoted to the study of bicycling and gender, entitled “Bike Feminism: Theory, Community and Mechanical Exploration.”45 Feminist cyclists, including an increasing number of men, collectively carve out intellectual and tangible spaces for women to articulate and validate their own vision of the bicycle in society. Still, there is still a long way to go before sexism ceases to be a dominant factor in U.S. bike culture, as well as a global problem that keeps many women from riding bicycles at all.

***Answers

AT: Cap K

Capitalism is inevitable – it is the only system that is capable of running the industrial world.

Stromberg, 04
(Stromberg, a Research Fellow at The Independent Institute, and previously held the JoAnn B. Rothbard chair in History at the Ludwig von Mises Institute (Joseph R. Stromberg, Ludwig von Mises Institute, “Why Capitalism is Inevitable?” 7-9-2004, http://mises.org/article.aspx?Id=1562)

The result is that interventions are cheered from all sides. For example, the movement for the (government-imposed) family wage spans left and right, when the state intervenes to curb mass retailing, free trade, sound money, freedom of association, private property, and all the other institutional marks of commercial society, it can count on wide intellectual agreement. Capitalism, it seems, despite its triumphs, remains an irresistible target of the opponents of liberty and property.   How striking to discover, then, how few writers and thinkers are willing to spell out precisely what they mean when they refer to the economics of capitalism. For many, the term capitalism is nothing but a vessel into which they pour all the people, institutions, and ideas that they hate. And so capitalism emerges as a synonym for greed, dirty rivers and streams, pollution, corrupt businessmen, entrenched social privilege, the Republican Party, criminal syndicates, world Jewry, war for oil, or what have you. In fact, the advocates of capitalism themselves haven't always been entirely clear on the meaning and implications of capitalist theory. And this is why Murray Rothbard went to such lengths to spell out precisely what he was endorsing when he championed the economics of capitalism. This was especially necessary when he was writing in 1973, a time which was arguably the low point for capitalist theory. Mises died that year, all economists were said to be Keynesians, Nixon closed the gold window, wage and price controls were fastened on industry as an inflation fix, and the US was locked in a titanic Cold War struggle that emphasized government weaponry over private enterprise. Murray Rothbard, meanwhile, was hard at work on his book For A New Liberty:   The Libertarian Manifesto, an effort to breath new life into a traditionally liberal program by infusing it with a heavy dose of political radicalism. It must have seemed like a hopeless task. The same year, he was asked to contribute an essay in a series of readings called Modern Political Economy (Boston: Allyn and Bacon, 1973). He was to address "The Future of Capitalism" (pp. 419-430), the conclusion of which might have seemed self-evidently bleak. But not to Rothbard. His contribution to the volume was lively, optimistic, enormously clarifying, and prescient to the extreme. Above all, he used the opportunity to explain with great clarity what precisely he means when he refers to capitalism: no more and no less than the sum of voluntary activity in society, particularly that characterized by exchange.  Keep in mind that this was 1973, when hardly anyone else believed these countries capable of reform: "In Eastern Europe, then, I think that the prospects for the free market are excellent--I think we’re getting free-market capitalism and that its triumph there is almost inevitable." Ten years later, it was still fashionable to speak of authoritarian regimes that could reform, as contrasted with socialist totalitarianism that could not be reform and presumably had to be obliterated. Rothbard did not believe this, based on both theory and evidence. Rothbard saw that all sectors in all countries moving either toward capitalism or toward socialism, which is to say, toward freedom or toward control. In the US, the trends looked very bleak indeed but he found trends to cheer in the antiwar movement, which he saw as a positive development against military central planning. "Both in Vietnam and in domestic government intervention, each escalating step only creates more problems which confront the public with tile choice: either, press on further with more interventions, or repeal them--in Vietnam, withdraw from the coun­try." His conclusion must have sounded impossibly naïve in 1973 but today we can see that he saw further than any other "futurists" of his time: "the advent of industrialism and the Industrial Revolution has irreversibly changed the prognosis for freedom and statism. In the pre-industrial era, statism and despotism could peg along indefinitely, content to keep the peasantry at subsistence levels and to live off their surplus. But industrialism has broken the old tables; for it has become evident that socialism cannot run an industrial system, and it is gradually becoming evident that neomercantilism, interventionism, in the long run cannot run an industrial system either. Free-market capi­talism, the victory of social power and the economic means, is not only the only moral and by far the most productive system; it has become the only viable system for mankind in the industrial era. Its eventual triumph is therefore virtually inevitable."  

Perm do both – we solve the link by rejecting the status quo of unequal transportation. By building better mass transit infrastructure, we allow better access for minorities in inner cities. The focus is on those who have previously not had good, reliable mass transit. 

The perm solves because transportation plays a key role in solving for poverty, that’s our Mann 06 evidence. Improving mass transit precludes the K – Mann says that an effective policy option is necessary before cultural movements can work. Once a policy is made to give the disadvantaged better access to services and opportunity, effective action can be made to target capitalism. 
Revolution will never happen overnight—progressive policies need to be built upon over time. 

Wilson, 2000 
(John K Wilson, coordinator of the Independent Press Association’s Campus Journalism Project, How the Left can Win Arguments and Influence People, pages 121-123)
Progressives need to be pragmatic in order to be powerful. However, pragmatism shouldn't be confused with Clintonian centrism and the abandonment of all substance. Pragmatists have principles, too. The difference between a pragmatic progressive and a foolish one is the willingness to pick the right fights and fight in the right way to accomplish these same goals.  The current failure of progressivism in America is due to the structure of American politics and media, not because of a wrong turn that the movement took somewhere along the way. What the left needs is not a "better" ideology but a tactical adaptation to the obstacles it faces in the contemporary political scene. A pragmatic progressivism does not sacrifice its ideals but simply communicates them better to the larger public.  The words we use shape how people respond to our ideas. It's tempting to offer the standard advice that progressives should present their ideas in the most palatable form. But palatable to whom? The media managers and pedestrian pundits who are the intellectual gatekeepers won't accept these ideas. By the time progressives transform their ideas into the political baby food necessary for inclusion in current debates, it barely seems to be worth the effort.  Leftists need to seize the dominant political rhetoric, even though it may be conservative in its goals, and turn it in a progressive direction. Progressives need to use the antitax ideology to demand tax cuts for the poor. Progressives need to use the antigovernment and antiwelfare ideology to demand the end of corporate welfare. Progressives need to translate every important issue into the language that is permissible in the mainstream. Something will inevitably be lost in the translation. But the political soul underlying these progressive ideas can be preserved and brought to the public's attention.  The left does not need to abandon its progressive views in order to be popular. The left only needs to abandon some of its failed strategies and become as savvy as the conservatives are at manipulating the press and the politicians. The language of progressives needs to become more mainstream, but the ideas must remain radical. In an age of soulless politicians and spineless ideologies, the left has the virtue of integrity. Until progressives become less self-satisfied with the knowledge that they're right and more determined to convince everyone else of this fact, opportunities for political change will not be forthcoming.  Progressives have also been hampered by a revolutionary instinct among some leftist groups. According to some left wingers, incremental progress is worthless-that is, nothing short of a radical change in government will mean anything to them. Indeed, for the most radical left wingers, liberal reforms are a threat to the movement, since they reduce the desire for more extreme changes.  What the revolutionaries fail to realize is that progressive achievements can build on one another. If anything approaching a political revolution actually happens in America, it will be due to a succession of popular, effective, progressive reforms. 

The rapid transition would destroy the environment—hungry people would hunt animals to extinction and older, dirtier tech would be used again. 

Lewis 92 – Professor, School of the Environment, Duke University – 1992 (Martin, GREEN DELUSIONS, p. 117)

If the most extreme version of the radical green agenda were to be fully enacted without truly massive human die-off first, forests would be stripped clean of wood and all large animals would be hunted to extinction by hordes of neo-primitives desperate for food and warmth. If, on the other hand, eco-extremists were to succeed only in paralyzing the economy’s capacity for further research, development, and expansion, our future could turn out to be reminiscent of the environmental nightmare of Poland in the 1980’s, with a stagnant economy continuing to rely on outmoded, pollution-belching industries. A throttled steady-state economy would simply lack the resources necessary to create an environment benign technological base for a populace that shows every sign of continuing to demand electricity, hot water, and other connivances. Eastern Europe shows well the environmental devastation that occurs when economic growth stalls out in an already industrialized society. 

Rapid transition leads to a massive human die off

Lewis 94 (Martin, lecturer in international history and interim director of the program in International Relations at Stanford University, Green Delusions: An Environmentalist Critique of Radical Environmentalism, Page 25-26)  

No one acquainted with the rudiments of medical history could deny that health has vastly improved since the industrial revolution. Most of the credit for such amelioration belongs precisely to the medical, dietary, and sanitary advances associated with the transition to industrialism. One has only to examine average longevity, which stood in the United States at a miserable forty-seven years as recently as 1900, to grasp the magnitude of progress over this period. 1£ we go back to medieval Europe, socio-ecological idyll of many eco-radicals, we find that in some villages average life spans were as low as seventeen to eighteen years (Cohen 1989: 1241). By other indices as well, the health standards of most pre-industrial regimes were atrocious. Again, consider medieval and early modem Europe. As Braudel (1981:91) relates, the ancient regime was characterized by "very high infant mortality, famine, chronic under-nourishment, and formidable epidemics." Moreover, non-elite Europeans were contaminated by a wide variety of toxins on a regular basis. Few even experienced the delights of breathing clean air, for the atmospheres of their own dwellings were horribly polluted. It is difficult ... to comprehend," writes Norman Pounds (1989:1871) "how fetid and offensive must have been the air about most cottages and homes." Indeed, indoor air pollution has long been (as it perhaps still is) a greater contributor to respiratory illness than industrial airborne waste. But the most severe toxic pollution problem of the pre-modern world was associated with natural poisons produced by molds infecting the food supply. "Everyone suffered from food that was tainted," Pounds reminds us, "and the number who died of food-poisoning must have been immense (1089:213). Especially pronounced where rye was the staple food poisons produced by the ergot and Fusarium molds massively suppressed immune systems, reduced fertility levels, brought on delusions and sometimes mass insanity, and reduced blood circulation to such an extent that gangrene in the lower extremities was commonplace (Matossian 1989:1). Even where the food supply was safe, poor nutrition resulted in widespread immunological stress. Infectious diseases were rife, and periodic plagues would decimate most populations in a cruel manner. Water supplies, especially in towns, were so contaminated by human waste as to become deadly in their own right. Skin and venereal diseases were often rife and difficult, if not impossible, to cure. Other scourges abounded, including those-such as leprosy-that have been virtually eliminated by modem medicines and sanitary techniques. Individuals deformed by genetic inheritance or accident typically led short and brutal lives. And every time a woman went into labor she faced a very high risk of dying. This cursory review of the horrors of pre-industrial European life may  seem a pointless exercise in overkill; all of this is, or at least used to be, common knowledge. But it is important to recall in detail the kind of social environment many eco-radicals would seek to recreate. And were we to adhere strictly to the tenets of bioregionalism, even the levels of prosperity achieved in the medieval world would be difficult if not impossible to maintain without first experiencing a truly massive human die off.
Automobility props up capitalism, only a chance that the plan works to dismantle it
Henderson, 06 (Jason Henderson, Professor of Geography at San Francisco State University who writes about the politics of mobility, “ Secessionist Automobility: Racism, Anti-Urbanism, and the Politics of Automobility in Atlanta, Georgia”, International Journal of Urban and Regional Research, 6/2006, http://bss.sfsu.edu/jhenders/Writings/ijur_final.pdf, RM)
Secessionists’ automobility is arbitrated by capitalists, which in Atlanta sought to mitigate air pollution and congestion, both of which threatened the exchange value of the region. Articulators of secessionist automobility contested corporate elite policies of expanding transit, and out of that struggle evolved a transit détente that provides a limited geography of transit service. Secessionists also stood in the way of Atlanta’s highway builders, who sought to build a massive new outer beltway that by design was meant to spur further automobility. Ironically this positioned the secessionists, who waged what amounts to a culture war against cities, as unwitting allies of the corporate, environmental and social justice interests who at the same time battled them over expansion of transit. The transit détente reﬂects that transit policy is not aimed at reorienting everyday life for the entire region in order to reduce automobility, but rather, it is a stalemate in a struggle, a stalemate negotiated by Atlanta’s capitalist growth machine in attempts to maintain the exchange value of the  metropolitan region and remain competitive in the global competition between cities. 

AT: Gentrification
Their argument misses a key step in the process – as neighborhoods get nicer, businesses move in, allowing for residents to get better jobs. This means that incomes will scale with neighborhoods, and nobody will be forced out.
Gentrification good – sparks increased quality of life and development and does not cause displacement
Cravatts 07 (Richard L. Cravatts, Richard L. Cravatts, Ph.D. is director of Boston University's Program in Book and Magazine Publishing at the Center for Professional Education, “Gentrification is Good for the Poor and Everyone Else”, 8/1/2007, http://www.americanthinker.com/2007/08/gentrification_is_good_for_the.html)
The recent certification by New York's Department of City Planning of Columbia University's rezoning application for its plan to build a new section of its campus in West Harlem initiates a public review process that no doubt promises to be a contentious, rhetoric-filled negotiation. In fact, no sooner had Columbia University made its first public announcement then activists, both from the Harlem community and within Columbia itself, started their not unpredictable protests against expansionism, displacement, and, worst of all, the dreaded ‘gentrification' that might define Harlem's future. But characteristic of their complaints is a misunderstanding of what actually happens in a gentrifying community, how, despite bringing significant change to the social and economic fabric of the community, the process of gentrification will result in positive, tangible benefits for Harlem's 300,000 residents. For a community perennially wracked with poverty, disenfranchisement, and despair, this is an end result that, one would think, all would embrace. But in their zeal to protect residents from an ‘invisible hand' they do not trust to produce positive benefits, protestors, as they have in numerous older urban cores undergoing change, warn of a skewed housing market and evaporating affordability. In fact, gentrification does not put new pressure on housing markets and create scarcity; and an upgrade in the quality of life in neighborhoods serves as a catalyst for overall growth and development. How? Market conditions that encourage the building of new housing have a two-pronged benefit for the community: as new housing is created and neighborhood residents who had been renters become owners of new units, their old housing-much of it rental-is freed up for a whole new group of renters who either move from less desirable units (freeing up more units) or come into the neighborhoods for the first time. Thus, gentrification, by making a community attractive to investors, actually enables many renters to move up the housing ladder into presumably better apartments, without displacing tenants and by making their old units available for yet another set of renters below them. Jacob L. Vigdor, professor of public policy studies at Duke University, noted that even the construction of new housing for high-income residents, say, a luxury building with 100 condominiums, benefits the overall community. "Because if we don't build those condos," he observed, "where are the people who were going to live there going to live? They're going to go to a mixed-income neighborhood and occupy units there that could have been occupied by someone lower down the economic ladder."

Gentrification doesn’t cause displacement – minorities are more likely to remain in gentrified neighborhoods and see visible gains in income

Kiviat, 08 (BARBARA KIVIAT, Long Time Economics reporter for Time Magazine, Time Magazine, “Gentrification: Not Ousting the Poor?”    http://www.time.com/time/business/article/0,8599,1818255,00.html)
People tend to think gentrification goes like this: rich, educated white people move into a low-income minority neighborhood and drive out its original residents, who can no longer afford to live there. As it turns out, that's not typically true. A new study by researchers at the University of Colorado at Boulder, University of Pittsburgh and Duke University, examined Census data from more than 15,000 neighborhoods across the U.S. in 1990 and 2000, and found that low-income non-white households did not disproportionately leave gentrifying areas. In fact, researchers found that at least one group of residents, high school–educated blacks, were actually more likely to remain in gentrifying neighborhoods than in similar neighborhoods that didn't gentrify — even increasing as a fraction of the neighborhood population, and seeing larger-than-expected gains in income. Those findings may seem counterintuitive, given that the term "gentrification," particularly in cities like New York and San Francisco, has become synonymous with soaring rents, wealthier neighbors and the dislocation of low-income residents. But overall, the new study suggests, the popular notion of the yuppie invasion is exaggerated. "We're not saying there aren't communities where displacement isn't happening," says Randall Walsh, an associate professor of economics at the University of Pittsburgh and one of the study's authors. "But in general, across all neighborhoods in the urbanized parts of the U.S., it looks like gentrification is a pretty good thing." The researchers found, for example, that income gains in gentrifying neighborhoods — usually defined as low-income urban areas that undergo rises in income and housing prices — were more widely dispersed than one might expect. Though college-educated whites accounted for 20% of the total income gain in gentrifying neighborhoods, black householders with high school degrees contributed even more: 33% of the neighborhood's total rise. In other words, a broad demographic of people in the neighborhood benefited financially. According to the study's findings, only one group — black residents who never finished high school — saw their income grow at a slower rate than predicted. But the study also suggests that these residents weren't moving out of their neighborhoods at a disproportionately higher rate than from similar neighborhoods that didn't gentrify.
Not only is gentrification largely caused by neighborhood preference, but it acts as a positive force in communities, and grants lower income residents opportunities to bridge the income gap
Biro 08 (Jessica Biro, Teacher at the  Illinois Wesleyan University,  "Gentrification: Deliberate Displacement, or Natural Social Movement?," The Park Place Economist: Vol. 15, http://digitalcommons.iwu.edu/cgi/viewcontent.cgi?article=1025&context=parkplace)
Raphael Bostic and Richard Martin (2003), Loretta Lees (2003), Hoang Huu Phe and Patrick Wakely (2000) share the view that the gentrification is not intrinsically designed to displace low income residents. They point out that people with similar interests tend to live in the same area, so when high income residents move in and low income residents move out, it reflects the change of preferences in the neighborhood. Gentrification has many positive effects on an area. The revitalization of the physical property and amenities in an area increases property values, creates jobs, improves the quality of schools, and lowers crime rates. As a result of gentrification, low income residents in the area have greater opportunities to bridge the income gap while achieving self-improvement and a higher standard of living. Natural social movement causes people to gather by social classes. Phe and Wakely (2000) develop the Status/Quality theory to explain housing preferences. The traditional housingcost/ travel-cost tradeoff theory claims that people achieve equilibrium by choosing a location that balances the cost of housing and the cost of commuting. Phe and Wakely (2000 p. 10) improve on the traditional theory by recognizing additional externalities that people consider when choosing a housing location: “Housing status is a measure of the desirability attached to housing in a particular locality. It can represent wealth, culture, religion, environmental quality, etc. depending on the current value system of a given society.” Housing status varies from household to household depending on what the individuals value most. For example, a household with children would value a neighborhood with good schools, whereas a young couple would place higher value on entertainment and restaurants. People will pay a premium to live in areas that they believe are high status. Phe and Wakely (2000 p. 10) also recognize that people take dwelling quality into consideration when deciding on where to live: “Dwelling quality includes physical, measurable characteristics such as floor area, number of bathrooms, number of stories, etc.” When low income houses are renovated they reach a higher quality and therefore are marketable to buyers who can afford to pay a premium for homes with better quality characteristics. If higher income people decide to buy these renovated homes, the status of the area increases. Ultimately, under the status/ quality theory, people with similar opinions of housing status and dwelling quality will cluster in the neighborhood and create gentrification.

AT: States CP

Transit must be national in scope – our evidence is comparative

Baxandall 8 (Phineas Baxandall, Senior Analyst, United States Public Interest Research Group, “A BETTER WAY TO GO: MEETING AMERICA’S 21ST CENTURY TRANSPORTATION CHALLENGES WITH MODERN PUBILC TRANSIT, U.S. PIRG Education Fund”, 3-08, pgs. 55-56)

Transit has long been seen as primarily a local issue—something of concern to city-dwellers and some suburbanites. In many states—even some with robust transit systems—there is still little or no investment of state government resources in transit systems. And at the federal level, transit advocates have often felt compelled to accept greater spending on highways as a means to achieve greater investment in transit. The consequences of our automobile-centered transportation system, however, are national in scope. Traffic congestion, oil dependence and global warming pollution are issues that affect all Americans and deserve a national response. A wide variety of constituencies have a potential interest in expanding transit infrastructure in the United States. This “grand coalition” potentially includes the following: • Metropolitan area residents, who represent more than 80 percent of the American population and who would benefit most directly from reduced congestion and the ability to use transit.133 • Businesses—both those located in metropolitan areas that would benefit from their employees’ and customers’ access to transit and those that rely on the shipment of goods and would benefit from reduced highway congestion. • Property owners in corridors to be served by transit, who would likely see property values increase. • Construction firms and organized labor, which would benefit from the jobs created in transit system construction, operations and maintenance. • Environmentalists, who would support reductions in global warming emissions and other forms of pollution. • Low-income, elderly and disabled people, who would benefit from an increased range of transportation choices. The elderly could represent an especially important constituency, as the population of Americans ages 65 and older is projected to increase by 20 million between 2000 and 2020.134 • Individuals concerned with national security, who would support reductions in America’s dependence on foreign oil. As long as the transit debate is about one transit line or one city at a time, there will be little hope of mobilizing a wide range of interests behind a major commitment to transit. To generate excitement and widespread support, there must be a compelling vision for what an expansion of transit service would look like and how it would benefit the United States—in short, a national roadmap for transit.
State law is the biggest contributer to the division of America’s metropolitan regions

Frug 96 (Gerald E Frug, Samuel R. Rosenthal Professor of Law, Harvard University, “SURVEYING LAW AND BORDERS: The Geography of Community”, LexisNexis, 5/96)

Yet, important as it has been, the federal government is not the public entity that is most responsible for the kind of suburbanization that has spread across America. As Richard Ford has persuasively argued, state law has been an even more significant contributor to the division of America's metropolitan region into a multitude of cities that all-too-easily can be distinguished from each other by describing their residents' racial, ethnic, or class status. n110 This feature of suburban life is not simply a product of suburban growth. To achieve any significant level of homogeneity, suburbs need state-granted autonomy: the right to incorporate as a separate municipality; immunity from annexation by the central city; the privilege of engaging in exclusionary zoning; the ability to legislate and provide services solely in their own self-interest; the authority not only to tax the real property located within city boundaries but to spend the revenue collected solely on local residents. State legislatures and courts have been the source of these suburban powers through their formulation of local government law. Every state in the nation has given suburbs at least some of these powers, and many states have given suburbs all of them. n111 But the very [*1071] fact that there are suburbs in America that lack some of these powers demonstrates that the idea of suburban autonomy cannot be deduced from the nature of a suburb; a state has to decide to confer it. That they have largely done so has defined the meaning and importance of the city-suburb and suburb-suburb boundaries throughout the country. One reason that state decisionmaking on these issues has been so decisive is that the United States Supreme Court has upheld the constitutionality of every one of these aspects of suburban autonomy. n112

States have the power to ban racial discrimination if they want to do so – however they choose not to  

Frug 96 (Gerald E Frug, Samuel R. Rosenthal Professor of Law, Harvard University, “SURVEYING LAW AND BORDERS: The Geography of Community”, LexisNexis, 5/96)

Of course, it would be a mistake to think that the states' urban policy, any more than that of the federal government, always pointed in the same direction. On occasion, states have pursued urban strategies that conflict with the one just described. They have curtailed the incorporation of new suburbs, allowed annexation of suburbs without their residents' consent, redistributed locally-generated funds to more needy school districts, or limited exclusionary zoning. n117 [*1072] In addition, some states have given central cities the very powers mentioned above - to tax commuters, to impose rent control, or to ban racial discrimination. n118 States plainly have the power to adopt this opposite urban policy if they want to do so: The United States Supreme Court has made clear that it too is constitutional. n119 As recent scholarship has demonstrated, however, this alternative urban policy has not been the general practice. n120 Overall, states have promoted suburban autonomy and limited city power, and they have done these not just through the formulation of local government law but in other ways as well. n121

AT: Spending
Investment in public transit leads to economic growth – China proves

Lewis 11

(David Lewis, PhD, FCIT, Senior Vice President of HDR, 4/2011/, Economic Perspectives on Transport and Equality, http://www.internationaltransportforum.org/jtrc/DiscussionPapers/DP201109.pdf)
Another example of the virtuous circle at work is the dramatic improvement in well-being   in China over the past two decades which, according to Wachs, rests on a foundation of  significant investment in ports, airports, roads and public transportation. Wachs notes that   whereas a significant rise in car ownership in China is the result of increased wealth, ―it is   also to a great extent the cause of China‘s rise as a world power. This is in addition to a   huge increase in the number of bicycles, electric bicycles, cars and buses that are becoming   ubiquitous in cities and also in rural areas. Citizens are using all such means to access   education, health care, and recreational opportunities and to obtain goods brought to them   by the expanding freight transportation system.‖  Today, the economic case for aggregate investment in transport infrastructure turns heavily   the creation of faster and more reliable and predictable journey times that help promote   productivity growth. By investing in new capacity to reduce congestion and in the repair and   rehabilitation of wearing pavement and aging facilities and equipment, governments promote   well-being by promoting productivity growth. The reverse is also true: an insufficient level of   aggregate public investment in transportation infrastructure can starve a nation‘s productivity   growth, and that‘s a threat to peoples‘ well-being and standard of living.
Solves the economy -- greater spending on domestic programs enhances economy stability
Glyn and Miliband 94 

(Andrew and David, Economist and University Lecturer on Economics at Oxford University and British Labour Party Politician, ??/??/94, “Paying for Inequality: The Economic Cost of Social Injustice”, published by IPPR/Rivers Oram Press in London, pages 205-217)

There are good reasons for believing that equality may enhance economic stability. Policies to increase economic equality are frequently associated with higher levels of government spending; this tends to act as an automatic stabiliser, reducing the impact on production and employment of fluctuations in other elements of demand. Second, if the taxation to pay for the expenditure is progressive, this, together with the cyclical movements of the budget deficit, also acts to dampen fluctuations. Finally it may be expected that if the distribution of personal income is more equal, then consumption will show a steadier trend, as a greater proportion of income will be in the hands of those who will spend it consistently rather than those veering between bouts of saving and credit-financed consumption sprees. As J.K. Galbraith put it ‘A reasonably equitable distribution of income is a stabilizing economic influence it is macro-economically functional. The poor and the middle class spend their income; their support to aggregate income is stable and assured.’
Equality leads to economic stability
Glyn and Miliband 94 

(Andrew and David, Economist and University Lecturer on Economics at Oxford University and British Labour Party Politician, ??/??/94, “Paying for Inequality: The Economic Cost of Social Injustice”, published by IPPR/Rivers Oram Press in London, pages 205-217)

The macroeconomic evidence reviewed in this section in no way supports the idea that greater equality leads to worse economic performance. The golden age of the 1950’s and 1960’s, when growth was at its fastest and economies were generally rather stable, coincided with unprecedentedly low and generally decreasing inequality. The turn towards inequality in the 1980’s did not produce generally improved economic performance. What is more countries with less inequality have tended to grow faster, and with generally no more instability. As repeatedly stressed the relationships are complex and such macroeconomic data can be no more than suggestive. But it is certainly not suggestive of a severely damaging equality/efficiency trade-off.
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