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Abstract

The prevailing approach to researching, designing, and implementing walkability focuses almost
exclusively on the built environment. This approach operates under the assumption that “good
design” is objective, neutral, and universal. This is simply not true. Walking is deeply personal,
political, social, and cultural. Our experience of walking through public space is determined just
as much by the identities we inhabit as by the space itself. This original podcast series utilizes a
sociocultural approach to examine the intersection of walkability and race, and specifically the
experiences of Black pedestrians in the United States.
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Preface

This is a thesis that attempts to center the experiences of a set of Black and Latinx
walkability planners, researchers, and advocates, almost all of whom live or have some
connection to the Boston area. I feel that, as the author, it is important for me to acknowledge
outright my own privilege and perceptions as a young, able-bodied, and cisgender white woman.
I hope to uplift and center these individuals and their knowledge in a field that all too often
neglects the experiences and wisdom of Black Indigenous People of Color. I recognize that, in
order to complete this project, I utilized their time and expertise without compensation. While I
do not expect to generate any kind of income from this project, I commit to directing any
opportunities that may come as a result towards my collaborators and those who have already

been engaged in this work for a long time.



Introduction

Creating more walkable cities promises to address some of the most pressing urban
challenges of our time, from environmental degradation, to struggling local economies, to public
health crises, and a decline in social capital. So how do we get there? Ask most transportation
planners and you’ll get similar answers about land use, block length, crosswalk design, and street
trees. They’ll probably describe something resembling a Main Streets district, where people can
do their shopping, socialize, and feel safe walking around with their children.

The prevailing approach to researching, designing, and implementing walkability focuses
almost exclusively on the built environment. Certainly, there is research to support the idea that
the built environment can strongly affect our perceptions of a place and consequently our
behavior. However, within this approach is buried the unquestioned assumption that “good
design” is objective, neutral, and universal. This is simply not true.

Walking is deeply personal, political, social, and cultural. Our experience of walking
through public space is determined just as much by the identities we inhabit as by the space
itself. We each bring our own set of experiences, assumptions, privileges, and vulnerabilities
with us as we set out into the urban environment on foot. We can design the “perfect” street, but
if we don’t address the deeply imperfect social systems that govern those streets, walking will be
a luxury enjoyed by some and not the deeply human right it must be, enjoyed by all.

There is perhaps no social system as deeply imperfect in the United States as the
treatment of Black people. This remains true as it relates to walkability. Black pedestrians are
twice as likely to be hit by a car. They are also more likely to be stopped, ticketed, and searched

by police. They are more likely to be victims of street violence. As a result of enduring



segregation and white supremacy, Black people are often deemed not to belong in their own
neighborhoods, their own schools, their own vehicles, and at their own jobs. This often puts them
in a position of scrutiny and even danger. From BBQ Becky, to Permit Patty, to Amy Cooper,
and horrifically tragic cases like Trayvon Martin and Ahmaud Arbery - Black Americans are
being harassed, arrested, and murdered for simply existing in public space. Creating public
spaces in which Black people can be safe, supported, and cherished is just as important for
walkability as the built environment.

In this thesis, I dedicate a significant portion of the text to thoroughly examining the
research on walkability as it stands. I did this so I could ensure that my critiques were not
unwarranted or based on merely cursory observations. I am not the first person to critique these
ideas. I hope, however, that this critique may reach new audiences that need to hear it, and that it
will be useful in the effort towards shifting the field of urban planning from one of further

colonization to true liberation.



Literature Review

Why does walkability matter?

As we entered the 21st century, city planners, environmentalists, public health officials,
and economists all began to recognize a common enemy: the personal automobile. Over seventy
years of allowing cars to shape our landscape and lifestyles had left us with dire consequences
now coming into stark relief - streets clogged with traffic during rush hour, air choked with
smog, skyrocketing rates of asthma, obesity, and heart disease, a warming climate, a housing
affordability crisis.

Amidst these many simultaneous crises emerged a solution that’s been with us all along -
walking. The most simple, and arguably the original, human act. In the past two decades,
building more walkable cities and neighborhoods has become an increasingly hot topic in the
field of urban planning. Getting Americans to walk more promises a solution to a multitude of
urban challenges, but how do we get there?

In this literature review, I will examine four broad topics. First, why walkability is
important and the potential benefits. Second, what constitutes a walkable environment. Third,
how walkability is measured. Lastly, I will examine what I see as a major gap in the literature: an
examination of the role that race plays in our experience of walking.

Transportation

Making our cities more walkable could be an effective way to reduce traffic congestion.
INRIX, a mobility analytics firm, found in their 2019 Global Traffic Scorecard that residents in
Boston lose an average of 149 hours every year stuck in traffic. That makes Boston the number

one worst city for traffic congestion in the United States, and the ninth worst in the world. The



economic consequences of all that time spent in traffic are vast. Boston drivers lose $2,205 a
year to time lost in traffic, and the city’s economy at large loses $4.1 billion (Boston Herald,
March 9 2020). These numbers can’t even begin to capture the loss of time to spend with friends
and family, to be civically engaged, and to enjoy one’s hobbies.

According to a 2009 National Household Travel Survey, Americans made almost 22
billion driving trips that were under a mile. If we switched even half of those trips to walking
trips, the impact would be close to taking almost half a million cars off the road entirely (EPA
2015). That same study from INRIX found that 21% of vehicle trips in the Boston area are one
mile or less (INRIX), and MassDOT’s report from the same year found that a quarter of
vehicular trips in the state were less than half a mile (MassDOT). Clearly there is a national,
statewide, and city-wide trend towards getting into vehicles for shorter trips, which provides a
clear point of intervention.

Environment

Getting people out of their cars and onto their feet for trips under a mile would make a
big difference in the number of cars on the road, which would significantly affect greenhouse gas
emissions. Transportation is the greatest source of CO2 emissions in the United States, making
up 28% of overall emissions (EPA 2014). Switching half of those 22 billion driving trips under a
mile would save 2 million metric tons of CO2 each year (EPA 2015).

In Jeff Speck’s book, Walkable City: How Downtown Can Save America, One Step at a
Time (2012), he convincingly argues the outsize impact that more walking and less driving could
have on our carbon footprints. Speck points to another EPA study, “Location Efficiency and

Building Type - Boiling It Down to BTUs”, which looked at four factors of individual



households: drivable vs walkable, conventional construction vs green building, single-family vs
multi-family housing, and conventional vs hybrid vehicles. This study found that unequivocally,
the walkability of a neighborhood was the greatest determining factor of that household’s carbon
footprint, in some cases by nearly two and a half times as much (Speck 2012, 56).
Health

Spending so much time sitting in cars also poses a serious threat to our health. Rates of
obesity amongst American adults have reached a stunning all time high of 42.4% and child
obesity rates are up to 18.5%. Obesity greatly increases an individual’s risk of developing
chronic diseases such as heart disease, stroke, type 2 diabetes, and some types of cancer. These
weight-related diseases are some of the top causes of premature, preventable death (CDC 2020).

With an extremely low barrier of entry, walking is a simple and effective way to address
these health crises. Walking lowers body mass index, improves cardiovascular health, cognitive
function, and has even been found to improve longevity (Adkins et al 2012, 499). It requires no
special equipment, training, or knowledge, and is low-impact enough for adults just starting an
exercise program. People who live in neighborhoods with greater walkability are more likely to
walk for at least ten minutes each day, and they are less likely to be obese, even factoring in
other socio-economic factors such as age, gender, and income (Litman 2018, 14).
Economy

The economic benefits of increasing walking trips are vast. Households located in
non-walkable, or “auto-dependent”, neighborhoods typically spend 50% more on transportation
than households in walkable neighborhoods (Litman 2018, 9), and more walkable neighborhoods

have lower housing foreclosure rates (Litman 2018, 17). Walkable neighborhoods also greatly



benefit the retail stores located there. Retail stores in walkable neighborhoods generate 80%
more in sales than stores in non-walkable neighborhoods (Leinberger & Alfonzo, 9). Improving
the walkability of streets has even been linked to higher employment in local businesses. In one
case, employment grew by 64% after a Complete Streets intervention (Smart Growth America
2015, 20).

In an analysis of land use in the Metro Boston region, the authors found that WalkUPs
and Walkable Neighborhoods made up just 1.2% and 4.4% of land, respectively. However,
collectively they provide 41% of the employment and 35% of the assessed value (Leinberger and
Lynch 2016, 9). A 2019 study even found that more walkable neighborhoods tend to be
“creativity hotspots”, and are strongly correlated with arts and innovation (Bereitschaft 2019,
16), and another study from that same year found that walkable neighborhoods improve the
economic upward mobility of low-income children (Oishi et al 2019).

Social Capital

Walkability even has major impacts on community livability. Streets make up a
significant portion of the public realm, and more attractive, safe and walkable streets increase
community livability (Forkenbrock and Weisbrod 2001). Residents on streets with higher traffic
volumes and speeds are less likely to know their neighbors, and show less concern for their local
environment, than residents on streets with less vehicle traffic (Appleyard 1981). Mason and
Frederickson (2006) even found that more walkable environments are positively associated with

higher rates of civic engagement through voting and volunteerism.



What makes a place walkable?

With such promising potential for all the positive impacts of building more walkable
places, it begs the question of how to get there. In their 2018 meta-analysis of 42 different
journal articles on walkability, Hall and Ram found no widely agreed upon definition of
walkability or the characteristics that make a place walkable (321). Urban planner and Harvard
professor Ann Forsyth calls out her field for this lack of cohesion in a 2015 paper, and lays out
what she sees as three lenses through which walkability is typically defined and discussed. These
lenses are the “means and conditions” that enable walking, the “outcomes” of walkable
environments, and walkability as a “proxy” for other measurements of livability (4). Each of
these lenses are quantified through different metrics, but are all housed within conversations,
research and projects on “walkability”. For the sake of this literature review, I will be focusing
primarily on the “means and conditions” lens of walkability. What are the qualities of a walkable
environment? What formats, features, and facilities constitute a walkable place?

Jeff Speck is a city planner and a leading walkability advocate. In his 2017 TEDTalk, he
summarizes his philosophy on walkability into four simple principles. In order for a place to be
walkable, one must have: (1) a reason to walk, (2) a safe walk, (3) a comfortable walk, and (4) an
interesting walk (Speck 2017). Though other authors may use different terminology or systems
of categorization, the vast majority of the literature surveyed was reflective or supportive of
Speck’s approach. For the sake of this portion of the literature review, I will utilize Speck’s

framework for looking at how various researchers and planners conceptualize walkability.
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Reason to walk

While Speck does not explicitly structure his four walkability principles as a hierarchy,
other researchers have made the argument that there is, in fact, a hierarchy of walking needs. For
nearly all of them, “something to walk to” is at the base of that hierarchy. In an urban planning
context, this translates to land use density and diversity, or, more simply put - distance to basic
amenities. If one lives or works in close proximity to shops, restaurants, parks, libraries, and
other amenities, they are significantly more likely to walk there. Southworth (2005) writes that
distance to the destination is “the single factor that most affects whether or not people decide to
walk or to take the car”, even more so than weather, physical difficulty, safety or fear of crime
(249). A half-mile walk takes most people approximately ten minutes, and many walkability
experts agree that a half-mile radius around any destination is considered the “walkshed” of that
place. Individuals who live within a half-mile or ten minute walk to the amenities needed to
carry out their daily lives would generally be considered to live in a very walkable neighborhood.

Walkable neighborhoods require a variety of land uses in close proximity, but in order to
have a walkable city, neighborhoods need to be adequately accessible to one another for
pedestrian use. In his 2005 article, “Designing the Walkable City”, Michael Southworth argues
that connectivity is equally if not more important than density. He critiques the “pedestrian
pocket” concept promoted by the New Urbanist movement, which advocates for the value of
“small pedestrian districts”, and points out that walkable neighborhoods must be accessible to
one another in order to discourage automobile use (Southworth 2005, 250). There might be an
exquisitely walkable little neighborhood, but if the only way to get into that neighborhood is with

a car, then the value of that neighborhood’s walkability is moot. Connectivity is also measured
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through intersection density, where shorter blocks allow for a broader range of path choices (Dill
2004, 3).
Safe Walk

In 2019, 6,590 pedestrians were killed by vehicles. This is a 53% increase since 2009
(GHSA 2019). Vision Zero is a campaign to end traffic fatalities across the world. Vision Zero
was first implemented in Sweden in the 1990s, and in the past decade many American cities have
begun incorporating its principles into their own transportation planning strategies . Vision Zero
utilizes a six-pronged approach to traffic safety: education, enforcement, encouragement,
evaluation, equity, and engineering and planning (VZN 2017). For the sake of this literature
review, we’ll be examining the engineering and planning components of creating safer streets for
pedestrians. Important street design elements include sidewalks, crosswalks, block length, street
width, and signage, among others.

Southworth writes that sidewalks, or as he calls them “paths”, need to provide a
continuous network that is smooth and even, and wide enough for people to walk in groups of
three (Southworth 2005, 251). Many cities have an irregular sidewalk network, where sidewalks
will simply drop off with no warning, leaving pedestrians stranded. Sidewalks should also have
some kind of barrier to protect pedestrians, such as parked cars or planters. They should also be
well-lit so people can walk safely at night.

Block length is an important factor of safe street design. Longer blocks mean fewer
streets, which typically results in wider streets in order to maintain the same level of service for
vehicular traffic. In Portland, OR, the average block is 200 feet long, and the average street has

two lanes of traffic. Meanwhile in Salt Lake City, UT, the average block is 600 feet long and the
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average street is six lanes wide (Speck 2012, 165). More lanes are more dangerous because, for
one thing, pedestrians need to cross a wider distance, putting them in that vulnerable space for
longer. Additionally, wider streets invite speeding. The recommended width for an individual
lane is 10 feet, and lanes over 12 feet have been found to cause speeding (NACTO 2013). A
study of 24 cities in California that found that doubling the block size quadruples the number of
fatal crashes that take place on that block (Speck 2017).

Ultimately, all of these street design features are important because of their impact on the
speed of vehicles driving on those streets. Speed is directly connected to fatality rates. A
pedestrian hit by a car going 20 miles per hour has a 90% chance of survival, but if the car is
going 30 miles per hour, the likelihood of survival goes down to 60%. If the car is going 40
miles per hour, the survival rate goes down to 20% (Leaf 2001). Vehicle speeds can be reduced
through a number of different design elements. If removing travel lanes entirely is not an option,
planners can put in curb extensions to narrow the crossing distance for pedestrians at
intersections. Pinch points and chicanes also provide ways to narrow the street at designated
intervals without removing an entire travel or parking lane. Speed humps, speed tables, raised
crosswalks, and raised intersections are all speed reduction tactics that do not require removing a
lane (NACTO 2013).
Comfortable Walk

Not only should pedestrians be protected from the threat of cars, it also needs to be
physically comfortable to walk. One major component of the comfortable walk is an adequate
canopy of street trees. Trees provide an immense environmental benefit by absorbing rainwater

and tailpipe emissions. They also cause people to drive more slowly, decrease the speed of
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winds, reduce the effects of heat islands, and offer shade (Speck 2012, 223). According to the
United States Department of Agriculture, a single healthy street tree has the same cooling impact
as ten room-size air conditioners operating 24 hours a day (Speck 2012, 225). Trees also provide
a sense of enclosure that make people feel safe.

Enclosure is defined by the ratio of building height to street width, and it is widely
agreed upon as an important factor in the comfortability and desirability of the walking
environment. In their 2009 article, “Measuring the Unmeasurable: Urban Design Qualities
Related to Walkability”, Ewing and Handy do not identify a specific ratio as the ideal, but cite a
range of suggestions from various authors, from as high as 3:2 to as low as 1:6. Jacobs and
Appleyard describe it as the need for buildings to “define or even enclose space—rather than sit
in space” (1987, 118). Enclosure can also be accomplished through “visual termination points”,
such as a major building, monument or landmark at the end of a corridor.

Enclosure gives the feeling that outdoor spaces are like living rooms, they make you
relaxed and want to stick around for a little while. Other design factors that contribute to this
sense of comfort are transparency and human-scale architecture. Transparency is fairly literal,
it’s about the ability of pedestrians to look into storefronts and restaurants. The greater the
number of windows on a street, the greater its transparency, whereas brick walls and reflective
glass reduce transparency. The effect of transparency is that it welcomes the person in, and blurs
the line between outside and inside. Patio dining, outdoor merchandise, courtyards and sandwich

board signage also contribute to the feeling of transparency (Ewing & Handy 2009).
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Interesting Walk

Southworth (2005) agrees that engaging a pedestrian’s interest along the route is critical,
and acknowledges that different places will require different approaches, depending on culture,
place and city size (254). Urban design features that contribute to making a walk interesting
include imageability and complexity. Ewing and Handy define imageability as a city that is
“instantly recognizable to anyone who has visited or lived there” (Ewing & Handy 2009, 71).
Cities with good imageability usually have a distinct architectural style and notable landmarks,
such as San Francisco.

Complexity relies on having a varied enough streetscape to maintain the pedestrian’s
interest. If an entire block is taken up by the same building, that would be considered low in
complexity, whereas a typical main street district with a new storefront every 50 feet or so would
be considered high in complexity. Complexity requires that the street contain buildings in a
variety of shapes, size, materials, colors, and architectural styles (Ewing & Handy 2009, 79).
This variety helps stimulate the mind of the pedestrian and, as Jan Gehl writes in Life Between
Buildings, it has the “psychological effect of making the walking distance seem shorter” (Gehl
1987, 143).

Streets need to be visually interesting, but they also need to have activity in order to make
people want to stick around. In his book Cities for People, Jan Gehl refers to this as “stickiness”,
and it often involves having pedestrian plazas and other gathering areas where street life can
flourish. Gehl uses the example of Piazza del Campo in Siena, Italy, where large stone columns
enable people to sit or lean, and gives the massive plaza some “anchors” that invite people to

stop and rest (137). Outdoor dining, street vendors, musicians, places to sit, water features, and
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street art all contribute to that feeling of stickiness that makes a place feel alive and encourages

pedestrians to stop and stay awhile.

How is walkability measured?

With such a wide variety of factors influencing the walkability of a place, how is
walkability measured? Are some factors given more weight than others or are they all weighted
equally? How do you quantify urban design and the “interestingness” of a place from the
pedestrian perspective? In the past decade or so, a number of different metrics have sprung up to
try and capture walkability.

Walk Score

Walk Score is undoubtedly the best known and most oft-used of any of the existing
walkability metrics. Originally launched in 2007, this application gives you a “Walk Score”
between 0 and 100, based on the address you enter. This score is calculated from three factors.
The first factor is distance to thirteen basic amenities, such as grocery stores, schools, bars,
libraries, parks and drugstores. Each of these amenities is weighted equally, meaning no amenity
is more valuable than any other. Amenities are weighted based on their distance to the address
entered. Amenities within a 0.25 mile radius have the strongest effect on the score, which
gradually decreases up until the 1.5 mile mark (Carr et al 2010, 460). The second factor is block
length. Block length correlates with ease of walking, because shorter blocks allow for a much
wider range of route choices (Southworth 2005, 247). The third factor is intersection density,
which is directly correlated to block length. Shorter blocks mean more frequent intersections,

which creates greater connectivity and improves the ease of walking (Ewing & Cervero 2010,
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267). For example, Venice, Italy has 1,500 intersections per square mile, Los Angeles, California
has 150 and Irvine, California has 15 (Aurbach 2010).

Research on the validity of Walk Score has found mixed results. Walk Score has been
found to be a valid measurement of neighborhood density (Carr et al 2010, Duncan et al 2011)
and access to basic amenities. One study also found a correlation between Walk Score and actual
walking behavior. This 2013 study of 391 healthy, recently arrived Cuban immigrants living in
Miami-Dade County, FL found that with each 10-point increase in Walk Score, there was a 19%
increase in purposive walking, a 26% increase in the likelihood of meeting physical activity
recommendations by walking, and 27% more minutes walked per week (Brown et al 2013, 202).
However, Walk Score has no system for measuring the quality of amenities, meaning that a
fully-stocked grocery store and a gas station convenience store receive the same ranking
(Koschinsky et al 2010, 352).

Additionally, the Walk Score metric fails to take many important considerations. Walk
Score does not measure many critical factors of the built environment, including the condition of
the sidewalk, the presence of street trees, and building setbacks. It also fails to consider the
prevalence of crime, access to public transit, or socioeconomic factors that may impact walking
(Bereitschaft 2018). In one study, Walk Score was actually found to have a positive correlation
with crime, meaning the higher the Walk Score, the higher the crime rate (Carr et al 2010, 460).
Additionally, because of the focus on density and access to amenities, parks and large
recreational areas drag down Walk Scores, despite the fact that they are associated with higher
rates of recreational walking. At the same time, Walk Score overestimates the walkability of

low-density, auto-dependent environments that have abundant retail, such as strip malls and
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shopping centers (Bereitschaft 2018, 430). If one lives within half a mile of a shopping center,
their neighborhood would likely have an inflated Walk Score, regardless of the fact that the only
way to get to those retail stores may be via the highway.
State of Place

State of Place seeks to measure the “walkability and livability” of a streetscape, by
collecting data at the block level on over 300 different metrics to calculate the “quality of place”.
Like Walk Score, State of Place generates a rating between 0 and 100. However, unlike Walk
Score, it allows “users” to determine their priorities, and assigns different weights to each of
their categories accordingly. “Users” is in parentheses because, unlike Walk Score, which is a
free app available to the general public, State of Place is a paid service specifically designed for
city planners, architects, engineers, transportation agencies, real estate developers and investors.

State of Place divides these 300 data points into ten categories: density, aesthetics, traffic
safety, connectivity, parks & public spaces, personal safety, form, recreational facilities,
pedestrian & bike amenities, and proximity (State of Place 2017). State of Place sets itself apart
in a number of ways. Walk Score’s algorithm exclusively calculates density, which has the effect
of downgrading the value of parks and other open spaces. State of Place, however, has categories
specifically for parks, public spaces, and recreational facilities, and considers these elements to
be a positive influence on the quality of a place.

In calculating both traffic safety and personal safety, State of Place only considers
appearance and perception, rather than actual data on traffic crashes and crime. For example,
traffic safety scores are based on built elements like curb cuts, crosswalk markings, and on-street

parking. While research has shown that certain street design elements can make the roads safer,
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particularly for pedestrians and cyclists, State of Place falls short by not including actual data on
the rate of traffic crashes, injuries and fatalities. Similarly, when it comes to “personal safety”,
their metrics consist solely of visual cues that they claim people perceive as being associated
with higher rates of crime. These cues include graffiti, litter, broken windows, abandoned
buildings, and lack of street lighting. These visual cues are certainly signs of an area with fewer
resources, which has likely suffered from a lack of investment, but it is far from objective to say
that these are universally recognizable signs of crime.

Since State of Place is a private service, it is not currently feasible for a member of the
public to access their ratings. As a result, it is not possible to do an analysis of the validity of
their methodology and scoring process.

Walk Appeal

Steve Mouzon’s “Walk Appeal” sets itself apart from the other metrics by including both
measurable design elements as well as factors he labels “immeasurable”. The measurable design
factors include view changes, street enclosure, window of view, shelter, goals in the middle
distance, and “turning the corner”. These are familiar urban design concepts slightly retooled.
For example - window of view is also known as transparency, and view changes could also be
called complexity. In this way, Mouzon still focuses on the built environment, but more
specifically on the factors that make a space pleasant and desirable for walking.

In addition to those measurable built components, Mouzon explores an even larger list of
what he considers to be “immeasurable” qualities. This list includes “lovable things along the
way”, “magic of the city”, the presence of people on the street, safety, nature, time, weather,

burdens, and sound. These elements dig into the environment itself (nature, weather, sound), the
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ways in which people use the environment (foot traffic, safety), and the deeply personal things
that bring people joy (magic, love) or struggle (burdens, time). Mouzon does not offer a solution
for operationalizing any of these immeasurable metrics, but rather advocates for their
consideration. He is publishing a book on the topic that is expected to come out some time in
2020.
Other Walkability Metrics

There are many other examples of metrics for measuring walkability and the overall
quality of the built environment. One of the first was the Irvine Minnesota Inventory (IMI),
which measures built environment factors that influence physical activity, and walking in
particular. The IMI looks at 160 different items in four domains: accessibility, pleasurability,
perceived safety from traffic, and perceived safety from crime (Day et al 2006). Mariela
Alfonzo, PhD, who would later go on to found State of Place, was one of the co-authors of the
IML

Other metrics include the Connected Node Ratio (CNR), which is the number of street
intersections divided by the number of intersections plus cul-de-sacs. The maximum CNR is 1.0,
where higher numbers indicate a higher level of connectivity. Values of 0.7 or higher are
considered to have good connectivity (Dill 2004, 3). The Link-Node Ratio is another measure of
connectivity, which is calculated by dividing the number of links by the number of nodes within
a given area. Links are roadways or pathways and nodes are intersections or cul-de-sacs. The
“perfect grid” has a ratio of 2.5, and Ewing (1996) says that a link-node ratio of 1.4, right in the
middle, is a good target ratio (Dill 2004, 4). Pedestrian Route Directness (PRD) is measured by

selecting two different points and then finding the ratio of route distance to straight-line distance,
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meaning how close is the actual walking route to the “crow flies” distance. A PRD close to 1.00
indicates a more direct route (Dill 2004, 5). There are even more - Walkanomics, MapinHood,
the Leyden Walkability Instrument, and the Metropolitan Area Planning Council’s Local Access

Score, among others.

What are the gaps in the literature?

Beyond the Built Environment

In more recent years, a smaller group of walkability researchers have begun to question
the legitimacy of focusing exclusively on the built environment when defining, discussing,
researching, designing and measuring walkability. These researchers have called attention to the
social, cultural, political, environmental, economic, psychological, and personal reasons that
influence how an individual experiences the built environment, and that motivate their decision
to walk or not to walk.

Walking behavior is strongly correlated with age, income, and household size. People
who are younger, make more money, and have smaller households are more likely to walk
(Riggs & Sethi, 2019, 7). Despite this, the vast majority of literature surveyed does not address
the personal factors that determine how individuals perceive their environment, and the influence
that perception has on their walking behavior. In Hall and Ram’s meta-analysis, only 50% of
studies reviewed even collected any type of sociodemographic data (Hall & Ram 2018, 319), and
of those that did, the sociodemographic factors they considered were extremely limited.

In a 2019 study of pedestrian behavior in Montréal, Battista and Manaugh found that

walkability metrics which focus solely on the built environment fail to account for social factors

21



and residents’ perceptions of their surroundings. As an example, they point out that residents’
perception of personal safety from things like crime is based on their own local knowledge rather
than “physical proxies” (2). They also argue that the field’s singular focus on the physical
environment does not consider “financial or social network access to other modes™ (2) or the
individual attitudes of pedestrians towards their personal health and the environment. If
researchers, designers, planners and advocates focus their efforts solely on built environment
changes, they will miss all the other reasons that people do or do not walk in their
neighborhoods.
Walking and Identity

Long before she started State of Place, Dr. Mariela wrote a 2005 paper called “To Walk
or Not to Walk? The Hierarchy of Walking Needs”. In this paper, she lays out a five-rung
hierarchy that tracks quite closely with all the built environment components explored above:
feasibility, accessibility, safety, comfort, and pleasure (Alfonzo 2005, 818). She then diverges
from the urban design and analytics approach taken by nearly every other scholar on this topic,
by placing that hierarchy within a larger social-ecological framework. This framework looks at
perceived environmental factors, lifestyle circumstances, and the possible outcomes. The
lifestyle circumstances she outlines include individual level (biological, psychological,
demographics), group level (sociological, cultural), and regional level (climate, topographical,
geographical) (Alfonzo 2005, 820). Like other researchers who incorporate a more socio-cultural
framework to their research on walkability, Dr. Alfonzo lists age, gender, education and marital

status as examples of significant variables within the individual-level characteristics. However,
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there is one critical demographic factor that received almost no attention, either from Dr.
Alfonzo, or any other researchers whose work I reviewed: race.
Sense of belonging

In his 2008 paper, “Walkable streets: pedestrian behavior, perceptions, and attitudes”,
Vikas Mehta writes that walking behavior is made up of three elements: (1) street characteristics
(which includes land use characteristics, physical characteristics, and social characteristics), (2)
user perceptions (which consist of cultural factors and the personal associations and background
of the user), and (3) walking needs. Mehta’s list of walking needs includes the usual factors -
accessibility, feasibility, usefulness, safety, comfort, pleasure - but he includes another walking
need that is markedly different: sense of belonging (219). Mehta defines this sense of belonging
as “the ability for a person to belong to a group, to be accepted in it and to feel a sense of
attachment to it” (222). The physical spaces that provide the opportunity for this sense of
belonging are often small local businesses, informal community gathering spaces, and other
spots that might be called “third places”. He argues that these spaces shape community attitudes,
provide a sense of continuity between past and present, establish a community’s identity, and
create social value. If a sense of belonging is a critical factor for walkability, then the hostility
faced by many Black Americans in the public realm poses a serious threat to their experience of
walking.
Race & Space

In the 1970s, a new wave of critical Marxist geographers began challenging existing
notions about space, and encouraged human geographers to begin thinking about the ways in

which power relations are played out in space (Neely & Samura 2011, 1935). Some of the major
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early contributors to these concepts were Henri Lefebvre, Michel Foucault, Doreen Massey,
Yi-Fu Tuan, David Harvey, and Edward Soja. These scholars introduced new conceptions of
space, such as the idea that “space is a social construct” and critiquing theories that separated the
spatial realm from social processes (Neely & Samura 2011, 1936). While these early theorists
largely focused on the relationship between space and the capitalist economy, subsequent
scholars have explored the ways in which space intersects with race.

As George Lipsitz wrote in his 2007 article: “The lived experience of race has a spatial
dimension, and the lived experience of space has a racial dimension” (12). People of different
races have varying levels of access to space, and the spaces that they occupy are valued
differently. While segregation is technically no longer legally sanctioned, we still live in a
country where people are segregated by housing and lending discrimination, school district
boundaries, policing practices, zoning regulations and transit systems (Lipsitz 2007, 12).
Racializing individuals and groups is a long-standing tactic for legitimizing the theft of land, the
forceful control of peoples” movements, and the exploitation of labor (Neely & Samura 2011,
1934). There are countless examples of this in the United States, from stealing Native American
and Mexican land, to kicking low-income Black residents out of their homes for urban renewal
projects, to Japanese internment, to the creation of ghettos, to the systematic placement of toxic
hazards in minority neighborhoods (Lipsitz 2007, 17). Anti-loitering laws in the Jim Crow era
were also a way to control how Black Americans used and moved through space. Perhaps the
most gut-wrenching example of the spatialization of race was Hurricane Katrina, where the
government was tragically slow to provide services for predominantly Black neighborhoods in

New Orleans.
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In his 2019 thesis for his Master of Urban Planning at University of Washington, Ishmael
Nuiiez Pedraza addresses the role of the spatial imaginary in the urban design field. He describes
the spatial imaginary as including “who is represented in space, what values are reinforced in
space, and the process of its production” (10), and argues that urban designers are directly
responsible for concretizing the spatial imaginary into the built environment. He writes that our
current approaches are centered around the white spatial imaginary which creates public spaces
that fail to affirm and be culturally responsive to Black residents. He describes the lived
experience of place as a series of attachments we make, either as individuals or as a collective,
and dissects the ways in which urban renewal, redlining, blockbusting, and gentrification uproot
Black place attachments (18). He argues that those practices serve as a constant threat to creating
a Black sense of place. He then draws a connection between the lack of a Black sense of place
and the vulnerability experienced by Black people in public, which can result in harassment and
violence against them, citing the murders of Eric Garner, Alton Sterling and Philando Castile by
police (20). The normalization of whiteness is expressed in space through the criminalization of
Black people simply moving through or existing in that space.

Sociologist Elijah Anderson explores similar questions in his 2015 article, “The White
Space”. In the article, Anderson writes about the divide between white space and Black space.
Many neighborhoods, schools, colleges, workplaces, restaurants, courthouses, and museums,
among other places, are still overwhelmingly white spaces, where Black people must navigate
for work, housing, and socialization. While in these spaces, Black people are often read as not
belonging, and are “subject to social, if not physical, jeopardy” (12). Meanwhile, white people

typically avoid moving through Black spaces, which they consciously or subconsciously think of
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as the dangerous ghetto (15). This question of the relationship between race and public space is
critically important to the question of walkability, yet it is almost never reflected in the
conversation.
Defining Street Safety

When walkability planners and researchers talk about making a walk “safe” and
“comfortable”, they consistently fail to acknowledge the issue of police brutality, race-based
harassment, and violence that factor heavily into the considerations Black Americans have to
make when deciding whether or not to walk. The Untokening is a collective of Black Indigenous
People of Color, women, and people who identify as LGBTQIA, all of whom work in the
transportation field. In January 2018, they put out a paper titled “Untokening Mobility: Beyond
Pavement, Paint and Place”, which was based on conversations from a conference they hosted in
Atlanta in 2016. In this paper, they assert that our concepts of street safety need to be broadened
beyond solely thinking about traffic violence. They write, “As we pass through public spaces like
streets, we experience multiple kinds of security and insecurity due to social attitudes toward
race, gender, class, age, ability, and modes of transportation” (The Untokening 2018, 3). They
push back against the idea that street safety can be accomplished through changes to street
design, which will also likely result in gentrification and displacement. They also critique the
emphasis on utilizing police enforcement to make streets safer. They assert that “making us safe
will take different actions than what has made you safe” (The Untokening 2018, 4), referring to
the over-reliance on police enforcement by the overwhelmingly white leadership in the

transportation field.
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Conclusion

Enabling Americans city dwellers to trade in at least a portion of their car trips for
walking trips would significantly benefit our climate, our health, our economy, our sense of
community, and our overrun transportation infrastructure. From an urban planning and design
perspective, the path toward creating safer, more comfortable, and more desirable streets for
walking is relatively clear. It will take significant investment of time and resources, and there
will undoubtedly be many challenges politically - few things draw as much ire at public meetings
as the prospect of losing parking spaces or travel lanes - but the changes that need to be made are
widely agreed upon. The greater challenges, whose answers remain far less clear, is how to
ensure that those streets will be accessible to everyone, regardless of race, class, gender, or
ability. If transportation planners and researchers don’t incorporate a sociocultural framework
into their research, or even acknowledge the significance of those factors, it is likely that the
walkable places we create will only be welcoming to some, and will remain hostile to the rest. In
order to imagine truly walkable places, we need to place the experiences of those most

marginalized at the center, and let the solutions grow from there.
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Format & Methodology

The final format of my thesis will be a five episode podcast, with each episode running
around 20-25 minutes. The podcast will be housed on a website which I will create. Each episode
will have its own page, which will include information on the interviewees featured in that
episode and links to any people, organizations, articles, or broad concepts referenced in the
episode.

For my methodology, I began with a widespread review of academic and grey literature
on the topics of walking, walkability, transportation planning and urban design. I also had a
number of preliminary and informal conversations with practitioners. Through this initial phase
of the process, I identified what I felt was a significant gap in the literature: the consideration of
social, cultural, and political factors in the experience of walking. At this point, I broadened my
research to include a number of other fields and frameworks - anthropology, sociology,
geography, psychology - and to start thinking critically about walkability through these other
lenses. I utilized this research to prepare myself for the next step of the process, which was
conducting interviews.

From January through June of 2020, I interviewed 24 individuals over the course of 35
different interview sessions. 19 of these interviews were recorded for use in the podcast. I
interviewed transportation planners, active transportation advocates, walkability app designers,

mobility justice activists, authors, researchers, nonprofit leaders, public health officials, and
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more. As I conducted outreach to each interviewee, and scheduled interviews with those who
agreed, I kept track of my progress in a spreadsheet.

For the majority of these interviews, I utilized a two-phase process. The first interview
was informational, with the purpose of gathering as much background information about these
individuals and their organizations as possible, as well as building rapport and creating the
foundation of a relationship. These interviews were conducted either in person or over the phone
and typically lasted for about one hour. A small handful of the interviewees (about half a dozen)
were individuals with whom I had some prior relationship, but the majority of the interviewees
were entirely new connections. I entered these informational interviews with some background
research already completed and a list of questions compiled. These questions covered the
personal backgrounds of the interviewee, the mission and scope of their organization, and some
general questions on active transportation and walkability. These informational interviews were
not recorded, but I took detailed notes on the conversation.

After the initial interview, I conducted more extensive research on the specific topics
which I hoped to further discuss with that particular individual. Oftentimes, the interviewee
would recommend things I should read or research before our next conversation. I also utilized
the knowledge gained from the first interview to try and determine how each interviewee could
best serve the overall story for the podcast that was developing as my research unfolded. For
most interviewees, I sent them a list of questions in advance of the second interview, though
some specifically declined this option.

For the second round of interviews, I recorded the conversation for use in the final

podcast product. The average amount of time lapsed between the first and second interviews was
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about one month, though some interviews occurred just a few days or a week apart. These
interviews typically lasted at least 90 minutes, but some went as long as two or even three hours.
These interviews were initially all conducted in person to achieve the highest possible audio
quality, but after March 13th, 2020, all interviews were conducted virtually due to the
COVID-19 crisis. For in-person interviews, I utilized a Zoom H5 Audio Recorder and a Rode
Reporter Omnidirectional Dynamic Interview Microphone.

For the virtual interviews, I utilized two different recording formats, depending on the
circumstances. For one format, I communicated with the interviewee over Zoom or Skype. As
the conversation unfolded, I recorded my voice on my Zoom H5 and Rode microphone and
asked the interviewee to record their voice separately, usually directly onto a smartphone. For the
second format, I spoke with the interviewee over the phone, and recorded the conversation
directly onto my Zoom H5 Audio Recorder utilizing an AUX plug-in. The decision around
which recording format to use depended primarily on the interviewee’s comfort level with using
recording technology, and the quality of the internet connection.

After each interview, I uploaded the audio file or files and utilized the transcription
application Otter to transcribe them. After transcribing the interviews, I read through the
transcript and took notes on passages that I thought were particularly interesting or valuable, or
that [ wanted to follow-up on with further research. I also sent copies of the transcript to
interviewees for them to keep for their own reference. I would refer back to these passages when
preparing interview questions for later interviews with other individuals and as I continued

exploring the literature.
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Episode Teaser Descriptions

Episode One: Power Walk

Walkability offers a solution to many pressing urban challenges, but the prevailing approach to
researching, designing, and implementing walkability is missing something crucial. Meet some
of the planners, researchers, and advocates pushing to change the conversation.

featuring Garnette Cadogan, Ambar Johnson, Dr. Adonia Lugo

Episode Two: Traffic Stop

Sustainable transportation advocates have long relied on local police to enforce their traffic
safety efforts, creating tension with communities of color. In 2020, the COVID-19 pandemic has
driven that tension to new heights.

featuring Dr. Adonia Lugo, Ambar Johnson

Episode Three: Cars Without Wheels

Walking is more than transportation - it’s a form of city building. Garnette Cadogan walks us
through his philosophy. Kenneth Bailey takes us through his work on spatial justice and public
making with the Design Studio for Social Intervention.

featuring Garnette Cadogan, Kenneth Bailey

Episode Four: Monuments and Murals

A city’s narrative of itself does a lot to tell residents and visitors who owns the city, who belongs
there, and what the city can become. But what does history have to do with walking? Much more
than you might think.

featuring Karilyn Crockett

Episode Five: Walk It Off

Walking for 30 minutes a day, five days a week is all you need to meet official exercise
recommendations. Yet only 1 in 5 Americans do it. In our final episode, we’ll learn about a
groundbreaking public health initiative to get Black women walking.

featuring Nicole Chandler, Sharon Scott
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Episode One: Power Walk
featuring Lily Linke, Garnette Cadogan, Ambar Johnson, Dr. Adonia Lugo

Narration: In my two years of urban planning grad school, the word “walkability” has been
thrown around a lot. But whether or not you work in that field, you’ve probably come across the
term. Everyone’s talking about it. If you work in real estate, walkability means higher home
prices. If you’re a public health official, walkability means more physical activity and lower
obesity rates. If you’re an environmentalist, walkability means fewer cars on the road and
decreased CO2 emissions. If you’re an economist, you know that driving less and walking more
could save businesses, families, and the government billions of dollars. But for writer and
urbanist Garnette Cadogan, walking is much more than a policy solution - it’s a way of life.

GC: Even if there was no health benefit at all to it for me, matter of fact even if I were to walk if
it put off years of my life, I would still do it and still encourage it because of the possibilities of
flourishing as a person that it offers

Narration: Garnette grew up in Kingston, Jamaica. He said that growing up, he was closest with
his grandmother, and he would often tag along with her on walks to run errands

GC: 1 began discovering how to interact with the world through her, just seeing the world

through her eyes, you know, who she spoke to, you know, how she spoke, the ways in which she
was streetwise

36



Narration: He learned the rules of the street - how to carry himself, which neighborhoods to
seek out or avoid, how to recognize the subtle signals that suggested friendliness or danger. And
as he walked, the world opened up before him

GC: I began seeing the world in a in a lot more of its beauty and it's surprise and it's humor and
it's charm and warmth, its dangers, seeing the ways in which the city was a fossil record in which
as | was walking, I was cleaning away the different layers and seeing the unseen city and seeing
the shadow city, you know or seeing the mirror city

Narration: Garnette decided to go to college in New Orleans. He had heard that it was the
“northernmost Carribean city”, and he figured he’d fit right in.

GC: Before I came to New Orleans, I had the sense of New Orleans as a Black city, as a city that
its culture, its demographics, its sensibility, you know, was shaped by African Americans more
than anything else and so in so many ways you could think of it as one of America’s chocolate
cities.

GC: When he arrived in New Orleans, he threw his bags down in his dorm room, and - no
surprise here - immediately went out for a walk. As he began exploring the surrounding
neighborhoods, he didn’t receive the greeting he had anticipated.

GC: My being Black, something that I thought would never, not be an issue in New Orleans, you
know, was an issue. You know, the mere presence of a Black body moving through, you know,
certain streets, in certain neighborhoods, and spaces public and private, would cause people to be
fearful

Narration: In Kingston, where violent crime rates are high, Garnette had mastered the art of the
street. In Jamaica he was used to protecting himself, but in the U.S. suddenly he was seen as the
threat.

GC: I couldn't even figure out, you know, when people were afraid of me until sometime it was
too late when somebody would scream, or somebody would run from me or somebody would
threaten me. You know, someone would call the police on me.

Narration: Garnette developed a new system of rules when walking: Rule #1: Wear clothing
with college insignia on it. Rule #2: Cross the street if walking behind a white person. Rule #3:
Don’t turn around too quickly. Rule #4: Carry a book at all times. In Jamaica knowing the rules
kept him safe, in the U.S. he hoped they would do the same.
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GC: What does it mean to be, you know, too seen for all the wrong reasons, or not seen, again
for the wrong reasons. You know, what does it mean when life gives you those two options of
being hyper visible and invisible, and what does it mean to move through the world overly
concerned about your vulnerability

Narration: Garnette documented his experiences in a 2015 essay, “Walking While Black™.

GC: The odd thing about this essay, about Walking While Black. I was convinced that, I don't
know I was, I mean I was hoping that one day this would be obsolete. But I was still convinced,
as awful as things were, and I knew that the world brings light and darkness, that it was a kind of
essay nobody would be talking about two, three years later. And I'm surprised it's what, maybe
five years now and people are still talking about it. And it's nothing to do with anything to do
with the power of the essay, it has everything to do with the poverty of our progress.

Narration: Like many others, I read Garnette’s essay a few years ago, and it’s stuck with me
ever since. As a white person, I’ve never experienced that kind of violent harassment by police,
but as a woman - let’s just say I’'m familiar with the feeling of vulnerability he describes. So I’1l
be honest that I was genuinely surprised when I started doing research on walkability and
discovered very few people in the urban planning world were talking about the role that identity
plays in the experience of walking.

Garnette Cadogan loves to walk - but when you talk to him about walking, he doesn’t mention
mixed use development or raised crosswalks. Garnette continues to walk, constantly, but his
experiences of harassment and assault, of the vulnerability that comes with walking while Black,
have significantly altered the way that he walks. But if you open up a transportation planning
textbook, read an article about the metrics of walkability, or attend a conference on creating
walkable cities, you likely won’t hear stories like his.

How does race impact the experience of walking, and what would it look like to approach
walkability through a racial justice lens? In this podcast, we’re going to try and start to answer
that question, and we’re going to meet some of the people already doing that work. My name is
Lily Linke and this is Foot Notes.

Ambar Johnson: Transportation, in my opinion has never been solely about its utility. It is the
lifeblood of a community, of a city, of a nation, of the world.

Narration: This is Ambar Johnson. She’s a Program Director at Livable Streets Alliance, a

nonprofit that advocates for improving walking, biking, and public transit here in the Greater
Boston Area.
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AJ: It does people in communities a disservice when when those human elements aren't
incorporated like thinking, you know, the new, one of the new newly coined terms of being
people centered design. I always thought that was so interesting because I just thought people
were always the center of it. Not something to like shift towards, which just makes me think
well, what have people been doing? It makes some of the dysfunction make a bit sense when you
realize that people have never been a part of the equation

Narration: I had a similar reaction to Ambar when I started researching walkability. I couldn’t
believe that in all the research I was reading, the human element was just missing.

AJ: I think a lot of the times people look at disciplines like engineering and science as being
incredibly like neutral and unbiased, but that's definitely not the case.

Narration: Ambar has studied both engineering and history and sociology, and she’s worked in
the transportation field in a variety of roles.

AJ: A lot of engineering is still using the scientific method and using like hard physics and math
to make decisions about if a bridge or a highway is feasible, and then having the project be
fiscally constrained, you know, with the number of units of like concrete, or lanes, how much
signs cost, all of that being incorporated into the cost. But when you're thinking about the
environmental, social impacts of that, if there is an understanding, a mending of those two
worlds or some education around how the infrastructure we build impacts the people who live in
those areas, and how they even connect to each other, I think I think we would have different
results

Narration: She told me about the Lightning neighborhood in Atlanta, which was a
predominantly Black, working-class neighborhood that was completely razed in the 80s and 90s
to make way for a stadium and the expansion of a convention center.

AJ: What if we taught those kinds of case studies from history to our current and future
engineers? Would they make different decisions? Would they think about where they work and
the impact of their work differently? And equipped with that, would they use your engineering
skills to maybe build different things? Whether that was in terms of infrastructure or design
systems that impact infrastructure differently? It could really make a difference.

Narration: This seems, almost, obvious right? Of course a highway is not just a physical

corridor for cars, it deeply affects the people around it. So why are we still doing things this
way?
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AJ: Talking about these things, I think is a direct reflection of who has been planning and those
values are not reflected or they're, they're not, they're not visible or apparent because those who
are planning and making the decisions, that's not something they have to think about. So it
doesn't come up in conversation.

Narration: The reality is that the transportation field continues to be very white and often very
male. Working as a transportation planner requires a certain background and degree. Not only
does this create a lack of racial diversity, it also means that planners are approaching these issues
from the same set of perspectives.

AJ: What would it be like if we got some folks who were social workers to be transportation
planners? What if we have anthropologists become transportation planners? What if we have the
people, like what if we have folks from the community who can speak to their experience and
not just of course, speaking solely from experience, but you know, learn more about the theory
and practice and have some folks from the neighborhood become transportation planners. I just
think the way in which folks have been locked out of this field because of needing a STEM slash
planning degree or not knowing people in these places because it can be so bureaucratic and
access to like the jobs and, you know, the way in which people communicate are just so siloed
and elite, and classist, you know, just unaccessible. What would it be like if we just had different
people doing the work?

Narration: There’s a growing movement of transportation planners, researchers, and advocates
who are putting forth these kinds of ideas, and pushing back against a field that often positions
itself as having a set of objective and universal solutions.

Adonia Lugo: [ am Dr. Adonia Lugo. I'm a cultural anthropologist who has been engaged
around questions of the intersections of race and class and sustainable transportation for about
twelve years now.

Narration: Like me, Dr. Lugo is from the Los Angeles area, which is where she first started to
recognize the overlaps between transportation and social status.

AL: Riding the bus in Orange County was really, you know, you could you could tell from how
limited the bus service was, and how limited the routes were, that it is not, not first class,
transportation. And what I experienced growing up in a largely Mexican immigrant community
was that the people who rode the bus were Latino workers, primarily. And so I just got kind of
caught up in this, like, something’s connected here around, you know, who's, who's a first class
person and you know their, their race and class status, you know, socio economically.
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Narration: Dr. Lugo went to college in Portland, OR, which is where she first started biking
regularly. Then she moved back to the LA area for grad school, and suddenly her choice to
commute by bike made her feel deeply out of place.

AL: When [ started engaging with bicycle advocacy, as a, as a grad student, so you know, I was
simultaneously in these anthropology theory classes, where I was reading a lot of literature about
the social production of space, writers like Henri Lefebvre, who is known for his massive work
called “The Social Production of Space” and other writers who were talking about power and the
way that our social systems are largely reflective of who has power, so people like Michel
Foucault's talking about the way that power gets enacted you know, on our bodies and through
our bodies.

Narration: A connection started forming in her mind between what she was reading, and what
she was experiencing as a bike commuter on her way to class.

AL: It seemed very clear to me that there was some kind of power struggle that was happening
in our street spaces, you know, like that's a way to describe unpleasant interactions that we were
having with motorists or other road users. There was this reaction to our bodies, like our bodies
were out of place. And we were being disciplined by you know, motorists honking at us and
saying, you know, “you're in the wrong I'm in the right you're, you're using the streets wrong”.

Narration: Dr. Lugo was experiencing what she calls “street contempt” - the power struggle
between road users that hinges on the unquestioned assumption that some people have an
inherent right to space over other people.

AL: Coming from anthropology, I saw those messages as saying something about a culture, a
street culture, a way of interacting, that was normal. And that, you know, we as bicycle users
were, were doing something different. But the conversations that were happening in bicycle
advocacy about like, what was wrong with the street, what we could do to fix it, you know, how
do we get it, how do we get bicycling to be something that doesn't feel as oppositional or or
scary for people, the emphasis was largely on trying to change street design.

Narration: The built environment approach is built on a broader set of assumptions in urban
planning and design about how meaningful changes are enacted in cities.

AL: What I came to understand was that, within the field of bicycle advocacy and also largely

within any urbanist field where there's a narrative happening about like, the nature of the city and
how do we fix the city and make the city more sustainable, and what have you, there's a really
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strong emphasis on built environment design as the source of the problem and as the place where
we should be making changes.

Narration: The resulting strategy was centered on pushing local politicians and planners to
invest more in bike infrastructure. Because of her educational background and her own personal
life experiences, Dr. Lugo was thinking about the problem differently.

AL: I was coming in from a different standpoint, because I was looking a lot at the actual
enacted culture of our street spaces and how people were interacting and, you know, the, the
understanding in anthropology around what culture is, is it's a set of behaviors or ways of
interacting with our material environment that we teach each other in and, and that's actually
pretty flexible. And so it seemed to me that there was some good potential for impacting the way
that our streets felt through people and through, you know, trying to shift our street culture.

Narration: Dr. Lugo wasn’t trying to say that the built environment doesn’t matter. The case she
was making, and continues to make, is that culture has an equally powerful role in determining
how we experience streets. This reality was driven home by an experience she had at an annual
event called “Park(ing) Day” that takes place in cities all across the U.S.

AL: So the idea with Park(ing) Day, is you just feed the parking meter and then you occupy the
space instead of with a car just with, you know, little picnic setup. You put down astroturf, lawn
chairs, whatever and you sit there and you're making a statement about how, you know, what we
use for parking, all this public space could be used for other things that might be more socially
productive.

Narration: At the time, Dr. Lugo was part of a multi-racial bike advocacy group called Ciudad
de Luces or “City of Lights”. They wanted to bring this event to a part of Los Angeles that didn’t
normally have it. So they decided to set up their installation in a historically Latinx neighborhood
called MacArthur Park.

AL: So we set up our stage on Wilshire Boulevard and we, you know, started playing music, put
up a banner about what we did with City of Lights. And and then some police officers showed
up, and you know, were pretty adamant that we could not do what we were doing. And I tried
arguing with them at first because I knew that like a mile or so down Wilshire there were other
people who were doing the same thing. You know there was gonna be, I think there was a whole
map that had been created of different places around LA where they were doing Park(ing) Day
including, you know, down at Wilshire and Western not far away.
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Narration: They were participating in a widespread, city-sanctioned event, but the cops were
insistent that they had to pack up their stuff and leave or get kicked out.

AL: We got ourselves out of the street and, and then I biked down. And you know, not far away,
there were these other parking spaces that had been activated. And you know, people were
having a great time. And it looked just like what we had imagined. But because the people on
these other parking spaces, you know, they weren't in MacArthur Park, and maybe because they
were predominantly white, as opposed to our group, which was predominantly people of color,
you know, they weren't facing the same kind of discipline from police officers. And so, you
know, that, to me really highlighted that, as much as I believe in the flexibility of public space
and, you know, the, the possibility that comes with using it differently. You can't necessarily
transcend the disciplinary forces that we have designed to tell certain people when they're out of
place.

Narration: Even in the midst of an event where people were being actively encouraged to
reimagine how the streetscape may be used, they were treated with suspicion.

AL: You're either sanctioned by the police or you're not, that's what it comes down to. And
people of color are going to be less likely to have what their, you know, their creative use of
space sanctioned in the same way

Narration: On the next episode of Foot Notes, we’re going to explore how local police have
been utilized for traffic safety efforts, and the tension that has created with communities of color.

If you’d like to learn more about the people, places, and ideas discussed in this episode, check
out the Resources tab at footnotespod.com. Graphic design for Foot Notes is by Micah Epstein.
The music is from Blue Dot Sessions. I’d like to thank Garnette Cadogan, Ambar Johnson, and
Dr. Adonia Lugo for all their time. I’d also like to thank my advisor on this project, Julian
Agyeman. Thanks for listening.
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Episode Two: Traffic Stop
featuring Lily Linke, Dr. Adonia Lugo, Ambar Johnson

Narration: On the first episode of Foot Notes:

Ambar Johnson: Transportation, in my opinion has never been solely about its utility. It is the
lifeblood of a community, of a city, of a nation, of the world.

Adonia Lugo: There's a really strong emphasis on built environment design as the source of the
problem and as the place where we should be making changes.

AJ: It can be so bureaucratic and access to like the jobs and, you know, the way in which people
communicate are just so siloed and elite, and classist, you know, just unaccessible. What would
it be like if we just had different people doing the work?

Garnette Cadogan: The mere presence of a Black body moving through, you know, certain
streets, in certain neighborhoods, and spaces public and private, would cause people to be fearful

AL: There was this reaction to our bodies, like our bodies were out of place. And we were being
disciplined by you know, motorists honking at us and saying, you know, “you're in the wrong I'm

in the right you're, you're using the streets wrong”.

GC: The odd thing about this essay, about Walking While Black. I was convinced that, I don't
know I was, I mean I was hoping that one day this would be obsolete.
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Narration: In 2014, Dr. Lugo was working in national bike advocacy in Washington, D.C. This
was the year that many American cities began adopting policies for Vision Zero. Vision Zero is a
global movement to eliminate traffic fatalities and serious injuries through a variety of
engineering, design and policy interventions. Within Dr. Lugo’s work, Vision Zero was
everywhere, and with good reason.

AL: It is very, very sad and, and baffling how in this country we just accept traffic deaths as part
of, part of the the kind of great unknown of just what it means to be alive where, you know, we
lose loved ones to this kind of violence, and it's seen as you know, an act of God as opposed to, a
human made problem, which it is, and so I really understand why there is a strong emphasis on
trying to raise awareness and prevent vehicular violence as part of you know, what we're talking
about with street safety.

Narration: In that same year, the Black Lives Matter movement was gaining significant
momentum after the deaths of Eric Garner, Michael Brown, and Tamir Rice, along with far too
many others, sparked massive protests across the country.

AL: For me, and for a number of other people who worked in fields related to street safety, it
was very clear that, you know, this was a moment to really recognize the connection between the
history of racism and how safe we were or weren't.

Narration: Dr. Lugo saw a natural connection between Vision Zero and Black Lives Matter, two
movements that were both fighting to end unnecessary death and suffering.

AL: When you're in a Black body and you're out there traveling through the public space, you
are not as safe, because you're a target for these racist policing systems that we've created. What
I took away from Black Lives Matter was, we cannot be assuming that there's the same kind of
safety happening for different people in our streets. And so if we want to talk about street safety,
we’re going to have to talk about that, and we're going to have to talk about sexual harassment,
we're going to have to talk about the vulnerability that people who are undocumented are
experiencing.

Narration: The experience of walking, biking, driving, taking public transit, or simply being on
the street presents different dangers based on one’s race. Trayon Martin was killed for walking
through his neighborhood. Ahmaud Arbery was murdered for jogging through an adjacent
neighborhood.
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AL: When we're out there in these public spaces, because there are competing ideas about how
these spaces should be used, who should be there, who shouldn't be there, all this stuff, you
know, we have to think about more than design. We have to think about the fact that different
individuals are going to have a different experience of these spaces, because of what's happening,
you know, to our bodies like our bodies are, are structurally read, you know, like as part of these
different categories that have a greater or lesser access to the right to move freely.

Narration: A 2018 report from the U.S. Department of Justice found that Black Americans were
more likely to be stopped by police for traffic stops and street stops, and they were also more
likely to be stopped multiple times in one year. They are also twice as likely to have force or the
threat of force used against them in traffic stops (U.S. DOJ 2018). We know all too well that
traffic stops can often be the gateway to excessive force and tragic, unnecessary death. Philando
Castile was pulled over for a broken taillight. Samuel DuBose was pulled over for a missing
front license plate. Sandra Bland was pulled over because she allegedly failed to signal a lane
change. Dijon Kizzee was stopped for allegedly riding his bicycle “in violation of vehicle
codes”.

AL: If you look at safety and public safety, it's very clear that usually what we mean by that is,
you know, some group is made safe at the expense of another group, or some group is removed,
so that the privileged group can experience you know, what they consider to be safety.

Narration: A recent look at the NYPD found that 86% of tickets for biking on the sidewalk and
99% of tickets for jaywalking were given to people of color (Streetsblog, June 25, 2020). Despite
all of this evidence, Vision Zero advocates have pushed for more police presence on city streets
to enforce traffic laws. The justification is usually something along the lines of “yes, racial
profiling is bad but there are just so many terrible drivers!”. Tensions around this cognitive
dissonance have continued to grow, and they’ve reached new heights in 2020.

As COVID-19 began sweeping through major American cities in March and April of 2020,
many cities began shutting down lanes or entire streets to traffic to give people more space for
walking and biking while maintaining social distancing. At first glance, that may sound like a
great idea. I’ll be honest that when I was first reading about it, I was totally in support of it. But
it’s not quite so simple, because these newly repurposed outdoor spaces often involve some kind
of monitoring

AJ: And who monitors the volume of people? More than likely police. So then how is that going
to impact you know, who dies because you're still going to have Black and brown people who
die we've been seeing that they are more likely, we are more likely to die from COVID. It's just
going to compound the issue even more. When urban designers try to create these spaces for all
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they still end up alienating the other faction of that all like people who are marginalized, people
who are Black, people who might not feel safe being in there, that “for all” space because they'll
be policed.

Narration: Policing outside the context of a pandemic is already deeply racially biased, so why
would things be any different now? Recent data found that in Brooklyn, NY 87% of the people
criminalized for not adhering to social distancing guidelines were Black (NYTimes, May 7
2020).

AJ: I am afraid going out without a mask, get myself sick, someone else might like you know,
try to call someone on me. Me being a Black person wearing a mask outside, I’'m already seen as
a threat, we've seen this on the news with the two Black men who were removed from a Walmart
for wearing masks, and they were asked to leave. It's just all these ways in which people,
especially those who are like Black and brown, in some cases, and we're seeing a lot of
discrimination from folks who are Asian, of Asian descent, have their mobility restricted, where
they're not able to move freely outside to get the essential stuff they need because of like, the
environment that we're in

Narration: Decisions around where Open Streets pilots are located, how they’re controlled, who
can feel safe and welcome there, and what activities are sanctioned, are all deeply racialized.

AJ: In the world of COVID, you have to remain six feet of distance. I found myself having to
move all the way across the sidewalk or even to the street at times because people who are not
Black, do not feel as if they have the right, don't, don't need to move for me, which is something
that's like, a behavior that's based in super Jim Crow era of Black people moving for white
comfortability, because white people were allowed to have space and Black people were not

Narration: Who is given the seat on a bus? Who gives space on the sidewalk? Who stops for
whom when two cars reach an intersection. All of these are small, daily negotiations of power.
But they can have serious consequences in the long run, from how welcome people feel in a
space, to how safe they are.

AJ: There's history behind the way in which people behave in our spaces like sidewalks and
train cars and other places that have like, deep racial segregationist policies attached to it that I
don't think many of us especially those like of our generation, or even the one before, in the
future of 2020, consider, consider seeing like these remnants of the 1950s and 18-somethings
and, you know, a colonization of the of the United, or the creation, the creation slash
colonization of the United States, like impact the way in which we use space
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Narration: Researchers at Portland State University found that cars failed to stop for Black
pedestrians more than twice as often as they did for white pedestrians, and that when drivers did
stop for Black pedestrians, they stopped much closer to the crosswalk on average, crowding the
pedestrian and giving them less space to walk (Goddard et al 2015, Kahn 2017). This has real
consequences for safety, and may play a role in the fact that Black pedestrians are killed at twice
the rate of white pedestrians (Streetsblog 2017).

Narration: In recent months, after the death of George Floyd and subsequent protests, many
white Americans have been finally forced to reckon with structural racism in the United States,
and particularly the role of policing. Street safety advocates have begun putting out statements
about re-evaluating their use of police enforcement, including the Vision Zero Network. What
that will look like in practice, or whether they’ll even move forward with it, remains to be seen.

Narration: In 2015, Dr. Lugo decided to leave the professional bike advocacy world for good.
She had grown increasingly frustrated with her colleagues’ unwillingness to utilize a racial
justice approach in their bike advocacy work, as well as her experiences of being tokenized as a
woman of color in a very white and very male work environment. In the years since, she’s
expanded her focus to sustainable transportation more broadly, and she’s found new
collaborators, with whom she’s imagining different ways of approaching street safety.

AL: I have gotten to continue to flesh out you know, this idea of there being a broader set of
safeties and unsafeties you need to consider when talking about increasing street safety and
increasing access to active transportation, so I’ve been expanding that conversation with a
multiracial group of organizers through what we call The Untokening, which is a group we
formed in 2016

Narration: The Untokening is a collective of Black Indigenous People of Color, women, trans
and gender non-conforming people, LGBTQ people, people with disabilities, and other
marginalized identities. All of them have worked in the transportation field in some way, and
have experienced what it’s like to be tokenized within their organizations.

AL: Those of us who can represent some marginalized category get invited in to be a token or
help them check a box, and we're not expected to provide substantive contribution and we're
definitely not expected to disagree with the strategies or the agenda setting that's happening in
those spaces. So enough of us who created the Untokening had had that experience that the idea
that we needed to get away from tokenism, make an untokening happen, we decided that was a
good way to describe what we were creating.
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Narration: In the past few years, The Untokening has held a number of events and conferences
in Atlanta, Los Angeles, Detroit and Durham, NC. They’ve also put out a few written pieces,
where they outline their approach to mobility justice, which they define as addressing not only
the physical design of streets, but the “socioeconomic, cultural and discriminatory barriers” that
create vastly different experiences of public space along race, class, and gender lines.

AL: At the heart of the concept of mobility justice is this idea that some of us have been given
more privilege and safety, to travel through our streets. And some of us have been given lots of
that. And if we want to have a truly, you know, equitable and collaborative approach to making
our streets safer we’re gonna have to, you know, take that stuff into account and, and really go
back to the drawing board in terms of what our strategies are.

Narration: And The Untokening is not the only one. There is a strong and growing community
of planners, engineers, researchers, and advocates who are calling for a different approach.

AL: The question of what makes a city orderly or safe is a cultural question. And what I have
seen operating in the field of urban planning is that we let industries that sell urban
infrastructures pretty much dominate, you know, decision making around how we're spending
our public dollars, and, you know, the shape and maintenance of our cities.

Narration: One of the most common reactions Dr. Lugo gets when broaching these topics with
transportation professionals is a gut-reaction that she must be anti-infrastructure.

AL: I can't tell you how many times I've, I had to run up against this assumption that like, I’'m
against infrastructure, and, you know, it's like, well, I'm not the one who, who's speaking in those
black or white terms. I actually think we need to move away from those kind of, you know, black
or white terms

Narration: Yes, we need built infrastructure, but we also need to consider the social, cultural,
and political factors that play such a critical role in how people experience walking. In order to
try and get her point across, she started using a new term to describe the approach for which she
was advocating.

AL: I started working with the concept of human infrastructure or social infrastructure, because I
thought, well, if everybody's talking about infrastructure, maybe if I explain culture in those

terms, I can like, make sense, you know, within this conversation

Narration: You may be asking - what is human infrastructure or social infrastructure? There are
other academics and researchers who use this term in slightly different ways, but when Dr. Lugo
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uses it, she means addressing mobility challenges through culture, community, and social
networks, rather than strictly through changes to the built environment.

AL: I think that the, the best way to approach trying to advance human infrastructure or use
human infrastructure as a basis for a street change strategy is, is really based on observing how
people are using streets today and then supporting, you know, what they would agree are the
more positive uses of the street.

Narration: One way that she has experimented with this approach is by organizing free cultural
events and programming. Dr. Lugo was part of the group that helped create the Los Angeles
version of Bogota, Colombia’s “Ciclovia” event, which they called “CicLAvia”, where a
network of major streets are shut down to traffic for a day.

AL: The idea there was by having a city-sanctioned event where during the day, street spaces
could be available for bicycling and walking, that we could be creating a liberating experience
like the kind of fun that people were having in places like Critical Mass or in the many group
bikes rides that were happening in the LA landscape at the end of the 2000s. We could create a
space where anybody could come and you know, have that experience of the street as something
more than a corridor for driving.

Narration: Another example of human infrastructure that she gave was Community Bike Shops,
where people can learn how to repair their bikes, pay other community members to repair their
bikes, or earn their own bike through a cooperative work structure. Dr. Lugo also referenced
international efforts to address the issue of sexual and gender-based harassment on public transit.

AL: I can think of like in Mexico City, they have instituted separate spaces for women on some
public transit so that women can travel without being groped or harrassed. But [ don't I don't
think that the movements for increasing women or, you know, gender non- conforming or trans
people are really looking to built environment design as a solution. I think that there's a pretty
strong awareness that it's a cultural problem that and that, you know, we need to shift the culture
that says it's okay to subject some members of our community to this sort of targeted harassment
and and feeling of vulnerability.

Narration: Another critical component of human infrastructure involves reimagining how we
can best utilize our city transportation budgets.

AL: We have to get away from the idea that equity in transportation means hiring a big firm to

come in and, you know, design changes, maybe some community members get a very token
stipend or participation in some focus group or design charrette or something like that. And then
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the thing’s built, the firm leaves, and the community just continues to be caught up in the cycle
of gentrification and displacement that, you know, the built environment changes are part of.

Narration: Installing bike lanes and pedestrian plazas in low-income neighborhoods in the name
of “equity” doesn’t really hold water if the city never bothered to ask residents what kind of
infrastructure they want and would actually use.

AL: So I think that making changes is ultimately, you know, going to require shifting how we
spend our public dollars on transportation away from funding planning firms and toward funding
community based efforts. What does it look like to actually spend real money on community
based projects? I think there's a lot of barriers to that, and deep within those barriers is the idea,
the very strong cultural idea that we can't trust poor people with money. We can't trust poor
people to make decisions about public resources. We can't trust them to make decisions about
their own lives. So, you know, to my thinking if there's like a million dollars to be spent on
transportation improvements in a particular part of the city, what does it look like to try and
funnel that million dollars into the hands of the actual, you know, street users and residents of
that neighborhood?

Narration: This also comes with a recognition of the fact that community members are often
deeply familiar with their neighborhoods - where changes need to be made, what has been tried
in the past and failed, and what solutions would be most effective.

AL: I think the the realities of mobility injustice and what steps need to be taken toward mobility
justice are always going to be very specific to particular communities. And, you know, the way
to define those things is with their leadership, you know, from day one, so that that's the really
important piece of the mobility justice project is just really emphasizing that it’s local folks, local
activists, local community members who are experiencing these things who need to be the ones
defining what the problems are and what the solutions could be.

Narration: What would it look like to take a human infrastructure approach to walkability,
rooted in the values of the mobility justice movement? Are there people and organizations out
there already doing it? Yes and no. I haven’t been able to identify a mass movement around
bringing human infrastructure into walkability specifically, but I do believe that there are
organizations out there doing that type of work, just under different mastheads and using
different terminology. In the next few episodes, we’re going to talk to them.

If you’d like to learn more about the people, places, and ideas discussed in this episode, check

out the Resources tab at footnotespod.com. Graphic design for Foot Notes is by Micah Epstein.
The music is from Blue Dot Sessions. I’d like to thank Dr. Adonia Lugo, Ambar Johnson, and
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Garnette Cadogan for all their time. I’d also like to thank my advisors on this project, Julian
Agyeman and Penn Loh. This has been Foot Notes. Thanks for listening.

Episode Three: Cars Without Wheels
featuring Lily Linke, Garnette Cadogan, Kenneth Bailey

Narration: Last time on Foot Notes:

Adonia Lugo: What I took away from Black Lives Matter was, we cannot be assuming that
there's the same kind of safety happening for different people in our streets. And so if we want to
talk about street safety, we’re going to have to talk about that

Ambar Johnson: When urban designers try to create these spaces for all they still end up
alienating the other faction of that all like people who are marginalized, people who are Black,
people who might not feel safe being in there, that “for all” space because they'll be policed.

AJ: Me being a Black person wearing a mask outside, I’'m already seen as a threat, we've seen
this on the news with the two Black men who were removed from a Walmart for wearing masks,
and they were asked to leave

AL: What does it look like to actually spend real money on community based projects? I think,
you know, I think there's a lot of barriers to that, and deep within those barriers is the idea, the
very strong cultural idea that we can't trust poor people with money.

Narration: In the first two episodes, we looked at some of the ways in which focusing solely on
the role of the built environment in transportation can perpetuate racial inequities, particularly
the role of policing. For the rest of the series, we’re going to focus on solutions. I was so inspired
by Dr. Lugo’s idea of social infrastructure, and I wanted to figure out how it could be applied to
walkability specifically. So I turned my attention away from planners and researchers and
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engineers, to try and find people who were creating walkability solutions through culture,
community, and social networks.

I’m sure you remember Garnette Cadogan from Episode One. He’s a writer with a particular
focus on walking and cities, and he makes the case that the practice of walking is, in and of itself,
a form of social infrastructure.

GC: Walking allows you to move through a place at such a pace, and at so close a distance that
you're able to observe the habits, the sensibility, the pace, the conversations, even the volume of
them, in you know, all the, the language, you know, of a place, each place has its language, even
its own, you know, vernacular and walking puts you in close contact, in order that vernacular in
unlike any other way of moving through that space

Narration: For Garnette, walking is how you become part of a place. By repeated walks through
your neighborhood, you become a part of that neighborhood and it becomes part of you.

GC: It allows you to take things in, to absorb things, it allows you to be absorbed and taken in by
others. And that allows this collective sense of attachment. It allows a collective recognition.
What it does is gives you the chance to see the city as a place of encounter. It’s only by
encounter, that we develop and inculcate a deeper sense, you know, of citizenship, you know, of
civic attachment of civic virtue, you know, of civic value. And, if nothing else, it just allows us
to see and be seen, to inscribe ourself on a place and allow itself to be inscribed upon us. So,
that's the ways in which walking can build a place by building us.

Narration: The process of building a city is much more than erecting buildings and paving
roads. Each resident has a role to play in building a network of relationships that tie the city
together.

GC: What actually gives people a sense of civic virtue or civic attachment is not so much the 15
friends you have that you will meet every weekend, it's the person who you have that loose
relationship with, you see her every Thursday morning walking her dog. You see him every
weekend, you know, with his son in on the playground, that you continually pass, you know, a
few blocks from your home. In many ways, that's what makes you fight for a neighborhood.
That's what makes you fight for a city.

Narration: Garnette’s focus on cities as a subject of his writing means that he tends to find

himself surrounded by urban planners, and he questions the ways in which they often approach
walkability.
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GC: We've gotten so accustomed to the aggregate - the aggregate in terms of measure, like big
data, so you know, rather than walking through a place and getting a sense of the rhythm of the
place and interacting with people there, you know, we run all these numbers. And so we've
started to make different plans with hardly visiting a place, and I've seen that over and over again
talking to a lot of planners.

Narration: For Garnette, walking is an act of humility, of allowing a place to show itself to you,
rather than coming in with quantitative data and thinking you have the answers.

GC: In walking through a place, we recognize how much we really don't know, like, oh, I know
this neighborhood, I know Chinatown. And then you walk through Chinatown and a bunch of
times and you recognize actually, I know a layer of Chinatown, and there's a whole bunch to be
stripped off one after the other after the other

Narration: Garnette also questions the intense focus on walkability purely as a way to get from
A to B, when he thinks of it more as a way of existing in the urban environment

GC: So to even conceive of walking as transit is for us not to recognize how much we're still
allowing a car-centric sensibility to shape us, we're almost seen as, you know humans are cars
without the wheels rather than recognition that, that part of walking is in recognition,
acknowledgement, and also kind of coexistence.

Narration: Garnette is also concerned by what he sees as a consistent trend of designing
walkable places that are centered around commerce. Many newly constructed walkable Main
Streets and downtown districts are essentially shopping centers, often with the same big box
stores copy and pasted over and over again.

GC: You're walking in the same stores, the same activities, the same built environment, you
know, wanting almost like the same kind of goals and aspirations that feel more connected to a
sense of what it means to be a global, you know, a national place rather than, you know, deeply
localized and so it can be easy to pass through and not really have a sense of place that you're
passing through a space, by which I mean, it hasn't made its mark on your imagination. It hasn't,
you know, grasped, you know, your emotions, there's not a sense of emotional attachment that
would make you fight for that place, the kind of thing that would make you have a sense of civic
attachment, you know, civic virtue that makes you a citizen of that place.

Narration: What he’s really most interested in, is what walking can teach us about how to create
a richer public realm
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GC: An important part of being in a city and not only a city, you know, being anywhere, is the
act of recognition. Recognition is so crucial to how we see ourselves in terms of our, you know,
in a civic attachment, you know, civic responsibilities, citizenship, you know, what we owe each
other, what we owe the place where we are at, what we owe the country, you know, and, and that
comes from recognition. So it's important that part of walking, a huge part of walking ought to be
not “we're going”, but about “we're here”.

Narration: If your downtown district or walkable main street is built entirely around commerce,
whether it’s massive international corporations or tiny mom and pop shops, you are sending the
message that in order to belong there, you should be spending money. Kenneth Bailey has
similar concerns about the transactional and commerce-driven nature of walkable places.

KB: Mostly the only reason you would need to go out of your house out into anything, into sort
of the major parts of public space in Boston, unless you're going to a park or something, would
be to buy something, there's no reason to be in the sort of the concrete parts of of Boston without
money because you just would feel silly. And that shouldn't be the case. You should be able to
go to places and have things to do that should be free as well. And not worry about you know,
people are gonna question your right to be there or the cops are gonna harass you. Are you going
to get harassed by other people there?

Narration: Kenneth is one of the co-founders of The Design Studio for Social Intervention,
often referred to as DS4SI. DS4SI brings together artists, designers, activists, academics, and
community members to imagine new ways of bringing about social change. Kenneth has been
working in the Boston area for almost 30 years, but he originally grew up in St. Louis, Missouri.

KB: Although the city spatially is organized such that you can walk, it's not, it's not culturally
appropriate, or culturally looked upon as, it's not culturally respected, I guess is the best way of
saying it. It's not culturally respected to walk in public space. To walk in public space is to put
the body in danger, as far as we were concerned at home, and so I was definitely always
transgressing sort of our cultural norms by being a walker at home but everybody, all of my
friends would say, look at that hippie walking around in his Birkenstocks looking crazy. Because
that was not how we, that, you know, to get around is to have a car.

Narration: When Kenneth first came to Boston in the 1990s, he worked in a variety of social
change organizations and later in Organizational Development. Over the years, he became
frustrated with what he saw as an inflexibility of mind amongst nonprofits with a social justice
mission when it came to creating new approaches to solving problems. He wanted to push these
organizations to approach their problem solving in a new way.
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KB: I got a residency, a fellowship at MIT, in the Department of Urban Studies and Planning
with Cesar McDowell, and an organization called the Center for Reflective Community Practice.
And it was there that [ met a guy named Robert Pegler who had been at a design studio called
Razorfish. And and it was there where a bunch of the questions I posed around imagination and
social change, were sort of met with his understanding of design. And him telling me that a lot of
the questions I were asking about for producing more opportunities for imagination, and
creativity in the social justice sector, were all fairly regular methodological concerns inside of
the world of design and design research. And he said, maybe I should look at design
methodologies as a way to think about the questions I was asking myself and that's where, and I
did and, and he was right.

Narration: It was there at MIT that Design Studio for Social Intervention was incubated.
Kenneth and his collaborators began pulling ideas from Game Theory, from anthropologists and
ethnographers, from artists, and activists, and academics.

KB: We got the word intervention from reading Donella Meadows in the early, early, early days,
even when I was still doing Organizational Development work. She wrote a paper called “Ways
to Intervene in a System”. And so and that was another sort of one of those texts that was eye
opening towards us starting the studio. And so for us, social intervention was really about
thinking about, you know, social problems as enmeshed in systems and networks.

Narration: It was during these early years that DS4SI really began to hone in on their theories of
bringing together individuals from different backgrounds to find new ways to solve social
problems.

KB: People who typically think about themselves from a lens of social justice, tend to organize
their thinking around power, and politics. And people who can get trained in the world through
the framework of art, tend to think about the world through sort of color, or aesthetics, and
symbols, and rituals, and choreographies. And academics tend to get to think about the world
you know, through nonlinear sort of thinking perceptions of systems and networks. And all of
these ways of understanding the world give us another clue into how the world works and how to
change it.

Narration: They started off by doing work predominantly with youth activists in the Boston
area.

KB: A lot of what we really got to do in those early days was really sort of hone our
conversation and our, I guess really, our our case for why social interventions, what social
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interventions are, and how they go about asking for kinds of new forms of social change in ways
that are different from sort of more, I guess, rehearsed approaches to tackling social problem

Narration: One of their early projects was addressing the practice of “grilling”, which is when
young people, often from different neighborhoods or social groups, make eye contact and
assume animosity, which often leads to threats or actual violence. DS4SI and the youth that they
worked with became curious about how intervening in that social practice could shift social
relations.

KB: That was really a cultural sort of project to say that if you want to change something like
youth violence, you have to look at the agreements that are enmeshed across a field of people
versus just looking at who's good or who's bad, or the person, trying to make the bad person do
good. We’re like, wait, it's a, we're enmeshed in a network of relations that we have to somehow
surface and renegotiate and make new rules around.

Narration: While their methods have evolved over the years, their mission is ultimately the
same as it was 14 years ago.

KB: We're still just trying our best to get people to be, get people who care about social justice
to be open to experimentation and thinking about having having more understanding that the
problems that we're trying to address are really difficult and complex and require more eyes on
them than we typically get. And more discussion then we typically want and more
experimentation than we typically allow ourselves to do. It really is still about making a case for
imagining and testing creative ways to solve problems.

Narration: In 2011, DS4SI put out their first paper on “spatial justice”, a concept first
articulated by geographers David Harvey and Edward Soja. Spatial justice involves recognizing
that issues of justice and injustice express themselves in physical space.

KB: The idea that certain bodies have to explain themselves in space, and are always already
suspicious is a question of spatial injustice, who gets to determine that somebody is guilty by
virtue of being in a particular place at a particular time and needing to explain their, their
existence in public such to an extent that they can be killed? That's a question for us of spatial
justice.

Narration: Space is not some flat, lifeless container on a map. It is shaped by people and people

are shaped by it. When we examine the way space is distributed, utilized, divided, and
categorized, we can begin to see the ways in which justice and injustice are enacted spatially.
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In 2015, sociologist Elijah Anderson published his essay “The White Space”, in which he
examines the enduring physical, spatial, and psychological repercussions of a society that never
really desegregated. Overwhelmingly white neighborhoods often still hold many of the amenities
and opportunities that Black people want access to - schools, workplaces, stores, restaurants,
museums, and parks. These are spaces that Black Americans often have no choice but to move
through, and when they do, they are placed in emotional and physical jeopardy for entering into a
space where they may be deemed not to belong.

When we hear stories about Black people having the police called on them for everyday
activities such as barbecuing, swimming, golfing, checking out of an AirBnB, napping in a Yale
study room, or sitting in a Starbucks - that’s the “white space” at work. There is a belief that
these individuals could never possibly belong in these spaces, so their very presence is
considered a violation.

KB: We should be able to move through space without having our our bodies questioned. And
we should be able to go to places where we want to go without having to worry about if the
decision we made to go somewhere, it's going to put our lives in jeopardy, or it's somehow going
to bring us into some kind of harm around either our, how we present ourselves or how, or our
gender, all those sorts of things that can make one second guess the idea of walking or sort of
help, help sort of reinforce more sort of, you know, that idea of creating a car as a kind of a
fortress for the body, that you know that the body can't be in public because it makes the body of
vulnerable site. There's like a double fold. There's the marginalized body. And then there's the
marginalization of the act of walking.

Narration: DS4SI is trying to imagine new approaches to creating public spaces where people
can be, thrive, express and connect. They call this aspect of their work “public making”.

KB: Let's sort of bring the idea of spatial justice and ideas of who has the right to be, thrive, and
express and connect in cities and towns and places and let's figure out ways to program, program
our ideals. Let's figure out ways to sort of start to experience the kinds of publics we want
through practice.

Narration: Kenneth and his colleagues believe that the work of remaking our public culture is a
challenge we can, and must, take on, but they also recognize the systems at play that make this
work particularly difficult in the U.S.

KB: Private is always better than public in the United States. And so to get around in any way

that sort of puts you in a public or makes you use something that is connected to the concept of
public is always a sort of a second class thing, versus being in something that you own because
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owning is everything in the United States and it's private. And we were and we really sort of
value heavily the idea of the private over the public.

Narration: DS4SI also uses the term social infrastructure, although in a slightly different way
than Dr. Lugo conceptualizes it

KB: When we’re talking about social infrastructures, we're trying to talk about the regular sites
that would be sanctioned or organized, that people could literally continue to do public making
or continue to do, sort of enact forms of spatial justice.

Narration: One example of a form of social infrastructure that they designed was a “Dance
Court”

KB: If you want people to dance together all the time, there needs to be a space that's free, that's
spatialized so people can enact dancing together all the time. So with Dance Court, we were just
trying to propose the idea that people should be able to regularly dance in public, the way that
they can play basketball in public, or the ways that we can sort of play handball in public. And so
we wanted to test the spatial, like the spatialization of a kind of idea. And so we did a bunch of
Dance Courts across the street from the old studio on Washington Street. Just to, in a tennis court
that people didn't use that much, just to try to say that this could be something else. Like it
doesn't have to necessarily just be a tennis court that's not used.

Narration: DS4SI brought in DJs to play music and let people interact with the Dance Court as
they pleased. This park was a popular spot for people to get together and drink, but on that day,
they danced together instead.

The concept of spatial justice and the practice of public making tie in both the physical form of
space, but also the culture that plays itself out in that physical form, and how those two forces
influence one another. These are critical questions for urban planners and transportation
advocates to think about. Who are you inviting into the space and what kind of activities and
relationships are you enabling to take place? And I say enabling very intentionally, because
there’s a big difference between just allowing something and actually providing the
infrastructure that enables it to grow. This feels especially urgent in the midst of so many
simultaneous crises in the United States.

KB: One of the things we said is as as soon as physically possible, we're going to have to
increase our public making exponentially. Because people are going to have a kind of affected
residual sort of knee jerk reaction to avoid each other. Like that's going to still be with us. I feel
like in the United States, like we're going to be, we're totally fine with being apart, and it's gonna
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we're gonna, people will want to be a part for a really long time. So I feel like it's, it's, it's,
unfortunately COVID is helping to further exacerbate our separations and it's turning our, it's
turning our fear of each other up. And so I hope that we can, we can really figure out ways to
deal with the fractures that we're gonna have to heal post COVID. Our ideas about public life
aren't finished. We still have lots that we can do to make it better.

Narration: Garnette Cadogan and Kenneth Bailey are both working to find ways to create a
truly just public realm, where people of all ages, races, classes, genders, and religions can be
together and interact, for free. They are working to imagine a world where the strength of a city’s
infrastructure is determined as much by the investment in community relationships as it is by the
investment in concrete, steel and paint. At the crux of their work is the importance of
recognition, belonging, agency, and ownership for city residents. I believe these are critical
factors in creating a human infrastructure approach to walkability. Spaces where people can feel
comfortable walking also need to be spaces where people can feel comfortable just being.

In the next episode, we’re going to learn about a nonprofit that worked to build that kind of
belonging and ownership amongst communities of color in Boston. If you’d like to learn more
about the people, places, and ideas discussed in this episode, check out the Resources tab at
footnotespod.com. Graphic design for Foot Notes is by Micah Epstein. The music is from Blue
Dot Sessions. I’d like to thank Garnette Cadogan and Kenneth Bailey for all their time. I’d also
like to thank my advisors on this project, Julian Agyeman and Penn Loh. This has been Foot
Notes. Thanks for listening.
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Episode Four: Monuments and Murals
featuring Lily Linke, Karilyn Crockett

Narration: In the last episode, we spoke with Garnette Cadogan and Kenneth Bailey, about the
need for recognition, belonging, agency, and ownership for all residents of a city:

Garnette Cadogan: Walking allows you to move through a place at such a pace, and at so close
a distance that you're able to observe the habits, the sensibility, the pace, the conversations, even
the volume of them, in you know, all the, the language, you know, of a place, each place has its
language, even its own, you know, vernacular and walking puts you in close contact, in order
that vernacular in unlike any other way of moving through that space

Kenneth Bailey: Mostly the only reason you would need to go out of your house out into
anything, into sort of the major parts of public space in Boston, unless you're going to a park or
something, would be to buy something, there's no reason to be in the sort of the concrete parts of
of Boston without money because you just would feel silly. And that shouldn't be the case.

GC: Recognition is so crucial to how we see ourselves in terms of our, you know, in a civic
attachment, you know, civic responsibilities, citizenship, you know, what we owe each other,
what we owe the place where we are at, what we owe the country, you know, and, and that
comes from recognition. So it's important that part of walking, a huge part of walking ought to be
not “we're going”, but about “we're here”.

KB: The idea that certain bodies have to explain themselves in space, and are always already

suspicious is a question of spatial injustice, who gets to determine that somebody is guilty by
virtue of being in a particular place at a particular time and needing to explain their, their
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existence in public such to an extent that they can be killed? That's a question for us of spatial
justice.

Narration: In recent months, battles over the use of Confederate symbolism in flags, statues,
monuments, and street names, have sparked a national dialogue about the role of history in our
public spaces. What messages are we sending to present day residents and visitors with the
figures and events we choose to memorialize, and what does that have to do with walking? Well
today, we’re going to talk about that. Karilyn Crockett is a professor at MIT, and the newly
appointed Chief of Equity for the City of Boston. She believes that the stories we tell of a city
and its history are one of the ways in which we signal who has ownership over that city and who
can belong there.

Karilyn Crockett: The city's formal narrative does a lot to help us understand whom the city is
for, or how to internalize that, how to understand what the city's identity is in a forward or front
facing way. And so we have some work to do, to kind of rethink those representations and those
narratives because they have very deep and lasting implications for how people understand who
can be here, who has the right to be here, who has built the city, and what it's about.

Narration: The tourism industry in Boston is huge. Last year in Massachusetts, over 19 million
people came to visit and they spent over $28 billion. And I should know because - confession
time here - [ was, at one time, a Boston Harbor Cruise tour guide. So I from personal experience
just how many visitors come to Boston to see colonial reenactors, visit the war memorials, and
eat lobster rolls, but that only represents one tiny sliver of Boston’s rich culture and history.
People are often surprised to learn that Boston is a majority minority city, meaning the majority
of Bostonians are people of color, with significant populations from Haiti, the Dominican
Republic, Puerto Rico, Brazil, El Salvador, Cape Verde, Jamaica, China, Vietnam, and many
others.

KC: I question the way that we represent and tell the stories, history and present, because we
still continue to pivot back to this colonial past, almost this British confrontational moment as the
defining social overlay of the city’s story, when it's much more dynamic, much more modern,
and now postmodern and much richer than what we present.

Narration: Growing up in Dorchester, Karilyn didn’t yet have the language or the research to
describe this phenomenon, she just felt it. The Boston she was always hearing about felt alien to
her.
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KC: It always seemed like Boston was elsewhere, or for someone else, or it was this kind of
inaccessible idea. So, as I just got a bit older and started to really question kind of why is it that I
feel so like I don’t, I don't know who Boston is for and I as someone who was born in this city do
not feel like the city is mine, and, and always that a Bostonian was someone else and never me.

Narration: All of this changed in her junior year of college, when she participated in a
workshop with one of the former Deans of Northeastern University.

KC: This guy Greg Ricks, famous guy in my heart, took a bunch of us out on this walking tour
of the South End in Roxbury and talked to us, a group of young college students, students of
color in a local leadership program and talked to us about the city's evolution in the 20th century
in the context of organizing, protests, fights and a lot of these different cultural stories that we
hadn't heard about.

Narration: He told them about Wally’s Jazz Club and its role in the broader Chitlin circuit. He
talked about the tent city protests and the large scale, grassroots opposition to urban renewal. He
spoke about how Puerto Rican tenants in Villa Victoria fought for control over their own
development and to define their own communities.

KC: These stories were unbelievable to me because not only did I not know them, and found the
stories themselves really interesting about community mobilizing and resistance, but it was really
transformative, again, to my understanding of what it means to be a Bostonian, and to think that
there were communities of people who were cultural producers, who were political, political
activists, who were taking on leadership, who were political philosophers, who were really trying
to build a city that was not only inclusive of different communities, that was built on their
dreams, and they were actualizing those dreams. Game over for me, because I thought, oh my
god, I can't even believe that I'm hearing this. And I can't believe that other people don't know. I
can't believe that [ have lived in the city for, at that point, I guess about 20 years. And this was
the very first time I was hearing any of this.

Narration: She was so amazed by what she had heard, that she immediately called her
grandmother, the family historian, to fact check. Her grandmother confirmed everything that
Karilyn had learned, and went on to tell her even more stories and suggested other people for her
to speak with. By the end of their conversation, she had a notebook full of names, dates, and
places, and an exciting idea.

KC: So the idea that there could be these places and these stories that we would reintroduce into

the public realm, and circulate these stories by having young people do additional research and
tell these kinds of stories to public audiences would be a way for the young people to build up
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their sense of ownership of the city, their self education, their political knowledge of what makes
change happen, and also create jobs for them. So that was the essential seed for MYTOWN.

Narration: MYTOWN stands for Multicultural Youth Tour of What’s Now. The idea was to
hire local teenagers to give historical tours of Boston’s South End. When Karilyn and her friend

Denise Thomas graduated from college, they applied for a grant with the Echoing Green
Foundation. They got it, and MYTOWN was born.

KC: In my mind, I was really clear and wanted to create a job opportunity because I also as a
high school student needed to to work and earn money. And I remember being a high school
student and that the only real jobs that were available to me were to work in retail or in grocery
store, and that was fine, I mean I definitely had a Burger King job, but I just I was I was also
mindful of trying to create a meaningful work experience for high school students like myself
who were maybe were from families who, you know, like mine didn't have a whole lot of
money. So I approached the the MYTOWN youth guide position as that, as a meaningful job
opportunity where you could learn research skills and public speaking skills and you'll be part of
building a nonprofit company.

Narration: Over the course of the next fifteen years, MYTOWN would employ over 300 local
teenagers, but when they first started, neither Karilyn nor Denise had any experience running a
nonprofit, and they had no physical space out of which to operate. Mind you, this is in 1995,
before remote work and co-working spaces were commonplace.

KC: When we put the first call out for the first group of students, most of the people that
responded were young men and boys, and we had this overwhelming response from them. And
at the time we didn't have an office space and so we were trying to figure out where to have them
meet us for interviews. And we thought it would be a good idea - I don't know why we did but
we thought it would be a good idea to have them meet us at the pizza shop. This is just very kind
of non informed business practice, but okay, so we got, Denise and I sat in a booth, and young
people started to arrive and they created a line out the door. And so basically, on the side of
Columbus Ave, there was like, eight or nine young men waiting to come inside of New York
House of Pizza for their job interviews.

Narration: Once they hired their first cohort of students, they began preparing them to conduct
in depth social and historical research. They were very purposeful in creating a research process

that would show the students their own role in Boston’s history.

KC: First thing they would typically do, was we would ask them to interview a family member
and to try to get an understanding of their family history in a family tree and development of a
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family tree. And so that's how we started to get them curious about social history and
understanding how many historical moments are driven by people's decisions, sometimes their
personal decisions, sometimes their personal decisions in response to some political act or
economic reality, but to understand that they're just researching a series of decisions and to
understand themselves as part of that kind of a chain as well. So these techniques that we
developed over time, were really effective in helping young people think about themselves as
researchers, and to think about the power of knowledge production and the fact that they
themselves could create a question and could answer it.

Narration: It was important to them that the stories they told were accurate and fully fleshed
out.

KC: We really demanded a high level of research rigor, because we wanted to get the stories
right for ourselves. It wasn't like we were trying to get the stories right for someone else or some
imaginary professor, but that, just trying to have the the respect for our neighbors,
neighborhoods, residents, their families, just really wanting to just bring home the point of
talking to people, asking questions, following up.

Narration: Before starting any of this process, Karilyn and Denise turned to residents of the
South End to guide them in their research process and to begin the development of a partnership.

KC: We had a focus group meeting in the in the community of the South End and called
residents together to ask them what they would like to see on a tour or what kinds of stories or
what kind of places or people or events do they feel like is important one for telling the story of
Boston or the South End. And residents were really forthcoming. And they worked with us for a
couple of hours on that day and generated this list of about 50 different people, places and
events. And we used that as the blueprint for MYTOWN.

Narration: Karilyn and her team recognized the importance of giving South End residents
ownership over these stories and asking them to take the lead in defining themselves and their
histories.

KC: It was really helpful in helping to set a research agenda that was informed by the residents
themselves and gave us a sense of what they felt like were essential stories for telling a new kind
of cultural history, a new kind of story about becoming a citizen or becoming involved in your
neighborhood. And by being able to ask those kinds of questions from residents, young and old.
We felt like we were establishing a very clear partnership and a co-designing opportunity, and
just tried to be true to that, from day one all the way to the end.
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Narration: Something Karilyn didn’t realize when she first started MYTOWN, was how much
personal attachment local residents had to some of these histories. One particular story that stuck
out was that of the protests against a proposed highway in the city, [-95.

KC: When the young people would bring people to what is now the southwest corner Park,
where the highway was meant to be meant to be called the Southwest Expressway, that typically,
the young person would say, yes, people from all over the region came together and they
protested and they stopped the highway. And now we have a park and we have mass transit and
the Orange Line, dadada. And then the tour would flip. Often, if there were residents on the tour,
they would start telling the story or they would share a memory or reflection and over the
thousands of people that came out on these tours, I was always struck by the sense of pride and
ownership that residents had on the story and that it would open up this kind of community
storytelling circle over and over again.

Narration: MYTOWN operated for 15 years, and in that time they gave tours to over 14,000
audience members. These audience members ranged from school kids, to tourists, to corporate
groups, and other residents who wanted to learn more about their own neighborhood. The
impetus for creating MYTOWN had nothing to do with walkability, but these tours got people to
walk, maybe through their own neighborhood, or maybe through a neighborhood that was new to
them, and they enabled people to understand and value that neighborhood in a new way.

KC: It was it was a mix of folks definitely, I definitely had in mind the importance of, of kids
like me, right, kids from the neighborhood who didn't know the rest of the story of the city or
didn't have a sense of a multiracial, kind of political social history. And so we really prioritized
young people in school groups and, and local residents. And so we wanted this to be a field trip
experience for young people in the city, something they would look forward to, something that
could be incorporated into a curricular activity or just an outing.

Narration: MYTOWN’s success landed it in a number of guidebooks, so they even received
some international visitors. But MYTOWN always prioritized the relationship they had with
local residents.

KC: I remember once that somehow we got to tour the women’s, the Latvian women's chorus
were on an international tour and one of their planners had read about MYTOWN’s tour. So they
scheduled and they came out and we were walking them through the neighborhood, and they
were just very, just lovely. This chorus is a chorus of 30 very sprightly, Latvian singers. And we
got into, we walked into the plaza at Villa Victoria. And because we had done a lot of, we
constantly were caught in conversation with community residents and people because we were
always aware that we're in someone's home, even if you're outside, you're in a neighborhood that
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belongs to people. So I remember, bringing the, the chorus through and as was, as was typical,
like someone would throw open their window and say, “hey, MYTOWN who’s here today?”
And so one of the abuelas like opens a window and she says like, “hey, MYTOWN good
morning” and we say “Hey abuela blah blah blah” and then she says “Who’s here today?” and
then one of the young people said “It’s the Latvian’s women's chorus”. And she says, “A chorus?

"’

So they sing? Sing something for us!” And we said, “Oh, no, no, no, you know, it's a tour it’s for
them to relax”. And the choral leader said, “No, we can sing it's no problem”. And so they got in
formation. It was unbelievable, Lily, they got into this formation, and they started to sing in the
middle of the, in front of the Betances mural and they just let out the most glorious sound and all
these residents start opening their windows and people are coming outside because there's this
Latvian music in the middle of Parcel 19. So phenomenal and so we we learned that residents
would be excited too, to meet these these different groups, and were really welcoming so often.

And we just had these really remarkable experiences all the time.

Narration: These kinds of exchanges were possible because of the work that MYTOWN did to
build partnerships with residents, and they made sure to reflect that through all of their policies,
such as not allowing photography. It was important to MYTOWN to never forget that they were
not visiting landmarks frozen in time, but walking through an active urban neighborhood that so
many people call home.

KC: It seemed like over time, you know, residents and folks in the south end and in other
neighborhoods that MYTOWN toured really extended to us a genuine sense of partnership and
welcome. And I think that Latvian story for me, it kind of it really illustrates that there's a two
way street of literally bringing people into a neighborhood and no matter what organization you
are, or how informed you think you are, it's, you are in someone else's home. And how do you
enter that kind of a space and hold it in a way that is reciprocal is important. And so the decision,
decisions like no photography was kind of another way of extending that kind of a commitment
and a value statement, but also just allowed for all kinds of incredible memories that are not on
film. But are remembered forever.

Narration: What Karilyn remembers most is the opportunity to mentor young people, and the
relationships that grew out of their work.

KC: Although MYTOWN has received many awards, and had a lot of accolades for all these
different things, that we were able to produce, at its heart, at its heart and in its core for me, this
ability to awaken people to their own personal power and capacity was, was the work that I feel
like was most critical and meaningful and lasting
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Narration: The impact of their work with young people can still be seen today, ten years after
they stopped operating. Karilyn had countless names of former students who have gone on to do
amazing things in Boston and beyond.

KC: There’s the story of Sharell Jacobs, who some people in the Boston area, or in the music
world know, as Bay Holla. That's her stage name. She is this incredible artist, lyricist, and
someone who's in grad school now, and who has really taken her ideas about her her dreams for
herself, her commitment to community, community building and giving back is something that
we recognized in Sharelle when she was 14.

Narration: Karilyn also told the story of Liz Miranda, who is now a State Rep for the 5th
District, which is made up of parts of Dorchester and Roxbury.

KC: Liz Miranda also was a MYTOWN youth guide, and I think at the time, she may have been
16 or so. And I remember that she had been trying to lead a recycling effort in Roxbury, which,
at the time, people were really not thinking about recycling at all. But Liz had this blue bin and
she was trying to really galvanize people and to sort of watch her flourish as a youth guide, to
watch her then become the program director, and then a director overall was just incredible.

Narration: Karilyn made it clear that their goal was never to produce professional tour guides.

KC: The idea was really to allow you to, to dream, to own, own an idea of yourself, own an idea
of your city, and let that be a way to build a greater sense of collective and collective power. So
this is this is this is the quest still even now. And if MYTOWN played some role in that for these
young people, then I just feel grateful, even though we still have more work to do.

Narration: MYTOWN was a success by a number of metrics, and they won quite a few awards
in their day, but they also offer us many important lessons for a social infrastructure approach to
walkability.

If we believe that design is not neutral, then we have to recognize that solving mobility issues
exclusively through changes to the built environment is inadequate. This means addressing the
culture of racism, classism, misogyny, able-ism, transphobia and xenophobia that governs our
public spaces, and continues to create stratified levels of safety for different populations.
Garnette Cadogan and Kenneth Bailey showed us that a critical part of building a more just
public realm is recognition, belonging, agency, and ownership for all city residents, and I believe
that MYTOWN accomplished just that.
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MYTOWN told stories of community members stepping up and insisting on their rights to define
themselves and their futures. Residents need to have that same kind of agency when it comes to
defining what walkability looks like for them, and what kind of mobility support they want,
need, and will use. MYTOWN introduced a new historical narrative, one that is much more
holistic and inclusive of Black Indigenous People of Color and their stories, struggles, triumphs,
and legacies. Seeing your culture recognized, celebrated, and memorialized in the city around
you has a massive impact on your own sense of belonging. I believe that can be just as important
for walkability as street design.

In the next episode, we’ll learn about a nationwide initiative to address the health crisis facing
Black women and girls through walking.

If you’d like to learn more about the people, places, and ideas discussed in this episode, check
out the Resources tab at footnotespod.com. Graphic design for Foot Notes is by Micah Epstein.
The music is from Blue Dot Sessions. I’d like to thank Karilyn Crockett for all her time. I’d also
like to thank my advisors on this project, Julian Agyeman and Penn Loh. This has been Foot
Notes. Thanks for listening.
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Episode Five: Walk it Off
featuring Lily Linke, Nicole Chandler, Sharon Scott

Narration: In the last episode of Foot Notes, we talked to Karilyn Crockett about MYTOWN,
the nonprofit she started, as an example of how we might cultivate recognition, belonging,
agency, and ownership through walking.

KC: It always seemed like Boston was elsewhere, or for someone else, or it was this kind of
inaccessible idea. So, as I just got a bit older and started to really question kind of why is it that I
feel so like I don’t, I don't know who Boston is for and I as someone who was born in this city do
not feel like the city is mine, and, and always that a Bostonian was someone else and never me.

KC: This guy Greg Ricks, famous guy in my heart, took a bunch of us out on this walking tour
of the South End in Roxbury and talked to us, a group of young college students, students of
color in a local leadership program and talked to us about the city's evolution in the 20th century
in the context of organizing, protests, fights and a lot of these different cultural stories that we
hadn't heard about.

KC: The idea was really to allow you to, to dream, to own, own an idea of yourself, own an idea
of your city, and let that be a way to build a greater sense of collective and collective power. So
this is this is this is the quest still even now. And if MYTOWN played some role in that for these

young people, then I just feel grateful, even though we still have more work to do.

Narration: This is Foot Notes.
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In the last two episodes, we explored some potential social infrastructure solutions to walkability
- solutions that seek to change the culture that makes walking such a hostile activity for many
Black Indigenous People of Color. In this fifth and final episode of the series, we’re going to
learn about a movement that is motivating hundreds of thousands of Black women and girls
across the country to walk together.

NC: I honestly didn't know if anyone would show up. So I was like, hey, like if no one comes
I’m still gonna rock it out. And, you know, luckily a few people showed up.

Narration: This is Nicole Chandler. Originally from Little Rock, Arkansas, Nicole works for the
City of Boston’s Age Strong Commission.

NC: We serve older adults aged 55 and up in the city, and my work is on Age Friendly Boston,
which our goal is to make Boston the best place for people to age. So it’s all about the 8 to 80
model of creating a city that works for people of all ages and abilities.

Narration: Nicole is also a Neighborhood Captain for the Dorchester chapter of GirlTrek.

NC: GirlTrek is a national nonprofit. And their mission is basically focusing on the health crisis
affecting Black women and girls in the country. And it's rooted in the model of when Black
people, Black women walk, our society changes.

Narration: GirlTrek is pioneering a health movement founded in the principles of the Civil
Rights movement, to promote walking, community building and health advocacy.

NC: So Harriet Tubman is our role model because she learned that she needed to free herself in
order to help other people. And so we very much believe in, we have to care for ourselves, free
ourselves in order to better serve our families, and in our jobs, but also in our communities.

Narration: 82% of Black women and girls are overweight, and 53% are obese. Every single day,
137 Black women die from heart disease, which is more than HIV, gun violence and smoking
combined. For GirlTrek founders Vanessa Garrison and T. Morgan Dixon, these statistics were
more than just numbers on a page. These were their mothers, grandmothers, aunts and sisters.
After losing several women in their families to preventable, weight-related diseases, they decided
to take up the fight.

NC: At the time, it was just them walking with friends, going on hikes, and then they said, let's
scale this up because there are other Black women and girls who need this kind of love and also
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this kind of support. And so from 2010 onward through today, GirlTrek is around the country but
also globally in Africa and the goal is to have a million women walking by 2020, by the end of
this year.

Narration: As of this recording, over 830,000 women have taken the GirlTrek pledge. The
structure is relatively simple - participating cities are divided up into neighborhood groups,
which are led by volunteers. Women are encouraged to walk four days a week on their own, and
once a week they hold a group walk. Group walks typically take place on Saturday mornings and
new trekkers can find their local group through the website.

NC: Each week we walk a different direction, it's usually two and a half miles by and large. And
then anyone who RSVPs through the website you know, I'll send them an email or a text
reminder that hey, don't forget the walk is this Saturday, we can't wait to see you, that kind of
thing, so that folks have all the information that they need so that they can prepare themselves to
come.

Narration: Each neighborhood group has a set of dedicated captains. Nicole’s Co-Captain
Sharon Scott is a Boston native, where she works at a grassroots organization doing community
development work. Before joining GirlTrek, Sharon was already a fitness fanatic, but she lacked
the community support for her physical and emotional health.

SS: Black women in groups are beautiful. I think having our own group, sharing our experiences.
I mean there’s a lot of stressors, you know, being a Black woman in America, and I just think it’s
everything. I think the support, I mean often, we think oh we can do it on our own, but the group
means everything, to have that support, to have that motivator, like okay, you know Saturday is
the day we're supposed to meet at 10 o'clock. You may be saying “Oh god I’m tired I don't feel
like doing it”. You know that group is there waiting for you and that to me is everything so I said
okay, I cannot do it by myself and for a long time everything in terms of exercise, health and
wellness, you know my well being, it's all on my own. And the group support - it's a beautiful,
beautiful, beautiful dynamic to have other Black women there sharing your experiences, you
know, encouraging you, pushing, you know, we laugh we joke, I mean, we’re walking but we're
laughing, we’re joking, we’re talking about serious topics, you know, most of the time but I love
having that group support.

Narration: Walking for 30 minutes a day, five days a week, is all that is needed to meet the U.S.

Department of Health and Human Services’ guidelines for adult physical activity (HHS 2008).
Yet only one in five Americans meet this goal.
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SS: And walking is the easiest exercise that one can do, and I don't care how you feel when you
start, but once you get out in the elements and sunlight and the air, it does something, it changes
your whole demeanor, if you were stressed, the stress goes away if you wait long enough, you
know you can walk it off. So, I love to walk that is my, the go to exercise.

Narration: The health impacts of GirlTrek’s work are tangible. Their members are exercising
more, losing weight, and taking fewer medications. But GirlTrek isn’t just a fitness organization.
They recognize that the epidemics of obesity and heart disease affecting Black women at
exponential rates are not rooted exclusively in individual habits and lifestyle choices, and so
programs aimed at diet and exercise often fail to address the violence, trauma, and toxic stress
experienced by so many Black women.

SS: And I, I highly suspect for many Black women, that the environments that we are in. You
know, again, white supremacy, racism is so embedded in this society, people do things and they
just think it’s normal, that doesn't even faze them. And that does have an effect. And it does take
a toll on your psyche, your physical health, your mental health, it takes its toll.

Narration: Sharon compared it to the Paul Dunbar poem, “We Wear the Mask™.

SS: We’re constantly switching, you know, our demeanor, our presence, you know, in these
different environments, and it's just because we are trying to get through the day, but I don't think
that we should have to suffer in those spaces. You know, and I think Black women do a lot of
suffering in these environments.

Narration: Both Nicole and Sharon expressed the importance for them of having a space where
that mask can come off and they can be entirely themselves.

NC: GirlTrek is unapologetically Black. So like, from the complexions and the body types and
the hair types and how we integrate history and how we integrate, you know, um, you know,
certain words that are very common in the Black community and how we integrate music, like
all aspects of Black culture are integrated into the work and that's what I love. Because on a day
to day basis, you're combating your Blackness with reinforcing kind of these white standards that
we’ve created, and that even us as Black people have internalized. And so GirlTrek gives you the
space to push back and be like, nah I'm going to be my 100% authentic self, like I’'m not
codeswitching for you, I'm not conforming, it's be you and own it. And so I love that part of
GirlTrek as well.
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SS: When you’re in GirlTrek, you don’t have to shrink yourself. You don't have to censor

yourself. You are who you are, Black just is and you can be as Nicole said, unapologetically
Black.

Narration: GirlTrek believes in the sentiment expressed by Audre Lorde that self-care is
political. As Black women living in a country that so regularly devalues their labor, their
intelligence, their emotions, and their lives, taking the time to care for themselves is an act of
rebellion and liberation.

NC: They wanted people to see that women, Black women can be healthy, they can be happy.
They can be laughing. They don't have to be depressed, tired, worked, overworked, stressed, like
all these things, that we typically associate with Black womanhood.

SS: It’s a lot of empowerment. It's a lot of building up people’s self esteem, through walking,
and I don't I don't think there is, you know, a place in this city that we don't belong.

Narration: Each year, GirlTrek organizes a “Stress Protest”, where women gather for a
wilderness retreat in Rocky Mountain National Park, Colorado for hiking, horseback riding,
meditation, yoga and more. This is part of a larger effort to give Black women space to connect
with and be in nature.

NC: I try to take people on hikes outside of the walks that I give so that folks can have a
different environment, so that they can go to places that maybe they never heard of, or maybe
they've wanted to go, but doesn't necessarily feel like I don't know if that's really the place for
me. And so when we go, you know, I tell them, like, be yourself, if you want to be loud and play
your music, and that's your thing, then do it, but don't feel like you have to tone down yourself,
because we're in a space that has traditionally been told it's not for you. But I also like to tell
people that like, you know, we're part of a lineage of people who used nature to free ourselves.
So despite the fact that we have this very complicated history and relationship with the outdoors
that it's as much for us as it is for everybody else. And that, you only get comfortable when you
start taking those spaces and claim that they're your own as well. So if you internalize it’s not for
me, you're not gonna feel comfortable going. But if you make the decision, hey, I want to see
trees that are lush and green, and I want to see water, I’'m going outside, then that’s when those
spaces start to feel like they're for you as well.

SS: And I, you know, believe as a Black woman, like, we have to live. We have to live and we
have to thrive more than just survive, and we’re in the world and to shrink yourself and to always
have that weight carried on you thinking about “Oh you know, I can't go here, I can't do this,
who's gonna think this, or how am I going to be made to feel?”. You walk in there with your
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head held high, “I belong. I belong in this space”. You know, regardless of what anybody may be
thinking, “I belong here”.

I think Nicole, you and I went to, is it called REI?
NC: Yeah, mhm.

SS: Yeah, it's the sporting goods store. There were not a lot of Black folks. And, you know, I 1
don't think maybe there is this this notion that oh Black folks don't, they don't hike. They don't go
canoeing. But I think that's part of when you deal with how deeply rooted racism is when you
have those thoughts, because Black folks do everything. I mean every, there are people who are
runners, there are people who love to ski. You know, we were there and there weren't that many
Black folks, there were a sprinkling. But we had a good time. We played, what is it called, toad
in the hole?

Narration: GirlTrek is explicit throughout all of their messaging that they are a “campaign for
healing”. GirlTrek members walk to heal themselves, their families and their communities, and
to “reclaim the streets” of their neighborhoods. Members across the country have organized
around issues such as gun violence, voter disenfranchisement, and the Movement for Black
Lives.

NC: One year we walked in the Peace Walk to show solidarity for people who’ve lost loved ones
to violence and show that walking can take many forms and it can be for internal healing, but it
could also be for community healing, I feel like that's something that is very consistent across the
country with all the women who trek. And I think it's also just kind of naturally organic, our
intuition is to support our community because we're ultimately affected by what happens in it.
Um, so yeah, I just think of myself as one of many women who are walking to transform our
community and this world, essentially.

Narration: GirlTrek members have also fought to improve their local walking environments,
like Pam Jiner in Montbello, CO, who fought to bring sidewalks to her neighborhood
(StreetsBlog Denver). Ironically but not surprisingly, a social infrastructure solution to
increasing walking has actually led to built infrastructure improvements.

NC: If you think about how neighborhoods are changing in Boston right now, how some of them
are being designed to make them more walkable and more desirable than that kind of creates the
conversation of why didn't we do this 25 years ago, like, why are we doing these investments
now?
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Narration: Nicole and Sharon’s group has benefitted from having a Co-Captain who works in
city government and understands how infrastructure changes get made, but Nicole hopes that her
fellow trekkers will continue to have a critical eye towards how the city develops and who is
benefitting from it.

NC: You know, one of the things I wonder is like, how often do Black people, or people in
general, think about the infrastructure of their neighborhood when it comes to walkability. I feel
like we have these terms that are very common if you work in government or planning but w e
don't necessarily communicate that outwardly to folks who are not in these little niches of the
world. And so I feel like GirlTrek kind of gives folks an introductory crash course about, you
know, as you're walking thinking about what you see, like do you actually feel safe crossing the
street? Do you cross midblock versus at the crosswalk? I feel like GirlTrek gives folks that kind
of general knowledge but then connects them to these other opportunities to really further that
knowledge and actually get some kind of substantial change to happen.

Narration: GirlTrek wants women to walk for their health and to increase their life spans, but
they recognize that Black women need much more than physical activity to heal from stress and
trauma. They do this by creating a space where Black women can be together, whether it’s on the
streets of their neighborhood, or in the mountains of Colorado. What would it mean for city
planners to create spaces of healing? How could we design a park or a city street to be a place
where marginalized groups can come together and heal? What could our cities be, if everyone
who lives there can feel at home, in public?

Narration: [ started this project in July of 2019. Some days it feels like so much has changed
since then, but other days I’'m reminded of just how little really has. The pandemic has laid bare
the consequences of centuries of broken systems built on structures of oppression - 2020 brought
a terrible storm, and only some of us had boats. So where do we go from here?

First, I think we all just need to take a pause. I’ve seen so many white planners and policy
makers framing this moment as an “opportunity” to ram through long-stalled proposals. This is
how we continue to create responses, cultivated in an echo chamber, rather than real solutions to
the underlying problems. If you are a white planner or policy maker or advocate, please do not
assume that you have all the answers because you’ve read the NACTO guides and Walkable City
Rules. Release the idea that just because a solution makes sense to you and your life experience,
that it’s a solution that will make sense to everyone. I like plazas and share streets just as much
as any other white girl who studied abroad, but I won’t kid myself to believe that what I like is
what’s right for everyone. In the words of my mentor Julian Agyeman, you cannot retrofit
equity. And community planning processes that are truly equitable, and - in the words of Dr.
Destiny Thomas - dignity-infused, are slow.
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I’d also like to make the case that culture has the capacity to change so much more quickly than
the built environment. Putting in a bike lane or slowing down the city-wide speed limit can take
years of pushing local officials. But we have the power to shift our culture right now. Like
Karilyn Crockett says, history is just a series of decisions. We have the choice, right now, to
change how we behave, to do the work of examining our biases and blindspots, to give up power
and uplift those we wish to amplify. We make thousands of these decisions, large and small,
every day.

Who will you hire for this job? Whose opinion will you prioritize at this public meeting? If
you’re driving, will you always stop for the pedestrian? If you’re walking or taking the bus, will
you give space? If you see someone new in your neighborhood, will you assume the worst? Or
will you mind your own business?

With every word and every action, we are nudging the culture one way or another. The truth is,
we are the environment. There is no separation.

If you’d like to learn more about the people, places, and ideas discussed in this episode, check
out the Resources tab at footnotespod.com. Graphic design for Foot Notes is by Micah Epstein.
The music is from Blue Dot Sessions. I’d like to thank Nicole Chandler and Sharon Scott for all
their time. I’d also like to take an extra moment to thank some of the other people who were part
of this process. A big shout out to Mary Davis, Julian Agyeman, and Penn Loh, along with my
other peers and professors at the Tufts University Department of Urban and Environmental
Policy and Planning. And a special shoutout to my partner Seth for putting up with me for the
past 14 months.

This has been Foot Notes.
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Appendix

Profiles of the Interviewees

Dr. Adonia Lugo, PhD is an urban anthropologist, a mobility justice strategist, and the Interim
Chair of the Masters program in Urban Sustainability at Antioch University. She is the author of
Bicvcele/Race: Transportation. Culture and Resistance (2018), which is a memoir about her

experiences in the world of bike advocacy. She is one of the founding members of The
Untokening, and she serves on the Advisory Board of People for Mobility Justice. You can learn
more about her work on her blog, Urban Adonia.

Matt Lawlor is a real estate development attorney and Alan Wright is a recently retired health

care analyst. They are both on the Steering Committee of WalkUP Roslindale, a community
walkability advocacy group in the Roslindale neighborhood of Boston. WalkUP Roslindale was
founded in 2015.

Jesse Kocher and Aleisha Jacobson are the Co-Founder/Lead Developer and Business
Operations Manager for Walk Score, respectively. Walk Score is a free app that enables the user
to discover the walkability rating of their address on a scale of 0 to 100. Walk Score was
incubated at Front Seat in 2007 as a way to enable people to think more critically about how their
choice of where to live impacts their transportation options and vice versa. It was acquired by
Redfin in 2014.

Ambar Johnson is the Program Director for Livable Streets Alliance, a nonprofit in Boston, MA
that advocates for improving all forms of active transportation. In her role, Ambar oversees
Vision Zero, Better Buses, and managing all aspects of the Emerald Network. Before starting at
Livable Streets, Ambar worked as a transportation planner at VHB.

Brendan Kearney is the Deputy Director of WalkBoston, the nation’s oldest pedestrian

advocacy organization. Founded in 1990, WalkBoston works with city governments, nonprofits,
and community members to make Massachusetts more walkable.
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Charlotte Fleetwood is a Senior Transportation Planner for the City of Boston, where she
manages design projects and oversees the Vision Zero Task Force.

Garnette Cadogan is an essayist with a focus on walking, culture, and cities. He has been a
Visiting Scholar at MIT in the Department of Urban Studies and Planning, a Visiting Fellow at
the Institute for Advanced Studies in Culture at the University of Virginia, and a Visiting Scholar
at the Institute for Public Knowledge at New York University. He is currently working on a book
about walking.

Jeff Speck is an urban planner and urban designer, known as one of the leading advocates for
building more walkable cities. His books Suburban Nation, The Walkable City: How Downtown
Can Save American One Step at a Time, and Walkable City Rules: 101 Steps to Making Better
Places have garnered international acclaim.

Dr. Karilyn Crockett, PhD is a lecturer at MIT in the Department of Urban Studies and
Planning. Before she began teaching, she served the City of Boston as the Director of Economic
Policy and Research, as well as the Director of Small Business Development. In 1995 along with
her friend and colleague Denise Thomas, she founded MYTOWN (Multicultural Youth Tour of
What’s Up Now), which hired Boston-area high school students to give historical tours in the
South End neighborhood.

Kenneth Bailey is the Sector Organizing and Strategy Lead for the Design Studio for Social
Intervention (DS4SI), which he co-founded with Lori Lobenstine in 2006. DS4SI works to
imagine new, design-driven approaches to social justice. He is also a Teaching Fellow at

Bennington College.

Mariela Alfonzo is the founder and CEO of State of Place, a tech startup that calculates the
livability of cities by assessing 300 different built environment features. She is also a research
professor at NYU in the Tandon School of Engineering.

Mary Bovenzi is the Director of the Chronic Disease Prevention and Control Division at the
Boston Public Health Commission. She also oversees the city’s Safe Routes to School Program,
which works to encourage more students to walk and bike to school.

Nicole Chandler and Sharon Scott are Neighborhood Co-Captains for the Dorchester chapter of

GirlTrek. GirlTrek is a national public health non-profit that is combatting the health crisis
facing Black women and girls in America through walking groups and advocacy.
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Stefanie Seskin is the Active Transportation Director for the City of Boston, where she
advocates for improved facilities for walking, biking, and taking public transit. Previously, she
worked for the National Complete Streets Coalition.
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