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Abstract
This paper is aimed at outlining the flexibility o&pitalist consumption (Harvey, 1990) through @ew of
literature that has condemned the modernist etheohutomobile for its consumerist tendencies bgtfhiled to
recognise that this flexibility of capitalism hagdn re-invented through demotorisation as a new ftwo
consumer culture. Demotorisation here is usedfer te the removal or partial removal of cars fromads and
replacing it with cycling and walking. The researemploys a review of theoretical as well as seconda
empirical analysis. It must be emphasised thatghjser is not aimed at discrediting demotorisatibstreets but
rather to point its postmodern nuances.
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1. Introduction
“And | will tell you another thing, boy: there iorfuture for the automobile. We cannot let there be
Consider the man on horseback, and | have beenraandorseback for most of my life. Well, mostly
he is a good man, but there is a change in himoas ®s he mounts. Every man on horseback is an
arrogant man, however gentle he may be on foomdwkthis in myself and in others. He was
necessary in his own time, and | believe that tisnending. There was always extreme danger from
the man on horseback. Believe me, young man, timeimte automobile is one thousand times as
dangerous. The kindest man in the world assumesnemedible arrogance when he drives an
automobile, and this arrogance will increase dilither if the machine is allowed to develop greate
power and sophistication. | tell you, it will engkr absolute selfishness in mankind if the driviig
automobiles becomes common. It will breed violenca scale never seen before. It will mark the end
of the family as we know it, the three or four gatiens living happily in one home. It will destrtye
sense of neighbourhood and the true sense of ndtiamill create giantized cankers of cities, false
opulence of suburbs, rainized countryside, and althg conglomeration of specialized farming and
manufacturing. It will breed rootlessness and imatity. It will make every man a tyrant. | believeet
private automobile will be suppressed. It will haoebe! This is a moral problem, and we are a moral
nation and world; we will take moral action agairitstAnd without the automobile, rubber has no real
future. Opt for the interurban stock, young mgR"A. Lafferty, 1971)

This piece from R.A. Lafferty'dnterurban Queen(short-fiction book) somehow captures the dawn hef t
paradigm shift away from car transport. Take fatamce, the date the book was written -1970s- ilherisis
was surging up, green movements had started t@ tb&r discontent for the car; and the car was $odake
the position from hero to villain.

This article focuses on treading a historical ttjey of Consumer culture and demotorisatidhrough

academic literature reviews. Through this evolytitme article highlights the consumerist critiquvdlled

against automobility especially in the modernigibtigh to the postmodern era. It then goes on tdoexp
demotorisation as a practice seen as a solutiotheoills of the automobile (especially related totia
consumerism and equality). It then goes on to disvargument that contemporary demotorisation esffoy

cities are undertaken with the aim of creating regpaces of conspicuous consumption which could trésul
gentrification and related inequalities; someththgt cycling and pedestrianisation was supposettitizise.

This literature is mostly based on historical aeadomdary empirical analysis. The chapter is therticoled with

a summary and a literature argument on which tipathesis is based.

2. Exploring the historical context of Consumer Cuiure
The role of consumer culture in everyday life carve understated. It has always provided sustenahedter,
safety and entertainment. It also provides mobiibd counterbalances the effects of nature (Wadién&l

! Demotorisation can be defined as a reductiontat @imination in the road capacity for automosil@his can be achieved
through either a road diet; that is the reductiorthie effective width of a road to allow for morecass for bicycles or

pedestrians (Hass-Klau, 1993). Pedestrianisedtstege also a form of demotorised streets. Pedasted streets can be
categorised into three for the purposes of thieae. 1. Full - time pedestrian streets; it fosb@hrs entirely except
emergency service vehicles. 2. Part - time pe@estireets: it allows cars at certain periods.anttaffic calming streets: it

reduces the speed and dominance of road vehicles.
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Arnould, 1988, p. 531). In order to understand thi'enomenon it is important to trace its origingl ais
different forms especially in the global west thghihe pre-modern, modern and the post - moderilitim

In the pre-modern era (that is, before the 18tiurg), devotion to the public good, religion, cutl beliefs and
poverty superseded most inhibitions of consumerisnWestern Europe; although the aristocracy showed
luxury, but not in a consumerist fashion (Stea®®6). Factors such as rapid urbanisation andrtiergence of
enlightenment-thought provided a bedrock for thesbaf modernist consumer culture.

Consumer Culture in the modernist era can be saftdistraced first from the 17th and particulathe 18th
century (first phase) and then the second phase 180 onwards (Stearns, 2006, p. 15). It firsued on
centres with already developed commercial econoraie$ where access to global products was rapidly
expanding with colonial trade as a backdrop (mo®lHjtain, France, the Low countries and parts efr@any
and ltaly). This entailed an explosion of shops aad/ marketing methods; especially when shopkeegals
consumer goods producers realized that wants aedsnare infinitely stretchable (Stearns, 2006,8). The
second phase of consumer culture in the moder(afisx 1850) entailed the entry of leisure into te&sumer
orbit for the first time (Stearns, 2006, p. 47).isThlso promoted faddism as a key factor in conswubure.
Also, this phase witnessed a shift from the stophe department store; which also introduced tleas of
display and 'mass' into selling to stimulate addreworld' of material luxury and ultimately buyii§tearns,
2006). Fordism, which introduced changes in thehods of production and distribution, was also aamaj
influence.

Transportation also gained a lot of consumer atiertturing this period; spurred by both its novedgucts and
the expansion of cities. The bicycle craze wastéghin the 1870s -1880s (especially in the USA Badope)
which was then taken over by the automobile. Caclmases began at the top of the social scale lont soread

to the masses, especially in the USA (Stearns,)2006

In the postmodern era (1960s/1970&)uch of the facets of modern consumption prastigere carried on with
new and interesting influences. Postmodern conswuléure has been highly influenced by the aetsthigbdn

of everyday life. This refers to the rapid flow gijns and images which saturate the fabric of eagryjife in
contemporary society. It also points to the expamsind extension of commaodity production in the d@ites
resulting in new buildings, department stores, d@esamalls etc (Featherstone, 2007). Postmodersuoggtion

(in the marxist sphere) also entails the replacérnénhe exchange value of a commodity by its 'sighue’
(Adorno, 1967). This meant that commodities wergoatonsumed for their cultural and symbolic value
(especially by the middle class). This symbolismsweot only evident in the design and imagery of the
production and marketing processes but to also asiph differences in lifestyle (Leiss, 1978). Lifés has
therefore become a life project in itself, to dégplindividuality and sense of style in the part&ity of the
assemblage of goods, clothes, practices, expeseappearance and bodily dispositions (Feathersof@7,
p.84).

A central aspect of postmodern consumption is tifieénce of cultural intermediaries (e.g. mediayeatising
and marketing agencies). They are involved in tiraroercial manipulation of images through advergsmthe
media and the displays, performances and spectatlgse urbanized fabric of daily life through anstant
reworking of desires via images. Consumption in plestmodern sense has also consequently takenwn ne
meanings to also involve the consumption of expeas and pleasure. Leisure activities such asngsiheme
parks, shopping centres, malls, museums and gallésitherefore a convergence of the postmodeynasita
centre of consumption, play and entertainment ttfezatone, 2007, p. 94).

It is certainly daunting to attempt a classificatiof the forms of consumer culture, but as earlyl899,
Thorstein Veblen produced a seminal academic pieceonspicuous consumptfowhich argued that wealthy
individuals often consume highly conspicuous goeadd services to display their wealth and advane& th
social status (Veblen, 1899; Bagwell & Bernheim9@p This argument was able to distance consumtioa
necessity and consumption as a class identity.

2.1 Consumer Culture Theory

This body of knowledge addresses the dynamic osigliips between consumer actions, the marketplade a
cultural meanings (Arnould & Thompson, 2005). Téihool of thought is very postmodernist in viewlpibks

at the sociohistorical processes and structurasetko (i)consumer identity projectsii) marketplace cultures,
(i) the sociohistorical patterning of consumptiamd (iv) mass - mediated marketplace ideologies and
consumer interpretative strategi@srnould & Thompson,2005;Holt 2002).

3. How Automobility is situated within Consumer Cuture

The early 20th century marked a pivotal epochangportation with the privatisation of the auton®IlfiFreund
and Martin,2007). This new development was espgcsplarked by Henry Ford's Model-T. Automobilityasy

! Featherstone (2007) provides a good account dfdhk and forth academic debates surrounding thd Po@stmodern’, its
beginning and timeline.
2 The theory of the Leisure Class (1899)
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consequently able to form a nexus between trarspamtand social values like progress, freedomthadyood
life (Manderscheid, 2013, p. 285; Sheller & UrnQ0D, p. 739). Fast forward to the mid-twentiethtagn
(especially after 1970) and the image of the cak fagidly changed to a symbol of capitalist constiompand
source of other auto-social formations (Freund ldadtin, 2007); to the point of being labelled aafkenstein -
monster' that combines freedom with constrictiolme{fer & Urry, 2000).

The foremost attack on automobility and 'hyperauwtbitity' (Freund and Martin, 2007) was sparked bg bil
crisis of the 1970s with concerns over energy usk the petroleum industry becoming an obvious taoje
protests from the environmental movement (Shellédrgy, 2000, p. 750). Other forms of literaturecatelated
climate change and obesity with fossil fuels andatdture as one major cause of both (Freund, 2p1218).
As at 2012, transportation accounted for a fifttglabal oil usage with passenger transportatiorstituting a
quarter of energy- related carbon dioxide emiss{devman, 2013, p. 458). Thus fuel based trangpotiility
came to the forefront of the scientific and poéticdiscourse on climate change, and the reductibn o
personalised car travel seemed to be one of thegpof agreement in terms of finding remedies (Maadheid,
2013; p. 284).

On a more wider spectrum, automobility was conrtbtdecapitalism and consumerism; the car is theonisgm
of individual consumption after housing (Urry ankeSler, 2000; p. 738). It encapsulated neolibetablogies
and normative values about how the city shoulddrdigured and by whom (Scott, 2013, p. 400). It wasn as
a mode of consumption whose reproduction and grevethimportant for the growth of capitalism andvided
the largest sources of corporate profit in the ¢asttury (Freund, 2012, p. 121). Scott (2013) fstance cites
Henri Lefebvre's (2008) criticism of the centralerof the car in a pervasively commaodified builveanment,
sustained by the voracious consumption of natwsburces. Debord (1955) also identifies the abweanf
private automobiles as perhaps the most successimhple of capitalist propaganda thus far deplayssh the
masses.

Other authors drew a direct link between automtybéind consumer culture; Alvord (2000: 21) claintleat the
automobile helped to usher in consumerism, by afigwhe car and consumer culture to roll hand-ineha
through the rest of the twentieth century. Sord30@ identified the car as 'the foremost exampleowhpulsory
consumption which constituted the lynchpin of a lghgystem of interlinkages'. An interesting exaantblat
stresses these linkages is what Goodman (1972)ibles@s "asphalt's magic circle"; an auto-indaktomplex
between hydrocarbons, public highways, auto-manufexg and real-estate based on near compulsory
consumption (Scott, 2013; Furness, 2010). Thesd kinlinkages can also be related to Sheller ang/'®Jr
(2000) idea of aMachinic Complexwhich also indicates technical and social intédiges of cars with hotels,
roadside service areas and motels, new retailiddeasure complexes, advertising and marketing aputhers.
The automobile has also been blamed for deepehinghitasms of inequality because it is not usabévailable
to large sectors of people, even in the most +atdd societies. This can be seen in terms of gendeorities
and poverty (Sheller and Urry 2000). These critgjugther pushed the agenda of demotorisation Harhative
transportation into the circles of urban developnza lifestyle.

4. Demotorisation as ‘the postmodern hero’?

In the context of the various critiques levellediagt the automobile, demotorisation (specificalgling and
pedestrianisation) has become a viable model efradtive sustainable forms of transport, and rygsdl.

A vast array of literature exists concerning thadfigs of demotorisation. Cycling and walking hdeen noted
to be the most egalitarian and sustainable modesrlmdn transport with a few fossil fuel implicat®
(Kenworthy, 2007). The bicycle especially has ated a lot of literature indicating its role as:

‘a cultural signifier that begins to unite peoplerass economic and racial strata. It signals a #eifity

that stands against oil wars and the environmemtaVvastation wrought by the oil and chemical

industries, the urban decay imposed by cars antivys, the endless monocultural sprawl spreading

outward across exurban zones. This new bicyclimgiture stands for localism, a more human pace,

more face-to-face interaction, hands-on technolaliself-sufficiency, reuse and recycling, and a

healthy urban environment that is friendly to s@iépulsion, pleasant smells and signs, and human

conviviality'

(Chris Carlsson, 2007, p. 86)
Thus in this quote, it is noted that cycling (anddxtension, walking) is unpacked to be the sotutm issues
related to the environment, industrial exploitatisprawl, to promote localism and self sufficiency. For
critics of post-war societies, the bicycle has lmeeoan ideal alternative to socially and environraiyt
destructive mass automobility which resonates \lith themes of autonomy and self-sufficiency andh wit
environmental, social and economic sustainabiligt are the hallmarks of alternative developmendet®and
societal equity (Horton, 2006; Hortath al, 2007).
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5. How Demotorisation is connected to Equity
It is fitting within this literature trajectory tbighlight the link between demotorisation and eguéspecially
with the critique of the automobile for its roleenhancing inequalities.
In the emerging mobility studies, the bicycle itaind walking) are seen as a source of equitya# attained a
global status as a humble and proletarian modean$portation accessible (and indispensable) torthan poor
(Gibson, 2013; Daly, 2014). Walking and cycling aleo seen as affordable,basic transport that {gdiliss
economically and socially) disadvantaged peoplerefnon; thus pushing for such modes of transjsoakin to
pushing for social equity, a fair distribution afitdic resources and economic opportunity objectigsnan,
2014).
The use of demotorisation (especially cycling) asyanbol of a political movement has also been well
documented by authors like David Horton (2006) veingue that social movements like Anarchism (1960s t
date) used the bicycle to protest the dominancehefcar, marginalisation of the bicycle and alsariticise
consumer capitalism in general. This ideologicédtiqure of the automobile ensured that, alongsidékiwg,
cycling formed part of both anarchist and ecololgigsions that prioritises local communities ané fiace-to-
face social relations which sustain them. In effébe bicycle became part of a broader projectiouaty
committed to greater rights for women, the workatass, an authentic life free from commodificatiand the
planet itself; it also embodied a critique of tipead, spread and rhythm of post-war affluent lfest (Horton,
2006, p. 11). Organisations lik&ritical Masscan also be subtly connected to such anti-autdmat#ologies.
6. Demotorisation and Urban Regeneration
Economists and geographers have always acceptédtamomic growth is regional—that it is driven
by, and spreads from, specific regions, citiesgwen neighbourhoods. The traditional view, howeiger,
that places grow either because they are locatedtransportation routes or because they have
endowments of natural resources that encouragesfianiocate there. According to this conventional
view, the economic importance of a place is tiethwefficiency with which one can make things and
do business. Governments employ this theory when uke tax breaks and highway construction to
attract business. But these cost-related factoesrar longer crucial to success. The proponenthief t
human capital theory argue that the key to regiogadwth lies not in reducing the costs of doing
business, but in endowments of highly educategardlictive people.
(Richard Florida, 2005, p.32)
This quote by Richard Florida sums up the evolutbthe post - modern city. Although Florida is @tfor his
Creative Class theory (which will be addressedr latethis argument), the aim of this quote is tanpdo the
‘gone with the old, in with the newbdnception of cities; that the preference for engbile roads is no longer
attractive to city dwellers. Florida goes on ardoe new kinds of strategies for cities; includingpmmunity
quality of life’ which involves demotorisation among other thinggligrd Florida, 2002).
Cities have become aware of the decline of cityresrand downtowns since the start of deindustetibn and
hence consumption-related activities have becormenéw forms of opportunities. Therefore 'place-prton'
and the creation of an attractive urban imageryehamerged as some of the tools designed to push the
competitive position of cities as 'place produetsbse high urban quality standards can be markatddsold to
residents, investors and tourists (Whitehead, Simis, and Preston. 2006).
Pedestrianisation especially is a major tool fdraur regeneration; Pedestrianised spaces (for gestsimopping
streets) have shown to improve economic activitinegrvention sites (Woolleet al, 2012). This has become
especially vital in contemporary post-industridies where white-collar service occupations supkrdaiue-
collar productive jobs thus emphasizing on consionpand amenity, not work. Thus patterns of corstion
come to dictate patterns of production and theeglof consumption rather than production guideraéoity
land use decisions (Smith, 1979). The crave fokalgk (and bike friendly) downtowns therefore fali® this
line of thinking because such places have a mpestiaurants, offices and housing which is deemenbhapete
better in the new knowledge-driven and servicenteid economy; in order to promote interaction whghital
for an economy that thrives on accessiblity, nekivay and creativity (Local Government Commissio@anter
for Livable Communities, 2000)
It is therefore important to also note whether imgland walking (as regularised spatial practi@s)'entering
the circuits of capital that produce urban spaca e@mmodity’ (Stehlin, 2013).
7. Demotorisation and the creative class
Within the context of Demotorisation and urban regation can be situated Richard Florida's ‘inflizrbut
analytically suspect Creative Class Theory' (Stetti013, p.16). Based on the idea of moving frogiamal
development to human capital theory, Florida gaesogpropose the Creative class theory to desceladively
young professionals working in the creative indesti(knowledge workers, artists, musicians etcyingi the
knowledge based economy (Richard Florida, 2002)pidposes that the future success of post indusitias
depends on the location and relocation (whet&ég work and playpf the Creative class group.
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Cities (especially inner cities) are therefore taif focus from attracting the big businesses @pgrts arenas,
strip malls) towards Florida's doctrine of imprayithe places for the creative class which will sgoently
attract and create the businesses (Florida, 2806#man, 2013). There is therefore a focus on ity and
lifestyle including bicycle and pedestrian-orientealys of interacting with the built environment (petuated by
the liveability and quality of life rankings).

Aside cycling as a lifestyle necessity, Floridaoadtresses cycling for sport as a favourite pastifitbe creative
class. Cycling, according to Florida, highlight® tbreative class preference for more individudlisports
which allows them to set their own pace and créla¢ér own rules. So pervasive is the creativeseldor
cycling that it has become a ‘de riguer sociall'skil yuppie circles and as an avid cyclist himsélforida has
been known to wax eloquent about ‘the moral sigaifce of rapidly moving your legs in circles’ (Gdm,
2013, p. 8).

Interestingly, Florida found significant data thatoves a relationship between the creative class kike
commuting (Florida, 2011). Specifically, he foutitht cities with greater rates of bike commutingoaare
home to greater concentrations of affluent and nmexmtecated workers, particularly in the occupatithmest
Florida labels as ‘creative’ (Gibson, 2011).

In 1998, Collaborative Economics, a Silicon Valldynk-tank, profiled the connections between thgsptal
design of places and dynamic elements of the neswladge-driven economy. They found out that these
smaller decentralised firms that characterize thteamporary economy, have a preference for mixad lese
patterns and more walkable communities that enlsimteraction (Local Government Commission’s Cefder
Livable Communities, 2001). Thus the 'new middiessks' (creative class) seems to be staying awaytfre
tastes and the values associated with old middlenamking classes (llkucan, 2005).

This focus on quality of place for the ‘creativasd' has stimulated commercial areas for tourisialdlm class
consumption and the production of spectacle; hgndy places (Stehlin, 2013). These include ceftaims of
recreation in cities (cafes, galleries, small mygnues, and the like). It also includes area®ftdoor exercise
to blend into a busy schedule, areas for runnirgaeas for biking to work among other things (ldort al,
2007).

8. Demotorisation and Gentrification

More crucially, Florida's concept of the 'Creati®@tass' (which strongly employs demotorisation as ofits
tools) has been highly criticised for celebratirengification (Peck, 2010; Stehlin, 2013). This qegation of
demotorisation (especially cycling) as a tool foentrification has been debated even outside t&tive class
arguments; cycling has been noted as somethirggetrifying folk hero in certain urban policy di&s and
perceived to be a signifier of gentrification (Eri2014; Hoffman 2013). Rose (1984) refers to isjElas
‘marginal gentrifiers, unevenly endowed with sogawer, for whom a central urban location confersia,
economic and cultural advantages, but who canngtlgibe collapsed into the role of agents of cdlpita

This notion of cyclists as gentrifiers has beenaljicdocumented in the city of Portland in USA whéieycle
infrastructure is seen as an emerging tool for rifexdtion of neighbourhoods (Hoffman 2013; Gibs@013).
This tool, utilized by city governments, bicyclevadates, and business developers, paints a neweimig
street while silently working to erase any cultorecommunity that does not relate to the bicyclognmunity
(Hoffman, 2013, p. 123)

Davis (2011) argues that improvements such as ldkes increase the perceived ‘liveability’ of a
neighbourhood, serving as a sign to developers tanging speculators that a neighbourhood is open fo
business. In this way, bike lanes play at leasihdinect role in making neighbourhoods too expeadinr low
income residents. Illkucan (2005) retorts that ‘@ntrifiers seek distinctiveness through consumption
gentrification’s consumption markers are explicithgntified with a specific type and use of space'.

Hence it has become evident that the various adtedved in gentrification interpret opportuseisi to act on
rent gaps not through bloodless economic data butistics such as the appearance of art gallecifes,
community gardens, and bike shops in certain pléstslin, 2013, p. 4).

Additionally, the focus of these targeted reworlsirng space that give a greater share of the dtvesfclists and
pedestrians, emphasizes to a certain degree, heindss owners and commercial districts as a whetefit
from the convivial atmosphere created (Stehlin,2@l3); even though certain retailers might alsghced out
as a result (Woollest al, 2012).

In effect, demotorisation has been rewired throtighprevailing grid of intelligibility of capitaltsurbanism in
which space is produced to facilitate efficiencyl gofit, the primary metrics by which social life judged
(Stehlin, 2013, p.2). Liveability thus only beconetelligible and actualisable in the context ofaban growth
politics dependent on the commaodification of spand demotorisation has been caught in the midshisf
fluidity of capital. This selective inclusion of éhdemotorisation into contemporary profit-driveities,
however, may produce spaces that technically gagidfocates’ hopes without fundamentally challegdime
systemic dominance of the car (Stehlin, 2013).
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This therefore raises issues about whether thepocation of cycling (and walking) into the growttandate of
urban politics driven by gentrification can sust#ie democratic and egalitarian aspirations ofadsocates
(Stehlin, 2013).

9. The volatile Image of Demotorisation?

Here, it is appropriate to extend Hoffman's (20t8pcept of the bicycle as a 'rolling signifier' ¢over
'‘demotorisation as a rolling signifier' whose sfigaition changes as it rolls through different secionomic,
cultural spaces, as well as other historical momemboffman's (2013) notion of the bicycle as dilglsignifier'
that changes through time starts off with the t@ikean upper class commodity when it first emergettié 18th
Century until it was popularised in the 20th Centwhiles it is now being seen as a tool to attcacttemporary
elites into city centres. Applied to demotorisatidhe 'rolling signifier' can be used to denote lioge and
walking as 'leisure, anti-authoritarianism, envirantal-friendliness, exercise, transportation, poderty' all at
the same time (Hoffman's, 2013, p.9). This meas$ tycling and walking have been tagged with certai
images and perceptions through their evolutioretie d

Horton et al (2007) also add interesting inputs to this condgpstating that both the bicycle and the act of
riding a bicycle unavoidably convey status whicmever fixed and varies according to time and gland
depends on attitudes held by both the rider anérgbss. Sometimes cycling conveys high status; sores it
is stigmatised (Hortoet al, 2007). To some, a bicycle lane communicates thagighbourhood is friendly to
bicyclists whiles to others, a bicycle lane comnoates gentrification (Hoffman's, 2013, p.11). Tansoa
pedestrianised street communicates 'a human siigl€Gehl, 2011), to others it communicates a rspace of
conspicuous consumption (Veblen, 1899) and gecwtifin.

10. The nexus of Demotorisation and Consumer Culter: Available empirical arguments

Various forms of research have been undertakere¢edly from the 1970s) to now, which deals witkrious
aspects of demotorisation on a street.

10.1 General aims of Demotorisation

Some researches extols the values and aims of dasation. Forkenbrock and Weisbrod in their 208fart
titted Guidebook for Assessing the social and economicedspof transportation projectassert that
"Transportation system changes, and the constructiated to them, are often prompted by efforteetatalize
an area, provide better access to it, or to allewdangestion”. Thus this generalises the motinatfor changes
in the design of streets.

In detail, Drennen (2003) makes the point that densation (specifically traffic calming) is motited by the
need to create attractive environments, reducedspkears, increase the safety for pedestriandistyas well
as other users of the street and it is also gooHusinesses on the street. Local patronage obapghg street is
also thought to be improved as the traffic calmémgourages residents to buy in their own neighlmmdb as
well as people from areas further outside theetdtémmediate range (Drennen, 2003).

Litman (2014) also highlights the vital role of rorotorised modes of transport in an efficient tpors system
by stating that 10-20% of all trips involve non-miased modes; be it going to take a parked carcoessing
public transit. Litman (2014) further nails thisipoby referring to a 2003 survey done by the U.&pBrtment
for Transport (DfT, 2003) which shows that walkirgpresents 2.8% of total mileage, 17.7% of trawveé tand
24.7% of trips. This therefore shows that walkiegras insiginificant if measured in terms of disabat the
picture changes dramatically if (walking is) evdkdh in terms of trips, travel time or exposure teeet
environments (Litman, 2014). The article (Litmaf,12) therefore makes a compelling argument thatdoripg
non-motorised transport is one effective way of iaying other forms of transport. Thus in order thiave
land use planning objectives that involves urbatevelopment and more compact smart growth developme
(including the reduction of parking and traffic gmstion as well as energy consumption and pollution
emissions), non-motorised transport is the vitaip card (Litman 2014).

Improvement in the quality of life of a place is@la theme that has risen to prominence over the fpay
decades. Pedestrian environments are once agamnase¢he right path in creating an environment wher
activities such as socialising, waiting, shoppind aating can thrive. This helps in recreationéivaes thereby
providing enjoyment and health benefits to users spiral into a positive impetus for its relatedustries such
as retail, recreation and tourism (Litman 2014; IG2611)

In terms of transport costs, improvement in walkBbis noted as a way for people to save on veh@lpenses.
For instance, an assessment of the impact of sprawlousehold transportation expenses in variousitiks,
concludes that households in automobile-dependeminainities devote 50% more money to transportation
(over $8500 yearly) than households in communitieith more accessible land use and multi-modal
transportation systems; i.e less than $5500 per ¢daCann 2000 cited by Litman 2014). In this sense
accessibility to many activities, destinations a@edvices (by walking, biking or transit) is a vitat-product of
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life in a dense, mixed land-use areas (Hess and Z0¢B). In an empirical study of the likely effedf land use
patterns on auto ownership for ‘traditional neigithoods’ in Portland (Oregon), Hess and Ong (2003) contend
that "Lower auto ownership in higher density aresabkely the result of greater attractiveness éraatives
(walking, public transit) and greater motor vehictests". The research also goes on to state tbai@®ho live
in these diverse and compact traditional neighbmalk would have found it difficult to express theioice to
notown autos without the prevailing traditional envineent (Hess and Ong, 2003).
Other researches also point out the policing fomctif demotorisation projects (Lockwood and Stijin1998);
where a before and after study of such a projadigst Palm Beach, Florida) reveals that crimel¢ereduced
after the project's completion.
From these different forms of research, demotddeatas been proven to provide a lot of benefite] many
cities around the world have embarked on this ageéndearnest. Engwicht (1999) cited by Hinkelma@0(®)
proposes a 5 part plan (called the five Rs ofitraduction) aimed at cutting traffic by half orstaeet. These 5
principles are; replace car trips with alternatikensportation modes (pedestrian, bicycle or pubbiasport),
remove unnecessary trips, reduce trip lengths,ersased space, and reciprocate or share transpor{aar
sharing, car pooling etc). Demotorised street debh@gs been implemented in many parts of the wortitmost
of them are normally faced with a lot of resistantets early stages. Various groups and stakehsltg to
negotiate the terms of the redesign in order td balto their interests.
10.2 Negotiating Demotorisation
The answerst¢ the question of the impact of pedestrianisatiod traffic calming on retailing
which are usually offered fall into a pattern. Tloeal retailers are sceptical, the representatizés
national chain stores are neutral or optimistic,destrians are normally enthusiastic, and the local
authority is convinced that pedestrianization wlting about the total and long dreamed-of
transformation of the town-centre investmetéss-Klau, 1993.
At the risk of over-generalising, this assertiog Hass-Klau, 1993 in a research on the impact ofalerisation
with case studies from Germany and UK) is a neaiepesummary of the different interests that ai@uight to
the table in terms of the initial 'negotiation'gaga of demotorisation projects. Small business osvrepresent
the most vocal opponents of traffic calming pragelsecause of the fear of losing revenue as a resusitich
demotorisation projects; and this can also hinder assertiveness of politicians and governmentiaf§
because of the political risks involved (Drenne@p2). Thus small businesses' support is a vital inothe
approval or disapproval of such projects. An evaggér stakeholder (which is sometimes underratedhé
residents living near such streets. Ewing (1998dcby Kumar (2006) suggests that for a pedessadioin or
traffic calming project to have initial approval, meeds about 50%-70% of the residents in the afea
implementation to approve it: otherwise public ogiion can stifle the project completely. In termisthe
interest of the city in a demotorisation projettisi mostly dependent on the policies and planthefcity; it
could be aimed at reducing speed, increasing atoegsace for other modes, revitalisation or a¢gistheamong
others (Lockwood and Stillings. 1998).
Hass-Klau (1993) goes on to outline the determmafthe success or failure of demotorisation winttudes;
trends in the national and local economies; theaktown-centre strategy pursued by the local arities; the
degree of accessibility by public and motor-vehitdansport; the detailed design of the scheme &ed t
population density within walking distance of thedpstrian area (Hass-Klau, 1993). These deternsirthat
have been outlined therefore create a workablensfiee benchmark on what should motivate such
demotorisation projects; it therefore providesiadamental disconnect between the reason for deisetion
on a street and the (sometimes) emotional oppasttiat it faces from businesses. This is becausealli
business conditions, it is normal for some busiegde be expanding and others contracting, andntmeagers
of the ones that are contracting always tend tmélavhatever local or national policy is most in tigavs at the
time" (Hass-Klau, 1993). On the other hand it carubfair to ignore shop owners point of view; soohé¢hese
objections might be justifiable since "no designtmod is without problems" (Roberts, 1981 cited byniar
2006).
In the general scheme of things, a lot of resehashgone into the positive effects of pedestrigioisand traffic
calming on the turnover of businesses (Hass-KI8031Gehl and Gemzoe, 2009;Kumar 2006; Whitehead| et
2006; Wooller, 2010, Drennen, 2003 to name a f§hat has been found to be an interesting areardénton
is the initial phase of the project. Pedestrianized traffic calmed areas generally have a highecess rate for
shops than areas that are not traffic calmed; emther hand, a reduction in retail is expectednduhe first 1-

! According to Burden (2001), traditional streets & old or new, while most of them built in thenodern
(classic, pre-street car or streetcar) era. Thigeets and neighbourhoods are now being tagged naithes as
“livable,” “traditional,” “new urbanist,” “transiiriented development,” “urban villages,” and “pedes
pockets. (Burden, 2001)
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2 (transition) years of the construction (Hass-KIh8093). This can be attributed to the temporabiveniences
of the actual construction; which depends on the sf the project.

10.3 The actual construction process

The management of the entire demotorisation schismery necessary to ensure that shops do not incur
sustained losses during this period (Hass-Klau,31.9%his therefore includes how the actual consimac
process is managed in terms of temporal road segrmagl management. This is especially crucial ithsuc
transportation system changes involves major cocisbn projects; because business owners may lose t
customers as access to their businesses beconmitedliand the customers may find alternative buse®s
during the construction phase and may not necdBssesme back when construction is completed
(Forkenbrock and Weisbrod, 2001). This temporargwid time" (Drennen, 2003) may also not be the ideal
timeframe to conduct an ‘after' survey on the impéche project on retail (Hass-Klau, 2003). Reskavithin
this 'down-time' may mean that a high proportiometéilers would report a decline in revenue duthétraffic
disruptions (Hass-Klau, 1993) or even disruptianpdrking.

10.4 Parking

With respect to opposition by shop owners to dengdtion projects, parking represents one of thgoma
aspects since these businesses 'may lose the gaakis and not be able to serve as many customers
(Forkenbrock and Weisbrod, 2001); although theseems are disproved by many studies on pedeSiaiton
and cycling (Drennen, 2003). To be fair, the latparking spaces (especially after the demotonsapiroject is
completed) can have an effect on the sometimed sesidiential streets nearby; especially if the d&misation
project was not as wide or holistic enough to ideladjacent streets. This is because drivers ateddo park
their cars elsewhere and the adjacent streetsybadome the only option, thus creating inconvergsrfor the
residents (Nederveen et al, 1999 cited by Kuma6200

This potential inconvenience for the residents (tdwehe parking situation) is in contrast to thetgmdial
opportunities that retailers can gain when parkipgces are converted for bicycle parking. For imsaTolley
(2011) cited by Litman (2014), in an analysis afylmie and automobile parking space requirement&ustralia
concluded that bicycle parking can produce muchdrdevel of retail spend than the same space ddvotcar
parking. The report also concluded that large pribgo of retail expenditure comes from local resigeand
workers, with a majority of them walking or cyclinimp contrast to car-owning customers who are Yikel be
"drive-through" shoppers.

Nonetheless, the quality and quantity of custonaerparking and access for delivery trucks is vatcial for
many businesses (Drennen, 2003). On the extremeiteéada disincentive for parking spaces to bevgted at
no or (subsidized) cost because it is an inefficiese of space. Very few cars can use such padpiages at a
time especially in the case of parallel parkinghaitt any controls on parking time (Drennen, 2003the end
parking expansion programmes create more demamdctira be supplied (Drennen, 2003). This can thezefo
limit the opportunity for other modes of transpontthe street and can potentially affect the sloopthe street.
10.5 Types of Shops

Various researchers have categorised shops angisjogervices into different types; depending an¢hntext

of their research. A few of the classifications éiéeen sampled here.

Benjamin, Boyle and Sirmans (1990) posit that déffé types of 'merchants' are typically found ilomghing
centres Which can be applied to shopping stréetdhe article explains that national (or interoal) chain
stores such as supermarkets or a drugstore aets ‘asichor tenant' for many neighbourhoods and agoriyn
shopping centres by providing stability and custodrawing power. The other type of tenant is thealachain
store; which specialises for instance, in appai@idadies and has fairly moderate and stable sdles third
type is the single location or independent storth whcertain sales and finances (Benjamin, Boyte Sinmans,
1990). This therefore draws attention to the défertypes of shops required to ensure the sustenahe
shopping centre (and by extension, a shoppingtitree

Again, Benjamin, Boyle and Sirmans (1990), by amtapt classificatory method of the Urban Land i
(1987) broaden the scope of their classificatiamfithe ‘types of merchant' to the 'types of shapgientres'.
According to the research there are four typeshopping centres; neighbourhood, community, regiameal
super-regional centres. Shopping centres that tataily needs by providing for the sale of corieane goods
and personal services are neighbourhood shoppinfrese for example grocery shops and dry-cleaners.
Community shopping centres go beyond this reactcasfvenience goods and personal services by also
supplying in addition, a broader selection of dimi¢s (e.g apparel) and hardware. Regional andrawggonal
centres are what is classically termed as mallgj@@ein, Boyle and Sirmans, 1990).

Closely related to the classification done by Baijg Boyle and Sirmans (1990) on the types of shapp
centres, is the further classification undertakgrKhizek (2001). In a research d&teighborhood Services, Trip
Purpose, and Tour-Based Traydrizek (citing Handy, 1992) classifies the typefsshopping services into

! the Italised phrase is added by extension; foptirposes of this research which focuses its daskes on shopping streets
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three. First isconvenience shoppingkin to buying bread or milk from a local corrsdrep, which requires
neighbourhood accessibility designs (for pedestriand cyclists). The second typecismparison goods
shoppingwhich involves buying furniture, appliances orthiag for instance. Comparison goods shopping
services are increasingly being provided by "lbg"b "super-stores" or out-of-town malls on alde land and
ample parking for cars; and they are perceived dothe antithesis of walking and cycling friendlyeas.
Specialty goods shoppirig the third type of shopping service, which invadwniche markets and boutiques and
usually blends well with pedestrian and cyclingifidly areas (Krizek, 2001).

These classifications of shops, shopping centrdssarvices outlined above help to shed light on(plussible)
impact of demotorisation on the types of shops thaght go out of business and the new ones thahtmig
migrate or start up on a shopping street.

An interesting case in point is an ethnographiciptundertaken by llkucan (2005) on a neighborharzdl€d
Cihangir) in Istanbul; this study was aimed at ass®) the relationship between gentrification aokstimption.
The research revealed that there was a drastiogehianthe retailscape of Cihangir to "an abundaofcesal
estate agencies, food related businesses inclugtioceries, convenience stores, butchers, cafegurests,
gourmet food sellers, pet shops and veterinaryicslinhair dresses and beauty salons, as well akspan
pharmacies and hardware stores" (llkucan 2005) r€kearch goes on to stress that many informaninseg
out that, in the neighbourhood, there has beemarapid increase of cafes and restaurants espediikiucan
2005). In all fairness, demotorisation does notesearily mean neighbourhood revitalisation (or giécetion)
but the motivations for demotorisation could bele@di(depending on the local situation); and thugdtinclude
"revitalisation" (Lockwood and Stillings. 1998). ktme, the main point being made here (with regarthéo
influence of demotorisation on change of shopshas, although the construction process for sudjepts has
been rightly discussed as a reason for the 'teffipbrap in retail revenue (Hass-Klau, 1993; Forkeak and
Weisbrod, 2001; Drennen, 2003); the change in slopsmetimes not given much attention. Some shoghkt

go out of business because the locational charstitsr(of the newly demotorised street) alterstrget market
for their products whiles other shops also opewmphe street because the location is much favteitalthem
now. Whitehead, Simmonds, and Preston (2006) ndrtteat businesses could be affected by urbantyualB
ways; impact of the locational preferences of ti@atual or potential) customers; impact on thekwocational
choices of their employees; and on their willingnés locate at a place in relation to their pericgpbf the
businesses (Whitehead, Simmonds, and Preston 2006)

10.6 Location choices

Security, Convenience, Efficiency, Association, Gornand Welcome: these are the six basic needs tha
shoppers require according to marketing profestspaad walkable streets are the places where shsgind

all of these basic needs met (according to Bur8A1). Location is deemed to be a major determinadtis
critical for the success of shopping centres, amdsrare highest in accessible locations where lpbpu is
dense, where there is a high potential for growtt where income is high (Sirmans & Guidry, 1993aGh
Pretorius & Yu, 2000). Thus any retail propertyiriierently of economic importance based on itssplay
location such as general accessibility as well agcao location within a shopping centre or streetd this can
be favourable or unfavourable to pedestrian antiorsport flows, information flows, transport nodasd to
other retail outlets (Chau, Pretorius & Yu, 2008)eas with poor cycling, pedestrian and transitditons are
deemed to be harmful to businesses due to the titkrss of worker prodcutivity and time to gridkg whiles
the converse situation provides more convenienceefoployees (Drennen, , 2003). Also such successful
shopping centres are located on major streets tardughfares and thus traffic counibsc{uding cycling and
footfall) serve as a major determinant of rental ratess Tieans that there is a direct relationship between
expected retail performance at a location, rens laidd the sales price of properties; thereforetilmas: where
the best sales performance can be achieved usattifcts the highest rent and property value dilreinits
(Chau, Pretorius & Yu, 2000).

An interesting aspect about (micro) locational cheiis the street-corner. Such a location exhidzith location
and physical characteristics because it has twessid shop frontage, and thus provides a highémpésr of
exposure for shoppers than immediately adjacesd.dit is rated quite highly for commercial usesauese of its
frontage and access on two sides (Chau, Pretoridg,&000).

A research done oifhe Effect of Urban Quality Improvements on Ecowo#ctivity in Manchester (by
Whitehead 2002, cited by Whitehead et al, 2006)gsstp that although increased public accessibility
positively afffect business location, urban qualityprovements (like demotorisation) also figureywéighly;
the research shows that (according to respondeartsn quality improvements alone may have the piaien
over time to enhance the attractiveness of an aneaput a premium on its location. Such urban guali
improvements are deemed to create the necesséipalcrnass and affective response to the ambiehdkeo
environment and consequently influence the locabieimaviour of customers and retailers. The oveealllts of
the research concludes (very cautiously) that tisitipe impacts of urban quality changes may ba snale far
more significant than the potentially negative isa(Whitehead, Simmonds, and Preston 2006).
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A similar research was done by Drennen (2003) @ndfiects of a traffic calming project on retaileyk
Valencia street in San Francisco. The results stdhat 66% of the merchants believe that the ikes have
had a generally positive impact on their busines¥/@a sales, and the same percentage would suppoe
traffic calming on the street (Drennen, 2003).

Chau, Pretorius & Yu (2000) argue that for smablscretailers, their location choices may dependhmn
physical design of their properties or in relationother shops and pedestrian traffic/flow; as tkjgresents a
crucial marketing advantage for these retailersa hesearch aimed at analysing the determinangsicds for
street level retail properties in (the Mong Koktdet of) Hong Kong, the researchers (Chau, Praso& Yu
2000) conclude that pedestrian-flow is the keydaetffecting retail unit prices and that retailare willing to
pay high implicit prices for locational charactéides that are associated with high levels of pe@desflows
(Chau, Pretorius & Yu 2000). This is an interestijgnt because retailers are willing to pay suagh’hmplicit
costs' because of the prospects of high turnoveuoh streets.

10.7 Impact on Turnover

It is thought that motorised transportation congtis one of the biggest aspects of household ekpendfter
housing (Urry and Sheller, 2000; McCann 2000 citgd.itman 2014) and thus in the same vein, demsation
can help reduce people's dependence on the can@edse the amount of discretionary income theyspend
on other things (Drennen, 2003). A case in poirat study done by a marketing firm on consumer edeires
in downtown shopping districts in the UK which shothat customers who walk spend more (£91) per week
than those who drive (£64), and transit (bus £&Brtor tube £46) and car travelers spend similayuaits. Taxis
and bicycles spent £56 (Litman, 2014).

Aside this there has also been a plethora of reBeardone at various territorial scales on the and
demotorisation on retail turnover. For instance, 1878 the Organisation for Economic Co-operatiod an
Development (OECD) conducted a survey of more @ pedestrianised cities worldwide. The resultthef
study concluded that 49% of the city centres hatharease in turnover after pedestrianisation, 2&#b stable
levels of turnover whiles 18% reported reduced v turnover (OECD, 1978 cited by Kumar 2006). In
particular the study noted that cities in Austermany and Scandinavia experienced a turnoveeaser of
more than 60% during this time (OECD, 1978 citeioynar 2006).

A similar comparative research undertaken by HdsstK1993) in Germany and UK revealed that comnagrci
benefits had increased by 20%-40% in cities thdtgedestrianised their downtowns (Hass-Klau, 1993)ere
was also a reported increase of 10% - 25% in r&dailover in these cities whiles retail footfalcieased by
about 32.3% In the case of Vienna, Austria, a study carrietl during 1973-1984 in four pedestrianised and
four non-pedestrianised streets concluded thatgpeale flow increased by 48% in the pedestrianistegets and
dropped by 2.6% in the non-pedestrianised str@@ST, 1987 cited by Hass-Klau, 1993). On the ottand,

it must be noted that a demotorised street doe®migtfocus on non-motorised mode users. Drenn@@3R
suggests that retail businesses on a street ne@drs$peeds so that drivers are able to see itis&dstorefronts
and pull over safely if they choose to go shopgDgennen, 2003).

Other forms of research that were undertaken vépect to demotorisation and turnover includeslt$ig9
report published by the German Industry and Comenékssociation Deutscher Industrie und Handelstag)
which was titled 'Einkaufsmagnet FuRgangerzonkbgping magnet pedestrianized area’). The restitheo
study showed that 153 pedestrianised streets haucease in footfall whiles 27 streets remainexblst and 4
streets declined. Consequently rents had increiasetiO of the pedestrian areas, were stable inn80daclined
in 2 areas; 76 areas were not conclusive in #reswers (DIHT, 1979 cited by Hass-Klau 1993).

By following the trajectory of retail footfall anental pricing on a much smaller territorial scael987 study
undertaken by TEST proved that 60% of retailersa draffic-calmed street in Covent garden (Lond@ported
that turnover had increased; whiles local realtestgents also revealed that there had been aas&in rents
and property values as a result of the 'probaééed In pedestrian flows (TEST, 1987 cited by Haks1K1993).

It is worthy to point out that in some cases nobttlz¢ increased retail revenue (as a result ofinbhesase in
footfall) goes to the retailers (Hass-Klau, 199)r instance if profits increase but by less tHamihcrease in
turnover, this may be due to the fact that theaased profits is being absorbed in the higher feataes that
are associated with demotorised areas. The behefiefore goes to the landlord in this case, rathan the
retailer (Hass-Klau, 1993). Hence, it is very impot to analyse rental and property values whelttysing
demotorised streets.

10.8 Impact on Property Values and Rent

! Newby, 1992; Hass-Klau, 1993, T& E, cited by Soeialerprise research group (SERG)of the Univerdityasthampton,
2014
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The impact of demotorisation on properties valug$ r@nt is one of the most divisive aspects of denation
projects. This can be partly attributed to the thett this issue falls somehow into the larger toobithe even
more controversial gentrification debate.

Forkenbrock and Weisbrod (2001) claim that trantgtimn system changes may increase property values
especially due to the improved accessibility assult of the change; and that such projects seagethe
‘catalyst for comprehensive urban reinvestmentegtsjwith the expectation that they will increaseperty
values' (Forkenbrock and Weisbrod, 2001). Accordimga 1998 research done by ERE Yarmouth and Real
Estate Research Cooperation, real estate valuestlienext 25 years will rise fastest in "smannoaunities"
which are characterised by a mixed land-use anpgedestrian-friendly configuration' (Local Governrhen
Commission’s Center for Livable Communities, 2001).

It is therefore fair to question whether mixed-asel pedestrian friendly neighbourhoods and stieetgide a
sure bet for commercial success and rental increasiere are other factors involved. Shopping reergnts
(according to Sirmans & Guidry, 1993) depends tncustomer drawing power (related to the totad simd age

of the shop as well as the type of anchor ten#trdJso depends on the architectural design, lonadind general
economic conditions of the area; economic conditiame proxied by vacant space, time trend variables
population and per capita income (Sirmans & Guid893). Thus smart communities with the mixed lasds
and pedestrian friendly configurations might be places where all these factors come togetherg sieduced
vehicle traffic can increase adjacent property @sjun part, because it improves walking safety emfort'
(Bagby, 1980 cited by Litman 2014) . Demotorisatfrojects have been deemed to typically raise letde
from 70%-300% (SERG, 2014) A comparison of demetatistreets versus automobile dependent areas ghowe
that pedestrian friendly, new urbanist communitgigeed areas tends to increase property valuedi(&ppu,
2000 cited by Litman, 2014); whiles sidewalks magvé little effect on adjacent property values in an
automobile dependent area (Litman, 2014). Likew3aton (1990 cited by SERG, 2014) shows that ramts
pedestrian streets were 45% higher than in vehiaitaets in 1987, and 80% in 1989; this is atteduo the
attraction of such areas and a greater proper@ifyddestrians to spend money.

In light of all this, it is logical to enquire abblhiow the rent system generally works out. In g\&mplistic way
(and at the risk of oversimplification), the exméion by Benjamin, Boyle and Sirmans (1990) offarsore
lay-man's view of the complexities of the rentadteyn. Retail leases generally contains two typesmgient; a
base rent and an “overage rent” that is based @mnetailer's gross sales above a certain thresiiblkl .overage
rent therefore allows the tenant to pay higher mghén sales are good and lower rent when salepaoe
(Benjamin, Boyle and Sirmans (1990); even thoughiist be stressed that landlords are more interéste
receiving higher rents and not lower rents. Thasés may contain an option granting the landloedritht to
cancel the lease especially if the retailer's sd®ss not reach some predetermined amount. Thigftine
reduces the landlord's risk (Benjamin, Boyle andn&ns, 1990), whiles the retailer bears the rislbaihg
priced out of business. All in all, a demotorisékat is deemed to increase footfall, turnover sochetimes
rental values; so the question of who benefits niorthe landlord-retailer arrangement might be dtenaof
local context and legal framework.

As with various aspects of demotorisation, its istpan rental levels and property values have reckivuch
empirical attention. A study by Hack (2013; citedlitman 2014) notes that pedestrian friendly shiogm@mreas
are often economically successful and they teriddiease commercial and residential land valueadssxthere

is a high demand from people to livar (vork) there. Thus such pedestrian- friendly commendistricts can be
important for urban revitalisation (Litman, 2014).

It must be noted that residential areas are ndudgd from this. An interesting study in the USAthg Urban
Land Institute showed that prospective home buyen® willing to pay about $20,000 premium for honres
pedestrian friendly areas compared to similar &sun car-friendly areas (Local Government Comraissi
Centre for Liveable Communities, 2001).

Another study done (by Cortright, 2009; cited bytnman 2014) analysed 94,000 residential real estate
transactions to assess how various factors infrieate values. The study revealed that a one-pogrease in
walk score (i.e ranking of area by walkability) associated with a $700-$3000 increase in houseeyalu
depending on the market.

In another case study of 27 retailers in Missiostiit of San Francisco, an assessment was matleompact

of a demotorisation project on the street busireskewas concluded (5 years after the demotodeatthat
commercial vacancy rates had dropped from 70% $%6,28hile commercial rents increased from $6/sqtoft.
$30/sq. ft. The project had also attracted $350amilin private investments and all these were exadd while
maintaining same motor vehicle volumes (Drennef320

Likewise, a before and after survey done (betwe29B8land 1998) in West Palm Beach, Florida showad th
prior to the demotorisation project (1993), vacaratg on the street was 30%; property values rabgégeen
$10/sq.ft. and $40/sq.ft.; and commercial spaceéecefor $6/sq.ft. After the demotorisation projét998),
property values more than doubled ($50/sq.ft.- $8f@&.) and commercial space rented for $30/s4lfo, the
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average sale prices for houses in the neighboushauzteased from $65,000 to $106,000 (Lockwood and
Stillings, 1998).

Such interesting case studies do not only showpbdeéstrians flock to demotorised areas becaugedbility

to exercise their different non-motorised prefeessc(cycling, walking etc), but it has also beeoven that
reductions in traffic noise, traffic speeds andigighgenerating air pollution can create an ativacplace for
people and in turn increase property values (L&alernment Commission’s Center for Livable Commiasit
2001). A case in point is a study (roughly estin@tthat “each reduction of 100 vehicles per dajoty 2,000
provides a 1% increase in adjacent residential gntgpralues”; another research (in Melbourne) shbtimat a
5-10 mph reduction in car speed can increase atjaceperty values by 2% (Litman, 1999).

There seems to be a thin line betwé®a positiveeconomic impacts of demotorisation with its asstd effect
of increasing turnover, increasing revenue pluperty values as well as attracting a wealthiersslax retailers
and residents (Sermons and Seredich, 2001) vis#inegativeaspect of the effects of higher rental pricing
on the existing residential/retail tenants and plogential of such revitalisation for gentrificatiqdgngwicht,
1999; Drennen, 2003).
11. Summary of Literature Argument
It is important to trace through this literatureieav to highlight the argument being made on Demisadion.
Since the inception of leisure into modern and postodern Western consumer culture (Stearns, 20G6),
evolution has also witnessed the emergence of ogpisen as the driver of production (Smith, 1979).
Thus the new post - modern focus on quality of @lgs proposed by Richard Florida) draws from aiution
where leisure has become a vital aspect of life @sumption becomes the preoccupation of leidteeple
therefore seek new forms of identities throughrthensumption practices (Arnould & Thompson, 2005).
Florida's creative class group (new middle clasg)h-higher incomes, higher levels of education aotural
capital (Bourdieu, 1984) - distance themselvemftbe sprawl of the suburbs, the petroleum exgioitaand
pollution; all associated with automobility. Theéyetefore opt for alternative transportation (watkindistance
and especially bicycle friendly cities) as a newnrf@f consumer identity in the new knowledge ecopom
City Governments on the other hand in trying toaattthese new middle classes, have to play by¢herules
of walkable and bicycle friendly streets (with thgsortments of new expensive shops, cafes, bdierigmetc)
and new forms of street culture and entertainmkat this new middle class enjoys (Horteh al, 2007).
Through demotorisation, this might lead to increase rents (and produce gentrification and new srefa
conspicuous consumption); phenomena that were ljeaiticised and connected to automobility.
As a result, it has become evident that criticismsh as "asphalt's magic circle” (Scott, 2013; Essn2010)
and the 'machinic complex' (Sheller and Urry's,®abat were levelled against links between autdlitpland
new retailing and leisure complexes, hotels ancetapadvertising and marketing among others canbmgeen
with the demotorisation of streets.
New shopping streets and cycling- friendly stresets becoming the new centres of conspicuous cortsump
and driving increases in rents; influenced by atisements and marketing tifeableandbike - friendly cities
to attract a new set of urban dwellers. Thus dersation might be also been used as a tool to dedpe
chasms of inequality in inner city areas just ltke car was blamed for during the era of bicycldivated
anarchism against automobile consumer capitalism.
Thus this research hypothesises that postmodern identity of cycling and walking as-aonsumerist models
have been used as a tool by city authorities tonvent and revitalise citiesThe aim is not to link
demotorisation with the excesses of capitalistfezgtion and conspicuous consumption but to find to what
extent these anti-consumerist symbols of mobilitighth be caught up in the fluidity of capital. This an
emerging dynamic that requires more attention a&search in terms of the extent to which demotdadsatas
been appropriated into urban regeneration and @murses consumption.
Lastly, it is fitting to summarise this literatuaegument with this quote by Hoffman (2013, p.57);
The bicyclqand pedestrian).and related amenities are assumedly off limitscfitique because of the
way that (they are)framed in the media, by advocates, and some @tyergments as a positive,
progressive, and good thing for all peoflaut) technology is never neutral, space is never enggtgl,
mobility is never disconnected from power
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