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EXECUTIVE SUMMARY
This article examines walkability as a sustainable
public policy and seeks to substantiate the importance of
walkable public spaces in urban centres. First, this work
presents the current state of the global urban population,
together with some of the most pressing urban-related
problems, including health, inequality and economic
challenges. After presenting the concept of walkability
and its main advocates, this paper then discusses the
benefits of walkable public spaces from economic, social,
environmental and public health perspectives. Finally, this
paper highlights why fostering walkable public spaces
can be a suitable urban public policy approach to grant
cities a more sustainable future.
“Every city resident is a pedestrian at some point in
the day. A city whose streets invite people to walk, bike,
and sit along them also inspires people to innovate, invest
and stay for good. Regardless of where you live or how
you get around or how much you may detest a bike lane,
bus lane, or plaza, streets matter. They are the mortar
that holds most of the world’s population together. They
must be designed to encourage street life, economy, and
culture”
– Janette Sadik-Khan

[Walkability as a sustainable urban public policy]

URBANISATION AND ITS CONSEQUENCES
The present century has witnessed an intensification of the
urbanisation process. World populations are increasingly moving
from rural to urban centres. At the beginning of the 21st century,
between 2007 and 2008, the global urban population exceeded the
share of the global rural population for the first time in history.
Furthermore, the United Nations (UN) Population Division
projects that by 2030, approximately 60 percent of the global
population will be urban dwellers, and that by 2050, two-thirds
will live in an urban context (United Nations 2015) (Figure 1).
FIGURE 1: EVOLUTION OF GLOBAL POPULATION
DISTRIBUTION, RURAL VS. URBAN.

Source: Adapted from United Nations, Department of Economic and Social Affairs, Population Division
(2014). World Urbanization Prospects: The 2014 Revision

Growing urban agglomerations have both advantages and
disadvantages. On one hand, they benefit from increased market
size, quality and quantity of services, public transport, access to
education, employment and higher salaries. On the other hand,
they may also suffer from the complex problems of inequality,
crime, pollution, and traffic congestion (OECD 2015).
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FIGURE 2: COSTS AND BENEFITS OF LARGER AGGLOMERATIONS

Source: adapted from OECD 2015, The Metropolitan Century

Persistent and rapidly increasing global urbanisation means
that it is essential to analyse and understand how urban areas
are expanding, as well as the consequences of this expansion in
everyday life. This assists urban planners and policymakers to
devise and establish improved public policies that provide urban
dwellers with a more sustainable future.

INEQUALITY AND SOCIAL FRAGMENTATION
Inequalities describe the undesirable differences between
individuals and groups of individuals in terms of income, wellbeing and access to public and social services, and are a central
challenge to public sector institutions. In addition, inequality
represents one of the UN’s Sustainable Development Goals, and
appears in the UN-Habitat ‘New Urban Agenda’, which expresses
that inequality reduction is necessary to guarantee a sustainable
future for all.
Although there have been significant global efforts to reduce
poverty, particularly extreme poverty, and improve social well-
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being (such as granting access to education, and urban job
creation), evidence shows that, since the 1980s, there has been
little success in such endeavours and the world continues to
suffer from substantial inequalities (World Bank 2016). The main
imbalances are observed in income, living conditions, access to
education, and access to high-skilled jobs.
One of the symptoms of urban inequality is spatial segregation.
Spatial segregation can be understood as a lack of ‘territorial
social mixtures’: groups with social differences (namely, ethnic,
religious or economic differences) tend to be geographically
isolated from each other. This creates a problem as it accelerates
exclusion, intolerance, violence and hatred (World Bank 2000). A
direct consequence of spatial segregation is social fragmentation.
If institutions and public administrations fail to provide a secure
and predictable environment, absolute power asymmetries can
become highly polarized, which in turn can exacerbate cycles of
insecurity and social exclusion, and increased levels of conflict
and violence (World Bank 2000). Governments and institutions
can reduce social inequalities by strategically planning public
spaces considering the existing spatial segregations.

CLIMATE CHANGE
Climate change is now considered one of the most pressing
global challenges of the coming decade (IPCC, Synthesis
Report on Climate Change 2015). Evidence has revealed that:
(a) anthropogenic activity is modifying the global climate;
and (b) urban areas explain approximately up to 76 percent of
global greenhouse emissions (IPCC 2014). Industrial activity
and fossil fuel consumption due to urbanisation has increased
the emission of greenhouse gasses - yielding the highest levels
of atmospheric greenhouse gas in the past 800,000 years - and
causing an increase in the global average temperature, along with
consequent undesirable effects.
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PUBLIC HEALTH AND PUBLIC SAFETY
Both congestion and pollution result from human activity and
directly affect the health of urban dwellers. In addition, other
problems – namely sedentary lifestyles and growing obesity –
have raised alarm. Since the 1970s, obesity has been increasing at
such pace that nutritionists and public health specialists consider
it an ‘epidemic’. American adults are, on average, eight kilograms
heavier than they were in the late seventies, while the proportion
of overweight 6-7 year olds has more than doubled, and the
proportion of overweight adolescents has more than tripled
(Kolbert 2009). The World Health Organization (WHO) has
advised governments to implement several actions to tackle this
situation, including a ‘fat tax’ on hyper-caloric food, encouraging
fitness and healthy-eating education, and increasing access to
sidewalks and bike paths. Furthermore, a problem that exists
in both highly developed economies and developing economies
is the imbalance of money invested in preventative medicine (5
percent) and money expended in curative medicine (95 percent)
suggesting there is an ample scope to deliver public policies to
avoid preventable diseases (McGinnis, Williams-Russo and
Knickman 2002).
In addition, according to WHO estimates, 24 percent of global
morbidity and 23 percent of global mortality can be attributed
to environmental factors and are therefore avoidable (WHO
2006). The three diseases most affected by the environment (in
decreasing order) are diarrhoea, lower respiratory infection
and injury. Exposure to air pollutants have been associated
with greater negative health outcomes (WHO 2016). Urban air
pollution poses a great environmental risk to health outcomes of
urban residents and is estimated to cause three million deaths per
year. Only 1 in 10 global urban dwellers live in cities that score
within the WHO air quality standards.
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Projections with larger urban agglomerations, sustained
urbanization, changes in climate with local consequences and
shifts in health dynamics suggest that urban planners and
decision makers face a complex future. Thus, the challenge for
policy makers today is to both understand how environmental
and lifestyle dynamics are affecting the health of people, and,
in the midst of rapid global urbanisation, what sustainable and
smart urban policies could be implemented to prevent disease
and improve health outcomes of urban dwellers.
WHO estimates additionally state that the lack of
infrastructure for pedestrians and cyclists is responsible for up
to 40 percent of injuries caused by traffic accidents. The Global
Status Report on Road Safety estimated that 1.25 million deaths
per year are due to traffic accidents, 22 percent of which result in
pedestrian fatalities, and 90 percent of which occur in low- and
middle-income countries (WHO, Global Status Report on Road
Safety 2015). The report also indicates that traffic collisions are
the leading cause of death in young people between 15 and 29
years of age and are ranked as the 9th highest cause of death for
all age groups. The report further estimates that by 2030, traffic
collisions will be the 7th leading cause of death worldwide,
illustrating that this problem is far from being resolved.

OBESITY
Another important risk factor is the increasingly sedentary
behaviour of urban dwellers. A time trends analysis in physical
activity revealed that, despite stability in leisure-time physical
activity, physical activities related to work and transportation
have declined substantially, while sedentary behaviours (watching
television and computer use) have increased. This has led to a
considerable decline in overall physical activity (Hu 2008). In
addition, utilising data from the 1992 American National Health
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Survey, Hu (2008) examines the effect of walking on the risk
of obesity in 50,277 healthy women. In a multivariate analysis
adjusting for age, smoking, exercise level, dietary factors, and
other covariates, Hu (2008) finds that a 1 hour per day increase
in brisk walking is associated with a 24 percent reduction in
the incidence of obesity. Other research has found that obesity
in Britain has more than doubled between 1980 and 1990 and
investigations of the aetiology of obesity reveal that modern
inactive lifestyles are likely the cause of these figures. Moreover,
researchers find that participation in sports or active pastimes
has profoundly decreased, as 30-35 percent of men and women
undertake fewer than four 20-minute periods of moderate
activity per month, and more than 80 percent do not walk for two
continuous miles per month (Prentice and Jebb 1995). A direct
consequence of the lack of physical activity is obesity, which in
turn increases the chances of suffering a wide range of illness,
ranging from asthma to ischemic heart disease to breast cancer.
Hu (2008) additionally argues that as many developing
countries undergo economic, epidemiological and nutritional
changes, the global epidemic of obesity is likely to accelerate.
However, it is difficult to monitor this trend, as many countries
do not collect information on obesity rates of their citizens.

ECONOMIC BURDEN OF DISEASES
The economic consequences of diseases pose tangible costs for
society and governments. Poor health concerns both individuals
and families affected by disease, as well as the economy of the city
and country in which they reside. When a person becomes ill,
both their family and locality face direct and indirect expenses.
Direct expenses include costs for hospital care, medication, and
medical personnel. Indirect costs caused by the incapacity for
work due to illness or premature death can result in additional
economic setbacks due to a reduction in the enjoyment or utility
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associated with the consumption of goods and services unrelated
to health, or by compromising other economic objectives such as
producing income that allows people to consume market goods
(WHO, Guide to Identifying the Economic Consequences of
Disease and Injury 2009).
A 2011 study attempts to estimate the economic cost
associated with physical inactivity and obesity in Canada
(Katzmarzyk 2011). Authors analyse which diseases frequently
occur in individuals with obesity, or individuals engaging in little
to no physical activity, and measure the direct and indirect cost
associated with these diseases. Diseases associated with physical
inactivity include coronary artery diseases, cerebrovascular
accidents, hypertension, colon cancer, breast cancer, type 2
diabetes and osteoporosis. In addition, they find coronary artery
diseases, cerebrovascular accidents, hypertension, colon cancer,
post-menopausal breast cancer, type 2 diabetes, osteoarthritis
and gallbladder diseases are associated with obesity, which aligns
with previous research in the field (Kolbert 2009). Analysing
these costs, they find that expenses for physical inactivity in
Ontario in 2011 were 3,360 million USD. In the case of obesity,
the expenses were 4,470 million USD (1,600 million USD in
direct costs and 2,870 million USD in indirect costs). In 2001, a
similar study was conducted in the United States, which estimates
the indirect and direct costs of obesity to be 117,000 million
USD (Hu 2008). Accordingly, other authors have confirmed that
without doubt, obesity and physical inactivity (both direct and
indirect consequences) are one of the largest cost burdens for
national health budgets worldwide (Delpuch, et al. 2009).

UNDERSTANDING WALKABILITY
This paper conceptualizes walkability using two separate
established definitions. Southworth (2005) states that walkability
is “the extent to which the built environment supports and
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encourages walking by providing for pedestrian comfort and
safety, connecting people with varied destinations within a
reasonable amount of time and effort, and offering visual interest
in journey throughout the landscape”. As well, Leslie (2005)
defines walkability as “the degree to which the characteristics of
the built environment and land use promote pedestrian routes
to access services, go to work, walk or exercise”. This definition
is additionally utilised by the Buenos Aires’ Ministry of Urban
Development’s 2014 Walkability Synthetic Index.

URBAN PLANNING, PUBLIC
SPACE AND WALKABILITY
Public spaces are central to urban life. They can be understood
as areas of social, environmental, economic, and landscape value
that enable social and urban integration while amalgamating the
diversity of urban dwellers wants and needs (Ministry of Urban
Development 2014).
Following the late 1960s, the value of public space has been
analysed with increasing depth due to its apparent influence
on urban residents (Shmidt & Németh 2010). Jacobs (1961)
considers public space as the defining element of urban life,
giving it a central and indispensable role in the functioning of
cities. In her most prominent work ‘Life and Death of Great
American Cities’, Jacobs highlights the relevance of public spaces,
streets, and particularly sidewalks as core elements of cities with
greater social capital. Lynch (1960), developed the concept of
‘image of the city’, consisting of a series of physical elements
(paths, edges, districts, nodes and landmarks) that influence how
people behave in public spaces.
Studies additionally observe how cities can influence and
modify the behaviour of inhabitants due to city design and public
space arrangement (J. Gehl 2010) (Speck 2012). Researchers
argue that cities should be designed inclusively; public spaces
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should be accessible so that all inhabitants can make use of them,
regardless of age or physical condition (Sadik-Khan 2016). Thus,
how cities are designed and, in particular, how public spaces are
designed, will affect the behaviour of society and how public
space is used and enjoyed.

THE HISTORY OF PLANNING FOR CARS
Urban design and transport planning have diverged over the
last 70 years. While urban designers concentrate on how to organise cities on a smaller scale, urban transport planners concentrate on improving large-scale functionality and efficiency,
particularly for motorists (Southworth 2005). Since the 1950s,
more cities are being designed to improve efficiency in mobility
and transport, particularly for private transportation. Cities have
expanded to their peripheries, resulting in residential suburbs
and a higher dependency on automobiles.
Given this type of growth, the transportation bureaucracies
in most cities have begun to design and establish standards
according to the increase in the volume of vehicles (Speck 2012),
thus prioritising cars and not people. The same author finds that
these standards include wider streets and, consequently, narrower
lanes and highways in the centre of urban networks.
Furthermore, traffic levels have increased in cities as
additional space has been made available for cars. In many cases,
attempts to decrease the amount of vehicular traffic by building
wider streets and highways has generated more traffic and more
congestion (J. Gehl 2010). Gehl (2010) finds that the volume of
vehicular traffic is somewhat independent of the real demand
of motorized transportation. Instead, as more roads are made
available for vehicles, individuals feel incentivized to use them
at the expense of other modes of transportation. Thus, the more
space for cars, the more cars there will be. This phenomenon is
described as ‘induced demand’ (Speck 2012).
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THE IMPORTANCE OF PLANNING FOR PEOPLE
Following many years of vehicle-centred urban design,
planners and policymakers have begun researching how this
trend can be reversed towards citizen-centred urban design.
Researchers have thus coined terms such as ‘pedestrianisation’
(the removal of traffic from existing city streets) or ‘walkability’
(the extent to which the built environment supports and
encourages walking) and explained these elements as central to
the improvement of public space and urban life. Cities around
the world have been attempting to improve these elements in
their own management and planning. A vehicle for improvement
has been to focus on pedestrians and the walkability of cities.
In prioritizing walkability, policy makers must seek to modify
how people move within cities in order to enhance urban
environments for city dwellers. When conditions for pedestrians
are improved, people walk more and reduce their degree of
dependence on automobiles as a form of transport (Jacobs
1961) (Southworth 2005) (J. Gehl 2010) (Speck 2012). This in
turn brings forward a series of desirable consequences in social,
economic and public health domains (Dannenberg, et al. 2003)

CHARACTERISTICS OF WALKABLE AREAS
Although evidence suggests that the factor that best explains
the propensity for people to walk in cities is the distance to the
destination, other variables need to be considered when breaking
down propensity to walk – namely weather, physical difficulty,
safety and fear of crime.
Speck (2012) argues that there are four elements that make
a journey walkable: it must be useful, safe, comfortable and
interesting. Useful means that walking satisfies the need to reach
different points located at relatively short distances. Safe means
that the streets have been designed so that pedestrians have a
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low probability of being in an accident. Comfortable means that
pedestrians feel content in public spaces. Interesting means that
the walk is pleasing to the eye (Speck 2012).
According to Southworth (2005), however, there are six
elements necessary to improve walkability. There must be: (a)
a path; (b) a network, which is determined by the presence of
sidewalks and other pedestrian pathways; (c) a linkage with
other modes of transportation, such as accessible links to buses,
streetcars, subways or trains within a reasonable time-distance;
(d) a varied pattern of land use, for example, accessible shops,
cafes, banks, grocery stores, day care centres, and elementary
schools; (e) a safe environment; and (f) and an engaging
context including other elements that interest pedestrians,
such as landscape, built environment and overall accessibility.
Both definitions suggest that there are many improvement
opportunities when designing public spaces. In a broader
perspective of public space, Gehl argues that the elements that
increase liveability are: lively/happy cities, safe cities, sustainable
cities and healthy cities (J. Gehl 2010).

BENEFITS OF WALKABLE AREAS
Cohesion and social capital benefits
Improving walkability through better-quality public spaces
prompts a series of desirable changes, most notably improved
health, increased social capital and decreased social fragmentation.
Social capital is the set of social, political and economic
connections that inspire confidence, reciprocity and predisposition
among citizens. Therefore, public spaces can be considered a vehicle
for increasing social capital (Shmidt & Németh 2010) and a means
to avoid social fragmentation. For example, the design of public
spaces has a substantial impact in allowing people with reduced
mobility to be socially integrated into the community through
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improved transport systems and accessibility (Dannenberg, et
al. 2003). Solutions can be as simple as wider sidewalks, which
can benefit people with disabilities, parents with strollers, and
the elderly, strengthening the social fabric of a community.
Additionally, a lack of social capital can be the cause of inactivity.
A study analysed children’s behaviour and social capital in the
United States and found that children living in neighbourhoods
with low social capital were 66 percent more likely to be inactive
(meaning zero days of physical activity the previous week), as well
as 33 percent less likely to be active (meaning three or more days
of physical activity the previous week) (Singh, Kogan and van
Dyck 2008) (Kaczynski and Glover 2012).
People living in more walkable neighbourhoods are more likely
to know their neighbours, have more trust and faith in strangers,
and participate more in political and social organizations (Leyden
2003). Therefore, improving public spaces can foster citizen
interaction, and subsequently strengthen accountability, security,
and democracy (Jacobs 1961) (J. Gehl 2010).
In addition, the adoption of non-motorised means of
transportation can reduce vehicular congestion, mitigating
the negative emotions associated with high traffic congestion
(Hennessy and Wiesenthal 1999). As well, when cities are
designed (or re-designed) to focus on citizens and not vehicles,
people often modify their behaviour, spending more time in
public spaces, either exercising or in social activities (J. Gehl
2010). Moreover, citizen-focused design can result in less
urban fragmentation and aesthetic degradation. From the
socioeconomic standpoint, low and middle-income populations
are less likely to own a vehicle. Therefore, improving public
transport coverage subsequently reduces socioeconomic
inequality (Speck 2012).
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Environmental benefits
Fostering the development of walkable public spaces results
in a series of environmental benefits in urban areas. Cycling
and walking are the two most important non-polluting forms
of transportation. Walking or cycling, instead of using a private
automobile, reduces carbon dioxide (CO2) emissions and other
greenhouse polluting gases, as well helping to lower air pollution
in particularly congested areas. This can reduce the severity of
climate change in the long run. In addition to the impact in
respiratory diseases (air pollution alone is responsible to over
three million deaths per year), less atmospheric CO2 means
better overall-air quality and a much more enjoyable landscape.
Better public transportation and walking options, as well as
a consequent reduction in the use of private automobile, would
translate to a lower demand for car lanes and road infrastructure.
Consequently, roads can be narrowed, sidewalks can be widened,
and more trees can be planted, enhancing urban ecosystems.
The reduction in noise pollution is an added benefit of
increased walkability. Extreme noise pollution is present in
practically all major cities in the world and tends to worsen
in areas that have a high dependence on private automobile
transportation, thus observe a high level of vehicular congestion.
Noise pollution is undesirable as it disturbs and interferes
with activities of urban dwellers, including concentration,
communication, relaxation, and sleep. Besides the psychosocial
effects of community noise, there is concern about the impact
of noise on public health, particularly regarding cardiovascular
outcomes (WHO 2011).
An additional observable effect of encouraging non-motorized
means of transportation is a decrease in the ‘urban heat island
effect’. This is defined as the phenomenon whereby urban regions
experience warmer temperatures than their rural surroundings
(U.S. Environmental Protection Agency, 2008). Walkability can
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reduce this effect by decreasing the use of materials, namely
asphalt, that retain temperature and lower energy consumption
(Litman 2003).

Public health related benefits
Encouraging people to walk in everyday life is an effective
public policy to increase life expectancy, reduce sedentary
lifestyle-related diseases and improve quality of life. As previously
outlined, there are a series of problems associated with physical
inactivity and obesity. Improving urban conditions so that
individuals choose to walk or ride a bicycle rather than drive
has a direct impact on individual health outcomes. Walking
and cycling can reduce the likelihood of contracting lower
respiratory disease, as well as reduce instances of diabetes, heart
diseases, various types of cancer, depression and other diseases
(Hu 2008) (Delpuch, et al. 2009) (WHO, Ambient Air Pollution
2016). Additionally, the probability of being involved in a motor
vehicle collision diminishes when adopting non-motorised
means of transportation (Sadik-Khan 2016). Walking tends to be
particularly important for older adults and people with reduced
mobility as well as for children as it impresses healthy behavioural
habits (Litman 2003). Considering that cardiovascular diseases
are the main cause of premature death in developed countries
(up to 10 times more fatalities than from car accidents), even
small reductions in incidences of this disease can generate crucial
benefits in public health (Murray 1996).
Interventions improving transport infrastructure and public
spaces for pedestrians and cyclists, alongside recreational policies
encouraging active lifestyles, reduce sedentary behaviour by 31
percent. These reductions decrease the likelihood of contracting
the previously mentioned disorders (Takano, Nakamura and
Wannabe 2002). In Japan, a group of researchers analysed
the longevity of people who lived in or near walkable green
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spaces. They found, after controlling for factors that can affect
life expectancy (gender, marital status, employment and socioeconomic level), people residing near green open walkable areas
tended to live longer than those who did not (Takano, Nakamura
and Watanabe 2002).
Environmental factors (environmental pollutants, toxic agents
in water or food, and structural hazards) and behavioural patterns
(everyday choices that concern diet, physical activity, substance
abuse or safety) account for 45 percent of premature mortality
in the United States (McGinnis, Williams-Russo and Knickman
2002). Evidence additionally suggests that vehicular accidents
can be reduced depending on how the urban environment is
designed; namely, roadway layout, number of car lanes, existence
of speed reducers, proper lighting and quality of crossings (Speck
2012) (Sadik-Khan 2016). These factors affect the likelihood of
suffering avoidable injuries.
Health outcomes are often dependent on political decisions
that are outside of the traditional scope of public health policy
and are linked to policy areas such as transportation and urban
design (Dannenberg, et al. 2003). An article from United
Kingdom found that the degree of adoption of the automobile
as the primary means of transportation was predictive of the
prevalence of obesity (Prentice and Jebb 1995). Considering that
the majority of factors that affect our health are not genetic nor
medical, it is valuable to analyse how urban planning can design
public policies that improve the health of city dwellers.

Economic benefits
Walkable city centres attract more investment, can raise
property tax revenue, and help families save money through
reducing motorized vehicle-related expenses. Reducing
morbidity and mortality positively affects the economy, as
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diseases can have negative economic consequences. However,
it is difficult to estimate the economic benefit of improving
walkability. Alternatively, it is much easier to estimate the benefit
of improved motorized transportation methods in terms of
efficiency and timesaving, which overestimates the importance
of this mode of transportation. This makes it easier to justify
investment in highways and other types of infrastructure for
motorized vehicles (wider streets, parking lots), and undervalues
the importance walkability (Litman 2003).
Several studies have attempted to estimate the economic
benefit of improving walkability, mainly through financial
savings caused by reductions in expenditure on maintenance and
use of automobiles. McCann (2000) estimates that a family that
lives in a car-dependant metropolitan area spends, on average,
more than 20 percent of their annual income on transportation,
whereas families living in dense and compact metropolitan areas
with better public transportation coverage have much lower
transportation expenditures (as a percentage of annual income)
on transportation. Additionally, Weisbrod (2000) estimates
that driving a car instead of walking costs between 0.25 and 0.5
USD per mile (approximately 1.6 kilometres per mile) (Litman
2003). These expenses come from car maintenance (fuel, patent,
insurance, tolls and parking) which generate little regional
economic activity as these services are capital intensive and are
often imported from other regions. With vehicle-dependent
urban expansion, the transportation expenses of a typical North
American family went from 10 percent to 25 percent in half a
century (Speck 2012). Therefore, fostering pedestrianization
instead of building highways is likely to improve public savings.
An additional economic benefit of improving walkability is the
revitalization of commercial districts (streets with a large number
of businesses). Evidence shows that shops inside pedestrian areas
or with traffic-mitigating schemes are more successful than those
outside of them (Hass-Klau 1993). Additionally, improving urban
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environments affects economic performance, as cities are able to
support a greater density of pedestrian flow, and companies are
more likely to establish their offices in these areas. Multinational
companies and technological start-ups are migrating from the
suburbs to city centres, in particular, to areas of the city with
high density, high walkability and high quality of public spaces
(Florida 2017). Florida (2017) finds that in areas receiving higher
investment from technological start-ups, the use of cycling and
walking as preferred mean of transportation is doubled. Florida
(2017) states that “Santa Monica County, dense and walkable,
received twice as much investment in venture capital from startups as the entire city of Los Angeles - much more extensive
and less dense” (Florida 2017). This evidence suggests that
enhancing districts and urban public spaces to be more walkable
and bicycle-oriented increases the opportunity to receive higher
investments from growing enterprises.
There are additional economic benefits at the real estate level.
Properties located in more walkable areas and neighbourhoods
have an average price higher than properties located in other areas
with average walking rates, as home buyers attach a significant
economic value to characteristics of walkable areas (Cortright
2009). This has been estimated using an algorithm (the Walk
Score) that collects information from Google Maps and computes
the average distance between households and a supply of services,
such as restaurants and school. Areas of the city that are closer
to such services will have a higher Walk Score. By utilising this
index, a positive correlation was found between walkability (Walk
Score) and property price. Studies have found that a one percent
increase in Walk Score can reflect a property price increase of
between $500 and $3,000 USD (Cortright 2009). These results
have been replicated in North Carolina and Alabama (Yates
Rauterkus and Miller 2011). Although the increase in the price
of properties may not be immediate, this evidence is significant
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for public administrators, as a higher property value results in a
potential increase in property tax revenue.
In contrast, vehicle-dependence is associated with high
urban fragmentation (and low density) and has economic
disadvantages, such as higher marginal costs of providing public
services and a reduction in economies of scale of modal transport
integration (Litman 2002).

CONCLUSION
Cities face, and will continue to face, a complex blend of
health-related issues, spatial segregation, economic burden and
environmental stress. This paper highlights how people-oriented
urban design can be an effective solution to these problems.
After decades of urban planning focused on motorised transport,
there is a need to rethink boldly about what type of city best suits
citizens’ needs, in the present and in the future.
Pedestrian-oriented urban planning can reverse, at least
partially, some of the urban-related issues outlined by this article.
Citizens’ lives and wellbeing are widely determined by how
authorities prioritize and plan public places in urban settings.
Having described some of the most pressing challenges faced
by cities today, the question of which interventions should be
prioritized when designing urban centres is brought to light.
This paper concludes that the benefits of promoting walkability
in urban settings are highly significant in terms of public health,
the economy, social cohesion, social capital and environmental
sustainability. Therefore, promoting walkability as a public policy
is a simple way to generate benefits in many aspects of urban life,
in the short, medium and long run.
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