PROLOGUE

This is not the next great book on American cities. That book is
not needed. An intellectual revolution is no longer necessary.
What characterizes the discussion on cities these days is not a
wrongheadedness or a lack of awareness about what needs to be
done, but rather a complete disconnect between that awareness
and the actions of those responsible for the physical form of our
communities.

We've known for three decades how to make livable cities—
after forgetting for four—yet we've somehow not been able to pull
it off. Jane Jacobs, who wrote in 1960, won over the planners by
1980. But the planners have yet to win over the city.

Certain large cities, yes. If you make your home in New York,
Boston, Chicago, San Francisco, Portland, or in a handful of other
special places, you can have some confidence that things are on
the right track. But these locations are the exceptions. In the small
and midsized cities where most Americans spend their lives, the
daily decisions of local officials are still, more often than not, mak-
 ing their lives worse. This is not bad planning but the absence of
planning, or rather, decision-making disconnected from plan-
ning. The planners were so wrong for so many years that now

at they are mostly right, they are mostly ignored.

But this book is not about the planning profession, nor is it
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an argument for more planning per se. Instead, it is an atterpt

to simply delineate what is wrong with most American cities and

how to fix it. This book is not about why cities work or how cities
t works best in the

work, but about what works in cities. And wha

best cities is walkability.

Walkability is both an e

sure. While the physical and social rewar
walkability is perhaps most useful as it contributes to urban vi-

tality and most meaningful as an indicator of that vitality. After
several decades spent redesigning pieces of cities, trying to make
them more livable and more successful, T have watched my focus

to this topic as the one issue that seems to both influence
o Get walkability right and so much

nd and a means, as well as a mea-

ds of walking are many,

NATTOW
and embody most of the other

of the rest will {ollow.
This discussion is necessary because,

whether intentionally or by accident, most American

effectively become no-walking zones. 1n the absence
vision or mandate, city engineers—-worshiping the twin go
Smooth Traffic and Ample Parking—have turne

towns into places that are easy to get to but not
Outdated zoning and building codes, often i

suburbs, have matched the uninviting streetscape
antisocial private buildings, completing a
safe, uncomfortable, and just plain boring,
of Americans opt for more urban lifestyle
with city centers that don’t welcome their return.
small number of forward-thinking cities aré &
share of post-teen suburbanites and empty nest
withal to live wherever they want, while most mi
cities go hungry-
How can Provid
with Boston, Chicago, and Portlan

can these typieal cities provide their
makes them want to stay? While there are many ans

since midcentury,

ence, Grand Rapids, and Ta
d? Or, more re
citizens a quality of life
wers 1o

cities have
of any larger
ds of
d our down-
worth arriving at.
ported from the
with equally
public realm that is un-
As growing numbers
s, they are often met
As a result, a
obbling up the lion’s
ers with the where-
dsized American

coma Cornpete
alistically, how
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A GENERAL THEORY OF WALKABILITY

As a city planner, I make plans for new places and T make plans
for making old places better. Since the late eighties, T have worked
on about seventy-five plans for cities, towns, and villages, new
and old. About a third of these have been built or are well under
way, which sounds pretty bad, but is actually a decent batting
average in this game. This means that I have had my fair share of
pleasant surprises as well as many opportunities to learn from my
mistakes.

In the middle of this work, I took four years off to lead the
design division at the National Endowment for the Arts. In this
job, I helped run a program called the Mayors™ Institute on City
Design, which puts city leaders together with designers for in-
tensive planning sessions. Every two months, somewhere in the
United States, we would gather eight mayors and eight designers,
lock ourselves in a room for two days, and try to solve each mayor’s
most pressing city-planning challenge.® As might be imagined,
working side by side with a couple hundred mayors, one mayor at

a time, proved a greater design education than anything I have
done before or since.

. This program, now in its twenty-sixth year, has served nearly one thousand mayors,
with dramatic results. Moie information can be found at micd.org.
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en I am hired to make a
h my family, preferably
e to a city
travel and

in downtowns, and wh
e to move there wit
There are many reasons to mov
st, it’s more efficient in terms of
thing that can become very expensive.

Second, it allows you to truly get to know a place, to memorize
every building, street, and block. It also gives you the chance to
get familiar with the locals over coffee, dinners in people’s
homes, drinks in neighborhood pubs, and during chance en-
counters O the street. These ponmeeting meetings are when
most of the real intelligence gets collected.

These are all great reasons. But the main reason to spend
is to live the life of a citizen. Shuttling between
cility is not what citizens do. They take
their kids to school, drop by the dry cleaners, make their way to
work, step out for lunch, hit the gym or pick up some groceries,
get themselves home, and consider an evening stroll or an after-
dinner beer. Friends from out of town drop in on the weekend
and get taken out for a night on the main square. These are among
the many normal things that nonplanners do, and I try to do

them, toco.

A couple
ell, Massachusetts, some
dinner on Merrimack Stree

1 speciahze
downtown plan, 1 lik
for at least a month.
while you plan it. Fir
setting up meetings, SOMe

time in a city
a hotel and a meeting fa

of years ago, while 1 was working on a plan for Low-
old high—school friends jo'med us for

t, the heart of a lovely nineteenth-

century downtown. Our group consisted of four adults, one tod-

dler in a stroller, and my wife’s very pregnant belly. Across the
street from our restaurant, we waited for the light to change, lost

in conversation. Maybe a minute passed before we saw the push—

button signal request. S0 we pus
for another minute Or SO Finally,
About the same time, a ca
haps forty-five miles per hour, onas

to ease traffic.

The resulting near-miss fortunately left no scars, but it w

hed it. The conversation advanced
we gave up and jaywalked.
v careened around the corner at per-
treet that had been widened

ill
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not b - i
' bade f’oligotten. Stroller jaywalking is a surefire way to feel like
Ll ﬂpalfjﬂt, especially when it goes awry. The only consola
his time was that I was i iti ,
tion thi n a position to do something
As I wri
o ;m 1to these words, I am again on the road with my fam-
t g/(,idl is 11me in Rome. Now the new baby is in a sling, and the
o dor a terr;ates between a stroller and his own two,feet de
nding on the terrain and his f i tine
rame of mind. Tt isi i
pen ‘ ‘ . . It 1s interestin
0 on;lpail e our experience in Rome with the one in Lowell org
Or . ) ) 2 3
e to the point, the experience of walking in most American

cities.
R
triansm;xe, at ﬁrstl glance, seems horribly inhospitable to pedes
. S0 many things are wron ,
: . Half the streets are missi
. : missin
SIdewalkg‘, most intersections lack crosswalks, pavements are :
even and rutted, handica l o
, p ramps are largely absent. Hi
. Hills ar
steep and frequent (I hear there are seven) And need I i .
the drivers? . ped mention
Yet her are :
. loca"i(sﬂel ‘\li/e are a;{nong SO many other pedestrians—tourists
3 alike—making our way aro ‘
und Trastevere
o —n ‘ ... on our
- ;£S}‘;e§, but er}lioymg every minute of it. This anarchic obstacle
is somehow a magnet for walker
‘ kers, recently selected b
?adc\e;fs Ef Lonely Planet travel guides as one of theyworld’s “Toy
en . gy 2l . »
. a m(% Cfef& Romans drive a fraction of the miles thaﬁ
ricans do. riend of ours wh
o came here t k i
US embassy b ok the
. y bought a car when he arrived
15 em] , out of habit i
sits 1';11][.115 courtyard, a target for pigeons. ot
Conve;::. turilultuoos urban landscape, which fails to meet an
Walker’sloza éx.merlcan measure of “pedestrian friendliness,” is Z
. JEOp tra 1fse. So what’s going on here? Certainly, in Coolpet—
S ’o Jra fic, P‘xnatole Broyard’s “poem pressed into service
mnkingyis lig?n with certain advantages. The Lonely Planet
. 1t 6} y more a function of spectacle than pedestrian
America;n ut the same monuments, arranged in a more modern
way, would hardly compete. (Think Las Vegas, with its
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The main thing that makes Rome—and the
on, San Francisco, Barcelona, Amster-

dam, Prague, Paris, and New York—so walkable is what we plan-
ners call “fabric,” the everyday collection of streets, blocks, and
buildings that tie the monuments together. Despite its many tech-
nical failures, Rome’s fabric is superb.
Yet fabric is one of several key aspects of urban design that
are missing from the walkability discussion in most places. This
is because that discussion has largely been about creating ade-
quate and attractive pedestrian facilities, rather than walkable
cities. There is no shortage of literature on this subject and even
a fledgling field of “walkability studies” that focuses on impedi-
ments to pedestrian access and safety, mostly in the Toronto
suburbs.® These efforts are helpful, but inadequate. The same
goes for urban beautification programs, such as the famous “Five
B’s” of the eighties~——bricks, banners, bandstands, bollards, and
berms—that now grace many an abandoned downtown.!

Lots of money and muscle have gone into improving side-
walks, crossing signals, streetlights, and trash cans, but how im-
portant are these things, ultimately, in convincing people to walk?

edestrian zones, then why

If walking was just about creating safe p

did more than 150 Main Streets pedestrianized in the sixties and
seventies fail almost immediately?* Clearly, there is more to walk-
ing than just making safe, pretty space for it.

The pedestrian is an extremely fragile species, the canary in
the coal mine of urban livability. Under the right conditions, this
creature thrives and multiplies. But creating those conditions
requires attention to a broad range of criteria, some more easily
satisfed than others. Enumerating and understanding these cri-
teria is a project for a lifetime—it has become mine—and is for-

ever a work in progress. It is presumptuous to claim to have

Walk Score of 54°.)
other winners: Venice, Bost

o54 out of 100. See below for more on ‘Walk Score.

See janeswalk.net.
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ﬁ . «
itgilslred it }(:ut, but since I have spent a lot of time trying, I reckon
trieSvtvor‘c 1corrmnumcating what I have learned so far7 Since it
0 explain so much, I call this di i '
, s
e Wb cussion the General The-
Tk
Vored 1: Geﬁle}tal Theory of Walkability explains how, to be fa
» a walk has to satisfy four main conditi it o —
e awalk ha ' conditions: it must be use-
, , table, and interesting, E
. , . Each of these lities i
essential and none alone i i ; F—
is sufficient. Useful m
aspects of daily life are loc s that o
ated close at hand and i i
way that walking serves the e
m well. Safe me I
ey boen designcd . ans that the street
to give pedestrians a fighti
being hit by automobi one chance ugant
a iles; they must not onl
ngh ; y be safe but feel safe
;;fgsc}; 12 elvend tougher to satisfy. Comfortable means th];t buﬂd)
nd landscape shape urban str i ,
d eets into “outdoor livi
i : vin
- s;ncst, Plendsotn’.trast ;o wide-open spaces, which usually fail tg
strians. Interesting means that si
‘ triz . sidewalks are lined
by unique buildings with friendly faces and that signs of |
ity abound. i .
S .Thefse fou{ri conditions are mostly a way of thinking about a
eries of specific rules that are furth i
er organized into what I call
t}::hTenI itelps of Walkability. These will be explored later. To-
g 'er, e 1(?\fe that they add up to a complete prescription f
making our cities more walkable. P v
B
! ut‘ (fiirstl,. W.e mus.t understand that the walkable city is not just
SOlufe, 1tea 1;’(10 notion. Rather, it is a simple practical-minded
ion to a host of complex prob ,
problems that we face a i
problems that daily undermi .
) ine our nation’s economi i
- - omic competi-
- Sr;elfsi[ E-Ubhc We.lfare, and environmental sustainability. Forihat
; this book is less a design treatise than an essential call to

arms. Why we need ili ;
L y we need walkability so badly is the subject of the next
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WHY WALKABILITY?




While battle was never declared, many American cities seem
to have been made and remade with a mandate to defeat pe-
destrians. Fattened roads, emaciated sidewalks, deleted trees,
fry-pit drive-thrus, and ten-acre parking lots have reduced
many of our streetscapes to auto zones in which pedestrian
life is but a theoretical possibility.

The causes of this transformation are sometimes surpris-
ing. In Miami, for example, people wonder why intersections
in residential neighborhoods are often so fat: two relatively
narrow streets will meet in a sweeping expanse of asphalt that
seems to take hours to walk across. The answer is that the
firefighters’ union once struck a deal that no truck would ever
be dispatched without a hefty number of firemen on it. That’s
good for safety and even better for job security, but the fire
chief’s response was to purchase only the heftiest trucks. So,
for many years, one-story residential neighborhoods in Mi-
ami had to be designed around the lumbering turning ra-
dius of a truck built for tall-building fires.!

The above anecdote is far from unusual in today’s land-
scape of disassociated professions and special interests that
determine the shape of our communities. The modern world
is full of experts who are paid to ignore criteria beyond their
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push for

rofessions. The school and parks departments will
fewer, larger facilities, since these are easier to maintain—and
show off. The public works department will insist that new
neighborhoods be designed principally around SNOW and
trash removal. The department of transportation will build
new roads to ease traffic generated by the very sprawl that

they cause. Fach of these approaches may seem correct in a

vacuum, but is wrong in a city.

If they are to function properly, cities need to be planned

nee were. Generalists understand that
consolidating parks means that fewer people can walk to them.
Generalists anderstand that infrastructure organized in ser-
vice of big trucks is not always inviting to small people. And
generalists, finally, are comin, derstand that more lanes

usually just lead to more traffic.
Most signiﬁcantly, generalists———such as planners and, one

hopes, mayors—ask the big-picture questions that are so often
forgotten among the day—to—day shuffle of city governance.

Questions like: What kind of city will help us thrive econom-
zens not just safe, but

jcally? What Jind of city will keep our citi

healthy? What kind of city will be sustainable for generations

to come?
These three issues—wealth, health,

oincidentally, the three principal

alkable.

by generalists, as they o

gto un

and sustainability—
are, not ¢ arguments for mak-
ing our cities more W

WALKING, THE URBAN ADVANTAGE

Th i i
¢ walking generation; A demographic perfect sto
rim;
The walkability dividend ,

Many of my cli s
y client cities ask me th
attract co ) - e same question: “H )
R ;});)ratlons, citizens, and especially young ent: e
T . . El [ -
the city’s Ie;zigrand Baplds, Michigan, where I am em [f(l)’englg
can we keep (jng %hﬁ; nthropists, they ask it differen‘gy yeH d
ur children from leaving? LW
. ngr
graan}clhﬂdren from leaving?” g How can we keep our
e obvi -
environme;tl(?]ls taltn;wer is that cities need to provide the sort of
hat these people w o
them—show peop ant. Surveys—as if we ne
ity favor o ilOW Crootwe»class citizens, especially mﬂlem(j'd?d
i mmunities with street life, the pedestri ials,
;aln only come from walkability. - the pedestrian culture
ack of : '
el Wojic;eséi(lilfet\gas one reason why the leadership at
i e, the manufactu
gonia Footw - rers of Merrell and -
oy .uz;ar? was navmg trouble keeping new creative lejgtli
headquartgg X %ﬁlg ship from their suburban West Michi rk-
. :} Ie problem was not the company, but the im .
e Sgde;ﬂf y arrived spouses that they had no way to g r esl;
al scene rea
e : ... even though West Michi
. n for their openness and hospitality. S ichiganders are
: tiurns out that this social scen : lldy lOWhat was going on?
and thus by invitati . e could only be accessed
y invitation. With no pedestrian culture therebzv car
3 ere

10 opportuniti
- ies for
ships. the chance encounters that turn into friend




18 WALKABLE HIA

When it came time to launch a new apparel division, they
Jdecided to base it in Portland, Oregon.

Since that time, Wolverine has set up
along with three other top West Michigan companies i down-
town Grand Rapids. According to Blake Krueger, Wolverine’s
and CEO, the company needed “an urban hub that
d retains the millennial creative class. You need a vi-

for these people. Downtown, theyre ina

e live/work/play environment than if they are stuck
> This facility now includes designers and

product developers across 2 dozen different brands.
For many companies, an urban satellite is not enough. Brand

Muscle, formerly of lealy Beachwood, Ohio, recently relocated
Cleveland, thanks in part

anew innovation center

president
attracts an
brant city heartbeat
more creativ
out here in suburbia.

all of its 150 employees tO downtown
to the desires of alargely twentysomething workforce. Now staffer
about her arban lifestyle: “We can leave

Kristen Babjack brags
1k five feettoa restaurant to get something

our apartment and wa
to eat, or to g0 shopping. We have all of our arenas and sporting
ch walkable area””® Simi-

areas and concerts all in one pretty mu
the news in Saint Louis, Buffalo, and even

lar stories are making
in beleaguered Detroit.
The economic adva
walkable places can be attr
certain segments of the popul
atives.” urban living is simply more appe
caught dead anywhere else. Second, mass
occurring right now mea that these pro—urb
population are becoming dominant, creating a spike 1
last for decades. Third, th

that is expected to
walkable life generates considerable savings fo

ntage that has already begun to accrue to
ibuted to three key factors. First, for

ation, chief among them young “cre-

aling; many wouldn’t be

ive demographic shifts
an segments of the

veland.” Unit
Chicago from suburb:
d Jobs Downtown” ).

eback for Downtown Cle
s to downtown
More Unite

oDavid Barnett, “A Com
thirteen hundred of its employee
Township, Tllinois (Fran Spielman, “1300

n demand
e choice to live the
r these households,

od Airlines just moved
an Elk Grove
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THE WALKING GENERATION

When I work
ed for the town planni
the ninetie n planning firm DP7° in Miami i
Taking tranz;teveg?/on(le drove to the office, without el:;/(l;la?l n
or bicycling mad 7 eption.
forever and o g e no sense at all, as the b
visits. T 1ear1i]§ fﬁkmg \'Nas. worse than perilous. In mo;lc:es 100k
S oren s at a significant segment of the young d récent
N ow bikes or rides the bus, even th g designer
ions for either are hardly better ’ ough the condi-
These ar '
e offios kitcehgf same folks who have put a composting bin i
... s0 are they just th : i in
Itturns o . y just the exceptions to th
o miles driuvtethe;)t since t}.le late nineties, the share of aitmle?
from 20.8 percest y .Amerlcans in their twenties has droomo(i
future shifts seem ;?klust 13.7 percent. And if one looks at tp pe
year-olds who ha ikely to be greater. The number of ninef: o
L trplod sin V(;1 opted out of earning driver’s licenses h o
s ce the late seventies, from 8 percent to 23 walk
istic is particularly meani percent.!
the America Y eamnngI when one consi
. Americl; landscape has changed since the seventliiers }}IIOW
0 13 t'eens could walk to school, to the stor s, Wd en
; eld, in stark contrast to the realiti s and fo
centric sprawl. alities of today’s auto-
This tre
ent fuelnsdi}lj(egan W?H before the recession of 2008 and sub
b JP DGS, and is seen as cultural, not economic. M Sl]i )
report that “Or.llin‘e (P;(.)Wfir_hargﬂy part of the anticar .lob?)ry -
. iscussions <1 —
tions re ; y teens indicate shifts i
garding the necessity of and desire to h;ts . perzep-
ve cars.” In

'DPZ stand
s for Duany-Pl
and Elizabet] y-Plater Zyberk & Company, tl
b Plater-Zyberk, my coauthors Onpsui,urzeairzr\? ietlnded by Andres Duany
ation,
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“The Great Car Reset,” Richard Florida observes: “Younger

people today . . . 1O longer see the car as a necessary expense or

a source of personal freedom. In fact, it is increasingly just the
owning a house are seen by

opposite: not owning a car and not

more and more as a path to greater flexibility, choice, and per-
sonal autonomy.” These driving trends are only a small part of a
larger picture that has less to do with cars and more to do with
cities, and speciﬁcaﬂy with how young professionals today view
themselves in relation to the city, especiaﬂy in comparison to
previous generations.

Born as the baby boom ended, I grew up watching three tele-
vision shows almost daily: Gilligan's Island, The Brady Bunch,
and The Partridge Family. While Gilligan’s Island may have
had little to say about urbanism, the other two were extremely
instructive. They idealized the mid-twentieth-century suburban
standard of low-slung houses on leafy lots, surrounded by more of
the same. This was normal and good. As a would-be architect, 1

was particularly susceptible to the charms of Mike Brady’s self-
built Split—level. This is not to say that there were no urban shows
on set. Isaw a good amount of four: Dragnet, Man-

on my televisi
of San Francisco, and Hawaii 5.0—all focused

nix, The Streets
on one subject: crime.’

Now, contrast my experience
with that of a child growing up in
ing Seinfeld, Friends, and, eventu
shows, the big city (in all cases New York) was lovingly portrayed

as a largely benevolent and always interesting force, often a char-
acter and coconspirator in its own right. The most urban of Amer-

ican cities was the new normal, and certainly good.

The first thing that I take away from this comparis

1 watched far too much television as a

growing up in the seventies
or around the nineties, watch-
ally, Sex and the City. In these

on is that

e To be fair, I also caught occasional episodes of The Honeymoon
Ball Show, in which the city took the form of a vague, sooty presen
dow of a cramped apartment-unthreatening but also uninviting, T

exception was The Mary Tyler Moore Show. We'll talk about her later.

child. But the real point

ers and The Lucille
ce outside the win-
he only memorable
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here is th ’
Lo _mof Vj}tn’zc;ld;}\//s young1 professionals grew up in a mass cul
was only one — o
t part—that h i
g(; (ji)volljpfervotr}?bly Igpon cities; indeed, to aspi?(sfizeﬁ\lfsepf)si(}ilthem
in the suburbs watchin ) s T,
: g shows about the s
glr:W up in the suburbs watching shows abollllt the Sl'lburbs. e
p C%lfy has been replaced by their longing © el My con
bUbble1fngg?:;;;l;jsm;?lin1?als, represent the biggest population
. Sixty-
pubt y-tour percent of college- i
ennials choose first where they want to livoe eagr(fde(()ir?l;ailed mclil'
, hen do

they look for a job.*
e jobA Fully 77
ica’s urban cores.5 y 77 percent of them plan to live in Amer-

A DEMOGRAPHIC PERFECT STORM

Meanwhil .
ijor 00;1 s,ttlhekgeneratlon raised on Friends is not th
- ;
i millennialo’o ing for new places to live. There’s a lar : only
S " parents, the front-end boomers They ger one:
every city wants—signi . are citi-
schoolkids. significant personal savings, no
And accordin i
g to Christopher Leinb
stitution e - einberger, the Brooki
Bunch/FriCeZI;lomEt who first brought my attention to t}i:ntS I;_
§ phenomenon, empty nesters want walkabilit rady
1 y:

A .
: rtleerzﬁ);c:iz?attel}i] 77 million Americans, they are full
o boomeﬁs the population. With the leading edgz
- nc;lw approaching sixty-five years old, the
G R i g't at their suburban houses are too’ bi
e toagngil days are ending, and all those emptg .
e 5 eeted, cooled, and cleaned, and thz
i gar mam‘rained Suburban houses can be
i makea dlrrrgf especially as aging eyes and slower re-
o lilv;ﬁg everywhere less comfortable. Free-
ol Coy is genera’cion means living in walkable
mmunities with convenient transit hnkage;
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pubhc services like libraries, cultural activities,

and good

and health care®

In the 1980s, my city-planning colleagues and T began hearing
from sociologists about something called a NORC, a naturally
occurring retirement community. Over the past decade, 1 have
watched a growing number of my parents’ generation abandon

an centers. My

their large-lot houses to resettle in mixed-use urb
ally jumped ship last year, moving from leafy
setts, to only—slighﬂy—less—leafy but much

Center. For them, that increased
nce between an essentially
hope will be several de-

own parents fin
Belmont Hill, Massachu
more walkable Lexington
walkability means all the differe
housebound existence and what we all

cades of continued independence.
On the cusp of their eighties, MYy

d late adopters. But as pre-boomers, th
what is to become 2 torrent. Leinberger notes how,
11 be turning sixty-

an average of 1.5 milljon Americans wi

every year, quadruple the rate of decade ago.7 This rate will not

begin to plateau until 2020 and we will not see it return to cur-

rent levels until 2033.
TIn combination wit

ing boomers will numerically

rearing age who typically prefer the s
convergence represents “the biggest demographic event since

the baby boom itself8 Of the 101 million new households ex-

pected to take shape between NOwW and 2025, fully 88 percent
¢ childless. Thisis a dramatic change from 1970,

parents could be consid-
ey represent a trickle of
starting now,
five

ere

h their independent children, these retir-
overwhelm those families of child-
uburbs. This upcoming
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lo
UPC iiiﬁofis?ﬁh? size of their backyards. “This fact will
As thEt curllrelltllte . Ifel,nberger observes.” e epen
L ofton vt rstjtt;stlcal oddit?/, a parent of young children
parks to benefit familie O;i s PUth schools and neiéththOé
not fully thrive in the :Eserlle;zlz(fi freople that a community can-
we all su any generational cohort, sinc
v buﬂdpf;)lztc C();(;alilojeher. I like to quote David Byi?:;;nce
city for all people ’d@lfn(;l t}./ for children, we can build a suéeess\fvel
that T lived comfort blls fl s true enough, but Iam often remindeud
treme exceptions toa ﬂy{ or a full decade in one of the most ex
could casily go for & mlat 11rule, Miami’s South Beach, whereli
ot o kit on’F 1 at a time without a stroller sightin
thirty-five and ﬁfty‘gvsélggbmhoo{l appeared to be betwee%
Yet South Beach was a;lcdnreggzisseemed (productively) fertile
cially, an ; v a great place i |
. th>e futifg(;??;clalz De?nogra‘phically spgaking]fﬂ;}ditclilge;cj—
That seems to }Ze f}ﬂerloan C.lties. 1
where the past decade he case in walkable Washington, D.C
o Dot 3\:;15 seen a 23 percent uptick in the r;undoe;
1 fioreased number fendy "md thirty-four, simultaneous with
Meanwhile, the numbo a ulte in their fifties and early sixtie
by 20 percont. ! er of children under fifteen has dro Sd
Clearly, L'einberg ' o
these - er is optimistic about the la i
ment will take a 51:: t-up demaed for walkable urban deVeloes
industry and put : £ Tatmr‘]_ It will be a boon to the real es {P'
put a foundation under the American e COHOIE;E?EG
T

are projected to b
when almost half of all households included children.” These decades, just as the -
new adults-only households won't give 2 hoot about the quality of ing the last half of t}fggs(;f}llmtlo? of I?QN— density suburbs did dur
vage . century.* Whetl o i
ge our struggling economy, he makes a cdiifl()dc?g; it can s}‘al-
case that

ption of Urbanism, 89-9

Leinberger, The O
ut many of the argu

is section, as it lays 0
4 for walkable cities. While 4 million American

tops 31 million (Nathan Heller, “The Disconu
more households with dogs than ¢

Kids Are Only a Memory”)-

eChristopher B.
central source for th
rounding the deman
1950, that pumber now
cording to USA Today, there aré now
El Nasser, “In Many Neighborhoods,

0. Leinberger’s book is:2
ments and statistics sut-
s lived alone in
ect” 110): Ac-
hildren (Hagd

peoggi will be moving back to the city
e i |
question that remains is: Will they be moving bacl
ack to

Our city, or t
5 0 someone "
valkability. else’s? The answer may well lie in its
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Christopher Leinberger was 0nce the owner of Robert
Charles Lesser & Co., the largest real estate advisory frm in the

United States, which means that he helped to build a lot of
1. He is now convinced that much of suburbia is poised to

spraw
become “The Next Sham.”™?
performance, Leinberger divides

In order to study real estate
to two categories: walkable

the American built environment i
urbanism and drivable sub-urbanism.® In the Detroit region, he

finds that housing in walkable urbanism fetches a 40 percent price
housing in drivable sub-urbanism; in
the Seattle region, that premium is 51 percent; in Denver, it's
150 percent. New York City, unsurprisingly, tops the list at

200 percent#that is to say, people are paying three times as
much per square ralkable neighborhoods

foot for apartments in w
as for comparable sub t markets, the demand

urban houses. In mos
for walkable urbanism dramatically outpaces the supply: in At-
lanta, only 35 percent 0

f poﬂ respondents who want to live in a
walkable urban place are able to find and afford it
A similar dynamic can

be found at work for commercial prop-
s. ITn Washington, D.C., walkable office space recently leased
r driv:

able suburban office space and
double-digit vacancy rates. The Wall
d similar trends nationwide: while
the suburban office vacancy rate has jumped 9.3 points since
9005, occupancy in America’s downtowns has held s‘ce'aro\y.15
Looking at these numbers, Leinberger concludes:

>

premium OvVer similar

ertie
ata 27 peroent premium ove

had single—digit rather than
Street ]oumal has confirme

an area that does not offer walkable ur-
destined to lose economic develop-
the creative class will gravitate to

The metropoht
banism is probably
ment opportunities;

since walkable urbanism is still drivable,
e. Or, more accurately, in w
with disposable income

alking is & practic

eThese categories are slightly misleading,
while drivable sub-urbanism is not walkabl
le option for those people

ism, driving remains & viab
¢, while in drivable sub-urbanism, W

to spend in traffi
dvantaged people with no choice.

only by the least a

alkable urban-
and time

e undertakenl
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those "0 are:

rang(; ;ﬁi S ar eis; jthat offer multiple choices in living ar-

i cmd ]5et :Ootorlslj)rnel' surveys in downtown Phil-

e 1f1r1 2006 have shown, this seems to

o particul y\ .1 ue for rlre well-educated, who seem t
predilection for living in walkable urban places 1(;

This growi .
o thg runlqlfl\g‘demand for pedestrian—friendly places is reflected
et I%V(}y success of Walk Score, the website thaf Cl e
by Mot % hborhood walkability.® It was started on a lark i C;(; -
att Lerner, Mike Mathi a lark in 2007
. ; eu, and Jesse Kocher
in a softwar ) se Kocher, three pa
S Salet c(o;ripaély with the incongruously au’comotis el rtners
eat. “I had heard a stor name
Ell la]1d~— P . . A Oly on NPR 'clbOut fOOd 1 o 1
y Oug>, L labeling food with how far it had to travel tmlleS o
, L.erner , « ¢ 0
r told me recently, “and I thought, why not il?it tg
; stea

11 S ! s dl1y Y y
measure [l()llS(? H lll(f; 110VV man ll]lle M
S l 01 our ll()llSe ou hd(i

tO go fOI (iall} eIldIldS‘
Addl’(iSb(i? ar Cte or1es VIt a Score O
“ee(!e(] i() Cross 1 e i H(fsh() (] I O 7 le 187 t [() omety, (Zt

walkable. .

thing <o fee\é%nty pomts earns a very walkable ranking, and
Chinatown qua;‘ﬁes as a walker’s paradise. San %r dnci(mx.
atown earns a 100, as does NYC’s Tri ' ancisco’s

les's M ‘ s C’s Tribeca, while L

92 Nikﬁil(l)ﬂ?zd Drive rates a 9. South Beach in Mian(r)ri Antg,&
neadquarters in Beaverton, Oregon, comes i tge s a
’ nat acar

depend .

V\;?al’}ii jgt éZ, V&ihlIlJe tire street address of the nationally acclaimed
uru” Leslie Sansone, of a1me

has a Walk Score of 37.° one, of New Castle, Pennsylvania,

94 i
coor
C?ldmg to Lerner, once a crude version
> ve " . .
people about the site, and we had 150,000 was up and running, “I emailed twent
o g d h : .. 2 d 7
nOW serves up more the - > unique visitors the next day.” Y
one if i ore than 4 million scores daily. xt day.” Walk Score
i he fascinating things about Walk Sc N
hat it currently measures only < core is how accurate it is despit the f
tions. S ; M Fantihs v one aspect of walkabili ’ e the ract
. Specifically, the algori walkability: proximi ;
“ > algorithm asks proximity to daily destin:
ent ‘ameni S asks how far one is (¢ y destna-
ity categories,” i i e is (as the crow flie ) fr . .
Le ds gories,” including shoppi . s) from nine differ-
iscussed ahéad, tr g shopping, dining, coffee, parks, :
Wl 5 a egd, true walkability depenas dl'ﬂnt"itic I , parks, and schools. As will
ore doesn’t m amatically upon so m:
. easure— ; . many other fz
cars— but i fa such as the s actors
its failure ( he size of the block
so far CASULL ocks and the
4 Convenient coincide £ >1to measure these attributes doesn’t hurt it tle speed of the
cdence: a : r irt it too
almost all of the places in America with ma dnflfL e
any ditterent uses
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Score has become a big hit with real estate
agents. Driven by their demand, the Front Seat team has recently
developed Walk Score Professional, a subscription site that al-
ready boasts links from more than ten thousand other websites,

most of them belonging to realtors.
I spoke with one of these agents, Eva Otto, whose face adorns

2 testimonial on the Walk Score homepage. She is confident that
Ikability is the make or break for some

“in a place like Seattle, wa
can add 5 to 10 percent to a person’s willingness to pay
handles, she places the Walk

Tellingly, Walk

buyers. It

for a house.” For each property she
Score website amenity map inside the house in an obvious place.

She comments that her buyers are increasingly aware of “how
surprising and delightful your quality of life can be when you
don’t have to get into a car to g0 every place in your life besides
home.”
1f Walk Score is so useful in helping people decide where to
live, then it can also help us determine how much they value
walkability. Now that it has been around for a few years, some
resourceful economists have had the opportunity to study the re-
lationship between Walk Score and real estate value, and they

fic. Mixed uses

possess smaller blocks and slower—speed trafl
the traditional

and pedestrian—friendly streets are both part of one common model (
urban neighborhood), while isolated uses and unwalkable streets constitute the other
(sprawl)‘ Where the algorithm begins to fail is in high-intensity, commercial edge cit-
ies. Here, a preponderance of retail outlets cranks up the score, despite the fact that
the only walking occurs in gigantic parking lots. For this reason, sprawl poster child
Tysons Corner, Virginia*straight from the cover of Joel Garreau’s book Edge City—
earns an impressive 87. This puts it two points ahead of my own U Street neighbor-
hood in Washington, D.C., even though half my neighbors don’t own cars and walk to

everything. Living car-free in Tysons Corner, if not actually illegal, is still a preposter-
ous concept.

Happily, the developers are hard

called Street Smart impressively manages
speed into account. This new version will eventually replace the

by the time you are reading this. But Lerner and his team ar
quickly: “When we make the change over to Street Smart, a lot of people’s score
change, so we want to have a long beta period to work out any issues.”

[
in close proximity tend to

at work refining the algorithm. A new version

to take block size, street width, an

d vehicle
original one——perhaps
e wary of moving too
s will
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have put a pri i
price on it: five | g -
o ve hundred to three thousand dollars per
In hi ite e
HOWI;V ;kaSiFe pdpor for CEOs for Cities, “Walking the Walk:
o adl ity Raises Home Values in U.S. Citiest’)’ Joe C -
i]ﬂgﬁfte(;cl)1 fn ) 81[’( fata for ninety thousand distinct ilome s;)lr;
rkets nationwide, places like Chi
! ide, cago, Dallas, :
{zcilr(;oz\cfilie. After oontrolhng for all other factors gthat a?e ?i;;\?d
o1 .t V};O ! tzuse price, heefound a clear positive correlation in aﬁ
oo Co(zi;(rrr}llzir?ets.dh;l a typical example, Charlotte, North
R ound that an incre i :
o rtrig ase in Walk Score fr
the, ]izztlzopilta? iwgrage }?f 54 (somewhat walkable) to ';f (;((2)11];
rrelated with an increase i
‘ ) se in average ho i
r(;);lt $0280,OOO to $314,000.17 That’s two thousagnd d(l)llslzrsp o
ferest,inrltwo hundred thousand dollars across the full scale 1;16 i
e Og y, two hundred thousand dollars is about the minin.m;
o you can pay for an empty buildable lot in the mor
able parts of Washington, D.C. more welle
a (})li 1oj((l)urse, it’s generally useful to back up the data by askin
foal le(l)nz( \x;hat they want. The market-research ﬁrmyBeldergl
Sossonelo & l‘ceAwart polled several thousand American adults
al Association of Realtors, and
Ll ' ' , and found the following:
Cent)eilv sellzctmg a community, nearly half of the public (:’;Vliclg.
o oo prefer to live in a city or a suburban neighborhp rol
. tﬁemm of houses, shops, and businesses. . . . Only one iniz
On}i the }é} Wouldh prefer a suburban neighborhood with housen
mn)lfl.qe t ‘1ven that the vast majority of the American built e 'S
nt is currently the latter, it is no surprise that the demnvg
2 an

®The outliers wi
were Las Vegas and B:
lacking in traditi gas an akersfield, California, two citi .
study %f therzsf;tl]o?al urbanism (Cortright, “Walking the \;V'ﬂko”c.‘glels almost entirely
s . alk,” 2). In
positive COrreIaﬁ;?EtOAn’ DC region, Chris Leinberger and Mariela If;ﬁbmoref eeet
ties, they state that “gO}S]S :ll market segments. Referring to Walk Score’s ?110 ound a
ach step up the walkability I ve catego-

nual office rent i p up the walkability ladder adds $9 per squar
apartment rentsS;I?g II::; Isq;;‘;e foot to retail rents, more thar? ;3;%1‘;;&“ tf] o
berger © ’ rly $82 per square foot to h R X month to

ger, Now Coveted: A Walkable, Convenient Plac(;l”n)e values” (Christopher B. Lein-
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for walkable urbanism already outpaces the supply. This dispar-

ity is only going to get bigger.

THE WALKABILITY DIVIDEND
low responsible for the Walk Score

i . value study cited above, published a report called “Portland’s
Dividend.” in which he asked the question: What does Port-
uite a lot, it turns out.

1d describe what makes Portland

different. Clearly, it is not Manhattan. It is not particulaﬂy big or
particularly small and its residential density, by American stan-
dards, is pretty normal. It has attracted a good amount of indus-
try lately, but has shown no great historical predisposition to do
so, nor is it gifted with mineral wealth. Tt rains a lot in Portland

and, interestingly, locals pride themselves on not using umbrel-
las. Perhaps most fascinating is the way that Portlanders refuse
fit’s 1:00 a.m. on a tiny two-

to disobey DON'T WALK signs, even i
lane street swathed in utter silence . . . and even if a blithe east-
coaster is striding happily into the intersection (I'm not naming
names here).

But what really
to grow. While most

In 2007, Joe Cortright, the fel

Green

land get for being walkable? Q

To set the stage, we shou

makes Portland anusual is how it has chosen
American cities were building more high-
ways, Portland invested in transit and biking. While most cities
were reaming out their roadways to speed traffic, Portland im-

plemented a Skinny Streets program. While most American cit-
ies were amassing a spare tire of undifferentiated sprawl, Portland

instituted an urban growth boundary. These efforts and others
like them, over several decades—a blink of the eye in planner

time—have changed the way that Portlanders live.°

nd has not been spared its spare tire

® Tp be accurate, Portla
smaller and more con

urban growth boundary, this area is

been otherwise.

of sprawl. But thanks to the
tiguous than it would have
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This i i
y bicwhziarf:is iitbdra.lme}t?cwwere it not for the roving hordes
ot e ,O o i e‘ 1nv131ble~but it is significant. While al-
ot cery ofher merican city has seen its residents drive far-
chor and far trafﬁve;y year a)nd spend more and more of their
e oo 1\CI,Oworzloai:ld S vzhicle miles traveled per person
area;, P(ﬁ'tlanders on averagg E(lirreivet;()(g}elre(ferr:‘z?eosl; gl ctropolicn

ma .
oo (foi};?ﬁf Not .re?ally: according to Cortright, this 20
savings each year. Svfheirdclltel;izllsgzgayi ;dds D oon o
savr r, ' y 1.5 percent of all per
ineo :de i(;aglaef({ii (1:11 thekreglon. {&nd that number ignores gmseo:si
s o s . Fez tra.vel times have actually fallen from 54
inates day to 43 minutes per day.?® Cortright calculates
provement at another $1.5 billion. Add those two d

amO\l}l‘]]]gS together and you're talking real money; o doll
. mosit i}];zp;pensd to these savings? Portland is reputed to have
e it};er% hent.bo.okstores per capita and the most roof
St T]i)hes. le'crty is also said to have the most strip clubs
document.ed aboiec aims are all exaggerations, but they reflect a
mertad above -average consumption of recreation of all kinds.
cities except Seatt?er:;?l;;ar?tlirger'Capitg e large

; neisco. Oregonians al
zgﬁ;;dsza;ﬂy ncllore' than most Americans orbl alcohol,;? \Szflizﬁ

good thing or a bad thing, but in an

glad they are driving less. e malesyou

M -
! (()):: Isigerilﬁ:anﬂy, whatever they are used for, these savings
- (})fn eo stay local than if spent on driving. Almost 85
economyzz__mug;q exg:)'ended on cars and gas leaves the local
L e of it, of 09urse, bound for the pockets of
L t}; anes', A ﬂgmﬁoant amount of the money saved
- ousing, since that is a national tendency: i-
; at spend less on transportati o
ot p ! ion SPGnd more on their homes, 23

e , u. a.s ocal as it gets.

using and driving connection is an important one
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and has been the subject of much recent study, especiaﬂy since
kyrooketed, While transportation

transportation costs have s
used to absorb only one-tenth of a typical family’s budget (1960),

it now consumes more than one in five dollars spent.” All told,
the average American family now spends about $14,000 per year
driving multiple cars.2* By this measure, this family works from
January 1 until April 13 just to pay {or its cars. Remarkably, the
typical “working” family, with an income of $20,000 to $50,000,
pays more for transportation than for housing.*

This circumstance exists because the typioal American work-

ing family now lives in suburbia, where the practice of drive-til-
you—qualify reigns supreme. Families of limited means move
farther and farther away from city centers in order to find hous-
ing that is cheap enough to meet bank lending requirements.
Unfortunately, in doing so, they often find that driving costs
outweigh any housing savings.?° This phenomenon was docu-
mented in 2006, when gasoline averaged $2.86 per gallon. At that
time, households in the auto zone were devoting roughly a quar-
ter of their income to transportation, while those in walkable
neighborhoods spent well under half that amount.?’ ;

No surprise, then, that as gasoline broke $4.00 per gallon
and the housing bubble burst, the epicenter of foreclosures oc-
curred at the urban periphery, “places that required families
to have a fleet of cars in order to participate in society, draining
their mortgage carrying capacity,” as Chris Leinberger notes.
“Housing prices on the fringe tended to drop at twice the metro-
politan average while walkable urb
tain [its] value and [is] coming back nicely
today.”*® Not only have city cent

but walkable cities have fare
erine Lutz and Anne Lutz Fernan
the largest drops in housing value

Anne Lutz Fernandez, Ca'rjacked,

o(Catherine Lutz and
70 percent from 1969 to 2001 (Chuck

household increased
man, “Growing Wealthier,” 3).

an housing tended to main-
in selected markets
ers fared better than suburbs,
d better than drivable ones. Cath-
dez note that “the cities with
(such as Las Vegas, down

80. Vehicle miles traveled pet
Kooshian and Steve Winkel-
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37
Witie}rlzelrslglhave i)een ihe most car-dependent, and the few cities
Loust % gtes agaltins ... have good transit alternatives. 2
s ae\gs lor Orlando and Reno, but it's good news
o Forti froﬁi ;3 n1 : a'so for Washington, D.C., which continues
e o ar 1er11ni/estments in transit. From 2005 to 2009
e et pct)pllg ation grew by 15,862 people, car registra-)
seumn, in itz Intei)lsigent’o((])i?ie/: 11111: %cest. e Hational Bujlding .
: . itiative, notes that this reducti
in auto use resul 3 e
ph auto e yesn T‘lc; ;1; Caﬁ }I/reu;(r:lni as 127,275,000 being retained in
Those a i
ltional ceomomic benehts o anlling, Wbine oo o
dd : king, biking, and taki -
isriltdiiici;ieji?agie eYioence her.e is a little mo%e scarce, %%itrfﬁle
e distinctionptosgwe. Ignoring the health benefits, there is a
- lj e i}rlieide in the category of job creation. Road
o ba}é © . wit its big machines and small crews, is no-
Horlously bad at 'itni)riasmg employment. In contrast, the con-
o bie ;t ikeways, and sidewalks performs 60 percent
o o er. A study of President Obama’s American
coovery : vestment Act documented a 70 percent em-
fha?[/ ne pre.mlum for transit over highways. By this measure
- i 'Obcreliiiion prograin Would have created fifty-eight thmisanoi
jobs if its road-building funds had gone to transit instead.*

?National Building Museum Intellige iti
o Bulding ) ; gent Cities Initiative poster. By m im: is
oy S{zrfi;;i? iO; 2099, Wheri 15,(?00 Bushies Werep replacec}l] byYS%Sg(%a(t;l;;hl‘s al‘l
Sy Jush staffe , ais;l fi),m.t of pride, lived “beyond the beltway” in rec{—state Y% irm'dl'l'&
s hkel;, " S,“l, ai study determined that living in a transit-oriented ngl‘mla.
e o <1;ete a ISotal of about $750,000 over a lifetime, most of Vel’llg 1]-
s Smcz " .1e1“ .ewman, Timothy Beatley, and Heather ’Boyer Res\']l 'IC X
S o O(Q (,O 11;1; erfilzc;\;tedlfrm:’the typical household budget/ayllow; :in:c
? ) age, | A g shi :
i:/l;;f;]sal:llzset il:;?fd only 20 percent f§o§1 thesire ;g;}io i;fi;;l;?o\x?;hlggmn oy
A study of e;pe;(sli\tlilrlees" Bal B
= > . in Baltimore showed that while each milli
= ;J:shsz(iell; Jobs:, each mi]lion spent on pedestriandf:}::ii]i]tligzone;pé'nt (c)in o
ion spent on bike lanes created more than fotli‘%eef;g}e) (E}]{ev'edn
s (Heidi

Garrett—E ier, © t ek Bic y Cle and P‘O&d
i eltl o1, “Estimatin )

s a th
Infr astructy 1'6;” 2) g th MpPioy: ment Impacts of Pedestl ia n, Bic ¢ :
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al level? Portland has spent

ities over the past several
tandards—

How does this translate at the loc
roughly $65 million on bicycle facil
decades. That is not a lot of money by infrastructure s
it cost more than $140 million to rebuild just one of the city’s
freeway interchanges.®® Yet, in addition to helping to boost the
aumber of bicyclists from near normal to fifteen times the na-
tional average,” this investment can be expected to have created
close to nine hundred jobs, about four hundred more than would
have come from spending it on road building,

But the real Portland story is neither its transportation sav-
ings nor its bikeway employment, but something else: young,
smart people are moving to Portland in droves. According to
Cortright and coauthor Carol Coletta, “Over the decade of the

1990s, the number of coﬂege-educated 95 to 34 year—olds in-
creased 50 percent in the Portland metropohtan area—Tiive
whole, with the fastest in-

times faster than in the nation as a
ed in the city’s close-in

crease in this age group being record:
neighborhoods.”“ There is another kind of walkability dividend,
aside from resources saved and resources reinvested: resources
attracted by being a place where people want to live. This has
certainly been the case in San Francisco, where headhunters for
companies like Yelp and Zynga (the social-gaming developers
who created FarmVille) actively use urbanism as a recruiting tool.
“We're able to attract creative and tech talent because we are in
the city,” acknowledges Colleen McCreary, Zynga's head of hu-

man resources.”t

Ultimately, th
has even deeper causes.

at urban productivity

ough, it would seem th
evidence that dense,

There is mounting

2 According to the census, Portland’s bicycling mode share is 5.8 percent, and local

studies place it at just under 8 percent. The national average is 0.4 percent.
#“The Young and the Restless” 34. As the number of college graduates ina metropoli-
tan area increases by 10 percent, individuals’ earnings increase by 7.7. This applies even
to non—college graduates in the city because their productivity rises, to0 (David Brooks;

“The Splendor of Cities”).
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wz'lfabllqe cities generate wealth by sheer virtue of the propin
gb\l/i}; that Fh.ey ofjfer. This is a concept that is both stuEniE 1
obvi us~1—01t1es exist, after all, because people benefit from Co%ny
1(eg te%eft 1er——and tantalizingly challenging to prove.® This hasn't
étfw ;rt r;m t(}ile }?gs of some of our leading thinkers, including
rand, Edward Gl ' : ] '
sovart | aeser, David Brooks, and Malcolm
howsr};izfig% at the Aspen Institute, David Brooks pointed out
.S. patent applications, when they list simi
that influenced them, poi ’ s patne
, point to other innovators |
t _ : ocated less th
a\?/f}i:yU ﬁ\{e m.ﬂes ?way. He also mentioned a recent experimeﬁ
niversity of Michigan, where “resear
, chers brought

of 1people together face to face and asked them to plgay Ergi‘gis
iu ; f}?operatlon game. Then they organized other groups anci

ad them communicate electronicall

. : y. The face-to-face

thrn}/;ed. The electronic groups fractured and struggled,”32groups

ace-to-face collaboration is, of course, possible in any set-

ting. . ..
d1eg But it is easier in a walkable city. Susan Zeilinski, managin:
'tli’}(ietor of tIhe University of Michigan’s SMART Centel‘ iut%
it this way: “In Europe you can 7
et five good i i
T et g g meetings done in a
d , maybe three, and in Atl
) , anta, maybe two, b
- , maybe two, be-
hali:] >Z%u ve gone way, way farther and way, way faster but you
een in an accessible place that all

Gt . ' allows a lot to happen.

euve sipent a lot of time sitting in traffic.”® This discfszion
ral i i .
- i:}s{ : arger thioretlcal question that scientists have just begun

on: are there underlying uni :
e ying universal rules that govern the
Th « . .
. l;a 1t.heoretmal physicists Geoffrey West and Luis Betten-
WithOme 1eve eo. T:hey do not believe in urban theory—"a field
principles”—they are interested only in math. “What

*More than twenty- - s
mance of thirtyfzfglivleqz;a;,s ‘dl%o, Wlnlam Whyte’s research tracked the stock perfor-
and found that they appreci ork City companies that chose to relocate to the suburl
B that had dia ()1’ appreciated at less than half the rate of thirty-five similar ~
yed put (Whyte, City: Rediscovering the Center, 294 951)ml weomp
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* West notes, “is that when people come

tooether they become much more roductive.” Do the same
| 4 y P
physical laws work in reverse? Writing about West’s research in

b ﬂ The New York Times Magazine, Jonah Lehrer notes:

“A new i .
A Wzv‘vt m{;eg}e of u]zban America is in the making. What used to
ite flight to the suburbs is turning into ¢ ]
! ing into ‘bright flicht’ i
o gnt tight” to cit-
ot i (I)live bec((i)mebmagnets for aspiring young adu]tgs who see
nowledge-based jobs, public tr. ion
: . jobs, anspor :
city ambiance as an attraction.”36 portation andane
Th i i
o e conventional wisdom used to be that creating a stron
quah(;}rlnyf(lzefme ﬁriti, fand that increased population and a highe%
of lite would follow. The conv
puali . . erse now seems more likely:
' : e ikely:
ceeedtm% a hlghe{) quality of life is the first step to attracting ne\}:v
residents and jobs. This is wh is Lei s
r y Chris Leinberger beli
all the fancy economi oo
ic development strategi
. ‘ . ies, such as develop-
ing a biomedical cluster, an : ol
, an aerospace cluster, or whate
: : ) ver the
iz?ienltd economic development flavor of the month’ might be, do
old a candle to the power of a great walkable urban place 37

the data clearly shows,

In recent decades, though, many of the fastest-growing
cities in America, like Phoenix and Riverside, Calif,
have given us a very different urban model. These places

blic spaces for affordable single-

have traded away pu
family homes, attracting working-class families who want

their own white picket fences. West and Bettencourt
point out, however, that cheap suburban comforts are
associated with poor performance on a variety of urban
metrics. Phoenix, for instance, has been characterized
by below-average levels of income and innovation (as
measured by the production of patents) for the last 40

years.?

I

recent Environmental Protection

Agency study that found, state by state, an inverse relationship
between vehicle travel and productivity: the more miles that
people in a given state drive, the weaker it performs econom-
ically. Apparently, the data are beginning to support the city
planners’ bold contention that time wasted in traffic is unpro-
ductive.

In contrast, the Portland metro area is now home to more
than twelve hundred technology companies. Like Seattle and
San Francisco, it is one of the places where educated millennials
are heading in disproportionate numbers. This phenomenon is
what the demographer William Frey has in mind when he says:

These findings align with a

®Kooshian and Winkelman, “Growing Wealthier,” 2. This correlation seems es eciall
g P Y
t would allow them

meaningful, since wealthier people have the disposable income tha

to drive more.



