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Summary

This thesis argues that urban sustainabihty cannot be reached without city inhabitants 

becoming more connected and engaged with their city and participating (inter)actively in 

planning their environments. It acknowledges that there is a need to do more than just 

requiring people to change the ways in which they use the city (e.g. switching from car to 

public transport without necessary infrastructural change); rather, it is considered 

essential to actively (and creatively) involve people in the process of change, in order for 

them to make sense of what needs to be changed, why and how.

Drawing on a transdisciplinary body of literature, the research identifies an important gap 

in relation to current approaches to developing the city, which represents a barrier for its 

sustainable development. The gap consists in a mutually impoverished situation regarding 

the governance of city development, for both city inhabitants and city decision-makers. 

This is principally due to a lack of knowledge regarding how inhabitants experience the 

city, together with a lack of effective and meaningful public engagement mechanisms. In 

turn, this results in difficulties in incorporating people’s real needs into plans and policies 

and a consequent possibility of unsustainable development of the city.

In order to address this gap, the research uses Dublin City as a case study and an everyday 

mobilities lens for studying the city and inhabitants’ interactions with it. The thesis argues 

that mobility can provide useful clues regarding the links between everyday life practices 

and the ways in which cities are designed, used and governed. An experimental and 

multi-method approach is adopted, which includes: survey with sample population, aimed 

at obtaining an overview of mobility practices of Dublin City dwellers; and ethnographies 

o f mobility, aimed at exploring the broader context of mobility practices, and at 

identifying ways of eliciting and representing data on inhabitants’ movement and city 

experiences (i.e. experiential data). The ethnographies include interviews and a hybrid 

diary study, combining self GPS-tracking, photography and text. These are followed by a 

series of spatial experiments, aimed at investigating how experiential data, and the ways 

used to gather and represent them, might inform a tool for engagement between ordinary 

city inhabitants and city decision-makers.

The thesis highlights factors shaping inhabitants’ mobility practices and the ways they 

challenge the achievement of a more sustainable city. Moreover, it puts forward an
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engagement platform, entitled ‘Urban Spacebook’, which draws on the overall research. 

This is conceptualized as an interactive map-based platform for engagement between 

ordinary city inhabitants and city decision-makers, which merges aspects of social 

technology (e.g., Facebook) with visual representations of movement and city experiences 

(e.g., GPS-based maps). The platform is put forward as a way of addressing the identified 

gap in the governance of city development. To city inhabitants, it offers opportunities for 

proactive and ongoing engagement in the development of their city, which can enhance 

current engagement processes. To city decision-makers, it offers practical access to data 

on how inhabitants experience the city and movement through it, which can complement 

presently-considered quantitative data. This is needed in order to better understand how 

inhabitants use the city (e.g., through movement) and the why behind their decisions -  and 

consequently, in order to develop policies that can enhance urban sustainability.
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1. Introduction

“( ■ ■) And then cam e the grandest idea o f  all! W e actually made a map o f  the country, on the scale 

o f a mile to the m ile!”

“Have you used it much?” I enquired.

“It has never been spread out, yet,” said M ein Herr: “the farmers objected: they said it would cover  

the w hole country, and shut out the sunlight! So we now use the country itself, as its own map, and 

1 assure you it does nearly as well. (.,.)”

L ew is Carroll, Chapter I I :  “The Man in the Moon  ”, Sylvie an d  Bruno Concluded, 1893

1.1 The research context

This transdisciplinary thesis uses an experim ental m obility-focused approach to 

investigate sustainable city developm ent. The research exam ines the relationship between 

city inhabitants and their city, identifies barriers to a m ore sustainable city and explores 

potential solutions.

Cities and climate change

W e are living in an increasingly urbanized world. In 2008, for the first tim e in history, the 

global urban ' population exceeded the rural population; since then, m ore than half o f the 

planet's population lives in cities (Nevens et al., 2012). The w orld’s population is 

expected to increase betw een 2011 and 2050 by 2.3 billion -  that is, from 7.0 billion to 

9.3 billion. At the same time, the population living in urban areas is projected to increase 

from  3.6 billion in 2011 to 6.3 billion 2050, m eaning that alm ost 70%  of people will live 

in cities. Indeed, by m id-century the world urban population will likely be the same size 

as the w orld’s total population was in 2002 (DESA, 2011).

This urban phenom enon poses significant challenges in the context o f clim ate change, as 

the rapid population grow th places strains on the dem ands for energy, buildings, and 

waste and water services. W orld-wide, cities are responsible for alm ost 75%  of the global 

resource consum ption, while they account for m ore than 70%  o f energy-related global 

greenhouse gas em issions (Nevens et al., 2012). As such, cities have been argued to

' ”Urban” can be defined as "a place-based characteristic that incorporates elem ents o f  population density, 

social and econom ic organization, and the transformation o f  the natural environm ent into a built 

environm ent.” (W eeks, 2010, p .34); while rural indicates any place that is not urban (ibid).
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represent the arena where “the battle to ensure that our planet remains a hospitable and 

sustainable home for the human species will be won or lost” (Strong, 1995, cited in 

Girardet, 2008, p.3). Cities play therefore a principal role in the pursuit of sustainability 

goals and over the past two decades they have been recognised as playing a significant 

role in relation to climate change -  both in the policy arena and within the research 

community (Bulkeley and Castan Broto, 2012).

Nevertheless, since the initial introduction of the notion of sustainable development in the 

Brundtland Report in 1987 (WCED, 1987), the term has given rise to various and 

contested interpretations. Its definition -  “sustainable development is development that 

meets the needs of the present without compromising the ability of future generations to 

meet their own needs” (ibid, p.8) -  initially suggested a threefold commitment to 

environmental protection, social development and economic growth. However, this 

definition is argued to remain vague in relation to the actual needs that might be included 

in these three areas (Davies, 2012), while it has also been criticised for being 

anthropocentric (Wheeler, 2004). Commentators such as Diesendorf (2000) suggest that a 

more precise definition should explicitly identify the protection and enhancement of the 

natural environment and social equity as goals of sustainable development.

While cities may be the locations where most unsustainable issues originate, they also 

offer significant opportunities for change and could act as the fulcrum point around which 

sustainable development may be achieved in the future. For example, cities represent 

basic units for policies that can have significant environmentally beneficial consequences, 

both locally and globally; as such, municipalities are now seen to have the potential to act 

as leaders on sustainability issues (Nevens et al., 2012). At the same time, the ongoing 

and rapid urbanization trend offers opportunities for a faster transition to sustainability 

through inherent forces of agglomeration, increased innovation and increased wealth. 

Nevertheless, urban growth is argued to require good governance structures in order for 

this transition to take place (ibid).

Technology and cities

Developments in Information and Communication Technology (ICT) have opened up 

opportunities for dealing with the significant challenges posed by this rapid urbanization 

trend. Some of these challenges include power and water supply, traffic management and
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waste disposal, and ICT com panies have taken a central role in developing w ays of 

dealing with these issues. The aim o f m aking cities more efficient in their use o f resources 

by em ploying developm ents in technology has led to the concept of ‘sm art cities’. A city 

is considered to be ‘sm art’ when "‘investm ents in human and social capital and  traditional 

(transport) and m odern (ICT) com m unication infrastructure fu e l sustainable econom ic  

growth and a high quality o f  life, with a wise m anagem ent o f  natural resources, through  

participatory governance” (Caragliu et al., 2009, p .6, italics in original).

Sm art city forerunners include large conurbations such as San Diego, San Francisco, 

O ttaw a and Brisbane, now follow ed by other cities, including Southam pton, Newcastle, 

Edinburgh and M ontreal (A llw inkle and Cruickshank, 2011). Brand new cities are also 

being built to be smart. An exam ple is Songdo City in South Korea, built on landfill and 

w ired for broadband access by Cisco System s. Another exam ple is M asdar, outside Abu 

Dhabi; this is envisaged as an urban oasis where private autom obiles will be banned and it 

aim s to produce zero waste. Indeed, solving problem s raised by urban m igration is now 

considered a tangible business -  the revenue from  smart city technologies is forecast to 

surpass $20 billion in 2020, with a cum ulative total o f $117.3 billion from  2013 to 2020 

(Navigant, 2013). IBM alone planned about 2000 projects by 2011 (Norton, 2011), while 

their high-profile cam paign on smart cities illustrates the pressure cities are currently 

under in order to becom e smarter:

An urbanizing world m eans cities are gaining greater control over their 

developm ent, econom ically and politically. Cities are also being em pow ered 

technologically, as the core system s on which they are based becom e instrum ented 

and interconnected, enabling new levels o f intelligence. In parallel, cities face a 

range o f challenges and threats to their sustainability across all their core system s 

that they need to address holistically. To seize opportunities and build sustainable 

prosperity, cities need to becom e “sm arter” . (IBM , 2010)

The focus on technology and the involvem ent o f large ICT com panies in the developm ent 

o f smart cities has recently given rise to a debate regarding the needs these endeavours are 

actually aim ing to meet. An im portant question in this debate is w hether such 

developm ents are concerned with m eeting the corporate needs o f m arketing cam paigns 

(and consequent com petition am ong cities), or w hether they aim  to bring about the social 

intelligence needed for cities to really be smart (A llw inkle and Cruickshank, 2011). W hat
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it is argued is that the tendency has been for ‘smart cities’ applications to be almost 

exclusively entrepreneurial in oudook, thus undermining the more collaborative aspects 

of the networking paradigm brought about by developments in ICT. Indeed, such 

applications are seen to be about economic growth and competitiveness in the global 

knowledge economy, rather than about a rebalancing of power between the use of 

information technology by business, government, communities and ordinary people who 

live in cities (Hollands, 2008).

Nevertheless, the opportunities for interaction and collaboration that ICT offers are 

significant in the context of achieving smarter cities. Rather than technology being the 

answer to urban problems (or having the capacity to build smarter cities), it offers the 

possibility to empower and educate citizens in order for them to have the capacity of 

engaging in debates about their own environments. From this perspective, a ‘real’ smart 

city is defined by some as one that uses ICT as a way to “enhance democratic debates 

about the kind of city it wants to be and what kind of city people want to live in” (ibid, 

p.316).

Towards sustainable city developm ent in Ireland

Sustainability issues are an important part of the policy-makers’ agenda in Ireland. At a 

national level, this is illustrated by the adoption of a National Sustainable Development 

Strategy (NSDS) (DoECLG, 2012a); at a regional level, a significant example is the 

sustainability reporting undertaken annually by Dublin City Region in order to establish 

the vision for the city and monitor its progress towards sustainable development (DCC, 

2012b); and at a local level, it is illustrated by the adoption of a sustainability framework 

to guide the Development Plan of Dublin City (DCC, 2010). However, an emphasis can 

be observed on economic and technological aspects, which has been reinforced by the 

economic crisis experienced in 2008 and the consequent focus on low-cost or no-cost 

policy solutions (Pape et al., 2011). In this context, concerns with competition and growth 

are argued to have taken precedence over social, cultural and environmental aspects 

(McGuirk, 2001). At the same time, a strong mistrust has emerged among city inhabitants 

in relation to local political institutions, which is connected, among others, with a 

perceived failure of local planners and politicians to address quality of life concerns 

(Scott et al., 2012).
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In response to the world-w ide trend tow ards sm arter cities and com bined with the 

econom ic recession, Dublin City has adopted a sm art city approach. Since 2010, D ublin is 

a Sm arter City ‘Test B ed’ for IBM and since 2011 it hosts the only IBM Sm arter Cities 

Technology Centre. IB M ’s collaboration with the city council, universities and industry 

partners is focused on investigating how city  data and the latest technology (mobile 

technology particularly) can be used in order to im prove efficiency in areas such as 

energy use, urban w ater m anagem ent and transportation. The aim  is that solutions 

developed in Dublin can help other cities becom es sm arter and more sustainable. One 

exam ple concerns tackling traffic congestion by jo in ing  up existing databases, as a w ay of 

im proving the present transport netw ork w ithout any m ajor redevelopm ent. In this 

exam ple, data is collected from sources that include road sensors and GPS updates from 

the c ity ’s buses, with the aim to build a digital m ap o f the city overlaid with the real tim e 

position o f the buses (M arsh, 2013).

The efficiency o f services is o f course im portant for a city to function well. How ever, it is 

im portant to recognise that a city is m ore than ju s t “hardw are” (Sassen, 2011) or efficient 

services -  it is also made up o f people’s physical, social and em otional interactions with 

their urban environm ent and other city dwellers. In relation to m obility for exam ple, many 

researchers have shown that travel is m ore than ju st getting from  A to B in the most 

efficient way possible -  a conceptualization that lies at the core o f the new m obilities 

paradigm  in social sciences (Sheller and Urry, 2006, Urry, 2007). From this perspective, 

place is seen to be constituted through the sensory and affective sensations o f doing as 

well as arriving to point B (Brown and Spinney, 2010). M oreover, the m eaning of 

m obilities and how they are practiced are also seen to be significant (Cresswell, 2010).

Thus, in view o f achieving a m ore sustainable city, this thesis argues that city decision

m akers also need to consider in their endeavours data other than those directly generated 

by technological devices (i.e. data that can be counted and m athem atically analysed). Yet, 

there is a present lack of, and difficulties, in accessing data generated by city inhabitants 

them selves and concerning their experiences -  spatial, sensorial, em otional -  o f the city. 

These types o f data (term ed here as experientia l data) are significant for a better 

understanding o f how inhabitants use the city (e.g., through m ovem ent) and the why 

behind their decisions -  and consequently for developing policies that can enhance urban 

sustainability.
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Mobility in everyday life

The ‘neighbourhood’ unit is typically seen in urban planning to be at the frontline in the 

battle for sustainability (Choguill, 2008), as it offers the possibility of making 

observations at a pedestrian scale. However, exploring the city dynamically (i.e. through 

movement) can be a more fruitful way of addressing the need for experiential data. There 

are two reasons for this. The first one refers to the importance of the relationship between 

people’s movement and the city. Indeed, as Kevin Lynch noted in his influential book. 

The Image o f the City, “people observe the city while moving through it” (1960, p.47). 

The second reason relates to developments in ICT, e.g., location-aware technologies, 

which have made everything locatable (Gordon and de Silva, 2011). This implies that the 

city can be explored through its dynamics, rather than statically through its morphology 

(Calabrese and Ratti, 2007). In this context, looking at the city through a mobilities lens 

(i.e. the new mobilities paradigm noted previously) is considered to be a useful research 

path to investigating sustainable city development.

In view of enhancing the sustainability of cities, mobility represents a major challenge. 

The private car, for example, is seen as one of the most significant sources of un

sustainability in urban areas and it constitutes a principal matter of concern for planners 

and policy-makers. Nevertheless, mobility is also an important everyday life practice, 

which can provide useful clues regarding the links between everyday life practices and 

the ways in which cities are designed, used and governed. Thus, in addition to the 

mobilities lens, social (everyday life) practices (Bourdieu, 1977, de Certeau, 1984) 

represent a useful unit o f  inquiry for gaining a better understanding of inhabitants’ 

interactions with the city. When added to a mobilities lens (i.e. everyday mobilities), this 

refers to the ways in which inhabitants experience the city from the understated everyday 

life perspective of movement between routine places (e.g., home and work).

1.2 Research questions and originality

In searching for a path towards a more sustainable city, the background outlined in the 

previous section points to a significant gap that needs to be addressed. This consists in a 

mutually impoverished situation in relation to how cities are developed -  more 

specifically, in the governance of city development. On the one hand, city decision

makers do not have practical access to data on how inhabitants experience the city (e.g., 

from the perspective of their everyday mobilities). On the other hand, ordinary city
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inhabitants are not (or do not feel) sufficiently involved in planning their environments, as 

there are no appropriate mechanisms for their effective and meaningful engagement. This 

results in difficulties in incorporating people’s real needs into plans and policies, and in a 

consequent possibility of unsustainable development. This impoverished situation -  

located in the context of climate change and technological approaches to improving urban 

sustainability, and investigated through the lens of everyday mobilities -  represents the 

focus of this research.

The questions underpinning the research address these governance failures:

• How might improved knowledge regarding city inhabitants’ mobility practices, and 

the factors shaping them, facilitate a more sustainable city?

• How might data regarding city inhabitants’ everyday movement and city experiences 

be elicited and represented?

• What kind of tool might facilitate engagement between city inhabitants and city 

decision-makers regarding ways of enhancing the sustainability of their cities?

These questions are investigated by adopting an experimental and multi-method 

approach, which includes quantitative, qualitative and spatial studies. In addition, the 

research explores the potential of location-based technology and collaborative online 

mapping platforms as media that may lead to better, more transparent and more informed 

decisions in relation to the development of the city -  and ultimately, to a more sustainable 

one.

This methodological approach represents an important aspect of originality of the thesis. 

The combination of methods allowed obtaining a multi-dimensional understanding of the 

city, from the perspective of its inhabitants and their movement through it. This reflects 

the broader conceptual framework underlying the research, which employs mobility 

practices and experiences as a way to investigate how a more sustainable city might be 

achieved and addresses sustainable development as a process rather than an end-goal. The 

platform put forward as the main contribution of the thesis, which emerged from taking 

this methodological approach, illustrates the potential of this way of re-framing the 

problem at hand. Moreover, it indicates another significant aspect of originality of the 

thesis, which consists in how ICT could be employed for enhancing sustainability in
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cities. Rather than using it only to gather and count data, technology can become a tool 

for a collaborative production of knowledge the city, which brings together city 

inhabitants and decision-makers through interactive, ongoing and proactive processes. In 

turn, this would allow ordinary inhabitants to have a role not only in data generation, as 

emphasised by many citizen-sensing initiatives, but also in the process of knowledge 

production about current urban spaces and their future development.

1.3 Structure of the thesis

The thesis commences by presenting the background of the research (Chapters 2 and 3). 

Chapter 2 consists of a review of relevant literature. Chapter 3 includes a discussion of 

the policy context in Ireland and outlines trends in Irish policy regarding sustainable 

development and public engagement. It is informed by expert interviews conducted with 

planners and policy-makers from Dublin City Council.

Chapter 4 gives an outline of the methodological approach to the research and reflects the 

transdisciplinary nature of the project. The chapter introduces the selection of Dublin City 

as case study and it presents the research approach, which explores the city from the 

perspective of its inhabitants and of their everyday mobilities. After discussing the 

methods employed in this research, Chapters 5, 6 and 7 present the studies conducted in 

order to address the research questions.

Chapter 8 brings together the insights obtained from conducting the research and 

proposes a platform for engagement, which offers opportunities for addressing the gap in 

the governance of city development identified at the outset of the research.

The thesis concludes with Chapter 9, which consists in an evaluation and analysis of the 

research process, its findings and contributions. The chapter revisits the research process 

to see how it addressed the research questions, and it presents a synopsis of the main 

findings. By drawing on these findings, the chapter outlines the broader contributions that 

this thesis makes and it concludes by identifying areas for future research.
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2. Literature review and theoretical framework

“Cities, like dreams, are made o f  desires and fears, even if  the thread o f  their discourse is secret, 

their rules are absurd, their perspectives deceitful, and everything conceals som ething e lse .”

Italo C alvino, Invisible Cities, 1974

2.1 Introduction

This chapter presents a review  of Uterature and the theoretical fram ew ork behind this 

research project. The hterature covered m erges aspects from  different disciplines, and 

presents the cross-cutting them es and links betw een these fields. A fter situating the 

research in the broader context o f clim ate change in the previous chapter, the literature 

review expands here on key concepts related to sustainable cities. This is followed by an 

overview  o f how cities and inhabitants’ interactions with them  could be investigated in 

ways that differ from  the prevalent approaches in environm ental policy-m aking. The last 

part o f the chapter focuses on the role o f city inhabitants in relation to sustainable urban 

developm ent and it looks at how technology has been em ployed to assist their 

participation in urban decision-m aking processes.

2.2 Sustainable cities: an overview

In 2008, for the first tim e ever, more than half of the w orld’s population resided in urban 

areas, while by 2050 it is expected that m ore than 70%  -  m ore than 6 billion -  will live in 

cities (DESA, 2011). Urban environm ents are considered to represent a driving force of 

global developm ent (Rees and W ackernagel, 1996). Yet, as a consequence o f this 

urbanization trend, energy dem ands, waste and w ater services, and industrial processes 

revolve around cities (Nevens et al., 2012). This makes them  the locations where most 

unsustainable issues originate. At the same tim e, they could also act as the fulcrum  point 

around which sustainable developm ent may be achieved in the future. Indeed, cities are 

argued to be at the centre o f the sustainability debate (Egger, 2006) and, over the past two 

decades, they have been recognised as playing a significant role in relation to clim ate 

change -  both in the policy arena and within the research com m unity (Bulkeley and 

Castan Broto, 2012).

However, besides the inherently contested nature o f sustainable developm ent and 

sustainability  itself (Davies and M ullin, 2011), cities are com plex entities, which cannot
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operate at any single scale as they are embedded in a web of global issues, multiple actors 

and interests (Purcell and Brown, 2005, Nevens et al., 2012). Thus, cities are argued to 

survive only because they are inextricably linked by human, material, and 

communications networks to their hinterland or bioregions (Doughty and Hammond, 

2004). Particularly in the developed world they are compared with parasites -  huge 

organisms, which are draining the world of resources for their sustenance and energy 

needs: relentless consumers and relentless polluters (Egger, 2006). World-wide, cities are 

responsible for almost 75% of the global resource consumption, while they account for 

more than 70% of energy-related global greenhouse gas emissions (Nevens et al., 2012). 

At the same time, the world system of cities and regions are interconnected through 

linkages of trade, migration, capital and information flows. Even if a balance were 

achieved between inputs and outputs -  termed as the ‘metabolism of cities’ (Girardet, 

2008) -  the city could not be considered sustainable due to the consequences of 

unexpected disturbances caused by these links. Therefore, to remain sustainable in this 

global context, the city must continually reinvent itself, adapt and evolve (Egger, 2006); 

moreover, the city of the future needs to be able to work with more coherent, complex 

and multi-layered systems (Wood, 2007).

Along with the perspective of cities as part of the global system, where any single city 

together with its surroundings affects at least to some degree the others, cities have also 

been analysed at a more local scale. Indeed, it is argued that no single city can contribute 

to overall sustainability if its own component parts are found not to be sustainable -  the 

neighbourhood, in particular, is considered an important element in the urban system and, 

increasingly, at the frontline in the battle for sustainability (Choguill, 2008). A number of 

neighbourhood theories have been put forward in urban planning as relevant in the 

context of achieving sustainable cities. Among these the most significant include the 

‘garden city’ of Ebenezer Howard (1902) and the ‘neighbourhood unit’ based upon a five- 

minute walking radius of Clarence Perry (included in the 1929 Regional Plan o f New  

York and its Environs). Social interaction was very important in these concepts; it was 

considered to enhance community spirit in alienated urban environments and foster a 

feeling of belonging among the residents of (at the time) newly industrialised American 

cities. Indeed, for urban theorists like Lewis Mumford, the neighbourhood became the 

basis for the preservation of positive social values and institutions (Choguill, 2008).
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These theories have influenced some of the recent approaches to developing sustainable 

neighbourhoods. One example is the New Urbanism movement, which promotes a high 

degree of regional integration (including integration of new neighbourhoods with regional 

transit services) and the creation of pedestrian-friendly environments. Urban qualities 

advocated by this movement include local street network connectivity, provision of 

sidewalks, mixing of uses and increased development densities, all of which are argued to 

counteract sprawl and reduce car dependence (Falconer et al., 2010). Another example is 

the Liveable Neighbourhoods (LN) concept, which draws on the New Urbanism 

Movement. This is a design code, which has been mandatory in Perth, Australia, since 

2008. The code is strongly focused on improving street network connectivity and 

encouraging walking, through the provision of pedestrian friendly infrastructure. It aims 

to facilitate residential development at a range of densities, land use mix and local 

employment opportunities (ibid).

However, such theories and design codes have not always had the outcomes they aspired 

to. By introducing the cul-de-sac, the ‘garden city’ concept itself could be argued to have 

led to the lack of pedestrian connectivity now suffered by most of the post-industrial 

suburban landscapes (Southworth, 2005). Regarding the more recent LN code, studies 

have shown that there are gaps between the principles contained in the policy document 

and practice, due to a lack of regional integration, e.g., while more walkable locally, these 

neighbourhoods require a car when travelling outside of them (Falconer et al., 2010).

It is therefore argued that developing more sustainable cities is not just about improving
2 3the abiotic and b io tic  aspects of urban life, but it is also about the social aspects of city 

life, particularly about people’s satisfaction, experiences and perceptions of the quality of 

their everyday environments. In this context, urban parks and open green spaces are 

considered of a strategic importance for the quality of life of our increasingly urbanized 

society (Chiesura, 2004). Greening cities, especially upgrading compact urban areas with 

greenery, is widely advocated as a key feature of a liveable and sustainable city. It is 

argued that a city with high-quality and generous green spaces epitomizes good planning

^ A b iotic  refers to factors that are ph ysica l rather than b io lo g ica l; not derived  from  liv in g  organism s. 

(h ttp ://o x fo rd d ic tio n a ries.co m /d efin itio n /en g lish /a b io tic )

 ̂B io tic  refers to factors relating to or resu lting from  liv in g  organism s. 

(h ttp ://o x fo rd d ic tio n a ries .co m /d efin itio n /en g lish /b io tic )
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and management; it creates a healthy environment for humans, vegetation and wildlife 

populations, and gives pride to its citizenry and government (Jim, 2004). Green spaces 

facilitate physical activity and can promote social interaction and social cohesion, while 

research has shown that close access to green space may promote a sense of well-being, 

stress relief and speed of recovery from illness (Barton, 2009, Comhar, 2010). In this 

context, brown fields and derelict sites represent important resources that could be 

transformed into green areas (De Sousa, 2003). Urban food production is another way of 

greening the city, which could contribute to both liveability and ecological sustainability 

of cities. While urban food cultivation is beneficial as regards food supply, it can also 

benefit urban biodiversity. Moreover, organic cultivation in cities can increase the 

capacity of soils to absorb water and reduce run-off floods after rainstorm (Girardet, 

2008).

Overall, a well-planned city is seen by some as an integrated system that enhances local 

climatic conditions and encourages its inhabitants to behave in a sustainable manner 

(Wood, 2007). However, urban planning by itself can provide only a partial solution to 

the achievement of urban sustainability, as “human behavioural patterns, traditions, 

attitudes, beliefs and biases may be beyond the control of urban planning despite the best 

efforts of the planners” (Choguill, 2008, p.48). Thus, in order to protect global 

biodiversity, humans also need to change their behaviour, as failure to do so is likely to 

lead to urban expansion-driven environmental degradation that will also negatively affect 

human health and well-being (Beardsley et al., 2009). However, the logic of urban 

sustainability'* appears to offer a ‘lose-win’ scenario in which citizens must limit their 

present desires for the benefit of future generations. This makes it difficult to persuade 

communities to change their behaviour unless they can see clear advantages that accord 

with their own world-view (Wood, 2007). This is particularly important in the context of 

current concerns over quality of life, which represents a characteristic of the 

contemporary society (Pacione, 2003). Indeed, people in developed countries have come 

to realize that quality of life is not necessarily a simple function of material wealth. 

Growing awareness of the importance of other factors, including the social, political and 

environmental health of a nation, has led to the search for indicators, other than those 

based on the Gross National Product (GNP), which can reflect more adequately the

C ities are sustainable if  they meet “the needs o f  the present without com prom ising the ability o f  future 

generations to meet their own needs” (W CED 1987, p.8; this is also discussed in Chapter 1).
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overall health o f a nation and the w ellbeing of its citizens. Particularly affected by these 

concerns are policies and strategies aim ed at sustainable developm ent at local level, 

w hich are strongly influenced by quality o f life considerations (Fahy and O Cinneide, 

2008).

It becom es clear that, when searching for sustainable cities, it is im portant to take into 

consideration peop le’s behaviour and the ways in which they use resources. At the same 

tim e, it is also im portant to explore the extent to which features o f the built environm ent 

and behavioural variables can contribute to im proving urban sustainability. Density, for 

exam ple, m ay not be the essential factor that is often portrayed, while households’ choice 

o f dw elling location to suit their lifestyle could be significant (Barton, 2009). Indeed, 

changes in urban form  alone are not believed to achieve sustainable cities (even if they 

are an im portant elem ent in this process), as the socio-cultural context o f a city also 

shapes its inhabitants -  cities ‘m ake’ people as m uch as people m ake cities (M cG aw and 

Vance, 2008). Yet, some argue that policies and planning interventions aim ed at 

sustainable urban developm ent typically focus on the form al, structural elem ents o f the 

city (e.g., ‘com pact c ity ’ concept'^), while having failed to consider the city users 

them selves, “their thought and action” (Jarvis et al., 2001, p. 130). In turn, this lack of 

consideration of the social aspect o f sustainability is seen to represent a “m ajor obstacle to 

the pursuit o f  an ‘overall sustainability’ in practice” (ibid, p. 139). As noted in C hapter 1, 

the concept o f sustainable developm ent im plies a threefold com m itm ent to environm ental 

protection, social developm ent and econom ic growth. A closer consideration o f its social 

aspect is therefore needed in view o f developing m ore sustainable cities -  in particular 

regarding inhabitants’ interactions with the city (e.g., how they use the city) and the 

factors behind these interactions. This is im portant not only for developing policies that 

are relevant to the needs o f city inhabitants, but also for m inim ising the potential 

unsustainable consequences o f not addressing the social aspect. The thesis focuses 

therefore on this aspect, seen as a pre-condition to m oving tow ards a m ore sustainable 

city. The follow ing section looks at how cities and inhabitants’ interactions with them  

could be investigated in ways that differ from  the prevalent approaches in environm ental 

policy-m aking.

 ̂ A ‘com pact c ity ’ -  “tiie city o f  short d istances” (EC, 1999, p .22) -  is an urban planning concept, which  

prom otes high residential density and mixed land uses, with the aim to encourage walking and cycling, low  

energy consum ption and reduced pollution.
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2.3 Investigating cities and inhabitants’ interactions with them

This section gives an overview of approaches to investigating cities and inhabitants’ 

interactions with them. In particular, it focuses on mobilities, and social theories of 

practice and everyday life.

2.3.1 Mobilities

The significance of the neighbourhood in the context of achieving more sustainable cities 

was noted in section 2.2. In urban planning it has been traditionally seen as a 

representative unit for analysing important elements of urban design, as it offers the 

opportunity to make observations at a pedestrian scale. Nevertheless, it has also been 

argued that “people observe the city while moving through it” (Lynch, 1960, p.47), and 

that “a city must be experienced through movement to come alive in its most unique 

sense” (Halprin, 1972, p. 193). At the same time, factors such as technological innovation, 

globalisation, changes in family relations and new forms of employment, have 

considerably changed the experience of living in cities over the past decades. These 

considerations, together with the implications of the mobilities ‘turn’ (or transformation) 

in social sciences, indicate that traditional approaches to urban planning, which have been 

usually static in their analyses of urban phenomena, can benefit from a more dynamic 

perspective, such as the lens of urban daily mobility (Jiron, 2008).

Mobilities is a new paradigm in social sciences, introduced by John Urry and Mimi 

Sheller (2006). Arguing that social sciences have been static and immobile in research 

and methods, they call for a “movement-driven” social science, in which “movement, 

potential movement and blocked movement, as well as voluntary/temporary immobilities, 

practices of dwelling and ‘nomadic’ place-making are all conceptualized as constitutive 

of economic, social and political relations” (Biischer and Urry, 2009, p. 100). The 

mobilities field looks at more than just the spatial mobility of people. It is a 

transdisciplinary field, which brings together some of the social concerns of sociology 

(e.g., inequality, power, hierarchies) with the spatial concerns of geography (e.g., 

territory, borders, scale) and the cultural concerns of anthropology and media studies 

(e.g., discourses, representations, schemas).

When looked at through a mobilities lens, travel is not simply a matter of transport and 

only rarely a way to get from A to B in the shortest amount of time. Urry (2007) shows 

that movement is intertwined with social practices, which have powerful time and space
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dependent consequences, while constituting im portant ways in which the world beyond 

the self is sensed and experienced. As well as their physical reality, m obilities are seen to 

be culturally and socially encoded, and experienced through practice -  they em erge from 

an “entanglem ent o f m ovem ent, representation, and practice” (Cressw ell, 2010, p. 19). 

Besides this conceptualisation o f m ovem ent, another significant elem ent o f the m obilities 

field is the understanding of place  as more than som ething static and rooted, or even 

som ething nom adic and fluid (Jensen, 2009, Sheller and Urry, 2006). Instead, it looks at a 

more relational and netw orked understanding o f place, which takes into consideration the 

experiences o f the in-between.

These aspects o f m obilities studies represent som e o f the m ost significant differences 

from how m ovem ent is understood in transport studies and in urban studies more 

generally. These disciplines are argued to have neglected m obilities as explained above in 

their approaches to studying the city and underm ined the im portance o f m ovem ent 

experiences -  and in doing so, they offer incom plete understandings o f contem porary 

urban living (Jiron, 2008).

2.3.2 Social Theories of Practice and Everyday Life

Urban m obility represents a significant source o f un-sustainability in urban areas, due 

m ainly to an increased preference for the use o f private cars instead o f public transport, 

w alking or cycling. Tackling private car use in our cities is seen therefore as a priority in 

the process o f achieving urban sustainability and it represents a principal m atter of 

concern for planners and policy-m akers. N evertheless, as noted previously, urban 

m obility is an im portant everyday life practice; while it can create inhum an conditions 

and environm ental problem s, it also produces m eaning and culture (Jensen, 2009).

In this context, social theories o f  practice  are argued to offer a better alternative to the 

predom inant behavioural approaches (i.e. attitude-behaviour-choice m odels) in 

environm ental policy-m aking, which draw on A jzen’s Theory o f P lanned Behaviour 

(1991). In relation to m obility, these behavioural m odels assum e that travel mode choice 

can be explained by m obility-related ‘operationalizations’ o f attitude, subjective norm, 

perceived behaviour control and intention (H unecke et al., 2010). Such approaches are not 

considered to reveal the full picture; yet, they tend to be preferred by policy-m akers and 

politicians because they offer quantifiable m odels, which allow governm ents to m aintain
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the current infrastructures and economic institutions without questioning their role in 

structuring individuals’ options and possibilities (Shove, 2010).

In contrast, social theories of practice do not see the individual as being an autonomous 

agent of choice and change, but rather a carrier of a practice. Reckwitz defines ‘practice’ 

as “a routinized type of behaviour which consists of several elements, interconnected to 

one other; forms of bodily activities, forms of mental activities, ‘things’ and their use, a 

background knowledge in the form of understanding, know-how, states of emotion and 

motivational knowledge” (Reckwitz, 2002, p.249). In practice theory approaches, the 

practice itself becomes the focus of attention (or unit o f inquiry), rather than individuals, 

groups, societies, or even socio-technical systems (Shove and Walker, 2010). In relation 

to sustainable living, these approaches give the opportunity to investigate practice 

dynamics -  in particular the emergence, reproduction and disappearance of sustainable 

practices, which are seen to be shaped by various forces, e.g., social, institutional and 

infrastructural (Shove, 2010).

Aspects of practice theories can be found in the work of various social theorists -  

particularly, Pierre Bourdieu (1977) and Anthony Giddens (1984), but also others 

including Michel Foucault and Bruno Latour. One particular concept that is relevant in 

the context of this research is Bourdieu’s habitus. For Bourdieu, practices are a product of 

the dialectical relationship between a habitus and a situation -  the objective structure that 

defines the social conditions in which the habitus is produced and a conjuncture, which 

represents a state of this structure (Bourdieu, 1977). He considers the habitus as “second 

natures” integrating all past experiences -  product of the modus operandi and part of the 

unconscious -  which causes an individual agent’s practices “without either explicit reason 

or signifying intent, to be none the less “sensible” and “reasonable”” (ibid, p.79) and are 

thus, “taken for granted” (ibid, p.80).

The turn to examining practices among social theorists is also seen to be related to an 

interest in the everyday and the life-world^ (Reckwitz, 2002). Studying social interactions 

in everyday life can offer insights into the experiences, meanings and practices of urban 

living, including existing power relations and their expressions in urban space (Jiron,

 ̂ This concept can be found in phenom enology; the world is seen as im m ediately or directly experienced in 

the subjectivity o f  everyday life, w hich represents a significant distinction from the objective “w orlds” o f  

the sciences (Encyclopaedia Britannica online).
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2008). The everyday is seen to contain ‘h idden’ aspects, form ing the “secret Hfe” of 

cities, which is often ignored or not considered relevant by urban research and practice 

(Jarvis et al., 2001). N evertheless, Jarvis et al. consider this to be essential for the 

developm ent and im plem entation o f policies aim ed at m ainstream ing sustainable 

practices; while “not a secret to every one o f us in our everyday lives” , it is argued to 

rem ain “a ‘secret’ in term s o f data collection and analysis, and in term s o f the policy 

responses to it” (ibid, p.4). For Henri Lefebvre, one of the m ajor writers on everyday life, 

the everyday is indeed difficult to conceptualise or describe in theoretical term s, because 

o f its profound experiential nature and ceaseless recurrence (Lefebvre, 1991). He also 

m akes it clear that the everyday needs to be analysed in the location where it takes place -  

in his case the urban -  which can be a way o f narrow ing down (but not reducing through 

categorisation) the everyday.

M ichel de Certeau, another im portant w riter on everyday life, also proposed the city -  and 

in particular the street -  as the site of studying everyday life. For him, it is on the streets 

that the ordinary practitioners live, while walking represents an elem entary form of 

experiencing the city (de Certeau, 1984). De Certeau uses these two points o f reference as 

a way to criticise the form s o f power exerted by rational, technocratic reasoning 

em ployed in transport and urban planning -  the voyeuristic perspective o f the (traditional, 

m odernist) planner, which “puts him  at a distance (...) looking dow n [onto the city] like a 

god” (ibid, p. 92). This top-dow n view (and pow er) excludes everyday practices and 

seeks to construct a controlled space, where everything can be rationally calculated and 

ordered. De Certeau calls the technocratic procedures and techniques behind this 

approach, and which characterise institutionalised power, strategies. By contrast, he 

regards everyday practices as tactics, or “clandestine form s taken by the dispersed, 

tactical, and m ake-shift creativity  o f groups or individuals already caught in the nets of 

“discipline”” (ibid, p.xiv). M oreover, rem inding o f Kevin Lynch (1960) who saw the city 

as “text” (reflected in his concept o f legibility or imageability), de Certeau conceives the 

city as texturology. How ever, as opposed to Lynch, the text o f the city is not only read by 

its inhabitants, but also w ritten by them  -  their “bodies follow the thicks and the thins of 

an urban “tex t” they w rite without being able to read it” (ibid, p. 93).
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2.4 Public participation approaches

While the previous sections gave an overview of key concepts related to sustainable cities 

and discussed ways of investigating cities and inhabitants’ interactions with them, this last 

section focuses on city inhabitants’ role in relation to sustainable urban development. It 

outlines approaches to involving them in urban decision-making processes and gives an 

overview of how technology has been employed to assist these processes.

2.4.1 Sustainable development and public participation

As noted previously, sustainable development is a contested concept. When first 

introduced into public dialogue through the Brundtland Report, Our Common Future, in 

1987 (WCED, 1987), the concept of sustainable development claimed some “newness” 

(Soderbaum, 2009). In particular, while financial and monetary impacts were still 

considered important, the report recognized that the challenge was to make non-monetary 

aspects of development more visible. However, Soderbaum argues that the report also 

pointed to a need for economic growth to counteract poverty, especially in developing 

countries. This is considered to have left some room for a business-as-usual interpretation 

in the sense of ‘sustained economic growth’ and ‘sustained profits’ in business -  and, 

indeed, to legitimize different interpretations of sustainable development (Soderbaum, 

2007).

Moreover, Soderbaum argues that another important element of “newness” of the report 

was the acknowledgement of democracy as the principal path towards sustainable 

development. Indeed, the World Commission on Environment and Development (WCED) 

and the Rio de Janeiro Conference (Rio Earth Summit 1992), through its Agenda 21 (UN, 

1992), pointed to a need for dialogue involving many stakeholders at different levels -  

including the local, regional and national levels, through to the international level. As 

emphasised in this document, all kinds of actors need to be involved in the search for 

ways to achieve sustainable development. Their ideas about sustainable development and 

what it means for them in terms of practical measures and behaviour need to be taken into 

consideration (Soderbaum, 2009).

However, if democracy is a real aim, the decision process itself is also important and not 

only the analysis being carried out. In this context, Stagl (2006) argues that decision

making needs to be an adaptive and interactive process, where the actors involved are 

continuously learning. It is acknowledged that, generally, learning takes place within the
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process o f public participation but also outside o f it. W hile those w ithin the process have 

an intense interactive learning and w orking experience, the success o f the im plem entation 

o f a policy choice also depends on its legitim acy in the eyes o f people outside the process 

and on the lessons learned by policy-m akers (ibid). Therefore, it can be argued that 

dem ocracy and the form al political process are fundam entally dependent on effective 

com m unication and inform ed decision-m aking about public issues among citizens, 

politicians, officials and other stakeholders who may be im pacted by political decisions 

(Saeb0 et al., 2008).

In this context, deliberative dem ocracy has been put forw ard as a prom ising theory by 

com m entators such as Dryzek. From  this perspective, dem ocratic legitim acy is seen to 

depend upon the ability o f all those who are subject to a decision to participate in 

authentic deliberation. D ryzek (2002) argues that there should be a m axim ization o f “free, 

equal, and authentic access to debate, which should extend to individuals, interests, and 

groups traditionally excluded from decision-m aking” (p. 86) -  and indeed, that 

dem ocracy can be made m ore substantial and effective through greater efforts to include a 

variety o f disadvantaged categories and groups. How ever, in the context o f the broader 

debate about the relationship between dem ocracy and neoliberalization, Purcell (2009) 

argues that deliberative form s o f dem ocracy support the neoliberal project, which 

produces significant dem ocratic deficits. Som e o f the deficits he lists include the transfer 

o f pow er from citizens to corporations, due to the increasing control o f capital over social 

life; the shift from  form al governm ent to inform al governance (e.g., ‘quangos’ ,̂ public- 

private partnerships, which are usually not accountable to citizens); and the narrow ing o f 

decision options from  which citizens can choose, due to the focus o f cities on 

com petitiveness (e.g., a strong environm ental policy could be seen as m aking an area less 

com petitive). M oreover, Purcell considers that neoliberalization requires decision-m aking 

practices that cannot fundam entally change existing pow er relations, but that are broadly 

accepted as ‘dem ocratic’ in order to secure legitim acy o f decisions.

Indeed, efforts to elicit public participation have been argued to represent mere attem pts 

at securing legitim acy for, and cooperation with, policies that favour capitalist growth 

(Silver et al., 2010). In particular, com m unicative planning, which occupies “an 

extrem ely hegem onic position in planning theory” (Purcell, 2009, p. 148) and the more

 ̂The term refers to quasi-autonom ous non-governm ental organisations.
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recent consensus-building ( ‘collaborative’) practices are seen to offer the democratic 

legitimacy that neoliberalization requires (ibid). Purcell’s reference to the work of Innes is 

particularly relevant here; Innes (2004) emphasises that “consensus-building is not, in any 

case, the place for redistributing power” (p. 12). For Purcell, this “guarantees that the 

hegemonic position of capital cannot be significantly challenged” , therefore making 

consensus-building “an extremely attractive legitimation tool” for business interests 

(2009, p. 157). In contrast, bottom-up initiatives, or ‘counter-hegemonic movements’ that 

aim to reclaim power (ibid), are argued to represent more authentic forms of resistance to 

neoliberal goals (Silver et al., 2010).

Yet, Silver et al. suggest that rather than looking at participation through this dualism of 

consensus or conflict, top-down or bottom-up, a more dynamic, pragmatic and 

empirically informed perspective can be taken. By reviewing case studies from Belfast, 

Berlin, Durban, Philadelphia and Sao Paolo, they find that opposing normative 

conceptions of democracy can indeed represent different ‘moments’ in the democratic 

process (e.g., conflict at policy initiation stage and consensus at decision-making stage), 

concluding that “the debate between advocates of consensus and conflict in civic 

participation might be resolved by thinking dynamically” (ibid, p. 465). Moreover, 

connecting ‘bottom-up’ with ‘top-down’ initiatives, and infusing the resulting system 

with a positive sense of the city, is argued to enable a new and better kind urbanism (Hill, 

2010).

2.4.2 Public participation and technology

One potential way of enhancing public participation in planning processes, and indeed, of 

stimulating greater participation in the democratic process, has been suggested to be the 

use of GIS, which is a powerful tool for analysing and illustrating spatial data (Miller, 

2006). GIS technologies have been used in North America since the 1960s in relation to 

various planning tasks such as land use zoning, transportation, site suitability analysis and 

economic development (Ghose and Huxhold, 2002). The field of Public Participation GIS 

(PPGIS) emerged in the 1990s and was originally defined as “a variety of approaches to 

make GIS and other spatial decision-making tools available and accessible to all those 

with a stake in official decisions” (Schroeder, 1996, cited in Sieber, 2006, p.492). As 

Sieber (2006) points out, this definition focused on approaches to engage the public 

through GIS applications with the goals of improving the transparency of, and
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influencing, governm ent policy. She considers that PPGIS provides a unique fram ew ork 

for engaging the public in decision m aking through its goals to incorporate local 

know ledge, integrate and contextualize com plex spatial inform ation, allow participants to 

dynam ically  interact with the input and analyze alternatives, and em pow er individuals 

and groups (ibid).

This com m itm ent to incorporating local know ledge and representing m ultiple 

perspectives is indeed pointed out to represent the main focus o f PPGIS (Elw ood, 2006b). 

In relation to m oving towards sustainable developm ent, it is considered that local 

know ledge, or know ledge acquired through lived experience, needs to be included in 

decision-m aking to com plem ent traditional m ethods (R inner et al., 2008). In this context,
Q

m ental m apping has been introduced in PPGIS as an ethnographic tool and as a w ay to 

gather the m ultiple view points o f the participants, to display local know ledge and to 

em pow er local com m unities, by spatially capturing peop le’s sense of place (Brennan- 

Horley and Gibson, 2009). M oreover, when used together with interviews, such m aps can 

reveal the hidden spatial preferences, cultural m eanings and everyday navigations o f the 

city (B rennan-H orley et al., 2010).

H ow ever, local know ledge is granted less legitim acy than quantitative spatial knowledge, 

as it is som etim es deem ed biased. This is because the m eanings and interpretations that 

participating individuals and social groups have are shaped by experiences and 

know ledge, which may be different according to race, class, gender and ethnicity. E lw ood 

(2006b) argues that these am biguities o f everyday practices through which local 

know ledge is produced are challenging and contribute to the fact that the goals envisioned 

by PPGIS are often difficult to realize in practice. A nother challenge is open access to 

inform ation -  appropriate geospatial inform ation in particular (Zhao and Colem an, 2006). 

E lw ood (2007) notes that the barriers that grassroots groups m ay encounter in relation to 

data access include: the fact that som e m ay not be aware of data sources; m any do not 

have the financial resources to purchase data; and som e do not have the sufficient 

expertise or skills. M oreover, political and institutional cultures around freedom  of 

inform ation, and the relationship betw een citizens and governm ent, are argued to

* T he term  ‘m en ta l’ (or ‘c o g n it iv e ’) m ap orig inated  in p sy ch o lo g y  and it w as introduced by E. C. T olm an  in 

1948 in relation  to the internal m ental representation o f  environm ental inform ation (1 9 4 8 ).
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influence data access and sharing practices from local to national and international levels 

(ibid).

Nevertheless, as innovations and new applications of online geospatial technologies and 

crowdsourced data continue their rapid expansion, the ‘geoweb’ introduces a 

paradigmatic shift. This shift is from a model in which national governments represented 

the main actors in producing data, to a multi-actor model in which citizens, states and 

private entities are all involved in producing ‘patchwork’ data sets (Elwood, 2009). It is 

now difficult to differentiate data ‘producers’ and ‘users’ in an environment where many 

participants function in both capacities. An example is the impact of collaborative online 

mapping tools, in which the notion of ‘map user’ no longer implies a singular consumer 

of cartographic communication (Goodchild, 2007). Examples include applications such as 

Google Maps and M icrosoft Live Maps^, which provide free access to easy-to-use 

functionality as well as high-quality map data (Rinner et al., 2008). At the same time, 

many online mapping tools are provided to the end-user for free, paid for by 

advertisements which appear on the interface, thus potentially overcoming further barriers 

to data access (Elwood, 2009). Moreover, sites such as W ikimapia and OpenStreetMap 

are empowering citizens to create a global patchwork of geographic information, while 

Google Earth and other virtual globes are encouraging volunteers to develop interesting 

applications using their own data. Indeed, the Google Earth phenomenon is described as 

the “democratization of GIS” because it has opened some of the more straightforward 

capabilities of GIS to the general public -  a phenomenon termed as “volunteered 

geographic information” (VGI) (Goodchild, 2007).

The internet is considered an efficient medium for two-way communication between the 

general public, and planners and decision-makers (Rinner et al., 2008). It is 

acknowledged that a planning process cannot be based exclusively on technical 

knowledge, but it must also consider citizens’ needs and collect the experiences of those 

living in the territory (Magaudda et al., 2009). In this context, it is argued that web 2.0 

can provide the foundation for user-friendly online tools, for example for collaborative 

spatial decision-making (Rinner et al., 2008). Web 2.0, which could become a new 

conceptual framework for PPGIS, represents the second generation of internet-based

 ̂B ing Maps (http://w w w .bing.com /m aps/).
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services, which allow people to collaborate and share information online, such as Social 

Networking Sites (SNS) and wikis'*’ (Zhao and Coleman, 2006).

However, the use of web 2.0 technology in collaborative spatial decision-making is still 

uncommon and not formally used in the planning process. Some examples exist in the 

literature, such as the tool ArguMap, developed by KeBler (Rinner et al., 2008) using 

Google Maps A P l" . The tool uses the map as an integrated interface for both spatial 

references and contributions to the discussion; it follows on the idea of the argumentation 

maps, which are object-based models for geographically-referenced discussion. In this 

case, the internet is used as a medium for participants to submit place-based comments 

and respond to other users’ contributions (Rinner et al., 2008). As many categories of 

citizens do not have the possibility to participate in focus groups or workshops, web- 

based participation is seen as an important step forward in trying to involve the highest 

number of users in spatial decision-making processes (Magaudda et al., 2009). Another 

example is a web-based application which integrates an argumentation map with a Multi- 

Criteria Spatial Decision Support System (MCSDSS) (Simao et al., 2009). The 

conceptual framework was implemented in Norfolk, UK, to enable stakeholders (i.e. 

experts and the public) to collaborate in sub-regional strategic planning of wind farm 

locations. The implementation was called W ePWEP (Web-based Participatory Wind 

Energy Planning). The researchers argue that the MCSDSS enabled participants to learn 

about the nature of the problem and their own preferences for certain characteristics of a 

solution, while the argumentation map supported and stimulated the sharing of opinions 

and, therefore the clarification and discussion of interests behind users’ preferences 

(Simao et al., 2009).

Another concept that has been put forward in relation to web 2.0 is that of “citizens as 

sensors” (Goodchild, 2007). Geosensors can be defined as any device receiving and 

measuring environmental stimuli that can be geographically referenced. The concept of 

‘citizens as sensors’ has been shaped by recent developments within the category of 

geosensors and in the context of VGI (Craglia et al., 2008). Goodchild (2007) argues that 

the convergence of greater access to the internet, the availability of Global Positioning

A  ‘w ik i’ is  u sually  a w eb  app lication  w hich  a llo w s p eop le  to add, m od ify , or d e lete  content, in 

co llab oration  w ith others (h ttp ://en .w ik ip ed ia .org /w ik iA V ik i).

" T h is  is a protocol introduced by G o o g le  to a llo w  d ev e lo p ers to integrate G o o g le  M aps in to  their w ebsites.
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System s (GPS) at affordable prices, and the m ore participative form s of interaction 

offered by web 2.0 have enabled vast num bers o f individuals to create and share 

geographic inform ation. GPS can be accessed by a wide range o f consum er products, 

allow ing location to be m easured in m any standard coordinate system s. For exam ple, 

cam eras can be enabled with GPS, so that digital photographs can be autom atically 

tagged with coordinates. Som e GPS receivers store tracks that can later be uploaded in

digital form , while sim ilar capabilities have been built into some m obile phones (e.g.,
12sm artphones). At the sam e tim e, websites such as Flickr allow users to upload and 

locate photographs on the E arth ’s surface by latitude and longitude (G oodchild, 2007). As 

observed by G oodchild, there is the potential o f up to six billion hum an sensors to 

m onitor the state o f the environm ent, validate global m odels with their local knowledge 

and provide inform ation that only hum ans can capture, such as em otions and perceptions 

like fear o f crim e (C raglia et al., 2008). M oreover, VGI can give accounts about local 

activities in various geographic locations, which m ay go unnoticed by the w orld’s media, 

and about life at a local level -  this can indeed offer the m ost interesting, lasting and 

com pelling value o f VGI applications (G oodchild, 2007).

In this context, events such as the Indian Ocean Tsunam i or Hurricane Katrina have 

drawn attention to the im portance o f geographic inform ation in all aspects of em ergency 

m anagem ent. H urricane K atrina was particularly significant in the use o f web 2.0 and 

GIS. During the event, several online m aps were produced by high-profile GIS 

developers (e.g., ESR l'^) to show to those interested what happened and where. Yet, a 

G oogle M aps m ashup called Scipionus.com  opened up a new direction: the data were 

provided by the com m unities being m apped and were relevant to what they wanted to 

know (M iller, 2006). Indeed, M iller considers Scipionus to be “native PPG IS” , born o f a 

“distinct PPGIS need” (ibid, p. 196). He argues that, despite efforts from PPGIS 

researchers to m ake GIS a m ore equitable, accessible, and em pow ering tool for 

com m unities (for exam ple A l-K odm any 2000 and Sieber 2006), w orking exam ples o f real 

PPGIS were not available until the developm ent o f G oogle M aps mashups''^, which are 

the resultant com binations o f the existing G oogle M aps geospatial query/display engine 

with geospatial data provided by users. These m ashups allow users to contribute

http://w w w .nickr.com /

http://ww w.esri.eom /news/arcuser/1005/um brella29.htm l

Map mashups can now be developed also using other mapping platforms, such as OpenStreetM aps.
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information (or VGI) from their mobile phones, by sending text and picture messages, or, 

more recently, by using social networking sites such as Twitter.

These recent developments in ICT are also argued to represent one way of including 

citizens more directly in policy-making (Saeb0 et al., 2008). This forms the basis of a 

recent field, eParticipation, which can be defined as a set of technology-facilitated 

participatory processes, both deliberative and decision-oriented; it is understood as 

technology-mediated interaction between the civil society sphere and the formal politics 

sphere, and between the civil society sphere and the administration sphere (Saeb0 et al., 

2008). In modern social theory, such as Castells’ account of the “network society” 

(Castells, 1996), governments are regarded as a structure of society, where social 

movements made up of citizens and enabled by network technologies (such as the 

internet) provide the driving force for change. According to this perspective, much of the 

technological support associated with eParticipation (e.g., the internet, blogs, virtual 

communities, discussion forums, wikis, or podcasts) is developed in response to societal 

demand, rather than promoted by governments (Sieb0 et al., 2009).

However, while many eParticipation projects are initiated to increase citizens’ (and 

particularly young citizens’) participation in politics, few are successful. Saeb0 et al. 

(2009) believe that one reason for the failure of such projects is a lack of involvement of 

citizens when developing and designing the services. Indeed, a principal limitation of 

these forms of eParticipation is seen to be citizen engagement: citizens do not necessarily 

become more willing to participate simply because net-services are provided for them. On 

the other hand, SNS attract large numbers of users and can sustain significant interaction. 

Users, in this case, are no longer passive receivers of predefined content, as the 

development and design of these services are highly dependent on active participation. 

Moreover, SNS can be considered not only as a technological development but also as 

social evolution. They are characterised by the principles of free access to information, 

self-organisation, mass collaboration, non-exclusive services and user participation, 

which are also reflected by other movements such as ‘open-source’ (ibid). Indeed, web 

2.0 environments, such as YouTube, Wikipedia, Facebook, citizen blogging, are argued to 

represent the new frontier of citizen interaction in the online world (Freschi et al., 2009). 

SNS could therefore solve some of the problems of engaging their users that 

eParticipation services often struggle with (Saeb0 et al., 2009).
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There are, however, a number of limitations in relation to these technological 

developments, which need to be considered. In relation to PPGIS, El wood (2006a) points 

out that such technological changes produce new tensions and contradictions in relation to 

access, participation, representation and power. While technologies such as the internet -  

web 2.0 in particular -  could address some of the barriers encountered by GIS as they 

make it more accessible, these technologies also reconstitute aspects of a ‘digital 

divide’'^. At the same time, it is also argued that the geoweb will have societal 

implications, as it alters the socio-political construct of spatial data, the ‘knowledge 

politics’ associated with geographic information technologies, and individuals’ embodied 

and social relations to these technologies and data (ibid). Regarding VGI, certain matters 

still need to be addressed, such as the motivation people have to volunteer information, 

the process needed to assure the quality of the information provided, and appropriate 

technologies to enable people in every part of the world to participate regardless of their 

social, economic, and cultural contexts (Craglia et al., 2008). Despite an apparent 

openness, VGI requires an essential element which is access to the internet (Goodchild, 

2007). Moreover, online deliberation requires technology skills and may therefore even 

worsen the digital divide (Saeb0 et al., 2008). An age divide can also be observed, as 

elderly people tend to participate more in traditional offline deliberation than younger 

people; thus, connecting online political discourse with more traditional channels 

becomes a major research challenge. At the same time, dialogue is seen to have an 

important role, which needs to replace the present focus on one-way information 

exchange (Saeb0 et al., 2008). This builds on a need to shift focus from the top-down, 

institution-initiated eParticipation platforms, to the bottom-up, citizen-initiated ones, 

which are playing an increasingly relevant role in shaping the way citizens interact with 

decision-makers and the institutions (Freschi et al., 2009).

2.4.3 From Smart Cities to Open Source Urbanism

Besides VGI, a different way in which people can have the role of ‘sensors’ is by using 

data generated by their mobile phones. Plotting location-based data from mobile phones 

on maps can open promising perspectives in geographical and social sciences, creating a 

new paradigm in urban studies, which allows the city to be explored through its dynamics 

(Pulselli et al., 2006). For example, some researchers have started to use mobile phones to

This refers principally to inequalities (e.g ., econom ic) between those w ho have access to computers and 

the internet, and those who do not.
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analyse urban mobility patterns (e.g., M IT’s SENSEable City Laboratory'^). While the 

movement of urban populations has been traditionally studied through travel surveys or 

individual tracking exercises, estimates from mobile phone networks can now be used in 

order to obtain more precise patterns. As individual travel patterns are considered to lack 

the capacity to explain how a city as a whole is used in daily operation, exploring 

mobility patterns from an aggregate city-wide perspective is seen to allow researchers to 

better understand the complex population dynamics that underlie contemporary cities 

(Sevtsuk and Ratti, 2010). One of the projects developed at SENSEable City Lab is Real 

Time Rome -  a first example of an urban-wide real-time monitoring system that collects 

and processes data provided by telecommunication networks and transportation systems. 

The aggregate mobility of people, based on their mobile phone usage, was visualised 

synchronously with the flux of public transport and vehicular transit. The resulting 

dynamic maps of the city are argued to give a better understanding, through visualization, 

of how neighbourhoods are used in the course of the day and how the distribution of 

buses and taxis correlates with densities of people (Calabrese and Ratti, 2007). Ratti and 

his team at MIT see such data and maps as having the potential to reduce the 

inefficiencies of the present day urban systems and open the way to a more sustainable 

urban future.

The aim of making cities more efficient by using developments in ICT and involving 

citizens in this process through their mobile phones is also part of the concept of ‘smart 

cities’, which has become a fashionable concept in the policy arena in the recent years. In 

their review of smart cities in Europe, Caragliu et al. (2009) emphasise that, although the 

main focus remains on the role of ICT infrastructure, the ‘smart cities’ concept also 

considers human capital/education, social and relational capital, and environmental 

interest to be important aspects regarding urban growth. Moreover, sustainability is 

argued to be at the core of the concept. The inclusion of these aspects is aimed at 

distinguishing the smart city from the more technology-focused ‘digital’ or ‘intelligent’ 

cities. Nevertheless, Hollands (2008) argues that applications of this concept are usually 

focused on technological aspects and are business-led, rather than being social and 

people-led. Indeed, he finds that the emphasis on ‘smart cities’ tends to be about 

economic growth and competitiveness in the global knowledge economy, rather than

http://senseable.m it.edu/
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about a rebalancing of power between the use of information technology by business, 

government, communities and ordinary people who live in cities.

Thus, rather than enhancing public participation in urban decision-making (participatory 

governance is in the end one of its stated aims), the ‘smart cities’ concept is argued to 

continue the conventional top-down centralized model of urban planning, controlled by 

public administration and service providers, while decreasing the potential for civic 

participation (Freire, 2012). In this context, one of the most influential voices about how 

technology is employed in cities is that of Saskia Sassen, who has proposed instead the 

concept of ‘open source urbanism’ (Sassen, 2011). While ‘open source’ is gradually 

becoming a notion centred on consumption (i.e. free to use) (Haque, 2007), ‘open source 

urbanism’ draws on the original principles of the concept. These refer to a collaborative 

and iterative form of production, and an encouragement to share with others.

Sassen’s argument is focused on what she calls the “incompleteness of cities” -  

something that cannot be achieved simply by using technology (Sassen, 2011, no 

pagination). By trying to eliminate this incompleteness and putting technologies in 

command rather than in dialogue with the users, Sassen considers that technology-centred 

cities represent closed systems, which are destined to become obsolete sooner than if they 

allowed dialogue. For her, cities are not made only of “hardware” , but also of the 

“software of people’s practices” -  and therefore, cities also “talk back” (e.g., react to 

plans that do not reflect inhabitants’ needs). Sassen associates this with open source 

technology, which “resonates strongly with how people make the city theirs or urbanize 

what might be an individual initiative” . She calls therefore for ways of “urbanizing” such 

technologies, in order to “strengthen horizontal practices and initiatives for the city” -  and 

indeed, “horizontalizing what is now vertical, imposed by top-down authority” (ibid). In 

this context, the value of ICT lies not in automatically making cities smarter, but in its 

potential to empower and educate people, and enhance democratic debates about the kind 

of city they want to live in (Hollands, 2008).

2.5 Conclusions

This chapter established the main fields that contextualise the transdisciplinary research 

presented in this thesis. By looking at key concepts related to sustainable cities, this 

literature review identified the need to consider more closely the social aspect of 

sustainable development. This aspect is essential for developing more holistic and
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integrated policy initiatives and im plem entations. Indeed, if not properly taken into 

consideration, it represents a potential source o f unsustainable developm ent, e.g., policies 

that do not reflect people’s real needs and have unsustainable consequences. This social 

aspect o f sustainable developm ent is therefore the focus o f this research, with particular 

em phasis on how inhabitants interact with the city and the reasons behind their 

interactions -  or how they use the city and the why behind their decisions.

Further to this, the chapter outlined approaches that could be em ployed when 

investigating cities and inhabitants’ interactions with it, and put forw ard an everyday  

m obilities lens. This concept m erges aspects o f m obilities and theories o f social practice 

and everyday life, and focuses on inhabitants’ everyday m ovem ent through the city. 

M erging these theories offers opportunities to investigate: inhabitants’ m ovem ent and city 

experiences; the ways in which these experiences affect their interactions with the city 

through the practice o f m obility; and also the broader aspects shaping m obility practices 

(e.g., socio-cultural, institutional and political-econom ic).

After identifying ways o f investigating the city and inhabitants’ interactions with it, the 

chapter looked into inhabitants’ role in relation to sustainable urban developm ent. As 

pointed out in the literature, dem ocracy is the principal path tow ards sustainable 

developm ent, which requires dialogue involving various actors and at different levels. 

Stim ulating greater participation in the dem ocratic process (e.g., planning processes) can 

benefit from  technological developm ents. For exam ple, online m apping tools, web 2.0 

and SNS offer opportunities for collaborative decision-m aking processes. W hile 

acknow ledging issues o f digital and age divides, such technologies, together with the 

social evolution enabled by SNS and open source m ovem ents, can increase participation 

by reflecting the processes taking place in the online w orld (e.g., free access to 

inform ation, m ass collaboration, user participation in the creation o f content). M oreover, 

GPS technology can offer insights into inhabitan ts’ life at a local level, which m ay go 

unnoticed in traditional developm ent processes. A t the sam e tim e, it offers opportunities 

for gathering inform ation on aspects that only hum ans can capture, such as em otions and 

perceptions.

These developm ents in ICT and online culture also indicate the need for interaction and 

dialogue in decision-m aking processes, which need to replace current one-w ay exchanges 

o f inform ation. This suggests the need for re-balancing existing pow er relations and the
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ways decisions are made. Yet, it has been argued that recent initiatives aimed at 

enhancing participation in democratic decision-making processes (e.g., consensus- 

building planning practices) and using ICT to improve urban sustainability and to involve 

citizens in this process (e.g., ‘smart cities’ approaches), have instead reinforced existing 

power relations. In relation to ‘smart cities’, the focus on technology rather than on city 

inhabitants can deepen the bottom-up/top-down dichotomy and undermine urban 

democratic processes. Moreover, it can make such approaches prone to failure, including 

the possibility for unsustainable development of cities.

The concept of ‘open source urbanism’ was put forward as a better alternative. This 

concept draws on intrinsic principles of open source technology, such as the collaborative 

and iterative form of production associated with these technologies and the notion of 

sharing with others. An open source approach to urbanism calls for using technology to 

strengthen horizontal practices and initiatives for the city. From this perspective, 

technology has the potential to enhance democratic debates about the kind of city people 

want to live in and to allow them to collaboratively produce the environments they 

inhabit. In this context, bringing together bottom-up and top-down approaches, in a 

dynamic form and with a positive outlook to the city, are argued to offer a better approach 

to achieving more sustainable cities.
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3. Policy context

“W ithin the next 2 5 -3 0  years D ublin  w ill have an estab lished  international reputation as on e  o f  the 

m ost sustainab le, dynam ic and resourcefu l c ity  reg io n s in Europe. D u blin , through the shared  

v ision  o f  its c itizen s and c iv ic  leaders, w ill be a beautifu l, com p act c ity , w ith  a d istin ct character, a 

vibrant culture and a d iverse , smart, green, in n ovation -b ased  eco n o m y . It w ill be a so c ia lly  

in c lu siv e  c ity  o f  urban neighb ourhoods, all conn ected  by an exem p lary  pu b lic  transport, c y c lin g  

and w alk in g  sy stem  and in terw oven  w ith a quality b io -d iv erse  green sp ace  netw ork. In short, the 

v ision  is for a capital c ity  w here p eop le  w ill seek  to liv e , w ork and e x p erien ce  as a m atter o f  

c h o ice .”

D ublin  C ity D ev elo p m en t Plan 2011 -  2 0 1 7

3.1 Introduction

This chapter gives an overview  o f the developm ent pohcy  context in Ireland, which 

com plem ents the literature review included in the previous chapter. Focus is placed on 

how sustainable developm ent is interpreted in the Irish context, and its im plications in 

term s o f policy, urban developm ent and the participation o f citizens in urban decision

m aking processes. The chapter com m ences with a critical review of the current main 

trends in these areas. This is follow ed by a series o f specific exam ples o f policy and 

public participation initiatives, which are aim ed at illustrating these trends and their 

im plications. The chapter is also inform ed by expert interview s conducted with planners 

and policy-m akers from  Dublin City Council (DCC). The interview s are used to 

contextualise the research from  their perspective, by exploring the w ays in which the 

m ain them es covered by the thesis (i.e. sustainable developm ent, urban m obility and 

public engagem ent) are understood by these professionals. The chapter concludes with a 

discussion of some o f the tensions that em erge betw een policy aim s and the realities of 

their practical im plem entations. Together with the insights obtained from  the previous 

review  o f literature, this chapter contributes to identifying the specific gap related to the 

sustainable developm ent of the city addressed in this thesis.

3.2 Sustainable development and public participation in Ireland: main trends

Ireland saw dram atic social and physical changes in the decade betw een the 1990s and the 

early 2000s, the so-called ‘Celtic T iger’ era (Bartley and Kitchin, 2007), due to the rapid 

econom ic growth experienced in that period. After being a relatively poor state on the 

edge o f Europe with a weak indigenous econom y, in the 1990s Ireland em braced
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deregulation (to increase competitiveness), entrepreneurial freedoms and free-market 

principles (Kitchin et al., 2012). This was linked with a rise of neoliberal forms of 

governance throughout the 1980s in the UK, and then in Ireland, which emerged from the 

promotion of a New Right political ideology introduced by President Ronald Reagan in 

the US and Prime Minister Margaret Thatcher in the UK (Fox-Rogers et al., 2011). In 

Ireland, this ideology resulted in a shift to high-skilled manufacturing, a significant 

growth in the service sector, the development of a ‘consumer society’, a rapid growth in 

population due to immigration and, importantly, a housing and property boom, which 

eventually led to the Irish sovereign debt crisis in 2008 (Kitchin et al., 2012, Bartley and 

Kitchin, 2007). Indeed, the period 1994 to 2004 saw an approximate 200% increase in 

new house-building, which was almost exclusively driven by the rise of private house

building (Scott et al., 2012). These growth rates significantly impacted on Irish cities -  

the result was extensive and rapid city-edge development as well as major intensification 

of development in existing residential areas, which in Dublin accentuated the city’s 

suburban sprawl (Williams, Hughes et al. 2007).

Thus, after having maintained a relatively undamaged environment until the late 1980s 

due to a lack of heavy industry, these rapid changes caused a deterioration of Ireland’s 

environmental quality through an increased consumption in the areas of energy, transport, 

waste and water (Pape et al., 2011). For example, Ireland had the highest percentage 

increase of greenhouse gas emissions from the transportation sector of any European 

Union (EU) country during the period 1990-2003 (Flynn, 2007). At the same time, policy 

and legislation in Ireland directed towards sustainable development have been 

predominantly driven by international initiatives -  particularly EU legislation on 

environmental policy-making (Taylor, 2006). In 1997, a National Sustainable 

Development Strategy (NSDS) was adopted -  Sustainable Development: a Strategy fo r  

Ireland  (DoE, 1997), with the main objective of integrating environmental considerations 

into policy development for strategic sectors such as agriculture, forestry, marine 

resources, energy, industry, transport and tourism.

While the NSDS was one of the earliest such strategies in the EU when it was first 

adopted, which indicates a certain level of concern regarding sustainability issues, the 

document is seen to be illustrative of how sustainable development has been interpreted in 

the Irish context (Davies, 2009). A textual analysis of the strategy is argued to reveal “a
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distinct absence of attention to social concerns and a preponderance of attention to 

economic issues and their impact on environmental quality” (ibid, p. 179). Indeed, social 

inclusion and social justice were not explicitly mentioned in the strategy, with the 

exception of housing issues. Moreover, this 1997 document is seen to be illustrative of the 

Irish Government’s rhetoric of “ecological modernization”, which assumes a win-win 

scenario of achieving both economic growth and environmental protection, and prioritizes 

economic and technological solutions (Davies, 2009, Davies and Mullin, 2011). Although 

the strategy has been revised on the background of the recent changes experienced in 

Ireland, this rhetoric remains in its 2012 version. Our Sustainable Future: a Framework 

for Sustainable Development fo r  Ireland (DoECLG, 2012a) -  economic growth, social 

cohesion and environmental sustainability continue to be seen as a triple-win prospect.

The economic recession experienced in Ireland since 2008 has strengthened the focus on 

economic and technological considerations in the policy arena. It has brought about new 

challenges and responses, such as Government proposals for ‘green jobs’ and ‘smarter’ 

options (e.g., smarter travel), which emphasise low-cost or no-cost policy solutions (Pape 

et al., 2011). This interest in growing a ‘smart-economy’ was initially marked by the 

publication in 2008 of Building Ireland’s Smart Economy: A Framework fo r  Sustainable 

Economic Renewal (Gol, 2008), which defines the ‘smart economy’ as one that 

“combines the successful elements of the enterprise economy and the innovation or 

‘ideas’ economy while promoting a high-quality environment, improving energy security 

and promoting social cohesion” (ibid, p.7). The document is seen to encourage 

technological eco-innovation and enterprise within the private sector, thus ‘greening’ the 

outputs of the mainstream economy rather than taking more radical measures; the 

processes of transition to a greener economy are indeed argued to be predominantly 

technical and financial rather than social or political (Davies and Mullin, 2011). Greening 

the economy is seen as a means for the Irish state to meet environmental obligations and 

deal with the economic recession, while continuing “a long-standing coalition of state and 

business interest and a familiar economic model” (ibid, p.810). Moreover, the assumption 

that employment opportunities provided through eco-innovation will unavoidably lead to 

a better quality of life for all, emphasises the perception within the government that 

economic growth leads to social sustainability -  something that was not evident in 

previous growth periods in the Irish economy.
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At a local level, a diminished significance of broader social, cultural and environmental 

objectives, which became “sidelined by a central agenda of competition and growth” 

(McGuirk, 2001, p.438), is seen as an effect of increasingly neoliberal forms of 

governance and entrepreneurial planning (Fox-Rogers et al., 2011). In order to secure 

capital investment when competing with other cities nationally and internationally, urban 

policies are aimed at creating a favourable ‘business clim ate’ for investors. Such 

strategies have generally resulted in the adoption of a consumption-orientated 

development logic, which encourages, for example, downtown shopping districts or 

riverside regeneration schemes that imitate successful examples elsewhere (ibid). In 

Ireland, on the background of a traditionally weak local government (Pape et al., 2011, 

Forde, 2005), a similar development logic was paralleled by the emergence of public- 

private partnerships, appointed quangos, private-sector alliances and entrepreneurial 

initiatives dominated by property-led regeneration (McGuirk, 2001). Such entrepreneurial 

planning strategies have significantly influenced urban regeneration in Dublin’s inner city 

(Lawton et al., 2010). It is argued that the evolution of planning in Dublin has 

materialised in a pro-development shift, which has taken place within the planning policy 

and culture at both central and local government levels (Scott et al., 2012).

This transformation of Dublin along entrepreneurial lines has been paralleled by the 

promotion in the city’s urban policy of Florida’s “creative class” thesis (e.g., Florida, 

2005), which assumes that the economic success of cities is directly connected with their 

ability to attract and retain “creative people” (Lawton et al., 2013). For Florida, economic 

growth is perceived as not necessarily related to ‘hard’ conditions, such as the 

availability of job opportunities, but rather with ‘soft’ factors, such as openness, tolerance 

and amenity preferences, which are seen to drive the location choices of employees, and, 

in turn, those of companies (Florida, 2005). Florida’s thesis is key in Dublin Region’s 

Economic Development Action Plan (DRA, 2009), two of the three main aspects of its 

strategic framework being to “Create A Vibrant Place” and to “Nurture, Attract & Retain 

Creative People” . Moreover, it is also visible in the Development Plan for Dublin City, 

where it is a key element of the stated vision for a city that will have “a distinct character, 

a vibrant culture and a diverse, smart, green, innovation-based economy” (DCC, 2010,

p. 10).
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For Lawton et al. (2010) this centrality o f the ‘creative c lass’ thesis and the em phasis on 

‘soft’ factors signals a worrying trend in the current policy form ation in Dublin, and 

indeed, in its future direction. A weak local governm ent and a high degree of 

adm inistrative fragm entation across the region'^ are seen to significantly constrain the 

provision o f ‘hard ’ m easures, such as public transport infrastructure. M oreover, the recent 

collapse o f the Irish property m arket has significantly contributed to declining budgets, 

while em phasising the over-reliance o f local governm ent on developm ent-led growth. In 

turn, the attention to ‘creativ ity’ is seen to be indicative o f “an over-reliance on image- 

orientated policy solutions which accept and prom ote the continuation o f entrepreneurial 

forms o f urban developm ent as being both inevitable and desirable” (Lawton et al., 2010, 

p. 15). This is significant, as on the one hand, stated aim s o f ‘p lace-m aking’ w ithin 

policies rem ind one o f the developer-led strategies o f the previous two decades. On the 

other hand, the em ergence of ‘netw orks o f leaders’ (e.g.. C reative D ublin A lliance) 

indicates how creative policies consolidate pow er w ithin the hands o f an elite group, 

which is outside o f the existing dem ocratic structure but has considerable decision

m aking pow er (ibid).

W hile Irish local governm ent has undergone extensive reform  since 1996 with the aim of 

enhancing local and participatory dem ocracy, it is argued that these reform s have 

transform ed it into a system  o f local adm inistration rather than a local dem ocracy -  

indeed, that they m ay even threaten the developm ent o f participatory dem ocracy (Forde, 

2005). For Forde, the top-dow n adm inistrative system  that local governm ent has becom e 

is adopting an increasingly contractual and consum erist approach in its relationship with 

the citizens. The contractualist trend is illustrated by the introduction o f public-private 

partnerships (PPP) in 2002, which enable state agencies (including local authorities) to 

enter into contractual arrangem ents with private com panies for the perform ance o f some 

of their functions, e.g., provision of services. The consum erist approach is visible in the 

aim of “serving the custom er better” (D oEH LG , 1996, p. 10), which is one o f the main 

principles o f the reform  docum ent -  and which rem ains in the current program m e for 

governm ent (DoECLG, 2012b). W hile possibly benefitting individual citizens, through a 

focus on custom er needs and the delivery o f services, this approach taken by local

D ublin  R eg io n  conta ins four local authorities: D u b lin  C ity  C ou n cil, D un L aoghaire-

R athdow n, F ingal and South D ublin .
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government is also argued to be “individualist in nature” and not concerned with fostering 

“participation, democracy, and above all, participatory democracy” (Forde, 2005, p. 145).

Moreover, an analysis of recent legislative change in the Irish planning system conducted 

by Fox-Rogers et al. (2011) brings to light a curtailment in the nature and extent of public 

participation in planning. This is significant in the Irish context, as the planning system 

provides one of the few official ways in which citizens can engage with the state -  that is, 

through statutory provisions regarding policy formulation (e.g., city development plans) 

and also through an open third party appeals system to planning applications (Scott et al., 

2012). However, it is argued that the Planning Act 2000 brought in modifications that 

indicate a shift in the democratic nature of the planning process, as illustrated by the 

introduction of Strategic Development Zones (SDZs), which limit the rights of third party 

appeals and thus reduce the discretionary nature of planning decisions (Fox-Rogers et al., 

2011). While such changes diminish delays and costs imposed on developers, they also 

reflect an inherent bias towards favouring private capital and the interests of private 

power over the concerns of the general public. Moreover, a replacement of notions such 

as ‘common good’ with ‘national interest’ in recent planning legislation is also visible 

(e.g.. Strategic Infrastructure), which questions whether social justice and a relative 

equality of outcome in society are still main concerns of the state (ibid).

In this context, a strong mistrust has emerged among citizens in relation to local political

institutions. This is principally connected to a perceived failure of local planners and

politicians in managing urban development growth and in addressing quality of life

concerns of residents, and to an overall lack of transparency in planning processes (Scott

et al., 2012). As Scott et al. note, the opaque relationship between developers and elected

representatives, which led to the use of public power for the benefit of private interests

(e.g., rezoning of land for development) is well documented in various tribunals into
18planning and political corruption (ibid). These issues are seen to represent significant 

barriers to effective engagement and are also included in the Report of the Taskforce on

The Tribunal o f  Inquiry Into Certain Planning Matters and Payments is com m only known as the Mahon 

Tribunal (e.g ., http://ww w.thejournal.ie/m ahon-tribunal-tim eline-from -w histleblower-to-digouts-374316- 

M ar2012/)
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Active C itizenship '^  (TAC, 2007). Im portantly, they report a lack o f confidence in local 

governm ent and local dem ocracy:

(...) there was a clear lack o f  confidence in som e public  consultation  

s t r u c t u r e s . is cynicism  and a lack o f confidence in dem ocratic and some 

other consultative structures, particularly at local level, with individuals and 

organisations not feeling that they are genuinely listened to and this is exacerbated 

by the focus in public services on customers rather than citizens, (ibid, p .9, bold 

and italics in original)

This is acknow ledged in the current program m e for governm ent: “the Taskforce on 

Active C itizenship found that there was a dem ocratic deficit at local level due to a 

perceived absence o f m eaningful opportunities for civic participation in decision-m aking 

about local issues” (DoECLG, 2012b, p. 158). Yet, no m ention o f the reasons behind this 

perception can be noted in the docum ent (or how they m ight be addressed).

H owever, rather than decreasing it, Scott et al. (2012) notice an increasing civic 

engagem ent and activity due precisely to the failings and m istrust in local governm ent 

and the planning process -  both through formal (e.g., written subm issions, public 

m eetings) and informal routes (e.g., m edia events, intensive lobbying o f local elected 

representatives). These avenues are nevertheless used differently. As noted previously, 

engagem ent in the Irish context can take place at policy form ulation stage (e.g., 

developm ent plans) and policy im plem entation stage (e.g., developm ent control). 

Inform al processes are seen to prevail in the first stage, due to lim ited opportunities for 

interactive dialogue am ong m ain stakeholders and disparity in access to decision-m akers 

betw een developers and ordinary inhabitants. Indeed, Scott et al. em phasise a “frustration 

with attem pts to influence planning policy fram ew ork and the developm ent plan for the 

local area” (ibid, p. 163) among their interviewees. How ever, they also point to a culture 

o f clientelist politics, where local councillors take the role o f ‘local fixers’ -  a direct form  

of dem ocracy, which, in some cases, can benefit resourceful and pow erful groups (or 

neighbourhoods) at the expense o f others. In contrast, form al processes are found to be 

more com m only used in the second stage, when residents’ groups can react to specific 

developm ent proposals, e.g., through third party appeals, which are a widely used

The Taskforce on A ctive C itizenship was established by the Taoiseach (Irish Prime M inister) in 2006 to 

report on trends o f  citizenship, voluntary activity and engagem ent with the state.
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instrument in Ireland that provides a critical arena within policy implementation (Scott et 

al., 2012). Indeed, it could be argued that public participation generally takes the form of 

‘negative objecting’ (McGuirk, 1995). The use of these two avenues of engagement and 

their outcomes indicate the need for exploring a different understanding of democracy -  

other than deliberative or participative (focused on consensus-building and un- 

challenging of power relations), but one that focuses on equity and justice instead (Scott 

et al., 2012).

3.3 Sustainability policy and public participation initiatives: examples

The critical review of the main trends within sustainable development policy and public 

participation in Ireland has highlighted some generic themes that require further 

consideration. In order to do so, this section focuses on specific examples in these areas, 

which include the Smarter Travel policy document and bids, and recent public 

engagement initiatives explored by DCC in addition to the statutory provisions (both 

face-to-face and internet-based forms of engagement).

3.3.1 Smarter Travel

Sustainability is put forward as a core principle by the Department of Transport (DoT) in 

relation to transport policy. One of the five main goals of the Department, as outlined in 

the Statement o f  Strategy 2008-2010, is “to advance the development of an integrated and 

sustainable transport system for Ireland” (DoT, 2008, p.7). The sustainability goal was 

further emphasized through the developmenf o f  Smarter Travel: A Sustainable Transport 

Future -  A new transport policy fo r  Ireland 2009-2020 (DoT, 2009). The document was 

published in February 2009, following a public consultation process; almost 500 

individuals and groups responded to this process, which included the publication of a 

consultation document. The Minister for Transport at the time noted:

This document is the result of what was one of the most extensive and informed 

engagements that I have ever experienced as a Minister. (...) Almost all agreed 

that “business as usual” is not an option. (...) Because of the extensive consultation 

and public response, it can truly be said that this is the people’s policy “to change 

our unsustainable habits in the travel and transport area” . (DoT, 2009, p.7)

The consultation process was undertaken in three stages. The first two stages included the 

‘stakeholders’ (i.e. business and community representatives, government departments and
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agencies and elected representatives) and the w ider public. The findings o f the public 

consultation process inform ed the draft V ision and Objectives, which were then reviewed 

by the Dublin Transportation Office (DTO) Steering Com m ittee (DTO, 2008). This 

consultation process was seen to be closer than previous public consultations to some of 

the recom m endations made by OECD in relation to the integration o f environm ental and 

societal decisions, i.e. prom oting broader participation by NG Os and relevant public 

organisations in the developm ent and im plem entation o f national and local developm ent 

policies, program m es and projects (OECD, 2010). N evertheless, transport and m obility 

policies in Ireland are argued to rem ain a “prim e exam ple o f a closed policy arena” , 

despite an increase in consultation and citizen involvem ent within other policy areas 

(Pape et al., 2011, p .36).

Indeed, Sm arter T ravel’s obvious links with the ‘sm art cities’ concept" point to an 

em phasis on econom ic growth and com petitiveness, rather than on citizens and their 

participation. The policy docum ent acknow ledges that continued growth in dem and for 

road transport is not sustainable and will lead to further congestion and further local air 

pollution, contribute to global warm ing and result in negative im pacts to health through 

prom oting increasingly sedentary lifestyles (DoT, 2009). One o f the main aims stated in 

the docum ent is therefore to achieve a significant modal shift from  private car to public 

transport, cycling and walking. It acknow ledges that cycling and walking have the lowest 

environm ental impact, aim ing for an uptake o f alm ost 20% in walking and cycling for 

work and education trips, by 2020 from 2006. Yet, the docum ent is illustrative o f how 

sustainability has been interpreted in Irish policy, through its em phasis on enhancing 

econom ic com petitiveness (noted throughout the docum ent), rather than on social or even 

environm ental issues. This is especially clear in the hom e page o f the sm arter travel 

website, which states that:

If even just these people [workers and students who drive short distances] changed 

to walking or cycling urban traffic jam s w ould be a thing o f the past. Our 

econom y would reap benefits from the im proved efficiency in goods m ovem ents. 

It would m ean lower overheads for everyone due to tim e savings. It would 

provide a w elcom e extra boost to com petitiveness (DoTTS, 2013).

This is discussed in Chapter 2.
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Econom ic factors are also m entioned in relation to the environment. For exam ple, at an 

individual level, the concern appears to be the impact on individual disposable incom e  

due to an over-reliance on the private car in the context o f  increasing fuel prices. At the 

national level, w hile aim ing to contribute to EU com m itm ents, no definite target o f  

overall CO 2 em issions reduction is m entioned. Indeed, this is seen to be linked with  

econom ic growth and population levels, the econom ic recession potentially reducing the 

target. Short-term thinking appears therefore to mark the policy  docum ent, which does 

not correspond to the long-term  thinking and radical changes needed to address the 

challenges posed by clim ate change. M oreover, w hile social inclusion is m entioned, this 

seem s to be principally related to people with reduced m obility or w ho may experience  

isolation due to lack o f  transport. H ow ever, no m ention o f  social justice is noted in the 

docum ent, which for com m entators such as H ine (2008) is a main consideration in 

transport research referring to the provision o f  capabilities for people to participate fully  

in the life o f  society.

In order to achieve the stated policy  aims, a significant number o f  actions contained in the 

docum ent raise the need for developing an appropriate physical infrastructure and for 

encouraging behavioural changes. Som e o f  the actions contained in the docum ent have 

more tangible targets than others, w hile som e are being, or have already been, 

im plem ented. An exam ple is Ireland’s first N ational C ycling Policy Framework (A ction  

15), which w as launched in 2009. A ctions under the framework include D ublin Bikes, a 

bike-sharing schem e launched in Septem ber 2009  by DCC to facilitate the use o f  b icycles  

for short journeys in the city centre (OECD, 2010). A lm ost one year later, a total number 

o f  one m illion cy c le  trips made on Dublin city's bike schem e was registered, m aking the 

schem e one o f  the m ost successful in the world (Stack, 2010). Its success is also seen to 

be illustrative o f  the possib ility  for innovative solutions to m obility (D avies et al., 2010).
' )  I

In contrast. A ction 16 -  a National W alking P olicy  -  has not been established yet" . 

M oreover, other actions appear to be difficult to be put in practice -  in particular those  

requiring changes in relation to travel behaviour. The policy  docum ent acknow ledges that

C ycling is supported by strong lobby groups in Ireland, e.g. D ublin C ycling Campaign, and it also has 

political supporters -  the Dublin B ikes schem e was proposed in 2004 by the former Lord M ayor o f  Dublin, 

member o f  the Labour Party. How ever, walking does not appear to have the sam e form o f  organized  

support or visibility, which could be speculated to be am ong the reasons why a National W alking P olicy  is 

not in place yet.
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changes in behaviour are an essential element for achieving the modal shift towards more 

sustainable travel modes. However, it is not explicit in how to achieve such behavioural 

changes and in many instances the actions seem to express desired outcomes rather than 

referring to specific ways of acting towards achieving the vision of sustainable transport. 

It could be argued that this makes it aspirational rather than a strategic document; and also 

that it transfers the responsibility to change onto the individual, rather than 

acknowledging the wider socio-cultural and structural aspects that shape mobility 

practices (e.g.. Shove, 2010).

In addition to setting out the vision, a Smarter Travel Demonstration Project Fund was 

established to support innovative sustainable travel projects, which can show the positive 

impacts of specific interventions. This included bids for Smarter Travel Areas, which had 

to be prepared by the local authority (i.e. city council) and developed in partnership with 

the Department of Transport, Tourism and Sport (DoTTS), local businesses, schools and 

communities. The bids reflected the economic and environmental realities of the 

recession -  they were aimed at developing sustainable transport and mobility initiatives 

that required limited financial input (Pape et al., 2011). One of the projects that applied 

for funding was Drimnagh Smarter Travel (Sargent, 2011) -  an initiative of DCC, 

Drimnagh being a Dublin suburb. Although not successful in its application, the 

experience of this project is significant in the context of this thesis for the ways in which 

the city council team engaged with the community. The project involved an extensive 

local area mapping and community consultation process, which resulted in an Integrated 

Area Plan (lAP) for Drimnagh. It explored the broader aspects of sustainable living, 

including health and social aspects, and aimed to develop a more positive image of the 

area and increased ownership of community-related decisions and actions. Thus rather 

than focusing only on achieving “measurable changes in people’s travel choices and 

behaviour” (DoTTS, 2013), the project becomes significant for its potential longer-term 

implications (more details are included in Section 3.4, the Expert Interviews section).

3.3.2 Creative Dublin Alliance: 5th Province and Your Dublin Your Voice

Creative Dublin Alliance (CDA) was established in 2009 as part of the aim to ‘develop 

strong city leadership’ within the Economic Development Action Plan fo r  the Dublin 

Region (DRA, 2009). As summarised on CDA’s website, the purpose of the network is to 

“develop, manage and promote Dublin’s international reputation as a city where
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innovation and creativity thrive” (CDA, 2013). The leadership network is led by the City 

Manager (chairperson of DCC), and it has as its members people who are in senior level 

positions in local government, business and academia. However, while it also includes 

representation from the non-for-profit sector, there is a notable absence of community 

organisations and also local politicians in the network (Lawton et al., 2010). This is 

significant in the context of public participation in Ireland, where both of these actors 

have important roles -  for example in the planning process, which was noted earlier to 

offer one of the few official ways in which citizens can engage with the state. Thus, CDA 

has been criticized for its facilitation and promotion of elite networks of power, which are 

beyond democratic control and public accountability (Lawton et al., 2010). Nevertheless, 

one of CDA ’s main aims is to “facilitate civic engagement that elicits people’s 

participation in their quality of life” (CDA, 2013) and it has initiated a number of projects 

focused around this objective, including Dublin 5'^ Province and Your Dublin Your Voice.

Dublin 5th Province (DSP) is an online platform launched in May 2012, which has been 

put forward as a citizen engagement initiative run by CDA in collaboration with Dublin 

City University (DSP, 2013). The platform is aimed at finding out from Dublin residents 

how they think the city should develop over the next fifteen years, with a view to 

collaboratively developing a framework for a more sustainable Dublin. The topics for 

discussion are drawn from the Sustainability Indicators Framework published by DCC in 

2011 (DCC, 2011b), e.g., Culture and Creativity, and Cycling. It is intended that 

discussions on each of the topics will contribute to new city initiatives and policies. 

People can get involved by answering surveys, commenting on blog entries or discussing 

with other users through the platform’s forum. The engagement process is summarised on 

CDA’s website:

Every period of consultation begins with asking a group of experts to propose a 

whole range policy ideas that they think are both realistic and possible to 

implement in Dublin, over the next fifteen years. These ideas are then proposed to 

Dubliners by the experts, who engage in discussion and dialogue in order to 

priorities what Dubliners see as crucial for their future. (CDA, 2013)

While the platform has been proposed as a way to facilitate collaboration between Dublin 

citizens and policy-makers, this statement is illustrative of the prevalent top-down, expert- 

led policy-making practices. A technocratic culture has been observed among planning
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authorities in Ireland, in which the ‘expert’ has a dom inant role in decision-m aking 

processes and there is only lim ited innovation in public participation beyond statutory 

requirem ents (Scott et al., 2012). This could be argued to be one o f the reasons for the 

m inim al public engagem ent obtained through the platform  -  at the date o f writing, 10 

Septem ber 2013, DSP Facebook page has only 25 ‘likes’. The City Planner suggested 

when interview ed that the form ality o f the website prevented the initiative to go any 

further; indeed, the last com m ents m ade both on the website and on the Facebook page 

are dated A ugust 2012. As noted in Chapter 2, citizens do not necessarily becom e more 

willing to participate sim ply because w eb-based services are provided for them  (Sasb0 et 

al., 2009). Instead, their active participation is needed when developing and designing the 

services -  a m ain characteristic o f web 2.0 culture.

Your D ublin Your Voice is another exam ple o f a citizen engagem ent initiative, which has 

been developed as an online citizen opinion panel. The panel seeks feedback and 

suggestions from people living, working or studying in Dublin (including visitors), via 

online surveys, on a range o f issues that impact on quality o f life in the city region. This 

initiative was launched in O ctober 2010 and the panel now com prises alm ost 4,000 

registered m em bers, from  various backgrounds and o f different nationalities (DCC, 

2013). It is intended that the results of the surveys (collated into reports) will be used to 

inform  future developm ent and policies in the D ublin Region “. For exam ple, the results 

o f the first survey (which had alm ost 2,300 respondents) were discussed during a 

w orkshop entitled H ear it, D ebate it, Change it with key decision m akers across the city- 

region (e.g., police, health, local governm ent, business, tourism  and foreign investm ent). 

The aim was to identify actions that could tackle som e o f the concerns raised by the 

survey. In this initial instance focus was placed on anti-social behaviour, which was noted 

to be the principle m atter of concern identified by the survey (Cudden and Sheahan, 2011) 

and seen as “seriously dam aging D ublin’s reputation” (DCC, 201 la).

This initiative represents a step forw ard regarding public engagem ent, through its 

openness to various inhabitants o f the city (e.g., residents and visitors) and its aim  to 

include peop le’s view s into real actions. N evertheless, links with the expert-led top-dow n 

culture observed earlier can also be noted. No opportunity for interactive dialogue exists

A ccord ing  to the 2011 Census, Dublin  Region has a popula t ion  o f  1,273,069, am ong w hich 527 ,612 live 

in Dublin  C ity  (h ttp :/ /w ww .cso.ie /en /s ta t is t ics /popula tion /popula t ionofeachprovincecountyandcity2011/).
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between the survey respondents and the decisions-makers (and arguably no empowerment 

of the participants), communication remaining unidirectional (e.g., the panel members 

respond to topics established by the experts). Moreover, while the reports are posted by 

the team on DCC’s website and comments on the findings can be made via social media 

channels (i.e. Facebook and Twitter), there are no opportunities for the respondents (or 

indeed other inhabitants) to be involved in how the findings are integrated into future 

policies or actions. The workshop mentioned above is illustrative of this.

3,3.3 The Studio: Street Conversations

The Studio was established in September 2010 as a multidisciplinary team based in the 

City M anager’s Department in DCC, with the objective to “highlight and network 

existing City Council innovative projects” (Conroy and Mooney, 2011, p .l). Some of the 

Studio’s team members were part of Designing Dublin -  a learning initiative supported by 

CDA and DCC, which mixed volunteers with city council staff. The initiative set out to 

use “the not-for-profit sector to convene and manage a project for us [DCC] around the 

whole issue of using design thinking as a tool to develop a different approach to how we 

design services” (City Manager, interviewed in Lawton et al., 2010). The Studio has 

applied some of the methods prototyped in Designing Dublin as a way to engage with the 

general public in a variety of projects. The projects include on-street consultations -  

entitled ‘Street Conversations’ -  for Your City Your Space: Draft City Public Realm  

Strategy (Conroy and Mooney, 2011, DCC, 2011c) and pre-consultations on the 

Docklands SDZ (Conroy et al., 2012).

The purpose of conducting Street Conversations is to explore what people like or dislike 

about an area, and to identify what could be improved. The process is informal and it 

consists in using cardboard boxes, posters and colourful questionnaires, which are 

intended at making people curious, and encouraging them to stop and enter the 

conversations. These are held at different locations within the area under consideration 

over a specific period of time (e.g., seven days in the docklands). They typically consist in 

a set of questions designed to be “as open ended as possible so as they would encourage 

people to talk to us” (e.g., How does this area make you feel?); the team takes notes of the 

answers “using the words of the respondents, not interpreting them” (Conroy et al., 2012, 

p.7). The answers are assessed by the team who produces a report, which is submitted to 

the Planning Department and posted on DCC’s website. The reports are aimed at
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informing future improvements or initiatives for the area (or, in the case of the Public 

Realm Strategy, its subsequent stage).
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Figure 1: ‘Feelings and issues’ map based on the results of the Street Conversations 

conducted for the Draft Public Realm Strategy (source: http://www.dublincity.ie)

The Street Conversations can be seen as a positive example of DCC’s exploration of 

alternative methods, which move away from the formal statutory requirements and 

engage with the city users ‘on-the-ground’. Similar to Your Dublin Your Voice, the 

process is open to other users of an area besides residents (e.g., passers-by or people 

working in the area). Such approaches have the potential to enhance urban democracy by 

moving the discourse from citizen to city inhabitant (e.g., Purcell, 2002). However, 

strengthening urban democracy is not stated among the aims of this tool. It could even be 

argued that its apparent openness is closer to ideals of diversity and tolerance evoked by 

Florida’s thesis, which has been adopted by DCC (e.g., Maxwell et al., 2012). The reports 

present the findings mostly in an aggregated form, thus reducing the richness of answers 

to what are designed to be open-ended questions. This indicates that the design of the 

‘conversations’ may simply be a way of making D CC’s presence visible on-street rather 

than actually gaining an in-depth understanding of the area and people’s views. 

Moreover, the succinct quantified reporting, and the lack of discussion of the answers and 

the team ’s experiences regarding the process, question the extent to which the findings 

can inform (or how they inform) future actions and interventions. This is particularly
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important as the respondents do not have the opportunity to engage beyond answering the 

questions asked -  they do not participate in the production of the report or in any future 

changes that it might bring about. As noted in the case of Your Dublin Your Voice, it 

could be argued that this innovative engagement method remains unidirectional and 

preserves the top-down culture of urban decision-making, while giving it a ‘new ’ image.

3.3.4 FixYourStreet.ie

FixYourStreet.ie is a “customer service initiative” launched in 2011 as part of the 

programme for government, Putting People First Action Programme fo r  Effective Local 

Government (DoECLG, 2012b). The platform enables the public to report online non

emergency issues such as graffiti, road defects, street lighting faults, water leaks or 

drainage issues, and litter or illegal dumping to the local council. Initially piloted by 

South Dublin County Council (SDCC), the platform now covers all Ireland. It has been 

developed using open source technology (i.e. Ushahidi platform" ) and it incorporates 

interactive mapping, which allows users to locate the problem being reported on an online 

map and to upload a relevant photograph or video. Reports can be made on the website, 

by email, or by using a Twitter hash-tag; an Android mobile application is also available. 

The platform is moderated and the issues raised are responded within two days of 

submission by a customer service officer of the relevant council, as noted in the 

Programme for Government. This initiative is part of the aim of local authorities to 

maintain:

(...) the highest possible standard of customer service in the context of substantial 

reduction in resources, including increased innovation in the delivery of services, 

for example through area offices and the growing use of online information and 

service provision and use of social media. (DoECLG, 2012b, p. 108)

This statement is seen to be illustrative of the consumerist approach adopted by the local 

government in its relationship with its citizens. Indeed, the platform was launched as a 

customer service initiative rather than a citizen engagement platform, although the need 

for greater engagement of the citizens in decision-making is also emphasised in the 

document.

http://ww w.ushahidi.coin/

60



Moreover, it can be argued that the negative reporting promoted by the platform reflects 

(and continues) the reactive forms o f participation noted w ith in the planning system, i.e. 

‘negative objecting’ . Although the responses are given w ith in the promised timeframe, a 

lack o f dialogue and personalisation o f responses is obvious when reading some o f the 

reports (as indicated in the example shown in Figure 2). Thus, rather than using the 

benefits o f interactive mapping and social media (e.g., active user participation, 

collaboration), the platform becomes a digital complaints mechanism. The emphasis on 

the use o f ICT as a way to maximise the efficiency o f existing resources and improve 

services is illustrative o f a ‘smart cities’ approach. Using an open source platform is 

valued for m inimising the cost o f developing and hosting the website -  a focus on 

consumption (i.e. free to use) rather than on the collaborative method o f production the 

concept originally intended (Haque, 2007). The focus on economic benefits is further 

emphasised by suggesting that the open access to data generated through the platform can 

offer new business opportunities (DoECLG, 2012b). This is indeed the core aim of 

Dublin Regional Authority ’ s open data initiative, Dublinked -  a platform powered by 

IBM  and self-defined as “ a membership network to mine, exploit and utilise public data 

to generate new revenue streams and address regional challenges”  (DRA, 2013).
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3.4 Expert Interviews

In addition to the desktop analysis of policy documents and citizen engagement initiatives 

presented in previous sections of this thesis, the main themes of the research (i.e. 

sustainable development, mobility and public engagement) were also discussed with 

relevant DCC planners and policy-makers^'*. A profile of the five interviewees outlining 

the departments in which they work and their main projects as relevant to this research is 

offered in Table 1. The discussions were conducted as a structured interview in order to 

allow comparison between responses; the interview themes are included in Appendix II 

(iv). Most of the interviews were recorded and where this was not possible, notes were 

taken. Following the discussions, extensive summaries (rather than full transcripts) were 

produced and issued by email to the relevant interviewee, for information and revisions of 

anything significant that might have been omitted or misinterpreted. With the exception 

of one interviewee who preferred not to include the monetary value of the funding 

allocated to a project, no modifications were made to the summaries.

Table 1: Profile of the interviewees (experts)

Position Department in DCC Projects

Expert 1 / City 
Planner”

Planning and Economic 
Developm ent Department

Sustainable Dublin Framework; 
Sustainability Indicators and Reporting

Expert 2
Planning and Economic 
Development Department

Your Dublin Your Voice

Expert 3
Planning and Economic 
Development Department / 
Public Realm

Public Realm Strategy

Expert 4
Roads and Traffic Planning 
Division

Drimnagh Smarter Travel Area

Expert 5 City Architects Division Street Conversations; Designing Dublin

A ‘gatekeeper’ approach was used in order to obtain introductions to key DCC em ployees conducting 

work relevant to this research.

As key figure in planning and policy-making for Dublin City, and also as initiator o f a Sustainable 

Strategy Fram ework for the city, the City Planner will be mentioned when referring to his statements. The 

other interviewees will remain anonym ous, with the exception of mentioning them in relation to projects 

they were involved in, where relevant.
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The follow ing sections include a description^^ o f in terview ees’ perspectives in relation to: 

achieving a m ore sustainable city, current and ideal m obilities, and current and desired 

forms o f public engagem ent. The main aim of the interview s was to establish the ways in 

which these issues were understood by these professionals, including the challenges they 

envisaged for the im plem entation o f related policy aim s and visions. The sum m ary o f the 

responses is follow ed by a discourse analysis o f the interviews, which is related back to 

the policy-m aking practices and approaches to sustainable urban developm ent and public 

engagem ent discussed earlier in the chapter. This is em ployed as a way to further 

illustrate how some of the main trends identified previously are reflected in the 

interviews. Focus is placed on identifying potential tensions between policy aims and 

practical im plem entations, including what m ight be needed in order to counteract these 

tensions.

3.4.1 Vision and challenges for a sustainable Dublin

Dublin is envisioned by the interviewees as a city where people want to live, work and 

raise fam ilies; a city that is both environm entally- and also people-friendly. Som e of the 

desired features include the city being easier to walk, cycle and generally move around, 

with a reduced em phasis on the car; safer, cleaner and greener; and overall offering a 

pleasant experience. M any o f these features were illustrated with the council’s policy 

docum ents (e.g.. Public Realm  Strategy, DCC, 2012c), while some o f the interviewees 

also m entioned m ore personal views, as draw n on their experiences o f living and having 

children in the city. For one interviewee, social aspects, such as tackling poverty and drug 

addiction, represented an im portant aspect o f achieving a m ore sustainable city; 

m oreover, perceptions and experiences o f the city were considered essential for this 

vision to becom e reality:

“It’s m ore to do with the experience o f the city, really, that I think needs to change 

because tha t’s how you’ll notice the city is becom ing m ore sustainable. It will feel 

like a healthier city, greener city, safe city, m ore sociable...”

W hen asked to discuss the present state o f the city in the context o f urban sustainability, 

the interview ees m entioned the adoption o f a Sustainable D ublin Fram ew ork as part o f 

the current D evelopm ent Plan (DCC, 2010). This policy fram ew ork was noted to have

This chapter presents the view s o f  the interview ees first, then the analysis.
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'>7been inspired by the Natural Step principles' -  a systems approach to sustainability 

introduced in the organisation by the City Planner. The annual Sustamability Reports and 

an associated Sustainability Indicators Framework were put forward as examples of 

D CC’s commitment to assessing the performance of the city region in relation to 

sustainability (e.g., DCC, 2011b). One interviewee pointed out that this form of 

sustainability reporting represents an important means for the council to identify their 

vision for the city and to measure the progress of their work towards achieving it.

At a strategic level therefore, interviewees considered that policy documents aimed at 

improving Dublin’s sustainability were in place. However, while this offers a positive 

(and progressive) image to the city region on a national scale, on a global scale the city 

was seen in a much less positive light. In particular, the settlement patterns inherited from 

the Celtic Tiger period were considered to be a significant challenge, i.e. low-density 

development outside the city’s core, where people are dependent on the private car and 

public transport provisions are limited. As one interviewee explained:

“In terms of sustainability, I think it’s pretty bleak... I think it’s a huge challenge. 

Of course, with challenges, there are opportunities -  coming from a low base, you 

can improve quicker. But I think our settlement patterns that we saw developed 

during the Celtic Tiger period have left us in a very difficult situation.”

Moreover, difficulties were acknowledged to exist between the stated policy aims and 

their implementation into actions, e.g., differences between the strategic and the local 

levels. In particular, people’s mindsets (both within the organisation and among the 

general public) were seen to represent a significant barrier. While the council have 

adopted a sustainability framework in policy terms, one interviewee considered that the 

cultural change needed in order to place sustainability into the mainstream view has not 

taken place yet:

“I think that there’s still limited understanding of what sustainability means in the 

organization. In the sense that it’s perceived as a sort of a buzzword... or kind of 

an add-on... it’s like another ticked box. Whereas if you really are going to move 

towards sustainability you need to have this understanding that you completely

http://www.thenaturalstep.org/en/our-approach
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change your w orld-view , and the way that you approach things. I think the 

organization has made a start, but there’s still a long way to go as w ell.”

For some interview ees, m indsets were linked with a lack o f awareness. Regarding the 

general public, providing them  with tools that allow them  to change the way they do 

things was considered as a potential solution. An interview ee exem plified this with the 

use of smart m eters, which he considered could benefit both the city in term s o f energy 

provision and consum ption, and also individuals who could save m oney by using them. 

At a council level, the lack o f awareness am ong its m em bers o f what sustainability 

im plies was considered to lead to difficulties in developing an agreed understanding about 

how to im plem ent the overall policy vision. A lthough the Natural Step fram ew ork as 

introduced into the Developm ent Plan" is aim ed at engendering a holistic attitude to the 

city, m any professionals w ithin the council were seen to continue looking at the city from 

their own professional perspective. M oreover, com m unication betw een departm ents was 

found to be difficult, particularly in relation to projects that cross disciplines and offices, 

such as the Public Realm project. Yet, the possibility o f success (or achieving the vision) 

was considered by the City Planner to require the collaboration o f all the various sectors -  

an integrated approach across departm ents.

“I think the problem  with professionals is that they ju st look at the city from  their 

particular angle, w hether it’s heritage, or m ovem ent, or econom ic. But if you 

always have to reflect on how success and the challenges o f your particular sector 

im pact on every other sector... -  that’s truly collaborative.” (City Planner)

This lack o f understanding (or acceptance) o f broader sustainability im plications w ithin 

the council was seen to be linked with a lack o f long-term  thinking and a continuation of 

day-to-day increm ental approaches. Indeed, researchers have described the policy style 

that has dom inated both environm ental and sustainability arenas in Ireland as “reactive 

and increm ental, prioritizing end-of-pipe solutions over proactive steps to avoid 

environm ental dam age in the first place” (Pape et al., 2011, p. 36). For some o f the 

interview ees, this m ade the strategy (or the path) tow ards achieving a m ore sustainable 

city vulnerable to a lack of available capital investm ent. This is particularly significant in 

the context in which the main driver for im plem enting policy aim s was acknow ledged to

^*This refers to six themes: econom ic, social, cultural, environm ental, m ovem ent and urban form.
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usually be cost effectiveness, which may not always correspond to the most ecologically 

sustainable alternative.

Indeed, this lack of money was seen as one of the most significant challenges for 

achieving the policy vision of a sustainable Dublin, particularly when considering the 

present economic situation. In this context, the ‘smart cities’ concept was put forward by 

one of the interviewees as an example of how the city could achieve more with less, by 

using existing resources more efficiently with the help of technology. However, another 

interviewee considered that money (or lack of) is usually a political decision, based on the 

prioritization of certain actions rather than others. For him, the main challenge in 

achieving the vision was politics, both at a national and local government level -  in 

particular, a lack of political leadership. This is illustrated by the fact that even when 

money was available (i.e. during the Celtic Tiger period), public transport infrastructure 

was not a priority for politicians.

Nonetheless, the possibility of economic benefits was noted to have made sustainability 

gain interest from the part of large businesses, e.g., multinational corporations. An 

example was brought up by the City Planner, who aims to embed the Sustainable Energy 

Communities approach initiated by Sustainable Energy Authority Ireland (SEAI)“  ̂ in the 

next SDZ for the docklands area of the city. He considers this to be a way of addressing 

key sustainability gaps found in the area -  particularly the social/community aspect. For 

this purpose, he hopes to obtain the support of business stakeholders who have a 

significant presence in the area'^'’.

“There’s an appetite down there [docklands] on the part of CEOs of big firms who 

are becoming more aware that sustainability is an economic advantage... and also, 

more and more young people are saying to them: “What is the position of this firm 

on sustainability?” So everything, from Social Corporate Responsibility to having 

a much more open attitude to doing something more adventurous in the 

sustainability area, is a big opportunity for us [city council].” (City Planner)

http://ww w.seai.ie/SEC/SEC _Program m e/

Various multinational com panies are located in the docklands, such as the European headquarters o f  

G oogle is located in D ublin’s docklands.
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Indeed, engaging witii m ultinational technology com panies was seen by one interview ee 

as part o f the council’s role in m oving towards a m ore sustainable city. A cknow ledging 

that the council is lim ited in what it can do (i.e. in terms o f m oney and control o f various 

sectors), he considered it im portant for the council to prototype and trial new (and more 

efficient) solutions. However, another interviewee found that there were too many 

expectations am ong the w ider public in relation to the city council’s role and duties, some 

of which should be seen instead as individual responsibilities. One exam ple is littering -  

although it should be an individual responsibility not to litter, the perceived expectation is 

that the local governm ent is responsible for cleaning the streets, as illustrated for exam ple 

by the m any litter-related reports on FixY ourStreet.ie. In this context, having a civically- 

m inded and socially-responsible society was considered essential by this interview ee for 

truly achieving a m ore sustainable city.

3.4.2 Ideal mobilities and envisaged barriers

Focusing on urban m obility specifically, the interview ees’ vision for Dublin is that o f a 

city (and region) that has a sustainable transport system, which encourages the use of 

public transport, cycling and walking. In this vision, the city (and county) leaders 

prioritize these form s o f m ovem ent, through developing adequate infrastructure. 

M easures are taken that discourage driving and prom ote the im provem ent o f w alking and 

cycling environm ents through better connectivity o f routes, linkages o f green spaces and 

an overall better public realm . In addition to physical im provem ents, a better w ay-finding 

system  and an increased aw areness o f pleasant walking routes are also noted. For one 

interviewee, the vision for future m obilities coincided with the vision for a sustainable 

city -  it involves having a city (centre) where people want to live rather than only work, 

which, for this interview ee w ould reduce the distances travelled.

D ublin’s settlem ent patterns were seen to represent one o f the m ain physical challenges 

for achieving m ore sustainable form s o f m ovem ent, together w ith a lack o f appropriate 

public transport infrastructure -  indeed, a m ain challenge for the overall sustainability of 

the city.
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“Dublin is a mess (...) we are one of the worst examples of dispersal in Europe. 

This is because of the [Celtic] Tiger and Fianna Fail^' policies, and the fact that 

urbanism was not really an accepted philosophy across Ireland.” (City Planner)

In the City Planner’s view, this situation could be improved through measures such as 

intensification of development (i.e. higher density), improved public transport and cycling 

connectivity. Drawing inspiration from Copenhagen, he is particularly passionate about 

cycling infrastructure (i.e. improved cycle paths and their connectivity), which he thinks 

could bring many of the existing facilities within inhabitants’ range and improve quality 

of life in the city.

However, one interviewee who has been personally involved in a mobility-focused 

project for a Dublin suburb, Drimnagh, found that simply providing the infrastructure was 

not sufficient. She agreed that important policy changes in relation to reducing the role of 

the private car were already visible in the previous development plans, e.g., taking road 

space for bus lanes and cycle paths. In her view, this together with the introduction of 

parking charges in all city centre areas has led to fewer cars being driven through the city 

centre, as shown in the periodic traffic counts conducted by DCC (e.g., Gormley, 2011). 

However, she found that the council have focused almost exclusively on the city centre 

area as main centre of employment, while the main challenges remain in the suburbs 

where movement patterns are much more dispersed. Her experience of Drimnagh, for 

example, is that current policy approaches and fixed public transport routes are not 

sufficient and that different, ‘softer’ measures are necessary, e.g., mobility management, 

and increasing awareness of routes and connections.

In particular, public awareness and information on routes were considered by one 

interviewee involved in the Public Realm project to be among the main changes needed in 

order to improve urban mobility, especially in relation to walking. These aspects were 

seen to be important in order for people to be aware of other, more pleasant routes, 

besides the most straightforward or known routes. While a better way-finding system was 

suggested to be part of this, the role of the public domain was considered to remain

Fianna Fail is one o f  the main political parties in Ireland; it was in power for 61 out o f the 79 years 

between 1932 and 2011. H ow ever, in the 2011 general elections, its electoral support base dim inished by 

75% as a reaction to the intervention o f  the International M onetary Fund and the European Central Bank in 

N ovem ber 2010.
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significant in im proving walking and cycling experiences, together w ith a rebalancing o f 

priority in favour o f the pedestrian and the cyclist. In this context, the Public Realm 

Strategy docum ent was brought up as the council’s com m itm ent to im proving the public 

dom ain. As the City Planner pointed out, this docum ent is in ‘beta’ form  -  it is never fully 

com plete and open for revisions every twelve m onths (which represents a significantly 

shorter period than the six years in betw een city developm ent plans). He also noted that 

the docum ent seeks the views o f the general public about particular spaces and suggested 

changes (i.e. through Street Conversations).

“Part of what w e’re trying to do with the Public Realm  project is to get more 

involved with people out on the street and ask them; “W hat do you think about 

this space? Is it good, is it bad? Should the design be better?” T hat’s a very 

enjoyable part o f the Public Realm .” (City Planner)

Nevertheless, for one interview ee sustainable m obility rem ained a m atter of political 

decisions and leadership, as in the case o f achieving a m ore sustainable city. For exam ple, 

a strong car lobby has been noted during the Public Realm  consultations, which in turn 

makes it difficult to prioritize walking and cycling without strong political leadership. In 

this context, m ore w ide-reaching public participation (i.e. rather than only particular 

interest or lobby groups), together with acting on the outcom es o f participation, was 

considered to have a significant role in m oving tow ards a vision o f sustainable m obilities.

3.4.3 Present and desired forms of public engagement

To discuss public engagem ent in more detail, interviewees were asked to refer to their 

own work and experience w ithin the city council. As described by the C ity Planner, the 

council used to be conservative and defensive in the provision o f services -  indeed, to 

have a ‘fortress-like m entality’. For one interviewee, the traditional statutory form s of 

consultation encourage negativity am ong the m em bers o f the public taking part, as the 

council asks for reactions to already developed proposals. M oreover, these consultation 

m eetings were found to typically involve (or attract) the same individuals or groups, who 

m ight have specific interests and m ay not represent the view s o f all inhabitants.

“Generally, the types o f people that go to those com m unity m eetings are the same 

people, the same voices... Do they represent what people really want, or not? I
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don’t know. W hat about people like yourself and myself that probably have never 

been to one of those?”

Besides being limited in terms of outcome and engagement, one interviewee pointed out 

that this form of consultation is not sufficient, for example in projects that aim to 

encourage sustainable mobility -  something she realised by being personally involved in 

such a project (i.e. Drimnagh Smarter Travel Area). She considered that consultations 

needed to be deeper and to reach the entire community in order to obtain their support; it 

involves making people think about the ways in which they travel, the benefits they 

would obtain if they changed these ways, and also the barriers for them changing. When 

she had to deal with it at a practical level in her own project, she found this form of 

engaging with the community to be very challenging. Simply advertising the project on a 

website was not enough and her team had to use a complete range of communication and 

promotion tools, e.g., handing out flyers, involving local networks (e.g., sports clubs, 

schools), conducting workshops and events, and using social media. Moreover, she 

considered that communication with the community needs to remain open after the 

project is finished, in order to support longer-term changes. In the case of her project, this 

is done by continuing to implement physical improvements contained in the local area 

plan that was developed with the community, and by facilitating community-led projects 

that are linked to sustainable mobility.

This form of public engagement was among the examples given by the interviewees as an 

illustration of new approaches (i.e. other than the statutory consultations) explored within 

the council. For the City Planner, initiatives such as Your Dublin Your Voice or the 

projects developed by the Studio (e.g.. Street Conversations) indicate a move away from 

traditional planning processes, while representing necessary developments for making 

Dublin an attractive city.

“Pulling out things like that is far off what traditional planning would have been 

about. People might say to you “that’s rhetoric” or “that’s airy-fairy, light s tu ff’ 

(...) The chemistry [of Dublin] is very good, but I think it can be damaged as well, 

so you need to be aware of what needs to be nurtured.” (City Planner)

While perceived to be positive, such forms of public engagement were also seen to be 

very demanding in terms of time and staff resources, which represent some of the main
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challenges for conducting these consultations on a broader scale. N evertheless, the 

exam ple of the D rim nagh project indicated to the interview ee involved in its developm ent 

that the cost incurred is m uch less than in the case o f large infrastructure projects. At the 

same time, the benefits are longer-term  and go beyond the m ere change in the num bers of 

people walking, cycling or taking public transport (i.e. traffic counts). She considered that 

the project has engendered m ore positive perceptions about the area and made the local 

inhabitants becom e more active and engaged in their com m unity. Yet, these benefits need 

to be understood at a senior m anagem ent level in order for such a resource-intensive 

approach to be encouraged and to becom e more widely-used.

“Our own D irector o f Traffic, when we brought him  to the launch (...) I think he 

was actually quite m oved (...) I think he kind o f really got it then. If we get senior 

m anagem ent to buy in and understand that you can achieve m ore with very much 

less, well then m aybe [they] could put the resources in.”

Another im portant challenge was seen to be the incorporation o f the feedback obtained 

from surveys like Your Dublin Your Voice into real actions so that those involved feel 

that their participation is m eaningful. One interviewee, who used to be involved in this 

project, noted that the feedback informs reports aim ed at influencing policy directions 

within the organisation; this, however, is not always possible as it is not a statutory 

provision. W hile incentives and rew ards could continue to be used to encourage 

participation' , too many incentives could make the engagem ent not ‘real’. He also 

acknow ledged that online tools can only reach a section o f the population and therefore 

they need to be com plem ented by off-line initiatives. Public libraries and com m unity 

centres were suggested as a potential way to facilitate the off-line engagem ent o f those 

who do not have access to com puters or the internet. Yet, even if  data could be more 

broadly crow dsourced, another interview ee considered that the challenge rem ained in 

developing ways to transform  such data into actual know ledge on how to im prove the 

city.

Lim itations were also noted in relation to ‘off-line’ initiatives, such as Street 

Conversations, by one interview ee who has been involved in projects where this tool was 

used. One of these lim itations is that those who conduct the engagem ent on the street are

Survey respondents are entered into prize draws, including a helicopter tour o f  the city 

(http://w w w .dubiincity.ie/press/dccpresspacks/ydyv/Pages/Y ourD ublinY ourV oice.aspx).
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not always involved in the design itself -  people’s views inform reports, which are then 

given to other designers. In this process, he found that some of the insights obtained 

during the consultations were lost. Another limitation is that, when engaging with the 

general public, the council tends to focus on the suggested solutions rather than on 

understanding the problem behind the issue. In contrast, encouraging people’s 

engagement from the outset of a project (and keeping them involved in it) could help 

them also define the problem that needs to be solved.

Challenges and barriers were further noted in relation to current engagement practices and 

mindsets, both among the general public and also within the council. Regarding the 

public, a negative perception of the city council was recognized as being an important 

barrier. Although considered by one interviewee to be mostly found among the older 

generation, it represents a potential source of conflict in engagement processes, which 

tends to focus participants’ attention onto individual interests or negative aspects of an 

area. As suggested by another interviewee, ideally this would be replaced by a 

volunteering form of engagement, which is continual and proactive and which engenders 

a sense of ownership in people’s areas. At an organisational level, some of the 

interviewees considered that there needs to be more focus on prototyping and refining 

different engagement methods, at smaller scales and using open platforms, rather than 

investing in large custom-built solutions (or pieces of infrastructure).

“There’s no simple solution to engagement (...) I think you’d have to really 

change the way you do business in the organization (...) I like the idea of 

prototyping smaller solutions rather than saying “no, w e’re going to do this big 

engagement piece for Dublin” ; trial lots of different methods, see what the 

feedback is like, and iterate.”

3.5 Policy aims and practical implementations: tensions, needs and opportunities

The interviews revealed a lot of interest among the participants in urban sustainability 

issues and an acknowledgement of the need to engage more with the citizens -  and 

indeed, some of their views reinforced the insights obtained from the policy review. 

However, it was not always clear whether these views reflected interviewees’ personal 

beliefs and values, or whether they simply presented the views of the council; this was 

something that seemed to vary with the position held. For example, at a senior level the 

discussion involved almost exclusively policy documents and the principles behind the
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sustainability framework underpinning them (e.g., City Planner). In contrast, those 

personally involved in in-depth consultations with the general public (and typically lower 

in ‘grade’) appeared to be more critical when discussing the approaches and also the 

position of the council. It became apparent for these interviewees that dealing with a real 

situation (such as engaging with a community) is very challenging and not always 

straightforward, especially when conducted over a longer period of time.

An example of this is the Drimnagh project, which started with the aim of sustainable 

travel but became much more than that -  an ongoing conversation between the 

community and the council, underpinned by a more positive image of the area and 

increased ownership of community-related decisions and actions. This emerged as a 

significant difference with other forms of public engagement, e.g.. Your Dublin Your 

Voice and Street Conversations. Even if representing a step forward from the traditional 

statutory provisions, these tools focus mostly on the feedback element (i.e. people’s 

answers to questions suggested by the council) rather than on conducting actual 

conversations with the citizens. These one-way consultations do not appear to allow (or 

aim for) the same level of empowerment and ownership in the project, which seemed to 

emerge during the Drimnagh project. Because o f their (almost) statutory status, these 

tools remind one of yet more ‘boxes’ that the council feels the need to ‘tick’ -  perhaps 

under the pressure of becoming known as an innovation- and creativity-driven city, when 

competing with other cities for capital investment and jobs (Lawton et al., 2010).

At the same time, it was noted that inspiration was drawn from other European cities, 

perceived to be more successful in policies such as cycling (e.g., Copenhagen), which in 

turn appeared to be linked to a number of assumptions regarding how the city should  

develop. One of these assumptions was the idea of the city centre as fulcrum for 

employment -  hence a place where (working) families should be encouraged to live. No 

significant endeavour seemed to be made for a critical understanding of this imported 

model of high density urban living in the Irish context, although noted by one interviewee 

not to work as well as in other European cities where apartment-living is common. This 

reflects a potentially entrenched culture of entrepreneurial planning within the council, 

which favours a redevelopment of the city based on ‘model cities’ and consumption- 

oriented public spaces (Lawton et al., 2010, Lawton et al., 2013). While ignoring social 

issues associated with gentrification processes, such approaches may have the opposite
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effects to those aimed by policy -  for example, ‘placelessness’ and losing identity through 

becoming increasingly similar to other global cities (Fox-Rogers et al., 2011).

Moreover, such applications of foreign experiences and urban development models 

without consideration for the local specificities reinforce the view of those interviewees 

who found that sustainability and public engagement were not undertaken at the top level 

for their intrinsic values, but rather as ‘add-on’s ’. The purpose for (selectively) employing 

their principles could be seen as more closely linked to improving the city’s 

competitiveness, attracting capital and increasing business opportunities -  something that 

reaffirms the Irish policy-makers tendency to ‘cherry-pick’ ideas “with no obvious 

underlying strategy or coherence” (Lawton et al., 2010, p. 14). Yet, this approach is in line 

with the ‘smart cities’ concept, which seems to underpin many of the council’s initiatives 

-  illustrated, for example, by Dublinked (introduced in section 3.3.4). Thus, behind the 

mentioning of innovative public engagement tools and sustainability-thinking, a top-down 

and business-orientated culture emerged as continuing to guide top-level policy directions 

within the council. Indeed, added ‘off the record’ by an interviewee, the perception seems 

to be that, at a top level (and where political interests intervene), the council do not 

actually want to engage with the wider public in ways that would bring up aspects they do 

not want to address. This highlights instead the presence of ‘clientelist politics’ within the 

council -  “a form of clientelism that politicians must heavily invest in if they are to hold 

their seats” (Curtin and Varley, 2002, cited in Scott et al., 2012, p. 153).

The interviews generally confirmed the main trends in policy-making and citizen 

engagement practices discussed earlier in the chapter. Moreover, they highlighted 

tensions between policy goals (e.g., sustainability, enhanced civic engagement and 

governance), actions taken in practice (e.g., business-oriented development, one-way and 

top-down engagement) and their outcomes (e.g., negative reporting, cynicism). In this 

context, a number of needs emerge in relation to the main themes explored in this thesis. 

Firstly, there is a need for positive and ongoing engagement, and dialogue between city 

inhabitants and city decision-makers. Involving the entire community from the outset 

appears to result in more ownership and commitment to a project (and possibly, in a more 

positive view towards the council itself). Moreover, facilitating a positive conversation to 

take place between the council and the community is a significant part in this engagement 

process and its outcome. Secondly, there is a need for indigenous, context-informed

74



models of urban development and public engagement, which draw on in-depth 

experiences and allow what is learnt ‘on the ground’ to find its way up into planning and 

policy strategies. For example, the insights obtained during the Drimnagh project are of 

great value in developing better strategies for engaging with the general public and for 

encouraging more sustainable mobility practices. Thirdly, the mechanisms for 

participation need to be flexible, dynamic and adaptable to the needs of the city and its 

inhabitants, and to encourage a positive focus onto the city and its development.

Addressing these needs could lead to mutual benefits: on the one hand, city decision

makers could develop more inclusive, just and relevant policies; on the other hand, the 

general public could feel that their involvement is taken into consideration, and that they 

have an important role in the city and its future development. A culture of openness and 

sharing might then replace the current top-down and elitist culture -  and with it a city 

might emerge that fosters positive thinking rather than negativity and cynicism drawn on 

a need to react to foreign (or detached) proposals. However, a need for knowledge of 

different approaches (i.e. beyond the Natural Step, which, in itself, is mostly a scientific 

mechanism for decision-making rather than for broadening and deepening participation) 

and, consequently, for critical thinking within the organisation also emerges. While there 

have been some steps forward, the probability of an unrealized vision for a sustainable 

Dublin remains. Models and frameworks need to be questioned and understood in all of 

their aspects (and implications) so that a truly holistic and context-specific approach to 

sustainability is coherently developed and applied -  and in real, conversation-h-a.^e,A 

collaboration with the city inhabitants.

3.6 Conclusions

This chapter highlighted an ‘ecological modernization’ rhetoric within Irish sustainable 

development policy. Moreover, a democratic deficit could be observed at the local level, 

visible in a pro-development and pro-business planning policy and culture, which 

preserves developer-led planning strategies. This is further strengthened by a tendency to 

place city inhabitants in a passive, consumer role (e.g., of services), rather than in an 

active, citizen one, which in turn raises expectations regarding the provider’s 

responsibilities (e.g., city council). The curtailment in the nature and extent of public 

participation in planning, together with the pro-development approach and a perceived 

lack of transparency of decision-making processes, were noted to have resulted in
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significant barriers to effective public engagement. These barriers include strong mistrust 

m local political institutions and democratic structures, and cynicism and negativity 

among inhabitants regarding their role in decision-making processes.

A review of examples of sustainability-related policy-making and public participation 

initiatives further illustrated these trends. It became clear that sustainability was not 

present in the Smarter Travel policy because of a real concern with environmental 

challenges or social justice, but because o f envisaged economic disadvantages and loss of 

competitiveness. A focus on monetary gain (or savings) could be noted, which precludes 

the need for deeper structural changes. Regarding current public engagement initiatives, 

while some steps forward have been taken through experimenting with new forms of 

engagement, no opportunities for real dialogue beyond one-way information exchange 

could be noted. Moreover, new technologies seemed to be used with the belief that they, 

alone, would encourage effective participation. Mirroring the ‘ecological modernization’ 

noted previously, it could be argued that a ‘citizen engagement modernization’ emerges -  

rather than changing the participation structures and practices, a new face is given to old 

practices.

The ‘expert interviews’ confirmed this prevalent culture and trends. At the same time, 

they also showed a glimpse of possible change among the younger (lower in ‘grade’) 

employees, who have become critical of the existing culture within the council and have 

tried to promote broader (and deeper) understandings of sustainability and the need for 

empowering forms of engagement (e.g., Drimnagh project). Moreover, the interviews 

illustrated the tensions between policy aims and the realities of their practical 

implementations. These, together with the observations made above, highlight a number 

of needs (and related opportunities) in relation to the aims of the thesis. Among these are: 

the need for positive and ongoing engagement and dialogue between city inhabitants and 

planners and policy-makers; the need for indigenous, context-informed models of 

development and participation, which draw on in-depth experiences and allow what is 

learnt ‘on the ground’ to consolidate into policies and plans; and the need for flexible, 

dynamic and adaptable mechanisms for participation, which encourage a positive focus 

onto the city and its development.
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In searching for a path towards a m ore sustainable city, this policy review  added to the 

insights o f the literature review  and contributed to confirm ing the significant gap that this 

thesis aims to address. This gap consists o f a m utually im poverished situation in relation 

to how cities are developed -  more specifically, in the governance o f city developm ent. 

On the part o f city decision-m akers there is a lack o f know ledge regarding how 

inhabitants experience the city (e.g., from the perspective o f their everyday m obilities). 

On the part o f ordinary city inhabitants, there is a lack o f appropriate m echanism s that can 

facilitate their effective and m eaningful engagem ent in planning their environm ents. This 

lack o f knowledge and tools for engagem ent results in difficulties in incorporating 

people’s real needs into plans and policies, and the consequent possibility of 

unsustainable developm ent.
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4. Methodological approach

‘T h e critic is not the one who debunks, but the one who assem bles. The critic is not the one who 

lifts the rugs from under the feet o f  the naive believers, but the one who offers the participants 

arenas in which to gather. The critic is not the one who alternates haphazardly between  

antifetishism  and positivism  like the drunk iconoclast drawn by Goya, but the one for whom, if  

som ething is constructed, then it means it is fragile and thus in great need o f  care and caution.”

Bruno Latour, Why H as C ritique Run out o f  Steam ? From M atters o f  F act to M atters o f  Concern, 

2003

4.1 Introduction

This chapter presents the methodological approach that was adopted in order to address 

the research gap that emerged through a review of relevant literature, which was 

identified as a barrier to achieving a more sustainable city. The approach reflects the 

everyday mobilities lens employed and is devised as a way of investigating this barrier at 

different levels, from the broader, contextual level (i.e. mobility practices), to the specific, 

everyday (i.e. representations of practices) and the identification of potential practical 

tools. More specifically, the methods used in this approach were considered useful for 

investigating issues central to the research questions: factors shaping city inhabitants’ 

mobility practices and that challenge the achievement of a more sustainable city; ways of 

eliciting and representing data on how inhabitants experience the city and their everyday 

movement through it (i.e. experiential data); and ways in which such data might inform a 

tool for engagement between them and city decision-makers. After outlining the 

methodological influences underpinning the research approach, the chapter offers a 

detailed description of the research design and the methods employed. It then concludes 

with an overview of the research stages, which will be discussed in detail in the following 

three chapters.

4.2 Methodological influences

The methodological approach to research is usually understood as a product of the

ontological framework (i.e. how reality is understood) and the epistemological framework

(i.e. how knowledge is developed) within which the research is conducted (Freudendal-

Pedersen et al., 2010). The transdisciplinary nature of this project is reflected in its

eclectic methodological influences. Prior to discussing in more detail the methodological

approach adopted and the methods used, this section gives an overview of the main
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influences that have guided the research, including the ways in which its insights are 

presented.

Firstly, the research opposes a positivist stance in the analysis o f the city -  arguably the 

predom inant paradigm  in current urban planning and policy-m aking. In particular, it 

opposes a detached scientific analysis o f the urban space, which assum es that social 

behaviour can be expressed m athem atically (i.e. quantified) and explained by the 

researcher, seen to be a neutral and objective observer. In contrast, the research presented 

here reflects a social constructivist approach, which understands the lived reality as 

constructed through the social interactions o f individuals and groups (Giddens, 2006). 

From  this perspective, know ledge and truth do not represent a m irror o f an objective 

reality -  an ‘objective tru th’ o f reality cannot be said to exist and, indeed, it is not sought 

(Freudendal-Pedersen et al., 2010). M oreover, know ledge is seen to be inter-subjective, 

the researcher playing a m ajor role in how it is interpreted and represented, which 

requires clarity on the position o f the researcher as well as reflexivity in the way new 

know ledge is created (Jiron, 2008).

Secondly, the research is concerned with studying inhabitants’ experiences and 

perceptions o f the city from  their own perspective, which reflects phenom enological 

influences. A phenom enological approach is aim ed at illum inating the specific and 

identifying phenom ena through how they are perceived by the actors in a situation. It 

gathers ‘deep’ inform ation and perceptions through inductive, qualitative m ethods such as 

interviews, discussions and participant observation, representing it from  the perspective 

o f the research participants (Lester, 1999).

Thirdly, the research is also influenced by action research. This approach is grounded in a 

participatory worldview  and has been defined as a “participatory, dem ocratic process 

concerned with developing practical know ing in the pursuit o f w orthw hile hum an 

purposes” (Reason and Bradbury, 2006, p .l) . In action research, the aim  is to intervene 

into the system or situation researched, which opposes a passive, distant and non- 

participative observer position o f the researcher. The aim is to pursue practical solutions 

to issues of pressing concern to people, and m ore generally, the flourishing o f individual 

persons and their com m unities. It seeks to bring together action and reflection, theory and 

practice, in participation with others, through progressive iterations o f cyclical steps (i.e. 

plan, act, observe and reflect) (Freudendal-Pedersen et al., 2010, Busch, 2009). However,

79



this research acknowledges the limitations of participative approaches in the context of 

enhancing urban democratic processes, by not challenging power relations and potentially
33reinforcing them .

A final but nevertheless important influence in this research is represented by 

interventionist practice. While similar to action research, a more elaborate experimental 

attitude can be observed in this approach, together with an emphasis on direct action for 

change. The concept of intervention has strong links with contemporary art, where it has 

become a common technique as a social practice and relational aesthetic (Busch, 2009). It 

has further expanded and has been used to touch on social issues, through actions, 

happenings or workshops framed as ‘interventions’. In the urban realm, these range from 

urban farms to guerilla bike lanes, temporary architecture to poster campaigns, urban 

navigation apps to crowdsourced city planning (e.g.. Spontaneous Interventions, U.S. 

pavilion at Venice Architectural Biennale 2012^'^). It is acknowledged, however, that for 

such approaches to be effective beyond the art scene and exhibitions there is a need to 

develop a better understanding of how to intervene in order to actually change a system 

(ibid).

These different influences are evident in the approach adopted and outlined in this 

chapter. It is also important to note that the research process endeavoured to reflect, 

insofar as possible, the broader principles that frame the research and its outcome (thus 

linking theory and practice) -  collaborative, participatory, interactive, dynamic and 

spatial-experiential.

4.3 Overall research design

In order to address the gap identified in the governance of city development, which is 

seen as a significant barrier to its sustainable development, the following issues are 

central; exploring the factors shaping city inhabitants’ mobility practices and the ways in 

which they challenge the achievement of a more sustainable city; eliciting and 

representing data on how inhabitants experience the city and their everyday movement 

through it (i.e. experiential data); and investigating how such data might inform a tool for 

engagement between them and city decision-makers. In order to address these issues, the

Chapter 2 noted these limitations in relation to com m unicative planning approaches (section 2.4.1). 

http://www.spontaneousinterventions.org/
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methodology adopted was to use a case study approach and to employ an everyday 

mobilities lens for studying the city and inhabitants’ interactions with it.

4.3.1 A case study approach

A case study approach is argued to be an ideal methodology when a holistic, in-depth 

investigation is required (e.g., Feagin et al., 1991). Moreover, it facilitates the 

examination of complex social phenomena within a situated context (Kitchin and Tate, 

2000). There is no clear definition of what actually constitutes a case study, but in general 

it is accepted that case studies “are socially constructed by researchers to carry out 

investigations” (Burton, 2000, cited in Jiron, 2008, p.83). While it has been argued that 

one cannot generalize on the basis of a single case, and that case studies are arbitrary and 

subjective, an in-depth understanding of complex issues can significantly benefit from a 

case study approach (Flyvbjerg, 2006). In relation to mobility (the lens employed here for 

exploring the city), case study designs, which focus on social, cultural, material and 

political conditions of a particular area, can represent a useful way of complementing 

existing quantitative data with qualitative insights. In turn, this can give a better 

understanding of how mobility practices might become more sustainable (Davies et al., 

2010 ).

When researching sustainable cities, it is important to note that a case study approach is 

distinct from the prevalent ‘living laboratory’ approaches, while offering opportunities for 

addressing some of the limitations of these approaches. Cities have traditionally 

represented testing arenas for various urban utopias, including the ‘garden city’ (Howard, 

1902) and the city as a ‘machine for living’ (Le Corbusier’s unrealised plans for his 1922 

Ville Contemporaine, or Contemporary City). Moreover, in the context of global 

urbanisation and climate change, scientists are increasingly using cities to experiment 

with more resilient forms of urban infrastructure (Evans, 2011). ‘Living laboratories’ are 

part of this; they are usually research projects designed to test particular forms of 

sustainability interventions in real places and in real time, e.g., Masdar City in the United 

Arab Emirates, which is being built as a living laboratory around the Masdar Institute^^. 

However, such experiments have been criticised for being almost exclusively focused on 

technological innovation, embodying a passive sense of experimentation, and being often 

vested with particular interests and aimed at diffusing potential opposition rather than at

http://masdarcity.ae/en/
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fostering learning or efforts to redirect urban development (e.g., Bulkeley and Castan 

Broto, 2012, Hodson and Marvin, 2007, Evans, 2011). In turn, this is seen to be linked 

with problems of transferability and up-scaling of sustainable practices. Such aims are 

argued to be difficult to achieve precisely because ready-made solutions require local 

negotiations and modifications in order to be accepted (Bai et al., 2010, Raven et al., 

2008) -  a significant limitation that a case study approach has the potential to address.

The city selected to be the case study for this research is Dublin City -  specifically, the 

interactions between the inhabitants and the city. Dublin -  a capital city and centre of 

decision-making (i.e. central government) -  is considered to represent an information-rich 

and illustrative case study. As Chapter 3 has shown, policies and initiatives developed by 

local government in Dublin reflect current nation-wide trends in sustainability-related 

policy and citizen engagement practices, some echoing urban policy approaches in cities 

elsewhere in the world. Moreover, the research uses Trinity College Dublin (TCD) as its 

study base, and College staff and students as sample of city inhabitants. Rather than 

aiming to be statistically representative, this research aims to explore and illustrate an 

approach to investigating the city from the perspective of its inhabitants and of their 

everyday movement. While it is acknowledged that the TCD population does not 

constitute a statistically representative sample, TCD presents a number of significant 

benefits, including its large footprint in the centre of Dublin'^^ and the advantage of 

offering a large and diverse population of students and staff. Therefore it is considered 

that TCD offers a rich study base and an access point' to a multitude of viewpoints and 

mobility practices, which can help illustrate the proposed approach to investigating the 

city and inhabitants’ interactions with it.

^^The main cam pus occupies an area o f  approximately 190,000 m  ̂ in the centre o f  Dublin. TCD has 2,839  

em ployees and 16,747 registered students in 2010/11 (http://w w w .tcd.ie/C om m unications/Facts/).

Other options were also explored, including selected neighbourhoods and main routes/corridors through 

the city. Chapter 2 indicated that exploring the contemporary city requires a more dynam ic approach than, 

for exam ple, a focus on the m orphology o f  neighbourhoods. M oreover, focusing on corridors (or main 

routes) was also discarded, as it would have represented a random decision, based principally on the 

researcher’s assumptions. The access point was seen instead to offer more flexibility and to open up the 

research process to a variety o f  routes and types o f  m ovem ent through the city.
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4.3.2 An everyday mobilities lens

As discussed in detail in Chapter 2, one useful way of studying the city and inhabitants’ 

interactions with it is to employ an everyday mobilities lens. This focuses on inhabitants’ 

everyday movement through the city and it enables researchers to look deeper into 

movement experiences and their relationships with broader social processes. Thus, it 

offers opportunities to investigate not only the physical aspects of the city or the rational 

factors shaping mobility (e.g., how to get from A to B), but also qualitative, experiential 

aspects of movement and the wider factors shaping mobility practices (e.g., socio

cultural, institutional and political-economic).

The everyday mobilities lens was the basis for the methodology used in this research. The 

concept was to ‘map’ Dublin City at different scales, from the perspective of its 

inhabitants and of their everyday movement through the city -  from a ‘bird’s eye view’ to 

an ‘on-street view’ onto the city. A number of distinct research stages were designed. 

Each of these aimed to deepen the understanding of how inhabitants experience the city 

and movement through it -  a process that was to be paralleled by an increased 

involvement of the participants. Moreover, this approach was aimed at investigating ways 

of eliciting and representing experiential data, and at exploring how these data and the 

process of collecting and representing them, might inform a tool for engagement between 

ordinary city inhabitants and city decision-makers.

4.3.3 A multi-method investigation

In social sciences in particular, the very different approaches of “qualitative” and 

“quantitative” research have traditionally formed the basis for continuous debate. 

However, techniques from both qualitative and quantitative research can be integrated in 

a ‘mixed methods’ approach, thus enhancing and complementing the strengths of each 

method. Quantitative research is generally aimed at classifying and counting features of 

phenomena and at using statistical models for measuring what is observed. This 

represents a useful way for understanding the degree to which certain phenomena are 

present in a given group or how they vary across cases, its advantage being the breadth of 

information obtained (Flyvbjerg, 2006). By seeking to gain an in-depth understating of 

both social phenomena and the context in which they are rooted, qualitative inquiry, on 

the other hand, can add depth to the research. In mobility research, for example, 

qualitative methods offer a way to identify the construction of meaning and significance
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of various aspects of mobility (Freudendal-Pedersen et al., 2010). In this process, new and 

unexpected points can be raised, which may require new approaches to exploring them, 

not previously planned or foreseen but that may offer essential clues for the research 

conducted. In turn, this underlines the iterative nature of research, many decisions about 

methodology being re-negotiated throughout the project (Meth and McClymont, 2009).

The term, ‘mixed methods’, can also be used when referring to the use of multiple 

methods within a qualitative approach. Certain research purposes are considered to 

require mixed methods approaches, such as examining phenomena in daily lives and 

aiming to understand how they have come to be taken-for-granted knowledge (e.g., part 

of everyday life practices). Different ways of creating knowledge are seen to provide the 

best opportunities for achieving this (Freudendal-Pedersen et al., 2010). Moreover, mixed 

methods are also seen to benefit the research findings. Qualitative methods textbooks 

often state that the triangulation of methods is one important way of securing quality in 

qualitative research, through the validation of findings (e.g., Silverman, 2005). However, 

other approaches are also suggested, particularly when the research process is not one of 

seeking truths, but rather of illuminating aspects of practice, and exploring perceptions 

and experiences. For such purposes, each method can be seen as offering a new set of 

interpretations and analysis, or different layers that enrich the overall data (Murray, 

2010 ).

It was decided to combine quantitative and qualitative methods in this research, and to 

undertake spatial experiments within the in-depth qualitative stage. However, rather than 

being used to triangulate and validate the research findings, the multi-method approach 

employed in this research was aimed at offering different perspectives (or ‘map layers’) 

onto the city. In relation to selecting the methods, as Flyvbjerg pointed out, “good social 

science is problem driven and not methodology driven in the sense that it employs those 

methods that for a given problematic, best help answer the research questions at hand” 

(Flyvbjerg, 2006, p. 242). Thus, the plan for the research was to commence with a survey, 

aimed at obtaining an overview of mobility practices of people working or studying in 

TCD (the study base) and at assembling a database of participants. This was to be 

followed by an in-depth study of ethnographies o f  mobilities (described in the following 

section) of a subset of the participants in the survey, combining qualitative and spatial 

methods. These were aimed at exploring the broader context of mobility practices, and at
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identifying w ays of eliciting and representing data on city inhabitants’ m ovem ent and city 

experiences. The ethnographies were to be followed by a series o f spatial experim ents, 

aim ed at investigating how such inform ation, and the ways used to gather and represent it, 

m ight inform  a tool for engagem ent betw een ordinary city inhabitants and city decision

m akers. This m ethodological approach represents an im portant aspect o f originality of 

this thesis, which allowed looking at the research gap from  different angles and, in turn, 

articulating a potential solution backed up by thorough research.

4.4 Ethnographies of mobilities

The follow ing sections describe the planned ethnographies of m obilities and discuss the 

value o f com bining aspects o f each o f the m ethods involved in their design, including 

differences w ith how these m ethods have been em ployed in other studies.

E thnography is usually understood as a qualitative research m ethod involving a researcher 

“participating, overtly or covertly, in people’s daily lives, for an extended period o f time, 

watching what happens, listening to what is being said, asking questions, in fact, 

collecting w hatever data is available to throw light on the issues that are the focus o f the 

research” (H am m ersley and Atkinson, 1995, cited in Jiron, 2008, p.72). It was not 

planned to conduct classic ethnographies in this project, as the intention was not to 

physically im m erse m yself as researcher in participants’ daily lives. Rather, the aim was 

to explore ways in which m obility practices, and m ovem ent and city experiences could be 

best captured and described, acknow ledging that a full understanding o f the experience 

could never be fully grasped nor represented. N evertheless, an ethnographic approach was 

considered to provide the m ost appropriate way of describing everyday m obility practices 

o f individuals, through its flexibility and the thick, in-depth, description o f daily lives and 

routines that it allows (Jiron, 2008). M obile ethnography, in particular, was suggested by 

Urry as part o f the toolkit for conducting m obilities research (Urry, 2007), and it has been 

increasingly used together with devices such as photographic cam eras and video recorders 

(e.g., Laurier, 2010, Brown and Spinney, 2010). M obile research can offer opportunities 

to enhance know ledge about how we ‘do ’ and how we experience what we do in different 

contexts, w hile a m ixed m ethod m obile research (e.g., m obile ethnography and 

interview s) is m ore likely to capture the taken-for-granted, m undane elem ents of 

everyday life (M urray, 2010).
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In this project, the ethnographies o f  mobilities to be conducted included life-world 

interviews and a hybrid diary study, combining text, self-directed photography and self- 

GPS tracking, which are discussed in the following sections. While the interviews were 

intended to obtain descriptions of the lived world of the interviewees with a focus on their 

mobility practices, the diaries were aimed at bringing to the surface those aspects of 

everyday movement that could otherwise be easily forgotten. Although I would not be 

physically present during the participants’ journeys through the city recorded in their 

diaries, it was thought that the GPS traces, the written narratives and the photographs 

offered important insights into how they experienced the city and movement though it. 

Moreover, the diarists would be free to decide on what routes and experiences to share, 

and they could keep ownership of their movement (i.e. rather than being tracked, they 

could use the GPS tracking device given to track themselves).

4.4.1 Interviews

The main interview types are structured, semi-structured and open-ended (a description of 

each type is presented in Table 2). In this research, it was decided that structured 

interviews, which allow comparison between answers, would be conducted with selected 

planners and policy-makers in order to contextualise the research from their perspectives 

and to inform the desktop policy analysis (the results of these were presented in Chapter 

3). Moreover, open-ended interviews were planned to be conducted with the diary 

participants in order to discuss the experience of the diary-making process. The 

interviews that would form part of the ethnographies of mobilities refer to one particular 

type of semi-structured interview -  the life-world interview (Kvale and Brinkmann, 

2009). This type of interview is partly inspired by phenomenology -  a philosophical 

approach in qualitative inquiry which focuses on exploring how human actors experience 

life-world phenomena. Phenomenological researchers are interested in understanding 

social phenomena from the actors’ own perspectives and in describing the world as 

experienced by them. Besides the ‘everyday’, the ‘life-world’ is also one of the concerns 

of social theories of practice (Reckwitz, 2002; introduced in Chapter 2). According to 

Kvale and Brinkmann, (2009) the life-world interview seeks to obtain descriptions of the 

lived world of the interviewee in relation to interpreting the meaning of particular 

phenomena. The interview is based on a sequence of themes to be discussed and some 

suggested questions; the sequence and forms of questions are open to changes, thus
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allowing the researcher to follow up the specific answers given and the stories told by the 

interviewees.

The purpose o f the interviews to be contained in the ethnographies o f mobilities was to 

obtain a better understanding of the broader context o f mobility practices, and to identify 

factors shaping these practices and their implications on the sustainable development o f  

the city. It was considered that the life-world interview could contribute to achieving this 

aim, as it allowed exploring mobility practices from interviewees’ own perspectives. The 

interviews would focus on participants’ perceptions and experiences of the city, through 

the lens of their everyday mobility; this includes physical features and also broader 

aspects o f the city, i.e. environmental, civic and institutional.

Table 2: Types o f interviews (Kitchin and Tate, 2000)

Types: Uses: Limitations:

Structured

Semi-
structured

T his can be used to obtain  data  for a statistical 
survey. T he exact w ording and sequencing  o f  
questions are determ ined  in advance, thus 
ensuring  that answ ers can be reliably  
aggregated  and that com parisons can be m ade 
betw een partic ipan ts/sam ple  groups.

It a llow s little  flexib ility  and it 
rem oves ind iv iduality , e .g ., certain  
questions m ight not be re levant to an 
in terv iew ee and particularly  
in teresting  answ ers canno t be fo llow ed 
up in m ore detail.

T his is po ten tia lly  m ore conversational in 
nature; it genera lly  involves an in terview  
schedule  w hich inc ludes the m ain them es to 
be exp lo red  and suggested  questions 
(in terv iew  gu ide), w hile additional questions 
can be developed  ad-hoc depend ing  on the 
situation  and the answ ers g iven by the 
in terview ee.

T here  is the possib ility  that som e 
topics m ay be un in ten tionally  om itted, 
w hile the com parab ility  o f  responses is 
reduced . A t the sam e tim e, th is form  
o f in terv iew  requires the in terv iew er to 
have the ability  to keep the 
conversation  around specific  topics 
and not to  let it go o ff  on tangents not 
related  to  the in terv iew  purpose.

Open-ended

T his p rov ides partic ipan ts w ith little d irection  
regard ing  w hat to  d iscuss and only  
occasionally  the in terv iew ee is asked for 
c larifica tions o r to e laborate  on som e o f  the 
answ ers. T his type o f  in terv iew  provides a 
very rich and deta iled  source o f  inform ation.

T he data  p roduced  can vary from  one 
in terv iew ee to  the o ther. As a result, 
com parab ility  o f  answ ers, and also  the 
o rganization  and analysis o f  data 
becom e d ifficult.

4.4.2 Hybrid diary study

W hile the interviews would offer a way to sketch out the broader context o f mobility 

practices from the perspectives o f those involved, everyday movement through the city 

remains highly experiential. This led to the development o f a hybrid diary method 

combining text, self-directed photography and self-GPS tracking, to be carried out 

following the interviewing stage. The hybrid diary method was designed as a way of
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bringing to the surface and representing participants’ experiences of the city and everyday 

movement through it. The method used GPS technology and combined features of 

traditional written diaries with photographic and spatial methods, and aspects of ‘go- 

along’ interviews. An overview of the main aspects of these methods is presented below.

Diaries

According to Meth (2009), diary methods are characterised by the longitudinal rather than 

singular snapshot view offered to researchers, while providing the benefit of being more 

accurate than retrospective methods (e.g., interviews). Diaries vary from more 

quantitative forms, in which the information is typically kept chronologically, to more 

qualitative forms, which are similar to personal story writing. In relation to mobility, 

quantitative diaries are generally used for researching people’s travel patterns or their 

daily or weekly activities, while qualitative diaries are employed for recording 

participants’ thoughts, feelings, views and experiences. Furthermore, diaries can be used 

in association with other qualitative methods, such as interviews, but also with more 

quantitative techniques such as GIS, which allows information recorded in diaries to be 

correlated with spatial references (ibid). Regarding everyday life aspects, solicited diaries 

can provide important insights into everyday activities which could otherwise be easily 

forgotten, while allowing the participants to record (and reflect on) what is meaningful for 

them (Milligan et al., 2005).

In addition to narratives, visual and spatial methods can help to outline a more complete 

picture of the ways in which people see and understand the city (Jiron, 2007), 

visualisation being considered “an essential element of mobile methodologies” (Murray 

2009, p.470). Indeed, photography can offer interesting insights into the lived experiences 

of the participants when used in conjunction with written diaries. It also provides 

participants with opportunities for creative expression, many finding this technique more 

enjoyable when compared to other diary methods (Meth and McClymont, 2009). 

Moreover, visual and textual methods can be used in combination to provide a more 

kaleidoscopic narrative of quiescent sensibilities that may be lost by using either in 

isolation (Bissell, 2010). According to Latham (2003), the production of the diary (written 

and photographic) could be viewed as a kind of “performance-cum-reportage” of 

participants’ week -  a concept rooted in contemporary popular culture, which sees 

everyday life as involving an element of performance. This is an example of a
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participative form of diary-making, which solicits participants to write diaries and 

photograph their daily experiences, interesting and/or significant places and events of 

their week. In such approaches, the researcher’s input into how and what is recorded is 

minimised, which empowers participants to take control of what they capture (Bijoux and 

Myers, 2006). Moreover, using a time-space framework is argued to bring about a sense 

of fluidity and feel of participants’ movement through the city that could be employed in 

mobilities research (Buscher and Urry, 2009, Sheller and Urry, 2006).

Using visual methods as part of a diary can contribute to revealing and illuminating those
J O

aspects of practice -  or habitus (Bourdieu, 1977) -  otherwise difficult to express or even 

recognise because of their taken-for-granted-ness (Sweetman, 2009). Besides solicited 

diaries, self-directed photography also offers opportunities for deeper participation and 

empowerment to participants in the research process (Bijoux and Myers, 2006, Myers, 

2010). Photography can promote reflection, while representing a means of eliciting 

discussion which can offer a more nuanced depiction of the complexity of everyday 

experiences (Myers, 2010). Moreover, photographic images can become more than just 

representations, being put forward as “non-representational participants in the processes 

and practices of thinking through cities” (Latham and McCormack, 2009, p.253).

Go-along interx’iews

While sit-down interviews are an excellent phenomenological tool (Kusenbach, 2003) and 

ideal for exploring people’s biographies and perceptions (of self, others and place), they 

pose limitations for thinking contextually and examining participants’ lived experiences 

(Carpiano, 2009). Moreover, sit-down interviews are mainly static encounters in which 

talking becomes the centre of attention, and which separate participants from their routine 

experiences and practices in ‘natural’ environments (Kusenbach, 2003). Go-along 

interviews (or ‘go-alongs’) can overcome this issue by combining participant observation 

-  an ethnographic method -  with interviewing. Kusenbach (2003) argues that go-alongs 

can capture the sometimes hidden or unnoticed habitual relations with place and the 

environment because they have a tendency to highlight environmental perception, spatial 

practices, biographies, social architecture and social realms in the data gathered. In 

addition, the go-along allows a more inclusive process, where the respondent becomes

^*This was introduced in Chapter 2.
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more of a participant in the interview rather than simply a subject who is being 

mterviewed (Carpiano, 2009). Thus, the go-along helps to reduce the typical power 

dynamics that exist between the interviewer and interviewee, seen as a subject in a typical 

interview situation, in which the interviewer asks the questions and the interviewee 

answers (Kvale and Brinkmann, 2009). In this sense, while using the more traditional 

interview techniques the researcher is simply ‘led along’ by the respondent only in terms 

of discussion, the go-along allows for being led along a ‘spatialized’ journey as well 

(Carpiano, 2009).

The most common and practical modes of go-alongs are ‘walk alongs’, on foot, and ‘ride- 

alongs’, on wheels, e.g., bicycle. The literature suggests that a major advantage of 

walking interviews is their capacity to access people’s attitudes and knowledge about the 

surrounding, local environment, while both researcher and participant are more exposed 

to the multi-sensory stimulation of this environment (Evans and Jones, 2011). An 

additional feature that can enhance the benefits of go-alongs is that they can be integrated 

with GIS technologies. Such a technique was used in the Rescue Geography project 

(Evans and Jones, 2011). In this project, the researchers used GPS to record the 

geographical tracks of walked interviews alongside an audio recording, subsequently 

mapped using GIS and then exported into Google Maps. However, it was acknowledged 

that this was not strictly a PPGIS approach, as the participants only produced the data 

through the action of walking and talking, but were not actively involved in the analysis 

of the resultant maps. Nevertheless, Evans and Jones (2011) note the potential to extend 

the technique that used walking interviews within a public consultation process regarding 

planning decisions. In relation to this, they share M iller’s view (2006) that there is clear 

scope for communities to become more directly involved in mapping practices through 

web 2.0 technologies.

Hybrid Diary Approach adopted

In the research presented here, aspects of go-along interviews were considered to give the 

opportunity to gain insights into how participants experienced the city and movement 

through it in their daily lives. In particular, the potential of integrating go-alongs with GIS 

and web 2.0 technologies was seen as an important benefit in the context of this project. 

In the limited time of a PhD project, this allowed designing a form of self-conducted go- 

alongs (i.e. conducted by each of the diarists) in which the participants tracked their own
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routes, in their own time. Similar to the solicited diaries and the self-directed 

photography, this was seen to contribute to an empowerment of the participants in the 

research process, as they could track and record those routes and experiences meaningful 

to them.

However, while technologies, e.g., GPS, can be helpful in understanding the spatial 

representations of everyday movement, they need to be complemented by more reflective 

approaches in order to bring to surface what tends to go unnoticed precisely because of its 

familiarity (Spinney 2010). This brought about the idea of the hybrid diary method 

combining text, self-directed (geo-tagged) photography and self-GPS tracking. 

Photography and the reflective aspects of keeping a diary were considered to provide 

useful insights into participants’ everyday movement and experiences of the routes they 

took, while the GPS traces could make their movement visible (e.g., on a map). However, 

the aim of doing this was not to “substitute the practice by portraying the trace being left 

behind” (de Certeau, 1984, p.97), but rather to try and make ‘visible’ -  to elicit -  

mundane aspects of everyday practice. From a theoretical perspective, this hybrid method 

was seen to offer opportunities for merging aspects of theories of social practice and 

everyday life with mental mapping. While not hand-drawn by the participants on paper, 

the ‘maps’ would be produced instead by their bodies (e.g., GPS-tracking), in their 

everyday movement through the city.

4.5 Representations of mobilities

In addition to methodological and technological responses to studying everyday mobility 

practices, it is also important to explore representational strategies that could more fully 

inform an understanding of people’s experiences of movement through space (Fincham et 

al., 2010). While the hybrid diary study was developed and employed principally as a data 

collection tool, various ways of representing these data were also explored, e.g., ArcGIS, 

Google Earth. However, rather than focusing only on technological solutions, it was 

considered useful to search and gain inspiration from fields (of research and practice) that 

experimented with GPS mapping and that shared some of the core principles and aims of 

this research, e.g., collaborative and participatory.

One field in which GPS tracking and mapping has a long tradition is the locative art 

domain, where GPS has been used for over a decade as a way to explore movement and 

the environment, and their relationships. The emerging art forms are typically
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collaborative (between artist and the audience) and participatory (requiring participation 

in order to take place). Their representations and aesthetics can be employed as a way to 

affect discourse (e.g., Amsterdam RealTime, Polak et al., 2002, Figure 3), or become part 

of interventionist approaches, in which the explicit intention is not to produce more data 

but to intervene in provocative and creative ways that may lead to change (e.g.. Traverse 

Me, Wood, 2010, Figure 4).

Amsterdam RealTime was an art project developed by Waag Society, together with artists 

Esther Polak and Jeroen Kee in 2002, as a GPS installation at the exhibition Maps o f  

Amsterdam 1866-2000 (Municipal Archive of Amsterdam). The premise for the project 

was that every citizen of Amsterdam carried an invisible mental map of the city, which 

determined the way he/she moved through the city, and the project attempted to visualise 

these maps. During two months, citizens of Amsterdam were invited to be equipped with 

a tracer-unit. A map of Amsterdam emerged from the data (sent in real time to a central 

point), which consisted only of people’s movements and did not record streets or blocks 

of houses (samples are shown in Figure 3). At the end of the event, participants received a 

print of their routes through the city -  their “diary in traces” (Polak et al., 2002).

Figure 3: Amsterdam RealTime (source: http://realtime.waag.org/)

GPS drawing is a term coined by UK-based artist and mapmaker Jeremy W ood about a
-30

decade ago, now also undertaken by others (both artists and everyday users ) and in 

different contexts. For Wood, “GPS drawing engages a range of creative applications and

For example, http://www.nytimes.com/2009/08/20/fashion/20GPS.html?_r=0

92



challenges perceptions of scale by travelling as a geodetic pencil” (Wood, 2010). Wood 

has created drawings, sculptures and experiments by tracking his movements with GPS 

devices. He specialises in public artworks and commissions with an original approach to 

the reading and writing of places. He also applies his methods in workshops for schools, 

museums and galleries (i.e. drawing, mapping and games). An example of W ood’s work 

is shown in Figure 4.

Figure 4: Traverse Me (source: http://www.gpsdrawing.com/maps/traverse-me.html)

Locative media art shares and builds on some of the practices of the Situationist 

International movement -  e.g., derive (Debord, 1958), Naked City (Sadler, 1998) -  which 

were aimed at re-appropriating the city for its inhabitants so that they would become 

active participants rather than passively consuming the situations in which they found 

themselves (McGarrigle, 2010). However, while the derive has seen a revival through 

locative art practice, it is also argued that “contemporary locative derives sometimes lack 

the political and cultural views that motivated situationist practices” (Gemeinboeck and 

Saunders, 2011, p .164). The concept of construction of situations remains though an 

important link between situationists and locative media artists (McGarrigle, 2010), 

together with the political-aesthetic questionings of the typical ways of experiencing the 

everyday. This relationship between artistic/aesthetic representation and politics can play 

a significant role in the context of climate change. In the words of Latour, this 

relationship could help bridging the “gap between the size and scale of the problems we 

have to face and the set of emotional and cognitive states that we associate with the tasks
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of answering the call to responsibility without falling into melancholia or denial” (Latour,

2011, p. 11).

GPS-tracking has also been more recently explored in urban planning, brought about by 

the mobilities turn that migrated from social sciences into urban studies. In this context, 

GPS-tracking can be employed as a way to understand the use of urban space and as a 

participatory medium in planning initiatives. An example is Instant Master Planning, a 

project developed at the Department of Architecture, Design and M edia Studies, Aalborg, 

Denmark. The project explores the use of GPS-tracking as a participatory planning tool in 

the development of a new master plan for an existing social housing neighbourhood. In 

this case, it has been applied to the movement of a group of young residents throughout 

the city in order to identify current and potential uses of space. For the researchers, this 

approach can lead to a “situated and practice-oriented participatory process”, with the 

GPS tracks enabling “collective reflection, learning and dialogue” (Knudsen et al., 2012). 

Figure 5 offers a snapshot of the project’s website.

n ogetforsig -ogd ig

Figure 5: Instant Master Planning (source: http;//aod- 

dus.cs.aau.dk/vollsmose2011/index.html)

The research presented in this thesis aimed to merge some of the features contained in 

these examples. Thus, it was planned to use GPS as a collaborative, participatory and 

creative medium, which could make visible the relationship movement-space, while 

representing an interventionist form of raising awareness of how urban space is designed,
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used and governed. In addition to GPS-tracking, it also employed photographs and text as 

further ways of raising awareness and also for opening up questions and conversations 

about current and potential uses of space.

4,6 Outline of research stages

As noted previously, it was planned to carry out the research in different stages, in a 

multi-level approach to exploring the city and inhabitants’ movement through it. This was 

to be underpinned by an action research framework, which acknowledges that the 

researcher cannot (and does not aim to) be fully objective. Each stage of the research 

would contribute to a process of developing a more complete picture -  a mosaic -  of 

inhabitants’ movement and city experiences. Moreover, each of these stages could be 

seen as an artefact, part of a continuous learning and awareness-raising process, for the 

participants and also for the researcher. These stages are briefly outlined below in terms 

of how they were conducted. Their results are presented in Chapters 5, 6, and 7, and 

brought together in Chapter 8, which represents the culmination of the research findings.

Stage 1

Following the decision of using TCD as study base, a survey was prepared with the aim to 

obtain an overview of mobility practices of people working or studying in TCD and to 

identify a database of participants for the subsequent in-depth stages. The questionnaire 

included four sections, which contained questions designed to explore more 

straightforward and less personal answers at the beginning, while seeking more personal 

information towards the end (Kitchin and Tate, 2000). Moreover, it was designed taking 

care to minimise bias and maximise response rate (Neuman, 2009). The first section 

contained questions regarding travel to TCD (i.e. commuting'*®), while the second referred 

to non-commuting travel and activities (e.g., shopping, socializing, visiting friends and 

family). The third section included questions about respondents’ travel experiences; the 

relationship between travel mode decisions and environmental concerns; and the 

perceived level of public involvement in decisions regarding the city (e.g., the provision 

of services, facilities and amenities). The last section sought personal information (e.g., 

gender, age, children and occupation in TCD); a copy of the questionnaire is included in 

Appendix I (i).

*  ‘C om m uting’ refers here to respondents’ travel to TCD, for work or study.
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The questionnaire was created using Google Docs. A link and an invitation to participate 

were sent to students and staff by email, as college email was considered to be one of the 

most commonly-used avenues for communication. Reasons for using Google Docs 

included: it is freely available; if offers the possibility of storing both the questionnaire 

and the responses on the internet; and it allows the responses to be downloaded in 

different formats, including Microsoft Office Excel. A pilot survey was conducted in 

order to better define the questions and assess the clarity of the overall survey design. The 

majority of the questions were closed-ended (i.e. they listed some of the most common 

answers given in the pilot survey), which shortened the length of time needed for filling 

out the questionnaire, designed to take approximately 15 minutes. This also allowed for a 

better structuring of the answers, needed when performing the analysis. In addition, an 

open-ended paragraph was included at the end of each survey section in order to allow the 

respondents to expand on their previous answers. The answers to the closed-ended 

questions were coded and analysed using SPSS statistical software; examples of data 

analysis are included in Appendix I (ii). Moreover, the text contained in the comments 

paragraphs was assessed similar to interview transcripts (i.e. a textual analysis in order to 

identify main themes).

Stage 2

The survey offered a very useful starting point to the research -  over 2000 answers were 

received, from which more than half (approximately 1200) came from respondents living 

in Dublin City, the study area. However, a principal research aim was to gain a better 

understanding of how the city and movement through it were experienced, including the 

wider factors shaping mobility practices. This was seen to require an in-depth, qualitative 

investigation, which commenced with a series of interviews of some of the Dublin-based 

survey respondents. In addition to providing an overview of mobility practices, the first 

survey was also used to provide a database of research participants, who became 

acquainted with the research while taking part in the survey. Influenced by action 

research aims, the intention was that the participants would feel part of the process from 

its initial stages, while also contributing to its development. The participants in the second 

stage were selected from among those survey respondents who indicated to be willing to 

participate in the in-depth project stages and on the basis of a number of considerations. 

These included: demographic characteristics (e.g., gender, age, children), geographic
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location (i.e. where in the city they lived), and also by considering som e o f the original 

survey findings; the selection process is detailed in A ppendix II (i). M oreover, while the 

survey was open to participants who accessed TCD  from  any location, the interviews 

focused on those who lived w ithin D ublin City, the study area.

Sim ilar to the survey, pilot interviews were conducted, with the aim to assess: the clarity 

of the questions; w hether the interview ees understood the purpose o f the research; 

whether they considered that any relevant subjects had been om itted; and generally, 

whether they had any com m ents or suggestions in relation to the interview  (Kitchin and 

Tate, 2000). This process was very useful for restructuring the interview  schedule and 

also for developing m ore confidence with the interview ing process. N evertheless, as 

Kvale and Brinkm ann (2009) point out, the interview is a craft that develops with practice 

-  indeed, each interview  was a very valuable experience for the next. A total o f 22 

interviews were conducted (including two pilot interview s), which typically lasted 

between 30 and 90 m inutes; a copy o f the questions is included in A ppendix II (ii). The 

interviews were recorded using an O lym pus digital voice recorder. It was decided not to 

take notes during the interviews in order to allow all attention to be focused on the 

interviewee and the interviewing process. N evertheless in order to m ark down any 

particular observations which could have been m issed while transcribing, notes were 

taken after some of the interviews. The transcription o f the interviews was undertaken in 

parallel with the interview ing process. This was valuable for understanding any issues or 

questions that could be expanded or revised in the subsequent interviews -  part o f an 

iterative, flexible, approach to interview  design (Kvale and Brinkm ann, 2009). The 

transcripts were organised using NVivo software, which enables the classification o f 

com m on them es and potential patterns, thus offering better insights into the interview ing 

data a aiding the interpretation; an exam ple can be found in A ppendix II (iii). E thical 

issues were considered when designing and perform ing the interviews. Prior to starting 

the interview, the participants were briefed in relation to the main aims o f the research 

and the purpose o f the interview. Their consent to have the interview  recorded was 

obtained verbally and the interview ees were ensured o f full confidentiality.

Stage 3

W hile the interviews offered im portant insights into the broader context o f m obility 

practices, a hybrid diary study was conducted with a small num ber o f participants in order
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to investigate experiential aspects of the city and everyday movement through it. A copy 

of the diary requirements is included in Appendix III (i). The eight diarists were self

selected among the interviewees, thus becoming full participants in the research process 

through taking part in, and contributing to all its stages. The diarists were offered a 

toolkit, which contained a blank notebook, a GPS tracking device"*' and a GPS-enabled 

digital camera, as illustrated in Appendix III (ii). The diary analysis involved both the 

diary contents (exemplified in Appendix III (iii)) and also the post-diary discussions held 

individually with the participants regarding the experience of the diary-making. The GPS 

tracks were mapped using ArcGIS Explorer'*^ as shown in Appendix III (iv) and maps 

were produced using Adobe Photoshop. In turn, these maps formed the basis for the post

diary discussions with the participants.

The hybrid diary study offered useful insights into how experiential data could be elicited 

and represented. The spatial experiments that followed it were aimed at exploring how 

these data, including the process of gathering and representing them, could inform a tool 

for engagement between ordinary city inhabitants and city decision-makers. These 

experiments took further the insights obtained during the diary study and expanded on the 

methods used (e.g., GPS tracking, photography and text). They were principally inspired 

by Lawrence Halprin’s participatory and collaborative Take Part process (Halprin and 

Burns, 1974) and also situationist practices, e.g., derive (Sadler, 1998). The design of 

these experiments is discussed in Chapter 7. The insights obtained by conducting the 

diary study and the subsequent spatial experiments inform the platform for engagement 

put forward in Chapter 8.

4.7 Summary and reflections on the methodological approach

The chapter commenced by outlining some of the main methodological influences of the 

research. On the background of its transdisciplinary theoretical framework, the research 

process could be seen as an eclectic exploration, opposing a positivist stance in the 

analysis of the city, which is arguably the predominant paradigm in urban planning and 

policy-making. Instead, it drew inspiration from social constructivist approaches, which 

see the reality as socially constructed, and reflected aspects of phenomenology (by 

focusing on experiences and perceptions of the city and presenting them from the

http://www.trackstick.com /products/m ini/intro.htm l

http://ww w.esri.com /software/arcgis/explorer
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perspective of the participants), action research (for its participatory worldview and aim 

to develop practical solutions in collaboration with those concerned), and interventionist 

practice (by using experiments to bring to the surface and challenge taken-for-granted 

aspects of practice). Moreover, the research endeavoured to iteratively link theory and 

practice, trying to reflect, insofar as possible, the broader principles that frame the 

research and its outcome -  collaborative, participatory, interactive, dynamic and spatial- 

experiential.

In the context of searching for a path towards a more sustainable city and in order to 

address the research questions, a case study approach was taken. Dublin City, and in 

particular the interactions between the inhabitants and the city, represented the case study 

selected for conducing the research. This approach was noted to be distinct from the 

prevalent ‘living laboratory’ approaches to investigating sustainable cities, which are 

usually focused only on technological innovation, embodying a passive sense of 

experimentation and assuming the transferability of solutions in diverse contexts. As 

opposed to these, a case study approach allows in-depth investigation and focuses on 

context-specific aspects of a location. In addition to using Dublin City as case study, the 

research employed an everyday mobilities lens for studying the city and inhabitants’ 

interactions with it. This led to a methodological concept of ‘mapping’ the city at 

different scales, from the perspective of its inhabitants and of their everyday movement 

through the city. The ‘mapping’ of the city was conducted from a ‘bird’s eye view’ (e.g., 

survey and interviews) to an ‘on-street view ’ onto the city (e.g., hybrid diary study). 

Rather than using these methods to triangulate and validate the findings, they were 

employed as a way of obtaining a more complete picture of the city, as experienced by its 

inhabitants through their everyday movement.

The research commenced with a survey, aimed at obtaining an overview of mobility 

practices of people working or studying in TCD (the study base) and at assembling a 

database of participants. This was followed by an in-depth study of ethnographies o f  

mobilities, which included interviews and a hybrid diary study. These were aimed at 

exploring the broader context of city inhabitants’ mobility practices, and at identifying 

ways of eliciting and representing experiential data. The ethnographies were followed by 

a series of spatial experiments, aimed at investigating how such data, including the 

process of gathering and representing them, might inform a tool for engagement between
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ordinary city inhabitants and city decision-makers. A tool for engagement, which draws 

on the research findings, is put forward in Chapter 8. Prior to this. Chapters 5, 6 and 7 

present the results of the methodological approach undertaken to address the research gap 

and questions.

The overall research process was complex and multi-layered, which offered richness to 

the insights gathered; it allowed depicting a kaleidoscopic image of Dublin City from the 

perspective of its inhabitants and of their everyday movement, while suggesting a 

possible path towards a more sustainable city. Although it might be argued that this image 

(including the related path) represents the views of a small group of inhabitants, the 

process shows what can emerge when such experiments are conducted -  that is, if the 

city’s leaders open the conversation about the city to its ordinary users. Illustrative of this 

is one diarist remarking during the post-diary discussion that “nobody ever asked me my 

opinion about the city” . However, now and again, the research had its overwhelming 

moments, due to the considerable time and effort involved in designing, conducting and 

analysing its various stages. One way of addressing this would have been to reduce the 

number of research stages -  the qualitative investigation in particular. Yet, cities are 

complex by nature and reducing the research process in any form would have not made 

them justice. From this perspective, the thesis could be seen as a provocation (or an 

intervention in itself), which rather than trying to order the complex disorder of cities, it 

opens up some of their hidden facets and leaves them open for others to further explore.
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5. Mapping the city: from a ‘bird’s eye’ view../^

“T he pano ram a-c ity  is a "theoretical" (that is, v isual) sim ulacrum , in short a p icture , w hose cond ition  o f 

possib ility  is an ob liv ion and a m isunderstand ing  o f  p ractices. T he voyeur-god  crea ted  by this fiction, 

w ho, like S ch reb e r’s G od, know s only cadavers, m ust d isen tangle  h im se lf from  the m urky in tertw ining 

daily  behav io rs and m ake h im se lf alien to them .”

M ichel de C erteau , W alking in the City, 1984

5.1 Introduction

This chapter represents the first o f the exploration stages, which are conceptually 

introduced as a form  of ‘m apping’ the city from  the perspective o f its inhabitants and of 

their m ovem ent through it -  from a ‘b ird ’s eye v iew ’ to an ‘on-street v iew ’. The chapter 

starts with an overview  o f m obility practices, which draws on the survey em ployed as the 

starting point o f the research. This is followed by a series o f im ages of the city ‘on the 

m ove’, as seen through the eyes -  the perspectives -  o f the participants in the subsequent 

interview ing stage. W hile m obility is em ployed as a way to initiate and also focus the 

interviews, other aspects covered by the research are also explored, including 

in terview ees’ view s on environm ental issues and engagem ent in civic life. The chapter 

concludes by identifying an area o f focus for the research, which offers opportunities for 

eliciting experiential data.

5.2 An overview of mobility practices of Dublin City dwellers

As introduced in Chapter 4, a survey was conducted at the outset o f the research with the 

aim  to obtain an overview  of m obility practices o f people w orking or studying in TCD 

and to identify a database o f participants for the subsequent stages. The survey offered a 

broad sam ple o f participants and of m obility practices -  over 2000 answers were 

received, from  which m ore than half (approxim ately 1200) cam e from  respondents living 

in Dublin City, the study area. In particular, it provided valuable data in relation to: 

respondents’ m ovem ent patterns, including com m uting and som e non-com m uting trips 

(e.g., shopping, socializing, visiting friends and fam ily); m ain considerations when 

selecting travel m odes; ideal m odes and reasons behind these preferences; main changes

Sections o f  this chap te r w ere presen ted  at The P assenger: M obility  in M odern ity  -  T 2M  (International 

A ssociation  for the H istory  o f  T ransport, T raffic and M obility) In ternational Sum m er School, 30 S ep tem ber 

- 6 O ctober 201 I, B erlin , G erm any.
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perceived as likely to improve daily travel experiences in the city; level of interest 

regarding the environmental impact of mode decisions and likeliness of such information 

to influence respondents’ decisions; and perceived level of public involvement in 

decisions regarding the provision of services, facilities and amenities, together with its 

benefits and limitations'^'*. In this section, focus is placed specifically on the survey 

respondents living in Dublin City, the study area, and on those findings that led to the 

direction of research taken in the subsequent interviewing stage. A snapshot of the key 

findings that refer to the Dublin City area is offered in Figure 6 and examples of findings 

that include all respondents can be found in Appendix I (ii)).

In relation to the transport modes used for accessing TCD, the survey indicates that the 

majority of the respondents who live in Dublin City travel to TCD on foot (33%), by bus 

(27%) or by bicycle (18%), and only very few drive (4%). This is not unexpected though, 

considering the location of the campus in the city centre where all bus routes converge, 

and the fact that some of the respondents who do not have location-related constraints 

indicate a preference for living within walking distance to TCD. Moreover, the high cost 

and low availability of parking in the areas surrounding the campus, together with 

considerations of time lost in traffic (i.e. traffic jams), tend to limit driving to TCD to 

some of those who have a College parking permit. Nevertheless, 33% of those currently 

not commuting by car would like to do so.

Moreover, the car becomes a significant mode for non-commuting trips. For example, the 

car is shown to be the mode mostly used for doing the weekly grocery shopping (31%), 

after shopping on foot (48%). It is also seen as an ideal mode for grocery-shopping by 

some of those who try to make do without one (17%). At the same time, the car becomes 

the prevalent mode for visiting friends and family (almost 50%). These are important 

observation as the 2009 National Travel Survey indicated that after work-related trips, 

shopping was the second main travel purpose nationally, followed by visiting friends and

As it was considered to be beyond the scope o f  the present research, w hich is principally aim ed at 

qualitative, experiential aspects o f  m obility practices, an extensive quantitative analysis was not performed. 

Instead, the survey analysis involved assessing main correlations betw een the different variables relevant to 

the research aims and a textual analysis o f  the com m ents paragraphs (the survey structure is outlined in 

Chapter 4). Thus, when presenting the findings, percentages are only given in relation to the answers to the 

closed-ended questions, w hile the com m ents are m entioned in relation to the them es that em erged by doing  

the textual analysis.
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fam ily (CSO, 2009). In particular, the survey indicates that adults with young children are 

more likely to drive for m ost o f their activities, even when in the past they m ight have 

used other m odes, e.g., the bicycle.

Related to this, a significant finding in the context o f this research concerns the 

contradictions noted betw een com m uting and non-com m uting practices. Indeed, when it 

com es to non-com m uting activities many o f those with the m ost ‘sustainable’ (i.e. non

m otorised) com m uting practices tend to have ‘un-sustainable’ non-com m uting practices 

(i.e. drive to near-by shops). In particular, those who typically travel to TCD by bicycle -  

cyclists"^^ -  appear to have the most contradictory m obility practices. For exam ple, 

approxim ately 35% of the cyclists who live in D ublin City use their cars for grocery- 

shopping. There are also discrepancies in the case o f the respondents who typically 

com m ute on foot, but less pronounced -  the percentage is approxim ately 14%. This may 

be linked to the proxim ity o f their residential location to the city centre, which offers a 

m ultitude o f shopping opportunities. At the same tim e, for drivers the car rem ains the 

prevalent mode for m ost of their non-com m uting activities.

A further im portant finding concerns the main factors that play a role in respondents’ 

decisions in relation to the m odes they use. A m ong these, environm ental concerns do not 

represent a significant determ inant, only 19% o f the respondents m entioning it; instead, 

tim e, m oney, w eather and safety are the m ain factors taken into consideration, with 

autonom y and health also com ing before the environm ent. Som e o f the respondents 

express an interest in environm ental issues and w ould like to find out m ore about the 

environm ental im pact o f their travel decisions (alm ost 30% ). How ever, having such 

inform ation w ould not necessarily influence their decisions, som e indicating in their 

com m ents to be in a ‘locked-in’ situation, in which the w ay they currently travel is 

perceived as the only option they have. One o f the respondents’ com m ents is illustrative 

o f this: “ I would love to be interested in the environm ental im pact o f m y travel but I have 

no other way of getting to college so there is no point in worrying about the impact when 

I can ’t change it!”

A nother significant finding regards the level o f public engagem ent in city decision

making. M ost respondents consider that the public is not sufficiently involved in

The generic titles o f  ‘cyc lists’, ‘walkers' and ‘drivers’ refer here to those survey respondents who 

typically comm uted to TCD by bicycle, on foot and by car, respectively.
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decisions concerning the provision of services, facilities and amenities (approximately 

70%), although the majority think that such involvement is important (almost 75%). 

Some of the participants’ comments are particularly expressive: “I feel that people 

making decisions relating to Dublin City travel do not face the difficulties of a ‘normal’ 

commute”; and “(■■■) problems will only be solved by knowledge of how the service is 

used and deficiencies in the service are known best by the user” .

Moreover, a feeling of apathy also emerges among the respondents when reading their 

comments. Some of them note a lack of transparency in making and communicating 

decisions; the public not having easier and more accessible means of making their 

opinions or suggestions known; and a perceived lack of consideration of the public’s real 

needs by the local council, together with a prevalent “developer rules” approach. These 

findings reflect previous research, which noted a lack of confidence in local government 

and local democracy, due to the perceived failure of local planners and politicians in 

managing urban development growth and the use of public power for the benefit of 

private interests (e.g., Fox-Rogers et al., 2011; this was discussed in Chapter 3).

Regarding decision-making processes, more than half of the respondents (approximately 

55%) indicate that they would like to become more involved, both at neighbourhood and 

city level. However, the time they need to allow for such involvement, the types of issues 

to be decided upon and the possible delays to decision-making caused in this process 

(e.g., multiple viewpoints and interests), are seen as the main drawbacks. A preferred 

alternative noted in some of the comments involves enhancing the communication of 

decisions and providing an opportunity for the public to express their views in a quick and 

efficient way, rather than other more time-consuming forms of consultation -  or “sitting 

on a committee that is ignored by bureaucracy” . Furthermore, the comments also 

highlight the view that decisions and plans cannot be made by the public alone, especially 

as various interest groups may steer such decisions in a particular direction. Instead, the 

respondents consider that these decisions should be made by “trained planners” rather 

than being “political” -  an observation that reflects the prevalent culture of clientelist 

politics noted in other studies (e.g., Scott et al., 2012; this was discussed in Chapter 3).
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Figure 6: Snapshot of key survey findings relating to respondents from Dublin City
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As the findings above indicate, the survey revealed some interesting issues regarding the 

overall mobility practices of the participants, including their views on the environment 

and public participation in decision-making processes. However, it also showed some of 

the difficulties of exploring mobility practices in the limited format offered by a 

questionnaire. The comments paragraphs included at the end of each section was valuable 

when assessing the survey, as it offered a better understanding of respondents’ answers.
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However, while providing some insights into people’s mobilities, a questionnaire can at 

most reflect what respondents consider their movement patterns to be, but cannot capture 

their mobilities well enough. In particular, they do not offer the space to gain an in-depth 

understanding of how mobility is practiced and the why behind respondents’ answers. At 

the same time, their views on broader issues, such as urban sustainability and public 

engagement cannot be fully discussed or contextualised in a questionnaire. Yet, the 

extensive comments made in the final section of the survey, which contained questions 

regarding these issues, emphasises their importance for the respondents. In addition, 

different personal considerations and life circumstances (e.g., children), which seem to 

have a significant impact on people’s mobility practices, require more detailed 

information than can be obtained in a survey. These observations reiterate the need for 

qualitative studies when exploring the complexities of mobility practices, including 

mixing methods in order to explore their various aspects.

As outlined in Chapter 4, this initial survey was followed by an in-depth study of 

ethnographies of mobilities, involving interviews and a hybrid diary study. In these 

ethnographies, it was decided to focus on exploring how the city was experienced from 

the perspective of those predominantly using individual transport modes (i.e. foot, bicycle 

and car). Indeed, the survey indicated a preference for individual mobility among the 

respondents. The significant appeal of individualised mobility afforded by the car has 

been highlighted by Irish policy-makers, planning practitioners and academic 

commentators as a powerful barrier to sustainable mobility (Davies et al., 2010, Comhar, 

2007). However, it was considered useful to explore this also in relation to other mobility 

practices involving individual modes. Such modes offer flexibility regarding the use (and 

potentially, the experience) of the city, as opposed to public transport (i.e. fixed routes 

and timetables). Walking, cycling and driving represent extremes in terms of their 

(environmental) sustainability, which relates more directly to the sustainability-related 

aim of the project. Moreover, contradictions could also be observed among cyclists, who 

appeared to switch relatively easily between the bicycle and the car. This indicated the 

need for a more holistic and in-depth approach to investigating mobility practices, which 

could situate them in their wider context. Exploring these practices (and the city) from the 

perspective of those who predominantly used individual modes on an everyday basis was 

considered a useful way of gaining insights into how these practices develop (i.e. how 

sustainable practices emerge and disappear) and also into the wider factors shaping them.
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5.3 Images of the City ‘on the move’

In order to expand the initial ‘b ird ’s eye’ view offered by the survey, a series o f sem i

structured life-w orld interviews were conducted w ith a subset o f the survey respondents 

who indicated to be w illing to participate in the in-depth project stages. The interviewees 

were selected on the basis o f a num ber o f dem ographic characteristics (e.g., gender, age, 

children), geographic location (i.e. where in the city they lived), and also by considering 

some o f the survey findings. The selection process, including a m ap representation o f the 

geographical locations of the interviewees, is detailed in A ppendix II (i). W hile the survey 

was open to participants who accessed TCD from  any location, the interview s focused on 

those who lived w ithin Dublin City, the study area. A total o f 22 interview s were 

conducted (including two pilot interviews), w hich typically lasted betw een 30 and 90 

m inutes; a copy o f the questions is included in A ppendix II (ii)"*  ̂ and the profile o f those 

interviewed is outlined in Table 3. M obility was em ployed as a way to initiate and also 

focus the interviews. In addition, other them es covered by the research were also 

explored, including interview ees’ perspectives on environm ental issues and engagem ent 

in civic life; the interview guide is included in A ppendix II (ii). This was aim ed at 

contextualising the research from the perspective o f city inhabitants, which com plem ents 

the views o f planners and policy-m akers presented in Chapter 3. In particular it aim ed to 

identify factors shaping m obility practices and the ways in which these factors challenge 

the achievem ent o f a more sustainable city.

The follow ing sections present the em erging im ages o f the city ‘on the m ove’, which 

include interview ees’ experiences o f the city; overall and everyday m obility; and civic 

and environm ental aspects as linked with their experiences. The presentation o f these 

images is intentionally descriptive, reflecting the phenom enological influence o f the 

research. M oreover, it is considered that sum m arizing case studies that deal with the 

com plexities and contradictions o f everyday life can detract from  their value (Flyvbjerg 

2006). This is follow ed by an analysis o f the m ain links em erging from  these im ages 

(section 5.4), which are grouped under three them es: tim e and lifecourse; the city ‘in- 

betw een’; and tensions and contradictions. The discussion o f these them es contributes to a 

better understanding o f the broader context in which m obility practices develop, including 

the factors shaping them , while exposing som e o f the challenges faced by endeavours 

aimed at achieving a more sustainable city.

A detailed description o f  the analysis process is offered in Chapter 4.
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Table 3: Profile of the interviewees (city inhabitants)

Code Main Mode to TCD Gender Age Children Origin

BI34 Bicycle M 25-29 0 Non-national

BISS Bicycle M 35-39 2 National

BI70 Bicycle F 50-59 2 Non-national

BI74 Bicycle M 30-35 0 Non-national

BI86 Bicycle M 30-35 0 Non-national

BI87 Bicycle F 60-69 0 Non-national

B I l l l Bicycle M 40-49 2 National

BI121 Bicycle M 30-35 0 National

BI122 Bicycle (+ Car) F 10+ 1 National

BI123 Bicycle M 35-39 ......... 0 National

FI20 Foot M 30-39 0 Non-national

FI3S Foot F 30-35 0 Non-national

FI39 Foot F 25-29 0 Non-national

FI45 Foot F 40-49 1 National

FI65 Foot F 30-35 0 National

FI107 Foot F 30-35 0 Non-national

FI166 Foot F 25-29 0 Non-national

FI168 Foot M 35-39 2 National

C lio Car M 40-49 2 National

CI12 Car F 35-39 - National

5.3.1 Overall mobility and the city

Discussing overall mobility, Dublin city centre is described by interviewees as small and 

compact but congested and confusing in terms of traffic, due to a historic urban grid not 

designed for the motorcar. While its compactness and relative topographic flatness are 

seen as important qualities when walking and cycling, these features make the city 

difficult and time-consuming to negotiate by car. Yet, the perception of confusing and 

busy traffic caused precisely by the presence of cars and buses, in turn, make walking and 

cycling experiences less enjoyable even if convenient:
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“It is busy... it’s hard to get around... you’re pretty m uch guaranteed, 

unnecessarily at quiet tim es o f the day, to get caught up in traffic if you’re driving 

or getting the bus... it’s not nice to cycle around, not through the city centre... and 

there’re only parts o f it that are nice to walk around.” (cyclist, male, m id 30s"^^)

M oreover, a perceived lack o f adequate cycling infrastructure appears to lim it the 

exploration o f the city by bicycle m ainly to fam iliar routes: “ if you do the same route all 

the tim e, you know where the potholes are...” (cyclist, fem ale, early 50s). Besides the 

physical quality o f cycle lanes, the presence o f m otorised traffic em erges as another 

significant route determ inant. Q uieter routes, with little m otorised traffic, are also 

preferred when walking -  when even areas with busy (and slower) pedestrian m ovem ent 

are som etim es avoided. Traffic lights becom e further obstructions for cyclists and 

pedestrians, seen to be m ainly adjusted for facilitating m otorised traffic flow -  in turn, 

leading to the avoidance o f particular junctions where the w aiting tim e w ould be too long, 

or choosing routes along which there are few er traffic lights.

However, while the city centre is perceived to be com pact, the w ider city is seen to be 

significantly spread out. Thus, living in the city centre, or w ithin reasonable walking or 

cycling distance from it in order not to depend on public transport, becom es an im portant 

considerations for some interview ees -  particularly younger ones, for whom  the city 

centre is fulcrum  for m ost social and cultural activities. N evertheless, these priorities 

appear to change with tim e, when areas on the edge o f the city, at the border between 

urban and suburban, start to be seen as “ideal” -  “so close to the city centre whilst being 

quiet (...) the best of both w orlds” (cyclist, fem ale, early 50s). In particular, living in inner 

city areas is not considered desirable when discussing raising a fam ily. Residential 

typology is given as one o f the main reasons for this: apartm ents, which predom inate in 

the inner city, are not seen as suitable for bringing up children. W hile this is brought up 

m ainly by national"^^ interview ees, the inadequate size o f the available inner city 

apartm ents is also m entioned by some non-national participants who say they are

To describe the interview ees, reference is made to travel m ode, gender and approximate age, and also to 

any other characteristics that are considered relevant in the specific context where their quotes are 

mentioned.

‘N ational’ (i.e. born in Ireland) and ‘non-national’ (i.e. born elsew here) are used here to em phasise any 

differences in view s, which may be culture-specific.
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accustomed to high-density urban living. Besides access to more space, access to better 

schools, parks and playgrounds are given as further reasons for moving outside the centre:

“[The new area is] also closer to better schools, because in Ireland, or Dublin, if 

you are in a catchment area of a certain primary school you have better chance of 

getting into (...) The schools around our [current] area are not very good. So it’s 

primarily for our children’s sake.” (cyclist, male, late 30s, two children)

Yet, working or studying in central locations (such as TCD) continues to be considered 

convenient, especially as “no matter where you live, it is easy to get to: everything 

radiates around this area of town” (walker, female, early 30s). Moreover, a physical 

separation between home and work is found desirable -  both in terms of space and 

characteristics of the two areas:

“It’s really good for me to have a 10-minute commute from here to there mentally 

(...) I feel like I have a home zone and this [work] zone (...) and this [work area] 

feels very different to me because of tourists, students, academics (...) and here 

[home area] I feel I’m in a real city, where there is industry, there is business, 

there are people moving.” (cyclist, male, early 30s)

5.3.2 Everyday mobility

When explored in more detail, walking, cycling and driving -  as individual modes -  

appear to be mainly associated with convenience, flexibility and independence. In this 

context, time (i.e. being in control of one’s time, or covering more space within shorter 

time in the case of cyclists and drivers), is a significant consideration. Moreover, cycling 

and walking allow incorporating exercise in demanding everyday lives, while walking 

offers a valuable ‘space’ between home and work -  a way to “wake you up” (walker, 

female, early 30s). On the other hand, public transport, and particularly the bus, is seen to 

offer an expensive, inflexible and user-unfriendly service -  time is again raised as an issue 

(i.e. unreliable and time-consuming). A perceived lack of comfort when travelling with 

others, in a ‘collective’ public transport mode, represents another deterrent from using it; 

“I got a lot of colds in winter with people coughing in the crowded buses” (cyclist, 

female, early 70s). This becomes even more significant when travelling with young 

children, the car being perceived as the only suitable mode:
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“You m ight have to wait at the bus stop with two kids w ho m ight be hungry or in 

pouring rain to get on a bus which is stuck in traffic to get som ew here... I 

w ouldn’t do it. I’d rather be in a car.” (cyclist, m ale, late 30s, two children)

Even when cycling (alone) during the week to and from  work, the car seems to be 

preferred when travelling as a fam ily. M oreover, two interviewees m ention learning to 

drive because o f the new fam ily circum stance -  a skill previously not found necessary 

when living in the city; “the main reason was that I’d be able to bring her [interview ee’s 

wife] out to the hospital the first time, but more practically it helps out now that I can do 

whatever shopping or bring children to places” (cyclist, male, m id 30s, two children). The 

size o f the car also becom es im portant in this context: “we actually bought a new car in 

Decem ber, a bigger one than we had before... again because we knew w e’d need more 

space” (ibid).

Reasons for not owning a car are also given, including the constraints o f finding a car- 

parking space, rush-hour traffic and the cost involved. Not all participants agree that the 

car offers independence -  indeed, it is seen by one interview ee to contribute to a locked- 

in situation: “ I don’t buy into the idea that a car gives you independence and freedom . I 

think it’s alm ost the opposite” (cyclist, male, early 30s, no children). Yet, when a cars 

com es available (irrespective o f having children or not), the car starts to be seen as 

indispensable for other im portant household practices, such as w eekend shopping or 

visiting fam ily and friends across the city. The spatial organisation of the city becom es 

relevant in this context, for exam ple as larger and less expensive superm arkets are 

typically located on the periphery o f the city, usually not linked by good public transport 

but offering extensive free car-parking. At the sam e tim e, the lack of a car influences 

which parts o f the city (or outside o f it) can be accessed for leisure, thus lim iting the city 

experience to those locations easily accessible by public transport: “I don’t have a car, so 

I usually choose the places I go to from  there [train station]” (walker, fem ale, early 30s), 

while raising the need for a “w eekend car” (ibid).

The image -  or status -  that the various m odes o f travel portray is also brought up by 

some o f the interviewees. As opposed to the car, public transport is found by one 

interviewee to be com m only associated with “people who can ’t afford to have cars” 

(cyclist, male, early 30s, no children). In turn, cycling also appears to be associated with 

particular groups and lifestyles: “there’re a few adventurous fam ilies that are really



buying into the whole cycling life” (ibid). This image is made visible by the clothing of 

some of those now using bicycles in the city: “I saw a man in a suit on a bike today, 

carrying his briefcase” (cyclist, female, mid 60s); or even by the bicycle itself, part of a 

“cool” image of cycling among particular groups: “do you know ‘fixies’? (...) single gear 

bikes... it means you’ve got a lighter bike number one, but the main reason they’re very 

popular now is that they look cool... so people get them all colour schemes” (cyclist, 

male, mid 30s). The recent public bike-sharing scheme, Dublin Bikes, is considered, 

however, to have contributed to a more widespread uptake of cycling in the city and to an 

increase in its popularity among other groups: “everyone is using a Dublin bike (...) I’ve 

seen barristers and solicitors in suits on a Dublin bike” (cyclist, male, late 30s).

Yet safety is noted to remain a significant deterrent from cycling in the city centre. While 

this is stressed by some female walkers who would like to take up cycling, a similar 

perception is shared by some of the cyclists in relation to taxi and bus drivers. They see it 

as an impediment particularly for beginners or cyclists that are less experienced or fit. 

Safety is further mentioned by some of the female interviewees in relation to walking 

(alone) in certain parts of the city or after dark. Besides areas generally perceived as 

unsafe, walking through unpopulated areas is also raised as an issue: “even if it’s a safe 

neighbourhood, I think a deserted laneway doesn’t feel safe” (cyclist, female, mid 60s). 

Walking with children appears to increase the feeling of vulnerability experienced, while 

previous negative experiences are found to contribute to replacing walking with driving: 

“my sister got into trouble a few times when she was in college in Dublin and definitely 

she was very keen to get a car because it provided her with a safer way of getting around 

the city” (cyclist, male, early 30s). Yet, previous experience (or what one is accustomed 

to) becomes important also for the opposite reason -  that is, a different attitude to risk, as 

observed by an interviewee originally from Madrid: “I think because I come from a big 

city. I’m used to dealing with weird people in the streets sometimes, so I’m not very 

scared about it” (walker, female, early 30s).

5.3.3 The city and the environment

Regarding its environmental quality, the city overall is seen to have improved over time -  

positive examples include initiatives such as the banning of smoke-producing fuel and the 

introduction of a plastic bag levy. Dublin’s location by the sea, together with its relatively 

low density (particularly outside the centre), enhance a positive image regarding its air
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quality. The city centre on its own, however, is seen in a less positive light, traffic 

pollution and street littering representing m ain concerns. For one interviewee, these 

perceptions are linked with the tim e he has spent in an inner city area (i.e. TCD ), for 

study and work: “because that’s the area I’ve been in for years and years now, that 

coloured my im pression o f the city: I just think busy, noisy, dirty” (cyclist, male, mid 

30s). Specifically in relation to street litter, its visual im pact in the context o f a small- 

scale city like D ublin becom es significant: “here, in a sm aller place that overall feels 

m ore residential and less like a m etropolis, when you see sort o f ... defacing of property 

and littering, [it] looks that much more out o f p lace” (walker, fem ale, early 30s, originally 

from  New York). However, this attitude towards littering and the responsibility for 

keeping the city streets clean is noted by a D ublin-born interview ee to have evolved over 

time, together with the relationship between private and public space (and responsibility):

“W hen 1 was growing up, Saturdays people all around went out and swept their 

footpaths and took the weeds up (...) I was away on holidays and I cam e back and 

it shows you how much the city has changed: there was a letter from  one o f the 

city councillors telling the residents that he’d been onto the council about them 

com ing around to clean the weeds from  the footpaths outside the houses because 

people were com plaining that it w asn’t done.” (driver, male, mid 40s)

Environm ental concerns are also noted by two interview ees to evolve over time. Both in 

their mid to late 30s and with small children, these interview ees find that their 

environm ental concerns would have been stronger when they were younger -  now 

replaced m ainly by econom ic considerations:

“W hen I was interested in all that stuff. I’d have been proud for being a cyclist and 

not being another pollution-creating car driver... the prim ary m otivations for me to 

cycle now are that it’s the quickest way for me to com e in [to work], I get a bit of 

exercise and I save a little bit o f m oney as well... instead o f having a second car 

I’m saving m oney... it’s even cheaper than getting public transport overall.” 

(cyclist, male, m id 30s, two children)

Non-environm ental considerations are indeed thought to prevail am ong the w ider public -  

particularly convenience, tim e and cost: “people will act selfishly... I don ’t think it’s 

enough for them to be thinking o f the environm ent” (driver, fem ale, late 30s). M oreover,
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the image of Ireland as a ‘green island’ is seen to potentially contribute to people not fully 

recognizing or accepting the need to preserve resources, with the exception of periods of 

crisis, such as the water shortages experienced in the city during a recent cold spell'^^. Yet, 

branding Ireland as a ‘green island’ has been used extensively to market tourism and 

agricultural industries and as part of the government’s endeavour to build a ‘green 

econom y’ (Davies and Mullin, 2011, Forfas, 2009).

Described by one interviewee as a “blase” attitude (cyclist, male, mid 30s), this seems to 

be further linked to a questioning of the impact of individual action in the context of 

climate change. While incorporating small actions in individuals’ everyday lives is found 

to be positive but limited in impact and done mostly for personal satisfaction, the bigger 

environmental issues are not seen to be adequately addressed by governments:

“Unfortunately I am very pessimistic on the whole. I believe in individual action 

and the need to do this individually [but] I think that, at the governmental level, 

they have to take so many more s teps... some of which are very unlikely for them 

to take.” (cyclist, male, early 30s)

In turn, this is considered to be embedded in the broader political-economical system: 

“one of the issues is that it quite often conflicts with the capitalist system in which we are 

living, because a lot of these decisions imply less consumption and everything pushes you 

into more consumption” (cyclist, female, mid 50s). Such perceptions are amplified by an 

ambivalence noted at a national level regarding government’s actions to reduce 

environmental impact, drawn on inconsistent and contradictory messages. Interviewees’ 

examples include: the car scrappage scheme (i.e. the replacement of old vehicles with 

new ones), which is perceived to have economic benefits for the car industry and the 

government, while contradicting policy aimed at reducing car use; and the locations of 

recycling facilities, in many cases requiring a car to reach them: “I have to walk 10 

minutes to find glass recycling (...) If you need a car to go recycle, w hat’s the actual, then, 

impact on the Earth, if you end up driving for that?” (cyclist, male, early 30s). Moreover, 

while sustainable travel initiatives introduced by the government, such as Dublin Bikes

http://w w w .independent.ie/irish-new s/fears-burst-pipes-w ill-lead-to-w ater-shortages-26604l20.htm l
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and the B ike-to-W ork scheme^°, are noted as positive exam ples, they are also seen to be 

prom oted m ore for their econom ic savings rather than environm ental benefits.

This am bivalence is also noted by some of the interview ees at a local level. Exam ples 

include the unused potential o f the main w aterw ays as public am enities (i.e. the two 

canals and River Liffey) and a perceived lack o f public space -  for exam ple, a “real 

square that people w ould congregate in” (cyclist, male, m id 30s) or “som ew here where 

people can just sit outside w ithout having to consum e” (walker, fem ale, early 30s). 

Indeed, the pedestrianization o f some streets in the city centre is seen to have been 

principally aim ed at encouraging consum ption, rather than at providing public space or 

reducing traffic pollution. This predom inance o f econom ic factors over social/societal and 

environm ental considerations is also em phasized in relation to recent inner city 

(re)developm ent, such as that o f the docklands, often seen as m issed opportunities, both 

in term s o f adding cultural value to the city centre and also for addressing social 

inequalities. For exam ple, the redevelopm ent o f the historical centre and o f som e main 

city centre arteries is associated with a com m ercialization of these areas and a consequent 

loss o f character.

These observations are in line with research presented in Chapter 3, which em phasises an 

entrepreneurial approach to planning -  consum ption-orientated developm ent and a 

dim inished significance o f broader social, cultural and environm ental objectives. 

M oreover, a lack o f trees in certain parts o f the inner city (as contrasted w ith other, more 

affluent, leafy areas) seem s to visually am plify the im age o f neglect o f some streets, 

which are nonetheless valuable to the interviewees. In turn, this em erges as a perceived 

indicator o f the interest the city council shows in the city (and in its ordinary inhabitants, 

as opposed to business interests): “the city council are not taking much care o f m aking it 

beautiful... it would be nicer if it was greener” (walker, fem ale, early 30s). ‘G reen’ further 

takes m etaphorical connotations, as this attitude of the council towards the city is linked 

by an interview ee with the fact that people them selves appear to have lost interest and 

respect in their city -  the image o f street litter thus takes sym bolic m eanings.

The Bike-to-W ork schem e allow s em ployees to purchase bicycles and safety equipment worth up to 1000 

euro with significant reductions, based on the incom e tax paid. The em ployer also makes savings through 

their em p loyees’ tax contributions (http://w w w .biketow ork.ie/).
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5.3.4 The civic city

Discussing community fabric in the city, residential typology emerges as a significant 

factor affecting it. In particular, differences are noted between areas with apartment 

developments and areas with individual houses. One interviewee finds that apartment- 

living represents a temporary state -  not a “home-home”, but a “temporary home”, where 

inhabitants have minimal or no contact with their neighbours and no “investment in the 

area” (walker, female, early 30s, living in a rented apartment); or, alternatively, as social 

housing for those with low incomes. Management companies^' are considered to further 

enhance this feeling of temporality of the residents -  tenants particularly -  by limiting 

their participation in decisions regarding the apartment complex and their sense of 

ownership. In contrast, areas with individual houses -  and house-owners -  are seen to 

have a stronger community spirit even if varying sometimes, for example in “suburban 

middle class communities, where everybody is now out to work during the day” (walker, 

female, early 40s).

The city is thus seen to be spatially fragmented, with no collective sense of community 

but rather “pockets” spread around the city: “maybe it’s a Dublin thing... there just 

doesn’t seem to be this collective sense of community or society” (cyclist, male, mid 30s, 

from Dublin). Furthermore, the place-based communities are considered to typically 

gravitate around the local parish and/or sports club, making participation more difficult 

for those who do not relate with either of these institutions. This fragmentation of 

communities is paralleled by a fragmentation of the city’s administrative structures (i.e. 

the city region is divided into four administrative councils) and enhanced by the existing 

election system of councillors. While decision-making is centralized in the local council, 

no point of contact between inhabitants and the council is seen to be in place: “you elect 

your councillor, he goes off to city council and that’s it. There is no engagement at local 

level unless an issue arises” (driver, male, mid 40s). For example, third party appeals to 

planning applications have been noted in Chapter 3 to represent a widely used instrument 

by residents’ associations, as the planning system represents one of the very few ways in

A management com pany (or ‘Owners M anagem ent C om pany’ under the terms o f  the M ulti-Unit 

D evelopm ent Act 2011) takes over from the developer the running and control o f  the com m on areas o f  the 

developm ent; it allow s apartment ow ners to be members o f  the com pany, to facilitate their control o f  the 

developm ent overall.
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which citizens can engage with the state. Apart from  these, the main (and more constant) 

interactions with the council rem ain the purchasing of bin tags for w aste collection or 

parking perm its. Yet, even these form s o f contact are usually elim inated when living in 

apartm ent developm ents, as these issues are dealt with by the m anagem ent com panies.

Being aware o f what issues people can have a say in (and also how) is considered to be a 

significant factor for public engagem ent; however, this does not appear to be 

straightforw ard: “unless you choose to have a very direct link with the authorities, I don ’t 

think you’ll get any inform ation really, apart from  the odd politician throw ing a bit of 

paper in your door” (driver, fem ale, late 30s). A perception o f a lack o f transparency 

regarding the ways city-related decisions are m ade is visible am ong the interviewees, 

som e considering that only interest groups or “people who scream  the loudest” have a 

say, while at the same tim e “anyone that gets involved has probably got their own 

agenda” (walker, fem ale, early 30s). In turn, this is seen to be linked w ith a feeling of 

apathy regarding participation and civic responsibility am ong the w ider public -  an issue 

visible in the previous survey and also reflected in research conducted in other studies 

(Scott et al., 2012, Fox-Rogers et al., 2011). M oreover, the national m edia (e.g., 

television, radio) are seen to reinforce these perceptions; “ [the media] could be little bit 

m ore society- and com m unity-focused. It ju st tends to be an attitude here [that] w hat’s 

im portant is politics... w hat’s im portant is business...” (cyclist, m ale, m id 30s).

M ixed view s rem ain how ever in relation to the extent to which the general public should 

(or needs) to be involved in city decision-m aking. As noted in the survey, a m ixed 

approach, w hich involves both the public and the decision-m akers, seem s to be preferred. 

Som e interview ees consider that the public needs to have a m ore im portant role, 

particularly in relation to city (re)developm ent, as “at the end o f the day people are going 

to be living and working and travelling to places” (walker, fem ale, early 30s). However, it 

is also acknow ledged that this could bring about inequalities betw een areas, e.g., 

investm ent going tow ards w ealthier areas rather than to those that need it most. Indeed, it 

has been suggested that the direct form  o f dem ocracy inform ally used at developm ent 

plan stage (e.g., lobbying) can benefit resourceful and pow erful groups (and 

neighbourhoods) at the expense o f others (Scott et al., 2012). Yet, as one interviewee 

points out, ideas tend to usually com e from  the public -  the local politician is only “a 

voice” -  and thus having direct contact with the local council w ould m ean “cutting out the
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middle man” and “just a question of logistics [and] making that route accessible” (driver, 

female, late 30s).

For other interviewees, the duty to make decisions and implement policy should remain 

with those who are elected, which is indeed seen as an expectation of the public itself: “I 

think people expect government and local authorities to see what’s needed and to take 

appropriate action” (cyclist, female, mid 60s). Moreover, time availability is noted to be a 

significant factor for participation, full-time work and the pressures of modern life being 

considered to limit engagement, particularly for families with young children. 

Nonetheless, the involvement of the public in decision-making processes that can have an 

impact on quality of life is emphasized to be essential: “if people of a city would take an 

active role, informing and beating different policies into shape, then it might be easier to 

accept them or to buy into them...” (cyclist, male, early 30s).

5.4 Contextualising (un)sustainable mobility practices

These images of the city ‘on the move’ bring to the surface three main themes, which are 

significant for a better understanding of the broader context in which mobility practices 

develop, including the factors shaping them. Moreover, these themes also expose some of 

the challenges faced by endeavours aimed at achieving a more sustainable city.

Time and lifecourse

Time emerged as an important factor for how mobility practices develop, the life stage 

taking a central role in this process. Here, ‘life stage’ is used from a lifecourse 

perspective. As opposed to life-cycle approaches, which focus on characteristics that are 

closely related to age but that vary little across time and place, lifecourse research places 

focus on life events and relates them to life outcomes, experiences and attitudes (a review 

is included in Bailey, 2009). Moreover, it emphasises the importance of time, context, 

process, and meaning on human development and family life (Bengtson and Allen, 1993). 

The link between lifecourse and mobility practices became apparent in this study when 

discussing interviewees’ current and intended residential locations. It also emerged 

through what seemed to be almost a natural progression, through time, from non

motorised to motorised individual transport modes.

In line with other studies (Howley, 2009, Howley et al., 2009), those living in the city 

centre, where apartment accommodation predominates, were mostly young, single or co-
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habiting, and, im portantly, did not have children. Indeed, with the arrival o f children other 

factors started to gain im portance, such as access to more space, better schools, and a 

safer and quieter environm ent. These characteristics seem to refer to what has been called 

an “Irish ‘rural idy ll’” (Gkartzios and Scott, 2010, p.45) -  not ‘ru ra l’ p er se (e.g., 

agricultural), but in term s o f the quality o f life the term  implies. On the other hand, it 

brings up the significance o f negative experiences o f high-density urban living, in 

developm ents built for speculative purposes to m axim ise developers’ profit rather than to 

foster social cohesion and fam ily life (H ow ley et al., 2009).

In close relationship with in terview ees’ residential locations and life stage was the travel 

mode. The arrival o f children, m oving outside the city centre to low er-density residential 

areas and driving to m ost places seem ed to becom e a predom inant scenario (current or 

envisaged for the near future) -  even for those who would have previously walked or 

cycled, or continued to do so when the distance allowed it, but less often or only to 

college. Life events, such as having children, have been shown to be pivotal in people 

changing the am ount they cycle (Christensen et al., 2012). M oreover, UK -based research 

further indicates a link betw een the presence o f children w ithin households and an 

increase in the tendency to own and use a car, particularly am ong higher earners (Ryley, 

2006).

W hile this was observed in the interviews, additional factors also appeared to contribute 

to this scenario, ranging from  spatial to socio-cultural aspects. For exam ple, the spatial 

characteristics of the city -  com pact inner city and low-density extended outer suburbs -  

appeared to be significant, which is in line with sim ilar UK studies (e.g., Pooley et al., 

2010). W hile w alking and cycling were seen to be convenient for the central area o f the 

city, the distances needed to be covered in the outer suburbs m ade it difficult to walk or 

cycle to work, school or other facilities. This brings up the im portance o f space (e.g., the 

spatial characteristics o f the city) and its transform ative effects on individual lives, which, 

though, need to be considered together with changes resulting from life events and 

transitions (Horschelm ann, 2011).

These spatial characteristics were reinforced by the perceived lack o f fam ily-oriented 

accom m odation and facilities in the city centre, together with negative perceptions of 

public transport and sim ilarities observed betw een individual m odes. These sim ilarities 

betw een walking, cycling and driving -  such as convenience, independence, enjoym ent
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end even image -  appeared to be in stark opposition to the reasons against using public 

transport. At the same time, the fact that reducing environmental impact was not 

considered an important determinant for walking or cycling, indicates that switching to 

driving could potentially be a rather quick process in some cases.

Indeed, like mobility practices, environmental concerns and even civic engagement also 

appeared to evolve through time. Lifecourse research has indicated a link between social, 

economic and political participation of individuals and groups, and material and 

discursive dimensions of lifecourse (Bailey, 2009). In the context of this research, this 

opens up questions about the sustainability throughout a lifetime of education initiatives 

such as those aimed at raising environmental awareness at an early age, e.g.. Green 

School Programme^" (Pape et al., 2011, Davies, 1999). On the other hand, it indicates that 

environmental and civic life-long learning, and a more participatory approach to making 

decisions that ultimately affect people’s everyday life and its quality (e.g., mobility), 

could have positive outcomes. The latter is particularly important, as transport and 

mobility policies in Ireland are argued to remain a “prime example of a closed policy 

arena” (Pape et al., 2011, p.36), despite an increase in consultation and citizen 

involvement within other policy areas.

The city in-between

Kevin Lynch’s observation that “people observe the city while moving through it” (1960, 

p.47) became relevant in the context of this study. Indeed, interviewees’ ‘images of the 

city’, including perceptions and biases, emerged to be significantly connected with their 

everyday movement through it (both in terms of modes and routes). In this process, a ‘city 

in-between’ started to come to the surface, developed on the background of people’s 

interactions with space and their experiences of routes through the city. Cognitive maps -  

mental representations of one’s environment -  are acknowledged to be an important part 

of both route selection and mode choice, and linked to the mode through which one 

experiences the environment (Mondschein et al., 2006, Mondschein et al., 2010). 

However, in this study it also emerged that the physical characteristics of people’s routes, 

together with what was perceived or experienced along them, extended to, and affected, 

the broader image of the areas they went through. Cognitive maps are considered to

http://ww w.greenschoolsireland.org/
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develop over tim e and m ainly through experience (M ondschein et al., 2006). Here they 

also seem ed to lead to a daily repetition o f particular routes through the city, and an 

avoidance o f other areas (and routes) -  som e deem ed unsafe or dirty -  even if not 

(always) experienced firsthand.

The spatial dim ension o f the city ‘in-betw een’ also extended to residential locations and 

preferences, a hom e located som ew here betw een urban and rural (yet not suburban) and 

within easy reach to the city centre being seen as ideal. As noted previously, such ‘ideal’ 

locations had characteristics rem inding interview ees o f features usually found in more 

rural (or village) areas, e.g., quietness, safety, m ore space, and a stronger ‘com m unity 

fee l’, through the presence o f individual houses rather than apartm ents. This contradicts 

current ‘com pact c ity ’ policy (DCC, 2010) by rejecting high-density living and is in line 

with counter-urbanisation studies, which call for a better understanding o f the 

characteristics o f preferred residential environm ents so that, potentially, a “rural idyll 

could be shaped in the city” (Gkartzios and Scott, 2010, p47). M oreover, it raises 

questions about the direct adoption of foreign m odels o f city developm ent, such as the 

‘creative c lass’ thesis (Florida, 2005), which has been argued to reflect an entrenched 

culture o f entrepreneurial planning (e.g., Lawton et al., 2010; discussed in Chapter 3).

The ‘sense of com m unity’ included in ideal residential locations appeared to be connected 

with an ‘in-betw een’ state regarding the city itself. Indeed, the city was seen as a m osaic 

o f various fragm ents o f com m unity, some linked through netw orks o f fam ily or friends, 

while others form ed a m ore localised, ‘v illage’-like com m unity. A lack o f a ‘D ublin 

identity’ seem ed to com e to the surface, while the sense o f belonging to an area (or 

neighbourhood) rather than the City em erged to be m ore im portant for some o f the 

interviewees. Indeed, ‘p lacelessness’ and a loss o f identity through becom ing increasingly 

sim ilar with other global cities have been noted to be increasingly prevalent among m any 

advanced capitalist societies (Fox-Rogers et al., 2011). This becom es particularly 

significant in the context o f the rapid physical and socio-econom ic transform ations 

experienced in D ublin since the 1990s (discussed in C hapter 3). A disconnect with the 

c ity ’s past, through a loss o f the character o f some o f its areas by allow ing m arket-led, 

speculative (re)developm ents, could thus be linked to a search for identity by the c ity ’s 

own inhabitants -  possibly illustrated by som e o f the interview ees who preferred (or 

aim ed) to live in, and be identified with, particular areas o f the city.

121



Tensions and contradictions

A number of tensions and contradictions also emerged when analysing the interviews, 

some drawn on spatial, physical aspects of the city and the everyday urban experiences of 

the interviewees. The spatial organisation of the city, particularly regarding residential 

accommodation and useful amenities in its centre, appeared to contradict policy visions of 

a ‘compact city’, through a perceived lack of flexibility seen not to allow for changes in 

inhabitants’ needs (e.g., children). Moreover, while policy documents aim to encourage 

walking and cycling in the city and reduce car use (DoT, 2009), the private motorcar was 

nonetheless considered to be given priority by policy-makers -  visible, for example, in a 

perceived pedestrian and cycling-unfriendly traffic control system. Yet, people tend to 

develop ways -  or “tactics” (de Certeau, 1984) -  to adjust the city to their everyday lives 

when the city does not correspond to their needs. They master everyday life in the way it 

makes the most sense for themselves and for those who are closest to them, drawn on the 

burden of an increasing individualisation of societal issues and challenges (Freudendal- 

Pedersen et al., 2010). While for some of the interviewees this materialised in a 

preference and avoidance of specific routes through the city, for others it involved 

moving to outer city areas, which better suited their needs. The preference for individual 

modes of travel rather than collective ones could be seen as another element in the toolkit 

of tactics developed in order to navigate the city according to one’s own rhythms (Jiron, 

2010) -  or indeed, rhythms improvised to interpret “scores” conceived with other 

“instruments” in mind (Spinney, 2010).

This tension between individuality and collectivity emerged at different levels, from that 

of the interviewees -  as individuals -  to their family unit, wider community and 

government itself. The individualist approach to mobility -  and, by extension, to 

residential accommodation (i.e. own house rather than apartment) -  appeared to further 

expand to a questioning of the private-public relationship, and the responsibility towards 

the city and environmental action (i.e. individual versus collective). Spatial aspects of the 

city, and interviewees’ socio-cultural background and previous experiences took 

particular importance in this context. For example, a difference in perceptions could be 

observed regarding apartment-living (high-density, ‘collective’) between national and 

some of the non-national interviewees who indicated they were accustomed to living in 

apartments. While possibly drawn on Dublin’s history of inner city tenements (e.g..
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Conw ay et al., 2012), spatial aspects were also given as reasons against apartm ent-living 

(e.g., lack of space and ch ildren’s play areas). M oreover, this observation calls to mind 

R aban’s rem ark about London and its m iddle c lasses’ perceived right to live in a “whole 

house” rather than in an apartm ent (2008, p .97).

Yet, contradictory m essages involving governm ent policy and actions, together with a 

custom er-business relationship between city inhabitants and the local governm ent, 

seem ed to support this individualist approach to the city, com m unity and environm ent. As 

noted in Chapter 3, a consum erist approach exists betw een the Irish state -  local 

governm ent in particular -  and its citizens. W hile possibly benefitting individual citizens, 

through a focus on custom er needs and the delivery o f services, such an approach is 

argued to be individualist in nature (Forde, 2005). Indeed, a strong sense o f individualism  

has been observed in the Irish local political arena (Scott et al., 2012). This relationship 

betw een city inhabitants and local governm ent questions the intention o f creating a 

“shared vision” (DCC, 2010, p. 10) for the city particularly as the existing structures for 

participation seem to encourage a rather adversarial relationship and interest group- 

centred involvem ent.

Further linked to the discourse o f individualist versus collective was a perception am ong 

som e o f the interview ees that the local governm ent focused on econom ic rather than 

social and even environm ental factors when m aking decisions for the city. As discussed 

in Chapter 3, this em phasis is visible in the national sustainable developm ent strategy -  

both its first 1997 edition (DoE, 1997) and also its recent revision (DoECLG, 2012a). 

Yet, the governm ent rhetoric seem ed to project onto in terview ees’ own considerations -  

ultim ately the m ost im m ediate, econom ic considerations appeared to prevail over the 

m ore idealistic, environm ental, aims. A further tension therefore em erges betw een the 

short-term  perspective o f coping with the everyday (both at an individual and, in some 

ways, governm ental level) and the long-term  vision and actions needed in view  of 

addressing the challenges posed by clim ate change. This ‘value-action-gap’ betw een 

peop le’s values and their actions is seen to com e from  an “inability to believe” , brought 

about by “the com forting rhythm s of our own habitual existence [which] m ake it 

im possible to im agine one [an ecological crisis] really happening” (Evans, 2010, p .209). 

This inability to believe -  or the “disconnect betw een the range, nature, and scale o f the 

phenom ena and the set o f em otions, habits o f thoughts, and feelings” (Latour, 2011, p .l 1)
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needed to believe it -  require political acknowledgment and engagement. Yet, this 

emerges as a further contradiction -  and inherent tension -  born out from the very 

existence of the mainstream ideology and its philosophical underpinning -  a “logic of 

utilitarianism [which] pervades even the ‘sustainable’ alternative’ ” (Evans, 2010, p.216).

5.5 Moving on from the ‘bird’s eye’ view

The survey conducted at the outset of the research process offered useful insights into the 

overall mobility practices of the participants, and their views on the environment and 

public participation in city decision-making processes. Some of the survey findings were 

confirmed in the interviews, for example regarding the importance of the private car for 

households with young children and participants’ views on public engagement. However, 

the interviews uncovered aspects and links regarding how mobility practices developed, 

which would not have been possible through the limited format of a questionnaire. Some 

of these include: the importance of previous experiences on current mobility practices; the 

relationship between everyday movement experiences and image/perceptions of an area; 

and the evolution of environmental concerns over time. Moreover, the interviews shed 

light on some of the similarities between the motivations for walking, cycling and driving 

-  as individual modes. This indicated that the transition between more and less 

sustainable, but individual modes (e.g., bicycle to car), could be a quick process, 

particularly in the context in which idealistic environmental aims tend to be replaced, in 

time, with more pragmatic considerations.

Indeed, the interviews have shown that urban mobility practices are not fixed, but rather 

flexible and evolving in time and space. They are shaped by many interlinked factors, 

which go beyond spatial and infrastructural elements of the city, even if inclusive of 

these. The role of the urban environment in allowing the conditions for sustainable 

practices to develop remains important -  for example, through facilitating family-oriented 

accommodation and amenities, and providing public space for its inhabitants (rather than 

for economic purposes). Nevertheless, being (or becoming) environmentally- and 

civically-minded and engaged appears to be equally important, potentially achievable 

through facilitating environmental and civic life-long learning opportunities. 

Acknowledging also factors other than spatial or infrastructural is therefore essential 

when developing policies aimed at changing the ways in which people live their lives, 

e.g., sustainable mobility (Davies et al., 2010).
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It also becom es clear that environm ental action and civic engagem ent are shaped by the 

political-econom ic context o f the contem porary society -  a structural inertia and thus very 

difficult to change. Indeed, changing governm ent’s “resource-efficient and smart, green 

econom y” (DoECLG, 2012a, p .28) rhetoric is beyond the scope o f this research; how ever 

it shapes the context in which both policy instrum ents and also people’s actions develop. 

M oreover, it becom es clear that no one m easure can, on its own, contribute to the radical 

changes needed in order to truly achieve a m ore sustainable city. The issues are com plex 

and require a suite o f integrated approaches rather than a reductionist vision of 

infrastructural m easures or quick technological fixes (Davies and M ullin, 2011, Brand, 

2008). In addition, such approaches need to acknow ledge the vital im portance o f city 

inhabitan ts’ role in co-producing a shared vision  for their city. In relation to sustainable 

m obility, for exam ple, the governance o f decision-m aking processes is argued to be 

essential for the developm ent o f more successful policies (Brand, 2008). Im portantly, 

participation structures (and the city itself) need to be flexible and to allow for inevitable 

changes in people’s lives, thus opening up questions about the sustainability of current 

fixed-term  and highly bureaucratic policy-developm ent m echanism s.

M oreover, besides giving im portant insights into the broader context and factors shaping 

m obility practices, the interviews pointed to the im portance of the ‘city in-betw een’. This 

them e, which refers to how inhabitants experience the city through m ovem ent, is seen to 

offer opportunities for eliciting experiential data -  a principal aim o f the research, which 

will be explored in the follow ing chapter.

5.6 Conclusions

This chapter contextualises the research from  the perspective o f Dublin City dw ellers and 

through the lens o f their m obility practices -  the lens through which the city is analysed. 

The first layer o f the analysis (or o f the city ‘m apping’) was offered by a survey. This 

offered an overview  o f m obility practices o f people w orking or studying in TCD (the 

study base), including their views on interlinked aspects, such as the environm ent and 

public engagem ent. The survey revealed interesting insights in particular about the latter, 

through its open-ended com m ents section. These linked with, and re-enforced, some o f 

the trends noticed in Chapter 3 in relation to public participation in Ireland (e.g., a 

prevalent feeling o f apathy and cynicism  regarding involvem ent in decisions-m aking). 

How ever, in order to explore in more depth some o f the issues raised by the survey,

125



which would not have been possible in the limited format of a questionnaire, the research 

process continued with a series of life-world interviews with some of the survey 

participants. As indicated by the survey, focus was placed on exploring how the city was 

experienced from the perspective of those predominantly using individual modes.

While the survey sets the overall scene of the research from the perspective of the 

respondents, the interviews contribute to the research process in the following ways:

On a broader, ‘bird’s eye’ level, the interviews give important indications regarding how 

mobility practices develop over time. These practices appear to be shaped by various 

interlinked factors, which pose important challenges in relation to the achievement of a 

more sustainable city. Among these factors, individualism, and apathy and cynicism 

regarding public engagement among inhabitants are particularly important. They are 

principally drawn on: the current relationship between city inhabitants and civic leaders; a 

perceived lack of transparency and consideration of social aspects when developing the 

city; and a feeling that people’s involvement is not seriously considered. Thus, while the 

interviews confirm the importance of spatial and infrastructural elements of the city, they 

also reveal the limitations of focusing only on these when seeking to achieve a more 

sustainable city. Doing so is seen to require a coherent vision and actions regarding the 

development of the city, accompanied by integrated policy initiatives and 

implementations, which consider all these interlinked factors and actively involve the 

wider public in decision-making processes.

On an everyday, ‘on-street’ level (i.e. everyday mobility) the interviews indicate that, 

besides spatial aspects of the city, inhabitants’ experiences and perceptions are 

significantly connected with their mobility practices -  in terms of routes and modes, and 

also residential locations. While reconfirming the importance for decision-makers to have 

knowledge of inhabitants’ experiences of the city, this also indicates a useful area of focus 

for the research in view of addressing its aim to elicit experiential data. This is 

represented by the ‘city in-between’, which refers to how inhabitants experience the city 

through the lens of everyday movement. Focusing on everyday movement in its spatial- 

experiential context (i.e. as it takes place) offers opportunities for exploring ways of 

eliciting data on inhabitants’ experiences of the city and movement through it. The 

following chapter takes forward this research avenue by employing a hybrid diary study 

and enriches the city map layers with the addition of an ‘on-street view ’.
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6. ... to(wards) an ‘on street’ view®̂

“Their story begins on ground level, with footsteps. They are a inyriad, but do not com pose a series. 

They cannot be counted because each unit has a qualitative character: a style o f tactile apprehension 

and kinaesthetic appropriation. Their swarming mass is an innum erable collection o f singularities. 

Their intertwined paths give their shape to spaces. They weave places together.”

Michel de Certeau, Walking in the City, 1984

Jackson Pollock, Autumn Rhythm, 1950^''

6.1 Introduction

This chapter follows on the insights obtained during the interviewing stage and focuses on 

the spatial-experiential context o f inhabitants’ everyday movement through the city -  the 

‘city in-between’. The city is now ‘mapped’ from an on-street perspective by conducting 

a hybrid diary study, which combines self-GPS-tracking, self-directed photography and 

text. The diary is designed to be a reportage  o f the participants’ week with the focus on

Sections of this chapter were presented at Local and Mobile: linking mobilities, mobile communication  

and locative media -  the 3rd joint international conference o f the Pan-Am erican M obilities Network and the 

Cosm obilities Network, 16-18 M arch 2012, NC State University, Raleigh, North Carolina.

Jackson Pollock illustrates the techniques of ‘action’ painting, the canvas representing a place where the 

act o f painting is recorded. ‘A ction’ concepts were introduced in architecture by Lawrence Halprin, through 

a focus on spatial and creative processes. In addition, a link with situationist approaches can be noted, e.g. 

London railway network and Paris M etro maps included in Debord and Jo rn ’s M emoires (1959) remind 

visually of the psycho-emotional m eanderings which guided Pollock’s drips (Sadler, 1998). H alprin’s 

creative process and situationist practices inspired the design o f the spatial experim ents, which expanded 

the diary study presented here (discussed in Chapter 7).
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their everyday interactions with the city through movement and it explores ways of 

eliciting experiential data. The first part of the chapter offers examples of types of data 

accessed by conducting the diary study. The second part of the chapter presents insights 

from the post-diary discussions held with the participants, which focused on maps 

developed from their GPS traces. In view of developing a tool for engagement, these 

discussions and some of the aspects of the GPS-based maps indicate the potential offered 

by expanding the diary-making process. The chapter concludes by suggesting a possible 

way of opening up this process, which is taken forward in the next chapter.

6.2 Uncovering the ‘city in-between’

The research stage described in this chapter uses a hybrid diary study, which enriches the 

life-world interviews in the ethnographies of mobilities and the map of the city with an 

‘on-street’ view. This hybrid participatory method of enquiry (including its aesthetic 

representations) was explored for its potential to bring the project closer to its aim of 

eliciting and representing experiential data.

As noted in the previous chapter, exploring the ‘city in-between’ in more detail was seen 

to have the potential to offer insights into how people experience the city and their 

everyday movement through it. Besides sketching an ‘on-street’ image o f the city (Lynch, 

1960) from the perspective of the participants, this research stage also aimed to explore 

the meanings the city held for its inhabitants -  how it was experienced, remembered or 

imagined from the understated everyday life perspective of movement between routine 

places (e.g., between home and work). Moreover, it aimed to investigate whether 

stimulating reflection on everyday mobility in its spatial-experiential context (i.e. as it 

takes place) might increase individual awareness of the surrounding city and of how it 

was used. These aims led to the development of a hybrid diary study, which combined 

mobile methods that could trace everyday mobility (i.e. GPS tracking and photography) 

with the reflective aspects of a diary (i.e. written text)^^.

The diaries, recording one full week as chosen by each of the diarists, were kept by eight 

participants who had been involved in the project since its initial stages (i.e. the overview 

survey and the in-depth interviewing stage). The diarists were self-selected among the 

interviewees (i.e. they volunteered to take part), which meant that they typically moved

A description o f  the research design is presented in Chapter 4.
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through the city by individual m odes, i.e. foot, bicycle or car^^; an outline o f their profile 

is offered in Table 4.

Table 4: Profile o f the diarists

Code Main Mode to TCD Gender Age Children Origin

BI34 Bicycle M 25-29 0 Non-national

BISS Bicycle M 35-39 2 National

BI74 Bicycle M 30-35 0 Non-national

BI121 Bicycle M 30-35 0 National

FI6S Foot F 30-35 0 National

FI 168 Foot M 35-39 2 National

Clio Car M 40-49 2 National

CI12 Car F 35-39 - National

The diarists were given a toolkit and a set o f basic requirem ents to follow when keeping 

the diary; details are included in Appendix III (i). The toolkit consisted o f a blank 

notebook, a GPS tracking device and a G PS-enabled digital photographic camera. The 

diary was intended to be a reportage  o f participants’ week (Latham , 2003), with the 

purpose of obtaining a written and visual image o f their daily interactions with the city 

through m ovem ent. The overall requirem ents were: to trace all m ovem ent over a period 

o f a week (including the weekend and days off); to record experiences in the notebook; 

and to take photographs o f any relevant or m eaningful elem ents o f the city. This was 

aim ed at encouraging the participants to reflect on their experiences of m ovem ent and of 

the city while navigating it with the m odes used during the diary week. Inspired by 

B utcher’s study o f D heli’s m etro (2011), the written diary requirem ents included: the tim e 

participants left and returned hom e; purpose o f travel (including activities during the day 

that involved travel); m ode(s) used; and w hether they travelled alone or in com pany. In 

addition, they were asked to include references (written and/or photographic) to any 

landm arks, features, events, or other elem ents that were m eaningful to them. The diarists

Unexpected events, e.g. bicycle punctures and bad weather, impacted on some o f the d iarists’ everyday 

travel; for example, one of the cyclists drove most o f the week, while one of the walkers used mostly the 

bus or was given lifts to and from college. However, this was not considered to be an impediment for the 

study, as such events are not out of the ordinary, and indeed part o f everyday life.
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were encouraged to reflect on how they felt about the places they moved through, e.g., 

where they enjoyed being and why, where they felt unsafe, what features they liked or 

disliked, why they used certain mode(s) and not others.

This basic diary format could be extended wherever the participants felt it was important. 

Thus, the length and detail of the diaries varied (both in their written and also 

photographic elements). They ranged from concise forms, which only provided the basic 

written information, to extended diaries, which included participants’ reflections on the 

effects the diary-keeping had on their city and movement experiences. The diaries were 

therefore analysed using the basic framework provided (i.e. how their authors answered 

these requirements, including anything that was omitted) and continuing with the 

elements that were added by each diarist. In relation to the additional elements, some of 

the main considerations included: the type of information and level of detail; time and 

safety references; moments of increased awareness of features of the city or of authors’ 

experience of it; and reflections made on the effects of keeping the diary. The 

photographs were analysed in parallel with the written diaries. The elements taken into 

consideration were: the subject of the photographs (e.g., landmarks, parks, positive or 

negative features); whether they were mentioned in the written text and how; and whether 

the amount and detail of the photographs took predominance over the written part of the 

diary.

The analysis of the diary study was inspired by Michel de Certeau’s Walking in City 

(1984) and it involved both the diary contents and also the post-diary discussions held 

individually with the participants. During these discussions, the diarists were presented 

with map visualisations of their own contributions (i.e. GPS traces and photographs) and 

also collective findings (i.e. collective GPS-based maps) with the aim of facilitating 

reflection about the journeys recorded (Murray, 2009). The next section focuses on the 

diary contents and presents images of the city as they emerged ‘through the eyes’ of each 

of the diarists. Acknowledging that a full understanding of the experience can never be 

fully grasped nor represented (Jiron, 2008), the intention is to show the types of data that 

can emerge when experiments such as this hybrid diary study are conducted. The insights 

obtained from the post-diary discussions are presented in a subsequent section, which 

focuses on the GPS map visualisations and the effects of the diary-making.
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6.3 Individual mobile cityscapes

An assessm ent o f the diary contents -  the text and photographs particularly -  brought to 

light speed  and time (including their spatial representations) as the predom inant them es 

under which the diary insights could be grouped. These em erged as the main ‘w indow s’ 

or ‘lenses’ through which individual m obile cityscapes took shape as people m oved about 

the city. W hile calling to mind the basic physics equation “distance equals speed 

m ultiplied by tim e”, these them es, discussed below , portray the ‘real’ city -  its physical 

space -  as produced (and understood) through subjective interpretations (e.g., perceptions 

o f tim e and related speed**^).

6.3.1 Speed: space, freedom of movement and subjectivity

Space -  details and  viewpoints

One of the effects o f the speed at which the city is perceived relates to those details o f the 

urban environm ent that people are aware o f -  reflected in d iarists’ photographs and 

accounts. For pedestrians, sm aller scale elem ents becom e significant, such as a m em orial 

stone inserted in the footpath (Figure 7). Cyclists or drivers, usually m oving through the 

city at a higher speed, becom e aware o f larger buildings or features o f the environm ent 

that stand out. W hile the speed at which the city is experienced conditions what elem ents 

o f it becom e visible, the city itself -  those spaces ‘in-betw een’ -  also seem s to encourage 

its inhabitants to navigate it at particular speeds. Thus, m oving at the slow er pace o f a 

pedestrian through spaces generally experienced at the speed o f the car (e.g., a dual

carriagew ay) brings up not only existing elem ents unnoticed before, but also those that 

are m issing. For exam ple, from  the position o f a pedestrian, an old stone arch appears to a 

diarist between new insertions in the cityscape, as a rem inder o f its past (Figure 8). At the 

sam e tim e, the lack o f a designated footpath becom es significant; not only does it 

contribute to feeling unsafe and vulnerable due to the fast m otorised traffic passing by, 

but it also indicates that pedestrians are not w elcom e along that route. As noted in other 

studies, different m obile spaces can evoke different responses (M urray, 2009), while the 

culture o f ‘dw elling-in-the-car’ results in an externalisation o f risks (Urry, 2000).

It was also noted in the previous project stages that the concept o f  ‘distance’ (i.e. space) was mainly 

expressed by the participants through references in terms o f  time -  in turn understood from the perspective 

o f the speed at which the city was experienced (i.e. mode).
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Figure 7: Memorial stone Figure 8: Old stone arch

In close connection with the speed at which the city is perceived, the viewpoints -  heights 

and angles -  further add to the individual images (and understandings) of the city. At one 

end of the spectrum, pedestrians have the flexibility to look up or around them and 

become fully immersed in their surrounds (Figure 9) -  a capability, though, not always 

made use of. At the other end, drivers seem limited not only by the ‘bi-dimensional’ view 

offered by their windscreen, but also by an essential requirement of driving -  that of 

focusing on the surrounding traffic, mostly ahead. Indeed, traffic and its component parts 

-  other cars, traffic lights -  develop into an almost separate(ing) environment from the 

surrounding ‘real’ city. This becomes obvious when a diarist tries to photograph what is 

‘seen’ along his route -  possible only when stopped at traffic lights (Figure 10). Even 

when the camera is transferred to the passenger next to him, the image of the city 

becomes fluid -  features experienced at speed and from angles at which some of them go 

unnoticed (Figure 11). Although a limiting bi-dimensional aspect remains when travelling 

by public transport, other benefits emerge -  particularly, the possibility of passive 

observation of the city in movement and sometimes from a higher viewpoint, e.g., the top 

floor of a double-decker bus or railway bridges (Figure 12).

When dealing with city traffic, cyclists’ experiences appear to resemble those of drivers: 

stopping at traffic lights is also noticed as one of the only moments when snapshots of 

what is around (and not only straight ahead) can be taken. However, a significant 

difference from being in a car becomes apparent when children are the passengers, very 

young ones especially. On a bicycle they can watch the world from a higher viewpoint 

than the usual, having the opportunity to look around and try and make sense of their 

environment -  a very different experience of the city from that filtered by the car, when
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inside of it. Indeed, having to be brought to creche by car instead of by bicycle because of 

a flat tire causes a lot of distress to a diarist’s young daughter, who continues to wear her 

helmet inside the car.

Figure 9: A pedestrian’s view looking up Figure 10: A driver’s view at traffic lights

Figure 11: A car passenger’s view Figure 12: A train passenger’s view

Freedom o f  movement -  the ‘back-door’ city

Besides the speed at which the city is perceived, the varying level of freedom of 

movement associated with different modes is also significant. Pedestrians can generally 

choose the pace at which they prefer to navigate and enjoy the city around them. Not 

having the same constraints of traffic rules that cyclists or drivers need to conform to, 

they have the freedom to take shortcuts or detours according to a much more spontaneous 

decision-making process. For one diarist, changing route in order to avoid waiting at 

traffic lights (or even breaking them when traffic is negotiated on experience) becomes 

part of this process. In turn, navigating the city according to one’s own rules and needs 

brings about the discovery of ‘hidden’ or ‘secret’ spaces and elements of the city, found 

in-between more conventional ones, along established routes through it. What emerges is
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a kind of a ‘back-door’ city, made of laneways, back gates and passageways. This 

becomes part of an array of tools -  or “tactics” (de Certeau, 1984) -  that can be used 

when the ordinary city does not correspond with individual needs; when it is too busy 

with traffic, too time-consuming to follow its regular routes, or simply less exciting and 

impersonal.

Nevertheless, this ‘back-door’ city remains mostly unknown in some areas, avoided or 

depicted with images of crime and danger -  images enhanced (and perpetuated) by cues 

that the conventional city provides to its inhabitants. For one diarist, these cues consisted 

in a juxtaposition of buildings left abandoned and derelict sites together with intrusive 

security and surveillance systems. For him, the presence of metal gates and barbed wire 

fences separating gloomy back lanes from shiny new buildings, although intended to 

protect those inside, appear to have unexpected and opposing consequences. Indeed, they 

seem to enhance perceptions of danger by prompting one to ‘think’ of its threatening 

existence, therefore rejecting potential new passers-by. And yet, through the lens of local 

knowledge, the ‘back-door city’ opens up to those who want to know it. Here, the real 

‘urban feel’ of the city emerges -  a space where different cultures come together and 

where the presence of fresh food markets symbolises for this diarist the very essence of 

everyday life (Figure 13). While this may continue to remain ‘hidden’ in some parts of 

the city, in others the potential future of the ‘back-door’ city is obvious (Figure 14).

Figure 13: Lane with ‘hidden’ markets Figure 14: Lane with independent shops 

Subjectivity -  safety and (mobile) technologies

In addition to these individual ways of using the city developed through local and mobile 

knowledge (i.e. related to everyday movement), other tools also become important for
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how the city is experienced, e.g., technologies such as the mobile phone, the iPod or the 

internet. Contemporary life organised around the mobile phone is found by one diarist to 

be very difficult to negotiate otherwise. Traditional landmarks (Lynch, 1960) lose their 

importance when meetings are agreed ‘on the move’, and the negotiation in space and 

time of complex household decisions is almost impossible without communication via the 

mobile phone. Regarding the iPod, listening to upbeat music encourages one diarist to 

have a faster walking rhythm, while making slower pedestrians a nuisance. In other cases, 

the iPod becomes a means to avoid overhearing others’ conversations and to re-create a 

more familiar (and individualised) environment on public transport. Moreover, listening 

to music while travelling to an unknown part of the city further appears to be part of an 

unconscious desire of refusing to ‘know’ what a priori is considered by a diarist to be an 

unsafe area. Also the internet (here, Google Maps) helps one diarist to define in advance 

what a ‘safe’ route may be, in order to minimise the possibility of getting lost or entering 

potentially dangerous areas. No photographs are taken in this journey -  perhaps a 

somewhat unconscious decision to ‘forget’ it, as it has “nothing special” (de Certeau, 

1984) or no (positive) memories attached.

In such instances, the use of technology appears to limit the experience of the city to those 

obvious or “proper” parts of it (ibid) -  a stark opposition with the other, ‘back-door’ city. 

However, in some ways similar to how knowledge of the ‘hidden’ city is acquired, issues 

of safety associated with certain areas seem to remain highly subjective. Yet, discovering

the ‘hidden’ parts -  in-between those areas considered ‘safe’ -  can contribute to changes

in perceptions, and sometimes, in how these areas are used. As exemplified by one diarist, 

a former derelict building now hosting independent music studios has had a positive 

impact on the surrounding area, by bringing ‘new ’ people to it.

6.3.2 Time: past, present and future dimensions

Present dimensions -  the personalised city

Experience and knowledge of the city are also connected to time, such as the time of the 

day at which certain routes and elements of the city are experienced. This differentiation 

is important as the city (or parts of it) may not be fully ‘seen’, depending on the time of 

the day people move through it -  time becomes therefore an important addition to the 

speed at which the city in-between is navigated. While some areas might go unnoticed at 

night, others become more meaningful. This is exemplified with views of the docklands,
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which are considered to be more beautiful at night when the lights of the buildings are 

reflected in the river. Indeed, one diarist prefers to walk back home a route that allows her 

to ‘capture’ this image (Figure 15). Besides the image (spatially and temporally situated), 

the means used to view it becomes part of her personalised interpretation of the city, 

receiving its own name: ‘The Bouncy Bridge’. Thus, particular characteristics of the city 

become ‘visible’ only at certain times and remain a ‘secret’ to many: another bridge is 

experienced rotated for maintenance late at night (Figure 16), the photograph capturing it 

in an untypical position.

Figure 15: Night-time view of the docklands Figure 16: Bridge in an untypical position

Yet time also becomes a privilege. This is not only due to a busy work schedule, but also 

because of a need to negotiate multiple activities in time and space, and most importantly, 

considering others in this process -  dependent young children in particular. Finding the 

fastest route back is sometimes more important than taking longer scenic routes, or than 

using slower (and not individual) modes of travel. This connection between the flexibility 

offered by individual modes appears to be a significant consideration, particularly for 

cycling and driving. Both enable the covering of more distance in less time than walking, 

while allowing the making of spontaneous decisions, not (considered) possible by public 

transport. Moreover, the car seems to become a ‘collective’ alternative to the bicycle. 

This is exemplified by one diarist who typically cycles alone during the week (i.e. 

between home and work), but travels predominantly by car at weekends, in the company 

of his family.

These practices of moving faster and independently through the city tend to be connected 

with specific needs, some brought about by personal circumstances (e.g., children, busy 

schedule) or by the city itself (e.g., urban layout, public transport). Nevertheless, once
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developed, they seem  alm ost to lead to a different understanding of the concept o f tim e 

itself -  expanded, m ore flexible and personal. The tem porary condition o f not being able 

to use the mode that enables the specific practice -  a bicycle puncture -  becom es 

significant, particularly if the only available replacem ent is a slow er mode. Thus, the very 

m ode that allowed tim e to expand and enabled the user (practitioner) to negotiate m ore 

activities in tim e and space, causes a feeling o f being ‘out o f tim e’ when unavailable.

Past dimensions -  the city o f  memory

Tim e has further im plications: avoiding travelling through the city (or parts o f it) in rush 

hour traffic; the change in seasons with its consequent duration o f daytim e (i.e. 

daylight/darkness) and the decision not to walk through areas considered unsafe; and also 

the m em ory o f “what used to be here” . Layers o f history are em bedded in the urban fabric 

and the juxtaposition o f new and old buildings, or the presence o f solitary fragm ents of 

the past (Figure 7), mark the passing o f tim e through the city. W hile these form tangible 

and visible parts o f the c ity ’s past, m em ories o f things that used to be -  spaces, buildings, 

activities -  continue to exist because they are represented by m em orial stones, plaques 

and statues or, im portantly, because they are still rem em bered.

Such m em ories o f the local area and its surroundings are particularly powerful for one of 

the diarists. Having always lived in the same area, he rem em bers the changes through 

which squares, buildings and even the local com m unity have gone through over time 

(Figure 17). His personal interest in historic buildings m akes him  aware of specific 

architectural form s and som etim es resentful o f new additions to the city. This interest 

extends to the activities that used to take place and which had strong links with the local 

com m unity. W hile som e elem ents o f this past life still exist, for exam ple incorporated 

into new or redeveloped building com plexes, others com e to life through his words. 

Indeed, even the photographs at tim es would not be able to explain these mem ories: only 

he m ight know that under an ordinary asphalt-covered road there once were railway 

tracks leading to an old distillery building, which gives its name to an entire 

neighbourhood (Figure 18). These pockets o f know ledge and m em ory em erge as splashes 

o f colour on what otherw ise could rem ain a rather grey and soulless environm ent -  a 

characteristic o f some ‘in-betw een’ parts o f the city.
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Figure 17: Former local shops Figure 18: Road to a former distillery

Future dimensions -  the poten tia l city, beauty and life course

Besides this city of memory, a city of potential (future) seems to coexist. Elements of the 

city’s past -  now unused or in decay -  represent a rich source of inspiration for one diarist 

precisely because of their condition. On the one hand reminding him of a post-industrial 

city, these buildings and spaces represent for him a ‘point zero’, a moment at a standstill 

in time, from which nothing but growth -  or creation -  is possible. This in-between state 

is further amplified by the juxtaposition of old, derelict, buildings and new, shiny, 

additions to the city -  characteristic of areas such as the redeveloped docklands (Figure 

19). Nevertheless, the diarist acknowledges that the elements that he finds inspiring in 

these parts of the city, such as broken windows or barbed wire fences, are not what would 

usually be considered ‘beautiful’. When thinking about having children, these features 

(and the areas where they can be found) are not seen to present the same level of ‘beauty’, 

being replaced by images of more space and nature found in wealthier suburbs (Figure

20).

Figure 19: Old/new juxtapositions Figure 20; Park in a wealthier suburb
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Thus, even if not explicitly in the diaries, tim e appears to have another significant role in 

how the city is seen, inhabited and used, as it takes the broader dim ension o f lifecourse. 

The im portance o f this ‘scale’ o f tim e em erged during the interview ing stage, e.g., in the 

relationship betw een tim e in life, changing priorities and residential location. 

N evertheless, the diaries offer a more nuanced perspective through the addition of 

‘sm aller’ scales o f tim e (e.g., tim e of day) and also through the ‘visualisation’ of 

m em ories and im agined futures offered by d iarists’ photographs and com m ents. Rather 

than being fixed, individual im ages o f the city em erge therefore to be dynam ic and 

inevitably linked to inhabitants’ own ‘lenses’ -  in turn, influenced by life stage. Indeed, it 

has been noted that responses to stimuli o f everyday life are not only based on the 

im m ediate surroundings, but also on personal experiences throughout the lifecourse 

(M urray, 2009). For exam ple, with the arrival o f children the city com m ences to be seen 

through their eyes and features such as playgrounds are added to the evolving ‘mental 

m ap’. U nexpectedly, this becam e even m ore evident when the task of taking photographs 

was tem porarily transferred to a d iarist’s daughter, as she was driving. A lthough som e of 

the photographs were prom pted, the elem ents captured offer a glim pse o f what the city 

m ight mean for a 13-year-old -  albeit experienced from  the car. Besides parks and the 

sea, features such as graffiti, a ferris wheel, a sign indicating a toy show and an unusually- 

shaped building becom e part o f the ch ild ’s universe and its representations in the urban 

environm ent (Figures 21&22).

Figure 21: Ferris wheel Figure 22: An unusually-shaped building

W hile som e of these personal landm arks may be found ‘locally’ (e.g., near one’s hom e), 

m any o f them are encountered elsewhere, along people’s daily routes through the city. At 

times, these routes -  or in-between spaces -  seem  to becom e m ore im portant than the 

local (e.g., residential) areas them selves, what is ‘local’ being linked to peop le’s spatial
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mobility through the city (e.g., home locations). Yet, sometimes the ‘mobile’ -  the ‘in- 

between’ -  remams somewhat constant over time, for example as sections of routes 

between locations of routine activity (e.g., work/home). In such cases, de Certeau’s 

concept of “nothing special” (1984) appears to extend to local areas, while the ‘in- 

between’ has its own significance, as it forms part of individual memory and experience 

of the city through time.

6.4 Representations of mobilities and urban awareness

The ‘in-between’ emerged during the post-diary discussions as mostly an unconscious 

element of people’s interactions with the city through movement -  something routinely 

experienced but rarely consciously considered. This reflects its inextricable links with 

everyday life practices, which are acknowledged to be rarely consciously rationalised, if 

at all (Brown and Spinney, 2010). When the same routes are taken every day -  

particularly when constrained by the rules of the road -  there is a tendency to go on ‘auto

pilot’, as noted by one diarist. The city around thus slowly disappears into the background 

of traffic and at the speed at which one goes about his/her everyday business.

However, soliciting photographic and written references of diarists’ interactions with the 

city appeared to increase their awareness of the surrounding environment and of their 

movement through it. This level of awareness varied, from taking more notice of their 

routes and questioning their route choices, to remembering what they used to know about 

the areas they went through (and how they got to know them). A significant example is 

that of a diarist (a driver) realizing that one could not “see the city while driving through 

it”, what he knew about the city being mainly from the times he walked or took public 

transport. This realisation was enhanced by the difficulty experienced by drivers (and also 

by cyclists) when wanting to take photographs -  something not envisaged, or considered 

much easier, when they agreed to contribute to the diary study.

The act of taking photographs emerged to have an important role in the awareness-raising 

process. For one diarist, this brought about an increased sensitivity to what was being 

captured. The camera seemed to focus her attention in particular ways (Latham and 

McCormack, 2007) -  specifically, to what she saw as being unpleasant traces of human 

interactions with their environment (i.e. vomit, litter, ‘ugly’ buildings), which were 

consequently avoided in the photographs. Instead, she seemed to try and capture through 

the lens of the camera only what she considered to contribute to a positive image of the
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city that she would like to show to those new to it. The act of taking photographs further 

prompted memories, e.g., of what was there in the past or of imagined futures. Yet, a 

photograph became a memory itself as soon as it was captured, reminding the diarist of 

the meaning of what was immortalised but also bringing up memories of the day in which 

it was taken -  a way of re-engaging the diarists with the city through memory (ibid).

However, trying to photograph those elements of the city considered important in 

everyday life made some diarists realize that a photograph could not fully communicate 

the meaning these places held for them -  experiences, feelings, knowledge. This 

emphasises the more-than-representational dimensions of experience (Lorimer, 2005), 

which fall outside of systems of meaning and signification (Bissell, 2010). In such 

instances, photographs became artefacts, which opened up conversations during the post

diary discussions (Latham and McCormack, 2009). Thus even if not capable alone to 

express the original intention of their author, they offered a starting point from which a 

multi-layered image of the city started to take shape -  also helped by other, non-visual 

means, e.g., narratives.

The map visualizations of the GPS traces brought about various meanings for the diarists 

-  sometimes they were seen as inaccurate geographic projections of their routes, but also 

to form shapes with metaphorical meanings (Figure 23). Besides writing a city’s “text” 

(de Certeau, 1984), city inhabitants collectively ‘draw’ its image with their movement. 

However, while the text remains mostly unknown to those who write it, the GPS-based 

maps, even if occasionally rather messy in appearance, offered a glimpse into what these 

images looked like (Figure 24). Thus, in addition to the photographs, GPS-based maps 

became important artefacts and arguably “non-representational participants” (Latham and 

McCormack, 2009), which further enriched the post-diary discussions. Indeed, while 

maps have been argued to immobilise and take away from the movements and flows of 

everyday life (de Certeau, 1984), they have also proven to represent an effective tool for 

prompting narratives and memories of mobile practices (Lashua and Cohen, 2010).
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Figure 23; Traces ‘shaped’ as a car

Figure 24: D iarists’ collective traces (each diarist is represented in a different colour)

Zooming in, individual traces through the city appeared thicker or thinner at times, 

according to the intensity of usage of the routes. Moreover, some were clear and precise 

imprints onto the city, while others resembled spider webs to their authors. Although a 

technical explanation is that of poor GPS signal experienced in built-up areas, the visual 

representations of the raw GPS data seemed to symbolise the very ways in which the city 

was used by those whose movement they traced. Some indicated precise purposes, such 

as that of getting quickly and efficiently between home and work; others seemed to show
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a more spontaneous interaction with the city (Figure 25). Moreover, the map 

representations exposed those areas that remained unused, unlcnown or even avoided by 

their authors. Indeed, this ‘city in-between’ -  those parts of it used on an everyday basis -  

was seen by a diarist to ‘colour’ his overall impression of the city. This seemed to be 

symbolised by the formation of ‘grey’ areas (Figure 26) -  some avoided (e.g., inner city 

during non-working days), or becoming spaces of fast movement through (e.g., car).

Figure 25: ‘Spontaneous’ urban interactions
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Figure 26: One diarist’s week-time (blue) / weekend (orange) movements
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The spatial extent of the individual traces showed how much or how little of the city the 

diarists used, at least during the diary week. This came as a revelation at times, for 

example a diarist noting that the remembered (cognitive) map of the routes was smaller 

than the actual distances covered. What he remembered were the shorter routes taken on 

foot, e.g., between college and the place where he got a lift home by car. At the same 

time, places perceived to be further away but accessed only rarely, were noticed by 

another diarist to be closer when visualised on the map in the context of other daily 

routes. Thus, both the ways in which routes were experienced -  mode, speed -  and also 

the repetition of the same everyday routes seemed to affect diarists’ subjective 

interpretations of them, in terms of time and space. In this process, the image of the city 

itself appeared to shrink around these routes, while what was left out became further 

away, through time (memory) and (perceived) space. Yet, it can be argued that GPS- 

based maps have the potential to “alert people to their imprisonment by routine” (Sadler, 

1998, p.94). Calling to mind Debord’s observation regarding a chart plotting the 

movements of a Parisian student, they could become “modern poetry, capable of 

provoking keen emotional reactions -  in this [the student’s] case, that it is possible to live 

like that” (Guy Debord, cited in ibid, p.94).

Besides observations related to their perceptions and memories of distance, the speed and 

time visualizations offered diarists additional insights into their usage of the city (Figures 

27&28). These visualisations projected a dynamic interpretation of their traces -  

something they had not considered previously. In the speed maps, they could see (or 

remember) their spatial progression through the city, e.g., traffic lights or rush hour 

traffic, quiet scenic streets where one can ‘daydream’ and cycle more slowly, or roads 

going through places with “nothing special” (de Certeau, 1984) which encouraged fast 

transit (Figure 27). The time maps enhanced these spatial progressions (Figure 28). The 

temporal progressions tended to be associated with the various activities (and their 

locations) included in diarists’ daily routines, while any unusual ‘diversion’ was quickly 

noticed and questioned as an ‘untypical’ event. That showed that although the diary week 

(in terms of duration and choice) might not have been necessarily considered ‘typical’, it 

actually offered a snapshot of the diarists’ everyday life -  by its very essence spontaneous 

and changeable. Moreover, it also emphasizes the need for the city to be understood “as a 

temporal system, characterized by both transitory and enduring ‘spatial events’” (Sant,

2006, p.6).
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Figure 27: Exam ple o f speed maps indicating the different speeds at which one diarist 

moved through the city during the diary w eek (e.g., h igher speed along dual carriage

ways and slow er m ovem ent in the inner city area)
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Figure 28: Exam ple o f tim e m aps indicating the different tim es at which one diarist 

m oved through the city during the diary w eek (e.g., betw een hom e and w ork early in the 

morning)

Im portant observations further em erged when discussing individual traces in the context 

of those o f the other d iarists’. For exam ple, seeing com m on sections o f routes suggested
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to one diarist that these spaces belonged to a ‘community on the move’. Rather than 

communities of specific users, e.g., ‘cyclists’, this conceptualisation of in-between spaces 

opened up to include various mode users and consequently different speeds at which these 

spaces were perceived. Moreover, for some diarists it became tangible, through 

visualising this overlapping, that their everyday routes were indeed shared with others -  

now, in some ways, closer to them. Certain arteries became thicker with multiple traces 

passing through -  an indication that they represented (even if not always in practice) 

important urban spaces (Figure 29).

The addition of photographs onto the GPS traces offered participants a ‘window’ into 

other diarists’ views of the city -  perceptions and knowledge of common routes, but also 

of unfamiliar places. Visualising multiple photographic interpretations and viewpoints, 

together with accounts based on discussions with their authors, indicated that the same 

space may be seen, known and used very differently by different people. One diarist 

realized that he might take the same route every day without properly getting to know it 

or its resources, including those of the adjacent areas (for example Figure 30 shows a park 

that was unknown to him, even if he lived nearby). Learning about them from others’ 

experiences was found to increase one’s awareness of their surroundings through added 

knowledge, and potentially make certain trips to further but ‘known’ places unnecessary. 

Indeed, unfamiliar places are considered to become more familiar through the presence 

and experience of others (e.g., Whyte, 2001, Gordon and de Silva, 2011).

Figure 29: Overlapping routes (each diarist is represented with a different colour)
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Figure 30: Park ‘unknown’ to one participant

As this section has shown, the diary task seemed generally to lead to a heightened 

awareness of participants’ surroundings and of their movement through the city. While 

for some this was experienced only during the diary week, for others it continued after the 

diary was completed. In one instance, the diary became a trigger that brought memories 

back to life -  about spaces, buildings and people. For another diarist, the effect involved 

taking more notice of her surroundings, especially of those features omitted during the 

diary week although meaningful for her impressions of the city. Furthermore, she became 

more aware of the effects her travel had on her children -  specifically, the differences in 

their experience of their surroundings when brought by car rather than by bicycle. Thus, 

pointing to features of the city while passing by them at the speed (and from the enclosed 

environment) of the car was found to have a very different impact (and not as positive) 

than when the same feature was experienced from a bicycle.

Acknowledging the small scale of the study, these findings give an example of how 

experiments such as this hybrid diary study and their effects may impact those involved -  

directly or indirectly. Moreover, it portrays a city made of a mosaic of different 

interpretations and understandings of its environment -  a ‘real’, ‘on-street’ depiction of 

what the image o f the city looks (and feels) like for its inhabitants.

6.5 Towards a tool for engagement

The diary study could be seen as a celebration of differences -  the diverse ways in which

the city was experienced by its dwellers. In this process, the ‘city in-between’ started to

emerge as a multi-layered, complex and dynamic entity, continuously evolving from the

mobile subjectivities of its inhabitants -  “collection of singularities” and their
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“intertwined paths” (de Certeau, 1984, p.97) -  and constitutive of their spatial practices. 

Moreover, the study reconfirmed that cities and built urban environments are never fixed 

but continually on the move (Lashua and Cohen, 2010) -  they “come alive” only when 

experienced through movement (Halprin, 1972, p. 193).

Besides depicting visual and written images of the diarists’ subjective interpretations of 

the city, this hybrid diary method was also assessed for its potential to encourage 

reflection on participants’ everyday interactions with the city through movement. Without 

offering the naturalistic accounts achieved with video technology (Brown and Spinney, 

2010), solicited photography enabled contemplation and reflection on everyday aspects of 

the city. In the study presented here, this took place ‘on-the-move’ through the lens of the 

camera, which brought about an increased sensitivity to what was being captured.

Additional insights into the potential of the diary method to encourage reflection emerged 

through viewing and discussing with the diarists the map visualisations of their GPS 

traces. This highlighted the qualitative value of GPS-based maps, which, besides 

photographs, emerged as further images involved in “the non-representational processes 

of thinking-space” (Latham and McCormack, 2009, p. 253). Their aesthetics can elicit 

conversations and potentially affect discourse, for example about how the city is designed 

and used (e.g.. Wood, 2010). In this study, the GPS-based maps took the role of mental 

maps for eliciting discussions and reflection, both as individual and also as collective 

maps. Moreover, GPS-based maps reflect a process that is collaborative (between 

researcher and participants) and participatory (requiring participation in order to be 

‘traced’). Methodologically, these characteristics complement those of solicited diaries 

and self-directed photography, which have been found by others to enhance participation 

and promote participant empowerment in the research process (e.g., Milligan et al., 2005, 

Bijoux and Myers, 2006, Meth and McClymont, 2009, Myers, 2010).

Although the diaries were developed as small-scale individual experiments, the post-diary 

discussions pointed to the value of expanding the diary-making process through 

experiments that bring together those who take part. This could indicate how gathering 

and representing experiential data in a collective way might inform a tool for engagement 

between city inhabitants and city decision-makers. One way of doing so is by using tools 

now pervasive in contemporary society (e.g., locative technology and online mapping 

tools, which allow collaboration among users) as a ‘space’ where urban knowledge and
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experiences are creatively and collectively ‘m obilised’. Rather than ju st passing through 

the city, new conversations with it could be started, while the act o f passing through and 

its experience can be ‘rem em bered’ by using these technologies. Then, “in our encounters 

with space, we m ight find more than our w ay” -  “alternative spatialities” (Dourish, 2006, 

p. 305-306), but also tem poralities offering the opportunity “to experience the urban 

landscape in new w ays” (Sant, 2006, p. 6). Rather than losing individuality, such 

experim ents could m axim ise diversity (H irsch, 2011) and offer opportunities for 

enhancing individual experience and awareness o f the city.

M obile technology offers opportunities for enhancing the experience o f space -  it creates 

an “augm ented space” (M anovich, 2006). H ow ever, it is also im portant to com plem ent 

technology with reflective m ethods (e.g., photography, written diary) and/or spaces for 

reflection (e.g., m ap-based discussions) in order to ‘provoke’ this enhanced awareness. 

This is particular significant in relation to habitual journeys, e.g., betw een hom e and 

work. A need therefore arises for exploring ways o f breaking or interrupting the routine of 

everyday m ovem ent, which tends to make us m ove about the city on ‘auto-pilo t’. This is 

necessary in order for those aspects usually taken for granted (e.g., experiences em bedded 

in everyday practice) to com e to the surface and be expressed.

6.6 Conclusions

This chapter focused on everyday m ovem ent in its spatial-experiential context -  

specifically, on the ‘city in-betw een’. The hybrid diary m ethod em ployed for exploring 

the city in-betw een was presented; it com bined self G PS-tracking, self-directed 

photography and text. The study aim ed to encourage reflection on everyday m ovem ent 

through the use o f written diary entries and also through photography, by interrupting 

habitual m ovem ent to take snapshots o f m eaningful features o f the city. From  this 

perspective, the diary study can also be considered an intervention, which deliberately 

aim ed to disturb and challenge the usual ways the diarists interacted with the city.

This study contributes to the research process in tw o main ways;

Firstly, it shows a city m ade o f a m osaic o f different interpretations and m eanings, where 

the ‘rea l’ city and its spaces are produced and understood through subjective 

interpretations. It also shows that the city is not static, but rather, dynam ic and 

experienced by its inhabitants’ through m obile (and evolving) lenses, such as speed  and
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time. These considerations are important for a better understanding of how the city and 

movement through it are experienced by its inhabitants, which may differ from the views 

of planners and policy-makers. Complementing existing quantitative, technical data (e.g., 

traffic counts) with inhabitants’ experiential data -  or bringing together inhabitants’ 

tactics and decision-makers’ strategies through interactive processes that allow peer-to- 

peer learning -  has the potential to open up new ideas about how more relevant (and 

possibly more sustainable) urban policies could be developed. The platform proposed in 

Chapter 8 takes this further by illustrating how it might be achieved.

Secondly, the diary-making emerges as an awareness-raising process for those who took 

part, resulting in a heightened awareness of participants’ surroundings and their 

movement through the city (even if only temporarily for some). The experiment 

reconfirms that besides concrete, rational factors, such as getting from A to B, people’s 

movement through the city is also significantly affected by experiences embedded in 

everyday practice -  hence difficult to be consciously rationalised or recognized. Taking 

part in the diary study facilitated some of these experiences and related aspects of the city 

to be noted and expressed by the diarists (e.g., by taking photographs). The GPS-based 

maps further contributed to this process of enhanced awareness by eliciting discussion 

and reflection, which emphasises the qualitative value of these representations. For 

example, when showing individual traces in the context of those of the other diarists, the 

maps made participants more aware about their own use and knowledge of the city.

The diary study indicated therefore how experiential data could be elicited; it gave 

examples of the kinds of data that might come to the surface in this process and ways of 

representing them. It also showed the importance of reflective methods (e.g., 

photography, diary) and spaces for reflection (e.g., map-based discussions) to 

complement the use of technology when aiming to access such data. Moreover, it 

indicated that collective representations of experiential data could challenge the ways one 

typically moves about and experiences the city by facilitating a sharing of knowledge. 

These considerations suggested that expanding the diary-making process to a wider 

audience, which brings together those taking part, could be a valuable step in the research 

process. Tools now pervasive (e.g., locative technology and collaborative online mapping 

tools) have the potential to enable this -  a concept that the spatial experiments inspired by 

the diary process and discussed in the next chapter take further.
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7. Spatial experiments^*^

“Space is to design  what m ovem en t is to dance or sound is to m usic. L ike m ov em en t sp a ce  is 

som etiiing  that w e use ev ery  day in all our ac tiv ities  . . .  w a lk in g  dow n the street, o p en in g  a door, 

laying dow n , sitting up etc. Our task (...)  is to first b eco m e  c o n sc io u s ly  aware o f  space so  that w e  

m ay experim en t w ith w ays o f  con tro llin g  it."

A nna H alprin. ‘V isual D e s ig n  a n d  D a n ce :  An O u tl ine  o f  a  C o u rse  g iven  in N e w  H a m p s h ire  a t  

M e t t ie r  F arm  S t u d io ’. 2 5  June 194 3

7.1 Introduction

The spatial experiments discussed in this chapter were undertaken in two stages with the 

aim to explore the potential of locative technology and online mapping tools to open up 

the diary process. The first stage consists in a series of urban awareness experiments, 

while the second stage involves an experiment employing existing technologies (i.e. a 

trip-recording mobile application and a collaborative online mapping platform). The 

description of these two experimental stages is followed by a summary of the feedback 

obtained from the participants, which will inform the platform for engagement put 

forward in the next chapter. The chapter also discusses some of the broader implications 

of the urban awareness experiments, beyond their technological aspects.

7.2 Experiments for a digital prototype

The diary study and the map visualisations of participants’ movement, photographs and 

comments, led to the conceptualization of a city drawn by inhabitants’ movement (i.e. 

GPS tracks) and coloured by how each person experiences it (i.e. photographs and 

comments). Figure 31 illustrates how the concentration of inhabitants’ traces indicates the 

routes most used (termed here as lines o f desire), while the concentration of photographs 

and comments indicates areas of interest for the users (termed here as energy points). The 

intended tool for engagement will build upon such map visualisations. The spatial 

experiments presented in this chapter investigated ways of achieving this, by using 

locative media and collaborative online mapping tools.

S ec tio n s o f  this chapter w ere presented at G o v ern in g  M o b i l i t ie s  -  jo in t co n feren ce  o f  M o b ilite s  S p atia les  

et F lu id ite  S o c ia le  (M S F S ) and the C o s in o b ilitie s  N etw ork , 3 0  O ctober - 1 N o v em b er  2 0 1 2 , EPFL , 

L ausanne, Sw itzerland .
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Figure 31: ‘Lines of desire’ and ‘energy points’ (concept based on the diary study)

7.2.1 Urban awareness experiments and digital prototyping

The first stage of the spatial experiments was aimed at making the transition between the 

insights of the diary study, and the extended use of online and mobile technologies. It 

focused on ways of gathering and visualising experiential aspects of the city and 

movement through it, and on representing them in a collective way (i.e. a map-based 

digital prototype). This was approached by developing ‘real-world’, spatial, experiments 

(i.e. taking place in a physical area of the city) and by exploring how their features could 

be transposed into a digital environment. The experimental stage was undertaken during a 

two-week workshop -  Interactivos?’ 12 Dublin, part of Dublin Hack the City Exhibition^^.

GPS-tracking was explored in these experiments as a collaborative, participatory and 

creative medium, which could make visible the movement-space relationship, while 

representing an interventionist form of raising awareness of how the city was designed, 

used and governed. In addition, photographs and text were employed as further ways of 

raising awareness and also for opening up questions and conversations about current and

The workshop was organized as an open call by Science Gallery (Dublin) together with MediaLab Prado 

(Madrid); http://sciencegallery.com /interactivos. This stage o f  the research was one o f  the six projects 

selected to participate. The workshop collaborators were; Kathryn Maguire, Gabriela Avram, Christine 

Gates, Eulalia Guiu, A lessio  Chierico, Tim  Redfern and Max Kazemzadeh.
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potential uses of space. However, while the diary study focused on participants’ everyday 

movement through the city (i.e. habitual routes and modes) the workshop explored 

‘alternative’ ways of experiencing the city. This was seen to contribute to a better 

understanding of how experiential aspects of the city, and movement through it, might be 

elicited.

In order to increase participants’ awareness of the urban environment, it was considered 

important to explore new and stimulating ways of experiencing city’s spaces and 

movement through them. For this purpose, this stage was conceived as a series of urban 

awareness experiments. Moreover, a specific central area of the city was selected in order 

to focus the experiment and also participants’ contributions (i.e. their traces, photographs 

and comments). The selected area is shown in Figure 32; it was centred on the location of 

the workshop and it was delimited by the river Liffey, the south docklands, and two main 

arteries through the city. The area includes a diversity of uses, activities and movement 

flows, which were considered to make it an interesting location for the experiments. For 

example, it contains TCD main campus (the study base for this research); a section of the 

redeveloped docklands; social housing; and multinational technology companies. 

Moreover, it is sufficiently large to allow different routes, but also relatively small so that 

it could be covered on foot.

Figure 32: Selected area (the red dot indicates the workshop location)
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A significant source of inspiration when developing these urban awareness experiments 

was Lawrence (and Anna^'^) Halprin’s participatory and collaborative Take Part process 

(Halprin and Burns, 1974). This was developed as a method of involving citizens in 

creative and collaborative decisions about the future of their communities. It aimed to 

facilitate citizen-formulated decisions for a more egalitarian design process, by enhancing 

people’s creativity and awareness of their environment (Merriman, 2010). Of particular 

interest when designing the experiments presented here was the ‘City m ap’, which was 

prototyped during the interdisciplinary ‘Experiments in the Environment’ workshops of 

1966 and 1968. The participants were given a printed map, designed as a choreographical 

score, which indicated the route, mode (usually foot), stops along the way, time between 

places and activities to be performed. The aim was to stimulate direct interaction with the 

environment and enhanced awareness, through isolating the senses (e.g., smells, textures, 

sounds), observing surrounding movement, noting encounters with others and paying 

attention to one’s feelings. Ultimately, the method aimed at grasping non-representational 

qualities of the environment (ibid). Besides enhancing awareness of the environment, 

these processes were also aimed at developing a “common language” among those taking 

part, which was seen to be necessary in order to make collaborative decisions about the 

future of the community (Halprin and Burns, 1974).

Halprin’s senses-focused process was employed in the experiments discussed here as a 

way to enhance and bring to the surface what may already be experienced, but in an 

unconscious way, in movement through (and interactions with) space. Drawing on the 

‘City m ap’, the urban awareness experiments involved prompts -  ‘scores’ -  aimed at 

bringing forward these experiences, while maximising the amount and diversity of 

contributions. Specifically, the prompts encouraged participants to pay more attention to 

their routes and ‘feel’ them with heightened senses -  that is, to consciously perform the 

acts of moving and being in space, and reflect on these interactions and any potential 

biases. Inspiration was also drawn from situationist practices, e.g., derive (Sadler, 1998, 

Debord, 1958), as ways to interrupt the ‘usual’ -  slow down, and provoke new 

experiences of space, in order to enhance awareness of how the area was used and open 

up opportunities for a better understanding of its qualities, deficiencies and potential.

Anna, a dancer w ho significantly contributed to the experim ental art form o f  postmodern dance, was 

Lawrence Halprin’s w ife and co-creator o f  the R SVP C ycles -  a m ethodology that informed the Take Part 

process.
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Drawing on these sources of inspiration, the experiments involved a series of walks. 

Exploring one’s surroundings on foot was considered to offer an increased level of 

interaction with space, while also allowing spontaneous pauses and changes in direction 

or route. Moreover, walking represents a basic form of experiencing the city, while 

allowing a critical view of the forms of power exerted by rational, technocratic reasoning 

employed in transport and urban planning (de Certeau, 1984). Here, the walks were 

conducted both individually and in groups (i.e. workshop participants and volunteers from 

among the exhibition visitors), and ranged from very open, exploratory derives 

(individual, Figure 33), to guided, stimulus-overloaded pre-determined routes (group. 

Figure 34). Both types of walks were aimed at encouraging new ways of experiencing the 

area by re-engaging participants with space. For example, the stimulus-overloaded walk^' 

included a sequence of choreographed movement and pauses, poetry readings and 

olfactory stimuli -  all aimed at enhancing the sensorial experience of space. Inspired by 

the diary study, the participants tracked their routes (this time using a free GPS-tracking 

app, EveryTrail^“), took photographs of features of interest encountered along the way, 

and made notes (written or voice recorded) of their experiences.

Figure 33 '̂ :̂ Individual explorations Figure 34: Group walks

A further ‘score’ involved the use of vinyl stickers -  a concept inspired by the virtual 

‘dropped pins’, which indicate places of interest on online maps. They were designed 

using a symbol and a colour found in the selected area '̂* (Figure 35). The participants

This was developed with one o f  the workshop collaborators -  Kathryn M aguire, visual artist.

“  http://ww w.everytrail.com /

The photographs that record the workshop process are presented in black and white (sources include the 

workshop participants).

The im age becam e the logo for the workshop prototype and the sym bol inspired its name -  Infm iteCity.
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were given stickers to place around the selected area, in those places they identified to be 

of interest or with potential (e.g., the fence of a derelict site that could become a garden, 

in turn attracting more people in that area). They were asked to photograph the sticker as 

placed by using the tracking app, which allowed it to be geo-tagged, and to add a 

comment to briefly explain their choice. Together with the GPS tracks, these photographs 

and comments were added to the digital prototype developed later in the workshop.

F A C E 0 O O K . C O M / l N F I N I T E C l T Y l  2  

t w i t t e r . c o m / I n f i n i t e C i t y 1 2 Figure 35: Sticker

While the individual walks were more passive in terms of participant engagement (i.e. 

individual route mapping), the group walks had the important characteristic of concluding 

with collective discussions of the individual experiences (i.e. reflection and brainstorming 

sessions). These discussions indicated that, although experienced (and reflected upon) 

individually, the walks offered a common basis for discussing the area, in turn allowing 

the identification of shared views on its challenges and potential (Figures 36&37).

Figure 36: Individual reflection Figure 37: Group brainstorming sessions

Besides an increased awareness of space, walking offered possibilities for interactions 

with others (e.g., residents or people working in the area. Figures 38&39). This brought 

up the importance of opening up communication among various communities and users 

of an area -  communities ‘on the m ove’ and not only ‘of place’, as observed by one of the 

diarists. Sharing personal experience and knowledge with others has the potential to add
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energy to places that may appear uninteresting or even unsafe to them. In turn, this 

process of re-casting “shadows” (de Certeau, 1984) onto places that may remain unknown 

to those who do not use them in their everyday life (or who might not pay attention to 

them), could add new meaning to the city and to the ways in which inhabitants experience 

it. Moreover, an intentional emphasis on senses (e.g., visual, auditory, olfactory) and 

awareness of oneself in space, showed the limitations of our usual (and often hurried) 

interactions with the city, while at the same time opened up new dimensions of how space 

could be thought, experienced and, indeed, mapped.

Figure 38: Conversations with a resident Figure 39: Local artist

As noted previously, although the urban awareness walks took place in a ‘real’, physical 

area of the city, they were explored as de-constructions of potential features (e.g., 

experiential elements) that could be transposed into a digital platform (e.g., technological 

elements). One of the main features transposed into the digital prototype developed 

during the workshop^^ -  an online map -  was the absence of a ‘base-map’. Drawing on 

the diary study, the ‘real’ city was envisaged as ‘draw n’ by inhabitants’ movement (i.e. 

GPS traces) and ‘coloured’ by how each person experienced it (i.e. photographs and notes 

of experiences of routes) (Figure 40). This reminds of Kevin Lynch’s concept of image o f  

the city (1960), which suggests that each person holds a different mental map of the city 

based on how it is experienced. The prototype is conceptualized as a re-drawing of the 

city based on inhabitants’ movement, and it encourages sharing and discussing individual 

experiences and knowledge of the city. By offering a space where individually-created

The digital prototype was developed by digital media artist Tim Redfern using open source code -  

OpenStreetM ap and Leaflet, among others (http://eclectronics.org/infinitecity/).
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maps (i.e. individual mobile cityscapes^^) can be shared and visualised together, a digital 

platform offers opportunities for enriching and expanding individual city images.

Figure 40: Prototype concept

In turn, not being limited any more by one’s own experience through a process of 

learning from each other might increase individual awareness of how the city is used and 

experienced, and open up alternative (and potentially more sustainable) possibilities. 

Among these emerges the possibility of exploring the city unconditioned by the 

cartographic conventions (traditionally authoritarian) of static interpretations of space -  

and with it, a city not defined by Cartesian coordinates but rather by how it is (or could 

be) experienced by its inhabitants. This concept of map allows experiencing the city 

beyond those obvious or “proper” parts of it (de Certeau, 1984), while opening up the 

door to a less-known (and sometimes avoided) ‘back-door’ city (Figures 41&42); the 

concept is introduced in Chapter 6.

Indeed, as noted in the diary study, the use of Google Maps (a ‘base-m ap’) by one diarist 

appeared to limit the possibility of discovery of new areas. However, the drifting 

characteristic of the walks discussed here highlighted additional important issues related 

to ‘public’ space. Rather than belonging to a ‘general’ public, such areas of urban space 

tend to be owned by large institutions (e.g., corporate, governmental or academic) and are

M obile C ityscapes is the title o f  the subsequent experim ental stage.
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subject to rigorous restrictions in term s of their use (Haque, 2007) -  som ething noted in 

this experim ent by some of the participants. This finding illustrates the potential o f the 

urban aw areness experim ents to enhance participants’ awareness regarding the existing 

use and governance o f public space, and also to open up its potential by encouraging 

refection on alternative uses (e.g., the potential garden suggested in Figure 41).

Figure 41: ‘Secret’ potential garden Figure 42: Passage to ‘h idden’ neighbourhood

A lthough the short tim efram e o f the w orkshop allow ed only a basic developm ent o f the 

concepts outlined above, it was considered that the prototype had the potential to initiate a 

tw o-w ay com m unication process among inhabitants and city decision-m akers. Firstly, its 

visual characteristics offer opportunities for creating com m unities o f city inhabitants -  for 

exam ple, those who enjoy w alking or wish to im prove the city for the pedestrian. 

Through the online m ap users can identify, annotate and discuss routes and urban spaces 

that they consider interesting or with unused potential. Secondly, such spaces, which may 

be neglected by form al planning and policy-m aking procedures but are im portant for how 

people move through and experience the city, can be identified (i.e. m ade visible) and 

brought to the attention o f the city council.

In parallel with this w orkshop prototype, which focused on ways o f gathering and 

visualising participants’ data by using existing technology, a m ock-up w ebsite and m obile 

application were also designed (Figures 43& 44 illustrate their m ain features). The aim of 

doing so was to further explore the collective aspect o f the intended tool for engagem ent, 

which is seen to offer opportunities for interaction am ong users. ‘In teractive’ is 

understood here not in the sense o f ‘responsive’ (i.e. pre-program m ed cycles o f call-and- 

response) but as a notion im plying that both input and output (including how the output
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comes about) are affected by the user -  they are actively and iteratively constructed by the 

participants/users (Haque, 2007).

The website concept (Figure 43) allows the addition of individual input together with the 

possibility of other users discussing it (e.g., replying to the input). Depending on the 

interest raised by the initial input and the resulting discussion (seen as collaborative and 

organic ‘output’), the subject (or proposal) can take a priority position in the overall 

conversation unfolding through the website (e.g., Twitter’s ‘now trending’ feature). The 

inputs and discussions can also be shared through other social media channels, e.g., 

Facebook, which offer opportunities for reaching a wider audience.

While the website represents the collective ‘site’ of the conversations, the mobile app 

concept draws on the value of sharing knowledge and experiences among users while ‘on 

the m ove’. On the one hand, this allows recording a route that one enjoys, but that might 

not be commonly known including some of its features -  for example, a back lane known 

to graffiti artists and local residents but not to other city inhabitants, who might take a 

busier near-by route, as indicated by the multiple over-lapping traces (Figure 44). On the 

other hand, the app concept has the potential to alert users of things of interests around 

their location (i.e. triggered by GPS sensors of their smartphone), which can make their 

travel more interesting and enhance their awareness of their surroundings. Importantly, 

the content is user-generated and the technology is used as a way of encouraging a re

discovery and re-engagement with the city (as opposed to passive participation).

♦  O  rfriteatv org C H

I n f in i t e C i t y
D ra w  th e  s tr e e ts  w ith  y o u r  fo o ts te p s , 
a n n o t a t e  a n d  s h a r e .

If f e e ls  a l iv e j j .

CATEGORIES N O W  TRENDING:

E m o tio n s

It f e e ls  a liv e l l . .

Figure 43: W ebsite concept -  themes ‘now trending’ and new input
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Figure 44: M obile app concept -  route tracking, new input and location-based ‘alerts’

7.2.2 Locative media and collaborative mapping platforms

The second experim ental stage took forward some of concepts for a digital prototype 

developed in the previous w orkshop experim ent. The aim  was to investigate how the 

interactive aspect might be achieved in practice, including: the effects o f sharing one’s 

own data; visualising one’s own m ovem ent in the context o f o thers’ traces; and having 

the possibility to com m ent on, and discuss o thers’ input. In order to do this, two existing 

platform s were em ployed -  a trip-recording m obile application (EveryTrail) and a 

collaborative online m apping platform  (Crowdm ap^’). Besides offering ready-to-use tools 

needed to conduct the experim ent, the use o f open source technology (Crow dm ap is a 

sim plified version of Ushahidi^* platform , which is free and open source) was deliberate, 

as it was considered to reflect som e o f the principles of the research. These include the 

notions of sharing with others and o f collaboratively producing the piece o f software, 

which rem ains open for further iterations. In relation to the city, this reflects the concept 

o f a city that is collaboratively and iteratively produced by those who inhabit it.

https://crowdm ap.com /

Ushahidi is a non-profit technology com pany that specializes in developing free and open source 

software for information collection , visualization and interactive mapping, h  was originally developed to 

map reports o f violence in Kenya after the post-election fallout at the beginning o f  2008  

(http://ushahidi.com /).
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EveryTrail, an iPhone and Android app, allows tracing one’s route on a map and 

uploading the GPS files onto its website, on the user’s page; it also allows drawing GPS 

tracks on a map, which is saved as a trail or added to an existing track. Photographs can 

be taken and commented upon en route, or uploaded and commented upon later, through 

the website. Moreover, users can comment and vote on others’ trips and photos, and they 

can create groups and share their trips through Facebook and Twitter. Crowdmap is a 

ready-to-use online mapping platform, which allows users to set up their own projects 

without having to install the platform on a web server, as it is hosted by Ushahidi. Similar 

to EveryTrail, reports can be submitted either through the internet (e.g., web form, email) 

or on-the-go by using the Ushahidi app. It is also possible to send reports (i.e. input from 

participants) as text messages and tweets, to the designated phone number and Twitter 

account respectively; reports can include text, photographs and videos. Moreover, 

Crowdmap allows the creation of categories and sub-categories under which the reports 

can be submitted.

In this second spatial experiment -  entitled Mobile Cityscapes^^ -  a small group of 

participants (i.e. TCD students who volunteered to take part) were asked to track their 

routes through a central area '̂* of the city over a week, take photos and make notes about 

features that were relevant to their experience, and share them with others. The 

participants were encouraged to include both usual routes and modes, but also exploratory 

walks and cycles through new or less known routes (thus combining techniques from the 

diary and workshop experiments). For example, it was suggested that they might get off 

the bus or train few stops before or after their destination and walk the rest of the way or 

go for a walk at lunch time, and try to pay more attention to their surroundings. The 

annotations made using the app could include photographs (e.g., of urban features that 

had positive/negative effects on their experience, elements of interest or with unused 

potential) and text (e.g., comments explaining the photographs and reflections on 

experiences, as enhanced by this form of exploring the city).

The full title o f  the experim ent was: “M obile C ityscapes; Re-drawing Dublin by M apping, Sharing and 

D iscussing Your Routes with Others” .

™ Similar to the first experimental stage, an area o f  the city centre was selected in order to focus the input 

and a llow  for com parison betw een trips.
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In order to contribute, the participants needed to have a sm artphone, install EveryTrail 

app and jo in  M obile Cityscapes group on E veryT rail’s website. W hile initially a 

Facebook group was also intended to be set up, the EveryTrail group becam e the main 

channel o f com m unication, as it allowed com m enting and voting on o thers’ input in a 

sim ilar way with Facebook (thus m inim ising the num ber o f platform s used in the 

experim ent). In parallel with this, a w eb-page was also set up on Crow dm ap, where all the 

input shared on EveryTrail could be visualised collectively, on one map. The participants 

were asked to upload their trips on Everytrail at the end o f each day and look at the trips 

the others had shared (both on EveryTrail and Crowdm ap). It was suggested that they 

reflected on differences or sim ilarities regarding their trips and experiences in the context 

o f the o thers’; new routes (or sections) that they m ight like to try out; and the effects of 

finding out about the o thers’ experiences in relation to their own. A copy of the 

requirem ents is included in A ppendix IV (i).

The lim ited tim e of the experim ent (i.e. one week including the weekend) did not allow 

for deep interaction and extensive com m unication am ong the participants, their 

contributions consisting m ostly in recording and sharing their routes through the city. 

How ever, there was som e dialogue on the EveryTrail group page in relation to features 

such as the speed o f a route (Figure 45) and participants’ personal know ledge about 

particular places. The possibility o f com m enting on other group m em bers’ input (i.e. GPS 

tracks and photographs) in sim ilar ways with other com m only-used social media, such as 

Facebook, proved particularly useful for this. However, EveryTrial only allowed seeing 

one trip at a tim e, which lim ited the opportunities for visual com parison among 

participants’ input. This included both individual and collective input -  participants could 

not see all o f their trips on one map, while the group page contained notifications o f the 

activity o f the group m em bers in the form  of text and links to their pages. Snapshots of 

individual and group pages are included in A ppendix IV (ii).
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Figure 45: Dialogue regarding the speed of a route

On the other hand, the collective maps developed using Crowdmap proved useful for 

visualising together all the input -  the photographs in particular. As there is not direct 

relationship between the two platforms used in this experiment, each component of the 

trips had to be manually added to the collective map by the researcher (something 

facilitated by the small size of the group). Crowdmap is particularly suited for localized 

content, e.g., geo-tagged photographs, and less so for GPS tracks -  while anyone can add 

photographs and comments, the GPS tracks can only be uploaded as static layers by the
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website administrator (Figure 46). This created some delays between the individual and 

the collective visualisations, and it also indicated the need for a more dynamic platform, 

which allows contributors to upload both localized and also continuous data points (i.e. 

GPS traces, including their characteristics, such as speed). Nevertheless, the collective 

map was useful in three main ways: for organising the data into categories (determined by 

the administrator, as they cannot be user-generated); for visualising energy points (e.g., 

concentrations of photographs and/or comments); and for finding out about others’ 

experiences and knowledge, as geo-located near-by one’s own reports. Examples of data 

visualisations can be found in Appendix IV (iii).

^  C ft A' '  :  m obtecilY SC apeslZ .cryw dm ap.com 'l • , S

FCTERS

Boolc.m O p c tao is :

KiSlMlllil Off

^  PtOPLf 
0TM6R lAYBKS

OWVSHI-RUim.lVIZlI

Suit'https /^rriob4eatyKaowiJ,crcwdmap.com/Ngfryi'

Figure 46: Localized input (indicated with red dots) and static GPS layers (each 

participant is represented in a different colour)

7.3 Identifying opportunities for a tool for engagement

Feedback was sought for both of the experimental stages from the participants regarding 

their experiences of taking part and the technologies used. The aim of doing so was to 

identify opportunities for the intended tool for engagement -  the feedback obtained 

informs the engagement platform put forward in the following chapter.

For the first experimental stage, feedback was sought during the reflection and 

brainstorming sessions that followed the group walks, and also during the exhibition that 

concluded the workshop when the digital prototype was presented to visitors. The 

workshop participants tended to enjoy exploring the selected area on foot, and
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discovering and photographing some of its less known features (e.g., a back lane with 

interestmg graffiti works, which was photographed by most of the participants). However, 

some considered that walking and taking less straightforward routes encouraged slowing 

down -  something that people might not be willing (or have time) to do in their daily, 

busy lives. In relation to using the prototype to engage in city decision-making processes, 

exploring an area on foot was seen to be useful for bringing to light its unused potential. 

However, the links with the city council that this implied were considered to possibly 

encourage a focus on negative aspects, and even limit or discourage usage. Regarding the 

technology used, data privacy especially in relation to GPS tracking (even if self

conducted) was seen to potentially deter people from using the app for sharing their 

routes. In turn, this could lead to a passive use of the platform, i.e. using the map without 

contributing to it. Moreover, both the walks as methodology and the technology behind 

the platform concept were seen to target specific user groups, e.g., artists, academics, or 

technology-savvy, which could limit its scope as engagement tool.

Nevertheless, the prototype was positively received by the visitors to the exhibition. Some 

of the features that raised most interest included; GPS self-tracking and map 

visualisations of traces (e.g., as a way to monitor one’s movement through the city over a 

period of time and to develop visual personal histories); the possibility of sharing 

knowledge on places of interest known to oneself but less common to others (e.g., ‘hidden 

city’ or informal history); the opportunity to find out new, ‘quirky’ things about the city 

from others’ personal experience; and improved urban safety through increased footfall 

(e.g., walking as a way to re-appropriate the city for pedestrians; this can be illustrated 

with Saskia Sassen’s park example 2011). Moreover, the open source nature of the 

prototype raised interest among visitors regarding other possible developments and 

applications, including: education tool (e.g., in schools and undergraduate urban studies 

modules, as a way to combine the use of social technology with enhanced spatial 

knowledge); heritage crowdsourcing; rural walking trails; alternative tourist city guides; 

and urban games.

For the second experimental stage, feedback was obtained both online (i.e. a short survey 

on the EveryTrail group page as included in Appendix IV (iv)) and also through face-to- 

face meetings with some of the participants, following the experiment. An initial 

observation refers to the process of recruiting participants; although prizes were offered.
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the interest expressed in participating was low er than expected^'. W hile offering prizes 

for contributions was acknow ledged not to correspond to the principles underlying the 

research (i.e. aim ed at an intrinsic desire o f citizens to im prove their city), these were 

initially seen as a useful prom pt for recruiting participants within a short tim efram e and at 

the end o f the college term. Interestingly, how ever, this did not have the expected 

outcom e, as m ost of the participants noted to have volunteered because they w anted to 

support the project; and indeed, one o f the w inners returned the prize. This, together with 

the significant contributions m ade by the diarists who had been involved in all the

previous research stages, suggests the im portance of engaging participants from  the
1 ')

outset, especially  when the aim  is for deeper participation

M oreover, a certain degree o f apprehension regarding the im plied connection with the 

city council was also noted am ong som e of those who refused to take part in this second 

experim ental stage. This referred principally to an envisaged ‘Big B rother’ form  of 

surveillance, drawn on the requirem ent to track routes through the city. A lthough it was 

em phasised that the volunteers would track them selves (i.e. rather than being tracked) and 

had the freedom  to decide what to share, concerns around data privacy and ownership 

rem ain a significant potential deterrent when using such technologies as part o f a tool for 

engagem ent. These issues were also raised by som e of those who took part and who 

considered that people m ight be unwilling to use the tool if perceived as a crow dsourcing 

platform  (e.g., for the benefit o f the city council or businesses). O ther participants, 

however, considered that the technologies used offered opportunities to city planners and 

policy-m akers to conduct surveys on-the-m ove. These could give them  a more 

com prehensive understanding o f the current state o f the city and also o f its potential (e.g., 

o f an area, space, building), from  the perspective o f city inhabitants.

In addition to its potential use as a tool for engagem ent, some of the participants 

considered that the prototype could serve as a route planner for city inhabitants unfam iliar 

with an area, or for tourists. This could be based on com m ents from  other users who have 

taken trips in the same area, including inform ation on transport m odes (e.g., D ublin bikes.

However, this was not seen as a significant im pediment for conducting the experim ent, as its purpose was 

not to develop  and test a product. Thus, involving a large number o f  participants w as not the aim, but rather 

investigating the effects o f  conducting these experim ents (and o f  opening up questions around them and the 

technologies used).

This is also discussed in Chapter 3 -  particularly the remarks regarding Drimnagh project.
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buses, foot). Moreover, it was seen to offer opportunities for suggesting (and finding out 

about) new places of interest, or activities, that might be unknown even for those living in 

the city, and of particular value for tourists (i.e. a ‘local’s perspective’). Another benefit 

was seen to be the inclusion of statistics on the trips recorded (e.g., speed), which allowed 

monitoring one’s own movements and comparing them with others’ (e.g., who used other 

modes or took alternative routes). In addition, it was noted that making one aware of 

‘quirky’ features along a route (e.g., unusual building details, unknown coffee shops), 

could make the journey more interesting. In turn, this could make it appear shorter, even 

if (perceived as) long. Regarding the technologies used in the experiment, the 

combination of features of technology that many people are accustomed to, e.g., blogging, 

sharing of photos, commenting on friends’ posts, sharing cycling/running statistics on 

sports apps, were seen as positive features. Moreover, by offering the opportunity to 

engage through the internet, some considered that the platform might make people more 

comfortable when interacting with others and potentially increase participation.

7.4 The need for a ‘common language’

While the experiments discussed in this chapter were undertaken with the main aim of 

better defining a tool for engagement, the walks conducted during the first experimental 

stage indicated some of the broader implications of the urban awareness experiments. 

These emerged as valuable ways of re-engaging city inhabitants with the city through 

conscious being in and moving through space. In turn, this is seen to offer opportunities 

for creating a “common language” (Halprin and Burns, 1974) -  a common basis from 

which shared objectives (or vision) for the city can be developed collectively. By being 

part of the process, individuals can bring some of their own dreams and poetry to this 

collective vision (Sarkissian et al., 2010). Moreover, the process of contributing to the 

creation of alternative maps of the city (e.g., experiential and user-generated) is seen to 

empower the inhabitants to take ownership of the city -  for example, of those areas they 

move through in their everyday lives or that are valuable to them.

Such map representations can become artefacts, which have the potential to challenge the 

status quo about how the city is designed, used and governed. As opposed to the ‘smart 

cities’ approach, technology is seen here only as a mediator, part of a process, and not as 

main actor. Indeed, the process of re-engaging the citizens with the city, its environment 

and others, remains essential. Mobile technologies and locative media in particular
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becom e significant for this. It is argued that location-aw are technologies, e.g., 

sm artphone, have m ade everything locatable (Gordon and de Silva, 2011), while they 

have opened up opportunities for new ways o f perceiving and interacting with the urban 

environm ent (Paay et al., 2007). In turn, this offers opportunities for enhancing awareness 

of space -  they create an “augm ented space” (M anovich, 2006), which is represented by 

the physical space over-layered with various m ediated technologies (Thom sen and 

Jensen, 2008).

An im portant elem ent in this re-engagem ent process is to com plem ent technology with 

m ore reflective approaches, in order to bring to the surface those elem ents o f practice that 

m ay otherw ise go unnoticed. A lthough not explored in detail in this research, m indfulness 

practices (e.g., m indfulness m editation) offer opportunities for achieving an enhanced 

awareness; they can also be integrated with contem porary technology (e.g., iPod clips or 

sm artphone apps) and therefore conducted ‘on-the-m ove’. By breaking habitual patterns 

o f life, such practices have the potential to transform  city inhabitants into more reflective 

participants in urban life (Philo et al., 2010). They can enhance aw areness o f oneself in 

space and encourage a m ore positive interaction with the environm ent and others -  

som ething not very different from  the m ethods Lawrence and A nna Halprin experim ented 

with in their workshops. M oreover, incorporating spaces for individual reflection has an 

im portant role in collaborative processes, so that own thoughts can be form ulated 

(Sarkissian et al., 2010) -  this aspect that was noted during the w orkshop group sessions.

The w orkshop also brought up the value o f experim ental approaches and prototyping 

when exploring alternatives to current city decision-m aking m echanism s -  in particular, 

regarding how citizens’ engagem ent m ight be obtained. Such approaches, illustrated here 

by the process o f transposing experiential features o f the walks into a digital prototype, 

are seen to offer ways o f bridging gaps betw een know ledge and practice, while allowing 

iterative processes to take place. In H alprin’s term s, this em phasises the need for 

“ongoingness and process, not sequence and goal a tta inm ent” (Halprin and Burns, 1974, 

p .26, underline in original). At the same tim e, it indicates the need to develop a toolkit of 

interventions that can (re)open conversations with the city and com m unication betw een 

city inhabitants and city decision-m akers -  the prototype presented here exem plifies one 

o f the possible tools.
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Facilitating a ‘common language’ to emerge is an essential part of this toolkit -  not only 

for empowering city mhabitants, but also for engaging civic leaders in creative and 

reflective ways of thinking about the city, which might open up new avenues of thought 

beyond individual biases and perceived limits of action. As illustrated by the diary study 

and the urban awareness experiments, a ‘common language’ can emerge through 

awareness-raising processes and peer-to-peer knowledge-sharing. In these experiments, 

both the act of mapping individual experience, and the visualisations and discussions of 

the collective maps emerged to be important. This suggests that the technologies and the 

forms of representation explored here have the potential to facilitate the emergence of a 

‘common language’ -  a common baseline of knowledge -  also between city inhabitants 

and city decision-makers. In relation to the development of the city, this is essential in 

order to meaningfully discuss and work together towards a shared vision for a sustainable 

city.

7.5 Conclusions

The hybrid diary study discussed in the previous chapter indicated that the research could 

benefit from expanding the diary process through spatial experiments, which brought 

together those taking part. This chapter explored the potential of locative media and 

collaborative online mapping platforms for opening up this process. More specifically, it 

focused on how experiential data could be gathered and represented on a wider scale and 

how this might inform a tool for engagement.

The first experimental stage discussed in this chapter was aimed at making the transition 

between the diary study and a digital prototype. In particular, it looked at ways of 

gathering and visualising experiential aspects of the city and movement through it. 

Drawing on the hybrid diary study, the experiments were aimed at enhancing participants’ 

awareness of their surroundings so that they could take better notice of, capture and 

reflect upon those elements of the environment meaningful to them. In these experiments, 

this was sought on two levels: individually, by encouraging routes other than the usual 

and by using prompts that facilitated a different kind of experience (e.g., slower, 

sensorial); and collectively, by facilitating group discussions on the current and potential 

uses of spaces contained in selected area. The resulting digital prototype, which visualised 

the collective contributions, indicated the value of sharing movement and city experiences 

with others -  both among ordinary users, and also between them and city decision-
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m akers. On the one hand, this has the potential to enrich and expand individual city 

im ages, and open up opportunities for more sustainable alternatives regarding routes or 

m odes. On the other hand, it can m ake visible routes or spaces that are im portant to how 

inhabitants move about and experience the city, but that may be ‘invisib le’ to city 

planners and policy-m akers.

The second experim ental stage took forw ard some o f the concepts for a digital prototype 

developed in the previous experim ents and explored how the prototype could expand into 

a tool for engagem ent. In particular, it focused on the interactive aspects o f the intended 

tool. In order to do this, it em ployed two existing platform s -  a trip-recording app and an 

online m apping platform . Besides offering ready-to-use tools needed to conduct the 

experim ent, the use o f open source technology was deliberate as it was considered to 

reflect some o f the principles o f the research, e.g., sharing with others and collaboration. 

In relation to the city, this reflects the concept o f a city that is collaboratively and 

iteratively produced by those who inhabit it. Despite their dow nsides, the two platform s 

used in the experim ent indicated the value o f m erging aspects o f social technology (e.g., 

Facebook) with visual representations o f m ovem ent and city experiences (e.g., GPS-based 

maps). Doing so can offer opportunities for interaction, dialogue and an enhanced 

aw areness o f individual usage and know ledge o f the city, by em ploying com m only-used 

media. This experim ental stage further em phasised the value o f sharing individual 

know ledge and experiences o f the city, which referred in particular to ‘quirky’ aspects 

that can offer a personal interpretation o f the city and that can also m ake one’s own 

experience m ore interesting. This has the potential to break the routine o f everyday 

m ovem ent, which em erged in the diary study to be significant in order for experiences 

em bedded in everyday practice to com e to the surface and be expressed.

These considerations, together with the feedback obtained from  the participants to the 

experim ents, are reassessed in the follow ing chapter in the context o f the overall research 

insights and form  the basis for platform  for engagem ent put forward.
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8. An ‘Urban Spacebook’^̂

“C ities have the capability o f  providing som ething for everybody, only because, and only when, 

they are created by everybody.”

Jane Jacobs, The D eath  and Life o f  G rea t Am erican Cities, 19 6 1

8.1 Introduction

This chapter puts forward an interactive map-based engagement platform, entitled ‘Urban 

Spacebook’. The platform concept draws on the extensive and in-depth research 

presented in this thesis, thus representing its most original contribution. In order to 

illustrate the platform features and potential, focus is placed on a prototype, which 

consists of a mobile application and a map-based website. The platform is also discussed 

in its broader, ideal form. The chapter outlines the wider implications of the type of 

engagement proposed by Urban Spacebook and gives suggestions for how the concept 

might expand from its prototype stage, including challenges envisaged in this process.

8.2 ‘Urban Spacebook’: an interactive map-based engagement platform

The research presented in this thesis set out to address an important gap identified in the 

governance of city development. This gap consists in a mutually impoverished situation: 

on the part of city decision-makers, there is a lack of knowledge regarding how 

inhabitants experience the city (e.g., from the perspective of their everyday mobilities); 

and on the part of ordinary city inhabitants, there is a lack of appropriate mechanisms for 

their effective and meaningful engagement. This situation represents a significant barrier 

in view of achieving a more sustainable city -  it results in difficulties in incorporating 

people’s real needs into plans and policies and in a consequent possibility of 

unsustainable development.

The following sections outline the concept for Urban Spacebook, its envisaged uses, and 

the ways in which it can address this urban governance gap.

8.2.1 Platform concept

‘Urban Spacebook’ is conceptualized as a map-based platform for engagement between 

ordinary city inhabitants and city decision-makers, which merges aspects of social

Sections o f  this chapter were presented at the G loba l C onference on M obility  Futures, 4 - 6 September 

2013, Centre for M obilities Research (C eM oR e), Lancaster University, UK.
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technology (e.g., Facebook) with visual representations of movement and city experiences 

(e.g., GPS-based maps); the overall concept is illustrated in Figure 47. The platform aims 

to provide a positive space that can facilitate city inhabitants’ proactive and ongoing 

engagement in improving their city. Moreover, it aims to facilitate the emergence of a 

‘common language’ between the general public and civic leaders. As noted in Chapter 7, 

this ‘common language’ -  or common baseline of knowledge, currently missing -  is 

essential in order to meaningfully discuss and work together towards a shared vision for a 

sustainable city. An important part of creating it is represented by inhabitants’ 

experiences of the city, as brought about by their everyday movement. While mobility is a 

visible practice (e.g., the physical movement of people through the city), its experiences 

are invisible (e.g., emotions, feelings, meanings). The platform offers opportunities for 

eliciting and making ‘visible’ these experiences, by employing current pervasive 

technologies (e.g., locative media and collaborative online mapping) and by encouraging 

reflection on habitual interactions with the city through movement.

Let's talk about our city 
and make it better together!

tt lat; 53.34365 
Ion: -6.24640

mmrnm

Ur^an’ * Spacebook
Figure 47: Urban Spacebook concept
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The prototype for Urban Spacebook is represented by an open source web 2.0 platform 

(i.e. a map-based website and a mobile application) for geo-tagged user-generated 

content, which focuses on city inhabitants’ movement and city experiences. Users can 

share their experiences of the city and everyday movement, and connect with others 

through interactive maps that include photos and notes (e.g., text, sound recordings) 

plotted along GPS traces of routes.

The mobile application allows data logging on-the-move (e.g., route tracking, photo 

sharing) and the provision of location-related information (e.g., alternative routes or 

points of interest triggered by geo-location). This can change the user’s experience, by 

providing an augmented experience of the city. Interaction with decision-makers (e.g., the 

city council) can take place through discussions conducted on-the-move and by 

employing augmented reality technology, which overlaps digital information onto a live 

view of the physical, real-world surrounding environment.

The map-based website offers a space for collective discussion and reflects the 

collaborative aspcct of the platform. It facilitates collective data visualisations (e.g., 

multiple data layers that are perceived at a glance), and interaction and communication 

among users. The visual characteristics of the map offer opportunities for connecting 

users who share similar routes, concerns or ideas, and also for identifying and suggesting 

potential city improvements. While these may refer to spaces, buildings or other urban 

features outside traditional city plans, the map can make planners aware of their 

importance for the ordinary city users.

8,2.2 Examples of potential uses

In order to illustrate the platform features and the issues it has the potential to address, 

this section offers examples of uses of its prototype. These are informed by the feedback 

obtained from the participants to the spatial experiments, and from DCC planners and 

policy-makers to whom the prototype was presented^'*. As noted in Chapter 7, the aim 

was to develop a tool through a collaborative process, by conducting studies and 

experiments with potential users. Rather than developing and testing a prototype, which 

tends to represent the predominant model (examples of recent mapping tools can be found

The prototype was discussed during interview s that sought their v iew s on the main them es covered by the 

thesis, e.g. sustainability, m obility and public engagem ent (presented in Chapter 3). The interview themes, 

including questions regarding the prototype, are included in Appendix II (iv).
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in Chapter 2), the platform features discussed below emerged from undertaking such a 

collaborative process.

The mobile application concept

Urban Spacebook revolves around opening up a conversation about the city, 

rediscovering its potential and discussing how a better city can be achieved. The mobile 

app can contribute to a rediscovery of the city through the location-aware characteristics 

of the mobile device on which is installed (e.g., smartphone). The user can be notified of 

places of interest or alternative routes (e.g., quieter, greener) in his/her vicinity within a 

user-specified buffer area, as illustrated in Figure 48. These notifications are based on 

what others have previously shared and encourage the user to take a detour from his/her 

usual routes, or ways of experiencing them, in a non-intrusive way (the mobile app is 

envisaged to include minimal features in order not to take away from the real, physical 

and emotional experience of space). As suggested by the participants to the spatial 

experiments, this could include ‘quirky’ features, uses or activities that can be 

encountered along (e.g., hidden places, unusual trees, graffiti, or temporary events in 

public spaces). This can break the routine of everyday movement and make one’s 

movement more interesting by offering an augmented experience of the city.

Detour suggested: place of interest 
Time: 5-minute walk at your pace

JIC
: 5 3 .3 4 3 6 5  
: '^-6 24640

Beautiful graffitti and so peaceful 
even if just around the corner from 
the busy road I usually drive along.

Hints:
User photo & comment

Figure 48; Location-based suggestions of alternative routes and places of interest within a 

user-specified buffer area
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Looking at familiar, everyday spaces with the eye of a tourist, or from the perspective of 

others through finding out new information, can enhance awareness of the environments 

people inhabit (Gordon and de Silva, 2011). This enhanced awareness can improve (and 

expand in size and detail) inhabitants’ image o f the city. Indeed, while cognitive maps are 

considered to develop over time and mainly through experience (Mondschein et al., 

2006), this research has shown that they can also lead to a daily repetition of the same 

routes through the city. Moreover, even when taking the same route every day one might 

not properly get to know it or its resources, including those of the adjacent areas, as noted 

in Chapter 6. In contrast, by becoming more aware of their environments, city inhabitants 

can use the app as a medium to better define existing issues and for suggesting ideas for 

improvements (e.g., using geo-tagged photographs and comments). Rather than 

promoting negative reporting, the app can therefore enable a proactive role for those who 

use it. The possibility of proactive engagement was an important feature for the planners 

to whom the prototype was presented, as it can contribute to a more positive and 

collaborative relationship between them and city inhabitants.

The city council can also use the app to seek engagement on-the-move, for example when 

the user is in the area on which engagement is sought, through a form of location-based 

notifications. Rather than using a survey concept, which provides one-way feedback (and 

therefore not a conversation between the city council and individual users), a Twitter- 

inspired system could instead be used. This could allow a conversation to take place and 

also expand -  not only between the council and the individual user, but also among other 

users -  in a potentially less resource-intensive and more comprehensive way than 

conducting on-street surveys. Such discussions would be geo-located and time-related, 

thus allowing the contextualisation and documentation of potential issues and 

suggestions. This can make city inhabitants’ participation more flexible and spontaneous, 

and offers opportunities for transforming their engagement into an ongoing process, 

which can enhance current forms of consultations (i.e. undertaken at specific moments of 

the planning process).

The map-based website concept

W hile the mobile app is conceptualized as having minimal features in order to allow the 

user to become more engaged with his/her surroundings, the map-based website offers 

extended functionality and information. Moreover, it represents a space where different
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users come together (i.e. both ordinary inhabitants and city decision-makers). The visual 

characteristics of the map (the GPS traces in particular) offer an indication of how much 

(or how little) of the city one uses, when and how, and allow to compare one’s own 

movements with those of other users (Figure 49 illustrates this concept). This might 

indicate a repetition of routes and a limited (or restricted) use of the city. Moreover, it can 

offer ideas about alternative routes or areas of interest based on other users’ personal 

experiences, which was an important consideration for the participants to the experiments. 

The possibility of mapping the traces in various ways (e.g., speed, time), together with 

photographs plotted along the route, can increase familiarity, encourage the exploration of 

the area by other modes (e.g., walking) and offer a glimpse into how others see the city.

Beautiful graffittl and so paacaful 
•v«n If just around tha cornar froa 
tha busy road I usually driva along.

Mina too! But I va just baan for 
a walk around this araa not far 
fron your routas. You won't 
baliava what I'va found!

TpmpJp

I'd n*v*r 90 for « walk with you 
to fast, around 7 Blloa p«r hour?
I can't avan driva around tha city 
that fact ;)

Thara ara aany routas that I taka 
again and again - my lifa can ba 
ao boring ia n a l Dock

I think I waa eyclinf :} 
I did atop to taka tha 
photoa though

/
rtafrmgW'

4  24254. «3 3303e E PSG 900913 PflfNTAMAP

Figure 49: Route sharing and statistics (e.g., speed, time duration, length)

Besides making visible shared routes (and potentially different type of knowledge 

regarding them), the visual and interactive aspects of the map can bring to light shared 

concerns or ideas, and connect users that might not have been able to meet or enter a 

conversation otherwise. This interaction among users can develop into suggestions for 

improvements that are meaningful to them, such as the ‘kids’-only garden’ suggested by 

some of the participants to the spatial experiments (illustrated in Figure 50). The visual 

aspect of the ‘energy points’ (i.e. size of dots related to the interest around that location)
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together with a Twitter-inspired system (e.g., subjects of interest ‘now trending’) can 

enhance the visibihty of the concern and/or suggestions. While some of these may be 

dealt with by groups of inhabitants, others can be brought to the attention of the city 

council. These may refer to spaces, buildings or other urban features that are outside 

formal city plans; yet the map can make planners aware of their importance for the 

ordinary city users. As noted by the planners with whom the prototype was discussed, this 

could offer opportunities for new policy ideas regarding the public realm that might not 

have occurred to them otherwise, e.g., existing activities to be encouraged, potential 

activities or spatial interventions needed.

VVijVrVtFdcJly P

E3 .P j ,

B l u g i n *  i t  • •  •  ‘ k id a  o n l y '  - ' f
g a rd « n 1  I  s o M th in q
L ik *  t h a t  i n  B « r l i n

hnekJ

l « t ' s  r a n t  i t  o u t  th a n  an d  t u r n
I t  i n t o  a  9 a rd a n *  t h a r a 'a  '  "'■•CXi*)?
n o t h i n 9  f o r  k id a  a ro u n d  h a r a  a n d  —

A s p a c *  d « » l 9 n « d  f o r  c h i l d r e n . . .  
no  c h i I d r e n

th a y  w o u ld  lo v a  i t

ko n ly  100  a u r o  a 
iSf* w aak r a n t  f o r  t h i a

• CoofcSrM* •• X #

tv .-

• I . - #

■ A n o t h e r  p l a y g r o u n d  w tc h  
c h i l d r e n . . .  I s  I t  r e a l l y  
p l a y g r o u n d  t h o u g h ?

irhy a r e  t h a a e  p l a n t s  
n o t  s a f e  a n d  e d i b l e ?

The UbC

\  s ^ u j l e ' s ^ ^

\
\  Barracks

Figure 50: ‘Energy points’ and location-related subjects ‘now trending’

The visual features of the map-based website also represent a way to spatially indicate the

outcome of the engagement process. For example, an increased concentration of traces

could show an increased use of a formerly avoided area or improved pedestrian links.

This was an important feature for the City Planner, which he saw as a potential way of

complementing current quantitative metrics with visual representations of ‘soft’, abstract

data. Indeed, while he considered experiential data to be a significant aspect in the

sustainable development of the city that requires consideration, he also acknowledged a

lack of tools that can make their significance visible to policy-makers. Moreover, the

map-based website allows an overview of the before and after the engagement. In turn,
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this facihtates m onitoring progress (e.g., w hether the intervention has been positive) and 

also the recording and docum enting o f the process through which the proposal emerged, 

thus im proving its transparency -  som ething currently  not possible (e.g., Street 

Conversations).

At the sam e tim e, while some of the recent form s o f public engagem ent are linked to 

certain departm ents w ithin the city council, such as The Studio^^, the open source aspect 

o f the m ap allows any relevant office to use and adapt it to their projects, e.g., Public 

Realm, City A rchitects, or Traffic and Transport Planning. In addition, the resulting 

dataset is also intended to be stored in an open source database, so that anyone interested 

can m odify and use it according to their needs, while continuing to keep it open and 

contributing to the com m on good and knowledge. Thus, besides contributing to an 

enhancem ent o f horizontal practices and initiatives (Sassen, 2011), the platform  can also 

foster a culture of collaboration w ithin the council itself, across departm ents. W hile 

necessary for developing integrated policies and interventions, this collaboration of 

various sectors is considered essential by D ublin’s City P lanner for achieving the vision 

o f a sustainable city^^.

A location-based ‘citizen p a n e l’

Besides the uses discussed above, which draw on the research insights, a further use for 

the app can be envisaged. This refers to the interaction with the city council and em ploys 

augm ented reality (AR) features. A pplications such as Layar^^ use GPS, com pass and 

other sensors in a user’s sm artphone to offer various layers o f inform ation about their 

surroundings. M oreover, the integration o f AR technology in the next generation of 

sm artphones is considered to be im m inent (Lord, 2012). This offers the opportunity to 

conceptualize AR citizens’ panels that are location-based and can be accessed through the 

app users’ m obile screen (Figure 51). M oving through the city, users can receive 

notifications o f locations where others (including city council m em bers) have m ade 

com m ents or suggested them es for discussion; using the app, they can visualise and 

engage in the conversation through the screen o f their device. W hile the content is added

T h is is introduced in Chapter 3.

T he in terv iew  w ith  the C ity  Planner is d iscu ssed  in Chapter 3 (E xpert In terv iew s). 

h ttp ://w w w .la y a r .co m /
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in real-time to the map-based website (and database), AR can bring the conversation into 

the physical space to which it relates.

l a t :  5 3 . 3 4 3 6 5  /  I o n :  - 6 . 2 4 6 4 0

I m a g in *  I t  a s  •  'k i d s  o n l y '  
g a r d a n '  I  saw  a o M t h i n g  
l i k a  t h a t  i n  B a r l i n .

only  100 tturo a 
w««k r« n t  f o r  t h i s  
sp«c«!

l a t ' a  r a n t  i t  o u t  th a n  a n d  t u r n  
i t  i n t o  a  g a r d a n '  t h a r a 'a  
n o th in g  f o r  k i d s  a r o u n d  h a r a  an d  
th a y  w o u ld  l o v a  i t '

That's a fantastic idea! 
What can I do to help?

Figure 51: Concept for an AR location-based citizen panel

This concept draws on inspiration from artist Candy Chang who explored on-site civic 

input in her I Wish This Was project (Chang, 2010), which later developed into 

Neighborland, a tool aimed at helping people to share and build on ideas for the places
78they care about . Inspiration is also drawn from Mark Sheppard’s project, Tactical Sound 

Garden Toolkit (Sheppard, 2006), which enabled anyone within a specific wireless (W i

Fi) hot zone to install a sound garden for public use. The new free^^ city Wi-Fi service 

recently launched by DCC (RTE, 2013) opens up new opportunities for interaction 

between users and their environments -  and indeed, between city inhabitants and civic 

leaders regarding issues and locations of interest, potential or concern. In this context, 

initiatives such as White Spaces Ireland aimed at innovation around unoccupied 

spectrum, which is seen as valuable resource for wireless systems (Doyle and Ford, 

2012), have the potential to further enhance this interaction in the future.

https://neighborland.com/

™ The service is free for a download speed o f 512Kbps and an upload speed of 128Kbps. A premium 

service can be obtained if a fee is paid.
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8.2.3 Addressing the research gap

The applications outlined above illustrate the potential o f Urban Spacebook to address the 

gap in the governance o f city developm ent identified at the outset o f the research. To city 

decision-m akers, it offers practical access to data on how the city and everyday 

m ovem ent through it are experienced by its inhabitants. This can benefit urban policies by 

com plem enting current quantitative data (e.g., traffic counts) with know ledge regarding 

the currently invisible experiences shaping inhabitants’ m obility practices. To city 

inhabitants, it offers opportunities for proactive and ongoing engagem ent in the 

developm ent o f their city, through sharing aspects of the city and o f their m ovem ent that 

are m eaningful to them  in their daily lives.

M ore specifically, the platform  offers opportunities for addressing three im portant them es 

identified by conducing the research as part of (and conducive to) this urban governance 

gap. These are: apathy and cynicism ; individualism ; and the routine o f everyday 

m ovem ent. The first two em erged through the interviews conducted with Dublin City 

dw ellers (presented in Chapter 5). They were noted to be principally drawn on: the 

current relationship betw een city inhabitants and city decision-m akers; a perceived lack of 

transparency and consideration o f social aspects when developing the city; and a feeling 

that people’s involvem ent is not seriously considered. The third them e em erged in the 

studies that were described in Chapters 6 and 7. By experim enting with ways of eliciting 

and representing experiential data, these chapters indicated the im portance o f interrupting 

the routine o f everyday m ovem ent, which otherw ise tends to m ake us m ove about the city 

on ‘auto-pilo t’. B reaking this routine is needed in order to enhance aw areness o f one’s 

surroundings and interactions with the city, so that aspects usually taken for granted, such 

as experiences em bedded in everyday practice, can com e to the surface, be expressed and 

shared.

This section review s the platform  and its features presented previously in the chapter, by 

focusing on how it could address these three themes.
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Addressing apathy and cynicism regarding public participation among city inhabitants,

and the prevalent lack o f  trust in the city council:

• The platform represents a virtual space where city inhabitants and city decision

makers can come together and discuss the city in a transparent, open and flexible  

way. This allows the city council to engage with the general public on an ongoing 

basis and by using tools now embedded in many people’s everyday lives and practices 

(e.g., map-based and Twitter-inspired conversations). An ongoing form of 

engagement represents an important addition to traditional consultations, held at 

specific moments of the planning process, e.g., development plans or planning 

applications. This can foster a relationship based on trust, which can counteract the 

present apathy and cynicism. Moreover, using pervasive technologies can open 

participation to groups who might not engage in traditional ways, e.g., young 

inhabitants.

• It creates dynamic, multi-layered and collaborative maps o f the city, based on its 

inhabitants’ everyday movement and city experiences. This allows each user to see 

her/his contribution to the collective map, thus each voice having the opportunity to 

be heard. Moreover, this challenges existing power relations between city planners 

and city users, by challenging single-perspective, expert-led, static maps of the city 

(e.g., city development zoning maps).

•  It offers access to data on everyday movement and city experiences in a practical 

form . This can facilitate the development of improved urban policies, by enriching 

current quantitative data (e.g., it adds experiences of movement to data on travel mode 

and departure/destination points). The visual characteristics of the map can also 

complement existing quantitative metrics regarding the sustainable development of 

the city with visual representations of ‘soft’, abstract data. Moreover, it can provide 

new ‘metrics’ to currently non-measurable key themes related to sustainability in 

Dublin, such as integrated spatial planning, urban form and place-making (Grey and 

Siddall, 2011).

182



Addressing individualism , and the need to m ove towards collective/societal goals, civic

spirit and  social responsibility:

• The platform  contains m echanism s that a llow  virtual com m unication am ong users. 

The visual features o f the map can increase aw areness o f other city users and o f their 

experiences. This can facilitate the creation o f  netw orks of inhabitants, who share 

sim ilar routes, concerns or ideas regarding the city, and who would not have the 

possibility o f connecting otherw ise -  connecting with others is the main m otivation 

for people to use social netw orking sites (Brandtzaeg and Heim, 2009). By connecting 

with each other, they can take collective initiatives (e.g., the greening o f shared routes 

through flow er or shrub planting), or suggest projects to the city council (e.g., the 

reuse o f urban spaces that are not typically included in city plans, as they m ight be too 

small or not considered significant by city planners). This can facilitate the em ergence 

o f a sense o f com m on purpose (am ong city inhabitants and also as part o f their 

relationship with city decisions-m akers), and enhance civic spirit and social 

responsibility.

•  It contains m echanism s that encourage physica l interaction with the city (e.g., 

through walking and location-aware technology). This can increase aw areness o f the 

city and o f how one ordinarily uses its spaces, and open up alternative (and 

potentially) m ore sustainable possibilities, e.g., alternative routes, or ideas about how 

one’s route experience could be improved. M oreover, encouraging a rediscovery of 

city areas on foot (e.g., around one’s place o f work, or along habitual routes) can 

enhance aw areness o f local resources, create the possibility o f social interaction, and 

increase the vitality and conviviality o f an area.

•  It p laces an em phasis on sharing and collaboration am ong peers (e.g., sharing o n e ’s 

own experiences and also seeing and discussing o th ers’ input). By actively involving 

the users in both the creation and the use o f the m ap (thus rebalancing existing pow er 

relations), the platform  can counteract negativity  and encourage a proactive 

engagem ent with the city, and a m ove from  com plaints to suggestions (e.g., YIM BY -  

“Yes In M y Back Yard”*°)

The Y IM B Y  m ovem ent refers to inhabitants who wish to be part o f  the conversation about what needs to 

be built in the city, where and how; it contrasts the N IM B Y  (“N ot In M y Back Yard”) m ovem ent, which 

refers to attempts to halt particular forms o f developm ent in the proxim ity o f  its members, e.g . landfills.
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Addressing the routine o f  everyday movement through the city, and the need to enhance

awareness o f one’s surroundings and facilitate the sharing o f city experiences:

• The platform opens the user to an augmented experience o f the city. This can 

challenge existing biases and mobility practices by changing the usual way of 

understanding and engaging with one’s surroundings (e.g., through using location- 

aware technology, by learning about others’ personal experiences or discovering 

‘quirky’ features of the city). An enhanced awareness of one’s surroundings can 

facilitate aspects usually taken for granted, such as features of the city shaping 

everyday movement, to be noticed and expressed. Moreover, discovering 

extraordinary things along ordinary routes and areas (i.e. what is mundane for some 

can be extraordinary for others), or new routes through known areas, can enrich one’s 

everyday movement by interrupting its routine.

• It challenges perceptions o f the time a journey takes, by changing focus from  getting 

from  A to B, to becoming more aware o f o ne’s route and its positive elements. 

Perceiving a route as more interesting (e.g., through improved spatial knowledge), can 

shorten the perceived time it takes to travel it and potentially increase enjoyment of 

time spent on the move (e.g., Mondschein et al., 2010). Moreover, besides perceptions 

of time, opening up the user to walking daily routes (or sections of) can challenge 

other perceptions related to walking, such as safety and the weather (i.e. rain). For 

example, one diarist observed at the end of the diary week that it did not rain as much 

as she thought, while some of the participants to the spatial experiments discovered 

quieter and more interesting walking routes in an area they considered to be unsafe, 

although they had never experienced it firsthand.

• It allows the incorporation o f exercising into o ne’s habitual movement through the 

city, through encouraging walking. Knowing that there is something of interest in 

one’s proximity or along one’s route, and having others’ experiences of walking 

routes, can increase the likelihood of one walking. Moreover, incorporating walking 

in mundane activities can contribute to improving the health and overall well-being of 

users -  obesity, for example, represents an issue of particular concern in Ireland 

(HSE, 2008).
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8.2.4 Addressing envisaged limitations

In addition to contributing to the platform  concept, the spatial experim ents and the 

discussions with DCC planners and policy-m akers also highlighted som e potential 

lim itations for the platform. Som e o f them, such as lack o f trust in the city council, are 

explicitly addressed by the platform , as indicated in the previous section. How ever, other 

issues need further exam ination.

Firstly, GPS m ovem ent-tracking data represents a sensitive issue because o f its potential

negative connotations, e.g., surveillance (Crang and Graham , 2007), which may

discourage the use o f the platform . Indeed, data sharing (GPS data particularly) requires

transparency regarding the purposes for which the data is collected and used, and also

regarding data ownership. In relation to this, an im portant part o f the platform  concept is

that the users actively track them selves and any parts o f their m ovem ent they wish, rather

than being used as passive ‘sensors’. M oreover, the users need to have the possibility of

sharing only the data they wish to, and also the option o f deleting any o f these data at any 
81tim e . Yet, data privacy rem ains a highly contentious aspect o f the proposed platform  -  

and, indeed, o f sim ilar tools em ploying the internet -  which is acknow ledged. W hile what 

is ‘v isib le’ may be easily deleted, the rem aining m etadata can represent a valuable source 

o f inform ation, which can be transform ed into significant m onetary benefits for those who 

have the capacity to use it. At the sam e time, it also represents a challenge for public 

authorities, as its unrestricted use may bring about unexpected applications or outcom es. 

Nevertheless, this am bivalence in term s o f positive or negative outcom es (i.e. what is 

‘good’ for some can be ‘bad’ for others) is also considered to be a potential indicator of 

the success or failure o f the proposed platform . Indeed, ‘hacking’ could be seen as one of 

the m ost valuable ways o f re-appropriating data or tools to address specific needs. From  

the perspective o f cities specifically, it has been argued that “developing an urban 

W ikileaks would take cities in a very different direction from  the intelligent city m odel 

and for the better” (Sassen, 2011, no pagination).

Secondly and related to the above, if the platform  is perceived as a one-w ay data m ining 

tool (e.g., for the benefit o f the city council or business interests, rather than for the 

benefit o f city inhabitants), people m ay be less likely to share their data. In order to 

address this concern, besides m aking the purpose of the platform  and its data policies

EveryTrail, for exam ple, allow s the users to delete sections o f  their GPS tracks, e.g. around on e’s home.
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transparent, the sharing and collaborative aspects of the platform are essential. By using 

the platform, the users need to receive something in exchange, e.g., the possibility of 

connecting with others, better enjoyment of routine movement through the city, or 

improved well-being. Moreover, it is also important to make visible the value of their 

engagement and how it is incorporated into actions, for which the visual aspects of the 

platform are particularly significant.

Thirdly, the types of users that the platform might attract represents an additional 

limitation, as engagement could be seen to be limited to particular groups, e.g., who have 

smartphones or are technology-savvy. This can deepen contrasts between city areas and 

lead to biased results for policy and planning, which privilege the interests of some over 

others -  a recurrent theme in web-based PPGIS (e.g., Elwood, 2009). Regarding these 

technological barriers to using the platform, the continuous and rapid increase in the use 

of internet and mobile devices is argued to make web-based platforms a suitable medium 

for collaboration (Simao et al., 2009). At the same time, the aim is that the platform will 

encourage the participation of those groups of inhabitants who may not engage in 

traditional ways, as part of a broader toolkit of means of engaging with the general public. 

Moreover, the map-based platform can be easily integrated with off-line tools such as on

street surveys, mapping workshops or temporary art exhibitions that display the 

collaboratively created maps (e.g., Amsterdam RealTime, Polak et al., 2002).

Fourthly, time represents a further limitation, both for ordinary users and for the city 

council. The platform encourages alternative routes, which may not be the quickest way 

of getting from A to B, and walking; using the platform also takes time, e.g., recording 

and sharing experiences. From a city council perspective, time is an important resource 

associated with the allocation of funding and staff to the platform (e.g., engaging with the 

users, and monitoring and analysing the information on the platform). For example, senior 

management might prefer their staff to use their time in traditional forms of consultation 

or allocate funding to the development of concrete solutions to urban problems, as 

discussed in Chapter 3. Besides challenging perceptions of time (e.g., shortening a route 

by making it appear more interesting), the mobile version is intended to contain minimal 

features that are straightforward and quick to use. Moreover, employing commonly-used 

social media can make the use of the platform enjoyable and integrated with everyday life 

practices. To city decision-makers, the platform allows access to data on how inhabitants
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experience the city and movement through it in a quick and less resource-intensive way 

than, for example, undertaking street surveys. However, this also requires senior city 

council members, who have a significant role in decision-making, to see and understand 

the value of the forms of public engagement encouraged by the platform. Rather than 

representing a technological or monetary issue, this involves deeper cultural and practice 

changes, which are discussed in the following section.

8.3 Re-mapping the city towards sustainability?

Expanding from its prototype stage. Urban Spacebook could foster a new form of urban 

governance, which combines networked and conversational aspects of social technology 

with civic and environmental responsibility for the city, drawn on spatial interactions with 

it. The platform aims to create engagement between city inhabitants and city decision

makers in non-adversarial and non-problem-centric ways, which place instead an 

emphasis on positive and everyday aspects of the city and its life. This acknowledges that 

“governing takes place through the everyday and the material practices of urbanism” 

(Bulkeley and Castan Broto, 2012, p.5), which, in turn, challenges cuirent relationships, 

and participation and governance models. Rather than being either a top-down or a 

bottom-up tool, the aim is to enable and foster horizontal, peer-to-peer, forms of 

communication and collaboration. Indeed, Urban Spacebook is envisaged as a space for 

conversations about the city through which a shared vision for its future can emerge and 

actions can be taken to move towards it. In these conversations, mobility (current and 

potential) represents the starting point. While both physical movement and its virtual 

representations are seen to represent a ‘conversation starter’, the aim is that technology 

can bring back to life the real city. Moreover, GPS technology is seen to have a 

qualitative potential, which consists in enhancing awareness of the urban environment, 

and in eliciting and representing abstract, experiential data.

As the concept emerged from a series of experiments, sustainability transitions literature 

offers some useful insights for envisaging how the platform might expand from its current 

prototype stage. According to the review included in M arkard et al. (2012), sustainability 

transitions are “long-term, multi-dimensional, and fundamental transformation processes 

through which established socio-technical systems shift to more sustainable modes of 

production and consumption” (p.956).
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Drawing on this literature, one first way in which the platform could expand is 

represented by the transition management framework -  a process-oriented framework, 

which builds upon pilot projects and is argued to offer a coherent framework for systemic 

change towards sustainable development (Nevens et al., 2012). Moreover, it focuses on 

social learning as nurtured through a process of experimentation (Bos et al., 2013). This 

mirrors one potential development of the platform -  a way of fostering a continuous 

learning process (e.g., environmental and civic lifelong learning), as facilitated by the 

interactive aspects of technology, and by an enhanced awareness and engagement with 

the city. However, some have criticised the transitions management approach, as urban 

climate change experiments are considered to be often vested with particular interests and 

aimed at diffusing potential opposition rather than at fostering learning (e.g., Bulkeley 

and Castan Broto, 2012, Hodson and Marvin, 2007). An alternative approach is offered 

by Bulkeley and Castan Broto (2012). Rather than fostering system change through 

creating ‘protected spaces’ (i.e. spaces within which innovation and experimentation take 

place), experiments could be thought as a way of “sparking controversy, offering basis for 

contested new regimes of practices” (ibid, p.8). This reflects how GPS technology was 

employed in the urban awareness experiments discussed in Chapter 7 -  a way of 

challenging the status quo through intervention, drawn on situationist practices (Sadler, 

1998). A further way of how the concept might scale up is represented by the use of 

social technology aspects in the design of the platform and its open source characteristics. 

Indeed, the speed of social media has made it possible for ideas to spread faster than ever 

before, thus representing a significant potential (albeit not straightforward) avenue. 

Rather than expanding in scale, the platform could therefore expand through networks, 

and further re-appropriations and remixes in different locations -  something that could be 

conceptualized as an organic transition. In turn, this could bring about context-specific 

adaptations, which better reflect local specificities (e.g., socio-cultural, political, 

economic and spatial contexts) and address current issues of transferability of solutions.

Nevertheless, there are a number of interlinked challenges to the type of urban 

governance proposed by Urban Spacebook. Although drawn on research conducted in 

Dublin City, they resonate with meta-challenges faced by other contemporary cities 

around the world.
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A first challenge is represented by current m indsets and world-view s, both w ithin the city 

council and also am ong the w ider public. Som e steps forw ard have been taken at a city 

council level, e.g., the adoption o f a Fram ework for a Sustainable D ublin in the current 

D evelopm ent Plan and prototyping new form s o f public engagem ent (e.g., Street 

Conversations and Y our Dublin Your Voice). N evertheless, broader and deeper cultural 

and structural changes have yet to take place in order to m ove from  ‘buzzw ords’ 

(Cornwall, 2007, Leal, 2007) to sustainability  and participation  becom ing part o f the 

m ainstream  w orld-view s. Secondly, thinking tim e-fram es (as related to city decision

m aking) are another significant challenge, as urban sustainability requires long-term  

thinking and a vision that cannot be achieved by day-to-day increm ental approaches. At 

an individual level, the “com forting rhythm s o f our own habitual existence” (Evans, 2010, 

p .209) represent a significant barrier for believing that an ecological crisis can actually 

happen. In this context, m ore than pursuing only changes at an individual scale (e.g., 

behavioural changes), urban sustainability becom es a political decision and it involves 

political leadership -  including the local, national and global scales. Thirdly, policy

m aking practices w ithin the city council represent a further challenge -  particularly the 

m echanism s for participation and the issues considered im portant by senior m anagem ent 

in relation to urban sustainability. As noted in Chapter 3, som e o f the ‘low er’ grade city 

council em ployees who have been personally involved in public engagem ent projects 

recognise the need for changes to current approaches. How ever, at the senior level, the 

focus seem s to rem ain on developing im age-oriented policies and technology-focused 

solutions, believed to im prove the efficiency o f the city -  and consequently its 

sustainability. W hile city efficiency is im portant, e.g., an efficient public transport system, 

focusing exclusively on it om its from  the debate w ider issues, such as the structures that 

shape the involvem ent o f inhabitants in creating a shared vision for their city. Yet, 

m oving towards a sustainable city cannot happen w ithout its inhabitants.

8,4 Summary and reflections on Urban Spacebook

This chapter aim ed, on the one hand, to com plete the research process by bringing 

together insights from  both sides o f the urban story (i.e. ordinary city inhabitants and city 

decision-m akers), and on the other hand, to open it up by envisioning broader 

im plications o f connecting these insights. Focus was placed on an interactive m ap-based 

platform  for engagem ent, ‘Urban Spacebook’, which em erged from  the extensive and in- 

depth research conducted. Its prototype was described as an open source web 2.0 platform
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for geo-tagged user-generated content, which consists of a mobile app and a map-based 

website.

The platform offers opportunities for addressing the present mutually impoverished 

situation regarding the governance of city development, which constitutes the research 

gap that this thesis set out to address:

Firstly, it could enhance engagement processes by facilitating the ongoing and proactive 

participation of inhabitants in the development of the city, through sharing aspects that 

are meaningful to them in their daily lives (e.g., movement experiences). This is an 

important difference from current consultations, which are conducted at specific moments 

of the planning process (e.g., development plan or planning applications). The visual 

characteristics of the map allow this ongoing engagement process to be open and 

transparent, as each user can see her/his contribution to the collective map -  hence each 

voice has the opportunity to be heard. This can foster a more positive relationship 

between city inhabitants and city decision-makers, which is based on trust rather than on 

cynicism or negativity. Moreover, as opposed to the predominant model in which 

inhabitants are used as data generators. Urban Spacebook offers opportunities for the 

wider public to become part of the process of knowledge production about current urban 

spaces and their future development -  a more empowering role which challenges current 

power relations.

Secondly, the platform offers opportunities for eliciting and visualising ‘soft’, abstract 

data regarding inhabitants’ movement and city experiences. Such data, currently missing, 

are essential for developing policies that can better reflect people’s needs. These are 

different than the presently considered quantitative data -  for example, those directly 

generated by technological devices, which can be counted and mathematically analysed 

(e.g., traffic counts). While useful, quantitative data cannot offer a complete understating 

of how inhabitants use the city (e.g., through movement) or why the use it in certain ways 

-  consequently they cannot facilitate alone the development of policies that can enhance 

urban sustainability.

In its broader, ideal form, the platform could foster a new form of urban governance, 

which combines networked and conversational aspects of social technology with civic 

and environmental responsibility for the city drawn on enhanced experiences of the city.

190



A num ber o f ways in which the concept m ight expand from  its prototype stage were put 

forw ard, based on concepts from  sustainability transitions literature. A m ong these, the 

closest to its underlying principles is that o f an organic transition, through em ploying 

experim ents as interventions aim ed at challenging the status quo, and expanding through 

netw orks and context-specific re-appropriations and rem ixes. Challenges for this form of 

urban governance were also envisaged, am ong which: current w orld-view s regarding 

participation and sustainability am ong the general public and w ithin the city council; 

tim e-fram es related to city decision-m aking; and policy-m aking practices. In particular, 

the present focus o f policy-m akers on technology alone rather than on changing the 

underlying structures was em phasised as a significant potential danger. This is because, 

while raising questions around urban dem ocratic processes, technology-driven approaches 

rem ind o f m odernist visions o f future cities and infrastructures (e.g., Richards, 1966), o f 

which outcom es now represent one o f the very challenges o f achieving sustainable cities.

Nevertheless, predicting exactly how the concepts put forw ard in this chapter m ay evolve 

is difficult -  an inherent feature o f innovations that involve technology, which require 

people to adopt and use it. W hile Urban Spacebook has the potential to address the gap in 

the governance o f city developm ent as discussed in this chapter, future work is needed in 

order to assess the possibility o f success and potential problem s raised by the concepts 

proposed. Am ong these, issues can be envisaged regarding the use o f technology as 

enabler for engagem ent and also regarding the type o f engagem ent itself. Som e of these 

issues have already been noted throughout the chapter, such as data privacy, the 

vulnerability o f online databases (e.g., the risk that the data could be used for m alicious 

interests or as a ‘Big B rother’ tool), and aspects o f digital divide, which could benefit 

certain groups o f inhabitants at the expense o f others. M oreover, it is im portant to conduct 

experim entation and testing in different contexts, in order to assess the im pact o f 

contextual factors, e.g., socio-cultural aspects o f a city and its population. The follow ing 

(and last) chapter revisits som e o f these issues, and it addresses them  through policy 

recom m endations and areas suggested for future work.
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9. Conclusions

“We need -  more urgently than architectural utopias, ingenious traffic disposal systems, or 

ecological programmes -  to comprehend the nature o f citizenship, to make serious imaginative 

assessment o f that special relationship between the self and the city; its unique plasticity, its 

privacy and freedom.”

Jonathan Raban, Soft City, 1974

9.1 Introduction

Reflecting Raban’s remark above, the research presented in this thesis focused on the 

relationship between the inhabitants and the city as a way of investigating a potential path 

towards a more sustainable city. In particular, it focused on inhabitants’ experiences of 

the city, through the lens of their everyday movement. These experiences are significant 

for a better understanding of how inhabitants use the city (e.g., through movement) and 

the why behind their decisions -  and consequently for developing policies that can 

enhance urban sustainability. This chapter revisits the research process to see how it 

addressed the research questions. It commences with a synopsis of the main findings that 

emerged in this process. This is followed by a discussion of the broader contributions and 

policy implications of the research. The chapter concludes with an outline of potential 

further developments and areas of future work.

9.2 Revisiting the research process

This research started out with the broad aim of investigating a path towards a more 

sustainable city. Urban mobility emerged as a useful focus for the research, for its 

potential to provide key clues in relation to the links between everyday life practices and 

the ways in which cities are designed, used and governed. The research adopted therefore 

an everyday mobilities lens for studying the city and inhabitants’ interactions with it. This 

concept merges aspects of mobilities and theories of social practice and everyday life, and 

focuses on inhabitants’ everyday movement through the city.

The research built upon an extensive review of a transdisciplinary body of literature, 

which was discussed in Chapter 2. This included cross-cutting themes in the fields of 

sustainable development; mobilities; social theories of practice and everyday life; and 

public participation and technology, e.g., eParticipation, PPGIS, ‘humans as sensors’, 

‘smart cities’ and ‘open source urbanism’. This review of literature was complemented in
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Chapter 3 by a review  of the policy context in Ireland, with particular focus on policy 

related to sustainable developm ent, and public engagem ent practices and initiatives 

developed in Dublin City. Interview s with selected planners and policy-m akers from  

Dublin City Council further inform ed this policy context; this highlighted some o f the 

tensions between policy aims and the realities o f their practical im plem entations.

In light o f this background, an im portant gap was identified in relation to current 

approaches to developing the city, which em erged as a barrier for its sustainable 

developm ent. The gap consists in a m utually im poverished situation regarding the 

governance of city developm ent, for both city inhabitants and city decision-m akers. This 

is principally due to a lack o f know ledge regarding how inhabitants experience the city 

(e.g., from  the perspective o f their everyday m obilities), together with a lack o f effective 

and m eaningful engagem ent m echanism s. In turn, this results in difficulties in 

incorporating peop le’s real needs into plans and policies and a consequent possibility of 

unsustainable developm ent o f the city.

In order to address this gap, the research set out three main questions, which reflect the 

everyday m obilities lens undertaken:

•  How m ight im proved know ledge regarding city inhabitants’ m obility practices, and 

the factors shaping them , facilitate a m ore sustainable city?

• How m ight data regarding city inhabitants’ everyday m ovem ent and city experiences 

be elicited and represented?

•  W hat kind o f tool might facilitate engagem ent betw een city inhabitants and city 

decision-m akers regarding ways o f enhancing the sustainability o f their cities?

The m ethodological concept developed in order to address the gap was that o f ‘m apping’ 

D ublin City (the case study selected) at different scales, from  the perspective o f its 

inhabitants and o f their everyday m ovem ent through the city. The research process 

offered a ‘b ird ’s eye v iew ’ (i.e. survey, interview s) and an ‘on-street v iew ’ (i.e. hybrid 

diary study) onto the city. The insights obtained from  conducting the research were 

presented in Chapters 5, 6 and 7, and then used to propose a platform  for engagem ent, 

which was put forw ard in Chapter 8.

193



Chapter 5 offered a ‘bird’s eye’ perspective onto the city, which was aimed at 

contextualizing the research from the perspective of city inhabitants. By undertaking this 

through the lens of their mobility practices, this chapter revealed the complex nature of 

the forces shaping these practices and it shed light on some of the broader factors that 

challenged the achievement of a more sustainable city. In addition to these factors, the 

chapter also suggested how data on inhabitants’ movement and city experiences may be 

elicited. This was explored further in Chapter 6, which added an ‘on-street’ view onto the 

city by focusing on the spatial-experiential context of mobility practices and through 

undertaking a hybrid diary study. Besides looking at the city through individual on-street 

perspectives, this experiment also indicated the value of opening up the diary process to a 

wider audience by bringing together those taking part. Chapter 7 took this concept 

forward and it explored a series of spatial experiments aimed at transposing some of the 

hybrid diary features (e.g., GPS mapping) and effects (e.g., increased awareness of the 

city) into a digital tool for engagement. Moreover, it looked at the potential of locative 

media and collaborative online mapping tools to elicit and represent movement and city 

experiences on a broader scale and in an interactive way. This research process led to the 

design of the platform for engagement put forward in Chapter 8, entitled ‘Urban 

Spacebook’. It was argued that the platform has the potential to address the urban 

governance gap. Moreover, the platform is given as an example of how everyday mobility 

and its qualitative, experiential aspects could inform a positive governance space, which 

allows city inhabitants and city decision-makers to come together and co-produce the city 

in a more sustainable way.

9.3 Addressing the research questions: a synthesis of findings

This section synthesises the main findings that emerged by undertaking the research 

process summarised above. These findings address the three research questions: by 

identifying factors shaping inhabitants’ mobility practices and the ways they challenge the 

achievement of a more sustainable city; by identifying a way of eliciting and representing 

data on everyday movement and city experiences; and by indicating how such data 

(including the process of gathering and representing them) might inform a tool for 

engagement between ordinary city inhabitants and city decision-makers.
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9.3.1 Factors shaping mobility practices and challenging the achievement of a 

more sustainable city

This section offers an overview  of the factors that were identified in the research process 

to shape m obility practices. These factors are grouped in four interlinked categories: 

contextual, spatial, tem poral and subjective. They are discussed in relation to the 

challenges they pose on the achievem ent of a m ore sustainable city and in the context of 

other them es explored in this research (e.g., inhabitants’ environm ental considerations 

and civic engagem ent).

Contextual factors

As shown in Chapter 5, the forces shaping m obility practices are com plex and interlinked, 

and include significant contextual factors -  social, cultural, and political-econom ic. 

Am ong these, a factor that is noted to have significant im pact is a pronounced level o f 

individualism . This was observed not only in relation to the private car (already known 

for its appeal in terms o f individual m obility) but also in relation to its sustainable, yet 

individual, alternatives -  the bicycle particularly. This individualist approach further 

extends to residential preferences (i.e. individual house versus apartm ent-living), and to a 

questioning of the private-public relationship and the responsibility tow ards the city and 

environm ental action (i.e. individual versus collective).

W hile the spatial and tem poral factors discussed later in the chapter also contribute to this 

individualist stance, governm ent policy and actions have a m ajor role in strengthening it. 

It was confirm ed in Chapter 5 that the custom er-business approach adopted by the local 

governm ent in its relationship with city inhabitants is detrim ental to their participation in 

decision-m aking, as it fosters apathy and cynicism  am ong inhabitants. The research adds 

to this by showing that the focus on econom ic rather than social and environm ental 

factors in governm ent’s policy regarding the developm ent o f the city (and o f the country 

overall) further strengthens an individualist stance in relation to the city, com m unity and 

environm ent. The governm ent rhetoric is argued to project onto individuals’ own 

considerations, as ultim ately the m ost im m ediate, econom ic, considerations tend to 

prevail over the more idealistic, environm ental (and collective) aims. Therefore, besides 

shaping inhabitants’ m obility practices, this individualist stance represents a significant 

challenge in view o f achieving a more sustainable city, which requires acknow ledgem ent 

am ong policy-m akers and further research consideration.
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Spatial factors

In addition to these broader contextual factors, spatial and infrastructural aspects of the 

city remain nevertheless significant in relation to inhabitants’ mobility practices. The 

research confirms that the urban environment has an important role in allowing the 

conditions for sustainable practices to develop. This includes a combination of family- 

oriented accommodation and amenities (e.g., schools, children’s play areas and shops), 

efficient public transport links and quality public space. While some of these are reflected 

in the aims of Dublin City’s Development Plan (DCC, 2010) and Public Realm Strategy 

(DCC, 2012c), the research indicates a disconnect between these policy aims, the spatial 

realities of the city and inhabitants’ needs. It stresses the importance of quality of life 

factors, such as quietness, safety, (green) space, and a stronger ‘community feel’ -  

features that are typically found in lower-density areas on the outskirts of the city, which 

require the use of a car. This contradicts current ‘compact city’ policy, as many of these 

qualities are difficult to find among the recent high-density developments located in inner 

city areas. Importantly, this indicates that the direct adoption of foreign models of city 

development, even if seen as more sustainable by city decision-makers, is not 

straightforward and may indeed have unsustainable consequences in the longer-term.

As discussed in Chapter 3, government’s policy focus on economic factors has had 

important spatial consequences, e.g., the market-led, speculative (re)developments of the 

Celtic Tiger period. While this has led to an unsustainable spatial development of the city, 

Chapter 5 points to the broader implications of this policy focus by exploring this issue 

from city inhabitants’ perspective. A significant finding that comes through the interviews 

is the impact of such policies on the city’s identity. Although, for example, much of the 

inner city re-development has been undertaken with the aim of ‘re-branding’ Dublin as an 

international and competitive city, a loss of identity also emerges. In the context in which 

‘community feel’, and a sense of belonging and identity, are important considerations 

regarding residential locations, this finding further emphasises the potential for 

unsustainable side-effects of current approaches to city development.

Temporal factors

Chapter 5 has also indicated that mobility practices are not fixed, but rather dynamic and 

evolving not only in space (e.g., spatial factors) but also in time. Besides spatial and
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infrastructural aspects o f the city, tem poral and personal factors are significant for 

shaping m obility practices -  lifecourse in particular. For exam ple, life events such as 

having children are found to be linked with a transition to the private car, even in cases in 

which more sustainable travel m odes were previously used. M oreover, Chapter 6 shows 

that the car becom es the collective version of the bicycle in some cases -  an individual 

mode, but at a household level, which allows flexibility in m anaging com plex household 

decisions (e.g., childcare duties). The im plication o f having children further affects 

residential locations, as other factors tend to gain im portance when the city is seen 

through the eyes (and the perceived needs) o f children. Characteristics noted previously, 

such as more space, better schools, and a safer and quieter environm ent take precedence; 

and when possible (e.g., when the individuals can afford to) they result in a move outside 

densely populated areas of the city.

Personal experience and socio-cultural aspects are also im portant in this context. For 

exam ple, when apartm ent- and high-density living is the norm (as in the case o f some of 

the non-national interviewees) central city areas are preferred. Negative experiences of 

high-density urban living in developm ents (and areas) built for speculative purposes to 

m axim ise developers’ profit rather than to foster social cohesion and fam ily life, have 

been reconfirm ed to have an im portant role in relation to residential preferences. 

M oreover, this research indicates that the location alone (i.e. city centre or outer areas) 

may not be the principal factor affecting people’s decisions regarding where to live (and 

consequently, their m obility practices). Instead, the features o f these locations, such as 

those noted previously, may be m ore important.

Besides shaping m obility practices and residential needs, tem poral aspects are also found 

to shape environm ental concerns and civic engagem ent. L ifecourse is significant also in 

this context, as m ore idealistic environm ental concerns tend to be replaced, over time, 

with m ore pragm atic considerations. Indeed, ‘m oney’ was one o f the principal factors 

indicated in the survey to be taken into consideration in relation to travel m odes, and 

becom es even m ore im portant when having children. The research confirm s therefore that 

education initiatives, such as those aim ed at raising environm ental aw areness at an early 

age, m ay not necessarily have long-term  effects. N evertheless, it also indicates the 

im portance of being (or becom ing) environm entally- and civically-m inded and engaged;
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ways of achieving this long-term goal need be considered in addition to creating the 

spatial and infrastructural conditions that allow sustainable practices to develop.

Subjective factors

The research also brings up the significance of perceptions and experiences of the city 

and movement through it in shaping mobility practices. It emerges that both spatial and 

infrastructural elements of the city (e.g., public transport infrastructure, residential 

location) and also perception-related aspects (e.g., perceptions of safety) can contribute to 

a locked-in situation regarding routes and modes -  in turn, real or perceived. Moreover, 

experiences of the city and everyday movement through it have an important role -  in 

particular, personal interpretations of spatial aspects of the city, as intertwined with 

sensory and emotional aspects of daily routes. Indeed, the hybrid diary study (discussed in 

Chapter 6) shows that the ‘real’, physical city is produced and understood through 

subjective interpretations; in this research, these focused around perceptions of speed and 

time.

It is reconfirmed that besides concrete, rational factors (e.g., getting from A to B), 

subjective and practice-related aspects have a significant role in shaping people’s 

movement through the city. The physical characteristics of people’s routes, together with 

what was experienced along them, and how (e.g., related to the travel mode used, the 

speed at which the surrounding environment is experienced, the time of the day), were 

found to extend to, and affect, the broader image of the areas they went through. This 

tended to lead to a daily repetition of particular routes, and an avoidance of other routes 

and areas, some considered unsafe or dirty even if not (always) experienced firsthand. 

Thus, inhabitants’ subjective interpretations of the city can reinforce current biases and 

the ways in which they use the city, in terms of their everyday movement and also 

residential preferences. In turn, this can have significant spatial consequences, which 

challenge the achievement of a more sustainable city and therefore require further 

consideration.

9.3.2 The city in-between: eliciting and representing data on everyday 

movement and city experiences

The research showed the importance of wider contextual and temporal aspects in shaping 

mobility practices. Moreover, it also indicated the importance of everyday experiences
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and subjective interpretations of spatial aspects o f the city in shaping these practices on an 

ongoing, daily basis. The ‘city in-betw een’ -  the interaction betw een spatial elem ents and 

subjective understandings o f the city, as filtered through everyday m ovem ent -  was 

therefore considered to be a useful research focus. By facilitating access to data on 

inhabitants’ everyday m ovem ent and city experiences, the ‘city in-betw een’ opened up 

possibilities for addressing the urban governance gap.

Indeed, part o f the m utually im poverished situation regarding the governance o f city 

developm ent is the difficulty of accessing such data. Focusing the research on the ‘city in- 

betw een’ indicated the need to first provoke these experiences to come to the surface (i.e. 

eliciting them ) before they can be accessed and visualised, as they m ostly represent 

unconscious elem ents o f people’s everyday interactions with the city. An im portant part 

o f this is enhancing awareness o f everyday interactions w ith the city (e.g., habitual 

journeys betw een hom e and work), and in turn, exploring ways o f breaking the routine of 

everyday m ovem ent, which tends to m ake us m ove about the city on ‘au to-pilo t’. The 

diary study achieved this by asking participants to record, express and share their 

everyday experiences o f the city and those aspects that were m eaningful to them. This 

brought up the value o f the diary-m aking as an aw areness-raising process, which led to a 

heightened aw areness o f participants’ surroundings and o f their engagem ent with the city. 

For exam ple, the act o f taking photographs increased sensitivity to w hat was being 

captured on-the-m ove, while the collective m aps, as representations o f  the act, enhanced 

aw areness of how the city was individually experienced, and how experiences differed 

betw een diarists. M oreover, it raised interest am ong the diarists in relation to shared 

routes and it indicated that the same space m ay be seen, known and used very differently 

by different people.

An im portant finding is therefore the need to com plem ent technology (e.g., GPS tracking) 

with reflective m ethods (e.g., written diary) and/or spaces for reflection (e.g., collective 

maps). This allows individual experiences o f the city and everyday m ovem ent through it 

to be expressed and shared am ong inhabitants, including betw een them  and city decision

makers. In turn, this has the potential to enrich one’s own experience and know ledge o f 

the city, lead to a m ore sustainable use o f the city and facilitate the developm ent o f better- 

inform ed urban policy. M oreover, locative m edia and collaborative online m aps were 

found to offer opportunities for eliciting and representing experiential data in a collective
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(and less resource-intensive) way and also for encouraging interaction among users. 

While experiential data are valuable for city decision-makers, they also represent a more 

meaningful way for city inhabitants to engage in the development of their city. Urban 

Spacebook, the proposed platform for engagement, illustrates how this could take place.

9.3.3 Urban Spacebook: conceptualizing a tool for engagement

Urban Spacebook draws on extensive and in-depth research with both ordinary 

inhabitants and planners and policy-makers. It is conceptualised as an open source web 

2.0 platform (i.e. an online map and a mobile application) for geo-tagged user-generated 

content. Users can share their experiences of the city and everyday movement, and 

connect with others through interactive maps that include photos and notes (e.g., text, 

sound recordings) plotted along GPS traces of routes. The platform is put forward as a 

way of addressing the identified gap in the governance of city development. To city 

inhabitants, it offers opportunities for proactive and ongoing engagement in the 

development of their city, which represents an important difference from current 

engagement practices (e.g., consultations conducted at specific moments of the planning 

process). Moreover, they can engage through sharing aspects that are meaningful in their 

everyday lives. To decision-makers, it offers practical access to data on how inhabitants 

experience the city and movement through it. Such data, currently missing, are needed to 

complement current quantitative data, so that urban policies can better reflect people’s 

needs. Although useful, quantitative data cannot offer a complete understating of how 

inhabitants use the city (e.g., through movement) or why they use it in certain ways. 

Therefore these data cannot facilitate alone the development of policies that can enhance 

urban sustainability.

More specifically. Urban Spacebook has the potential to address three types of issues that 

were identified by the research as part of (and conducive to) the urban governance gap. 

Firstly, the platform offers opportunities for addressing the current apathy and cynicism 

regarding public participation. It can facilitate the creation of a positive space for 

engagement, which allows inhabitants to ‘re-map’ the city based on their movement and 

city experiences, and to actively contribute to the development of urban policies that are 

relevant to their needs. The visual characteristics of the map allow this process to be open 

and transparent, as each user can see her/his contribution to the collective map -  hence 

each voice has the opportunity to be heard. Secondly, it can foster a move away from
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individualism towards collective/societal goals and responsibilities. The social 

networking aspects of the platform open up opportunities for connecting with other city 

users who share similar routes, concerns or ideas. By facilitating collective initiatives and 

projects, the platform can foster a sense of common purpose and enhance civic spirit and 

social responsibility. Thirdly, the platform can challenge the routine of everyday 

movement and inhabitants’ habitual interactions with the city. By encouraging walking 

and by employing location-aware technology, the platform can increase awareness of the 

city and of how one ordinarily uses its spaces, and open up alternative (and potentially) 

more sustainable possibilities. An enhanced awareness can facilitate aspects usually taken 

for granted, such as features of the city shaping (including limiting) everyday movement, 

to be noticed and expressed, in turn encouraging the user to be an active participant in the 

city.

9.4 Expanding on the research flndings: broader contributions

Urban Spacebook emerged from employing mobility practices and experiences -  an 

everyday mobilities lens -  as a way to investigate how a more sustainable city might be 

achieved. As a conceptual framework, this represents an alternative to mainstream 

approaches in environmental policy-making, which tend to be quantitative, measurable 

and focused on achieving concrete solutions to sustainability challenges, e.g., the ABC 

(attitude-behaviour-choice) framework discussed in Chapter 2. Nevertheless, this thesis 

took the stance that sustainable development is a process rather than an end-goal. From 

this perspective, obtaining the (inter)active participation of the wider public is seen to be 

an important pre-condition for this process to be successful. Urban Spacebook illustrates 

the potential of this way of re-framing the problem at hand. Moreover, it indicates a 

significant aspect of originality of the thesis, which consists in how ICT could be 

employed for enhancing sustainability in cities. Rather than using it only to gather and 

count data, technology can become a tool for a collaborative production of knowledge for 

the city, which brings together city inhabitants and city decision-makers through 

interactive, ongoing and proactive processes. Beyond the present role of mere data- 

generators, as emphasized in many citizen-sensing initiatives, the platform offers 

opportunities for ordinary inhabitants to become part of the important process of 

knowledge production about current urban spaces and their future development.
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The following sections expand on these considerations and also on some of the findings 

synthesised previously, which are considered to be the most significant in the context of 

current debates in the research fields forming the background of this thesis. This is done 

by discussing the broader contributions made by this research, which are methodological 

and conceptual -  the process that led to Urban Spacebook and the wider implication of its 

concept.

9.4.1 Methodological contributions: spatial/technological experimentation and 

qualitative GPS-mapping

A first methodological contribution consists in the experimental nature of the overall 

research approach, which combined quantitative, qualitative and spatial methods in order 

to investigate inhabitants’ everyday movement and experiences of the city. An important 

part of this approach was the combination of spatial and technological aspects with 

qualitative and reflective methods as a way of eliciting and representing data on everyday 

movement and city experiences. This process was undertaken at two levels -  individual 

and collective. As noted previously, the hybrid diary study, which included self-GPS 

tracking, photography and text, took the role of eliciting and representing these 

experiential data at an individual level. The spatial experiments, which involved the use 

of locative media and collaborative online mapping platforms, investigated possibilities 

for conducting a similar process of data collection and representation on a broader scale -  

a collective level.

The hybrid diary study indicated the value of enhancing awareness of participants’ 

surroundings (e.g., everyday routes) when seeking experiential data. The spatial 

experiments expanded this notion further, particularly through conducting the urban 

awareness experiments. These were aimed at accessing aspects of everyday mobility 

practices, which may already be experienced but in an unconscious way thus making 

them difficult to be expressed. In doing this, the research advances Halprin’s ‘City M ap’ 

method ”, which was developed to stimulate people’s direct interaction with, and 

enhanced awareness of, the environment in order to access its non-representational 

features (Merriman, 2010). This research explored a similar approach by using 

contemporary technology (i.e. GPS tracking). However, rather than being provided with a 

map as in Halprin’s ‘Experiments in the Environment’, the participants could draw their

This is discussed in Chapter 7.
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own m aps of the area of the experim ent, by using a tracking app. An im portant aspect of 

this m ethodological advance is the alternation betw een spatial/physical and 

technological/virtual features o f the digital prototype developed during the first stage o f 

the spatial experim ents. This consisted in investigating a series o f walks as m ethodology 

-  a way to provoke, access and represent experiential data and also as de-constructions o f 

experiential aspects that could be transposed into digital features by em ploying locative 

media.

A further m ethodological contribution, which is related to the above, consists in the use of 

G PS-based maps beyond their quantitative aspects. The diary study was im portant for 

bringing up their qualitative value. It indicated that GPS m aps can also take a non- 

representational role when discussing urban space and its experiences -  som ething noted 

in the case of photographs (e.g., Latham  and M cCorm ack, 2009). D uring the post-diary 

discussions, the m aps encouraged reflection; they enriched the discussion, prom pted 

m em ories and narratives, and even took m etaphorical m eanings (e.g., shape o f a car). 

G PS-based maps are seen therefore to offer opportunities for representing qualitative, 

abstract data in a m eaningful and practical way that is visual rather than quantitative. For 

exam ple, they can provide new ‘m etrics’ regarding the sustainable developm ent o f the 

city. This aspect was brought up in the research by visually representing overlaid GPS 

tracks (seen as ‘lines o f desire’) and geo-tagged photographs and com m ents (seen as 

‘energy points’). At present, only quantitative, m easurable data is em ployed to m onitor 

the c ity ’s progress, for exam ple in relation to energy consum ption or m odal split to work, 

school or college (e.g., DCC, 2012a). Furtherm ore, these m aps reflect an interactive 

process, which is collaborative (i.e. betw een the researcher and the diarist) and 

participatory (i.e. they require the d iarist’s participation in order to be traced). W hile this 

can be found in locative m edia art practice (e.g., Polak et al., 2002, W ood, 2010), as a 

research m ethod it indicates that GPS m aps can enhance participation and foster an 

em pow erm ent o f the participants in the research process, which adds to sim ilar 

observations regarding solicited diaries and photographs (e.g., M illigan et al., 2005, 

Bijoux and M yers, 2006, M eth and M cClym ont, 2009, M yers, 2010).

9.4.2 Conceptual contributions: a ‘collaborative production’ of the city

At a conceptual level, this research has em ployed the notion o f m obility as a 

‘conversation starter’ -  an im portant aspect o f everyday life that can bring inhabitants
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together in discussing and co-producing the city. Besides allowing a common starting 

point for expressing and sharing experiences of the city and movement through it, 

mobility is also conceptualized as a tool that can facilitate a re-drawing of the city from 

the perspective of its inhabitants. By using GPS tracking technology, inhabitants can 

produce new, user-generated maps of the city. While GPS technology has already been 

used in tracing city maps with the help of inhabitants, for example in the collaborative 

OpenStreetMaps project, this research suggests a new purpose for its use. Sharing 

mobility experiences and drawing city maps can become part of a process of engagement 

between ordinary city inhabitants and city decision-makers, aimed at rebalancing power 

relations and at placing inhabitants in a productive capacity.

The Urban Spacebook concept reflects this kind of engagement process. It outlines a 

framework for a new form of urban governance, which is based on a collaborative, open 

and iterative process. This conceptualization is inspired by open source approaches, 

which place an emphasis on collaborative forms of production rather than consumption. 

From this perspective, city inhabitants are seen as co-producers of the city together with 

city decision-makers, and not as mere consumers (e.g., of services, resources). Inhabitants 

can become active participants in the development of the city, by sharing the city’s 

quintessential (yet very little known) aspects -  what city living is about and how it is 

experienced in daily life. A city map ‘drawn’ by people’s movement and ‘coloured’ with 

their everyday life experiences can offer a very different image of the city and of 

inhabitants’ needs than those drawn up by city planners. Moreover, expanding on the 

notion of GPS-drawing (Wood, 2010), such maps can become a way of critically 

engaging the inhabitants in the development of the city. For example, its visual qualities 

(e.g., concentrations of traces, energy points) can be employed to draw attention to spaces 

that have been neglected and make visible potential solutions, as envisaged and needed by 

the inhabitants and users of those spaces.

Related to this, the research brings back into focus Lawrence Halprin’s concept of a 

‘common language’ between city inhabitants and city decision-makers (Halprin and 

Burns, 1974). The platform put forward in this thesis offers a space that has the potential 

to facilitate the emergence of a ‘common language’ by using technology as a tool, or 

mediator. Rather than being consensus-focused (e.g., deliberative democracy, 

communicative planning) or conflict-oriented (e.g., radical democracy, activist bottom-up
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m ovem ents), the relationship betw een city inhabitants and civic leaders is conceptualized 

here as dynam ic, netw orked and spatial-experiential (i.e. experiences o f spatial 

interactions with the city). This conceptualization is inspired by contem porary form s of 

social netw orking; the enhanced interaction betw een people and their environm ents 

offered by location-aw are technologies; and the visual and dynam ic GPS data 

representations with tradition in the locative m edia art field.

In light o f these considerations, this research puts forw ard the notion o f ‘collaborative 

production’. In relation to cities, this advances the discussion from  inhabitants as 

consum ers o f resources to inhabitants as (co)producers o f resources (e.g., experiential 

data). W hile the term  ‘consum ption’ im plies a negative form  o f contribution (i.e. by 

detracting from existing and lim ited resources), the em phasis on ‘production’ places city 

inhabitants in a positive role (i.e. by adding to collective resources, such as subjective 

urban knowledge). In this context technology offers opportunities for opening up the city 

-  its spaces and infrastructures -  so that inhabitants can re-engage with it and becom e 

active co-producers in its developm ent, together with city decision-m akers. W hile ‘smart 

c ities’ approaches tend to focus on inhabitants as consum ers, this research argues for the 

use o f technology as an enabler for a collaborative production and governance o f the city 

and its resources. It is acknow ledged that ‘collaborative production’ approaches need to 

include m ore traditional form s o f engagem ent (e.g., face-to-face), and should be pursued 

in parallel with education program m es (e.g., civic and environm ental education, com puter 

and internet skills) and social justice m easures. Such m easures are essential in order to 

offer opportunities for equal access to decision-m aking processes. Indeed, for a ‘com m on 

language’ to em erge, a m ultitude o f engagem ent tools is required, together with a process 

o f continuous (and interactive) learning for both ordinary inhabitants and city decision

makers.

9.5 Policy recommendations

In addition to the m ethodological and conceptual contributions discussed above, the 

research findings have a num ber o f policy im plications. These can be grouped into four 

main areas: the usefulness o f experiential data; the im portance o f city inhabitants’ active 

engagem ent; the im portance o f contextual factors when developing policies that impact 

on everyday life; and the role o f technology-enabled experim entation in the sustainable 

developm ent o f the city.

205



Experiential data

The research shows that people’s everyday mobility is shaped not only by spatial aspects 

of the urban environment, but also by their personal interpretations of these aspects (even 

if not always firsthand), e.g., experiences, perceptions or biases regarding routes or city 

areas. It also indicates that the same space may be seen, used and known very differently 

by different people, and that experiences of movement and interactions with daily spaces 

(e.g., routes) can have broader spatial implications. For example, negative experiences or 

perceptions of a route can expand to, and affect, its wider surrounding area and 

consequently impact on how this area is used through the practice of everyday mobility. 

In turn, this may result in areas or routes that are intensively used and others that are 

avoided or traversed at higher speeds (e.g., by car rather than on foot).

From an urban policy perspective, having access to experiential data (e.g., data on 

everyday movement and city experiences) can offer opportunities for better defining the 

issues that need to be addressed and for developing solutions with longer-term effects. 

This research has identified a number of issues that may be addressed by having 

knowledge on how the spaces in-between are experienced (e.g., in addition to quantitative 

data related to points A and B). For example, such knowledge can add energy and 

meaning to spaces that may be avoided, by enriching them with the personal experiences 

of those who use them. Secondly, it can increase awareness of other possibilities, such as 

alternative routes and modes, in a non-authoritarian, peer-to-peer way. Thirdly, it can 

make routes feel more interesting, as providing only the infrastructure (e.g., pedestrian 

links) does not imply that it will be successfully used. Finally, experiential data can 

reflect most accurately the specificities of a city -  those features that make it different 

from other cities and that can enhance a real sense of its identity.

However, as discussed later in the chapter, there are two main challenges that remain to 

be addressed. The first has already been mentioned and refers to how experiential data 

might be collected. This implies a need to first provoke such data to come to the surface 

in order to be shared, and also that both the process and the purpose for collecting such 

data are positive (e.g., the diarists were asked for city details meaningful to them). The 

second challenge refers to representing experiential data in a practical and meaningful 

way, which can contribute to improving the development of the city. The platform 

proposed in Chapter 8 opens up opportunities for how these challenges may be addressed.

206



Yet, more work is required in order to fully explore the potential of the platform and test 

it in real situations, beyond the academic environment.

City inhabitants’ role and engagement

As noted previously, the research shows that mobility practices are dynamic and shaped 

by many personal factors. This makes them difficult to predict (e.g., based on quantitative 

data), which confirms that ‘predict and provide’ policies are unlikely to achieve the 

changes needed for the sustainable development of the city. Moreover, it brings up the 

need for a dynamic and interactive approach to urban development and policy-making, in 

particular regarding aspects of the city that are directly related to people’s life and its 

quality (such as mobility). Rather than being consulted at particular moments in the 

development of policies and plans, a dynamic approach needs to shift the focus from the 

end-goal (e.g., the plan) to the process of engagement of the inhabitants, which offers 

opportunities for longer-term effects. Indeed, sustainable development is ultimately a 

process rather than an end-goal or outcome (e.g., Davies, 2012). The interactive aspect of 

the suggested approach refers to facilitating opportunities for inhabitants to become active 

producers, rather than passive consumers (the current state). Acting in this role, 

inhabitants are involved in the input (e.g., problem definition), the output (e.g., solution) 

and also the process in-between -  an iterative process of co-producing the city with the 

city decision-makers.

For example, the research has shown that negative experiences of bad planning (i.e. not 

suited to inhabitants’ needs) can have important unsustainable consequences, in terms of 

both mobility practices and spatial development patterns. In order to address this 

challenge it is important to engage inhabitants in a dialogue about what kind of 

environments -  and city -  they want to live in. This needs to include opportunities for 

reflection and enhanced awareness, in order for people to better understand the 

deficiencies, qualities and potential of their environments. Moreover, it needs to be 

complemented by measures concerned with achieving greater social justice and 

inclusiveness, aimed at facilitating the meaningful participation of all inhabitants in the 

development of their city.
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Contextual factors and everyday life policies

The research shows the importance of contextual factors (e.g., social, cultural, political 

and economic) when developing policies that impact on everyday life. As already noted, 

addressing mobility issues, for example, is not straightforward and not only about 

quantitative or spatial measures, which can actually have opposing, unsustainable 

consequences (e.g., improved traffic flow might encourage more driving). People’s needs 

regarding residential accommodation are also context-dependent, and this represents 

another significant factor in the sustainable development of the city. This calls for a better 

understanding of people’s needs when developing policies -  what are perceived to be 

important qualities of their environment rather than assumptions of what these may be, or 

transposing pre-defined models of urban development without considering contextual 

variables. A better understanding and acknowledgement of the context in which policies 

are developed is therefore essential.

From a policy perspective, this indicates a need for a holistic and integrated approach to 

city development, which adopts a suite of different but coherent measures. Indeed, the 

research points out that no one measure can, on its own, address the complex challenges 

of sustainable urban development. A number of potential measures have been identified 

by conducting the research, particularly in relation to the individualistic stance noted 

earlier in the chapter. Among these, an important measure relates to the perceived lack of 

democracy at the local level, which has resulted in apathy and cynicism among city 

inhabitants regarding their participation in urban decision-making processes. This may be 

addressed by a more transparent, dynamic and interactive approach to city development, 

as discussed in the previous section. Moreover, education and lifelong learning initiatives, 

which focus on civic and environmental aspects of the city, offer opportunities for 

shifting the emphasis from the individual to the collective needs. Measures are also 

needed to facilitate positive governance spaces, through which multiple actors can come 

together in a non-adversarial, open way. This has the potential to enhance civic spirit and 

offer an enhanced sense of identity at a collective city level. However, such measures 

imply long-term actions, and changes in time-frames and approaches to city development 

among policy-makers, including a move from short-term, concrete goals to long-term and 

potentially abstract processes.
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The role o f  technology-enabled experimentation

W ithin the w ider process o f city developm ent, there is also a need for practical m easures 

(and tools) that can facilitate the developm ent process to take place in a sustainable way. 

As indicated by this research, technology-enabled experim entation can have an im portant 

role in this context. However, it has also been shown that such approaches need to be 

com plem ented by opportunities and spaces for reflection in order to foster an enhanced 

aw areness o f the city and the relationship with other city inhabitants, which in turn can 

have longer-term  (and more positive) effects. For exam ple, the research indicates the 

value o f GPS technology, including G PS-based m aps and data visualisations, in 

aw areness-raising processes that focus on experiential data. Such m aps can open up the 

engagem ent process by m aking people’s contributions visible, in a more personal rather 

than a detached way (e.g., one-w ay inform ation exchange via w eb-based channels, which 

do not allow  for dialogue with, and among, users). The m aps explored in this research 

offer opportunities for peer-to-peer learning and an enhanced aw areness o f the city, by 

sharing experiences and know ledge from a personal perspective. In addition to opening 

up the engagem ent process, the research also indicated the need to open up the city itself 

to being co-produced by its inhabitants together with the city decision-m akers. The city 

W i-Fi infrastructure is considered to have an im portant role in this context, as it can 

enhance an interactive process (this can be illustrated with the location-based ‘citizen 

panel’ outlined in Chapter 8, section 8.2.2).

In parallel w ith developing practical m easures, it is also im portant to have fram ew orks in 

place that guide these experim ents and how technology is used w ithin them. A fram ew ork 

allows different m easures and tools to com e together in a coherent, integrated way, which 

was noted previously to be an essential prerequisite for addressing the com plexities of 

sustainable urban developm ent. Urban Spacebook is an exam ple for how this could be 

achieved. By establishing broader principles (e.g., positive engagem ent, openness, 

transparency, productive capacities for inhabitants), the platform  offers a fram ew ork that 

opens up opportunities for experim entation and the developm ent o f various tools (e.g., the 

m ap-based w ebsite and m obile application contained by its prototype). M oreover, the 

platform  em erged from  a collaborative and participatory process, which com bined the 

views o f both ordinary city inhabitants and city decision-m akers. This is im portant in
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order to allow inhabitants to be involved also in the process in-between (i.e. the 

development of the engagement tool) and not only in the input/output.

Nevertheless, as noted previously, it is essential to develop a wide array of tools for 

engagement as part of such frameworks, which do not focus exclusively on technologies 

that may not be within the reach of all city inhabitants, e.g., smartphone. For example, the 

map-based platform put forward in this thesis can be easily integrated with off-line tools 

such as on-street surveys, mapping workshops or temporary art exhibitions that display 

the collaboratively created maps. Moreover, it is also important to offer opportunities for 

the necessary knowledge to be acquired so that marginalised groups in society can also 

have access, and contribute, to urban decision-making processes.

9.6 Future work

In light of the above discussions regarding the contributions and implications of the 

research presented in this thesis, a number of future developments can be identified. In 

addition to the suggestions made in the previous policy sections, future work could 

include areas such as: governance and learning; and urban mapping and interactive art.

Governance and learning

The proposed platform, Urban Spacebook, illustrates the type of engagement considered 

to be needed in order to bridge the current gap in the governance of city development. 

However, while it opens up opportunities for achieving this, the limited resources of a 

PhD project did not allow for the concept to be developed and tested beyond its prototype 

stage. Future work, therefore, relates principally to developing the platform further, 

prototyping it in different locations and contexts, and experimenting with different types 

of data, visualisations, applications and also business models (e.g., to fund the running of 

the platform). The latter is particularly important as the aim is that the platform and 

associated work remain independent (e.g., not dependent on a city council or a profit- 

oriented business), so that a critical stance can be maintained. However, while being part 

of a funded academic project allowed for this to take place during its conceptualization, it 

is envisaged that it will be a more difficult endeavour outside academia.

In relation to developing the platform further, both conceptually and practically, some of 

the questions that remain to be addressed include the following:
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H ow m ight the proposed  fo rm  o f  engagem ent take p lace  in a real situation? What 

m ight contribute to its success or fa ilu re?  Further developm ents and testing are 

required in order to address the challenge o f provoking engagem ent in real situations, 

beyond the academ ic environm ent. Aspects such as individualism , and cynicism  and 

negativity regarding public participation rem ain significant challenges, which need to 

be further explored. M oreover, it is also im portant to investigate ways o f eliciting 

experiential data em bedded in everyday life practice, which do not require the 

researcher to act as mediator.

How m ight mobile technology fo s te r  spaces that allow  a collaborative fo rm  o f  

production and governance o f  the city and its resources? What m ight be the problem s  

that arise when technology is used as a m eans to create these spaces?  W ork is needed 

to identify and address potential issues, such as ‘Big B rother’ form s o f surveillance, 

the vulnerability o f online databases (e.g., data privacy), the possibility that data may 

be used for m alicious or powerful interests, and that the platform  m ay be 

predom inantly used by vocal, un-representative, groups o f inhabitants to the detrim ent 

o f others. Rather than enhancing urban dem ocratic processes, such potential negative 

applications illustrate the risk o f reinforcing or even enhancing existing pow er 

relations and technology-based inequalities. At the sam e tim e, the am bivalence in 

term s o f positive or negative outcom es o f potential re-appropriations also needs 

further consideration, as is could represent an indicator o f the success or failure o f 

tools such as that proposed in this thesis.

H ow m ight learning take place within these spaces? H ow  m ight technology facilita te  

an ongoing, lifelong civic and environm ental learning process?  Further 

experim entation is needed in order to explore how an enhanced aw areness and 

engagem ent with the city and other inhabitants can be fostered. This m ay indicate 

how a m ove from individual to collective concerns and values could be achieved, 

including the types o f data and form s o f com m unication that m ight encourage this 

transition.

W hat is the importance o f  contextual and  local specificities when developing these 

spaces?  There is a need to experim ent with the concepts put forw ard in this thesis in 

different city and country contexts. For exam ple, the type o f engagem ent suggested in 

this thesis may be more successful in certain socio-cultural, political and econom ic



contexts. Further work could also indicate how the proposed concept might expand 

and how the learning associated with the process of experimentation might be 

collected and shared in order to inform other initiatives (e.g., re-appropriations and re

mixes that suit local specificities and needs).

•  How might the problems that arise by focusing on mobility be addressed? The 

platform as presented in this thesis places an emphasis on mobility as a ‘conversation 

starter’, which may create additional inequalities regarding those who can engage 

through it. Future developments need therefore to include aspects of immobility and 

the ways in which the city enhances or addresses them.

Urban mapping and interactive art

The research explored various forms of urban mapping, methodologically and 

conceptually. For example, it showed the methodological value of mapping the city from 

a ‘bird’s eye’ view to an ‘on-street’ view, and it explored alternative ways of visually 

representing the city from the perspective of its inhabitants and of their movement, by 

using pervasive technology (i.e. locative media and collaborative mapping platforms). At 

the same time, the urban awareness experiments discussed in Chapter 7 indicated the 

value of collaboration among different fields of knowledge and practice, such as digital 

media art, in projects that deal with the interface between urban space, technology and 

public engagement. While ‘creativity’ has become a common denominator in recent 

urban policy initiatives (discussed in Chapter 3), art and working with artists in areas 

concerning urban sustainability can be significant. Rather than being elitist and business- 

oriented, such collaborations can have positive, inclusive, egalitarian and democratic aims 

(e.g., Anna and Lawrence Halprin’s interdisciplinary work).

Future work related to exploring alternative forms of urban mapping could focus on the 

following questions:

• How might technology be used to open up the ‘back door’, hidden or unknown city? 

More work could be done in relation to exploring maps and mapping approaches that 

do not follow typical Cartesian coordinates. Alternatives could include forms of 

experiential urban mapping that augment the in situ experience and encourage a re

discovery of the city (e.g., unknown resources).
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•  H ow m ight experiential, em otional or sensorial aspects o f  the city he elicited and

visualised?  Further developm ents are needed to explore ways o f provoking and

facilitating the expressing and sharing o f know ledge accum ulated through everyday 

practice, including non-representational aspects o f the urban environm ent. 

M indfulness practices, e.g., m indfulness m ediation, as m ediated by m obile technology 

could be explored as a potential way of re-engaging inhabitants with the city by 

breaking the routine o f everyday m ovem ent. These practices encourage an enhanced 

awareness o f oneself in space and positive interactions with the environm ent and 

others, while offering opportunities for living in m ore engaged and less ‘au to-p ilo t’ 

ways. This also requires alternative form s o f representing such data (e.g., non- 

Cartesian, experiential).

•  H ow m ight the concept o f  GPS drawing he extended to becom e a tool em ployed by

city inhabitants in their critical and active engagem ent with the city and civic

leaders?  In view o f undertaking governance experim ents aim ed at sparking 

controversy and showing that other ways may be possible, future work could involve 

GPS drawing as an interactive art form  (i.e. inhabitants playing a role in the input, 

output and the process in-between). The artefact created through the collaboration and 

participation o f the public could becom e a tool w ithin a broader engagem ent 

fram ew ork, which allows a critical, yet positive engagem ent betw een inhabitants and 

civic leaders regarding the developm ent o f the city.

•  H ow m ight interactive art fo rm s (e.g., G P S-based but not exclusive to GPS drawing) 

facilita te  the politica l engagem ent o f  individuals and  com m unities with the challenges  

posed  by clim ate change in cities?  Future developm ents could be m ade in relation to 

the value o f interactive art in challenging the status quo. This could place an em phasis 

on em otions and feelings beyond rational cognition as a w ay to reduce the value- 

action gap -  or the inability to believe in abstract (rather than concrete) challenges, 

such as clim ate change.

9.7 Final reflections

This transdisciplinary thesis used an experim ental m obility-focused approach to 

investigate sustainable city developm ent. It explored a process o f eliciting proactive and 

ongoing engagem ent betw een city inhabitants and decision-m akers in the developm ent of 

the city, which is an essential step in order for developm ent to be sustainable. A lthough
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based on research conducted in Dublin City, many of the issues raised resonate with 

meta-challenges faced by cities globally. It is considered therefore that a similar 

approach, elements of it or context-specific re-appropriations of the concepts put forward, 

can be employed to examine ways of achieving sustainable city development in other 

locations and to advance research in the fields of urban and mobilities studies.

The thesis has also shown that discussions about urban sustainability ultimately (and 

necessarily) imply discussions about urban democratic processes and governance. Energy 

and water consumption or traffic congestion are important and real challenges that 

contemporary cities need to address. Yet, the discussion about sustainability is much 

broader, and it needs to be open and transparent -  like cities should also be, cities 

representing the forum where these conversations are most likely to take place. In doing 

so, it is important to offer opportunities for city inhabitants to co-produce, together with 

the civic leaders, a shared vision for a sustainable city. As illustrated by Urban 

Spacebook, inhabitants’ engagement needs to be based on interactive and collaborative 

city-making principles rather than on centralized and depoliticized city management 

approaches. Although not claimed to be a silver bullet for achieving urban sustainability, 

the form of urban governance proposed in this thesis has at least the potential to provide 

the conditions for cities to become more resilient in view of the imminent global 

challenges they face.
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Appendix I -  Survey

The survey represented the first stage o f the research. It was aim ed at obtaining an 
overview  of mobiUty practices o f people worlcing or studying in TCD (the study base) 
and at identifying a database o f participants for the subsequent in-depth stages. Its design 
is presented in Chapter 4 and its findings are discussed in Chapter 5. In C hapter 5, focus 
is placed specifically on the survey respondents living in D ublin City, the study area, and 
on those findings that led to the direction of research taken in the subsequent interviewing 
stage. This A ppendix contains the questions included in the survey and exam ples o f data 
analysis using SPSS software (the results include all survey respondents).

i. Questions included in the survey

This survey is part o f  a PhD study included in the UCD/TCD Programme in Sustainable 
Development (a Graduate Research Education Programme funded  by IRCSET/IRCHSS). 
My research is aimed at gaining a better understanding o f how people move around 
Dublin and how they experience the city. Alongside, I will also be looking at the potential 
o f citizen involvement in decisions regarding the city, including ways in which this could 
be achieved.

This questionnaire is divided into fo u r  sections. In order not to take too much o f  your 
time, no open-ended questions have been included. However, at the end o f  each section 
you have the option o f sending me your comments, which I would highly appreciate.

The completion o f the questionnaire is on a voluntary basis and each participant has the 
right to withdraw and to omit individual responses. The information you will provide will 
give me an overview o f the mobility practices o f people working or studying in Trinity 
College (TCD), while also form ing an essential base fo r  the subsequent in-depth stage. 
Should you be interested in participating in this further stage o f my study, please include 
your contact information at the end o f the survey. I f  you wish to have more information 
about my research and the results o f this study, please email me at: baibarac@ tcd.ie.

I appreciate your participation and please remember that this questionnaire is fo r  
research purposes only and therefore any information provided will remain strictly 
confidential. I f  published, the data will not be identifiably linked to any individual.

Section 1

This section is aimed at obtaining general information about your trips between your 
residence and TCD.

S lQ l*^ W here do you live?

^  Dublin City 
P Dun Laoghaire Rathdown County

D ublin  C ity , D u n L aoghaire R athdow n, South D u blin  and F ingal are part o f  D ublin  R eg ion , w h ile  
K ildare, W ick lo w  and M eath add to these to form  the G reater D ublin  Area.
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c South Dublin County
c Fingal County
c Kildare County
c Wicklow County
c Meath County
c Other: 1

S1Q2 How long have you lived at your current address?

c Less than 1 year
c 1-2 years
c 2-5 years
c 5-10 years
c More than 10 years
c Other: 1

S 1Q3 Do you have a car?

^  Yes 

C  No

S1Q4 How often do you travel to TCD?

Once a week
P 2-4 times a week
P More than 4 times a week

^  Other: I
S1Q5 What is the mode of transport you generally use when you travel to / from TCD? 
Please refer to the mode o f transport you use in the majority o f times, e.g. if  you travel to 
TCD five times a week, you could refer to the mode you use at least three o f those days. 
Please tick 'combination o f modes' if  you generally use more than one mode in one trip.
c Rail
c Bus
c Car
c Bicycle
c Foot
c Combination of modes
c Other: 1
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S1Q6 Does your mode choice change with the weather, e.g. summer / winter?

^  Yes 

C  No

^  Other: I

S1Q7 How long does your trip to TCD generally take you? Please refer to the time it 
takes you door-to-door, in the majority o f times.
c Less than 15 minutes
c 15-30 minutes
c 30-45 minutes
c 45-60 minutes
c 60-90 minutes
c More than 90 minutes
c Other: 1

S1Q8 How does this time correspond to your trip back? Please refer to the time it takes 
you door-to-door, in the majority o f  times.
P It takes me the same time.
P It takes me less time.
P It takes me more time.

^  Other: I
S1Q9 Is your route to TCD the same as your route back?

^  Yes 

^  No

^  Other: I

SIQIO Do you regularly make any stops on your way to / from TCD? This question 
refers to stops other than those needed fo r  changing /  waiting fo r  modes o f transport.

^  Yes

^  No

^  Other: I

S l Q l  1 How often do you make these stops?
P Once a week
P 2-4 times a week
P More than 4 times a week

^  Other: I
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If you wish to make any comments in relation to this section, please use the space in the 
paragraph below.

Section 2

This section is aimed at form ing an overview o f your other, non-commuting trips, such as 
those fo r  shopping and various recreational activities. Please respond only in relation to 
those activities which you pursue in Dublin Region.

S2Q1 When would you mainly pursue the following activities?

Food shopping

During the week

c
At the weekend

c
Both

c
Non-food shopping c c c
Eat / go out c c c
Attend cultural events c c c
Sports / outdoor activities c c c
Visit friends / family c c c

S2Q2 How often would you generally pursue these activities?

Once a Twice a Once a 2-4 times a
More than 
4 times a 
weekmonth or less month week week

Food shopping c c c c c
Non-food
shopping c c c c c
Eat / go out c c c c c
Attend cultural 
events c c c c c
Sports / outdoor 
activities c c c c c
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Once a Twice a Once a 2-4 times a
month or less month week week

Visit friends I ^
family

More than 
4 times a 
week

S2Q3 What is the main mode of transport you would generally use to reach the locations 
of these activities?

Car Bus Rail Bicycle Foot

Food shopping c c c c c
Non-food shopping c c c c c
Eat / go out c c c c c
Attend cultural events c c c c c
Sports / outdoor 
activities c c c c c
Visit friends / family c c c c c

S2Q4 How far from your home would you say you generally have to travel on each 
occasion?

Less than 
1km

l-2km 2-5km 5 -10km
More than 
10km

Food shopping c c c c c
Non-food shopping c c c c c
Eat / go out c c c c c
Attend cultural events c c c c c
Sports / outdoor 
activities c c c c c
Visit friends / family c c c c c
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If you wish to make any comments in relation to this section, please use the space in the 
paragraph below.

Section 3

This section is aimed at getting your overall opinion on your current travel options, 
environmental issues and the level o f public involvement in city decision-making.

S3Q1 When you decide what travel mode to use, what do you mostly think about? You 
can tick more than one option. Please add anything else that may be relevant to you and 
has been omitted, under 'Other'.
r Privacy
r Safety
r Family
r Weather
r Environment
r Scenery
r Money
r Time
r Autonomy
r Status
r Health
r What my friends do
r Other: 1
S3Q2 How satisfied are you in general with your travel mode options? 1 - least satisfied; 
5 - most satisfied. Please note that 'Shopping' includes both food and non-food shopping 
activities, and that 'Recreation' includes activities such as eating /  going out, attending 
cultural events, pursuing sports /  outdoor activities and visiting friends/ family.

1 2 3 4 5

Commuting C  C  C  C  C

Shopping C  C  C  C  C
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1 2  3 4 5

Recreat ion C  C  C  C  C

S3Q3 In an ideal situation, what mode of transport would you like to use for your trips? 
Please note that 'Shopping' indudes both food  and non-food shopping activities, and that 
'Recreation' includes activities such as eating /  going out, attending cultural events, 
pursuing sports /  outdoor activities and visiting friends/fam ily.

Car Bus Rail Bicycle Foot

Commuting c c c c c
Shopping c c c c c
Recreation c c c c c

S3Q4 Which of the following options would make a difference to your daily travel 
experience in Dublin? You can tick more than one option.

More / cheaper parking in city centre

^  Reduced / restricted car traffic in city centre

^  Improved public transport network and services

^  Cheaper public transport

Improved cycle paths and cycling network

^  Improved footpaths

^  Lively streets

^  More trees / parks along your route 

Improved lighting along your route 

Improved signposting 

Live in the city centre 

^  Live close to public transport links

Other: I

S3Q5 How interested would you be in finding out about the environmental impact of your 
travel decisions?
P Very interested
P Interested
P Not interested
P I have no opinion
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S3Q6 Do you think that having information about the environmental impact would 
influence your decisions?

^  Yes 
P Maybe

C  No 
P I have no opinion

S3Q7 Do you think that the public, currently, is sufficiently involved in decisions 
regarding the city? This question refers to decisions such as the provision o f services, 
facilities and amenities.

^  Yes

^  Maybe

^  No 
P I have no opmion

S3Q8 Do you think that the public's involvement is/could be valuable for such decisions? 
This question refers to decisions such as the provision o f services, facilities and 
amenities.

C  Yes 

^  Maybe 

C  No 
P I have no opmion

S3Q9 Would you like to be more involved in decisions regarding the city and/or 
neighbourhood you live in?

^  Yes 
P̂ Maybe 

C  No 
P I have no opinion

If you wish to make any comments in relation to this section, please use the space in the 
paragraph below.
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Section 4

This section is aimed at obtaining an oven iew  o f the backgrounds and life stages 
participants are at and therefore some personal questions will be asked. Please remember 
that there will be no retention o f  personally identifiable information linking you to your 
answers.

S4Q1 What is your gender?

^  Male 
P Female

S4Q2 What is your age?
P 19 or younger 

^  20-24

^  25-29 

^  30-39
C 4o_49

^  50-59

^  60-69

^  70 or older
P 1 prefer not to answer

S4Q3 Why do you attend TCD?

^  Work 
P Study - undergraduate
P Study - postgraduate

^  Other: I

S4Q4 If you have children, what ages are they? The columns indicate the number of 
children in each age group.

1 2 3 4+

less than 1 year c c c c

1-4 years c c c c

5-9 years c c c c

10-14 years c c c c

15-18 years c c c c

19-23 years c c c c
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1 2 3 4+

over 23 years C  C  C  C

Thank you for your time.

This survey will be followed by workshops and interviews, forming part of the in-depth 
study which I will conduct during my research. I am very interested in finding out more 
about people's personal experiences related to their daily movement in the city. If you are 
willing to take part in this further stage of my research, please fill out the form below with 
your details. I would really appreciate your participation and involvement in this project!

Your name (optional)l

Your email addressi

Your contact number (optional)l
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ii. Examples of survey data analysis using SPSS software (the results include all 
survey respondents and not only to those living in Dublin City)

S IQ l -  Place of residence:

3 0 .0% -

«  20  0 % -
3 7 .4%

2 3 .1%

10 .3% 9 7%
7 .4%

3 8% 3 5%2 5 %2 .4%
0 0% -

D u b l i n  D u b l i n D u n South K i l d a r e  W i c k l o w  M e a t h O t h e r
C i t y -  C i t y -  L a o a h o i r e  D u b l i n  C o u n t y  C o u n t y  C o u n t y  C o u n t y
N o r t h  S o u t h  R a t n d o w  C o u n t y

C o u n t y

S 1Q5 -  Travel mode to TCD :

20 0% -

C
0
u
a. 28 1%

2010 0% -

13 0%

5 4%

0 0%-

Q

O

oc
2
E
o

u
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S2Q3 -  Travel mode used for food-shopping:

50.0%-

c
Vu

3B 6%

10 0% '

64% 5 7%
2.7%

0 .0% '

Bicycle FootC a f /  Taxi Rail No answ er

S2Q4 -  Distance travelled for food-shopping:

10 .0% '

17 2%

60%5 3%
3.6%

0 .0% '

Less th a n  1 km 1-2km 2-5km 5-10km M ore th a n No answ er
10km
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S3Q3 (a) -  Ideal travel mode for commuting:

25 0%-

20 0%-

P
e

rc
e

n
t Cr> O I

23 11% 23 9%

10 o%-

17.63%

20 57%

5 0%- 10 11%

4 68%

0.0% 1
C a r

t 1 
Bus Rail B ic y c le

1
Foot

"'1 " 
No a r^sw er

S3Q3 (b)-- Ideal mode for food-shopping:

50 0% -

40 0% -

30 0% -
"c
01
o
c»

44.2%

20 0% -

2 7 5 %

10.0%- 

/S —

69%
9.2%

4 4%

C a r  6us R ail B ic y c le  Foot N« a i^ s w e r
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S3Q1 -  Travel mode considerations:

2000 -

1500-

1.130

500 -

390

177I4D I3Q

1 2 3 4 5 6 7 0 9 10 n  12 13 14 15 16 17 18 19 20 2] 22 23 24 25 26 27 28 29

Legend:

Privacy 1 Speed 16

Safety 2 Reliability /  Frequency 17

Family 3 Reading /  working /  watching videos on laptop 18

W eather 4 Distance (to destination) 19

Environment 5 Carrying shopping /  luggage / sports equipm ent / pet 20

Scenery 6 Car parking availability 21

Money 7 Tired /  not feeling well /  hungry /  shower 22

Time 8 Proxim ity o f stop to final destination (public transport) 23

Autonomy / freedom 9 Efficiency 24

Status 10 Traffic jams (avoiding) 25

Health /  fitness 11 Enjoym ent / pleasure 26

W hat my friends do 12 Alcohol (going out) 27

Convenience /  practicality 13 Car parking fees 28

Com fort / user- friendliness 14 No answer 29

Availability /  ease of access 15
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S3Q7 -  Current level of public involvement in city decision-making

■  Yes
H  M a y b e
■  No

I  h a v e  no  opin ion  
No a n s w e r

S3Q8 -  Ideal level o f  public involvement in city decision-making

I Yes 
I M a y b e  
I No

I h o v e  no opin ion  
No a n s w e r
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Appendix II -  Interviews

Interviews were conducted during the second stage of the research with some of the 
Dublin-based survey respondents. The aim was to identify factors shaping mobility 
practices and the ways in which these factors challenge the achievement of a more 
sustainable city. The interview design is included in Chapter 4, while the findings are 
discussed in Chapter 5. This Appendix gives an overview of the selection process of the 
interviewees, which was conducted between the survey and the interviewing stages; the 
interview guide; and an example of the analysis process using NVivo software. Moreover, 
the Appendix contains the interview themes included in the discussions with DCC 
planners and policy-makers presented in Chapter 3. The aims of conducting these 
discussions were: to establish the ways in which the main themes covered by the thesis 
were understood by these professionals, including the challenges they envisaged for the 
implementation of related policy aims and visions; and to discuss a prototype for the 
proposed engagement platform (included in Chapter 8).

i. Selection of interview participants

Prior to the interviewing stage, a selection process took place, which included those 
participants who had agreed to participate in future aspects of the research project during 
the survey; predominantly walked, cycled or drove to TCD; lived in Dublin City, the 
study area (excluding campus accommodation); and travelled to TCD frequently (i.e. 
minimum 2-4 times a week).

Based on these criteria, 314 respondents were identified (out of the 1214 residents who 
lived in Dublin City). The aim was to interview people who lived in various parts of the 
city, in order to obtain a broader image of Dublin-based mobility experiences. An online 
map (Crowdmap-based) was used for the purpose of obtaining an overview of the 
locations from where the potential participants were travelling to TCD. The 22 
interviewees were selected from among the 130 who indicated their residential locations 
on the map. They were generally selected on the basis of demographic and geographic 
factors. In addition, walkers, cyclists or drivers living in Dublin City who did not respond 
to the online map but had expressed interesting comments at survey stage were also 
included.
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Residential locations o f all potential participants to the interview  stage:

Mobile Cityscapes
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ii. Interviews conducted with selected survey respondents 

Section 1: Overall mobilities and local area information

Did you grow up in Dublin? / How long have you been living in Dublin for?

What is your overall impression about Dublin in terms of mobility?

Ideally, what travel modes would you like to use for getting around the city and why?

How could you describe the area of the city where you live (e.g., amenities, green / public 
space, transport)?

Are there any features you like / don’t like about your area? How do you find that these 
features affect your movements around the area and which routes you take, if at all?

If you had a choice to live anywhere in Dublin, where would it be and why?

Section 2: Journeys to and around TCD

How long have you been based in TCD for (i.e. work / study)?

What is your overall impression about the area where you work / Dublin City Centre?

How could you describe your usual journey to and from TCD?

Are there any features of your trip that you particularly like / dislike? How do you find 
that these features affect your travel to TCD and which routes you take, if at all?

Is there anything in particular that might improve your journeys to TCD?

Section 3: Environmental considerations

How do you find the overall environmental quality of Dublin (e.g., cleanliness, air 
quality, noise levels, green space)? What about that of your own area?

How could you describe your interest in environmental issues?

How do you find the information provided and the initiatives, in Ireland, related to 
environmental issues? Could you give examples of any government initiatives / actions?

What do you generally take into consideration when making your travel decisions?

Section 4: Public participation

How do you find the level of community spirit in your area? Could you give examples of 
areas of Dublin with a strong community spirit?

How do you find the relationship between the local council and the public (e.g., 
communication and consultation)? How do you think that it could be improved?

What do you see as being the public’s role with regard to local issues (e.g., the provision 
of services, facilities and amenities)?

How might public participation be improved (both at local / community and city levels)?
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iii. E x a m p le  o f  in te rv ie w  a n a ly s is  p ro c e s s  u s in g  N V ivo  s o f tw a re  (used  for 
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iv. Interviews with selected DCC planners and policy-makers

Section 1: Needs, challenges and opportunities in relation to the main PhD themes

• Sustainability:
o Perception of Dublin City at present
o Ideal image / vision of Dublin City
o Main changes needed in order to achieve this; challenges and opportunities

• Mobility:
o Perception of overall mobility in Dublin City at present
o Ideal forms of movement in Dublin City
o Main changes needed in order to achieve this; challenges and opportunities

• Public engagement:
o Forms of public engagement employed in current projects
o Challenges encountered
o Remaining needs to be addressed
o Ideal forms of public engagement
o Types of information aimed to be obtained from the wider public

Section 2: Thoughts, comments and suggestions on the prototype presented

• Features of interest and/or features that would be of interest if incorporated in a 
subsequent iteration

• The usefulness of such a platform in terms of:
o feeding, enhancing or improving urban planning and policy-making tasks
o becoming a tool used on a regular basis or a more experimental / temporary/

periodic basis 
o improving urban sustainability
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Appendix III -  Hybrid diary study

The hybrid diary study was conducted following the interviewing stage with a small 
number of participants who had taken part in all the previous stages, in order to 
investigate experiential aspects of the city and everyday movement through it. Moreover, 
it explored ways of eliciting and representing experiential data. The design of the hybrid 
diary method is included in Chapter 4 and its findings are presented in Chapter 6. This 
Appendix includes an outline of the diary requirements and the toolkit given to the 
participants; examples of diary contents; and an example of analysis of the GPS tracking 
data using ArcGIS Explorer software.

i. Diary requirements and toolkit (this consisted of: a blank diary, a GPS tracking
device and a GPS-enabled digital camera, as shown in the image below)

The diary is intended to he a reportage o f  your week (including the w eekend and days 
ojf). The purpose is to obtain a visual and written image o f  a week in your life, with fo cu s  
on your travel.

The basic requirem ents are the fo llow ing:

•  Time you left your home at, purpose o f  travel and  m ode(s) used
•  A ny stops on the way and purpose
•  I f  you travel alone or in company (even fo r  parts o f  the trip)
• A ny activities during the day (that include travel) and  m ode(s)used
•  Time you return home and mode(s) used

While it is im portant that you note these in your diary, you are encouraged to improvise 
around and extend this basic fo rm a t wherever you like to.

Please include references (written and photographic) to any landmarks, landscapes or 
cityscapes, features, events, or other elem ents which are significant in your daily trips in 
the city. You can also include reflections on how you fe e l  about the various p laces you  
move through, fo r  exam ple where you enjoy being or where you fe e l  unsafe, what fea tures  
you like or dislike, why you use certain m ode(s) and  not others, etc.
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ii. Examples of diary contents:
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iii. Example of GPS tracking data analysis using ArcGIS Explorer software:
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Appendix IV -  Mobile Cityscapes experimental stage

‘Mobile Cityscapes’ represented the second of the two experimental stages discussed in 
Chapter 7, which were aimed at exploring the potential of locative technology and online 
mapping tools to open up the diary process. The specific aim of this second experimental 
stage was to investigate how the interactive aspect of the intended tool for engagement 
might be achieved in practice, including: the effects of sharing one’s own data; 
visualising one’s own movement in the context of others’ traces; and having the 
possibility to comment on, and discuss others’ input. This Appendix includes the 
instructions given to the volunteers who took part in the experiment; examples of group 
and individual pages, and data visualisations, as facilitated by the platform used (i.e. 
EveryTrail and Crowdmap); and an outline of the survey conducted at the end of the 
experiment, in order to obtain feedback from the participants on the experience of taking 
part and the technologies used.

i. Instructions

1. To contribute, you’ll need a Smartphone (iPhone or Android).
2. Create a user account on EveryTrail website (http://www.everytrail.com/) and join 

Mobile Cityscapes Group (http://www.everytrail.com/group/view/48l/mobile- 
cityscapes). You’ll have to use your nickname (user name) on all the other channels 
involved when posting your trip (refer to steps 8 & 9).

3. Download and install EveryTrail app on your phone. When using the app, you don’t 
need to be connected to the Internet but you need to have GPS enabled on your phone 
(this may require that you recharge the phone battery more often than the usual).

4. Use the app to track and annotate any o f your movements through the city during the 
testing period, whether on foot, bicycle, public transport, car, etc.

5. Record each day o f the testing period as a separate EveryTrail trip (the app allows 
you to pause tracking and then continue when you resume your trip).

6. In addition to (or instead of) your usual routes and modes, try to go on discovery 
walks through less known (or unknown) parts o f the city, and at different times o f the 
day (for example, get o ff the bus few  stops before or after your destination and walk 
the rest o f the way).

7. Pay attention to your surroundings and stop when something draws your attention: 
using the app, take a photo and add a note. Is there something that has a positive or 
negative effect on your experience? Have you encountered something unexpected or 
with unused potential? Is there something you might have missed before? (You can 
take short notes while on the move and expand them later, through the website, i f  you 
wish to.)

8. A t the end o f your day, upload your trip from  your phone onto EveryTrail website 
(you’ll need an Internet connection) and save it as your EveryTrail 
nickname_DDMMYY (e.g. mobilecityscapes_260612). Make the trip public and add it 
to Mobile Cityscapes Group (also possible from  the website: your trip/'Edit Story’).

9. Share the trip link on the Facebook Group page (a closed group -  you’ll need to join 
to share: https://www.facebook.com/groups/mobilecityscapes/); if  you have any 
comments regarding your experience, add them to your post. Alternatively, email me 
the link at baibarac@tcd.ie.
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10. Check out what others have shared, and comment on anything that draws your 
attention (you can do this on any o f the channels used: EveryTrail cfe Facehook 
Groups and Crowdmap*). Are there any differences or similarities in your trips and 
experiences? Is there any other trip (or parts of) that you might like to try or that you 
know more about? How does finding out about others’ trips and experiences affect 
your own? Feel free  to have your own ideas about what to contribute.

* Note that it will take a little bit o f time before you can see your tracks in Crowdmap 
(usually, the follow ing day): https://mobilecityscapesl2.crowdmap.com/

ii. Examples of group and individual pages on EveryTrail website

Group page showing trips added by group members and links to individual user pages:

^  ^  M obile C ityscapes Group ^

^  G r t  i i  www,everytrail.com/group/view?group_id=481

F in ished  lectures!
by k ib u t le r

S t e p h e n 's  G r e e n .  I r e la n d  
Vifalking 1.4 k m

Day 5
By tp illa

D ub lin . D ub lin , I r e la n d  
R o a d  b ik in g  2 .5  k m

H U  d  n e v e r  g o  to r  a  w a lk  w itti y o u  to  f a s t  fo r m e  a r o u n d  7 m i le s  a n  h o u r  ?  I
c a n 't  e v e n  d riv e  a r o u n d  th e  city t t ia t  f a s t ;-)

by k ib u t le r F la g
d e l e te

i t t i i n K i w a s  cy c lin g  

b y fp i l la F la g
d e le te
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Individual user page showing dialogue between users and links to the trips they recorded:

kibutler User Profile | Eve' x

C A D  www,everytrail,com/profile.php?user_id=954173

■ S L

I used a pic here also, go here (or breaKfast great place and great value also 
must have the friendliest staft anvwhere! (IVe no connection with them either) 
by kibutler cm Dec 09.2012 at 03 58 06 am

W r it - e  a co itaner.'

kibutler commented on kibutler's picture Admiral Brown . oer
follow kibutler

here it is! never noticed it...
by scrappy87 on Dec 05.2012 at 06 34 07 ar

First upload and some o( the pics didn1 go up for some reason 
by Kibutler . n Dec 09. 2012 at 03 52 a "

W r i t e  a r-m enL

kibutler added a trip to the group Mobile Cityscapes: Finished lectures!

Stephen's Green. Ireland • 1.4 km  
Add to Favorites "follow kibutler
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iii. Examples of data visualisations on Mobile Cityscapes (Crowdmap) website

Categories and ‘energy po in ts’ (the green dots indicate the locations o f photos and/or 
com m ents m ade by the participants):

e f t * mot4ecity5capesl2.crowdmap.com •

£
Mobile Cityscapes Q  SUBMIT A REPO R T

T h is  p r o j e c t  is  a b o u t  c r e a n n g  a n  o p « n  s o u r c * .  t r e e  p ta tto rm  w h e r e  c n y  in h a b i ta n ts  a n d  o th e r  s t a k e h o l d e r s  c o m e  t o g e t h e r  a n d  d i s c u s s  
m o v e m e n t  th r o u g h  th e  c ity , w ith  t h e  a im  to  im p ro v e  th e  c ity  a n d  da lly  e x p e r i e n c e s  o f  It.

HOME R EPO R TS 8UBM{T A REPO R T ABOUT HOW  TO CONTRIBUTE BIG MAP

CATEGO*' 

t|| I  AIL CATESORtES

lUAVF.l MODEL 

^  ^  H  WAtMNG

^
I  *UBIIC TBANŜ OOT

^  DRIvihH

“ ~ c . „  ■
^  H  THINGS OF INTEREST 

I  POItNIIAJ.

PICTURES

VIDEO

600 IK
PEOPlE

I OTHER CaTEOORIE:

Now lo Repof! o
\  Dublin

m
^ >^2010

PRINT A MAP

The possibility o f finding out about other users’ experiences in the proxim ity o f o n e’s 
own geo-located input:

^  C f i M  fnob*eatyscapesl2.crow<3mcpcom ■

Mobile Cityscapes Q  SUBMIT A REPORT

HOME R EPO R TS SUBMIT A REPO R T ABOUT HOW  TO CONTRIBUTE BIG MAP

n» rsa

I n H n l te C i ty  W a l k .6

D e s c r ip t io n
I had this triingfoi liees giovMngkmd ofwiid^ out through fences

Credibility liJ (iJ Q

IV-

L e a v e  A C o m m e n t 
N<im«:

B
•  P*wlho»i »

S n v «  f

^  ThlGiogefm

MW
ce  • S« 2010 Os*"S«>*IWO »rf

lpm a.0i1212_ 0  • > •

lp«d  Oei212 3

O . - -

O i

lp«a  061212 3 

0 .

©  ' t

•ilbtaiei 011212 1

O

0  - ■

D ,vC F

tSjbmit Command
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iv. Post-experiment survey of the participants:

Q1 What are the things you enjoyed most and least about taking part in Mobile 
Cityscapes project?

Q2 How did the task influence the ways you normally move around and 
experience/observe your surroundings?

Q3 How do you find seeing the traces of your movement on a map?

Q4 How do you find seeing other people’s routes, photos and comments on a map (on 
their own and together with yours)?

Q5 What might the benefits be (if any) of sharing and discussing personal experiences of 
the city, such as movement through it?

Q6 How do you feel about sharing your experiences and routes with others?

Q7 Are there any particular circumstances or purposes for which you would rather not 
share these kinds of data (or elements of)?

Q8 Which of the features tested would you be most interested in seeing in a real platform, 
if any? (Feel free to also suggest features other than those tested -  imagine there are no 
technical constraints!)

Q9 What, if anything, would motivate you to interact with other users if this were a real 
platform?

QIO What purpose(s) might you see for such a platform, if it existed?
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