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Executive Summary

Pedestrianisation is defined as a complete or partial reallocation of road space in urban centres from private
vehicles to mainly pedestrians on mixed-use or commercial streets. Benefits of providing pedestrianisation
infrastructure include health, environmental, social and economic benefits. However, pedestrianisation schemes
can face opposition due to concerns such as vehicle displacement, land value uplift resulting in higher rent costs,
anti-social behaviour, littering and excessive street life. Understanding, anticipating and taking steps to alleviate
stakeholder concerns relating to infrastructure projects is important due to the potential for lengthy time delays
and associated cost overruns.

Economic Impacts of Pedestrianisation

Available evidence suggests either positive or insignificant economic effects on retail businesses following the
implementation of active travel pedestrian facilities. Businesses can overestimate the volume of customers who
travel via car and underestimate those who travel via sustainable transport modes. Pedestrians and cyclists have
been shown to not reliably or significantly spend more than motorists per trip in urban areas. However, they spend
more on average per month in urban and retail environments than those who commute via car. This is likely due
to the increased footfall in urban areas with active travel facilities, suggesting that active travel users make more
trips per month on average. Most case studies in the Irish context indicate positive public perception and increased
footfall on pedestrianised streets.

The context of an area in which pedestrianisation is introduced matters. There is evidence to suggest that vehicle-
focused businesses such as supermarkets, mechanics, petrol stations as well as businesses which sell heavy or
bulky goods may experience a reduction in sales from active travel infrastructure, specifically bicycle facilities.
Beyond vehicle-focused enterprises, Ireland's transport system can be characterised as having a high degree of
car dependency. Locations in which car dependency is most acute are likely to be poor candidates for
pedestrianisation. For example, outskirts of cities where residents have limited options in terms of public transport
or active travel.

Status Quo Bias

Beyond car dependency, Status Quo Bias (SQB) provides another explanation for why local opposition to new
pedestrianisation infrastructure might persist within suitable contexts, despite evidence that negative economic
outcomes for local communities do not necessarily materialise. SQB is comprised of a myriad of cognitive biases
resulting in individuals preferring the status-quo to an alternative scenario. SQB is influential in terms of opinion
formation. When evaluating the status quo, people can be more likely to focus on its positive aspects. In contrast,
when faced with evaluating an alternative scenario to the status quo, people are more likely to consider negative
aspects of the proposal.

Policy Considerations

Policy considerations given the above findings include implementing best practices for public engagement to build
trust with the relevant stakeholders. Considering the context of an area when implementing pedestrianisation is
also vital. Pedestrianisation is likely most suited to streets within economically vibrant urban centres where retail
business is prevalent, and vehicle-focused business is not present. Any pedestrian scheme should also consider
the likelihood of positive and negative externalities occurring within the proposed area.

An effective strategy for overcoming Status Quo Bias depends on how information is communicated. Information
between the status quo and the alternative scenario should be presented in a way that allows stakeholders to
proportionally account for the benefits and costs associated with the current and alternative scenario.
Furthermore, providing evidence from pilot schemes and past experiences from successful pedestrianisation
projects may help to quell stakeholder concerns relating to negative economic impacts.




1. Introduction

Pedestrianisation refers to the reallocation of road space in urban centres from vehicles to
pedestrians on commercial or mixed-used urban streets as a means of reducing private vehicle
usage and encouraging walking. Fully pedestrianised streets relate to the complete reallocation
of road space to pedestrians. Partially pedestrianised streets encompass shared surface streets
and integrated spaces which involve a suite of traffic calming measures such as the widening of
footpaths, the introduction or expansion of cycle lanes, and removal of traffic lanes. However,
unlike fully pedestrianised streets, the street remains shared between pedestrians, cyclists and

motorists.

The provision of pedestrian infrastructure is an important policy objective for meeting the
Climate Action Plan’s transport-related targets (SMP, 2022). Pedestrianisation also provides an
array of economic, health, environmental and social benefits. (Brownrigg-Gleeson et al., 2023;
Soni & Soni, 2016). Nevertheless, there can be opposition by various stakeholder groups to
implementing pedestrianisation (Nello-Deakin et al., 2024). Consequently, it is important for
policymakers to understand the potential costs and benefits associated with pedestrianisation

as well as key barriers to its implementation.

This paper presents findings from an extensive literature review as well as an analysis of both
domestic and international cases studies of pedestrianisation with a view to shedding light on

the following questions:

1) What are the economic impacts of pedestrianisation?
2) What are the main barriers to implementing pedestrian infrastructure in Ireland?

3) What are the possible policy solutions for overcoming these barriers?

Section 2 outlines the relevant policy context, section 3 outlines the economic impacts and
externalities often associated with pedestrianisation as well as the common forms of local
opposition to the policy, section 4 discusses the role of Status Quo Bias (SQB) as a driver of
opposition to pedestrianisation, section 5 highlights the interaction between car dependency

and pedestrianisation, section 6 outlines best practice and potential policy solutions.
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2. Policy Context
Based on key commitments set forth by the Climate Action Plan (CAP), and agreed by

Government, the required level of carbon abatement in the transport sector by 2030 is 50 per
cent relative to its 2018 baseline. Furthermore, key CAP targets for transport include a 20 per
cent reduction in total vehicle kms relative to 2030 business as usual scenario and a 50 per
cent increase in daily active travel journeys by 2030 (CAP, 2024). Based on current projections,
the transport sector is set to miss its emissions target, with emissions projected to fall by
between 8.7 - 20.9 per cent by 2030 (EPA, 2025).

Transport was the second largest sector for carbon emissions in 2023, with road transport as
the main driver of those emissions (Climate Change Advisory Council, 2025). The
implementation of active travel policies, such as pedestrianised streets, is essential if the
transport sector is to achieve CAP targets. In turn, the Sustainable Mobility Policy (SMP), is a
strategy used for improving and expanding active travel and public transport journeys. It is
intended to aid the CAP in achieving its transport targets and is critical in accelerating the

rollout of sustainable modes of transport.

The National Investment Framework for Transport in Ireland (NIFTI) is another key policy that
looks to prepare Ireland’s transport system for its population demands by 2040 and to aid in
the delivery of the National Strategic Outcomes. Pedestrianisation fits primarily within three of
its four key priorities for investment, namely 1) decarbonisation, 2) mobility of people and goods

within urban areas and 3) protection and renewal.

3. The Economic Impacts of Pedestrianisation

This section outlines common forms of local opposition to the introduction of pedestrianisation
infrastructure and evidence relating to the economic impact of pedestrianisation once
implemented. Several case studies are then outlined which illustrate the types of concerns that
locals express and the impact that pedestrianisation has been found to have across specific

locations.

Positive and Negative Externalities

Externalities refer to positive or negative consequences of economic activity that impact third
parties not directly involved in a transaction. Positive externalities arising from providing
pedestrianisation infrastructure include health, environmental, social and economic benefits

(Brownrigg-Gleeson, 2019; Soni & Soni, 2016). For example, based on data from the Irish

5|Page



Metropolitan Areas, as noted in the Walking and Cycling Index? 2023, walking was found to
bring a monetised economic benefit of €684 million based on car journeys foregone in Ireland
in 2023 (Sustrans, 2023). Other studies have found increases in productivity and fuel savings
via the modal shift from private vehicles to more sustainable and efficient modes (Soni & Soni,
2016; Litman, 2024).

Additionally, it has been estimated that walking prevents 985 deaths per year in Ireland
(Sustrans, 2023). Reduced car usage arising from pedestrianisation can also boost air quality
and reduce noise pollution. (Blaga, 2013; Soesbergen & Mulligan, 2024). Furthermore, social
benefits from pedestrianisation include increased social interactions as well as improved

liveability of the urban environment (Soni & Soni, 2016).

Pedestrianisation can also produce negative externalities such as vehicle displacement and land
value uplift resulting in higher rent costs. These are key concerns voiced by residents, motorists
and local businesses opposing such schemes (Anguelovski, Honey-Rosés & Marquet, 2023;
Soesbergen & Mulligan, 2024; Nello-Deakin, 2024; Ozdemir & Selcuk, 2017; Boveldt et al.,
2023).

Traffic displacement from pedestrianisation may lead to noise pollution and reduced air quality
in other areas because of traffic being rerouted (Soesbergen & Mulligan, 2024). Melia & Calvert
(2023) find road closure may not necessarily lead to traffic reduction but rather traffic
displacement on the surrounding streets. However, the closure of strategic roads within city
centres has also been found to lead to traffic reduction without displacement of traffic on the
surrounding area (Melia & Calvert, 2023). This is likely due to motorists having to significantly

change their driving routes given the strategic significance of certain road closures.

Pedestrianisation has been shown to inflate real estate values in some contexts which may lead
to increases in rents (Ozdemir & Selcuk, 2017; Hass-Klau, 1993; Nello-Deakin, 2024; Arslanli
et al., 2017). One study (Chau, Pretorious & Yu, 2000) found that pedestrian flows were a
determinant of retail unit prices because businesses exhibited a willingness to pay higher prices
for units located in areas with higher pedestrian flows. Commercial displacement occurs when
the increase in sales for existing businesses on pedestrianised streets is offset by higher rents
(Ozdemir & Selcuk, 2017). However, drivers of increased rents and property prices are multi-
faceted and complex issues which Nello-Deakin (2024) highlights may only marginally be driven
by pedestrianisation. It is imperative to note that commercial displacement is context

dependent, not an inevitable consequence of pedestrianisation. Certain jurisdictions employ

! Metropolitan Areas included were Cork, Dublin, Galway, Limerick - Shannon and Waterford Metropolitan Area.
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preventative measures to protect vulnerable residents and businesses which may be exposed
to rent increases (Ozdemir & Selcuk, 2017; Anguelovski, Honey-Rosés & Marquet, 2023;
Kirmizi, 2021; Nello-Deakin, 2024).

Beyond higher rent costs, residents and motorists may also express concern about
pedestrianisation due to potential increases in anti-social behaviour, littering and excessive
street life as well as a decrease in car accessibility in the case of motorists (Nello-Deakin et al.,
2024; Castillo-Manzano et al., 2014; Parajuli & Pojani, 2017). Villani & Talamini (2023)
demonstrate how pedestrianisation schemes in Hong Kong faced problems in terms of noise
pollution and hygiene problems because of poor public and community engagement in the

planning and design processes.

The available literature indicates that negative externalities from pedestrianisation are possible,
but they are not inevitable. The process by which pedestrian schemes are designed and the
context in which they are introduced is a key determinant in their success. Opposition to
pedestrianisation from locals has been found to wane overtime and general approval increases
as the economic, social and environmental benefits of the policy were realised (Nello-Deakin et
al., 2024; Castillo-Manzano et al., 2014).

Economic Impacts of Pedestrianisation

The business sector is a key stakeholder which may express concerns regarding the economic
impacts of pedestrianisation such as fears of reduced customer footfall and decreased sales
revenue. Volker & Handy (2021) carried out a comprehensive literature review of studies
examining the economic impact of pedestrian and bike facilities on businesses across the US
and Canada. The studies analysed varied in terms of quantitative and qualitative
methodologies. Overall, the review concluded that when active travel infrastructure is
developed, it will have either positive or insignificant economic effects on the retail businesses
on the pedestrianised street, with the weight of evidence? suggesting the former is more likely.
Additionally, those that travel via walking/cycling do not reliably or significantly spend more or
less than motorists with respect to retail businesses such as cafes and restaurants per trip.
However, cyclists and pedestrians were found to spend more on average per month in retail
and urban areas than those that travel via car, with evidence for increased footfall in areas

where active travel facilities were implemented (Volker & Handy, 2021).

2 This is based on the findings of 15 studies on pedestrian and bike facilities analysed by Volker & Handy (2021)
which used differing qualitative and quantitative approaches.
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There is also evidence to suggest that businesses can overestimate the amount of their
customers that travel via car and underestimate the amount of their customers that travel via

sustainable transport modes (Kohn, 2021; O’ Connor et al., 2011; Betzien, 2021)

In contrast, vehicle-focused businesses such as supermarkets, mechanics, petrol stations as well
as businesses which sell heavy or bulky goods may experience a reduction in sales from active
travel facilities, specifically bicycle facilities (Volker & Handy, 2021). As such, shared urban
spaces need to consider the specific needs of the local context such as the type of businesses

and the main modes of transport customers use to access those businesses.

Case Study: Dun Laoghaire-Rathdown ‘Covid-19 Mobility & Public Realm Works

Since 2020 Dun Laoghaire-Rathdown County Council (DLRCC) has implemented road
reallocation policies with the aim of making areas more pedestrian friendly. These include
Dundrum and Blackrock Village. Surveys were used to gauge business response these measures
(Rock et al., 2024; Rock et al., 2021). In the case of Dundrum Main Street, traffic calming
measures were introduced in August 2020. This included the widening of pedestrian paths and
the replacement of a two-lane road carriageway with one lane for vehicular traffic, in addition
to contra-flow bicycle lanes and a bus stop reallocation. Public space was increased by 26 per
cent on the street. While there are limitations in baseline data®, there was a 63.4 per cent
increase in footfall in June 2023 on the Main Street when compared to June 2020 (Rock et al.,
2024).

While the policy was supported by most stakeholders, the business community in Dundrum
were not supportive of the changes. The main concerns expressed were a decline in retail
vibrancy of the street, high rents, and a lack of variety of shops as well as a deterioration of the
old Dundrum shopping centre and persistent underinvestment in the area (Rock et al., 2024).
These problems have been prevalent for many years before the Public Realm Works project;
however, the business community fear these problems will only be exacerbated (Rock et al.,
2024).

Blackrock Main Street also underwent temporary road reallocation during the summer of 2020
based on Covid-19 restrictions for outdoor dining. Public space was increased by 25% based
on the reallocation (Rock et al., 2021). However, businesses were more positive in this context
than in Dundrum, with 72% surveyed in favour of making the changes permanent (Rock et al.,

2021). This appears to be due to a greater variety of retail and food-related business on

3 A snapshot of footfall was taken on the street for June 2020 and compared to June 2023 to estimate this figure (63.4%). It is important to
note that in June 2020 there was light to moderate rain during this period and Level 2 Covid-19 restrictions were also in place.
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Blackrock Main Street compared to Dundrum Main Street as well as relatively less preexisting
economic issues compared to Dundrum Main Street prior to the road reallocation (Rock et al.,
2021). As a result, understanding the economic context of a street to be pedestrianised in terms
of the types of business, levels of investment and additional economic issues is critical in

assessing local opposition.

Case Study: Dublin’s Capel Street

Capel Street was pedestrianised in June 2022 after a successful pedestrian pilot scheme in
2021 and is currently the longest pedestrianised street in Dublin. However, it should be noted
there were initial grievances by businesses (Farrell, 2022). Nevertheless, after the street was
fully pedestrianised, in September 2022 Dublin City Council (DCC) carried out a survey to
determine public sentiment of the scheme. It found that the pedestrianisation of Capel Street
had improved the experience for 71% of businesses on Capel Street and 85% of residents, as
well as 68% of businesses on side streets. Additionally, 93% of the public said that it had

improved their experience on the street. (Ginty, 2022).

Case Study: Galway City

During the summer months of 2024, Galway City Council announced that the Westend area of
the city would be closed off from traffic from May to September, encompassing Small Crane,
Ravens Terrace and William Street West. This seasonal pedestrianisation scheme is supported
by the Galway Westend Trader’s Association because of the boost in footfall and economic

activity which it brings to businesses in the area each season (Sassone, 2024).

Case Study: Cork City

As part of ‘Reimagining Cork City’, streets were temporarily pedestrianised during the Covid-
19 Pandemic for social distancing and outdoor dining. Following the success of the scheme, 17
streets within the city were permanently pedestrianised (Cork City Council, 2024). The
feedback received by Cork City Council on the pedestrianisation schemes from businesses and
the public alike are majority supportive of the pedestrianisation schemes, with plans to expand
the active travel policy in the future. This is due to the overall economic and health benefits

that such schemes have provide to the public and businesses within Cork City (O’ Regan, 2023).
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International Case Studies

Germany

Numerous pedestrian zones were built in Germany in the 1960s and 1970s (Aachen, Bamberg, Darmstadt,
Herford, Nuremberg, Osnabruck and Wiesbaden). Most towns showed a positive increase in pedestrian
flows of at least 18 per cent or more (Hass Klau, 1993). 1066 businesses within the retail, hotel and
restaurant industries in pedestrianised areas were also analysed across 11 German towns. Most businesses
either experienced an increase in their annual turnover or no significant change across each industry in the

pedestrianised areas.

United Kingdom

Business opposition to pedestrian schemes was evident in Old Town, Brighton in the UK in 2015 (Melia &
Shergold, 2016). Concerns relating to the schemes, such as a fall in business activity, did not in fact
materialise. There was a general acceptance for Brighton's pedestrian schemes because of other previously

successful pedestrian pilot schemes in the area.

Spain

The city of Seville engaged in various pedestrianisation projects between 2006-2010 within both the inner
and outer city (Castillo-Manzano et al., 2014). There was a strong anti-pedestrianisation movement with
respect to the outer city, largely led by both residents and local business. The arguments against
pedestrianisation were largely based on problems of access to pedestrian zones and the availability of parking
spaces which would hurt shopping centres more than smaller retail business. However, this public opposition

waned overtime and acceptance and positive public perception grew as local fears never materialised.

4. Barriers to Pedestrianisation - Status-Quo Bias

An important question for policymakers is why local opposition to new pedestrianisation
infrastructure might persist, despite evidence that negative economic outcomes for local
communities are unlikely to materialise. Status Quo Bias (SQB) offers one possible explanation
for opposition to active travel policies like pedestrianisation (Andersson et al., 2025), as well as

broader policies aimed at mitigating climate change more generally (Rabaa et al., 2022).

SQB is a cognitive bias where people display a preference for the status quo and oppose policy
interventions which would alter the current situation, even when the policy intervention would
substantially improve the current situation (Garcia- Sierra, 2015). SQB may be evident amongst
stakeholders who initially oppose a policy but subsequently accept and approve of the changes

made after its implementation (Andersson et al., 2025). This dynamic can be observed in some
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of the case studies outlined in Section 3. A potential explanation for ex-post acceptance of a
policy, which was initially opposed because of SQB, can be explained through the concerns of
negative consequences/outcomes not materialising or general resistance to change (Andersson

et al., 2025; Borjesson et al., 2016).

SQB is driven by a myriad of cognitive biases relating to aversion to change (Lang et al., 2021;
Rabaa et al., 2022; Borjesson et al., 2016; Garcia-Sierra et al., 2015). These include loss aversion

and the endowment effect (Rabaa et al., 2022).

Loss aversion, a concept associated with SQB, describes a situation where individuals tend to
weigh losses relatively more than gains (Kahneman & Tversky, 1991). This poses considerable
problems for policies or legislation which contain upfront costs but produce a net positive
overall (Milkman et al., 2012). This is because loss aversion can lead to the overestimation of
expected losses by certain stakeholders (Milkman et al., 2012). Consequently, loss aversion may
lead to a preference for the status quo.* In turn, it is one of the main drivers of the endowment
effect (Duan, 2023).

The endowment effect describes a situation where a person places a higher valuation on a good
simply because they own it (Kahneman et al., 1990). It can be identified through the disparity
between a person’s willingness to pay (WTP) and willingness to accept (WTA), where the
endowment effect is evident when the individual/public is willing to pay less on average to
implement a policy relative to their willingness to forego the policy once it is implemented (Lang
etal.,, 2021). In turn, place attachment theory is also inherently related to the endowment effect
and SQB (Timmons et al., 2024; Christiaanse et al., 2023). Place attachment theory describes
positive emotional attachment to local areas which is associated with locals valuing the location
more (Clarke et al., 2023). This may in turn explain local resistance to infrastructural changes
like pedestrianisation. However, it is imperative to note that there is uncertainty within the
literature over the exact causal psychological mechanisms which drive SQB (Timmons et al.,
2024).

SQB is influential in terms of opinion formation. Andersson et al., (2025) demonstrate that on
average, when evaluating the status quo, people are more likely to consider positive aspects. In
contrast, when faced with evaluating an alternative scenario to the status quo, people are more
likely to consider negative aspects of the proposal. This suggests that externalities associated

with the status quo and alternative scenarios (i.e., non-pedestrianised versus pedestrianised

4 While previous understandings of SQB is that it is an implication of loss aversion (Kahneman et al., 1991),
more recent scholarship from Andersson et al., (2025) find that loss aversion was not the source of SQB, and
thus they may be distinct concepts.
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streets) are not considered proportionately. Greater focus could be paid to current issues facing
non-pedestrianised streets such as the costs of congestion and road traffic fatalities
(Department of Transport, 2023; Santos et al., 2010). The cost of congestion in the Greater
Dublin Area was estimated at €336 million in 2022, with a potential to rise to €1.5 billion by
2040 if there are no policy interventions (Department of Transport, 2023). The cost of
congestion is a composite cost of time lost, economic ramifications, increases in greenhouse
gas emissions, increases in air pollution as well as health impacts (Department of Transport,
2023). Another cost associated with non-pedestrianised streets is road traffic fatalities. The EU
CARE Database (2021) and International Transport Forum (2024) show that 35 per cent of all
EU urban traffic fatalities are pedestrians, with 64 per cent of pedestrians dying from being hit
by a car and a further 90 per cent die from collisions with any form of large vehicle.> Negative
externalities of non-pedestrianised traffic-intensive streets can be considerable but may not be
fully taken into account by local communities and stakeholders when evaluating proposals for

pedestrianisation infrastructure.

5. Barriers to Pedestrianisation - Car Dependence

Private vehicles are the dominant mode of travel in Ireland. Travelling by car was the most
popular form of travel in Ireland in 2023, accounting for 71 per cent of journeys nationally,
followed by walking at 18 per cent (NTA, 2023). This is especially evident across rural areas but
also in urban areas and cities as well (Figure 1).
Figure 1 - Percentage of Trips Taken by Transport Mode In 2023
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5 These statistics are based on Urban Areas within the EU in 2021
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From 1990-2023, transport greenhouse gases (GHGs) have increased by 129.4 per cent, with
road transport emissions as the main driver, increasing steadily by 133.9 per cent over this
period as well based on figure 2 (EPA, 2025).

Figure 2 - Road Transport Emissions 1990 - 2023
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The number of cars and commercial vehicles have also increased by 191 per cent and 177 per
cent, respectively (EPA, 2025). The number of passenger cars relative to the population has

increased consistently since the 1990s, from 227 cars per 1,000 of population to 453 cars per

transport system.

1,000 as of 2023 (Figure 3). As such, commercial and private vehicles are ingrained in the
Figure 3 - Passenger Cars per 1000 Inhabitants
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Walking is a less attractive mode of choice outside of Dublin (Figure 4). This is indicative of car
dependence, which is commonly associated with rural or low-population density areas that
have poor access to alternative transport services (Carroll, Benevenuto & Caulfield, 2021).
Areas in Ireland which are identified as hotspots for car dependency included Donegal, Mayo,

Roscommon, Leitrim, and Cavan (Carroll, Benevenuto & Caulfield, 2021).

Figure 4 - Percentage of Households Living in Neighbourhoods of Walkable Density
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Source: Sustrans Walking and Cycling Index (2023)

The key drivers of car dependence in Ireland include 1) urban sprawl, 2) induced car demand
and 3) the sustainable modes low attractiveness gap (OECD, 2022). This can lead to problems
with equity in terms of access to transport services and overreliance on private vehicles

between urban and rural areas.

In some contexts, driving can be viewed as a need rather than a recreation. This is especially
true for people in areas with inadequate access to transport services who are in turn forced
into car ownership out of necessity (Lowans et al., 2023). Active travel measures such as
pedestrianisation can be subject to resistance from a car dependent transport system (Egan &
Caufield, 2024), particularly for motorists and/or motorist-related groups (Nello-Deakin et al.,

2024).
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Box 2: International Case Study - Pedestrianisation and Car
Dependence in the United States

Car dependence has remained a key transport issue in the US, with 92 per cent of households owning
at least one vehicle (Pew Research Centre, 2024) and 69.3 per cent commuting to work alone via car
(ACS, 2023). Furthermore, people are reliant on private vehicles because they also play an important
role in access to services and opportunities and can be consequential for social mobility (Wang &

Renne, 2023).

As such the dominance of cars within the US provides important insights into how this is a key barrier
to pedestrianisation and why pedestrianised zones failed across multiple States from the 70s to 90s.
Of the two hundred pedestrianised streets that installed from the 1960s-1970s, 89% were eventually
removed (Judge, 2013). This was partly due to poor planning where pedestrianisation occurred in less
population-dense areas which were more likely to fail and reallocate the space back to cars (Matuke
et al., 2020). Also, the motivation for pedestrianisation in US cities at the time was not to achieve
modal shifts from driving to active travel, but rather a failed attempt to boost economic activity
(Pojani, 2010). In contrast, successful cases of pedestrianisation in the U.S. conformed to the driving
culture, where modal shifts away from cars were not necessarily the aim. This is due to the successful
planning of pedestrianisation projects, where such schemes were found to be more successful in
places with thriving tourist and student populations as well as sufficient parking being located nearby
(Matuke et al., 2020).

6. Potential Policy Solutions

It is vital to anticipate and take steps to alleviate stakeholder concerns relating to infrastructure
projects because of the potential for lengthy time delays and associated cost overruns
(Detombe, 2000; Cohen et al., 2016; Susskind et al., 2022). Public engagement is essential for
building trust with the relevant stakeholders (residents, businesses, and motorists) and
overcoming SQB, a key driver of public opposition. Best practice for effective public
engagement includes dialogue, decision-making power, diversity and deliberation (Perlaviciute
et al., 2022).
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Dialogue

Communication and consultation with relevant stakeholders are key methods for building
public trust and overcoming SQB. Dialogue between local government and stakeholders should
be a two-way form of communication rather than merely a provision of information on
pedestrianisation to stakeholders (Perlaviciute et al.,, 2022). Effective communication on
pedestrianisation to overcome SQB should be considered as people become more receptive to
active travel policy after learning additional positive information (Andersson et al., 2025). This
information could include the economic, social, and environmental benefits from previous
successful local pilot schemes in addition to permanently pedestrianised areas. Such examples
include Capel Street, the Grafton Street Area, and the 17 pedestrianised streets across Cork

City.

Decision-making power

It is also imperative that relevant stakeholders have some influence over the plans to
pedestrianise their street when engaging with local government. By increasing the public
participation and influence in the decision-making process, this can boost the acceptability of
public projects within the community (Perlaviciute et al., 2022). Consequently, if the project has
already been finalised and approved, then efforts to engage with the public may be viewed as

tokenistic or futile (Villani & Talamini, 2023).

Diversity

The main stakeholders directly affected by the active travel policy (residents, motorists, and
local businesses) of the surrounding area should be included in discussions (Perlaviciute et al.,
2022). Additional efforts to include more marginalised groups should also be carried out. These

include people with disabilities as well as accessibility advocates.

Deliberation

The pros and cons of proposed policies like pedestrianisation should be clearly outlined and
considered. In tandem with this, the local context of the street should be considered, and policy
should be tailored to suit its needs. Pedestrianisation can yield different outcomes under
different contexts (Kirmizi, 2021). The pros and cons of pedestrianisation should be presented,
with an emphasis on the benefits of pedestrianisation, given an individual’s tendency to focus
on the possible negative aspects of a proposal (Andersson et al., 2025). Additional
considerations should also be made for which positive or negative impacts are more likely to
occur on the proposed street and which stakeholders are most likely to be affected. In turn,

preventative measures or supports could be provided where possible to the relevant
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stakeholders who may be affected by the negative externalities of pedestrianisation (Ozdemir
& Selcuk, 2017).

It is also imperative in the deliberations that stakeholders are asked about the current problems
of the status quo scenario and potential benefits pedestrianisation could bring.
Pedestrianisation can help revitalise areas by reducing air pollution and noise pollution from
vehicular congestion as well as boosting the attractiveness of urban centres (Blaga, 2013).
Asking stakeholders to identify problems with the status quo and the potential benefits of
active travel policy may help to neutralise SQB (Andersson et al., 2025).

Status Quo Bias Solutions

Overcoming the cognitive biases associated with SQB, such as loss aversion and the
endowment effect, requires providing information for stakeholders to accurately assess the
expected gains and losses from pedestrianisation. This can be achieved by altering reference
points (or points of comparison) (Mckenzie & Nelson, 2003). An effective method for achieving
this could involve the provision of information between the status quo and the alternative
scenario which highlights their similarities (Livneh, 2019). By highlighting the similarities
between the current status quo (non-pedestrianised street) and an alternative scenario
(pedestrianised street), this can help stakeholders realise that the policy intervention is not
significantly altering the current status quo, which in turn may reduce their perceived loss

estimations.

In a similar vein, information provision can aid in addressing loss aversion and boosting public
support. Communicating the impact of previously successful pedestrianisation pilot schemes
within the domestic context could be a useful tool in boosting public acceptance. Active travel
schemes are often considered to enhance and rejuvenate urban areas (Yassin, 2019); prior to
the advent of the car, walking or cycling were far more attractive transport modes. lllustrating
this restorative aspect of pedestrianisation schemes may help to assuage stakeholders'’

concerns.

Information provision may also prove effective if it communicates both the private and public
goods that pedestrianisation schemes can generate. Private goods refer to the economic
benefits of pedestrianisation based on international and domestic case studies as well as
academic literature which finds pedestrianisation has the potential to yield additional footfall
for retail businesses (Volker & Handy, 2021). Public goods arising from pedestrianisation can
include benefits with respect to air quality, social activity and increased public space (Soni &
Soni, 2016).
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Provision of information is considered pivotal in the process of opinion formation. Individuals
tend to be sensitive to the first piece of information to which they are exposed. Furthermore,
publicly committing to an opinion has been found to reduce the likelihood that individuals will

incorporate additional information into their decision making. (Poluektova et al., 2024).

Driving Deterrents and Social Norms

Car-dominance in Ireland is a long-term systemic issue. However, short-term targeted efforts
can be used to achieve a modal shift with respect to short car journeys which could have been
made via active travel modes instead. The National Household Travel Survey in 2023 showed
that 26 per cent of all car trips were 9 minutes or less, with a further 21 per cent of all car trips
being between 10 - 14 minutes or less (NTA, 2023). Additionally, in 2023, Red C surveys
indicated a clear demand for this, with 73 per cent of drivers being willing to shift from car to
active travel/public transport usage for short journeys under two kilometres (Department of

Transport, 2023).

Disapproving messages against driving can be used to create injunctive norms (norms which
discourage use of certain behaviours such as short car journeys) (Mosca et al., 2024; Piras et
al., 2021). As such, tailored messaging highlighting the economic and social costs of short-
distance car journeys, while also highlighting the benefits of active travel and public transport,
could be an effective tool in fostering pro environmental social norms. Such messages could
typically be tailored towards more affluent areas on the outskirts of Irish cities where car

ownership is higher (O’ Driscoll et al., 2024).

However, there can be concerns over the equity of driving deterrents (Piatkowski et al., 2019).
More specifically, driving deterrents should not be targeted at commuters living on the outskirts
of cities that have limited options in terms of public transport and active travel and may be

forced into car ownership (Rock et al., 2016).

Such messaging should be open and transparent about the behaviour change it wants to
achieve. It can include information on the amount of people who commute via active travel or
public transport in a person’s area as well as savings from foregoing car journeys for sustainable
alternatives (Schneider & Van Der Linden, 2023; Lades et al., 2020). Additional information is
provided by Lades et al., (2020) on different communication strategies to foster pro-
environmental travel behaviour by making driving appear difficult, unattractive, unsocial or

untimely.
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It is also important to be aware that information provision does not necessarily lead to
behavioural shift, rather socialisation is also required (Yassin, 2019; Davis et al., 2014,
Blauberger & Heindlmaier, 2024). Therefore, pilot schemes become imperative in informing
policy and design. By using pre and post evaluation analysis techniques based on scheme-
related data, it is possible to measure and evaluate the effectiveness of pedestrianisation
projects based on relevant KPls. These KPIs should be based on street level data such as
pedestrian flows, cyclist flows, carbon emissions, particulate matter (PM 2.5 and PM 10)

concentrations etc (Keseru et al., 2016).

7. Conclusion

Overall, this paper has provided insights into the various economic impacts of pedestrianisation,
an exploration of the key barriers to pedestrian schemes, and suggested policy solutions for

assuaging these barriers.

The implementation of pedestrianisation schemes can face opposition from various
stakeholders such as residents, business, and motorists. This opposition is rooted in concerns
of economic ramifications and potential negative externalities such as traffic displacement,
anti-social behaviour, car accessibility, rent increases and commercial displacement. Available
evidence and Irish case studies suggest that pedestrianisation produces either positive or
insignificant economic effects on retail businesses. There are also additional positive
externalities in terms of health, environmental and social benefits arising from reduced
congestion. However, vehicle-focused business (petrol stations, car mechanics and bulk-
purchasing businesses) have been found to experience negative economic impacts from active

travel infrastructure, specifically cycling infrastructure.

Two key barriers emerged from the literature review as factors that can further contribute to

stakeholder concerns to pedestrianisation infrastructure: SQB and Car Dependence.

e SQB is an umbrella term for cognitive biases that contribute to an individual preferring
the current status quo over an alternative scenario. SQB can result in people being more
likely to consider positive aspects of an existing scenario, and negative aspects of an
alternative proposal. This suggests that positive and negative externalities associated
with the status quo and alternative scenarios are not considered proportionately.

e Car Dependence relates to how the transport system in Ireland is dominated by private
and commercial vehicles. Private and commercial vehicle usage can be viewed as an

essential form of transport in certain contexts where alternative modes such as public
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transport or active travel are not available or feasible. Pedestrianisation can be

inappropriate in such contexts.

Given the above findings, policy needs to be cognisant of implementing best practices for
public engagement to build trust with the relevant stakeholders. Considering the context
of an area when implementing pedestrianisation is also vital. Pedestrianisation is likely most
suited to streets within economically vibrant urban centres where retail business is
prevalent, and car-focused business is not present. Any pedestrian scheme should also
consider the likelihood of positive and negative externalities occurring and provide policy

measures to stakeholders that are vulnerable to negative externalities.

SQB can be a key driver of opposition to active travel policy. When holding dialogue with
these stakeholders, it is prudent to recognise if these fears are based on factors such as
SQB or if they are rooted in structural factors such as the prevalence of vehicle-focused

business.

An effective strategy for overcoming SQB is in how information is communicated, whereby
information between the status quo and the alternative scenario is presented in a way that
allows stakeholders to proportionally account for the benefits and costs associated with the
current and alternative scenario. Furthermore, providing evidence from pilot schemes and
past experiences from successful pedestrianisation projects may help to quell stakeholder
concerns relating to negative economic impacts. The design of communication
interventions should be informed by pre-testing to ensure effectiveness prior to

implementation.

Finally, the use of driving deterrent messages has been found to contribute to behavioural
change with respect to modal shift. However, the use of such an approach should be
targeted to short distance journeys (under 2km) which could have been carried out via more

sustainable transport modes.
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