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Abstract

This paper considers the negotiations around walking in Finland in the 1960s and 1970s as a
symbolic struggle. Quickly changing urban environment and high traffic fatality numbers
brought pedestrians into the focus of public discussions during this era. Two major groups
making claims over pedestrians were the traffic safety organisation Talja and its successor
Liikenneturva as well as the traffic policy association Enemmisto. Traffic safety actors high-
lighted pedestrians’ responsibility as a traffic mode among others, but also framed them as
reckless and weak. Traffic policy activists used pedestrians as a lens to the unfairness of the
car-centred traffic system and urban environment. Both tried to steer away from the simple
antagonism between cars and pedestrians, but with little success. Whereas pedestrians were
difficult to govern, due to their non-vehicle flexibility, they were also difficult to advocate for.
The struggle ended in a compromise that rendered pedestrians invisible.
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“Pedestrians of the world, unite!” In 1965, Finnish people visiting a cinema would see the
12-min educational short film Mr. Pedestrian before the feature film of the evening and
hear this slogan. The film was financed by the Traffic Committee of the Accident
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Prevention Association (Talja), which had a parliamentary mandate to carry out traffic
safety work in Finland. Combining a comedy style and an experimental format it
addressed the question of a pedestrian’s place in traffic, showing the erratic figure of
Mr. Pedestrian struggling to cross the street, alternating with sequences of other scenes
related to traffic and walking. The call for pedestrians to unite was combined with a
scene from a First of May march. It was clearly meant to be humorous but also sobering
as it was directly followed by a picture of baby feet and the voice-over saying: “Already
as children we are falsely led to believe that a pedestrian really has some special rights.
[...] In reality, the truth is merciless™.!

Talja’s message to pedestrians was clear: they should learn their lesson and cede the
right of way to cars. They should be quick, alert and patient to ensure their own safety. The
idea of pedestrians uniting might have seemed especially ridiculous as pedestrians did not
have organisations or spokespersons, but the situation was about to change. In 1968, the
traffic policy association Enemmist6 ry (“The Majority””) was founded to place the rights
of pedestrians, cyclists and users of public transport on the political agenda.

In this article, I will study the contested definitions of pedestrians in Finland in the
1960s and 1970s. I will especially analyse definitions produced by the two associations
mentioned above: the traffic safety association Talja and the activist traffic policy asso-
ciation Enemmisto. Talja had already been founded in 1938, but its activities multiplied
in number and intensity at the beginning of the 1950s, when the parliamentary traffic safety
committee gave Talja its official mandate and decided to finance it through the obligatory
traffic insurance of car owners.” Increasing public criticism towards Talja during the late
1960s led to its reorganisation and renaming in 1971 as the Finnish Road Safety Council
(Liikenneturva), which from 1974 became a public institution under the control of state
authority and included representation from political parties. Enemmistd was active especially
during the late 1960s and the first half of 1970s, aiming to influence both local and national
traffic policy through administrative and political channels as well as through demonstrations
and other direct actions. Both traffic safety actors and urban traffic activists were defining
pedestrians, in order to speak to and about them.

Pedestrians became a specific point of interest starting in the late 1950s when Finland
was rapidly urbanising. The same period can be identified as the breakthrough of Finnish
consumer society, with the car as one of the most important consumer products. In 1955
only every 50th Finn had a passenger car, in 1965 already every tenth, and in 1974 every
fifth.> In urban traffic, the mid-1960s were a tipping point after which passenger car traffic
became the dominating feature of the urban streets.

Herra jalankulkija, 1965, Armand Lohikoski, Suomi-Filmi Oy. All translations from Finnish to English by
Tiina Ménnisto-Funk.
2 Jaakko Masonen, “Liikenneturvallisuus ja ympiristo”, in Jaakko Masonen and Mauno Hénninen (eds), Piked,
hiked, autoja: Tiet, litkenne ja yhteiskunta 1945-2005 (Helsinki: Tielaitos, 1995), 222-255, here 223-224.
3 Statistics Finland, Number of vehicles registered by year, vehicle and information: https:/pxdata.stat.fi/
PxWeb/pxweb/en/StatFin/StatFin__mkan/statfin_mkan_pxt_11ib.px/
# Tiina Minnisto-Funk, “Recovering Sustainable Mobility Practices: A Visual History of Turku’s Streetscape
1950-1980”, in Martin Emanuel, Frank Schipper and Ruth Oldenziel (eds), A U-Turn to the Future: Sustainable
Urban Mobility since 1850 (Oxford: Berghahn, 2020), 172-198.


https://pxdata.stat.fi/PxWeb/pxweb/en/StatFin/StatFin__mkan/statfin_mkan_pxt_11ib.px/
https://pxdata.stat.fi/PxWeb/pxweb/en/StatFin/StatFin__mkan/statfin_mkan_pxt_11ib.px/
https://pxdata.stat.fi/PxWeb/pxweb/en/StatFin/StatFin__mkan/statfin_mkan_pxt_11ib.px/
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The Finnish case is historically interesting, as the change on urban streets was condensed
into a short period of time that coincided with the era of high-modernist car-city planning, and
very soon also societal criticism towards the negative effects of cars. In countries that had
experienced private motorisation earlier, the question of pedestrian rights and obligations
had also been negotiated more extensively decades earlier.’ Research on these negotiations
has demonstrated how the norms around dominant automobility not only defined people in
cars as licensed drivers but also pedestrians as an increasingly regulated group.® However,
this automobile domination was also repeatedly challenged, public protests in the 1960s
and early 1970s delaying and sometimes curbing some of the most extreme cases of car infra-
structure.” Social movements have been identified as an important factor, for example in
placing cycling on the agenda of urban planning,® but in general the history of citizen initia-
tives, protests and activism remains under-researched.” Concentrating on the case of Finnish
pedestrian activism and contrasting it with the traffic safety paradigm highlights the need to
pay more attention to the role walking and pedestrians have in our thinking about urban
space. Whereas walkability and pedestrianisation are now often seen as keys to making
cities better,'” my case demonstrates the concrete difficulties of pedestrian advocacy, for
example when compared with bicycle promotion and cyclists’ organisations.

In this article, I consider the historical struggle over pedestrians as something Pierre
Bourdieu has named “‘symbolic struggle”, meaning the struggle over legitimate world-
views and so-called common sense as well the right to impose these.'' Social positions
and power relations related to traffic had to be defined and struggled over in the changing
traffic situation. This struggle however did not limit itself only to actual traffic situations
but concerned the symbolic power to define the order of the social world and to form rele-
vant groups that could have a say in it. In this sense, [ will consider the struggle over defi-
nitions concerning pedestrians as a social and political power struggle by studying the
two major groups of actors making claims over pedestrians. What kinds of order and
world-views were created in this struggle and with what kinds of results?

As source material, I use the archival materials of the traffic safety organisation Talja
and its successor Liikenneturva, consisting mainly of published materials such as leaflets,
campaign materials, surveys and conference publications as well as the archive of traffic

5 See: Peter Norton, Fighting Traffic: The Dawn of the Motor Age in the American City (Cambridge MA: MIT
Press, 2008).

See, for example: Massimo Moraglio, “Engineering the Pedestrian. Timescape of Urban Walking after the
1920s”, Moderne Stadtgeschichte 2 (2021), 76—89; Susan Silbey and Ayn Cavicchi, “The Common Place of
Law: Transforming Matters of Concern into Objects of Everyday Life”, in Bruno Latour and Peter Weibel (eds),
Making Things Public: Atmospheres of Democracy (Cambridge MA: MIT Press, 2005), 556-565, here 561.
7 See: Olle Hagman, Anders Gullberg and Per Lundin, Stockholms parkering: Mellan allas nytta och indi-
viduellt fortret (Stockholm: Stockholmia forlag, 2007), 175; Raymond A. Mohl, “Stop the Road: Freeway
Revolts in American Cities”, Journal of Urban History, 30:5 (2004), 674-706.

Henk-Jan Dekker, Cycling Pathways: The Politics and Governance of Dutch Cycling Infrastructure, 1920—
2020 (Amsterdam: Amsterdam University Press, 2022), 265.

Harald Engler, “Social Movement and the Failure of Car-Friendly City Projects: East and West Berlin (1970s
and 1980s)”, The Journal of Transport History 41:3 (2020), 353-380, here 354.

10 See, for example, Ole B. Jensen, Michael Martin, and Markus Lochtefeld, “Pedestrians as Floating Life —
On the Reinvention of the Pedestrian City”, Emotion, space and society 41 (2021), 100846.
""" Pierre Bourdieu, “The Social Space and the Genesis of Groups™, Theory and society 14:6 (1985), 723-744.
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policy association Enemmisto that holds, for example, plans, reports, proceedings, cor-
respondence and statements, but also leaflets and the published magazines of the associ-
ation. Together with related media texts published in newspapers, these are studied as the
textual dimension of the symbolic struggle. In the first two sections, I introduce the two
social spaces or fields of forces in which the struggle took place, the changing traffic and
the changing city, and analyse the relevant forces and discussions. In the following two
sections, I scrutinise more closely how the symbolic struggle between the two main actors
unfolded in definitions of pedestrians, and then consider its results in the final section.

What it means to be a pedestrian in a traffic war

In 1959, as part of its annual traffic-week event, Talja presented the “Constitution for
Harmony on the Street”. This constitution was not actual legislation, but a way of promot-
ing traffic safety through the idea of harmony. It is noteworthy that it solely concentrated
on the relationship between car drivers and pedestrians, although cycling was still a major
mode of traffic.'> The constitution was formulated in five paragraphs, one that addressed
car drivers, two that addressed pedestrians, and two that addressed both. Pedestrians
should use zebra crossings and not cross the road elsewhere. Drivers should let the pedes-
trians pass at the zebra crossings. Paragraphs that addressed both were the last two:

4 § Pedestrian! Follow from a car how inconsiderately a pedestrian can behave. Car driver!
Take a walk sometime and feel what it means to be a pedestrian.

5 § Harmony on the street between a pedestrian and a car driver will be created when both
show friendliness and politeness towards each other."?

The constitution was ceremonially signed by representatives of both groups, but it is
evident that the pedestrian representation was very thin. Those who signed were the heads
of three prominent automobile associations and a representative of Talja, as well as two
representatives of pedestrians: Vieno Simonen who was minister of social affairs and the
chair of the home economics organisation Marttaliitto, and Professor Lauri Pihkala.'*
Pihkala was a well-known figure in Finnish sports education, professional athletics
coach, as well as a right-wing political activist, propagating for a healthy lifestyle that
would strengthen the Finnish people. Selecting him as the representative of pedestrians
framed walking as a leisure activity, rather than an everyday means of transportation.
Simonen as a representative of the home economics movement seems to refer to the
role of walking in housewives’ and mothers’ work that had become a point of interest
in the efficiency work during its golden era in the 1950s.'> Both choices highlight the

See Ménnisto-Funk, “Recovering Sustainable Mobility Practices.”

13 Esko Salovaara, Talja ja Liikenneturva ry 1935-1973 (Helsinki: Liikenneturva, 1976), 162.

Salovaara, Talja ja Liikenneturva ry, 162.

Visa Heinonen, Talonpoikainen etiikka ja kulutuksen henki: Kotitalousneuvonnasta kuluttajapolititkkaan
1900-Iluvun Suomessa (Helsinki: Suomen Historiallinen Seura, 1998), 375.
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unevenness of organisational power. While the interests of the car drivers were repre-
sented through several well-established organisations, pedestrians lacked organisations
of their own. Thus, pedestrians were what Bourdieu called a ““class on paper”, a statistic-
ally separable group of people, in this case a traffic mode that had some similar practices
and properties but did not exist as a real group, an organised movement with
spokespersons. '

This situation was by no means unique. In other countries, too, the car lobby was from
the early days of motorisation much stronger, more organised nationally and internation-
ally, and in possession of more societal and political power than groups demanding the
rights of other traffic modes.'” In Finland, car owners had organised in the first Finnish
automobile club in 1919, and two further associations were founded in the 1920s. At the
beginning of the 1960s, more than half of car-owners in Finland were members in one of
these three associations that in the early 1970s joined together to form one large organ-
isation, Autoliitto (The Automobilie and Touring Club of Finland).'® When the advisory
board of Talja was established in 1952 car-owners’ associations became part of it, along-
side professional automotive-related associations and representatives of the police, the
traffic insurance association, public roads administration, Ministry of Education, armed
forces and railways. Besides the Ministry of Education, the child protection alliance
was the only direct representative of other than motorised modes."”

Talja’s work was mostly centred on car drivers. However, pedestrians also started to
come into Talja’s focus due to their large share of traffic accident victims. During the
period studied here, around a third of persons killed in traffic were pedestrians.
Together with cyclists they accounted for more than half of traffic deaths.”® The
overall number of deadly traffic accidents had started to rise sharply at the end of the
1950s and rose every year until the mid-1960s. It stayed at the same high level for the rest
of the 1960s and then reached an all-time high in 1972. In international comparison, the
numbers of traffic deaths in relation to the number of motorised vehicles were exceptionally
high in Finland and sparked worry at the highest political level. President Urho Kekkonen
addressed the problem several times, for example in his New Year’s Speech in 1973. He
pointed out that Nordic comparisons were revealing: Whereas Finland had 13.7 traffic
deaths per 10 000 cars, the more motorised neighbouring country Sweden only had 5.7.'

An easily identifiable reason behind the high fatality numbers in Finland was the lack
of speed limits. Whereas Sweden, for example, had introduced speed limits on all roads in
the 1960s, the Finnish state was slow to follow the international trend. Speed limits were
tested, but a special committee set by the Ministry of Transport in the late 1960s did not

!¢ Bourdieu, “The Social Space and the Genesis of Groups™, 725-726.

17 See, for example: Norton, Fighting Traffic; Peter Cox, “A Denial of Our Boasted Civilisation’: Cyclists’
Views on Conflicts over Road Use in Britain, 1926-1935”, Transfers: Interdisciplinary Journal of Mobility
Studies 2 (2012), 4-30.

8 Martti Piltz: “Autoliitto 80 vuotta”, in Kimmo Levi (ed.) Auton vuosisata (Kangasala: Mobilia, 1999),
79-92, here 84.

19 Salovaara, Talja ja Liikenneturva ry, 58-59.

20 Veikko Ahola, “Liikenneonnettomuudet ja kevyt liikkenne”, in IV valtakunnallinen liikenneturvallisuus-
kongressi 10.—11 May 1971, 53-59.

2! Salovaara, Talja ja Liikenneturva ry, 215-217; Masonen, “Liikenneturvallisuus ja ympirists”, 233-236.
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evaluate them as efficient.?” Talja’s own research on speed limit tests painted a different
picture, but due to the strong opposition by automotive associations and interest groups it
was reluctant to recommend them,?® and even openly opposed them when a new minister
of transport expressed willingness to introduce them in the early 1970s.2* After President
Kekkonen’s intervention in 1973, a three-year testing period of speed limits in different
parts of Finland started. Additionally, state-wide speed limits of 80 km/h were introduced
for the first half of the year 1974, motivated by the oil-crisis. During this six-month
period, road accident fatalities dropped by almost 40%, only to increase again after the
limits were lifted.”> General state-wide speed limits were not introduced until 1978,
although partial speed limits had already now been in use for five years.

The negative development in traffic accidents had led to heavy public criticism
towards Talja. I argue that Talja’s reluctance to accept speed limits led to the need to
find other solutions and manifested in an increased focus on pedestrians, starting in the
1950s and intensifying during the 1960s and early 1970s. Talja’s efforts might not
seem entirely logical, as the materials for pedestrians often focused on urban surround-
ings where some speed limits had been introduced by the cities early on.?® However,
the active focus on pedestrians seems to have served to legitimate the stalling of nation-
wide speed limits in a situation of growing traffic fatality numbers. For example, a major
feature of this focus is clearly visible in the above described “Constitution for Harmony
on the Street”, the effort to define pedestrians as seemingly equal to other traffic modes.
Highlighting “harmony” and later “politeness” served to play down the apparent differ-
ences and thus placed responsibility for traffic safety at least as much on the shoulders of
pedestrians as car drivers. Donald Weber has detected a similar tendency in the Belgian
road safety policy of the 1930s and 1940s: due to conflicting interests, the authorities
opted for non-policy and preferred pedestrian education over traffic regulation
reforms.?” Also changes in the Finnish traffic law during the 1960s especially targeted
pedestrians, obliging them to follow the traffic signals and to use the shoulder of the
road in absence of a pavement.?®

The pedestrian as a figure in traffic safety work did pre-exist. Pedestrian rights and
obligations had, for example, been discussed when the first state-wide traffic law was
passed in the parliament in 1926. Following international trends,?® local and nation-wide

22
23
24
25
26

Salovaara, Talja ja Liikenneturva ry, 115.

Masonen, “Liikenneturvallisuus ja ympéristo”, 233-236.

See the editorial in Taljas journal Talja tiedottaa 1/1971.

Salovaara, Talja ja Liikenneturva ry, 116.

For example, in Helsinki speed limits had been introduced in the form of local traffic regulations already in
1907 (15 km/h on streets and 20 km/h on roads), and from 1938 until the late 1980s the general speed limit on all
roads and streets in Helsinki was 50 km/h. See: Reijo Valta, Koeajoja: Auton kéiyttoonotto Suomessa 1900—-1918
(Jyviskyld: University of Jyviskyld, 2021); City of Helsinki, Nopeusrajoitusten mddirittimisen periaatteet
Helsingissd (Helsinki: City of Helsinki, 2017), 8-9.

27" Donald Weber, “Safety or Efficiency? Strategies and Conflicting Interests in Belgian Road-Safety Policy,
1920-1940”, Technology and Culture, 56:2 (2015), 394—419, here 395.

28 Tapio Bergholm, ‘Suomen autoistumisen yhteiskuntahistoriaa’, in Kalle Toiskallio (ed.), Viettelyksen
vaunu: Autoilukulttuurin muutos Suomessa (Helsinki: SKS, 2001), 83.

29 See Martin Emanuel, “Controlling walking in Stockholm during the inter-war period”, Urban History 48:2
(2021), 248-265, here 255.
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“traffic weeks” were organised from 1934 by the traffic safety committee of the automo-
bile associations. These and related traffic education materials particularly, although not
exclusively, targeted pedestrians and cyclists, while quite clearly aiming to diminish the
blame on car drivers for traffic accidents.>® Internationally, this tendency of inter-war
traffic safety measures to legitimise the freedom of automobility by controlling pedes-
trians is well known.>' Peter Norton has demonstrated that in the USA the safety narrative
had already been rewritten by the 1930s. The new safety paradigm stressed the need for
cautiousness and control of all traffic participants, although the preceding narrative of evil
automobiles and innocent pedestrians never entirely vanished.*?

In Finland, too, the safety discourse included the figure of the reckless pedestrian as
early as the 1930s, but the negotiation remained unresolved and reappeared in the
1950s. As late as 1966, the largest Finnish newspaper, Helsingin Sanomat, wrote
about traffic fatalities in a manner that clearly laid more responsibility on car drivers
than pedestrians, stating that even though pedestrians might make mistakes they
should be considered as the weaker party while car drivers wilfully endangered both
themselves and others. The newspaper also compared the number of traffic fatalities to
the number of Finnish soldiers fallen during the Second World War, calling the
current situation “a traffic war”.3 Thus, in public discussion there were at least some
sympathetic feelings towards pedestrians. One piece of evidence of this was also the pub-
lication of the book Alas auton pakkovalta (“Down with the tyranny of the car”) by the
large commercial publisher Tammi as part of its pamphlet series in 1969. The book was
written by some of the founding members of the traffic policy association Enemmisto,
and alongside several thematic chapters included Enemmistd’s traffic manifesto consist-
ing of 26 demands and calling upon “all pedestrians, cyclists, and users of public trans-
port: let us unite our forces to support our common interests and legitimate demands”.>*
Now, a group of actors had appeared aiming to do what Talja had depicted in such an
absurd light only a couple of years earlier, to unite the pedestrians politically.
Consequently, pedestrians as what Bourdieu calls “the occupants of the dominated pos-
ition™ appeared as something more than just “a class on paper” and the symbolic strug-
gle began in earnest.

Pedestrians as urban sewage

Enemmistd (“The Majority””) was founded in autumn 1968 when around 50 people gath-
ered in Helsinki, invited by the lawyer Lauri Nordberg and the historian of architecture

30" See, for example: Helsingin Sanomat 23.9.1934: “The traffic week provides a concrete opportunity to
demonstrate to the general public that carmen and car traffic are not the evil ones.” (Title translated from
Finnish.)

31 See, for example: Weber, “Safety or Efficiency?”

32 Norton, Fighting Traffic, 241-242.

3 Helsingin Sanomat 4.1.1966.

3 “Liikennepoliittinen yhdistys Enemmist6 r.y:n liikennemanifesti”, in Leena Maunula (ed.) Alas auton
pakkovalta (Helsinki: Tammi, 1969), 113-115, here 113.

35 Bourdieu, The Social Space and the Genesis of Groups”, 736.
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Asko Salokorpi.*® Enemmistd is often described as one of the “one cause movements”
that emerged in Finland in the late 1960s, focusing, for example, on pacifism, equality
of women and men, anti-racism, homelessness, social equality, and development aid.”’
Enemmisto still exists today, but was at its most active from the late 1960s till the
mid-1970s. Board members typically had a university education, for example, in archi-
tecture, engineering, social sciences or humanities and mostly lived in Helsinki, like
the majority of members. Membership rose quickly during the first years and was
around 4,400 in 1972 and 1973, but began to slowly diminish in the mid-1970s.38
Many active members of Enemmistd were left-leaning politically, although the associ-
ation was party-politically neutral. It played a part in the new political definition of
traffic questions in the city politics of Helsinki, with left-wing parties demanding the
development of public transport and right-wing parties favouring private motorisation.
It also became one of the origins for new kinds of political dimensions as its 1971 chair-
man Ville Komsi later in the 1970s acted prominently in new Finnish environmental
activism and in the early 1980s was elected to the Finnish parliament as one of the
first two candidates of the Finnish Green Party.® From the very beginning,
Enemmistd’s activities were two-fold, described as the street-level and the office-level:
it organised demonstrations and other public events but also aimed to get a foot-hold
in political processes both at the local and national level.*

Enemmistd was in many ways antagonist to Talja. In the above-mentioned pamphlet
book, Salokorpi, who had become the association’s first chairman, stated: “Enemmisto is
not going to carry out traffic education work or hand out reflector ribbons. The purpose of
our association is to correct the structural wrongs of urban planning and the harmful atti-
tudes, instead of just passively conforming to them”.*' In the same book, the vice-
chairman, architect Jorma Ménty had ironically given his chapter headings that cited dif-
ferent Talja campaign slogans, like “Change to politeness”. He characterised Talja as the
guardian of traffic morals that gave its blessing to the central role of the car.*?

However, for Enemmisto, the traffic safety discourse was only one of the reference
points and less central than questions of urban planning and the urban environment. In

3 Risto Larjavaara, “Enemmistd: Historiaa ja nykypiivia”, in: Ella Korhonen and Sarianne Tikkanen (eds),
Tanssiva katusulku: Kestdvin kehityksen tositarinoita Helsingin seudulta (Helsinki: Rakennusalan kustantajat
RAK, 2002), 96-104, here 96.

37 Mikko Metsdmiki and Petteri Nisula, Aksivistit: Suomalaisten kansalaisliikkeiden tarina (Helsinki: Edita
2006), 209-210.

3% Annual reports 1969-1977, Enemmistd, DB Toimintakertomukset, The People’s Archives.

39 Sari Aalto, Vaihtoehtopuolue: Vihredin liikkeen tie puolueeksi (Helsinki: Into Kustannus, 2018), 46-53.
Another prolific Green Party politician and party leader Osmo Soininvaara was also active in Enemmisto as its
board member in 1974 and 1975. The same kind of development occurred in Germany, where actors from a
transport policy initiative formed the nucleus of what would become the Green Party. See: Engler, “Social
Movement and the Failure of Car-Friendly City Projects”, 373.

40 See, for example: Minutes from the meetings 30 January and 2 February 1975: Eri puolilla maata sijait-
sevien Enemmistojen yhteistyotd pohtiva tyoryhmi, Enemmistd, Cc Muut poytikirjat, The People’s Archives.
41" Asko Salokorpi, “Auto: nelji kirjainta, joihin ei voi luottaa”, in Leena Maunula (ed.) Alas auton pakkovalta
(Helsinki: Tammi, 1969), 9-16, here 15.

42 Jorma Minty, “Auto vai ihminen”, in Leena Maunula (ed.), Alas auton pakkovalta (Helsinki: Tammi,
1969), 62-68, here 63.
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its texts and activities, the pedestrian often serves as the lens through which the change in
urban areas becomes apparent and falls under critical consideration. From this point of
view, defining the place and possibilities of a pedestrian was a central question in the
drastic urban renewal that had started in Finland in the 1950s and was on-going in the
1960s and early 1970s. Following the international high modernist principles, traffic
planning and engineering had become key parts of urban planning in Finnish cities.*’
Argumentation followed the same lines as elsewhere in Europe: Increasing motorisation
would lead to the clogging of city centres and the desired efficiency of car traffic would be
lost if cities were not rebuilt to accommodate cars.** Talja had actively participated in this
development as well. For example, it had a representative on the influential committee
that defined the need for car parking and driving space in Finnish city planning in
1966, based on the calculation models of increasing motorisation.*?

Unlike in traffic safety, pedestrians were not focused on in traffic planning. But neither
were they systematically ignored or eliminated by the planners as had happened to
cyclists and users of public transport. Broad pavements and pedestrian shopping
streets could be incorporated in car city planning. Efficiency would be achieved by short-
ening walking distances.*® Still, applying the leading principle of efficiency to walking
was difficult. Planners tried to define monetary value for walking time by creating separ-
ate categories of utilitarian and leisure walking.*’ In practice, car-centred plans had a
large impact on the quality of walking environments. Raising discussion about this
was high on Enemmist6’s agenda. Its manifesto stated:

Pedestrians must have the opportunity to move in a way that is not only safe but also quick
and pleasant. [...] Pedestrian paths must be planned in a way that avoids exposing pedes-
trians directly to the exhaust fumes of cars. [...] Pedestrians must have the opportunity to
move on one level, usually the ground level. They must not be led into tunnels like
sewage or forced to climb on bridges.*®

The comparison to sewage systems highlighted the way in which modernist planning
treated pedestrians as a nuisance that had to be tidied away. The concept had already
appeared earlier in the 1960s in comments on the new pedestrian traffic infrastructure.
Economist Weijo Wainio used it when criticising pedestrian tunnels as a member of
Helsinki city council in March 1963.*° Doctor of Psychology Johan Weckroth used
the concept in his radio lecture in May 1965 with the title “Back to the Caves”,

43 Johanna Hankonen, Léihiét ja tehokkuuden yhteiskunta: Suunnittelujéirjestelmdin lipimurto suomalaisten

asuntoalueiden rakentumisessa 1960-luvulla (Tampere: Otatieto Oy, Gaudeamus, 1994), 28/-309.

See Barbara Schmucki, Der Traum vom Verkehrsfluf3. Stidtische Verkehrsplanung seit 1945 im deutsch-
deutschen Vergleich (Frankfurt am Main: Campus, 2001); Per Lundin, Bilsamhdillet: Ideologi, expertis och
regelskapande i efterkrigstidens Sverige (Stockholm: Stockholmia forlag, 2008).

45" Hankonen, Lihiét ja tehokkuuden yhteiskunta, 303-309.
46 Olavi Laisaari, Tehokas kaupunki (Turku 1962), 53-54.
47" Hankonen, Léihiét Jja tehokkuuden yhteiskunta, 347.
48 Liikennepoliittinen yhdistys Enemmisto r.y:n liikkennemanifesti”, in Leena Maunula (ed.) Alas auton
pakkovalta (Helsinki: Tammi, 1969), 113115, here 113-114.
“Keskiyon kellonlyonnit sdestivit taas viimeistd nuijankoputusta,” Ilta-Sanomat 7.3.1963.
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arguing that the possibly negative impact of tunnels on mental health had not been con-
sidered.”® After Enemmistd’s book, another pamphlet book used it: Kenen Helsinki
(“Whose Helsinki”) was a widely-discussed book written by two young architects criti-
cising the profit-based demolition and renewal of Helsinki city centre. One of its angles
was pointing out the way in which the situation of pedestrians was impaired by the reno-
vation, for example by tunnel projects forcing pedestrians into commercial underground
spaces, “the sewerage of Helsinki citizens”.>'

Another major contemporary discussion that Enemmisto’s manifesto linked to where
the subjects of exhaust fumes and noise. Air pollution became a public health concern in
Finland in the 1960s. Whereas clean air had been a relatively vague concept earlier, the
scientific approach now created the concept of safe air.>* Noise as a problem was raised in
public discussion during the late 1960s and early 1970s by experts and social movements.
The question of noise became political especially through the question of traffic planning
that Enemmisto highlighted but was also discussed by the emerging environmental
movement.”® In its 1968 book, Enemmisto referred to a range of recent reports and arti-
cles published on these issues by national and local committees, occupational health and
engineering experts as well as environmentalists.>* Noise and air pollution were newly
identified problems of the urban environment that could be highlighted by the perspective
of pedestrians. In line with Bourdieu’s theory,> it can be argued that different experts
chose to build an alliance with the dominated group of pedestrians in order to challenge
the dominant view of the traffic system and urban planning.

An example of highlighting a multitude of urban problems through the figure of the
pedestrian was Enemmistd’s declaration sent to media on the “Pedestrian Day” organised
by the association in Helsinki, May 1974. It begins by describing the situation of
pedestrians:

Walking in the centre of Helsinki has become continuously more difficult during recent
years. The number of pedestrian crossings has been reduced and the growth in motorised
traffic has made crossing the street a hazardous venture, especially for children, the
elderly and the disabled. [...] Walking in the centre of Helsinki has also become more
unpleasant. The voice of one’s walking companion is drowned out by the noise and the
air is dangerously polluted to breathe. [...] The efforts to make space for cars and eliminate
the risk posed to pedestrians by relocating foot traffic into underground tunnels has not only

0" YLE (Finnish national broadcasting company) radio program 4.5.1965: “Takaisin luoliin. Fil tri Johan
Weckroth kertoo jalankulkijoiden viemiroinnistd.” See also Eteld-Suomen Sanomat “Radio ja televisio”
8.5.1965.
51 Vilhelm Helander and Mikael Sundman, Kenen Helsinki: Raportti kantakaupungista 1970 (Helsinki:
WSOY, 1970), 36-44. Vilhelm Helander became the vice chairman of Enemmisto in 1971.
52 Janne Mikiranta, Clarifying the air: Finnish air pollution experts and the international quest for safe air,
1940s-1970s (Turku: University of Turku, 2022), 124-132, 191.
3 Outi Ampuja. Melun sieto kaupunkieldimdéin véilttimdttomyytend: Melu ympiristbongelmana ja sen
synnyttdmien reaktioiden kulttuurinen késittely Helsingissd (Helsinki: SKS, 2007), 69-75, 227-229.
5% Leena Maunula, "Yksityisautolla joukkohautaan”, in Leena Maunula (ed.) Alas auton pakkovalta (Helsinki:
Tammi, 1969), 42-61, here 60-61.

S Bourdieu, The Social Space and the Genesis of Groups”, 736-737.
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bereaved the pedestrians of the multitude of ground level visual experiences but also

replaced the insecurity caused by the traffic by the fear of violence.>®

Pedestrian Day was the largest pedestrian event organised by Enemmisté and a good
example of Enemmistd’s efforts to change the symbolic hierarchy and social power-
relations between pedestrians and cars. It was carried out in collaboration with over 30
other associations, for example, student and political youth organisations, neighbourhood
associations, environmental, cultural and sporting organisations, and public transport pro-
viders, as well as associations for pensioners, children, stay-at-home-mothers and the
visually impaired.”’ Talja’s successor Liikenneturva was not among the organisers, but
Enemmistd invited it to participate in the pedestrian street relay race, among other author-
ities.”® The official protector of Pedestrian Day was President Urho Kekkonen, whom
Enemmistd had approached with a letter referring to his sporting interests by describing
him as “a skilful foot-goer (on skis or without) and well-informed about the problems
pedestrians have especially in centres of large cities”.>® In his opening speech on
Pedestrian Day, Kekkonen talked about the down-sides of technical development: loss
of pleasant environments and human values. He stated: “Unhurried wandering in the
forest or the alert passage of an urban person in a city centre can bring forth experiences
that are so large and positive that the technical development should not be allowed to
disturb them”.° It is apparent that the President was talking about the effects of motor-
isation, although he avoided targeting cars explicitly. From the point of view of symbolic
struggle, cars not only disturbed pedestrians but were a major force in defining pedes-
trians, as will be discussed next.

Guilty, weak and invisible?

Traffic safety actors and materials defined a pedestrian as someone who was potentially
run over by a car and whose role was to avoid this by adjusting his or her behaviour. This
perspective lived on, even when Talja’s work in the 1970s started to include urban plan-
ning perspectives, for example in the form of national traffic safety congresses. These
included numerous presentations from Talja representatives, but also by the police and
the education system, researchers, traffic engineers and urban planners. As early as the
1971 congress, traffic engineers highlighted the need to design safer and more pleasant
cities for pedestrians. A traffic engineer for Helsinki city expressed his doubts on the
effects of traffic safety education and stated: “If we cannot shape humans to adapt to
the present-day traffic, we have to shape the traffic environment to accommodate the
physical and psychological abilities of humans”.®" Another traffic engineer introduced

36 Declaration 17 May 1974, Enemmisto, Dc Julkilausumat, The People’s Archives.

57 List of the participating organizations: Jalankulkutapahtuma -74, Enemmistd, Hg Tapahtumat, The People’s
Archives.

38 Letter to Liikenneturva 7 May 1974, Enemmistd, Hg Tapahtumat, The People’s Archives.

% Letter to the President 22 March1974, Enemmistd, Hg Tapahtumat, The People’s Archives.

0" Urho Kekkonens speech 17 May 1974, Enemmistd, Hg Tapahtumat, The People’s Archives.

1 Seppo Sanaksenaho, “Liikennejirjestelyt turvallisuuden pikaliikkeini kaupungeissa”, IV valtakunnallinen
liikenneturvallisuuskongressi 10—~11 May 1971, 77-90, here 77.
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different traffic separation models, concluding that the separation of non-motorised and
motorised traffic was “the only proper starting point for creating a safe traffic
system”.%> The influence of the Swedish SCAFT 1968 traffic separation guidelines
was apparent.®® In Sweden, these guidelines had been one of the milestones in changing
the traffic safety focus from individual responsibility and traffic rules to the ideal of the
city as a traffic safety machine shaped by technology and planning solutions during the
1960s.*

Against this background, it is noteworthy how the focus on pedestrian responsibility
persisted in Talja’s work. In the above-mentioned 1971 traffic safety congress, Talja’s
deputy director discussed the pedestrian, bicycle and moped fatalities and analysed
their causes: “Of pedestrians who died in traffic accidents 80 per cent have been
deemed guilty of their own death. 60 per cent of injured pedestrians have been identified
as the cause of their own injury. The most common mistake made by pedestrians is reck-
less running or rushing to the street”.®> The concept of the recklessly rushing pedestrian
had been pushed hard by Talja in the 1950s and 1960s. Leaflets for pedestrians were titled
“Don’t rush to the street” and a traffic week programme introduced the characters of
“Family Headlong” or “Mister Headlong”. They were actors hired to walk the streets
in a “reckless” manner. Inhabitants of the city were urged to find these actor pedestrians
by asking every “reckless” pedestrian if they were Headlong. Successful spotting would
be rewarded by a monetary prize. Thus, whereas car drivers could compete for prizes in
skilful driving, pedestrians were invited to police fellow pedestrians.®® Similar tactics had
been used already in the early 1920s in American cities, to introduce the concept of
jaywalking.®’

From the accident-oriented point of view, pedestrians were not only reckless but also
unprotected. Pedestrians as well as cyclists and moped riders were characterised by being
less protected than car drivers.®® During Talja’s 1966 traffic week in Turku, the main
local newspaper defined the pedestrian as “the unprotected tyrant amongst cars” and
also as “the weakest cog in the flywheel of traffic” that by rushing and bumbling
around without discipline ignored the clear and simple rules and slowed down urban
traffic.® The third definition was invisibility: a lot of effort was put into promoting ped-
estrian reflectors and the pedestrian’s responsibility to ensure their visibility to car
drivers.”

62 Pentti Murole, “Kaavoitukseen liittyvit keinot liikenneturvallisuuden tehostamiseksi erityisesti kevyen

likkenteen kannalta”, IV valtakunnallinen liikenneturvallisuuskongressi 10-11 May 1971, 66-76, here 66.
8 See Johanna Kallioinen, Pydrdilyn institutionaalinen asema liikennesuunnittelussa (Helsinki: Valtion
taloudellinen tutkimuskeskus, 2002), 71.

" Lundin, Bilsamhillet, 196-229.

Ahola, “Liikenneonnettomuudet ja kevyt liikenne”, 58.

See, for example: “Perhe Pahkapdi kulkee liikenteessd pditdpahkaa”, Uusi Suomi, 3 June 1952.

7 Norton, Fighting Traffic, 75-78.

68 Ahola, “Liikenneonnettomuudet ja kevyt liikenne”, 57.

© “Jalankulkija — turvaton tyranni autojen joukossa”, Turun Sanomat 12 May1966.

70 See, for example, Taljds pedestrian leaflet “Jalankulkija”, 1, 12—13, Liikenneturva archives, 6
Turvallisuusviestintd, Mobilia. Talja’s work in promoting pedestrian reflectors had already started in 1963 but
intensified in the 1970s, see: Salovaara, Talja ja Liikenneturva ry, 138, 211.

65
66



Mannisto-Funk 13

In 1966, Talja printed leaflets urging pedestrians to use reflectors, titled “Reflector: so
that you are not run over” and “The driver cannot see”.”! In 1972, Liikenneturva’s
national survey indicated that only 30.1% of pedestrians used a reflector.”” The following
year, the campaign “Heijastin-73” (“Reflector-73”") was launched. The campaign referred
to the high number of pedestrian fatalities and argued that many of them could be avoided
by using a reflector. Newspapers reported that pedestrians were indifferent about their
own lives as they did not use reflectors despite having been told about their importance.”?
Turun Sanomat newspaper wrote: “The only chance a pedestrian has to survive unharmed
in the traffic, is to avoid a collision with vehicles. The only chance to avoid a collision is
to make oneself seen. The best way to make oneself seen is to use a reflector!”’*

Interestingly, Enemmisto also participated in the campaign, alongside Liikenneturva,
the car owners’ association Autoliitto, the police, the traffic insurance association, public
roads administration, the Ministry of Education, the Finnish Red Cross and reflector pro-
ducers. All the participants published statements at the launch of the campaign, mostly
highlighting pedestrians’ responsibility to be visible in the dark. Autoliitto,
Liikenneturva and the traffic insurance association additionally made a statement
together, demanding that the use of reflector should be made mandatory.”” Public
roads administration promised in its statement that pedestrian reflectors would become
part of the traffic law,’® but Enemmistd opposed these views in its own statement. It
wanted to promote reflectors only as a temporary solution, until traffic separation
ensured the safety of pedestrians and cyclists. Furthermore, it stated that it was
“against making reflectors mandatory as this would continue the development that
places the responsibility of automobility’s dangers on pedestrians”.”’

The case of the reflector campaign is illustrative of Enemmisto’s attempts and difficul-
ties to define pedestrians from the point of view of their rights against the dominant traffic
safety definition of pedestrian as reckless and unprotected. These attempts can be under-
stood in the way Bordieu describes the symbolic struggle for the monopoly of naming
things and thus producing a vision of the social world.”® The very first paragraph of
Enemmistd’s traffic manifesto in 1968 targeted the definition of pedestrians as guilty:

1 Leaflet “Heijastin ettei padllesi ajeta”, 1966, Liikenneturva archives, 7 Liikenneturvallisuustapahtumat,

Mobilia. This leaflet was part of the nation-wide Tee Tie Turvalliseksi (“Make the Road Safe”) thematic year in
1966, which Talja participated in alongside of some 300 other organizations, see: Salovaara, Talja ja
Liikenneturva ry, 179.
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“Our current traffic law is shaped in a way that makes pedestrians guilty of the accident in
most cases when they are run over”.”® The association criticised the idea that traffic edu-
cation could save pedestrians when car drivers were legally entitled to ignore and kill
them. It also referred to the concept of the rushing pedestrian, trying to rationalise it:
“Children and elderly wanting to cross the street have to wait for their turn for a very
long time, no wonder that they finally are desperate enough to rush in front of a car”.%

Children and the elderly were groups that stood out when pedestrian safety was dis-
cussed. For example, in 1972 they accounted for half of the pedestrian fatalities. In
31% of the pedestrian deaths, the victim was over 65 years old.®' Together with the dis-
abled, they were recognised as the most unprotected groups in traffic, also by traffic plan-
ners.®> However, whereas the elderly and disabled were practically invisible in the traffic
safety work, children received considerable attention. The large majority of Talja’s and
Liikenneturva’s traffic education materials to pedestrians and cyclists was targeted at chil-
dren. Most prominently, all school children received a “traffic ABC book” between 1951
and the mid-1970s. From 1954 on, traffic education was part of the compulsory curric-
ulum, with materials and instructions prepared in co-operation with Talja.®® In the
1970s, the strong focus on educating children continued and children as young as
three years old were targeted, although the general attitude started to shift towards the
focus on safe environments.®* Enemmisto criticised the focus on educating children by
referring to studies that demonstrated children’s inability to observe traffic situations.®’
Its 1972 hand-out recruiting new members satirically mimicked Talja’s materials by
using the name “Letter to parents” also used in Talja’s leaflets, accusing Talja of protect-
ing cars, not children.®® Internationally, children were the group of pedestrians that raised
most debate. Not only were children’s traffic deaths in many cases the trigger to local or
even nation-wide protests against unsafe traffic environments,®” they were also used as a
main argument for traffic separation.®®

Enemmistd was not only critical towards Talja’s and later Liikenneturva’s work on
“attitudes”, but also towards the way in which public discussion on traffic focused
almost solely on accidents.®” Enemmisté wanted to criticise the workings of the whole
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traffic system, likely making it reluctant to use child deaths as a main argument. Instead, it
thematised different equality problems caused by the car-centred system, for example the
negative effects decentralised urban structures had on the mobility of various groups:
children, the youth, the elderly, women, the disabled and people with low income.”°
Motorisation highlighted existing problems of equality. For example, Enemmisto
stated that the smell of alcohol was perceived as more disturbing than car exhaust
fumes in public spaces, referring to yet another topical urban problem, the homelessness
of alcoholics.”’ Whereas the traffic safety actors promoted definitions that made different
traffic modes seem equal although differing in physical vulnerability, traffic policy acti-
vists highlighted social inequality through the figure of the pedestrian as a vulnerable
traffic participant.

From car-haters to light traffic

It appears to have been more difficult for Enemmisto to actively promote pedestrianism
than, for example, to fight for better public transport connections or the rights of cyclists.
The most prominent case in the association’s pedestrian policy as well as the first and
best-known of its projects was to promote a pedestrian street for Helsinki, as a comprom-
ise regarding its more radical ideal of a car-less city centre.”> Most other practical cases of
pedestrian policy were directed towards legal or planning measures that harmed pedes-
trian rights, for example the decree in 1969 that banned pedestrians crossing when
there was a red light, attempts to reduce the number of pedestrian crossings, and the
above-mentioned construction of pedestrian tunnels. Car-domination not only narrowed
the physical space of pedestrians but also their space in the struggle over definitions.
Mlustrative of this is the framing of pedestrian activism as car-hatred.

Internationally, from the inter-war period until the 1970s both traffic planning and
traffic education concentrated largely on pedestrians crossing the street.”> In Finland,
the 1971 traffic safety congress discussed a legal reform concerning pedestrian crossings:
Now only crossings explicitly marked as pedestrian crossings were counted as such.”*
The congress publication includes a comment from a businessman participant, underlin-
ing that traffic education about this should be carried out in a manner that would foster
harmony between different traffic modes, as the reform might make pedestrians feel
oppressed. Without naming Enemmistd, the commentator made clear that the association
was the cause of his concern: “We know that over a couple of years an organisation that
claims to represent pedestrians has quite regularly and systematically started to spread

% Leif Sundstrom, “Liikenne jatasa-arvo”, in Leena Maunula (ed.), Alas auton pakkovalta (Helsinki: Tammi,
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propaganda against motorised traffic, even directing its hate and opinions towards the
vehicle itself, the car”.?

Based on newspaper sources, “car hatred” (autoviha) was a concept used in Finnish
public discussion especially in the 1970s, often referring to Enemmist6 and other traffic
activists but also to politicians and planners.”® From the very beginning on, Enemmisto
argued that it was not driven by “blind car hatred”.”” However, some of its activities
were used as evidence to the contrary, such as its participation in the “Pollution Week”
organised by veterinary students in Helsinki in April 1969, including the ritualistic
destruction of a passenger car,” and the fact that the association organised events for
the international anti-car-week declared by the Dutch group De Lastige Amsterdammer
in October 1970.°” Even without such demonstrative actions, it seemed generally difficult
to avoid the label of car hatred when talking about pedestrian rights. Car hatred as a
concept had already appeared in Finnish newspapers in the late 1920s, when the interests
of car drivers conflicted with other groups, for example horse owners. One of the earliest
appearances was in a humorous column imagining the foundational meeting of the fic-
tional association Defence Union of Unprotected Pedestrians Against Cars, held “under
furious car hatred and warm feelings”.'%

The concept of car hatred was used to underline the supposed absurdity of pedestrians
uniting. Furthermore, it located the idea of pedestrian rights in an antagonism between the
pedestrian and the car. In the definition struggle, both traffic security actors and traffic
policy activists tried to steer away from this simple antagonism in their own ways, but
with little success. Pedestrians were mainly defined as non-cars, as traffic units outside
the cars, thus making car the defining unit of traffic. This development has been
on-going also throughout the recent decades. John Urry has described how the rhythm
of the road forces pedestrians to synchronise their movement to the mobility of
machines.'®" Tauri Tuvikene has observed pedestrians being increasingly treated accord-
ing to the standards of cars, demanding from them road-worthiness, for example in the
form of reflectors.'®® The difficulty of defining pedestrians in any way that does not
centre on the car was also highlighted by the Finnish concept of “light traffic” (kevyt liik-
enne). It emerged in the middle of the definition struggle in the end of the 1960s and
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became common during the early 1970s in planning and research contexts, referring to
pedestrians, cyclists and moped-drivers.'®

From the traffic safety perspective, “light traffic” could in the early 1970s include even
motorcycles as an unprotected mode,'™ but in the late 1970s the concept had stabilised to
follow the principles of traffic separation.'® Enemmist6 also partially adopted the concept,
although its own division of modes excluded mopeds and included public transport, drawing
the line between individual motorisation and other modes. In all of these divisions, pedes-
trians appeared at the farthest end of the spectrum of non-motorised, unprotected and in need
of separation. At the beginning of the 1980s, Enemmistd also started to use the adjective soft
in connection to urban and traffic planning.'®® Again, the pedestrians were at the far end of
the definition, “the users of the softest technology™:'%” their feet. Pedestrians as the ultimate
non-cars were at the core of Enemmistd’s traffic policy aiming against the technocratic car
city visions. As Martin Emanuel has demonstrated, pedestrians were not easy to systemise or
govern as traffic.'°® At the same time, their characteristics as non-vehicles made them also
the most difficult to advocate for in the symbolic struggle.

Pedestrians out of focus

In 1982, an Enemmisto bulletin announced a meeting discussing the future of the associ-
ation: should it be disbanded, or did it still serve a purpose? The cyclist group, for years
the most active part of the association, had in 1981 become an association of its own,
Helsinki Region Cyclists. The bulletin published comments from some active members
from the past. Only the 1975 chairwoman Marja Nick expressed the opinion that the asso-
ciation had served its purpose as the role of “light traffic” was now taken much more ser-
iously than earlier. Others found that the association was still needed: For example, its
first chairman Salokorpi commented that the first project of the association was now com-
plete as the pedestrian street of Aleksanterinkatu was just being finalised, but otherwise the
traffic policy situation was not much improved. Lauri Nordberg, also a founding member,
stated that even though politicians had become eager to pay lip service to the needs of pedes-
trians, real action was lacking.109 1971 vice chairman Vilhelm Helander commented:

Some 10-15 years ago the frontlines were very sharp. All in all, it was clearly implied that it
was the right of a white male to drive to work. The polemic was quite clear-cut. At that time
Enemmist6 had tremendous significance in articulating these topics. Now, the situation is a
good bit harder as the official goals include improving pedestrian conditions, developing

103 About the emergence of the concept: Kallioinen, Pydrdilyn institutionaalinen asema, 85-86.
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public transport and so forth. This is of course all very well. But now it is much harder to get

to the core of the things, first you must peel away the thick layer of apparent claims.''°

Indeed, the second half of the 1970s had seen a shift in the positions of the definition
struggle, including organisational changes. The Parliamentary Traffic Safety
Committee started speed limit testing in 1973, and in 1974 Talja’s successor
Liikenneturva was transformed into a public institution under direct state control. In
the national traffic safety congress of 1978, Liikenneturva’s car engineer gave a presen-
tation on the safety of “light traffic”, solely concentrating on the role of cars, their techno-
logical solutions and speed. He looked back at what he called the dark years of traffic
fatalities in the early 1970s and stated how political decisions had been the key to
change: In the early 1970s, “the means to decrease fatalities and accidents were
known, but the power to make decisions accordingly was lacking”.""" Since then, espe-
cially the number of pedestrian deaths had diminished significantly, more than halving
from the worst year’s numbers.

Another example of the shift is the leaflet published for the “Safe Urban Traffic Week
1975” that was organised jointly by several cities, the public roads administration and
Liikenneturva. The leaflet urged city-dwellers to become active and to demand a better
traffic policy and safer planning solutions for their living environments. It also mentioned
a modal shift from car traffic to “light traffic” as a possibility for improving traffic safety.
Still, it was also pointed out that in many cities, half of the pedestrian victims of traffic
accidents had crossed the street when there was a red light. However, the focus was
clearly on the traffic environment. “Write to the city government [...] and ask for
improvements”, the leaflet encouraged.''?

Making traffic questions political has been identified as Enemmistd’s main achieve-
ment.''? The association did not have much direct success in achieving its practical
goals. It also failed to acquire financial support and struggled with a lack of money
when membership numbers diminished. But all the while several of its members
gained influence as politicians, committee members and architects. Helsinki carried out
a pedestrian survey in 1971 and stated that walking was to be considered the foremost
traffic mode in the city centre.''* At the same time, traffic planning in Finland began
to treat pedestrian and cycling traffic practically as one mode, in line with the concept
of “light traffic”, leading to “light traffic” paths as the planning solution. In 1982,
cities and communities were legally obliged to provide “light traffic” infrastructure.'"
Enemmistd had already expressed critical opinions about combined lanes in 1972 and
again in the early 1980s, as they often meant taking space from pedestrians for cyclists

10" Bylletin 23 November 1982, Enemmists, U Painatteet, The People’s Archives.
" Matti Koivurova, “Kevyen liikenteen turvallisuus”, in 6. valtakunnallinen liikenneturvallisuuskongressi
Vaasassa 17-19 October 1978, 124—129, here 124.
12 [ eaflet Turvallisen kaupunkiliikenteen viikko 1975, Liikenneturva archives, 7
Liikenneturvallisuustapahtumat, Mobilia.
Viitamies, Kenen Aleksi sen Helsinki, 97-104; Ampuja. Melun sieto, 75.
"4 Viitamies, Kenen Aleksi sen Helsinki, 134.
1S Kallioinen, Pydrdilyn institutionaalinen asema, 85-88.
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and triggered conflicts between cyclists and pedestrians,''® but it seemed difficult to
advocate for pedestrians politically. This was especially clear in comparison with the
bicycle advocacy that now had an active association of its own. Enemmistd continued
its work, also, for example, becoming a delegate in Liikenneturva. However, its most
active years were over. One of the 1980s Enemmistd activists pondered upon the devel-
opment after discussing with some of the older members in 1984: Even though the groups
the association advocated for had seen some improvements, one of the main original
goals had not been achieved, namely stopping the flood of passenger cars. Should the
association now shift its focus accordingly and try to educate people on how to use
their cars in a sensible way?'"’

Something similar can be observed elsewhere. Many urban social movements that
started at the end of the 1960s had run their course by the end of the 1970s.''®
Everywhere motorisation proceeded, although non-motorised modes were now officially
promoted. At the same time, the bicycle morphed into a symbol of certain political and
cultural identities connected to the environmentalist movement.''® The lobbying of
bicycle organisations also became professionalised; especially in the Netherlands
where it had broad public support, but also elsewhere.'*> Why did this not happen
with pedestrian activism? Looking at the definition struggle in the Finnish case can
help to analyse this question. Although associations like Enemmisto tried to advocate
for pedestrians as a political group by acquiring the mandate to speak in its name,'*!
pedestrians proved difficult to mobilise as a group and the struggle for the dominant def-
inition did not end in the victory of pedestrian rights but in the dilution of pedestrians into
another statistical group, “light traffic”.

Conclusions

The quickly changing urban environment and traffic situation created a need to define
pedestrians, but throughout the 1960s and 1970s it remained difficult to define them in
a satisfactory manner. In the end, the definition struggle seemed to result in a compromise
that made pedestrians almost invisible. Diminished fatalities after the introduction of
speed limits and traffic separation measures reduced the need to define pedestrians as
guilty, but at the same time the ongoing mass-motorisation and the normalisation of its

1o “Kaupunkisuunnittelu-uutisia”, Enemmisto-Majoritet 5/1972, 16; “Jalkakaytivalla”, Enemmisto-Majoritet

1/1982, 4.

17 ol Orkoneva, “Vuosijuhlasta mieleen jadnyttd”, Bulletin 1/1984, Enemmisto, U Painatteet, The People’s
Archives.

18 Ror example, the Alternativ stad movement in Stockholm that Enemmisto had had contacts with: Ulf
Stahre, “Rebuilding the City: Stockholm and Urban Social Movements.” Ethnologia Europaea 31:2 (2001), 5—
18.
19" Dave Horton, “Environmentalism and the bicycle.” Environmental Politics, 15:1 (2006), 41-58.

120" Matthew Bruno, Henk Jan Dekker, and Leticia Lindenberg Lemos. “Mobility protests in the Netherlands of
the 1970s: Activism, innovation, and the transitions”, Environmental Innovation and Societal Transitions
4(2021), 521-535; Rorie Parsons and Geoff Vigar, “‘Resistance was futile!” Cycling’s discourses of resistance
to UK automobile modernism 1950-1970”, Planning Perspectives, 33:2 (2018), 163-183.

121 Gee: Bourdieu, “The Social Space and the Genesis of Groups”, 741.
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spatial and temporal system made it increasingly difficult to define pedestrians in a way that
radically challenged this system. In this sense, the disappearance of pedestrians as a group
legitimated the social world built around the car. Pedestrians appeared as the opposite of
the car in both traffic safety and activist definitions. They were weak, unprotected, and
soft. In traffic safety definitions, attempts were made to make them more car-like, playing
down the differences between cars and non-cars. But their existence as non-vehicles made
them difficult to grasp and define. Although this article is based on the empirical case of
Finland in the 1960s and 1970s, such questions concerning the definitions of pedestrians
and the promotion of pedestrianism can very probably also be observed elsewhere and
should be taken into account even in the present-day quest for pedestrian cities.

Pedestrians were never totally ignored or erased. The system of automobility necessi-
tated a certain amount of walking. This also brought pedestrians into focus for a while, but then
grouped them in with others by definitions centred on the car and solving car-related problems.
They blended into the group of light traffic, of non-cars. Pedestrians were crucial in the for-
mation of the legitimate social order of the street and urban space, but their flexibility
evaded definitions. Thus, the world-view they and their advocates could agitate for remained
diffuse and difficult to express. Difficulty of definition meant difficulty in enforcing rules but
also difficulty in advocacy. Pedestrians were everyone and no-one. Being a pedestrian was not
an identity, which made the idea of pedestrians uniting and actively demanding their rights
almost comical. Although pedestrians were numerous, they did not unite in protest. In that
sense, pedestrians remained what Bourdieu calls “a class on paper”: a group of agents in
similar conditions and likely having similar interests, but not mobilising for struggle that
would make them an actual class. As long as traffic is organised as a struggle between the
modes, pedestrians will be at disadvantage, but through their flexibility they also constantly
call this organisation into question and make its inequalities visible.
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