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HOW WE MOVE

DANIEL TUCKER

When visiting New York City’s Central Park you may come
across a curious plaque reading:

Here at West 74th Street and Central Park West, Henry H.
Bliss dismounted from a streetcar and was struck and
knocked unconscious by an automobile on the evening of
September 13, 1899. When Mr. Bliss, a New York real
estate man, died the next morning from his injuries, he
became the first recorded motor vehicle fatality in the
Western Hemisphere. This sign was erected to remember
Mr. Bliss on the centennial of  his untimely death and to
promote safety on our streets and highways.

But if  you visit Tempe, Arizona, there is no plaque
marking the first pedestrian killed by an autonomous car in
2018. On the night of  March 18, 2018 Elaine Herzberg
was pushing her bicycle across a busy four-lane road in
Tempe when an experimental car in self-drive mode failed
to detect her presence and struck her head on. The car’s
human operator, there to be able to intervene while the
cars were being tested, was documented on the car’s
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cameras as looking down while the accident happened.
Following the crash, the car’s corporate operator, Uber, the
company famous for merging cell-phone apps with inde‐
pendent driver-owned vehicles to compete with taxis,
suspended their program testing driverless vehicles in
Tempe, Pittsburgh, Toronto, and San Francisco.

Bliss stepping off  his streetcar and Herzberg pushing her
bike demonstrate the tensions between multiple modes of
urban transportation where some forms become
subservient to others over time. Streets used to be for walk‐
ing, and then they were for driving. While cars were
invented in the late 1800s, it was not until the 1920s that
regulations began to be developed for pedestrians who
needed to cross the street. These “jaywalking” laws were
highly influenced by the automobile industry, who were
eager to place the responsibility for traffic deaths on
walkers rather than drivers using their cars.1 But in the 119
years bracketed by these two deaths, there is a great deal of
transportation history. And the path has been bloody,
uneven, and full of  twists.

On Demand City

How we move through the city has had a dramatic impact
on the physical infrastructure of  places and in turn the
infrastructure has also played a great influence on how we
move.

Three generations ago, the highway revolution allowed
urban workers, mostly white, a fast paced convenient
journey to the well manicured lawns and housing develop‐
ments of  the suburbs where the tax base could be used for
their specific communities. Concomitant with this process
were racially coded (and explicitly stated) covenants and
redlining investment practices in which deeds and loans
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restricted who could rent and buy homes in what neigh‐
borhoods and produced systematic racial segregation.
Describing this context, Ta-Nehisi Coates wrote in his
2014 essay The Case for Reparations “The American real-
estate industry believed segregation to be a moral
principle.”2

Reading history through these highway projects has offered
fodder for many critical art and education projects,
including Amy Balkin’s Invisible-5 and the experimental
school, The University of  Orange. In their project
"Unearthing the Future: The Art of  Reverse Archeology -
I-280, Orange, N.J." The University of  Orange took up
this history to understand the impact the creation of  a
highway in their northern New Jersey town had on Black
and Italian neighborhoods. In an article on this work, jour‐
nalist Mark Di Ionno explains that through their research,
they came to understand that “The 1956 Federal Aid
Highway Act… funded 42,800 miles of  interstate high‐
ways, linking major cities and turning outlying rural
communities into suburbs. In many cities, highway plan‐
ners took the path of  least resistance ––buy up the
cheapest properties from the people least able to fight
them.”3

Because this newly suburban white population drove cars,
they didn’t rely on mass transportation services like busses
or trains, and thus did not prioritize them. The total effect
of  these kinds of  disinvestments shaped the contours of
transportation and daily life in urban cores of  cities like
Los Angeles to Detroit and Baltimore to Houston from the
1960s through the end of  the century. In the meantime
cities faced fiscal crisis after crisis and throughout it all,
public transit agencies struggled to keep afloat. Public
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transit trips dropped per capita from 115 annually in 1950
to 36 in 1970.4

But the story of  transportation is now taking yet another
turn as surplus wealth is re-injected into urban cores and
with that, producing new pressures on living costs and the
needs of  a population of  privilege. This topsy turvy cycle,
often referred to as gentrification, has had profound
impacts as well on the shape of  how we move. It impacts
which areas are deemed priorities for transportation invest‐
ment, how much it costs to park a car, where there are
potholes in the streets and even what it feels like to take a
stroll.

In the era of  Google Maps, that Baudelairean feeling of
being lost in the city has faded into antiquity5. The influ‐
ence of  satellite-guided GPS mapping tools has become
synonymous with the acts of  walking and driving. If  you
find yourself  in a neighborhood you’ve never visited, you
can nevertheless find the closest restroom, gas station,
police department or even hoagie. Prospective home
buyers can map the surrounding amenities of  restaurants,
hospitals, subways and even crime statistics. And if  you do
get turned around, that feeling of  being lost need only last
a second, until your Wi-Fi or cell connection lurches you
back into the map. The relationship between these
mapping tools and our personal preferences not only
provides useful information, but also builds aggregated
data sets. Technology companies thrive on the ability to
gather geo-located information, and now users offer it to
them on a constant basis, often without our knowledge,
with insights into where a specific person of  a particular
demographic background might walk, shop, drive, ride a
bus, and even get lost.
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The amenities-driven geo-located map of  urban life is
having profound effects on where people spend time and
money and where they do not. This amounts to corpora‐
tions calling the shots, while cities get stuck with the
responsibility of  planning, regulation, and management of
traffic, parking, and zoning. Throughout the pandemic, the
streets in one Philadelphia neighborhood have been
clogged by gig worker drivers queuing at a warehouse to
pick up convenient store items from a local startup––
turning any available space into a shipping hub.6 Trans‐
portation planners are having a hell of  a time figuring out
what to do with the changes taking place in how people
and stuff  in cities get around. The field of  logistics,
formerly compartmentalized to measure trucking and ship‐
ping speeds, has been expanded to include every facet of
moving bodies and goods globally, but with special preci‐
sion in cities.

Questions about transportation are not limited to the
numerous ways we get from point A to B, but also how we
—and the stuff  we need and want—move across distances
and penetrate borders. Throughout this essay, we will meet
protesting taxi drivers, bike riding djs, interventionist archi‐
tects, and ecologically-minded walkers. The story that ties
them together is how transportation investments and tech‐
nology are changing and how we are changing with them.

It should be noted that there are many tactics for artists
engaging in issues related to transportation. In the last
decade, there has been an institutional acceptance of  art
in transit as exemplified by artists residency programs
with transportation authorities. Transportation for
America has sponsored an Arts, Culture, and Transporta‐
tion Fellowship and Smart Growth America has spon‐
sored an Arts and Transportation Rapid Response in the
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context of  the pandemic. Such practices are happening
under the rubric of  government and foundation spon‐
sored “creative placemaking,” which seek to make trans‐
portation systems more visible and highlight their overall
importance. This essay takes on examples that are among
the more critical and antagonistic, and are woven
together with context about the policies that impede or
facilitate movement from immigration to public trans‐
portation investment.

Public Transit

Aqua Line installation by Heavy Trash, 2000. Photo:
Heavy Trash

Just blocks from the iconic ferris wheel on Santa Monica
Pier, a surprising billboard sprung up promoting a new
rail-line going from Downtown Los Angeles to the beach.
On August 13, 2000, a group of  people wearing construc‐
tion vests installed eight signs promoting “Future Station
Location: The Aqua Line” along a 15-mile route that
advertised it would be “Connecting Downtown To the
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Westside.” There was no doubt about their authenticity;
the signs had official city transit logos, after all.

An article in the Los Angeles Times a few days after the
installation read “Signs Point to West Side Transit
Mystery” and interviewed observers who debated if  the
new transit line would be underground or a trolley. A
telling read is that one passerby thought it might be a ploy
by local politicians hosting the upcoming 2000 Democratic
National Convention in town to make, “visitors think we
had a transit system.” This guess reflected the longtime
misconception by some that there is no public transporta‐
tion in LA despite heavy reliance on the system by low-
income, young, and disabled Angelenos traversing the city
sprawl.7 According to Metro's 2019 On Board rider survey,
66% of  bus users were Latino, 15% African American, 8%
White, 7% Asian/Pacific Islander, 1% Native American,
and 4% identified as Other.8

But the signs were not official and were installed without
permission by a group calling themselves Heavy Trash. In
the LA Times article, the group was said not to have
names attached but was described as “an anonymous orga‐
nization of  architects, artists, and builders who create
urban art installations.”9 Fifteen years later, the high-end
architecture firm Marmol Radziner took credit for the
actions, explaining that their work often brought them into
contact with social and policy issues they knew needed
addressing but that required a different tact than their firm
could officially take on.10

As the group wrote at the time of  the guerilla installa‐
tions: “Heavy Trash created this project in response to the
attitudes taken by many upscale neighborhoods towards
the implementation of  mass-transit in their area. Home‐
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owner groups often see mass-transit as an encroachment
upon their living space by lower income residents. This
‘not in my backyard’ mentality has stopped many plans
for the expansion of  the Metro in its tracks. If  the Aqua
Line actually existed, it would not only serve to break
down barriers between neighborhoods, but it would also
benefit the environment by decreasing automotive
pollution.” 11

The car famously killed downtown LA, but today the city
is finally expanding its public transportation and the Metro
is promising to connect downtown to the Westside, among
other areas. The transit agency’s website boasts its expan‐
sion’s popular support with funding from Measure M, a
2016 vote to fund public transit: “With Measure M sales
tax money, Metro is building a nicer, gentler Los Angeles
by funding pedestrian and bike lanes in cities across the
county. Our goal is to make it easier to reach transit
stations, whether you’re walking, biking, taking the bus, or
even driving.”12

Seen in context, this move to expand the Metro can be
read as a response to efforts by city leaders and developers
to re-make downtown LA as a hub for loft-living and
entertainment. Such plans to reduce car emissions
emerging at this moment of  climate crisis is urgent and
timely, as the transportation industry has recently replaced
the electricity sector as the largest emitter of  carbon
dioxide emissions contributing to climate change according
to the EPA in 2019.13 The frustrating pattern where
amenities are delivered only following significant gentrifica‐
tion development schemes is disheartening following the
decades that transit activists like the inspiring LA Bus
Riders Union, formed in 1992 to address racial and class
disparities in transit, have been demanding increased trans‐
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portation infrastructure and access to serve the cities work‐
ing-class commuters.14

Back in New York, the fight over who pays for transit is a
touchy subject. In recent years, a protracted fight between
Governor Andrew M. Cuomo and Mayor Bill De Blasio
over which jurisdiction is responsible for paying for the
New York City public transit has resulted in stalled projects
and notorious transit time delays. While this city-state
dynamic may be full of  particularities only found in New
York, cities across the country are facing revenue crises
resulting in changes in how people move across the city
because of  how taxes on gas, transit, and parking––and
even speeding and traffic fines––are used to fill holes in
public budgets. And as private companies jump into the
transit game, how these companies are regulated has impli‐
cations not only for public safety and public space, but for
local and state tax income and the future of  work. While
public transportation helps to decrease the amount of  cars
on the road, there are new forces at work like the
ridesharing industry, that are profiting from increased
congestion.15

Ride-sharing

One week after his inauguration, on January 27th, 2017,
President Donald Trump signed Executive Order 13769
barring travelers from seven Muslim-majority countries.
The Presidential Order, titled “Protecting the Nation from
Foreign Terrorist Entry into the United States” targeted
citizens of  Iran, Iraq, Libya, Somalia, Sudan, Syria, and
Yemen from traveling to the U.S. This hit close to home for
the taxi drivers in New York City with large numbers of
Muslims and immigrants of  Middle-Eastern descent
amongst their ranks.
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As swift as the legal responses began––within three days
almost 50 cases were filed in federal courts––so too the
airports were flooded with protestors opposing the ban.
The following day at 5:55 pm, the union of  New York Taxi
Workers announced on Twitter: “BREAKING: NYTWA
drivers call for one hour work stoppage @ JFK airport
today 6 PM to 7 PM to protest #MuslimBan!
#NoBanNoWall.”16

The cellphone ride-hailing app Uber also immediately
responded. They lowered prices for their drivers headed
towards the JFK Airport and the protest by taxi drivers
became a profit-making opportunity for this growing ride-
share corporation. Activists were quick to point out how
Uber was essentially crossing the striking taxi driver’s
picket line and thus launched the social media campaign to
#DeleteUber. In yet another chain reaction, the attack on
Uber became an opportunity for their main competitor,
Lyft, which quickly vowed to donate $1 million to the
American Civil Liberties Union, which was already
fighting the ban in court. While the ride-share revolution
had already placed major tensions on car traffic and the
taxi industry at large, this was the moment it became an all
out war that the public could witness.

The explosion of  ride-hailing app usage has been great for
the startups’ founders and underwriters, but not for the
actual drivers. In New York City, the unrestricted growth
of  these companies has put serious financial strain on the
city’s taxi drivers, and it has made it hard for Uber drivers
to compete and earn a decent living. This dynamic was
thrust into the spotlight recently with news that six profes‐
sional drivers in the city died by suicide over a period of  12
months in 2017 and 2018, including three taxi drivers who
were struggling to make ends meet.17
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The emergence of  these app-based ride-sharing tools has
brought about a debate on the ethics and economics of  the
overall “gig” or “platform” economy, which has only inten‐
sified in the pandemic. One of  the major challenges in
even having a conversation about these tensions is the
absence of  a community of  drivers—without a workplace
and in their own cars—breakroom talk is a thing of  the
past. In response, the groups Rideshare Drivers United
and London Private Hire App Based Drivers Association
began using Whatsapp groups and Facebook advertise‐
ments to track down other drivers and organize actions
they call “international Uber Log-OFF Strikes.”18 The
group also calls for unity under a Rideshare Driver Bill of
Rights, which is modeled on other groups that are unable
to formally have a union due to their status as independent
contractors like care workers and day laborers.19

Just two years after the protests against the “Muslim Ban,”
the same group that called for the original work stoppage,
NYTWA, has worked with Uber and Lyft drivers to
achieve a minimum wage of  nearly $27 per hour (or
$17.22 after expenses) and a temporary cap on the overall
number of  ride-share vehicles. As these workplace strug‐
gles continue to evolve, so do the industries on which they
are based.

Certainly, a generation or two ago it could have felt even
more essential to drive a car. Car companies had thor‐
oughly occupied the imagination with movies and songs
embracing the role of  cars in both urban and suburban
life. And while 2018 saw more trips in personal vehicles
than any year on record and the pandemic has led to some
uneven increases in car buying that are yet to be fully
accounted for, in general today millennials and their
younger Gen Z friends are driving less.20 This has car
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companies scrambling to figure out what is next and yester‐
day’s influential car lobby may today be diversifying into
delivery companies powered by mapping software and sub-
contracted electric scooter drivers. We see GM in ride-
sharing and making commitments to go electric and
Toyota is investing over a billion in artificial intelligence
and robotics to crack the code on self-driving vehicles.

While Uber had been testing such vehicles in various cities
before the accident in Tempe and German municipalities
utilizing some small driverless buses, the technology is
evolving and fears of  automation may outweigh reality. As
one recent article in Next City magazine speculated, will
these changes result in the over 150,000 registered taxi and
limo drivers in New York City simply losing their jobs or
will their sector be able to take advantage of  the gradual
shift and retrain for adjacent jobs in the new industry like
“Autonomous Vehicle Fleet Manager?”

Where the rubber meets the road on the ideological divide
is a concern over regulation. Next City went on to propose
that driverless vehicle investments and policies should be
aggressively focused in mass transit instead of  those
focused on individualized point-to-point transportation.21

Failure to do so could perpetuate underfunded transit
systems and access gaps for those without money, and
could result in both more cars on the road and commuters
riding in cars for longer distances, neither of  which will
help us meet ambitious decarbonization goals.

Sharing is Caring

Back in California, in San Francisco, all those internet app
companies changing how people get around and commu‐
nicate also have physical offices filled with workers. Those
workers have houses and consumer habits and their impact
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on the city they inhabit has been dramatic. A city once
known as the capital of  the counterculture is now a living
monument to the commercialization of  such alternative
living strategies. Curator and writer Erica Dawn Lyle
reflects on a deep irony at this moment in the city’s life in
Streetopia, her book on art and displacement, writing that:

The use of  the word ‘sharing’ here once again evokes the
communal life of  the sixties...but these small gestures, once
offered for free, are now for sale… Beyond Airbnb and
rideshare apps, other services offer the rental of  power
tools or parking spaces and the performing of  small tasks.
There is seemingly no area of  life that does not now have a
biddable price that can be set by users on the internet. 22

One such small gesture recently seen on the streets is the
rentable bike or scooter. Growing initially out of  counter‐
culture in the mid 1960s in Amsterdam, a group of
activists introduced White Bikes by collecting regular bikes,
painting them white and leaving them throughout the city
for people to use. While similar subcultural models existed
elsewhere for bike rentals and sharing, it was not until the
mid 1990s that a number of  European cities began testing
a more formalized system with 2013 being the year of  vast
growth with New York City, Chicago, and San Francisco
all launching similar systems with corporate sponsorships
and a huge explosion of  over 65 similar programs across
China.23

At their best, these new platforms can encourage exercise
over cars and fill in gaps where public transportation is not
reliable or available. At their worst, they can become an
excuse not to make public transit more reliable, lead to
collisions with inexperienced cyclists, and they can pile up
in reckless and haphazard ways if  they are not relying on a
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docking station to be dispensed and managed. One recent
major newspaper headline read: “Fed-up locals are setting
electric scooters on fire and burying them at sea.”24 In
another recent case the Chinese bike-share company, Ofo,
backed with venture-capital funding, literally dumped their
750 bikes on prominent street corners in St. Louis and let
the city figure out the regulatory safety and financing
rules.25 When Ofo abruptly pulled out of  servicing the
bikes only two months after they arrived, the city was left
to sort out what was left behind. While the claim was that
Ofo wanted to consolidate in higher performing cities, they
left the bikes behind––bikes which were in many cases,
severely damaged.

Artists Matt Joynt, Anthony Romero, and Josh Rios were
invited by The Luminary, a contemporary art gallery that
produces the Counterpublic public exhibition every three
years, to do a public project in St. Louis in the spring of
2019. They were enticed to connect their interests in
community mobility to the Ofo bikes left behind in the city.
The group, with members in Chicago and Boston, said
that they saw the Ofo bike remnants as a monument to the
failed neoliberal promise of  mobility and on-demand life‐
style companies. To capture this tension between a failed
monument and a community left to clean up the mess,
they decided to turn one of  the bikes into a mobile electric
cumbia music sound cart decorated like a piñata and
named “Piñata Sound System.’’26
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Portraits of artists Kiki Salem and Xochitl Plancarte with
the Piñata Sound System cart. Matt Joynt, Josh Rios,

and Anthony Romero, Piñata Sound System, 2019
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GROUP MEMBER JOSH RIOS explained that the
neighborhood they were working in is made up of  Black
and Brown residents and they were excited to create a
soundtrack using music that has a “record of  migrating
sound practices that helps us think about movement and
migration.” He went on to explain the way the modified
bike cart was able to be checked out and used on an honor
system that differed from the way the “sharing economy” is
premised on profit margins and a certain vision of  hyper‐
mobile leisure and work time in the city. Rios reflected
“What does it mean to create from the ashes of  that object
that is noisy, reflects the neighborhood, and is free? It's a
revolutionary liberatory act to reclaim this gig economy
object and transform it.”27

The same “on demand” logic that normalizes using bikes
and vehicles without having to deal with maintenance costs
also leads to the logic that groceries, electronics, and books
can and should be able to be ordered at a moment’s notice
and arrive within hours or days at consumer’s front doors.
The boom in this sector over the last year has been accom‐
panied with a massive gap in accessibility that has major
implications for community safety and deepening
inequalities.

Philadelphia’s food insecurity spiked with the emergence
of  the COVID-19 pandemic, leading many to find
accessing food challenging due to changes in store hours
and policies and rising food costs amidst a massive wave
of  layoffs and cut hours. Many populations, including the
elderly and immunocompromised, were just simply unsafe
in public spaces with inconsistent physical distancing
measures. In the wake, grocery delivery services boomed
in accordance with the parasitic nature of  the gig econ‐
omy. The streets have been abuzz with doubled parked
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drivers, becoming normalized as bikers swerve into
oncoming traffic, while neighborhoods are otherwise
quieter due to workplace closures and stay at home
orders.

Similarly, numerous religious, social service, and activist
organizations adapted to distribute meals and groceries. In
one particularly tech-savvy operation, a refrigerated ware‐
house was staffed by unemployed workers three shifts a day
to assemble boxes of  donated food using a commercial
delivery app designed for truckers, which allowed volun‐
teers to then go to a neighborhood pickup site and have
their deliveries sequenced for the easiest possible move‐
ment from home to home. In 2020, the logistics revolution
arrived to aid mutual-aid programs.

Logistics Revolution

Before the pandemic, talk of  supply chains were hidden in
industry publications with names like Inbound Logistics
and CSCMP's Supply Chain Quarterly. Now, it is widely
discussed in tracking the complex web of  relations that led
to the 2020 bucatini shortage28 and, more importantly,
masks, glass vials, hand sanitizer, and other life saving PPE.
But there is more to the story and how it shapes our lives
and landscapes. As companies like Amazon turn the world
into an assembly line, the urgency to have precise systems
and time-frames connecting all aspects of  the supply-chain
across production and distribution become increasingly
important. As labor researcher Beth Gutelius wrote:

These globally dispersed supply chains rely on logistics for
the planning, management, and coordination of  materials
movement through the supply chain from initial suppliers
to final customers (and often reverse movement as well, in
the form of  returns or recycling). The ability of  firms to
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excel in logistics has become critical to competitive
strategy.29

This “logistics revolution” led many artists toward prac‐
tices of  what Shannon Mattern calls “Infrastructural
Tourism,” which emphasize human-scale travel and move‐
ment as an embodied reaction to the unimaginable scale of
the industries focused on energy, automation, and ship‐
ping––like container cargo boats and freight trains. They
have turned towards exploring these sites on intimate scales
through walking or through rowing a small boat through a
vast chain of  rivers.30

In this milieu, Compass, a rotating group of  around 15
artists living mostly in the American Midwest, have been
organizing trips and “drifts” as they call them for the last
decade.31 Later projects took a deeper dive into larger-scale
industrial corridors of  trade and agriculture, but always
with an eye towards the radical culture and social move‐
ments countering whatever issues they might be studying.
The goal of  such explorations is to see these forces, which
are typically hidden in plain sight. Compass member
Claire Pentecost speaks of  using her experience as an artist
as “an organ to sense,” which can recuperate what is diffi‐
cult to see.32 Such senses can be mobilized to touch and see
an endless field of  monoculture corn growing in a field
along the highway, or to focus in on those large anonymous
or generically-named logistics warehouses that line the
same highway.

In one such project, Compass members Rozalinda Borcila
and Brian Holmes organized a series of  tours which
involved physically taking walks around the perimeter of
“Foreign Trade Zones” near the freight and intermodal
transit infrastructure. These FTZs allow goods to be
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brought into a country without going through customs. As
the project organizers reflect in their online catalog:

“WARNING!’ reads the sign. ‘This is a US Foreign-Trade
Zone. Whoever maliciously enters with intent to remove
therefrom any merchandise, or unlawfully removes
merchandise from U.S. Customs and Border Protection
control, shall be guilty of  a federal crime.’ These kinds of
signs are usually affixed to an eight-foot high chain-link
fence, complete with plenty of  official-looking barbed wire.
They can be found scattered across Chicago’s industrial
perimeter. Typically what’s being guarded is a warehouse,
an outdated factory or a brand-new logistics zone. To your
eyes it probably looks like a dead space, with nothing
happening and no one around. You’re out wandering
around in the Midwest, in the “heartland region,” and
suddenly they say you’re leaving US territory. It’s kind of
exotic. It’s kind of  ridiculous. And it’s probably the closest
you’ll ever get to globalization in your own backyard. 33

One hot summer day, a group assembled to walk on a
thematic drift called “Choking Points in the Supply
Chain.” The trip took the walkers to several Foreign Trade
Zones, distribution centers for Walmart, a prison, and an
immigrant detention center. By walking alongside and
peering into these sites surrounded by fences and patterns,
questions start to emerge. What are the names written on
the outside of  the shipping containers? Why are there no
names on warehouses where they drop off  and pick up?
Who are the people working at the security gate? And how
fast does the security get called when a crowd of  people is
milling about?



HOW WE MOVE 29

Chokepoints in the Supply Chain walking tour. 2014.
Photo courtesy of Rozalinda Borcila and Brian Holmes.

The connection between FTZ and Immigrant Detention is
not immediately obvious except for the theme of  borders.
Describing an earlier attempt at making these connections,
Borcila reflected that she has been trying to “make sense of
the zone as a dynamic system, a process that integrates the
mass movement of  goods with the accelerated movement
of  territories and with the production and management of
mass deportability.”34 What the process revealed is that
these same unmarked warehouses often employ undocu‐
mented immigrants and that suburban counties benefitting
from the existence of  warehouse workers are also bene‐
fiting from the continuous occupation of  beds in immi‐
grant detention facilities in the same county. In fact, it is
not a stretch to see that the same kinds of  software used to
track goods on a warehouse storage shelf  are used to track
the number of  beds in a detention facility. Borcila also
identified patterns of  movement within the city where
recent immigrants would move to the edge neighborhoods
where they could live between the community of  the city
and the labor needs of  the warehousing and logistics indus‐
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try. In a piece of  earlier writing, she outlines the stakes of
what this work reveals:

This is producing new geographies that correspond not
only to “just-in-time” production and logistics manage‐
ment of  commodities on the global market, but also to the
management of  cheaper and cheaper labor and the
marketization of  migrant bodies.35

CONCLUSION

As this essay has emphasized, how we move connects us to
vast and complicated systems. From the bikes we ride, to
the maps we use, to the movement of  goods within FTZs
in Chicago, to the movement of  bodies across borders, to
the protests at JFK Airport and the public transit of  Los
Angeles, to the transformation of  the taxi industry, this
connection continues without any signs of  stopping.

Today, artists are facing off  with these emerging corporate-
backed transportation tools in a number of  ways, adding a
third party to the tensions emerging between local city
governments and the companies haphazardly product-
testing on city streets.

Artists seeking to confront these forces have chosen a range
of  tactics including mimicking the aesthetics of  power
(Heavy Trash in Los Angeles), subverting new app-driven
tools (the bikeshare intervention of  Matt Joynt, Anthony
Romero, and Josh Rios in St. Louis) and attempting to
intentionally move at a different pace (Rozalinda Borcila,
Brian Holmes, and Compass in the suburbs of  Chicago).

The pandemic has changed much about our lives,
including how we move and where we need to go. But it
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also simply emphasizes the inequalities and injustices
already at work. Both the Trump and Obama administra‐
tions oversaw violent crackdowns on migrants at the
border and in our cities, and public transportation strug‐
gles to keep pace with private ridesharing that puts more
cars on the road just as the climate crisis demands we do
the opposite. The ability to move has become an urgent
political issue of  our time.

THE AUTHOR WOULD LIKE to thank Sarah Kavage
and Nato Thompson for their feedback on earlier drafts of
this essay.

Land Acknowledgement

The land upon where I write this is part of  the traditional
territory of  the Lenni-Lenape, called “Lenape-hoking.”
The central village of  this region was Coquannock ("KOE-
kwah-knock”), meaning “grove of  long pine trees” and is
now known as Philadelphia. The Lenape People lived in
harmony with one another upon this territory for thou‐
sands of  years. During the colonial era and early federal
period, many were removed west and north, but some also
remain among the three continuing historical tribal
communities of  the region: The Nanticoke Lenni-Lenape
Tribal Nation; the Ramapough Lenape Nation; and the
Powhatan Renape Nation. I would like to acknowledge the
Lenni-Lenape as the original people of  this land and their
continuing relationship with their territory. I would also ask
readers to consider what could be done to move beyond
acknowledgement towards engagement with this way of
seeing and knowing where we are. Thanks to Priscilla Bell
Lamberty and Sarah Kavage for sharing this language
with me on the occasion of  a public program we collabo‐
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rated on at Moore College of  Art & Design in January
2020 and to Abby Satinsky, Anthony Romero, and Mac
McFarland for sharing the ways they have approached
deepening acknowledgement of  ancestral lands in their
contexts.
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