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ties. Under these circumstances they were reluc-
tant to stand still in public areas; were attracted 
to busy, clean, and organized spaces; avoided 
attracting attention; walked on the paved road-
ways, and crossed streets outside of designated 
areas. There are complex relationships between 
this environment and behaviour, however, as 
pedestrians discussed juggling concerns over the 
risk of jaywalking versus its convenience; traffic 
hazards versus sidewalk quality; and security 
versus safety, convenience, physical exertion, and 
overcrowded transit. Given the complexities of 
the pedestrian experience while walking to public 
transit, the topic is not receiving sufficient atten-
tion from public transit authorities or any level 
of government in São Paulo, both of which are 
deeply fragmented and generally apathetic toward 
the issue.

Pedestrians frequently cope with significant 
problems in getting to transit in São Paulo and, 
given the importance of walking to public transit, 
government institutions and transit agencies must 
devote more time to understanding how they can 
improve the pedestrian experience by mitigating 
the stresses and making use of the comforts I 
have identified in this study.

Across Brazil, walking trips are the often forgot-
ten legs of public transit. In 2002, public transit’s 
share of daily trips across the entire São Paulo 
Metropolitan Region was just under 30%. With 
such high ridership levels, and given that walking 
is the dominant form of access for the region’s 19 
million inhabitants, I found it distressing how little 
attention is given to the pedestrian realm around 
São Paulo’s public transit facilities.

Pedestrian access issues are rarely addressed by 
public transit literature and most contemporary 
analyses of pedestrian perceptions are concerned 
with understanding why we walk and not what it is 
like to walk. These two spheres of research there-
fore offer little help in understanding the issue as 
it exists in São Paulo, where so many citizens lack 
the disposable income to enjoy market freedom. 
I have therefore taken an exploratory approach to 
understanding this particular pedestrian experi-
ence in São Paulo, using professional and in situ 
pedestrian interviews, and policy analyses.

Through my interviews with pedestrians I found 
that they predominantly focused on their sense of 
security as well as social activity in public spaces, 
the potential danger imposed by motor vehicles 
and the challenges of unforgiving pedestrian facili-

Executive Summary
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CPTM

The Companhia Paulista de Trens Metropolitanos 
[Paulista Metropolitan Train Company] (CPTM) is 
a subsidiary company of the State of São Paulo 
which manages the region’s inter-municipal rail 
network, linking 22 municipalities in the RMSP.  
CPTM works closely with Metrô since they share 
some tracks and, as of 2000, passengers can 
freely transfer between the two services within 
their shared stations (CPTM, 2007).

www.cptm.sp.gov.br

CTB

Brazilian Traffic Code, see GF Law 9,503, 1997.

EMTU/SP

The Empresa Metropolitana de Transportes 
Urbanos [Metropolitan Urban Transportation 
Company] (EMTU) is a state-run subsidiary 
company that manages the inter-municipal 
bus network connecting municipalities within 
three metropolitan regions: Campinas, Baixada 
Santista, and the RMSP.

www.emtu.sp.gov.br

IBGE

The Instituto Brasileiro de Geografia e Estatística 
[Brasilian Institute of Geography and Statistics – 
Brazilian Census Bureau] (IBGE) is the arm of the 
federal government that is responsible for running 
the country’s census (carried out every 10 years) 
as well as collecting nation-wide geographic, 
economic and environmental data.

www.ibge.gov.br

IDB

Inter-American Development Bank.  

www.iadb.org

GESP

Governo do Estado de São Paulo [The State 
Government of São Paulo].

www.sp.gov.br

ABCP

The Associação Brasileiro de Cimento Portland 
[Brazilian Cement Association] (ABCP) has helped 
to spark interest in sidewalk improvements 
through seminars organized across the south of 
Brazil, which have been successful at bringing 
together architects, planners, and politicians. One 
of the early seminars was held in São Paulo which 
inspired a commission to aim for legal changes in 
the City.

ANTP

The Associação Nacional de Transportes Públicos 
[National Association of Public Transit] (ANTP) is 
non-profit and was created in 1977 with a narrow 
vision around defending the interests of Metrô 
(Bicalho, 2007, pers. comm.), but its scope has 
since broadened significantly. As such, it is now 
the country’s principal forum on issues of sus-
tainable transportation.  The ANTP publishes a 
quarterly journal and runs annual conferences and 
international seminars.

www.antp.org.br

CDTI

The State’s Secretariat of Metropolitan 
Transportation (STM) and São Paulo’s Secretariat 
of Transportation (SMT) created the Comitê 
Diretor de Transporte Integrado [Integrated 
Transportation Committee] (CDTI) in late 2006, 
which includes representatives from Metrô, 
EMTU, CPTM, CET, and SPTrans, as a forum for 
discussing transportation issues across the state, 
including PITU 2025. 

CET

The Companhia de Engenharia de Tráfego [Traffic 
Engineering Company] (CET) is a subsidiary com-
pany of the São Paulo municipality.  Although CET 
is predominantly concerned with vehicle traffic 
issues, it also manages the infrastructure where 
pedestrian space and roadways intersect, such as 
pedestrian signals and curbs, including ramps.

www.cetsp.com.br

Glossary
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Paulista

A resident of the Municipality of São Paulo.

Paulistano

A resident of the State of São Paulo.

PCC

The Primeiro Comando da Capital [The First 
Capital Command] (PCC) is São Paulo’s most 
powerful organized crime ring, which has been 
linked to a substantial amount of São Paulo’s 
crime.  The PCC was responsible for coordinating 
a wave of attacks on police during my stay in São 
Paulo.

PITU 2025

The Plano Integrado de Transportes Urbanos 
[Integrated Urban Transportation Plan] (PITU) es-
sentially acts as an official plan for urban trans-
portation in the RMSP. It is updated every five 
years and STM is now working on the successor 
to PITU 2020, PITU 2025. This new plan is differ-
ent in that it aims to address “intimate integration 
between land use and transportation. Though this 
concept is not new, the rigorous and inclusive 
application of this principle is being done for the 
first time in the RMSP” (CDTI, 2006, p.1). 

www.pitu.stm.sp.gov.br

PLOS

Pedestrian Level of Service.

Pro-Pólos

Pro-Pólos [Pro-Nodes] is a law (GESP Decree 
49,052, 2005, Pro-Pólos) created by the State’s 
Economic and Planning Secretariat with the aim 
of focusing modal integration (GESP Decree 
49,052, 2005, ProPpólos, Art. 1.I and Art. 2.III) 
around nuclei with intense pre-existing economic, 
social and public services activity in order to 
improve accessibility (GESP Decree 49,052, 2005, 
Pro-Pólos, Art. 1, II). The EMTU is responsible 
for managing Pro-Pólos. In 2005, the project was 
allocated R$ 9.7 million to be spread across six 
centers. EMTU acknowledges political, opera-
tional and fiscal barriers in working with 19 of the 
region’s 64 municipalities (EMTU, n.d.).

Ilume

Within São Paulo’s Municipal Services Secretariat 
(SES), the Departamento de Iluminação Pública 
[Department of Public Lighting] (Ilume) is respon-
sible for maintaining the City’s public lighting 
infrastructure.

IPEA

Instituto de Pesquisa Econômica Aplicada 
[Institute of Applied Economic Research].  

www.ipea.gov.br

Limpurb

Within São Paulo’s Municipal Services Secretariat 
(SES), the Departamento de Limpeza Urbana 
[Department of Urban Cleanliness] (Limpurb) man-
ages the regulation of garbage pickup.

www.limpurb.sp.gov.br

Metrô

The Companhia do Metropolitano de São Paulo 
[São Paulo Metropolitan Company] (Metrô/SP), 
is the state-run subsidiary company that has 
managed São Paulo’s subway system since its 
inauguration in 1974.  As of 2007, the network 
measures a total of 63.6km.  With the completion 
of the yellow line, expected in 2012, and the rest 
of the green line, it will increase to 79.6km. In 
2005 GESP released approximately R$1.1 billion 
in capital resources to Metrô, who’s total operat-
ing revenue for the year was R$958.2 million 
against expenses totalling R$924.4 million (Metrô/
SP, 2005). Unlike the City’s bus and rail networks, 
Metrô bears considerable relevance to the middle 
to upper income groups (GESP, 2003).

www.metro.sp.gov.br

MSP

Município de São Paulo [São Paulo Municipality].  
The 2004 population, according to IBGE esti-
mates based on the 2000 census, is 10.8 million 
over an area of 1,509 km2, 968 km2 of which are 
urbanized.  The municipality’s density is therefore 
11.2 thousand inhabitants per km2 of urbanized 
land.

www.prefeitura.sp.gov.br
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network of roads “of metropolitan interest” within 
the State’s three regions.  One of SIVIM’s objec-
tives is to provide “better integration with the 
metropolitan transportation network”. Most SIVIM 
projects appear focused on regional highway 
network issues with little micro scale design 
considerations.   

SMSP

São Paulo’s Secretaria Municipal de Coordenação 
das Subprefeituras [Municipal Secretariat of Sub-
Municipality Coordination] (SMSP) manages the 
City’s 21 sub-municipalities.

SMT

The State of São Paulo’s Secretaria Municipal de 
Transportes de São Paulo [São Paulo Municipal 
Transportation Secretariat] (SMT) is divided into 
roadway management and public transit manage-
ment, for which the CET and SPTrans subsidiary 
companies were created respectively.

SPTrans

São Paulo Transportation S.A. (SPTrans) is a 
subsidiary company of the São Paulo municipality 
and is responsible only for the planning, schedul-
ing and monitoring of the City’s bus system, 
including the placement of bus stops and rout-
ing.  SPTrans was formed in 1995 soon after the 
municipality began privatizing bus operations and 
maintenance. Since 2000, they have been gradu-
ally acquiring the exclusive of more and more 
designated laneways and they have consequently 
developed nine bus corridors. 

www.sptrans.com.br

STM

The Secretaria de Transportes Metropolitanos 
[Metropolitan Transportation Secretariat] (STM) 
is the São Paulo State secretariat responsible 
for regional public transit management (through 
EMTU, CPTM and São Paulo’s Metrô). 

www.stm.sp.gov.br

TLOS

Transit Level of Service.

RMSP

Região Metropolitana de São Paulo [Metropolitan 
Region of São Paulo].  According to IBGE esti-
mates based on the 2000 census, the 2004 popu-
lation for the RMSP is 19.1 million over an area 
of 8,051 km2, 2,139 km2 of which are urbanized.  
The region’s density is therefore 8.9 thousand 
inhabitants per km2 of urbanized land.

Safety

Freedom from the threat or occurrence of non-
violent injury.

Security

Freedom from the threat or occurrence of violent 
crime.

SEHAB

São Paulo’s Secretaria Municipal de Habitação 
[Municipal Housing Secretariat] deals with social 
housing policy as well as land use regulation.

SEMPLA

The responsibilities of São Paulo’s Secretaria 
Municipal de Planejamento [Municipal Planning 
Secretariat] (SEMPLA) are broad, but include the 
City’s budget, Official Plan, and Land Use regula-
tion.

SEPED

São Paulo’s Secretaria Especial da Pessoa com 
Deficiência e Mobilidade Reduzida [Special 
Secretariat for People with Deficiencies and 
Reduced Mobility] (SEPED) was created in 2005 
with the broad vision of ensuring government 
policy address the needs of those with deficien-
cies.

SIURB

São Paulo’s Secretaria Municipal de Infra-
Estructura Urbana e Obras [Municipal Secretariat 
of Urban Infrastructure and Public Works] (SIURB) 
manages projects related to public right of ways. 
SIURB therefore works closely with Ilume and 
SEMPLA among others.

SIVIM

Sistema Viário de Interesse Metropolitano 
[Roadway System of Metropolitan Interest] (SIVIM) 
was created in 1997 and essentially refers to the 



vii



viii

TabLe of ConTenTs

1 Walking in São Paulo 1
2 Literature Review 2

2.1 Understanding Pedestrian Perceptions .........................................................2
2.2 Public Transit Access by Foot .......................................................................3
2.3 Incompatibilities between literature from developed countries and São 

Paulo ...........................................................................................................4

3 Method 5
3.1 Interviews with Pedestrians ...........................................................................5

3.1.1 The Pedestrian Respondents ......................................................................5
3.1.2 Phase I ........................................................................................................6
3.1.1 Phase II .......................................................................................................6

3.1 Interviews with Professionals ........................................................................6

4 Findings: Planning the Walk to Transit 6
5 Relevant Institutions 7

5.1 The State of São Paulo ..................................................................................7
5.1.1 The Metropolitan São Paulo Company (Metrô/SP) .....................................7
5.1.2 Paulista Metropolitan Train Company (CPTM) ............................................8
5.1.3 Metropolitan Urban Transportation Company (EMTU) ................................8

5.2 City Hall .........................................................................................................8
5.2.1 Municipal Transportation Secretariat (SMT) ................................................8
5.2.2 Secretariat of Sub-Municipalities (SMSP) ...................................................9
5.2.3 Inter-departmental Communication ..........................................................10

5.3 National Association of Public Transit (ANTP) .............................................11
5.4 Initiatives Connecting the Pedestrian and the Rider ...................................11

5.4.1 The Integrated Transportation Committee (CDTI) .....................................12
5.4.2 The Integrated Urban Transportation Plan (PITU) 2025 ............................12
5.4.3 Bilhete Único ............................................................................................12
5.4.4 Pro-Pólos ..................................................................................................12
5.4.5 Roadway System of Metropolitan Interest (SIVIM) ...................................13

6 The Social Walking Environment 13
6.1 Public Security .............................................................................................13

6.1.1 Perception vs. reality ................................................................................13
6.1.2 Security in Public Space ...........................................................................14
6.1.3 Rules of the Sidewalk ...............................................................................15

6.2 Street Activity ..............................................................................................16
6.2.1 Adjacent land uses ...................................................................................16
6.2.2 Other People .............................................................................................17
6.2.3 Street Vendors ..........................................................................................20



ix

7 The Physical Walking Environment 20
7.1 Sidewalks ................................................................................................. 20

7.1.1 Obstructions ..........................................................................................20
7.1.2 Surface Quality ......................................................................................21
7.1.3 Topography ............................................................................................23

7.2 Interaction with motorized traffic .............................................................. 24
7.2.1 Aesthetic Attention ................................................................................24
7.2.2 Managing Street Crossing .....................................................................26

7.3 Ambience.................................................................................................. 29
7.3.1 Cleanliness and Order ...........................................................................29
7.3.2 Lighting ..................................................................................................30

7.4 Public Transit Level of Service .................................................................. 31
7.4.1 Conditions Around Access Points .........................................................31
7.4.2 Fare system ...........................................................................................32
7.4.3 Anticipating Stresses .............................................................................33

8 Conclusion 34
8.1 Exploring the Initial Questions .................................................................. 34
8.2 Future Research ....................................................................................... 37
8.3 Concluding Remarks ................................................................................ 38

9 References 39
9.1 Print Materials ........................................................................................... 39
9.2 Personal Communication ......................................................................... 45
9.3 Legislation ................................................................................................ 45



1

1 Walking in São 
Paulo

“Public transport, as far as 
I’ve seen, is badly defined on 
the planet because …it goes 

from bus stop to bus stop and 
it doesn’t go from trip origins 

to trip destinations. In other 
words, I have this idea that the 
walking system, sidewalks and 

crosswalks, should be really 
treated as part of the public 

transport system.”

(Gold, 2007, pers. comm.) 

Gold described having this epiphany during 
an international seminar held in Brazil while 
“listening to [transit professionals] from 
various countries ...that have this view that 
...[transit] is just from bus stop to bus stop”, 
but he feels that the idea was not taken 
seriously. Across the entire Metropolitan 
Region of São Paulo (RMSP)1, 36% of all 
trips are made only by foot (see Figure 1). 
With a dense urban population of just over 
19 million, this represents a significant 

1 The term São Paulo can refer to 3 different 
political entities: the Municipality of São Paulo, the São 
Paulo Municipal Region, or the State of São Paulo. 
Unless stated otherwise, São Paulo on its own will 
always refer to the municipality.

amount of pedestrian travel.2 Public transit 
also plays a major role in the mobility 
choices for many of São Paulo’s residents, 
known as Paulistas, as it accomodates 
30% of daily trips (see Figure 1). Indeed, 
São Paulo has one of the largest bus fleets 
and one of the busiest metro systems in the 
world.

This simple division of mobility choices, 
however, fails to capture the important 
relationships between these two modes of 
travel. Even when public transit facilities are 
good, riders have to access them somehow. 
By and large, this is done by foot.3  It is 
therefore distressing how little attention is 
given to the pedestrian realm around public 
transit facilities.

While Brazil’s economy transformed and 
urbanization accelerated following World 
War II4, São Paulo’s long-term infrastruc-
ture investments, particularly in highways, 
were key to the State maintaining its role 
as a strong economic centre (Deák & 
Schiffer, 2004; Yázigi, 2000). In the face of 
such heavy vehicle infrastructure invest-
ments, pedestrian issues in São Paulo 
have suffered from a tradition of neglect. 
More recently, the mobility dilemma in 
São Paulo has often been addressed with 
piecemeal public transit investments whose 
scope rarely extends to the public space 
around such infrastructure. As such, it is 
not surprising that a survey conducted by 
the National Association of Public Transit 
(ANTP) suggests that approximately 55% 
of the population in São Paulo considers 
the sidewalks at bus stops in their neigh-

2 Walking trips are always underrepresented 
as methodologies tend to adopt fairly conservative 
definitions of what constitutes a trip in order to simplify 
analysis. São Paulo’s Pesquisa Origem-Destino [Origin-
Destination Study] only registers walking trips longer 
than 500m unless their purpose is school or work 
related.

3 As far as I have been able to determine, the 
Origin-Destination Study does not have this data as it 
only records what is considered the dominant mode of 
travel (GESP, 2003). Thus, all walking trips to access 
public transit, no matter how long, are overlooked.

4 The region’s rapid urbanization can be traced 
to two significant global events: 1) A significant drop in 
coffee prices following the worldwide economic crash 
of 1929. 2) The rapid acceleration of industrialization 
during and after World War II. This shift in Brazil’s 
economic base brought with it significant urbanization 
as the rural/agrarian coffee oligarchy began to take 
second place to emerging urban/industrial powers.

Pedestrian
36%

Public 
Transit
30%

Individual 
Motorized

34%

Figure 1

2002 
Transportation 
Modal Split 
(GESP, 2003)
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to public transit use, particularly in the 
Brazilian context. In this section, research 
is drawn from environmental psychology, 
environment-behaviour, and transportation 
planning literature to support this claim.

2.1 Understanding 
Pedestrian 
Perceptions

In studies of pedestrian perceptions, safety6 
surfaces as one of the dominant themes. 
This narrow focus on the reduction of 
accident rates typically leads to calls for 
changing pedestrian or driver behaviour 
through public education campaigns or 
changes to road design and crossing condi-
tions (for example, Barbuto et. al., 2001; 
Bechtel, MacLeod & Ragland, 2004; Cui & 
Nambisan, 2003; Huang, Zegeer & Nassi, 
2000).

Fruin’s (1971) early attempt to more 
broadly analyze walking (formalized by The 
Transportation Research Board’s Highway 
Capacity Manual) is criticized by many for 
considering only sidewalk performance 
measures, such as pedestrian flow and 
density, as though pedestrians behave like 
vehicles (Khisty, 1994; Landis et al., 2001; 
McLeod, 2000). A number of pedestrian 
level of service (PLOS) indicators have since 
emerged which expand beyond perfor-
mance to include other factors such as 
comfort, aesthetic appeal and convenience 
(for example, Bradshaw, 1993; Frank et 
al., 2005; Jaskiewicz, 2000; Khisty, 2004; 
Landis et al., 2001; Leslie et al., 2004; 
PBQD, 1993; Steinman & Hines, 2004). 
However, there remains little consensus on 
the precise meaning of PLOS (Landis et al., 
2000; Phillips & Guttenplan, 2003) and most 
approaches rely on objective quantification 
of the environment.

Taking inspiration from Amos Rapoport and 
Allan Jacobs, Jaskiewicz (2000) and Khisty 
(1994) propose qualitative level of service 
indicators which include abstract variables 
such as system coherence, attractiveness, 
building articulation, complexity of spaces, 
and transparency, to be evaluated by 

6 Throughout this report, I use the convention 
that security refers to freedom from the threat of violent 
crime, whereas safety refers to freedom from the threat 
of non-violent injury.

bourhood to be bad or terrible while 90% 
consider the Metrô and major bus corridor 
good or excellent (ANTP, 2004, 2005).5

Thus, this study focuses on a particular 
walking trip. That is, the walk to public 
transit. More specifically, my study deals 
with the question: What do pedestrians like 
or dislike about accessing public transit 
through familiar environments? This broad 
central question leads to many others: How 
is the pedestrian experience of public transit 
access different from any other type of pe-
destrian trip? What behavioural adaptations 
are made as a result of these perceptions? 
How have the municipal, state and federal 
governments influenced the walking experi-
ence? Why should planners be concerned 
with these trips?

By exploring the pedestrian experience of 
accessing public transit, this study also 
sheds a more general light on the com-
plexities of pedestrian satisfaction. These 
insights are not only relevant to city plan-
ners and decision makers as they site bus 
stations, plan public transit routing, design 
avenues, draft road standards, and so 
forth, but also to the policies guiding urban 
transportation financing from international 
lending institutions. The Inter-American 
Development Bank (IDB) and the World 
Bank, for example, have become significant 
influences on city priorities in developing 
countries such as Brazil.

2 Literature Review

Much of existing research exploring pedes-
trian perceptions has focused on evaluating 
the quality of the pedestrian environment 
through positivist methods with the goal 
of identifying and measuring the factors 
behind one’s choice to walk. Little has been 
written about the overall experience and 
even less about how this experience relates 

5 One always has to be cautious with user 
preference surveys. Bicalho (2007, pers. comm.) 
expressed concerns over the significance of these 
survey results, as related to the sidewalks around bus 
stops, due to the question’s oversimplification of the 
matter. This may partly be why ANTP later removed 
this question from their 2006 survey (ANTP, 2006). The 
results are thus cited only to illustrate the discrepancy 
between the implied attention that transit agencies give 
to their facilities versus the public space around these 
facilities.
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trained observers. Ferreira & Sanches (1998) 
also use qualitative indicators, but propose 
a hybrid approach combining evaluations of 
trained observers with a model calibrated 
to user perceptions. Although the latter 
introduces a subjective component, all three 
require evaluations by trained observers. 
Thus they are still etic in their orientation 
and struggle with issues of quantifying 
complex pedestrian perceptions such as 
Rapoport’s (1987) complexity and cultural 
rules of behaviour.

The only general consensus is that evaluat-
ing the pedestrian realm is much more com-
plex than assessing vehicle traffic services. 
Others have presented a less positivist 
approach to understanding the pedestrian 
perspective (for example, Danish Roads 
Directorate, 1998; Gehl, 2001; Jacobs, 
1993; Zacharias, 2001). In Gehl’s popular 
work on good pedestrian spaces, he sug-
gests designs to improve the rate of social 
and optional activities. Therefore, he does 
not consider what it means for pedestrians 
to have to perform necessary activities in a 
poorly (or well) designed environment. Thus, 
Gehl and most of the aforementioned ap-
proaches to evaluating pedestrian percep-
tions are primarily concerned with what gets 
people walking and not what they may like 
or dislike about the experience.

2.2 Public Transit Access 
by Foot

Several studies mention the importance of 
considering the walking trips associated 
with public transit and note that it is seldom 
explored in depth (Besser, 2005; Calthorpe, 
1993; Krygsman, 2004; Loutzenheiser, 
1997; Phillips et al., 2001), but few 
elaborate further than that (for example, 
Daniere, 1999; Transit Capacity and Quality 
of Service Manual, 1999; Gold, 2003; 
McLeod, 2000; Wright & Fjellstrom, 2003; 
Vasconcellos, 2001).

Transportation-Oriented Development (TOD) 
guidelines suggest urban growth should 
contain a mix of uses within a “pedestrian 
friendly environment” around public transit 
stations (Calthorpe, 1993). Although they 
raise many important design issues around 
walkability, TOD literature offers scant 
empirical support to its many assertions 
about what exactly such a comfortable or 
safe walking environment should look like. 
There are several frameworks for evaluating 
transit level of service (TLOS), but few incor-
porate any measure of walkability beyond 
such facilities. McLeod (2000), Phillips & 
Guttenplan (2003), and Phillips et al. (2001) 
discuss multimodal level of service frame-
works, but only the latter suggest linking 

Author(s) Year
Transit 

Facilities
Measure of Walking 

Experience
Access 
Modes 

Wibowo & 
Olszewski

2005
Light Rail Transit 
(LRT)

Equivalent walking distance 
(“effort”)

Walk, Bus

Olszewski et al. 2005 Major Stations
Several distance and quality-
related factors

Walk, Bus, 
Car, Other

Krygsman 2004 All Time, land use density
Walk, Bike, 
Other

Ker & Ginn 2003 LRT Distance Walk or not

Cervero 2001 LRT
Sidewalk provision, street 
dimensions, mixed-use setting 

Walk or not

Junior & 
Moreira

2001 Distance Walk or not

Polzin et al. 2000 All Distance and time Walk or not

Loutzenheiser 1997 LRT Distance, level of retail
Walk, PT, 
Auto, Other

O’Sullivan & 
Morrall

1996 LRT and Bus Distance Walk or not

Table 1

Research analyzing 
the choice to walk 
to public transit.
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pedestrian and transit facility evaluations 
and they do so with no theoretical elabora-
tion. Only a handful of studies have explicit-
ly analyzed these access trips and most are 
solely concerned with transit stations and 
the probability of accessing them by foot 
(see Table 1). Distance and time are typi-
cally the only measures of the pedestrian 
environment analyzed as there is a general 
consensus that they are the dominant 
factors behind the choice to walk to transit 
in Western cities (Krygsman, 2004). Cervero 
(2001), Olszewski et al. (2005), and Wibowo 
& Olszewski (2005) have made efforts to 
incorporate a number of environmental 
factors into their studies, the latter through 
a concept of “equivalent walking distance”, 
but all are still primarily concerned with 
mode choice. Beyond failing to consider the 
many other dimensions to the experience 
of such a walk, these papers are difficult to 
apply to São Paulo as the issue of mode 
choice has a decidedly different character.

2.3 Incompatibilities 
between literature 
from developed 
countries and São 
Paulo

In addition to a general lack of literature 
covering this study’s field of inquiry, trans-
portation research undertaken in developed 
countries is difficult to apply to less devel-
oped cities, such as São Paulo (Pendakur 
& Guarnaschelli, 1991; Vasconcellos, 
2001), particularly when analyzing mode 

choice. Beyond São Paulo’s relatively 
unstable socioeconomic environment, 
which complicates long-term forecasting, 
the City’s dense urban form and precarious 
walking conditions also stand out (Gold, 
2004; Junqueira, 2003; Martins et al., 2003; 
Renato, 2007, pers. comm.; Yázigi, 2000). 
Mode choice analyses take on a different 
character as the traffic mix in São Paulo 
contains noticeably more public transporta-
tion (including informal), motorcycles and 
non-motorized modes of travel. Although 
auto ownership levels are high relative to 
other developing countries (SEMPLA, n.d.), 
a large portion of São Paulo’s population 
still does not own a vehicle and therefore 
is dependent on public transit and walking 
(see Figure 2), thus markedly reducing the 
relevance of time optimizing behaviour, 
which is crucially important in western mod-
els (Vasconcellos, 2001). This is reflected in 
the tendency for very low-income users to 
walk instead (Gomide, 2001).

Some literature explores pedestrian is-
sues in developing countries, but it often 
deals with the other extreme, for example, 
where only 7% of households have ac-
cess to a car (Zacharias, 2005). Seedat, 
et. al. (2006) specifically consider female 
pedestrians and their experiences in Delhi 
and Johannesburg. They found that walking 
in Johannesburg and Delhi was a complex 
phenomenon dominated by concerns over 
personal security (including sexual harass-
ment), over-crowding, pollution, noise, and 
constraints on mobility. They emphasize 
that their respondents “felt that their needs 
were subordinated to the interests of motor-

Figure 2

2002 RMSP modal 
split by income 
(GESP, 2003)
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ized vehicles” (p. 151). Without empirical 
evidence, Taylor (2003) reaches a similar 
conclusion that the potential danger im-
posed by motor vehicles draws significant 
cognitive and sensory attention, resulting 
in diminished attention to the surrounding 
urban environment. Alfonzo (2005) similarly 
suggests the more basic walking needs, 
such as accessibility, may overshadow 
other perceptions such as “pleasurability”. 
Both Taylor and Alfonzo, however, are 
assuming a North American audience and 
history of automobility.

Thus there is little research covering the 
pedestrian experience in an environment 
similar to São Paulo’s, let alone while ac-
cessing public transit. This study therefore 
deliberately avoids any predefined frame-
work of analysis and uses an exploratory 
approach to understanding the experience 
of walking to public transit within an analy-
sis of the policy and planning framework 
responsible for this environment.

3 Method

Since there is little research spanning the 
convergence of themes in question, this 
study uses qualitative methods to explore 
this pedestrian context.

The evidence presented comes from three 
phases of research:

1. Semi-structured interviews 
with pedestrians both 
before and during a walk to 
public transit.

2. Semi-structured interviews 
with practicing profession-
als

3. A policy and legal docu-
ment analysis

3.1 Interviews with 
Pedestrians

Eight in-depth semi-structured interviews 
were conducted with pedestrians, one 
of which was discarded, to explore their 
subjective experiences. Although questions 
were generally open-ended, a deliberate ef-
fort was made to cover a wide variety of en-

vironmental conditions: Lighting, crowding, 
street topography, sidewalk and road condi-
tions, attractiveness, weather, air and noise 
pollution, street crossing conditions, gar-
bage collection, street vendors and interac-
tion with others. Through these interviews, 
the aim was not to develop a representative 
sample, but rather to explore, in depth, 
a wide range of perceptions from which 
analytical generalizations can be developed 
that capture variations in pedestrian experi-
ences. As the interviews required significant 
time commitments from each pedestrian, 
potential respondents were approached 
through contacts at the University of São 
Paulo and a hostel where I had stayed for 
a period. A snowball approach was used 
to find further participants. Socioeconomic 
factors such as gender, age, and educa-
tional background are expected to affect 
the pedestrian experience so these factors 
are taken into consideration, however, the 
study does not try to control for all potential 
socioeconomic influences.

I required that participants be at least 18 
years old and that their commute be part of 
a regular routine, involve a minimum 10 min-
utes of walking on the way to or from public 
transit, and be within the RMSP. Since the 
research theme deals with public transit, as 
a token of appreciation each respondent 
was compensated with credit for 14 public 
transit trips using São Paulo’s smart card, 
the Bilhete Único (see section 5.4.3, p. 12). 

3.1.1 The Pedestrian 
Respondents

In the end, three female and four male re-
spondents were interviewed (see Appendix 
A). Five were young adults, one was in her 
mid ‘40s and another in his ‘90s and all 
were middle to low income earners. In two 
instances, I was able to do in situ interviews 
both before and after the public transit leg. 
Most were quite familiar with their com-
mutes, having done them for several years, 
and the distances walked varied from ap-
proximately 500m to 3km. The nature of the 
urban environments they walked through 
also varied considerably from the dense 
urban centre, to high-rise residential neigh-
bourhoods, to the hilly urban periphery. As 
much as possible, these varying conditions 
are considered and discussed.
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3.1.2 Phase I

influence the interviewee’s perceptions. 
Furthermore, they were asked to describe 
the environment as they remembered it, 
thus underscoring the dominant memories 
and also preparing the respondents for the 
general themes we would discuss in situ. 
This phase of the interview was typically 
done near the respondents’ workplace 
or while on public transit to minimize the 
inconvenience.

The questions were thus structured to 
explore the following:

1. Basic socioeconomic infor-
mation (e.g. age, gender, 
employment status)

2. Situational information (e.g. 
purpose of trip, activities 
at origin and destination, 
participant’s general mood, 
mobility options available)

3. Expectations and gen-
eral past experience (e.g. 
attitude towards walking, 
familiarity with the site, an-
ticipated likes and dislikes, 
impression of the walk, 
sense of security)

This phase of the interview worked well 
as a mental lubricant for the themes we 
discussed later in situ. Early in the interview 
I gave respondents a time limit to list as 
many things as possible that they expected 
to see, smell, and hear along the walk. 
This helped them think more broadly about 
the environment along the walk as I would 
encourage them to mention any little detail 
that came to mind. Furthermore, I had 
respondents fill out a simple 1-page survey 
asking questions related to the themes 
we would talk about later in the interview. 
We then discussed their responses, which 
proved insightful and further prepared them 
for some of the issues explored in phase II.

3.1.1 Phase II

The in situ phase examined each respon-
dent’s immediate perceptions of their 
surroundings as she or he walked to public 
transit. This phase was very insightful as I 
was thus able to identify and discuss unan-
ticipated, unnoticed or forgotten environ-

mental features. The method also triggered 
memories for some of my respondents and 
helped to seed discussion around aspects 
of the walk which most respondents had 
not previously given much thought and 
would have had trouble elaborating in 
more contrived setting. Furthermore, we 
discussed apparent consistencies and 
contradictions between behaviour and their 
attitudes identified in phase I.

3.1 Interviews with 
Professionals

Through contacts at the Pontifícia 
Universidade Católica do Paraná, the 
Universidade de São Paulo and the Institute 
for Transportation & Development Policy, 
several São Paulo city officials and con-
sulting professionals were approached 
for information resulting in a series of four 
open-ended interviews. See section 9.2 (p. 
55) for a list of the respondents. The aim 
of interviewing local planners and public 
transit officials was to highlight how the City 
understands pedestrian accessibility issues 
and how this has influenced policy and 
budgeting priorities. All of these interviews 
were conducted from Canada by myself, 
in Portuguese, using internet telephony 
software.

4 Findings: Planning 
the Walk to Transit

The study’s central research question raises 
a number of issues relevant to city planning. 
Beyond solely directing this report at local 
decision makers, it is also relevant to the 
priorities of international urban transporta-
tion financing from institutions such as the 
Inter-American Development Bank (IDB), 
which have become quite significant for 
cities in developing countries such as Brazil. 
The following three sections frame areas of 
city management which are shown to signif-
icantly influence the pedestrian experience 
while accessing public transit. Inevitably, 
there are many connections between these 
themes and wherever appropriate, these 
connections are highlighted.
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5 Relevant 
Institutions

“In discourse, many defend the 
sidewalk, but it continues to be a 

‘no man’s land’. …The pedestrian 
is still far from being incorporated 

in the public agenda” 

(Bicalho, 2007, pers. comm.)

Management of public transit services 
in São Paulo is split between two levels 
of government (state and municipal) and 
four government subsidiary companies 
(SPTrans, Metrô/SP, CPTM, and EMTU/SP). 
The Management of pedestrian facilities is 
even more fragmented as it is not the exclu-
sive responsibility of any single department 
and these facilities service a wide range of 
interests, both private and public.  Figure 3 
illustrates the organization of the institutions 
with more prominent influences over the 
walk to transit, whether this role is explicitly 
recognized or not, which are discussed in 
the following sections.7

7 See the glossary in Appendix D (p. 59) for a 
complete list of acronyms and abbreviations.

São Paulo 
Municipality

(MSP)

Urban Housing and 
Development Secretariat

(SEHAB)

Special Secretariat for 
People with Deficiencies 

and Reduced Mobility
(SEPED)

Traffic Engineering 
Company

(CET)

Municipal Transportation 
Secretariat

(SMT)

São Paulo 
Transportation S.A. 

(SPTrans)
- Intra-municipal Bus -

Municipal Planning 
Secretariat
(SEMPLA)

Secretariat of Sub-
Municipalities

(SMSP)

Public Transit 
Initiatives

Pedestrian Realm 
Initiatives

São Paulo Metropolitan 
Company
(Metro/SP)
- Subway -

Paulista Metropolitan 
Train Company

(CPTM)
- Inter-municipal Rail -

Metropolitan Urban 
Transportation Company 

(EMTU/SP)
- Inter-municipal Buses -

Portland Brazilian 
Cement Association

(ABCP)

The National Association 
of Public Transit

(ANTP)

Metropolitan 
Transportation 

Secretariat
(STM)

BothIntegrated 
Transportation 

Committee
(CDTI)

State of São 
Paulo

(GESP)

Subsidiary 
Companies

Relevant Activities

Subsidiary 
Company

Municipal Secretariat of 
Urban Infrastructure and 

Public Works
(SIURB)

5.1 The State of São Paulo

5.1.1 The Metropolitan São 
Paulo Company (Metrô/
SP)

Metrô manages the City’s subway system 
and, unlike the bus and train systems 
discussed below, Metrô stations and trains 
are well maintained, equipped with security 
cameras and regularly patrolled by security 
personnel.  As well, service is very frequent.8 
The company is well-funded (Bicalho, 2007, 
pers. comm.), which undoubtedly facilitates 
this higher level of service. It is therefore 
not surprising that Metrô is regularly evalu-
ated by citizens as São Paulo’s best public 
transportation service (ANTP 2000 to 2006; 
Guedes, 2005).

This positive evaluation ends at the sta-
tions’ turnstile, however. Although Metrô’s 
2005 annual report discusses quality of life, 
community commitment, and social ben-
efits, there is no mention of public space. 
“Accessibility” is only interpreted to mean 
services for the physically disabled when 
inside its stations (Metrô de São Paulo, 

8 On the major subway lines, the average wait 
time is from 54 to 83 seconds, resulting in almost no 
waiting time (Metrô/SP, 2004)

Figure 3

Relevant 
Associations, 
Government 
Institutions and 
their subsidiaries
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2005). Although Metrô has done an excel-
lent job of rebuilding sidewalks adjacent 
to their stations (Gold, 2007, pers. comm., 
see Figure 4),  Bicalho (2007, pers. comm.) 
feels this was simply the result of having to 
rebuild them after they were torn up dur-
ing station construction and this was not 
necessarily part of a conscious effort to 
improve pedestrian access conditions.

5.1.2 Paulista Metropolitan Train 
Company (CPTM)

The Paulista Metropolitan Train Company 
(CPTM) manages the region’s inter-munici-
pal rail network.  As with Metrô, I have yet to 
find mention of pedestrian access issues in 
any of their documents, other than indirect 
consideration through external collaborative 
projects (see section 5.4, p. 11).

5.1.3 Metropolitan Urban 
Transportation Company 
(EMTU)

The Metropolitan Urban Transportation 
Company (EMTU) is the state-run subsidiary 
company which handles an inter-municipal 
bus network. Starting in 2004, the company 
developed a level of service indicator (the 
IQT) as a yardstick for evaluating all private 
bus companies operating in the RMSP 
(Pereira et al., 2005). However, as it evalu-
ates only the private operators who have no 
control over the infrastructure they operate 
within, this indicator does not consider any 
aspect of the quality of pedestrian access 
trips. Recently, however, the State of São 
Paulo designated EMTU responsible for an 
initiative named “Pro-Pólos” [Pro-Nodes], 
with the explicit intention of improving ac-
cessibility conditions, including the side-
walks, around major stations (see section 
5.4, p. 11 for further details).

5.2 City Hall

There are many departments and secretar-
iats within São Paulo’s municipal govern-
ment responsible for various aspects of 
pedestrian space. For example, Limpurb 
regulates garbage pickup; SEPED covers 
accessibility issues related to the physically 
disabled; SEHAB has recently been promot-
ing awareness around sidewalk standards 
through its Accessible Mobility Guide 
Along Public Roadways (SEHAB, 2003); 

and SEMPLA has a dominant overarching 
influence on many aspects of public priority 
and land development, particularly through 
the City’s Official Plan.9 There are two 
secretariats, however, which are particularly 
influential:

5.2.1 Municipal Transportation 
Secretariat (SMT)

Within the SMT there are two subsidiary 
companies with a significant influence on 
the pedestrian realm.

First, the City’s Traffic Authority (CET) is 
predominantly concerned with vehicle traffic 
issues, but also manages the interface 
between pedestrian space and roadways, 

9  See the glossary in Appendix B for further 
details on these departments and secretariats.

Figure 4

The sidewalks 
around Metrô’s 
Marechal Deodoro 
station.

Figure 5

Over the past seven 
years, SPTrans has 
developed nine bus 
corridors, such as 
this one along Rua 
da Consolação.
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such as pedestrian signals and curbs, 
including ramps (see Figure 6). The Traffic 
Authority’s role is further discussed in sec-
tion 7.1.3.

Second, SPTrans is responsible only for 
regulating the City’s bus system, including 
the placement of bus stops and routing. 
As most public transit trips are made by 
bus (GESP, 2003), SPTrans operations 
have a significant impact on most public 
transit riders’ experiences. Recently, they 
have developed nine bus corridors (Pires 
& Gonzales, 2007, Feb. 26, see Figure 5), 
which, at ground-level, exert a significant 
influence on the city’s public space and the 
walking patterns around them. However, 
to date SPTrans has shown little interest in 
the pedestrian issues around its facilities 
save for a pedestrian safety program called 
“Fique Ligado” [Stay Alert], run in conjunc-
tion with CET. The program reduced the 
maximum velocity along these bus corridors 
from 60 to 50km/h in reaction to statistics 
showing high numbers of accidents along 
the corridors. The program also put cross-
ing guards at key signalized intersections 
for a month (see cover photograph) to 
distribute pedestrian and driver education 
pamphlets (Pires & Gonzales, 2007, Feb. 26; 
Prefeitura de São Paulo, 2006, Apr. 24).

5.2.2 Secretariat of Sub-
Municipalities (SMSP)

City Hall’s reluctance to prioritize pedestrian 
issues is likely in part due to a peculiar legal 
structure around sidewalks. São Paulo’s 
street environment and behaviour has a long 
history of being tightly controlled by church 

and state. For centuries public space 
in São Paulo was cared for by the city’s 
residents, as decreed by canon law. The 
church’s particular interest was to control 
the walking environment for its processions. 
As time went on, State power grew and 
incrementally supplanted church authority 
over public space. São Paulo’s first Code of 
“City Stance”, in 1886, maintained decrees 
related to cleanliness, sidewalk construction 
and maintenance, and the “hygiene” of pub-
lic spaces (a dominant preoccupation of the 
time). City residents were required to clean 
up to the centre of the street every Sunday 
before 9am and Article 25 required them to 
build sidewalks within 3 months after town 
hall had installed curbs. (Marx, 2003)

Today, the responsibilities of property own-
ers no longer extend into the roadway, but 
the curb remains an important demarcation 
of legal responsibility. Although sidewalks 
play a public role, property owners have to 
build and maintain them (MSP Law 10,508, 
1988 Art. 8, see Figure 7), such that pedes-
trians can walk safely (MSP Decree 27,505, 
1988, Art. 18).10  Sidewalk conditions are 
thus dependent on the priority accorded 
by property owners, which includes public 
institutions, and this can vary significantly 
from lot to lot (Gold, 2003).11 “Every build-
ing treats the sidewalk as its own access 
space. …So everyone thinks of sidewalks in 
terms of maximizing the comfort of access-
ing their building. …It was never thought of 
as a continuous space” (Renato, 2007, pers. 
comm., see Figure 7).

Under the existing legal framework, the 
system can function only if there is frequent 
inspection of sidewalks coupled with 
penalties for non-conformity. These inspec-
tions are the responsibility of the City’s 
sub-municipal governments (managed by 
SMSP), however, they are not done with 
any regularity (Gold, 2003).  Thus, there are 
considerable discrepancies between legal 

10  São Paulo City Hall actually owns 
the sidewalks and is legally responsible for their 
construction and maintenance.  However, Brazilian 
municipalities have the option of delegating this 
responsibility to property owners, which they do in 
most cases (including São Paulo).

11  Further complicating matters, public utility 
infrastructure is generally installed in the sidewalk, 
so public works and contractors are responsible for 
repairing any sidewalk they tear up (MSP Law 10,508, 
1988, Art. 12). Thus even within the span of a single lot, 
there are often a variety of sidewalk discontinuities.

Figure 6

Curbs are the 
responsibility of 
CET. Note the lack 
of a curb cut in the 
street’s median.
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through the law’s articulation of an open/un-
obstructed lane within sidewalks. (Renato, 
2007, pers. comm.)

Although the program represents a signifi-
cant step, it still operates within the prob-
lematic pre-existing regulatory structure, 
which Renato (2007, pers. comm.) hopes 
to change. Gold (2007, pers. Comm.) also 
shares this sentiment. “The legislation has 
to change. City Hall has to assume total 
responsibility for sidewalks ...it’s the only 
way it will get better”. Unfortunately, this 
program appears to be operating in isola-
tion and leveraging little support from public 
transit agencies.12

5.2.3 Inter-departmental 
Communication

Although most of City Hall’s responsibilities 
for pedestrian facilities are handled by 
SMSP and CET, many others are spread 
across several other secretariats. According 
to Renato (2007, pers. comm.), getting this 
long list of departments to coordinate with 
one another on pedestrian issues is the 
biggest challenge. Gold (2007, pers. comm.) 
echoed this frustration. “The people in city 
hall, they just sort of close themselves off 
and like to be upset”.

12  In early 2007, the program partnered 
with the Municipal Transportation Secretariat, which 
includes additional revenue sources, and this may 
result in opportunities to work more closely with 
SPTrans, although to date most coordination has been 
with CET. Communication with Metrô, EMTU or CPTM 
does not go beyond reports informing one another 
what the other is doing. (Renato, 2007, pers. comm.)

standards and what is built (Gold, 2007, 
pers. comm.; Junqueira, 2003; Martins, 
2003; Renato, 2007, pers. comm.; Yázigi, 
2000). This is likely such a persistent prob-
lem due to a general lack of interest (Gold, 
2007, pers. comm.) and the sub-municipal 
governments’ scant resources to inspect 
the long list of regulations they are respon-
sible for (Bicalho, 2007, pers. comm.; Gold, 
2007, pers. comm.; Renato, 2007, pers. 
comm.). “Awareness is good, everybody 
knows there are standards. But everybody 
[also] knows the administrative system 
doesn’t work. ... [Inspections] happen, 
[but] not anywhere on the scale necessary” 
(Gold, 2007, pers. comm.).

SMSP recently undertook a program, 
Passeio Livre [Unobstructed Walkway], 
aimed at standardizing “public walkways” 
in São Paulo and it appears to be gain-
ing momentum, although it has no formal 
connection to public transportation. Interest 
in the issue started with the help of the 
Brazilian Cement Association through 
seminars organized across the south of 
Brazil. One of the early seminars was held in 
São Paulo which, according to the Passeio 
Livre director, José Renato, inspired a com-
mission to aim for legal changes as they 
felt it made little sense to initiate piecemeal 
improvements without sidewalk legislation 
that promoted continuity. One of the first 
major accomplishments of Passeio Livre 
was the enactment of MSP Decree 45,904 
(2005), which centralizes legislation around 
sidewalk construction standards. It is hoped 
that sidewalk continuity will be realized 

Figure 7

Sidewalks are the 
responsibility of 
property owners.  
For many, this 
means they are 
thought of as space 
for accessing 
buildings and 
conditions can 
vary considerably 
between lots.
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(see Figure 9).13 Interestingly, during the 
project’s initial phases, City Hall rebuilt all 
of the curbs and simply reproduced the 
same prohibited design instead of seiz-
ing the op portunity to fix the discrepancy. 
Furthermore, City Hall contracted the instal-
lation of new sidewalk tiles before removing 
old hydro poles and burying their hydro 
lines, which meant the new sidewalk had to 
be dug up soon after it was installed (see 
Figure 8).14 (Soares, 2007, Feb. 2; Gallo, 
2006, May 9)

5.3 National Association 
of Public Transit 
(ANTP)

Over time, the scope of the National 
Association of Public Transit (ANTP) has 
become “more and more about …the entire 
length of the [transit] trip. So an import-
ant part became the pedestrians [and] 
sidewalks” (Bicalho, 2007, pers. comm.). 
They have supported several studies on 
pedestrian issues in Brazil (for example, 
Barbuto et. al., 2001; Filho, 2005; Junqueira, 
2003; Martins, 2003; Meneghel et al., 2005; 
Miranda & Cabral, 2005), and more specific-
ally, walking to transit (for example, Ferreira 
& Sanches, 2001; Guedes, 2005).

5.4 Initiatives Connecting 
the Pedestrian and the 
Rider

As mentioned, São Paulo’s public transit 
agencies have shown little to no interest in 
pedestrian issues. Beyond having to deal 
with four public transit authorities, any effort 
to raise awareness about pedestrian access 
faces the challenge of being heard across 
two levels of government, since buses 
are managed by the municipality but the 
metro, train, and inter-municipal buses, by 
the State. Communication amongst these 
bodies “is the worst. They don’t communi-
cate. Most of them have totally independent 

13  Law requires that no more than 50% of 
curbs be cut out to allow vehicle entry and no single 
cut can exceed 7 continuous meters (MSP Decree 
45,904, 2005, Art. 23).

14  City Hall said the resulting trenches in the 
sidewalks would not be fixed for another six months 
following the project’s official completion.  I have not 
been able to confirm if this has actually happened yet.

Thus, City Hall is quite divided around ped-
estrian issues. “It’s very common for City 
Hall to do a project on the roadway, then 
they inaugurate the service but the next day 
a contractor comes from another depart-
ment, fixing something else and making 
holes on the very spot that had just been 
fixed” (Bicalho, 2007, pers. comm.). One 
such example involves a recent incident on 
Rebouças Avenue. When an engineer from 
City Hall’s Emurb tried to plant trees along 
the recently reformed avenue, four local 
merchants threatened to kill the saplings for 
interfering with vehicle parking entrances. 
The director of Emurb pointed out that of 
the 350 stores along the avenue, only 10% 
have curb cuts which conform to city law 

Figure 9

Looking down 
the sidewalk 
on Avenida 
Rebouças, 90% 
of the curb cuts 
do not conform to 
legal standards.

Figure 8

Looking down 
on Avenida 
Rebouças, the 
trench following 
the sidewalk on 
the right was 
made when old 
hydro poles were 
removed soon after 
new sidewalk tiles 
were installed.
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tion, the concept of integration only goes 
as far as including the various modes of 
public transit within stations. They call for 
incentives to improve sidewalks for safety 
reasons, but there is no connection made to 
public transit.

5.4.3 Bilhete Único

The Bilhete Único [The Only Ticket] is São 
Paulo’s new smart card16, which is part 
of a broader program Sistema Interligado 
[Interconnected System] that started in 
2002. Fare integration itself has had minimal 
impact on the pedestrian experience (see 
section 7.4.2, p. 32), but this system has been 
an important catalyst in bringing together 
municipal and state-level agencies (Bicalho, 
2007, pers. comm.). Bicalho also associ-
ates this program with a dramatic shift in 
citizens’ consciousness about mobility. 
“The idea of rights that the Bilhete Único 
brought… (the right to mobility, the right 
to integration) …is very relevant and rare. 
It’s not something that Brazilians are used 
to. …In Brazil subsidizing public transit 
is like heresy. …In São Paulo they man-
aged to break this situation. They did it 
in a very intelligent and sustainable way”.  
Unfortunately, non-motorized transporta-
tion has yet to play a significant part in the 
program’s agenda.

5.4.4 Pro-Pólos

Pro-Pólos [Pro-Nodes] is a recent initia-
tive managed by EMTU that targets modal 
integration in urban centres to improve 
accessibility (GESP Decree 49,052, 2005, 
Pro-pólos, Art. 1, II). Integration between 
walking and transit is only implicitly made 
when the law calls for the provision of 
“adequate treatment to sidewalks and 
other urban infrastructure, with the aim of 
facilitating trips on foot or by bike” (GESP 
Decree 49,052, 2005, Pro-pólos, Art. 2.II). 
With a relatively small budget, it is not clear 
how much impact this initiative will have 
and how far beyond the station limits the 
improvements will extend. From online 

16  The Bilhete Único allows for easy fare 
integration across all participating transit authorities.  
The Metrô and CPTM recently finished installing card 
readers at all of their stations and all buses run by 
SPTrans accept them.  Tranfers between buses are 
free, but you pay a reduced rated for transferring 
between systems (such as ��Metrô to Bus).  During my 
stay in São Paulo, no discount was given for stopovers 
using the Metrô system.

projects, and sometimes contradictory” 
(Bicalho, 2007, pers. comm.). Even the 
EMTU and the SMT have themselves been 
critical of this fragmentation saying that it 
has complicated the operation of the trans-
portation network and modal integration 
(Souza & Colares, 2005). There is a handful 
of initiatives in the RMSP which, at least on 
paper, speak of an integrated view between 
the pedestrian and transit modes.  This 
section describes what I have found.

5.4.1 The Integrated 
Transportation Committee 
(CDTI)

The Integrated Transportation Committee 
(CDTI) brings together representatives from 
the state and the municipality15 to discuss a 
broad scope of transportation issues, but in 
particular, it explicitly acknowledges the im-
portance of non-motorized transportation. 
Jurandir Fernandes, the Secretary of STM 
and Vice-President of ANTP, underscores 
a need to jumpstart interest in improving 
sidewalks (Fernandes, 2006b). Despite the 
group’s name, it remains to be seen if this 
interest in sidewalks is a part of an integrat-
ed transportation vision rather than simply 
another issue to be dealt with in turn.

5.4.2 The Integrated Urban 
Transportation Plan (PITU) 
2025

Acting as the RMSP’s official plan for 
urban transportation, the Integrated Urban 
Transportation Plan (PITU) 2025 calls for 
densification around major transit stations. 
Only one PITU 2025 document mentions 
pedestrian facilities and it only mentions 
that sidewalks must be well built and that 
public transit access trips will be done 
mainly by foot or by bike (STM, 2006). The 
focus is thus on density with an implicit 
reduction of average access trip lengths. 
The Integrated Transportation Committee 
has also been involved in the process and, 
in April 2006, submitted recommendations 
for the plan’s directives. In its recommenda-

15  The state’s Secretariat of Metropolitan 
Transportation (STM) and São Paulo’s Municipal 
Secretariat of Transportation (MST) created the 
Integrated Transportation Committee (CDTI) in late 
2006 as a forum for discussing subjects in the sector.  
The committee also includes representatives from 
Metrô, EMTU, CPTM, CET, and SPTrans.
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experience of accessing transit by foot. 
I do not want to give the impression that 
Paulistas live in constant terror of leaving 
their houses, but crime is a significant part 
of daily life, which all Paulistas deal with.

6.1.1 Perception vs. reality

As in any country, there will be a discon-
nect between the perception of danger 
and the reality on the ground. Getting an 
accurate picture of violent crime can be 
difficult and there is no shortage of rumours. 
In São Paulo, only 28% of crimes are 
reported to police and there is consider-
able variation in this number depending on 
the perceived seriousness of the crime18 
(Mapa da Violência, 2005). In 1996, a public 
opinion survey found that for the first time, 
public preoccupation with violence had 
surpassed that of unemployment as 29% 
of Paulistanos19 identified it as the biggest 
problem. Similarly, Metrô recently found 
that users placed personal security as their 
top concern, ahead of trip speed. For a 
long time the latter led user expectations in 
service delivery (Guedes, 2005).

There is no doubting that violent crime in 
São Paulo is high by world standards.20 The 
issue is further exaggerated and distorted 
through Brazil’s concentrated media ag-
glomerations.21 

18  For example, 99% of attempted burglaries 
go unreported, 83% of sexual assaults, 85% of thefts, 
and 69% of home robberies (Mapa da Violencia, pp. 
21)  But how much crime can be associated with 
walking?

19  Paulistano refers to a resident of the State of 
São Paulo

20  A 1998 survey found that 63% of Paulistas 
suffered from a violent act during the five years prior to 
the study. The results show that richer people are more 
frequently victims of such violence.

21  Particularly sensationalist media, for 
example, Aqui Agora, Cidade Alerta, Brasil Urgente 
and Repórter Cidadão.  In 2001, Cristina Barbosa at 
ILANUD published a report “Crime e TV” which, after 
analyzing 7 days of television broadcasting found 
that of all the violent scenes broadcast, those with 
a higher “social repercussion” such as robberies 
and kidnapping were reported up to 4 times more 
frequently than they occurred in reality.

photographs, the pedestrian facilities im-
mediately adjacent to completed stations 
look impressive, but it is hard to find further 
details (EMTU, n.d.; Fernandes, 2006a), 
except at Caieiras, where improvements 
in lighting were made at the station’s plaza 
and pedestrian signals were installed.

5.4.5 Roadway System of 
Metropolitan Interest 
(SIVIM)

Although most SIVIM projects appear 
focused on regional highway issues one 
major exception is a controversial 10,000 
m2 sidewalk restoration pilot project in 
Carapicuíba which employs ex-prisoners. 
When a prisoner is released, he or she has 
the option of doing this work for a small 
wage and regular meals. For the purposes 
of this study, this project is interesting 
because it specifically acknowledged focus-
ing sidewalk improvement efforts around a 
public transit terminal to improve access (to 
EMTU buses and CPTM trains). (Filho, 2005)

6 The Social Walking 
Environment

Obviously the City has no direct control 
over the social environment of the street, 
but it certainly influences this environment 
through land use regulation, design guide-
lines, or permitted activities in public space. 
This section highlights different social 
experiences that arose during the pedes-
trian interviews.

6.1 Public Security

Despite recent data suggesting that, 
contrary to national trends, São Paulo is en-
tering a period of steadily declining violence 
(Mapa da Violência, 2005), São Paulo, like 
most Brazilian cities, struggles with high 
levels of violent crime.17 The reasons behind 
this are complex and still hotly debated. 
They are beyond the scope of this paper, 
but this section explores its impact on the 

17  Where the 1980s were marked by a 
prolonged struggle against run-away inflation as Brazil 
progressed from a military dictatorship to a democracy, 
the 1990s were marked by a steady increase in 
violence and crime.
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secure because I’m better known 
here. …Wow it’s dark here. The 
lights are normally on. …[we walk a 
bit further] I feel like I’m already at 
home here. You know?  (Pedestrian 
F46)

Although it seemed to me that the environ-
ment was worsening, she was clearly 
relaxing as we approached her home. 

In neighbourhoods where residents have 
the disposable income to spend on security, 
there is plenty of evidence of this preoccu-
pation with violence: barred windows, 
contracted security guards, security cam-
eras around gated communities, electric 
fences. Not only does this environment 
reflect a preference for contained private 
spaces but its impact on surrounding public 
spaces also reinforces the fears responsible 
for creating such an environment in the first 
place. 

6.1.2 Security in Public Space

Why do Paulistas feel safe in the subway? 
Guedes (2005) notes that patrolling, video 
camera monitoring and just the presence 
of employees in Metrô stations and trains 
were all strong signals of security. I noticed 
similar attitudes from my respondents. I 
asked ‘Pedestrian M21’ why he indicated 
that he felt safer in the subway than at bus 
stops. “When you go into the metro you’re 
‘registered’. There are cameras. There are 
people walking. On the street nobody is 
‘registering’ you. Nobody is watching out 
for you” (Pedestrian M21). Guedes (2005) 
also notes a perception that city buses are 
generally neglected. Beyond her respond-
ents simply feeling more vulnerable to 

Recently, the media has been saturated 
with coverage of muscle flexing by a large 
organized crime ring, the PCC.22  The public 
image of bus transit bears an unfortunate 
association with these blitzes, which 
typically involve setting buses on fire.23

They were burning many buses 
and I even had colleagues who 
work with us who were obliged to 
get off buses in a hurry. …This also 
produces fear. …For the time being, 
the interviews on TV are always 
saying they didn’t revolt against the 
population but rather against public 
transit. (Pedestrian M2524)

Such shocking events tend to hold a mon-
opoly on front pages, reinforcing fear and 
simple generalizations around a bus system 
already characterized by deep-rooted preju-
dices (Bicalho, 2007, pers. comm.). Guedes 
finds through both surveys and interviews 
that her respondents felt least secure in 
the city centre and periphery, “identified as 
sources of criminality” (p. 75). Areas of the 
city end up stigmatized and their residents 
assumed guilty by association.

The subjectivity of feeling safe is clear 
when we consider the power of familiarity. 
After ‘Pedestrian F46’ told me the area 
around the start of our walk was unsafe, I 
asked why she thought this. “Because the 
[urban] periphery isn’t safe. It’s much more 
dangerous.”  Roughly twenty minutes later, 
as we approached her house, I asked her 
to compare how she felt to where we were 
earlier.

I feel more secure [here] because I 
know these are houses of ‘family’. 
…Even with less lighting. There’s 
not much activity. ...I feel more 

22  The largest wave of attacks by the 
Primeiro Comando da Capital (PCC) [The First Capital 
Command], from approximately May 12 to May 16, 
2006, happened during my stay in São Paulo.  By the 
end, 73 of the States’ prisons had lost control, more 
than 30 police had been killed and several suspected 
criminals had also been killed through police retaliation, 
not always “in uniform” (Folha de São Paulo, 2006, 
May 15).

23  In 2006, general satisfaction with São 
Paulo’s intra-municipal buses sank to it’s lowest level 
since the survey started (ANTP, 2006)

24  All pedestrian names have been coded by 
gender and name (e.g.  F46 is a 46 year-old female).

Rank Locations
1 Metrô

2 Shopping Centres

3 Supermarkets

4 Cinemas

5 Bus stations

6 Public parks

7 Riding the inter-municipal trains

8 Riding the bus

9 Streets downtown

10 City periphery

Table 2

Where do Paulistas 
feel safe?
[1 being where they 
felt safest]
(Guedes, 2005)
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a powerful feeling of security in the pres-
ence of others, which is discussed further in 
section 6.2.2.

6.1.3 Rules of the Sidewalk

To reduce the sensation of exposure to vio-
lence while walking, pedestrian respondents 
cited constraining behaviour. I call these 
“Rules of the Sidewalk”. A similar phenom-
enon was observed by Guedes (2005) in 
public transit. I often asked what tips my 
respondents would have for a newcomer to 
Brazil who would have to do the same walk 
alone.

Oh my God. [he sighs] Be careful 
with …your watch, articles that grab 
attention, for example, your digital 
camera. …So, it becomes danger-
ous, you become an easy target. …
[Q: Were you uncomfortable when I 
took [my camera] out?]  No I wasn’t 
uncomfortable. But, here in Brazil 
it’s different. You have to take some 
precautions, principally in relation 
to security because you could be 
[a victim of] …a ‘flash’ kidnapping. 
(Pedestrian M30, see Figure 10)

I would say …don’t walk with an 
expensive watch, don’t allow your 
cell phone to be seen, and wear 
the simplest clothing possible. …
Nothing that attracts attention. You 
have to look like …a worker who 
is returning home. …I’ve already 
lived through some unpleasant 
experiences. As much with thieves 
as with police. So I got used to 
paying attention. I’ll be talking but 
I’m always paying attention. …I 
don’t know if you noticed, but I 
don’t carry money in my wallet. …
So there are a few methods that 
experience has taught me how to 
use. (Pedestrian F46)

In both cases I was careful to neutrally 
phrase the question, leaving it open to a 
positive interpretation, such as suggesting 
things one might enjoy seeing. All of my 
respondents provided me with lists of 
security advice which included: wear simple 
clothing, stay alert, restrict the hours and 

armed robbery on buses, they also felt that 
employees are unprepared for such events. 
I noticed security cameras at CPTM sta-
tions, but SPTrans does no such monitoring 
or patrolling. 

Such monitoring opens a complicated 
debate between the democratic nature of 
public space and state control, but without 
security, public space will never realize its 
democratic essence. The mere presence of 
security guards, whether their impact was 
real or not, was a comfort my respondents 
noted while we walked.

[Q: What do you like right now?]  I 
like the trees, the moon, and the 
peacefulness of being able to walk 
on the street and feel safe. [Q: Why 
do you feel safe here?]  Because 
I know the people, …In certain 
strategic locations there are security 
guards. (Pedestrian F23)

I have yet to find any indication of public 
transit authorities pursuing the idea of 
patrolling beyond the limits of their sta-
tions, save an EMTU report by Amauri et 
al. (2005). It states that security measures 
should apply “outside the buses as well as 
inside” via better lighting, video surveillance, 
and cleanliness. However, it is not clear if 
their vision also extends to the public space 
outside their stations. 

In the city of Porto Alegre, Clok & Lindau 
(2003) emphasize that exposure to secur-
ity risks during transit trips also includes 
two phases of access time: walking and 
waiting. They recommend more buses to 
reduce waiting times, more of a partnership 
between police and public transit agencies, 
better lighting, “adequate location”, better 
schedule information, and a “request stop” 
program after dark. These are all excellent 
recommendations and I particularly think 
accurate and reliable bus schedules could 
be a more cost-effective solution compared 
to adding more buses to the fleet (assuming 
overcrowding is not a problem). Perhaps 
even low-cost Intelligent Transportation 
System (ITS) solutions might make sense, 
such as accessing bus arrival information 
through a cell phone text messaging ser-
vice. I would add, contrary to the desire for 
boxing oneself into a secure space, there is 
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a snack bar to “not be standing still in the 
middle of the street. …It’s due to a feeling 
of security. I think every Paulistano has 
this”.  When I asked ‘Pedestrian M21’ if he 
would feel comfortable sitting in an open 
space across the street, he replied, “no. …I 
wouldn’t have a clear view of everything. …
If I were sitting over there I wouldn’t know 
who is behind me, who’s looking at me.“ 
Around the corner, he then showed me 
where he sits waiting for the bus, on a small 
ledge next to the sidewalk with his back 
to a wall, again, showing a preoccupation 
with feeling exposed in public space (see 
Figure 11). Feeling secure in public space is 
hugely dependent on street activities, which 
provide a form of informal monitoring.

6.2 Street Activity

6.2.1 Adjacent land uses

Many of the land use policy documents 
which apply to São Paulo talk about 
increasing density and mixed-use in desig-
nated centres, but only in terms of reducing 
the length of the average motorized trip 
or encouraging the use of public transit 
and non-motorized modes of travel (for 
example, MSP Law 13,430, Plano Diretor 
Estratégico do Município de São Paulo, 
2002; STM, 2006, p. 55). Through my ped-
estrians interviews, I found that the particu-
lar mix of uses, especially involving retail, 
has an important impact on the street as a 
potential generator of activities throughout 
the day. Most often this was linked to con-
cerns over personal security as retail activity 

locations you travel, carry little money, avoid 
exposing jewellery, watches or cell phones, 
and walk in groups. 

A further concern which my respondents 
frequently discussed but which did not 
surface in Guedes’ (2005) study was a 
reluctance to stop moving in public spaces. 
‘Pedestrian F23’ mentioned this reluctance 
to stop for security reasons, even at inter-
sections. 

[Q: Do you feel comfortable cross-
ing the streets in São Paulo?] No… 
because of muggings and cars that 
don’t stop. …At crossings you nor-
mally have lights that take longer, 
so you have to wait longer there, so 
that’s where there will normally be 
more muggings. …[It’s dangerous 
to be waiting] at the major cross-
ings, but, normally where there’s 
a [mid-block] pedestrian crossing 
you have a better view of oncoming 
traffic. That’s where you hope that 
cars are going to stop and wait for 
you to cross. (Pedestrian F23)

She was thus weighing a number of criteria 
for safe street crossing, such as visibility 
and traffic intensity, against the worry of 
having to stop to wait for a green light (see 
section 7.1.3, p. 23). During our walk, I often 
asked my respondents to point out where 
they would feel comfortable waiting for a 
friend.

[Inside] that corner café …because 
it’s a place where there are many 
people and I won’t be standing still, 
alone on the street corner because 
it’s dangerous. Look around, there’s 
nobody on the streets. If you stop 
with a backpack, alone on the cor-
ner, …you’re asking to get mugged. 
(Pedestrian F23)

This interview was done at night, so she 
seemed to feel exposed on the street and 
found comfort in being around people and 
indoors. Similar concerns about stopping at 
night were expressed by ‘Pedestrian M30’ 
and ‘Pedestrian F46’, both of whom also 
preferred to wait in a bar. ‘Pedestrian M30’ 
later reiterated the feeling in saying that he 
would only buy a drink off the street if he 
were in a rush. He preferred going inside 

Figure 10

After taking this 
picture, ‘Pedestrian 
M30’ advised me 
to be careful about 
taking out my 
camera.
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‘Pedestrian F23’ mentioned the same thing 
and noted how critical 10 pm was for her, 
after which it was “very dangerous. There’s 
nobody on the street and I walk alone, so 
it’s tough”. Thus, the closing hour of retail26 
has a significant impact on her walking 
patterns and, thus, her daily schedule. 
Interest ingly, ‘Pedestrian F46’ mentioned 
a similar effect on her choice of bus stops. 
“This is where I was mentioning that we wait 
for the bus. Do you see it?  It’s a terminal 
point. There’s more light, there’s a bakery. 
You know, it’s safer” (Pedestrian F46).

6.2.2 Other People

I noticed an interesting phenomenon when I 
asked my respondents to describe the most 
beautiful street they had ever walked on in 
São Paulo. I was expecting long-winded 
descriptions of suburbanesque tree-lined 
streets with big houses and flowers. Two 
respondents did paint such a scene, but the 
rest chose lively downtown streets, even 
’Pedestrian M92’. In particular, a few chose 
Avenida Paulista (see Figure 13), which is a 
dense über-urban environment with heavy 
pedestrian traffic, lots of activities, police on 
the street corners, and a wide sidewalk.

Avenida Paulista. …It’s a beautiful 
location. …There’s lots of space, 
it’s very safe, [and] it’s modern. It’s 
an important part of the city as well. 
It’s a place that everyone knows. 
…There’s a plaque there that says 
more than so many thousand 
people go by every day. …It’s crazi-

26  I have not yet determined if this is mandated 
through City by-laws.

meant there were more people on the street 
for which my respondents noted a strong 
preference. I asked ‘Pedestrian M30’ if he 
thought the neighbourhood we were about 
to walk through was safe.

[For] the route we’re going to take, 
it depends on the time of day. [Late 
afternoon], yes. At night, no. …
Few people live here… as it’s a 
commercial/retail district. At night 
they’re closed. …So you have few 
people on the streets. …It’s not that 
during the day we have a sense of 
security, but it’s that the sense of 
lacking security at night is greater. 
(Pedestrian M30)

Beyond generating movement on the street, 
it was pointed out in one of the poorer 
neighbourhoods that retail and churches, 
when open, substituted for the lack of street 
public lighting infrastructure (see Figure 
12).25

Check out the difference between 
this spot and where we were. This 
one here, in the [early] morning 
when I walk by, none of this [retail] 
is open. …It’s totally dark. …When 
you’re coming in the morning …you 
practically can’t see anything on the 
sidewalk. (Pedestrian M25)

25  A 1984 study found that 80.6% of municipal 
roads had lighting (Yázigi, 2000, p. 266).  I was not able 
to find more recent information.  The São Paulo Official 
Plan calls for ridding the city of streets without public 
lighting (MSP Law 13,430, Art. 75.II)

Figure 11

Left:

‘Pedestrian M21’ 
said he would feel 
vulnerable sitting 
in the green park 
across the street.

Right:

Around the corner, 
‘Pedestrian M21’ 
showed the ledge, 
circled in green, 
where he waits for 
the bus with his 
back to the wall.
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go ‘peep peep’. [she laughs]  When 
the car doesn’t honk, it’s because it 
isn’t him driving. That’s his thing, he 
likes to honk. (Pedestrian F29)

Guedes (2005) noticed the same preference 
for areas with activity, but in her study the 
appeal was strictly one of security. This 
dimension also arose repeatedly in my 
interviews.

[During the day] is the best time [to 
walk]. …For some years I worked 
at night and I would leave here 
at 11pm, so at 11 you’re prac-
tically walking alone. There’s almost 

ness. I like [this activity]. People 
going, arriving, leaving. This is why 
I thought of Paulista. (Pedestrian 
M21)

That street up near Buenos Aires 
[park] …It’s great there …because 
the park is well cared for.  It’s clean 
…despite being in the centre with 
the pollution from vehicles. …
There’s lots of activity, it’s always 
full. …It’s good because we’re al-
ways watching the groups of people 
- the girls [he laughs]. (Pedestrian 
M25)

I noticed that my respondents were much 
attuned to the social dimension of walk-
ing. The only thing ‘Pedestrian M21’ could 
remember about the walk was the people. 
“I see a lot of people going to work, a lot 
of people studying, a lot of people already 
working and people making out” (Pedestrian 
M21). Interestingly, ‘Pedestrian F23’ con-
nected the social space of the sidewalk 
with that of the bus. “I speak with people 
at bus stops. Sometimes when somebody 
asks for directions and you finish talking 
with the person, …you end up chatting with 
the person more. Sometimes in the bus 
as well” (Pedestrian F23). All three of my 
respondents who lived in poorer periphery 
neighbourhoods had lots to say about how 
they liked running into friends on the street 
and the complicated social dynamics of the 
neighbour hood public space.

Aw, here I know people. This is my 
area. If you mess with me, you get 
caught. [she laughs] …Yeah, there’s 
a lot of gossip. …I’m serious! There 
are two [women] over there that are 
going to be saying, ‘Wow, did you 
see [her] show up with [that man]?’  
It’s complicated. (Pedestrian F29)

[My daughters] like to walk, to see 
their little friends, to chat, to meet 
up with a boy. You’re walking along 
and you run into somebody so you 
stop for a conversation. That’s what 
it’s about. To relax. (Pedestrian F46)

[Q: Another thing that’s missing 
here, drivers aren’t honking.] No eh. 
There’s one driver who’s super cool. 
He honks. We’ll be walking and he’ll 

Figure 12

Lighting provided 
by retail, or in 
this case a street 
vendor, can 
substitute for a 
lack of lighting 
infrastructure and 
put more “eyes on 
the street”.

Figure 13

A bird’s eye view of 
Avenida Paulista.
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[Q: When people talk to you like 
that…] I don’t stop, …because I 
don’t know him. A strange man. 
It’s fine if he asked for directions, 
where’s street X. …When I’m certain 
they’re not from here …I keep my 
distance from them. (Pedestrian 
F29)

In the poorer neighbourhoods that I visited, 
respondents showed that knowing the other 
people in the street was very important for 
one’s sense of security.  

[When I first moved here], …I [would 
arrive home] at 11 – 11:30pm when 
I was working the afternoon shift. 
So I’d be walking and getting close 
to my house, there was always 
someone on the corner [by my 
house]. …He’d ask for money to 
buy drugs and since I didn’t know 
anyone …I would always give. …
It kept going on and then I went to 
play soccer with the team from [his 
neighbourhood], I got to know a few 
people on the street and then all 
was good. …Today I know everyone 
walking on the street. (Pedestrian 
M25)

I found that at night, the difficulty of iden-
tifying people was a big reason for feeling 
uncomfortable with bad lighting. That is, 
where a sense of neighbourhood territory 
was strong, not being able to distinguish 
insiders from strangers was discomforting.

[Walking] is best in the morning 
because …you see the groups of 
people. I know everyone, but at 

nobody [on the street]. It’s tough. 
[At night] you …see that it’s more 
dangerous. (Pedestrian M30)

I asked ‘Pedestrian F23’ if there were other 
routes to get to her bus stop. “There’s a 
bus stop [near the Santa Cruz mall], but …
down that street it’s …much more deserted 
…and it’s dark. So I prefer coming this 

way” (Pedestrian F23). In a few cases, 
respondents emphasized the importance, in 
feeling secure, of knowing the other people 
walking. At one point, while interviewing 
‘Pedestrian F29’, I was approached by a 
young man in his early ‘20s who stopped 
to ask me what I was doing. I noticed 
‘Pedestrian F29’ was uneasy and kept trying 
to politely pull me out of the conversation. I 
got the hint. 

Figure 14

Street vendors 
next to the 
Minhocão elevated 
expressway.

Figure 15

Street vendors 
selling next to a 
busy bus stop.
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what they can to live. …What irritates is the 
yelling, not what they’re doing”. Thus the 
pedestrian’s relationship with this form of 
trade is complex, which warrants looking 
at the issue beyond simply having it or not. 
Miranda & Cabral (2005) recognize the so-
cial complexities around the issue and call 
for street vendors to be given more space. 
In the end, it does mean more “eyes on the 
street” and better lighting, it is convenient, 
and street vendors can be an integral part 
of a bus stop’s spirit of place.

7 The Physical 
Walking 
Environment

7.1 Sidewalks

Sidewalks inevitably have a significant 
impact on the experience of walking. As 
discussed, sidewalk conditions in São Paulo 
are precarious and concern over this issue 
is recent (see section 5.2.2, p. 9). 

7.1.1 Obstructions

Much of the growing attention around 
sidewalks is based on dividing them into 
three lanes, with a straight middle lane, 
clear of obstructions (see section 5.2.2, p. 
9). In areas with dense pedestrian activity, 
such as the City’s centre, obstructions can 
be a problem. The issue, however, did not 
come up as significant in my interviews and 
Yázigi’s (2000) pedestrian survey found a 

night it’s all a bit different, right? …
So we even feel a bit… in doubt, 
let’s say, or fear. At night there’s 
always someone different you’re 
going to be a bit afraid to walk by... 
(Pedestrian M25)

6.2.3 Street Vendors

The issue of street vendors did not emerge 
as a significant preoccupation in my inter-
views. Partly since there were not many in 
the environments we walked through, but 
perhaps also because they are not as much 
of an impediment to safe and comfortable 
pedestrian flow as some literature might 
suggest (for example, Amâncio et al., 2005; 
Barbuto et al., 2001; Ferreira & Sanches, 
2001; Martins et al., 2003; Vianna et al., 
2001). 

Regardless of their formal legitimacy,27 
street vendors are typically associated with 
the informal economy, which connotes a 
heavy stigma. The informal economy is 
a complicated social problem involving 
struggles around wages, rights to public 
space, job benefits, and inequity, but many 
Paulistas depend on it for survival (see 
Figure 14).

There is truth to the concerns, cited in the 
literature above, over the impact of street 
vendors on the pedestrian, as this form of 
retail converges on areas with high pedes-
trian concentrations and can be suffocating 
at times. However, there is little empirical 
evidence identifying how much and what 
kind of a risk they may pose.  Thus simply 
calling for stricter policing may be not the 
best solution. Such high levels of pedestrian 
activity may in part be the result of the 
amenities provided by street vendors, such 
as on the famous street, Rua 25 de Março 
(see Figure 15)28. ‘Pedestrian F46’ was more 
bothered by the noise of vendors yelling 
than by any physical interference they were 
causing. “Sometimes when you’re tired it 
irritates a little. …Each person has to do 

27  There are three categories of street retail in 
São Paulo: camelô [fixed location], ambulante [mobile], 
and marreteiro [illegal].

28  Rua 25 de Março is a street in São Paulo’s 
centre that is well known for having one of the most 
intense informal markets in Brazil.  “On [Avenida] 
Paulista there’s enough space, but have you ever heard 
of 25 de Março?  My God!  It’s crazy no?  It’s off the 
charts.” (Pedestrian M21)

Figure 16

Just around the 
corner from Rua 25 
de Março, a street 
well known for its 
abundance of street 
vendors.
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São Paulo I saw several sidewalk projects 
which made no such efforts, such as reserv-
ing adjacent parking spaces or by working 
on half the sidewalk at a time (see Figure 
17).

I saw many residential neighbourhoods 
in São Paulo with token sidewalks barely 
wide enough for one person, let alone two 
friends. However, these streets tended to 
have little vehicle traffic. Under these cir-
cumstances, my respondents did not mind 
walking on the street (see Figure 18). 

In my neighbourhood the sidewalk 
is very narrow. It’s very clean, very 
safe… there are security guards… 
It’s well organized, there’s no 
garbage on the street. But the 
sidewalk is small. …I use the street. 
It’s easier to walk on the street. 
(Pedestrian M21)

What bothered them most was an appar-
ent disconnect between traffic in tensity 
and sidewalk width. Those who identified 
Avenida Paulista as their fa vourite street 
cited the sidewalk width as an important 
reason.

7.1.2 Surface Quality

All of my respondents expressed concerns 
over sidewalk surface quality. Through 
intercept interviews across the RMSP, 
a recent Institute of Applied Economic 
Research (IPEA, 2004) study found that, 
over a year, 11.2 out of every 1,000 resi-
dents are involved in an accident that does 
not involve a motor vehicle with an average 

similar lack of concern. This may, however, 
be because pedestrians are accustomed to 
walking on the roadway instead. Lampposts 
(see Figure 18), garbage bags and sidewalk 
construction projects (see Figure 17) were 
the three types of obstruction that did arise. 
Yázigi (2000) makes the interesting observa-
tion that lampposts pose a major headache 
for the City’s urban planners from the begin-
ning as they are usually installed in new 
developments without City approval, which 
receives notification after the fact. Sidewalk 
construction also seemed to be frequent, 
likely due to public utility equipment being 
situated in and under the sidewalks. 

Despite the Official Plan’s requirement 
that “construction and maintenance of 

infrastructure and public utility services 
must guarantee the smallest possible 
discomfort for local residents and users” 
(MSP Law 13,430, Plano Diretor Estratégico 
do Município de São Paulo, 2002, Art. 
95.V) and the Brazilian Traffic Code’s (CTB) 
requirement that those responsible for 
obstructing a sidewalk must “provide signs 
and protection for pedestrian travel” (GF 
Law 9,503, Código de Trânsito Brasileiro, 
1997, Art. 68.6), during my six months in 

Figure 17

Left: 

Sidewalk construc-
tion next to Metrô’s 
Marechal Deodoro 
station puts pe-
destrians walking 
around parked cars.

Right:

Another sidewalk 
construction project 
similarly makes no 
effort to accommo-
date pedestrians.

Figure 18

Part of the walk with 
‘Pedestrian F29’ 
meant following 
this sidewalk, 
too narrow for 
two people to 
comfortably walk 
side by side, along 
this “rural” highway.
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about a friend who fell through a “poorly 
made” manhole cover and ‘Pedestrian M30’ 
told me about a colleague at work involved 
in an accident due to a hole in the sidewalk.

Such poor sidewalk quality can make 
walking particularly challenging for anyone 
physically disadvantaged and the City’s 
Official Plan calls for improvements with 
them in mind (MSP Law 13,430, Plano 
Diretor Estratégico do Município de São 
Paulo, 2002, Art. 82.IX).

“Look… how is someone in a wheelchair 
going to move along this sidewalk? 
Practically impossible. There’s no way” 
(Pedestrian M30). Thus, for those with 
difficulties walking, it is avoided or they 
find ways to cope. Rather than walk on the 
sidewalk, my 92 year old respondent, who 
has knee trouble and cannot see very well, 
chose to walk next to heavy traffic. “I have 
to walk because of my legs, you know. …
It is very bumpy on the sidewalk, so I go 
alongside the parked cars, …on the as-
phalt” (Pedestrian M92).

It is important not to think of the physically 
or visually disadvantaged as a small, static, 
and marginal group. As pedestrians, we are 
all “disabled” at various points in our lives 
or even during the day as we struggle with 
bags of groceries, talk on the phone, hide 
underneath an umbrella in heavy rain, or 
push a baby carriage. Vasconcellos (2001) 
emphasizes thinking of mobility in terms 
of our “traffic roles”, as opposed to our 
static traffic condition. I found that poor 
sidewalk conditions were avoided by all 
of my respondents, not just the disadvan-
taged and Gold (2003) describes a similar 
observation. After ‘Pedestrian M21’ had 

cost of R$ 2,500.29, 30  According to Gold, 
over 70% of these accidents were due to 
sidewalk defects (see Figure 20) and the 
injuries included sprained ankles, smashed 
teeth, broken limbs and, sadly, death in a 
few cases involving elderly pedestrians.31 
Another study looked at traffic accident 
victims at Hospital das Clínicas in São 
Paulo and found that 19.2% of traffic acci-
dent victims registered in the hospital were 
not there due to interference with vehicles 
(Filho, 2005; Junqueira, 2003). Although the 
IPEA study’s sample size is small, these 
two studies at least suggest there are grave 
problems with pedestrian facilities as they 
exist today,32 which bear considerable 
economic losses. ‘Pedestrian F23’ told me 

29  Since the study began until the time this 
report was written, the Brazilian Real has drifted 
between approximately CDN$ 0.48 and CDN$ 0.57.  
Throughout this document currencies will be quoted in 
Reais, and a quick approximation in Canadian dollars 
can be made by dividing these values in half.  At the 
beginning of 2005, R$ 2,500 was worth approximately 
CDN$ 1,185.

30  It is problematic to extrapolate this 
estimated cost to the entire metropolitan region due 
to the study’s small sample size of 1,426 households, 
and the study acknowledges this.  This particular 
component to the study was coordinated by one of 
my interviewees, Philip Gold, who informed me of the 
data’s time period, which was missing from the report 
(2007, pers. Comm.).

31  This information comes from informal 
correspondence with Philip Gold, who added that 
a number of the people interviewed were unable to 
continue with their professions.

32  This is nothing new.  From the 1940s to 
the mid 1970s, neighbourhood groups used to meet 
regularly to demand that the City fill the holes in the 
street. They would even organize anniversary parties 
for the long-neglected holes (Yázigi, 2000).  I am not 
sure why these community groups did not continue 
their campaign to the present.

Figure 19

Narrow sidewalks 
in quiet residential 
neighbourhoods, 
some not even 
offering enough 
space for one 
person to walk.
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“I prefer to always walk on the 
street …because there’s lots of 
space, there are no holes. There are 
more [holes] on the sidewalk than 
on the street.” (Pedestrian F46)

7.1.3 Topography

Municipal law demands that below a 8.33% 
grade, sidewalks should not have steps 
or bumps (MSP Decree 45,904, 2005, Art. 
38, 39 & 40). But this is rarely followed and 
sidewalks climbing hills are full of haphazard 
steps changing from lot to lot as well as a 
priority given to level driveways thus creat-
ing permanent obstacle courses (see Figure 
23). Aside from the effort required in dealing 
with challenging topography, particularly for 
those with physical deficiencies, the prob-
lem is often compounded on the sidewalk 
by a lack of consistent “treatment”. As 
mentioned, my 92 year old respond-
ent chose the street rather than deal 
with irregular sidewalks (see section 
7.1.2, p. 21). ‘Pedestrian F29’ had to 
walk through the hilliest environment I 
visited for this study (see Appendix B).

If I were 70 years old? … I think it 
would be very tiring, you know. A 
70 or 80 year old person climbing 
these hills. You saw that [older] 
woman climbing very slowly earlier. 
It’s hard for older people that live 
here. (Pedestrian F29, see Figure 
22)

finished telling me how much he enjoyed 
walking and exploring, I was surprised 
when he put sidewalks at the bottom of 
his list of transportation priorities. “Well, 
it’s because I walk but I don’t walk on the 
sidewalk” (Pedestrian M21, see Figure 21). 
In many cases, my pedestrian respondents 
made trade-offs between the poor quality 
of sidewalks and the risk of walking on the 
street. The latter course was usually taken, 
so I would ask them why they chose the 
street instead of the sidewalk.

I don’t like walking on the sidewalk, 
because look at how the sidewalk 
is… it’s really narrow!  [Q: Cars are 
passing us, it doesn’t make you 
uncomfortable?] …Look at the dif-
ference between the sidewalk and 
the street. …The street is straight, 
and flat. (Pedestrian F23)

Figure 20

Examples of poor 
sidewalk surfaces. 
Two studies have 
shown there are a 
significant number 
of traffic accidents 
in São Paulo which 
do not involve a 
motorized vehicle.

Figure 21

‘Pedestrian M21’ 
told me that he 
avoids walking on 
this sidewalk and it 
appears he is not 
alone (green).
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tions relate to the lateral separation from 
motorized vehicles and their volume, speed 
and type (McLeod, 2000). This preoccupa-
tion with motorized vehicles is also present 
in São Paulo, where average vehicle speeds 
are lower but driver behaviour is more ag-
gressive.

7.2.1 Aesthetic Attention

I noticed a fixation on motorized traffic 
from my interviewees as they often spoke 
of traffic in response to my open questions 
about the environment. ‘Pedestrian M30’ 
was noticeably bothered by the noise while 
walking along a busy avenue in the City’s 

I asked ‘Pedestrian F46’ what she found 
most challenging about the walk, and she 
noted wrestling with the issue of balancing 
security against topography.

I think, after a day of work, … it’s 
not easy. It’s a tough day. It’s tiring, 
very tiring. …Most of the time, I 
don’t come seated [riding the train]. 
So it’s the exhaustion because 
you’re already tired after a day of 
work. So the hardest thing is the 
fatigue, …sometimes you can’t 
take anymore but you have to go. 
(Pedestrian F46)

Sometimes the stresses are due 
to the buses that you take which 
get stuck in traffic and you end up 
not moving for one hour inside the 
bus. All of this is stressful and tiring. 
Then you come here and have to 
climb this hill… yikes. (Pedestrian 
M25)

Thus for ‘Pedestrian M25’, the stress of 
poor public transit service is compounded 
by the stress of dealing with a steep hill. It 
seems pedestrians often just find it easier 
to either not walk at all or walk in the street, 
sometimes even putting themselves in a 
precarious and unpleasant environment 
with heavy motorized traffic. Unavoidable 
stresses, then, is perhaps one the principal 
differences between walking to public 
transit and other social or optional walking 
trips.

7.2 Interaction with 
motorized traffic

 “Pedestrians are seen as 
something that might be 

‘stacked’ until some gap is 
available in the traffic stream: 
‘second class citizens have to 
wait until first class ones exert 

their rights to use roads.”

(Vasconcellos, 2001, p. 114)

A preoccupation with vehicle traffic was a 
dominant concern during my pedestrian 
interviews. Recent PLOS research in the 
U.S. suggests the most important aggrava-

Figure 22

A sidewalk recently 
installed for a new 
development.

Figure 23

The neighbourhood 
‘Pedestrian F29’ 
walked through.
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24), with 40% of transportation deaths in its 
capital cities being the result of vehicle col-
lisions with pedestrians (IPEA, 2004). In São 
Paulo, this number reaches 51% (CET, 1999 
cited by Vasconcellos, 2001) and being run 
over by a car is the principal cause of death 
for children (Gondim, 2001).

The relationship between cars and pedes-
trians is marked by an informal assertion 
that cars have priority. . “[When there aren’t 
traffic lights], no pedestrian expects that a 
car will stop, and no driver expects that he 
will have to stop” (Gold, 2007, pers. comm.,  
Figure 25). All of my respondents expressed 
concerns about crossing the street. The pri-
ority held by motorized traffic was especially 
clear when two of my respondents spoke 
of experiences walking with the elderly. 
‘Pedestrian F23’, who regularly walks with 
her grandfather, was not optimistic about 
walking in her later years.

centre. I asked him if he would feel comfort-
able waiting for someone. “No, no. …This 
noise is intolerable, …listening to this noise 
from cars, buses, honks”. 

I prefer here [in my neighbour-
hood]… because here you don’t 
have to deal with a traffic light. Here 
I walk relaxed. …There, [near work], 
…you have to pay attention to cars 
and even motorbikes. You know 
how dangerous it is. (Pedestrian 
M25)

[Q: You prefer [walking] this way?]  
Yeah, because it’s easier. …The 
other way you have to walk along 
an avenue, [although] it’s already 
late enough that not many cars are 
going by. Have you noticed that my 
problem is the car? (Pedestrian F29)

As in most developing countries, this at-
tention on motorized vehicles has merit. In 
Brazil, accident rates are high (see Figure 
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1996 Transport 
Fatalities per Billion 
Veh-km (Kenworthy 
& Laube, 2001)

Figure 25

Two pedestrians 
approach the 
crossing on the 
right and wait for 
the approaching red 
car to take the right 
of way.
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At night, crossing the street is further com-
plicated by cars treating red lights as yellow, 
justified by concerns over car-jackings.33 

In the face of São Paulo’s high accident 
rates, pedestrians receive their fair share 
of the blame (see Figure 26). I noticed a 

33  Municipal Law does allow CET to set 
intersections with high incidents of robbery or assault 
to all-way flashing yellow from 11p.m. to 5a.m. (MSP 
Law 13,332, 2002, Art.1). Even though this law only 
applies to specific intersections, through informal 
conversation, many Paulistas informed me that, at 
night, they treat any red light as such.

I think ‘oldies’ don’t like walking on 
the street. …[People] don’t stop the 
car for an elderly person to pass. 
I would feel very irritated if I were 
elderly. I don’t think I’d see things 
the way I see them today …and I’d 
just stay in the house.

‘Pedestrian F46’ regularly walks her mother, 
who is in her seventies.

I’ve had experiences with my 
mother because she’s very slow 
crossing the street …and some-
times the driver doesn’t stop. If they 
don’t respect an elderly and sick 
person, who’s going to respect me? 
…There are people who are polite 
and you’re crossing and the car 
slows down and sometimes it even 
stops and waits for her to cross. 
Others don’t, they honk.

It is interesting that she emphasized that the 
car might “even stop” as though it would be 
so out of the ordinary.

7.2.2 Managing Street Crossing

Although since 1947 motorized vehicles 
have had to give the right of way to pedes-
trians at zebra crossings, with or without 
traffic signals.  This is not enforced at 
all (Gold, 2007, pers. comm., see Figure 
25). Several respondents even expressed 
concern at signalized crossings. 

Crossing the street, you have to 
do your part and hope that …the 
drivers do theirs. So you look at 
the signal and then look for the car, 
because you’re not going to just rely 
on the signal. [She hurries across 
the street. Q: Do you normally run 
like that?] Generally I [do] because 
they come with everything they’ve 
got“ (Pedestrian F46).

[Q: What do you find most chal-
lenging on the commute?]  Crossing 
at the traffic lights. Because drivers 
don’t stop. Even though the light 
is red, they drive up at a very high 
speed, you don’t know if they’re 
going to stop even with a red light. 
(Pedestrian F23)

Figure 26

A sign put up by 
the Traffic Authority 
(CET) that tells 
pedestrians to “Pay 
attention in traffic. 
Do your part: Do 
not risk it. Wait for 
green and cross at 
marked crossings.”

Figure 27

Vehicles are 
given green in all 
directions before 
pedestrians have 
their green phase.
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The CET looked at specific crossings with 
high numbers of traffic accidents and 
concluded that 64% of accidents were due 
to pedestrian behaviour such as crossing 
outside the painted markers or not using 
the pedestrian bridge (Barbuto et. al., 2001). 
However, they also noted that 59% of the 
crossings analyzed had no pedestrian 
lights and 80% had serious “engineering 
problems”.34 Martins (2003) found similarly 
high numbers of design flaws at 44 inter-
sections in the Liberdade neighbourhood.

Even a crossing which the CET would con-
sider free of problems can be challenging 
for pedestrians due to infrequent pedestrian 
green phases, short flashing red pedestrian 
phases, and inconvenient crossing routes.

In São Paulo, at a typical 4-way intersec-
tion, the vehicles on both streets are, in 
turn, given their green phase before pedes-
trians are given theirs, which is then green 
in all directions as all vehicle signals are red 
(see Figure 27).35  This is called pedestrian 
scramble signal phasing and the idea is that 
it eliminates conflicts with vehicles making 
right turns and pedestrians in theory can 
cross the intersection diagonally (Bechtel, 
MacLeod & Ragland, 2004). During my 
six months in São Paulo, I did not once 
see anyone cross diagonally and I saw no 
reference to this in any legal document. 
Even if it were allowed, crossing diagonally 
would be challenging given the feeling of 
exposure and the typically short pedestrian 
green phases of 10 to 20 seconds (Ming, S. 
H., 2005).

The challenge of crossing at signalized 
intersections is further complicated by a 
very short flashing red phase for pedestri-
ans.36  The timing is based on how long it 
would take to cross half the street (Gold, 

34  30% did not comply with standards, 30% 
had no crossings at all, 27% were partially missing 
their crossings, and 15% “lacked continuity” (Barbuto 
et. al., 2001).

35 Intersections with one-way streets will have 
different signal phase patterns, often with longer 
crossings times for pedestrians, which is more the 
result of vehicle traffic necessarily being stopped than 
an interest in giving pedestrians more crossing time.

36  The flashing red phase occurs just before 
the light turns red for pedestrians and green for 
vehicles.

self-deprecating reflection from some re-
spondents when I asked them to comment 
generally on the respect motorists show for 
pedestrians.  I asked ‘Pedestrian M30’ if he 
felt comfortable crossing the street.

No, …because [drivers] don’t 
respect the traffic lights and so 
many times, even when the light is 
red, run through it. …There’s also 
a lack of caution on the part of the 

pedestrians. …I say this because I 
also drive and I see …[pedestrians] 
don’t have the habit of crossing at 
the lights [or] waiting for the light 
…so they cross …in the middle of 
moving cars. Then, it ends up, many 
times, that all the blame falls on the 
driver when the pedestrian also has 
a big part to play in all this.

Figure 28

‘Pedestrian M30’ 
complained about 
the staggered 
pedestrian 
crossings at this 
median and the 
impossibility of 
crossing the avenue 
in one signal phase.

Figure 29

The zebra crossing 
has been offset 
around the right 
corner with the 
chain installed 
to encourage 
pedestrians to make 
the detour.
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Even walking quickly with ‘Pedestrian M30’, 
we only made it to the avenue’s median 
before the pedestrian signal turned red.

The crossing is on one side [of the median]. 
You saw that we crossed in this direction 
and then later we had to follow an L-shape 
before crossing again. Never could an able-
bodied person cross [the entire avenue] in 
the allotted time. If we didn’t make it, an el-
derly person won’t even make it across the 
first section in the given time. (Pedestrian 
M30, see Figure 29)

Some of my respondents revealed an 
internal conflict between convenience and 
safety when crossing. “I always look for 
zebra crossings because the motorists 
don’t always respect pedestrians when 
they’re crossing. …Sometimes I go, fast, 
to avoid being hit” (Pedestrian M25). Later, 
he crossed the street mid-block so I asked 
him why. “I did that because the car was far 
and …it’s faster [to cross here]” (Pedestrian 
M25).  During phase I of our interview, I 
asked ‘Pedestrian M21’ if he looks for zebra 
crossings when he has to cross the street.

Definitely.  Even if it’s a one way 
street, I always look both ways be-
cause I’m afraid of being run over.  I 
even look up! [laughing]  It’s crazy. 
…[Once] a motorcycle almost ran 
over me. …Nobody has run over 
me, but it’s because I’m nimble!  
Go ahead and try walking slowly 
through the street…

After getting off the bus he jaywalked 
across three lanes of heavy traffic (see 
Figure 30, discussed further in section 7.4.1, 
p.41), so I asked him why.

2007, pers. comm.).37  Thus, a pedestrian 
entering an intersection on a green light has 
no guarantee that she will be able to cross 
without running. My 92 year old respondent, 
‘Pedestrian M92’, said he waits through an 
entire signal phase to be sure that he starts 
crossing at the beginning of the pedestrian 
phase. A small study on crossing behaviour 
found that most pedestrians start crossing 
either running or with hurried steps, but 
slow down as they approach the middle of 
the street (Ming, S. H., 2005). Gold (2007, 
pers. comm.) noted that CET engineers are 
aware of this problem, however, he felt that 
“in São Paulo they’ve never had the cour-
age to change [the standard]”.

With such little signal priority afforded to 
pedestrians, it is not surprising that when 
the CET analyzed an intersection with an 
appalling safety record, they found that 
only 35% of pedestrians crossed within the 
marked crossing, but only 17% of these 
crossings were on a green light.

One approach by the CET to improve 
intersection safety is to move the zebra 
crossing away from the intersection and 
install lengths of waist-high chains around 
the curb to encourage pedestrians to make 
the detour (see Figure 28). Such chains and 
fences are also common at bus stops along 
designated bus lanes (see section 7.4.1). 

37  Ming, S. H. (2005) lists the CET Manual 
standards which start at 3sec. for an 8m wide 
street and only reach 6sec. for 18m.  Furthermore, 
the intersection he analyzed did not even meet the 
minimum standard as it was 17m wide yet the signal 
only flashed for 4sec.  According to the Minnesota 
Manual on Uniform Traffic Control Devices, traffic 
standards should consider the minimum walking pace 
for seniors to be 2.5ft/sec (Minnesota DOT, 2005). 
Thus, 6sec. is enough time to walk 4.5m.

Figure 30

Left:

‘Pedestrian M21’ 
disembarked from 
the bus stop on the 
left and to legally 
get to the corner 
on the right, we 
would have had to 
walk to the lights 
about 70m down 
the street (circled in 
green).

Right: 

A satellite image 
of the same 
intersection - the 
detour is in yellow 
(approx. 150m) and 
the crossing we 
took is in red.
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walking environment and all respondents 
found it easier to identify things they did 
not like (see Figure 31). 38 ‘Pedestrian F23’ 
could not even identify anything she liked. 
‘Pedestrian M30’ cited choosing his walk-
ing route to avoid unpleasant smells, as 
did ‘Pedestrian F46’, who also linked this 
neglect to her feeling undervalued, as a 
citizen, by the municipal government.

It isn’t just that the sidewalk is 
narrow but it seems there’s also 
garbage. Ah, it’s very dirty. It’s very 
poorly cared for. That’s what I was 
telling you. In [wealthy] Pinheiros 
you’d never see this. It’s not that 
I’m fed up. It’s an observation. The 
government takes better care of 
whoever has more [money] when, in 
reality, it ought to be the opposite. 
(Pedestrian F46)

She later discussed having to cope with 
open sewage when her children were young 
and playing on the sidewalks. Yázigi (2000) 
also found high levels of dissatisfaction with 
cleanliness around the City’s public spaces.

can usually be fined or otherwise sanc-
tioned

Interestingly, Guedes (2005) draws a con-
nection between cleanliness and security. 
In her study, the strongest indicator of 
security in Metrô stations and trains was a 
clean and cared-for environment, ahead of 

38  When asked to pick 3 things they liked, 
respondents chose trees/flowers (F23, M25, M30, 
F46), people walking (M30), cleanliness (M21, M30), 
and silence (F29).  One respondent could not think of 
anything she liked (F23).  For the 3 things they did not 
like, they chose filth/garbage (F23, F29, M30, F46), 
steep hill (F29), spray paint tags (F23), drunk man 
(F23), noise (M25, M30), street crossing (M30), heavy 
traffic (M21), poor lighting (M25), bad smell (M25), and 
sidewalks with holes (F46).  The question was used to 
inspire respondents to talk about what they liked or 
disliked about these elements. They were not all facing 
the same environment, so caution must be taken 
in drawing generalizations from this short list.  It is 
interesting, however, to note the wide variety of things 
respondents did not like and how much easier it was to 
identify them. Also, all mentioned aspects of ambience 
(trees/flowers, cleanliness, noise, filth, garbage, spray 
paint, lighting and smells).

The signal is really far man. It’s 
faster to cross here. …Take a look 
[at] the bus stop we were just at. 
I’d have to go about [70m] to the 
crossing and then come back the 
same distance.  [Q: Is it sometimes 
hard to cross the street here?] 
Sh#@, very hard man. Sometimes I 
actually have to cross at the ped-
estrian crossing because it’s very 
hard. (Pedestrian M21)

Thus pedestrians are reluctant to deal with 
such regular inconveniences and end up 
crossing under more hazardous conditions. 
Rather than providing more crossings or 
improving their convenience, attempts are 
made to restrain pedestrian behaviour and 
the results are potentially self-defeating, 
with significant degradation to the pedes-
trian walking experience. Perhaps pedes-
trian behaviour would not be so “deviant” if 
there were sufficient pedestrian infrastruc-
ture which addressed their needs.

7.3 Ambience

7.3.1 Cleanliness and Order

When I asked my respondents, in situ, to 
identify three things they liked followed by 
three things they did not like, most focused 
on elements of ugliness or beauty in the 

Figure 31

The above is a 
pedestrian overpass 
in central São 
Paulo, near the 
western end of the 
Minhocão elevated 
expressway. 
Tagging is 
widespread in 
São Paulo and 
respondents often 
identified it when 
asked what they did 
not like about the 
walk.



30

Estratégico do Município de São Paulo, 
2002, Art. 73.II). It targets improving lighting 
around tourist destinations, monuments, 
around public works projects, and cultural 
and historic buildings. Interestingly, it makes 
no mention of areas with heavy pedestrian 
traffic, such as those near public transit 
facilities.

Good lighting was one of the dominant 
environmental cues when discussing 
feelings of security. Since 1999, it has been 
the responsibility of Ilume, a department of 
the City’s SIURB secretariat. Ilume claims 
to be the largest public lighting system in 
the world (MSP, n.d.) but there remain many 
public streets without lighting, hence the 
attention the issue receives in the Official 
Plan.

Concerns from my respondents regarding 
street lighting arose in two forms. First, 
some mentioned trouble seeing holes in the 
sidewalks, which, as discussed, can be very 
irregular (see section 7.1, p. 20). While walk-
ing with ‘Pedestrian F23’ in the evening, I 
asked her if she was having trouble seeing 
the sidewalk.

Definitely. I’ve already fallen here 
because there was an iron wire 
sticking out of sidewalk and I didn’t 
see it and I tripped. …Yeah, you 
can find all sorts of things on the 
ground. (Pedestrian F23)

As already mentioned in numerous other 
sections, the second and more dominant 
concern over lighting was one of security. 

monitoring and employee presence.39  She 
emphasizes that even where statistics say 
the risk of violence is small, it is import-
ant to do something that signals it is safe. 
Besides the importance of cleaner public 
space, my respondents were also fond of 
any vegetation, which was often associated 
with cleanliness, order and well-being.

The section that I like is this [one], 
…alongside Mackenzie [University] 
…because it’s the stretch that is 
visually better. You feel better. …
There are more trees, if you look, 
the trees start on this corner and 
go to the next corner where the 
Mackenzie campus ends. …It’s 
cleaner. …The trees [in the median] 
…give me a better ‘impression’ of 
the walk. (Pedestrian M30)

I especially like to go through parks. 
If I’m heading home …and there’s 
a chance to go through a park, I 
always look to go through that park 
to get to know the park. …If I see 
a little bit of a forest [or] a little bit 
of green, I go to see what’s there, 
how it is. If the space is good, if 
it’s organized, if it’s clean, if it feels 
safe. (Pedestrian M21)

‘Pedestrian M21’, thus, drew the same 
associations between cleanliness, order 
and security that Guedes (2005) discusses. 
Urban trees, however, are not always looked 
upon so favourably by pedestrians. For 
two respondents, densely forested areas 
adjacent to their residential neighbourhoods 
were to be avoided.40 It was pointed out 
by ‘Pedestrian F29’ that in some locations 
along her walk, trees worsened lighting, 
which made her feel less secure.

7.3.2 Lighting

São Paulo’s official plan demands ad-
equately lit sidewalks to provide safety and 
comfort (MSP Law 13,430, Plano Diretor 

39  When trying to understand why the Metrô 
consistently gets better evaluations of security from 
users compared to the CPTM trains or intra-municipal 
buses, Guedes (2005) uncovered considerable 
variation in the evaluations of different trains and 
buses.  In both cases, those that had been more 
recently upgraded were given higher security ratings. 

40  Most parks in São Paulo have hours of 
operation.

Figure 32

Taken during the 
day, this is a photo 
of the dark stairwell 
discussed by 
pedestrian M25’.
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7.4.1 Conditions Around Access 
Points

Decree 45,904 designates that bus stops 
and shelters be placed in the sidewalk’s 
“service lane” (2005, Ch. VIII.I), but, under 
such circumstances, there is no requirement 
to expand the minimum width of 70cm; 
Gondim (2001) argues that at least 2m 
should be provided on top of the normal 
sidewalk width to accommodate those wait-
ing, but the empirical evidence supporting 
the standard is weak. The CET looked at 
specific regions with high traffic accident 
rates and they found that 92% of bus 
stops were “poorly positioned”, although 
it was not clear what that meant (Barbuto 
et al., 2001). Yázigi (2000) also generally 
criticizes bus stop placement in the City 
for not considering where the pedestrian 
might walk before or after the bus trip. 
Two examples arose during my pedestrian 
interviews.  One is explained in section 
7.2.2 (p. 34), where ‘Pedestrian M21’ did not 
bother making a 150m detour to cross the 
street after disembarking at one of the bus 
corridor stops on the street’s median. The 
“Fique Ligado” program (see section 5.2.1, 
p. 8) blamed high accident levels along bus 
corridors on excessive vehicle speeds, 
pedestrians crossing outside of marked 
crossings and motorcycles invading the 
bus lanes (Prefeitura de São Paulo, 2006, 
April 24) but did not appear to consider that 
such illegal pedestrian street crossings may 
be the result of infrastructure that does not 
consider their needs.

Another example arose when, arriving at our 
first signalized intersection, ‘Pedestrian F23’ 
showed me her bus stop on the opposite 
side of a six lane avenue. The intersection 
had only three pedestrian crossings (see 
Figure 33). If she were to legally cross the 
street to her bus stop, it would mean wait-
ing through three signal phases. Scramble 
signal phasing (see section 7.2.2, p. 26) also 
lengthened the wait and, not surprisingly, 
she did not bother waiting for the pedes-
trian signals. We crossed outside of the 
zebra markings, therefore without any legal 
protection from the CTB.

With some of my respondents, I noticed 
exceptional sensitivity to waiting times at 
bus stops after dark, particularly in poorly lit 
and isolated locations. 

I asked ‘Pedestrian M25’ which was the 
worst section of the street we were on. “Up 
ahead. It’s worse up ahead. …At night it’s 
difficult to pass because sometimes you 
can’t see who’s there in the darkness”.

‘Pedestrian F46’, who lives in a poorer 
neighbourhood, avoided taking a short cut 
home because of insecurities she associat-
ed with the neighbourhood’s poorer lighting 
and stigma.

Up ahead we’re going to pass 
another alley that would take us 
straight to my home but I wouldn’t 
go down there at night, not even if 
you paid me. …It’s nickname is …
Misery Village. [A few minutes later, 
we pass the alley.]  You see? …
You have to cross that little river 
and climb up the hill in the middle 
of those shacks. I don’t even feel 
safe there during the day, and less 
at night. If you look, there are no 
lights. So there’s really no sense of 
security. We’ll take a route that is 
much longer but don’t you …feel 
safer? (Pedestrian F46)

When choosing three things he did not like, 
‘Pedestrian M25’ pointed to a dark stairwell 
(see Figure 32). I asked if he would feel 
comfortable going down them.

No security, you know? …No, 
[I wouldn’t feel comfortable] …
During the day yes. …I go down no 
problems. I could see who’s down 
there and who isn’t and during the 
day those guys won’t be sniffing or 
smoking. (Pedestrian M25)

7.4 Public Transit Level of 
Service

This section explains how decisions made 
in planning public transit affected the walk-
ing experience of my pedestrian respond-
ents. I am less concerned with issues 
of station design and focus more on the 
challenges of getting into transit facilities in 
the first place.
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tation costs, going to more destinations, 
reduced trip time, and, in particular, walking 
less (ANTP, 2006).

The walk is tough but necessary. 
That’s why I said that the Bilhete 
Único has ended up helping. …I 
maintain my house and care for 
my mother. …So to work like I do, 
I can’t enjoy the luxury of spending 
another 2 reais everyday. …The 2 
reais that I save, I set aside to buy 
bread and milk. …There sincerely 
are days when we don’t have 2 
reais. …Either you take the bus 
or you leave it to buy bread and 
milk. You can even ask my mother, 
every day I leave the bread and 
milk money in that little drawer. …
The Bilhete Único …helped a bit 
because now it’s not necessary 
for me to walk every day. Mainly 
at night, which is more dangerous. 
(Pedestrian F46)

Thus the integrated fare system will likely 
decrease the average walking distances 
as pedestrians access transit closer to 
their origin and disembark closer to their 
destination. However, the region’s Origin-
Destination Study will not capture this effect 
since it only records the dominant mode of 
transportation, in this case, public transit 
(GESP, 2003).41  If anything, it will likely 

41  There may be a slight increase in public 
transit trips length, but that may be countered by the 
possibility of choosing more efficient trip routing.

Here [at this stop], I’ve never caught 
the bus. But here, and anywhere 
else, I don’t feel comfortable waiting 
for a bus at night …because of 
muggings. …After work, …I always 
arrive home around 8 o’clock. …
So if I need to leave it’ll be after 9 
o’clock. That’s where the car enters 
the story. I only leave by car. …If 
for some reason I had to wait at the 
bus stop, I’d wait down there …It’s 
the closest bus stop to my house. 
[Q: You feel more comfortable down 
there?]  No, it’s worse. It’s even 
darker. But down there, …there’s 
the bakery Jardim Soares [near the 
stop] …So you’re at least in a more 
familiar location, right? (Pedestrian 
F46)

Thus, the location of public transit sta-
tions impacts pedestrians’ route selections 
as they balance the discomfort of poor 
sidewalks and hills, the insecurities associ-
ated with darkness and isolation, and the 
inconveniences of detours.

7.4.2 Fare system

Since low-income families tend to spend 
a large portion of their income on public 
transit (see Figure 34), low-income earners 
will often walk, when possible, rather than 
take public transit to economize (Gomide, 
2001). In 2006, for the first time, the ANTP 
Public Transit Image study included ques-
tions related to São Paulo’s smart card (the 
Bilhete Único – see section 5.4.3, p. 12). The 
three principal advantages brought by the 
Bilhete Único were a reduction in transpor-

Figure 33

Left:

At this intersection, 
which only has 
three pedestrian 
crossings, the bus 
stop ‘Pedestrian 
F23’ needed to get 
to is just off to the 
right of the picture, 
on the other side of 
the street.

Right: 

A satellite image 
of the same 
intersection. Rather 
than wait through 
three signal phases 
(yellow arrows), 
she jaywalked (red 
arrow) across these 
six lanes of heavy 
traffic to get to the 
bus stop (circled in 
green).
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the situation in her neighbourhood before 
the streets were paved; the bus would not 
be able to climb the steep muddy hills.

So everything here wasn’t paved. 
It was crap, you have no idea man!  
I would come walking. …[When 
it was raining] we would get our 
shoes and put them in a bag, …we 
went in sandals. There at the corner, 
where there’s asphalt, …we’d put 
on our shoes and put the sandals in 
a bag. (Pedestrian F29)

‘Pedestrian M30’ spoke of concerns over 
rain due to its impact on travel times and, 
hence, his daily schedule.

Sometimes you arrive at work a 
bit high strung. Especially on rainy 
days [since] it takes a really long 
time to arrive. So when you see 
that it’s raining you already concern 
yourself with leaving earlier from 
home to not arrive late. …It affects 
the train, it affects the metro, it af-
fects everything. (Pedestrian M30)

‘Pedestrian M21’ mentioned a similar ten-
dency to schedule his day around expected 
poor levels of service. Guedes (2005) also 
talks about the level of overcrowding on 
trains as a critical factor in one’s sense 
of security, especially for women. For 
‘Pedestrian M21’, dealing with overcrowd-
ing was a security issue, but rather because 

suggest public transit services are poorer 
with longer average trip lengths and waiting 
times.

7.4.3 Anticipating Stresses

Walking to or from transit was different from 
other types of pedestrian trips partly due to 
the stress of anticipating poor transit service 
while walking or the relief of leaving poor 
service behind. Overcrowding has become 
a concern for most modes of public transit. 
With the City’s transportation infrastructure 
stretched to its limit, any abnormal event 
can have significant effects on the entire 
transportation network (Bicalho, 2007, 
pers. comm.), as happened with the PCC 
events discussed in section 6.1.1. I asked 
‘Pedestrian M21’ if, while walking, he wor-
ries about the stress of riding the bus.

Sometimes yes. Even more now. 
Did you see the news yesterday?  
More [PCC] things have happened. 
Yesterday my mom was coming 
from Guarulhos and it took …her 
3-4 hours because there was no 
bus. This left everyone worrying. …
It’s already bothering me.

Several of my respondents also pointed out 
the impact that heavy rain would have on 
the transportation system. Naturally, rain 
was a significant worry for someone living in 
a neighbourhood with neither paved roads 
nor sidewalks. ‘Pedestrian F29’ described 

Figure 34
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conditions must be a coordinated effort. 
The results are summarized through my five 
initial questions, followed by suggestions for 
future research.

8.1 Exploring the Initial 
Questions

What do pedestrians like or dislike about 
accessing public transit?  

Security was a dominant preoccupation of 
my pedestrian respondents as it perme-
ated through many aspects of the walking 
experience. I reiterate that this is not to 
suggest Paulistas live in terror of leaving 
their houses; poor public security is a part 
of daily life that one adapts to, consciously 
or not. The primary signals of improved 
security observed in the study were: both 
formal and informal monitoring; lighting, 
especially daylight; order and cleanliness; 
reputation of the location; and familiarity.

A preoccupation with the potential danger 
of motorized traffic was also often men-
tioned. This was due to an impression that 
drivers generally do not give pedestrians the 
right of way, even where the law demands 
it. The problem was compounded by a 

he balanced the trade-off between the risk 
of walking after dark and the discomfort of 
dealing with overcrowded and slow service.

There’s a day where I work from 
1pm to 5pm. …I don’t leave at 5pm 
because it’s not worth it due to the 
congestion. …I end up stressed 
out. …So I prefer to stay here and 
leave at 7 or 8pm. …I spend my 
time doing something more import-
ant, instead of being stuck in the 
bus. The bus is beyond packed, 
you can’t even read a book. …
[Q: If you walk at 5pm would it be 
better than 8pm?] I prefer walking 
[at 5 pm]. There are more people on 
the street, I feel safer. I like activ-
ity, people moving around a lot.  
(Pedestrian M21)

8 Conclusion

To the public transit rider, walking bookends 
every trip and, therefore, is crucially impor-
tant. However, the experience of walking to 
transit is not well understood by academics 
nor adequately addressed by São Paulo’s 
institutions. Given the interaction between 
these modes of travel, improving their 

Figure 35

Travel and wait 
times increase 
significantly on rainy 
days, which can 
be intense during 
the region’s rainy 
seasons.

P
ho

to
 b

y 
M

ot
ti 

(2
00

6)



35

How have the municipal, state and fed-
eral governments influenced the walking 
experience? 

Pedestrians walking to public transit, 
receive little attention in São Paulo’s public 
policy. The responsible institutions include 
four public transit authorities, split across 
two levels of government, and at least six 
municipal secretariats, most of which are 
not communicating well and are generally 
apathetic to the topic. There are some 
initiatives which show signs of considering 
the entire public transit trip, from origin to 
destination, but they have yet to develop 
substantial agendas around this issue.

How is the pedestrian experience of 
public transit access different from any 
other type of pedestrian trip?

Many of the findings in this report are not 
necessarily unique to public transit access 
trips and apply just as well to walking in 
general. The study was not able to fully ad-
dress this question since it solely analyzed 
the experiences of pedestrians walking to 
public transit. However, that the issue of 
accessing transit is an issue of public space 
is a central point emphasized in this report. 
Public space is an important component 
of public transit and we cannot discuss the 
latter without discussing the former. This 
justifies focused attention on the public 
space around transit stations and bus stops 
even if we conclude that this attention is 
not so different from the attention one might 
recommend for other public spaces across 
the city.  Some of the issues identified in 
this study, however, may be particularly 
acute for transit riders as their routes (to 
and from transit stops) and the time of day 
they have to travel are more constrained 

persistent lack of adequate pedestrian 
infrastructure, which encouraged unsafe 
crossing behaviour. Thus, preoccupations 
with poor pedestrian facilities were also 
central to the pedestrian experience, includ-
ing irregular sidewalk surfaces, inconvenient 
detours around fences, and obstacles in 
the sidewalk from construction sites and 
lampposts. 

In situ interviews helped to look behind 
pedestrians’ revealed preferences by 
highlighting how pedestrians must balance 
trade-offs between safety, security, comfort 
and convenience.  This provided insights 
into the cognitive attention they devoted to 
walking and these trade-offs are summa-
rized in Table 3.

Future research should look specifically at 
how pedestrians make these compromises, 
particularly around transit facilities, to inform 
improved prioritization of pedestrian plan-
ning.  

What behavioural adaptations are made 
as a result of these perceptions?  

For security reasons, respondents were 
reluctant to stand still in public space and 
made efforts to avoid attention by wear-
ing simple clothing and by not displaying 
valuable objects such as cell phones. 
Dark bus stops and walking at night were 
generally avoided, particularly after retail 
closed. Routes were chosen to avoid bad 
smells, difficult street crossing conditions 
and irregular and clogged sidewalks. 
Respondents were reluctant to wait for traf-
fic signals or make significant detours and, 
as a result, would jaywalk.

Trade-Off Example

Security vs. Safety Risking jaywalking across a busy avenue due to a reluctance to 
wait at a traffic signal in the evening. e.g. ‘Pedestrian F23’

Security vs. 
Convenience

Choosing to walk a circuitous route rather than to follow a direct 
but darker and more isolated sidewalk. e.g. ‘Pedestrian F46’

Security vs. 
Overcrowded Transit Walking after dark to avoid crowded buses. e.g. ‘Pedestrian M21’

Safety vs. Comfort Walking alongside parked cars up a busy street to avoid dealing 
with irregularities in the sidewalk. e.g. ‘Pedestrian M92’

Safety vs. 
Convenience

Choosing to cross a busy avenue at a bus stop rather than make a 
30m detour to the signalized crossing. e.g. ‘Pedestrian M21’

Table 3

Trade-offs cited by 
pedestrians
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Transit authorities must work with SEMPLA 
to draft policies for encouraging land uses, 
such as retail or street vendors.  This theme 
must also be incorporated into the regional 
transportation policy documents such as 
PITU 2025 and Pro-Pólos, which talk of fo-
cusing development around transit stations. 
This suggestion is motivated by the informal 
security provided by street activity but also 
a general preference for more active street 
environments. Such coordination between 
transit stops and land uses could also 
involve trying to relocate bus stops closer to 
retail, cafes, and bars or providing space for 
street vendors. 

 � Improve lighting near transit 
facilities, including bus stops.  

Lighting surfaced repeatedly as an impor-
tant signal of security and also made it 
easier to navigate the uneven sidewalks. 
All transit agencies should coordinate with 
Ilume to improve the lighting near bus stops 
and within a multi-block radius around 
major stations.

 � Improve access to reliable bus 
arrival information to minimize 
waiting times at isolated bus 
stops with infrequent service. 

Although challenging, this may be a lower 
cost solution compared to the cost of 
expanding vehicle fleets to reduce waiting 
times. SPTrans should investigate low-cost 
Intelligent Transportation System (ITS) 
solutions through its Integrated Monitoring 
System (SIM), which has already equipped 
approximately one sixth of the bus fleet 
with GPS units and expects to finish equip-
ping the entire fleet by mid-2007 (Pires & 
Gonzales, 2007, Feb. 26). Assuming cell 
phone use is widespread and text mes-
saging costs are low, one could imagine a 
system where all bus stops are numbered 
and after sending a text message to a 
dedicated SPTrans line, a reply is sent with 
estimated arrival times for the next two or 
three buses. 

 � Intersections near bus stops 
and stations must provide more 
convenient pedestrian crossing 
options, even if it comes at the 
expense of vehicle flow.

than for other users of public space.  
Compared to a social or optional walk, 
pedestrians walking to transit therefore have 
limited options in choosing less arduous 
routes if they are feeling tired, for example, 
when arriving home after a long day at work 
and a potentially stressful public transit trip. 
Furthermore, it was shown that, during the 
walk, pedestrians anticipated the stress 
of poor service or felt relieved in leaving it 
behind. Overcrowding was frequently men-
tioned as such a stress, which sometimes 
resulted in pedestrians adjusting the time of 
their walk.

Why should planners be concerned with 
pedestrian transit access trips?  

The goal of this study was not to produce a 
comprehensive set of recommendations but 
rather to explore the subject, identify prob-
lems, and suggest future areas of research. 
Thus, the following are some potential city 
planning opportunities to improve pedes-
trian walking conditions.

Personal security is a major socio-political 
problem which this study cannot hope to 
solve. It did surface as a dominant concern 
as it permeated through nearly all aspects 
of the walking experience. Security is, thus, 
the basis of the first four suggestions.

 � Explore the possibility of ex-
panding public transit security 
or partnering with local police to 
patrol pedestrian facilities around 
major stations. 

As Guedes (2005) shows, such patrolling 
has helped to improve the sense of security 
within Metrô facilities and it is likely to have 
a real impact on security as well. Why not 
extend such services to the streets around 
stations?  Perhaps security on buses 
might also act as a form of patrolling the 
public space along their routes?  All four 
transit agencies (CPTM, Metrô, EMTU, and 
SPTrans) must give this expanded role seri-
ous consideration.

 � Promote land uses around public 
transit stations, and potentially 
even bus stops, that encourage a 
diversity of activities throughout 
the day. 
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Although this action may not improve the 
actual security of an area, ambience actu-
ally had powerful effects on my respon-
dents’ sense of security, safety, and value 
as citizens. São Paulo’s public space is in 
desperate need of a good scrubbing and 
regular maintenance. Compared to solv-
ing public security, improving something 
like garbage collection seems more easily 
within the municipality’s grasp and could 
be coordinated with increasingly needed 
waste management initiatives. São Paulo’s 
Municipal Services Secretariat, especially 
Limburb, should consider focusing their at-
tention on the public spaces around transit 
facilities.

8.2 Future Research

This study is exploratory, so many questions 
remain unanswered. However, these results 
help us understand which are the key ques-
tions and how to frame them. Below are five 
particularly important issues raised during 
this study.

 � Intersection crossings must 
manage competing interests.  I 
have argued for more attention to 
pedestrian needs.  More research 
is needed to understand how 
intersections in São Paulo are 
designed and what problems 
these designs produce.  Why is 
pedestrian behaviour so “devi-
ant”? This is particularly import-
ant at median bus stops.

 � How are long waits at signals, 
fear of crime, poor lighting, spray 
painted walls and holes in side-
walks affecting people’s decision 
to use public transit?  What are 
their effects on a latent demand 
for automobile trips?

 � How do the issues highlighted in 
this study differ in specific en-
vironments?  For example, of the 
neighbourhoods I visited during 
the day in the urban periphery, 
there were no traffic signals but 
there were fewer cars, children 
played in the street, and it was 
quieter. Walking on the street was 
not a concern; the separation be-
tween walking space and driving 

Several of my respondents revealed a 
reluctance to deal with the regular incon-
veniences imposed by crossing designs 
and traffic signal phasing. Although these 
measures may have been taken to improve 
pedestrian safety, they significantly degrade 
the walking experience and may be self-
defeating. This issue is especially important 
where bus stops are located on the street 
medians, which inevitably complicate street 
crossing.  All transit agencies should push 
to improve traffic law enforcement around 
their facilities and SPTrans should investi-
gate the effectiveness of their median bus 
stop designs for transit riders. How are they 
being used? Why do they seem to encour-
age risky pedestrian crossings? On streets 
without many driveways, could bus lanes 
run adjacent to the sidewalk and the space 
recovered from removing the median be 
used to widen the sidewalk?

 � Redefine the legal framework 
around sidewalks. 

The present fragmentation of sidewalk 
responsibilities virtually guarantees their 
inconsistent treatment, which carries 
significant health risks. The City has two 
options: either ensure adherence to existing 
regulation through frequent inspections and 
enforcement or assume responsibility for 
sidewalks. Either way, more City resources 
are needed for the problem to improve. 
I am not optimistic about the regulation-
based approach given the financial burden 
it places on low income households and 
how challenging it is to enforce any kind of 
regulation anywhere in Brazil. 

Municipal government has to think long-
term and, starting with the sidewalks around 
transit facilities, draft a plan for incremen-
tally assuming responsibility over this public 
space and allocating the necessary resourc-
es to guarantee it improves. The SMSP 
will be central to this debate and should 
continue to investigate ways of pushing this 
agenda forward. Could sidewalks be the 
responsibility of public transit agencies as 
Gold suggested? Transit agencies, espe-
cially SPTrans, should pursue collaborations 
with SMSP to adopt responsibility for the 
sidewalks around their facilities.

 � Improve the cleanliness and 
organization of the public space 
around transit facilities.  
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rience can be improved through coordina-
tion with public transit infrastructure design 
and services.

space was less pronounced. How 
might priorities for improving the 
walking conditions around transit 
facilities be different in such 
neighbourhoods? 

 � How might demographic or 
socioeconomic factors influ-
ence one’s walk to transit? For 
example, do women and men 
take different precautions while 
walking? Compared to men, why 
might women prefer certain bus 
stops or walking routes? Would 
the elderly use transit more 
often if walking conditions were 
improved? These issues warrant 
more attention than I have given 
them in this report.

 � As mentioned, the unique 
method of investigation used 
in this study has raised many 
important questions, such as the 
importance of understanding the 
trade-offs made by pedestrians. 
The method itself also deserves 
further consideration.  How could 
it be improved?  How might the 
two phases of pedestrian inter-
views better compliment each 
other?  Could the same results 
be achieved under a less onerous 
interview process?  Would it be 
informative to assemble walking 
focus groups?  

8.3 Concluding Remarks

Given the complexities of this pedestrian 
experience and its importance to public 
transit, the topic is not receiving sufficient 
attention from public transit authorities or 
any level of government in São Paulo, all of 
which are deeply fragmented and generally 
apathetic toward the issue. Transit invest-
ments in recent years have been impressive, 
but if government officials and city council-
lors continue to fall short of addressing the 
needs of all riders from doorstep to door-
step, then transit services will continue to 
frustrate, disappoint and even alienate the 
public they were created to serve. Drawing 
from the stresses and comforts identified in 
this study, key planning opportunities and 
areas of future research are identified to 
better understand how the pedestrian expe-
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Appendix A The Pedestrian Respondents

Interviewee: F23 F29 F46 M21 M25 M30 M92

Socioecon 
Indicators

Age 23 29 46 21 25 30 92

Gender F F F M M M M

Job Receptionist House 
Cleaner House Cleaner Receptionist Security Guard Teacher Retired

Hours / week 44 35 72 32 20 35-40 -

Freq. of Trip / 
week  5 5 6  5  ?  5 1-2

Physical 
Disabilities - - - - - - Uses cane

Household 
Cars 0 0 1 0 0 1 0

Not driving 
because... - Cost, stress Cost -  - Cost Old age

Interview 
Data 
Summary

Time of Day 20:00-22:00 15:00-17:30 18:30 – 20:30 7:00-10:00 17:00 – 19:00 15:30 – 17:30 10:00-11:30

Origin Praça da 
Arvore Barra Funda Higienópolis Praça da 

Arvore Higienópolis Consolação Saúde

Destination Saúde Franco da 
Rocha Guaianazes Vila Sonia Perus República Saúde

Approx 
Walking 
Distance (km)

O:0.8 km 3.3km  2.5km O:0.6km  0.7km 1.5km 0.8km

D:1km     D:0.8km      

Familiarity 
with Route

O: 7 months     
D: 20 years 8 years 30 years O:  D: 7 years 3 years 54 years

O/D Purpose + 
Travel Modes 
(Trip in bold 
refers to the 
location of 
the in situ 
interview)

Work Work Work Work Work Work Home

Walk Walk Walk Walk Walk Walk Walk

Transit (Bus) Transit (Train) Transit (Metrô Train) Transit (Bus) Transit (Bus Train) Transit (Metrô Train) Transit (Metrô)

Walk Walk Walk Walk Walk Drive (passenger) Walk

Home Home Home Home Home Home Home
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Appendix B Pedestrian Respondents: Topography

For Female, 23 and Male, 21 both origin and destination stretches are included, separated by the green 
square. Note to exaggerate features, the x- and y-axis scales are not equal. These are very rough ap-
proximations made using NASA’s SRTM digital terrain data through Google Earth (January 10, 2007).
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Language was undeniably an issue for me in all of 
the interviews, particularly with those who were 
not born and raised in São Paulo. Their accents 
and slang complicated translations, in which I 
have made every effort to maintain accuracy and 
subtlety of meaning.  I also had trouble under-
standing my elderly interviewee and he, in turn, 
had trouble understanding me due to his poor 
hearing. His daughter generously accompanied us 
through the interview and was able to “translate” 
Portguese to Portuguese for us.

While conducting the interviews, some method-
ological issues arose and I made adjustments as 
the process went on. Some of the issues were 
general, for example, I found it difficult to get my 
respondents to talk openly about their perceptions 
and most of them had trouble expressing them-
selves since this is a topic they had not previously 
given much thought. Overcoming this challenge 
by splitting the interview into two phases is 
discussed in section 3.1.2, p.7.  Other issues 
seemed to be more culturally-based such as 
difficulties getting some of my male respondents 
to talk openly and honestly about their feelings, 
especially any related to fear and discomfort. 

In light of the above problems, with help from 
Prof. Hess, we developed a few tricks which 
helped encourage the participants to talk:

 � Whenever possible, I asked interview-
ees about their route choices (Why did 
you cross here?  Why are we walking 
on the street here?  Why not take that 
street instead of this one?). This turned 
out to be an excellent mechanism 
inspiring them to talk more about their 
environmental preferences.

 � In general, comparisons of different 
street environments while en route 
also worked well for the same reason. 
Not only were they insightful, but these 
comparisons gave the respondents 
something concrete to discuss.

 � I encouraged interviewees to talk about 
the trade-offs they made.

Appendix C Method: Techniques to Encourage 
Discussion


