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The City of São Paulo is one of the largest cities in the world, with 11,244,369 people 

living in the metropolitan area and over 19,672,582 people living in the greater 

metropolitan region, which is made up of 38 cities in the surrounding area (IBGE, Census 

2010). Ten percent of the population in the entire country of Brazil lives in São Paulo, 

and 15.6% of Brazil’s Gross Domestic Product comes from São Paulo. There is an 

average of 38.1 million trips taken per day in the metropolitan region. Most of the city’s 

low-income population lives in the periphery of the city, where the land is least 

expensive, yet most job opportunities are concentrated in the city center, creating a 
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spatial mismatch. Spatial mismatch occurs when low-income residents live in one area of 

a city, but their places of employment and job opportunities are located in another part of 

the city.  In a spatial mismatch situation, low-income residents often travel long distances 

to find work and suffer from isolation based on the disconnect between where they live, 

where they work, and the difficulty in getting from one place to another. The current 

transportation infrastructure is insufficient to transport the number of commuters from the 

periphery to and from the city center to work on a daily basis. In this study I will explore 

this spatial mismatch through an analysis of both qualitative and quantitative travel data 

for the entire São Paulo Metropolitan Area, with a specific focus on the Zona Sul of the 

periphery, in order to understand the limitations of transportation infrastructure and 

spatial mobility for residents of the city. 
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INTRODUCTION 

It’s 4:30 on Monday morning. The air is crisp and the sky is still dark as the 

sidewalk begins to fill with people, mostly women dressed in thick sweaters and scarves.  

The people begin to form a procession, walking both in single file and in pairs towards 

the bus stop. The bi-articulated bus arrives at the stop, looking like two buses connected 

by an accordion. People herd onto it, almost as if they were cattle. They are not cattle, 

though. These people are starting their morning commute to the center of the city; this is 

the start of the workday in Jardim Ângela, a peripheral district of São Paulo, Brazil. By 8 

A.M., traffic along this avenue is creeping along at 1 kilometer per hour. Those who 

overslept, or were running late for some reason, will not make it to work in the city center 

for at least another two hours. Some passengers even descend from the bus and walk 

along the sidewalk, moving faster than the automobile traffic. This lack of adequate 

transportation infrastructure for residents of São Paulo’s periferia restricts their mobility 

and access to the city, thus isolating those who live in the periferia from opportunities 

available to them in the city center. 

Transportation is an important issue in any city, but it becomes even more 

important in a mega-city like São Paulo, Brazil. Brazil is infamous for having one of the 

most unequal distributions of wealth in the world with a Gini index of 56.5 in 2005, 

which ranks 10th out of the most unequal distributions of family income worldwide1. The 

city of São Paulo is no exception to this trend in income disparity. In São Paulo, most of 

the low-income population lives in the periphery of the city, where the land is least 
                                                
1 Note: The Gini index measures the degree of inequality in the distribution of family income in a country. 
The index is calculated from a Lorenz curve, in which cumlative family income is plotted against the 
number of families arranged from the poorest to the richest.  
 



 2 

expensive. The periferia is currently the fastest growing area of the city, but that is not 

because the quality of life is increasing there; during the five years from 1991-1996, there 

was an increase of 470,000 inhabitants in the 53 districts where the quality of life had 

“worsened,” while there was a decrease of 260,000 inhabitants in the 37 districts where 

the quality of life improved (Recaman, 2004). To further complicate this pattern of 

growth and inequality, most job opportunities, especially service sector jobs, in the city of 

São Paulo are concentrated in the city center, creating a spatial inequality where those 

who cannot afford to live in the central area endure long commutes to work.  

Land is less expensive in the periphery of São Paulo because the land continues to 

develop informally as the city grows, with less infrastructure and enforced regulation in 

comparison to the city center. This pattern has created problems for the residents of the 

periphery. Many people experience long travel times and crowded journeys to and from 

work every day, because the transportation infrastructure cannot support the rapid 

population growth in these areas. Many residents of the periphery experience feelings of 

isolation from the opportunities located in the city center. As the population of the 

periphery continues to grow, these problems will continue to get worse unless more work 

is done to understand the problems and create workable solutions.  

Accessibility and mobility are the keys to a comprehensive transportation system 

that works for the entire population of the city. Accessibility is defined as the number of 

opportunities, also called “activity sites,” available within a certain distance of travel 

time, and measures the strength of spatial relationships between those who seek an 

opportunity and the opportunity location. Mobility can be defined as the ability to move 

between different activity sites, and is the actual spatial difference between opportunity 
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seekers and the opportunity location (Hanson, 2004; Keeling, 2002). In the case of São 

Paulo, the urban center is the opportunity location, because that is where much of the 

employment, capital, and services are located. Determining which segments of society 

have adequate transport access within the urban space and which do not, as well as 

understanding the relationships between time, cost, and modal choice, are particularly 

important questions that will be examined in this study. 

Spatial mismatch is a phenomenon that has been the topic of research and 

discussion among those concerned with planning for social equity since the 1960s. A 

spatial mismatch occurs when a low-income sector of the population lives in one area of 

a city, but their places of employment and job opportunities are located in another part of 

the city (Holzer, 1991; Kilroy, 2007; Lucas, 2004; Wilson, 1998).  In a spatial mismatch 

situation, residents of these areas often travel long distances to find work and suffer from 

isolation based on the disconnect between where they live, where they work, and the 

difficulty in getting from one place to another. Residents who suffer from spatial 

mismatch have low accessibility scores and experience more limited mobility in the 

urban space. This paper will explore the limitations of the existing infrastructure in order 

to determine if there is a spatial mismatch for those who live in the periphery of the city 

of São Paulo. 

 

São Paulo Metropolitan Area 
Through initial time spent in São Paulo in 2006, as well as through contacts in 

São Paulo and an examination of data on the locations of employment opportunities and 

income distribution in the metropolitan area, São Paulo’s Zona Sul (Southern Zone) was 
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identified as the desired study area. During June 2010, the author conducted field 

interviews with residents of the Zona Sul of the periphery. From these qualitative 

interviews, the author learned that residents of this peripheral zone experience physical 

isolation from the rest of the city, are lower-income, and often experience prejudice 

because of being from the periphery. Zona Sul residents also described long travel times, 

crowded public transit, and terrible traffic when they travel into the city center. The Zona 

Sul includes the the districts of Campo Limpo, Capão Redondo, Jardim Ângela, Jardim 

São Luis, and Parque Santo Antonio. Three of these districts, Capão Redondo, Jardim 

São Luis, and Jardim Ângela, were once known as the “Triangle of Death,” as the area 

was known for having a high homicide rate and was one of the most violent places in the 

Western Hemisphere. This dubious legacy is now in the past, but residents of the region 

continue to experience many difficulties in their daily life as a result of extreme structural 

inequality in the city (Folha Online, “Pobre e violenta, região do "Triângulo da Morte" 

diz que a vida melhorou”).  
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Map 1.1  São Paulo’s Location in Brazil 
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Map 1.2  Districts in São Paulo 

 

The central hypothesis of this study is that residents of the periphery of São Paulo, 

and in particular residents of the Zona Sul, experience more limitations to spatial mobility 

and accessibility within the city compared to residents of the city center, and that these 

limitations in the transportation network are part of the cycle of social exclusion in the 

city of São Paulo. Social exclusion occurs when sectors of society are disadvantaged and 

deprived from participation in activities that would improve their quality of life. Physical 

isolation is often a factor when poor neighborhoods suffer from social exclusion, 

although exclusion also results from transportation and housing policies that isolate 

women, the poor, the elderly, and the disabled from activities in space and time (Lucas, 

2004; McCray & Brais, 2007).  The transportation infrastructure plays a role in the social 
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exclusion of periphery residents in São Paulo, Brazil by limiting access to employment, 

recreation, health, and educational opportunities for periphery residents.   

In order to discover the extent of social exclusion due to limitations in the 

transportation network, this study analyzes daily travel data in São Paulo, as well as 

qualitative data in the form of personal interviews conducted with residents of São Paulo. 

This paper examines several research questions: first, how have sociodemographic 

factors, particularly race and class, shaped the development of the public transportation 

network in São Paulo, Brazil? This background will inform the discussion on social and 

spatial inequality in the city, and leads to the second research question: is São Paulo’s 

transportation network is sensitive to equity? If the transportation network is not sensitive 

to equity, what exactly does that situation look like in São Paulo: more specifically, how 

accessible are important goods and services in the sectors of the city that suffer from 

spatial inequalities, and what is the quality of the goods and services available in these 

sectors? Is there a spatial mismatch occurring in São Paulo, Brazil? 

In order to answer these questions, this paper begins with an initial review of the 

existing literature on transportation and social exclusion, Spatial Mismatch theory, and 

race in Brazil, as well as literature on accessibility and transportation planning in Chapter 

1.  A discussion of previous studies on accessibility and mobility in the city will also be 

part of this chapter. Chapter 2 explains the particular study methods used in this paper to 

examine equity within São Paulo’s transportation system. After the methodology section 

will be a brief history of the development and planning of São Paulo in Chapter 3, 

highlighting the fact that the planning process was initiated and executed almost 

exclusively by the elite class in a top-down style of development. This chapter then 
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specifically focuses on the existing transportation plan and network in the metropolitan 

region of São Paulo: the evolution of the plan, different modes, the current infrastructure, 

and the plans for the future. Chapter 4 outlines a quantitative spatial analysis study of São 

Paulo’s transportation network, identifying the most vulnerable areas. This study involves 

residential travel survey data as well as socio-demographic data of residential 

segregation, examining segregation by class in particular, in order to determine who lives 

where in the city. The Case Study of the Zona Sul begins in Chapter 5, first with a focus 

on the “official” story of transportation planning and development in the region. This 

chapter examines the existing transportation plans for the region and highlights some 

perspectives from a few of São Paulo’s transportation planning officials.  Chapter 6 is the 

more personal side of the case study, including a discussion of the personal interviews 

and perspectives from residents and employees at a nongovernmental organization in the 

region. The conclusion involves a discussion of the overall findings of this study: does 

the situation of those living in the Zona Sul of São Paulo fit into the theoretical constructs 

of spatial mismatch? Does the transportation infrastructure play a role in the social 

exclusion of periphery residents in São Paulo by limiting access to employment, 

recreation, health and educational opportunities for periphery residents?  Finally, the 

author will conclude the study by identifying items for further research. 
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CHAPTER 1: URBAN TRANSPORTATION AND SOCIAL 
VULNERABILITY 

 

Transportation shapes human activity at all levels of society. Transportation and 

transportation planning are absolutely central to shaping metropolitan areas, and the city 

of São Paulo, Brazil is not an exception. Transportation has played an important role in 

the growth, change, and development of São Paulo. Transportation is inextricably linked 

to land-use in the city. Planning for land-use in the city was closely followed by the need 

for a transportation system that would allow residents to access opportunities and move 

about the urban space. One cannot understand transportation without first defining the 

concepts of accessibility and mobility, because these concepts form the foundation for 

interaction between people, place, and capital. Accessibility is defined as the number of 

opportunities, also called “activity sites,” available within a certain distance of travel 

time. Mobility can be defined as the ability to move between different activity sites 

(Hanson, 2004). As the distance between activity sites increases, the level of accessibility 

depends more on mobility of users of the system. Land use and transportation planning in 

São Paulo are also part the urban spatial inequalities that are visible in the city today.  

Transportation and social exclusion 
Income inequalities tend to correlate with inequalities in the quality of life in 

cities, and these correlations often take place in the urban space (Kilroy, 2007). 

Households spend a large portion of their income on transportation-related expenses, and 

low-income households in particular spend a significantly large percent of their income 

on transportation. On top of those expenditures, there are still individuals who do not 

have adequate access to employment, health care, educational opportunities, and 
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recreation (Deka, 2004). Lower income residents who live on the periphery of São Paulo 

suffer from these spatial inequalities and vulnerabilities. Studies have found that in both 

Rio de Janeiro and São Paulo, those living at the periphery of the city spend a higher 

percentage of their income on transportation, rely on slower modes of public transit, and 

have higher commuting times (Câmara & Banister, 1993). In Brazilian cities, the right to 

circulate and the way you travel are highly dependent on the social and political 

conditions of the inhabitants.  In São Paulo, specifically, the areas with low accessibility 

scores in relation to the bus system and destinations are located in the periphery of the 

city, and correlate with high social vulnerability (Cardoso, 2008).  

A collaboration between Pontifícia Universidade Católica of São Paulo, Instituto 

National de Pesquisas Especiais, and Instituto Pólis in São Paulo tracked social exclusion 

and inclusion in the city. The study used various quantitative and qualitative indicators 

and spatial analysis tools to rank each district. Indicators included basic services, average 

trip time, number of people per household, homeless population, household income, 

employment opportunities, literacy rates, lifespan, education attainment for the head of 

the household, and mortality rates for people under the age of 65.  These indicators were 

aggregated and mapped, and can be seen in Figure 1.3. Areas in dark blue are those with 

the highest social inclusion, while those in dark red are those with the highest social 

exclusion.  This map shows that the peripheral districts in the Southwest region of the 

city are most excluded, according to the indicators, while the districts in the city center 

exhibit the highest social inclusion rates. 
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Figure 1.3  Map of Social Exclusion/Inclusion in São Paulo by District 

 

Source: PUC/SP, INPE, Instituto Pólis 

 The social exlusion/inclusion analysis conducted by this collaboration of 

organizations inspired the spatial transportation vulnerability analysis conducted in the 

spatial analysis section of this study.  The two studies use different indicators to 

demonstrate spatial inequalities in the city of São Paulo: the one conducted within this 

study focuses on transportation indicators in order to locate the areas in the city most 

vulnerable to spatial mismatch.  

Spatial mismatch 
 When the residences of low-income people of color in a city are concentrated in 

one area, far from potential employment opportunities, this disconnect can be described 

as a spatial mismatch.  Spatial mismatch theory in the United States originated as a study 

of the high unemployment of African Americans in the inner cities of the United States. 
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The theory proposes the idea that this high unemployment rate is linked to the 

decentralization of less-skilled employment opportunities, coupled with residential 

segregation by race, resulting in difficulties with residential relocation to be closer to jobs 

(Holzer, 1991; Kilroy, 2007; Wilson, 1998). The theory has also been tested for the low-

income white population in the large metropolitan regions as well, and evidence suggests 

that income creates a spatial barrier to employment in cities (Ihlanfeldt and Sjoquist, 

1989).  

The existing literature on spatial mismatch conclusively argues that the distance 

to jobs has a significant effect on the outcome of the labor market (Holzer, 1991; Kilroy, 

2007; Wilson, 1998). Long commute times, high commuting costs, low public 

transportation service levels, early morning and late night commutes, or high costs of job 

search are all factors that contribute to spatial mismatch (Kilroy, 2007). These spatio-

temporal constraints all have a significant impact on limiting the travel of low-income 

people of color who live in cities. The discourse around spatial mismatch also includes 

constraints in access to education, health care, and recreation for these types of 

communities (Kilroy, 2007). Those who cannot shorten their commutes to these types of 

activities by relocating to be closer to their chosen opportunity center location are those 

who are most vulnerable to spatial mismatch.  

Spatial mismatch in North American cities is characterized by a situation in which 

the low-income population tends to reside in the central area of the city, while the upper 

and middle classes live in wealthy suburbs and more sprawling neighborhoods. Jobs and 

employment centers have also moved to the suburbs in cities in the United States; the 

proportion of jobs in Metropolitan Statistical Areas (MSAs) in central cities have 
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decreased from 70 percent in 1970 to 47 percent in 2000 (Ibid, 2007). There has not been 

significant research on spatial mismatch in Latin American cities, although some research 

indicates that the spatial patterns of spatial mismatch would look different from that in 

North American and European cities because of the lower capacity of government to 

regulate and enforce planning decisions: sometimes low-income populations and 

informal settlements are spatially concentrated, and sometimes they are spatially 

dispersed (Ibid., 2007). 

Spatial mismatch in São Paulo fits a different model from the spatial mismatch in 

North American cities. As we have seen in Figure 1.3, the socially exluded class is 

concentrated in the peripheral areas of the city while jobs and employment centers are 

concentrated in the central city. The structure of the urban space in São Paulo determines 

the high traffic flows on radial routes into the center; there are many work trip origins, 

and a concentrated destination.  Supplying public transport in a situation where there are 

many origins, and high costs and low service levels leads commuters to use private 

automobiles, further lowering the capacity of buses to perform. Spatial distributions in 

public investment also coincide with spatial inequalities: when groups within a city 

compete for public expenditures, services, and amenities, higher-income groups tend to 

win. These inequalities are exacerbated by the ability of higher-income groups to also 

provide their own private physical and social infrastructure. São Paulo is a perfect 

example of this type of spatial mismatch, as public expenditures are concentrated in the 

wealthy, central region of the city (Kilroy, 2007).  
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Transportation and Socioeconomic stratification 
Spatial inequalities within urban areas result from income inequalities between 

households in a free market system (Kilroy, 2007). Segregation by income often occurs 

in two different forms. In the North American form, the poor often reside in central cities 

while higher-income residents are concentrated in the suburbs. In São Paulo, and many 

other rapidly growing cities, low-income residents live in informal settlements at the 

urban periphery. This pattern is also shaped by government interventions, planning and 

public investment. Peripheral informal settlements occur because of the inability of 

government to enforce planning regulations, perhaps due to the rapid population growth 

of the city, combined with forced evictions and relocations of low-income workers from 

impoverished areas in the city center (Ibid, 2007).  The planning and development of São 

Paulo will be discussed in greater detail in Chapter 3. 

Transportation and Race 
Spatial inequalities often have racial and ethnic characteristics (Kilroy, 2007; 

Wilson, 1998; Holzer, 1991).  Quantitative data of racial segregation in cities can be 

inaccurate or difficult to access in Latin America, but cases can be documented through 

qualitative evidence (Kilroy, 2007). Residential segregation by race often occurs because 

of a correlation with income in a free market society. Segregation can also be related to 

self-selection as migrants to cities choose to live in proximity to relatives and friends who 

are already established in the area, or as a result of government policies and regulations 

(Kilroy, 2007). All of these factors can result in a racial minority living on the 

socioeconomic periphery of society, and more specifically living in poverty within the 

urban space.  
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In São Paulo specifically, race and class are inextricably linked and the result of 

this link is a pattern of racial and socioeconomic segregation where the majority of the 

city’s afro-descendent population lives in the periferia, far from the city’s centralized 

location of employment, health, education, and recreational opportunities. This 

population therefore suffers disproportionately from problems related to limited mobility 

in the city, because of lower quality public transportation in the peripheral areas. In a city 

as large as São Paulo, mobility is unfortunately necessary because of the situation where 

the opportunity location is centralized.  

Race in Brazil 
Racial dynamics in Brazil are complex, and a review of existing literature on the 

subject is necessary in order to explain the existence of racism in Brazilian transportation 

planning. There is extensive data on segregation by class in São Paulo, but a distinct lack 

of data on segregation by race. In order to better understand the lack of reference to 

racism in public discourse, we must first outline the myth of racial democracy.  The myth 

of racial democracy, made hegemonic largely due to Gilberto Freyre’s Casa Grande e 

Senzala, suggests that all Brazilians, independent of their racial background, are equals 

and live without racially motivated conflict.  The strength of this myth is interesting when 

one takes into account that Brazil has the largest Afro-descendant population in the 

western hemisphere, and is second only to Nigeria in the world.  Brazil was also the last 

country to end slavery, in 1888.   

Throughout Brazilian history, the elite class has used the myth of racial 

democracy as an ideological tool to oppress the Afro-descendant population, emphasizing 

harmony and racelessness and repressing discourse on inequalities in favor of national 
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pride and moral superiority. In this way, the system that seems to lack racial awareness 

on the surface is actually deeply immersed in racialized understandings of the social 

world in a dynamic of “hyperconsciousness and negation” of race (Vargas, 2004). 

 Despite the lack of public discourse on racism, racial segregation is present in 

many Brazilian cities. This residential segregation was made possible through a 

combination of economics and racism in housing markets (Telles, 2006).  In São Paulo, 

high-density, the middle-class districts in the city center are predominantly white, and 

almost all of those districts have populations that are less than 16 percent nonwhite.  With 

the exception of five districts, the districts in the periphery around the city center are 

more than 16 percent nonwhite, with a maximum residential population that is 57 percent 

nonwhite.  The largest concentrations of nonwhites are in the first ring of the south-

southwest periphery. Figure 1.4 highlights this residential segregation in the city 

according to race. 

Figure 1.4  Residential Segregation by Race in the City of São Paulo 

 
Source: Telles, 2004. 
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The argument that residential segregation is due to class and socioeconomic status 

alone is disproved by data showing that moderate racial residential segregation occurs 

among persons of similar income in the five metropolitan areas (Telles, 2006: 198-208). 

This data indicates that self-segregation and racism might contribute to residential 

segregation, in addition to class. In nearly all cases, segregation also increased with 

income, demonstrating the greater importance of race in housing for the middle class than 

for the lower class.   

Racial segregation has important consequences for the development of the 

Brazilian Afro-descendant community and for its participation in Brazilian society.  

Similar to spatial mismatch in the United States, segregation tends to foster social 

exclusion through inequalities in access to labor and consumer markets that tend to be 

located in or near white and middle-class neighborhoods, as well as access to schools, 

hospitals, and police and fire protection. Psychologically, segregation limits exposure to 

middle-class role models, thereby further inhibiting mobility as opportunities for 

interracial and interclass interactions are constrained (Kilroy, 2007; Telles, 2006: 210-

11).  The location of favelas on the periphery makes it easy for the state to ignore the 

low-income Afro-descendant population that lives there.  The location, and resulting in 

the social exclusion of the poor and Afro-Brazilian residents of São Paulo, is not an 

accident and constitutes a form of spatial mismatch.  

Intersections between class and race in Brazil 
Brazilian socioeconomic structure is largely divided along racial lines: virtually 

all indicators of social conditions in Brazil show that nonwhites score well below whites.  
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Nonwhites, on average, have consistently earned less than half the incomes of white 

Brazilians since the 1970s.  Comparatively, Brazil’s racial gap is far greater than that of 

the United States, because Brazil’s nonwhite population is less likely to be in the middle 

class because of its general greater income inequality (Telles, 2006).   

Accessibility and other vulnerable populations 
Low-income and Afro-descendant populations are certainly not the only sectors of 

society who are vulnerable to spatial mismatch and social exlusion. Although this study 

does not specifically focus on these other vulnerable populations, their struggles are 

equally important and certainly worth mentioning here. Women, handicapped persons, 

and the elderly are all groups that experience barriers to accessibility in most urban 

spaces. These issues are certainly complex, and there is not space for a complete 

discussion here so some particular limitations to accessibility for these groups will be 

briefly highlighted. 

The exisiting literature on spatial mismatch and social exlusion points out that 

women suffer immensely from spatial inequalities and social exclusion (McCray & Brais, 

2007). Women, especially mothers who are the head of the household, tend to have more 

limitations to accessibility due to higher space-time constraints. According to the concept 

of space-time autonomy, an individual’s ability to reach activity sites does not entirely 

depend on the relative location of those places. The mobility, or ability to move to 

different activity sites, is an important factor in determining access as well (Hanson, 

2004). Women typically have higher levels of space-time constraints because of their 

household and employment responsibilities. Women who do not have access to a private 

vehicle experience even more constraints while using public transportation due to limited 
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routes, inconvenient transfers, long travel times, and safety issues (McCray & Brais, 

2007).  Women, who are the head of their household and live in the periferia of São 

Paulo, suffer from these accessibility challenges. 

Elderly and disabled populations often experience physical accessibility 

constraints. These two groups tend to have more limited mobility because their abilities 

to drive an automobile are impaired, and so they must rely on other forms of 

transportation. Like women who not have access to an automobile, the elderly and 

handicapped persons who use public transportation experience limitations on their 

accessibility to opportunity locations because of the limited routes, inconvenient 

transfers, long travel times, and safety issues. These groups also sometimes require 

special assistance, especially if their ability to stand or walk is impaired, and if public 

transportation is not equipped for these needs this can also increase their mobility and 

access constraints.   

Planning for Urban Transportation 
There is a symbiotic relationship between transportation and land-use (Hanson, 

2004). The location of a place within the transportation network determines its 

accessibility. Places that are located close to the network are more accessible than places 

that are far from the network. Accessibility affects the value of land; land that is more 

accessible will be more valuable, as land that is less accessible within the transportation 

network will be less valuable. Land value in turn determines land-use. So the 

transportation network shapes the land-use pattern in a city, and vice-versa. 

In the past, before planners understood the link between transportation and land 

use, the goal of transportation planning was to increase the mobility of individuals who 
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use the system. Now planners and policy makers use the relationship between 

transportation and land use, focusing on land-use planning in order to increase 

accessibility. By creating high-density urban neighborhoods, accessibility for residents 

increases without the need for increasing mobility (Hanson, 2004). Planning for land-use 

and planning for transportation are linked; we can see this in the fact that there is a 

transportation plan within every city’s long-range plan.   

 The purpose of transportation policy is to provide citizens with the benefits of 

transport services while also minimizing their costs, and so planning for transportation 

involves a balance of efficiency, effectiveness, and equity (Wachs, 2004). Transportation 

planning does not take place in a vacuum. The decisions made are highly political in that 

different people and interest groups often disagree about transportation issues and the 

definitions of efficiency, effectiveness and equity. An ideal transportation plan 

incorporates four intertwined perspectives: historiographical, societal, technological, and 

spatiality.  Each of these perspectives is important to the creation of a transportation 

network that is both comprehensive and sensitive to equity.  

The historiographical, or temporal, aspects of transport development and impact 

must be understood when planning solutions to transport problems, otherwise there can 

be a tendency to repeat past policy mistakes because few transport impact assessments 

were conducted. The societal, or sociological, perspective is necessary as the movement 

of people, goods, information, capital, and services forms the basic need for accessibility 

and mobility supply and demand mechanisms. Technology is important because 

technological innovations are the driving force in transportation infrastructure. Finally, 
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spatiality and incorporation of a spatial component into any transport policy or plan is 

crucial to successful outcome (Keeling, 2002).  

Most technical transportation models do not address access and equity in a 

transportation network because they do not examine enough data. Models that do require 

lots of data are difficult to use and complicated, and therefore hard for policymakers to 

comprehend (Baradaran, 2001; Beimborn, 1996; Kwan & Weber 2003). Ideal 

transportation plans should use a combination of newer technologies to model for 

accessibility and public input in order to address for equity within the transportation 

network.  

Assessing Equity 
Spatial inequalities in cities are often exacerbated by inequality in the 

transportation network and policies. In order to assess equity within a transportation 

network or policy, we must consider who gains accessibility and who loses it as a result 

of the way the network or policy is designed.  This means that we have to consider the 

degree to which individual travel patterns are the outcomes of choice or constraint 

(Hanson, 2004). Current travel demand models do not account for transportation 

inequalities; in fact, they tend to perpetuate these inequalities by forecasting future 

growth patterns based on existing patterns (Deka, 2004). The model will predict, for 

example, that low-income workers who live on the periphery of São Paulo and travel 

long distances to work will continue to do so. In order to properly evalute for 

transportation access and equity, planners and policy makers need to rethink the way they 

currently plan for transportation.  
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CONCLUSION 
The planning and development of the transportation system is an important aspect 

of the daily life in a large city like São Paulo. Transportation allows citizens access to 

certain opportunities, such as work, food, and entertainment. The lack of adequate 

transportation for citizens of São Paulo constitutes a denial of those opportunities, and 

furthers social and spatial inequality in the city. Spatial inequality in São Paulo becomes 

even more obvious now that periphery is growing faster than the city center. In São 

Paulo, the central region is losing population, while periphery is gaining (Recaman, 

2004). So the question of how São Paulo’s transportation planners will deal with this 

increase in commuters from the periphery when the current infrastructure does not 

adequately serve the transit needs of the city’s poor and lower income residents becomes 

increasingly more important.  

In order to understand the sociological dynamics of transport supply and demand 

in São Paulo, there will be a more detailed geographic analysis of the study area’s social 

structure. Every region in the city needs a basic spatially based transport plan or 

accessibility and mobility profile that government officials, citizens, business people, 

planners, and other interested parties can use to help create sustainable transport 

development policies. Examining the planning and development of the city is important 

to understand the spatial inequalities and gaps in transportation infrastructure. 
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CHAPTER 2: METHODS 

The inspiration for the study was the result of personal experience with limitations 

in São Paulo’s transportation network during time spent in the field for an undergraduate 

internship in 2006. PI previously spent two months living and working in the city of São 

Paulo in conjunction with a Catholic missionary organization called Maryknoll Lay 

Missioners and several Brazilian non-governmental organizations.  The PI therefore has 

ample knowledge of the politics and culture in the region, and has a number of 

preliminary contacts. 

 The methods used for this project include a combination of the analysis of the 

history of planning in São Paulo, spatial analysis of sociodemographic and travel data 

using Geographic Information Systems, and the categorization and interpretation of 

qualitative interviews conducted during field research in June 2010. These methods will 

be discussed in detail here. 

SPATIAL ANALYSIS 
This spatial analysis portion of the study required two main types of data: spatial 

data in the form of ArcGIS shapefiles, and demographic as well as origin/destination 

travel survey data in the form of Excel files.  The methodology was determined by the 

accessibility of the data; Brazilian spatial data proved difficult to obtain. Spatial data 

were obtained online from the Centro de Estudos da Metropole. Shapefiles for the 

districts in the São Paulo Metropolitan Region were obtained, as well as different 

shapefiles for the country of Brazil, but unfortunately these files were neither defined nor 

projected and did not contain any information within the metadata. The proper coordinate 
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system was eventually determined through a search of the CEM website and various PDF 

files associated with the data, and projected the data into UTM WGS 1984 23 S.  

Demographic and origin/destination travel survey from Companhia Metropolitano 

de São Paulo-Metrô were in excel table format, separating the city into both districts and 

zones (referenced by zone). This data is available online through the São Paulo Metrô 

website.  The data is from a survey conducted by the São Paulo Metro every 10 years, 

and the survey is quite extensive.  

 

In summary, the data used in this analysis were as follows: 

 -District Shapefiles for the Metropolitan Region of São Paulo 

 -Country Shapefiles for Brazil 

-Origin/Destination Survey Data located by District and Zone (specific tables 

used were Zones by number, Automobile ownership, Jobs per zone, Education 

attainment by zone, Income level distribution, Population, Average trip time, 

Total trips produced by zone, Trips on foot produced by zone, Trips on bicycle 

produced by zone, Trips on bus produced by zone, Trips on metro produced by 

zone, Number of families per zone, and Car driving/passenger trips produced by 

zone). 

DATA ANALYSIS 
The analysis process moves from larger scale maps of Brazil and the São Paulo 

Metropolitan Area to a smaller scale map of vulnerable districts in the city.  There were 

several over-arching initial steps to ensure consistency throughout the process:  
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• Projected all shapefiles into the common projection system (UTM-GCS 1984 

23S). 

• Created a master table with data from Tables 1-14 to be joined with the district 

shapefiles in ArcMap. This was done by referencing zone numbers with the 96 

districts and then summing the zone data for each district to create district level 

data. Here is the list of tables used: 

1. Zones by number  

2. Automobile ownership  

3. Number of Jobs per zone 

4. Education attainment by zone 

5. Income level distribution 

6. Population by gender 

7. Average trip time 

8. Total trips produced by zone 

9. Trips on foot produced by zone 

10. Trips on bicycle produced by zone 

11. Trips on bus produced by zone 

12. Trips on metro produced by zone 

13. Number of families per zone 

14. Car driving trips produced by zone 

 

• After creating OD2007MegaTable1, the table was joined with the Districts 

shapefile in ArcMap. 
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• Reference maps for São Paulo within Brazil, and the different districts in São 

Paulo were created using shapefiles and changing the symbology. 

• Demographics maps for population, income, education attainment and 

employment statistics were created by adding the districts shapefile that was 

joined to the OD2007MegaTable1, and symbolizing by quantities for each 

characteristic shown. 

• Travel analysis maps were created by adding the districts shapefile and 

symbolizing by quantities for each of the statistics to identify the districts with the 

highest density of travel produced by each mode. The same was done for density 

of people who do not own a car, Mobility Index, and average trip time for each 

mode. 

Vulnerability Analysis: 
In order to identify where the transportation network is most limited and in which 

districts people are most affected by mobility and accessibility issues in the city, a 

vulnerability analysis was conducted. 

• First, criteria for conducting the analysis were identified: 

o Average time for walking trips produced, because high walking 

times indicate people are traveling long distances with no other 

form of transportation. 
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o Density of walking trips produced, because a high density of 

walking trips likely indicates the population has to walk in order to 

reach their destination.2 

o Density of bus trips produced, because a high density of bus trips 

likely indicates the population is dependent on this form of 

transportation. 

o Density of automobile non-owners, because a high density of 

people with no car means they either cannot afford it or don’t need 

it, and so they definitely rely on other forms of transportation. 

o Mobility index, because the number of people traveling in the 

region likely indicates ease of movement. 

• Then, fields were created for each of the criteria in the districts Attribute 

Table and identified thresholds for each of the criteria: 

-Highest average walking trip times produced (threshold of 40 minutes 

and above) 

-Highest density of bus trips produced (threshold of 20% and above) 

-Highest density of walking trips produced (threshold of 25% and 

above) 

-Highest density of non-automobile owners (threshold of 40% and 

above) 

-Lowest mobility index (threshold of 2 and below) 

                                                
2 In this survey, walking trips are those in which the entire trip, from origin to destination, was on foot 
without being complemented by another form of transportation.  All walking trips motivated by work or 
school, independent of distance, and any walking trip which was longer than 500 meters, are considered 
walking trips.  
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• Next, raster files were created using “convert features from raster” tool for 

each of 5 criteria/features: Density of Walking Trips Produced, Mobility 

Index, Density of Bus Trips Produced, Density of Automobile Non-

owners, and Average Walk Time.  

• Then each raster was reclassified to ensure all files have same settings, 

values were reordered to fit the data, and the raster calculator was used to 

combine the values, giving different weights to each of the criteria as 

follows: 

-Density of Walking Trips per district=20%, medium importance 

-Mobility Index per district=30%, high importance 

-Density of Bus Trips per district=20%, medium importance 

-DensNoCar=20%, medium importance 

-AvgWalkTime=10%, lowest importance 

• Finally, the raster highlights the least accessible areas in the city, which 

are most vulnerable to social exclusion due to limitations in transportation 

network.  

FIELD STUDY 
Field study was designed to explore how low-income residents of São Paulo 

perceive and respond to the urban transportation network. This study is an exploratory, 

qualitative study. The researcher conducted brief travel surveys of members of the Zona 

Sul community as well as in-depth, voluntary interviews with a mix of employees of non-

government organizations, leaders of community associations, government officials, 

transportation planning officials, and members of several low-income communities in the 
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periphery of the city. Interviews were audio recorded whenever consented to by the 

interviewee. Approximately 20 interviews were conducted in total.   

Interviews with NGOs and government officials will provide an understanding of 

how transportation accessibility is perceived and handled on a national level; they will 

also provide an understanding of particularities of each of the low-income neighborhoods 

in São Paulo by allowing for a comparative analysis. Interviews with governmental 

officials in São Paulo show the extent to which the government acknowledges 

inequalities in the transportation infrastructure and any existing complaints from the 

communities in the studies. Transportation planning officials including, but not limited 

to, officials from SPTrans, transportation planners and educators in the planning field, 

have been interviewed for their in-depth and personal knowledge of the transportation 

infrastructure and usage; they have unique knowledge and understanding of the transit 

patterns as well as an understanding of transportation accessibility.   

NGO staff and leaders of community associations were interviewed to gain an 

understanding of perceptions of transportation accessibility, consciousness raising and 

education regarding rights and accessibility to jobs and opportunities in the city, and 

responses to inequality in the city.  They also play a key role in identifying community 

members to be interviewed and initiating contact with community members.  To the 

extent possible, the author also observed public meetings or other public events related to 

transportation accessibility and inequality. 
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Sources of participants  
This qualitative research study includes one-time, in-depth, open-ended question, 

individual interviews lasting on average 45 minutes. Potential participants within the 

national and local government, education, transportation planning and non-profit sectors 

were contacted by way of telephone and e-mail correspondence prior to the initiation of 

the field study to verify meeting and interview times.  Initial contact with these 

organizations was be made possible based on prior relationships with universities in São 

Paulo and non-governmental organizations (NGOs).  The age range of interviewees is 18-

65, and approximately 25 interviews were conducted. 

Community member interviews were initiated by NGOs who have personal 

relationships in the Zona Sul community.  For community member interviews, the criteria 

for participation included: 1) adult woman or man, 2) experience as a resident of a low-

income neighborhood, 3) voluntary acceptance to participate in the study.   Interviews 

with community members did not exclusively focus on transportation access, and were 

open-ended regarding the history of the community and the challenges it has faced.  A 

more open-ended interview helped to prevent an over-emphasis on issues of 

transportation access and inequality, and will help to provide a better understanding of 

how communities place the importance of transportation within their lives and other 

challenges they face.  

As the research was conducted in São Paulo, Brazil, all participants were 

Portuguese speaking. Due to fact that there are high levels of illiteracy in low-income 

neighborhoods in São Paulo, the documentation of written content was waived. In all 

cases, there was an oral explanation of the voluntary nature of participation and the 

distribution of a consent form and a contact form for all participants.  None of the 
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participants were vulnerable to coercion or undue influence, as there was no monetary 

incentive or other material benefit for participation. This is also true for government, 

education, transportation planning, and non-profit sector employees. The interviews at 

these levels were utilized to increase understanding of perceptions and reactions to 

transportation access and equality in the city. Human subject involvement took place 

during a research trip from June 4, 2010 through June 30, 2010.   

The research meets the requirements set forth in 45 CFR 46 Section 46.117 to 

waive documentation.  In all potential interviews, this research presented no more than a 

minimal risk and only involved procedures that do not require written consent when 

performed outside of a research setting. Documentation of consent was waived for 

community members in this project because of low levels of literacy and the frequent 

aversion to signing formal documents.  Due to a history of discrimination, many low-

income residents of São Paulo may be suspicious of signing formal papers written by an 

outsider to their community. Signing waivers may create unnecessary anxiety or fear in 

conducting interviews, and community members may perceive a greater potential risk in 

signing documents than in participating in an interview.  Because many NGOs and 

community association members may possess similar concerns, documentation of 

consent was also waived. 

A brief oral explanation of the voluntary nature of participation served best for 

potential participants. The oral explanation included issues of confidentiality and a 

description of the purpose and content of the study.  It was made clear that participation 

is completely voluntary, and that the community member had the ability skip questions or 

terminate the interview when desired.  In addition, a form was provided, in Portuguese, 
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detailing the voluntary nature of the interview, the general purpose of the research, and 

with the researcher’s contact information as well as the IRB’s contact information.   

After potential interviewees were contacted and agreed to participate in the study, 

the researcher personally conducted all of the interviews in Portuguese at locations 

comfortable and convenient for participants.  These locations included offices, the homes 

of participants, and other public spaces that provide an amply private setting.  

Community member interviews took place at community member homes or at the offices 

of NGOs.  Interviews with NGO officials or transportation planners were held in their 

offices or another location of their choosing.  In all interviews, the purpose of the study 

was introduced, the specific point of the interview, and what the interview would entail.  

The researcher discussed questions of risk, privacy, confidentiality, and gave subjects the 

opportunity to ask questions and provide them with a contact sheet for further questions 

or concerns. The researcher also requested that the interviews be audio recorded, 

reminded them of the length of our interviews at 45 minutes, and the ability to skip 

questions or terminate the interview at any point.  This amount of time was shortened 

upon request. 

All interviews were unstructured and open ended.  Questions were adjusted based 

upon the identity (i.e. organization type, position) and knowledge of informant, as well as 

the flow of the interview.  Sample questions for three categories of interviews: NGOs, 

transportation planning professionals, and community members are attached in Appendix 

B.  Please note that these are preliminary questions; not all questions would be asked in 

any given interview and some questions not presented here were asked.  
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For non-structured interviews with professionals, the researcher created sample 

interview questions (see Sample Interview A) to explore the following topics in the 

proposed project: I) Overall purpose of agency or organization & relation to spatial 

inequality, II) history & politics of transportation planning in São Paulo, III) 

understandings & perceptions of spatial inequality, IV) community responses to 

transportation access, V) questions of vulnerability or marginalization of Afro-Brazilians, 

VI) networking with other rights based movements or organizations.  These same 

questions will be asked of government officials when applicable. 

For interviews with transportation planning officials, PI created a second 

interview guide (see Sample Interview B): I) position of individual and role of 

office/agency, II) ridership trends and public transit access, and III) role of accessibility 

and equity in transportation planning and development. For non-structured interviews 

with community residents, PI has created an interview guide (see Sample Interview C) 

that will explore the following topics in the proposed project: I) personal history in 

community, II) history of community, III) daily life of community, IV) assets of and 

challenges faced by the community, and V) transportation access. 

The author has protected the privacy of participants by conducting interviews in a 

location of their choice where they felt comfortable and safe, made sure not to exceed the 

time limit established for all groups, and reminded respondents of their right to refuse to 

answer any question or withdraw from the study at any time. With regard to 

confidentiality, the researcher has assured all community member respondents of the use 

of pseudonyms in publications, reports, and conference presentations. The author only 

recorded first names, participant’s sex and age, and the name of the neighborhood in 
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which they live.  However, names have been used in other interviews unless it is 

requested by informant to use a pseudonym.  The choice to use a pseudonym will be 

made clear before the interview begins.  Finally, privacy and confidentiality for 

individuals in the government were not compromised, as no incriminating questions were 

asked of these participants. These interviews are solely for the purpose for gathering 

information that is available to the public.  

Interviews were audio recorded only at the informant’s approval.  If the interview 

was audio recorded, digital audio recordings were uploaded to a secure computer at the 

most immediate time possible after the interview and the original digital recording was 

erased.  Audio recordings and transcriptions were coded so that no personally identifying 

information is visible on the saved title.  The author had possession of the computer at all 

times, or it was kept in a secure, locked location.  Audio recordings were be transcribed 

into electronic format, and tapes were destroyed once the data is transcribed. Access to 

data was limited to the author and faculty sponsors. 

ANALYSIS OF INTERVIEWS 
Data analysis began informally during fieldwork as field notes, observations, and 

document notes were created in order to provide a descriptive record of the researcher’s 

findings before interviews were transcribed. The author then personally transcribed all 

audio-recorded interviews, as well as studied, classified, categorized and analyzed the 

data. It should be noted that this research was largely exploratory.  While the author has a 

number of contacts in the region, much of the time was spent building relationships and 

strengthening contacts for future research. After the interviews were transcribed, 
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individual interviews were examined for common categories, patterns, themes, and 

concepts in order to analyze and interpret the findings.  

The categorization, or the analytic process of sorting units of data with respect to 

the properties they have in common (Linglof & Taylor 2011), was done deductively 

according to the application of concepts from existing literature on transportation 

accessibility, social exclusion, race theory and spatial mismatch theory. These categories 

were then divided into two groups: quantitative responses and qualitative responses. 

Within the quantitative response group, there are eight categories: access, mobility, 

sociodemographics, employment, recreation, health services, education, race and 

mobility/access.  

For the purposes of this study, access is defined as the number of opportunities, 

also called “activity sites,” available within a certain distance of travel time. Mobility is 

defined as the ability to move between different activity sites. Sociodemographics are 

characteristics used to classify people for statistical purposes, such as age, race, or 

gender. Employment is defined as access to employment opportunities. Recreation is 

defined as the ability to access recreational opportunities. The Health services category is 

defined as discourse surrounding the ability to access health services. Education is 

defined as the ability to access educational opportunities. The race and mobility/access 

category involves anything pertaining to racism within the transportation system, where 

one’s race would limit one’s number of opportunities and ability to access those 

opportunities. 

Within the qualitative response group, there are five categories: view of the state, 

urban planning in the city and region, feelings of isolation, personal limitations with the 
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transportation network, and transportation challenges in the Zona Sul. For the purposes of 

this study, the view of the state category involves anything pertaining to the way residents 

or those who work in the region perceive the state or local government’s role or 

involvement in the region. The urban planning in the city/region category is defined by 

discourse surrounding urban planning in the city or more specifically urban planning 

focused on the region. The feelings of isolation category is defined as discourse 

surrounding the way people who live in the community feel with regards to the rest of the 

city: do they feel isolated within the city? The personal limitations within the 

transportation network category is defined as the discourse around how people 

personally feel with regards to the way they get around and move about within the 

transportation system in the city. The transportation challenges in the Zona Sul category 

is defined as more general discourse around the challenges that residents of the Zona Sul 

face with regards to transportation, and how transportation in the region could be 

improved. 

These categories were then used to analyze perceptions about each category, since 

there were a variety of responses depending on whether the speaker was simply a resident 

of the community or worked at a non-governmental organization in the community. 

Conclusions were made based on how the discussion in each category fit into the 

overarching theme of spatial mismatch in Brazil. These personal interviews provide 

insight into the lives of Zona Sul residents and the way they felt about accessibility, 

mobility, and the city’s transportation system; the observations from the community and 

those who work there are invaluable to this study. They put a personal face on the spatial 
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inequalities in São Paulo, one that is not visible through the historical and quantitative 

data.  
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CHAPTER 3: A HISTORICAL LOOK AT PLANNING AND 
DEVELOPMENT IN SÃO PAULO 

 

Illustration 3.1 Páteo do Colegio, where São Paulo began. 

 

Source: Photograph by Author. 

 

In order to understand the development of São Paulo’s transportation network, 

one must first know some general background information about the growth of the city.  

A group of Jesuit priests founded São Paulo in 1554, although it remained a small, 

provincial town until the middle of the 19th century.  The combination of large revenues 

from coffee exports, the centralization of the national shipping industry, and the 

replacement of slave labor with large numbers of immigrants during this time period 

turned São Paulo into the massive modern city that exists today. Immigration from Italy, 

Japan, and even Brazilians migrating south from the Northeastern part of Brazil caused 

the population to grow from 30,000 people in 1870 to 240,000 people in 1900.  This 

growth was accompanied by a large increase in territory claimed and adopted by the city 

as elites reserved large lots of land, and enormous numbers of poor people came to live in 
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run-down housing called cortiços in the city center.  São Paulo’s poor also settled on the 

outskirts of the city in what is called the periferia.  

Population Growth 
During the period between 1890-1920, the city of São Paulo grew rapidly from a 

mere 64,934 residents to a city of 579,033 residents. By 1940, the city of São Paulo had 

grown to 1,326,261 residents; the extremely high growth rate continued on through the 

1970s until the population of the city had reached 8,493,226 in 1980 (IBGE). Today, the 

population of the city of São Paulo is 11,244,369 (IBGE). The metropolitan area of São 

Paulo is one of the largest in the world, with an estimated population of more than 

nineteen million inhabitants. Throughout the course of the 20th and 21st centuries São 

Paulo’s various governments have struggled with ways to manage the massive population 

growth rates in the region. 

Planning during the 20th Century 
During the years of early industrialization, São Paulo’s progressive elites—

planners, economists, engineers, architects, public health specialists, sociologists, 

criminologists, psychologists, demographers, public administrators, and industrialists—

came together to promote the “rational organization” of production, labor, and urban 

space in the city.  This group believed that São Paulo had fallen into a state of chaos and 

degradation: they, in turn, advocated for the “scientific management” of the city.  This 

group of elites founded institutes, formed task forces, sponsored research, publications, 

and conferences, and formulated legislative initiatives and public policy in order to 

promote their concept of scientific social management. They founded IDORT (the 

Institute for the Rational Organization of Labor) in 1931, under the leadership of Roberto 
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Simonsen.  These “planning experts” proposed a new pattern of segregation for the city: 

the working classes would relocate to the periphery of the city, while the wealthier 

classes remained in a remodeled center (Holston 2008: 159).  

These urban planners simply expanded upon the principles of the master plan for 

São Paulo that the municipal government, under the direction of engineer Francisco 

Prestes Maia, had already adopted: o Plano de Avenidas, or the Plan of the Avenues.  The 

Plan of the Avenues was an ambitious government intervention to reshape São Paulo.  

This plan was to transform the city’s condensed model of growth to a more dispersed 

model by radiating a set of large avenues from the center to the hinterlands of the city. 

This famous municipal government action led to the transformation of the pattern of 

segregation in São Paulo, and embodied a shift in the conception of state intervention in 

urban planning.  The series of large avenues proposed by the plan would radiate from 

Praça de Sé, in the center of the city, out into the hills of the periphery. The Plan of the 

Avenues required the demolition and redevelopment of the downtown area, adopting a 

sort of slum clearance policy as the government constructed grand avenues through 

existing working class neighborhoods and drove the residents out of the center. The Plan 

of the Avenues, as well as the actions of IDORT and the São Paulo municipal government 

during the 1930’s, are perfect examples of state-led discrimination. 

Considerable demolition and remodeling of the downtown area was occurring 

during this period of time, in accordance with the Plan of the Avenues.  The construction 

in São Paulo’s downtown renewed and enlarged the commercial zone, stimulating real-

estate speculation, and ultimately increasing rent in the area so that the working classes 

could no longer afford to live there and were forced to leave. The poor moved outside the 
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city where land was less expensive, and where there was less enforcement of regulations 

regarding building and planning.  State-funded planning and development was focused on 

the wealthier parts of the city, while the expansion of the periferia was left to private 

owners who exhibited little respect for building codes or planning norms. The working 

classes could easily find inexpensive land on which to build their houses in the periphery.  

São Paulo’s poor and rich now lived apart: distance, economic growth, and political 

repression allowed for this separation (Caldeira 2000: 219-23). 

Socioeconomic Stratification 
In the past, São Paulo’s elite class was able to keep political control of the city 

through coffee money, growing industrialization, and groups of ambitious speculators 

that helped attract investors who, along with local property owners, continued to open 

lots that were exclusive to the elite class. As previously mentioned, the elites of São 

Paulo settled in the city center, while the working class settled in cortiços and the 

periferia. Wealthy neighborhoods enforced strict housing laws and imposed high rent that 

made it difficult for the working classes to live in these locations.  This forced the 

working class to the outskirts of the city where they could afford to buy land and build 

their own houses. 

The areas outside the city that were taken over by the poor were characterized by 

lack of enforcement over rules and regulations regarding building and development. The 

coffee elites made it a priority to urbanize the center of the city and the “noble 

neighborhoods,” through a hegemonic process with the objective to establish urban 

centrality as the dominant element in the political, social, and economic life of the region 

(Campos, 2000).  By the late 1870s, and especially after slavery was abolished in 1888, 
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segregation emerged as a structural element in the city.  The creation of wealthy 

neighborhoods was accompanied by laws demanding that houses built in those areas had 

to be set back from the street and surrounded by gardens.  These laws defined the ways of 

building in the elite neighborhoods and are characteristic of urban legislation in the city 

of São Paulo.  The laws existed in order to guarantee the space of the elites. Rules and 

regulations in the rural areas around the city and the periphery, where many of the poor 

were moving, were rarely enforced (Caldeira, 2000). 

Caldeira interviewed members of São Paulo’s upper and middle classes about 

crime, and through the discourse used by many of those interviewed one notices that 

crime is linked to poverty.  She theorizes that the upper and middle class self-seclude 

themselves from the lower classes because of their fear of crime (Caldeira 2000: 30-40).  

Certainly fear of crime has contributed to class segregation in São Paulo, and the fact that 

members of social classes have little interaction helps to reinforce this fear of the “other.”  

Socioeconomic stratification is only one of the pieces of São Paulo’s segregation puzzle, 

however: racial relations also play a significant role in socio-demographic distribution in 

the city, and subsequent access to transportation and opportunities in the city center, as 

mentioned in Chapter 1.  

In São Paulo, the elites have manipulated the government in order to control the 

planning process. The periferia was largely ignored except for its role in the economic 

engine of the city: the workers of the periferia provide cheap labor, as there are a large 

number of people working at minimum wage. The following section about the history of 

transportation in the city will examine the ways the elite shaped the transportation system 

in São Paulo in order to allow the city to function economically through access to cheap 
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labor while excluding workers from access to other opportunites available in the city 

center. 

History of Transportation in São Paulo 
The history of the transportation network in São Paulo, as in any city, is closely 

linked to the history of land-use planning and development.  Planning, development, and 

chaotic growth in São Paulo have shaped the city’s public transportation system.  In the 

1930s, the elite class controlled the planning and development of the city streets in order 

to drive the poor out of the downtown area and into the periferia.  Public transportation 

development was used as form of elite social control in the case of the planning of the 

São Paulo’s bus system.  The main form of transportation for residents of the periferia is 

the bus system, which developed so that the poor could live further from, yet still access, 

the city center.  The bus system expanded rapidly along with the concentric growth of the 

periferia as more working class people arrived.  The development of the public 

transportation system has allowed the elite to retreat from public spaces by keeping the 

poor and middle class at a distance.  Members of the elite class have used their political 

power to plan these systems and direct the lower social classes away from areas used by 

the elite. The self-segregation of the elite class has had an important impact on the 

development and planning of the public transportation process. 

In 1865, the first public transit service in São Paulo began, operated by Tiburis. 

This service consisted of vehicles with two wheels pushed by animals, typically a horse 

or a donkey. By 1872, São Paulo had grown to 50,000 inhabitants and a donkey-powered 

streetcar system was in operation. On May 7, 1900, São Paulo Tramway Light and Power 

Co. Ltd. inaugurated the first electric streetcars in the city between Largo São Bento and 
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Alameda Barão de Limeira (São Paulo Transportation Museum). The construction of this 

line is visible in Image 3.2. It is important to note that Light and Power only invested in 

the profitable streetcar routes, which happened to be those located in the central part of 

the city. 

Illustration 3.2 Building the Central Streetcar Line to Barra Funda, 1900 

 
 Source: Transportation Museum of São Paulo 

 

The face of transportation in São Paulo changed dramatically in 1911 when the 

Grassi brothers mounted the first Brazilian-made bus in São Paulo.  The bus was able to 

range freely over the city’s streets, and was able to reach the workers who were living in 

the periferia and bring them to work in the city center. Access to work and the mobility 

of workers was improved with this new form of transportation, and was improved even 

more after WWI when jardineiras, small gas-powered buses, began to appear in Brazil. 

Gas was less expensive than electricity at the time, and the US started exporting these 

small buses with gas-powered motors. In 1924, the first Brazilian bus is manufactured on 

assembly line, and this new technology made buses more available in Brazilian cities. 

The Prestes Maia administration strategically decided not to invest more money in the 

Light & Power Trolley Co. at this time, because they viewed the trolley system as 
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confining city growth with expensive and outdated installations (Deaecto 2001: 16). The 

trolley system was expanding too slowly to permit daily commuting for workers between 

the periferia and the center they were working.  The Plano de Avenidas inaugurated a bus 

system whose vehicles would be able to range freely along the new avenues and negotiate 

the dirt roads and rolling hills of the periferia where the asphalt ended. This alteration of 

public transportation, from trolley system to bus system, was crucial to the development 

and expansion of the periferia.  Until the 1930s, the outward expansion of São Paulo was 

slow because it followed the development of the suburban commuter rail lines.  After the 

1930s, however, it expanded rapidly along with the bus system (Holston 2008: 159-162).   

In 1942, A transportation specialist from IDORT was quoted as saying that their 

proposed pattern of segregation is natural because the middle and upper classes have: “an 

intense social life [that] is incompatible with living far from the centers of urban life 

because the problem of transportation makes coming to the center two, three, or more 

times a day impossible,” (Holston 2008:160). Members of the lower class, apparently, 

lacked the sort of ‘urban social life’ possessed by the middle and upper class citizens of 

São Paulo.  The place of the poor would have to be the perifería, where there was no 

transportation infrastructure. This transportation specialist recommended revitalizing the 

suburban rail lines and clustering worker housing around the stations.  He claimed that 

once the center was free of the poor, it could be redeveloped with condominium 

apartment buildings for the middle class, while members of the wealthy class would 

remain in their mansions (Holston 2008: 160).   

In 1947, the mayor of São Paulo funds the Companhia Municipal de Transporte 

Coletivo (CMTC), that takes over the Light and Power Company street car service and 
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other private bus services, with the vision of deterring a monopoly of public transit in the 

city. The last street car trip in the city happened in 1968. In 1974, São Paulo inaugurates 

the North-South line of the metro, which is later integrated with the bus and the rail 

system of the suburbs. In 1977, a municipal decree divides São Paulo into 23 areas that 

will be attended by different private bus companies, contracted by CMTC. The CMTC 

continues to control the circular lines and the ones that intersect. The CMTC introduces 

padrón model of bus in 1982. The padrón has a higher capacity and incorporates more 

advanced technology, and is Brazilian-made. The next year, 1983, São Paulo’s bus 

network becomes integrated with the rail network. 

Transportation in São Paulo today depends mostly upon roads, with buses for the 

working classes and automobiles for the upper and middle classes. The subway and train 

system are also popular forms of transportation, however they only service areas in the 

city center.  São Paulo’s roads are characterized by heavy traffic, resulting in a long time 

to travel a short distance through the city. This, along with the fear of crime, has 

frustrated the upper class. The super rich have used these excuses to retreat from the city 

streets, and have taken to São Paulo’s skies by adopting helicopters as their preferred 

mode of transportation.   

The bus system quickly overtook the monopoly of the trolley system owned by 

the São Paulo Tramway Light & Power Co.  Buses required less infrastructure 

development and were more flexible as a system of transport because they were able to 

move along the unpaved streets and access neighborhoods far from the city center.  

Trolley transportation was ended in 1968, after the success of the bus system brought 

trolley usage down from 52.2 percent of all commuter trips on public transportation in 
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1948 to 2.4 percent of the total in 1966. The main agent of the expansion of bus services 

was not the government, but private entrepreneurs, most of them real-estate speculators 

who were interested in the profitability of cheap land for workers in the periferia. The 

system was irregular because it was designed to serve real-estate interests rather than 

residents.  The bus system allowed for the sale of lots in more remote areas, but created a 

strange type of urban space where occupied and vacant areas are distributed randomly 

throughout the region.  There was no plan of development: the areas that were occupied 

were those in which speculators decided to invest (Caldeira, 2000: 220). 

Illustration 3.3 Buses Running along Consolação Avenue 

 
Source: photograph by author 
 

Today, the bus system in São Paulo is made up of about 17,000 buses and all of 

them are registered with the municipal government (SPTrans).  There are no informal 

“mini-buses,” and all of the buses are tracked by GPS technology.  The bus terminal at 

Tietê is the second largest bus terminal in the world. The buses are one of the only forms 

of public transportation that can access the unpaved roads of the periphery, thus they are 

used most by the poor and working class who live in this area of the city.  Most of the 

people who live in the periferia live there because it is the only place they can afford to 
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live near the city: traveling by bus is one of their only forms of public transportation. The 

periferia of the city extends far from the city, however, so entering the city by bus is 

neither fast nor easy.  The lack of public transportation on the periferia not only limits the 

mobility of the working class population but also limits their access to opportunities that 

exist in the city center such as employment, health services, entertainment, and public 

spaces.  The lack of efficient public transportation to the periferia serves to isolate the 

poor from the rest of São Paulo society. 

Illustration 3.4 Passengers entering the metro during peak hours, Consolação Station 

 
Source: photograph by author 
 

The subway system, combined with the rail system, is another of the most popular 

forms of public transportation in the city of São Paulo. The subway really only services 

the urban center: the system is lacking in comprehensive coverage for all zones of the 

city. The Companhia do Metropolitano de São Paulo (Metrô), which operates the subway 

today, was founded on April 24, 1968.  The first train trip occurred along the North-South 

lines in 1972, and the subway began operating on September 14, 1974.   There are 38.3 

miles of track, distributed into four lines that link 55 stations.  The system runs daily from 



 49 

4:40 AM until 12pm, including holidays, and transports about three million passengers 

each day. 

Illustration 3.5 Busy metro during peak hours, Consolação Station on the green line 

 
Source: photograph by author 

 

The subway system in São Paulo does not extend to all regions of the city.  The 

system reaches Avenida Paulista, many middle class neighborhoods, and the places 

where middle class people work in the urban center, but does not extend into all of the 

peripheral regions in the city (Stevens, 2005).  The system is currently under expansion. 

The Lilac line was opened in 2002, and is not yet connected to the rest of the network via 

rail, although buses currently run between the stations in order to complete that 

connection. The subway is also connected to the train network, which is run by the 

Companhia Paulista de Trens Metropolitanos (CPTM). Between these two modes, there 

is an extensive rail network that covers much of the São Paulo Metropolitan Region. 

Transportation policies in São Paulo 
In São Paulo, the major problem with the public transportation system is that it is 

linked to the free market. Different regions of the city are more productive, and so in the 

“less productive” regions, like the peripheral districts, basic necessities of the individual 
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such as school, health, and recreation get left aside. Federal policies such as vale 

transporte (a policy that subsidizes portions of a work trips on public transportation) 

prioritizes public transport in certain regions through distributing the frequency of the bus 

schedule to match work hours because of the fare subsidies occurring during work hours, 

in order to guarantee the presence of the worker in commercial and industry jobs. This 

policy of developing a public transportation system around the free market has 

accentuated inequalities in access in São Paulo; “access” has turned into access to work, 

not necessarily the availability of public services, such as health and recreation. 

Therefore, accessibility to the transit system is a factor that reinforces social inequality, 

because the populations with the lowest income are those with the lowest accessibility 

within the transit system (Cardoso, 2008). Residents of the peripheral regions of São 

Paulo have subsidized commutes to work in the city center, but are not able to easily 

access good quality health care, education, recreation and cultural opportunities that are 

also located in the city center.   

CONCLUSION 
São Paulo experienced extreme population increases during the 20th century. 

During the 19th Century, and until 1930, the city developed to fulfill the needs of the 

coffee elite. As more people migrated to São Paulo, the periphery of the city expanded 

rather chaotically.  The elites maintained control of the most desirable living areas, such 

as the urban center, and transport evolved to suit their needs and interests as well as the 

economic engine of the city. The poor were expelled from the city into the peripheral and 

rural areas as a result of this process of urbanization. The city’s transportation 

infrastructure evolved to this pattern of development: the bus transport system evolved to 
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fit the location of favelas on the periferia, transporting them to work in the central part of 

the city.  The municipal government, led by São Paulo’s elite planners and developers, 

used the transportation network in order to restrict the access that poor, afro-descendant 

Brazilians had to the opportunities available to them in the downtown city center, thus 

denying accessibility and mobility to this group.  

The vulnerable populations who reside in the periphery of the city do not have 

adequate transport access.  The time it takes to enter the city by bus is lengthy, and 

although buses are an inexpensive form of transportation they actually constitute the main 

form of transportation available to residents of the periferia. There is a need in São Paulo 

to formulate spatially driven policies that link the city’s peoples, places, resources, and 

opportunities with integrated, multimodal transportation networks.  The planning and 

implementation of an extensive public transportation that integrates all sectors of paulista 

society is one step to overcoming the cycle of spatial and social inequality in São Paulo.  

A fully integrated public transportation system will increase interaction between people 

of all classes, races, and backgrounds.  There are many reasons why São Paulo has not 

met this framework of public transportation before now, and a few of which have been 

highlighted this chapter. The following chapters that focus on specific neighborhoods in 

the city will delve deeper into these issues.  
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CHAPTER 4: LOCATING THE MOST VULNERABLE USERS OF 
THE TRANSPORTATION NETWORK THROUGH SPATIAL 

ANALYSIS 

 

The spatial analysis process in this section moves from larger scale maps of Brazil 

and the São Paulo Metropolitan Area to a smaller scale map of vulnerable districts in the 

city.  First, reference maps were created for São Paulo within Brazil, displaying the 

different districts in São Paulo using shapefiles and changing the symbology. Next, 

demographics maps for population, income, education attainment and employment 

statistics were created. Finally, travel analysis maps were created by symbolizing 

quantities for each of the statistics to clearly identify the districts with the highest density 

of travel produced by each mode. The same process was also done for density of people 

who do not own a car, Mobility Index, and average trip time for each mode. 

In order to identify where the transportation network is most limited and in which 

districts people are most affected by mobility and accessibility issues in the city, a 

conducted a vulnerability analysis has been conducted. The criteria used were average 

time for walking trips produced, because high walking times indicate people are traveling 

long distances with no other form of transportation; density of walking trips produced, 

because a high density of walking trips likely indicates the population has to walk in 

order to reach their destination3; density of bus trips produced, because a high density of 

bus trips likely indicates the population is dependent on this form of transportation; 

density of automobile non-owners, because a high density of people with no car means 
                                                
3 Note: In this survey, walking trips are those in which the entire trip, from origin to destination, was on 
foot without being complemented by another form of transportation.  All walking trips motivated by work 
or school, independent of distance, and any walking trip which was longer than 500 meters, are considered 
walking trips.  
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they either cannot afford it or do not need it, and so they definitely rely on other forms of 

transportation; and mobility index, because the number of people traveling in the region 

likely indicates ease of movement.  

 

Map 4.1  Population Statistics 
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Map 4.2 Income Distribution 
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Map 4.3 Education Attainment Levels 
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Map 4.4 Employment Statistics 
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Map 4.5 Non-Motorized Trips 
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Map 4.6 Public Transit Trips 
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Map 4.7 Automobile Trips 
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Map 4.8 Mobility and Auto Ownership 
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Map 4.9 Motorized Travel Times 
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Map 4.10 Non-Motorized Travel Times 
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Map 4.11 Vulnerable Districts Map: districts that are vulnerable to low 
transportation accessibility and spatial mismatch 
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ANALYSIS AND CONCLUSIONS 
Specific interpretation, analysis and conclusions of the maps are organized below by 

series. 

Series A: Demographic Analysis Maps 
Map 4.1  “Population Statistics Map” shows both the range of total population per district 

in 2007, as well as the population density for each district in 2007.  When comparing 

these two maps, we can see that the greatest density of population is concentrated in a 

couple of districts in the city center, but most of the districts with higher population 

densities are located in the periphery of the city. 

Map 4.2  “Income Level Distribution Map” shows the range of people making minimum 

wage, at 760 reais per month, and below, as well as the range of people making 5700 

reais per month and above. A comparison of the two maps shows that the districts in the 

city are definitely segregated by income-level, as there is little overlap between the two 

maps. Most of the highest income earners are concentrated in the districts in the city 

center, and most of the lowest income population is concentrated in districts on the 

periphery of the city. 

Map 4.3 “Education Attainment Map” shows the range of people who are illiterate of the 

total population in each district, as well as the range of people who have completed 

higher education in each district. When comparing these two maps, we can see that most 

of the illiterate population in the city is concentrated on the periphery of the city, while 

most of the highly educated are living in districts near the city center; the two do not 

overlap much. So the city is also segregated by education attainment.  
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 Map 4.4 “Employment Statistics Map” shows both the number of jobs in each district 

and the number of jobs per person in each district. The number of jobs is highest in the 

city center, as is the number of jobs per capita. The number of jobs per capita is below 

one in almost all of the districts of the periphery, which proves that the metropolitan area 

of São Paulo is characterized by spatial mismatch. Residents of the periphery have no 

choice but to commute every day to work in the city center, because that is where the jobs 

are located. 

 

Series B:  Travel Data Analysis Maps 
Map 4.5 “Non-Motorized Trips Produced Map” contains two maps: the density of 

walking trips produced per district, and the density of bicycle trips produced per district. 

The density of walking trips produced shows that districts with the highest number of 

walking trips produced are located on the periphery of the city, while many of the 

districts in the city center have very few walking trips produced. The density of bicycle 

trips produced shows scattered densities of bicycle trips throughout the city, although 

none of the densities are very high. 

Map 4.6 “Public Transit Trips Produced Map” contains two maps as well: density of bus 

trips produced, and density of metro trips produced. The districts with the highest density 

of bus trips are those on the western side of São Paulo, specifically in the southwest. The 

districts with the highest metro trips produced are consistent with the metro network: 

highest in the center-most districts and to the eastern side of the metropolitan area. The 

lack of metro network on the western side of the city means that those who take public 

transit will take the bus, and this explains the difference between the two maps.  
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Map 4.7 “Automobile Trips Produced Map” contains a map of the density of car driver 

trips and a map of the density of car passenger trips. The map of car driver trips shows 

that districts in the most extreme regions of the periphery have the lowest density of car 

driving trips; the density increases as the districts get closer to the city center and then 

decreases again in the city center where parking is expensive and the public transit 

network is most extensive. People do not need to drive a car in the city center, so the 

density of car driver trips is lower there. The density of car passenger trips is similar to 

the car driver density map, with an even more extreme drop of car passenger trips in the 

districts of the inner-city center. 

Map 4.8 “Mobility Index and Auto Owners Map” contains maps of the mobility index by 

district and a map of the density of families that do not own a car by district. Mobility 

index is calculated by dividing the total number of trips per district by the total 

population per district. From the mobility index map, we see that almost all of the 

districts on the periphery have a mobility index that is lower than 2 daily trips per person. 

The mobility index increases as the districts near the city center. Mobility index indicates 

the ease with which people move about the city in each district; it might be limited by 

any number of factors, such as income level, car ownership, the public transit network, 

the street network, or even age.  The automobile owners map shows that the districts with 

the highest density of families that do not own a car are concentrated both in the 

periphery regions and in the inner-city center. As previously stated, those living in the 

inner-city center do not need a car because they have access to the most extensive parts of 

the public transit network and this could explain this high density of families with no car, 

since that region of the city has some of the highest income population. In the periphery, 
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car ownership more likely corresponds with income level, so those who do not have a car 

cannot afford one and their mobility and accessibility to the city is therefore more 

limited. 

Map 4.9 “Motorized Travel Times Map” contains two maps: a map of average trip time 

on public transit4 by district produced, and a map of average trip time on private 

transportation5 by district produced.  The average time spent on public transit is highest 

in the districts closest to the city center, and gets lower as the districts get further from the 

city center.  The average time spent in private transportation is also highest in the districts 

closest to the city center, and decreases as the districts get further from the city center. 

This data contradicts the hypothesis that those living on the periphery experience the 

longest trip times on any mode of transportation. This difference from the expected 

findings can be explained by the fact the data was organized by the zone of origin, rather 

than the zone of residence. People who work in the city center and live in the periphery 

might be experiencing these long trip times as they are leaving the highly congested city 

center during the evening rush hour; just because the trip was produced in the city center 

does not mean that the trip was taken by a resident of the city center.  

Map 4.10 “Non-Motorized Travel Times Map” contains two maps: average walking trip 

time by district produced, and average bicycle trip time by district produced. Both maps 

show varied average trip times by district throughout the city. Average walking trip times 

seem to be highest in the districts in the central and southern region of the city, although 

further analysis of different parcels in each zone is necessary to determine patterns in 

both walking and bicycle travel.  
                                                
4 Metro, train, bus, chartered bus, school busy, and microbus are all considered modes of public 
transportation. 
5 Car driver, car passenger, taxi, and motorcycle are all considered modes of private transportation. 
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Map 4.11 “Vulnerable Districts Map” shows that residents of districts Campo Limpo, 

Capão Redondo, Jardim Ângela, and Brasilândia experience more limited spatial 

mobility, according to all of the criteria used to determine social exclusion according to 

transportation limitations, than residents of zones in the city center.  This proves that 

residents of the Zona Sul of São Paulo are more vulnerable to transportation mobility and 

experience more limited transportation access than residents in most other districts in the 

city. 

CAVEATS 
These maps are based on data collected through the Origin/Destination survey conducted 

by the Sao Paulo Metro in 2007; shapefiles were collected from Centro de Estudos da 

Metropole and are based on district level data. The sum of the zones in each district were 

calculated to find the corresponding data for each district from O/D 2007 study, and the 

data is not as detailed as it could be.  The sample size of the Origin Destination study is 

30,000 out of 19 million people. Surveyors came to homes of chosen households with a 

5-page survey and asked them to answer questions. The survey data is superficial, rather 

than descriptive, and does not tell the whole story behind the numbers; furthermore, the 

spatial analysis of the data is on a superficial level, and the reasons and transportation 

choices behind what data are unknown.  

CONCLUSIONS 
This analysis is merely an interpretation of the findings. A more qualitative description of 

transportation limitations faced by residents of the Zona Sul will take place in the 

following chapters. An interesting note is that the vulnerability assessment findings also 

correspond with Figure 1.4, the map of racial segregation in the city: most of the 
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vulnerable districts identified are also districts where the majority of the population is 

people of color. The literature on race in Brazil and spatial mismatch indicates that this is 

not a coincidence. The rest of this study will focus on the Zona Sul. Maps and plans of 

the transportation network of the Zona Sul, personal interviews with transportation 

planning officials, and personal interviews with people who live and work in the Zona 

Sul will supplement the quantitative information displayed in this spatial analysis.  
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CHAPTER 5: THE OFFICIAL STORY OF THE ZONA SUL 

 

This chapter focuses on the official history of the Zona Sul: information about the 

region from municipal websites, maps of the Strategic Regional Transportation Plans, 

and personal interviews with transportation planning officials. This information from the 

municipal government of São Paulo will provide background for the discussion and 

analysis of the personal interviews with Zona Sul residents and NGO staff who work in 

the region.  

 

Illustration 5.1 Metro Capão Redondo 

 
Source: photograph by author 
  

Campo Limpo is one of the districts in the Zona Sul region of the city of São 

Paulo. The region is made up of 5 subprefeituras: Capela do Socorro, Cidade Ademar, 

Campo Limpo, Parelheiros, and M’Boi Mirim. This study focuses on the two 

southwestern subprefeituras of Campo Limpo and M’Boi Mirim, because these were the 

regions identified as most vulnerable to limitations in transportation access and mobility 

through the spatial analysis study. Included in these subprefeituras are the districts of 

Jardim São Luís and Jardim Ângela in M’Boi Mirim and Campo Limpo, Capão Redondo, 
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and Vila Andrade in Campo Limpo. These districts began as settlements on the periphery 

of the city, and today they continue to grow in population as more residents settle there: 

today, the residential population is over two million. This increase in population can be 

seen in Table 5.1, while Map 5.1 shows the population density in the city by district in 

2000, with a specific focus on the districts in the Zona Sul.  

 

Table 5.1  Population Demographics by District 

 

Subprefeituras Districts 
Area  
(Sq km) Pop 1996 Pop 2000 Pop 2008 

Campo Limpo Campo Limpo 12.51 176,823 191,239 213,197 
Campo Limpo Capão Redondo 13.85 218,788 240,353 270,826 
Campo Limpo Vila Andrade 10.31 57,702 73,293 94,834 
 Total 36.67 453,313 504,885 578,857 
M'Boi Mirim Jardim Ângela 37.05 213,335 245,125 284,643 
M'Boi Mirim Jardim São Luís 25.69 223,343 238,858 259,803 
 Total 62.74 436,678 483,983 544,446 
Total  99.41 889,991 988,868 2,246,606 

Source: IBGE 
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Map 5.1 Population of Zona Sul 

 
The area that is now Campo Limpo became connected to the city electricity in 

1958. The first bus route to circulate in the district of Campo Limpo was inaugurated in 

1963, although the first roads in the district were not paved until 1968. On March 1, 

1973, the Regional Administration of Campo Limpo was installed, which later became 

the Subprefeitura of Campo Limpo and was in charge of the three districts of Campo 

Limpo, Capão Redondo, and Vila Andrade (São Paulo minha cidade, “Bairros: Campo 

Limpo”). The civil society in Campo Limpo is active; citizens push for the changes they 

want to see in their region, and community participation is prevalent (Prefeitura de São 

Paulo, “Communidade empurra crescimento no Campo Limpo”).  
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The history of M’Boi Mirim, Jardim Ângela and Jardim São Luís is directly 

linked to the development of the Santo Amaro district. The area was first occupied in 

1607, when the Engenho de Nossa Senhora da Assunção de Ibirapuera and the first iron 

extraction mine in South America were installed next to the indigenous reservation of 

M’Boi Mirim (which means “river of the small snakes” in the indigenous language of the 

Guaianases). Iron was mined in the region for about twenty years, and afterwards the area 

and the indigenous reservation were forgotten for about two hundred years. The area was 

colonized by German immigrants in the early 1800s and became a city, as well as a major 

exporter of farmed goods and building materials to the city of São Paulo. A streetcar 

network that was inaugurated in 1886 facilitated this trade relationship between the two 

cities (São Paulo minha cidade, “Bairros: M’Boi Mirim”). 

 The São Paulo Tramway, Light, and Power Company created a dam on the 

Guarapiranga River at the beginning of the 20th century, flooding part of the region with 

water. The area then became known as the “Riviera Paulista,” because people would 

come to fish and practice aquatic sports. When the Congonhas Airport was opened in 

1934, Santo Amaro became part of São Paulo.  Then the area began to change, gradually, 

in the 1950s as the large farms and plantations were divided into lots and sold. As the 

process of industrialization took hold of the city, Brazilian migrants bought these lots and 

came to live in the region to work in the factories.  The population in São Paulo began to 

rise rapidly in the 1960s, and the residential occupation of the land became more 

disorganized and informal, even in the environmentally protected areas of the springs 

region (São Paulo minha cidade: “Bairros: M’Boi Mirim). 
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Planning and Development of Urban infrastructure: Plano Diretor 
 This section focuses mainly on the public transportation infrastructure and 

regional plans. Prestes Maia’s Plan of the Avenues both ignored the periphery and 

created the policies that led to its expansion. The Avenues Plan ignored the periphery by 

not laying out explicit goals and plans for the development of the peripheral lands, yet the 

plan allowed for the expansion of the periferia through the use of avenues to decentralize 

the city.  The plan also lacked provisions to maintain affordable housing for the poor in 

the central city, and many of the rules and zoning regulations outlined in the plan actually 

served to force São Paulo’s poor out of the city center and into the periphery.  

The role of the municipal government in the Subprefeituras of Campo Limpo and 

M’Boi Mirim has been varied throughout the region’s existence, but today each 

subprefeitura has plans for different aspects of the infrastructure according to the Plano 

Diretor.  Each regional plan outlines goals for environmental protection, street network 

improvements, public transportation, and spaces for public use. There are also maps of 

current land occupation and lots and plans for zoning (Prefeitura de São Paulo, Plano 

Estratégico Regional). 

Regional Strategic Plans for the Street Network: Campo Limpo 
The strategic plans for the street network in each subprefeitura are outlined in the 

Plano Diretor. The regional street plans for Campo Limpo establish goals for 2006 and 

2012. The plans for the street network in Campo Limpo are extensive, calling for 

improvements in street connections, transpositions, opening of new roads, improvements 

to the existing street network, and the enlargement of streets. The plan specifically calls 

for four new street connections, two transpositions: a new viaduct over Pinheiros river, 

and a level passage linking two existing streets, the opening of nine new roads, the 
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improvement to the existing street network on nine streets, and the enlargement of 

seventeen streets.6 Map 5.2 shows the overall street network plan for the region.  

Map 5.2   Regional Strategic Plan for Street Network in Campo Limpo 

 

Source: Regional Strategic Plan for Campo Limpo, Prefeitura de São Paulo 

                                                
6 Note: the Regional Strategic Plans are available online in their entirety at the Prefeitura de São Paulo’s 
website at http://www.prefeitura.sp.gov.br/cidade/secretarias/desenvolvimento_urbano/legislacao/ 
planos_regionais/index.php?p=1760 
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 Map 5.3 shows some specific aspects of the Campo Limpo plan in greater detail. 

The goals for improvements in the street network are primarily focused on improving 

main avenues and arterials in the region; the smaller local streets are mostly remaining as 

they are with some new local streets. There are plans for a ciclovia in the region, although 

curiously it does not seem to be connected to the existing network of streets. The streets 

in red are designated as streets to be improved in 2006, while the streets in pink as 

designated as streets to be improved in 2012. Streets with a dashed line are new streets, to 

be completed by the year that corresponds with its color. 

Map 5.3   Plans for Street Network in Campo Limpo: focus on Ciclovia 

 

Source: Regional Strategic Plan, Secretary of Urban Planning: Prefeitura de São Paulo 
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Strategic Regional Plans for Street Network: M’Boi Mirim 
Like the Strategic Regional Plan for the street network in Campo Limpo, the 

Strategic Regional Street Network Plan for Subprefeitura M’Boi Mirim establishes many 

goals for the region’s street network for 2006 and 2012. Some of these objectives include 

paving a new street, making improvements on ten streets, opening new streets, opening a 

new bridge, implanting rafts on eight locations along roads, and improving signaling and 

new traffic lights at several locations. Some significant improvements will be made to the 

region’s main avenue, Est. M’Boi Mirim, including the implantation of two parallel lanes 

at Est. M’Boi Mirim with two opposing lanes to distribute the vehicular traffic, 

increasing truck capacity on the road, the creation of bus corridors on Est. M’Boi Mirim, 

and the improvement of signals at pedestrian crosswalks throughout the corridor. Some 

public transportation system improvements are also among the plans goals: the 

construction of a new bus terminal (Piraporinha), the extension of metro Capão Redondo 

to Jardim Jacira, passing through terminal Jardim Ângela and the implantation of urban 

train line linking terminal M’Boi Mirim to Embu-Guaçu.  Map 5.4 shows the overview of 

the M’Boi Mirim Strategic Regional Plan. 
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Map 5.4 Regional Strategic Plan for Street Network in M’Boi Mirim 

 

Source: Regional Strategic Plan, Secretary of Urban Planning: Prefeitura de São Paulo 

 

 Map 5.5 displays some of these infrastructure improvements in greater detail. 

Light gray lines outline streets scheduled for improvements in 2006, according to the 

Plano Diretor, with dotted light gray lines for new streets to be constructed in 2006. The 
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dark gray lines show streets that are scheduled for improvements according to the Plano 

Diretor in 2012, while the dotted dark gray lines show where new streets will be 

developed in 2012. The red lines show streets that will be improved in 2006 according to 

the Regional Strategic Plan, and the pink lines are for the streets to be improved in 2012. 

The red circles show the locations where bridge interventions are to take place in 2006, 

according to the Regional Plan, and the light gray circles show where bridge 

interventions will take place in 2006 according to the Plano Diretor. Green areas are 

designated as environmental protection areas. Most of the improvements will take place 

along the main avenue, Estrada M’Boi Mirim, as well as some of the other arterials in the 

region. Local streets are ignored, for the most part.  

Map 5.5 Plans for Street Network: Focus on Estr. M’Boi Mirim 

 

Source: Regional Strategic Plan, Secretary of Urban Planning: Prefeitura de São Paulo 

Strategic Regional Plan for Public Transportation: Campo Limpo 
The Strategic Regional Plan for Public Transportation in Subprefeitura Campo Limpo 

outlines goals for improving the public transportation infrastructure, also adopted on 
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August 25, 2004. Campo Limpo’s Regional Strategic Plan for public transportation 

establishes several goals: a new intermodal terminal, two Passa Rápido7 priority corridors 

for buses, five Via Livre8 dedicated bus lanes, and six new transfer stations. The overall 

public transportation plan for the region is shown in Map 5.6. 

Map 5.6 Strategic Regional Plans for Public Transportation in Campo Limpo 

 

Source: Regional Strategic Plan, Secretary of Urban Planning: Prefeitura de São Paulo 

 

 

                                                
7Note: “Passa Rápido is a term used for priority corridors for public transit on main roads and avenues in 
the city of São Paulo. There is no physical separation between the bus and the rest of traffic, but there is a 
designated lane in the center near the median. 
8 Note: Programa Via Livre is a low cost priority treatment of public transit, using designated lanes on the 
curbside with horizontal and vertical road markings and special traffic signals. 
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Map 5.7 Transportation Plans for Campo Limpo: Focus on Estrada de Itapacerica 

 

Source: Regional Strategic Plan, Secretary of Urban Planning: Prefeitura de São Paulo 

 

Map 5.7 is a more detailed map of the plans for making Estrada de Itapacerica, 

one of the major avenues through the region, into a more rapid transportation system for 

transporting residents via bus. Two different types of priority bus lanes will be created, as 

well as transfer stations along the street network.  Many of these changes have already 

been implemented, as of 2006. 
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Map 5.8 Transportation Plans for Campo Limpo: Focus on Metro Line 

 

Source: Regional Strategic Plan, Secretary of Urban Planning: Prefeitura de São Paulo 

 

Map 5.8 shows greater detail of the plans for the Metro line. By 2012, the Lilac 

Line will be completed and will connect to the rest of the Metro network in the center of 

the city. Currently there are several metro stations serving the area, but the 2006 plan for 

the line ends at Largo Treze, where there is an intermodal transit station with bus 

transfers to connect with the rest of the metro network.  

Regional Strategic Plans for Public Transportation: M’Boi Mirim 
M’Boi Mirim’s Regional Strategic Plan also outlines several goals in terms of 

public transportation infrastructure improvements, including eight new transfer stations, a 

new intermodal terminal, and three new Passa Rápido bus corridors in the region. Map 

5.9 shows the regional public transportation plans for subprefeitura M’Boi Mirim. 
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Map 5.9 Strategic Regional Plans for Public Transportation in M’Boi Mirim 

 

Source: Regional Strategic Plan, Secretary of Urban Planning: Prefeitura de São Paulo 

 

Map 5.10 shows the plans for Estrada M’Boi Mirim in greater detail. The road 

will have four transfer stations, as well as two intermodal stations, and will have priority 

corridors for public transit in the form of Passa Rápido. 
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Map 5.10 Public Transportation Plans for M’Boi Mirim: Focus on Estrada M’Boi 
Mirim 

 

Source: Regional Strategic Plan, Secretary of Urban Planning: Prefeitura de São Paulo 

  

Examing the strategic regional plans for the region is an important step in order to 

understand the existing transportation network in the Zona Sul. There is a system of 

public transportation running through the region, including a network of buses and one 

subway line. The existing system is not perfect, and many of the main arterials and 

avenues in the region are being updated in order to provide better transportation for 

residents. Some new roads are being created, and pedestrian crosswalks are also being 

improved in accordance with the plan. The plan focuses mostly on improving the main 

roads, and tends to ignore the local streets that allow the residents to access their homes. 

The following section will explain more about the planning of the transportation network 

in the region, through personal interviews with transportation planning officials.  The 

officials also discuss the main challenges to transportation planning in the region, as well 
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as some of the challenges that residents of the Zona Sul experience when using the 

transportation network. 

Meeting with the Experts: Transportation Planning Officials 
Transportation planning officials who were interviewed as part of this study had 

some important insights into the challenges of the transportation network and 

policymaking in the city, as well as accessibility and mobility for residents of the city. 

Transportation planners from different planning organizations throughout the city were 

interviewed: one from the São Paulo Metro Company (Metrô), two planners from the 

public organization that monitor and plan the entire bus system for the city (SPTrans), 

and one the São Paulo Traffic Engineering Company (CET). They were quite 

knowledgeable about social equity in the city, as well as the specific transportation 

struggles of people who live in the Zona Sul. The planning officials seemed familiar with 

the situation and explained the personal challenges they experience when working on a 

more extensive transportation network that better serves the resident population in these 

subprefeituras. 

Accessibility and mobility in the city 
 One of the first transportation planners interviewed was Carlos, a planner at CET. 

Carlos wrote his dissertation on urban public transportation through the lens of risk and 

social vulnerability. He argued that the more buses there are, the more accessibility 

someone will have, according to his study. If buses pass less, there will be less 

accessibility in that location. His study did not take the income level for each census 

sector into account, which would also affect accessibility: if an individual cannot afford 

to ride the bus, they will not ride it. He explained that when transportation planners are 
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planning for public transit, however, they typically account for demand rather than 

income.  

The two transportation planners at SPTrans who were interviewed as part of this 

study were named Laurindo and Tácito. Laurindo explained that his understanding of 

accessibility is the ability to access specific locations, and Tácito added that an individual 

will have more or less access to locations depending on the quality of their infrastructure. 

Laurindo also perceived that people do not necessarily desire higher mobility; what 

people want is to have access to the things they need, such as hospitals and employment, 

and would rather have these things close to them. 

Lack of social equity in the transportation system 
 Carlos admitted that he does not believe the current tranportation system to be 

equitable. He explained that the system could be improved with the addition of more bus 

corridors, more public transit, and more subsidies for the price of tickets so that people 

could pay less. Bus corridors would help the people who live in the periferia, far from 

where they work, because the transportation would be faster and they could spend more 

time with their family, with their children, and taking care of their home. Carlos 

mentioned that there was a recent study done by the IBGE that found that families in 

Brazil are spending the same amount of money on food as they are on transportation.  

When households are spending the majority of their budgets on transportation, this is a 

clear sign of an inequitable and unsustainable transportation system.  

Transportation challenges in the city 
Laurindo claimed that one of the biggest challenges for SPTrans is dealing with 

increasing congestion in the city due to the increase in private automobile ownership 
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among the low-income residents of the city. In the previous Origin Destination study in 

1997, only 20% of the lowest income residents, those classified as income level c, d, e, 

reported being stuck in traffic. Today, 55% of the people stuck in traffic—the majority—

are from these income levels. This signifies that the people who live on the periphery of 

São Paulo, who are frustrated with the quality of public transportation in the region, are 

obliged to buy automobiles. Since these people live far from the center, the increase in 

private automobiles on the road further complicates the situation for public transit.  

Another challenge to the decreasing congestion in the city that Laurindo 

mentioned is the fact that there is a constant heavy flow of goods through São Paulo to 

and from the neighboring port at Santos. The avenue that leads to the port, carrying the 

largest amount of national product, runs through the city. The trucks carrying this freight 

increase congestion along this avenue, creating problems for the bus system because it 

depends on the traffic situation. 

Related to this subject of congestion and private automobiles, Carlos felt that one 

of the biggest challenges for transportation planning in São Paulo is for the government 

to reverse the focus on investments for individual transportation. He argued that if the 

state spent as much money on the subway as they do on roads, São Paulo would have 

eighty more kilometers of metro.  He felt that the bus corridors also need to be improved, 

and this could be achieved if the state takes away the space of the car and dedicates that 

space to exclusive bus lanes. Carlos feels that creating more public transportation options 

can be achieved by taking away the space for the private car, because individuals will 

automatically start to leave their car at home and take public transit. This proposal would 

help to create a more equitable system for everyone. 
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Another transportation challenge that São Paulo faces is the slow expansion of the 

subway system. The metro does not have the capacity to carry all of those who want to 

use the system, according to Laurindo; given the specific numbers of the red line, it is 

already beyond capacity. The city has about 80 km of metro, and by the time of the 

World Cup they are planning to have 114 km. Tácito explained that the metro currently 

has the capacity to serve about 1/5 of the residents of the metropolitan region, and he 

claims that this is why the bus system is so large.  

Transportation Challenges in the Zona Sul 
The issue of Estrada M’Boi Mirim is a major challenge for SPTrans. Both 

planners admitted that the road is completely saturated in its current state. The road is too 

narrow to put in the dedicated exclusive lane for buses. During the peak hours on four 

days of the week, the traffic moves at five km/hr along this road. During peak hours on 

Monday, the speed of traffic moves at one km/hr. Laurindo explained that many people 

simply get off the bus and walk because it is faster, and that there are so many lines of 

people walking that they look almost like ants. 

The plans for Est. M’Boi Mirim, however, according to the Plano Diretor of 2002, 

do not attend to the regions needs with regards to an increase in public transportation 

access. Tácito explained that in order for this road to attend the 1 million people who live 

in the area, Est. M’Boi Mirim would have to have three times its current capacity. He 

claimed that the area is basically the size of a city, but one without an airport, without a 

bus station, without any avenues, and without any infrastructure.  

In 2004, in accordance with the Regional Strategic Plan, the city created a bus 

corridor on M’Boi Mirim. The corridor was a success in that it made the transportation 
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situation better for some time, but the road is too narrow to allow for another increase in 

the transportation infrastructure and so the city has done 100% of what they can do in 

terms of street improvements. Since the metro didn’t have any plans for the region, the 

mayor’s office wanted to figure out what to do. Initially they were thinking about a 

monorail over M’Boi Mirim into Santo Amaro, but that idea was abandoned because that 

is the only avenue for 1 million residents and it would be a poor social condition. So they 

started exploring other options, but the monorail will not help much, in his opinion.  

Hope for the future 
  Carlos explained that Marta Suplicy did two things to aid transportation access in 

the city. First, she created corridors for the buses. Second, she created the Bilhete Único.  

The connection of the different bus lines was never done earlier because of the influence 

of the different bus companies: the city is divided into eight sections, and each company 

runs one of the sections. These improvements improved transportation access in the city, 

in Carlos’s opinion. 

Tácito argued that if the infrastructure in the Zona Sul were improved, we would 

see improvements in the access to employment, citing the Eastern Zone of the city as a 

successful example of this. He claimed that the arrival of the subway in the region has 

brought more companies, employment and a better situation in a region that used to be 

very similar to Campo Limpo at one time. It was once an informal settlement, occupied 

in a less organized way, and the subway has transformed the area into one that is a little 

more organized. It has permitted various industrial activities, various service jobs and 

some commercial; more jobs throughout the region. When the red line was first built, 

70% of the trips were into the center. Today the trip pattern is the complete opposite. 
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Tácito argues that transportation infrastructure like the subway helps to get rid of some of 

this disequilibrium and starts to bring jobs to the region. The Lilac line, in the Zona Sul, 

has already started this process, he claims. There are various new commercial activity 

centers located there now. He didn’t want to claim that the metro is a solution to all of the 

problems in the region, however, because the metro also displaces people. 

Conclusion 
The Plano Diretor and the Regional Strategic Plans are important because they 

have created goals for improvements in the transportation infrastructure for the entire city 

of São Paulo, including the peripheral regions. The plans for the Zona Sul are an 

achievement for the region and for the municipal government, especially with regards to 

the previous plans for the city. Yet, according to the spatial analysis of travel data from 

2007, four of the districts in this region were some of the most vulnerable to 

transportation limitations in the entire metropolitan area, despite the 2006 infrastructure 

improvements.  The plans are good in that they create goals for the region and 

incorporate the region into the street and public transportation networks of the rest of the 

city, but they fall short of creating a transportation infrastructure that allows residents of 

the region the mobility to access to opportunities they need. Until the transportation 

network allows for the majority of residents of the Zona Sul to access employment, 

health, recreation, and educational opportunities, this infrastructure plays a role in the 

social exclusion of residents within the city. In order to understand this link a bit better, 

as well as the limitations of the current transportation infrastructure in the Zona Sul, we 

shall listen to what some of the region’s residents have to say on this issue. 
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CHAPTER 6: PERSONAL HISTORIES FROM THE ZONA SUL 

 
The personal interviews conducted by the author during June 2010 enable us to 

gain a better understanding of the residents’ traveling choices and experiences. This 

section seeks to elaborate on the travel choices and reasons behind daily travel patterns of 

low-income residents of this section of the periphery. The following interviews have 

taken place with two different types of participants: residents of periphery and NGO 

workers. Some of the residents fit into both categories, as they both lived in the Zona Sul 

and worked there at an NGO.  

In order to develop a more complete picture of how residents and those who work 

in the Zona Sul perceive the transportation infrastructure, quotes and ideas from personal 

interviews with the residents and workers have been categorized based on certain themes 

and concepts from spatial mismatch, transportation accessibility, and spatial inequality 

literature. The categories have been further split into two sections: the first is a more 

quantitative section based on reflections on access, mobility, employment, recreation, 

health care, and links between race and mobility/access; the second is a more qualitative 

response to questions about view of the state, planning in the region, feelings of isolation, 

personal limitations, and transportation challenges in the Zona Sul. After a discussion of 

the categories, the ideas and quotes from the interviews will be analyzed and interpreted 

according to the categories in order to determine if the transportation infrastructure plays 

a role in the social exclusion of periphery residents in São Paulo by limiting access to 

employment, recreation, health, and educational opportunities for periphery residents.  
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Illustration 6.1 Capão Redondo and Capão Redondo station from CDHEP 

 

Source: photograph by author 

6.1 QUANTITATIVE RESPONSES AND REFLECTIONS 
During the personal interviews conducted with different residents of the city, 

there were two types of questions asked. The first type were more quantitative questions 

about daily travel and travel choices, as well as some questions about access and 

mobility. There were a range of answers for these questions, and the responses have been 

categorized into six categories in this section. A list of sample interview questions in 

Portuguese can be found in the appendix.  

6.11 Residents 
 Talking to residents about the region and their community was one of the most 

enlightening experiences of field research. Residents had a lot to say about transportation 

in their community and the difficulties they experience on a daily basis in terms of 

transportation. Maria, one of the residents interviewed, had lived in the Campo Limpo for 

17 years. Another of those interviewed has lived in Campo Limpo for 3 years; at least 

three people were from a neighboring community, Jardim Ângela. One had lived there 

for 18 years, one for 6 years, one for 29 years. There were also several residents of 
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Jardim São Luís. Another member of the course was born in Vaz de Lima, a neighboring 

district, and had lived there for 23 years. Their relationships with the community were 

varied. Most simply lived there, working in another district of the city, although one 

woman worked there in a project that works with children and families suffering from 

domestic violence. 

 Claudia and Fabiana, two women who are residents of Jardim Ângela, are also 

members of an NGO called Maria Mariá that is both a solidarity economy and a network 

of women working on transportation justice issues in the region. These women have been 

included in the “resident” section of interviewees because they were interviewed 

specifically about their experiences as residents, rather than as NGO employees.  

Access 
For the purposes of this study, access is defined as the number of opportunities, 

also called “activity sites,” available within a certain distance of travel time. Everyone in 

the group had a lot to say about access within the transportation system. They talked 

about the new subway station, and how the line that was recently inaugurated in the 

region has helped a lot, but only for those who live close to it. Those who live in Jardim 

Ângela are still quite far from the Lilac line, and one woman who was from Jardim 

Ângela described a procession of people arriving at the bus stop at 6 AM. Many people 

wake up at 4 AM to arrive in the city at 7 AM. She explained that if you get to the bus 

after 7 AM, the traffic is so bad that you might not make it into the city until 

approximately 9 or 10 AM. The trip they were talking about, in particular, is the route 

from Jardim Ângela to Santo Amaro Station in the city center.  
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The group also explained that there are never enough buses, and that the buses are 

always really full. One of the men described that in order to get out at one’s stop, one has 

to start pushing their way through the bus early on because otherwise they will not make 

it out. The group also described that the people traveling and making this journey are 

90% women.  

The residents also described the differences in time and reliability for different 

modes of transportation. The trip from Butantã, near the city center, to Jurubatuba in the 

Zona Sul is 1 hour by train, but 2 hours by bus. One of the students, traveling from 

Campo Limpo to his university near Barra Funda Station in the city center at night said 

that the trip was almost 3 hours long. 

Fabiana and Claudia talked about lack of accessibility for people living in Jardim 

Ângela who are handicapped: handicapped people have to walk in the street because 

there aren’t accessible sidewalks for them. There isn’t a good way for people in 

wheelchairs to get around, and there aren’t any signals for the blind. The quality of the 

sidewalks is really poor. Overall, residents described a wide range of limitations to 

accessibility for the people of the Zona Sul. 

Mobility 
Mobility is defined as the ability to move between different activity sites. I asked 

the residents which modes of transportation they use. One man said he rides a motorcycle 

everywhere. Most people said they ride the bus because of its maior utilidade, meaning it 

is the most useful option. Some people said they occasionally ride the metro and train, 

and take a car if it is an emergency. Two of them use their car every day. 
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Claudia talked about her mother who works in the city center. Every day she has 

to get the train, so she leaves around four o’clock in the morning in order to be able to 

catch the metro and then catch the train and arrive there at “the other side of the world” 

[translation by author]. Her father also works far away, so he has to deal with the 

congestion. If he leaves one little minute late, he won’t arrive there on time. He has to 

leave the house at four in the morning; if he leaves at 4:30, everything is already at a 

standstill. If he gets stuck in traffic on the bus, he won’t be able to catch the subway 

before it is already really crowded.  For Claudia and Fabiana, who work in the region, 

they do not have a problem arriving at work but they experience mobility difficulties 

when traveling to the doctor or going shopping, and explained that the only way to deal 

with it is to wait until peak hours are over. Claudia said, “here [in Jardim Ângela], if it is 

after 6 AM you don’t go. It’s too difficult to get on the bus and everything is at a 

standstill with lines and lines of buses.” 

Multiple people mentioned that if one leaves for work from the Zona Sul after 6 

AM, that person will not make it to work on time, showing that mobility in the region is 

limited by time and congestion constraints. Many of the residents interviewed owned a 

private automobile, and some used this auto every day. This observation goes along with 

the observations from transportation planners about the challenges of planning in the 

region, and also explains the congestion. The fact that many of the residents interviewed 

drive a car everyday explains that mobility is not limited by access to private 

automobiles, but rather by the congestion, and shows a discrepancy with the spatial 

analysis of the travel survey data. 
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Sociodemographics 
Sociodemographics are characteristics used to classify people for statistical 

purposes, such as age, race, or gender. Most of those interviewed characterized the region 

as low-income, claiming that that most people make minimum wage. Maria claimed that 

there are not many elderly residents, but there are lots of young people and families in the 

region. Fabiana characterized the sociodemographic character of the community in 

Jardim Ângela as mostly families. She described these families as mostly households of 

four people or more, with women at the head of the household. She claimed that the 

income level in Jardim Ângela is one of the lowest in the city, and that about 90% of the 

community is from the Northeast.  

Employment  
Employment is defined as access to employment opportunities. Maria said that her 

impression is that there are few jobs. She mentioned that there is an internship program 

with the public schools now, which has helped a little, and that there are some 

opportunities nearby but most employment opportunities are in the city. 

Fabiana agreed with Maria that there are limited employment opportunities in the 

Zona Sul. She discussed the limited employment situation in Jardim Angela, saying,  

“So, we have some commercial locations here in the region that were made 
recently, but they aren’t enough. Our workers, all of them leave here to work 
outside. From here is takes two hours to get to the average place of work, taking 
three connections per day. Our region is like a bedroom community. Here in 
Jardim Ângela, you have neighborhoods that are completely dormitories. During 
the day the neighborhoods are totally deserted, the children are in the street but 
their parents are working outside of the region,” [translation by author].9 

                                                
9 Original Portuguese quote: “Então…nos temos alguns pontos comerciais aqui na região que são 
feitos…Mas, no da conta. Os nossos trabalhadores, todos eles saiam daqui para trabalhar fora. Leva daqui 
umas duas horas pra chegar a suas pontos de servicos normais, pegamos uns 3 conneçoes por dia…A nossa 
região é como um região dormitorio. Vc pega MBM ate a via Calups, são bairros, aqui na Jardim Angela, 
vc vai ter bairros totalmente dormitorios.  Durante as dias são bairros totalmente desertos, as crianças estão 
na rua, mas seus pais e mais estão trabalhando fora daqui na região.” 
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Recreation 
Recreation is defined as the ability to access recreational opportunities. When 

asked about recreational opportunities for young people, Maria said that the schools have 

recreation opportunities, things like cinema and theatre. There are two parks nearby, 

which people use for recreation as well. As for recreation opportunities for adults, she 

said that she and other adults in the community walk in the park, but they have to go at 

certain times, like when other people are around because it is not safe at night. If you are 

working during the day, you can’t go there. The other residents who were interviewed 

described the same thing: they do not have a theatre or a library, but they do have some 

parks. 

Claudia, when asked about recreational opportunities for children in the region 

said, “Nothing. None.” Fabiana said that every recreational opportunity that the region 

has was created by the civil society: organized theatre groups, hip-hop groups, maracatú 

and dance groups that are from here, integrated with the community. But none of these 

are from the government: the community created everything. As for recreational 

opportunities for adults in the community, there are only private spaces. This idea that the 

community created their own opportunities is a recurring theme throughout the personal 

interviews. Residents and NGO workers continuously claimed that many of the 

opportunities were created through the work and action of community members, and not 

as a result of government initiated actions. 

Health Services 
The health services category is defined as discourse surrounding the ability to 

access health services. As for health services, Maria explained that there is one hospital in 

Campo Limpo, Hospital Campo Limpo, and a health post in Jardim São Luis. The others 
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explained that there exists the physical space where a hospital should be, but that there 

were not enough doctors and the service was not good. 

Fabiana explained that there is only one main hospital in Jardim Ângela, Hospital 

M’Boi Mirim, to attend to the needs of the community. However, even though it is a 

hospital, it has major deficiencies. They don’t have enough medicine to be able to attend 

the needs of the community. The service is really only for emergencies.  

Education 
Education is defined as the ability to access educational opportunities. There are 

at least 3 public schools nearby CDHEP, according to Maria, and lots of private schools. 

There is also a day-care centre (creche conveniada) operated by the municipal 

government. Fabiana and Claudia talked about the education system in the community, 

saying that the schools only go up to age 10; they are just first and second grade schools. 

There are no universities. Everything else is private. There are also very few daycare 

centers, and many children who aren’t in daycare. 

Race and Mobility/Access 
The race and mobility/access category involves anything pertaining to racism and 

prejudice within the transportation system, where one’s race would limit one’s number of 

opportunities and ability to access those opportunities. Fabiana and Claudia said that 

prejudice is easy to see and feel in the city. Fabiana perceived that there is a separation 

and segregation between the Zona Sul and the rest of the city: 

“Yes, there is prejudice in the sense that it is not perceived in the city. I’ll say that 
there is a separation in the city: there are two cities. Those who live in the 
periphery see lower quality transportation. You will have the lowest qualities of 
public services. The doctors who come here are always the worst: doctors who 
were already expelled from other hospitals. The doctors who have not yet 
graduated from medical school, who were not accepted in other hospitals, they are 
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put in the periphery to do their studies. The security is even worse. The public 
works come to our regions last, or rather these are the last regions they come to 
and they do not go forward.  This is a region with a major separation. And we are 
one of the regions of São Paulo with one of the highest numbers of women who 
are the heads of household, and these women suffer from the prejudice of being 
the head of their household [translation by author].”10  

  

Claudia added that,  

“The majority, too, on top of being a black woman, are domestic workers. The 
only profession that exists for her is domestic worker. When it is a man, the only 
profession is civil construction, you know? The prejudice is very strong. It is quite 
difficult for you to find a black person in the university, a black lawyer, or a black 
doctor, you know? [translation by author].”11 
 

 When asked if they perceived a link between racial prejudice and access and 

mobility for people, Fabiana claimed that she does not perceive this link. She explained 

that prejudice between generations, with regards to public transportation, exists within 

their region, because bus drivers hesitate to stop when there is an elderly person waiting 

for the bus. She then stated that there is not a strong sense of racial prejudice in the region 

except with regards to public security and the police. She stated that, “A black man in a 

car will be stopped. If it is two black men in a car, even worse, unfortunately [translation 

by author].”12 

                                                
10 Original Portuguese quote: “Sim, tem um preconceito no sentido que ele é perceptivel na cidade. Falo 
que existe uma separação na cidade: existe duas cidades. Quem mora na periferia se ve, pior transporte. Vc 
vai ter os equipamentos publicos de pior qualidade. Os medicos que vem para aca sempre os piores… os 
medicos que ja foram expulsos de outros hospitais. O medicos que não são formados, que não são aceitos 
em outros hospitais eles estão colocados na periferia para fazer seus estudos. A segurança é pior ainda. As 
obras publicas são as ultimas que chegaram em nossas regiões, ou seja foram uma dos ultimos regiões para 
chegar, e não conseguiram ir para a frente. E uma região de uma separação muito grande. E somos aqui 
uma das regiões em São Paulo com uma das maiores numeros de mulheres que são chefas da familia, e 
essas mulheres sofrem de preconceito para ser chefas da familia.” 
11 Original Portuguese quote: “A maioria, tambem, em vez de ser negra, é tudo empregada domestica. A 
unica profissão que exist para ela é empregada domestica. Quando é homem, é só construção civil, não é? 
O preconceito é muito grande. É dificil mesmo voce ver um negro na faculdade, um negro advogado, um 
negro medico, né?” 
12 Original Portugues quote: “Abertamente falo não. Mas preconceito de gerações existe. Um idoso esta 
esperando onibus, dificilment o motorista vai parar. Então o preconceito intergenero está mais forte em 
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On the surface, the residents interviewed do not seem to agree on the existence of 

racism with regards to transportation in the city. They did agree that many types of 

prejudice do exist in the city, including racial prejudice exerted by the state onto those 

who live in the region. Based on Fabiana’s initial comment to the question about racial 

prejudice in the city, Fabiana seemed to perceive prejudice within the public sector 

towards those who live in the periphery but was unwilling to claim that that prejudice 

was racially motivated. This type of response could be due to the hyperconsciousness and 

negation of race dialectic, or it could be because she did not perceive this link because 

not everyone who lives in the periphery is Afro-descended. Claudia, however, willingly 

admitted that structural racism exists in the city, within the education system and within 

the employment system. Her response immediately followed Fabiana’s response, so one 

might infer that Fabiana was referring to structural racism exerted by the municipal 

government, without specifically stating it.  

The final discussion between the women about racism in the transportation 

system, where Fabiana openly said that she racism does not exist with regards to 

transportation, could have been a misunderstanding of the question: her response 

indicated that bus drivers in the region exhibited tendencies toward age discrimination 

but not racial discrimination, although the question was more open-ended and open to 

interpretation. In conclusion, based on these specific personal interviews conducted with 

residents, there is evidence to suggest residents in the Zona Sul perceive structural racism 

with regards to their region. There is also evidence to suggest that these residents also 

                                                                                                                                            
nossa região do que preconceito racial. O preconceito racial esta presente dentro da segurança pública. Um 
negro num carro vai ser parado. Se for dois negros num carro fica pior ainda. Infelizmente.” 
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perceive structural racism within the transportation system, since they claim their region 

has lower quality transportation.  

6.12 NGO Employees 
Several of the employees at the non-governmental organization Centro de Direitos 

Humanos e Educação Popular of Campo Limpo (CDHEP) were also interviewed as part 

of the study: Joana, Katia, Eunice, Jonathan, Cleber, and Michele. There are a few 

employees who live in the city center and commute to work in Campo Limpo, against the 

peak flow of traffic: Joana and Jonathan are two examples of this type of commuter. 

Many of the CDHEP employees also live in the region, so they are some of the few 

people who are able to both live and work in the region: their experience is unique within 

the region. Katia, Eunice, Cleber, and Michele are the examples of this type of commuter, 

and they have been included in the NGO employee section for this reason. 

Access 
One of the employees, Joanna, explained that her perception of transportation 

access in the region is that there are both limitations with regards to the ratio of buses to 

people and financial limitations to transportation access. She stated that, “I have a lot of 

friends who cannot come to the center because they don’t have the bus fare. So, even 

though there are buses that exist, never enough, financially it is very expensive.”  

Another of the employees, Katia, who lives in the region, lives about 25 minutes 

away from CDHEP by bus, although she explained that if she is coming from the city 

center it takes her about an hour and a half to arrive at work. Katia’s perception of 

transportation access for people who live in the community was based on two specific 

examples: her mother who takes an hour and a half to get to her job in the city center, and 
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her mother-in-law who travels to Moema, another district in São Paulo. It takes 2 hours 

for her mother-in-law to arrive in Moema, and she has to take two different buses that are 

both completely full. These examples show that both lengthy commute times and 

crowded public transportation conditions are a limitation to employment access in the 

region.  

Eunice, a member of the CDHEP staff, described the accessibility limitations in 

one of the worst locations of the transportation network in the region: M’Boi Mirim:  

“The transportation in M’Boi Mirim is the worst transportation we have. M’Boi 
Mirim is in Jardim Ângela. It is an avenue like Itapacerica, but M’Boi Mirim is a 
very old road, and it is very narrow. So it has one lane one way, and one lane 
going the other way. The road is very narrow.  So the traffic there in the morning 
is…If you catch a bus at the Terminal Jardim Ângela, it will take you three hours 
to get to the Ponto de Socorro [in the city center]. Because it is completely 
stopped. Do you know what something is like when it is stopped? It is completely 
stopped. Because it is so narrow, and there are so many cars. So every once in a 
while they will set a fire out there in the front [of the Subprefeitura] to demand 
better public transportation. If you want to have an experience with public 
transportation, you should catch a bus in Jardim Ângela,” [translation by 
author].13 

 

 According to the NGO workers interviewed, there are many limitations to 

accessibility in the region. Some of the limitations mentioned include the cost, ratio of 

buses to residents, lengthy commute times, crowded and uncomfortable conditions on 

public transportation, and congestion.  These conditions are present in most places in the 

world, however in a region like the Zona Sul where there is a majority of residents who 

are low-income and depend on the transportation system to access employment, 
                                                
13 Original Portuguese quote: “Porque o transporte no M’Boi Mirim é o pior transporte que tem. M’Boi 
Mirim fica lá na Jardim Angela. É uma avenida como Itapacerica. Mas M’Boi Mirim é uma estrada muita 
velha, e ele é muita estreita. Então ele tem uma via por ai, e uma via para voltar. Ela é muita estreita. 
Então, o transito ai de manhã é, se voce vai pegar onibus la na Terminal Jardim Angela, voce leva 3 horas 
para chegar no Ponto de Socorro. Porque é PARADA. Sabe o que é uma coisa parada? É PARADA 
mesmo. Porque é muita estreita (narrow), muito carro. Então de vez em quando eles estão pondo fogo ali na 
frente para revindicar o transporte publico. Voce quer ter uma experiença de transporte publico, voce pega 
onibus la na Jardim Angela.” 
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education, and health service opportunities, these accessibility limitations are particularly 

problematic and fits the theoretical framework for spatial mismatch. There is further 

discussion with NGO workers on each of these particular issues, as well as an analysis of 

this discussion, in the following categories. 

Mobility 
 The NGO workers who were interviewed perceived definite mobility limitations 

for residents of the Zona Sul.  These perceived limitations included the high cost of public 

transportation, not enough public transportation service, the poor quality of transportation 

infrastructure, and extreme congestion on the roads. Two of the perceived reasons for 

these limitations were prejudice against the community and a lack of communication 

between the local government, transportation planners, and the residents of the 

community. 

Joanna explained that she perceived that the cost of transportation limits the 

mobility of residents in the Zona Sul. She also felt that the conditions of public transit, 

such as the ratio of buses, their capacity for elderly and disabled people, and the design of 

the bus shelters limits the mobility of the elderly in the region: 

“I mean, I think they [residents of the region] are free [to move about] in the real, 
theoretical sense of the term, but the reality for most people is that they don’t have 
the money to take the bus to that one hospital that serves a million people, so they 
go only when it’s a necessity. So I think there is a freedom but, financially is the 
problem. And then the bus systems are disastrous in that you make like someone 
who’s 70 years old have to stand for 2 hours waiting for a bus sometimes, as well 
as stand on the bus. One day I was on the bus with a bunch of elderly people 
standing because there just wasn’t enough space for them. There were elderly 
people sitting and standing, so in that sense the lack of enough transportation on 
the periphery is major.” 
 
Joana also perceived the poor quality of the existing transportation network as a 

limitation on mobility. She mentioned that the riding a bicycle in the region is difficult 
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because of the poor quality of the roads, as well as the congestion. Eunice, one of the 

workers who is also a resident of the Zona Sul, further elaborated on this point, stating 

that the streets are too narrow and difficult for buses to negotiate, so the bus system does 

not penetrate as far into the periphery as is needed. The sidewalks were also of poor 

quality: too narrow, with lots of cracks, and even missing pieces in many places: an 

elderly or handicapped person has incredibly difficulty negotiating the sidewalks in the 

region.  

Eunice perceived that the congestion during peak hours is one of the biggest 

limitations on mobility in the region. Katia, also a resident of the region, agreed that 

congestion and the crowded conditions of the buses during peak hours is a major 

limitation of mobility.  

Another mobility limitation perceived by many of the NGO workers interviewed 

was the recent reduction in the bus fleet. Eunice explained that had been three lines taken 

away from the region, and the buses only run Monday through Saturday: this reduction 

limits mobility for people in the region, especially on the weekends. Katia perceived that 

the municipal government had changed the bus routes when the new metro line, the Lilac 

line, was opened and that the quality of the transportation has suffered dramatically as a 

result because residents have to catch the bus after they take the train since the metro line 

is not yet connected to the rest of the metro network. This explanation seemed to indicate 

a lack of communication between the community and the local government, and perhaps 

a lack of education on behalf of the transportation planners who had thought that the 

metro would solve the congestion problems in the region. 
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Jonathan agreed that mobility of the Zona Sul residents was limited by the quality 

of the transportation network, but also cited prejudice against the local population as a 

limitation on their mobility. He also perceived a link between the low accessibility to 

other regions of the city and the low mobility of the residents, stating that: 

“The access to other regions of the city is very difficult. So people end up staying 
where they live, circulating among the places and things that they have close to 
their residence and the community when they know of things that are going on in 
their region. So people end up staying right in the periphery [translation by 
author].”14 
 
Accessibility and mobility are closely linked, as Jonathan perceived. The 

limitations and difficulties that residents of the Zona Sul experience with regards to 

accessibility tend to affect their mobility as well, resulting in lower mobility. This low 

mobility with regards to the rest of the city was also shown spatially through the travel 

data in the spatial analysis section of this study. 

Sociodemographics 
Michele and Cleber, two of the staff members who live in the region, said that 

they perceived the community as diverse with residents from a mixture of different social 

backgrounds, ages, and races. Cleber described the average income level as middle to low 

income. These observations are in line with the spatial analysis data. 

Employment 
Staff members at CDHEP who were interviewed for this study perceived that 

residents experience limitations with regards to employment access in the region. They 

                                                
14 Original Portuguese quote: “o acesso para outros regiões da cidade era muito dificil. Então as pessoas 
acabam ficando onde moram mesmo, circulando nas coisas que tem proximo à residencia e a comunidade 
onde ela esta quando ela conhece coisas que acontecem nessa região. Então as pessoas acabam sendo 
obrigadas a ficar na periferia mesmo.” 
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saw a wide range of reasons for this problem, and those observations are outlined in 

detail in this section.  

Michelle and Cleber perceived a serious lack of jobs in the region.  

Cleber elaborated further on this perception, claiming that one of the region’s biggest 

challenges is that people have to move around a lot and travel to find employment or get 

to their jobs, and they don’t have many opportunities to work where they live in the 

region. He takes the bus to get to work, and it takes him about 10-15 minutes to get to 

work because he lives in the region, but explained that most residents do not experience 

this luxury. 

 Jonathan shared the perception that there were limited opportunities to work in the 

Zona Sul. He also felt that living in the periphery made searching for a job difficult, and 

access to jobs for those that are employed is made difficult by the commute. He explained 

that,  

“The fact of living in the periphery makes things difficult from the first moment, 
sometimes while looking for a job, because of the prejudice that people have in 
relation to people who live in the periphery. People who live in the periphery end 
up being discriminated against. The second point is that even when a person gets 
a job, and is able to get to their job, the fact that someone lives, for example, here 
in Capão Redondo and works in the Sé region [in the city center] means that the 
person spends two to four hours of their day on public transit, with the public 
transit that is extremely crowded, in congested traffic. If the person goes by train 
or metro, [the commute] is also sufficiently crowded and the fleet that is 
sufficiently reduced. Furthermore, once the person gains access to work, the 
person will sustain a major decrease in the quality of life because of the policy in 
the city that allows for people working very far from where they live. [translation 
by author].”15 

                                                
15 Original Portuguese quote: “O fato de morar na periferia dificulta no primeiro momento, as vezes na 
busca de emprego, por causa de um preconceito que as pessoas tem com relação às pessoas que moram na 
periferia. Pessoas que moram na periferia acabam sendo discriminosas.  O segundo ponto é mesmo que a 
pessoa consigue emprego, consiga como se locomover ate o trabalho, o fato duma pessoa mora, por 
exemplo aqui no Capão Redondo e trabalha na região da Sé, ela vai gastar duas, quatro horas de sua dia no 
transporte publico, com transporte publico extremamente lotado, no transito congestionado; se ela for de 
tren ou de metro, tambem bastante lotado, com a frote bastante reduzida…O que, a pesar de ela conseguir 
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Eunice shared the general perception that there is a lack of jobs in the Zona Sul, 

but also felt that this problem was starting to improve with new development in the 

region: 

“Listen, they have difficulty with access to work because of a lack of jobs. But in 
the past there was a time here in the region when you went to look for a job and if 
said you live in Capão Redondo you would not be accepted for the job. It was 
prejudice, because Capão Redondo, Jardim Ângela and Parque Santo Antonio 
were considered the Triangle of Death. Stores wouldn’t deliver things in this 
region. This was a time; not today, today is much different. When they built this 
shopping mall, they looked for people from here, from this region, so they 
wouldn’t have this problem with transportation.” [translation by author].16 

 

Those interviewed cited various reasons for low employment accessibility in the 

Zona Sul: lack of jobs in the region, prejudice in the past based on being from the 

periphery and specifically the Zona Sul, difficulty getting to work, difficulty finding a job 

and a decrease in quality of life because of the commute to work. All of these 

descriptions and perceptions about employment fit into the framework of spatial 

mismatch theory, providing support to the hypothesis that residents of the Zona Sul suffer 

from a social mismatch situation.  

Recreation 
The staff at CDHEP all agreed that there are few opportunities for recreation in 

the region. Joana stated that for the one million people who live in the area of Campo 

Limpo, Capão Redondo, and Jardim Ângela there is one library, one movie theatre in one 

                                                                                                                                            
acesso ao trabalho, e com isso ela conseguir a ser sustenta, ela piora muito na qualidade de vida ate porque, 
com um politica na cidade as pessoas trabalham muito longe do lugar onde moram.” 
16 Original Portuguese quote: “Olha, eles tem dificuldade de acesso de trabalho pela falta de empregos. 
Mas ja teve um tempo aqui na região, quando você fosse procurar um emprego e se voce fala que mora no 
Capão Redondo voce não seria aceitado para o emprego. Era preconceito, porque no Capão Redondo, 
Jardim Ângela, e Parque Santo Antonio foram considerado Triângulo da Morte. Lojas não entregaram as 
coisas nessa região. Isso foi um tempo; hoje em dia, não, hoje em dia e bem diferente. Cuando construiram 
esse shopping, eles procuraram pessoas aqui da região, para não ter esse dificuldade de transporte.” 
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of the shopping centers, and a few soccer fields. Her perception is that anything that the 

city or the state has to help with, such as recreational activities for kids, movie theatres, 

or cultural activities, is non-existent for the most part.   

Cleber explained that accessing cultural opportunities, like the SESCs 

(Commercial Social Service Centers) and other cultural centers takes about 30 minutes by 

bus from the Zona Sul. Most leisure opportunities in the community, like the cinema and 

the mall, are private. He mentioned that there is a community theatre in one of the 

neighborhoods nearby, called Teatro Monte Azul, which is frequented by residents of the 

region. This theatre is made up of community residents who perform free shows for the 

residents of the Zona Sul. Cleber also mentioned saraus as another community created 

recreational opportunity in the region: saraus are a type of festive event organized by 

people in the community. At a sarau participants often play music, dance, recite poetry or 

other works literature, and the gatherings can take place in someone’s home, a club, or at 

a theatre. 

Jonathan agreed that opportunities for recreation and leisure are more limited in 

the periferia, and he felt that accessing these types of activities might be one of the most 

difficult things for residents of the periphery. He explained that,  

“The opportunities for access to events like theatre, cinema, and shows are re 
duced in the periphery…But the issue here is that if someone wanted to go to a 
play or see a movie in the city center, for example, they would end up not going. 
Why? Because, for a person to leave the region of Capão Redondo and arrive in 
the region of Avenida Paulista, for example, that person will spend half an hour if 
the traffic is good, and an hour coming back. Two hours to watch a film that is 
also two hours. So the person is not going to go because they have a lower income 
and they won’t go out, in general, to see a movie and then go to a bar or 
restaurant. They aren’t going to spend more time on transportation than their 
leisure opportunity [translation by author].”17 

                                                
17 Original Portuguese quote: “As opportunidades de acesso a eventos como teatro, cinema, shows, são 
reduzidos na periferia. Os cinemas passam algums filmes, apenas algums titulos… Mas a questão é aqui: se 
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CDHEP staff members all felt that there were few public recreational and leisure 

opportunities located in the region for residents of the Zona Sul. Since the community 

consists of mostly low-income residents and most of the existing opportunities are 

private, the accessibility to recreation in the region is decreased for financial reasons. 

There was a sense that the local community creates many of the existing leisure 

opportunities for themselves, rather than the local government creating these 

opportunities for them. Most public cultural centers and parks are located in the central 

city of São Paulo, and Zona Sul residents lack the resources to travel to them and seek 

them out. 

Health Services 
 The general consensus among CDHEP staff was that health service exists in the 

region, but the quality of the service is poor: this corresponds with observations from the 

residents who were interview. Cleber claimed that for people who live in the region, 

accessing health services is difficult because the hospitals located nearby are not of poor 

quality, and people from the region are not attended to when they go elsewhere. Since the 

healthcare system is public, residents are supposed to go to the health posts in their 

neighborhood. Eunice perceived that the biggest problem with healthcare in the region is 

with finding a specialist, because it takes about two to three months to get an 

appointment, and it is never in the region. 

                                                                                                                                            
uma pessoa quiser frequentar uma peça teatral ou uma sessão da cinema no centro, por exemplo, ela acaba 
desistindo de fazer isso. Porque? Porque para ela sair da região Capão Redondo e chegar na região de Av. 
Paulista, por exemplo ela vai gastar em media e uma hora ainda, se o transito estiver bom, e uma hora 
voltando: duas horas para assistir um filme de 2 horas tambem…Então ela acabo não convençando, porque 
as pessoas aqui tem uma rendo menor e não vão sair, em geral, para assistir um filme e ainda ir para algum 
bar ou para alguma lanchonete. Não vão gastar mais tempo no transporte do que sua oportunidade de 
lazer.” 
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 Joanna felt that the low quality of healthcare in the region was because most 

doctors do not want to go to the health posts on the periphery. She said that from her 

observation and from speaking with residents, the clinic may have two doctors, two 

specialists, but it is difficult find a doctor for other issues, or the only appointment you 

get is months away.  

 Jonathan was the only staff member who thought that access to healthcare in the 

region had improved since the healthcare posts arrived in the area, although he did admit 

that the quality of the care is insufficient and people have to leave the region in order to 

be treated for something that requires a specialization. For the most part, both resident 

and the NGO workers agreed that access to good quality healthcare in the region was a 

problem for Zona Sul residents.  

Race and Mobility/Access 
Some of the NGO workers interviewed for this study were willing to talk about 

racism and racial prejudice in Brazil. Eunice, Joana, and Jonathan all perceived racism is 

a problem that affects those who live in the periferia, citing many complexities to this 

problem. According to those interviewed, race is a factor that affects where one lives, 

what job one can get, the likelihood of experiencing violence at the hands of the police, 

and the type of transportation one rides.  

Eunice admitted that the issue of racism in Brazil is a complicated one. She 

explained that racism and prejudice exist, but that today in our society it is evident more 

in the form of structural racism. She said,  

“Who are the people who live in the periphery? It is the black people. The people 
who are black and poor are the ones who live and come to live in the periphery. I 
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think that racism exists most between the upper and lower classes, but among 
those in the lower classes there isn’t racism,” [translation by author].18 
 

According to Joanna, there is a link between racism and access to employment. 

She said, “I think [racism affects] access to jobs. I mean, someone will hire a woman who 

has long flowing hair who is white before they will hire an Afro-Brazilian. And in service 

jobs, for sure. Yeah, and I think there is still a lot of discrimination in Brazil.” 

Jonathan said that there is a link between social vulnerability and structural racism 

in the city. He explained that the majority of those who live in the periphery are black, or 

the descendents of people of color. On top of this there is the issue of poverty and its link 

to police violence, as well as skin color, that exists all over Brazil. But as for 

transportation and racism, you will notice that the majority of people who get around the 

city in their private car and live in the “noble neighborhoods” are white. 

The CDHEP staff that was interviewed made some important observations about 

race and access in Brazil, and more specifically in São Paulo. The staff perceived that 

blacks and Afro-descendant persons in the city are socially excluded; they live in the 

periphery, most live in poverty, and they are discriminated against when they apply for 

jobs. All of these observations fit the framework of spatial mismatch and social exclusion 

for periphery residents in São Paulo, and situation the Zona Sul within this framework. 

 

                                                
18 Original Portuguese quote: “Olha, eu acho que a questão de racismo é uma questão meio complicado. 
Que existe racismo, que existe preconceito, existe. Mas eu acredito hoje em dia em nossa sociedade, com 
igualdade, é meio…Qual é o povo que mora na periferia? É o povo negro mesmo. O povo negro e pobre 
que mora e que vem morar na periferia.  Eu acho que o racismo que ele existe mais contra a classe alta com 
a classe baixa; eu acho que entre a classe baixa, não.” 
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QUALITATIVE RESPONSES AND REFLECTIONS 
 This section delves into the more qualitative categories of the personal interviews 

with residents and NGO employees in the Zona Sul. Those interviewed had a lot to say 

about their view of the state, their personal limitations in the transportation network, their 

perceptions of urban planning in the region, social isolation in the region, and about the 

specific transportation challenges faced by those who live in the region. These responses 

enable a better understanding of the specific spatio-temporal restraints on accessibility in 

the Zona Sul, as well as some of the spatial inequalities in the city. 

For the purposes of this study, the view of the state category involves anything 

pertaining to the way residents or those who work in the region perceive the state or local 

government’s role or involvement in the region. The urban planning in the city/region 

category is defined by discourse surrounding urban planning in the city or more 

specifically urban planning focused on the region. The feelings of isolation category is 

defined as discourse around the way people who live in the community feel with regards 

to the rest of the city: do they feel isolated within the city? The personal limitations 

within the transportation network category is defined as the discourse surrounding how 

people personally feel with regards to the way they get around and move about within the 

transportation system in the city. The transportation challenges in the Zona Sul category 

is defined as more general discourse around the challenges that residents of the Zona Sul 

face with regards to transportation, and how transportation in the region could be 

improved. 

Residents  
Residents talked about their view of the state, their personal limitations in the 

transportation network, and more generally about the challenges in the transportation 
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network in the region. Many residents felt they did not know much about urban planning 

in the region and felt uncomfortable talking about this topic, and many residents also 

claimed they did not feel socially isolated in the city. The reasons for these types of 

responses will be examined and analyzed here.  The more open-ended questions about 

challenges and transportation issues in the region allowed the interviewees the freedom to 

direct the conversation. 

View of the State 
Most of the residents who were interviewed laughed when asked about the role of 

the government in the Zona Sul. The laughter was usually followed by the 

acknowledgement of a new or recently constructed public work in the region. For 

example, Maria laughed and then answered that there is a health service post nearby.  

Other residents who were interviewed laughed as well, and then began talking about 

changes in the transportation system: the recent inauguration of Lilac line of the subway 

was cited as a positive change, but only for those who live close to the metro. 

 Fabiana went into more detail about the role of the government in the Zona Sul, 

explaining that she perceives the municipal and local governments are present in the 

region, but that government action typically follows action and organizing on behalf of 

social movements:  

“So, the role of the government, in the state and municipal aspect, they are present 
here in the region, but the subprefeitura does more. We [in Jardim Ângela] are a 
region of 600,000 inhabitants. Things have gotten much better according to social 
movements that are organizing a lot within the government. In the last 10 years, 
there has been a growth: better access to public works, better access to roads for 
the neighborhoods here in the region. But what happens in this region is that only 
the main roads are cared for. So, M’Boi Mirim, which is the principal road today 
and is close to the Hospital M’Boi Mirim…From M’Boi Mirim and above the 
hospital, they are one-lane roads and the there and back is super dangerous, super 
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difficult, and the state has collaborated very little to improve these spaces 
[translation by author].”19 
 
The laughter on behalf of most of the residents is interesting, because it could 

signify that they do not feel that the state has much of a role in the region. Fabiana’s 

response indicates that she certainly felt social movements and community organizations 

had more of an impact on improvements in the region than the government. Her 

perception, and the perceptions of the other residents interviewed, could be skewed 

because of their relationships with the non-profit organizations that work in the Zona Sul, 

so they should not necessarily be taken as a general indicator for the way residents of the 

region view the role of the state in the region. 

Urban Planning in the city and region 

Most of the residents interviewed for this study did not feel comfortable talking 

about urban planning in the city and in the region, claiming they did not know much 

about it. Some of the residents admitted that they felt there was a lack of urban planning 

in the periphery of the city. This professed lack of knowledge about urban planning for 

resident of the Zona Sul is interesting, particularly because those residents who were 

interviewed were all involved with the community and non-profit organizations that work 

directly with the local and municipal government on many issues, and were some of the 

more active and informed members of the community.  If none of those interviewed felt 

comfortable talking about urban planning, the average citizen of the Zona Sul likely does 

                                                
19 Original Portuguese quote: “Então…O papel do governo, no aspecto estadual e municipal, eles presente 
aqui na região, mas o subprefeitura faça mais. Nos somos um região de 600,000 habitantes… Tinha 
melhorado conforme muito dos movimentos sociais, que organizando muito dentro de poder publico. Nos 
ultimos 10 anos, houve um crescente: melhores accesos a equipamentos publicos, melhores acessos as 
estrados os bairros aqui na região. Mas, o que acontece aqui nessa região a os que tomam cuidado somemte 
nas vias principais. Então, M’Boi Mirim que é via principal hoje e é proximo ao hospital M’Boi Mirim. Do 
M’Boi Mirim para cima, são pista unicas e fluxo ida e volta super perigoso, super dificeis, e o estado tem 
pouco colaborado para melhorar esses espaços.” 
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not know feel comfortable talking about urban planning, and this indicates a definite lack 

of community involvement in the planning process and policies in the city. 

Feelings of isolation 

Responses indicating feelings of isolation in the community were strongly tied to 

the previous discussion on mobility and prejudice in the city. As Fabiana mentioned, she 

feels that there is a major separation between the periferia and the rest of the city that is 

evident in the lower quality transportation and public works.  Her perception indicates 

that the periferia is physically isolated from the rest of the city. None of the other 

residents mentioned feelings of isolation, although lower quality of public services like 

healthcare and transportation in the region were frequently mentioned. 

Personal limitations with transit network 
Those who lived and worked in the region did not experience personal limitations 

with access to employment. Maria described an easy trip to work, but when she goes to 

do recreation activities, infrequently, it takes her about 15-20 minutes to walk there so 

she can walk in the park or go swimming at the community center. On the weekends, 

sometimes she heads to the city center to go to the cultural centers, since there are none 

located in the Zona Sul, and in order to get there she takes the subway or goes by car. She 

has had to visit the regional hospital twice, and used her car to get there, because it is not 

conveniently located. 

 Fabiana also did not have a difficult commute when she was working in the 

region, but when she attends meetings in the city center she complained of having to deal 

with immense congestion caused by private automobiles. Her experience focused on the 

issues in Jardim Ângela and her experiences with the public transportation system and 
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congestion. This experience is further complicated during special events and holidays, 

such as the World Cup. She said,  

“Here we have the problem of not enough buses, many bus lines, and very high 
demand for the bus during the peak hours of the morning. So from 5:30 am until 9 
am, these are the peak hours. If you have a meeting at Terminal Bandeira [in the 
city center], for example, you should leave at 7am in order to arrive there at 10am. 
And it’s not a guarantee you will be there by 10, you could get there at 11. It is 
the same thing you have with private transportation: our private market is too 
large. People are looking for the alternative exits in São Paulo and they don’t exist 
because everybody learns the alternative routes! So you have to leave at 6am in 
order to arrive by 8am in Morumbi [a neighboring district, closer to the city 
center]. But today I forgot that on game day [during the World Cup] all Brazilians 
leave home in their car in order to be home to watch the game and leave there at 8 
and won’t get there until 8:45, which normally can be done in 35 minutes outside 
of peak hours,” [translation by author]. 

 

 Residents interviewed described personal experiences and limitations with regards 

to accessing recreation and health care opportunities.  They also described that 

congestion seriously limits commuting to the city center on both public transportation and 

in a private automobile. These experiences are similar to those described by many people, 

showing that even those who live and work in the Zona Sul also experience limitations 

accessing activities that affect their quality of life. 

Transportation Challenges in the Zona Sul 
The discourse surrounding accessibility challenges in the Zona Sul focuses on 

improvements that have come as a result of community organizing rather than 

government interventions. Maria felt that the NGO’s have helped to significantly improve 

life in the Zona Sul. She mentioned a few NGOs, such as CDHEP, and a home for young 

people that have succeeded in implementing positive changes with regards to violence in 

the community. Another resident also talked about the improvement in violence in the 

region, claiming that in 1990 Jardim Ângela was cited as the most violent neighborhood 
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in the world. He claimed that the number of homicides has been reduced by 40%, since 

then, and that the change was not a result of government action.  

Fabiana’s response focused on some of the major problems with accessibility in 

the public transportation system. She felt that some of the policies that had been recently 

enacted by the government to improve the system had actually decreased accessibility for 

Zona Sul residents: 

“We have today in São Paulo something called terminals. These terminals, in the 
80’s and 90’s…people would get there [in the terminal], get off the bus, and 
wouldn’t pay for the next bus. It was an integrated [system]. Today this doesn’t 
exist anymore because of the Bilhete Único. But when the period that you are 
passing from one access point to anther when you are arriving in the terminal, that 
two hour period you have so that you won’t have to pay for the connection is 
already over.”20 

 
 Fabiana also described some recent policy changes within the public 

transportation system that, in her perception, had not only decreased accessibility but had 

created safety issues and violence inside the bus terminals. The situation she described 

constitutes direct violence from the state enacted upon citizens who are traveling in the 

bus terminals:  

“We have today, inside of the terminals, small fences. They are grids in the same 
sense of grids that collect cows for a bate bolo. They are grids that are put there so 
that people will stay inside of the grid until they get to the space for the bus. What 
is difficult for our region, and especially for the women, is that when the buses 
stop inspectors want people to get on the bus a little faster so that they aren’t in 
the way of other buses that are entering and creating longer lines inside the 
terminals, this is what they do: the “inspectors” get behind the line and start to 
push the line. They push and yell the worst names you can imagine. So people 
leave their homes and pass through this violence in order to take public [transit] 
and get to their bus to arrive at work. An individual passes two and a half hours 

                                                
20 Original Portuguese quote: “Deixo falar sobre um outro ponto, né? A gente tem hoje, em São Paulo algo 
que nos chama de terminais. Essas terminais, na decada de 80 e 90, ele tinha sentido de existir. No 
terminal, as pessoas iam ate la, desciam nos onibus, e não pagavam para pegar o proximo onibus. Fazia 
integração. Hoje não existe mais isso porque nos temos o Bilhete Unico de São Paulo. Porem que o periodo 
que voce passa, de um acesso a outra, ta chegando no terminal, aquele periodo que voce tem duas horas 
para não pagar proxima conneção ja perdeu. 
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on a journey that generally takes 45 minutes to arrive, she suffers from physical 
violence that is poorly prepared by the municipal government…So there are 
women with some really serious stories, really ugly, of moral harm, personal 
harm, and of a form that is really wretched. This is one of the people that we 
engage in the social movement for our region, because this type of government 
that treats us as if we are animals really, treating us like we are cows…” 
[translated by author].21 

 

Fabiana has been working and organizing around issues with the public 

transportation system and her perception of the system has been informed through 

interacting with the female commuters of the region who suffer from a wide range of 

serious accessibility limitations. She is incredibly informed regarding the quality of the 

transportation in the Zona Sul, and listed all of the challenges to accessibility that she sees 

with regards to public transportation for residents of the region: lack of bus schedule, 

poor quality of buses and mini-buses, a subway line that is not connected to the network, 

lack of adequate shelter at bus stops, uneducated bus drivers, and poor pedestrian 

crossings. She discussed these challenges at length: 

“The buses don’t have a schedule. Some buses leave here every fifteen minutes. 
We have a metro that isn’t linked to anywhere. It ends up being practically empty. 
At the least, 50,000 buses can make the same route that the metro is on.  The 
metro makes no sense. The buses that exist, the quality is really awful. There are 
some buses that are good in our region, but the drivers don’t use them to their full 
capacity. The air conditioning is off; we have buses that have the equipment for 
handicapped accessibility, but the driver doesn’t even know how to use the 

                                                
21 Original Portuguese quote: “A gente tem hoje, dentro das terminais, pequenos purrais. São grades no 
mesmo sentido de grades que agrega boi no batebolo. São grades que são colocados para que as pessoas 
ficam dentro das grades ate chegar do espaço de onibus. O que é dificil para nossa região é especialmente 
com as mulheres. Aos onibus pararam fiscais querem que as pessoas entram um pouco mais rapido nos 
onibus. Para não encostar quando outro onibus entrar e nao fique criando grandes filas dentro dos 
terminais. O que e que eles faz: ele vem para atras do fila e comeca a empurrar essa fila. Eles empurra a 
gritar com os piores nomes que voce possa imaginar. Então as pessoas saiam das suas casas, passaram por 
uma violence ao chegar no espaco para pegar seu [transporte] coletivo, para pegar seu onibus para chegar 
ao trabalho, ela passa duas horas e meia numa jornada que geralmente dura 45 minutos para chegar, ela 
sofre da violencia fiscal mau preparado da prefeitura…Então ha mulheres com historias bem serias, bem 
feias, de dans morais, de dans pessoais, bem, de forma bem desgrachado mesmo. Essa e uma das pessoas 
que a gente coloca dentro do movimento para nossa regiao com esse tipo de preferia que só tem animais 
mesmo, fazendo como nos somos bois...” 
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control to make it go down and pick up the person in a wheelchair. The bus stops 
in our region are completely hidden, and people stay there waiting for the bus. 
Grades for the protection of the pedestrian don’t have the best security on M’Boi 
Mirim. The quality of the microbuses falls even a little lower than the bus. It 
won’t stop, for instance. So we have a region that is very deficient in 
transportation.”22 
 
Claudia also perceived safety as a problem in the public transportation system. 

She explained that she often feels stressed when she rides the bus, because of the bus 

drivers, claiming that “there are bus drivers who enter at four in the morning and leave at 

eleven, eleven thirty, even midnight. So bus drivers are really stressed, very nervous. 

Even me, when I get on the bus with my daughter, I already have goose bumps and I get 

stressed,” [translation by author].23  

At Maria Mariá, there is a seminar about transportation, focusing on issues of 

accessibility and mobility, in order to educate the community and organize movement 

and action around these issues. Fabiana felt that the seminar has helped a lot with 

empowerment in the community by creating a form of popular education around this 

issue of transportation. In the seminar, the community has also conducted studies on what 

the community really needs with regard to these issues, and this has empowered residents 

as well. 

                                                
22 Original Portuguese quote: “Os onibus não tem horarios. Alguns onibus saiam daqui cada 15 minutos. 
Nos temos um metro que não é ligado a lugar nenhum. Ele fica practicamente vazio. Pelo menos, 50,000 
onibus pode fazer o mesmo trajeto que ele faz. Ele perde sentido. Os onibus que existe: o qualidade é muito 
ruim. Os alguns onibus que são bons em nossa região, mas os motoristas não usam do seu lugar completo. 
Ar condicionados desligados…Nos temos onibus que tem a negocio para accessibilidade, mas o motorista 
nem sabe como usar o remote para descer para pegar um cadeirante. Os ponto de onibus em nosso região 
estão totalmente descobertos. As pessoas ficam la esperando os onibus. Grades para proteção do pedestre 
que não tem o melhor segurança em M’Boi Mirim. O qualidade de micro-onibus ja caie um pouquinho 
mais do onibus. Não vão parar, etc. Então nos temos uma região muito deficiente de transporte.” 
23 Original Portuguese quote: “Tem motoristas entrando as 4 da madrugada a saia as 11, 11:30 ou 
meianoite, então tem motoristas muito estresados, muito nervosinhos… eu mesmo entrando no onibus com 
minha filha, meu pele ja se arrancando, muito estressado.” 
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Non-profit Workers 
 When discussing more qualitative aspects of transportation and limitations for 

people who live in the Zona Sul, employees of the NGOS who were interviewed tended 

to have very similar responses to those of the residents. When talking about their view of 

the state in the community, they mention that the government had little to do with the 

quelling of violence and making things better in the region. Most of the improvements 

that have occurred during their work in the region have occurred as a result of community 

actions. NGO staff was hesitant to talk about urban planning in the city and region, 

similar to the residential response, but seemed to have formulated opinions about social 

isolation for those who live in the Zona Sul. The personal limitations with the 

transportation network experienced by the NGO staff interviewed were similar to the 

experiences of residents, and they perceived some of the same challenges that residents 

had perceived.  

View of the state 
NGO employees who were interviewed provided some of the explanation for the 

“complicated relationship” between the community and the government perceived by 

residents. Joanna explained that, “people view them [the state] as having the resources 

that they need, but they see themselves as neighborhoods excluded from those resources. 

So the way the people look upon the city government mostly is that we need to organize 

in order to become a pressure group to have better public policies in our neighborhood.” 

This astute perception seems to match the discourse surrounding the role of the state in 

the Zona Sul. 

Eunice explained that there was not enough communication between the 

municipal government and the community, arguing that this is one of the main challenges 



 121 

for the community and community organizations. She stated, “Listen, it is a difficult 

relationship. The government treats the entities like they are there to provide services: the 

government gives money, and the entities execute. CDHEP looks to unite the community 

and the entities to demand public policies. This is not a government of communication at 

all” [translation by author].24 Those who work at CDHEP see the organization as having 

a central role in improving public policy in the city.  

Michelle shared this same rhetoric, arguing that she did not perceive the state as 

having much of a role in the community. She also claimed that life in the community has 

improved as a result of cultural movements, which are strong in the community and have 

brought people together, so life has improved in this aspect. Katia talked about the same 

thing: she felt that life in the community has improved since she has lived there, and that 

CDHEP has a major participatory role in the community because of the courses they 

teach and that people from the community participate in their courses. 

Cleber felt that the community has created their own alternative culture because 

the government has ignored them. He mentioned saraus, the cultural events that occur in 

different places throughout the community, as an example of this. He agreed with Eunice 

that public participation in government is a big issue for people in the region, because 

there is not enough communication between residents and the municipal government. 

Jonathan claimed that public forums were the only space for the public to have a dialogue 

with the municipal government, but that there were also social movements that were 

active in the region. The government sponsors forums on all kinds of topics, such as 

education and children/adolescents, and community organizations collect reference on the 
                                                
24 Original Portuguese quote: “Olha, e uma relação muito dificil. A governo trata as entidades como uma 
presão de serviço; o governo da dinheiro, a o entidade executa. O CDHEP procura, reunia a comunidade e 
as entidades para revindicar politicas publicas. Não é um governo de comunicação, não, viu?” 
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themes for the forums. The social movements that are active in the region often confront 

the government on necessities and issues related to daily life, such as the low-quality 

housing and lack of places to live, for example.25  These are the spaces where dialog 

between the community and the government take place, according to the perception of 

the NGO staff interviewed, but the communication is still lacking between the groups. 

Urban Planning in the City and Region: 
When asked about urban planning in the region, many people, employees of 

NGOs as well as residents, perceived that there was a complete lack of planning in their 

region. Jonathan and Eunice were two of the staff members who commented on this 

subject, although there were various others who felt they were not able to speak on the 

subject. Jonathan said he did not know much about urban planning in the city, but one 

thing he was sure of is that São Paulo is not a city that was planned. Eunice shared this 

sentiment, claiming that: 

“Look, I don’t believe there was any urban planning here in the region….Because 
you see the houses, the houses are constructed like, thrown together. The majority 
of the houses don’t have plants, without landscaping, they don’t have structure, 
the don’t have anything. They don’t have planning,” [translation by author].26 

 

                                                
25 Original Portuguese quote: “O unico espaço que eu vejo que a população tem para dialogar com a poder 
publico, no caso do prefeitura principal municipal tem atraves uns forums. E uma região que tem o historia 
de luta, uns 20 anos atras, mas atualmente essas lutas não são maioria parolizadas e o espaço de cobrança, 
de discussão esta nos forums, principalmente. Vc vai ter forums de educaçao, forums da criança e do 
adolescente, no qual essas organizações da região, por exemplo CDHEP, vão cobrar o poder publico 
referente a essas tematicas dos forums. Alem dos forums, voce tem algums movimentos sociais 
principalmente relacionadas ao questão da moradia, que vão bater de frente tambem do poder publico, 
reivindicando esse necessidade, porque aqui na região tambem, uma problema bastante grave, no só por 
causa das moradia precarias, e a falta de lugares para sua moradia, e tambem muitos que estao morando na 
região manacial. E uma outra briga, e outra espaço de discussão, de cobrança.” 
26 Original Portuguese quote: “Olha, eu acredito que não tem planejamento urbano aqui na região…Porque 
você vê as casas, as casa são construida tipo, puxadinhas…A maioria das casa não tem planta, são escapião, 
não tem estructura, não tem nada. Eles não tem planejamento.” 
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 This trend in the discourse seems to indicate that people who both reside and 

work in the Zona Sul are uninformed about urban planning in the city and in the region. 

This lack of information and education about planning in the city could be due to lack of 

government engagement with the public on planning issues. One would expect a 

community organization that is as involved in lobbying the city government as CDHEP 

to be informed about city planning initiatives like the Plano Diretor. Rather than 

reflecting poorly on CDHEP, this reflects poorly on the municipal government because of 

their lack of outreach to the communities who are affected by these plans.  According to 

the perceptions of both residents and NGO staff interviewed, this lack of engagement is 

not surprising. 

Feelings of isolation:   
The CDHEP staff interviewed had some interesting insights into residents’ 

feelings of isolation within the city. Some of the types of exclusion described by those 

interviewed were prejudice from outside the periphery, financial struggles, and 

congestion that limits mobility. The isolation described seemed more of a structural 

exclusion than a physical one. Joanna claimed,  

“I think [people who live on the periphery] feel isolated [within the city], I think 
they feel incredibly excluded, and very discriminated against…I [have] a slide 
show…about CDHEP and some people saying that they don’t say they’re from 
that neighborhood because they feel very discriminated against because 
everybody thinks they’re criminals because of the high homicide rates over the 
years. With some younger people that’s not as true today but there’s other people 
in their 30s and 40s who will say, “people where I work don’t know where I live,” 
because they feel like, ‘God, you live out there…that’s the…’ you know, they 
already have an idea of what kind of “person” you might be, so in that sense 
discriminated against…” 
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Eunice described the results of isolation and exclusion, specifically the lack of 

cultural and leisure activities in the community. She seemed to feel that this isolation was 

slowly changing, however. She argued: 

“I think that people feel isolated, yes, in relation to culture. Culture doesn’t get 
here. You, in order to visit the theatre, you have to go into the center of the city. 
But the community doesn’t have the habit of using it, you know? When they 
make a cultural change, it doesn’t get here in the periphery. The periphery has to 
leave and go there. But I think the people in the community seek this kind of 
diversion here as well, in the Campo Limpo Shopping Center. The people like it,” 
[translation by author].27 
 
Jonathan shared the same feelings about people feeling isolated in the region, but 

he took the argument even further to discuss the forms of structural isolation that might 

not even be perceive by the average resident of the Zona Sul. He explained that,  

“Yes, if you converse with people on the street, listening to comments, you will 
perceive that this isolation is not an isolation where you have walls or fences that 
prohibit people to go, but for the simple fact that transportation is very expensive 
(as the second highest price per passage in Brazil).  The fact of the traffic in São 
Paulo is also a cause, a cause for individual transportation, and this will increase 
the time for people to get around and they will feel prohibited from circulating 
around the city. Many times people do not identify this as a prohibition; they 
won’t arrive as the expression, ‘Gee, I feel prohibited from circulating around the 
city,’ but it is a sensation that even, with no name for it, people feel it happening 
[translation by author].”28 

 The staff members who were interviewed seemed to have more of an outsider’s 

perspective on the social isolation experienced by residents of the Zona Sul. They all had 

experience working with the people of the region, and so had inside knowledge of the 

                                                
27 Original Portuguese quote: “Eu acho que elas sentem isoladas sim, em relação à cultura. A cultura não 
chega aqui. Você, para assistir o teatro, voce tem que ir la no centro da cidade. Mas a comunidade não tem 
o habito de usar, né? Quando eles fazem a virada cultural, ela não chega aqui na periferia. A periferia tem 
que deslocar e ir para la. Mas eu acho que a comunidade procura essa diversão aqui mesmo, nesse 
Shopping Campo Limpo, o povo gosta.” 
28 Original Portuguese quote: “Sim, se conversando com as pessoas na rua, ouvindo comentarios, voce 
percebe que essa isolamento das pessoas não é isolamento onde você tem muros ou cercas que nos proibem 
de ir, mas o próprio fato que o transporte é muito caro (é o segundo maior passagem no Brasil). O fato do 
trânsito em São Paulo seria um causo, um causo para transporte individual, e isso levar um tempo para as 
pessoas se deslocarem, elas se sentem proibidas de circular pela cidade. Muitas vezes elas não indentificam 
isso como proibição, não chegam da expressão, “Nossa, me sente proibido de circular pela cidade,” mas é 
uma sensação que mesmo, sem nome, as pessoas se sentem que acontece.” 
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challenges that residents face, but they were able to look at the big picture and see the 

Zona Sul within the context of the entire city. Both Joana and Jonathan live outside of the 

region, and have a different perspective of isolation for residents than some of the staff 

that live and work in the region might. 

Personal limitations with transit network: 
Many of the NGO employees also experience personal limitations with the 

transportation network when it comes to their work in the periphery. The public 

transportation system and the distance are two challenges that limit access to the Zona 

Sul. Joanne described some of her personal experiences commuting to and from the 

region on public transportation, say that, “I can only manage three days a week because 

some nights, particularly in January and February when we had rain, it took me four 

hours to get home. A couple of nights I got off the bus and walked home in the rain. Just 

because everything comes to a standstill.”  

Jonathan said he personally felt limited by the transportation network when 

working in the region as well. He lives in Ipiranga near the city center, and it takes him 

about an hour and a half every day to arrive at work whether he takes the train or the 

metro. When he chooses to take the bus, the line where he catches it takes two and a half 

hours to arrive in the Zona Sul.  If the metro line in the region were to be extended to 

connect with the rest of the metro network, it would take him about forty minutes at the 

most from his house to get to his workplace in the region. 

Cleber explained that it was easy for him to get to work because he lives in the 

region, but when he was in school it took him 2 hours to get there. His university is 

located in the Perdizes district, in the city center. He had to ride 3 different buses to get 
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there, and he said this took a really long time. Limitations on access to education, 

especially since most of the universities in the city are located in the city center, are 

definitely a major problem for residents of the Zona Sul.  

Transportation challenges in the Zona Sul 
NGO staff that was interviewed felt that there were some general challenges to 

transportation access in the Zona Sul. Some of these limitations were quite similar to 

those expressed by the residents of the region. These challenges include congestion, poor 

quality and conditions of public transport, recent policy changes that have complicated 

the public transportation system, and violence. 

Eunice felt that transportation was the biggest challenges for residents of the Zona 

Sul.  She cited the congestion, quality of the transportation, and the long commuting 

times in the region as three of these limitations, stating: 

 “I think that there are major challenges within the issue of transportation. 
Transportation here is very terrible. I think that there are a lot of people for a small 
amount of transportation. Other challenges are demand for daycare and space in daycare 
centers, as well as the springs region. But I think that the greatest challenge is the issue of 
transportation because you work eight hours, and you spend four hours inside the bus. 
You spend two hours getting to the center, and two hours to come back. But not for us 
who have the privilege of working in the region, you know? But if you get on this metro 
in the morning, at 6 or 7 o’clock, you will know what the terrible transportation situation 
is in this region. A person has two options: either spend two hours inside the bus to get to 
the center, or they go crammed into the metro and get the train to the center. You go 
faster that way, but…The greatest challenge for people who live in the region who work 
outside of it is public transportation,” [translation by author].29 

 

                                                
29 Original Portuguese quote: “Eu acho que um dos maiores desafios é a questão de transporte. Transporte 
aqui é muito ruim. Eu acho que é muita gente para poco transporte. Demanda de crèche e vaga de crèche. 
As areas mananciais. Mas eu acho o maior desafio aqui é o questão de transporte, porque você trabalha 8 
horas, você gasta 4 horas dentro do ônibus. Vc gasta 2 horas para chegar ao centro, voce gasta 2 horas para 
voltar. Mas não para nós que temos o privilegio de trabalhar na região, né? Mas se você pega esse metro da 
manhã, as 6, 7 horas da manhã, você vai saber o que que é transporte ruim aqui na região.  A pessoa tem 
duas opções: ou ela fica 2 horas dentro de onibus para ir ao centro, ou ela vai amassada dentro do metro, e 
pega tren e vai para o centro. Vai ate mais rápido, mas…O maior desafio, para pessoas que moram na 
região para quem trabalha for a dela é o transporte público.” 
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Jonathan spoke about the history of transportation challenges and transportation 

policy in the city. He perceived that there have always been transportation issues in the 

city, and described some of the changes that have taken place over the past few years in 

relation to this: 

“São Paulo always had big problems in relation to public transit. Until about 10 
years ago, before Marta’s administration, you had a large fleet of old buses 
circulating, something that isn’t good for the people or the environment. You also 
had a small fleet, so the bus schedules were uncertain, transportation was 
crowded, the buses were circulating with open doors, and all of these things 
slowed the system down for people to come from the centre into the peripheral 
neighborhoods.”30 
 

 He then claimed that some of the transportation policies have improved 

transportation in the city, especially under Marta Suplicy’s administration. He mentioned 

three positive changes that took place during her administration: increase in number of 

buses, cap on the number of years a bus can circulate, and the Bilhete Único program. He 

described these transportation policies in detail, and then discussed how most of these 

policies have been revised by the current municipal administration. He argues that 

unfortunately, the recent changes have decreased the accessibility and quality of 

transportation in the region: 

“During Marta’s administration, there was an initiative: first to augment the fleet, 
second that buses could not circulate for more than 5 years, and third to 
implement the Bilhete Único. These three goals together permitted that, first of all 
people could circulate around the city with some more quality of transportation, 
and in relation to the Bilhete Único, it permitted people to move around more 
easily because, for example, a person has to leave the Zona Sul for the Zona Leste 
and has to take 3 or 4 different buses. Until the Bilhete Único, a person had to pay 
four times. So a person couldn’t go where they wanted to if they didn’t have 

                                                
30 Original Portuguese quote: “São Paulo sempre teve grandes problemas com relação ao transporte 
publico. Ate uns 10 anos atrás, foi antes do governo da Marta, vc tinha uma grande frota de onibus velhos 
circulando, o que é um prejuizo de qualidade para transporte para as pessoas, e que implica de vida para o 
meio ambiente. Vc tinha uma frota pequena, então os horarios de onibus eram incertos, o transporte era 
lotado, os onibus circulando com as porta abertas e as pessoas figurada, essas coisas todas demoravam o 
horario para as pessoas que deslocavam do centro para os regiões mais perifericos.” 
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enough money for that. The Bilhete Único permits you to take up to four different 
buses with one payment.   
“When Marta’s term is over, there were changes in the Bilhete Único system. So 
there will be a reduction of the hours, and in this there will be some regulations 
that will limit the use of this recourse. There won’t be the limit of five years for a 
bus to circulate, so you begin to see older buses circulating again and buses that 
don’t have the date of manufacture on them so you can see how long it has been 
used, and there also was a reduction in the bus fleet. The municipal government 
reduced the bus fleet, and moreover so that the peak hours the buses wouldn’t be 
even more full, the increased the number of supervisors. So they have people who 
push people who are stopped at the bus stop so that the bus can leave,” 
[translation by author].31 

 

 Jonathan mentioned some of same issues also mentioned by Fabiana: confusing 

policy changes from one administration to the next, violence within bus terminals/stops, 

and the Bilhete Único. Unlike Fabiana, he seemed to feel that the original Bilhete Único 

system was an improvement over the old system, but he admitted that under the new 

administration that the Bilhete Único program seems to have suffered some cuts.  

Joana focused mainly on a cycle of violence perpetuated by transportation 

challenges in the Zona Sul. She argued, 

“I think it’s a great cause in violence. That’s what I would say about the 
transportation system. Because you cannot stand, I mean people can’t get up at 
4:30 in the morning and stand and wait in line for a bus, stand on those buses you 
know where your head is in someone’s armpit or their…You know, everything is 

                                                
31 Original Portuges quote: “No governo da Marta houve uma inciativa: o primeiro foi aumento da frota, 
segundo obrigatoriedade para os onibus circularam ao maximo 5 anos, e terceiro implimentação do bilhete 
unico. Essa tres metidas juntas permitirem que, primeiro as pessoas possam circular na cidade com um 
pouco mais de qualidade, e com relação ao Bilhete Unico, ele permite que as pessoas se locomovam, 
porque por exemplo uma pessoa que precise deslocar para o zona sul para o zona leste se deslocando de 
onibus precise pegar 3 ou 4 onibus, então até o chegado do Bilhete Unico, a pessoa precise pagar quatro 
passagens. Então, a pessoa não pode se deslocar para onde se precisa porque ela não tem dinheiro. O BU já 
permite que, com a unica tarifa,  a pessoa pode pegar uma quantidade de 4 onibus. Quando acabo o 
governo da Marta, vão sofrir mudanças no sistema do BU então vai ter uma redução de horas, nisso vai ter 
algumas medidas que vão limitar o uso desse recurso, não tem sido mais comparada ao questão de 5 anos 
de onibus, então se começa ver de novo circulando onibus velhos, onibus não tem mais a data de fabricado 
para ver quanto tempo ele está usado, e também foi reduzido a frota de onibus. A prefeitura foi reduzindo a 
frota de onibus, e alem disso para como nos horarios de pico os onibus não ficam cada vez mais lotados, 
eles aumentaram o numero de fiscais (supervisor). Então se tem pessoas que empurraram as pessoas que 
estão paradas dentro do ponto de onibus para que o onibus poder sair.” 
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going on… and do the same thing at night after working all day, and not come 
home and feel like they want to scream.” 

 
 Joana’s argument about the cycle of violence perpetuated by transportation 

policies is an interesting argument. Many of the observations and claims about the 

transportation network and accessibility in the Zona Sul that have made by residents and 

those who work in the community fit into the framework of spatial inequality. Joana’s 

argument takes spatial mismatch theory even further by claiming that the challenges 

faced by the community have actually increased violence in the community, and 

therefore decreased the quality of life even further. If spatial mismatch and accessibility 

limitations are increasing violence in the community, this is even more of an incentive to 

fix the system. 

CONCLUSIONS 
Everyone, both residents and NGO staff who were interviewed as part of this 

study, had an opinion on transportation and accessibility for people who live in the Zona 

Sul. In terms of mobility and access, both residents and NGO employees cited specific 

examples of either personal stories or those of family members who have difficulty 

commuting to their place of employment. These stories were generally characterized my 

early morning commutes, high travel times, poor treatment from government employees, 

safety concerns, crowded and uncomfortable trips, a disconnected network, and stress.  

Those interviewed also described a low level of access to basic services that affect the 

quality of life: education, health, and recreation. Based on the plethora of spatial-

temporal constraints on accessibility cited by this sample of people, accessibility could 

therefore be characterized as low in these districts in the Zona Sul. Jardim Ângela, in 

particular, seems to struggle the most with accessibility and mobility; this is based on 
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both the qualitative interviews and the quantitative study. The sample of people might 

have been biased, however, because most were somehow affiliated with NGOs working 

in the community to increase public participation and public power. There was not one 

person who spoke highly of the transportation network, though, and even transportation 

officials admitted to a lack of adequate service in the region.  

Most of the people interviewed also had plenty of negative things to say about the 

municipal government and their actions with regards to the region, especially in terms of 

services. Many people thought that urban planning was completely lacking in the region, 

and cited the inadequate infrastructure as a reason for this belief. There also seemed to be 

a general feeling that improvements in the community came as a result of community 

organizing and public action, rather than government initiatives. Infrastructure and 

service improvements only occurred after much complaining and demonstrations on 

behalf of the community in the region, according to those I had the opportunity to speak 

with. On that same topic of government policies and improvements, many of the 

“improvements” in the transportation network in the region seem to come at the expense 

of accessibility. For example, the inauguration of the metro seemed to cause a change in 

the bus routes as well as a decrease in the bus fleet, and the arrival of the Bilhete Único 

meant the end of bus terminals in the region where passengers did not have to pay to 

change buses. Even further, some of those interviewed claimed that policies enacted by 

the government actually perpetuated a cycle of violence in the community. This 

complicated relationship that citizens and workers in the Zona Sul have with the 

municipal government is not only in the realm of transportation but also extends to access 

to employment, adequate health care, adequate education, child care, and public 
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recreational opportunities in the region. The fact that most of these residents are low-

income, and many of them are people of color, fits into the framework of social exclusion 

and spatial mismatch, showing us that there is indeed a spatial mismatch occurring in the 

Zona Sul of São Paulo. 
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CONCLUSION 

 
The history of planning in São Paulo can be characterized as the systematic 

removal of poor and vulnerable persons from the desirable parts of the city. These sectors 

of the population were told to head into the periphery, where there was no existing 

infrastructure, because that was where they could construct their homes on inexpensive 

land. The municipal government did not seem to care what was going on in the periphery, 

as long as those who lived there were still able to work in the city’s factories, civil 

construction, and as domestic workers in the homes of the wealthy and middle class 

paulistas in the city center. Prestes Maia’s Plano de Avenidas allowed the city to follow 

this pattern of development. 

As São Paulo grew and expanded chaotically during the latter half of the 20th 

century, the need for another comprehensive plan became clear. The periphery was 

growing at an explosive rate, and the city’s existing infrastructure was insufficient to 

support the millions of people living within the municipal boundaries. The public 

transportation system, specifically the bus and train network within this system, was 

moving millions of people from the periphery of the city into the center to work on a 

daily basis, but the transportation system was crowded and unsustainable throughout the 

20th century. 

Spatial analysis studies of the entire city of São Paulo have identified the periferia 

as the area with the highest social exclusion in the city. Residents of the periferia have 

some of the lowest accessibility and mobility scores in the city, and are also some of the 

most vulnerable populations in the city. This study has used spatial analysis techniques, 
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linking accessibility with social vulnerability in order to locate areas in the city that 

experience, and are most vulnerable to, spatial mismatch. Through this analysis of 

sociodemographic and travel survey data, the Zona Sul was identified as the region that 

suffers the most from spatial mismatch. 

The city developed the Plano Diretor in 2004 to update the infrastructure and 

manage the great megalopolis of São Paulo, enacting Strategic Regional Plans that focus 

on each of the Subprefeituras in the city. The Strategic Region Transportation Plans for 

the Zona Sul call for upgrades to existing roads in the region.  The plans also create goals 

for improvements to the bus and rail networks in the region. These transportation plans 

fall short, however, of addressing the needs of the millions of people who live in the 

region. The majority of these people have to travel long distances on uncomfortable and 

crowded roads, buses, subways and trains in order to work or receive adequate health 

care. Some of these people feel socially excluded from the rest of the city, and have 

experienced prejudice as a result of where they live. 

In São Paulo’s case, spatial mismatch puts a serious demand on the transportation 

infrastructure in the city as the population living in the periphery continues to grow, with 

no sign of stopping.  Spatial mismatch has created many challenges for São Paulo’s 

transportation planners as they struggle to accommodate the increase in demand for 

transportation and improve access to opportunities in the city center. Personal interviews 

with transportation planning officials inform the discussion on the challenges for 

transportation planning in a spatial mismatch situation.   

Personal interviews with community members provided the qualitative 

descriptions of accessibility and mobility challenges in the Zona Sul. Residents struggle 
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with access to employment opportunities, education opportunities, health services, quality 

public transportation, and opportunities for recreation and leisure. These opportunities 

and services are more limited in the periferia, and although recent improvements have 

been made the overall accessibility is still quite low in comparison to the rest of São 

Paulo. Mobility is also limited in the Zona Sul for a variety of reasons, including the 

quality of public transportation, the extensiveness of the network, severe congestion, and 

the quality of the streets and sidewalks.  These mobility challenges interact with and 

further exacerbate the already extreme accessibility challenges.   

These limitations on accessibility and mobility would be difficult for any 

population to deal with, but the problems are further complicated by the fact that the 

majority of those who live in the Zona Sul are some of the most vulnerable groups in São 

Paulo. The majority of the population is low-income, and therefore ends up paying a 

large percentage of their income on transportation costs. The majority of the population 

in the Zona Sul is also Afro-descendant, and suffers from discrimination at the hands of 

potential employers and the police on top of the prejudice they encounter as a result of 

being from the periferia. Many of the commuters from the region are mothers who are 

the head of their household, who experience higher limitations to accessibility due to the 

time constraints of managing work and the schedules of their children.  

This study finds that accessibility and mobility in the city are limited for those 

who live in the periferia of São Paulo, and specifically the Zona Sul. According to both 

quantitative data as well as qualitative descriptions from people who live and work in the 

Zona Sul, the problems and challenges that residents face can be described as spatial 

mismatch, taking on a different form than the spatial mismatch found in cities in North 
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America. This spatial mismatch comes as a direct result of government policies 

throughout the history of São Paulo, and will continue unless planners and policy makers 

in the city take action to correct these inequalities. 

When the government does not provide enough resources for a community, the 

people improve their situation through organizing themselves.  In the Zona Sul, residents 

have done exactly this: improvements to basic services in their community have occurred 

as a result of community organizing. People from the region have organized in order to 

have health care in their community, are organizing to have adequate transportation, to 

have a right to stay where they live, to have a place to work near where they live, to have 

access to daycare where they live, and to have access to affordable entertainment and 

recreation where they live.  

This study is by no means extensive, as it has only engaged with a small number 

of the people who reside and the people who work in the Zona Sul. The author’s intention 

is not to make sweeping statements about inequality in Brazil, or even in the peripheral 

areas of São Paulo, but simply to allow some of the community members from these 

districts in the Zona Sul to speak about the difficulties they have in terms of access to 

adequate services. Further research needs to be done on government policies to deal with 

issues of spatial inequality in São Paulo. Transportation planning alone cannot solve 

these problems; there needs to be an integration of transportation planning with land-use 

planning, as well as direct government intervention into the free-market in order to 

protect those who are most vulnerable in the current system.  
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APPENDIX A 

 

STEP BY STEP SPATIAL ANALYSIS METHODOLOGY 
 

The vulnerability analysis conducted in the spatial analysis section was based on the 

“Social Exclusion/Inclusion” collaborative study between PUC-SP, Inpe, and Instituto 

Pólis, mentioned in Chapter 1. Four of the maps from the São Paulo City Government are 

visible below in Figure A, followed by the specific methodology steps conducted for the 

spatial vulnerability analysis for this study. 

 

Figure A Map of Social Exclusion/Inclusion according to Dimensions Analyzed 

 



 137 

I. Initial Steps: 

1) Project all data sets into common projection system (UTM-GCS 1984 23S). 

2) Create master table with data from Tables 1-18 to be joined with shapefiles in 

ArcMap, referencing zone numbers with the 96 districts and then summing the zone data 

for each district to create district level data 

1. Zones by number  

2. Automobile ownership  

3. Number of Jobs per zone 

4. Education attainment by zone 

5. Income level distribution 

6. Population by gender 

7. Average trip time 

8. Total trips produced by zone 

9. Trips on foot produced by zone 

10. Trips on bicycle produced by zone 

11. Trips on bus produced by zone 

12. Trips on metro produced by zone 

13. Number of families per zone 

14. Car driving trips produced by zone 

 

3) Join table with Districts shapefile in ArcMap. 

 

II. Reference Maps 
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A. Index Map and Brazil Map 

1. Add shapefile for metropolitan region 

2. Add shapefile for metropolitan area 

3. Add shapefile for state of Sao Paulo 

4. Add shapefile for country outline 

5. Symbolize City boundaries so as to distinguish it from Region and State 

6. Symbolize State boundaries so as to make it identifiable within larger map of the 

country 

 

B. City Demographics 

1. Population 

a. Add Districts shapefile 

b. Symbolize by population  

2) Income 

a. New Dataframe 

b. Copy Districts shapefile into frame 

c. Symbolize by income 

3) Education Attainment 

a. New dataframe 

b. Copy Districts shapefile into frame 

c. Symbolize by educational attainment 

 



 139 

C. Employment Statistics 

1) Number of Jobs per District 

a) New dataframe for jobs/district and jobs/person per district 

b) add Districts Shapefile 

c) symbolize by number of jobs in each category 

 

III. Analysis Maps 

A. Travel Data by Mode 

1) Trips on Foot Produced by zone 

a) add shapefile 

b) symbolize by density of pedestrian trips 

c) identify areas where highest density of peds 

2) Bicycle Trips Produced by zone 

a) add shapefile 

b) symbolize by density of bicycle trips 

c) identify areas with highest density of bicycle use 

 

3) Bus Trips Produced by zone 

a) add shapefile 

b) symbolize by density of bus trips 

c) identify areas with highest density of transit use (transit dependent population) 

 

4) Metro Trips Produced by Zone 
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a) add shapefile 

b) symbolize by density of metro trips 

c) identify areas with highest density of metro use (best access to metro system, bus 

dependent population) 

 

5) Car (driver) Trips Produced by zone (cars and motos) 

a) add shapefile 

b) symbolize by density of individual trips 

c) identify area with lowest density of individual trips (least auto access) 

 

5) Automobile Ownership 

a) add shapefile 

b) symbolize by density of automobile ownership (no car/total families) 

c) identify areas with lowest density (least auto access, might correspond with income) 

 

6) Total Trips/Mobility Index 

a) add shapefile 

b) symbolize by total number of trips in each zone by population 

c) identify areas with lowest mobility index 

 

B. Average Trip time by Mode and Zone (produced) 

1) Public Transit 

a) add shapefile 
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b) symbolize by trip time 

c) identify areas with longest trip times (suffering most from inadequate transit, furthest 

from destination, presumably) 

2) Individual 

a) add shapefile 

b) symbolize by trip time 

c) identify areas with longest trip times (highest suffering, furthest from destination, 

theoretically) 

3) Walking 

a) add shapefile 

b) symbolize by longest trip times  

c) identify areas with longest trip times (highest suffering, furthest from destination and 

least access to transit, car or bike presumably) 

4) Bicycle 

a) add shapefile 

b) symbolize by longest trip times 

c) identify areas with longest trip times (highest suffering, furthest from destination and 

least access to transit or car, presumably) 

 

C. Most affected by inadequate transportation: Vulnerability Assessment 

1) Vulnerability analysis: where transportation network is most limited 
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a) Use “editor” to create fields for each of the criteria (average time for walking 

trips produced, density of walking trips produced, density of bus trips produced, density 

of automobile non-owners, mobility index) 

b) Create raster files using “convert features from raster” tool for each of 5 

criteria/features: Density of Walking Trips Produced, Mobility Index, Density of 

Bus Trips Produced, Density of Automobile Non-owners, and Average Walk 

Time 

c) Reclassify to ensure all files have same settings 

d) Reorder values to fit data and delete “No Data” fields 

e) Use raster calculator to combine values and make data permanent 

f) Convert new combined raster file to shapefile: spatial analyst – convert – raster 

features 

g) Give different weight (DensWalk=20%, MobIndex=20%, DensBus=20%, 

DensNoCar=30%, AvgWalkTime=10%) and combine them 

h) Highlight least accessible areas in the city (most vulnerable to social exclusion 

due to limitations in transportation network) 
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APPENDIX B 

 

SAMPLE INTERVIEW A: ENGLISH 

Non-structured interview with Professionals 
I) Overall purpose of agency or organization & relation to environmental suffering 

1) What is the overall purpose of your agency or organization in relation to the 

community in question? 

2) How do you work to alleviate injustice and inequality in the city? 

3) Do you work with the community to increase transportation access in a 

particular way? Please elaborate. 

  

II) History & politics of transportation planning in São Paulo 

1) What is your understanding of the history of this community within the city? 

2) What is the relationship between this community and the municipal 

government? 

3) Are there politics surrounding the issue of transportation planning with regards 

to this community? Please explain. 

4) Has the community experienced inequality and limited access to transportation 

in the past? Please explain. 

 

III) Understandings & perceptions of environmental justice and inequality 
1) Do community members feel isolated within the city? Please explain. 

2) Are community members able to freely move about the city to do their daily 

activities? Please explain. 

3) Do you feel that the current transportation system (this includes roads, 

sidewalks, buses, metro, and trains) limits the mobility of residents of the 

community? Please explain. 

 

IV) Community responses to transportation accessibility and equality 
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1) Does the community currently experience limited transportation access in any 

way? Please elaborate. 

2) Do community members have difficulty accessing employment opportunities, 

recreational opportunities, health services, or education opportunities? Please 

elaborate. 

3) Are you limited by transportation in your work with this community? Please 

explain. 

4) What are some of the challenges faced by this community? 

 

V) Questions of vulnerability or marginalization of Afro-Brazilians 

1) If you feel the community is isolated, do you think that racial relations in the 

city are part of the reason for this isolation? Please explain. 

2) Is there a relationship between social inequality in the city and racism? 

2) Is there a link between racism and transportation access?  

 

VI) Networking with other rights based movements or organizations 

1) Are there other people from your organization that would be a valuable 

resource for this study? 

2) Do you know of members of other organizations that would be important for 

me to interview for this study? 

3) Are there any community members that you know who would be good to 

interview and might be interested in participating in this study? 
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SAMPLE INTERVIEW B: ENGLISH 

Interview with Transportation Planning Officials/Architects/Scholars 

 
I) Position of individual and role of office/agency 

 

 1) What is the role of this agency? 

2) What is your position within this agency? 

3) What influence does this agency have on transportation planning and 

development in the city? 

4) Do you personally influence transportation planning and development in São 

Paulo? How? 

 

II) Ridership trends and public transit access 

 
 1) Could you give a brief history of transportation planning in São Paulo? 

2) Are there any communities or neighborhoods that have experienced limited 

transportation access in the city? 

3) Are there currently any communities or neighborhoods that experience limited 

transportation access in São Paulo? 

4) Do you have access to data on ridership for different bus, train, and/or metro 

lines in the city? 

5) Which lines (bus, trains, and/or metro) currently experience the highest levels 

of ridership?  

6) Which lines (bus, train, and/or metro) currently experience the lowest levels of 

ridership? 

6) Do you have access to GIS files that show the transportation system (roads, 

highways, train lines, bus lines, metro lines)? Would you be willing to share those 

files with me for this project? 

7) What are the future plans for transportation development in the city?  
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III) Role of accessibility and equity in transportation planning and development 

  
1) Does your agency take income level of different neighborhoods serviced into 

account when planning for future transit? Please explain. 

2) Do you feel that the current transit system is equitable? How could it be 

improved? 

3) Are there plans to improve public transportation access for low-income 

communities so that they can better access employment opportunities? 

4) What are some of the challenges you current face with regards to transportation 

planning and development in São Paulo? 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 



 147 

SAMPLE INTERVIEW C: PORTUGUESE 

Entrevista com Residente da Comunidade 
I) Hisória Pessoal com a Comunidade 

 1) Quantos anos você já ha morado na comunidade? 

 2) Sua família mora na comunidade? 

 3) Qual é sua relação com a comunidade? 

II) History of community 

 1) O que papel tem o estado no estabelecimento da comunidade? 

2) Lhe parece que a vida nesta comunidade melhorou durante a sua vida? Explique, por 

favor. 

3) O que é o caráter da comunidade 

 -nível de renda?, sexo, idade, famílias, raça? 

III) A Vida Cotidiana na Comunidade 

1) Há oportunidades para trabalhar na comunidade? Perto? O que é a qualidade dessas 

oportunidades para trabalhar? 

2) Há lugares para comprar comida, restaurants, supermercados na comunidade? Perto? 

O que é a qualidade? 

3) Há oportunidades de lazer para crianças (centro cultural, prancha para jogar futeból, 

capoeira, parques, etc) na comunidade? Perto? O que é a qualidade? 

4) Há oportunidade de lazer para adultos na comunidade? Perto? O que é a qualidade? 

5) Existem locais de serviço de saúde? Perto? O que é o qualidade? 

6) Existem escolas na comunidade? Todos os niveis (básica até faculdade?) Perto? O que 

é a qualidades das escolas? A maioria são privadas ou públicas? 

IV) Os bens e desafios que a comunidade tem que enfrentar  

 1) What do you feel are the assets of your community? Please explain. 

2) What are some of the challenges that your community needs to overcome? Please 

explain. 

3) How could life in your community be improved? 

 4) Is your community safe? Please explain. 

V) Viagens Cotidianos e Acesso/Mobilidade 

8) Trabalho: quantos vezes numa semana você vai? 

i) Onde fica o seu trabalho? 

ii) Qual modo de transporte (pé, ônibus, trén, metro, carro, bicicleta, moto)? 
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ii) Uma viagen dura quanto tempo? 

9) Comida: quantos vezes numa semana você vai comprar comida?  

i) Aonde? 

ii) Qual modo de transporte (pé, ônibus, trén, metro, carro, bicicleta, moto)? 

ii) Uma viagen dura quanto tempo? 

10) Lazer: quantos vezes numa semana você vai fazer atividade de recreação?  

i) Aonde? 

ii) Which mode of travel do you use on each of these trips (walk, bus, train, 

metro, car, bicycle, motorcycle)? 

ii) How long does each of these trips take, on average? 

11) How many times per week do you participate in health service activities?  

i) Where?  

ii) Which mode of travel do you use on each of these trips (walk, bus, train, 

metro, car, bicycle, motorcycle)? 

ii) How long does each of these trips take, on average? 

12) How many times per week do you go to school?  

i) Where is the school located? 

ii) Which mode of travel do you use on each of these trips (walk, bus, train, 

metro, car, bicycle, motorcycle)? 

ii) How long does each of these trips take, on average? 

 13) Is there anywhere else that you regularly go to every week? 

  i) Where? 

ii) Which mode of travel do you use on each of these trips (walk, bus, train, 

metro, car, bicycle, motorcycle)? 

ii) How long does each of these trips take, on average? 

14) O que você acha da qualidade de transporte para uma pessoa que mora no seu 

bairro ou sua comunidade? 

 15) Outros comentários? Perguntas? 
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