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Preface

André Trigueiro

Among all the emerging themes of the 21st century, one of the most
important and strategic for the promotion of quality of life on the planet
is sustainable mobility. How can we plan the daily commutes of people
(especially in cities) in the smartest way possible and at a low cost, with
agility, reduced pollutants emission, creating health and wellbeing? The
prevailing model of urban planning in Brazil - in the few cities where
this happens — has moved the citizen away from his workplace, has not
invested enough in public transportation and has prioritized the use of
the available limited resources on road networks for cars circulation
(favoring the smaller portion of the population) and bus (which is not
considered public transportation as are train, subway and ferryboat).

The result is a node with the size of Brazil. In an urban country (85%
of Brazilians live in cities), we replicate as metastasis a failed model of
mobility that has already damaged even places where planning has
always been praised as their trademark, as are the cases of Curitiba and
Brasilia.

If we understand cities as living systems, it would not be an
exaggeration to say that the arterial compromise weakens the entire
organism. Long journeys back and forth cause fatigue and depression.
The greater the number of engines (stopped or at low speed in huge
traffic congestions), the higher the pollutants emissions, the greater the
number of sick people, the higher the cost with remedies or treatments.
In this vicious circle, successive governments have justified the
reduction in Imposto sobre Produtos Industrializados (IPI) [Tax on
Industrialized Products] in times of economic crisis aiming to rid
automobile manufacturers of the risk of accumulating further damage
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and firing the metal workers. It is strange to evoke the economic science
as justification for this, considering that numerous studies produced by
reputable economists (from IPEA, Firjan, among others) show in
tigures the millionaire losses imposed by the increasing traffic
congestions in cities like Sao Paulo and Rio de Janeiro.

Polemics aside, it is in this chaotic scenario that many cities around
the world have begun to review their concepts. It takes courage to
rethink the model and reorder priorities. In summary, it can be said
that the success rate of these new projects was proportional to the
reduction of the space reserved for cars. The interconnection of the
different modes of transport lending organicity to planning is another
common aspect to these cities that, without exception, paved the way
for the bicycles. The “skinny” will never be the solution to all problems
of mobility, but without a doubt, improvement in mobility includes the
bicycle. Amsterdam, Copenhagen, Seville, Bordeaux, New York,
Bogota, Medellin are some of the cities where one quickly realizes how
prestigious bikes are in their transport system. Around here, Rio de
Janeiro, Sdo Paulo, Curitiba, Fortaleza and Campo Grande stand out
due to the size of their bike paths, although there is still a long way to
go to make the cities friendlier and safer for cyclists.

It is important to say that the pedal group has been already
circulating since the end of the 19 century. Successive generations of
cyclists have witnessed the growth of cities and the popularization of
cars. But cycling activism is a new phenomenon, which has not been
sufficiently studied yet, a phenomenon that has given voice to a
movement that spreads itself in many directions and with the same
goal: the insertion of the bicycle in urban planning. The speech is
beautiful. In practice, many cyclists have literally died for believing in
this dream. One of the novelties brought by cycling activists was the
transformation of the pain of violent loss (in successive hit-and-runs)
into a mote to demand justice, respect and space. It has worked. The
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bike has become a symbol of resistance, counterculture, attitude in
favor of health and citizenship. It has exponentially increased the
number of Brazilians (cyclists or not) who began to see the bike as a key
player in the complex game board of sustainable mobility.

Some rulers have bowed to the ideals of cycling activism moved by
conviction or convenience. They have realized the cost of inaction, of
doing nothing again while the node of immobility grows and makes the
voters anxious. They have been surprised by bicycles counts - reliable
methods of measurement were used — in parts of the city where no one
had paid attention to that before. They have agreed to mobilize the
municipal technical body - especially their traffic engineers - to discuss
with cyclists about any possible adjustments in the projects.

The bike inspires innovation. It is the so—called governance. Ask an
experienced cyclist what he thinks of the layout of the bike path, the
finishing of the lanes, integration with other modes, the design of bike
parking racks, and he will have something interesting to say. As more
people get informed about what is at stake when the bike is formally
inserted in the transport system, the lower the risk of a systemic collapse
in urban mobility will be.

This book brings together relevant and unprecedented information
on the habit of cycling in 10 of the most important Brazilian cities. It is,
in fact, the first national-scale survey about the Brazilian cyclist profile
and his/her motivations. The reader goes along, hitch-hiking,
appropriating himself of revelations that make up a comprehensive
diagnosis on an apparently trivial act: riding a bike. On two wheels,
pedaling, a diehard group of Brazilians defies the many obstacles which
still arise along the way. But it is good to remind: it was worse. And the
future depends on people who will transform diagnosis into public

policy.
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Presentation d Knowledge production
for the promotion of bicycle mobility in
Brazil: possibilities and challenges

Victor Andrade

Juciano Martins Rodrigues
Filipe Marino

Zé Lobo

The panorama of urban mobility in Brazilian metropolises has become
more and more critical. On the one hand, our cities have faced a long
period in which no investments were made in public transport. On the
other, they have been affected by an explosive increase of individual
motorization. To a large extent, these factors have determined the way
we are currently moving.

The conditions of urban mobility in the country have worsened and
are currently easy to identify. In this scenario, portraying the last twenty
years, the pioneer study of Rafael Pereira and Tim Shwhanen stands
out. Conducted with data from Pesquisa Nacional por Amostra de
Domicilios (PNAD) [National Household Sample Survey] of the
Instituto Brasileiro de Geografia e Estatistica (IBGE) [Brazilian Institute
of Geography and Statistics], the study shows an upward curve in
commute time in the main metropolitan regions of Brazil. At the same
time, data from the 2010 Census revealed significant differences
between these regions, highlighting the situation of the Metropolitan
Region of Rio de Janeiro, with the highest percentage of people whose
home-to-work commute time exceeded 1 hour, surpassing the
Metropolitan Region of Sao Paulo.

In this context, the subject emerges with intensity and frequency in
political and academic discussions and reaches another level. One of the
reasons that brought this subject nearer the center of the debate on the
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future of urban society in Brazil was the major role played by social
demands in the so-called “June Days”, a series of demonstrations that
started in June 2013, triggered by urban transport issues.

Since then, much has been talked about the challenges and solutions
to urban mobility issues, especially those that negatively focus on the
social and environmental dimensions of urban life. The overcoming of
the serious mobility issues in our cities inevitably involves active
transportation — understood as cycling and walking — and its key role
in the construction of socially fairer and more sustainable cities.

Thus, focusing on cycling transport - without discarding its
interface with other means of transportation - this book aims to present
and discuss the results of the first Brazilian nationwide survey on the
motivations and challenges of bicycle use as a mode of urban transport,
a survey conducted in 2015.

This survey entitled the Brazilian Cyclist Profile was carried out
through a partnership between the NGO Transporte Ativo, the
Laboratério de Mobilidade Sustentdvel (LABMOB) [Sustainable
Mobility Laboratory] of the Post-Graduation Program in Urbanism
(PROURBY) of Universidade Federal do Rio de Janeiro (UFR]) [Federal
University of Rio de Janeiro] and the Observatério das Metropoles
[Observatory of Metropolises], a national research network
headquartered in Instituto de Pesquisa e Planejamento Urbano e
Regional (IPPUR) [Institute of Urban and Regional Planning and
Research] at UFR]. This is the first Brazilian survey on the profile of
urban cyclists with national scope and fills important gaps due to the
scarce knowledge about bicycle users and the bicycle as a mode of urban
transport in Brazil.

From this national survey, it was possible to observe the reality of
cyclists in ten cities located in different regions of the country, thus
seeking a greater national representation. The cities were chosen taking
into consideration their geographical position and their operational
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capacity to help supporting the questionnaire application. In each city,
about 0.015% of the total population was interviewed. The cities were:
Belo Horizonte, Niterdi, Rio de Janeiro and Sao Paulo in the Southeast;
Porto Alegre in the South; Aracaju, Salvador and Recife in the
Northeast; Brasilia in the Midwest and Manaus in the North.

Inspiration for the survey emerged from the project called
“Bikeability” - the largest survey ever developed in Scandinavia on
demographics of cyclists and their motivations and locomotion
behaviors'. Data collection and analysis strategies also had as main
reference this project, which, over four years, raised the profile of the
Danish cyclist and sought to better understand their main motivations
for adopting the cycling modal in intra—urban commutes. In addition,
the survey also used data from the Benchmark Reports, Alliance for
Biking and Walking, the book entitled Bicycle Account Guidelines
published by the League of American Bicyclists, the city of Copenhagen
account, and the 2014 Bicycle Account of Bogota, produced by the
NGO Despacio, headquartered in Bogota.

In Brazil it is possible to identify some isolated research on the
cyclists’ profile of the major Brazilian cities, such as Rio and Sao Paulo,
drawn up by research institutions and organizations related to the
promotion of this mode. However, until now, no survey had been
conducted with this scope, contemplating common axes and research
guidelines, although important initiatives to gather information on
bicycle mobility had already been carried out as A bicicleta no Brasil -
2015 [Bicycle in Brazil - 2015], a book organized by Unido de Ciclistas
do Brasil (UCB) [Brazilian Union of Cyclists].

Despite its central importance, we must acknowledge the existing
scarce knowledge about active transportation in Brazil, especially on
the profile, motivations and difficulties faced by cyclists, including

! ANDRADE, V.; HARDER, H.; JENSEN, OLE B.; MADSEN, J. Bike Infrastructures.
Aalborg, Denmark: Aalborg Universitet; TUDelft, 2013.
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difficulties from the academia. This scenario presents a great challenge
for the actors involved in the elaboration and implementation of urban
policies addressed to this mode of transport. The work of Gehl
Architects (2004) discusses data abundance on motorized transport
and the presence of technicians specialized in traffic engineering
dealing with these data in local governments. Conversely, there is data
scarcity on active transportation.

The situation in the Brazilian case is similar. Nonetheless, the
national survey on the Brazilian Cyclist Profile was designed to
positively contribute to a change in this scenario. The survey sought a
better understanding of active transportation in Brazil and helped in
the construction of a national network of researchers who used a
uniform methodology addressed to facilitate this understanding.
However, it is essential to recognize that the knowledge produced on
active transportation in Brazil, although still scarce, mostly results from
the efforts of society organizations involved in the struggle for bike
mobility in the country.

The national survey on the Brazilian Cyclist Profile is the first
national scale survey on the cyclist profile and his/her motivations. The
survey was held during the months of July and August and involved the
participation of more than 100 researchers.

In addition to Transporte Ativo, responsible for the survey
coordination, other nine civil society organizations directly
collaborated with the survey, either through coordination at each
location, questionnaire elaboration, data collection and tabulation. The
following organizations were involved: Ciclo Urbano (Aracaju), BH em
Ciclo (Belo Horizonte), Rodas da Paz (Brasilia), Pedala Manaus
(Manaus), Mobilidade Niteréi (Niter6i), Mobicidade (Porto Alegre),
Ameciclo (Recife), Bike Anjo (Salvador) and Ciclocidade (Sao Paulo).

Thus, it is worth noting that the conduction of this survey and the
elaboration of this book deeply relied on the main role played by these
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organizations, whether in discussions, whether in mobilizations
claiming for another model of city by promoting the bicycle as a means
of transportation. That is, this survey is the result of the energy of
hundreds of cyclists who are on the streets every day to go to work,
school, meet friends or shopping, but who have now systematically met
with the aim of knowing who they are and what they think.

About 5000 cyclists were interviewed in ten cities in different
Brazilian regions: Aracaju, Belo Horizonte, Brasilia, Manaus, Niterdi,
Porto Alegre, Recife, Rio de Janeiro, Salvador and Sao Paulo. Since the
existing lack of reliable data on the number of cyclists in each city makes
it virtually impossible to design a sample with accurate statistical
criteria, the questionnaire application followed mechanisms that could
ensure the highest possible degree of the respondents’
representativeness in each city.

Firstly, the survey design aimed to contemplate the internal
territorial diversity of each location. In this way, the interviews were
also distributed in the urban fabric following the division of the city in
areas, called: central, intermediate and peripheral. These areas were
defined by each local group involved in the survey application.

In addition to this territorial orientation, the questionnaires were
applied to ensure female representation. The minimum percentage was
pre-defined and was based on data from the counts provided by the
civil society organizations responsible for the survey in each city.
Specifically, it was recommended for each local team that the
percentage of women interviews should not be less than the modal
division for bicycles in each city.

This procedure was adopted with the aim of ensuring a minimum
information collection about female cyclists, a necessity that became
more evident after the application of the test questionnaires, since
researchers reported the difficulty of interviewing women. Besides, due
to the nature of the target population, in which the respondent was in
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‘movement’, there was a great risk that the population of women would
become even more underestimated if there were no such
recommendation on the minimum approach. Such a control was
instrumental in securing the smallest possible risks in the interviewees’
selection.

It is worth highlighting that the survey sought to distance itself from
cycling as a leisure activity, therefore, the interviews were only carried
out on workdays. This methodological strategy was instrumental in
securing the central objective of the survey that was to collect
information on the use of bicycles as a means of transportation.

Moreover, the definition of the target population took into account
the limitations arising from the nature of this population (moveable
and infinite statistically), aiming to delimit, in the most accurate way
possible, who would be the informants: people who use the bicycle as a
means of transportation, i.e. “bicycle users who use the bicycle as a
mode of transport at least once a week; above 12 years old, who are
using, parking or pushing a bicycle”. In technical terms, this is the
analysis unit of the national survey on the Brazilian Cyclist Profile.
When joined together, they will compose the population of people who
use the bicycle as a means of transportation in each surveyed city.

In relation to the survey design, it is worth pointing out, finally, that
these stratifications and controls were performed to ensure greater
efficiency in the field survey, since — due to the peculiarity of the target
population — it was not possible to apply probabilistic sampling
techniques.

k%%
Currently, people riding their bicycles are more frequently seen in the
streets of the major Brazilian cities. Supported by data provided by the
national survey on the Brazilian Cyclist Profile, we can now know who
these people are, how many days they cycle in a week, what made them
start cycling or even what would make them cycle more. These are just
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some of the questions answered in this survey as a contribution to the
understanding of bicycle mobility in the country.

Besides the focus on the cyclist profile, the survey sought to capture
the motivation of the people for adopting the bike as a means of
transportation. With this book and the reflections conducted by local
specialists on the subject, we hope to further advance in this field
showing an interpretative approach in the search of relationships
between profile, motivation and other variables.

In addition to the variables comprised by the survey (socioeconomic
and demographic characteristics, for example), we sought to know to
what extent cycling, as a mode of transport, is related to other
explanatory elements in the context of each city, namely urban policy
guidelines, cycling policy, available infrastructure, geographical and
socio-spatial characteristics.

It is already known that despite some important advances, especially
those that took place in Sao Paulo, Brazilian cities are far from what is
considered the ideal active transportation system. The hegemonic
urban development standard is still car-centered, and cyclists and
pedestrians were placed in the background. This situation, as we have
already stated, has led our cities to a collapse and shows the urgent need
of an inflection in the Brazilian urban development model.

We believe that information and knowledge production about
bicycle use in the major Brazilian cities is an essential part in this
process, as it can qualify the discussion on the incorporation of active
transportation principles and guidelines in urban planning process.

This book intends not only to add more information and more
knowledge to the debate on bicycle mobility, but also to empower
society to seriously discuss new paths for urban mobility in the country.

The importance and richness of the reflections are shown in each of
the 12 chapters resulting from the effort and reflection of authors who
have deeply analyzed the survey outcomes. This richness lies in the
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diversity that arises not only from the obvious heterogeneity of the
Brazilian urban network, but also from the way the general subject was
approached in each city.

The book begins with a text on Belo Horizonte. In it, Carlos Edward
Campos, Guilherme Tampieri and Marcelo Cintra do Amaral seek to
understand, from the national survey data, the behaviors, motivations,
desires and perspectives of those who cycle in the capital of Minas
Gerais. In this city, male cyclists predominate, characterized by a low
level of education and by an income of less than three minimum wages.
Another interesting indication is that the cyclists of this city started
cycling more recently than the Brazilian average, in search of speed and
convenience.

In the second text of this compilation, Renata Florentino and Jonas
Bertucci analyze the survey data on Brasilia, focusing on the profile,
motivations, demands, behavior, and on the traffic evaluation made by
the people who adopted the bicycle as a means of transportation. In
addition to a perception of the cyclist’s behavior from an individual
point of view, they draw attention to the need to understand the social
and collective dynamics of the context.

In the chapter on the capital of the state of Amazonas, Leonardo
Aragio and Geraldo Alves de Souza point out some peculiarities about
bicycle use in Manaus. For example, the city reveals a higher use of
bicycles as a means of transportation when compared to the national
profile. They also emphasize that a considerable percentage of the city
industrial activity derives from bicycle production. Among the
conclusions, highlights are that the cyclist in this capital has been using
the bicycle for more than five years, spends more time in commutes and
uses the bicycle 6 to 7 days a week. However, cycling mobility issue still
remains a secondary issue in the city’s urban policies.

In the article entitled “Cycling mobility: convergence between the
urban and tourism”, Juliana de Castro, Luiz Saldanha and Fatima Edra
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analyze the relationship between bicycle, mobility and tourism in the
city of Niteroi, supported by data of the national survey on the Brazilian
Cyclist Profile. As they also focus on commuting for leisure, the authors
point out the relevance of the design of an integrated public policy
planning addressing bike use, which will benefit both the local
population and the city visitors.

In the text on the capital of Rio Grande do Sul — Porto Alegre -,
Laura Machado, Felipe Prolo and Cristiano dos Santos analyze and
contextualize the survey data on the national survey on the Brazilian
Cyclist Profile from the convergence of the different perspectives of
each author according to their field of expertise that involves
Architecture, Anthropology and Law. The authors focus on the survey
results, analyzing the relationship between activism and public policies
addressed to cycling. Finally, they highlight the challenges faced by
cyclists in Porto Alegre and the importance of activism for the
promotion of bicycle use.

A panorama on the cyclist of the capital of Pernambuco is provided
by the text of Mariana Oliveira da Silveira and Maria Leonor Alves
Maia. Supported by data from the national survey database on the
Brazilian Cyclist Profile, the authors’ analysis relates these data to two
other surveys carried out in the city of Recife. Between divergences and
convergences found in the three surveys, they conclude that cycling
infrastructure was the most prominent variable, considered by both
non-cyclists and cyclists a barrier to frequency in bicycle use. In the
article, they state that the increase in the number of cyclists of Recife
will be a consequence of public policies focused on the incentive of
bicycle use, with expansion of cycling infrastructure, traffic education
and increased public safety.

In an article about the city of Rio de Janeiro, Victor Andrade,
Juciano Rodrigues and Filipe Marino analyze the profile, commute
characteristics and motivations of the bicycle user in the context of the



18 |

city’s urban conditions. They emphasize that the profile of the Carioca
cyclist tends to be more popular, with a strong presence of workers and
people with less income and schooling. The issues, in turn, are
concentrated on cycling infrastructure deficiency, although they do not
fully inhibit the use of bicycles as a means of transportation in the city.

The same city is contemplated in the article of Rodrigo R. de Mattos,
Alziro Neto and Raul Bueno that discusses the importance of
knowledge produced under the national survey on the Brazilian Cyclist
Profile in light of the urban history of Rio de Janeiro. In “The
collaboration of cyclists for the construction of territoriality”, they
emphasize how deep the shift in the transport paradigm affected the
shape and use of the city, generating limitations for the use of the street
and, therefore, for the act of walking and cycling.

In Salvador, Maria das Gragas Pereira analyzed the motivations and
decision criteria for bicycle use, advantages and barriers to the
intensification of use, expanding the knowledge about the bicycle user
in the capital of Bahia. In addition, the analysis was contextualized and
complemented by data from other important national and regional
sources, which together corroborate the necessary inflection in public
policies so that they can undertake a process for re-dimensioning the
bicycle as an effective means of transportation.

The largest metropolis of Latin America is the subject of the analysis
in two texts. In the first one, entitled “Modal Migration: why we are
daily losing cyclists”, Daniel Guth presents a historical
contextualization of the bicycle and of urban mobility in Brazil from
legal milestones, the market and the access to the bicycle. From this
perspective, he focuses on the concrete example of the city of Sdo Paulo.
Among other aspects, Guth draws attention to the need to put an end
to the lack of respect on the part of motorized drivers and lack of traffic
safety. Finally, he highlights the urgent need to face the physical and
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symbolic barriers arising from the hegemony of motorization in the
country and in the city of Sdo Paulo.

In the second text on Sdo Paulo, Leticia Lemos, Marina Harkort and
Paula Santoro analyze the survey data from the national survey on the
Brazilian Cyclist Profile from the perspective of gender. They seek to
address female mobility by bicycle with the objective of discussing the
hypotheses about the reasons for the differences and similarities
between female and male mobility standards. In the article “Women on
their Bikes: how women cycle in Sao Paulo”, they show — among other
important findings — that women seem to be more recent supporters of
the bicycle, suggesting that they have been more influenced by the
recent policies of bicycle inclusion in Sdo Paulo.
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Chapter 1. Female and male cyclists 0
profile and challenges in Belo

Horizonte
Carlos Edward Campos
Guilherme Lara Camargos Tampieri
Marcelo Cintra do Amaral
Introduction

Who are the people cycling in Belo Horizonte? Which are their wishes
and needs which, if fulfilled, would encourage them to cycle more?
Those were just some of the questions that guided two surveys
involving female cyclists® and carried out in Belo Horizonte (BH) in
2015. The first to be mentioned is the national survey on cycling
entitled the Perfil do Ciclista Brasileiro [Brazilian Cyclist Profile] that
gave rise to the articles in this book, a survey conducted in the streets of
ten cities interviewing people on their bicycles. The other is the
Descobrindo como #BHPedala survey, entirely conducted on the
Internet by local actors.

This article seeks to compare, cross-check and confront some data
on who is riding a bicycle in the city of Belo Horizonte with the aim of
gathering material that will enable a deeper reflection on his/her profile.

2 The word “ciclista” in Portuguese (cyclist) means “who or the one who moves around
by bicycle” (HOUAISS; VILLAR, 2004). Because it is a noun comprising two genders,
male and female, it was used as always female (“a ciclista”) in the published Portuguese
version of this article when there was no explicit reference to which gender it related
(in Portuguese, it is the definite article that indicates gender, in works like this. We
advocate this practice as a (micro) political positioning that discusses the question of
gender, in total harmony with the spirit of article.
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The main goal is to bring quantitative and explanatory elements about
these people and, wherever possible, to conduct comparative analyses
with the collected data: between the two surveys, between this city and
the average in Brazil and between men and women.

Much has been said about the behaviors, motivations, desires, and
perspectives of who pedals. Quantitative research has the merit of
confronting ideas and explanatory hypotheses with data on the
interviewees’ profile and opinion. Frequency of use, age and gender,
among other variables, help to understand who pedals. Sometimes
these variables confirm common sense, sometimes they surprise us
raising questions that still need further investigation so that we can
better understand them. Inequality in mobility, especially in relation to
gender issues, is one of these cross-cutting topics that must be explored
since it has led to important debates, such as the one that took place in
the national meeting Bicicultura 2016° [2016 Byciculture], to which this
article contributes with some information and analysis.

Initially, we present a current panorama of the public policies and
cyclist movements to be confronted and complemented by the survey
results. Next, we present the survey data and corresponding critical
analysis, pointing to possibilities of using similar researches (or
complementary) both for cycling policies and the academy.

In the end, always important, we will draw our conclusions and
present issues to be explored in an attempt to record and understand
the history of the bicycle in Belo Horizonte, a history that we are proud
to be a part of.

3 Bicicultura [Byciculture] is an annual gathering of cyclists, whose 2016 edition was
held in Sao Paulo by the Unido dos Ciclistas do Brasil (UCB) [Brazilian Cyclists Union],
Associagao dos Ciclistas Urbanos de Sdo Paulo (Ciclocidade), [ Association of the Urban
Cyclists of Sao Paulo], Institute AroMeiaZero, Institute CicloBR with support from
numerous other institutions.
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Bicycle context in Belo Horizonte

In 2015, BH had 2,502,557* inhabitants in an area of 331.40 km?, with
an average population density of 7,167 inhabitants/km? With a
pleasant climate throughout the year, its average temperature is 21°,
with temperatures ranging between 16° and 31°, dry winter and rainy
summer. The city has a diverse topography with hills and river valleys,
which unfortunately today are almost all channeled and transformed
into deep valley avenues with evident environmental impacts on urban
drainage, but which are roads with very favorable conditions for
cycling.

In December 2014, BH had 1,632,215 vehicles, of which 1,320,212
were light vehicles (cars, vans and pickups) *> accounting for 80.9% of
the total, the second highest rate of motorization in the country only
after Curitiba (MOREIRA; DOURADO, 2013) and the second largest
number of cars per km? after Sio Paulo. Among the metropolises, the
Metropolitan Region of Belo Horizonte was the one that had greater
percentage growth between 2001 and 2012, according to an analysis of
the Observatério das Metropoles [Observatory of Metropolises] (2013,
p. 19), with a percentage higher than the national average, rising from
841,060 (2001) to 1,880,608 cars in 2012, showing an increase of 94,504
vehicles per year.

According to the latest Origin and Destination Survey (BHTRANS,
2016a, p. 142), people residing in the capital performed 24,460 bike
trips in 2002 and 26,217 in 2012°, with a growth of about 7.2% in the

* Source: Instituto Brasileiro de Geografia e Estatistica (IBGE) [Brazilian Institute of
Geography and Statistics] (2015).

5 Source: BHTRANS (2015).

¢ In the Origin and Destination Surveys, the concept of frip corresponds to the
commute of a person who only used the bicycle, and route corresponds to every
commute using a bicycle, even when the person uses another mode of transport. Data



23|

use of bicycles within ten years. However, with the growth of trips in
the other modes, the percentage of bike trips in Belo Horizonte between
1992 and 20127 showed the following variations: 0.3% in 1995, 0.7% in
2002 and 0.4% in 2012. According to this indicator, the Plano de
Mobilidade Urbana de Belo Horizonte (PlanMob-BH) [Urban Mobility
Plan of Belo Horizonte], completed in 2010, pointed that the goal for
2020 was 6%. In its review, still ongoing and in debate in June 2016
(BHTRANS, 2016b, p. 8), this goal has been deferred to 2030,
considering intermediate goals of 2% (2020) and 4% (2025). Besides,
one of the goals is also to increase the number of bike trips in commutes
with a travel distance of up to 8 km.

In 2012, Belo Horizonte still had 8,392 intermunicipal bike trips that
made the connection with other MRBH municipalities. Thus, total bike
trips, including municipal and intermunicipal cycling, reached 34,609
in 2012, thus showing an increase of 24.2% in the decade as the numbers
reached 27,858 in 2002, according to BHTRANS (2016, p. 142).

Considering the totality of bike trips in the survey carried out in
2012, 93% of these trips were made by men, a result that outnumbered
2002 (84%). In addition, the Origin and Destination (OD) survey
conducted in 2012 recorded the trips motivations, shown in Chart 1.1,
in which one can see how diverse bike use in everyday life is.

collected by the survey on route (24,539 in 2002 and 26,351 in 2012) show that there
was very little integration, 79 and 134 in 2002 and 2012, respectively.

7 Data provided by Observatério da Mobilidade Urbana de Belo Horizonte [Belo
Horizonte Urban Mobility Observatory]. Available at: http:
//www .bhtrans.pbh.gov.br/observatorio. Accessed June 21, 2016.
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Health; 0% Leisure; 7%
Other; 10%

Private
businesses; 2%

Taking
another
person; 3%
Study; 9%

Work; 63%
Shopping; 5%

Chart 1.1. Reasons for bike trips in the 2012 Origin and Destination Survey. Source:
BHTRANS (2016, p.145).

In relation to cycling distances, BHTRANS (2016a, p. 148-151)
notes that most bike trips are shorter than 6 km, accounting for 95% of
those recorded in the 2012 OD Survey, and 83% are shorter than 3 km
(mostly in the Pampulha, Venda Nova and Northern areas that
concentrate 63% of these trips) and 12% cover a distance between 3 and
6 km (mostly in the Pampulha area, followed by the Northeastern and
Venda Nova areas).

It is worth emphasizing that data on bicycle commutes collected in
these surveys should always be carefully analyzed. Considering that the
number of bike trips in BH is still small, less than 1%, the margin of
error® is proportionately larger. However, this does not mean that we

8 Origin and household destination surveys are conducted on a sample basis, aiming to
collect information on the overall daily commutes of each household. Thus, the
prevalent modes and the desire lines (each origin-destination pair of each spatial unit
defined in the survey, usually aggregated in larger spatial scales and associated with the
number of trips) are more precise since they reproduce larger numbers in the sample
and in the sample expansion.
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cannot use these data in the way we use them here since they are
important data for planning and management that few Brazilian cities
have. Given this, they can be used to compare some numbers found in
the two surveys that will be analyzed next, always having in mind that
these numbers were collected four years ago, and recent changes
(especially the implementation of more bike lanes and the Bike BH,
which is a Belo Horizonte bicycle-sharing system) may have changed
this panorama.

Public policies: from the bicycle to the car (and back to the bicycle)

The reality of the bicycle in Belo Horizonte is directly linked to the
confrontation of a speech very convenient for some political sectors: the
topography of the city does not favor bicycle use. For many years it was
heard - and still some say - that this was the main limiting factor for the
widespread bike use as a mode of transport in the city. Olivier Razemon
(2014) establishes the importance of topography by quoting a survey
conducted by the Deutscher Fahrrad - Club (ADFC - the Association of
German Cyclists) that evaluated aspects of cyclability of German cities
(from the metropolises to medium-sized cities):

The agglomerations (cities) of the study showed an enormous
diversity in terms of the political parties that govern them, their
size and topography. Contrary to well-rooted ideas, flat cities are
not necessarily more prone to cycling. Nuremberg and Dresden,
which are relatively mountainous areas, are better evaluated by
local cyclists than Colony and Liitbeck, cities that are completely
flat (RAZEMON, 2014, p. 119, our translation).

We believe that the repetition of that outdated speech turns a blind
eye to one fact: bicycles have always been present in the urban culture
of the state capital.
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Amaral (2015, p.p. 189-200) analyzes the history of Belo Horizonte
focusing on mobility. According to him, the city, planned and
inaugurated in 1897, with urban-inspired reforms conducted in Paris
by the Baron of Haussmann, shows an initial history marked by active
modes. Before the trams and automobiles, in addition to pedestrians,
bicycles already had a place (still as a sport) with the foundation of the
Velo Club in 1898, the year that the first bicycle race was carried out in
the city (PENNA, 1997, p. 53).

However, in the history of the means of transportation in the city,
“we can say that there is a blind field in relation to the walking mode”
(AMARAL, 2015, p. 193) and, by extension, to bicycle use, although it
seems clear that for both the richest and the poorest, in a city that was
still small at those times, walking was the most used transport option.

These gaps are repeated over the decades of the history of the city
recorded in books and in research. Clearly there have always been
bicycles in circulation, but little is known about this although
sometimes some data emerge as, for example, records of cycling rides,
as the one in a photo of the City’s Public Archive in 1979 shown in
Figure 1.1. In the transport and traffic policies documentation, the
bicycle was totally ignored, and pedestrians were hardly mentioned.
One example is the Plano Metropolitano de Transportes [Metropolitan
Transport Plan] prepared by PLAMBEL in 1974 which shows no
reference to this topic in its Volume I - Diagnosis.

It was only in the 1990’s that the active modes started to be rescued
(exclusively called “non-motorized” at the time), as a reversal of
priorities in which, along with public transportation, pedestrians would
be prioritized. In the period between 1992 and 2000, the
municipalization of transport and traffic management took place. It
started in the last year of Eduardo Azeredo’s’ term and covered the

? Eduardo Azeredo, PSDB, was elected Vice Mayor of Pimenta da Veiga and held the
position of Mayor in 1990 when the latter ran for governor.
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Patrus Ananias'® and Célio de Castro’s" term. It was a period of
resumption of transportation planning, in parallel to urban planning
and to the implementation of the main actions deriving from planning.

Figure 1.1. Photos of the 1st Cycling Ride of the Republic (November 1979). Legend:
The tour left the former location of the Atlético Club, Olegario Maciel Avenue. The
bottom left: JK Building'?.

However, the 1990’s marked the priority given to public transport
in a reality of increased individual motorization. Only from 2001, in
Célio de Castro/Fernando Pimentel"’ term, the rescue of the walking
mode has begun, having the city’s Hypercenter as its starting point.

And only in 2005 a program that specifically focused on the bicycle
was created, the Pedala BH - Programa de Incentivo ao Uso da Bicicleta
em Belo Horizonte [Pedala BH - Incentive Program for Bicycle Use in
Belo Horizonte], which had “as objective the analysis of the conditions

10 Patrus Ananias, was elected by the Partido dos Trabalhadores (PT) [Workers’ Party]
in 1992 and was Mayor for the 1993-1996 term

' Célio de Castro, PSB, was elected Mayor for the 1997-2000 term and re-elected for
the 2001-2004 term, but he was removed from office in November 2002.

12 Available at: <http://www.acervoarquivopublico.pbh.gov.br/itens.php?cid=5805;
http://curraldelrei.blogspot.com.br/2015_07_01_archive.html>.

3 Fernando Pimentel, PT, was elected Vice-Mayor for the 2001-2004 term, and was
elected Mayor in November 2002 and reelected for the 2005-2008 term.
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of bicycle use as a mode of transport in Belo Horizonte and the creation
of measures for encouraging its use” (BHTRANS, 2008, p. 72),
contemplating the proposition of a cycling network, implementation of
bicycle parking racks and educational campaigns, among other
measures.

Incorporated into the Plano de Mobilidade Urbana de Belo
Horizonte [Belo Horizonte Urban Mobility Plan] between 2008 and
2010, the Pedala-BH has also been undergoing joint reviews with the
PlanMob-BH since 2014, from the IV Conference of Urban Policy.
Currently, one can consider that the bicycle has been effectively
inserted in mobility plans and laws, but it still requires greater
effectiveness of results and of investment priority from the local
management.

As a result of this public policy, the city of Belo Horizonte has
currently about 90 km of cycling infrastructure, a bicycle-sharing
system with 40 stations and 400 bicycles and some improvements to
bicycle use in the city. In addition, there are several spaces and
instruments of popular participation for planning, discussion and
decision-making on the urban mobility policy of the city and its various
developments, in which the GT Pedala BH stands out

GT (WG) is an open working group that works horizontally and
autonomously, serving as a space for dialogue between the public power
(PBH/BHTrans) and citizens interested in promoting the bike use in
the city as a means of transportation. The group has an advisory nature
and has been taking place monthly - on the first Wednesday of the
month, for three years. The meetings are open, and anyone can join
without need for registration.

Cyclists and the panorama of local movements
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All people who ride their bikes share the same physical exercise, the
same mechanics, the same mesmerizing rhythm and the sensation of
going ahead. However, each person who pedals has a profile, a lifestyle,
an experience and a reason to use the bicycle. Cities in which there is,
albeit in varying levels, a bicycle culture, have a characteristic in
common: the diversity of the types of bicycles and people who use them.

In recent years, in the streets of Belo Horizonte, an expressed and
visible multitude of colors, sizes and shapes has stood out. In addition,
more people have organized themselves in different ways to promote
this use, and more people have been pedaling.

In addition to bike use on the outskirts and in the deliveries
(logistics) of the city, which never ceased to be, although usually little
valued by other local actors, since the 1980s new groups of cyclists have
emerged and settled as the ones who go out on trails with their bicycles.
Specifically, in the urban space, there are groups of “nocturnal cyclists”
that show that one can cycle safely and with pleasure, besides being a
way of (re)connecting people with their bicycles and the urban
environment.

Various other initiatives have also marked the bicycle scenario in
Belo Horizonte, promoting the bicycle as a mode of transport and also
its use for leisure, sport or protest: the Bike Anjo BH", the Bloco da
Bicicletinha (Carnival block that celebrates the bicycle), the Velodrome
of Raul Soares (an improvised street velodrome), the Bike Polo BH,
Ciclo Bazar de Rua, the Pedal dos Réia and Pedal do Chaves (a group
that encourages cycling for beginners and is promoted by the BH Bike
Anjo), the Massa Critica BH", the Tweed Ride BH (“Cycle Chic” retro

4 The Bike Anjo is a national collective network created to stimulate bicycle use in daily
life and it is present in several Brazilian cities. Source: www.bikeanjo.org [accessed
August 7, 2016].

15 The Massa Critica BH [BH Critical Mass] is organized in a horizontal way. It takes
place on the last Friday of the month in several cities in the world, when cyclists, skaters,
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bike ride), Dizzy Express (deliveries by bicycle), the Bicicine (popular
cycling atelier-workshop), among others.

Given this scenario, it was necessary to create an organization that
would provide representation and an active voice for cyclists in the
public policies of the city, which occurred in 2012 with the
establishment of BH em Ciclo - Associagdo dos Ciclistas Urbanos de Belo
Horizonte [Association of Belo Horizonte Urban Cyclists]™. Its
objectives are to promote communication between cyclists and the
public power, to raise awareness of the use of bicycles as a means of
urban transportation, to encourage its use as a tool capable of reducing
the effects of excessive use of private motorized transport in the city of
Belo Horizonte, through six areas of activity. One of them is research.
It is precisely in this area that lies our participation in the National
Partnership for Mobility to produce data for the survey on the Cyclist
Profile.

In addition to the streets, avenues and other public environments as
maximum spaces of representation and life of these collectives,
movements and organizations, Belo Horizonte has a space-symbol that
helps to further promote bicycle culture in Belo Horizonte: the Praga
do Ciclista [Cyclist Square]". Formally named Arnold Janssen Square,
it was fondly renamed by local female cyclists and from 2012 activities
and meetings have been conducted on this site.

rollerbladers and others with human powered vehicles jointly occupy their space in the
streets.

16 To learn more about BH em Ciclo, please visit www.bhemciclo.org. Accessed August
7, 2016.

17 In September 2015, the name was also adopted by Google, and now you can find the
square on Google Maps.
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Researching female cyclists and their bicycles in Belo Horizonte: The
National Survey on the Brazilian Cyclist Profile

In the second half of 2015, BH em Ciclo took part of the National
Partnership for Mobility by Bicycles, along with organizations and
cyclists collectives in Brazil. Coordinated by Transporte Ativo, an
organization with the cooperation of the Observatdrio das Metropoles
[Observatory of Metropolises] and of the Laboratério de Mobilidade
Sustentdvel [Sustainable Mobility Laboratory] of PROURB/UFR], the
objective of this partnership was to produce the first Cyclist Profile
Survey with national scope.

Between July and August 2015, more than 100 researchers
interviewed 5,012 cyclists in ten cities from different regions in Brazil:
Aracaju, Belo Horizonte, Brasilia, Porto Alegre, Manaus, Recife,
Niterdi, Rio de Janeiro, Salvador and Sio Paulo. The percentage of
respondents in relation to the population was the same in every city,
and in Belo Horizonte 372 people were interviewed, divided evenly in
the city by the central, intermediate and peripheral areas, as shown in
Figure 1.2. The interviews were conducted with people who cycle at
least once a week, and they were approached when they were cycling,
pushing or parking their bicycles.

It is apparent that there is an increase in the number of cyclists on
the streets of big cities. Such a revolution, or the “cycling transition”, in
the words of Olivier Razemon (2014, p. 115)"%, is taking place even
before the cities’ preparation for this change, so that they can promote
and encourage the use of bicycles as a safer mode of transport.

18 Free translation of the French expression “Transition cyclabe”. Razemon (2014)
argues that this transition is a matter of political choice, or a set of policies choices, from
the social bases to the offices of elective positions.
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The survey results serve as subsidy for the planning and
implementation of public policies that ensure comfort and safety to the
new users of public roads, besides being an input that will enable civil
society organizations to pressure the government so that it will
implement these policies.

The survey entitled Descobrindo como #BHPedala, also held by BH
em Ciclo in 2015, showed that 91.93% of the people would use public
transport if they could go by bicycle to a station and park it in a safe
place, which shows a big potential to develop intermodality.

In most of the interviewees’ responses, the results of Belo Horizonte
were similar to the national average. However, some data call more
attention, because they are different from the national average, and help
us to put a magnifying glass on policies of urban mobility on bicycle
that we seek to implement in Belo Horizonte. An example is the fact
that only 14.4% of cyclists in the city combine bike use with other
modes of transport, while the average is 26.2% in Brazil.

Descobrindo como #BHPedala: a survey

In the search for data collection about the preferences, practices and
nature of female cyclists in Belo Horizonte, some months before the
conduction of the Brazilian Cyclist Profile, BH in Cycle and Movimento
Nossa BH, together with more than 35 local and national institutions,
including BHTrans in April 2015 conducted the Descobrindo como
#BHPedala methodological limits survey.

This great alliance with partner institutions was carried out to give
more visibility to the survey and, above all, full-coverage to get answers
from the overall regions of the city, so as not to keep a territorial
hegemony, whatever it might be. The survey seeks to supply the city
with a broader database to support the actions of managers, civil society
and, above all, of their joint actions and was based on the hypothesis
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that Belo Horizonte has the potential to go far beyond the current use
of bicycles as a mode of transport.

Image

Figure 1.2. Map with the division of the surveyed areas in “central”, “intermediate” and
“peripheral”. Source: Elaborated by BH em Ciclo for the national survey on the Brazilian
Cyclist Profile (2015).

Among the survey goals (BH EM CICLO; MOVIMENTO NOSSA
BH, 2015), highlights were to understand the ways female cyclists see
cycling mobility policy in Belo Horizonte, to assess their opinions on
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the city infrastructure and to get a better understanding of their overall
demands. The survey was entirely conducted online, through a form
with four axes:

1) Data and information relating to personal experiences on top
of the bicycle;

2) Evaluation of some aspects of Belo Horizonte bicycle structures
(extension, connection, maintenance, signaling, quality of road
pavement and bike paths safety);

3) Understanding and study of demands and actions of female
cyclists in the city regarding aspects such as modal integration,
the need for regulation of contraflow lanes for cyclists, creation
of 30 zones and others;

4) Preference on the existing or nonexistent types of cycling
structures (typologies) in Belo Horizonte.

A total of 1,043 valid responses were received (in a period of
approximately 40 days) and generated variables that can be crossed
with each other in search of results on bike use in Belo Horizonte. In
addition to these data, 471 suggestions were sent (from 471 different
people), compliments or written complaints. This was the largest
survey in the history of the capital of the State on these topics. The
systematization of the responses was divided into three spheres: 1) Only
people who cycle (men, women, and other); 2) Women (only people
who identified themselves as women) and 3) Synthesis - All people
(men, women and other who cycle or not).

Critical analysis: comparing results and discovering limits: the
Female Cyclist Profile

The national survey on the Brazilian Cyclist Profile, which is the main
focus of the current text, brings countless possibilities of comparative
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analyses and cross-checks that cannot be covered by a single article.
Given this, we chose to concentrate on some internal cross-checks, on
a comparison with the national average and on a comparison between
genders, which is here understood as an emerging question that will
greatly profit from the survey available data.

The analyses in this article also bring results from the Descobrindo
como #BHPedala survey and its own internal cross-checks related to
gender, which enables a multidimensional comparative analysis. When
we address these results, the richness of the two surveys stands out, and
we realize that even with some methodological limitations, which are
usual in any investigation, these two surveys have further advanced the
understanding of bicycle use in Brazilian cities.

The first theme, which somehow directs the research, provides
information about the attempt to characterize people who cycle in
Brazilian cities. This desire to know the female cyclists’ profile - hence
the survey title-, a legitimate intent that was partially reached, presents
interesting numbers about gender, age, schooling, income, frequency
of bicycle use and its adoption in the urban environment (how long
have you been cycling in the city?).

Age and gender are fundamental information in any demographic
profiling information. According to the national survey on the
Brazilian Cyclist Profile, people who cycle in Belo Horizonte are
relatively young, with an average age of 33.0 years. If we only consider
women, the average age is lower, 28.3 years. If we consider the average
age of the set of people interviewed in all Brazilian cities, the average
age is 34.9 years. The respondents of the Descobrindo como #BHPedala
survey were in the same age group, with an average age of 34.2 years,
and women were only slightly younger with an average age of 33.0
years.

In the national survey, there was an intention to search at least 3%
of women since this number derived from female cyclists’ data in
counts carried out in 2010. The reality proved that far more women
were cycling in the city evidenced by data collected in the interviews in
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which 18.3% were women and 80.9% were men. Obviously, numbers
still fall short of the desired gender equity in bicycle use, but, in any
case, a good surprise that confirms the “how long has the person been
cycling?” data.

As for income and schooling data, the sampling limitations of the



