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le!
Described by its creator as 
‘microcity’, Shopping Cidade Jardim 
serves as both a luxury shopping 
center and exclusive condominium 
development. With its location along 
the Pinheiros River, the property 
provides a scenic view in addition 
to a supermarket, gym, language 
schools, among other amenities. But 
with no access to public transport, 
the complex serves a select clientele. 
Tuca Vieira
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SÃO PAULO: “GLOCAL” CITY, 7.1 
METROPOLIS IN MUTATION

Today’s São Paulo is a paradigm of a local 
metropolis in the global world. It is at once 
a world city linked to global networks, and a 
local city, where public spaces manifest social 
inequality and urban dereliction. According to 
Sassen (1998) São Paulo is one of ten “world 
cities,” integrated into the network of global cities. 
In truth, the city presents opposing realities in 
a paradoxical manner; on one side, spaces are 
de"ned by new "nancial capital and linked to new 
information technologies, which are in turn, tied 
to the global economy. On the other, so-called 
“public spaces” appear in the fragmented territory 
exposing local de"ciencies. We are dealing with 
a “glocal” metropolis, the repository of an urban 
area that faithfully portrays contemporary society, 
with all the contradictions of our time.

In this way, São Paulo enhances its potential as 
a territory able to encompass all contemporary 
mutations. We live in an era of accelerated 
transformation; territorial dynamics have never 
been so dramatically perceived in the history 
of cities. Architecture is inserted into this 
context as a "eld su#ering transformation in all 
dimensions; the metropolis materialises itself 
in fragmented points of rupture and a lack of 
city consciousness. $e consequences of these 
rapid shi!s in the post-industrial metropolis are 
varied and heterogeneous. Complex, redundant 
spaces emerge, residues of older productive areas: 
vacant lots and urban dysfunctions. $e changes 
taking place in architecture are thus present in the 
territorial environment and vice-versa.

$e urban realm is undergoing a period of 
spatial transformation which is highly complex 
and rich, distinctly unlike other epochs, which 
resulted in the imposition of renovation 
(e.g. modernist tabula rasa projects) or the 
revitalisation of historic centres (e.g. postmodern 
projects typical of the 1970s and 1980s). 

Functions, uses and spaces are being 
transformed in a dynamic, unprecedented way; 
consecrated spaces are recycled, the perennial 
gives way to the transitory, and historically-
shaped environments lose their function. 
Historical centres are emptied, industrial 
spaces suddenly become redundant and entire 
neighbourhoods are the object of speculation 
regarding regeneration.

Forgotten spaces are the object of property 
development’s desire. Luxury residential areas 
emerge on old, devalued land at the edges of 
the city like islands, amidst a complete lack 
of city services. Walled cities – “anti-cities”– 
appear in the middle of metropolitan territory. 
Environmentally protected lands are occupied 
and re-urbanised: the illegal city imposes itself on 
the legal city. Yet urban legislation is obliged to 
run a!er illegal reality; urban mutations emerge 
everywhere (Rolnik, 2000; Caldeira, 2001).

Society enters the twenty-"rst century with 
parallel concerns: a strong inclination toward 
environmental preservation and recycling existing 
resources. Agenda 211 places new demands on 
the territorial realm that architecture, with its 
corollary of principles, can no longer avoid. 

$e reshaping of environments – on an 
architectural and territorial scale – is set within 
this new demand for sustainable development. 
Like other resources, existing environments 
cannot continue without recycling and 
modi"cation; it is more intelligent to transform 
existing, under-utilised spaces than to negate or 
substitute them. 

Today, São Paulo re%ects such conditions in 
its more than 1.5 thousand km&, and it cannot 
abstain from the global debate in the face of 
urgent local needs. $e city, which has ruled 
itself for almost 500 years by a painful process of 
historical negation, a territorial palimpsest,2 has 
always built on top of what already exists, making 
the city mutable and polynucleated, and now 
confronting the challenge of restoration.

Within this extremely complex situation, 
architecture continues to be the preferred mode 
to transform territory: an essential instrument of 
spatial intervention. $e challenge contemporary 
architecture faces lies within its confrontation 
with the existing city, beginning with 
infrastructure, and how to build without negating 
what exists. 

Current theoretical and conceptual analyses 
found in discussions on the local-regional 
and international levels should nourish a 
methodological debate in the area of urban 
interventions and integrate the myriad of modest 
local actions. However, while many cities around 
the world have promoted the large-scale redesign 
of downtown areas, it was rejected in São Paulo 
until recently, when the city turned to urban 
regeneration processes in its centre. In spite of 
the delay, and perhaps taking advantage of it, the 

  Agenda 21 is a comprehensive 1  
plan of action to ensure that global, 
national, and local governments, 
organisations, UN Bodies, and 
other major groups adhere to a 
sustainable development agenda. 
$e plan was signed and adopted 
by 178 governments at the 1992 UN 
Conference on the Environment and 
Development.

  $e term “palimpsest” was very 2  
properly used by Benedito Lima de 
Toledo (1983) to characterise the 
urban evolution of São Paulo, when 
he described it as a city that built 
itself one layer on top of the other, in 
the same space
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regeneration process in São Paulo has taken place 
in a more coherent manner in comparison to 
other contemporary realities around the world, 
avoiding the errors of earlier processes.

Finally, it seems clear that a complete 
urban design process is an impossible task to 
undertake in a metropolis of this size–it is on an 
immeasurable scale. Nevertheless, governments 
do have the potential in urban design to stitch 
together territorial logistics and regenerate 
disconnected public spaces. $e ambition is 
twofold: to design everyday space, promote the 
best use of punlic space, whilst also creating urban 
connections and linking fragmented metropolitan 
areas. $is ensures that empty spaces realise their 
potential in promoting links that both articulate 
the territory and e#ect a restorative urban 
planning process.

Can the metropolitan territory undergoing 
accelerated transformation be confronted by 
local actions? Can urban design still subsidise 
the rescue process of immensely historical 
but degraded areas, without creating scenic 
simulacra? Can large urban projects work as an 
instrument for the rearticulation of fragmented 
territory, on an immeasurable scale? Should 
planning be managed as a tool to render 

viable the illegal, actual city (urbanisation in 
environmentally protected areas)? Finally, how 
can an urban project manage the voids -confront 
wastelands and “terrains vagues”–without 
constituting itself as an totalising device?

According to Milton Santos (2002: 15): “$ere 
is a worsening con%ict between local space, a 
space lived in by all our neighbours, and a global 
space, inhabited by a rationalised process and an 
ideological content from far away, which arrive at 
each place with objects and norms to serve them... 
For this very reason the great contradictions of 
our time pass through the use of territory.” 

$e challenge of the contemporary sustainable 
metropolis is of creating a compact territory 
within an integrated urban net: a dense and 
socially diverse metropolis where economic, 
cultural and social activities are overlaid and 
community is fostered at the neighbourhood and 
district levels.

$e areas under redevelopment represent 
fundamental opportunities to optimise integrated 
sustainability – environmental, economic, 
social, cultural, political and technological 
– of the metropolis, since they represent the 
redevelopment of vacant sites in the centre of 
the city. $ese areas oppose the tendency for 

Vila Maria -Carandiru

Rio Verde Jacú

Vila Sonia

Vila Leopoldina -Jaguare
Diagonal Sul

Diagonal Norte
Cerso Garcia

Sites identi"ed by the city authorities 
for urban regeneration, Operações 
Urbanas (urban interventions), 
include areas o!en – but not always 
– adjacent to existing transport 
infrastructure.

Source: Urban Age research

Rail

Proposed projects

Existing projects

Built-up area

São Paulo 
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urban sprawl, which in a metropolis such as São 
Paulo is represented either by illegal occupations 
inserted in regions of environmental preservation 
or enclosed, autarkic communities such as 
Alphaville. 

$e new dimensions that lie in this territory 
– the fragmentation, the commerce, the de-
articulation (the unarticulated territory), the 
wastelands, the %uidity and the network of %ows 
– are all present in the territory of São Paulo’s 
industrialisation, mostly along the railroad axis 
– which now de"nes the Diagonal Sul Urban 
Operation.

With the dearth of industrial occupation, the 
railroad loses its function. $e lack of incentives 
to integrate the railroad into an e'cient public 
transport system, and connected to the metro, 
decisively a'rms its perceived lack of importance.

$e decay of industrial areas in recent decades 
also represents the spatial disintegration of 
its borders, generating a fragmented territory 
deprived of character. $e structures that once 
de"ned its occupation and consolidation, today 
represent its obsolescence; the wastelands, 
deposits, abandoned buildings of the inner city 
and dormant rail yards; brown"elds and terrains 
vagues.

However, new forms of local development are 
appearing with the advent of the IT Economy 
which o#ers new and rich subsidies as possible 
answers to the problems of the urban landscape. 
Local production systems have emerged in some 
cities of the globalised world and have utilised 
technologically pioneering techniques to create 
innovative environments – millieux innovateurs–
as part of local development strategies.

$e case studies where such techniques have 
been employed serve as intriguing reference 
points for critical analysis, as the inherent 
problems observed within each city are 
comparable. What is most revealing are the 
processes of deliberation and diagnosis and 
the subsequent regeneration strategies, not the 
mere import of urban design models. It is clear 
that the simple transposition of “international 
success models” is not enough for us. We always 
have to remember the huge obstacles for local 
development in peripheral countries, with urban 
areas of low income and high risk of exclusion. An 
understanding of the conditions shaping the local 
reality is a precondition for a correct and critical 
reading of the territory. 

Nonetheless, some considerations can be taken 
from the international experience with urban 
redevelopment projects in large idle industrial 
areas within a metropolis. 

Innovation and technology are key, as transport, 
accessibility and infrastructure are prerequisites 
to attract new enterprises. Each cutting edge 
project has a strong presence of (a) good urban 
infrastructure and (b) accessibility of transport 
and tra'c. $ese conditions were demonstrated 
in the new territorial reorganisations of San 
Francisco’s Mission Bay, Barcelona’s 22@ 
and  Montreal’s Multimedia City. However, in 
Brazil, there is a great problem concerning the 
consistency of the public funds earmarked for 
speci"c projects due to the variability of partisan 
politics and the absence of a public dimension.

Innovation and human capital are also 
paramount. $e cases show, without exception, 
that a strong presence of specialised human 
capital, “of talent”– universities and institutions of 
rigorous research – are generative elements; the 
more an area has of them, the better. 

Taking these aspects into consideration, São 
Paulo could be regarded as a favourable place for a 
major regeneration project since it accommodates 
Brazil’s major universities and research 
laboratories. $e only problem is that we lack the 
necessary understanding of the importance of 
the city’s human capital needed to harness this 
strategic, catalytic element.

Innovative environments, productive 
restructuring and urban regeneration. Who 
bene"ts in this new territory? Some questions that 
emerge immediately:

Economic development: new companies  
equals more jobs, but this development may 
favour highly specialised and skilled labour 
and activities which may not trickle down and 
create jobs for the rest of the labour force. 
Local development: normally the revitalisation  
of the bordering territory is demonstrated. 
Bene"t: revival of urban activities. Risk: 
radical reconstruction of the historic urban 
fabric due to the substantial increase of the 
price of the land;
Gentri"cation of the territory? Almost  
inevitable;
“Elitisation” of the innovative environment:  
the presence of only the specialised human 
capital–“of talent”–predominates in the new 
territory;
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Box 7.1

ALPHAVILLE

Urban sprawl in São Paulo has also been fostered by the desire of wealthier residents to move 
away from the centre in order to escape real or imagined urban problems – crime, tra!c 
congestion, informality, etc. Gated residential communities in the periphery of the city are the 
favoured destination because they o"er peace and security in an idyllic and less urbanised 
environment. Alphaville is one of these communities. Developed and managed by a building 
company who purchased empty rural areas on the outskirts of the city in the 1970s, it rapidly 
grew into an independent and autarkic development following the enhancement of its 
connection to the city via the Castelo Branco Highway, which provided fast easy access to 
downtown São Paulo. It now comprises of 33 gated areas, with more than 20,000 residences, 
2,300 businesses, 11 schools and 5 hospitals. Its attractiveness for São Paulo residents stems from 
the opportunity it o"ers to trade the stresses of inner city living for the tranquillity of country 
life, albeit with state of the art infrastructure and services – most of the development have sport 
clubs, golf courses and cultural facilities. The problems that such a pattern of urban development 
pose for the overall health of a city are clear: the break-o" and isolation in privately managed 
enclaves of the wealthiest section of the city’s population will have serious consequences in 
terms of the loss of tax receipts, the intensification of the feelings of relative deprivation from the 
excluded, the increased dependence on cars and helicopters as well as the dispersion of the city 
into the surrounding countryside.

le!
Alphaville
Baueri Holanda

le!
Aerial view of the expanding 
Alphaville. 
Baueri Holanda
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$e productive reorganisation of space is possible 
and desirable in metropolitan strategic planning. 

In other words: productive regeneration of 
existing metropolitan territories must occur in 
tandem with new processes of economic and 
technological innovation.

Finally, despite the enormous potential existing 
in Brazilian metropolises such as São Paulo, we 
must still remember our inherent di'culties as 
a country in the process of development. Here, 
we cannot simply demand the installation of 
infrastructure and accessibility, for example, 
without tackling "rst the challenges of funding 
abilities and of fostering su'cient community 
interest and involvement that stimulates and 
sustains local development.

If our metropolis can generate e'ciency, 
diversity and innovation, it will be from proper 
models, which includes a process of cross-critical 
learning from international and pioneering cases. 
A city like São Paulo must urgently de"ne its 
role in 21st Century. A!er all, the future is not 
something that simply happens, but is a reality 
created by us. 

Image of the place: re-con"guration of  
districts to bring in new technology could 
have a disruptive impact. However, if the 
territory has always had a productive, 
industrial vocation, it is only about creating a 
“new image” for the existing urban fabric;

Some studies have already suggested 
emphatically that, in contrast to popularly 
held beliefs, the informational environment’s 
communication and interaction depend on 
traditional physical interaction. In successful 
clusters of innovation, the interaction between 
human capital has enormous value. Innumerable 
clusters have only had success by account of the 
rich and unique exchange of information enabled 
by the close proximity of common activities.

$erefore, the distinctive role of the metropolis 
in the new worldwide net of %ows and innovative 
processes seems evident. $e potential of a 
central, regenerated territory that has been 
reorganised productively, is immense in the new 
economy – if it is strategically planned.

As a beacon of sustainable urban development, 
a return to growth within the metropolis, without 
concomitant expansion, is another exceptional 
feature observed in these cases: to recycle the 
territory is more intelligent than to substitute it. 

below
Protection of the Guarapiranga-
Billings reservoir in the South of 
São Paulo is a persistent challenge 
despite intiatives aimed at containing 
the development of informal 
settlements encroaching on its edges.
Nelson Kon
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THE SOCIAL CONSTRUCTION OF THE 7.2 
URBAN PROJECT

Two decades of large urban renewal projects 
have dominated the "eld of strategic planning, 
exposing the limits of this model with regard 
to some of the crucial issues that originally 
motivated the use of new urban approaches. 
Strategic projects tend to neglect recurrent 
problems such as housing shortages, 
infrastructure and social services in metropolitan 
areas, particularly in the Developing world as well 
as act as a double-edged sword with regard to 
matters of economic integration, unemployment 
and social exclusion. 

Assuming the approach of potential investors 
and taking big "nancial capital or property as the 
principal agent able to leverage the initiatives, 
the projects tend to incorporate and play into 
the dominant economic logic. Insofar that the 
recovery of property valuation (by means of 
autonomous entities that implement the projects) 
"nance urban improvements, infrastructure 
and attractiveness in the intervention area, such 
qualities have been enjoyed primarily by investors 
themselves and their customers. Generally, 
only a part of that recovery can be used by local 
authorities to fund future comprehensive works of 
infrastructure, housing and equipment. 

Areas of leisure and free spaces can be made 
available to the general population, democratising 
access to an urban environment of quality–
perhaps the biggest potential gain o#ered by such 
projects. 

$e main limitations of this model are to be 
found within the economic sphere.

Advantages and pro"ts embedded in 
international "nancial %ows do not necessarily 
bene"t the local area. Gains Tax, which could 
potentially bene"t municipalities in the long term, 
is o!en subject to waiver as part of the strategy 
to attract investment. Without su'cient revenue, 
the municipality is le! to bear the burden of 
supporting the non-quali"ed workforce whose 
services are necessary to the activities available in 
the new tertiary centres. 

$ese distinctive renovated central areas 
epitomise the global centre-periphery paradigm. 

So, we can say that the major urban renewal 
projects end up exacerbating current trends 
in contemporary urbanisation, given that the 
principles which characterise the production of 
private space–real estate recovery, adaptability, 

%exibility, adjusting to the demands of the 
market–serve as guidelines in the design of urban 
interventions. 

In peripheral countries, where such principles 
usually prevail in the processing and construction 
of the city, it becomes increasingly di'cult 
to channel these forces towards a speci"c 
project. Since the entire city is a "eld of action, 
nothing impels the capital to face the challenge 
of investing in a deteriorated area. For this 
to happen, incentives such as tax relief and 
deregulation need to be in place, as well as public 
investment in infrastructure, all of which leads to 
much higher costs for the city. 

However, the crucial question regarding such 
ventures remains unanswered: how to generate 
the sustainable recovery of employment, activity 
and revenue in cities and industrial regions 
su#ering the e#ects of economic restructuring. 
If the model behind the great strategic urban 
projects is showing signs of exhaustion, what is 
the alternative? Among the many paths under 
discussion, it is possible to identify, over the last 
decade, the emergence of less ambitious urban 
renewal initiatives, geared towards the interests 
and prospects of each locality–neighbourhood 
urban development. 

Even if they are sometimes less attractive 
enterprises than a city-wide masterplan or a 
real estate mega-project, such approaches seem 
to be more e#ective in solving the problems 
su#ered by cities traditionally dependent on the 
secondary sector. With the increased participation 
of various community actors in such ventures, 
local perspectives permeate and enrich innovative 
solutions which also pro"t from generic 
knowledge of techniques in macroeconomic 
planning to recover the productive potential of 
urban regions. 

In Brazil, urban projects are perceived to 
be a set of actions that involve major works of 
urban infrastructure or “Operações Urbanas 
Consorciadas”, which generate the "nances for 
public works by selling the right to build. $ese 
projects typically involve the restoration or 
regeneration of old industrial areas, waterfronts, 
rail yards, historical centres or central nodes 
linked to a production system or transportation 
hubs which are to be upgraded. Urban projects 
in central countries involve large sums of public 
resources–in Brazil it is the private sector 
that invests, due to the low capacity of public 
investment.
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Box 7.2

REMODELLING URBAN SPACE IN SÃO PAULO
Cortico Rua Solon, São Paulo

934 Rua Solón is a partially completed concrete-frame multi-storey structure located close to 
São Paulo’s central district. Constructed in the 1970s, the building remained unfinished due to 
the death of the developer, and was subsequently taken over by squatter families in the 1980s. 
As with many other ‘invaded buildings’, the early residents established a precarious system of 
electrical and water supply, and a very basic form of waste and garbage disposal. Overcrowding 
became severe with 73 families crammed into the building, using all available spaces including 
the incomplete elevator shafts. Following a project with students from São Paulo’s Faculty of 
Architecture (FAU) e"orts to improve the site began. 

Through varied partnerships, including local government, the university, public institutions, 
human rights groups and private enterprise, over 30 families were re-housed, and the remaining 
residents focused on raising the living standards for the entire community. With resources 
secured, the architecture students decided to live in the building with the residents for one week. 

The action resulted in three immediately visible results. First, the multirões or collective initiatives 
between the students and the residents organised to clean the site, beginning with the common 
areas and with the often-blocked access to the building. Second, the installation of a collective 
power grid enabled each family to have a reliable measure of their electricity bills, and thus 
provided improved economic stability as well as removing the fire risks of the previous design. 
Third, they improved the facade of the building, security gates, and added letters with the name 
of the building, Eidifício União.

The physical improvements to the “look” of the building and its common areas led many of 
the residents to make improvements inside their own apartments. Internal walls have been 
rendered and painted, new kitchens and bathrooms have been installed. Openings have been 
introduced into dark corridors and stairwells to improve the environment and reduce electricity 
consumption. The project has established the possibility of partnership between the social and 
the physical, between the built and the lived, right at the heart of the city next to jobs, schools 
and social amenities.

le!
$e newly renovated Eidifício 
União exempli"es a successful well-
balanced community development 
intiative in the heart of São Paulo.
name of photographer
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people, breaking the desirable social dialogue. 
$e urban intervention partnerships (Operações 

Urbanas Consorciadas) in Brazil were derived 
from certain principles within the existing 
system which were capable of accelerating 
transformation in prioritised City Masterplans, 
whether by means of facilitation or by obtaining 
resources. $e period of crisis in urban planning, 
based on the modernist/functionalist matrix, 
highlighted the shortcomings of comprehensive 
large-scale City Masterplans, which purported 
to have the solutions to all urban problems. In 
this sense, the Operações Urbanas Consorciadas 
can be understood as an instrument for the 
structural transformation of a portion of the 
city, promoted mainly through the partnership 
between the public and private investments. 
An added advantage in decreasing the scale of 
urban interventions is the increased participation 
of landowners, investors, residents and the 
greater civil society. $ese operations delineate 
certain areas within the city to promote an 
urban intervention in accordance with speci"c 
objectives outlined in the City Masterplan and 
municipal urban policy. $is intervention requires 
management measures for the medium and long 
term, such as the redesign of land structure, 
interventions in public space, de"nition of the real 
estate potential, rules of use and occupancy of the 
land within the composition of the urban blocks 
design. 

$e social construction of an urban project 
surpasses the mere “urban acupuncture” that 
acts in an ad hoc and fragmented manner. $e 
social construction of an urban project must 
involve the various stakeholders in the city’s 
commitment to building a social fabric that values 
the needs of citizens. $is assumes a democratic 
approach from the state as well as the building 
of a consensus to achieve the greater goal of 
encompassing the di#erent con%icting visions.

A new planning methodology understands 
that the process is composed of three parts that 
interact in complementary ways: the plan, the 
design and the strategy. Facilitating links between 
the di#erent levels of intervention, this new 
methodology arises from the inadequacy of the 
traditional urban plans as appropriate regulatory 
tools for land occupancy (Morandi & Pucci, 
1998). $erefore, the new role of the intervention 
programs not only modi"es the operational 
strategies of urban projects, but also assesses the 
operations needing institutional and "nancial 
assistance. $e new role of the intervention 
programs becomes particularly important in 
territorial reshaping, because in facing the 
dynamics of the recently liberalised market, there 
has been a loss of traditional instruments of land 
use, due to limitations in the capacity to forecast 
and undertake e#ective regulation. 

Another relevant factor in the upgrading 
of obsolete areas is the set of legal norms and 
urban tools that allow private actions alongside 
public regulation. In other words, we must 
establish a law enabling urban management 
to de"ne and control interventions in private, 
obsolete industrial areas, usually objects of urban 
projects. It is also essential to consider strategies 
for local development as a key component for 
new work and income opportunities and for the 
development of big business in the region. 

In the interest of continuity across the Urban 
Projects implemented, it is necessary that they 
consolidate urban management and integrate 
an expanded public roundtable, which would 
involve civil society, to go beyond the traditional 
role of the state as the sole party responsible in 
transforming the urban territory. Today, in most 
major national and international urban projects, 
it is possible to detect a vision of government 
administration that presents a fragmented 
position – purely business – and that excludes 

above
Sprouting from the low rise urban 
fabric surrounding it, these high 
rise tower blocks above demonstrate 
how the Brazilian private sector has 
historcially taken the lead in urban 
regeneration.
Tuca Vieira
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When it comes to the urban project as a process 
of social construction, its success will be measured 
on its the capacity to improve the lives of people 
as a whole. $is is to opposed to the conventional 
practice of destroying entire historical blocks 
and replacing them with major anchors – big 
projects–which result in the expulsion of the poor 
and street residents. 

Support must be given to the local development 
and generation of resources for the low-
income population in management processes 
administered by public and private agents. 
It is also crucial to adopt e#ective tools for 
social inclusion, i.e. the necessary provision of 
subsidised housing in cities with large inequalities, 
as commonly found in the developing world. 
$e e#ectiveness of local development is shown 
not only in economic and "nancial results, but 
also in the discovery of speci"c local solutions, 
which seek coherence between development, 
transformation, renewal and improvement of the 
existing. 

In situations of extreme poverty and social 
inequalities, as is the case in most Brazilian cities, 
the plans serve to de"ne global priorities, establish 
an order of intervention and list the rehabilitation 
projects most necessary and strategic for the city 
and its population as a whole. 

$e architecture and urban planning projects 
should result from a collective e#ort and a broad 
participation guided by an overriding concern for 
local development and social inclusion. 

$e social construction of the urban project 
must be an e#ective measure, as opposed to an 
authoritarian posture that is fragmentary, with 
a purely corporate vision and which denies the 
poorest citizens the right to the city. 

$e plans and projects should be conceptualised 
and designed with everyone, of all classes. $e 
role of Public Power, especially the municipal 
executives, is crucial to the extent that it can break 
with its historical tendency to favour only the 
dominating interests. $e role of the State should 
be understood as an articulator of the special 
agents that produce the city. $e action of the 
State may thus be synthesised as the acquisition of 
resources and the formulation of rules, laws and 
investment plans . $e standards put in place must 
be able to resolve old as well as new problems, and 
plans and projects should be developed in honour 
of the old and new. $erefore, it is necessary to 
create opportunities and strategies for continued 
management, with plans and instruments of 

control and regulation that go beyond the lifespan 
of a speci"c administration. 

But in order for this to take place, regulation 
and planning should not be thought only by 
technicians, constituting themselves into a 
cluster of techniques, but in an agreement with 
the whole society. In this way, their ideas can be 
guided as they recognise and incorporate into the 
preparation of the plans and regulation all of the 
disputes and con%icts that exist in a given place.

Only through a broad and long participatory 
process, not subject to election day political 
agendas, can the Masterplan express all of the 
forces that e#ectively build the city. If the entire 
population–including the poor–understand the 
meaning of the plan, approve it and monitor its 
implementation, it will become an opportunity for 
the city to better understand their territory and 
legitimate its spaces. $us, the Masterplan and the 
urban instruments of the Statute of the City can 
be important tools in this process, even though 
they are, alone, no guarantee of change. 

For this new concept of the social construction 
of the urban project to be a success, it is important 
that it "t into the broader aim of forming a new 
model of local management, more democratic 
and participatory than today’s, with dynamic 
partnerships that increase the amount of social 
control over the changes to be made to the city. 
Participatory management cannot mean only an 
increase in public hearings or discussions forums 
with various sectors of civil society. 

An urban project has to be seen as a social 
construction, made possible by the mobilisation 
of civil society. 

It is therefore necessary to create an agency 
that coordinates the public and private sectors, 
allowing space for participation and fostering 
responsible urban management. $e scarce public 
resources should leverage, in a synergistic way, 
the private resources and expand employment, 
work and income options. A positive social 
impact must be achieved, reducing the enormous 
inequalities that exist in cities, assessing who wins 
and who loses, from urban projects. 

For urban projects in the contemporary 
city to be e#ective, they must incorporate not 
only the instruments of the Statute of the City, 
but most importantly, they must depend on 
participatory urban management that allows the 
collective construction of urban space through 
the mobilisation of the city’s social and economic 
agents.
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A POSSIBLE MODEL FOR SÃO PAULO7.3 

When it comes to the realisation of major urban 
interventions, São Paulo is lagging behind other 
world cities. Buenos Aires, our closest neighbour, 
has succeeded with Puerto Madero in creating a 
high-end development on brown"eld industrial 
land that attracts businesses and visitors, despite 
its lack of integration with the rest of the city. 
Positive lessons can be drawn from recent urban 
interventions in Paris, Milan, Madrid, New York 
and London. 

But who wins and who loses in these 
projects? How are these projects delivered? 
What institutional arrangements impact on 
design quality and the creation of sustainable 
environments? How many jobs are created? 
And, for whom? $ese are the questions that 
São Paulo’s political, design and development 
communities need to address to formulate a 
new urban policy and to deliver a strategy to 
implement high quality urban design that works 
within the grain of the city.

Many of the international success stories in 
the regeneration of large-scale sites – such as 
redundant ports, railways, manufacturing and 
transportation areas – suggest that considerable 
levels of public investment and management 
are necessary to make them work. In Brazil the 
private sector has historically taken the lead due 
to the lack of public funding or involvement in 
urban regeneration. A long-term perspective is a 
prerequisite of sustainable planning as opposed to 
the short-term returns on investment required by 
any commercial operator. In Washington DC, for 
example, the Corporation for the Development of 
Pennsylvania Avenue developed a 25-year vision 
for the regeneration of the area. $e establishment 
of a delivery vehicle – an administrative structure 
with strong public as well as private sector 
representation – which manages and implements 
the project from inception to realisation is 
critical to its success in promoting economic 
development and generating new activities.

$e compact city model that promotes the 
intensi"cation of well-connected inner-city sites 
and reduces the energy footprint, has become 
the central objective of many European cities. 
Urban containment, smart growth and sustainable 
development within a de"ned urban footprint are 
central components of a new urban vision. It is 
this vision that not only drives the identi"cation 
of individual sites – o!en highly contaminated 

areas near the centre – but also shapes policies 
that promote sustainable living such as the 
introduction of Congestion Charge in London or 
the Velib public bicycle in Paris. $is approach 
has driven the development of a new urban hub 
at Paris Rive Gauche on the eastern edge of the 
city-coordinated by SEMAPA (Société d’Économie 
Mixte de Paris) – which has attracted 60,000 jobs, 
counterbalancing Paris’ better-known "nancial 
centre at La Défense in the West. 

Paris has developed its urban interventions 
within a clear regional and metropolitan 
economic restructuring perspective that 
prioritises the international service sector, while 
London has focused some of its spatial policies 
on the creative industries through the actions of 
the Mayor’s London Development Agency. Bilbão, 
instead, developed plans at various regional 
and metropolitan scales before empowering 
the RIA2000 agency with the strategic 
implementation of the plan that gave rise to Frank 
Gehry’s Guggenheim Museum, Norman Foster’s 
underground stations and Santiago Calatrava’s 
bridge. $ese interventions were instrumental 
elements of a successful marketing strategy that 
has promoted the city as a tourist destination, 
placing it in competition with the world’s capitals. 

$e wide-scale adoption of neo-liberal 
ideologies and their impacts on social exclusion 
has led to what Neil Smith has identi"ed as the 
new ‘global strategy for gentri"cation’. In Paris 
traditional, old-style policies – enshrined in the 
ZAC (Zones d’Aménagement Concerté) – still 
constitute the legal starting point for urban 
and social housing projects, as they do across 
the whole of France. Exceptions to this rule 
are the implementation structures applied to 
the redevelopment of Paris Rive Gauche, Parc 
Citroën, Bercy and the former Renault car-works 
area. In most cases, outside Paris, this level of 
land speculation has promoted an inevitable 
cycle of gentri"cation. In the case of Paris Rive 
Gauche, however, a direct confrontation with the 
local community resulted in the provision of an 
appropriate number of a#ordable housing units. 

$e evidence from these projects points to the 
development of new management tools and the 
involvement of a wider range of social agents that 
better de"ne the ingredients of successful urban 
regeneration. A key element is public transport, 
as a critical component of sustainable urban 
development. Canary Wharf, the massive o'ce 
and commercial complex in the East of London, 
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evidence of substantial public investment – at 
federal, state and city level – to include transport 
and other infrastructure, public spaces and 
cultural institutions in major urban projects. 
Another lesson is that solutions to urban 
problems depend on the involvement of local 
actors, civil society and the active participation of 
government at many levels of management. On 
balance it can be observed that highly centralised 
traditional planning tools which regulate land use 
and urban development – as they are currently 
implemented in Brazil – have become obsolete. 
$ey fail to integrate with the dynamics of 
the urban economy and do not optimise the 
development potential of urban sites. 

São Paulo’s strategic plan – the Plano Diretor 
Estratégico – is a case in point. $e PDE 2000 
determined that 20 per cent of its built-up area 
should become sites for Operações Urbanas 
(urban interventions). To date these interventions 

only really took o# a!er the completion of the 
Jubilee Line extension that connected it to the 
city’s main underground transport network. $e 
success of the King’s Cross development and the 
London 2012 Olympics quarter in the Lower Lea 
Valley are highly dependent on their location 
next to major rail-based transport infrastructure 
hubs that will create higher density clusters 
of a polycentric nature. In Milan, the viable 
redevelopment of ex-industrial sites at La Bovisa 
and La Biccoca into major o'ce and residential 
neighbourhoods were predicated on their 
proximity to the city’s extensive public transport 
network. 

By analysing international case studies of 
urban development projects, it becomes clear 
that the state has played a key role in their 
implementation, despite the high level of private 
sector investment. Even in the United States, 
where the private sector dominates, there is 

below
$e accessibility and prosperity of 
the Canary Wharf development was 
greatly dependent on the advent of 
a metro and light rail connection 
to the city.
Philipp Rode
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evaluation of real estate potential, strict land use 
regulations and public space interventions.

$e São Paulo experience has since the 1990s 
failed to deliver an e#ective and democratic 
urban vision for the city. $e major reason for 
this failure is, in our view, the absence of a proper 
delivery or management vehicle responsible 
for the e#ective implementation of urban 
development projects within an overall vision that 
takes into account the full social and economic 
costs and bene"ts of projects of this scale and 
complexity. To maximise its social bene"ts, any 
intervention of this sort must embrace the various 
actors and agents involved in the production 
of city space, constructing a communal fabric 
that values the individual citizen. Yet, this 
approach assumes a level of public engagement 
and consensus-building by the civic authorities 
to achieve a shared objective. $e demolition of 
entire pieces of the city and their replacement by 
‘model’ projects will do little to improve the lives 
of the city’s existing urban dwellers, and simply 
cause displacement and erosion of its existing 
social and urban fabric. 

have been the subject of repeated criticism 
because of their piecemeal results and lack of a 
comprehensive vision of urban design. $ere is no 
sustainable urban vision with clear environmental 
objectives nor has there been any level of public 
participation or debate about public space and the 
need to rebalance the roles of public transport and 
the private car in the city’s future. 

$e crisis of contemporary Brazilian urbanism 
re%ects the weakness of large-scale “strategic 
masterplan” systems, which wrongly assume 
that all urban problems can be solved by one 
single instrument. $e successful strategy for 
city-level “urban interventions” considers them 
as an instrument of structural transformation, 
built on a partnership between the public and 
private sectors. It is a process that requires 
the participation of landowners, investors, 
residents and representatives of civil society 
and which identi"es particular urban areas for 
transformation as part of a wider metropolitan 
strategy. To be implemented successfully, such a 
strategy requires a series of medium and long-
term measures, including land tenure reform, 
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Given the extreme levels of social inequality 
found in most Brazilian cities we would argue 
that a more subtle and sophisticated approach 
to urban regeneration is necessary: one that is 
based on collective e#ort and broad participation 
and that aims to promote local development 
and social inclusion. To this end we would 
suggest that São Paulo adopts a new system for 
the implementation of its urban interventions 
founded on the following principles:

require a clear political commitment to 1. 
implementation, innovation and inclusion 
through a metropolitan masterplan that 
integrates the development potential of urban 
sites with public transport provision

establish a legal framework that promotes 2. 
social inclusion and public participation (by 
creating a Participatory Management Forum 
for individual urban projects)

establish an independent local development 3. 
agency to implement speci"c urban projects 
that includes all key stakeholders and is 
responsible for project management and 

delivery, inward investment, funding and 
project "nancing

develop an integrated mobility plan that 4. 
optimises public transport use incorporating 
metro, bus, bicycle and pedestrian 
movements and minimises private car 
dependency

establish a metropolitan-wide development 5. 
fund that can capture value of future return on 
investments

promote a sustainable environmental 6. 
approach that integrates the remediation 
of water and river systems with the 
redevelopment of brown"eld land

propose mixed-use centres that provide 7. 
housing and employment that support the 
“new economy”

identify special conservation areas across 8. 
the city that take into account the historic 
value and architectural merit of buildings and 
spaces.

below
$e business services which make 
São Paulo the leading "nancial 
centre of South America have yet to 
occupy the modernist structures in 
the city centre. $ese commerical 
buildings, the result of feverish 
building activity accompanying 
industrialisation, encapsulate the 
city’s entrepreneurial spirit yet 
remain largely vacant. 
Dante Busquets
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ANNEX 7.1 – DIAGONAL SUL URBAN 
OPERATION INTERVENTION STRATEGY 
MODEL3,4

In line with the concepts developed in the 
previous section, the following discusses how to 
create a model for urban intervention in a locale 
earmarked for transformation. $e case study 
focuses on the area within the Diagonal Sul Urban 
Operation in the city of São Paulo.

 $is section synthetically presents our 
Intervention Strategy Masterplan for an area 
of 9 km& on the south of Diagonal Sul (Mooca-
Tamanduathey) as a development proposal based 
on a preparatory process of urban regeneration: 
a strategy which seeks to contemplate both the 
spatial/design aspects of the question as well as 
the process/delivery mechanisms. 

It is a model. An example of how territorial 
transformation can be achieved, connecting the 
di#erent stakeholders, utilising the city as a key-
actor and creating uses and spaces for all. It’s a cry 
to interested actors to discuss it around the same 
table.

$e problem is typical of contemporary 
megacities: a huge area dotted with centrality 
and infrastructure becomes obsolete due to 
recent transformations; an industrial process 
that could still be reconverted through an urban 
intervention. $e population of the central district 
has declined steadily since the 1970s; despite 
ambitious revitalisation plans, wealthy residents 
and businesses still move out. $e population is 
growing most in peripheral areas with the poorest 
infrastructure. 

Thesis 

$e reuse of central city vacant sites instead of 
a process of peripheral sprawl. A compact city 
is a sustainable city–socially, economically and 
ecologically. 

What to do?

operate in the wastelands and use the potential  
of the vacant sites;
the existing infrastructure should support  
the development of the new metropolitan 
territory;
the fragments of the territory could articulate  
a new “city-inside-the-city”;
contemporary urban projects should operate  
dynamically, with %exibility and strategically: 
a dynamic urbanism;
the challenge of contemporary architecture  
is to work on the existing city, instead of its 
substitution/negation: to restore the existing 
city.

How to do it?

create a local development agency; 
set up a private-public partnership which  
allows for the continuity of the urban 
revitalisation project along the Diagonal Sul 
Urban Operation (railroad linear axis);
encourage investments from real estate  
industry for the development of a new 
sustainable neighbourhood as a catalyst 
element inside the area.

The idea

$e territorial discontinuities of the Diagonal Sul 
territory o#er an opportunity for a new urban 
project: to develop a metropolitan territory, 
a compact city inside the city, a “sustainable 
neighbourhood”, with: 

Well-balanced integrated urban dimensions:

$is new city model could be developed by 
focusing on the best delivery mechanisms to 
create high quality urban environments. $e 
new territory is a unique opportunity – both 
from the perspective of the public sector as 
well as the private sector – to pioneer a strategy 
of urban intervention inside the Diagonal Sul 

le!
Implementation Program for 
Diagonal Sul site. 
!iago Duarte & Carlos Leite

  $e Masterplan Strategic Proposal 3  
Team is: Bernd Rieger (Rieger 
Reurbanização), Carlos Leite 
(Mackenzie U) and Eduardo Della 
Manna (Secovi-SP), authors, and 
a consultancy group of: Claudio 
Bernardes and Joao Crestana 
(Secovi-SP), Joerg Spangenberg 
(Bauhaus/FAU-USP), Lourenço 
Gimenez (FGMF), $iago Duarte 
and João Paulo Daolio (Obra).

   $is is a strategic proposal, not a 4  
formal, professional urban project. 
$e intention is to complement 
the "rst and main conceptual part 
of the work with the possibility of 
occupation of the area based on 
those concepts. We have referenced 
previous proposals for this territory 
developed by Sempla/PMSP 
(Operaçao Urbana Diagonal Sul) and 
UNA Arquitetos (Reurbanizaçao 
Mooca-Ipiranga).

Commercial
450,000 m2

Residential
590,000 m2

Infrastructual axis
1,170,000 m2

Cluster
750,000 m2

Institutional
170,000 m2
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which contemplates the spatial/design aspects 
of the question as well as the process/delivery 
mechanisms of an urban project in São Paulo. 

Urban Compactness:

Urban containment planning looks to promote 
compact, contiguous, and accessible development 
with e'cient public services, as well as to preserve 
open space and environmentally sensitive areas 
that are not currently suitable for development. 
Urban containment as smart growth urban policy, 
has to work within more de"ned limits: urban 
territory occupation should be rational, careful 
and sustainable.

It implies intensi"cation, high density – which 
is very welcome–and mixed uses as opposed to 
low density , single use and urban sprawl. $e 
compact city development model has the potential 
to achieve much higher sustainability. 

Optimised infrastructural networks

Optimised urban networked infrastructure 
design strategies are essential in metropolitan 
territories under regeneration. $e reuse of 
existing infrastructure is more sustainable than 
the creation of new areas. Encouraging shorter 
commuting, decreasing the necessity for mobility 
and prioritising the use of public and collective 
transport systems is also essential in this new 
city model inside the metropolitan old industrial 
territories.

Socio-spatial Diversity

Inner city urban renewal should contemplate 
land use diversity. Urban space should have many 
faces, be composed of a superposition of functions 
promoting an intense, diverse and liveable urban 
environment. Speci"c tax incentives mechanisms 
could be designed to arrest the decline of the 
physical fabric of old industrial urban areas, 
encouraging new developments and including 
a wide mix of land uses, in balance with its 
surroundings.

General objectives

Create quality in old and new public spaces; 
Propose joint ventures between public powers  
and the private sector to stimulate the clean-
up of contaminated areas;
Promote public equipments of symbolic  
signi"cance to the region and of intense social 
use;
Enhance public investments (municipal, State  
and Federal);
Attract and articulate public, private and  
institutional investments;
Ensure integrated sustainability of all actions  
(organisational and "nancial);
Generate global and inclusive patterns of  
urban regeneration;
Improve the two main urban elements to  
rearticulate the territory (river/water system 
and train line/mobility system);
Propose new use con"gurations for the area; 
Encourage the mix of uses to stimulate urban  
dynamics; 
Request the creation of new solutions for the  
generation of jobs and income; 
Inject new life into the area’s urban assets;  
Rearticulate both borders along the rail line; 
Improve the circulation of people and the  
distribution of goods and services;
Recreate the region’s territorial identity; 
Create generic occupation rules; and 
Generate judicial security;  

The strategy

$e compact sustainable mixed-use 
neighbourhood inside the territory of Diagonal, 
focusing on social inclusion and brought about 
through public and private sector funding, 
could happen through the operation of a local 
development agency (Diagonal Sul) which would 
allow the function of three complementary 
phases.

right
Rendering of the proposed Diagonal 
Sul site. 
!iago Duarte & Carlos Leite
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Phase 1: the linear hub 

[Diagonal Sul Area: 21.30 km2]

$e Diagonal Sul local development agency’s  
de"nition of urban structures
the river reborn (reintegration of water-city  
relation)
the linear park (green gradient) 
train upgrading (modernisation of CPTM  
line)
the contaminated land remediation rules 
protected social housing rules (ZEIS) 

Phase 2: a new city inside the city 

[Ipiranga-Tamanduathey intervention area: 9 km2]

integration of public transport: CPTM rail  
line, Expresso Tiradentes and new metro line
two renowned stations: mobility hubs 
a new urban frontier: linear park (green and  
water) 
housing complex/new urban blocks: an open  
city model

Phase 3: model-area [1.5 km2] 
the new neighbourhood: a sustainable model  
totally developed by the private sector

Masterplan: strategic elements

$e new dimensions that lie in this territory – the 
fragmentation, the commerce, the de-articulation 
(the unarticulated territory), the wastelands, the 
%uidity and the network of %ows – are all present 
in the territory of São Paulo’s industrialisation, 
mostly along the railroad axis.

 With the dearth of industrial occupation, the 
railroad loses its function. $e lack of incentives 
to integrate the railroad into an e'cient public 
transport system, and connected to the metro, 
decisively a'rms its perceived lack of importance.

Its decay in recent decades also represents the 
spatial disintegration of its borders, generating a 

fragmented territory deprived of character. $e 
structures that once de"ned its occupation and 
consolidation, today represent its obsolescence; 
the wastelands.

$e architecture of the contemporary 
metropolis must have the plasticity that allows 
it to absorb the net of %ows, the wastelands, and 
the new dynamics present in this disarticulated 
territory.

$e urban discontinuities and territorial 
fragments o#er a new kind of urban project, the 
construction of a new metropolitan territoriality. 
$e metropolitan residual areas should contain 
new urban projects and should articulate the new 
territorial spaces. $e void spaces operate as a 
potential instrument for the construction of the 
new public space.

$e main elements of this strategic Masterplan 
are:

Infrastructural Elements

Mobility hub, horizontal events and vertical  
services.

Green Network

Linear park, central park and green streets. 

Water Network

Linear park and channels network. 

Activities

Housing and services;  
Commerce and leisure;  
Technology Cluster.  

The model-area development for the 
Diagonal Sul

$is model-area private sector development 
model is based on three basic concepts.

$e current trend of the real estate industry to 
seek land outside the municipality is detrimental 
to the city’s sustainable development, due to the 
additional costs of supplying infrastructure in 

le!
Rendering of the proposed Diagonal 
Sul site. 
!iago Duarte & Carlos Leite
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the medium / long-term and the loss of revenues 
from taxes.

Large, underused and derelict central areas, 
with existing infrastructure, can be transformed 
into attractive new neighbourhoods to live and 
work in, with an excellent quality of life.

$e adoption of this kind of “product” – 
reutilisation of ex-industrial central areas and 
their transformation into new private sector 
development opportunities – is a potential 
opportunity for São Paulo’s real estate industry in 
the near future. 

$ere are clear business opportunities for 
private sector development, based on favourable 
economic factors. Industrial areas could be 
renewed, with bene"ts for their activities, and the 
intervention area could be regenerated through 
the renovation of existing infrastructure and 
increases in land values in surrounding areas; 
total private sector management of the "nancial 
operations with predictions of positive "nancial 
results; a land property transfer operation model; 
negotiation between key-actors; a planning, 
projects and approvals timetable.

The Discussion

Private initiative – the city – academic  
community;
Suitability for long term urban planning; 
Incentive for private investments; 
Sustainable communities, quality of life; 
Optimise use of existing infrastructure,  
eliminate pollution;
Generate wealth, increase tax revenues. 

The Objectives

Homes, jobs, services, healthcare, education,  
public transport, entertainment;
No ghettos, social inclusion, mixed use (all  
close by), quality of life;
low carbon / high energy e'ciency; 
A negotiation proposal. 

The Tools

Urban interventions in the City of São Paulo  
follow the Plano Diretor Estratégico 2002 – 
2012. $is law integrates alternative tools to 

implement Operações Urbanas Consorciadas. 
Speci"c laws are created for each Operação 
Urbana Consorciada. Operational procedures 
and conditions can thus be de"ned according 
to each speci"c requirement.
$e federal law  Estatuto da Cidade (No 10.257, 
10th of July 2001) is providing directives and 
tools for the proposed urban intervention. $e 
most essential tool is the concessão urbanistica. 
Here, the city can delegate the activities 
necessary to approve and execute the urban 
intervention to the private sector. 

The Proposal

Discussion and negotiation with the City  
and the academic sector will integrate with 
metropolitan planning;
Line up with present and future mobility  
requirements;
Reduction of carbon emissions, eliminate  
pollution;
Foster social inclusion; 
Create local economic growth potential (more  
jobs);
Provide public services, culture and  
entertainment.

Mechanisms for success – the potentially 

successful mechanisms

$e use of realistic and technically sound  
information;
$e use of the existing legislation, the choice  
of successful examples;
$e use of the world’s best urban design  
professionals;
High-level negotiations to allow for fast  
decisions; 
Enthusiasm for transforming an area without  
life into an exciting city.

The most helpful support the City can give to 

deliver Diagonal Sul

Reduction of bureaucracy; 
Quick decision-making. 

Tax revenue during construction time:                      
R$ 150 million

Sales of CEPACs (municipal certi!cation to increase 
construction area):                     
R$ 500 million

TOTAL
R$ 650 million

City’s gains additional yearly tax revenue

IPTU (property tax):                                                                
R$ 75 million per annum 

New jobs and new population (I.R. and others):                 
R$ 120 million per annum

ISS (service tax):                                                                       
R$ 140 million per annum

Increasing productivity of transferred industry:          
R$ 75 million per annum

TOTAL                                                                                          
R$ 410 million per annum
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ANNEX 7.2 – PARTNERSHIPS AND 
POLITICS: URBAN DEVELOPMENT 
PARTNERSHIPS IN THE UK5

Introduction

Over the past 30 years, the UK has seen huge 
changes in urban policy, and in the way that urban 
projects are undertaken. Following increasing 
polarisation between public and private sectors 
during the 1970s, the 1980s saw a retreat from 
public sector involvement in urban regeneration. 
Since the 1990s, the tide has again turned, and 
public authorities have developed new ways of 
working with private developers, creating a legal, 
"scal and institutional infrastructure that falls 
between a laissez-faire reluctance to ‘interfere’ 
with market forces, and the insistence that 
public goods can and must only be speci"ed and 
delivered by public authorities.

$is paper has been dra!ed to provide 
background information to the Mackenzie 
Presbyterian University/SECOVI-SP team, during 
the Urban Age 2008 investigation into South 
American cities. It presents an overview of the 
UK planning and development process, a brief 
overview of developments during the last 30 
years, then focuses on the ever-expanding range 
of development and partnership models now in 
place, before making some concluding remarks.

Context

In common with countries across the world, the 
UK’s cities are marked by the transition from 
an industrialised to a more mixed economy. 
$is has le! large areas of previously-developed 
‘brown"eld’ land within or near to city centres. 
In many cases these sites are well-positioned 
in relation to heavy transport infrastructure 
(particularly rivers and railways), but not easily 
accessible by public transport or local roads. 
In addition many brown"eld sites are heavily 
contaminated, and ownership is o!en fragmented, 
giving sites a negligible or negative development 
value without public investment. Nonetheless, as 
the UK’s population has grown and the need to 
contain urban sprawl has assumed ever-greater 
importance, the e'cient re-use of brown"eld sites 
is crucial to the future of UK cities.

$e paragraphs below give a brief overview 
of the UK planning system, then review how 
public private partnerships have evolved to bring 
brown"eld sites into active and productive use, 

while seeking (with varying levels of success) 
to realise public bene"ts from the development 
process.

Development and planning in the UK

Since the Second World War, the UK has had a 
hierarchical land use planning system. Its generic 
features are as follows:

Central government sets overall planning  
policy, agreeing standards and policies 
in relation to a range of issues including 
environmental protection, regional housing 
targets, preservation of town centres, and 
transport and development links. It also sets 
regional spatial strategies for areas outside 
London,
Elected local authorities prepare land use  
plans. $ese de"ne permitted land uses 
in di#erent locations (eg, housing, o'ce, 
industrial, retail, mixed), set out protection 
policies for public amenities (eg, parkland), 
de"ne the quantums and densities of 
development permitted, set requirements in 
terms of a#ordable housing (ie, subsidised for 
sale or rent), car parking and environmental 
standards, and–on occasion – set design 
guidelines. Before adoption, plans are 
subject to public consultation and must be 
in accordance with national guidance and 
regional spatial strategies.
Local authorities also make planning  
decisions, responding to proposals by 
individual householders (eg, for an extension) 
and by commercial developers. Major 
decisions are taken by committees of elected 
councillors meeting in public, with formal 
public consultation and a right of appeal. 
Major applications are sometimes ‘called in’ 
for decision by central government, usually 
following a quasi-judicial public enquiry.

In London, the Mayor of London is an 
intermediate authority, setting a spatial 
development strategy (‘$e London Plan’) for 
the capital. $e Mayor also has the power to take 
decisions himself for applications above certain 
thresholds.

Market-driven regeneration – the 1980s

As Britain’s manufacturing industry declined in 
the 1970s and 1980s, brown"eld sites became 
the subject of intense political debate, with many 
elected local authorities intent on a strategy of    Authored by Richard Brown5  
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re-industrialisation, to create jobs that would suit 
people who had previously found employment 
in manufacturing, or of building public housing 
to serve those communities. $e Conservative 
government elected in 1979 took a di#erent view. 
Viewing local authority recidivism as unreasonable 
if not subversive, Mrs $atcher’s Government 
established a new type of delivery mechanism, the 
urban development corporation (UDC). 

Urban development corporations (13 were 
established in the 1980s, and three more in 
recent years) were intended to bring private 
sector expertise and focus to bear in areas where 
local authorities, the traditional promoters of 
regeneration, were not capable or willing to 
promote development. To this end, private sector-
led boards were appointed directly by central 
government, and given speci"c powers that would 
normally reside with local government: 

taking planning decisions;  
channelling government funds into  
‘regenerating’ land (cleaning up pollution and 
building infrastructure); and 
compulsory purchase (ie, compensated  
requisition of privately held land (‘eminent 
domain’ in the USA)).

$e UDCs were extremely controversial in their 
early years, re%ecting the intense polarisation 
between the $atcher government and the le!-
wing councils that controlled most urban areas, 
but gradually began to work more closely with 
local authorities as well as with private sector 
development partners. $e best-known UDC was 
the London Docklands Development Corporation 
(see Box 7.3).

Re-discovering partnership – the 1990s

In the early 1990s, as the UDCs began to wind 
up their activities, relationships between central 
and local government – and between local 
government and the private sector – began to 
improve, and ‘partnership’ became the dominant 
model. 

Government began to o#er funding, through 
the Single Regeneration Budget, on a competitive 
basis to partnerships (sometimes set up as 
companies, sometimes less formally established) 
that were expected to include both private sector 
and community interest. Most of the partnerships 
that applied for funding were public sector-led, 
but most also allowed some role for private 
developers. Where projects had a signi"cant 
physical development aspect, this new approach 
to partnership also succeeded in levering private 
sector investment into economically marginalised 
areas of the UK, where market failure had 
previously dominated.7

At the same time, legislation introduced in 1990 
formalised a method (‘Section 106 agreements’) 
through which local planning authorities could 
require developers to provide public amenities 
(for example, new roads, schools and public 
spaces) or to provide payments to enable the 
public sector to do so. During the 1990s, these 
powers were frequently used to require developers 
to provide social housing (ie, with subsidised 
rents), "lling the vacuum that had been le! 
following local authorities’ government-enforced 
retreat from house-building during the previous 
decade. 

Box 7.3

LONDON DOCKLANDS DEVELOPMENT CORPORATION

By the early 1970s, the traditional function of east London’s docks was being undermined by 
industrial change and in particular by the rise of containerised shipping. By 1981, the scale of the 
problem was becoming clear: since 1967, Docklands had lost 150,000 jobs and around 30 per 
cent of its population, and 50 per cent of land was now derelict .6

LDDC took over land from a variety of owners, and, using government grants, cleaned up 
contamination and installed road and light rail transport infrastructure, including new trunk 
roads and tunnels. Assisted by tax breaks, sites were then marketed to the private sector for 
development (and receipts returned to government), but LDDC and its government sponsors 
resisted preparing detailed masterplans for the sites under its control – the market would decide 
what was built.

The impact of LDDC on east London was huge: the inner docks were converted to housing, the 
central Isle of Dogs became the site of Canary Wharf (London’s second central business district), 
and the outer docks now house a short-haul airport and an international exhibition centre. But 
controversy persists. While most LDDC developments have been successes on their own terms 
(Canary Wharf is the most obvious example, though its first developer went bankrupt), they have 
been criticised for their failure to integrate into east London’s urban fabric, or to deliver significant 
economic or social benefit to the persistently poor populations that live around them.

   Peter Turlik, 6  Initiating Urban 
Change, LDDC Monograph, 1997, 
on www.lddc-history.org.uk

  DETR, 7  Lessons and evaluation 
evidence from ten Single Regeneration 
Budget case studies, 2002, on www.
communities.gov.uk



7-23  CITIES AND SOCIAL EQUITY   

Current modes of practice

Residual suspicion remains and recent experience 
shows failure as well as success, but a much more 
open attitude towards public-private partnership 
in relation to urban development is now visible, 
and has been accompanied by a much more 
sophisticated range of tools and negotiation 
techniques.

Most public authorities and private sector 
developers now recognise that each has something 
to contribute: private sector developers can access 
"nance, and expertise in design, building and 
marketing places that is rarely to be found within 
the public sector; the public sector for its part has 
certain regulatory functions, as well as the ability 
to contribute public sector funding and public 
sector assets.

$e paragraphs that follow give a brief overview 
of di#erent models of joint working, classi"ed 
according to the contribution of the public sector: 
whether its role is solely regulatory, or whether 
it also contributes funding and/or assets to the 
development process.

Regulatory models

For major developments, particularly 
developments involving the re-use of brown"eld 
sites, the formal submission of a planning 
application is likely to mark the end of a process 
that can take "ve years or more.

Major development proposals within the 
UK are usually based on a spatial masterplan, 

which will set out land uses, design guidelines, 
development quantums, public amenity provision 
and phasing proposals. $ese masterplans 
may be commissioned entirely by a private 
developer in control of the land, though are 
frequently prepared in close consultation with 
the public sector. In other cases, masterplans are 
commissioned by the public sector, forming the 
basis for the preparation of detailed planning 
guidance or (if the public sector partner has land 
interests) of development briefs.

England’s Urban Task Force (UTF), appointed 
by the incoming Labour government in 1997 
to advise on ways of delivering more housing 
as e'ciently as possible, identi"ed a systemic 
failure on the part of English projects to achieve 
the quality of architectural and urban design 
visible in the best continental and international 
schemes, and argued that this was condemning 
English cities to decline. $e UTF’s report, 
‘Towards an Urban Renaissance’,8 argued both 
for more focus on integrated masterplanning, 
and also for new institutions to promote design 
quality. $e Commission for Architecture and the 
Built Environment and Design for London are 
responses to this recommendation (see Box 4).

Negotiations on design quality (which may 
include joint appointment of consultants) are 
accompanied by negotiations on a wide range 
of other matters. $ese are generally expressed 
through a Section 106 agreement9 (see Box 5), 
o!en negotiated through an open book approach, 

Box 7.4

REGULATING AND PROMOTING DESIGN QUALITY

The Commission for Architecture and the Built Environment (CABE) was established to encourage 
policy makers to create places that are safe, beautiful and e!cient to run. Their work includes:

advising clients, contractors, architects and planners 

helping public agencies with good design 

supporting public agencies in boosting their in-house design expertise 

promoting better education, skills and careers for the built environment 

conducting research and running campaigns on architecture, design and public spaces. 

Beyond their research and campaigning activity, CABE has two main programmes: enabling, 
which involves appointing architects and urban designers to work with public authorities to 
commission masterplans and building designs, and design review, which involves a process of 
expert review of designs as they enter the planning process, with (non-binding but influential) 
advice passed to developers and local authorities.

In London, Richard Rogers who led the Urban Task Force was appointed by Mayor Ken 
Livingstone to set up a team which the author of this report managed for a period, now known 
as Design for London (DfL). DfL takes a more proactive approach to its work within the capital, 
working closely with local authorities and mayoral agencies to brief, procure and manage 
architects and urban designers, in order to prepare masterplans, planning guidance and 
development proposals. DfL also acts as the Mayor’s design advisor on schemes commissioned 
or funded by the mayoral agencies (Transport for London and London Development Agency).

  Urban Task Force, 8  Towards an 
Urban Renaissance, 1999

  Barking Riverside, 9  S.106 
agreement signed 7 August 2007 
– summary of main planning 
obligations, 2007 (available on www.
lbbd.gov.uk)
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which allows the public authorities to have sight 
of private sector pro"t projections, in order to 
assess what level of demand is reasonable.

Section 106 has been criticised by developers 
for creating a de facto ‘development tax’, adding 
delay to the development process, and allowing 
local authorities local authorities to ‘hold 
developers to ransom’,10 and government has been 
developing proposals for di#erent approaches. 

One of these, used in Milton Keynes (a new 
town a short distance north of London), is known 
as a ‘tari# ’ or ‘roof tax’ approach. $e tari# is 
based on a development framework that sets out a 
menu of infrastructure requirements: developers 
are required to make set contributions (currently 
£18,000 per house and £67 per square metre of 
commercial space) to a central fund, from which 
these improvements are "nanced.11 $is approach 
recognises that, when several development 
projects are running concurrently, it can be hard 
to deliver major infrastructure (like a motorway 
intersection) that is required on account of their 
cumulative impact. It also seeks to reduce the 
length of time taken in negotiations, by providing 
a transparent costing mechanism.

Joint funding/partnership models

While the 1997 Labour government was reluctant 
to continue with the ‘$atcherite’ model of urban 
development corporations, the Urban Task 
Force report argued that long-term regeneration 
programmes still needed focused delivery 
structures, especially given the proliferation 
of area-based regeneration initiatives in the 
late 1990s. $e UTF recommended that urban 
regeneration companies (URCs) should be 
established in these areas.

Unlike UDCs, which were based on the belief 
that the only way to promote regeneration was 
to remove powers from local authorities and give 
them to centrally controlled agencies, URCs were 
designed to promote and codify partnership, 
between local authorities, government and its 
regional economic development agencies, and 
the private sector. Re%ecting this approach, 
URCs were not intended to undertake a direct 
development role, but to deliver physical 
improvements through new initiatives and 
enhanced co-ordination of existing programmes 
and public funding streams. URCs do not have 

Box 7.5

PLANNING OBLIGATIONS IN PRACTICE

Barking Riverside is an isolated 179-hectare brownfield site on the banks of the River Thames 
in East London. Over the past ten years, extensive masterplanning has taken place, with the 
involvement of Design for London in the most recent plan, prepared by a joint venture – Barking 
Riverside Limited (BRL)–comprising English Partnerships (a government agency, which has 
invested in clean-up of the contaminated site) and Bellway Homes (a residential developer).

An outline planning application was granted permission in 2007, and proposed a total of 
10,000 homes, to be built over the next 20 years. It was accompanied by a detailed Section 106 
agreement , which covered issues including:

Housing (proportion of larger homes and proportion and quality of a"ordable homes); 

Community infrastructure (the development (by di"erent partners) of places of worship,  
police stations, health centres, shops and community centres at certain points in the 
development process);

Limits on development until new transport is completed, and contributions towards the cost  
of new public and road transport infrastructure by BRL;

Reservation of sites for schools;  

Provision of open space and construction of an ecology centre; 

Provision of play space and sports pitches; and  

The continuing use of a design panel, agreement of design codes, and a public art strategy. 

  British Property Federation, 10  Don’t 
kill the goose – the case for tari"s not 
tax, 2005, at www.bpf.org.uk

  Milton Keynes Partnership/11  
English Partnerships, !e Milton 
Keynes Partnership: an overview 
of the infrastructure tari" and how 
it works, 2006 (available on www.
miltonkeynespartnership.info)
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any speci"c statutory powers, but rely on their 
members to achieve planning permission and, 
where necessary, use compulsory purchase 
powers. 

While many URCs have had a measure of 
success (see Box 6), the voluntaristic nature 
of their role has led to criticisms that they are 
toothless, and unable to deliver the scale of 
change that many developments require.

In recent years, the government has proposed 
several variations on the URC approach, including 
“city development companies”, “local housing 
companies” and “community interest companies”. 
In addition, in 2003, three new UDCs were 
established, though on a more consensual basis 
than their 1980s predecessors.

Asset-backed models

Traditionally, local authorities in the UK have 
been required to dispose of their land holdings 
(including surplus or redundant operational 
property) for the best possible price, which has 
on occasion led to local authorities’ own land 
being used in a way that fails to meet their wider 
objectives for local people (though the sale may 
yield funds that can be redirected to meeting 
those needs).

In recent years, taking advantage of a more 
permissive national regime, some local authorities 
have begun to explore new models of partnership, 
generically known as “local asset-backed vehicles” 

(LABVs). $ese typically involve local authorities 
entering into formal partnerships with a private 
sector partner: the local authority contributes 
land and identi"es regeneration projects that it 
wishes to see delivered; the private sector partner 
brings capital "nance and development expertise; 
risk and reward are shared between the partners. 
LABVs are in their infancy, and several issues 
(such as whether the partnerships can be regarded 
as ‘private sector’, so that they can raise "nance 
outside the public-sector borrowing regime) 
remain to be resolved. Nonetheless, several 
innovative models are being developed (Box 7).

Recent research suggests that LABVs can o#er 
a route to successful partnership, and recycling of 
pro"ts to create public bene"ts, but also identi"es 
some challenges in the UK context. $ese include 
residual suspicion of the private sector, ensuring 
that LABVs do genuinely create (rather than 
re-allocate) value, creating robust governance 
mechanisms, and ensuring that partners have the 
skills and capacity to manage the process.14

Box 7.6

NEW EAST MANCHESTER

New East Manchester (NEM), was established in 2000 to promote regeneration around the East 
Manchester site of the 2002 Commonwealth Games, in a 1,900-hectare area that had su"ered 
from falling employment, a declining population, high crime and failing services.

NEM’s core role was to:12

Develop and implement, in partnership with others, a Strategic Regeneration Framework for  
East Manchester;

Lead the major strategic physical regeneration of the area; 

Co-ordinate, integrate and oversee the delivery of a range of key initiatives which have  
been designed to address some of the worst problems of inner city deprivation – notably, 
the Beacons for a Brighter Future (New Deal for Communities) Programme and the East 
Manchester Education Action Zone;

Focus mainstream public services and funding more e"ectively on the needs and aspirations  
of residents and stakeholders; and

Secure additional public and private sector resources to deliver a long term, comprehensive  
regeneration programme.

To fulfil this role, NEM developed a strategic regeneration framework that included proposals for 
physical redevelopment, but also programmes to enhance social and economic opportunities for 
local people. An evaluation report13 commissioned in 2006 found that NEM had been successful 
in working towards many of its targets, but also identified the need to tie partners – particularly 
national government – more closely into the partnership.

  New East Manchester, 12  Report 
to Manchester City Council 
Regeneration Scrutiny Committee, 
5 March 2006 (available at www.
manchester.gov.uk)

  European Institute of 13  
Urban A#airs, New Evaluated 
Manchester, 2006 (available at www.
neweastmanchester.com)

  Ben Harrison and Adam 14  
Marshall, City Solutions: delivering 
local growth, PWC/Centre for Cities, 
2007 (at www.centreforcities.org.uk)
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Concluding observations

With government encouragement and a decline 
in ideological suspicion, public authorities in 
the UK have developed a diverse if sometimes 
bewildering array of di#erent approaches to 
working with the private sector to achieve social 
and economic aims through private sector 
development projects. 

Underpinning all of them is the belief that it 
is legitimate and possible for the public sector 
to negotiate and deliver public bene"ts through 
private sector development projects, and that the 
private sector is better-equipped to deliver major 
development programmes.

Success has not been universal, however. One 
problem has been the sheer complexity of the UK 
planning process, and – more importantly – the 
horse-trading that accompanies it. In some cases – 
Heathrow Airport’s Terminal 5 is a good example 
– the interval between design and completion can 
be measured in decades not years.

Another problem rests in the capacity of the 
public sector. While few in local authorities now 
expect directly to deliver building projects as they 

Box 7.7

CROYDON COUNCIL URBAN REGENERATION VEHICLE

Croydon, in south London, is the capital’s third largest employment centre, boasting excellent 
connections to central London and Gatwick Airport, but su"ering from a slightly tired stock of 
1960s and 1970s o!ce building.

In 2006-07, Croydon Council undertook a review of how it could renew or replace its own o!ces, 
while also contributing to the revitalisation of the city centre. It reviewed alternatives including 
a straightforward sale of its buildings (and re-investment of the proceeds) and a sale process 
with conditions attached. It decided to seek a private sector partner to enter into a joint venture 
partnership, to be owned 50:50, and a preferred partner was selected in Summer 2008.

The Croydon Council Urban Regeneration Vehicle will have three main aims:

To support and contribute to the regeneration process for the Town Centre and the wider  
Borough.

To maximise the value of surplus Council assets and have greater control over their long term  
development.

To replace its aging civic o!ce accommodation which is not fit for purpose, increasingly  
costly to maintain and which is inadequate for current working practices and customer 
services.

Detailed contractual and funding (including risk and reward sharing) arrangements for the 
vehicle (intended to be incorporated as a ‘limited liability partnership’) are currently being 
negotiated.

did in the council housing boom of the post-
war years, people working in local government 
have not necessarily acquired the skills or 
capacity (in terms of time) to engage fully as 
clients or partners for private sector developers. 
With weak or inconsistent clients and partners, 
private developers are set adri!, unable to deliver 
unarticulated needs.

Lastly, the %ourishing of development 
partnerships (since the mid-1990s) has taken 
place against the backdrop of economic 
growth and a construction boom. In these 
circumstances, rising pro"ts and an appetite for 
speculative development create "nancial room 
for negotiation, and for accommodation of a 
growing list of public sector requirements. As 
the economic tide turns, the emphasis may shi! 
– from making the most of what’s happening, to 
trying to make something happen. As a colleague 
of mine once observed, “You can only make a 
snowman if it’s snowing.”





IMPLICATIONS FOR POLICY8 

le!
Cities have a great potential to 
mitigate income inequality by 
investing in infrastructure shared 
by all urban dwellers. To date, the 
proximity of rich and poor has not 
closed the gap between them. 
Dante Busquets



Cities are places of mix and exchange. "ey are 
also the places where di#erent worlds collide or 
at least meet. In the words of Wolfgang Nowak, 
Managing Director of the Alfred Herrhausen 
Society, “the big cities are everything; the $rst 
world, the second world and the third world come 
together in one city.”

"is mix can be exhilarating, but also presents 
policy makers with challenges. Can cities a#ord 
to accommodate inequality, with its negative 
impacts on social, economic and environmental 
sustainability? Even if a city cannot tackle the 
root causes of poverty and inequality, how can 
enlightened public service provision help to 
tackle civic inequality, to prevent environmental 
dereliction, higher crime rates and poor transport 
accessibility compounding the disadvantages of 
poverty?

As São Paulo State Governor Jose Serra said in 
his keynote speech to the conference in December 
2008, the value of the Urban Age programme lies 
in the discourse it can promote between policy 
and practice: “we are not limited to discussing 
ideas and theories, but can also bring together 
interests and perspectives.” In bringing those 
interests and perspectives together, a few key 
messages emerge:

Cities will always display a measure of  
inequality, as populations change and 
newcomers are drawn in, but they must also 
be made places of social mobility. From this 
perspective, in the words of Manoel Ribeiro, 
favelas can be seen not just as a problem but as 

“an integral part of the city and…as a tool for 
$ghting social inequality”. Transitional areas 
can play a part in urban life, but only if they 
are able to complete a transition, or to enable 
their residents to do so.
Planning urban systems and infrastructure  
– from rail networks to parks and green 
spaces – needs to take account of the potential 
impact on equality. Does provision to meet 
current demand simply reinforce patterns of 
segregation and polarisation? Are there ways 
in which new institutions and infrastructure 
could be used to promote civic equity and 
social cohesion?
"e poor are most excluded from social equity  
when located at the city fringes. Inclusive 
cities need to accommodate the less well-o# 
within the core urban fabric, minimizing 
the degree of isolating poverty and allowing 
to create truly public infrastructure, shared 
by a wide range of di#erent income groups. 
Limiting sprawl and increasing the overall 
compactness of cities is a crucial element of 
social policy.
Public space is one of the de$ning  
characteristics of a humane city, but 
sometimes the best public space is unplanned 
– the reinvention of an overpass as a weekend 
promenade, the creation of a skatepark in 
a concrete undercro!, the emergence of a 
playground on wasteland. City governments 
should seek to support and ratify the creation 

below
With one of the largest %eets of 
helicopters in the world, the business 
elite in São Paulo opt to commute 
by helicopter to avoid paralysing 
tra&c throughout the city and 
the Minhocão (shown centre), 
completed in the early 1970s to 
alleviate already debilitating levels of 
tra&c congestion.
Tuca Vieira
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of such public spaces, not to outlaw them 
unnecessarily.
Exclusionary tactics like private security  
patrols, surveillance cameras and security 
gates can help to remove – or at least displace 
– crime, but inclusive approaches, which help 
to develop a sense of ownership and pride 
among communities can have a longer lasting 
impact.
In cities where a large proportion of the  
population is excluded from public transport 
systems, radical approaches may be needed 
to deliver the scale of change that is needed 
to redress the balance. While it is politically 
di&cult, reducing the privileges and subsidies 
granted to private car use may be the only way 
to create viable transport corridors.
When considering transport strategies, city  
planners should not just focus on single 
modes of transport, but on how the whole 
system can support policy aims, including 
re-aligning the distribution of public services 
(from rail, to bus rapid transit, to walking 
routes) to help those people socially and 
spatially marginalised from the city.
"e idea that the private sector can on its  
own create viable cities is as false as the 
assumption that the public sector can realise 
its plans autonomously. Active use of planning 
instruments, as well as targeted incentives are 
needed to channel the energy of the property 

development industry in directions that help 
the citizen as well as the developer over the 
long term.
In modern cities with diverse populations,  
both political debate about the future and 
the partnerships needed to turn debates 
and visions into reality, require a pluralistic 
process, that involves civic actors from 
all sectors, including public, private and 
community sectors.

Urban inequality undermines economic vitality, 
social cohesion and environmental sustainability. 
It is a persistent but growing phenomenon, and 
can seem intractable in a world that continues 
to urbanise. "e Urban Age South America 
programme has helped to delineate the issues, 
and also to point the way towards solutions, and 
towards the central role for urban government.

Cities may not be able to redistribute private 
resources, but they can use the powers and 
resources that they do control to create cities 
that are more cohesive, where public services 
and infrastructure form the glue for better civic 
life. A city cannot control the economy or the 
national legislature, but it provides something 
more fundamental – the environment for the day-
to-day lives of millions of people. In the words 
of former Bogotá mayor Enrique Peñalosa, “the 
way cities are built determines to a large degree 
citizens’ quality of life for hundreds of years into 
the future.”
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Strategy Workshop São Paulo
Marcos Bicalho, Superintendent, Associação Nacional de 
Transportes Publicos (ANTP); Ciro Biderman, Professor, CEPESP, 
FGV and Visiting Fellow, Lincoln Institute of Land Policy, MIT; 
Juarez Rubens Brandão Lopes, Sociologist and Advisor, EMPLASA; 
Alexandre Cafcalas, Principal, Cafcalas Arquitetos; Andrea Calabi, 
Professor, Faculdade de Economia e Administração, USP; Renato 
Cymbalista, Architect and Urbanist, Instituto Pólis; Alexandre 
de Avila Gomide, Researcher, Instituto de Pesquisa Econômica 
Aplicada, State of São Paulo; Fernando de Mello Franco, Architect, 
MMBB Arquitetos; Jose de Souza Martins, Author and Sociologist, 
Faculdade de Filoso!a, Letras e Ciências Humanas, Universidade 
de São Paulo; Elisabete França, Director, Secretaria de Habitação 
Social, São Paulo Municipality; Jurandir Fernandes, President, 
EMPLASA; Helena Maria Gasparian, Advisor for International 
A"airs, State of São Paulo; Stela Goldenstein, Deputy Chief of 
Sta", São Paulo Municipality; Sandra Gomes, Researcher and 
Transference Coordinator, CEM; Oded Grajew, General Coordinator, 
Nossa São Paulo; Marta Dora Grostein, Architect and Urbanist; 
Coordinator of LUME/FAU, USP; Danilo Igliori, A#liated Lecturer, 
Department of Land Economy, University of Cambridge; Eduardo 
Jorge, Secretary of Environment, São Paulo Municipality; Carlos 
Leite, Professor, Faculdade de Arquitetura e Urbanismo, Universidade 
Presbiteriana Mackenzie, São Paulo; Vladimir Fernandes Maciel, 
PhD. ABD Public Administration, EAESP/FGVand Researcher, 
CEPESP/FGV; Rosa Mancini, Coordinator, Hydric Resources, 
Companhia de Tecnologia de Saneamento Ambiental (CETESB); 
Erminia Maricato, Titular Professor, LABHAB, FAU/ USP; Eduardo 
Marques, Director, CEM; Regina Meyer, Architect and Urbanist; 
Coordinator of LUME/FAU, USP; Paula Miraglia, Executive 
Director, ILANUD, São Paulo; Edsom Ortega, Coordenador 
de Segurança Urbana, São Paulo Municipality; Melina Risso, 
Director, Institutional Development, Instituto Sou de Paz; Raquel 
Rolnik, Architect and Professor, Pontifícia Universidade Católica 
de Campinas; Paula Santoro, Mananciais Program, Instituto 
Socioambiental (ISA), São Paulo; Nadia Somekh, Director, Faculdade 
de Arquitetura e Urbanismo, Universidade Presbiteriana Mackenzie, 
São Paulo; Renato Tagnin, Architect and Professor, Servico Nacional 
de Aprendizagem Comercial (SENAC), São Paulo; Ricardo Toledo, 
Deputy Secretary, Secretaria Estadual de Recursos Hídricos, State 
of São Paulo; André Urani, Executive Director, Instituto de Estudos 
de Trabalho e Sociedade, Rio de Janeiro; Eduardo Vasconcellos, 
Consultant, ANTP; Daniel Vasquez, CEM; Jorge Wilheim, 
Principal, Jorge Wilheim Consultores e Associados, São Paulo

Research Workshop London
Andrew Altman, Deputy Mayor, City of Philadelphia
Ciro Biderman, Professor, CEPESP, FGV and Visiting Fellow, 
Lincoln Institute of Land Policy, MIT; Sophie Body-Gendrot, 
Director, Centre for Urban Studies, University Paris-Sorbonne; 
Juarez Rubens Brandão Lopes, Sociologist and Advisor, EMPLASA; 
Richard Brown, Programme Director, London 2012 Olympic Legacy 
Team; Beatriz Campos, Associate Director, Space Syntax; Fabio 
Casiroli, Professor in Transport Planning, Politecnico di Milano 
and Chairman, Systematica, Milan; Chris Cole, Senior Consultant, 
Arup Transport Consultant; Rachel Coutinho da Silva, Professor, 
Faculdade de Arquitetura e Urbanismo, Universidade Federal 
do Rio de Janeiro and Academic Visitor, Cities Programme, LSE; 
Eduardo Della Manna, Director of SECOVI-SP; Cecilia Dinardi, 
Researcher, Sociology, LSE; Bruno Feder, Assistant to the Advisor 
for International A"airs, State of São Paulo; Stephen Finnegan, 
Associate, ARUP Transport Consultants; Gerald Frug, Louis D. 
Brandeis Professor, School of Law, Harvard University; Helena Maria 
Gasparian, Advisor for International A"airs, State of São Paulo; 
Elena Georgiou, Transport for London Lidia Goldenstein, Member 
of the Development Committee, São Paulo Municipality; Stela 
Goldenstein, Deputy Chief of Sta", São Paulo Municipality; Marta 
Dora Grostein, Architect and Urbanist; Coordinator of LUME/FAU, 
USP; Bill Hanway, Chief Operating O#cer, Regional Chair Europe 
and Americas East, EDAW; Sandra Jovchelovitch, Reader in Social 
Psychology, Social Psychology Institute, LSE; Carlos Leite, Professor, 
Faculdade de Arquitetura e Urbanismo, Universidade Presbiteriana 

Mackenzie, São Paulo; Stuart Lipton, Partner, Chels!eld Developers, 
former Chairman of Commission for Architecture and the Built 
Environment; Roger Madelin, Joint Chief Executive, Argent Group 
PLC, London; Fred Manson, former Director of Regeneration, 
London Borough of Southwark; Eduardo Marques, Director, CEM 
Regina Meyer, Architect and Urbanist; Coordinator of LUME/FAU, 
USP; Paula Miraglia, Executive Director, ILANUD, São Paulo; 
Wolfgang Nowak, Managing Director, AHS; Emma Peters, Homes 
and Communities Agency Set Up Team, London; Tony Ridley, 
President, Railway and Transport Strategy Centre, Imperial College, 
London; Saskia Sassen, Lynd Professor of Sociology and Committee 
on Global $ought, Columbia University and Professor, LSE; Peter 
Schwinger, Senior Consultant, Steer Davies Gleave; Richard 
Sennett, Professor of Sociology, LSE and MIT; Eva Serra, Architect 
and Senior Planner, Barcelona Regional; Nadia Somekh, Director, 
Faculdade de Arquitetura e Urbanismo, Universidade Presbiteriana 
Mackenzie, São Paulo; Tim Stonor, Managing Director, Space 
Syntax; Tony Travers, Director, Greater London Group, LSE; Luis 
Willumsen, Director, Steer Davies Gleave

São Paulo Working Groups

Mobility, Integration and Accessibility
Ciro Biderman, Professor, CEPESP, FGV and Visiting Fellow, Lincoln 
Institute of Land Policy, MIT (LEAD); Bernardo Guatimosim 
Alvim, Director of B. ALVIM Engenharia, World Bank Consultant 
and Researcher, CEPESP/FGV; Luis Otavio Calagian, Researcher, 
CEPESP/FGV; Diogo R. Coutinho, Assistant Professor, Faculty of 
Law, University of São Paulo and Senior Researcher, Brazilian Centre 
for Analysis and Planning (CEBRAP); Angélica Aparecida Tanus 
Benatti Alvim, Assistant Professor, Universidade Presbiteriana 
Mackenzie; Maria Inês Garcia Lippe, Transportation Planner, 
Secretaria de Transportes Metropolitanos (STM) and Researcher, 
CEPESP/FGV; Vladimir Fernandes Maciel, PhD. ABD Public 
Administration, EAESP/FGV and Researcher, CEPESP/FGV; 
Luciana M V de Mattos, Researcher, CEPESP/FGV

Peripheral, Central and Marginal
Paula Miraglia, Executive Director, ILANUD, São Paulo (LEAD); 
Eduardo Marques, Director, CEM; Sandra Gomes, Researcher 
and Transference Coordinator, CEM; Wagner Luciano da 
Silva (Guiné), Researcher, Rapper and Communitarian Leader; 
Alexandre Cafcalas, Principal, Cafcalas Arquitetos; !ais Pavez, 
Researcher, CEM; Demétrio G. C. de Toledo, Researcher, CEM

Development, the Public Realm and City Building
Nadia Somekh, Director, Faculdade de Arquitetura e Urbanismo, 
Universidade Presbiteriana Mackenzie, São Paulo (LEAD); Carlos 
Leite de Souza, Professor, Faculdade de Arquitetura e Urbanismo, 
Universidade Presbiteriana Mackenzie, São Paulo; Eduardo Della 
Mana, Director of SECOVI-SP; Claudio Bernardes, Civil Engineer, 
SECOVI-SP; John Crestana, Engineer Production, SECOVI-SP; 
Juliana Marques, Professor, Faculdade de Arquitetura e Urbanismo, 
Universidade Presbiteriana Mackenzie, São Paulo; Sueli Ramos 
Schi"er, Professor, Faculdade de Arquitetura e Urbanismo, 
Universidade Presbiteriana Mackenzie, São Paulo; Sílvio Zanchetti, 
Professor of Architecture and Urbanism, Universidade Federal de 
Pernambuco; Bernd Rieger, Engineer and Developer, SECOVI-SP 
and Rieger  Reurbanização, São Paulo; Lourenco Gimenes, Architect 
and Mobility Consultant; Joerg Spangenberg, Architect and Urban 
Sustainability Consultant; !iago Duarte, Architect and Urban 
Design Consultant; Danielle Klintowitz, Architect and Urban 
Planning Researcher

LIST OF WORKSHOPS AND WORKING GROUPS

Note: listed are only the main 
interviewees regardless whether 
meetings were attended by more 
than one key stakeholder or expert. 
All positions and organisations refer 
to the time when interviews where 
conducted in 2007. 
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CA – Floor Area Ratio (FAR)

CET – Tra%c Engineering Company

CIDE – Taxes on energy fuel

CMSP – São Paulo Metro Company

CPTM – Metropolitan Trains Company

DENATRAN – National Road Transport Department

DER – Department of Highways

DERSA – São Paulo State Highway Company

EMTU – Metropolitan  Company Urban Transport

FUNDURB – Urban Development Fund 

IPTU – Property Tax

Metrô – São Paulo Metro Company

TEU – Corridor line connecting SP and ABCD

OD – Origin Destination Surveys 

ODC – Onerous Grant of the Right to Build (OGRB) 

OU – Urban Operation

PDE – São Paulo Strategic Master Plan (SPMP)

PITU – Integrated Urban Transport Plan

PSIU – Urban Silence Program

PUE – Speci!c Urban Plans 

Rodízio – Plate control system

SET –State Secretary of Transportation

SP – São Paulo Municipality

SPMA – São Paulo Metropolitan Area

SPTrans – Public Transportation Company São Paulo

STM – Secretariat of Metropolitan Transport  

ZEIS – Special Zones of Social Interest 

7 Steering regeneration in cities

UDC – Urban Development Corporation

CABE – Commission for Architecture and the Built 
Environment

D& – Design for London

UTF – Urban Task Force

URC – urban regeneration companies

BRL – Barking Riverside Limited

NEM – New East Manchester

LABV – local asset-backed vehicles

3 Inequality, territory and urban form

PPP – Purchasing Power Parity

OECD – Organization for Economic Cooperation 
and Development

UNDP – United Nations Development Programme

4 Urban Age city survey 

SPMR – Metropolitan Region of São Paulo

IBGE – Brazilian Institute of Geography and 
Statistics

PNAD – Pesquisa Nacional por Amostra de 
Domicílios (National Household Sample Survey)

Economic Classes A, B, C, D and E – Calculated 
using information about material possessions and 
education

5 Safe spaces, safe city

CEM – Centro de Estudos da Metrópole (Centre of 
Metropolitan Studies)

AME Jardins – Association of Residents of Jardim 
Europa, América, Paulista and Paulistano

COHAB – Metropolitan Housing Company

PCC – First Command of the Capital

CEU – Centro de Extensão Universitária (Centre of 
University Extension)

SAMORCC – Sociedade dos Amigos, Moradores 
and Empreendedores do Bairro Cerqueira César

BNH – Banco Nacional de Habitação (National 
Housing Bank)

CDHU – Companhia de Desenvolvimento 
Habitacional e Urbano do Estado de São Paulo 
(Company of Housing and Urban Development of 
the State of São Paulo)

Decradi – Department of Police for Racial Crimes 
and Racial Intolerance

CONSEG – Conselhos Comunitários de Segurança 
(Community Safety Advice)

6 Mobility, integration and accessibility

AIU – Urban Intervention Area 

ARTESP – São Paulo State Transport Agency

BNDES – Brazilian Development Bank 

BRT – Bus Rapid Transit

GLOSSARY
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DATA SOURCES

Credits for maps and graphics and data source 
references in chapter order

Unless stated otherwise, all maps and graphics have 
been produced by the Urban Age project at the 
London School of Economics and Political Science. 
"e references below indicate – chapter number: 
subject of map or graphics and the data source.

3 Inequality, territory and urban form
Interpreting the Gini coe%cent, UN-HABITAT 
Monitoring and Research Division, 2008; "e 
three main measures of inequality, Davies, 2008, 
Milanovic, 2005 and Butler 2007; Decomposing 
world income distribution, Milanovic, B; Yitchzachi, 
S. World Bank, 2001; World map of inequality, 
UNDP HDR 2007/2008; Graph 3.1, Gini index vs. GDP 
PPP per capita and income distribution by quintiles 
for a selection of countries, Urban Age research based 
on UNDP HDR 2007/2008 and World Bank datasets; 
World map of inequality with the Gini indices of 
selected cities, UNDP HDR 2007/2008, Government 
of Gauteng Province 2004, Harvard Diversity Data 
2007, Chen, X. (2007), Portes, A. (2005), Dickey, 
H. (2007), Dhongde, S. (2004), INSEE 2004, OECD 
Territorial Review Istanbul 2008; Graph 3.2, 

Gini index vs. GDP PPP per capita for  a selection 
of countries and their major cities and income 
distribution by quintiles for the selected countries, 
Urban Age research based on UNDP HDR 2007/2008 
and World Bank datasets; for the cities: PwC 2007, 
UN WUP 2007, Government of Gauteng Province 
2004, Harvard Diversity Data 2007, Chen, X. (2007), 
Portes, A. (2005), Dickey, H. (2007), Dhongde, S. 
(2004), INSEE 2004, OECD Territorial Review 
Istanbul 2008; Scatterplot of national urbanisation 
levels (% of the population thats is urban) and 
national Gini indices for 2005, UNDP HDR 
2007/2008; Census information, IBGE, Contagem da 
População 2007; INDEC, serie análisis demográ!co  
34, 2008; DANE, Censo 2005; INEI Censo 2005; 
Censo Demográ!co IBGE,  2000; Gobierno de la 
Ciudad de Buenos Aires / Censo Población INDEC, 
2001; Catastro Bogotá / Censo General, DANE, 
2005; INEI, Estadística de Centros Poblados, 1993; 
Educational information, Censo Demográ!co IBGE,  
2000; Gobierno de la Ciudad de Buenos Aires / 
Censo Población INDEC, 2001; Catastro Bogotá / 
Censo General, DANE, 2005; INEI, Estadística de 
Centros Poblados, 1993; UNDP HDR 2007/2008; 
Average education attainment for the São Paulo 
metropolitan region, Censo Demográ!co IBGE, 2000; 
Average education attainment for the Rio de Janeiro 

metropolitan region, Censo Demográ!co IBGE,  
2000; Educational attainment for Greater Buenos 
Aires, Gobierno de la Ciudad de Buenos Aires / Censo 
Población INDEC, 2001; Educational attainment 
for the city of Bogotá, Catastro Bogotá / Censo 
General, DANE, 2005; Educational attainment for 
the metropolitan region of Lima and Callao, INEI, 
Estadística de Centros Poblados, 1993; 

4 Urban Age city survey 
Table 4.1, Sample allocation in stratums, IBGE, 
Population Counting 2007; Figure 4.2, Education of 
SPMR population, IBGE/PNAD 2006; Figure 4.3, 

Number of people living in the household, IBGE/
PNAD 2006; Figure 4.4, Household income in 
minimal wages, IBGE/PNAD 2006; Figure 4.7, Net 
Score (+/-) satisfaction with the city as a place to 
live – London and SPMR, Urban Age São Paulo 
Survey 2008; Figure 4.9, What people like most about 
living in the city – London and SPMR, Urban Age 
São Paulo Survey 2008 and Ipsos MORI; Figure 4.10, 
What concerns people most about living in the city 
– London and SPMR, Urban Age São Paulo Survey 
2008 and Ipsos MORI; Figure 4.10a, Top things that 
should be priorities to improve ‘city’ as a place to live 
– London and SPMR, Urban Age São Paulo Survey 
2008 and Ipsos MORI; Figure 4.19, Crime o%cial 
statistics in São Paulo, Secretaria da Segurança 
Pública de São Paulo; Figure 4.22, How safe people feel 
walking outside the neighbourhood in the evening 
by themselves – London and SPMR, Urban Age 
São Paulo Survey 2008 and Ipsos MORI; Figure 4.23, 
Reasons for feeling unsafe in the city – London and 
SPMR, Urban Age São Paulo Survey 2008 and Ipsos 
MORI; Figure 4.30, Modal split of trips to work and 
school within the SPMR, Origin/destination study, 
São Paulo Metro, 2002; Figure 4.32, % Growth in &eet 
and people from 2002 to 2006 in the city of São 
Paulo, Fundação SEADE. 

5 Safe Spaces, Safe City

Figure 5.3, Household average income per capita, 
Slums and Irregular/Illegal Housing Settlements, 
IBGE, Seade and CEM; Figure 5.4, Socioeconomic 
and demographic characteristics of the selected 
areas, IBGE Census, 2000; Figure 5.5 and 5.6, Homicide 
rates per district, municipal district of São Paulo 
2000, PRO-AIM/SMS-SP, IBGE and Fundação 
SEADE; Figure 5.7, Homicides in São Paulo with 
selected districts, 2005, PRO-AIM/SMS-SP, IBGE 
and Fundação SEADE; Figure 5.8, Homicide rate 
2000 to 2007 for selected districts and São Paulo 
Municipality, PRO-AIM/SMS-SP; Figure 5.9, Ratio 
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of district to municipal homicide rate 2000 to 2007, 
PRO-AIM/SMS-SP, IBGE and SEADE Foundation;  
Figure 5.10, Jardim Paulista, homicides in 2005, 
PRO-AIM/SMS-SP, IBGE, SEADE Foundation and 
CEM; Figure 5.11, Cidade Tiradentes, homicides in 
2005, PRO-AIM/SMS-SP, IBGE, SEADE Foundation 
and CEM; Figure 5.12, Cachoeirinha and Brasilândia, 
homicides in 2005, PRO-AIM/SMS-SP, IBGE, SEADE 
Foundation and CEM; Figure 5.13, Jardim Ângela, 
homicides in 2005, PRO-AIM/SMS-SP, IBGE, SEADE 
Foundation and CEM.

6 Mobility, integration and accessibility

Table 6.1, Historical pattern of commuting by mode 
in the SPMA, General Modal Split and Modal 
Split of motorised trips, CMSP, 1998 and 2002; 
STM, 1977 and 2009; Table 6.2, Detailed modal 
share of commuting trips separated by public and 
private motorised modes, STM 2009; Figure 6.1, 

Distribution of motorised trips between private and 
public in the SPMA, Metrô (2009); Figure 6.2, SMPA 
transit network 2005, Secretaria dos Transportes 
Metropolitanos, SP-Trans, Logit, Emplasa, Tetraplan, 
ESP/DERSA, PITU/Logit, GuiaMapograph, CPRM, 
EMTU; Figure 6.3, Share of trips using bicycle in the 
SPMA, Metrô 2009; Table 6.3, Alternative Proposals 
proposed by PITU 2025, STM 2009; Figure 6.4, 

SMPA planned network PITU 2025,  Secretaria 
dos Transportes Metropolitanos, SP-Trans, Logit, 
Emplasa, Tetraplan, ESP/DERSA, PITU/Logit, 

GuiaMapograph, CPRM, EMTU 2008; Figure 6.5, 
SMPA BRT extreme strategy 2025, BRT based 
on research team proposal, others: Secretaria dos 
Transportes Metropolitanos, SP-Trans, Logit, Emplasa, 
Tetraplan, ESP/DERSA, PITU/Logit, GuiaMapograph, 
CPRM, EMTU 2008; Figure 6.6a, b and c, Transit 
SMPA network scenarios, Secretaria dos Transportes 
Metropolitanos, SP-Trans, Logit, Emplasa, Tetraplan, 
ESP/DERSA, PITU/Logit, GuiaMapograph, CPRM, 
EMTU 2008; Table 6.4, Modal distributions by 
scenario 2025, simulated by CEPESP using the STM 
network; Table 6.5, Millions of vehicle km travelled 
by mode of the morning peak,  simulated by Cepesp 
using the STM network; Figure 6.7, Minhocão and 
Downtown Transportation Network, Secretaria dos 
Transportes Metropolitanos, SP-Trans, Logit, Emplasa, 
Tetraplan, ESP/DERSA, PITU/Logit, GuiaMapograph, 
CPRM, EMTU 2008; Figure 6.8, Existing Land Use, 
Secretaria dos Transportes Metropolitanos, SP-Trans, 
Logit, Emplasa, Tetraplan, ESP/DERSA, PITU/Logit, 
GuiaMapograph, Cadastro Territorial e Predial, de 
conservacao e Limpeza – TPCL/RI 2004; Figure 6.14, 

Minhocão and Urban Integration, Secretaria dos 
Transportes Metropolitanos, SP-Trans, Logit, Emplasa, 
Tetraplan, ESP/DERSA, PITU/Logit, GuiaMapograph, 
Cadastro Territorial e Predial, de conservacao e 
Limpeza – TPCL/RI 2004; Figure 6.15, Subarea 3, 
Transportation, Mobility and Access Working Group – 
CEPESP/FGV and FAU/Mackenzie.

below
Built in 1953, Oscar Neimeyer’s 
Copan building in the centre of 
São Paulo is the largest structure in 
Brazil and has the largest &oor area 
of any residential building  
in the world. 
Tuca Vieira
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Age, LSE
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The International Forum of Deutsche Bank

Jessica Barthel, Project Manager 
Christiane Timmerhaus, Events and Publications 
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Advisory Board

Richard Sennett (Co-chair), Professor of Sociology, 
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David Adjaye, Architect, Adjaye Associates, London
Sophie Body-Gendrot, Director, Center for Urban 
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Amanda M. Burden, Chair, City Planning 
Commission and Director, Department of City 
Planning, New York City
Yung Ho Chang, Head of Department of Architecture, 
MIT, Cambridge, MA
Xiangming Chen, Dean and Director, Center for 
Urban and Global Studies, Trinity College, Hartford, 
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Joan Clos, Mayor of Barcelona 1997 to 2006, from 
2006 Minister of Industry, Tourism and Trade, Spain
Charles Correa, Architect, Charles Correa Associates
Frank Du#y, Architect, DEGW, London
Gerald Frug, Louis D. Brandeis Professor of Law, 
Harvard University, Cambridge, MA
Niall Hobhouse, Governor, LSE and member of 
Urban Age Steering Committee
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California, Los Angeles
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