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The influence of the configuration of urban street on the choice of 

pedestrian routes: theoretical calculation and empirical testing 
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ABSTRACT 

Different parameters affect the walkability of urban quarter and the choice of pedestrian routes. One 

important factor is the urban spatial structure.  

Decision making of individuals for their walking routes to reach their destinations urban space depends on 

several potential criteria. First, there is a physical rationality of pedestrians leading them to minimize the 

metric distance to walk. However, several studies have shown that this factor is not sufficient to explain the 

choices made. The length of the route and the selection of the shortest path are therefore not the only 

characteristic elements of urban networks.  

According to the Space Syntax, there is a relationship between the spatial structure of cities and the density 

of pedestrian mobility in urban space. 

The general hypothesis on which this work is based is that the urban spatial structure and in particular 

certain characteristics of the street network such as the integration and connectivity of streets influence the 

walkability of quarters and the choice of pedestrian routes. The main objective of our communication is to 

show the correlation between the spatial structure, more precisely the configuration of the street network 

and the choice of pedestrian routes: how much the choice of pedestrian routes is correlated with the 

topological aspect of the street network and with the cognitive / perceived distance by individuals. 

To achieve the work objectives we followed the below process. First, to analyze the shape, urban structure 

and configuration of the street network, we use Space Syntax (measuring integration and depth indicators). 

Thus, we determine the paths theoretically taken by pedestrians; on our two case studies, whose urban 

configurations (as well as the cultural and socio-economic context) are very different: the city of Isfahan 

(Iran) and urban area of Tours (France). Then, we measure the movements made, on these two case studies, 

by a group of pedestrians to whom we entrust, during an ordinary day, a GPS. The objective is to measure 

the difference between the theoretical routes predicted by the Space Syntax and those empirically measured. 

Interviews with people allow us to know what motivated them in their route choice. The results show that 

the predictive capacity of the Space syntax is relatively good for pedestrian route choice, but it is related to 

the very diverse factors, more than just the level of streets integration. 
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1. WALKING IN THE CITY AND SOCIAL ISSUES

Walking in the city has become a societal issue: It is related to physical health, reducing pollutants from 

motorized vehicles, social interactions that are not otherwise possible travelling in an automobile, and 

finally walking is also about leisure and sport, recreation and strolling. It is also a social issue since it 

can appear as a "luxury" for those who have the time or an obligation for those who do not have any 

other means of travel. 

Indeed, walking in the city has become a research issue. Regarding physical health, there are many 

scientific articles demonstrating the interest in such practice. For example, Eric Watelain (2018) shows 

the benefits of this practice in the urban space and ensures that the doctors of antiquity already posed 

the question. Likewise, interest in reducing use of the private car is subject to many researches. Anne 

Aguilera, Benoit Conti and Florent Le Nechet (2017) evaluate the impact that walking can -and should 

have- on urban design. Walking as a social indicator can be studied in any society. Another significant 

issues involves those for whom the city, by its extension becomes inaccessible, which make even the 

idea of walking complicated (Lourdes Diaz Olvera, Didier Plat and Pascal Pochet, 2005). 

Walking involves a combination of factors, which affect both, personal decision-making processes that 

itself is influenced by the socio-economic context and immediate factors such as perception, immediate 

environment, etc. as a consequence the streets structure, where the origin and destination points of trips 

are located defining  that the routes taken. The relationship between the individual and the street 

structure, concretized by the route actually achieved (or eventually abandoned) has already been studied. 

Thus, Cyrille Gender-Grandpierre and Jean-Christophe Foltête write: "Parallel to these socio-economic 

determinants, we can ask upon the potential influence, both quantitative and qualitative, of the 

geographical contexts in which walkers on the pedestrian practices. These possible spatial determinants 

of mobility behaviour remain in effect infancy, in particular because of the scarcity, or even 

nonexistence, of data relating to walking (data flow, walking route layouts, etc.). "(2003) these authors 

thus open the way for research in which, Space syntax has its place, which they themselves, pursued. 

For our part, we propose a kind of testing of the Space syntax in its ability to capture the optimal 

pedestrian route in an urban environment and a decoding of the factors that nuance this theory when 

compared to empirical data. 

2. DATASETS AND METHODS

Space Syntax, since the beginning of its development by Hillier, has had a singular and strong impact 

on urban research in the Anglo-Saxon world and, more broadly, on a global scale and, particularly in 

the case of research in Iran. However, this influence has been much less, without being completely 

absent, in French research. Born in the 1970s, Space syntax (Hillier, B., Leaman, A., Stansall, P., 

Bedford, M., 1976, Hillier, B. and Hanson, J. 1984), as a method has been applied to many problems: 

structure of the street network, location of urban equipment, urban design of new neighborhoods and, 

more recently, sustainable urban development, that is, because of its ability to forecast the 

implementation of concrete application by architects and urban planners, such as Norman Foster. Our 

entry point is the choice of routes to go from an origin point to a destination point by pedestrians. 

In the wake widened by Hillier is confirmed over the years with the holding of international symposia 

every two years since 1997 and the creation in 2010 of a dedicated scientific journal, Journal of Space 

Syntax, following the Stockholm Symposium in 2009. 

Space Syntax is a joint theory of the organization of cities and human behavior: it is the elements of 

human behavior that form the basis of the principles of spatial organization (in particular land uses), but 

also by considering a set of feedback loops, the organization of cities, via the representations made by 

residents and other users, influencing their behavior. As a theory, it is based on a number of postulates 

that we specify below. This theory completes and qualifies, sometimes also opposes the models of 

activity localization developed in the fields of space economics and geography, since that of Von 

Thünen in 1826. Also, it completes, nuance and opposes with models of human behavior, particularly 

in the choice of localization and choice of travel mode. 

Space syntax is also an analysis tool, based in particular on the axial map and measurement indicators 

such as integration, depth and connectivity. Based on graph theory, it offers an approach and the 

possibility of using useful software tools to produce axial maps and measure indicators. We therefore 

present below the approach we have followed from our selected case study, the urban area of Tours and 

the city of Esfahan. 
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In Hillier's writings, we are able to list six postulates relating to behavior of individuals in urban areas, 

with regard to their localization and the route made during their trips. This environment is not considered 

as an isotropic space, contrary to the first models, like that of Von Thünen or like that of Burgess, since 

it takes into account the street structure and, therefore, the structural possibilities (which depend on the 

space and according to its resources to mobilize the individual) to travel. From this point of view, the 

Space syntax is closer to Hoyt's model and even more to Ullmann's model, more than Burgess's model, 

for which accessibility to the center is directly proportional to the linear distance, without considering 

the reality of the street network (i.e. neither the geometric reticular distance nor the topological 

distance). These six assumption are: 

 The first postulate is, very classically, that distance counts. The relative value of a point (to 

choose to locate there) is not intrinsic to it; it depends on the distance to a center and / or to 

several other reference points (polycentrism). 

 The second postulate is that regardless of the trip purpose, especially for walking, the street 

structure is a determining factor for the choice of a route to go from an origin point to a 

destination point.  

 The third is that the mental representation that an individual makes of the possible routes to go 

from one point to another is a factor in the choice of the route finally chosen. This mental 

representation, inherited from the individual's learning of the street structure, is changing, 

incomplete and imprecise. 

 The fourth specifies the precedent and is characteristic of Space syntax in relation to all the other 

descriptive models of the urban structure and those descriptive of the location choices of 

individuals and activities. The mental representation of these routes takes into account the 

number of directions changes:  fewer directions changes will reduce the represented distance. 

This representation of the distance qualifies more or less strongly (according to the reality of the 

street structure) the metric distance. 

- Fifth, the mental representation of these routes also takes into account the angle of directions

changes: obtuse angles decrease the perceived distance related to direction changing. This

postulate is also specific to Space syntax. The represented distance is therefore the metric

distance nuanced by the number of direction change and the geometric value of these changes.

This distance is qualified as topological.

- The sixth postulate is classic as any a rational economic person minimizes their effort based on

the  information they have: one  chooses, to go from an origin point to a destination point, the

route that among all possible itineraries,  includes the least topological distance, and as

previously specified the lowest directions changes. This is especially the case if the travel

purpose is purposeful.

- Other postulates are explicitly or implicitly present in the literature relating to Space Syntax, but

the six postulates that we have mentioned and which mainly refer to walking in cities are

sufficient for our demonstration. As a result, we do not discuss those related to the choice of

location of activities and housing.

Our purpose is to show that the individuals' route choice who have chosen or forced walking in urban 

areas as their travel mode (for their different purposes of the daily trips), do not strictly comply with the 

Space Syntax, nor to other modes of route calculation a priori but it is more complex. 

Specifically, our objective is to show that, in the case of walking in the city by able-bodied people, the 

selected route does not correspond to the idea of a walker who, depending on his knowledge of the street 

structure (and possibly associated slopes) would minimize his effort, nor to the idea that the chosen 

route corresponds to that given by Space Syntax. But there are other factors involved in the "calculation" 

intuitive of the chosen route. We also assume that even for purposeful trips the calculation made by the 

pedestrian is not only done at the beginning of the route, once the objective chosen, but that it can be 

revised at every moment and especially at the times of the forks. The geographical environment in which 

the individual travels provide many other data that can cause him change his route, or even change the 

final destination. 

To do this, we proceed to two calculations and one measurement. The first calculation, which is 

theoretical, once given the origin and the destination of a journey, corresponds to the shortest route, 
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answering the idea of the least physical effort. For this, we use the tools available on the Web, to know 

the fastest and shortest route to go from one point to another (such as Mappy) for pedestrians. 

The second calculation, also theoretical, is finding the topologically shortest route between these same 

origins and destination points. On the axial map, that is useful for calculating the degree of integration 

of each street, a straight street will be represented by a single line segment while a curved street will be 

represented by several (depending on the radius of curvature and the street width). To go from one point 

to another of the city, thus supposes to take represented roads by a number of segments of straight right 

inferior, equal or superior to the number of streets. The topological distance between two points is 

defined by the number of straight segments to be taken to connect them, the shortest topological route 

is not necessarily the shortest geographical route: the person, if he minimizes his topological route, will 

choose a route leading him to join a straight boulevard and then a second orthogonal, rather than go 

through a series of small winding alley. Importing this Axial Map under ArcGIS allows the integration 

level of each axis to be calculated for different integration values. 

Maps 1, 2 and 3 show the structure of the urban area of Tours and the level of street integration for the 

calculated degrees of global, local and average integration. Maps 4, 5 and 6 provide the same map 

information for Esfahan. 

 Map 1   Map 2  Map 3 

 Map 4    Map 5    Map 6 

The third, measurement is the actually practiced route by a sample of individuals. It is operated via a 

GPS unit. We have given a GPS box to 39 people (10 in Tours, 29 in Esfahan), during one day, 

programmed to record the person's location between 6 a.m. and 12 p.m., every five seconds. The people 

were selected on the mere fact that on the day of the measure they travel in the city. However, they 

could use other modes of transport (private car, public transport, bicycle, etc.) in addition to walking. A 

very quick preliminary interview made it possible to eliminate, in addition to people who thought they 

would stay at home that day, those who only took their car (from their garage to the workplace car 

parking) and those who planned to walk in the gardens or parks for purely leisure and exploratory 

purposes. We entrusted these GPS to people living or working in Isfahan on July 27, 2018 and Tours 

on November 27, 2018. In total these 39 people surveyed, have walked in different routes, 45 in Tours 
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and 83 in Esfahan. Then we conducted semi-structured interviews with these people to better understand 

their criteria for choosing routes and their perceptions of urban space (as the following map). In the 

following maps we can see two examples of the most direct route (with less change of direction) possible 

between an origin and a travel destination, the shortest possible metric distance and the route taken by 

the person in Tours and In Esfahan. 
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All of the routes taken in Tours 

All of the routes taken in Esfahan 

6



 Proceedings of the 12th Space Syntax Symposium 

We have thus superimposed on the same background map the three types of routes for each individual 

and noted the differences, i.e. the adequacy of reality with the two models. 

We have opted for the city of Isfahan, Iran, and that of Tours, France, in order to evaluate a possible 

cultural difference, (knowing that the topographic data are equivalent in these two cities). We took into 

account all of these two case studies for the calculations of the integration level, but the people who had 

a GPS did most of their routes in the city center and in particular in the flat part of them, thus eliminating 

the relief variable. 

Esfahan, the ancient capital of Iran during the Safavid dynasty (16th to 18th centuries), is one of Iran's 

major metropolitan areas with a rich urban history. Esfahan is an oasis located in the south-west of 

central Iran; it is one of the most touristic cities in the country. It has about 2 million inhabitants in 15 

municipal districts with a total area of 203 km², and an average density about 9852 inhabitants /km². 

The general structure of the city is marked by the east-west passage of the Zayandeh-roud river south 

of the city center and by the north to south crossing of Charbagh Avenue (built in the 16th century), as 

well as by the proximity of mountains to the south and west of the city. These essential elements 

determine its general shape; they also guide her urban extension. Zayandeh-roud River is spanned by 

several bridges that connect the northern and southern parts of the city that four of them are historical. 

Esfahan consists of 198 districts with quite diverse historical, economic and social characteristics. The 

inner-city subdivisions are the oldest, where the historic monuments, tourist destinations such as the 

bazaar, the large square of Naghsh-e Jahan, the great mosques and palaces are located. The street 

network of these districts has an historic pattern with mostly organic, irregular and narrow alleys. 
Because city have been developing rapidly after the Industrial Revolution in the modern period, the 

urban structure changed very quickly and did not follow the same morphology as the older districts. 

Some historic districts have been divided by construction of wide avenues to allow car traffic. Other, 

pre-existing routes have been widened. Thus the structure of the road system has evolved considerably, 

from organic forms to grid forms, to the benefit of motorized travel. Public transport in Esfahan 

comprises a bus network, various taxi systems (collective, private, dial-a-taxi-service, etc.) and since 

2015 a metro line. The city's population is generally highly motorized and walking and cycling seems 

to be quite marginal. 

Tours is a medium-sized city in the Center-Val-de-Loire region, capital of the department of Indre-et-

Loire, crossed from east to west by the Loire River and the Cher River. It includes 22 communes with 

a total population of nearly 300,000 inhabitants, 136,000 of them live in the central commune. The area 

is 390 km², which gives this geographical, institutional and organizational area, an average population 

density about 750 inhabitants / km2, with relatively diversified situations, with minimum and maximum 

densities in a ratio of 1 to 100, while this ratio for population is 1 to 188. The largest commune has an 

area 7 times larger than the smallest. It is thus a classical agglomeration in terms of the population 

distribution, the diversity mentioned above reflects a centripetal concentration of the population, 

tempered or moderated by the history of communal divisions inherited from the XX century and 

grouping of communes in XVII century. The topography is flat in its central part between Loire and 

Cher, well delimited on each side by a hill, and slightly steep to the south and to the north. 

3. RESULTS

The analysis of GPS traces, by comparing them with the theoretical routes predicted by calculating the 

shortest geometric distance and the shortest topological distance, allows us to better understand the 

cognitive contributors to pedestrian route choice. The difference in size and functioning between the 

two chosen cities makes it possible to point out certain results: 

First of all, according to the theory of Space Syntax, in most cases, individuals do not necessarily take 

the shortest route for their travel, including people who have purposeful trips such as go to their 

workplace. They are not rational individuals whose choices are based only on minimizing effort: other 

factors intervene and one can make the hypothesis that for some of them, they are consciously taken 

into account, while others interfere without the individual’s deliberate intentions. 

For example, in Isfahan, especially in the center of the city, pedestrians for the most part avoid going 

through alleys, even if they allow them to shorten their journeys. It is therefore necessary to consider 

that the alleys in the center and near the center are relatively short, sinuous and narrow. In contrast, the 

main streets, on the other hand, are rather straight and long (which means that their degree of integration 

is higher), and much wider and mostly a wide variety of urban activities located along these avenues. 
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Pedestrians therefore choose these most integrated routes. However, it is necessary to analyze the reason 

of this choice. There are several arguments. 

First of all, their knowledge of the street network is better about the main straight streets and less good 

about the alleys. This is because that the structure of the main streets is simpler and therefore easier to 

remember while going through a set of small alleys requires not only knowing these alleys but also their 

network. In addition, the names of major streets, as in all cities, refer to names of historically known 

people or culturally shared ideas or monuments. The alleys, for their part, have names that are less well 

known. In addition, the cognitive processes are self-reinforcing: the pedestrians walk on the streets they 

know and in that way they know them better, while they "forgets" others. 

Related to these cognitive factors, there are also socially shared mental representations: if the major 

arteries are not necessarily positive in terms of saftey (rather neutrally), the network of small alleys is, 

while from this point of view, connoted negatively. It is remarkable, however, to note that Tours and 

Isfahan are cities with very little safety issues, especially near the city center. But the street configuration 

in relation to the buildings gives the impression of a relative enclosure in the small alleys and not in the 

main avenues: the H/W ratio, i.e. the ratio between the height of the building and the street width, does 

not allow to see an "exit": the view cannot keep out of the distant horizon, while the main avenues allow 

such view. Moreover, the overall structure of the small alleys leads us to the idea that if a problem 

occurs (aggression, discomfort, feeling lost...) social control, perceived as a solution to this problem, 

will be not possible. Indeed, these small alleys are not very busy, which reinforces the feeling of 

isolation and will contribute to not passing through them, through a process of self-reinforcement of 

low volume of pedestrians. 

Other reasons lead pedestrians to choose the main street. In general, pedestrians prefer to go through 

the streets in which there are many boutiques with windows or buildings with service-type activities 

(banks, insurance ...) or workshops (crafts). This does not mean that pedestrians are systematically 

interested in these storefronts and in the idea of shopping, but all these facades contribute to a more 

pleasant atmosphere, or at least more appreciated, than streets without shops and often, small alleys. It 

is also necessary to consider that this atmosphere, which emanates from the facades of these shops and 

services, comes from the diversity of visual elements that can attract the eye (diversity of forms, colors, 

materials, luminosity, arrangements, texts ...) but also comes from the number and diversity of people 

who visit these buildings. Some of the interviewees indicate that they systematically take the animated 

routes, commercially (showcase of shops, cafes and restaurants) and / or socially speaking (density and 

diversity of people and uses, atmosphere) they take a lengthen journey: street is therefore, partly, show 

and not only a simple route. 

Here too, a process of social self-reinforcement is developing: the number, the diversity of people lead 

to reinforce this atmosphere and thus to attract other pedestrians. In Esfahan, we can see it especially 

on Chahar Bagh Paeen Street and Rue Nationale in Tours, for which a good part of the people questioned 

expressly expressed this choice of route by the presence of shop windows and the atmosphere they 

generate, associated to that of tram stops. 

This point is accentuated at night, these windows, generally lit, adding to this atmosphere, even though 

the small alleys are less luminous because of less present public lighting and they have very few 

illuminated windows. Also in Esfahan, the shops are open evenings, sometimes until midnight, which 

makes the main street much livelier compared to the alleys. These avenues are often planted with trees, 

or have grassed borders that make them more attractive visually and in terms of thermal comfort, 

especially during the summer, relatively hot in Iran. While in Tours, the meteorological dimension is 

not very important due to the moderate nature of the climate. 

Regardless of the avenue type, for the reasons mentioned above, pedestrians avoid alleys of 

monofunctional residential areas, unless this is the starting or ending point of their journey. 

The above leads us to consider that visual and functional diversity, in terms of sociability, light, 

architecture, etc. is one of the factors of choice of the route when we are pedestrian. It is about the 

diversity in itself but also for what it provides in terms of atmosphere and impression of security. 

Another reason is the choice to take the main street, related to the coupling of walking and other travel 

modes. In Tours, public transport (tramway, bus) circulate mainly in wide and relatively straight routes. 

They are also "mixed" routes where coexist the soft transport modes (walking, bicycles, electric 

scooters, etc.). 
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Walking is often associated with other modes of transport and thus access a bus or tram stop allow 

taking these major routes. In Isfahan, the situation is a little different, because taxis (collective and 

inexpensive) exert a very strong competition to public transport, but the phenomenon is similar to the 

extent that, except at the end of the race, these taxis take essentially the main arteries. Thus, the 

pedestrian who is also potential customer of the taxi will be located primarily in these arteries where 

many taxis circulate. 

However, if the above shows that the value of the Space syntax is higher than geometric distance, the 

individual's routes do not correspond either to the routes calculated according to the Space syntax: the 

choice of a route is not according to the calculation of the topological distance. 

First of all, even if this is more anecdote, it should be noted that if the journey passes through several 

mandatory points, pedestrians do not appreciate having return back. He prefers to choice a different 

route than to take the route he just taken. This is of course to be qualified according to the geometric 

distance and the topological distance that such a detour supposes. 

More importantly, the fact that, while pedestrians prefer straight main street, and also well integrated, 

they have little appreciation for busy street, where the density of cars (and other motorized vehicles) is 

considerable and generates noise and air pollution, and insecurity related to the congestion. They are in 

fact, urban arteries with highway characteristic on which sidewalks are sometimes even absent. If in 

both cases, Isfahan and Tours, all the individuals avoided to pass by this type of congested main streets, 

it seems that the inhabitants of Tours are more sensitive to all that concerns the safety of the pedestrians 

and noise pollution related to car traffic. While Tours have fewer cars and is considerably less noisy 

than Isfahan. In general, that counterbalances the reasons that lead to consider that the Space syntax 

better describes the routes than the minimization of the geometric distances. 

Moreover, if residential neighborhoods are less frequented than principal avenues, they do not exactly 

correspond to the model of the shortest geographical route or the choice of the shortest topological route. 

Indeed, depending in family condition and more particularly the presence of children accompanying the 

person during the journey, people also choose according to safety by using routes with less car traffic 

and, if necessary, choosing a route with the sidewalks sufficient wide to pass with a stroller. In this type 

of neighborhoods, the aesthetic and social criteria has been mentioned for journeys, by choosing a route 

that allows seeing and observing the gardens of the houses. Our sample, while it has been possible to 

identify general trends, the particular cases has also revealed understanding the nuances in our results 

and conclusions. First, some individuals try to avoid too densely frequented routs. Some argue that for 

efficiency reasons and corresponds to walking that is not a pleasure of walking or a pleasure of being 

in the city. Indeed, the crowd forces theme multiple adjustments between pedestrians, finally reduce 

their speed, and therefore time. Thus, going through local streets, is considered as a shortcut in metric 

terms but also temporally: the gain is therefore double. In addition to this gain of time, the criticism of 

a very crowded street is accompanied by the fact that "others", collectively, are individually 

insufficiently attentive. Thus, Ms. X, a Tour resident, does not feel recognized as a person when 

(according to her) there are too many people, she believes that everyone is concerned about oneself, 

focused on their own thoughts, and people do not look at each other, do not communicate. That is why 

she avoids going city center, especially on weekends.  

People who, for him daily journey from home to work, she takes a longer route, which she considers 

more enjoyable, especially because she goes through private and not constructed plots, where the people 

she sees smile and look at each other, communicate, greet each other. 

This example, rare but not unique, is interesting insofar as the contrast of the general trend. In fact, it 

refers more to the mental representations of the person and his relationship with other, beyond the 

tangible character of the spaces crossed. 

4. CONCLUSIONS

Our conclusions focus on the urban structure on one hand, and on individuals on the other hand, 

knowing that the final choice is always made as an interaction between these two variables. This is a 

dynamic interaction so that the successive choices are made according to the progress towards the 

destination point. 

First, the structure matters. Globally, Space Syntax describes more correctly the routes actually made 

than the calculation of the shortest route. The preference for wide, animated and main arteries is 

confirmed in both cities. However, it should be noted that a difference between Isfahan and Tours, since 
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in the first city there is a stronger correlation between the shortest route and the most integrated route, 

this being due to the structure of the city. 

However, immediately after this first result, we get the criteria that are applied by the person. First, if 

individuals choose, in main streets, the most integrated routes, it is not because they are the most 

integrated, but for other reasons that resonate with the idea of integration. For example, the choice to 

pass through commercially and socially animated routs addresses the needs of shops to position 

themselves in easily accessible and recognizable ways, whose name is known and which cross other 

routs of the same type. As a result, the density of people is higher, which reinforces the idea of a positive 

atmosphere (although sometimes criticized). Integration is not the cause of the choice of route but the 

factors of choice coincide with the level of integration. Also, it must be considered that Space Syntax is 

not an explanatory model, only a descriptive model and relatively precise. 

On the other hand, the criteria that lead people to choose the most integrated street are not necessarily 

the same: some will choose this route for the diversity of uses and activity, others will choose the same 

route but for the commercial offer. This leads us to consider individual representations and subjectivities 

and their eventual collective role. Indeed, an artery considered as very densely frequented can be 

considered to others as too much or too little dense. It must be associated with the fact that certain 

factors involved in the decision for a particular route are made consciously or unconsciously. The semi-

directive interview survey technique, by leading to the verbalization of this choice process, does not 

make it possible to categorize these factors. Nevertheless, the order in which the factors appear in the 

exchange established with the investigator shows a predominance of the metric distance argument, 

although they appear immediately after other criteria, more personal and probably less conscious in the 

decisions making process. It is often the first and most frequently cited factor. This may correspond to 

a desire to be rational in the eyes of the investigator or to have a real concern to minimize his effort. 

However, the interview shows that most of those interviewed tend to evaluate badly the distances. In 

both cases (Tours and Esfahan), most people consider that they chose the shortest route, especially if 

they were in a hurry also in the case of Tours, in the inclement weather (cold, rain), they are mistaken: 

their perception of metric distances is very approximate. 

On the other hand, for people in the habit of walking, they declare that, for them the metric distance 

does not matter. They pointed that their choice, not their route, but walking as a mode of travel compared 

to other modes refers to the benefits physical and moral of this mode. 

To continue this analysis, it seems useful to us to pose the fact that walking is not only a mode of travel: 

it is an activity in itself, especially for the stroller or the walker but also for those who have a clear 

spatial objective (a destination). In the choice of walking and in the choice of a route among several 

possible, an anthropological analysis would allow to see in what the realized reality coincides but in 

part only with what the Space syntax predicts. Thus, urban walking corresponds, for a given individual 

in a given environment, to the expression of a relation to the whole environment: a relation to real and 

perceived space, a relation to time, a relation to the other and to society and, also, a particular 

relationship to oneself. 
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