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Fig. 1. The 133 countries with dashcam footage included in analysis on the political map (coloured by continent). The labels under
images show the corresponding YouTube video ID. The frame on the bottom left shows an example of object detection using YOLOv11
with identified objects such as pedestrians, vehicles, and traffic signs. The labels ‘id’ refer to the unique ID of the detected object
with the type mentioned later. The labels end with the confidence of detection of the object.

Pedestrian crossing behaviour varies globally. This study analyses dashcam footage from the PYT dataset, covering 133 countries,
to examine decision time to cross, crossing speed, and contextual variables, including detected vehicles, traffic mortality, GDP, and
Gini. Bulgaria had the longest decision time (10.50 s), while San Marino exhibited the fastest crossing speed (1.14 m/s). A global
negative correlation between speed and decision time (r = -0.54) suggests that more cautious or uncertain pedestrians cross more
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slowly. Regional differences reveal stronger inverse correlations in Europe and North America, likely due to varying infrastructure,
regulation, and cultures. Pedestrian decision time is positively correlated with the presence of other road users, especially bicycles (r =
0.35). Similar crossing times in countries with different infrastructures, such as Belgium and India, underscore the complex interaction
between infrastructure and behavioural adaptation. These findings emphasise the importance of culturally aware road design and the
development of adaptive interfaces for vehicles.

CCS Concepts: • Computing methodologies → Cross-validation; Object detection; Tracking; • Mathematics of computing
→ Probability and statistics; • Human-centered computing→ Human computer interaction (HCI).

Additional Key Words and Phrases: Dashcam videos, Pedestrian behaviour, Cross country, Dataset analysis
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1 Introduction

Every year, road traffic accidents claim more than 1.19 million lives, making road injuries the leading killer of children
and young people aged 5 to 29 years [37]. More than half of fatalities occur among pedestrians, cyclists, and motorcyclists,
particularly those living in low- and middle-income countries. The Netherlands, characterised by advanced traffic
management systems, comprehensive pedestrian infrastructure, and strict road safety regulations, exhibits substantially
lower traffic mortality rates compared to India. In contrast, India’s rapid urbanisation combined with less consistent
enforcement of traffic regulations contributes to significantly higher mortality rates, with reported figures of 4.0
versus 15.6, respectively (source: https://www.who.int/data/gho/data/themes/topics/topic-details/GHO/road-traffic-
mortality). In this context, a comprehensive understanding of pedestrian behaviour is essential in diverse urban
settings. Automated vehicles (AV) and advanced driver assistance systems (ADAS) have evolved rapidly in the past
decade, driven by breakthroughs in computer vision, machine learning, and sensor technologies [17]. It has enabled
complex scene understanding capabilities for AVs, including pedestrian recognition, intention estimation, and trajectory
prediction [7, 31]. Despite these advances, a persistent challenge is modelling pedestrian behaviour under diverse
environmental and cultural conditions. Accurate prediction of how pedestrians will act in different traffic contexts is
crucial to ensure safe human-vehicle interactions and efficient transportation systems around the world [23, 30, 33, 41].

However, much of the existing research on pedestrian behaviour is limited to controlled environments, single-city
studies, or limited cultural contexts [31]. Shi et al. (2007) studied pedestrian behaviour, such as walking speed, waiting
delay, and clustering, at a single crossing in Beijing, China, through which it is obtained by counting and measuring
with a video camera [34]. Similarly, Deb et al. (2017) conducted a survey in the US with 50 survey items that allow
respondents to rate the frequency with which they engage in different types of road use behaviour as pedestrians [10].
The validation study was conducted on 425 participants (228 males and 197 females) between the ages of 18 and 71.
Rasouli et al. (2017) collected data from 5 different countries, collecting a total of 240 hours of footage, and identified
2400 pedestrians to understand how pedestrians communicate intent (especially before crossing) [30]. These restrictions
hamper the development of truly generalisable algorithms for pedestrian detection, tracking, and prediction.

Similarly, the variables associated with pedestrians, such as crossing speed or hesitation, have previously been studied
by researchers. For example, Goh et al. (2021) conducted a study in Kuala Lumpur, Malaysia, with 1,579 participants in
4 different locations [15]. They concluded that that children pedestrians (<20 years) are the fastest group, and elderly
pedestrians (>55 years) are the slowest group in terms of pedestrian crossing speed with average speed of population
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as 1.31 m/s at signalised crossing and 1.39 m/s at unsignalised crossing. At the same time, Duim et al. [12] conducted
a study with 1,911 participants with an average age of 70.1 years in São Paulo, Brazil. They found that their average
walking speed was 0.75 m/s (95%CI 0.73; 0.84) (median = 0.72 m/s). These findings highlight the need to consider
demographic characteristics in the modelling of pedestrian crossing times [7].

Another variable is the time to start crossing the road. Wickramasinghe et al. (2021) studied pedestrians who crossed
the road in three different pedestrian crossings, namely, signal configurations: (1) traditional red and green phase,
(2) countdown with time to start crossing phase and (3) countdown without time to start crossing phase and gave a
multiregression model to estimate the start-up time of the pedestrian crossing [36]. Lobjois et al. (2007) examined the
effects of age, vehicle speed and time constraints on gap selection in crossing decisions, finding that older pedestrians
tend to choose larger gaps to compensate for longer crossing times, yet they may experience reduced safety margins at
higher speeds - for example, unsafe decision rates increased from 3.1% at 40 km/h to 8.6% at 60 km/h [21]. Furthermore,
Simeunovi et al. (2021) investigated pedestrian decisionmaking during the clearance phase and found that the presence of
a countdown timer, by reducing the uncertainty about the available crossing time, significantly increases the probability
of initiating a crossing, with 65.7% of pedestrians starting their crossing when a timer is present compared to only
22% without it, resulting in a delay rate of 1.3 times during the red signal [35]. Their analysis further suggests that
while clearer temporal information can improve crossing efficiency, it can inadvertently promote riskier behaviour if
pedestrians overestimate their ability to complete the crossing in time.

These approaches, although methodologically sound for their specific contexts, do not capture the rich diversity of
global urban environments, thereby hampering the development of truly generalisable models for pedestrian detection,
tracking, and prediction. The increasing ubiquity of video-sharing platforms, notably YouTube (https://www.youtube.
com/), has fundamentally transformed the means by which researchers acquire real-world data. These platforms offer a
large repository of publicly available content that serves a multitude of analytical purposes. Recent studies have shown
that large-scale dashcam video data, as employed by Franchi et al. [13], can effectively capture diverse urban traffic
characteristics in different cities, providing compelling motivation for our approach using YouTube-sourced footage.
Similarly, video-based research such as that conducted by Rao et al. [29] has successfully delineated the subtleties of
pedestrian crossing decisions, thus underscoring the value of dashcam footage in analysing cross-cultural behaviours.
These platforms afford a unique opportunity to record and scrutinise authentic urban scenes ranging from pedestrian
dynamics to traffic behaviour across varied geographical and cultural contexts. In contrast to controlled field studies,
freely available videos on platforms such as YouTube encapsulate spontaneous and natural interactions, rendering them
invaluable for the development of scalable and cost-effective methodologies to study complex urban phenomena. In
this context, Alam et al. [1] have compiled a dataset, entitled “Pedestrian in YouTube (PYT)", by applying computer
vision techniques to dashcam videos, thus enabling a comparative analysis of pedestrian behaviour in different cities
around the world.

1.1 Aim of Study

The purpose of the study is to provide a comprehensive global analysis of pedestrian behaviour using the “Pedestrian in
YouTube (PYT)" dashcam dataset from 133 countries. Using its YOLO-based object tracking, it quantifies keymetrics, such
as crossing decision times, and speed of crossing, to capture diverse behaviours across varied cultural, socioeconomic,
and infrastructural environments. The research investigates why pedestrians behave differently worldwide and how
these variations impact traffic safety today, while exploring the relationship between factors such as decision time and
speed with traffic density and infrastructure quality. In contrast to traditional lab or single-city studies, the PYT dataset
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Fig. 2. Mean pedestrian crossing speed (in m/s) by country.

enables a broad cross-cultural evaluation that offers valuable insights for urban planning and future integration and
safety of automated vehicles (AVs).

2 Method

This study used a dataset of dashcam videos named Pedestrian in Youtube (PYT) sourced from publicly accessible
platforms, specifically YouTube, to investigate pedestrian behaviour under normal urban driving conditions. To ensure
the representativeness and relevance of the collected footage, Alam et al. [1] established rigorous inclusion criteria.
First, selected videos consistently featured urban environments, explicitly excluding highways, rural roads, and parking
lots, capturing pedestrian interactions typical of everyday urban settings. Second, each video was required to have a
minimum duration of ten minutes to sufficiently cover various urban scenarios. Third, footage depicting atypical events
such as accidents, emergency responses, or special events, ensuring that the data represented routine pedestrian and
traffic dynamics. Lastly, videos were targeted from cities with populations exceeding 20,000 inhabitants; however, an
exception was made to include capital cities or major urban centres in countries where populations were below this
threshold, thereby ensuring comprehensive geographic representation, particularly for smaller countries (e.g. Aruba,
San Marino).

The application of these criteria resulted in the inclusion of 2,949 videos from 650 cities in 133 countries. The
collected footage represented varied urban environments on multiple continents, totalling approximately 1,609 hours of
driving recordings, segmented into daytime, nighttime, and combined footage scenarios. All videos were downloaded
in a standardised resolution of 1280 x 720 pixels using pytubefix (https://pytubefix.readthedocs.io) and yt-dlp (https:
//github.com/yt-dlp/yt-dlp) libraries, facilitating consistent video quality and analytical robustness.
Manuscript submitted to ACM
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Fig. 3. Mean pedestrian time to start crossing (in s) before crossing.

To annotate the footage, the You Only Look Once (YOLOv11x) [18, 32] object detection algorithm was used. YOLOv11
provides simultaneous predictions of bounding boxes and class probabilities for objects, enabling efficient processing of
large datasets. Each frame was analysed to detect and classify pedestrians, bicycles, motorcycles, cars, buses, trucks,
traffic lights, and stop signs with a confidence threshold of at least 70% [8]. YOLOv11 generated unique tracking
identifiers for each object, allowing longitudinal tracking across sequential frames. However, unique identifiers were
reset in transitions between daytime and nighttime segments within the same video to avoid misidentification during
drastically changing lighting conditions.

Pedestrian crossing events were identified using an algorithm derived from Alam et al. [1]. A crossing was opera-
tionally defined as an event in which a pedestrian’s horizontal trajectory moved from below 45% to above 55% of the
frame width, or vice versa, indicating a lateral traversal across the road. The algorithm filtered out irrelevant movements,
ensuring that only genuine crossing events were recorded and analysed.

To accurately calculate pedestrian crossing speed, pixel-based displacement data extracted from YOLO annotations
were converted to real-world measurements. The conversion used national average human heights as reference lengths,
enabling the determination of pixel-to-metre scaling ratios specific to each geographic region. Pedestrian speeds were
calculated by dividing the displacement in the real world by the time taken to cross, measured by frame timestamps.
Speeds greater than 1.42 m/s were excluded from the analyses, effectively removing outliers such as individuals who
move on skateboards or bicycles, which could bias the modelling of pedestrian behaviour [6, 20, 27].

Furthermore, pedestrian crossing decision time was meticulously measured, defined as the duration required by
pedestrians to initiate crossing movement after reaching the road’s edge. This measurement relied on detecting periods
of positional stability within a defined margin of 10% of the pedestrian’s height, which lasted at least one second before
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initiating the crossing. Such detailed quantification allowed for the exploration of the behavioural patterns associated
with decision making in various urban contexts.

3 Results

The analysis of the data yielded several notable results. The mean pedestrian crossing speed is 0.81 m/s (SD = 0.13).
San Marino exhibited the highest pedestrian crossing speed (1.14 m/s), while Angola is (0.41 m/s). Figure 2 illustrates
the average speed of pedestrian crossing in various countries around the world. Figure 4 shows the distribution of
speed during the day and night in different countries. The countries demonstrating the largest discrepancies between
daytime and nighttime crossing speeds are Albania (0.688 m/s), Uzbekistan (0.451 m/s), Guyana (0.417 m/s), Germany
(0.227 m/s), and Venezuela (0.202 m/s). In contrast, countries with minimal speed differences between daytime and
nighttime include Cambodia (0.020 m/s), Egypt (0.016 m/s), India (0.015 m/s), Brazil (0.011 m/s), and Japan (0.003 m/s).

Similarly, the average time to start crossing before pedestrians cross is 3.31 s (SD = 1.39). Pedestrians in Bulgaria
have the longest waiting period before crossing (10.50 s), while Turkmenistan has the lowest time to start crossing
across the world (1.09 s). Figure 3 illustrates average time to start crossing for pedestrians before initiating the crossing
of the road. Figure 5 shows the distribution of speed during the day and night in different countries. The countries
with the greatest variations in time to start crossing between daytime and nighttime include Mexico (13.920 s), Taiwan
(10.598 s), Latvia (4.741 s), Singapore (2.746 s), and Indonesia (2.263 s). The countries displaying the smallest differences
include Argentina (0.074 s), Spain (0.065 s), Azerbaijan (0.038 s), Brazil (0.024 s), and the United States (0.022 s). Figure 5
illustrates average time to start crossing for pedestrians before initiating the crossing of the road.

Figure 6 presents the correlation matrix based on Spearman rank correlation coefficient among pedestrian charac-
teristics, other detected objects, and socioeconomic factors such as the literacy rate, the traffic mortality rate and the
Gini coefficient. The analysis reveals a negative correlation between the speed of the crossing and the decision time
of the crossing (𝑟 = −0.55). Furthermore, the speed of crossing is negatively correlated with the presence of persons
(𝑟 = −0.52), bicycles (𝑟 = −0.41), trucks (𝑟 = −0.31) and cars (𝑟 = −0.43). The matrix also provides information on traffic
patterns, indicating a positive relationship between the frequency of pedestrian crossings without traffic lights and the
number of trucks (𝑟 = 0.41).

Furthermore, Figure 7 and Figure 8 present the correlation matrices for the same attributes in North America and
Europe, respectively. In both regions, the crossing speed and the crossing decision time exhibit an inverse relationship
(𝑟 = −0.10 for North America and 𝑟 = −0.74 for Europe). However, the relationship between crossing speed and literacy
rate differs markedly between the two continents; in Europe, there is virtually no correlation (𝑟 = −0.09), while in
North America the correlation is strongly negative (𝑟 = −0.70). A similar disparity is observed in other comparisons:
the crossing speed versus the mortality rate shows a correlation of 𝑟 = 0.90 for North America compared to 𝑟 = −0.14
for Europe; crossing speed versus the number of cars detected yields 𝑟 = 0.60 for North America and 𝑟 = −0.35 for
Europe; and the crossing decision time versus the total number of motor vehicles detected presents 𝑟 = 0.80 for North
America and 𝑟 = 0.06 for Europe. Furthermore, the relationship between crossing without a traffic light and decision
time is strongly positive in North America, in contrast to Europe (𝑟 = 0.80 for North America and 𝑟 = 0.15 for Europe).
Taken together, these pronounced differences underscore why focussing on Europe versus North America yields a
particularly insightful framework for understanding regional variations in pedestrian behaviour, as their distinct urban
infrastructures, cultural norms, and policy environments reveal nuances that comparisons with other continents might
obscure.
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Fig. 4. Mean pedestrian crossing speeds by country are shown for daytime (red) and nighttime (blue) periods. Next to each country’s
name, the value represents the average speed calculated from both periods. The bars are arranged in ascending order based on the
total (daytime plus nighttime) speed. Manuscript submitted to ACM
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Fig. 5. Pedestrian time to start crossing before road crossing are presented by country, with daytime (red) and nighttime (blue)
observations. Values displayed next to each country represent the average of the daytime and nighttime measurements, and the bars
are arranged in ascending order based on their combined time to start crossing.
Manuscript submitted to ACM
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Fig. 7. Spearman correlation matrix of pedestrian behaviour, traffic characterises, and socio-economic factors in North America.
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Fig. 8. Spearman correlation matrix of pedestrian behaviour, traffic characterises, and socio-economic factors in Europe.

In addition, the scatter plots presented in Figure 9 and Figure 10 reveal significant variations between countries with
respect to socioeconomic and safety indicators. Figure 9 shows a positive relationship between the Gini coefficient
and pedestrian decision time, suggesting longer decision times in countries with higher income inequality. In contrast,
Figure 10 illustrates the variability in crossing decision times relative to national traffic mortality rates, highlighting
that countries with higher mortality rates tend to experience longer pedestrian decision times before crossing.

4 Discussion

The findings presented in this study highlight significant global variations in pedestrian crossing behaviours and
underline the influence of regional and country-specific socioeconomic and infrastructure factors. The mean crossing
speed (0.81 m/s) aligns closely with previous studies of pedestrian behaviour [2, 28, 38], but the substantial deviations
observed in countries such as San Marino (highest speed, 1.14 m/s) and Angola (lowest speed, 0.41 m/s) reflect
considerable cultural and infrastructure differences.

The pronounced negative correlation between the speed of the crossing and the decision time to cross (r = -0.55
globally) indicates that pedestrians who take longer to begin crossing tend to move more slowly across the street.
This relationship suggests increased caution or uncertainty among these pedestrians, possibly influenced by heavier
traffic conditions, inadequate infrastructure, or lack of effective pedestrian safety regulations. Furthermore, negative
correlations between pedestrian speed and the presence of other road users (people, bicycles, cars, and trucks) underscore
how the complexity of traffic potentially affects pedestrian confidence and behaviour.

Our analysis also reveals that geographically close countries exhibit similar pedestrian behaviours, as illustrated
in Figure 4. For example, neighbouring countries such as Germany (0.72 m/s) and France (0.76 m/s) demonstrate
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Fig. 9. Relation between Gini coefficient and crossing decision time. Labels show the ISO-3 codes of countries.

Fig. 10. Relation between traffic mortality rate and crossing decision time. Labels show the ISO-3 codes of countries.
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comparable crossing speeds (5.26% difference). Similarly, South American countries like Brazil (0.76 m/s), Chile (0.78
m/s), and Colombia (0.77 m/s) exhibit closely aligned crossing speeds. Comparable patterns are also evident in pedestrian
time to start crossing; India (3.26 s) and Pakistan (3.23 s) display almost identical average time to start crossing (0.92%
difference), as do Armenia (2.37 s) and Georgia (2.35 s) with a difference of only 0.84% (see Figure 3). However, some
exceptions such as Bulgaria’s notably high time to start crossing (10.5 s) could be influenced by a smaller sample of
footage available from this country.

Interestingly, our study reveals that certain countries exhibit remarkably similar pedestrian crossing times despite
differing infrastructure contexts. For example, Belgium and India have average crossing times of approximately 3.27
and 3.26 seconds, respectively. In Belgium, well-developed road infrastructure and clear pedestrian priority at crossings
contribute to reduced time to start crossing [25]. In contrast, in India, the lack of formal pedestrian infrastructure often
requires an opportunistic approach to crossing the road [3, 16]. Pedestrians typically assess traffic conditions looking
left and right before deciding to cross when they perceive a sufficient gap [24]. This behaviour includes strategies
such as accelerating your pace or stopping mid-crossing to allow vehicles to pass, as noted in studies on pedestrian
behaviour in developing countries [40]. These adaptive behaviours can introduce variability and noise into crossing time
measurements, highlighting the complex interaction between infrastructure quality and pedestrian decision-making
processes.

The regional comparison between Europe and North America is particularly illuminating because both continents
include numerous developed countries, providing a meaningful framework for analysing pedestrian behaviours in
economically similar but culturally distinct contexts. In Europe, the strong inverse correlation between crossing speed
and decision time (r = -0.74) reflects careful and deliberate pedestrian behaviour, which could be due to dense urban
infrastructures and comprehensive pedestrian safety measures. In contrast, the relatively weaker relationship in North
America (r = -0.10) may suggest different behavioural dynamics influenced by vehicle-dominated infrastructures and
different pedestrian education or awareness programmes.

In addition, stark contrasts in the correlations between speed and literacy rates, mortality rates, and vehicle numbers
between these two regions suggest complex interplays of educational, cultural, infrastructural, and regulatory factors.
The strong negative correlation between literacy rate and speed of crossing in North America (r = -0.70) could
indicate that areas with lower educational attainment could face challenges in awareness of pedestrian safety, which
influence pedestrian decision-making processes. In contrast, Europe’s negligible correlation (r = -0.09) may reflect more
homogeneous educational outreach and standardised pedestrian safety measures [11].

The significant positive correlation between pedestrian crossing without traffic lights and the presence of trucks
worldwide (r = 0.41) raises questions about pedestrian risk taking behaviours in commercial traffic environments. This
finding could reflect inadequate pedestrian infrastructure or a cultural norm of assertive crossing behaviours in regions
with substantial freight traffic.

The scatter plot analyses further reinforce the link between socioeconomic conditions, such as income inequality (Gini
coefficient), and pedestrian behaviour. Countries with higher economic disparities showed longer pedestrian decision
times, probably due to limited access to safe crossing infrastructure, poorer pedestrian education, or increased caution
due to increased traffic risks. Similarly, the observed variability in crossing decision times relative to traffic mortality
rates emphasises the need for targeted pedestrian safety interventions in countries experiencing high traffic-related
deaths.
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5 Limitations and Future Work

This study has several key limitations that must be considered when interpreting the results. The primary limitation
arises from the inherent bias and uneven distribution of the available dashcam footage in different countries. Countries
such as Denmark have significantly more footage compared to similarly sized nations like the Netherlands, potentially
skewing pedestrian behaviour analyses globally.

Another limitation is the focus exclusively on urban environments, specifically cities with populations over 20,000,
with exceptions for capital cities. This excludes potentially valuable information from suburban and rural settings,
where pedestrian behaviour can differ significantly due to varying infrastructure and traffic dynamics. Furthermore,
using national average human heights to convert pixel measurements into real-world distances introduces uncer-
tainty, as individual heights vary substantially across different demographics, and camera angles might distort these
measurements.

Additionally, the exclusive use of the YOLOv11 object detection model limits the analysis to basic pedestrian
behaviours, potentially missing subtle but critical pedestrian signals such as gestures or posture changes. One such tool
to study gestures and postures of pedestrians can be OpenPifPaf [19]. Resetting object identifiers between daytime and
nighttime segments also disrupts the continuity of pedestrian tracking data, limiting longitudinal behavioural analyses.

Crucially, this study highlighted instances where significantly different contexts, such as Belgium and India, yielded
almost identical average crossing times. This finding suggests the need for further investigation into metrics that
more effectively capture nuanced behavioural differences and decision-making processes in diverse infrastructural
and cultural contexts. Future studies should develop new context-sensitive metrics that can clearly distinguish these
subtleties in behaviour.

In addition, the present analysis overlooks potential confounders such as weather conditions, seasonal variations,
intersection design, and local traffic policies. Incorporating these variables into future studies could improve the
robustness and applicability of pedestrian behaviour models.

Future research should also expand the dataset to ensure balanced representation in countries and integrate diverse
urban, suburban, and rural environments. Furthermore, adopting advanced computer vision techniques capable of
detailed recognition of pedestrian attributes such as intention, gait, and accessory analysis could significantly enrich
our understanding of pedestrian behaviour. Future work should incorporate an analysis of nonstandard behaviours such
as jaywalking [39, 42], cyclist dynamics [9, 14], and interactions between other vulnerable road users [22]. Investigating
how these behaviours vary with cultural norms, traffic regulations, and infrastructure quality across different regions
could provide valuable information for urban planning and public safety initiatives [26]. Then, future studies must
address the critical need to develop effective external human-machine interfaces (eHMIs) for (AVs) and interactive
interfaces for modern cars [4, 5]. Such interfaces should consider global variations in pedestrian behaviour to effectively
communicate the intentions of AV to pedestrians. Given that pedestrian responses and expectations can vary greatly
in cultural contexts, designing universally comprehensible or culturally adaptive user interfaces could significantly
improve pedestrian safety and the acceptance of AV technology worldwide.

6 Dataset and Code Availability

The code is available at https://github.com/bazilinskyy/youtube-national. The PYT dataset is available at https://www.
kaggle.com/datasets/anonymousauthor123/pedestrian-in-youtubepyt.
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