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Urban
Pathways

Project
concept

Project
aims

The Urban Pathways project helps delivering on 
the Paris Agreement and the NDCs in the context of 
the New Urban Agenda and the Sustainable Develop-
ment Goals. It has established a facility in close coop-
eration with other organisations and networks active 
in this area to support national and local governments 
to develop action plans and concrete implementation 
measures to boost low-carbon urban development. 
This builds on UN-Habitat’s role as “a focal point on 
sustainable urbanisation and human settlements in-
cluding in the implementation and follow-up and re-
view of the New Urban Agenda”. The project develops 
national action plans and local implementation con-
cepts in key emerging economies with a high mitiga-
tion potential. The local implementation concepts are 
being developed into bankable projects, focusing on 
the access to urban basic services to create a direct 
link between climate change mitigation and sustain-
able development goals.

The project follows a structured approach to boost 
Low Carbon Plans for urban mobility, energy and 
waste management services that deliver on the Par-
is Agreement and the New Urban Agenda. The proj-
ect works on concrete steps towards a maximum im-
pact with regards to the contribution of urban basic 
services (mobility, energy and waste management) 
in cities to global climate change mitigation efforts 
and sustainable and inclusive urban development.
This project makes an active contribution to achieve 
global climate change targets to a 1.5°C stabilisation 
pathway by unlocking the global emission reduction 
potential of urban energy, transport and resource sec-
tors. The project will contribute to a direct emission 
reduction in the pilot and outreach countries, which 
will trigger a longer term emission reduction with the 
aim to replicate this regionally and globally to make a 
substantial contribution to the overall emission reduc-
tion potential.

This project implements integrated urban services 
solutions as proposed in the New Urban Agenda pro-
viding access to jobs and public services in urban ar-
eas, contributing to equality and social coherence and 
deliver on the Paris Agreement and the Sustainable 
Development Goals.This is the first dedicated imple-
mentation action oriented project, led by UN-Habitat 
to deliver on inclusive, low-carbon urban services. Se-
curing sustainability and multiplier effect, the project 
aims to leverage domestic and international funding 
for the implementation projects that will follow from this 
initiative
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This report illustrates a compilation of the insights retrieved from the Urban Pathways project 
experience in Latin America, with a particular focus on promoting the concept of Ecozones 
in Belo Horizonte, Brazil, and Mexico; as well as the transition to electric mobility in Quito, 
Ecuador, and Montevideo, Uruguay. 

It draws insights from the National Low Carbon Urban Action plan for Brazil. 

It also builds on the Policy Environment and Advice Papers for: 

INTRODUCTION

Brazil Ecuador Mexico

http://www.urban-pathways.org/uploads/4/8/9/5/48950199/brazil_nat_lc_action_plan2.pdf
http://www.urban-pathways.org/uploads/4/8/9/5/48950199/policy_brazil_ii.pdf
http://www.urban-pathways.org/uploads/4/8/9/5/48950199/up_new_layout_ca_ecuador-small-1.pdf
http://www.urban-pathways.org/uploads/4/8/9/5/48950199/up_pep_mexico.pdf
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Urban Mobility

According to UN-Habitat (2012), more than 80% of the Latin America’s population lives in 
cities and urban centers, ranging from small and intermediate cities to the five “megacities” 
exceeding 10 million people of São Paulo, Mexico City, Buenos Aires, Rio de Janeiro and 
Lima, to which Bogotá will be added before 2030 (UN Habitat, 2016). 

Although various efforts have been undertaken, transport policies in Latin America have not 
been very effective in reducing motorization on a large scale. On the contrary, the region has 
experienced a growth in private transport in the last ten years reaching a motorization rate 
(defined as the number of vehicles per one thousand inhabitants) of 201 in 2015, the product of 
an average annual growth rate of 4.7% (Rivas et al., 2019). In 2010, there were 2.5 new vehicle 
registrations for every child born, with an average annual growth rate in car ownership well 
above that of most of the rest of the world. Despite this, only a minority of Latin American 
city dwellers can afford to own and use a car for their daily commute, with the majority of 
the region’s residents relying on public transport and active mobility, often in very precarious 
conditions (Moscoso et al., 2019). The latter has led to increased use of motorcycles, which 
further marginalizes active travelers and resulting in negative impacts on road safety.

The region has the highest percentage of CO2 emissions per person from transport, with the 
transport sector accounting for 37% of total energy-related CO2 emissions in 2016, more than 
Asia and Africa (Rivas et al., 2019). One of the reasons is that Latin American countries do not 
yet apply emission or fuel quality standards as stringent as those of the Global North and operate 
informal public transport systems with vehicles that are beyond their operating age (Moscoso 
et al., 2019). On the other hand, mobility policy in the region has begun to shift in favor of 
best practices and new perspectives focused on accessibility and environmentally friendly 
transportation. The most notable and publicized advances have been in public transport, such 
as the introduction of extensive mass transit systems, formalization of bus operations and fleet 
renewal.

Active Mobility 

Although 10-40% of residents in Latin American cities continue to rely on active modes of 
transport, the environment is not conducive to their use. Walking and cycling infrastructure is 
generally poor and often non-existent, and safety concerns deter potential new users, especially 

OVERVIEW OF LOW CARBON 
URBAN SERVICES IN LATIN 

AMERICA
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vulnerable users such as children, women and older persons (Moscoso et al., 2019). Where 
sidewalks are provided, their condition is often quite poor and includes obstacles such as high 
curbs, poles or large holes, as well as insufficient and/or randomly fluctuating sidewalk widths. 
In addition, the space designated for pedestrians is often used by other users, such as illegal 
parking or informal vending.

On the other hand, the region is a world leader in open streets events, where roads are opened for 
active mobility users to enjoy safe movement while traffic calming measures are applied. The 
most prominent example is the Bogotá Ciclovía, which frees up more than 120 km for nearly 
1.5 million users every Sunday. However, despite the region’s progress in promoting active 
transportation, cycling remains an uncommon mode of transport and cycling infrastructure 
remains underdeveloped. Governments are unable to emphasize the advantages of walking and 
cycling programs due to a lack of impact assessments (Rivas et al., 2019). Nevertheless, the 
region offers examples to promote bicycle use, such as the guidelines for cycling infrastructure 
“Manual de Ciclociudades” in Mexico, the bike-to-work program in Buenos Aires, Bogota’s 
Ciclovía and bike-to-school programs, or Belo Horizonte’s Zone 30 km/h and Ecozones. 

Although several cities in the region have implemented bike sharing programs, little attention 
has been paid to their impact. Analysis of bike-sharing systems in Brazil shows that the systems 
do not serve people equally, generally giving priority to wealthier neighborhoods where the 
average wage is double the average city wage (Rivas et al., 2019).

Public transport

The region’s problems of congestion and inadequate connectivity have prompted the search 
for new solutions, but so far these solutions have prioritized increasing public transport assets 
over services. Most improvements are focused on infrastructure rather than services, with a 
paucity of policies focused on the quality of services provided. Demand-side subsidies for the 
benefit of particular groups have been the most significant policy in the service-oriented sector 
(Rivas et al., 2019).

According to UN-Habitat’s database, the Latin American region still needs to improve in 
terms of Access to Public Transport (SDG indicator 11.2.1). With only around 43.3% of the 
population in Latin America and the Caribbean having convenient access to public transport, 
more than half of the population is still left unserved (see figure 1). 

http://www.urban-pathways.org/uploads/4/8/9/5/48950199/promoting_safe_school_environments_in_belo_horizonte_brazil2.pdf
http://www.urban-pathways.org/uploads/4/8/9/5/48950199/low_speed_low_carbon_policies__1_.pdf
https://data.unhabitat.org/pages/urban-transport
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Figure 1: Coverage of public transport and share of population with convenient access to public transport

Source: UN-Habitat, 2022.

Traditionally, public transport service has been provided informally by private operators, with 
little or no regulation by local authorities. Despite efforts to regulate and formalize public 
transport in the region, para-transit remains an important means of transportation for city 
dwellers (Moscoso et al. 2019).

According to Rivas et al. (2019), the financial unviability of most systems in the region limits 
efforts to increase the efficiency, accessibility and affordability of urban public transport. 
Public transport productivity has therefore stagnated (or perhaps declined) over time, and most 
service providers are unable to meet their own operating costs. Urban residents commute longer 
despite shorter distances than in the Global North, which, along with comfort, cleanliness and 
fares, leads to dissatisfaction among users in the region.

On the other hand, the region is a pioneer in the implementation of Bus Rapid Transit (BRT) 
systems and has innovated with cable cars (Rivas et al., 2019). BRT systems serve 20 million 
passengers per day in 55 LAC cities, accounting for 61.4% of all BRT passengers worldwide 
(Global BRT Data, 2019). In addition, LAC has innovated with cable cars as an alternative 
to traditional means of transportation, which, although more limited in capacity, can be very 
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effective in bridging mobility gaps in mountainous locations with accessibility problems, such 
as in La Paz, Bolivia. 

The region has also been significantly impacted by metro transportation networks. However, 
most of these have been concentrated in urban areas with sufficient population to support the 
necessary expenditure (Rivas et al., 2019). 

Bus Rapid Transit (BRT) systems have been at the center of recent efforts to improve and 
formalize public transportation in the region, as these systems are considered the “miracle 
cure” for the region’s problems (Moscoso et al., 2019). However, the effectiveness of BRT in 
improving public transportation has been questioned, as some BRT systems face performance 
problems, declining political support and declining user happiness if not managed and 
maintained well. 

Participants during the Academy of Sustainable Urban Mobility (source: Urban Pathways)
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Road safety

More than 100,000 people die every year in traffic accidents in Latin America and the 
Caribbean, and most of these deaths are due to human error (Moscoso et al., 2019). Efforts 
to improve road safety have traditionally focused on changing road user behavior through 
educational campaigns and training, but urban speed limits remain inadequate in many LAC 
cities. However, some cities have initiated a gradual process of improving road safety, such as 
the speed limitation on main roads in São Paulo, the adoption of the Mobility Law with Vision 
Zero principles, speed management and prioritization of active travelers in the use of roads in 
Mexico City, as well as the “Vision Cero” adopted in the District Road Safety Plan of Bogota.

Participants visiting the TransMilenio BRT system during the low carbon mobility study tour in 
Bogota, Colombia (source: Urban Pathways)
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MaaS Systems (Mobility as a Service)

In Latin America and the Caribbean, the ideas of shared mobility and MaaS are still relatively 
new. The introduction of MaaS systems in the region’s cities has been delayed by a number 
of factors, such as high rates of informal public transport, lack of real-time data, low levels of 
smartphone ownership, and restricted access to debit or credit cards (Moscoso et al., 2019). 
However, a number of application-based services and shared mobility initiatives have been 
introduced in various cities, with varying degrees of success, most notably routing services.

Push measures

Restrictions based on license plate numbers have been implemented in numerous cities, but 
have not reduced congestion as intended, in part because many high-income households 
purchased a second car to avoid the restriction (Rivas et al., 2019). Furthermore, these second 

Participants visiting the “La Paz Traffic Zebras” during the Academy of Sustainable Urban Mobility 
(source: Urban Pathways)
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cars were not only more polluting, but also increased traffic on weekends and during non-
restricted hours.

In terms of parking management, the prices in Latin American cities are not high enough 
to discourage the use of private transport e.g. bus fares are more expensive than parking in 
several LAC cities. This is reinforced by the requirement of a minimum amount of parking for 
certain land uses, which is common in the region (Rivas et al., 2019). A good example comes 
from Mexico City, when the Mayor announced the “limitation of parking spaces in the city 
construction code” in 2017. This norm changed minimum parking requirements to maximum 
depending on the land use of the construction and helped create a more people-centered city 
(ITDP, 2017).

Fuel taxation is not only low in the region, but fuel subsidies are very common, with countries 
that have fuel prices below the level of cost coverage such as Bolivia, Ecuador, Panama, Haiti 
and Trinidad and Tobago, and even below international crude oil prices such as Venezuela. 
Only Peru and Uruguay are considered to have fuel prices that actually generate income and 
encourage modal shift.

Waste Management/ Resource Sector

Phenomena such as population growth, the increasing trend towards urbanization, economic 
growth, a significant number of people rising out of poverty to join the emerging middle class, 
clearly unsustainable patterns of production and consumption linked to a linear economy, 
have all resulted in a steady increase in waste generation (UNEP, 2016). These characteristics 
are present in the Latin America region where approximately 80 per cent of the population 
lives in urban areas. According to the studies conducted, the unavoidable consequence of the 
aforementioned characteristics is a projected exponential growth (more than 60 per cent by 
2025) in the generation of waste in the region (The World Bank, 2012). Waste management 
systems have notably been improved over the past decades in the region of Latin America and 
the Caribbean (LAC), including increased waste collection coverage, and improved handling 
and disposal of waste. Regulatory frameworks have also been strengthened, including general 
prohibition of waste dumping, and development of more integrated policies and plans.

The region generates approximately 10 percent of all generated global waste. Although 
waste collection and management systems have progressively improved in recent decades, 
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it is alarming that more than 40 million people still lack access to a basic collection service, 
and that about a third of all waste generated, about 145.000 tonnes per day, ends up in open 
dumps, thusly causing serious impacts on health and the environment. On the other hand, it is 
estimated that only 10% of the waste generated is recovered, so that a large amount of valuable 
material and energy resources are wasted (UNEP, 2018).  

In several LAC countries, Municipal Solid Waste (MSW) management costs are directly 
afforded by the municipality. The average cost recovery is 51.6%. Municipalities typically use 
property taxes as the main revenue collection system. This collection mechanism represents 
52.1% of the total, followed by direct billing to users, with 20.2%; the electricity bill (15.3%); 
and the water & sanitation bill (12.4%) (IDB, 2015).

Total waste generation in the LAC region continues to increase, and the per capita generation 
rate is also expected to increase in the coming years (currently averaging 1 kg/inhab/day). 
Waste composition can differ between countries, but as an average the organic waste fraction 
represents 50% of waste. Waste collection has progressively been improved in most of the 
countries, and frequently values above 90% of collection coverage are reported, mainly in 
urban populations. However, this indicator can vary significantly between countries, and tends 
to decrease in smaller cities and rural or remote areas. It has been estimated that at least 35,000 
t/day of waste remain uncollected in the LAC region (UNEP, 2018), thus increasing the risk of 
unsound management and regular appearance of dumps or micro-dumps.

Dumpsites and open burning of waste create serious health risks, both for people who work at 
the sites, as well as the communities around them, affecting the daily lives of millions of people 
across the region. At the same time, this results in severe environmental impacts, including 
water pollution, emission of toxic and greenhouse pollutants, as well as soil pollution, which 
in turn affect economic activities. The impacts associated to the unsound management of waste 
can be exacerbated during health crisis like the COVID-19 pandemic, particularly on waste 
workers and informal recyclers.

Despite the continuous increase of waste generation, recycling or waste recovery rates generally 
remain below 10% in LAC countries. This represents a challenge for the progressive closure 
of landfills, the siting of new facilities and the reduction of waste sent to final disposal. The 
actual recovery of waste is difficult to estimate, considering the important activity of informal 
waste pickers, that can be up to 4 million people in the region (IDB, 2015). This is a also a key 
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element to be considered in the process of closing dumpsites, as indicated below in relation to 
social considerations and inclusion. 

In the LAC region, final disposal practices have been improved during the last decades. 
Between 2002 and 2010, the use of sanitary landfills increased in the region from 22.6% to 
54.4%, simultaneously reducing the use of dumpsites from 45.3% to 23.3% (IDB-AIDIS-
OPS, 2011). In the LAC region, more than 14,000 inappropriate final disposal sites have been 
identified, including more than 10,000 dumpsites, which can be of very different sizes and 
conditions. At the same time, nearly 2,000 sanitary landfills are identified, where a greater 
proportion of the total reported waste is deposited (around 55%), since they serve the main 
urban agglomerations. When analyzing the number of municipalities that use adequate (sanitary 
landfills) or inadequate disposal methods (dumpsites or controlled sites), it is observed that 
about 8,000 municipalities use a total of at least 14,000 inadequate sites. On the other hand, 
the 1,993 sanitary landfills identified offer a solution to 3,467 municipalities and receive a 
higher amount of waste. In summary, sanitary landfills represent 12% of the final disposal 
sites, but are used by 30% of the municipalities in the region and receive 54.6% of the total 
waste deposited.

For this reason, it is essential to progressively phase-out open dumpsites, and replace them 
with effective management practices and final waste disposal methods, within the framework 
of integrated waste management strategies that promote waste prevention and minimization. 
Closing the dumpsites is not an easy task and significant challenges are yet to be overcome. 
At the same time, numerous countries and municipalities in the region have made important 
progress and succeeded in this endeavor, thus providing valuable experience and proving it is 
not only a possible pathway, but a needed one.

While it is possible to analyze a particular solid waste system from multiple perspective 
(technical, environmental, economic), it is also important to consider that systems are operated 
and managed by people. A solid waste system is thus in a real sense a social system, linking 
different human actors in various types of relationships via differential sets of constraints and 
incentives. The manner in which the system is managed has both, direct and indirect impacts 
on individuals, communities, institutions, and practices (ISWA, 2016).
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Energy

Currently, 75% of worldwide CO2 emissions (and 56% of emissions in Latin America and the 
Caribbean) are attributable to the energy sector. The need for energy has been displaced from 
conventional fuels over the past four decades by an increase in electricity and gas consumption 
of more than 300%, making it dependent on modern energy sources to maintain its trajectory 
of socio-economic progress (Jimenez & Yepez, 2021). Throughout Latin America and the 
Caribbean there are abundant sources of renewable energy, such as sun, wind, geothermal, 
biomass and hydropower, giving many nations in the region the opportunity to use indigenous 
natural resources for clean electricity generation.

Energy services represent the second largest expenditure category after food, accounting for 
7% to 9% of the budget share in the different income groups. Household energy use is highly 
dependent on a variety of factors, such as accessibility to energy sources, income and geography. 
For example, more than 50% of rural households use kerosene or biomass. Moreover, one in 

Participants during the Buenos Aires - Lima solid waste management city exchange
(source: Urban Pathways)
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ten households in the poorest quintile spends more than 24% of their income on electricity, 
highlighting a major affordability problem for many Latin American families (Jimenez & 
Yepez, 2021). In contrast, higher income groups spend most of their energy budget (64%) on 
fuels for private transportation, while low-income households spend most of their money on 
electricity and gas for cooking.

The two primary fuels used in LAC households for cooking are domestic gas and firewood. The 
majority of LAC households use domestic gas (80%), with only 20% resorting to less clean 
and efficient fuels. This is especially true in rural areas, where more than 50% of households 
rely on biomass and, to a lesser extent, kerosene. According to Jimenez & Yepez (2021) the 
amount of modern fuels consumed per person in the residential sector would increase by 50% 
with a doubling of per capita income.

Through instruments including renewable energy portfolio standards, feed-in tariffs, financing 
clean vehicles, and energy auctions, policymakers in the region are encouraging investment in 
clean energy. According to the Inter-American Development Bank, Latin America has enough 
renewable energy potential to meet 22 times its electricity demand by 2050. Latin America 
offers incredibly clean electricity compared to the rest of the world due to the enormous level 
of investment made in hydroelectric resources since the 1960s. Today, hydroelectric power 
accounts for approximately 56% of the region’s  energy production (McDade, 2015). However, 
only 28% of all energy consumption comes from renewable sources, partly because of the 
transportation sector.

The countries of Latin America and the Caribbean have established their climate mitigation 
and adaptation goals through their Nationally Determined Contributions (NDCs). According 
to Grottera (2022), 88% of LAC countries prioritized energy as a mitigation sector, 53% 
transportation and 24% agriculture, prioritizing technologies for energy-efficient buildings and 
lighting systems, bioenergy and solar energy. Furthermore, during the UN COP25 Conference 
in Madrid in 2019, LAC countries took a huge leap towards realizing an ambitious renewable 
energy (RE) pledge. As part of the Renewable Energy Initiative for Latin America and the 
Caribbean (RELAC), 10 countries in the LAC region committed to reach the regional target 
of 70% renewable energy by 2030, more than double what the European Union plans, and 
equivalent to 312 GW of installed RE capacity. Through close cooperation and knowledge 
sharing among member countries, RELAC aims to foster the growth of RE in the region.
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Urban Mobility

Lack of integrated urban and transport planning

The usual lack of planning in LAC cities oscillates between extreme density and excessive 
urban sprawl, if not both simultaneously, resulting in insufficient space for active travelers, 
traffic jams, road safety problems and inefficient use of transportation systems. The region 
also faces challenges in reversing motorization trends, as well as in improving the quality of 
public transportation and providing adequate infrastructure for active travelers. Therefore, the 
design of compact cities, combined with mixed use could reduce travel distances, improve 
accessibility and efficiency of public transport and avoid unnecessary travel.

Complex Road Safety and security situations

Road safety is an important factor limiting the use of active transport modes. In contexts where 
active travelers are forced to fight cars, motorcycles and buses for space in a context of little 
or no protected infrastructure and poor driving habits, it is understandable that potential users 
simply refuse to adopt active modes. In addition, the region is hosting some of the most violent 
cities in the world, causing many to avoid walking or cycling after dark and/or in certain areas, 
especially vulnerable populations such as children, women and the elderly.

One of the main challenges is the transformation of social norms and the lack of a mobility 
culture. Motor vehicle drivers often disregard or endanger vulnerable road users by overtaking 
them at close range, not giving them priority, or not indicating where they are going. Therefore, 
cities should rethink the circulation and occupation of road space giving priority to active 
travelers, as well as the management of road speed.

REGIONAL POLICY GAPS 
AND BARRIERS FOR 

UPSCALING LOW-CARBON 
URBAN ACTION IN LATIN 

AMERICA
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Prevalence of Informal Transportation
Informal transport services often fill gaps in public transport systems, including last-mile 
connections and on the periphery of cities, providing many livelihoods for both drivers and 
users, and sometimes penetrating markets in a way that formal transport cannot. Moreover, 
semi-formal and informal services may be the only public transport option or the only way for 
inhabitants to obtain formal transport services in some parts of cities, especially in informal 
settlements (Thet et al., 2020). However, while it is important to recognize the role of informal 
transport in the LAC region, cities must address its challenges in terms of unreliability, 
low quality of services, obsolete vehicles, insecurity, lack of protection for workers, and 
gender inequality, among others. This can be addressed through an effective public transport 
formalization process, however, against the background of many competing interests, such 
projects are complex and governments often hesitant to engage. 

Limited Participatory processes in the life of the project
The lack of community support caused by the absence of participatory methods, such as in 
the case of BRT systems, is a general problem affecting the profitability of designing and 
implementing mobility solutions in the region. The real and potential benefits of these 
systems are minimized when society focuses on the failures of implementation and operation, 
or simply rejects the model outright, even prioritizing cars due to the lack of involvement 
in the different stages of the projects. The neglect of educational and promotional aspects 
has been a consequence of the focus on obtaining adequate infrastructure and operations in 
an environment of limited budgets and timeframes. Therefore, awareness campaigns and 
participatory processes are needed to avoid confrontation and rejection by users and to ensure 
that the mobility solution recognizes and addresses their needs.

Inadequate regulations to Mobility-As-A-Service (MaaS) options 
There is not only inadequate regulation for MaaS options in the region, but also strong 
opposition from existing operators that Latin American cities should address to enable the 
implementation of successful MaaS options. Routing services are the most fundamental 
category of these services, and are the least resisted by local governments and established 
transportation groups. However, dockless bicycles and scooters have begun to proliferate in 
several LAC cities, as have mobility services such as Uber and Cabify, which often operate 
in an unregulated manner. Therefore, Latin American cities need integrated, accessible, on-
demand and user-centered services that focus on complementing existing public transport and 
addressing the mobility needs of often neglected users, such as women.
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Subsidies for private motorized travel
Subsidies, which include fuel subsidies, represent on average 0.5% of GDP in Latin American 
nations and benefit mainly non-poor individuals, making them one of the least effective and 
regressive of all public spending (Moscoso et al., 2019). In addition to direct subsidies, such as 
fuel subsidies and maximum parking fees, LAC cities often also have indirect subsidies, such as 
minimum parking requirements for new developments, the provision of specific infrastructure 
for private motor vehicles (e.g. elevated highways), as well as the construction of elevated 
infrastructure for people walking and cycling. The latter are not only unnecessarily costly, but 
are also unsafe, increase crossing distance, exclude vulnerable users, give priority to vehicle 
flow, which increases speed, and have proven ineffective in improving pedestrian safety (who 
also tend to avoid them) (Liga Peatonal, 2019).

Waste Management/ Resource Sector

Limited enforcement of the existing regulation and/or policies 
There is limited political will, institutional coherence and lack of clear definition of policies on 
waste management in the region. This, together with the development of necessary, consistent 
and clear regulation, and its subsequent monitoring, would however be essential to bring a 
systematic change in the eradication of dumpsites and increasing the adequate final disposal 
of waste.

Increased environmental costs
The dumpsites in the LAC region create long-term environmental impacts like surface and 
groundwater pollution, threats to terrestrial and marine environments, GHGs emissions, 
and direct atmospheric pollution mainly from open burning. The cost of environmental 
degradation, although it is usually ignored, becomes more obvious when high resources 
must be spent for clean-up and dumpsite rehabilitation projects. At this point, the region has 
to prioritize less generation, and more recycling and recovery before final disposal (waste 
management hierarchy concept).

Wastepickers informality
In the LAC region, like in many other regions, the homes closest to dumpsites are often those 
of vulnerable populations who make a living by scavenging for recyclables with a monetary 



21

value. Just as gaps in solid waste services disproportionally affect the poor, improvements in 
service delivery can dramatically improve the lives of vulnerable populations. Informal waste 
recycling is a common livelihood for the urban poor in Latin American countries. Waste 
pickers are often a vulnerable group and frequently include women, children, the elderly, the 
unemployed, or migrants. They generally work in unhealthy conditions, lack social security 
or health insurance, are subject to fluctuations in the price of recyclable materials, lack 
educational and training opportunities, and face strong social stigma (World Bank, 2018). 
When properly supported and organized, informal recycling can create employment, improve 
local industrial competitiveness, reduce poverty, and reduce municipal spending on solid 
waste management and social services. However, progress to tackle the informality in the 
waste sector has been rather slow in most Latin American countries. 

Lack of hazardous waste data
An ongoing study of the Basel Convention Coordinating Centre (BCCC) about hazardous 
waste in the Latin American region (Centro Coordinador del Convenio de Basilea, 2016) 
mentions that “it is noticed that some countries have made great progress in this area and 
have specific regulations for hazardous waste, appropriate technologies and management 
instruments that make an adequate follow up of the management of hazardous waste possible. 
However, this situation is not the norm in all of Latin America”. The study further explains 
that “most of the countries do not have data on the amounts of hazardous waste generated 
and even less on the waste generation rate by industry”. Along with these conditions, in 
some cases lack of monitoring and control on this waste stream means they are often mixed 
with other wastes and end up in unsuitable places, generally dumpsites and clandestine sites, 
ravines, riverbeds, etc.

Inadequate management of disaster waste (emergencies)
Because of its geographic location and characteristics, the region is particularly vulnerable to 
natural phenomena such as floods, cyclones, droughts, earthquakes, landslides and volcanic 
eruptions. The occurrence of these events results in the generation of a significant volume 
of various types of waste, depending on the intensity of the phenomenon and the affected 
area. The lack of adequate emergency plans can make the aftermath very complicated. It is 
usually authorities who are in charge of handling the management of debris and waste, yet 
the occurrence of a disaster frequently disables the infrastructure regularly used for managing 
waste, and the capacity of authorities in Latin America to respond to such situations is 
overwhelmed.



22

Food waste
More than a third of the food produced in Latin America (127 million tons per year) is lost or 
wasted. A considerable 15 per cent of the food available at the regional level is lost or wasted 
every year, for each country it can be very variable, as is the case of Mexico where losses 
reach 37% of the food produced in the country (approximately 30 thousand tonnes a day). 
At the same time, according to FAO, 56.5 million people went hungry in 2021, while 268 
million faced food insecurity. In Brazil, the number of people who are not guaranteed what 
to eat has risen to 33.1 million - representing 14 million new hungry Brazilians, according to 
the National Survey on Food Insecurity in the Context of the Covid-19 Pandemic in Brazil.
Food waste is significant particularly in urban centres in Latin America. There is a high flow of 
organic municipal solid waste in the region’s cities, which represents an untapped opportunity 
to create new revenue streams, reduce landfill costs, rebuild soil health and support farmers 
who are making the transition to regenerative agriculture. 

Current agricultural practices also contribute to the high carbon footprint. Agriculture is 
the second largest source of GHG emissions in the region. Much of the agricultural exports 
come from intensively mechanised large-scale farms, and in contrast, at least half of the food 
currently consumed by the region’s population is grown by small-scale farmers.

There is a lack of intersectionality among public policies in the region, which impacts the 
progress of the transition from linear to circular systems.

For the dual purpose of reducing food losses and dealing with the hunger problem, several 
countries in the region have been working for several years on the idea of food banks. 

Persistent organic pollutant (POPs) releases to the atmosphere
According to the World Bank (2011), MSW burning in dumpsites prevails in the region, and 
it is also used as a means of disposal in areas which lack proper collection services, thus 
forming important dioxin and furan sources. 

As of May 2016, seven countries of the region are partner states of the Climate and Clean 
Air Coalition (CCAC), a voluntary alliance created in 2010 that links government, and inter-
governmental organizations, to the civil society and private sector in the first global effort to 
reduce short-lived climate pollutants (SLCPs- methane, black carbon and Hydrofluorocarbon 
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(HFCs)). The Coalition has eleven high-impact initiatives, one of which directly addresses 
the problem of MSW: mitigation of SLCPs from municipal solid waste, by which the CCAC 
supports the cities.

Energy

Limited financing for renewable energy
Profitability expectations for private energy projects dominate utility investment decisions in 
Latin America for grid-connected power and off-grid energy services. Utility financial structures 
favor cheap upfront and ongoing costs for fossil fuels over high upfront and low ongoing costs 
(renewable energy). Widespread use of energy efficiency technologies is hampered by the 
same resistance to large upfront prices (OAS, 2004).

Conventional fossil-fuel energy systems are favored
In addition to the fundamental market structure, factors favoring conventional fuel energy 
systems include fuel subsidies provided by many countries in the region, government spending 
on infrastructure and fuel storage, taxes on oil exploration, other financial incentives, the absence 
of environmental impact fees, and widespread knowledge and familiarity with conventional 
technologies (OAS, 2004).

Lack of clean energy policies

The main obstacle currently impeding the rapid adoption of renewable energy and energy 
efficiency technologies throughout Latin America and the Caribbean is the general lack 
of adequate legislation. Many of the electricity markets in Central and South America are 
competitive unbundled markets (independent businesses for generating, transmission, and 
distribution). In these competitive markets, much weight is given to short-term “spot market” 
prices, and preference is given to existing generation and new generation investments with fast 
construction periods and cheap upfront capital costs. 

As a result, the structure of the electricity market is inherently disadvantageous to alternative 
energy technologies such as renewables (OAS, 2004). In these markets, the state has largely 
withdrawn from the electricity business and private companies compete for market share. As a 
result, this model often does not encourage aggressive electrification programs in rural areas, 
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where it is difficult to generate profits, leaving many citizens without access to current energy 
services (an estimated 14% of the population in the LAC region lacks access to electricity). 

In contrast, private monopolies that control all segments of the market, including generation, 
transmission and distribution, are the predominant paradigm in all English-speaking Caribbean 
countries. However, private monopoly regulations do not support renewable energy any more 
than competitive Latin American markets do. These monopolies typically enjoy fixed rates of 
return based on a share of total revenues, so there is little incentive to increase productivity, 
reduce costs, or take on more risk.

REGIONAL GOOD PRACTICE 
POLICY FRAMEWORK 

CONDITIONS THAT 
CONTRIBUTE TO UPSCALING 

LOW CARBON BASIC 
SERVICES

Urban Mobility

Comayagua (Honduras) SUMP
In the context of the cooperation agreement between the Municipality of Comayagua 
(Honduras) and the Andalusian Agency for International Development Cooperation (AACID 
for its Spanish Acronym), Ciudad Emergente, a Chilean NGO, was commissioned to develop 
the first phase of the Sustainable Urban Mobility Plan (SUMP) of the city. The SUMP, based 
on a detailed analysis of the current mobility situation, proposes a series of measures to be 
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implemented in the Historic Center of Comayagua to promote the use of public and non-
motorized transport (NMT), as well as to reduce car dependency in the area. One of them is 
the implementation of a pilot Zone 30 using the tools of tactical urbanism with the objective 
of replicating it later in several areas of the city.

In order to assist in the development of the SUMP, Urban Pathways established an advisory 
board that followed the process and provided the necessary technical assistance. Mobility 
experts from the Wuppertal Institute met virtually with the Ciudad Emergente team at different 
stages of the SUMP implementation process. Moreover, the Urban Pathways team supported 
Ciudad Emergente in the elaboration and submission of a proposal for the implementation of 
the SUMP in Comayagua that included: 1) Low-emission Zone (LEZ), 2) bike sharing system, 
3) BRT to connect the city center to the new airport, among others. The proposal was selected 
by the Transformative Action Programme (TAP) of ICLEI to develop the project further and 
identify possible financing sources.

The Zone 30 implementation in Belo Horizonte, Brazil 

During September and October 2019, BHTRANS with the support provided by the Wuppertal 
Institute, UN-Habitat and WRI Brasil in the context of the Urban Pathways project and its 
environMENTALISE Initiative carried out various activities for the implementation of a Zone 
30 in the surroundings of the Anne Frank Municipal School in the Confisco neighborhood in 
Belo Horizonte, Brazil. The Confisco neighborhood is located in the Pampulha administrative 
region, a peripheral area of Belo Horizonte. The aim of the project was to increase the road 
safety around the school and raise awareness among the students and the local community 
about climate change related topics such as sustainable urban mobility and waste management. 

The success of the project relies on 3 key elements, i.e., community participation, inter-
institutional cooperation and before and after assessments, which included vehicles and 
pedestrian counts, surveys, Air Quality monitoring. The overall results of the project are a 
low-cost Zone 30, where the safety around the school area and the social cohesion in the 
neighborhood are increased.

Moreover, the positive perception from the public, 78% of the residents would like the 
intervention to become permanent, and the visibility that this and the previous zone 30 projects 
have achieved, have led to the institutionalization of this type of interventions and its city-wide 
replication in Belo Horizonte. BHTrans is now in the process of elaborating a Zone 30 guide 

http://www.urban-pathways.org/sump-honduras.html
http://www.urban-pathways.org/comayagua.html
http://www.urban-pathways.org/uploads/4/8/9/5/48950199/low_speed_low_carbon_policies__1_.pdf
http://www.urban-pathways.org/uploads/4/8/9/5/48950199/low_speed_low_carbon_policies__1_.pdf
http://www.urban-pathways.org/uploads/4/8/9/5/48950199/ruas_de_estar.pdf
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that will explain step by step all the elements and stakeholders that need to be considered for 
a successful implementation. For this purpose, the institution will create a dedicated team that 
will have the replication of Zones 30 in the city as its main task.

Young participants during the implementation of the Zone 30km/h project in Belo Horizonte, Brazil 
(source: Urban Pathways)
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Vision Zero in Bogotá
In Bogota, Colombia, the new District Road Safety Plan (PDSV) was updated in 2017 with 
a safe system focus, known as “Visión Cero”. The creation and implementation of a speed 
management program (SLMP), which aims to coordinate speeds with the environment and 
the function of roads to create a safer and more pleasant city with optimal mobility, reduces 
the number of fatalities and serious injuries, and promotes sustainable, low carbon transport 
(Moscoso et al., 2019).

This also led to the development of an action plan to work in the areas where the most impact 
can be made. The five most crucial areas, which registered 25% of all crash fatalities in the 
city (about 150 fatal victims per year), were identified during the preparation of the plan. These 
areas should have speed restrictions reduced from 60 to 50 km/h in order to improve safety 
conditions (Moscoso et al., 2019). In addition, new infrastructure and signs with 30 km/h 
maximum speeds are present in more than 2,000 school zones and other neighborhood streets. 
These streets are “safer by design” because of additional design modifications such as fewer 
lanes, tighter turning radii, speed bumps, and features that require drivers to go at moderate 
speeds (Hidalgo, D. & Adriazola, S. , 2019).

Mexico City’s Mobility Law
In 2015, a Mobility Law was passed in Mexico City that recognizes mobility as a fundamental 
right and incorporates certain ideas of speed control and Vision Zero. Mexico City’s Mobility 
Law specifically places pedestrians at the top of the mobility “hierarchy,” particularly people 
with disabilities and reduced mobility to use road space, followed by cyclists, public transport 
users, public transport service providers, freight and logistics carriers in that order, giving the 
lowest priority to individual motorized transport users. The Law represents a significant step 
forward in the nation’s efforts to reduce the high number of traffic fatalities and to increase 
equitable and sustainable access to transportation services for all (Taylor, 2022).

In recent years, climate change has raised the danger of floods and mudslides in Mexico City, 
raising the possibility of infrastructure damage, upsetting daily life for locals, and resulting in 
financial losses. Therefore, the law emphasizes the need for mobility systems to be resilient to 
harsh weather occurrences and able to respond swiftly, effectively, and at little or no cost to the 
citizen in the case of a disruption. 
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The law lays the groundwork for the creation of a regulatory body to oversee mass transit 
routes and transportation providers, and improving the city’s overall transportation networks. 
The law also aims to consolidate multiple transport operators in the city, eliminating the “one-
man, one-bus” operating scheme. In terms of road safety, it establishes a maximum speed of 
20 km/h for areas with schools, hospitals, nursing homes, hotels and residences.

Waste Management/ Resource Sector

Global Alliance of Waste Pickers (GlobalRec)
The first international networking of waste pickers began in 2005, when RedLacre, the Latin 
American Network of Recyclers brought together emergent organizations of waste pickers 
across Latin America. Three years later, the Global Alliance of Waste Pickers (GlobalRec) 
celebrated its First International Conference in Bogotá (Colombia), hosting organizations 
from America, Africa, and Asia. Since then, there have been many collaborations between 
organizations across regions, multiple exchanges and international workshops. In the last three 
years, through a constitutive process, this international network has developed a joint vision, 
in the shape of a constitution, that allows them to achieve a global united movement of waste 
pickers. Organizations of waste pickers from around the world have been fighting for decades 
for the recognition of their work, their occupation, and their rights. After more than ten years 
of international networking, 36 waste pickers’ organizations in 34 countries are formally 
launching the first global waste picker trade union: the International Alliance of Waste Pickers. 
With an estimated 20 million people in the world working as waste pickers, the establishment 
of the Alliance and ratification of its Constitution represents a milestone moment in a bottom-
up process to organize the sector.

The Alliance’s agenda for action is centered around the right to work and the recognition of 
waste pickers in the environment and climate change agenda. Priorities include:

• Defend waste pickers’ right to work and their rights as workers
• Claim wastepickers rights on the International Labour Organization’s agenda
• End Plastic Pollution
• Advocate that Extended Producers Responsibility (EPR) initiatives acknowledge waste 

pickers’ historical and ongoing contribution to waste management and recycling

https://globalrec.org/global-meeting/latin-american-colombia-2008/
https://globalrec.org/global-meeting/global-exchange-waste-pickers-buenos-aires-2018/
https://globalrec.org/global-meeting/global-strategic-workshop-waste-pickers-pune/
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• Recognize waste pickers as environmental workers who are contributing to climate 
change mitigation

Extended Producer Responsibility (EPR) scheme for Waste Electrical and Electronic 
Equipment (WEEE) in Quito/Ecuador
Considering the presence of valuable recyclable components in e-waste, focusing on this 
waste stream can be an important opportunity to mainstream circular projects in Quito. In 
this context, the Urban Pathways project was part of a multi-stakeholder group to design and 
implement an innovative e-waste pilot EPR scheme to utilize this waste stream as a source of 
secondary resources and recover waste for reuse and recycling. To reach this objective, the 
project aims to 1) create awareness, engage the stakeholders, and initiate a voluntary alliance, 
2) design and test the pilot e-waste scheme and 3) contribute with policy recommendations to 
the development of an EPR policy at local or national level.  

An innovative approach was developed for the collection of e-waste: mobile collectors, which 
should serve the whole city of Quito, would at the same time function as learning centres for 
e-waste management. This innovative double function was expected to be an effective way not 
only to increase the collection rates, but also to reach and engage citizens and thus to create a 
greater positive impact. The collectors should be integrated into a website, so the residents can 
track the collection routes and will not only receive educational content on-site but also online. 
Based on the experiences, the project goal was to collect useful data and formulate policy 
recommendations to incorporate the normative of Extended Producer Responsibility (EPR) on 
the city level – helping to replicate it elsewhere and/or to other waste streams. 

As one of the main outputs of the project, it formulated and summarized recommendations for 
the local partners on different topics: national legislative framework relevant for the local pilot, 
other policy briefs focus on the processes, the stakeholders and cooperation synergies within 
the municipality to support the success of the pilot, and finally better e-waste management in 
Quito. The titles of the policy papers are the following: 

1. Status Quo: e-waste in Quito
2. Overview: Legislative framework for e-waste in Ecuador
3. E-waste management in Quito, Ecuador - stakeholder mapping 
4. Engaging the stakeholders for e-waste management: next steps
5. E-waste management as part of a Circular Economy strategy

http://www.urban-pathways.org/kick-off-quito.html
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Solid Waste Management Plans at a local level in Brazil

The practice of landfilling is still being used in 60% of Brazilian municipalities. Already 
before the COVID-19 pandemic, there was an increasing trend of waste generation, both from 
hospital and common, which suggests that actions to fight the pandemic may cause an increase 
in the amount of material collected, as well as in GHG emissions (World Bank, 2018). The 
amount of waste collected grew in all regions of the country and, in a decade, went from about 
59 million tons in 2010 to 72.7 million tonnes. This means an 23% increase in emissions and 
in the same period, the collection coverage increased from 88% to 92% (ABRELPE, 2020). 
Policy for solid waste management (SWM) in Brazil is guided by the National Solid Waste 
Policy (NSWP) which came into force in 2010 after a long process of discussion that lasted 
more than 20 years. NSWP mandates that municipal solid waste be reduced, reused, recycled, 
treated, and recovered. Only after all these steps can it be sent to sanitary landfills. The policy 
also established targets and deadlines. 

At the federal level, the Ministry of Environment oversees the implementation of the NSWP. 
It also coordinates the National Information System on Solid Waste Management (SINIR), 
which notes the origin, transportation and destination of the waste, and helps with technical 
capacity and design for SWM activities. As of now the country lags greatly in all the NSWP 
targets and deadlines. The preparation of SWM plans by municipalities and the closure of 
dumpsites are not only far below quantitative targets but also well past the deadlines set for 
each of them.

By 2015, 2,325 out of Brazil’s 5,570 municipalities (about 40 percent) had submitted their 
plans, against the NSWP target of full coverage by 2012. The lagging municipalities face 
constraints in capacity for developing such plans or resources for hiring private consultants 
for the task. One of the key issues for local authorities is to be equipped to deal with a wide 
variety of environmental, economic, and social responsibilities. In the absence of sufficient 
in-house capacity, municipalities have resorted to hiring consulting firms that often are not 
familiar with specific local conditions. Feedback from municipalities suggests that in many 
cases private consulting firms produce standard action plans that are too far removed from real 
needs. This is of concern because access to federal funds earmarked for SWM is conditional on 
the submission of plans. On this matter, UN-Habitat released a free online course introducing 
the first steps to developing in a participatory and inclusive manner municipal solid waste 
management strategies and action plans based on data. The Urban Pathways project is 
supporting a Portuguese version. 
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More information on the courses can be found here: https://unhabitat.org/waste-wise-online-
courses.

CITYFOOD

CityFood is an ICLEI flagship programme that aims to accelerate local and regional government 
action towards sustainable food systems transformation. It encompasses a range of projects and 
initiatives across ICLEI’s Regional Offices and brings together local and regional governments 
as well as critical global and regional partners.

ICLEI’s CityFood Programme began its journey in 2013 with the establishment of the ICLEI-
RUAF CITYFOOD Network. The Network aimed to support the transition to sustainable and 
resilient city-region food systems by combining networking with training, policy guidance and 
technical expertise for its participants.

With the growing recognition of cities and regions as key drivers of food system transformation 
and ICLEI’s expanding work in the field, the CITYFOOD Network has been transformed 
into a broader CityFood Programme under the leadership of ICLEI, with a clear mandate: to 
leverage the power of food for resilient futures.

CityFood provides practical guidance and support to local and regional governments around 
the world. Its coordination is led by ICLEI’s European Secretariat with the World Secretariat 
and ICLEI Regional Offices around the world leading the Programme’s Regional Clusters and 
implementing projects on the ground.

Also in line with the priority theme of international cooperation, a workshop will be held 
among members of the CB27 to contextualize the current situation and discuss ways forward 
for COP27. The COP 27 is being called the “COP of implementation”, since the implementation 
rules of the Paris Agreement were validated in the previous edition, in Glasgow, Scotland. 
The themes of climate finance, compensation for losses and damages, and climate adaptation 
should receive more attention during the Conference (iCS, 2022).

It is noteworthy the fact that this COP will be held in a developing country: Sharm el Sheikh, 
Egypt, from 6 to 18 November 2022, a first six years ago. Moreover, according to the conference 
presidency, the agenda of regional cooperation, local governments and cities will be addressed 
as a cross-cutting issue (ICS, 2022).

https://unhabitat.org/waste-wise-online-courses
https://unhabitat.org/waste-wise-online-courses
https://cityfood-program.org/what-cityfood
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Circular Development Platform
The South American Platform for Circular Development is a space aimed at strengthening the 
commitment and immediate action of local governments together with civil society, academia 
and the private sector for the transition from traditional linear systems towards sustainable, 
low-carbon circular systems with Nature-based Solutions (NBS). It integrates all ICLEI South 
America’s Circular Development actions under the strategic axes of the organisation.

To this end, ICLEI South America together with its partners seeks to foster actions at technical 
and political level to strengthen thematic sub-networks such as CITYFOOD and Urban Food 
Systems Coalition, promote cooperation and capacity building projects, the development of 
tools and action plans to improve quality of life and governance in the medium and long term 
in cities.

Energy

Guatemala’s Renewable Energy Law

Guatemala’s Energy Policy (updated for the period 2013-2027) aims to “improve the nation’s 
competitiveness and ensure the efficient and sustainable supply and use of energy resources.” 
The policy prioritizes the development and use of renewable energy sources, as well as greater 
inter-departmental and international coordination to achieve more efficient and sustainable 
energy supply and use, in response to the steady increase in the share of hydrocarbons in 
energy use since 1990.

The policy recognizes Guatemala’s large untapped potential for renewable energy production, 
which includes 6,000 MW of hydropower (15%), 1,000 MW of geothermal energy (5%), 280 
MW of wind energy, 5.3 kWh/m2/day of solar energy (stand-alone installations, the largest 
5 MW plant in Zacapa) and biomass (306.5MW currently exploited). The policy is based 
on nine basic principles: Universal access to energy, Security of energy supply, Efficiency 
and competitiveness, Environmentally and socially sustainable development, Rational and 
efficient use of energy, Development in harmony with the environment, Long-term vision, 
Integrity and Continuity.

https://circulars.iclei.org/plataforma-de-desenvolvimento-circular/
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The law provides various levels of tax exemption for companies and individuals undertaking 
these projects, including a ten-year income tax exemption, as well as economic and fiscal 
incentives such as exemption from import taxes on equipment needed to build renewable 
energy generation projects. Thus, Guatemala expects to “level the playing field” for renewable 
energy projects that are in direct competition with fossil fuel-based project developers who 
receive other financial incentives.

Brazil’s PROINFA - Alternative electricity sources program
PROINFA is a two-phase Brazilian government initiative that aims to foster the growth of 
electricity generation from renewable sources. In the first phase, the Program foresees the 
generation of 3,300 MW of renewable energy with a national business participation rate of 
60%, with the objective of maximizing the country’s regional potentials, creating jobs, reducing 
CO2 emissions through thermal (fossil) displacement and promoting energy contracts with 
differentiated conditions for conventional sources, as well as a specific tariff/MWh for each 
source. The second phase sets a nationalization rate of 90% and an annual Brazilian electricity 
consumption rate of 10% to be supplied by these sources.  The objectives of this phase should 
be met within twenty years, and the cost will be a weighted average of competitive hydro and 
thermoelectric (natural gas) prices.

Chile’s decarbonization efforts
In the Intended Nationally Determined Contributions (INDC) published by Chile in 2015, 
Chile committed to reduce its CO2 emissions per unit of GDP to 30% below 2007 levels by 
2030. In 2014, Chile imposed a carbon tax of USD 5 per ton of CO2 emitted on generation 
facilities with a capacity equal to or greater than 50 MWth and began implementation in 2017 
(inodú, 2019).

In 2018, an agreement was signed between the Chilean government and the companies that own 
coal-fired power plants stating that: 1. No new coal projects were to be developed unless they 
had carbon capture and storage technologies, or an equivalent, and 2. The Ministry of Energy 
would establish a working group with key stakeholders (private and public sector, NGOs, 
academia) to jointly assess the social, economic, environmental, health, employment and 
technical trade-offs associated with the definition of a decarbonization plan for the electricity 
system (inodú, 2019).
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In June 2019, generation companies signed agreements with the government to retire 8 units 
(1047 MW) over the next 5 years in response to Chile’s announced intention to achieve carbon 
neutrality by 2050. Chile has other carbon policy initiatives under development, an energy 
efficiency and climate change law is being drafted and discussed to advance decarbonization 
efforts.
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REGIONAL RECOMMENDATIONS ON 
POLICY CONDITIONS THAT WOULD HELP 

UPSCALE LOW CARBON BASIC SERVICES IN 
LATIN AMERICA

Urban Mobility

LAC cities should:
• Promote compact, dense and inclusive urban design, mixed land use, as well as transportation 

integration and land use planning with the goal of reducing travel distances to enjoy and 
take advantage of urban opportunities.

• Prioritize walkable streets through mixed use and more compact urban planning.
• Walking and cycling should be the first choices for mobility within a city, based on an 

integrated public transport system. Active modes are not only good for public health, but 
also release zero emissions.

 Exploring the Bike Share system in Sao Paulo during the Academy of Sustainable Urban Mobility 
(source: Urban Pathways)
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• Design for efficiency and identify ways to use the limited road space effectively. Public 
transport systems are by far the most space-efficient modes, and governments should ensure 
access to a safe and efficient public transport system. 

• Develop urban mobility solutions guided by the Avoid - Shift - Improve (ASI) approach, 
including strategies such as spatial planning, reduction of motorized travel and prioritization 
of active and collective passenger mobility.

• Prioritize low-carbon transport investments, including multimodal integrated transport 
networks, cycling and walking infrastructure and electrification, to reduce air pollution and 
GHGs and enhance urban accessibility.

• Enable the implementation of pilot projects at the neighborhood level that allow small, 
medium and large municipalities to start the necessary transformation process.

• Integrate an objective of transforming road space into public space in the urban development 
strategy and in the National Urban Mobility Plans (NUMPs).

• Create funding programs on urban transformations and public space for small-scale, low-
cost pilot projects, where cities, NGOs or local communities can apply for funding.

Celebrating streets as public spaces in the Confisco neighborhood in Belo Horizonte, Brazil 
(source: Urban Pathways)
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• Incentivize cities with a national challenge/award for urban transformation.
• Develop guidelines for the implementation of low-cost pilot projects, based on the Urban 

Pathways experiences, for replication across the region. This could provide the tools for 
implementation, community engagement process, stakeholder engagement, and monitoring 
and evaluation.

• Integrate Zones 30 and other traffic calming measures in the school environment into the 
National Mobility Law / NUMPs.

• Establish an inter-institutional and inter-sectoral committee, composed of national and 
local stakeholders, to enable discussion and exchange, as well as project monitoring for 
integrated mobility programmes.

• To cut fossil fuel use for transportation needs, Latin American cities need to develop 
attractive public transport systems and must increase the share of non-motorized transport 
in developing specific infrastructure (such as cycling lanes and walkways), and optimize 
delivery of goods, (for instance by promoting the use of rail for cargo transport). 

Regarding the electrification of public transport, national governments in Latin America should 
support the following: 
• New business models and partnerships: Given the high initial costs, the electrification of 

public transport will require the adoption of business models, financial mechanisms and 
partnerships that consider the total cost of ownership (TCO) as the main variable.

Electric delivery vehicle in Quito, Ecuador (source: Urban Pathways/ SOLUTIONSplus)
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• Implementation of MaaS pilot programs early on with well-trained transport operators: 
These pilot programs could help to see the benefits of the technology and gain confidence 
in the programs through transparency and stakeholder input.

• Local manufacturing: Governments should include local manufacturing for transportation 
electrification service and research. This can help further increase the economic value of 
such projects by providing jobs for the local community.

• Cities can also opt to introduce electric mobility to lower their emissions from transport. 
However, for cities to fully benefit from the transition to electric mobility, these efforts need 
to be implemented in the overall context of better and more compact urban planning with 
a focus on accessibility and urban liveability. This will require close collaboration between 
public and private actors in which governments can bring forward enabling regulatory 
frameworks and provide incentives to encourage the uptake of electric mobility.

Waste Management/ Resource Sector

• Countries in the region of Latin America and the Caribbean should accelerate the process to 
eradicate dumpsites and inadequate waste management and disposal practices, and promote 
the transition towards waste prevention models.

• Additional resources and efforts need to be mobilized at different levels to facilitate the 
closure of dumpsites, enhance technical capacity at national and local level, and implement 
and sustain integrated waste management systems.

• The management of waste must be considered as an urgent priority in the region. This 
political decision must contribute to the development and implementation of appropriate 
policies, strategies, institutional support and regulatory frameworks, taking into account 
available technologies, social inclusion and participation, financing, management indicators, 
and forms of education and communication, that lead to the ultimate goal of achieving a 
resource based system.

• An integrated, comprehensive strategic planning approach should be adopted at the national 
and local levels, especially for large metropolitan regions and regional clusters of smaller 
cities.

• Both municipal institutions responsible for solid waste service provision and national/ 
provincial institutions responsible for guiding the sector need to be strengthened, and new 
legal and regulatory frameworks and institutional arrangements may be needed in the sector.

• There is a need to guarantee the economic sustainability of urban solid waste systems 
– through better cost recovery and financial management at the municipal level, access 
to other sources of financing (such as targeted environmental grants and carbon finance 
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opportunities), and selective involvement of the private sector to deliver services and 
provide capital.

• Promoting a circular economy in order to move from waste management to resource 
management. Traditionally, waste management systems dealt with them once they had been 
generated. An approach which includes the life cycle concept suggests that the focus must 
be shifted and be placed on the beginning of the process in order to prevent the generation 
of waste through an appropriate design, employing sustainable production and consumption 
practises, identifying and reducing hazardous substances, reusing and recycling and, where 
residuals do occur, proceed to a safe final disposal or utilize them for energy recovery

• Tackle the management of organic waste. With the panorama of the region, it is important 
that local governments prioritise the following:

○ Strengthening and integrating national, state and municipal food policy legal 
frameworks to create a robust governance structure that can withstand constant 
management changes;

○ Programmes to promote and strengthen the technical capacities of organisations 
that work in the territory and understand local culture and traditions;

○ Formatting and promoting sustainable public procurement programmes;
○ Strengthening regional networks working on the issue;
○ Systemic changes arising from strong political and technical commitment 

(such as tax systems, investments and acquisitions, guidelines and criteria) that 
discourage activities that perpetuate linear economic systems, as well as the 
redefinition of vision (strategic guidelines, objectives, roadmaps) to catalyse 
action in favour of circularity in the city;

○ Establishment of local standards to prioritise organic farming and local food 
production;

○ Addressing regulatory barriers to food redistribution through public policy;
○ Putting in place food systems that guarantee food sovereignty and governance 

in a healthy and agroecological way.

• Ensure the adequate control and treatment of hazardous waste. Even though it is true that 
most countries in the region have adhered to the international conventions which regulate 
the treatment and transport of hazardous waste and have adopted national regulations 
for the regulation and control of this waste, it is still necessary to reinforce control of 
hazardous waste and improve the enforcement of laws; and promote the installation of 
suitable treatment plants, attempting to provide regional solutions.
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Energy

• Integrated regional planning for the energy transition is key, linking energy policy with 
climate policy and country commitments. Moreover, the energy transition in LAC must 
focus on transforming the transport sector together with the power sector.

• A decarbonization strategy can bring benefits to the region at the same total energy system 
cost (including investment, operation and maintenance, end-use technology costs and fuel 
costs) as the current planning strategy.

• Regional power system integration should be fostered and improved to further exploit a 
total renewable energy potential 

• National transmission and distribution grids will need expansion and reinforcement to meet 
growing electricity consumption and enable more efficient and reliable system operation.

• It is essential to finance feasibility studies for bankable renewable energy generation 
projects, increase interconnection capacity, and conduct surveys to better understand the 
demand of the countries’ end-use industries.

• To reduce transport-related emissions, the use of biofuels, modal shifts and electrification 
of the transport sector are essential.

• Improved cookstoves and electric cookstoves must increase 8.6 times by 2050 compared to 
2018 levels to help achieve the goal of providing access to clean cooking technologies and 
fuels to all households in the region (IRENA, 2022).

• To reduce energy intensity by 43% by 2050, relative to 2018 levels, the region needs 
to continue to support energy efficiency initiatives and technology standards, with 
corresponding cumulative investments of about $8.7 billion for the 2018-2050 period 
(IRENA, 2022).

• The region can benefit from a decarbonization strategy with the opportunity to eliminate 
socioeconomic gaps and meet the growing demand for energy services in a more effective, 
competitive and sustainable manner through the transformation of the energy system.

• Attracting the capital needed to decarbonize the region’s energy sector can boost countries’ 
economies and contribute to COVID-19 recovery as well as climate resilience.

• Energy-saving policies have proven to have significant advantages. There is evidence that 
energy-efficient standards and labeling initiatives can lower the cost of superior equipment 
and result in significant energy and financial savings.

• Energy efficiency planning should be a component of a long-term public strategy that is 
established within the appropriate policy framework.

• Developing an initial diagnosis, identifying and characterizing opportunities and barriers, 
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identifying objectives and actions, and finally establishing quantitative targets and indicators 
for the specified period are all parts of the energy efficiency planning process. 

• A sustainable urban energy system will need low carbon technologies on the supply side, 
and efficient distribution infrastructure as well as lowered consumption on the end-user side. 
Cities therefore need to shift from the current unsustainable fossil fuel energy generation 
towards using renewable energy sources, not only because of looming resource depletion 
but also to curb the negative externalities such as pollution and greenhouse gas emissions. At 
the same time, energy consumption must be reduced by changing consumption patterns and 
adopting energy saving techniques. 

• Because energy is paramount to revenue generation, its distribution needs to become more 
inclusive and fair to foster universal development, especially for the urban poor. Although 
renewable energy technologies (RET) such as wind, water, solar, and geothermal are 
becoming more accessible -- and already cover the energy demands of some neighborhoods 
if not whole cities in certain areas -- intermittence of supply and high upfront costs are the 
main deterrents of a wider adoption. Nevertheless, benefits in the long run will outweigh 
the initial challenges, both from an environmental and economic perspective.

• Once a renewable energy generation system is in place, future running costs are usually very 
low due to an inexpensive and abundant supply of the energy source. Cities also need to 
assess their meteorological and geographical specificities to best transform the surrounding 
natural resources into power. To tackle intermittency, several renewable energy sources 
should be combined to overcome source-specific shortages, such as solar at night, or wind 
during doldrums. Solutions can also come from waste and heat recovery technologies that 
can be used to bridge supply gaps.

• Smart grids – electric grids that harmonize supply and demand – provide another solution 
for the intermittent power supply by helping to balance variable power generation and 
end-user needs. These grids are also more efficient in transmission and distribution, thus 
reducing energy loss. Machine shifts can be automated to run during hours of the day when 
there is enough power to meet demand.

• The major change, however, needs to come from the end-users – residents, businesses, 
industries – who must control their consumption. The less energy that is used, the less 
needs to be produced. Technology can also assist in optimizing energy use. Smart grids can 
be paired with smart appliances or even a whole smart home or building, which respond 
to varying electricity supply and prices. Households, offices, and factories can program 
smart meters to operate certain appliances when power supplies are plentiful. For example, 
a washing machine can be set up in such a way that it will only start operating when 
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there is enough power in the grid or when the price is under a certain threshold. Buildings 
themselves have huge energy saving potential if they embrace green or low-energy building 
concepts and passive design principles.

• Savings can be made by integrating efficient heating, cooling, insulation, lighting, and 
water distribution systems in new or rehabilitated buildings that will increase energy 
retention. Likewise, on site alternative energy sources such as solar panels on a roof can 
supplement power from the grid. The use of recycled, reused, or low energy building 
materials will also contribute to a better energy balance. 

• Food production and water distribution are huge energy consumers. Curbing food and water 
waste will therefore also contribute to lowering overall energy use. Besides reducing energy 
on the production and delivery side, cities also need to promote urban agriculture, such as 
rooftop farming (it is estimated that 30% of urban spaces could be covered). Consumption 
habits need to change, residents should be encouraged to use more local produce and to take 
on prosumption, the production of one’s own food. The same reasoning can be extended 
to consumption habits in general, with residents adopting more sustainable consumption 
habits and recycling concepts. Cities need to ensure that industries pool their resources in 
order to create synergy effects. This can be achieved by establishing eco-industrial parks, 
where waste and by-products of one industry serves as the raw material of another, thereby 
improving material and energy efficiency and decreasing environmental emissions. From an 
economic perspective, this would also make companies more competitive, as better waste 
management results in cost savings and a higher environmental and business performance.

Additional resources on Urban Pathways’ work in the region:
• Promoting Safe School Environments in Belo Horizonte, Brazil
• LOW SPEED, LOW CARBON POLICIES
• Policy Environment and Advice Paper - Brazil
• Walkability in Belo Horizonte
• Policy Environment Assessment Ecuador
• Design Proposal Montevideo - Ciudadela 2.0
• Ecozones - An approach for co-designing, scaling and replicating inclusive climate 

action at the neighbourhood level
• Evaluation Model for Public Transport System in Latin American Cities in the context 

of the NUMPS in Uruguay and Ecuador
• Economic viability for electric buses in two corridors in Quito and Montevideo
• Major bus manufacturers - an overview of their flagship models

http://www.urban-pathways.org/uploads/4/8/9/5/48950199/promoting_safe_school_environments_in_belo_horizonte_brazil2.pdf
http://www.urban-pathways.org/uploads/4/8/9/5/48950199/low_speed_low_carbon_policies__1_.pdf
http://www.urban-pathways.org/uploads/4/8/9/5/48950199/policy_environment_and_advice_paper_brazil.pdf
http://www.urban-pathways.org/uploads/4/8/9/5/48950199/pathways_paper_brazil-small.pdf
http://www.urban-pathways.org/uploads/4/8/9/5/48950199/up_new_layout_ca_ecuador-small-1_3.pdf
http://www.urban-pathways.org/uploads/4/8/9/5/48950199/ucmg_progress_report_4_appendix_1__local_stk_ws_design_proposal_montevideo.pdf
http://www.urban-pathways.org/uploads/4/8/9/5/48950199/report_wcr_2022.pdf
http://www.urban-pathways.org/uploads/4/8/9/5/48950199/report_wcr_2022.pdf
http://www.urban-pathways.org/uploads/4/8/9/5/48950199/evaluation_model_for_public_transport_system_in_latin_american_cities_in_the_context_of_the_numps_in_uruguay_and_ecuador.pdf
http://www.urban-pathways.org/uploads/4/8/9/5/48950199/evaluation_model_for_public_transport_system_in_latin_american_cities_in_the_context_of_the_numps_in_uruguay_and_ecuador.pdf
http://www.urban-pathways.org/uploads/4/8/9/5/48950199/economic_viability_for_electric2__1_.pdf
http://www.urban-pathways.org/uploads/4/8/9/5/48950199/3._major_bus_manufacturers_-_an_overview_of_their_flagship_models.pdf
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• Index for sustainable public transport evaluation
• Scenarios of potential reduction of emissions by different bus technologies - Case 

Studies of Quito, Ecuador and Montevideo, Uruguay
• Rethinking Multimodal Urban Mobilities_I, Multimodal corridor Quito, TU-Berlin - 

Habitat Unit
• Ruas de Estar Guía Pático para transformar Nossas Ruas
• Factsheet: Electric Mobility in Belo Horizonte

http://www.urban-pathways.org/uploads/4/8/9/5/48950199/2._index_for_sustainable_public_transport_evaluation2.pdf
http://www.urban-pathways.org/uploads/4/8/9/5/48950199/1._scenarios_of_potential_reduction_of_emissions_by_different_bus_technologies2.pdf
http://www.urban-pathways.org/uploads/4/8/9/5/48950199/1._scenarios_of_potential_reduction_of_emissions_by_different_bus_technologies2.pdf
http://www.urban-pathways.org/uploads/4/8/9/5/48950199/habitat_unit_1-2-52_merged.pdf
http://www.urban-pathways.org/uploads/4/8/9/5/48950199/habitat_unit_1-2-52_merged.pdf
http://www.urban-pathways.org/uploads/4/8/9/5/48950199/ruas_de_estar.pdf
http://www.urban-pathways.org/uploads/4/8/9/5/48950199/factsheet_up_cargo_cycle-small_3.pdf
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