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Executive Summary
Enabling sustainable consumption and production patterns has become an internationally recognized objective of and
essential requirement for achieving sustainable development. As such, it has become an important field to address in
global environmental politics, which led to the emergence of the Sustainable Consumption and Production (SCP)
agenda. In recent decades, the role of consumers and their unsustainable consumption patterns has been particularly
acknowledged as contributing to environmental degradation, and key priority areas for addressing and enabling
sustainable consumption patterns have been established, those being food, mobility, and housing and energy use.
In addition, while cities have traditionally been seen as places of environmental degradation, today they are seen as
important places for achieving sustainability. As such, this has led to an increasing presence of sustainability-oriented
networks for addressing environmental concerns in cities. However, although cities have been recognized as playing an
important role for global environmental governance, the international SCP agenda has not formally acknowledged
them as essential places for addressing and enabling sustainable consumption and production objectives. This is the
focus of this thesis, with special attention placed on Latin American cities. Latin America has experienced high
urbanization rates, leading it to be the most urbanized developing region in the world. As a result of economic growth,
it has further experienced drastic increases in domestic consumption. As such, it seems imperative to enable the
transition to sustainable consumption and production patterns in Latin America cities. Ultimately, the main objective of
this thesis was to explore the role of cities and city networks for the governance of sustainable consumption and
production in the consumption domains of food and mobility in Latin America. Only two domains were explored
because of time limitations.
Essentially, the role and importance of cities for global environmental governance is grounded in theoretical concepts
within sociological theories of globalization. Amongst these concepts are Manuel Castell’s notion of the network
society, the idea of global environmental governance, and Saskia Sassen’s concept of global cities. Castells claims that
the new era of information and communication technologies enabled globalization; in turn, the unprecedented pace
and scale of global flows and exchanges led to networks becoming the dominant organizational form today, which has
become important in the context of cities. Next, the international environmental policy domain has been increasingly
characterized by a new governance perspective, known as global environmental governance, in which there is an
increased participation of non-state actors at various political levels, making it a multilevel and multiactor form of
governance. It thus highlights the role of subnational actors, and further emphasizes the emergence of new forms of
institutions for environmental governance, including transnational networks. Finally, Sassen’s notion of global cities
builds on Castells’ framework of the network society, and shows how cities relate to globalization processes and global
networks. Ultimately, she claims that cities are globally connected through networks, and consequently, receive their
meaning from these networks. Therefore, they must be studied as networked constellations. These ideas have
ultimately led to the emergence of city networks, which are recognized as strengthening the role of cities for global
environmental governance. As such, cities and city networks became central elements to explore in this thesis.
In order to achieve the established objective, a bottom-up approach was accompanied by a top-down approach, with
three central research questions established and therefore three phases of analysis. First, the main component of this
research consisted of an embedded single case study, whereby one Latin American city, chosen to be Santiago de Chile,
was studied and analyzed with respect to its local SCP policies and initiatives in the consumption domains of food and
mobility. The role of local actors in addressing these issues was further explored. Ultimately, the analysis made for this
section was based on secondary sources, interviews conducted, and observations made. The second phase of analysis

entailed a comparison between Santiago’s SCP agenda and those of other Latin American cities of similar weight, being
Buenos Aires and Bogotá, so as to understand the representativeness of SCP policies identified in Santiago, and
ultimately understand the role of Latin American cities for the governance of SCP in these domains. Finally, the third
phase of analysis, focused on the role of city networks, consisted of a top-down approach to understand how they use
and reproduce the international SCP agenda in Latin America. These last two sections were explored and analyzed
primarily through secondary sources.
With respect to SCP policies and initiatives in Santiago, a substantial presence of mobility initiatives was identified,
ranging from municipal mobility plans; civil society organizations addressing mobility concerns, particularly with respect
to cycling; and private sector initiatives such an inter-municipal bike sharing system, implementation of a traffic safety
campaign, and the installation of electric charging stages for electric vehicles. Measures implemented for managing the
demand for car use were also identified, though those actions came from the national level. Ultimately, research
showed a significant involvement and collaboration between key local actors in the implementation of these initiatives.
With respect to the food domain, however, research showed that Santiago lacks an urban food policy strategy, as well
as strong government and public support for food-related concerns. Initiatives identified in this domain were primarily
small-scale, citizen-led initiatives addressing food consumption concerns through the promotion of organic food
consumption and production, producer-consumer relations, and awareness raising events for food waste.
Nevertheless, an important initiative identified were the fresh markets throughout the city, as they are seen to play an
important role in ensuring food security, providing employment, and supporting a local economy. Ultimately, however,
it was found that food issues are not yet prominent at the city level, though they are expected to emerge on the urban
planning agenda in the near future. Finally, it is important to note that the administrative and urban governance
structure in the city was found to be an essential element for enabling effective and successful SCP policies and
initiatives.
With regards to the second phase of analysis, in comparing the SCP agenda in Santiago with those of two other Latin
American cities of similar weight, being Buenos Aires and Bogota, it was found that both cities also placed a strong
emphasis on sustainable mobility policies and initiatives, as all the initiatives present in Santiago were also found in
these two cities, with the exception of one initiative in Bogotá. Ultimately, the vast presence of mobility initiatives
highlights the strong emphasis placed on mobility systems in Latin American cities and their recognition of the need to
enable a sustainable mobility paradigm. Instead, with respect to sustainable food consumption, fewer policies and
initiatives were found in comparison to Santiago. Even if urban food policies and strategies are not yet prominent at
the city level in the region, placing food policies and strategies on the urban agenda is certainly likely to become an
important and legitimate issue in the coming years, as feeding the city is now seen as a fundamental challenge.
Finally, in the third phase of analysis, regional and international sustainability-oriented city networks were explored.
Ultimately, research showed that sustainability-oriented city networks operating at the regional level provide little to
no space for addressing and implementing the international SCP agenda in the domains of food and mobility. As such,
they are not seen to play a role in influencing the local SCP agendas of Latin American cities in either the food or
mobility SCP consumption domains. On the contrary, in exploring two international sustainability-oriented city
networks that have an important presence in Latin America, it was found that their internal networks and agendas
increasingly coincide with the international SCP agenda, as they both have networks and programs addressing food and
mobility concerns. As such, they may play a role in reproducing these agendas in Latin America cities, more so with
respect to mobility than with respect to food. Finally, an interesting outcome of this research was the identification of a

growing trend towards the establishment of national city networks. Ultimately, it is concluded that they may serve as
important places for enhancing the implementation of best practices throughout cities in a particular country, as they
are situated in a similar political and social context, and therefore have similar governance structures that enable them
to more easily adopt and replicate initiatives. It is important to note, however, that none of the national networks
identified in Latin America currently provide a space for discussing and addressing the international SCP agenda for
food and mobility, and thus, do not appear to play a role in influencing local SCP policies for food and mobility in Latin
American cities. As such, efforts to bring these issues to the networks’ agendas are essential in the future. Ultimately,
through these three phases of analysis, the central objective of exploring the role of cities and city networks for the
governance of SCP in the consumption domains of food and mobility in Latin America was achieved.
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1. Introduction
1.1 Problem Description
Unsustainable consumption and production patterns were recognized as the main causes of environmental
degradation for the first time at the 1992 United Nations Conference on Environment and Development (United
Nations Environment Programme [UNEP], 2015b). While the economic growth and human development experienced
by many countries all around the world since the 1950s has had positive impacts such as job creation, an increased
standard of living, poverty alleviation, and investments in infrastructure, it has also created huge environmental
impacts and pressures (UNEP, 2015b). Population growth, higher incomes and individual desires to consume, amongst
other factors, have led to environmental problems such as resource depletion, pollution and waste generation, and
climate change (UNEP, 2015b).
In order to address these unsustainable consumption and production patterns, the agenda for Sustainable
Consumption and Production (SCP) was introduced in the international arena. SCP was defined as “the use of goods
and services that respond to basic needs and bring a better quality of life, while minimizing the use of natural
resources, toxic chemicals and emissions of waste and pollutants over the life cycle, so as not to jeopardize the needs
of future generations” (UNEP, 2015b). Thus, one of the key objectives of SCP has become to decouple economic growth
from resource use and environmental degradation, while also improving the quality of life for all (UNEP, 2012a, 2015a).
Although SCP aims to address both consumption and production, it has been claimed that all economic activity, and
therefore, its resulting environmental impacts, is driven by consumption (Tukker, Emmert, Charter, Vezzoli, & Sto,
2008). As such, consumption has gained a new light within global environmental politics. Today, three priority areas for
targeting consumption have been identified, given that their consumption phases contribute the greatest
environmental impacts; these are food, mobility, and housing and energy use (Tukker et al., 2008; United Nations
Environment Programme, 2015b). Ultimately, changing consumption patterns within these three domains is key for
achieving both sustainable economies and the goals of SCP.
Latin America is an important region for exploring the Sustainable Consumption and Production agenda. While
industrial developments have brought about positive impacts such as economic growth, poverty alleviation and social
progress (UNEP, 2012a), the emergence of middle class consumers has led to a fourfold increase in domestic material
consumption in the last four decades (UNEP, 2015b). In addition, increased stress from unsustainable consumption and
production patterns worldwide has further led to the depletion of resources, biodiversity loss and environmental
degradation in the region (UNEP, 2012a, 2012b). Although the region faces many challenges, it also has the opportunity
to leapfrog into new sustainable forms of consumption and production, given that much of the infrastructure has yet to
be built in developing economies (Tukker et al., 2008). Therefore, SCP in the region has come to play a vital role, as
further evidenced by the development of a regional strategy on SCP in 2003.
In parallel to the recognition of unsustainable consumption and production patterns being the main cause of global
environmental problems, cities have increasingly been acknowledged as central places for the governance of global
environmental problems (Rees & Wackernagel, 1996; Sassen, 2010; Bouteligier, 2011). Today, more than half of the
world population lives in cities, making them one of the greatest contributors to consumption of resources and
greenhouse gas emissions (Bouteligier, 2011). However, while cities have traditionally been seen as places of
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environmental degradation, they are now also acknowledged as key places for achieving environmental sustainability,
as a result of their complex nature and capacities. As such, achieving sustainable cities has been established as one of
the recently inaugurated sustainable development goals (United Nations [UN], 2015). The role of cities for global
governance has further been supported by the emergence of new forms of governance resulting from political
globalization, which now provide political legitimacy to actors at various levels, and beyond solely the public domain
(Bouteligier, 2011). One important form of governance that has emerged is networked governance, particularly
through (transnational) city networks in the context of cities. City networks have thus increasingly been acknowledged
for strengthening the role of cities in global environmental governance.
Ultimately, although considering that cities are major contributors to global environmental problems, particularly
through their unsustainable consumption and production patterns, yet also pose significant opportunities for
ameliorating these issues, the role of cities for addressing and enabling SCP objectives has received little attention in
the international agenda. This field of research, however, appears to be gaining momentum. Given that city networks
are also seen to be an important mechanism for effective urban governance and sustainable development, it is
believed that they may also serve as important spaces for addressing and enabling SCP concerns at a city level, which is
what this thesis aims to explore, particularly in the context of Latin America.

1.2 Research Objective and Questions
In recent decades, Latin America has experienced rapid urbanization rates, which have led it to become the most
urbanized developing region in the world (UN-Habitat, 2012; Rodríguez Tejerina, 2015). As such, in taking into
consideration the environmental issues discussed in section 1.1 and the increasingly acknowledged role of cities for
addressing environmental sustainability concerns, transitioning towards sustainable consumption and production in
Latin American cities is of great importance. More specifically, in considering the drastic increases in domestic
consumption experienced in the region in past decades, and recognizing the importance of unsustainable consumption
patterns for environmental degradation, a focus on key priority consumption domains is imperative. Furthermore,
given the important implications that city networks may have for the governance of SCP concerns at the city level,
exploring their function in addressing key priority SCP consumption domains also proves vital. As such, this thesis aims
to contribute to this field of research, with the ultimate objective being:
To explore the role of cities and city networks for the governance of sustainable consumption and production
(SCP) in the consumption domains of food and mobility in Latin America.
Although it is acknowledged that exploring the three consumption domains of food, mobility, and housing and energy
use would enable a more comprehensive research agenda, the time allotted for this research only permitted the
exploration of two domains, which were thus chosen to be food and mobility.
Ultimately, this research is of particular relevance for global environmental governance and policymaking, as neither
the international SCP agenda, nor the regional SCP strategy for Latin America, explicitly address the priority need to
strengthen local institutions in order to support the implementation of SCP strategies at the city level (further discussed
in Chapter 2). The outcomes of this research may thus provide important insights on the relevance of cities and
networks for addressing the SCP agenda in these domains.
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In order to achieve the established objective, a bottom up approach was completed with a top down approach. As such
the central research questions to be answered by this thesis were:
1.
2.
3.

What SCP policies and initiatives are present in the city of Santiago de Chile in the priority consumption
domains of food and mobility?
How does the SCP agenda in Santiago de Chile compare with those of other Latin American cities of
similar weight?
How is the international SCP agenda in these two domains used and reproduced by city networks in
Latin America?

As seen by the research questions established, the bottom up aspect of this research entailed studying one Latin
American city, chosen to be Santiago de Chile, in depth with respect to its SCP agenda for food and mobility. After
exploring the local SCP agenda in one city, the aim was to compare this agenda with two cities of similar weight, chosen
to be Buenos Aires and Bogotá (for reasons outlined in Chapter 4), so as to understand the role of Latin American cities
in addressing SCP for food and mobility. The top down portion of the research entailed exploring the role of city
networks in Latin America for addressing the international SCP agenda, and thereby see how these networks have
influenced the urban SCP agendas in Latin American cities. Ultimately, this report aims to provide the answers to these
questions in order to achieve the ultimate objective of understanding the role of cities and city networks for the
governance of SCP in the priority consumption domains of food and mobility in Latin America.

1.3 Thesis Outline
The structure of the report is as follows. In order to understand the importance and relevance of this research, Chapter
2 provides an overview of the history and emergence of the SCP agenda, as well as the growing importance of cities
and networks for environmental governance, particularly in the context of Latin America. Chapter 3 discusses the
theoretical underpinnings for the importance of cities and city networks for environmental governance in a globalized
world. Chapter 4 introduces the methodology used for this research. Chapters 5, 6 and 7 attempt to answer the first
central research question of this thesis, providing an overview of the policies and initiatives identified in Santiago de
Chile with respect to food and mobility. Chapter 8 then attempts to answer the second and third central research
questions, by exploring policies and initiatives in two other Latin American cities, as well as exploring how regional and
international city networks use and reproduce the international SCP agenda for sustainable food consumption and
mobility. Ultimately, Chapter 9 then discusses key findings and insights, and provides final remarks.
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2. Cities as Places for the Governance of Sustainable Consumption and Production
In order to understand the importance of Latin American cities for addressing sustainable consumption and production
(SCP), it is important to explore the history and evolving significance of SCP in international environmental politics and
in Latin America, as well as the empirical evidence highlighting the role of cities for addressing global environmental
challenges. Section 2.1 outlines the increasing recognition of consumption and production patterns as key contributors
to environmental degradation in the international agenda, ultimately leading to the present day Sustainable
Consumption and Production agenda, as well as its influence at the regional level in Latin America. Section 2.2 then
highlights the growing importance of cities and city networks for addressing environmental challenges, both
internationally and in Latin America. Ultimately, section 2.3 will combine these two elements to emphasize the
importance of Latin American cities for addressing sustainable consumption and production in key priority domains.

2.1 Sustainable Consumption and Production for Sustainable Development
2.1.1 Sustainable Consumption and Production in International Environmental Politics
Prior to the United Nations Conference on Environment and Development (UNCED) in 1992, (post)-industrial nations
had sufficient power in the international arena to influence the dominant discourse for the problem definition of
environmental deterioration, which ultimately emphasized that population growth and poverty were the main causes
of global environmental issues (Cohen, 2001, 2005). This essentially placed the blame on developing countries
experiencing drastic population growth, and eluded the culpability of wealthy nations in contributing to environmental
degradation. Developed countries did their part insofar as to reduce pollution, primarily through improvements in
production processes (Cohen, 2001, 2005; Murphy & Cohen, 2001; Clark, 2007). Ultimately, greater emphasis was
placed on unsustainable production patterns and thus producer responsibility for addressing environmental issues,
through improvements in production techniques and technological innovation (Murphy & Cohen, 2001; Clark, 2007).
However, this dominant discourse was ultimately challenged during preparations for the UNCED, in which empowered
developing countries and non-governmental organizations fought to establish a new problem definition for
environmental degradation, acknowledging the role of consumers and domestic practices (Cohen, 2001, 2005). It was
ultimately acknowledged that unsustainable consumption patterns characteristic of the past decades had resulted in
the offsetting of many environmental gains experienced through cleaner and more efficient production process,
leading to what is known as the rebound effect (Clark, 2007).
As such, consumption has since gained a new light with respect to environmental issues, and has therefore become an
increasingly significant environmental policy issue in the international agenda (Cohen, 2001). It was at the UNCED that
world leaders acknowledged that “the major cause of the continued deterioration of the global environment is the
unsustainable pattern of consumption and production, particularly in industrialized countries” (United Nations Division
for Sustainable Development [UNDSD], 1992, para. 4.3). The Rio Declaration on Environment and Development stated
that, to “achieve sustainable development and a higher quality of life for all people, States should reduce and eliminate
unsustainable patterns of production and consumption and promote appropriate demographic policies” (UN, 1992).
Furthermore, Agenda 21, an action plan adopted by 172 governments around the world, dedicated an entire chapter to
changing unsustainable consumption patterns (UNDSD, 1992).
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Ultimately, Murphy and Cohen (2001) state that since then, “consumption has replaced production as the pivotal realm
of social activity in an increasingly fragmented world” (p. 5). Nevertheless, making the vital links between consumption
and the environment has proven difficult, though the role of the social sciences for contributing to environmental
policymaking and enabling a more comprehensive understanding of sustainable consumption has been acknowledged
(Cohen, 2001; Murphy & Cohen, 2001). Traditionally, consumers have been viewed through a neoclassical economic
perspective as autonomous and rational, which has become evident is not the case (Murphy & Cohen, 2001). Instead,
there are various cultural and social factors influencing consumption choices (Murphy & Cohen, 2001), and therefore a
greater focus on consumer behavior has been emphasized to enable adequate policies for sustainable consumption
and lifestyles. It must be kept in mind however, that enabling sustainable consumption behaviors and lifestyles is also
dependent on the provisioning of sustainable products, services and infrastructure, making consumption and
production inherently linked to one another.
Today, the United Nations Environment Programme heads what is known as the Sustainable Consumption and
Production (SCP) agenda, which ultimately aims to: (1) improve quality of life without increasing environmental
degradation and compromising the needs of future generations; (2) decouple economic growth from environmental
degradation by improving resource and energy efficiency, as well as promoting sustainable consumption patterns; (3)
apply life cycle thinking for all production and consumption processes, and (4) guard against the rebound effect (UNEP,
2015b). At the 2002 United Nations World Summit on Sustainable Development, SCP was acknowledged as one of the
three “overarching objectives of, and essential requirements for, sustainable development” (UN, 2002, p. 2). The
Johannesburg Plan of Implementation (JPOI) was then established, which called for the development of a 10-Year
Framework Programme (10YFP) that would aid in translating the international SCP objectives into action. As a result,
the Marrakech Process was initiated in 2003 to support the development of the 10YFP, promote the implementation of
national SCP policies, and provide regional consultations to identify priority areas for SCP. The 10YFP was later adopted
at the United Nations Conference on Sustainable Development in 2012, showing the commitment of governments
around the world to address SCP (UNEP, 2012a, 2015b). It established priority topics and programmes in: (1) consumer
information, (2) sustainable lifestyles and education, (3) sustainable public procurement, (4) sustainable buildings and
construction, (5) sustainable tourism, and (6) sustainable food systems (UN, 2012a; Economic and Social Council, 2014).
In 2015, ensuring sustainable consumption and production patterns was established as one of the United Nation
Sustainable Development Goals (UN, 2015).
As can be seen, the SCP agenda places a strong focus on consumption, particularly through its focus area and program
on Sustainable Lifestyles and Education, which aims to enable sustainable lifestyles and support sustainable
consumption choices (UNEP, 2015b). Ultimately, in order to enable effective consumption-oriented policies, research
has identified three priority domains to be targeted and explored, given that their consumption phases contribute 7080% of all life-cycle environmental impacts. These are: (1) food, (2) mobility, and (3) housing and energy use (Tukker et
al., 2008; UNEP, 2015b). Enabling effective policies, strategies and programs for sustainable consumption in these three
domains is now seen as vital for achieving both sustainable economies and the goals of SCP. As such, in order to
understand the growing importance of addressing these SCP domains in Latin America, it is first necessary to examine
how the SCP agenda has evolved at the regional level.

2.1.2 Regional Strategy for Sustainable Consumption and Production in Latin America
The international SCP agenda has evidently had an influence on the regional Latin American environmental policy
agenda. The region is seen as pioneer in SCP, as it has been actively participating in this field since 2003. It was the first
to carry out a regional consultation meeting after the start of the Marrakech Process (United Nations Environment
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Programme, 2012a). This resulted in the formation of a regional platform, which aimed to address both the JPOI and
the Latin American and Caribbean Initiative for Sustainable Development (UNEP, 2012a). A regional SCP strategy was
developed in 2003, defining seven strategic areas of action, amongst which were: developing and strengthening a
Regional Council of Government Experts on Sustainable Consumption and Production, strengthening the capacity of
government institutions, and promoting actions to be taken at the national level (UNEP, 2015a). The Regional Council
of Government Experts on SCP was set up shortly after the strategy was developed (UNEP, 2012a), with the central role
of finding effective mechanisms for the implementation of the regional SCP strategy and providing input and advice to
the Forum of Ministers of Environment of Latin America and the Caribbean (UNEP, 2015a). The Forum of Ministers of
Environment has been one of the most representative gatherings of environmental policymakers in the region, and has
played an important role in endorsing elements of the regional SCP strategy as suggested by the Regional Council of
Government Experts on SCP (UNEP, 2012a).
th

In 2010, at the 17 Meeting of the Forum of Ministers of Environment, ministers declared their willingness to support
the implementation of four priority themes for Sustainable Consumption and Production, which included: (1) national
SCP policies, programmes and strategies, (2) small and medium enterprises, (3) sustainable public procurement, and (4)
th

sustainable lifestyles (UNEP, 2015a). During the 19 Meeting of the Forum of Ministers of Environment in 2014, they
reaffirmed their commitment to these four priority areas, but also pledged their commitment to the recently adopted
10YFP. However, they further requested an additional program on small and medium enterprises to be incorporated in
the international framework, and outlined the importance of developing additional programmes on integrated
sustainable waste management (UNEP, 2015a).
Ultimately, it is evident that the region places a strong emphasis on addressing and enabling sustainable consumption
patterns and behaviors, as it has also incorporated sustainable lifestyles as a key priority topic within its regional
strategy, and did so even before it was adopted as part of the 10YFP in the international agenda. The regional strategy
emphasizes the need to study consumer behavior and provide education in order to enable changes in individual habits
and behaviors, particularly for the youth population who are ultimately the future decision-makers for sustainable
consumption patterns in the region (UNEP, 2015a). It also stresses the need to integrate sustainable lifestyle principles
across other priority sectors of the 10YFP, such as transport, tourism and food systems (UNEP, 2015a).
However, as can be seen by the priority themes established in the regional strategy, an emphasis is placed on
addressing SCP at the national level. The strategy highlights the need to enable inter-ministerial and multi-stakeholder
cooperation, involving also civil society and the private sector, in order to facilitate the mainstreaming of SCP in
decision-making processes at the national level (United Nations Environment Programme, 2015a). As such, it becomes
evident that neither the international SCP agenda, nor the regional strategy on SCP in Latin America, highlight cities as
a priority area for achieving the goals of Sustainable Consumption and Production, despite the fact that cities have
increasingly been acknowledged as crucial places for realizing sustainable development objectives. Therefore, it is
important to explore the increasingly acknowledged notion of cities as places for environmental sustainability, in order
to understand their importance for addressing SCP.

2.2 Cities and Urban Sustainable Development
Just as transitioning towards Sustainable Consumption and Production has been internationally acknowledged as
essential for achieving sustainable development, cities have also been recognized as key places for realizing sustainable
development. Therefore, in order to understand the focus of this research, it is important to explore the changing role
of cities from places of environmental degradation towards places for achieving environmental sustainability.
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2.2.1 Sustainable Cities: Urbanization and the Environment in a Globalizing World
In recent decades, society has witnessed unprecedented urbanization rates worldwide. Between 1950 and 1985, the
percentage of the world population living in urban areas rose from 29.2% to 41% (World Commission on Environment
and Development [WCED], 1987). By the year 2014, 54% of the world population was living in cities (United Nations
st
Department of Economic and Social Affairs, 2014). Today, urbanization is one of the greatest challenges for the 21
century, given that by 2050, it is estimated that 70% of the world population will live in cities (Hajer & Dassen, 2014).
With urbanization now seen as a global phenomenon, cities have increasingly become important places for global
governance challenges, particularly with respect to global environmental issues (Sassen, 2010). Urban development
contributes to a range of local environmental consequences, including land-use changes resulting from the creation of
buildings and infrastructures, changes in hydrological cycles, and large transfers of resources into, within, and out of
the city (Bouteligier, 2011). While cities occupy only 2% of the earth’s surface (Hajer & Dassen, 2014), they consume
nearly 75% of the earth’s resources and produce 75% of all greenhouse gas emissions (Bouteligier, 2011). As Sassen
and Dotan (2011) state, cities’ consumption of resources is “unbiological,” as they extract more resources than the
environment can replace, and thus have created a rupture in the natural flows of the biosphere. Ultimately,
urbanization has led to changes in nature’s ecologies and the creation of new environmental conditions, such as heat
islands, ozone holes, desertification, and water and air pollution (Sassen, 2010). As a result, most of the environmental
impacts have become tangible and urgent in cities, and they are therefore seen to be at the forefront of key
environmental challenges (Sassen, 2010).
Furthermore, the impacts of urbanization extend beyond cities’ own borders (The Cities Alliance, 2007), as cities
depend on a multitude of complex global relations to support their structure and functioning (Acuto, 2010). As Rees
and Wackernagel (1996) state, cities have an ‘ecological footprint,’ which provides an area-based estimate of the
natural capital needed to support their functioning, and consequently, their environmental impacts. This includes not
only the built environment, but also the places where they obtain their supplies from and where they dispose of their
waste (Acuto, 2010). Given that cities depend on global hinterlands and their ecologically productive landscapes for
growth and survival (Rees & Wackernagel, 1996), and thus inherently influence these hinterlands’ ecological and
environmental conditions, their contribution to environmental problems and degradation has been seen to extend far
beyond the city limits. Thus, focusing on the urban condition has been increasingly highlighted as a major factor for
ensuring future environmental sustainability (Rees & Wackernagel, 1996; Sassen, 2010), and as Rees and Wackernagel
(1996) state, “a prerequisite for sustainable cities is the sustainable use of the global hinterland” (p. 236).
Though cities have traditionally been seen as major contributors to the environmental challenges present today, they
are now also seen to play an essential role in achieving environmental sustainability. Traditionally, they have been
characterized by unique advantages and economies of scales, amongst which are high population density and thus low
demands of land per capita, low costs of infrastructure and public amenities per capita, reduced per capita
consumption of materials and infrastructure, and potential for public transport and easy access to public amenities
(Rees & Wackernagel, 1996; The Cities Alliance, 2007). Rees (2003) has referred to this as the “urban sustainability
multiplier,” as these city characteristics essentially lower the per capita ecological footprint. Therefore, while the
complexity of cities has made them a source of environmental damage, it is the complexity within cities and their vast
communication networks with global reach that also makes cities part of the solution (Sassen, 2010).
The problem until recent times has been that cities have not viewed environmental considerations within urban
planning with high priority, and have instead focused primarily on economic and spatial strategies (The Cities Alliance,
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2007). As Hajer & Dassen (2014) state, cities failed to consider the strategic role of the urban metabolism in city
planning, which has in turn led to the environmental consequences present today. Therefore, establishing a mutually
enforcing relationship between cities and their environment by incorporating environmental considerations in urban
planning strategies has become essential today.
In this respect, local governments have been increasingly acknowledged as leading actors, as they can develop new and
innovative strategies for urban sustainable development (The Cities Alliance, 2007). Local governments have a high
degree of influence on the consumption and production of waste in their cities (Bulkeley & Betsill, 2005), and therefore
play a large role in influencing urban societies’ relationship with the environment and the hinterlands. Achieving
environmental sustainability, however, is largely dependent on local governments who have the political will to
execute good planning and effective management strategies, but also on a city’s degree of decentralization (The Cities
Alliance, 2007). Since cities are now at the forefront of many environmental issues, many local authorities have indeed
become highly active in giving the environmental agenda a central place in policymaking (Bouteligier, 2011). Local
governments now also have the opportunity to learn innovative urban management practices implemented in other
cities through organizations focused on city networking (The Cities Alliance, 2007). They are also key in coordinating
actions between different actors and facilitating the involvement and engagement of citizens (Bulkeley & Betsill, 2005;
The Cities Alliance, 2007).
The role of citizens and citizen participation in urban decision-making has likewise been highly acknowledged, as it has
become evident that citizens, as direct users of urban spaces, have first-hand experience of local environmental
challenges (The Cities Alliance, 2007). They are further seen as essential actors for providing public acceptance and
therefore facilitating the implementation of local environmental actions and strategies (The Cities Alliance, 2007).
However, participation in decision-making at the city level has been acknowledged in a broader sense, as entailing
cooperation and partnerships between key actors at the local level, including local authorities, citizens and the private
sector (The Cities Alliance, 2007). This, it is believed, will bring the most benefits for urban sustainability. Ultimately,
the increasing role of cities for addressing global environmental problems can be seen through the attention they have
received in international sustainability conferences and networks in recent years, as discussed next.

2.2.2 Global Conferences and Networks for Sustainable Cities
Cities were first placed on the international agenda at the United Nations Conference on the Human Environment in
1972, where discussions were held over the need to focus on human settlements and urbanization in order to preserve
the human environment (“Declaration of the United Nations Conference on the Human Environment,” 1972). This
ultimately led to the first United Nations Habitat conference (Habitat I) in Vancouver in 1976, which officially
inaugurated the worldwide dialogue on cities (Holden, Roseland, Ferguson, & Perl, 2008). It was during this conference
that governments began to recognize the effects of rapid urbanization and the need for sustainable human
settlements, particularly in the developing world (UN-Habitat, n.d.). Two years later, UN-Habitat, or the UN Center for
Human Settlements, was established in order to address urban concerns worldwide (Holden et al., 2008).
Following these events, the World Commission on Environment and Development acknowledged the importance of
cities by dedicating a whole chapter in Our Common Future to urban challenges. It discussed the specific need to focus
on urban areas in developing countries because of their rapid urbanization rates and the lack of political power of city
governments for coping with the effects of urbanization (WCED, 1987). It stressed the need for strengthening local
authorities –politically, institutionally, and financially –to enable them to deal with local problems (WCED, 1987).
Thereafter, in the 1992 UNCED Agenda 21 action plan, national governments further recognized the importance of
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local authorities for achieving environmental sustainability. Chapter 28 was dedicated to the development of a Local
Agenda 21 (LA21), which stated that, given that many global problems are a result of local activities, they should be
targeted through local initiatives and with the support of local authorities (UNDSD, 1992). Agenda 21 further
emphasized the need for local authorities to institutionalize participatory approaches and therefore engage and
cooperate with citizens, local organizations and private companies in the development of a Local Agenda 21 (UNDSD,
1992). It also encouraged local authorities to establish mechanisms for exchanging information, lessons learned and
technical assistance amongst each other (UNDSD, 1992), which ultimately influenced and supported the proliferation
of transnational city networks in the following years.
In 1996, Habitat II established the Habitat Agenda, which also recognized the need for sustainable cities, supported the
implementation of LA21, and further acknowledged the importance of strengthening the financial and institutional
capacities of local governments for implementing LA21 and the Habitat Agenda (UN-Habitat, n.d.). This was also the
first United Nations conference to involve cities and other local actors in meetings (Holden et al., 2008). UN-Habitat
continues to play an important role in global discussions on cities and sustainability, particularly through its bi-annual
State of the World’s Cities reports (Holden et al., 2008). In 2002, UN-Habitat also launched the bi-annual World Urban
Forum, an informal forum on cities (Holden et al., 2008). Moreover, the World Summit on Sustainable Development,
also held in 2002, once again brought to the forefront Agenda 21 and the Habitat Agenda, ultimately identifying key
similarities in the guiding principles for urban sustainability outlined in each (Holden et al., 2008). Finally, the important
role of cities for achieving sustainable development objectives was further reaffirmed in the Future We Want, the
outcome document of the 2012 UN Conference on Sustainable Development (UN, 2012b).
As such, in acknowledging their vital role in global governance challenges, one way that cities have increasingly
addressed environmental sustainability challenges has been through networking, with the objective of sharing
knowledge, collaborating with one another to develop innovative solutions, and learning from other cities’ good
practices (Keiner & Kim, 2007). As Keiner and Kim (2007) state, modern day international city networking began as
early as 1913/1914, though up until the 1980s, there were less than ten notable international city networks in
existence. It was not until the 1980s that international city networks with a particular focus on urban development
began to flourish. Metropolis, the World Association of the Major Metropolises, was founded in 1985, with the
objective of bringing together local authorities from large cities and metropolitan areas around the world to enable
collaboration on initiatives for urban sustainability (Metropolis, n.d.). In 1990, the International Council for Local
Environmental Initiatives was established, which gathered local governments worldwide to address and enable local
sustainable development initiatives (ICLEI, n.d.-e).
Ultimately, in 1992, Agenda 21 became a key driver for the emergence of sustainability-oriented city networks, as it
stated that cities should “participate in international ‘sustainable city networks’ to exchange experiences and mobilize
national and international technical and financial support” (UNDSD, 1992, para. 7.20). As such, in following years, more
sustainable city networks began to emerge including, for instance, C40 Climate Leadership Group, a network of large
cities established in 2005 with the aim of developing and implementing policies and programs addressing climate
change challenges at the local level (C40 Cities, n.d.). In recent years, there has also been an increasing number of
regional city networks, which highlights the perceived notion that networking between cities sharing cultural, climatic,
or larger geographical contexts may improve cooperation and exchange efforts (Keiner & Kim, 2007). Ultimately, it is
the role of cities and these international and regional sustainable city networks that is explored in further detail in this
thesis, particularly in the context of addressing SCP in Latin America. As such, it is finally necessary to discuss the
increased recognition for the need for sustainable cities in Latin America.
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2.2.3 Sustainable Cities in Latin America
While the preceding sections discussed the emerging dialogue on cities and their importance for addressing the
sustainable development objectives in the international arena, this section highlights more specifically the increased
awareness experienced in Latin America of the need to strengthen its cities and local actors in order to achieve
sustainable development. Today, Latin America is the most urbanized developing region, with approximately 80% of its
population living in cities, and further has the highest urbanization rates globally (UN-Habitat, 2012; Rodríguez Tejerina,
2015). By 2050, Latin America is expected to have approximately 90% of its population living in cities (UN-Habitat,
2012; United Nations Department of Economic and Social Affairs, 2014).
The rapid population growth and territorial expansion of Latin American cities has led to many urban challenges,
socially, economically and environmentally. In many instances, this urban sprawl and expansion has extended beyond
administrative borders, creating large conurbations and, at times, formalized metropolitan areas (UN-Habitat, 2012).
Impacts of the urbanization process have included the inadequate delivery of basic services, social and spatial
fragmentation, informal settlements and employment, greater demand for natural resources due to scarcity,
environmental degradation, traffic congestion and increased levels of social inequality, insecurity and violence
(Rodríguez Tejerina, 2015). Informal settlements are particularly affected by this process and further contribute to
environmental degradation in cities, as they often do not have access to or quality provisioning of basic services –
particularly safe drinking water –nor adequate sanitation services, such as wastewater treatment, and therefore face
many health and environmental hazards. Many cities further lack adequate measures to extend waste management
services to these settlements, a challenge that still remains today (UN-Habitat, 2012).
Furthermore, economic growth in the region has also led to the emergence of middle class consumers, particularly in
cities, which has led to a fourfold increase in domestic material consumption in the last four decades (UNEP, 2015b).
This has placed further pressure on the environment. Ultimately, cities in the region have begun to feel the impacts
from environmental degradation and climate change, and their preparedness to deal with these impacts will determine
how vulnerable they are in the future; informal settlements are seen to be most vulnerable, given their lack of
adequate infrastructure and services, as well as their location (UN-Habitat, 2012). In Latin American cities, significant
environmental problems are associated with mobility. It is the greatest contributor to greenhouse gas emissions,
representing nearly 42% of all emissions in cities, which has ultimately lead to adverse effects including pollution and
poor air quality (Rodríguez Tejerina, 2015). Transport challenges have further led to congestion and traffic accidents,
largely due to the increased motorization rates experienced in the region, representing the highest motorization levels
in the developing world (Rodríguez Tejerina, 2015).
In order to address these urban environmental challenges, the global environmental sustainability agenda has been
acknowledged in the region, though key regional conferences and forums have also played an important role. For Latin
America in particular, initiatives that were central for addressing urban sustainable development in the 1990s included
the Sustainable Cities program developed by UNEP and UN-Habitat, and UNEP’s GEO Ciudades program, which has
facilitated the mapping of environmental conditions in Latin American cities (Barton, 2006). In 2002, two key events
further outlined the importance of local governments for addressing sustainable development, being the formation of
the Latin American and Caribbean Initiative for Sustainable Development and the signing of the Letter of Ñuñoa, in
which local governments committed themselves to accelerate progress towards sustainable development, implement
the processes of LA21, restructure local administrations to promote sustainable development, and invest in local
leaders and citizen participation (Barton, 2006).
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More recently, Rodríguez Tejerina (2015) claims that there has been an increasing emergence of studies, initiatives and
networks to promote sustainable cities in the region. For instance, the Siemens-sponsored Latin American Green City
Index aims to evaluate the environmental performance of Latin American cities based on key environmental categories.
The 2014 Carbon Disclosure Project’s (CDP) Latin American and Caribbean Cities study explored how companies and
cities were working together to enable mitigation and adaptation strategies and initiatives in the region. It showed how
cities were implementing various activities aimed at reducing risks for both citizens and companies, through
collaboration with local companies. Furthermore, the Inter-American Development Bank’s Emerging and Sustainable
Cities Initiative currently provides technical assistance to over 50 medium-sized and emerging cities in order to enable
them to improve their environmental and urban sustainability. Rodríguez Tejerina (2015) further outlines the
emergence of other sustainability initiatives and networks proliferating in the region, including the Covenant of
Mayors, which has gained the support and voluntary involvement of 34 Latin American cities, and the C40 Cities
Climate Leadership Group, which has experienced a strengthened participation and involvement of 11 Latin American
cities. Recent years have also seen the emergence of regional city networks for sustainability, which are further
discussed in later sections of this thesis.

2.3 Latin American Cities for Addressing Sustainable Consumption and Production
It is behind this backdrop, of the recognized need to transition to sustainable consumption and production patterns for
achieving sustainable development, and the increasing responsibility of cities and city networks for enabling
sustainable development, that it becomes essential to study the role of cities and city networks for addressing
sustainable consumption and production, particularly in the context of Latin America. As has become evident, enabling
sustainable development, and consequently sustainable consumption and production patterns, in cities has become
vital in the Latin American region, given that a significant portion of the population lives in urban areas, and that many
environmental impacts in the region are a result of urban activities and have therefore also become tangible in cities.
Targeting SCP has become a priority in the region, as is seen by the development of a regional strategy on SCP, the
creation of a Regional Council of Government Experts on SCP, and the adoption of the 10YFP by the Forum of Ministers
of Environment. More precisely, the region has clearly acknowledged the role of consumption in contributing to
environmental challenges, and as such, enabling sustainable lifestyles has become a priority theme in the region.
However, as previously mentioned, discussions within both the international and regional SCP agendas have principally
focused on national programs, strategies and policies for enabling sustainable lifestyles, with little or no emphasis on
the role of cities and local actors.
As such, this thesis ultimately aims to contribute to research within this field, by exploring the role of Latin American
cities and city networks for the governance of SCP in key priority consumption domains established by the international
SCP agenda, previously outlined as being food, mobility and housing and energy use. Only two of the three domains,
being food and mobility, were explored, given the time limitations for this thesis.
First, the domain for sustainable food consumption was explored given that it is a relatively new theme being
addressed at the city level. According to Morgan and Sonnino (2010), urban food policies and strategies have emerged
as an essential part of the urban planning agenda because of what they call the new food equation (as cited in Morgan,
2009). This new food equation points to important developments in this domain, including: the food price surge of
2007-2008, which led to food insecurity for a large portion of the global population; food security becoming a national
security issue; climate change effects leading to damaged ecosystems; land conflicts resulting from desires to gain
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access to fertile land to ensure food security; and an increasing consciousness of how cities feed themselves, as they
are the most vulnerable to food shortages in the future (Morgan, 2009). Urbanization has led to significant losses in
agriculturally productive lands in peri-urban areas, and the increasing disconnect between cities and their rural
hinterlands has made them increasingly dependent on the global agri-food system (Sonnino, 2009). As such, while rural
populations remain in close proximity to and thus have direct access to places of food production, cities increasingly
depend on the purchasing of food, making them more vulnerable to the impacts of food insecurity (Sonnino, 2009).
As a result, implementing food policies and strategies for enabling sustainable food consumption and safeguarding
against the effects of the food crisis and food insecurity has become an important aspect of urban planning. While
cities in North America and Europe have been most active in this field, regions like Latin America are still lagging
behind, though they are certainly expected to place the issue on the urban agenda in coming years, as feeding the city
st
is seen to have become a quintessential challenge of the 21 century (Morgan, 2009). As such, the current state of
affairs in Latin American cities in implementing food strategies, policies and initiatives for enabling sustainable food
consumption was chosen as a key component to explore in this thesis.
Second, the mobility consumption domain was chosen, given its importance in the Latin American region. As was
previously discussed, mobility planning in Latin America has created significant problems in cities, as it has led to
congestion and high rates of traffic accidents. Mobility has further been recognized as the greatest contributor to
greenhouse gas emissions in Latin American cities, leading to significant environmental effects such as air pollution and
contamination. As such, transitioning towards a sustainable mobility paradigm in Latin American cities seems
imperative for enabling sustainable consumption and, ultimately, sustainable cities, and was thus also explored in this
research.
Ultimately, as is seen by the research questions established in Chapter 1, and as will be further discussed in the
following chapters, this thesis complemented a bottom up approach with a top down approach in order to explore the
role of Latin American cities and city networks for the governance of SCP in the priority consumption domains of food
and mobility. However, before delving into the empirical part of this thesis, it is important to note that the importance
of cities and networks for global environmental governance as presented in this chapter is further grounded in
theoretical concepts and approaches, which are thus discussed next.
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3. Theoretical Approaches and Conceptual Framework
The growing focus on cities for addressing environmental issues and networks for achieving urban sustainability is
grounded in theoretical concepts that are embedded in sociological theories of globalization. In order to understand
the approach taken for this study, key concepts and approaches are outlined and discussed in detail in section 3.1.
Section 3.2 then presents the conceptual model developed, which is grounded in the concepts discussed in section 3.1.

3.1 Global Environmental Governance in the Network Society
Globalization theory demonstrates how globalization processes shape the role of cities in global environmental
governance. While many scholars have mainly focused on the effects of globalization on the global economy, it has
been shown that political globalization has also had significant impacts on global governance, particularly in the field of
environmental governance (Bouteligier, 2011). These changes resulting from globalization processes, particularly in the
environmental domain, can be explained through three key concepts: (1) Castells’ notion of the network society, (2)
global environmental governance, and (3) Sassen’s concept of global cities. These concepts are central to
understanding the relatively new strand of literature on city networks and transnational municipal networks, and are
therefore outlined in the next four sections.

3.1.1 Network Society
Castells (2000a, 2000b, 2000c) claims that the twenty first century is characterized by a new social structure, which he
calls the network society. This new era, also known as the Information Age, is defined by several dimensions of social
change, the first and most important being that of a new technological paradigm called informationalism (Castells,
2000c). The emergence of microelectronics-based information and communication technologies has allowed for the
transformation of our social structure and social interaction, along electronically-based information networks (Castells,
2000a, 2000c). These new information technologies have become essential for enhancing and accelerating the
production of knowledge and information (Castells, 2000a). However, it is not knowledge and information that are the
key characteristics of this new society, but rather the new types of information technologies, particularly the Internet,
that have become universal tools for interactive and networked exchanges and communication (Castells, 2000a).
These new information and communication technologies have become a vital factor for the manifestation of other
processes of social change, such as globalization (Castells, 2000c). Castells (2000c) understands globalization as “the
technological, organizational, and institutional capacity of the core components of a given system (e.g., the economy)
to work as a unit in real or chosen time on a planetary scale” (p. 694). According to Bouteligier (2011), the Information
Age is “qualitatively unprecedented as the pace, density, and scale of global linkages distinguished globalization from
previous developments towards an increased internationalization” (p. 18). Previous efforts towards internationalization
did not have the information and communication technologies present today that are needed to manage the
complexity, size and speed of the modern day global system (Castells, 2000c).
In his analyses, Castells (2000a, 2000b, 2000c) primarily focuses on and discusses the manifestation of a global
economy. He sees the emergence of a new type of economic organization resulting from the new global economy and
the flexibility of informational production, which he calls the network enterprise (Castells, 2000a). However, although
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his analyses primarily focus on the economy, he claims that his network-based perspective must be extended to the
entire social structure, in accordance with the current trends of social evolution.
As a result, these social changes have created a new society that is made up of networks (Castells, 2000a, 2000b,
2000c). A network is a new organizational and governance form in the Information Age that is both flexible and
adaptable, while at the same time capable of coordinating and managing complexity (Castells, 2000a, 2000b, 2000c;
Bouteligier, 2011). While networks have existed for some time, having had both advantages and disadvantages as
organizational forms, they are seen to take on a novel role in this era as they are now powered by new information
technologies (Castells, 2000a, 2000c). These information technologies and communication systems have been able to
overcome the problems previously faced by networks, by allowing networks to decentralize, adapt, and manage
complexity, while also coordinating purpose and decision-making (Castells, 2000c). Castells (2000a) states that a
network now “follows an unprecedented combination of flexibility and task implementation, of coordinated decision
making, and decentralized execution, which provide a superior morphology for all human action” (p. 15). As a result of
their superior capacities, Castells (2000c) sees networks as having become a dominant organizational form today, and
thereby sees a decreasing influence of hierarchical organizational forms of governance today.
Networks consist of nodes and flows, in which flows are exchanges or interactions between geographically disjointed
positions in society (Castells, 2000b), including exchanges of information, ideas, money and products, amongst others.
Nodes are the places “connected by electronically powered communication networks through which circulate and
interact flows of information that ensure the time sharing of practices processed in such a space” (Castells, 2004, p.
36). A network can expand indefinitely, and is able to incorporate new nodes through reconfiguration, though it is
claimed that only nodes that add value to the functioning of the network are incorporated (Castells, 2000c).
Castells (2000a, 2000c) further distinguishes between the traditional “space of places” and the new spatial
transformation he refers to as the “space of flows.” The “space of places” refers to meaning, experiences and function
being closely related with locality and physical proximity, while the “space of flows” is a ‘placeless’ space, not based on
territorial contiguity, where information and communication technologies allow instant exchanges between distant
nodes (Castells, 2000a, 2000c). However, though one sees the emergence of this “space of flows,” the new spatial
structure associated with the Information Age is not ‘placeless’, as this “space of flows” interacts with the “space of
places” to create networks that connect places by information and communication flows (Castells, 2004). In addition,
Castells (2000c) states that the “space of flows” is also made of “physical places, whose functional or symbolic meaning
depends on their connection to a network, rather than on its specific characteristics as localities” (p. 696).
In looking particularly at the field of new urban sociology, Borja and Castells (1997) claim that as a result of these
transformations and new social structure, the new perspective for urban sociology should be based on the connection
between the local and the global (as cited in Castells, 2000c). In other words, one should study the effects of
globalization on cities and the effect of cities on global dynamics. Furthermore, Beaverstock, Smith, and Taylor (2000)
state that Castells has been an important scholar in advancing theoretical knowledge in regards to relations between
nodes, by conceptualizing cities as processes rather than points or centers, in which their production and consumption
services, and local societies, are connected to a global network. Therefore, Castells highlights the importance of looking
at cities in a relational perspective (Bouteligier, 2011). These are important concepts for this study, as they are also
relevant for the work done on global cities (see section 3.1.3).
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3.1.2 Global Environmental Governance
Next, global environmental governance has become an important concept in environmental politics over the last
several years. The international environmental policy domain has traditionally been characterized by a neoliberal
institutionalist approach, in which most environmental issues and conflicts at the global level are dealt with and
collectively solved by nation-states through specific international environmental regimes (Betsill & Bulkeley, 2004).
Under this approach, Betsill and Bulkeley (2004) claim that “global environmental governance is implicitly
conceptualized as a ‘cascade,’ in which agreements forged by nation-states at the international level are passed down
to be implemented through domestic processes within those states” (p. 473; see Figure 1). However, this notion has
been strongly debated and challenged in recent years, as there has been an increasing acknowledgement of the crisis
of the nation-state as a sovereign entity (Castells, 2009). Several perspectives have emerged that move away from this
traditional notion of governance to include a focus on the role of non-state actors at various levels. This is commonly
known as a shift from government to governance (Bulkeley et al., 2003; Bouteligier, 2011), whereby the term
‘governance’ refers to “new forms of regulation that differ from traditional hierarchical state activity” (Biermann &
Pattberg, 2008, p. 278).

Figure 1. Hierarchical Environmental Governance (adapted from Bulkeley et al., 2003, p. 238)

As a result of globalization processes, increasing concerns regarding the political legitimacy of nation-states, and the
increasing participation of non-state actors at various levels, and in accordance with Castells’ notion of the network
society, Castells (2009) claims that the state’s role in global governance does not disappear, but rather changes its
functions and structure towards a new form of the state, which he calls the ‘network state’. He claims that nationstates are seen to respond to the processes of globalization through various mechanisms: (1) they associate with other
states to form a network of states sharing sovereignty, (2) they establish a network of international and supranational
institutions to address global issues, and (3) they engage in devolution of power to regional and local governments, and
open up spaces for the interaction and participation of other actors, particularly non-governmental organizations
(Castells, 2009). As such, the network state is “characterized by shared sovereignty and responsibility between
different states and levels of government; flexibility of governance procedures; and greater diversity of times and
spaces in the relationship between governments and citizens compared to the preceding nation-state” (Castells, 2009,
p. 40).
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Ultimately, global environmental governance today is characterized by various new developments that significantly
differ from traditional notions of world environmental politics. First, the field of global environmental governance has
seen the increased participation of non-state actors, including civil society and the private sector, which has led to
segmentation and fragmentation of global environmental policy making, both vertically and horizontally.
Fragmentation occurs vertically, with actors at various political levels –international, national, and subnational –gaining
authority and taking leading roles in rule-making and rule implementation. This is also referred to as multilevel
governance. Horizontal fragmentation, also known as multipolar governance, refers to different actors of parallel rulemaking systems becoming more involved in global environmental governance (Biermann & Pattberg, 2008). As
Hooghes and Marks (2001) state: “neat scales, or levels, or tiers, disappear –they meld into one another. There is no up
or under, no lower or higher, no dominant class or actor; rather, a wide range of public and private actors compete or
collaborate in shifting coalitions” (p.7). Hence, global environmental governance today is predominantly characterized
as being multi-actor and multilevel (see Figure 2). One important outcome of these characteristics is that actors at the
subnational level –being cities –have gained an important role in global environmental governance today (Bulkeley et
al., 2003; Biermann & Pattberg, 2008).

Figure 2. Polycentric Multilevel Environmental Governance (Source: Bulkeley et al., 2003, p. 239)

Furthermore, as can be seen in Figure 2, the increased involvement of non-state actors in the realm of global
environmental governance has led to new forms of institutions, or political spheres of authority, that are evidently
different from the traditional legally binding documents signed by states (Biermann & Pattberg, 2008). Non-state actors
are increasingly engaged in diverse norm-setting and norm-implementing institutions, which studies have shown may
be an experimentation for new forms of governance that could help to overcome the territoriality trap and close the
governance gaps left by state processes (Reinicke & Deng, 2000, as cited in Keiner & Kim, 2007). One such example
includes transnational networks as a new sphere of political authority (see section 3.1.4).
Therefore, in order to ultimately achieve the objective of this thesis and thereby understand the increasing significance
and prominence of cities and transnational city networks for global environmental governance, it is first necessary to
understand the role of cities in a globalized and networked society, primarily through Sassen’s concept of global cities.
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3.1.3 Global Cities
Sociologist, Saskia Sassen, builds on Castells’ framework of network theory, and shows how cities relate to globalization
processes and global networks (Bouteligier, 2011). As a result of the weakening of the state –from privatization and
deregulation –and the strengthening of globalization in the last decades, Sassen (2005) identifies a re-scaling of the
strategic territories that articulate the new system away from the traditional territory of the nation state. She
introduced the concept of global cities, defined as the strategic places in modern day society that concentrate vital
knowledge, services, and infrastructure, that are globally connected through their flow of ideas, information, and
money (Sassen, 2001, as cited in Bouteligier, 2011). It is in global cities where global dynamics and processes are
territorialized and assume a concrete, localized form (Sassen, 2005).
Sassen (2005) primarily discusses the concept of global cities in the context of the global economy, outlining the vital
importance of place for economic globalization. Focusing on the practices that constitute economic globalization rather
than just the production of capabilities identifies the importance of the concepts of place and work process for the
analysis of economic globalization (Sassen, 2005). It clearly shows that the resources that are necessary for global
economic activities are not mobile, and are instead, heavily embedded in place, particularly the place of global cities.
Essentially, she claims that emphasizing the geography of place is essential for understanding globalization, as the
global materializes by necessity in specific places (Sassen, 2005).
Sassen, like Castells, places global cities within the framework of network theory, claiming that one must study the
relations between cities and the networks they are connected to (Bouteligier, 2011). Cities are seen as nodes in
networks, connecting the local with the global through their exchanges with other nodes (Bouteligier, 2011). Sassen
(2007) identifies these global cities as “subnational places in which multiple global circuits intersect and thereby
position these cities within several structural cross-border geographies” (p.20). It is through these networks and
exchanges with other cities that global cities obtain their meaning (Bouteligier, 2011), and thus a focus on individual
cities independent from their relations with other cities is seen as unfitting. As such, in order to capture the role of
cities in environmental governance, Bouteligier (2011) claims that cities must be explored as networked constellations
rather than as individual entities.
Though Sassen primarily grounds her concept of global cities against the backdrop of economic globalization, she
explicitly mentions that major cities, through their networked cross-border dynamics, have also become strategic
places for transactions and operations in other areas, including political, cultural and social domains (Sassen, 2005). She
further discusses the role of cities in addressing global environmental challenges. Sassen (2010) claims that cities are at
the forefront of environmental problems, and therefore, environmental impacts become urgent and tangible in cities.
As a result, cities have developed capacities to address these issues before their national governments have even taken
action. They have complex systemic and multi-scalar capacities that allow them to become part of the solution to
global environmental challenges. Amongst one of their key characteristics is their ability to create inter-city networks
involving various actors at the local level, that could serve as a new form of political infrastructure for addressing global
governance challenges (Sassen, 2010). It is the concept of city networks that is central to this thesis, and is therefore
discussed next.

3.1.4 Transnational City Networks
As discussed previously, the interaction between local and global processes, resulting from globalization, has been
increasingly recognized (Keiner & Kim, 2007). As a result, cities have begun responding to various local, and at the same
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time global, challenges in different ways. One way that they have begun addressing such challenges is through the
creation of city networks and transnational municipal networks (TMNs). According to Kern (2001), transnational city
networks have the following three key characteristics: (1) polycentric, horizontal, non-hierarchical organizations, (2)
voluntary membership and autonomy of member cities, and (3) decentralized cooperation among member cities (as
cited in Keiner & Kim, 2007; see also Bulkeley et al., 2003).
It has been acknowledged that city networks and TMNs play an essential role in outlining the importance of local
governments for addressing urban sustainable development issues (Bulkeley et al., 2003). This is even more so today,
given that networks are taking a more political stance, claiming the strategic importance of urban governance as well
as positioning cities as critical places for addressing environmental issues (Hodson & Marvin, 2009). According to
Leitner and Sheppard (2002): “Interurban networks provide new political spaces for localities. By creating space for
cooperation amongst cities, and by operating across the boundaries of territorially based political systems, such
networks present participating cities with the opportunity to challenge extant state structure and relations” (pp. 50910, as cited in Keiner & Kim, 2007). In this light, Bouteligier (2011) claims that city networks have three important
functions: (1) to exchange information, knowledge and best practices, (2) to increase cities’ capacities, and (3) to voice
cities’ concerns in the international arena.
Keiner and Kim (2007) state that the main function of networks is to serve as a clearinghouse of information, where
information and experiences can be exchanged, ‘good’ and ‘best’ practices can be shared, and transnational policy
transfer, diffusion and learning can occur (Bulkeley et al., 2003). Participating in these networks allows cities and
municipalities to gain access to various flows and opportunities, while at the same time allowing them to be part of the
flows (Bulkeley, 2010). Furthermore, networks provide an arena for innovation and experimentation on policy issues
(Bulkeley et al., 2003; Jensen & Tollin, 2004).
Networks also serve to increase a cities capacity through the resources it offers, those being not only informational
flows, but also financial and monetary resources. Networks take advantage of the different aspects and elements
provided by individual members, which ultimately enable a pooling of know-how and exchange of knowledge (Keiner &
Kim, 2007). They also provide financial resources for carrying out projects and initiatives, which are typically financed
via membership fees or donations from sponsors (Keiner & Kim, 2007). Access to such resources is especially critical for
cities in the global South. Ultimately, Bulkeley (2010) claims that the success of networks depends on their ability to
provide expertise and funding opportunities, as well as their ability to disseminate and enable learning from best
practices. Other indirect benefits obtained from networks include the development of greater trust and collaboration
efforts between participants (Keiner & Kim, 2007). Furthermore, Bulkeley et al. (2003) state that the distinguishing
feature of city networks, but particularly TMNs, is that they are closely associated with formal institutions at local,
national and supranational levels. As a result, they are likely to have a substantial impact on policy processes, such as
by lobbying governments to change policy approaches (Bulkeley et al., 2003; Jensen & Tollin, 2004). This not only
increases their capacities, but also allows cities to voice their concerns in the international arena.
Bulkeley (2010) claims that the second wave of city and municipal networks and action that emerged in the 2000s is
characterized by three factors: (1) many networks are now nationally organized, highlighting a change in organizational
structure of city and municipal networking; (2) there are new ways of mobilizing private actors alongside the (local)
state; and (3) there are a great deal of grassroots networks now emerging which have a specific focus on the urban
setting. As a result, she claims that its no longer adequate to consider urban governance solely from the perspective of
municipal or city governments, and that instead, it is necessary to consider the actions of other actors at the local level
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in seeking to govern the environment through the city (Bulkeley, 2010). Thus, these characteristics of modern day
municipal and city networks form the basis for carrying out an analysis that addresses the role of all local actors in the
city –public, private and civil society actors. Given this theoretical background, the following section will provide the
conceptual framework that was used for the empirical analysis.

3.2 Conceptual Framework
The conceptual model (see Figure 3) developed for this research is based not only the theoretical approaches and
concepts described in section 3.1, but also empirical information obtained through secondary sources outlined in
Chapter 2. As was previously discussed, in order to achieve the ultimate objective of exploring the role of Latin
American cities and city networks for addressing SCP in the consumption domains of food and mobility, a bottom-up
approach was complemented with a top-down approach.

1

3

2

Figure 3. Conceptual Model: Latin American Cities for the Governance of SCP in Priority Consumption Domains

In order to understand the role of Latin American cities for addressing SCP in priority consumption domains, it was
necessary to explore the current state of affairs in key Latin American (global) cities with respect to policies and
initiatives targeting sustainable consumption in food, mobility and housing and energy use. While housing and energy
use is considered one of the three priority consumption domains for SCP, it was not explored in this thesis due to time
limitations, though it is acknowledged that to have a more comprehensive understanding of the progress towards
sustainable consumption and lifestyles in cities, all three domains should be explored. However, in this respect, a
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bottom-up approach was applied, whereby one city, chosen to be Santiago de Chile, was analyzed in-depth with
respect to its local policies and initiatives for sustainable food consumption and mobility (Figure 3, part 1). In
accordance with the new multilevel governance perspective (Figure 3, part 3), the involvement and engagement of key
local actors, including not only local authorities, but also civil society and the private sector, was further explored in
relation to both domains.
Next, it was necessary to compare Santiago’s local SCP agenda to those of other major Latin American cities (Figure 3,
part 2), so as to understand the role of Latin American cities for addressing SCP in these two domains more generally.
In line with contemporary global environmental governance structures and the empirical research outlined in Chapter
2, however, it is necessary to understand that local SCP-related policies and initiatives present in Latin American cities
may influence and be influenced by various spheres of political authority, including national governments, international
and regional institutions, but also transnational networks. Ultimately, Bouteligier (2011) claims, cities must be studied
as networked constellations, as “cities do not only exist by themselves, but also derive meaning from networks” (p. 35).
As such, through these networks, policies and initiatives in one city may influence or be influenced by actions and
strategies undertaken in other cities, as a result of the flows exchanged between them.
Transnational city networks represent a new political structure for enabling such exchanges between cities and
strengthening the role of cities in global environmental governance. Thus, in order to ultimately understand the role of
city networks for the governance of priority SCP consumption domains, and therefore their influence on local SCP
policies and initiatives in Latin America (Figure 3, part 3), it was necessary to implement a top-down approach that
would be complemented by the bottom-up approach discussed in the preceding paragraphs. Based on the subjects and
topics discussed in the international SCP agenda for targeting sustainable food consumption and mobility, further
outlined in the introductory sections of Chapters 6 and 7, international, regional and national city networks were
explored with aims of analyzing how they too address international concerns for sustainable consumption in food and
mobility. In comparing the SCP agendas of city networks in Latin America with those in Santiago and other Latin
American cities studied, it was expected that the bottom-up and top-down approaches would come together to
highlight the role of city networks for addressing and enabling SCP in the priority consumption domains of food and
mobility in the region, relative to other recognized political spheres of authority.
Ultimately, the arrows in Figure 3 represent flows in both directions, as policies and initiatives in Santiago and other
Latin American cities may both, influence and be influenced by, policies and initiatives in other Latin American cities as
well as other political spheres of authority. As such, the conceptual model presented above, grounded in both,
theoretical concepts from section 3.1 and empirical evidence presented in Chapter 2, was used to answer the following
central research questions of this thesis:
1.
2.
3.

What SCP policies and initiatives are present in the city of Santiago de Chile in the priority consumption
domains of food and mobility?
How does the SCP agenda in Santiago de Chile compare with those of other Latin American cities of
similar weight?
How is the international SCP agenda in these two domains used and reproduced by city networks in
Latin America?

The next chapter will thus discuss in detail the methodology and data collection methods used to answer these
questions.
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4. Methodology
As can be seen through the research questions and the conceptual model presented in Chapter 3, this thesis is
primarily focused on qualitative research. In order to ultimately discuss the role of Latin American cities and city
networks for addressing and implementing the SCP agenda in key priority consumption domains of food and mobility,
both a bottom-up and a top-down approach were taken, with three phases of analysis.
The first and main component for this research was a descriptive case study. According to Yin (2009), case studies are
used when one aims to understand complex phenomena. Two important elements of a case study are that it requires
an in-depth investigation of a contemporary phenomenon and further deals with technically distinctive situations in
which there are many variables of interest (Yin, 2009). Provided that the main objective was to explore the role of Latin
American cities in implementing SCP strategies, an in-depth analysis of initiatives and actors involved at the city level
was conducted, making the case study approach the most appropriate research method.
This study applied an embedded single-case design, with Santiago de Chile being the case and the units of analysis
being the distinct policies and initiatives being implemented in the domains of food and mobility. An embedded, rather
than holistic, approach was chosen given the multiple units of analysis (Yin, 2009). Ultimately, the city of Santiago de
Chile was chosen for an in-depth analysis for the following reasons:
•

Chile is one of the most urbanized countries in the region, with nearly 90% of its population living in cities in
2015 (Central Intelligence Agency, 2016a; United Nations, 2016). Of the total population, nearly 40% lives in
the city of Santiago (Central Intelligence Agency, 2016a), which means that SCP policies in the city would
impact a significant portion of the country’s population.

•

Preliminary research showed a sufficient presence of initiatives in both the food and mobility domains, as well
as the involvement of key actors at the city level.

•

The city is a member of at least one international and/or regional sustainability-oriented city network.

•

There were key contacts already established in the city that enabled sufficient access to qualitative data
collection.

As previously mentioned, only policies and initiatives in two of the three priority consumption domains were explored
due to time limitations. The food domain was chosen because it is a relatively new topic that has emerged as a priority
issue at the local level, and as such, this research could provide interesting insights on the current progress and future
potential of Latin American cities in this respect. Mobility was further chosen, as it is had clear and tangible
environmental impacts in urban areas in Latin America.
Next, the second phase of analysis consisted of briefly exploring the presence or lack thereof of SCP policies and
initiatives for food and mobility in other Latin American cities of comparable weight. Due to time constraints, only two
cities were ultimately chosen for comparison: Buenos Aires and Bogotá. These cities were chosen for this research
given that they have the following characteristics: they (1) are capital and global cities comparable to Santiago; (2) have
SCP-related policies and initiatives in both the food and mobility domains; (3) have been regionally and internationally
recognized for their progress towards environmental sustainability, and (4) have a significant commitment,
involvement and role in both regional and international city networks. Only those policies and initiatives identified in
Santiago de Chile were ultimately explored in the case of these two cities. Ultimately, the objective of this second
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phase of analysis was to establish an overview of the role of Latin American cities for addressing sustainable food
consumption and mobility, by exploring if the SCP agenda in Santiago de Chile was also representative of other major
cities in the region. Lastly, the third and final phase of analysis took a top-down approach by studying the role of
international, regional and national city networks in addressing priority issues of the international SCP agenda in the
consumption domains of food and mobility. Through this final stage of analysis, the role of city networks in Latin
America could be analyzed, with respect to their influence on local policies and initiatives in Latin American cities.

4.1 Data Collection
This section outlines the data collection methods used for each phase of analysis. Given the characteristics of a case
study as described above, this method requires multiple sources of information that lead to the convergence of data in
a triangulating fashion (Yin, 2009). As such, different sources of data for the case study consisted of secondary sources,
interviews, and direct observations. For the second and third phases of analysis, which aimed to answer the second and
third central research question for this thesis, data was obtained primarily from secondary sources, as is discussed
further in section 4.1.1.

4.1.1 Secondary Sources
The research process for this thesis began with a review of secondary sources, primarily United Nations documents and
academic papers, to explore the international SCP agenda and the role of cities for environmental governance. Based
on the consumption domains identified in the SCP agenda and later chosen for analysis in this thesis, secondary sources
were then used to identify key policies and initiatives to be studied on the ground for the first phase of analysis in
Santiago de Chile. These sources primarily consisted of government documents, initiatives’ websites, reports, and other
academic papers. For this first phase of analysis, the information obtained from in-depth research was then further
complemented by interviews and informal observations, as discussed in sections 4.1.2 and 4.1.3. Ultimately, in order to
answer the second and third central research questions, and thus carry out the second and third phases of analyses,
secondary sources used primarily consisted of local government documents and websites, local initiatives’ websites,
and official websites and documents for national, regional and international city networks.

4.1.2 Interviews
Once the key policies and initiatives for the case study in Santiago were identified, key persons were contacted to set
up interviews. Interviews are seen as one of the most important sources for case study research (Yin, 2009), and
therefore proved essential in exploring key initiatives in Santiago in greater depth. A total of 17 interviews were
conducted between the dates of November 1, 2015 and December 17, 2015, with interviewees representing various
stakeholders at the city level, including local and national authorities, civil society organizations, the private sector, and
academia (see Annex I). Interviewing diverse stakeholders was vital to this study, given the need to explore the role of
all city actors in addressing SCP-related concerns at the city level. Ultimately, six of the interviews were focused on food
initiatives and actors in the city; ten interviews were focused on mobility initiatives and actors in the city; and one
interview focused on a national municipal network recently established in Chile, which is further discussed in Chapter
8. The format of the interviews took a semi-structured approach, which allowed for a flexible interview structure aided
by an interview guide (Mason, 2004). Given permission of the interviewees, all interviews were recorded.

22

4.1.3 Informal Observations
Finally, in order to obtain as much pertinent information from as many different sources as possible, and thereby aid in
the triangulation of information for the case study, direct observations also contributed to the data collection for this
research, insofar as there were opportunities to do so. Given that the case study took place in its natural setting, there
were certainly opportunities for observation. According to Yin (2009), observations can range from formal to more
informal types, the latter of which can even take place when other evidence is being collected (i.e. during interviews,
conferences, seminars, etc.). Observations made for this research consisted primarily of the informal type and were
gathered during interviews and three important events attended in Santiago during the fieldwork period. These events
were: the (1) UN’s International Seminar on Territorial Resilience to Climate Change, (2) Seminar on Sustainable
Consumption and Lifestyles for a National Program on Sustainable Consumption and Production, and (3) Mayors Forum
for the Chilean Municipal Network for Climate Change.

4.2 Data Analysis
As discussed, all interviews were recorded and later manually transcribed for analyzing purposes. An analytic strategy
was developed in order to analyze the data (Yin, 2009). However, given the extensive text created through the
transcription of interviews, a computer-assisted qualitative data analysis software, Atlas.ti, was used to aid in the
analysis. As Yin (2009) states, such softwares are extremely helpful when “(a) the words or verbal reports represent
verbatim records and are the central part of your case study evidence and (b) you have a large collection of such data”
(p. 129). However, they do not perform the analysis for you, but rather serve to assist you in the process.
Ultimately, a set of codes were defined and assigned to the text in order to help ease the analysis. In assigning a set of
codes throughout the texts, the software allowed for a grouping of information into key categories and themes. It also
enabled the creation of more complex categories by grouping different codes together (Yin, 2009), which was a tool
used for this thesis. A data display was ultimately created to help manipulate the data (Yin, 2009), and keeping in mind
the analytic strategy that was initially developed, the qualitative data became analyzable, as can be seen by the
inclusion of quotes and other pertinent information in the empirical chapters (Chapters 6, 7, and 8).

4.3 Scope and Limitations
Provided the research aim, research questions and the methodology established, there were several limitations to this
study. First, given the single-case study and bottom up approach conducted, a major limitation was that only themes
and initiatives identified in the city of Santiago de Chile in the domains of food and mobility were explored and
analyzed in-depth, which may not be fully indicative of all the initiatives present in other major cities of Latin America.
In other words, key initiatives and themes addressed in other cities in the domains of food and mobility were not
explored if they were not present in Santiago de Chile. Furthermore, while the aim of this research was to look at the
role of Latin American cities and city networks in addressing and implementing SCP strategies in Latin America, only
initiatives in one city were explored in-depth, while a general analysis through literature review was carried out for two
other global Latin American cities. As a result, it is acknowledged that a multiple case study design would have an
advantage over a single case study approach, but this was not feasible for this study due to insufficient time and
resources. Finally, exploring the role of city networks solely through secondary sources, rather than through direct
contact with networks’ administrative bodies, may not have enabled a comprehensive analysis of the role of city
networks in influencing local SCP policies and initiatives for food and mobility in Latin American cities.
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The next several chapters aim to answer the central research questions for this thesis. Chapter 5 provides an overview
of the urban governance structure for the city of Santiago in order to set the context for Chapters 6 and 7, which
outline the key policies and initiatives identified for sustainable food consumption and mobility in the city. Chapter 8
then answers the second and third central research questions, and therefore compares SCP policies and initiatives in
Buenos Aires and Bogotá with those found in Santiago de Chile, and further discusses how the international SCP
agenda in the domains of food and mobility is used and reproduced by city networks in Latin America.
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5. Setting the Context: Santiago de Chile
Before delving into the first central research question for this thesis, it is essential to provide an overview of the current
state of affairs and administrative structure in Santiago de Chile. As previously discussed, Chile is one of the most
urbanized countries in Latin America, with approximately 90% of its population living in cities in 2015 (CIA, 2016; UN,
2016). Of the total population, over 40% lives in Santiago de Chile, which means approximately 6.507 million citizens
(CIA, 2016). The high economic growth rates experienced in the country in the last 20 years have led to significant
reductions in poverty levels, though Chile is still characterized as having one of the worst income distributions and
highest inequality in Latin America (Barozet & Fierro, 2011). Barozet and Fierro (2011) claim that the richest 10% of the
population concentrates approximately 45% of all income, while the poorest 10% concentrate only 1%. This inequality
is particularly evident in the city of Santiago. While the country has indeed experienced reductions in poverty levels,
economic growth has also contributed to rising incomes and thus a rising middle class (Barozet & Fierro, 2011). Given
concerns in the international arena about the role of the rising middle class in developing nations, and their current
path towards the unsustainable consumption patterns seen in industrialized nations, it therefore seem appropriate to
target sustainable consumption and production in Latin America, particularly in cities like Santiago de Chile.
The city of Santiago, also known as the metropolitan area of Santiago, is located in the Metropolitan Region of
Santiago, one of the 15 regions of the country. In 2009, the metropolitan area made up 48% of the total national GDP,
making it the economic engine for Chile (Orellana, 2009). It comprises 34 municipalities, 32 of which fall within the
administrative boundaries of the Province of Santiago. As such, unlike other capital cities in Latin America, the
metropolitan area of Santiago does not have its own administrative boundaries (Orellana, 2009). Furthermore, it is
important to note that the city of Santiago is characterized by extreme economic and socio-territorial disparities
between its municipalities (Orellana, 2009), which inherently impacts their progress towards sustainability, as will
become evident throughout this thesis.
According to Nuissl, Höhnke, Lukas, Durán, and Rodriguez Seeger (2012), megacities like Santiago are places
traditionally characterized as facing many sustainability-related challenges, and it is therefore essential that urban
policies and development strategies established in these cities are adequate and successful in addressing such
challenges. In order to provide adequate solutions to urban development problems, it is necessary to consider both the
political and institutional context in which such strategies are being implemented. Therefore, exploring governance
issues is essential when looking at sustainable development, as it provides knowledge on the feasibility of urban
development strategies (Nuissl et al., 2012). As such, the urban governance structure of Santiago is discussed in the
next sections, providing a historical overview in order to understand the increasing role of various actors within the city
as well as the complexity associated with the various actors intervening in the city.

5.1.1 The History of Urban Governance in Santiago
As Nuissl et al. (2012) state, the urban governance and institutional framework present in Santiago today is largely a
result of the historical events that took place in Chile during the twentieth century. Given that the city of Santiago does
not have its own administrative boundaries or authoritative government, it is ultimately influenced and affected by the
governance structure of the Metropolitan Region of Santiago, which is what is discussed in this section. Nuissl et al.
(2012) highlight three key historical phases that have influenced urban governance as a result of economic and political
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restructurings at the national level: (1) a strong state intervention and import substitution policy between 1930 and
1970, (2) a military dictatorship and economic liberalization from 1973 to 1989, and (3) a re-democratization process
and the strengthening of the neoliberal economic model beginning in 1990 that is still present today.
In the first phase of state intervention and import substitution policies, the city of Santiago experienced a mass
migration of citizens from the countryside, with its population increasing from approximately 700,000 in 1930 to
almost 2,900,000 by 1970 (Nuissl et al., 2012). Due to an uncontrolled urbanization and unprecedented migration into
the city, by 1960, over one third of the population in Santiago lacked access to basic infrastructure and services (De
Ramon, 2007, as cited in Nuissl et al., 2012). Resolving these issues become a national priority, and as a result, the
national government established the Ministry of Housing and Urbanism (MINVU) in 1965. Through this centralized
approach, the national government became the sole authority for addressing various urban policy fields, such as urban
planning, road infrastructure and health services (Siavelis et al., 2002, as cited in Nuissl et al., 2012). As such, this
period was characterized by heavy state regulation.
In the second phase, the military dictatorship of Augusto Pinochet and the emphasis placed on a neoliberal economic
model significantly altered the political and institutional context for urban governance (Nuissl et al., 2012). As stated by
Nuissl et al. (2012), “the invisible hand of the market was now regarded as the ‘ideal urban planner’” (p. 92), meaning
that that the market would determine how and for what purposes land would be used for. This period was further
characterized by privatization and deregulation of some sectors, particularly the transportation sector. However, under
Pinochet’s authoritarian regime, the country was still governed in a highly centralized manner. Although the country
was divided into 13 regions, 51 provinces and 341 municipalities (Nuissl et al., 2012), such efforts were carried out
solely in aims of deconcentration rather than decentralization (Rodríguez Seeger, 1995, as cited in Nuissl et al., 2012),
so as to further strengthen the control of the national government. According to Litvack, Ahmad, and Bird (1998),
deconcentration refers to “the mere assignment of responsibility to lower levels of administration” (p. 89, as cited in
Nuissl et al., 2012). In redefining municipal borders in 1980, the government also re-transferred certain responsibilities
to municipalities, including health care and education (Nuissl et al., 2012). However, the state did not provide them
with the necessary financial resources, which ultimately led municipalities to rely on the private sector for delivering
basic services and infrastructure (Rodríguez Seeger & Ducci, 2006).
Finally, in the third period beginning in 1990, Chile sees a political regime shift from an authoritative dictatorship
towards a return to democracy (Nuissl et al., 2012). Although Chile experienced a drastic shift in the political sphere,
the neoliberal economic model persisted and remained similar to that applied in the mid 1970s by Pinochet and his
regime (Barton, 2002). In other words, this new period was and continues to be characterized by economic continuity,
in which the neoliberal economic model prevails and emphasizes the crucial role of the market (Barton 2002; Nuissl et
al., 2012). This was the case not only at the national level, but also at the city level, ultimately guiding urban
development and governance (Nuissl et al., 2012). A second wave of privatization occurred that was primarily driven by
market-oriented reforms. Furthermore, public-private partnerships began to emerge, particularly for downtown
regeneration schemes, but also for large development projects that characterized the urban planning domain.
Although this period was characterized primarily by greater liberalization and deregulation, the government did
manage to re-regulate the transport sector, which had suffered from huge inefficiencies in previous decades (Nuissl et
al., 2012). Thus, the urban governance and institutional structure present in Santiago today is seen to have been
heavily influenced by these three periods in Chilean history, and is further discussed next.
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5.1.2 Contemporary Urban Governance in Santiago
As can be seen in the preceding section, Chile remains a highly centralized country and as some would claim, Santiago
is the ‘victim’ of such an over-centralized state (Valenzuela, 1999, as cited in Nuissl et al., 2012). Due to this factor, the
governance structure and institutional system in the Metropolitan Region of Santiago is quite intricate and complex,
with various actors making decisions and taking action within the region’s territorial space (Barton & Kopfmüller, 2012).
As Barton & Kopfmüller (2012) state, the multiple public actors involved in the governing of the metropolitan region
include fifty-two municipal authorities, various regional ministerial secretariats (SEREMIs), the under-secretariat for
regional development (SUBDERE), and the regional government, further composed of a presidential representative, the
Intendente or Intendant, and the regional council (see Figure 4). The various sectorial ministries intervening in the city
have typically carried out very uncoordinated actions between them; however, there are increasingly more interinstitutional initiatives being created in efforts to reach sustainable development objectives (Barton & Kopfmüller,
2012; Barton, 2013). Given that these regional ministries play a strong role in development strategies in the region,
there is a strong central control over local capacities, and as such, municipal and local authorities are often highly
dependent on the ministries and national government (Barton, 2013). Ultimately, a lack of inter-municipal cooperation
is also highly evident (Hölzl & Nuissl, 2014), further contributing to the lack of coordination amongst key public actors
in the city. Furthermore, the regional government is relatively weak compared to other ministries and the intendant is
not democratically elected; rather, he or she is handpicked by the president (Barton, 2013). As such, there have been
many discussions to have a single, autonomous, and democratically elected metropolitan city mayor to overcome the
complexities in the city’s governance structure, but as a result of the historical roots of centralization and because a
significant portion of the nation’s GDP is concentrated in the city, the president and the ministries are determined to
continue having a direct involvement in local governance in the city and are therefore hesitant to enable such an
alternative (Barton, 2013).
Presidency
Presidential Message – Agenda
10 – Investment Programming

Ministerial Regional
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Intendant
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Figure 4. General Governance Structure for Metropolitan Region of Santiago (adapted from Barton and Kopfmüller, 2012).
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Furthermore, given the overly market-oriented national policy in Chile, the private sector is seen to play a very strong
role in the governance of city (Hölzl & Nuissl, 2014). Amongst the private sector actors that are seen to be highly
involved are real estate developers, construction and infrastructure companies, the Chilean Chamber of Construction,
as well as private consultants and planning agencies in charge of developing municipal land-use plans. These private
actors are often further involved in public-private partnerships (PPPs) for enabling public goals and provisioning of
public goods (Hölzl & Nuissl, 2014). However, because of their strong role and involvement, they are often seen to
exploit their position and unjustly influence decisions made in regards to urban planning and the functioning of the
city, particularly as a result of their strong ties with members of the national government (Hölzl & Nuissl, 2014).
Finally, studies have shown that civil society in Santiago is quite underdeveloped, and therefore only plays a minor role
in the governance of the city (Hölzl & Nuissl, 2014). This is seen to be largely due to the impacts of the military
dictatorship and a strong focus on ‘technocratic’ top-down governance (Hölzl & Nuissl, 2014). However, it is being
increasingly acknowledged that citizen participation is essential for decision-making in the city, and the emergence of
new civil society initiatives is becoming evident (Hölzl & Nuissl, 2014).
Given this background and context for Santiago de Chile, the next two chapters attempt to answer the first central
research question of this thesis:
•

What SCP policies and initiatives are present in the city of Santiago de Chile in the priority consumption
domains of food and mobility?

Chapter 6 thus discusses the policies and initiatives identified in Santiago and the role of various actors with respect to
the SCP domain for food, while Chapter 7 discusses those identified for the mobility domain.
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6. Sustainable Food Consumption in Santiago de Chile
The definition for sustainable food to be used in this thesis draws upon that introduced by the UK Sustainable
Development Commission, as it appears to be the most encompassing attempt to define the term (Reisch, Eberle, &
Lorek, 2013). Therefore, for the purpose of this research, sustainable food will be defined as that which (Sustainable
Development Commission, 2005):
o
o
o
o
o
o

Is safe, healthy and nutritious for consumers
Can meet the needs of the less well off
Provides a viable livelihood for farmers, processors, and retailers whose employees enjoy a safe and hygienic
working environment
Respects biophysical and environmental limits in its production and processing while reducing energy
consumption and improving the wider environment
Respects the highest standards of animal health and welfare and is compatible with the production of
affordable food for all sectors of the society
Supports rural economies and the diversity of rural culture, emphasizing local products that minimize food
miles

In this chapter, the framing of sustainable food consumption in Santiago is first examined. This is then followed by a
discussion of key initiatives and policies identified in the city addressing sustainable food consumption as defined
above. The chapter concludes with a future outlook on sustainable food consumption in the city as perceived by local
actors, as well as the key stakeholders that should be involved in the transition towards sustainable food consumption
in the city.

6.1 Framing of Sustainable Food Consumption
According to actors working in the field of sustainable food consumption and production in Santiago, there seem to be
no citywide policies or discussions on the issue today. Rather, the few discussions present occur at the national level,
and are primarily concerned with promoting and enabling healthy eating and healthy lifestyles (Interview 1, 2, 4, 6, 13,
14, 15). There have been several national campaigns and initiatives in previous years, such as the 2010 governmental
program “Elige Vivir Sano” (Choose to Live Healthy) emphasizing healthy eating and physical activity, and the “Super 8
Law”, which aims to regulate information presented on nutritional labels and establishes maximum limits for various
nutrients including saturated fats, sodium and sugar, in order to encourage healthy eating (Fundacíon Chile & GFK
Adimark, 2014). This emphasis on healthy lifestyles and healthy eating is claimed to be largely as a result of the
significant increases in the rate of obesity in Chile due to drastic changes in nutrition and lifestyle patterns amongst the
Chilean population (Interview 2, 4).
Apart from healthy eating and healthy lifestyles, other major aspects of sustainable food consumption appear to be
fundamentally absent in the public agenda, at both the national and city levels. It is claimed that there is no emphasis
on other social or economic aspects such as promoting and ensuring food security, the livelihood of farmers, a local
economy, or animal welfare (2, 14), though as will be discussed in section 6.2.1, there are some governmental efforts
to strengthen and improve the competitiveness of fresh markets in the city, as well as throughout the country.
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Furthermore, there seems to be no significant discussion about the production side of food and its environmental
impacts (4, 6, 9, 14, 15).
As a result, since concerns regarding sustainable food consumption at a city level do not appear to be widespread in
Santiago, apart from the presence of fresh markets, only a few, mainly citizen-led initiatives addressing the issue were
identified. As such, they have been characterized as small and isolated grassroots initiatives (Interview 1, 13). The next
section will highlight the key initiatives and policies identified with respect to sustainable food consumption and
production in Santiago.

6.2 Food Policies and Initiatives
As discussed above, this next section outlines the key policies and initiatives identified in Santiago de Chile with respect
to sustainable food consumption. The discussion begins by highlighting the significant presence of fresh markets in the
city and their competing nature with modern food systems, as well as their role in promoting food security, viable
livelihoods for farmers and producers, and a local economy in the city. This is then followed by a discussion of smallscale initiatives addressing additional sustainable food topics including food safety, organic production and
consumption, producer-consumer relationships through community-supported agriculture, and food waste.

6.2.1 Ferias Libres – Fresh Markets
In Chile, food provisioning and commercialization consists of two main channels: (1) the formal channel made up of
supermarkets and other large food stores, and (2) the traditional channel consisting of small-scale agricultural
producers, wholesale markets for food provisioning and a network of other intermediaries, produce vendors at the
fresh markets (known as ferias libres), greengrocers, and consumers (Faiguenbaum, Berdegue, & Reardon, 2002;
Oficina de Estudios y Politicas Agraria [ODEPA], 2002; Saez Tonacca, Canete Arratia, Marchant Dinten, & Torres, 2011) .
Chile adopted the supermarket system in the 1970s and 1980s, but this modern food system was primarily restricted to
high-income areas in large cities (Faiguenbaum et al., 2002). In the 1990s, the supermarket system began to spread
rapidly, extending to middle and working class neighborhoods, and even smaller cities and towns. This rapid expansion
of the supermarket system was a result of high rates of urbanization, increasing real average per capita incomes,
increased availability of refrigerators, more citizens having access to a car, and increased opportunity costs of time
leading to fewer people cooking and a greater consumption of processed foods. Other reasons included trade
liberalization in the 1980s and reductions in regulations for foreign direct investment (Faiguenbaum et al., 2002).
This expansion, however, came at the expense of the traditional channel and the neighborhood-based retailers in the
meat, fish, milk and dairy products, and fruits and vegetables sectors, though the latter appears to have been the least
affected compared to the other sectors (Faiguenbaum et al., 2002). While in 1980 traditional markets were responsible
for 71% of sales and supermarket channels only responsible for 29% of the total food sales in Chile, by 2008, traditional
markets were responsible for only 30% of national food sales while supermarkets concentrated 70% of total sales.
Future projections estimate that supermarkets will concentrate 92% of all food sales by 2020. However, it is important
to note that of the 30% attributed to traditional channels in 2008, 50% was represented by fresh markets, known as
ferias libres (Saez Tonacca et al., 2011).
Ferias libres have traditionally played, and still play, an important role in the provisioning of fruits, vegetables and
seafood in Chile, supplying 70% of fruits and vegetables, as well as 50% of the seafood in the country (Sáez & Torres,
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2008; Confederacion Gremial Nacional de Organizaciones de Ferias Libres, Persas y Afines de Chile, 2013; Observatorio
Feria Libre, 2013). 933 ferias libres have been identified in Chile, 425 of which are located in the Metropolitan Region of
Santiago (Confederacion Gremial Nacional de Organizaciones de Ferias Libres, Persas y Afines de Chile, 2013). During
weekends, approximately 2 million people visit the ferias in the city (Sáez, Torres, & Caceres, 2010), thereby involving a
large portion of the city’s population. As such, given that nearly 50% of ferias in Chile are found throughout Santiago, it
is claimed that they play an important role for food consumption in the city.

6.2.1.1 Food Security, Employment and Local Economy
In order to understand the importance of ferias libres in promoting and enabling sustainable food consumption in the
city, it is necessary to identify the key actors involved in their supply chain as compared to those actors involved in
supermarket supply chains.
According to Faiguenbaum et al. (2002), supermarkets in Chile purchase their fruits and vegetables from medium and
large-scale farmers, as well as from supply firms and centralized distribution centers. These distribution centers impose
significant barriers to many suppliers, largely due to quality standards and scale of production required, ultimately
preventing small-scale producers from supplying to supermarkets. As a result, only those suppliers that are able to
implement technical innovations and further organize procurement networks with changes in logistics, transportation,
storage, and basic cleaning, sorting and grading, are able to supply to supermarkets (Faiguenbaum et al., 2002).
Conversely, fresh market channels are predominantly comprised of local small-scale and medium-sized producers
unable to meet the demands of supermarkets (Sáez & Torres, 2008), intermediaries, wholesale or central markets, and
ferias libres (Rivas, 2013). Producers sell most of their produce in wholesale markets in Santiago, either directly or
through intermediaries (Faiguenbaum et al., 2002). A study conducted by Sáez et al. (2010) characterizing the market
channels for fruit and vegetable products in the Metropolitan Region of Santiago shows that 81.7% of the produce
supplied in ferias libres throughout the city come from central wholesale markets in Santiago, mainly Lo Valledor and
Vega Central. The majority of fresh market vendors buy their produce directly from producers (26.1%), while others
buy from any trader based on best price (25.1%) or other intermediaries (24.3%) selling in wholesale markets.
Ultimately, from these wholesale markets, the produce can be sold directly to consumers through ferias libres and
other small shops (Faiguenbaum et al., 2002). In a smaller percentage, some producers can avoid intermediaries and
wholesale markets, and can thus sell directly to ferias libres, restaurants or institutions (Rivas, 2013).
On the consumption side, an exploratory survey conducted by Faiguenbaum et al. (2002) had highlighted the
preferences and buying behaviors of consumers from different socioeconomic classes in Santiago. Results showed that
98% of high-income consumers ‘always or almost always’ shopped for fruits and vegetables in supermarkets, while 81%
and 10% of middle- and low-income consumers did so, respectively. It was seen that those high and middle-income
consumers who preferred supermarkets did so because of the quality of service provided, while those that preferred
ferias libres did so because of the quality of the products. Low-income consumers primarily preferred to purchase
produce in ferias libres due to reasons of cost and quality of the products. Most low and middle-income consumers
surveyed rejected the idea of product quality emphasized by supermarkets because they did not consider refrigerated
and stored fruits and vegetables as ‘fresh’; instead, they preferred the more ‘natural’ products offered by fresh market
vendors (Faiguenbaum et al., 2002). Consumer preferences for different income groups as described above may further
support evidence showing that the presence of ferias libres is inversely related to the socioeconomic level of a
neighborhood, as it has been observed that high-income neighborhoods have a smaller concentration of these markets
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(Faiguenbaum et al., 2002; Sáez & Torres, 2008). These results are also supported by Sáez & Torres (2008), as can be
seen by Figure 5, showing a simplification of the supply chain for fruits and vegetables in the internal market.
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Figure 5. Channels for Commercialization of Fruits and Vegetables in the National Market (reproduced from Sáez & Torres, 2008)

In looking at the characteristics and actors of the supply chain for fresh markets, some key aspects for promoting and
enabling sustainable food consumption are evident. First, fresh markets provide a viable channel for the
commercialization of produce for small-scale farmers and fishermen, who are unable to supply to the formal channel of
supermarkets. In addition, ferias libres are an important source of employment, for both men and women (Sáez et al.,
2010). According to a study carried out by the Office of Agrarian Studies and Policies (Oficina de Estudios y Políticas
Agrarias [ODEPA]) and the National Association of Fresh Markets (Asociación de Ferias Libres [ASOF C.G.]), it is
estimated that in Chile, there are 66,515 sales points that in total employ approximately 196,712 people per week
(Observatorio Feria Libre, 2013). The study also points out the significant presence of women owning sales points and
participating in ferias libres; of the 66,515 sales points, it is estimated that 57.3% of them are owned or managed by
men, while the other 42.7% are owned or managed by women (Observatorio Feria Libre, 2013).
Furthermore, according to Sáez et al. (2010), Chile’s ferias libres exhibit several competitive advantages, amongst
which are: greater offer and variety of fresh produce in terms of quality and prices, “freshness” of produce, close
proximity of these markets to the home, and personalized attention for consumers. They also have significant value
with regards to their cultural representation. As such, given their wide range of products and prices, and the fact that
they supply 70% of all fruits and vegetables in the internal market, ferias libres are clearly an important access point to
fresh and healthy food for all socioeconomic levels, particularly for low-income families. This highlights their
importance for ensuring food security not only in the city, but Chile as a whole. Furthermore, they help minimize food
miles by promoting local production and consumption, and thereby a local economy. Given that almost 50% of all fresh
markets are located in the metropolitan region of Santiago, this would certainly have very important implications for
local small-scale producers, vendors and consumers in and around the city.
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Ultimately, given the increasingly recognized importance of ferias libres in Chile, and Santiago in particular, there are
current and ongoing efforts to strengthen and improve their competitiveness for food provisioning. In order to do so,
this unequivocally implies greater participation for them in the national market (Rivas, 2013). The Ministry of
Agriculture has shown interest in promoting and strengthening the development of this traditional channel for internal
consumption, with aims of making it a more modern, efficient and consumer-oriented channel. ODEPA, along with
ASOF C.G. and the technical support of the FAO, established an intelligence agency known as Observatorio Feria Libre,
whose primary objectives are to: (1) increase and improve the competitiveness of ferias libres as an important channel
for the commercialization of fresh and healthy foods supplied by small-scale producers and family-based agriculture,
(2) increase the incomes of fresh market vendors and small-scale producers through greater participation in the
domestic food market, and (3) contribute to improved nutrition and food security amongst the Chilean population
(Rivas, 2013).

6.2.1.2 Healthy and Nutritious, But Safe?
Though fresh markets in Chile provide a substantial percentage of consumers with fresh, healthy and nutritious foods,
increasing concerns regarding food safety and quality internationally and increasing demands of Chilean consumers for
safe foods may be important factors negatively affecting fresh markets.
In 2005, a presidential advisory commission, the Chilean Agency for Food Safety and Quality (ACHIPIA), was created
with aims of examining and revising the institutionality of the national food safety system that controls, inspects and
monitors food production and commercialization in Chile, and further developing a national policy on food safety
(Agencia Chilena Para la Inocuidad y Calidad Alimentaria [ACHIPIA], n.d.). Various ministries formed part of the
commission, with the ultimate objective of coordinating between the different institutions involved in food safety and
quality issues (ACHIPIA, n.d.; Ministerio Secretaría General de la Presidencia [MINSEGPRES] & ACHIPIA, 2009); Interview
1). In 2009, President Michelle Bachelet introduced the National Policy on Food Safety to “protect the health of people,
the rights of consumers and favor the competitive and export-oriented development of the food industry”
(MINSEGPRES & ACHIPIA, 2009, p.6). It aims to take into consideration the strengths and weaknesses of the existing
national food safety system, national and international consumer demands for safe foods, and the continuous changes
and innovations in food technology (MINSEGPRES & ACHIPIA, 2009). Ultimately, it is a framework of action to develop a
modern, efficient and integrated system that guarantees the safety and quality of food produced, processed and
commercialized in the country. Another major component of the policy is to enable and foster the transformation of
Chile into a major food exporter and agri-food power (“Potencia Agroalimentaria”) (MINSEGPRES & ACHIPIA, 2009).
Accordingly, although the policy stresses that the country must guarantee safe foods to both the domestic and
international markets, greater emphasis has been placed on improving Chile’s competitiveness in food exports, thereby
emphasizing the need to improve national sanitary standards to the same level as those required internationally
(MINSEGPRES & ACHIPIA, 2009). This poses problems for small- and medium-sized producers, as they often do not
have the resources and capacity to meet these standards without external support.
One of the five main objectives established by the policy is to promote risk-based preventive control practices and
traceability of food products throughout the food industry (MINSEGPRES & ACHIPIA, 2009). The objective falls in line
with the Food Health Regulation, regulating the incorporation of Hazard Analysis and Critical Control Points (HACCP) in
food establishments oriented towards the domestic market and making it obligatory to use risk-based preventive
control systems in food production (MINSEGPRES & ACHIPIA, 2009). This creates significant barriers for many small and
medium-sized producers and food companies given the high costs involved, and the technologies and training required
for implementing preventive measures, which include not only HACCP systems, but also good agricultural and good
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manufacturing practices. As such, the established lines of action to accomplish this objective explicitly state the need to
(1) develop a national program that provides information to key stakeholders regarding changes in the new food
control system, (2) promote and enable the use of established capacity-building instruments amongst small and
medium-sized producers and food companies, (3) expand government programs enabling food safety and quality
assurance in order to provide greater support to small and medium-sized producers and companies attempting to
modernize their food control systems, and (4) establish a program for Good Distribution Practices for wholesale and
central markets throughout the country (MINSEGPRES & ACHIPIA , 2009).
As such, given that ferias libres supply food in the domestic market and most or all actors involved in the their supply
chain do not have the necessary resources or capacity to implement risk-based preventive measures for food safety
and quality on their own, supply chain actors require external support in order to be able to meet increased sanitary
standards. In 2011, ASOF C.G. and the Ministry of Agriculture developed a pilot project in aims of implementing a
certification system for food traceability and safety of fruits and vegetables sold in fresh markets in Santiago
(Ministerio de Agricultura [MINAGRI], 2013; Pendola, 2013). The initiative came about as a result of both the increasing
demands of consumers wanting to know where their food is coming from and to further professionalize the sales of
fruits and vegetables in the internal market (MINAGRI, 2013). It was the first project dedicated to implementing a food
traceability and safety system in the domestic market, as other projects had been primarily focused on companies
exporting their products to the international market (MINAGRI, 2013).
In 2013, the project certified 7 small-scale producers from the municipalities of Lampa and Colina, and 10 vendors from
the ferias of Arrieta in the municipality of Peñalolen and Chacareros in the municipality of La Reina (MINAGRI, 2013).
The certified producers applied good agricultural practices (GAP) and followed specific protocols in order to meet water
quality standards and maximum allowed levels of pesticide residues in their products (MINAGRI, 2013). The fresh
market vendors that participated in the project were provided with trainings in order to meet hygiene and sanitary
standards at the point of sales, which included making sure that all certified products were individually packaged and
contained their identification code, separating these certified products from non-certified products, and continuously
cleaning and disinfecting their hands (MINAGRI, 2013; Pendola, 2013). In order to promote and inform consumers
about the initiative, ASOF C.G. developed a marketing campaign called Caserita Prefiera Salud Siga la Raíz del Producto,
which enabled consumers to purchase products that were safe and traceable (Pendola, 2013).
The president of the National Association of Fresh Markets at the time stated that the food safety and traceability
system was ultimately developed as a tool and experience that should be taken up by the public institutions in the
future, given that concerns over food safety should not be the sole responsibility of the private sector and everyone
has a right to have access to safe foods (Pendola, 2013). However, it seems this pilot project did not have much
success, as there seems to be no continued attempts to spread this initiative amongst other peri-urban farmers and
fresh market vendors in the region.

6.2.2 Organic Food Consumption and Production
Next, an important strategy that was developed in response to the increasing concerns with the industrialization of the
dominant-food provisioning system –amongst which are concerns regarding naturalness of foods, food safety, pesticide
use, animal welfare violations, social impacts on workers, degradation of the rural lands and other environmental
impacts–is organic farming and organic food consumption (Oosterveer & Sonnenfeld, 2012). According to Oosterveer &
Sonnenfeld (2012), “in 30 years, organic food has evolved from a minor alternative method for producing food to the
dominant reference model for consuming ‘natural and sustainable’ food” (p. 236). Today, organic products are also
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available and accessible through supermarkets. However, their increasing availability in supermarkets has been highly
debated amongst various groups in society, given that this strategy was initially a direct criticism of the destructive
agro-industrial practices and the increasing disconnect between producers and consumers that are characteristic of the
industrialized food-provisioning system (Raynolds, 2004, as cited in Oosterveer & Sonnenfeld, 2012). Many claim that
an integrated vision of organic food production and consumption entails maintaining a close relationship between
organic food producers and consumers (Oosterveer & Sonnenfeld, 2012). Regardless of this debate, however, in many
parts of the world supermarkets have become the main outlet for the provision of organic foods (Banks and Marsden,
2001, as cited in Oosterveer & Sonnenfeld, 2012). Although the strategy of organic food production and consumption
has been more pronounced in advanced economies, it has yet to spread to other parts of the world (Oosterveer &
Sonnenfeld, 2012).
According to a report by Herrera (2010), in 2010, the market for organic products in Chile was quite small, though
demand was growing annually by approximately 20%. The greatest demand and concentration of organic products was
found in the fruits and vegetables, as well as wine sectors. Though there were no official numbers at the time, it was
estimated that the organic food market in Chile comprised approximately USD $35 million dollars worth of products, of
which only USD $2.4 million were consumed locally and the rest were exported (Chilean Organic Agriculture
Association, as cited in Herrera, 2010). Given that over 90% of the national organic production was exported (Herrera,
2010), it is clear that organic production in Chile has been primarily an export-oriented activity. Furthermore, of the
total organic products sold in Chile, 60% were sold in supermarkets (Chilean Organic Agriculture Association, as cited in
Herrera, 2010). Import of organic products in 2010 was also very minimal (Herrera, 2010). This is largely due to the fact
that all organic, ecological, or biological products commercialized within the country must abide by norms and
requirements established in Chilean legislation and the National Certification System for Organic Food Products
(Sistema Nacional de Certificación de Productos Orgánicos Agrícolas) (Herrera, 2010; Servicio Agricola y Ganadero,
n.d.). As such, organic products sold in Chile must be certified by private institutions that are registered with the
Ministry of Agriculture’s, Agriculture and Livestock Service (Servicio Agrícola y Ganadero [SAG]), through the Registry of
the National Organic Certification System (Registro del Sistema Nacional de Certificación Orgánica) (Herrera, 2010;
Interview 1). Evidently, this makes the commercialization of foreign organic products in the Chilean market a slow and
tedious process.
In looking at this information, it appears evident that those who obtain the benefits from organic food production in
Chile are the large- and medium-sized producers, given that a large majority of organic food products are exported and
small-scale producers generally do not have the means to meet either national or international standards for organic
certification (Interview 4). Clearly, this also hinders organic food consumption in Chile since only a small portion of
organic food products produced in Chile remain to be sold in the national market.
Focusing on Santiago, high- and middle-income consumers who have the resources can gain access to organic food
products through supermarkets and a limited number of organic stores found throughout the city (Herrera, 2010).
However, interest in the underlying principles of organic food production and consumption can be seen only amongst a
small portion of the population through citizen-led initiatives, such as urban organic agriculture and community garden
initiatives. One such initiative is the Urban Organic Gardens of Aldea del Encuentro, a community garden established in
2001 in the municipality of La Reina. It was one of the first urban organic agriculture initiatives to emerge in Chile and,
as a result, has served as a model for many initiatives succeeding it (Interview 4). It was created with the intent of
enabling a space for community interaction and participation, as well as providing citizens with an opportunity to learn
how to cultivate healthy and organic food, and further connect with nature (Interview 4). Ultimately, however,
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program coordinator, Julia Franco, highlights the barriers and difficulties faced not only by organic producers involved
in the program, but all small-scale producers throughout Santiago and the country attempting to obtain an organic
certification. She states:
There is no initiative to support organic and biological farmers so that they can lower their production
costs [...]. [They] have no support from national or municipal levels; there is absolutely no support for
farmers so that they can effectively comply with all the regulations demanded by the Agriculture and
Livestock Service’s organic certification. The level of demand is so high that, without support from
subsidies, it is very difficult to meet. There are many restrictions and limitations for someone who wants to
get certified, and therefore, many farmers cannot sell their products as organic and thus a higher price.
But if a small-scale farmer wants to sell in the internal organic market, they must be certified (Interview 4).
These limitations faced by small-scale farmers in and around the city are further evidenced by the few local organic
stores and organic markets present in Santiago today. In looking at the traditional fresh markets around the city, none
provide certified organic products (Interview 13). This could likely be as a result of the difficulties and costs associated
with obtaining the certification. But, as Claudia Cossio, founder of a community-supported agriculture (CSA) initiative
called Huellas Verde (further discussed in section 6.2.2.) claims, it also appears to be that the fresh market
organizations are not open to organic farmers. She states:
Fresh markets, which came about as a means for farmers to have a space to sell their products, are now
institutions that are not opening up spaces for organic farmers. And that’s an obstacle that is not really
being addressed. It’s about participation. Fresh market vendors have their unions, and I don’t know if it is
possible to become a member of fresh markets as an ecological farmer (Interview 13).
As such, while one cannot find certified organic products in the ferias libres belonging to the National Association of
Fresh Markets, there are currently two independent markets in Santiago selling certified organic products: Eco-feria in
the municipality of La Reina and Mercado Organico in the municipality of Vitacura (Interview 1, 4).

6.2.3 Community-Supported Agriculture
Furthermore, similar to the rise of organic food production and consumption, the past decades have also seen the
emergence of other local agri-food networks, whereby different sets of social actors are also looking for alternatives to
the contemporary system of food provisioning (Schnell, 2007; Oosterveer & Sonnenfeld, 2012). According to Oosterveer
and Sonnenfeld (2012), the main aims of this movement are to address concerns about food quality, human health, the
environment, social justice and ethical dimensions of industrialized modes of production and consumption. In addition,
the movement gives significant importance to social bonds and awareness for achieving and strengthening
sustainability, and therefore stresses the importance of establishing direct connections between all actors of the food
supply chain (Oosterveer & Sonnenfeld, 2012). Finally, in contrast to the contemporary food system, members of these
alternative networks understand sustainability as including short supply chains, more fresh and seasonal foods, and
knowledgeable relationships between growers and consumers (Oosterveer & Sonnenfeld, 2012).
As such, another alternative to the agribusiness paradigm and globalized food provisioning system is communitysupported agriculture (CSA). In CSAs, consumers support organic farmers by paying a membership fee prior to the
growing season, which in turn guarantees them a share of the harvest cultivated during that season (Schnell, 2007; The
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Pennsylvania State University, 2013). This arrangement allows farmers to have the means to buy inputs and pay for
labor before their harvests, while also entailing that those consumers supporting the farmer must assume the risks of
potential crop failures ex ante (The Pennsylvania State University, 2013). Furthermore, this arrangement can foster longterm relationships between farmers and consumers. Given that an important aspect of CSAs is building this connection
between farmer and consumer, farmers can encourage their members to visit the farm for various reasons, such as for
socializing with other members or having a working share, whereby they can work on the farm for a given number of
hours per week for a reduced membership price (The Pennsylvania State University, 2013). As Schnell (2007) states:
The goals of CSA, however, go beyond being a simple economic exchange. CSA is, its defenders argue, a
fundamental rethinking of the relationship among food, economics, and community, a move toward a
greater degree of ecological sustainability and an attempt to partly disengage from the global
supermarket and reestablish vital local agricultural economies (p. 550).

6.2.3.1 Huellas Verde
In Santiago, only one community-supported agriculture initiative was identified, called Huellas Verdes. According to
Claudia Cossio, one of the founders of the organization, sustainable food consumption in Santiago today has been
primarily focused on the consumption of healthy products, including organic products. However, she claims that this
does not reflect significant progress in this field (Interview 13). In her view, there are two segments of consumers
interested in sustainable food consumption. First, there are those consumers who have the purchasing power to
consume healthy and organic products, and they do so merely for personal reasons and interests. Then there is a
smaller but increasing movement of consumers who have a more collective interest, who want to enable an economy
at a more local and human scale, and are interested in improving the environment and quality of life for all. This is
evidenced by the growing, but still isolated, urban (organic) agriculture initiatives throughout the city. However,
although these citizens are part of urban garden initiatives and produce organic or agro-ecological products, their main
diet does not consist of these products because the harvest from these gardens is minimal, and they do not have the
purchasing power to buy organic products elsewhere (Interview 13). In that sense, Santiago seems a long ways away
from developing this strong collective interest in sustainable food consumption.
As such, the Huellas Verdes initiative in Santiago did not come about as a result of a large social movement within the
city (Interview 13). However, as an agronomist, for Cossio, issues relating to producer-consumer relationships, enabling
a local economy and local production, and food sovereignty have been important and have played an essential role in
developing the initiative. Ultimately, it was inspired by a presentation given at a seminar held in Santiago 10 years ago,
which discussed the CSA model and its implementation in the United States. The idea resonated with Cossio, and she
eventually went to the United States to work on a CSA farm in order to learn about the model. In returning to Chile, she
saw an opportunity to start her own initiative. Essentially, she also wanted to show that this model could work in Chile,
because at the time, many organic or agro-ecological farmers believed it was too complicated and people wouldn’t
understand the concept, but also that the model was only applicable in developed countries and not in a city like
Santiago (Interview 13). She states: “For me, the idea of small-scale production, of agro-ecological production, made
sense. The CSA model made sense, as it was how I imagined consumer relations should be with respect to the market
and food. The system seemed perfect to me” (Interview 13).
Eventually, the initiative was established in 2011 by a group of young professionals from the fields of agriculture and
urbanism (Huellas Verdes, n.d.), who were interested in implementing this food production model in Chile (Interview
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13). Today, they work with an agro-ecological farmer from the municipality of Colina, who implements crop rotation
methods and refrains from the use chemical pesticides and fertilizers for production. Together they harvest over 70
types of fruits and vegetables per season, which are distributed on a weekly basis to all members of the organization.
Members must pay an annual membership fee prior to the harvesting season, and must also take turns working on the
farm, participating in educational and recreational activities, and helping out at the points of distribution. In 2014, 133
families in Santiago were participating in the initiative (Huellas Verdes, n.d.).
Although this model is now present in Santiago and has been able to bring some consumers closer to their food
(Interview 13), there are still many challenges ahead. The initiative remains very small considering the population living
in Santiago, and therefore a main challenge is to get more consumers to take action, and not to see this solely as an
interesting initiative in the city. Cossio finds that key elements are still missing to make this a successful model in the
city, given that this requires an active participation of society, as well as responsible and conscientious consumers
(Interview 13). Ultimately, Cossio believes this entails a particular social construction that’s not present in the city
today. She states:
Ultimately, what this consumption model provides is food sovereignty for cities. And this requires political
determination. How are we going to behave as consumers? How are we going to act as a community?
How do we want to feed ourselves? If one sits down to think about how they want their society to be like,
how they would like to feed themselves, in a responsible manner, they will choose to consume in this way,
because it brings the most benefits, socially, environmentally, and for the quality of life in the city
(Interview 13).
The issue in Santiago is that consumers are not well informed or educated about these issues (Interview 13). Cossio
sees citizens increasingly protesting against the modern food system, but what is still missing is for them to take
concrete actions (Interview 13).
With respect to the local governments, Cossio believes that municipal mayors are not very concerned with these issues,
and they do not see food and agricultural production as important themes to address (Interview 13). They do address
health issues, but as others agree, it is primarily focused on physical activity and eating healthy, with no discussion on
where food is coming from. But, according to Cossio, their principal role should be to support local farmer initiatives
and enable spaces for producers to commercialize their products, as well as enable producer-consumer interactions
within the city (Interview 13). Furthermore, given that they are in charge of the municipal schools, they should be
taking responsibility and trying to re-establish children’s connection with food and nature by setting up school gardens
that allow kids to participate in cultivating food (Interview 13).
Finally, given the aims and objectives of the CSA, Cossio claims she would not like to see the private sector involved in
these types of initiatives in any way. Given the private sectors competitive nature and ultimate goals of maximizing
profits, she believes that their interests would eventually clash with the ideals of this alternative model for food
production and consumption, and ultimately bring an end to the envisioned characteristics of the CSA model.
Ultimately, Cossio believes that these issues must inherently emerge from civil society. However, there needs to be a
greater demand from consumers to make these types of initiatives more mainstream, and ultimately to achieve greater
sustainability (Interview 13).
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6.2.4 Food Waste
Finally, in looking at current food systems, another important impact from food production and consumption that is
greatly discussed at the international level is that of food loss and food waste. According to a report by the Food and
Agriculture Organization (FAO, 2011), approximately one-third of food produced for human consumption every year is
lost or wasted globally. An important distinction is made between the terms of food loss and food waste: food loss
refers to “the decrease in edible food mass throughout the part of the supply chain that specifically leads to edible food
for human consumption” (FAO, 2011, p. 2), taking place in the production, post-harvest and processing stages of the
food supply chain, while food waste refers to food lost at the end of the food chain, at the retail and final consumption
stages (Parfitt et al., 2010, as cited in FAO, 2011). Food losses result in the inefficient use and waste of resources during
production stages, especially of land, water, energy and inputs. In addition, food waste and food loss also contribute to
the unnecessary production of greenhouse gas emissions. Furthermore, given that food security is a major concern in
various parts of the world, avoiding and preventing food losses and food waste has also become an important issue to
address (FAO, 2011). Finally, an important matter to point out is that although food lost or wasted occurs throughout
the supply chain, key differences in the extent and location of food loss are found between developed and developing
countries. In industrialized countries, a significant amount of food loss and waste is generated at the consumption
stage, though large impacts also occur during the early production stages. In developing countries, however, most of
the food loss occurs in the early and middle stages of the supply chain, with much less food wasted during the final
consumption stage (FAO, 2011).

6.2.3.1 DiscoSopa Chile
A notable initiative identified in Santiago de Chile addressing the issue of food waste is DiscoSopa Chile. DiscoSopa,
globally known as DiscoSoupe, is an international citizen movement that originated in Berlin in 2012 through a protest
carried out by the Slow Food Youth network, which later took place in Paris and then extended throughout France,
Europe and the rest of the world (Interview 15). The movement aims to create awareness amongst society about food
waste and to show that products that are soon to become waste can be perfectly safe, healthy and edible. In order to
achieve this goal, the movement organizes free awareness-raising events, called DiscoSopas. In these events,
volunteers obtain fruits and vegetables, originally destined to become food waste (i.e. for reasons of quality standards,
such as appearance, color or size), through donations from markets and then engage and involve citizens in collectively
using them to prepare healthy and tasty meals, all the while enjoying some live music (FAO, 2014).
In Santiago, the first DiscoSopa was held in December 2014. The initiative was inspired by a presentation given by
Federica Marra, an expert on the topic and a member of various organizations addressing food waste issues including
the Slow Food Youth network (FAO, 2014), during the FAO’s Regional Consultation of Experts on Food Losses and Food
Waste that took place in Santiago in 2014 (Interview 15). Marra discussed various strategies for sensitizing and
informing civil society on issues of food waste, amongst which she emphasized the importance of the DiscoSoupe
movement, particularly because of its fun and entertaining nature that aims to actively engage and inform civil society
without making them feel ashamed and guilty of their actions (Interview 15). Having learned about this movement, and
as a result of individual concerns and desires to take action, a small group of citizens in Santiago decided to become
part of the movement (Interview 15). During the first DiscoSopa in 2014, they saved 200 kilograms of fruits and
vegetables from ending up as food waste (FAO, 2014). According to Kathy Evert, spokesperson for DiscoSopa Chile:
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Our main focus is on food waste, specifically that generated by consumers. The idea is that from our
households we realize how we are contributing to food waste, how we can change our habits and
behaviors, and then once people are more conscious and aware [about the issue], they can start
demanding that the government and the private sector do something in this respect (Interview 15).
In Santiago, DiscoSopa Chile collects fruits and vegetables from fresh markets throughout the city or from the central
and wholesale markets. As is the case of many countries around the world, they cannot get access to food waste
generated at supermarkets due to legal reasons (Interview 15). However, the initiative also started a campaign and
petition called “La Suerte de la Fea,” which aims to replicate what is being done in other countries, such as France, by
asking supermarkets in Chile to do something to reduce the food waste generated in their stores and thus sell edible
products that will become food waste at lower prices. This has been extremely slow however, considering that in the
two months since the campaign started, they have reached less than 150 signatures (Interview 15).
The initiative in Santiago further tries to raise awareness on the issue by providing information to citizens through the
social media. Ultimately, however, engaging citizens, increasing their awareness of food waste issues, and motivating
them to take action has been difficult and a rather slow process for DiscoSopa Chile. They see it requires a substantial
change in mentality on the part of citizens (Interview 15). However, Kathy Evert believes that civil society plays a
fundamental role in pushing the issue and trying to place it on the public agenda. She claims that citizens are the ones
that essentially design and create the city and environment they want to live in. If citizens want to live in a healthier or
more environmentally friendly city, that promotes a better quality of life, then it is clear that citizens need to start
changing their mentality and behaviors, empowering themselves to take action, and then start demanding changes to
be made by both governments and the private sector (Interview 15). She also sees that, while raising awareness about
food waste issues amongst citizens can be hard, the most difficult and important step to achieve changes is to get
citizens to take action, which is what the movement attempts to do (Interview 15). Evert states: “Essentially, DiscoSopa
is an act of protest, but peaceful. It’s a means to say enough with the issue of food waste. We want an end to this, or at
least for it to be reduced. But we go about this in a more entertaining, more playful way, by inviting people to be part of
the solution, rather than simply saying they do not agree –through actions” (Interview 15).
Currently, the initiative does not interact or coordinate with other city actors such as local governments or the private
sector. However, given that the initiative aims to raise awareness amongst citizens throughout the city, the idea is for
the DiscoSopa events to be held in different locations each time. In this sense, it is essential for municipalities and the
local governments to facilitate and provide opportunities for carrying out the events in public spaces (Interview 15). In
addition, Evert states that given that the Metropolitan Region of Santiago is a member of the C40 city network, and
that the issue of food waste is inherently linked to greenhouse gas emissions, the regional and local governments
should further have the incentive to facilitate and support such initiatives. The initiatives should be seen as contributing
to government efforts for reducing greenhouse gas emissions in the city (Interview 15). With respect to the private
sector, Kathy Evert believes that few companies have an interest in these issues, given that it is likely not a profitable
area for them. It strongly depends on the will of the company, and although some companies and supermarkets in
Chile do dedicate themselves to sustainability issues, it seems unlikely that most will take initiative in their own.
Therefore, the key role is seen to rest on consumers for informing and empowering themselves in order to pressure not
only companies, but also governments, to take action (Interview 15).
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6.3 The Future of Sustainable Food Consumption in Santiago
In conclusion, in comparing Santiago with other cities in Latin America, there was a general consensus amongst most
interviewees that Santiago falls behind in addressing sustainable food consumption issues (Interview 1, 4, 6, 9, 13, 15).
As can be seen in the preceding sections, in addition to the fact that dialogue on the issue is absent at the city level, the
citizen-led, grassroots initiatives that are present remain quite small and isolated (Interview 1, 4, 6, 9, 13, 15). This is
likely due to the fact that the majority of citizens still do not seem to show an interest in these issues, which poses
significant obstacles, as it is claimed that they are essential for bringing the issues on the political and private agendas
(Interview 1, 6, 9, 13, 15). Furthermore, the lack of government support for the initiatives also hinders progress
towards a concrete agenda on sustainable food consumption in the city.
Today, members of civil society appear to be the most active actors in the city for addressing sustainable food
consumption issues, and are seen to be key actors for bringing change (Interview 1, 6, 9, 13, 15). It is believed that if
and when any significant changes occur in the future, it will come from societal demands (Interview 9, 13, 15).
Currently, it is evident that there are segments of society that are reacting against conventional forms of food
production and consumption, but this is seen to be done merely in the form of protests; in other words, they are solely
making statements and declarations against modern food system dynamics (Interview 6, 9, 13, 15). What is still lacking
on their part, however, is truly taking action against a particular issue (Interview 6, 9, 13, 15). This is clearly what these
small civil society initiatives attempt to do –engage, inform and empower civil society to take action (Interview 9, 13,
15). By actively taking action, one can show that consumption is a political act (Interview 9). Ultimately, however, what
is lacking but essential for these issues to be addressed are citizen motivation, education and empowerment (Interview
9, 13, 15). By informing and empowering themselves, citizens can then begin to take necessary actions and demand
changes from both governmental institutions and private companies (Interview 9, 13, 15).
As has been evidenced by this chapter, the Chilean government is characterized as being reactive, rather than proactive
when it comes to placing particular issues on the public agenda (Interview 1, 2, 9, 15). Typically, the government always
works on finding solutions to existing problems, rather than trying to anticipate the problems. Therefore, in many
cases, public entities work towards responding to citizens’ demands (Interview 1, 2, 9, 15). Individuals from both
government institutions and civil society organizations believe that local governments should play a central role in
facilitating and supporting existing civil society initiatives, which is something that is still not happening effectively
today (Interview 1, 4, 13, 15). Mayors should further actively assume their responsibility in addressing these issues by
promoting and establishing campaigns for sustainable food consumption in their municipalities, and fostering a greater
connection to nature by enabling producer-consumer interactions as well as community or school gardens (Interview 4,
9, 13). One interviewee further claimed that mayors can be very effective in achieving results, as they are political
entities working closest to citizens (Interview 1). However, one important limitation is that most municipalities lack the
capacities, training and knowledge on these issues, and therefore do not know how to address them (Interview 4, 6, 9).
As such, this makes it difficult for municipalities to be the ones to lead changes (Interview 9).
Finally, with respect to the private sector, in Santiago, many claim that companies do not lead the way towards
sustainability (Interview 1, 2, 4, 6, 13, 15). Similar to the national and local governments, companies are seen to
respond to internal demands, and given the uncoordinated efforts by civil society to make these issues more known
and widespread, there seems to be little action occurring on their part. Furthermore, while some civil society members
involved in this field claim they would accept the support from companies (Interview 15), others claim otherwise, given
that a company’s primary aim of maximizing profits would devastate the significance of these alternative food
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paradigms (Interview 13). Ultimately, however, it is believed that companies determined to contribute towards
sustainability could have important impacts (Interview 1, 6, 9), such as through greater sales and promotion of organic
products (e.g. in supermarkets), but also through initiatives to reduce food waste.
Conclusively, one can see that there is very little interaction between different actors in this field in Santiago today.
However, it is believed that this issue will soon become an important issue on the public agenda, either at a national or
at a city level (Interview 1, 4, 9, 13, 15).
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7. Sustainable Mobility in Santiago de Chile
Next, this chapter discusses the policies and initiatives identified in Santiago de Chile that aim to enable a transition
towards a sustainable mobility paradigm. Sustainable mobility is an alternative paradigm to conventional transport
planning, encompassing an “approach [that] requires actions to reduce the need to travel (less trips), to encourage
modal shift, to reduce trip lengths and to encourage greater efficiency in the transport system” (Banister, 2008, p. 75).
As such, sustainable mobility encompasses several relevant and interdependent components, which include prioritizing
public transport and active transport modes (i.e. walking and cycling), promoting cleaner and energy-efficient transport
systems, and managing the demand for car use. Essentially, it establishes a new transport hierarchy which places
walking and cycling at the top, followed by public transport, and ultimately placing car use and users at the bottom of
the hierarchy (Banister, 2008). The approach further emphasizes a significant shift from a traditional focus on physical
dimensions and mobility to a focus on social dimensions and accessibility (Banister, 2008).
It is an alternative model that attempts to achieve urban and transport planning at a suitable scale so as to reduce the
demand for car use. Ultimately, it emphasizes the strong linkage between transport and land use planning, and
therefore the need for an integrated planning approach (Banister, 2008; Bertolini, le Clercq, & Straatemeier, 2008). To
enable sustainable mobility, Banister (2008) highlights various conditions that should be satisfied, including specificities
on population density, the need for mixed-use developments, and giving preference and accessibility to the city
through public transport developments. The notion of polycentric cities have been discussed, given that such city
configurations would allow closer proximity and accessibility to everyday facilities, enabling the use of non-motorized
modes of transport and reducing the need for motorized transport (Hall and Pain, 2006, as cited in Banister, 2008).
Ultimately, the sustainable mobility paradigm emphasizes the importance of citizen involvement and participation in
transport planning, in order to gain and promote public acceptability, as well as to enable behavioral change (Banister,
2008). It is claimed that without public acceptance, sustainable mobility efforts will prove ineffective (Banister, 2008).
As Banister (2008) states, “it is through the active involvement of users of transport in a partnership that change can be
realized” (p. 76).
As such, this chapter discusses the sustainable mobility issues, policies and initiatives present in Santiago de Chile
today, based on the definition provided above. The structure follows the same as that for Chapter 6. First, current
discussions and framing of sustainable mobility in the city are outlined, followed by a non-exhaustive list of policies and
initiatives identified in the city. The chapter thus builds up towards a discussion on the role of city actors for mobility
and the future of sustainable mobility in the city.

7.1 Framing of Sustainable Mobility
According to key actors actively involved in mobility issues in Santiago, ranging from local and national government
institutions, the private sector, and members of civil society organizations and academia, several opinions emerged
regarding how the issue of sustainable mobility has been framed and addressed within the city in the past decade.
Overall, although the issue of mobility is an important theme that is present in public policy debates, there appears to
be no coherent and overarching city vision with regards to how mobility issues should be framed and addressed at the
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city level (Interview 2, 3). It has been claimed that there are different mobility logics competing for space in the city
(Interview 2). First, the city, but also the country more generally, has been traditionally characterized as having heavily
car-centered policies and approaches, which has included the construction of vast urban motorways for (primarily highand middle-income) car users in Santiago, at the expense of the more vulnerable part of society (Interview 2, 16).
Indeed, it is seen that many of the policies present today have been successful at encouraging and facilitating car use in
the city over the past 20 years (Interview 11, 12, 16). As such, comparatively little investment in turn is seen to have
been made on majority transport modes (Interview 16).
Investments were made to improve the public transportation system, principally for low-income groups, through the
implementation of the Transantiago bus system in 2007, though its implementation initially proved disastrous
(Interview 2). One important issue that became highly evident, however, was that the implementation of the new
public transport system had failed to make the link between public transport and active transport (Interview 12, 16).
The implementation of the Transantiago system evidenced the intermodality and integrated nature required for an
effective transport system. Public transport cannot exist without walking (or cycling), and the new Transantiago system
highlighted the poor walking conditions and infrastructure in the city, issues that today are being increasingly
addressed (Interview 12, 16).
Furthermore, as claimed by a member of a civil society organization in Santiago, “...The transport system is really a
lightning rod for the social inequalities in Chile, which are extreme and the product of the military dictatorship, and are
based on the total exclusion of the vast majority” (Interview 16). In accordance with this view, transport authorities see
tackling mobility issues as a means to deal with the huge inequalities present in many Chilean cities, particularly
Santiago. As the Subsecretary of the Ministry of Transport and Telecommunications (MTT), Cristian Bowen, states:
If we cannot deal with the problems we are facing in regards to mobility, we will end of generating even
more inequality and less opportunities. Especially when the center of Santiago has been shifting eastward
from its geographical center, where the high-income groups live, and where the majority moves by car.
We have a situation of high inequality that we need to resolve. […] We are seeing the problems of mobility
as a solution to the problems of inequality that we have in Chile (Interview 7).
As such, in the past several years, the new competing logic to car-centered policies has emerged, in which increasing
efforts to enable a sustainable and inclusive transport paradigm (discussed in section 7.2) are being made, though
efforts are still fragmented throughout the city and vary with respect to the entities and actors involved at various
levels. A strong division still remains amongst society, between those individuals favoring car policies and those
favoring mass transport modes. Furthermore, it is claimed that it is difficult to achieve an integrated vision and
discussion on sustainable mobility, given the fragmented administrative and urban governance structure that is
characteristic of the city (Interview 3), which results in the overlapping of competencies and uncoordinated actions
between public institutions intervening in the city’s territory. Although there is a regional authority that oversees what
is happening and being done, it has no executive powers over the city (Interview 2, 3). Therefore, mobility-related
actions taken at the city level have come from the national government, primarily through the Ministries of Housing
and Urbanism (MINVU), Public Works (MOP), or Transport and Telecommunications (MTT) (Interview 2, 3, 16), or from
the municipal level, with little coordination between ministries or municipalities (Interview 2, 3, 10). As such, there is a
general consensus for the need to have an integrated planning authority in the city (Interview 2, 10, others), as well as
key mechanisms for strategic planning (Interview 2).
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Nevertheless, even though there may be no coordination required amongst institutions making decisions within the
city, some see that many entities do have a similar vision with respect to how sustainable mobility can be achieved. As
the mayor of the Municipality of Santiago, the leading municipality in sustainable mobility issues, states:
Although there are many institutions and entities intervening [in the city], and considering that there is no
certainty that they have to coordinate amongst each other or that they have to follow common guidelines,
despite this, there has been a rather significant alignment in the things that we are all trying to do. And so,
despite the fact that we are various entities intervening in the city, we are all doing very similar things [with
regards to mobility]. This has certainly facilitated our ability to do and accomplish things (Interview 17).
While this may be the case for the Municipality of Santiago, which is highly impacted by mobility issues and has the
necessary capacities and resources to take action, it is not necessarily the case for all municipalities in the city.
Furthermore, while there are increasing efforts to improve conditions for walking, cycling and public transport, some
claim that, as a result of the dominance and priority placed on cars in transport planning in previous years, the issues of
sustainable mobility have not gone further than just being a mere dialogue and discussion within the city. As a member
of the private sector involved in a cycling initiative claims, “Any real policy for sustainable mobility that does not place
barriers and obstacles to car use is inefficient. It doesn’t go beyond being a discourse” (Interview 10).
Ultimately, one can see that there are in fact two competing logics throughout the city: the car-centered policies and
the emerging concerns for sustainable mobility. As such, while a move towards sustainable mobility is evident in some
areas in the city, more so in some municipalities than others, it is still in progress and in competition with the car-based
policies, thereby leading to a lack of a coherent vision on mobility in the city. However, given the aims of this research
and the increasing interest towards more sustainable and inclusive transport modes in the city, key initiatives by
various local actor groups were identified, which are further discussed in the next section.

7.2 Mobility Policies and Initiatives
This section outlines the key policies and initiatives identified in the city of Santiago and its encompassing municipalities
during fieldwork conducted in November and December 2015, that address sustainable mobility as defined above.
First, given that there is no regional authority responsible for mobility issues in the city, there is no integrated mobility
plan at the city level. However, sustainable mobility plans developed by individual municipalities were identified and
are therefore outlined in section 7.2.1. Next, given the massive cycling movement that emerged in the city several
years ago and the vast discussions on cycling at the city level today, there are notable actions that are taking place in
the public, private and civil society sectors emphasizing the importance and need to promote this transport mode. As
such, these initiatives will be discussed in greater detail in section 7.2.2. The purpose of this section is not to provide a
cycling activist perspective, but to highlight significant collaboration efforts that have ensued and the important role
that various actors have had in placing the issue on the regional and national agenda. Ultimately, section 7.2.3
concludes with a discussion on measures that are currently being discussed or have already been implemented with
aims of managing the demand for car use in the city.
Although prioritizing mass transport modes, particularly public transport, is seen as a crucial element of the sustainable
mobility paradigm, the Transantiago transport system will not be discussed in-depth, as its weaknesses, strengths and
opportunities have already been greatly discussed in the literature (see Gschwender & Muñoz, 2008; Muñoz & de
Grange, 2010; Yañez, Mansilla, & Ortuzar, 2010; Muñoz, Batarce, & Hidalgo, 2014). However, it will be mentioned that
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the trunk and feeder system, launched in 2007, failed to implement key elements, initially facing many obstacles and
failures, given the highly unrealistic vision of the plan, almost non-existent public participation, and limited institutional
support (Gschwender & Muñoz, 2008). Though many improvements have been achieved since its implementation, the
poor inauguration of the system led many to see it as a failure and thus opted towards the use of private vehicles
(Gschwender & Muñoz, 2008). Furthermore, even today, the quality of service remains quite poor. Ultimately,
however, while the Transantiago will not be discussed in depth, there will be a brief discussion on public transport
initiatives in the municipal sustainable mobility plans.
15

7.2.1 Municipal Plans for Sustainable Mobility: Inverting the Transport Pyramid
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The municipality of Santiago published its Integrated Mobility Plan (Plan Integral de Movilidad [PIM]) at the end of
2014, and began executing it in March 2015 (Interview 3, 8). It was a direct motivation of the current mayor, Mayor
Carolina Toha, who believes this is a structural issue for the city, in the sense that the way transport and mobility are
designed within the municipality has impacts on equity, quality of life, the environment, and the urban experience
(Interview 17). As Claudio Olivares, director of Bicivilizate, states:
It is part of her efforts to leave a better community. [...] She knew that in order to start improving
conditions in the municipality of Santiago, it was necessary to improve spaces for walking, cycling, and of
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course public transport, where the car would not have priority in regards to urban planning. […] It was a
motivation to make Santiago a more unified, accessible, and people-friendly environment (Interview 3).
One of the main projects within the plan, called Pedestrians First (Plan Peatón Primero), aims to give priority to
pedestrians and individuals of reduced mobility, by creating pedestrian only and semi-pedestrian streets, expanding
and repairing sidewalks, incorporating fundamental elements in the infrastructure that enables universal access for all
individuals, and installing various features for improving pedestrian safety (Ilustre Municipalidad de Santiago, 2015).
Currently, many of the improvements and expansions being done to sidewalks throughout the municipality, including
those measures to improve universal access, are being financed by the regional government. These efforts aim to
provide a more friendly space for pedestrians, while also restricting space and access for vehicles. According to Miguel
Olivares, Mobility Coordinator for the Municipality of Santiago:
This plan is new for Chile, in the sense that here, what we aim to do is give 100% preference to pedestrians
and provide a more friendly space and environment. Because today, unfortunately, sidewalks are very
narrow and people end up cornered in a space. The idea is to provide them with wider sidewalks where
they can coexist with others, where they can converse with one another, essentially allowing them to feel
welcome in this space. That’s first. That’s the focus (Interview 8).
Furthermore, there is the Pro-Cycling Plan (Plan Pro Bicicletas), which aims to build and improve existing cycling
infrastructure, install stations for bike parking, and promote the initiative Ciclorecreovias, which blocks off key roads
throughout the city on weekends in order to allow citizens to bike around or perform other outdoor activities as a
community (Ilustre Municipalidad de Santiago, 2015). In 2014, a modification to the Chilean General Ordinance for
Urbanism and Construction (Ordenanza General de Urbanismo y Construcciones [OGUC]) defined road space as the
adequate location for the construction of cycle paths and for the circulation of cyclists (Subsecretaria de Vivienda y
Urbanismo, 2015). This was an important achievement, as previously, many cycle paths throughout the city were built
on sidewalks, taking away space from pedestrians and creating conflicts between cyclists and pedestrians. As such, new
cycle paths in the municipality are now being built on existing road space, as bicycles are now officially considered
another vehicle (Ilustre Municipalidad de Santiago, 2015). One of the primary ambitions of the plan, however, is to
create an interconnected network of cycle paths, both within and between municipalities, given that prior to this plan,
cycle paths were typically built in an unarticulated and uncoordinated manner, leaving fragmented segments of cycle
paths throughout the city (Ilustre Municipalidad de Santiago, 2015; Interview 3, 8, 16). In order to achieve such efforts,
the regional government is helping to finance much of the cycling infrastructure in the municipality (Interview 8).
Lastly, as will be discussed in section 7.2.2.2, Santiago is one of the municipalities that has become part the intermunicipal public bike system, BikeSantiago.
Finally, another important project within the municipality’s mobility plan, which was developed through a collaboration
between the municipality and the Ministry of Transport, is that for the historical center, the Plan Centro. For this
project, which is being financed by the Ministry of Transport, the aim is to improve infrastructure for pedestrians,
cyclists and public transport. There are seven axes within the historical center that the municipality plans to designate
exclusively to public transport, which would improve the efficiency of the public transport system (Interview 8). The
objective is to eliminate one actor from the streets, and according to the inverted pyramid paradigm, this implies
private vehicles. Therefore, by attributing road space exclusively to buses, they can also remove the excess road space
generated to expand sidewalks and provide cycling infrastructure in order to improve conditions for pedestrians and
cyclists as well (Ilustre Municipalidad de Santiago, 2015; Interview 7, 8).
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It is important to note that many see the rapid advances possible in the Municipality of Santiago as a result of the fact
that it is the only municipality in Chile to have jurisdiction over its own pavements (ley propria de pavimentos)
(Interview 3, 8, 12, 16). This allows them to build and execute projects on roads or road space without having to obtain
permission from regional or national government officials, while all other municipalities have to go through Housing
and Urbanization Services (Servicios de Viviendas y Urbanización [SERVIU]) to get their projects and plans approved
(Interview 8, 12). However, because it does not have enough resources to fund all of the projects, it is still dependent
on regional and national governments for funding (Interview 7), evidenced by the financial support provided by them
for key mobility plan projects previously discussed.

7.2.1.2 Municipality of Providencia
Next, it has been claimed that the Municipality of Providencia has been involved in promoting sustainable modes of
transport for many years now, particularly with respect to cycling and pedestrian infrastructure (Interview 3, 12).
According to Margarita Mendez, of the Department of Urban Consultancy in the Municipality of Providencia:
From this department of urban consultancy, in Providencia, the design of public space has always been
characterized for revolutionizing norms for public space, leaving those regulations implemented by
superior governmental authorities obsolete. The design of public space has been primarily focused on
pedestrians and the safe coexistence between different modes of transport (Interview 12).
These efforts are seen to be the result of the visions and goals of the Department of Urban Consultancy and not
necessarily as a result of municipal policies (Interview 12). The department has had a long permanence of consultants
working there, which is seen to be significantly important in giving continuity to this vision. Nevertheless, there have
also been municipal mayors who have placed sustainable mobility issues on their agenda, as is the case with the
current mayor of the municipality, Josefa Errázuriz (Interview 12). Enabling sustainable mobility is also part of the
Municipal Development Plan, in which the 2013-2021 Municipal Development Strategy (Estrategia de Desarrollo
Comunal) establishes as one of its five guidelines the goal to be a sustainable municipality. Within this guideline, one of
the objectives is to promote sustainable mobility through four lines of actions: (1) promote the use of public transport,
(2) promote non-motorized transport, (3) promote intermodality, and (4) promote traffic education, thus emphasizing
the importance and need for the coexistence of different modes of transport (Municipalidad de Providencia, 2013).
In order to achieve these efforts, several things are currently being done. First, in any given project dealing with public
space in the municipality, attention is primarily given to the needs of pedestrians. All designs must integrate the
necessary elements to provide universal accessibility, making sure that all projects meet minimum or basic
requirements, something that was done before, but very timidly (Interview 12). The municipality is focused on
providing continuous sidewalks, improving the design of crosswalks, and habilitating those that previously prohibited
pedestrians from crossing at given intersections. Given that many of these crossings are in commercial zones, it is
recognized that pedestrians should be the principal actors circulating in those areas (Interview 12). Also, they have
started implementing 30-kilometer zones in the network of local streets, which are the streets within the municipality’s
transport network in which they have more autonomy to propose measures for road design. The municipality sees this
as an important measure to achieve desired goals of demonstrating that road space must be shared with other modes
of transport, and that cars are no longer the protagonists. By lowering speeds, cyclists are safe to cycle on roads, and
pedestrians can once again feel ownership over the sidewalks (Interview 12).
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Furthermore, similar to what is happening in the Municipality of Santiago, Providencia is working with the Ministry of
Transport to identify those streets where public transport operates inefficiently. The aim is to explore the possibility of
assigning exclusivity to public transport in those streets in order to improve the systems effectiveness (Interview 12). In
addition, the municipality has also experienced important collaborations with companies interested in promoting
sustainable mobility, as was the case with the public-private campaign on traffic safety that was carried out together
with the Dutch consultancy company ARCADIS (Interview 12).
Finally, with respect to cycling, Providencia was the first municipality to provide cycling infrastructure in the city
(Interview 12). The municipality had inaugurated its first cycle path in 1998, and in 2007, it developed a municipal plan
for cycle paths (Interview 12). Ever since, cycle paths have been progressively added throughout the municipality, and
as a result of the 2014 OGUC modification, they are now solely being built on road space. In addition, the municipality
is considered a pioneer of public bike systems in Latin America, since it was the first municipality in the region to install
one (Interview 10, 12). The system was financed entirely by the municipality (Interview 10), and although it was a more
basic system, this shows the interest of the municipality in promoting non-motorized transport from an early start
(Interview 12). Once their contract with the bike operators expired, Providencia switched to the new public bike
system, BikeSantiago (discussed in section 7.2.2.2.), because it was highly supportive of having an inter-municipal
system that would connect multiple municipalities throughout the city (Interview 12).
As can be seen by these two municipal mobility plans, there are many actions being taken by local authorities to enable
a sustainable mobility paradigm, including efforts to prioritize public transport, improve walking and cycling
infrastructure, and ultimately enable the coexistence of different modes of transport. Cycling has been an issue
increasingly addressed, not only by municipal authorities, but also by other actors in the city, which is thus discussed
next.

7.2.2 Cycling and Cycles Paths
In the last couple of years, cycling has become a highly discussed issue amongst various actors at the local, regional and
national levels. In Santiago, in particular, it has become an increasingly used form of mobility throughout the city.
Between 2001 and 2012, cycling increased from comprising 2.1% to slightly under 4% of the total daily trips (Secretaría
de Planificación de Transporte, 2012). This reflects a 6.8% annual increase in cycling, with the total daily trips having
doubled during this time period (Ministerio de Transportes y Telecommunicaciones, 2015). Though it still represents
only a minority of all daily trips, in the last several years, efforts have been carried out by civil society organizations, the
private sector and public institutions for transitioning the city into a more bike friendly and cycle-inclusive
environment. As such, an important emphasis will be placed on this mode of transport. The previous section outlined
initiatives carried out by municipal authorities with respect to cycling. In Santiago, civil society organizations have been
seen to play a particularly important role in placing cycling on the national and city agenda (Sagaris, 2010; Interview 2,
3, 11), and therefore their role and significance will be discussed below. Following, the role of the private sector in
responding to cycling demands will be highlighted, particularly with respect to the innovative public bike system,
BikeSantiago.

7.2.2.1 Pro-Cycling Civil Society Organizations
As claimed by some individuals, the emergence of cycling as another viable mode of transport and the significant
progress made in efforts to make Santiago a cycle-inclusive city today has been primarily as a result of a bottom-up
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process, whereby civil society organizations induced political pressure to increase cycling opportunities (Interview 2, 3,
11). As Claudio Olivares, states:
The success of having placed the issue at the national level, I believe, is almost 100% thanks to civil society.
And this fight began from the use of bicycles, from defending the use of bicycles. It was the catalyst that
began opening up the way for other urban issues. The situation [we see in the city] today would not exist
had it not been for the active participation of civil society (Interview 3).
In Santiago, the first civil society organization addressing sustainable urban mobility concerns emerged in 1997, known
as Movimiento Furiosos Ciclistas (MFC); it was inspired by the pro-cycling movement, Critical Mass, of New York
(Sagaris, 2010; Sagaris & Ortuzar, 2015). Sagaris (2015) characterizes them as a single issue, single tactic group (see
Table 1), that organizes monthly cycle rides around the city with aims of demanding improved conditions for cyclists
and for bicycles to be considered an ordinary road vehicle (Sagaris & Ortuzar, 2015). A second group that emerged in
2003-2004 was Arriba e’la Chanca, which was formed to add educational work and other activities to promote cycling
(Sagaris, 2010). These groups were against having formal interactions with the government and criticized other groups
who tried to do so. Furthermore, they ultimately felt they had the authority to define what actions were appropriate
for cycling (Sagaris, 2010).
At the start of the new century, new groups began emerging to include organizations that covered a much broader and
richer range of approaches for improving the cycling and walking culture in Santiago, as compared to the traditional
cycling organizations of MFC and Arriba e’la Chanca (Sagaris, 2010; Sagaris & Ortuzar, 2015). These include
organizations like Macletas, a multi-issue, single tactic women’s cycling group that came about as a response to the
machismo of the traditional organizations (Sagaris, 2010); Bicicultura, a single-issue, multi-tactic group that carries out
various activities focused on cycling that include art events and lobbying; and Living City (Ciudad Viva), which is a multitactic, multi-purpose organization, in which cycling is but one of the strategic urban issues it focuses on (Sagaris, 2015).
Sagaris (2015) states that each group contributes to the overall efforts for cycling advocacy, each providing their own
perspectives and opinions to the cycling debate. They are all seen to play an important role for attracting different
actors in order to create a more cycle-friendly city. Therefore, the presence of these diverse civil society groups is seen
as essential for generating collaboration, and as such, they are all believed to have played an essential role in pushing
the city towards more cycle-inclusive planning (Sagaris, 2015).
Table 1. Simple and Complex Actors for a Cycling Advocacy (Reproduced from Sagaris, 2015)
Single-issue
Single tactic (1-3 tactics)

Movimiento de Furiosos Ciclistas

Multi tactic (+3 tactics)

Bicicultura (festival, mapping, lobbying,
technical studies)

Multi-issue
Heritage cycle ride; Macleta (women’s cycle
school)
Living City (heritage, public and active
transport, democratization of urban planning,
recycling)

Of the civil society organizations presented above, one important group that will be discussed in more detail in this
thesis is Living City (Ciudad Viva), as this civil society organization was involved in important collaboration efforts with
various actors in the city through a collaborative planning process, which involved stakeholders from other civil society
organizations, government, academia, and the private sector, and which has fundamentally changed urban planning
processes in the city, particularly with respect to transportation (Sagaris, 2014).
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Living City emerged as a civil society organization in 2000, as a result of a citizen-led coalition known as Coordinadora
No a la Costanera Norte, that formed to protest against the first major urban highway concession in 1997 (Sagaris,
2010, 2014). The Costanera Norte was a highway project that was planned to cut across 10 neighborhoods in the city
(Sagaris, 2014), so members from three of the neighborhoods gathered to fight against this car-centered project that
threatened their livelihoods (Sagaris, 2010). Along the way, leaders and members of the anti-highway movement built
an extensive network and alliance with academics, who supported their initiative and helped the coalition gain
extensive knowledge in various domains including sustainability, urban transport, and health and equality (Sagaris,
2010, 2014). Ultimately, the coalition was successful, and in 2000, it was decided that the highway would run under the
Mapocho River (Sorensen & Sagaris, 2010). As a result of this successful experience gained from the anti-highway
movement, leaders of the coalition decided to establish an institution focused on citizen-led urban planning initiatives,
which became known as Living City (Sorensen & Sagaris, 2010; Sagaris, 2010, 2014; Sagaris & Ortuzar, 2015).
In 2007, Living City partnered with a Dutch NGO, Interface for Cycling Expertise (I-CE), and helped broker a deal
between I-CE and the regional government to create more cycle-inclusive conditions in Santiago (Sagaris, 2010, 2014;
Sagaris & Ortuzar, 2015). I-CE receives funding from the Dutch government to help civil society organizations and local
authorities work together to implement cycle-inclusive planning in Latin American, African, and Asian cities (Sagaris,
2010). I-CE provided technical assistance and state-of-the-art knowledge about cycling, through yearly training sessions
with experts in the field. In Santiago, I-CE was seen to be instrumental in providing knowledge regarding both urban
design and processes necessary to enable citizen participation (Sagaris, 2010). Ultimately, through partnerships
between Living City and I-CE, and between the regional government and the Undersecretariat of Transport, a
collaborative planning process was carried out which was co-headed by Living City and the regional government
through a Citizen-Government Cycling Roundtable (Sagaris, 2010, 2014, 2015), and involved various actors from public,
private and civil society sectors (see Figure 7).
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Figure 7. Actors involved for shifting the planning system to favor cycle-inclusion (reproduced from Sagaris, 2015)
Note: Numbers reflect attendance list and circulation of diverse media. Total number of participants in the Citizen-Government Roundtable
include 50-80 individuals from public, private and civil society institutions (Sagaris, 2015)
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An innovate element of the roundtable process was that meeting procedures were reversed, meaning that meetings
were effectively carried out and facilitated by civil society representatives, rather than government officials (Sagaris,
2010). This was crucial in creating more horizontal collaboration efforts between actors instead of the typical top-down
participatory approaches from governments, and it created instances of deliberation and consensus-based decisionmaking (Sagaris, 2014). Ultimately, power and leadership were shared between the government and citizens, and it
was seen to truly achieve the objectives of collaborative planning. Furthermore, as a result of the activities carried out
through this roundtable and participatory process, greater trust and cooperation between actors became evident
(Sagaris & Ortuzar, 2015).
An important achievement of the cycling roundtable was its ability to temporarily overcome the fragmentation and lack
of coordination between institutions with respect to transport planning. Here, the role of the regional government can
be highlighted, as it was one of the key actors to take a coordinating role, despite its limited planning powers. In
addition, the role of mid-level or regional leadership was also crucial, as this allowed for greater collaboration between
different levels (Sagaris, 2015). According to Sagaris (2015), “the regional scale of coordination, for example, proved
key to reaching upward to national politicians, ministers and other leaders, as well as downward to neighborhood, procycling, environmental and other advocacy groups” (p. 12).
As Sagaris (2014) states, this experience “offers insight into how small-scale participatory efforts, which draw in actors
with well-developed relational networks, can generate the transformative deliberation and strategic conviction
necessary for a paradigm shift in transport planning” (p. 75). Some of the major outcomes resulting from this
collaborative planning process include a change in public attitudes toward cycling as a viable mode of transport seen to
be for everyone (Sagaris, 2014), as well as the prominence of cycling on the national agenda. In addition, an agreement
reached between the Ministries of Public Works, Housing and Urbanism, and Transport and Telecommunications to
create a US$ 45 million fund for cycling infrastructure, updating and modifying national road design standards to
include bicycles as a road vehicle, and establishing cycling campaigns (Sagaris, 2010, 2014; Sagaris & Ortuzar, 2015), has
been seen to have supported the quadrupling of cycling infrastructure and facilities in Santiago between 2007 and
2012. Furthermore, the city has experienced an annual increase in the number of cyclists on major routes of about 1025% since 2007. National ministries have further established standards for the design of cycling infrastructure as well as
newly approved guidelines for cycle-inclusion in the city (Sagaris, 2015; Sagaris & Ortuzar, 2015). Finally, there is the
newly inaugurated public bike system, which is discussed next.

7.2.2.2 BikeSantiago: Santiago’s Public Bike Sharing System
Given the rising demands for cycling opportunities and infrastructure in the last several years, and the evident need for
coordinated planning between municipalities to achieve an integrated cycling network, the privately-owned public bike
sharing system, BikeSantiago, was inaugurated in 2013. This system came about as a result of the visionary idea of one
individual, a Chilean entrepreneur, Alejandro Powell (Interview 10). He believed that an effective public bike system
would not only satisfy his desires to implement a successful business model, but it would also make a significant
contribution to the mobility of the people of Santiago (Interview 10). As such, Daniel Trujillo, Communications and
Marketing Manager of BikeSantiago, claims that the initiative is a social entrepreneurship, in the sense that it is a
company that provides a service to citizens that is 100% social (Interview 10). Ultimately, the objective of BikeSantiago
is to provide citizens with and alternative mode of transport that is safe, efficient and sustainable (BikeSantiago, n.d.).
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Bike Santiago is the first inter-municipal public bike system in Chile (BikeSantiago, n.d.), which has been a major success
not only for the company, but also for the city (Interview 10). Prior to BikeSantiago, the only municipality that had a
public bike system in the city was Providencia (Interview 10, 12). As such, there was no integrated and interconnected
public bike system enabling mobility across municipalities. Today, BikeSantiago has become the largest inter-municipal
and interconnected network of public bikes in all of Latin America (Interview 10). It is claimed that while Brazil may
have more bikes circulating in the city, they do not have nearly as many bike stations connecting the system. By the end
of 2015, BikeSantiago was expected to have approximately 200 bike stations and over 2,000 bikes circulating around
fourteen municipalities within the city (Interview 10).
The system has experienced an unprecedented growth in its customer base and consumer demand. The system was
inaugurated in the municipality of Vitacura in 2013, which achieved 3,000 users in the first month, with numbers
doubling in just on month, and tripling in two months. Today, the system has over 25,000 users throughout the city,
moving approximately 12,000 people around the city each day, with a rapidly increasing customer base. Such a rapid
expansion of the system was certainly unexpected and the company has had to work hard to try to keep up with the
demand. Though the tenders required them to install a minimum number of stations in each municipality, in many
cases they have exceeded those numbers in order to meet demands and make the system more efficient (Interview
10).
A Private-Public Initiative
BikeSantiago is seen as a private-public initiative, as regional and municipal governments support and engage in the
implementation process of this privately owned initiative. On the company side, the alliance between BCycle –the
public bikes division of a major bicycle and cycling product manufacturer worldwide, Trek –and Itaú bank to support
the initiative is seen to be without precedent (Interview 10). On the one hand, this demonstrates that the public bike
system in Santiago is very advanced, as the operator is highly specialized in bikes and public bike systems, and further
allows for the system to have the best technology available. On the other, the model chosen for the bike system was
one that would not be affected by marketing and advertising externalities. The sponsor for BikeSantiago, Itaú bank,
committed itself to sponsor BikeSantiago for 10 years, with the sole task of providing the necessary investments for
infrastructure and improvements to the system. By law, the bank cannot make profits or gains from marketing or
advertising through this initiative (Interview 10). As such, the principal motivation for sponsoring the initiative has been
its desire to contribute to social responsibility and further support sustainability initiatives.
As a private company, BikeSantiago believes the private sector has a crucial role to play in sustainability-related issues,
particularly via social and environmental responsibility, as it can be more quick and efficient at presenting viable
solutions, when compared to the public sector. As Trujillo states:
We are convinced that the private sector is the only agent that has sufficient capacity, dynamism, liberty
and quickness for action and efficiency to promote situations like this. Because bureaucracies, and the
rhythm of the public administration, generally fall behind social processes (Interview 10).
Our logic is that we cannot wait for the solutions to arrive. We will be the drivers of the solution, and we
will not be part of the problem (Interview 10).
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The public sector component of the initiative comes from the fact that municipalities that have or will install the
BikeSantiago system ultimately incorporate themselves into this privately led project. BikeSantiago offers to provide
this service to municipalities, taking responsibility for financing the infrastructure and operation of the system through
funding from Itaú, and in turn, the municipalities provide the space for its implementation and manage the
development of the system from the point of view of the interest of their citizens (Interview 10). BikeSantiago works
closely with the municipalities in order to decide the most strategic locations for bike stations, as it aims establish an
integrated and coordinated network throughout the city (Interview 10). Ultimately, however, what BikeSantiago sees is
missing on behalf of municipal authorities is a more integrated city vision, rather than just working as isolated districts.
An exemplary case of such individualistic visions is exemplified in the case of the municipality of Las Condes, which
chose another public bike operator for its municipal public bike system, essentially creating a ghetto in the city. As
such, although much progress has been made, particularly through efforts to install an inter-municipal public bike
system, there still seem to be many challenges ahead (Interview 10).
Furthermore, it has been acknowledged that without the political will and support from the intendant, Claudio Orrego,
and the regional government, achieving this inter-municipal network and milestone with regards to mobility in the city
would not have been possible (Interview 10, 12). Some claim that although it was as a result of the motivations of
individual municipalities in the city that they decided to install an integrated public bike system, an agreement at the
city level was only reached through the critical support of the regional government (Interview 12). This underlines a
significant achievement for the regional government, showing that despite its limited autonomy, it does prove to have
the capacity to plan and coordinate between municipalities (Interview 12). In addition, the company believes that
ensuring social inclusion and access to the integrated public bike system for all, is a responsibility of the government. As
such, BikeSantiago is exploring the possibility of working more closely with the regional government in order to
respond to these challenges and make the system large enough to expand and respond to the needs of municipalities
on the peripheries of the city (Interview 10).
It is interesting to note, however, a differing view on the role of the regional government with respect to the successful
implementation of this inter-municipal public bike system. According to Miguel Olivares, Santiago was the first
municipality to engage with BikeSantiago (Interview 8). However, given that the municipality is surrounded by and
neighbors several other municipalities in the metropolitan region, constantly receiving people from other communities
and having its citizens commute outside of the municipality, the municipality wanted to partner with nearby
municipalities to present one tender in order to ensure that the same public bike system would be installed in the
participating municipalities (Interview 8).
As such, Santiago began discussions and negotiations with Providencia, but the mayor of Santiago did not believe it was
a good idea to solely have two municipalities working together (Interview 8). While discussions and negotiations
continued, in efforts of engaging more municipalities, BikeSantiago decided to inaugurate the system in the
municipality of Vitacura, which was willing to partner with them straight away through an independent tender
(Interview 8). The municipalities of Lo Barnechea and Ñuñoa also tendered independently, as did Las Condes.
Fortunately Lo Barnechea and Ñuñoa ended up with BikeSantiago as their service provider, but Las Condes went with
another company. This clearly indicated that making tenders independently was not efficient and did not prove
successful for having an integrated public bike system (Interview 8). Thereafter, the Municipality of Santiago joined
with eleven other municipalities in the city in efforts to make one tender together. Santiago was in charge of the
tendering process, but given that the municipality could not make a tender on behalf of the other municipalities, as
they are not allowed to get involved in other municipal jurisdictions, they had to involve the regional government and
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intendant to give a mandate to the Municipality of Santiago, which enabled them to then coordinate and carry out the
tendering process for all municipalities involved (Interview 8). Ultimately, this differing view perceives the role of the
regional government as minimal. Therefore, one can see here that some have contrasting perspectives on the
importance of the regional government in making this inter-municipal public bike system successful.
The previous sections highlighted key policies and initiatives for promoting sustainable modes of transport as well as
the key roles perceived for various local actors in the city. While walking and public transport initiatives were briefly
discussed in section 7.2.1, a particular focus was placed on cycling initiatives, given the significant discussions on the
topic in Santiago today. The section that follows will provide an outline of key initiatives that have been discussed or
implemented in Santiago in aims of managing the need and demand for car use.

7.2.3 Managing the Demand for Car Use
As stated by the Inter-American Development Bank (IDB, 2013), promoting the use of sustainable mobility alternatives
such as non-motorized and public transport options, without complementing it with actions to manage the demand for
private vehicle use, will not achieve its desired effects. This is particularly in line with what some claim is one of the
main barriers for transitioning towards sustainable mobility in Santiago (Interview 3, 10). One suggestion to achieve
desired effects is to orient focus on traffic demand management (Interview 3). According to Pardo (2012), traffic
demand management is a term used to describe various measures that focus on managing the demand of trips and the
use of the various modes of transport present in a city, rather than focusing on expanding the supply of roads to solve
the problems of congestion as was previously done in the “predict and provide” paradigm. This increasing orientation
towards traffic demand management can also be seen in the 2014 National Policy for Urban Development in Chile, in
which one of the objectives established is to “promote mechanisms that help regulate the demand for private
transport in congested periods and areas, such as policies to discourage its use: congestion charging, incentives for the
replacement of cars, or rationalization of the provision of parking” (Ministerio de Vivienda y Urbanismo, 2014, p. 38).
While such measures may be very effective in achieving an improved transport system, some of these measures
receive a low acceptability from society and are very costly to execute, which is a reason for why the implementation of
some measures remains quite low (IDB, 2013).
In the previous sections, actions taken by civil society, private sector and local authorities to ‘pull’ people towards more
sustainable modes of transport were presented, but what is missing in this discussion are measures that ‘push’
individuals away from private vehicle use. This section will briefly address three measures –vehicular restrictions,
parking policies, and congestion charging –in Santiago de Chile that could potentially achieve efforts to push citizens
away from the use private vehicles. If implemented inadequately, however, they could achieve the opposite effects.

7.2.3.1 Vehicular Restrictions
Vehicular restrictions has been one of the measures most commonly applied in many cities in Latin America, with the
aims of targeting two specific externalities generated from urban mobility: congestion and air contamination (Cantillo
& Ortuzar, 2012; IDB 2013). The first city to implement this measure in Latin America was in fact Santiago, in 1986, as a
result of the high levels of contamination experienced in the city (de Grange & Troncoso, 2010; IDB 2013). The
restrictions are based on license plate numbers, and are principally applied to cars without catalytic converters, though
they have now also been extended to cars with catalytic converters during periods of environmental alerts and
emergencies (de Grange & Troncoso, 2010; Cantillo & Ortuzar, 2012). In 2008, a study was conducted to examine the
effects of vehicular restrictions in Santiago, which showed that restrictions had no effect on reducing the flow of traffic,
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and had only a minor effect when restrictions were applied to a larger percentage of vehicles during environmental
emergencies (de Grange & Troncoso, 2010). Several factors were seen to be potential reasons for this minimal change
in traffic flow: (1) many citizens have two or more cars with different digits on the license plates, which allows them to
use one of the cars during restrictions; (2) many people commute earlier in the mornings, before the restriction begins;
(3) some car owners simply do not respect the restrictions; and (4) some people only use cars occasionally and may
therefore not be affected on those particular days. The study also showed that the use of the metro increased slightly,
but there was no statistically significant increase in the use of buses (de Grange & Troncoso, 2010), showing that car
owners did not want to use the bus system as an alternative mode of transport. Nevertheless, this measure still
remains intact and new proposals are in fact currently being developed.
While implementing vehicular restrictions may achieve desired results in the short term, temporarily reducing road
congestion and contamination, in many cases they are not effective in the long term because of the undesired effect of
eventual increases in the total number of vehicles, as has been the experience in the case for Santiago (Cantillo &
Ortuzar, 2012). As such, in order for such measures to be effective in the long term, they must be accompanied by
other successful measures for traffic demand management (IDB, 2013).
What was noted, however, is that vehicular restrictions in Santiago could lead to changes in the composition of fleet
vehicles towards electric or hybrid vehicles not affected by restrictions (Interview 5, 7). As Orlando Meneses, Executive
Assistant to the Chief Innovation Officer of Chilectra, a private electric utility company that has been actively involved
in initiatives for promoting electric mobility and has further installed charging stations for electric vehicles throughout
the city, states:
I think it will incentivize, at the fleet level, more use of electric or hybrid vehicles […]. For instance, the
vehicles for Chilectra must be able to assist in any failures on any day. So, we cannot stop working those 7
to 8 days in the winter as a result of restrictions. Because we have maintenance plans we have to abide by.
I believe that company fleets will change. But for ordinary citizens, I don’t think so. I don’t think they will
invest in electric cars solely because of the restrictions (Interview 5).
As such, while vehicular restrictions may not be effective in reducing the flow of traffic in Santiago, they could be an
important measure to motivate a transition to electric and hybrid vehicles, especially in the case of fleet vehicles.

7.2.3.2 Parking Policies
Another measure that is increasingly recommended to reduce the demand for private vehicle use is parking policies
(IDB, 2013). Parking management entails developing a model that enables an efficient supply of parking, in which shortterm measures consist of managing existing parking spaces in an efficient way, while long-term measures aim at
establishing an optimal supply of parking (IDB, 2013). As such, effective parking policies should entail managing the
supply of parking in a systemic way (Kodransky & Hermann, 2011; Tirachini, Montero, & Rizzi, 2015). Two factors to be
addressed in parking policies relate to the availability of parking spaces and parking fees, as they are significant
determinants for car demand (Tirachini et al., 2015). Several key principles and recommendations have been outlined
by Kodransky & Hermann (2011) and Tirachini et al. (2015), some of which are discussed here in the context of
Santiago.
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As in many Latin American countries, Chile has implemented policies that establish a minimum requirement of parking
spaces for various land uses (IDB, 2013; Tirachini et al., 2015). Such is the case for real estate developments, whereby
the minimum parking space requirements are outlined in municipal regulatory plans. According to Tirachini et al.
(2015), establishing a minimum requirement of parking spaces in real estate developments has several negative
consequences: it (1) increases construction costs, (2) incentivizes the use of cars and (3) ultimately leaves real estate
developers to determine the supply of parking spaces, instead of urban planners. Parking policies that successfully limit
demand for car use should instead establish maximum limits for parking spaces, in order to control supply (Kodransky
& Hermann, 2011; Tirachini et al., 2015). In Chile, attempts to set maximum limits for parking spaces in real estate
developments were made during the 2014 modification to the Chilean General Ordinance for Urbanism and
Construction (OGUC) discussed in section 7.2.1.1, but efforts proved unsuccessful (Interview 3).
In the Municipality of Providencia, Mendez claims that a major obstacle that the Department of Urban Consultancy
faces for mobility issues does in fact have to do with the minimum parking space requirement established by the
Ministry of Housing and Urbanism (Interview 12). The municipality has been formally asking the ministry to establish a
maximum limit of parking spaces in private real estate developments, pointing out all the negative effects associated
with not having these limits (Interview 12). However, attempts have not been successful and the issue continues to be
ongoing debate. As Mendez states:
Today, national regulations do not allow for the control of maximum parking spaces in a new real estate
development. For example, a residential building must comply with the regulation of one parking space
per apartment, but the real estate developer decides to build a five story parking garage in order to run an
hourly parking business. As such, in addition to the real estate business, he formalizes a parking business,
all of which generates a lack of control and encourages car use, causing congestion and the
malfunctioning of road transport (Interview 12).
However, despite their lack of control in this respect, the municipality has still made efforts to reduce and limit parking
within the municipal territory. Providencia has a reserve of parking spaces on public road space (Interview 12). As such,
the municipality acknowledges that they can either provide these parking spaces free of charge or at a cost. In certain
locations, particularly those close to points of intermodal exchange, which also often coincide with large commercial
centers, they realized the need to charge for the use of parking spaces in order to have a high rotation of cars. Recently,
the municipality has also begun carrying out studies to determine the best locations for metered parking, which they
see as an important tool for managing the demand for car use. At the same time, however, given that in some parts of
the municipality citizens do not have access to parking in their own residence, the municipality does not want to
jeopardize those citizens who depend on public space for parking, a dilemma they are constantly trying to address
(Interview 12).
Furthermore, the municipality has also begun eliminating on-road parking spaces in order to improve cycling
infrastructure and build cycle paths, which has been a significant achievement, given that prior to the OGUC
modification, cycling infrastructure was built on sidewalks (Interview 12). Providencia is further seen as pioneer in
replacing public parking spaces with bike parking stations, despite the fact that they have received complaints from
citizens as it has meant taking away car space for them (Interview 12). However, others support these initiatives, and
today, citizens and private entities themselves go to the municipality to ask permission for installing their own bike
parking stations (Interview 12). These initiatives are in line with a the recommendations made by Kodransky and

57

Hermann (2011), who state that public space previously used for car parking should be converted for other social uses,
including expanding sidewalks, creating exclusive bus lanes, or providing infrastructure for cycling.
In the Municipality of Santiago, as part of their municipal mobility plan, they have begun eliminating on-road parking in
the historical city center with aims of improving road capacities and providing opportunities for promoting other forms
of sustainable transport. However, in order to compensate for the elimination of on-road parking, the municipality has
also committed itself to provide seven new locations for underground parking garages outside of the historical center
(Ilustre Municipalidad de Santiago, 2015). It is believed this would help reduce congestion by helping to meet existing
demands for parking, but also forcing people to park outside the historical center and therefore use more sustainable
forms of transport to access the center. Although this may have positive effects within the historical center itself,
increasing the amount of parking could ultimately lead to greater congestion problems elsewhere. As Tirachini et al.
(2015) state, “the implementation of partial changes, be it in particular sectors or that affect only one type of parking,
has collateral effects that can even worsen the situation of the system as a whole” (p. 3). Ultimately, the goals of such
parking policies should be to reduce the overall number of parking spaces available rather than relocating them to offroad locations, as providing the same amount of parking spaces continues to create the same demand and congestion,
and will not achieve the effects of reducing the demand for cars (IDB, 2013).

7.2.3.3 Congestion Charging
In many cases, the two measures previously discussed have been considered “second best options” to congestion
charging (Cantillo & Ortuzar, 2012; Tirachini et al., 2015). This last measure, when applied successfully as in the case of
London, Stockholm and Singapore, has been seen to have positive effects in both the short- and long-term. However,
because of the lack of acceptance by society for such a measure, as well as the high costs of implementation, it is not
commonly used as a means for managing traffic demand (IDB, 2013).
In 2009, a proposal for a congestion charging scheme was made for Santiago. It explored three potential schemes in
depth, covering different territorial limits. Two of the schemes involved cordon pricing, one that covered a small
territorial space incorporating the historical center of the Municipality of Santiago, and one that covered a significantly
larger area within the city. The other scheme was an area-wide congestion charging scheme, which covered a territorial
area in between those represented by the two cordon pricing schemes (Steer Davies Gleaves, 2009). In taking into
account the gradualness of the implementation of this measure, the final recommendation proved to be that of the
small cordon pricing scheme around the historical center (Steer Davies Gleaves, 2009). This scheme would have smaller
impacts within the city given the smaller area it covers, but some of the benefits outlined were the smaller investments
required and easier implementation since the cordon area falls within the jurisdiction of only one municipality –
Santiago. It would also allow for a more feasible monitoring of the system, in order to analyze the impacts generated.
Essentially, it would serve as a pilot project to measure the effectiveness of the charging scheme and uncover any
problems to be dealt with prior to the potential expansion of the scheme in later stages (Steer Davies Gleaves, 2009).
According to de Grange and Troncoso (2015), while congestion charging may achieve the desired goals of reducing
traffic flow, it can also have many risks and consequences. Often times, there is a low acceptability of congestion
charging schemes because the plan for the distribution of social benefits generated by the scheme are either
unattractive for some segments of society or not communicated effectively (Steer Davies Gleaves, 2009). This is
essential for gaining public acceptance of the measure. Furthermore, an important consequence is that it can be
regressive, as it can ultimately discriminate against low-income groups and favor high-income groups who are willing
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and have the capacity to pay the costs of the congestion charge. Therefore, the benefits generated by such a measure
would fall on the high-income groups, while the costs are distributed amongst the low-income population, potentially
leading to the social exclusion of vulnerable segments of society (de Grange & Troncoso, 2015). However, if the
precondition of having a good and efficient public transport system is present, which would provide an alternative
mode of transport for those who cannot pay the congestion fee, the effects can be compensated and thus the majority
of the population would be able to experience the benefits of reduced congestion (de Grange & Troncoso, 2015).
As such, it is important to note that the proposal for Santiago was made shortly after the new Transantiago public
transport system was implemented, which was experiencing significant challenges, and therefore little was known
about its success and effectiveness at the time of the study (Steer Davies Gleaves, 2009). However, to date, the
potential for a congestion charging scheme still remains an option in Santiago and its possible implementation is
currently being discussed, although many are still not in support of the scheme, particularly because they believe it will
exacerbate social inequalities and social exclusion throughout the city.

Concluding Remarks
Ultimately, implementing measures for traffic demand management is the responsibility of the government, though
they do need public support and acceptance in order to be effective. As can be seen, the national government plays an
important role, as it is through national ministries that measures such as vehicular restrictions, parking policies, and
congestion charging are implemented. However, a recent goal has been to enable Regional Pro-Mobility Commissions,
currently in the process of development, to implement such measures (Interview 7). These regional commissions were
a product of the Presidential Pro-Mobility Commission that was established in 2015; they are currently being organized
and promoted by the Regional Ministerial Secretariats (SEREMIs), and in collaboration with the intendants and other
key actors, many regions have already developed short term mobility plans (Interview 7). In the medium to long-term,
the goal is to make these regional commissions legal entities, that allow for more decentralized transport planning.
Currently, there is a bill for a mobility law that, amongst other things, provides contributions for the institutionalization
of these regional mobility commissions and gives authority over certain mobility measures, including not only vehicular
restrictions but also parking regulations and congestion charging (Interview 7).

7.3 The Future of Sustainable Mobility in Santiago
In comparing Santiago to other Latin American cities, many believe that Santiago faces many of the same mobility
challenges being experienced in other major cities, but because of the policies and initiative present in the city, it is
considered a frontrunner in sustainable mobility in Latin America (Interview 5, 7, 8). In addition to the initiatives
highlighted in the preceding sections, Santiago also has an integrated tariff for the public transport network, facilitating
access to different modes of public transport (i.e. buses and metro) by using a sole method of payment (Interview 3, 5,
7). Many also claim that although citizens complain about the effectiveness and efficiency of the public transport
system in the city, foreigners, particularly from other Latin American countries, claim the system is quite good instead
(Interview 7, 8). However, the Transantiago system does fail in its quality (Interview 3). Furthermore, Santiago was the
first city in all of Latin America to install charging stations for electric cars, and the Municipality of Santiago is the first
municipality to have a Nationally Appropriate Mitigation Action (NAMA), whereby a green zone will be created that will
only allow the circulation of pedestrians, electric buses, and electric taxis (Interview 5). However, according to some
interviewees, Santiago is seen as one of the frontrunner cities in Latin America, but it does not compare to cities in the
developed parts of the world (Interview 7, 8). As Cristian Bowen states:
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We are doing well in comparison to other Latin American cities, but poorly in comparison to cities in more
developed cities. I don’t think it is good to be the best in Latin America necessarily (Interview 7).
Furthermore, in comparison to what is seen with food initiatives in Santiago, there is evidently a much greater
interaction and collaboration between different actors in the city with respect to mobility issues. This is seen through
the collaboration efforts between municipal, regional and national governments for implementing mobility initiatives
throughout the city; government interactions with citizens at the municipal level; collaborative planning processes
between civil society organizations and the regional government, such as the Citizen-Government Cycling Roundtable;
and cooperation between the private sector and municipal and regional governments, as has been evidenced by
ARCADIS’ collaboration with the Municipality of Providencia and BikeSantiago’s collaboration with the municipal and
regional governments of Santiago. As such, it has been shown that all three actors have played and continue play an
important role in advancing efforts towards a sustainable mobility paradigm in Santiago. The next sections discuss in
more detail the roles of local actors for the current and future governance of sustainable mobility in the city.

7.3.1 Municipal and Regional Authorities
First, given that Chile is still a highly centralized country, the regional and municipal governments still face many
limitations from national authorities. All municipalities, apart from the Municipality of Santiago, must get approvals
from national ministries in order to implement changes to their road and transport infrastructure (Interview 3, 12).
Furthermore, many lack the resources required to make such large investments, and therefore depend on national or
regional government funds for financing (Interview 2, 3, 7, 17). However, there is no national budget for sustainable
mobility initiatives, so it is very draining for municipalities to see where else they can obtain the necessary resources to
implement sustainable mobility initiatives (Interview 3). As such, only those mayors and municipal staff, who have the
political will and vision, and determination to endure the tedious process for approvals from the ministries, have been
able to advance in the field of sustainable mobility (Interview 3, 8, 10, 12, 17). This has been the case with Santiago and
Providencia, though Santiago has been able to progress faster given its autonomy over road infrastructure. Ultimately,
municipal authorities are seen to have an important role for advancing efforts for sustainable mobility. As claimed by
the mayor of Santiago, Carolina Toha:
There is no other entity with more competencies to look at how different institutions interact in a
determined space, than municipalities. And I think that when municipalities don’t have a coherent policy,
don’t have this clarity, it’s very difficult for it to come from somewhere else. It’s very difficult for it to come
from the national or regional governments (Interview 17).
…If one looks at things that are happening in the world today with regards to these issues, it has been
through the local governments where the political will and major innovations have taken place to allow for
such changes. And I think that mayors have a space, a niche, to execute local leadership that must be
utilized. It has to be used because it has demonstrated to have a very important transformative and
innovative potential (Interview 17).
While the role of local authorities for engaging with citizens and implementing effective measures within municipal
territories is certainly acknowledged, in order to have an integrated and effective approach for transport planning
throughout the city as a whole, it has been stressed that an autonomous regional authority is vital (Interview 7, 8, 12,
16). While a municipality may implement initiatives supporting sustainable modes of transport within their territorial
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space, these measures can lead to undesired consequences in neighboring municipalities; likewise, municipalities may
also implement uncoordinated and contradictory measures that hinder the effectiveness of sustainable mobility
initiatives implemented in other municipalities. The fragmentation and coordination issues resulting from Santiago’s
governance structure are evident. As was previously mentioned, the regional government in Santiago has no executive
powers to make decisions for the city, so while they can make contributions, they cannot establish and implement a
citywide mobility plan. As such, in order to overcome these problems, it has been claimed that there must be an
overarching regional authority that has executive powers over planning in the city (Interview 7, 8, 12, 16). Governance
in the city is crucial, as this is what has led to the successful mobility and urban planning initiatives in other Latin
American cities like Curitiba and Bogota. As Sagaris states:
You didn’t get that [success] without a powerful mayor, with a strong institutional and planning mandate,
and the powers to make decisions and apply them effectively over cities, over their city. Santiago doesn’t
have that, and it is just waking up to that fact that it needs a regional authority. They haven’t even gotten
to the point where we need an elected regional government (Interview 16).

7.3.2 Civil Society
Next, the involvement and participation of citizens and civil society in decision-making is seen as an essential element
for the success of mobility initiatives and measures proposed and implemented in the city (Interview 3, 7, 8, 11, 12, 16,
17). As evidenced by efforts from municipalities and the Citizen-Government Cycling Roundtable to foster citizen
participation, the role of civil society is increasingly recognized. Furthermore, as Bowen states:
A public policy for transport, if not developed with participation from society, has two risks. One, it does
not incorporate information that society can give you, which is very useful at the moment of making
decisions, especially when it is about something that people use every day. Second, you lose the possibility
of legitimizing a policy as a collective construct for transport (Interview 7).
As such, although it is believed that citizen participation and involvement in planning processes is necessary, some
claim that, in general, civil society in Santiago still remains quite weak, lacking the necessary knowledge and education
to make informed demands and decisions (Interview 2, 3, 10, 16). Sagaris claims that this is largely a result of the
Pinochet dictatorship, which created a type of social amnesia in terms of social organizing and civic discipline (Interview
16). It has been shown that civil society has been quite active in demanding sustainable mobility initiatives from the
government, though in order to have a significant influence in policy-making processes in the future, citizens must
continue to inform and educate themselves with respect to the issues they are addressing (Interview 2, 3, 5, 10, 16,
17). As Claudio Olivares states:
[…] It is important that society remains equally as active, or even more active, but it also has the enormous
challenge of improving and strengthening its discourse and initiatives, to be able to influence public
policies. They have to prepare themselves. They have to improve with respect to the level of their
knowledge, their proposals, their ideas (Interview 3).
Recently, however, it has been acknowledged that there is a growing consciousness and empowerment of citizens,
which points to a positive turn in the engagement of civil society for sustainability issues in the future (Interview 3, 5,
10). This can be seen particularly in the case of the Citizen-Government Cycling Roundtable, where they took a leading
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role in the collaborative planning process. Nonetheless, another key element that must still be addressed is the
improvement of mechanisms used for citizen participation, as in many instances, collaboration efforts are not seen to
be truly participative (Interview 3, 8, 12, 16). Ultimately, citizen participation for effective urban and transport planning
remains fundamental. Sagaris states:
We have to do things differently. We can’t keep doing urban planning without citizen participation. […]
That framework is absolutely vital to any kind of sustainable transport planning. With civil society
participation. And more democratic governance structures –transparency, accountability, all those kinds of
issues that didn’t exist before we demanded them (Interview 16).
Finally, another important role that has been attributed to civil society is the need for them to support existing
sustainable mobility initiatives, from both the government and private sectors, and to constructively work to together
and collaborate with other areas of civil society, as well as other sectors in the city, to improve such initiatives
(Interview 3, 8, 10).

7.3.3 Private Sector
Lastly, with respect to the private sector, some claim that the majority of private companies and businesses in Santiago
are not very involved in supporting or enabling sustainability initiatives, but of those that are, it appears that
international companies are much more advanced and involved as compared to Chilean firms targeting Chilean
consumption (Interview 2, 11). However, it is believed that they ultimately play an important role in collaborating with
other city actors, and enabling and supporting sustainable mobility initiatives, particularly through their social and
environmental responsibility (Interview 10, 12).
In Santiago, private sector efforts to support sustainability mobility are quite evident, but as can be seen, it is primarily
international companies that are involved in such sustainability initiatives. The public-private initiative between the
Municipality of Providencia and ARCADIS involved the collaboration of a Dutch international consultancy company
supporting the use of bicycles for work commutes and traffic education efforts to enable a safe co-existence of
transport modes. Furthermore, an international bank, Itaú, is the organization that is sponsoring the BikeSantiago
initiative.
Ultimately, it has also been claimed that the private sector also has the speed and capacity to implement initiatives in a
short period of time, and can therefore be important agents for speeding up and enabling change. As Trujillo states,
while the public sector may identify certain needs and concerns, because of its bureaucratic and complex processes, it
does not have the same speed as the private sector for implementing the necessary policies for change (Interview 10).
In conclusion, as can be seen by the sections above, there are many initiatives present in Santiago aiming to advance
the transition to more sustainable forms of mobility, and a strong involvement of various city actors including local
authorities, civil society and the private sector. However, many challenges still remain for enabling a coherent city
vision for sustainable mobility, particularly as a result of the city’s urban governance structure. The last two chapters
aimed to answer the first central research question of this thesis by outlining the key policies and initiatives identified
in the city of Santiago with respect to sustainable food consumption and mobility. Chapter 8 will now address the
second and third research questions of this thesis.
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8. Sustainable Food Consumption and Mobility in Latin American Cities and City
Networks
Chapters 6 and 7 answered the first central question of this thesis, and thereby outlined and discussed in-depth the key
initiatives and policies identified in the city of Santiago de Chile, targeting sustainable consumption in the priority
domains of food and mobility. Table 2 provides a summary of the key initiatives identified:
Table 2. Sustainable Food and Mobility Initiatives Identified in Santiago de Chile

Sustainable Food Consumption

Sustainable Mobility

Fresh markets / farmers markets
Food safety policies and programs
Organic food production and consumption

Municipal plans for sustainable mobility
Cycling and cycling infrastructure
Sustainable mobility initiatives from civil society / private
sector

Community-supported agriculture
Food waste initiatives

Public bike sharing system
Vehicular restrictions
Parking policies

This chapter aims to answer the second and third central research questions of this thesis, being:
•

How does the SCP agenda in Santiago de Chile compare with those of other Latin American cities of similar
weight?

•

How is the international SCP agenda in these two domains used and reproduced by city networks in Latin
America?

In accordance with the theory used for this thesis, cities receive their meaning through networks and their interactions
with other cities, and must therefore be studied in a relational perspective. As such, it was necessary to further explore
and compare the SCP agenda in the city of Santiago with those of other Latin American cities. Building on the bottomup approach taken in chapters 6 and 7, only the presence of initiatives previously identified in the city of Santiago de
Chile (see Table 2) were explored for the two cities chosen for analysis in this chapter, being Buenos Aires and Bogotá
(see section 8.1). Furthermore, since cities are considered nodes in networks, it was also essential to explore the role of
city networks in addressing sustainable consumption and production, and thereby how they contribute an essential
role for global environmental governance (see section 8.2). Ultimately, in order to answer third and final research
question, a top-down approach was taken, whereby the role of such city networks for addressing SCP was identified in
relation to the international SCP agenda in the consumption domains of food and mobility. Though the research focus
was primarily on regional networks in Latin America, the role of international city networks was also briefly explored.

8.1. Sustainable Food Consumption and Mobility in Buenos Aires and Bogotá
This section aims to answer second central research question, and therefore outlines initiatives identified in two other
global cities in Latin America: Buenos Aires, Argentina and Bogotá, Colombia. These two cities were chosen given that
they are capital and global cities comparable to Santiago; they have a significant commitment, involvement and role in
both regional and international city networks, and have thereby achieved key accomplishments within this sphere of
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governance; and they have been regionally and internationally recognized for their progress towards environmental
sustainability, particularly in the realm of sustainable mobility. Given the limited data, or lack thereof, on food policies
and initiatives particular to cities in Latin America of similar weight to Santiago de Chile, selecting cities based on this
criterion proved to be difficult.
For the purpose of this research, when discussing Buenos Aires, the territorial, political and administrative boundaries
will refer to the Autonomous City of Buenos Aires (Ciudad Autónoma de Buenos Aires), not the metropolitan region
known as the Greater Buenos Aires, given that the city has its own government with executive, legislative and judicial
powers (Buenos Aires Ciudad, n.d.-c). The most recent census in 2010 stated that the total population of the city was
estimated to be around 2.89 million (Instituto Nacional de Estadística y Censos, 2010), thus comprising approximately
7.2% of the total population. Similarly, for Bogotá, the unit of analysis will be the city of Bogotá, also known as the
District Capital, as it has a City Mayor with the administrative role of “promoting effective institutional management
and development of the city, through innovative policies, strategies, programs and methodologies with a transversal,
coordinated and ethically responsible public action that contributes to the development of a Better Bogotá for All”
(Alcaldía Mayor de Bogotá, 2013, 1). In 2015, Bogotá had a population of around 9.77 million (CIA, 2016b), thus
comprising approximately 20.9% of the total population. As such, given the delineation of the city boundaries
established, sections 8.1.1 and 8.1.2 highlight the presence or lack thereof of initiatives identified in in the cities of
Buenos Aires and Bogotá, in relation to the food and mobility initiatives previously identified in Santiago de Chile.

8.1.1 Sustainable Food Consumption Initiatives
Table 3 below summarizes the initiatives identified in the cities of Buenos Aires and Bogotá with respect to the priority
consumption domain of food.
Table 3. Food Initiatives Identified in Buenos Aires and Bogotá

Sustainable Food Consumption

Buenos Aires

Bogotá

Fresh markets / Farmers markets

✕

✕

Organic food production and consumption

✕

✕

Food safety policies and / or programs
Community-supported agriculture
Food waste initiatives

✕

In exploring the initiatives listed above, fresh markets and organic food markets (contributing to organic food
production and consumption) were identified in both cities. In the city of Buenos Aires, there are the “mobile” fresh
markets that were established in 1990, known as Ferias Itinerantes de Abastecimiento Barrial (FIAB), which have been
authorized by the local government to supply food products such as fruits and vegetables, meats and seafood (Buenos
Aires Ciudad, n.d.-e). The local government is in charge of monitoring each market to ensure acceptable food quality
and hygiene conditions (Buenos Aires Ciudad, n.d.-e). In addition, there are many other food fairs and markets
throughout the city, which include very old and famous markets dating back to the late-1800s, such as El Mercado del
Progresso and Mercado de San Telmo (see Buenos Aires Ciudad, n.d.-c; Mercado del Progresso, 2016).
In Bogotá, they are called Plazas de Mercado, or market places (Secretaría de Cultura, Recreacíon, y Deporte, 2016),
and are seen as a principal form of supplying fruits and vegetables, meats and various other food products, to citizens
throughout the city. Today, the Plazas de Mercado are a mix between public and private market places (Secretaría de
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Cultura, Recreacíon, y Deporte, 2016). As such, the long-established presence of these food markets in both Buenos
Aires and Bogotá is in line with claims that the presence of fresh markets in Santiago does not particularly distinguish
the city from other Latin American cities in the field of sustainable food consumption (Interview 2).
Furthermore, in both cities, there has been an increasing presence of ecological and organic food markets, as there
appears to be a growing interest in promoting more conscious, responsible, and sustainable consumption as well as fair
trade practices in food markets (El Galpón, n.d.; Cuculiansky, 2012; Bozzolo, 2016; Sabe La Tierra, 2016; Slow Food,
2016). However, as in the case of Santiago, many initiatives appear to remain quite small and isolated. In Buenos Aires,
there are a few organic and ecological markets, such as Mercado Orgánico San Telmo Verde, Sabe La Tierra, and El
Galpón. These markets have been established by civil society organizations and organic producers, with ultimate aims
of promoting responsible consumption and local sustainable development, as well as generating a space for interaction
amongst organic producer and consumers (see El Galpón, n.d.; “Una Vuelta por San Telmo Verde,” 2014; Bozzolo, 2016;
Sabe La Tierra, 2016).
In Bogotá, there is the Ecological Farmers Market (El Mercado Agroecológico Campesino de Bogotá), which has brought
together consumers and small-scale producers from rural areas of Bogotá, allowing them to exchange ideas and
knowledge, experiences and ecological products, and has further emphasized the importance of good social and
environmental practices, fair trade, the solidarity economy and responsible consumption (Slow Food, 2016). Other
initiatives identified relating to organic food consumption and production are not related to organic markets; rather,
they are ecological stores that provide certified organic products from small-scale producers, and rural and indigenous
communities, such as Clorofila and BioPlaza (see BioPlaza, n.d.; Clorofila, 2015).
Next, with respect to food waste initiatives targeting food waste prevention in the consumption phase, only one
citizen-led initiative in Buenos Aires was identified –DiscoSopa (see FAO, 2014). This is the same initiative identified in
Santiago, but it was launched before DiscoSopa Chile. In addition, the city government of Buenos Aires has also taken
some actions to address the issue of food waste in the city. In 2015, the Environmental Protection Agency (APRA) for
the city of Buenos Aires developed a methodology to measure the amount of food waste generated in food
establishments in the city (Buenos Aires Ciudad, n.d.-d). Furthermore, a food waste campaign was also organized in the
mobile fresh markets, and capacity building and trainings were provided in the Hotel, Restaurants and Catering sector
(Buenos Aires Ciudad, n.d.-d). As shown in the table above, no private, public, or citizen-led initiatives pertaining to
food waste in the consumer phase were identified in the city of Bogotá.
Lastly, after conducting in-depth desk research, neither food safety policies or programs, nor community-supported
agriculture initiatives, were identified in either Buenos Aires or Bogotá.

8.1.2 Sustainable Mobility Initiatives
Next, as was similarly presented in section 8.1.1, Table 4 on the following page outlines the key mobility initiatives
identified in Buenos Aires and Bogotá. As can be seen in the table, all of the mobility initiatives targeting sustainable
modes of transport present in Santiago de Chile were also found in Buenos Aires and Bogotá, with the exception of a
public bike system in Bogotá.
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Table 4. Mobility Initiatives Identified in Buenos Aires and Bogotá

Sustainable Mobility

Buenos Aires

Bogotá

Municipal / city plans for sustainable mobility

✕

✕

Cycling and cycling infrastructure

✕

✕

Public bike sharing system

✕

Sustainable mobility initiatives from civil society / private sector

✕

✕

Vehicular restrictions

✕

✕

Parking policies

✕

✕

While in Santiago municipal plans for sustainable mobility were identified in various municipalities throughout Greater
Santiago, citywide sustainable mobility plans were identified for the Autonomous City of Buenos Aires as well as the
city of Bogotá. Ultimately, as in the case of Santiago, one can see evidence of initiatives supporting a modal shift. In
2010, the city government of Buenos Aires developed the Sustainable Mobility Plan for the City of Buenos Aires (Plan
de Movilidad Sustentable para la Ciudad de Buenos Aires [PMS]), which ultimately aims to enable and promote healthy
transport modes, prioritize public transport, improve road safety, and contribute to more effective transport and
spatial planning (Ministerio de Desarrollo Urbano, Subsecretaría de Transporte, Dirección General de Transporte,
2010). As such, one initiative that has been implemented in the city is the Plan Microcentro, which aims to make the
central part of the city a safe and attractive environment that enables a space for citizen encounters and reduces
contamination and emissions by defining pedestrian priority streets; improving road, sidewalk and crosswalk
infrastructure; expanding cycling infrastructure; and limiting access to vehicles (Buenos Aires Ciudad, n.d.-j).
In addition, the government of Buenos Aires has established various initiatives aimed at promoting cycling as a healthy
and environmentally friendly mode of transport. They began constructing a network of protected cycles paths (red de
ciclovías protegidas) in 2009, which was designed to integrate key points and localities throughout the city and enable
intermodality (Buenos Aires Ciudad, n.d.-h). They have also established a public bike sharing system, known as Ecobici
(Buenos Aires Ciudad, n.d.-k). Lastly, the government also created a social corporate responsibility program that aims
to promote the use of bicycles amongst businesses (“El ejemplo de Buenos Aires,” n.d.; Codoceo, 2012). In 2013, the
government had signed over 150 agreements with companies in Buenos Aires of various sizes, which stated that the
companies would incentivize the use of bicycles amongst their employees (“El ejemplo de Buenos Aires,” n.d.).
Finally, with respect to prioritizing public transport, Buenos Aires established the first Bus Rapid Transport system in
Argentina in 2011, called Metrobus (ITDP, 2011). The Metrobus system has expanded its network, and now reaches and
improves travel conditions for over 1,000,000 citizens throughout city (Buenos Aires Ciudad, n.d.-b), thereby allowing
greater accessibility to the city for more remote neighborhoods. It has also implemented exclusive bus lanes and
further transformed some of the most congested roads in Buenos Aires to preferential roads for public transport,
measures that have enabled a significant reduction in travel times and greenhouse gas emissions (Buenos Aires Ciudad,
n.d.-g, n.d.-l; Codoceo, 2012). The city was also one of the first Latin American cities to inaugurate hybrid buses in 2010
(Codoceo, 2012). As such, Buenos Aires’s Metrobus BRT system has now been internationally recognized as a
revolutionary initiative for sustainable mobility in urban areas.
Similarly, the city of Bogotá has a citywide mobility plan, which is in fact a public policy of the city government
established via a decree in 2006, known as the Mobility Master Plan (Plan Maestro de Movilidad [PMM]) (Secretaría
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General de la Alcaldía Mayor de Bogotá D.C., 2006). As stated in the decree, the objective of the plan is to “implement
policies, strategies, programs, projects and goals related to the mobility of the Capital District, and establish general
norms that enable a safe, equitable, intelligent, articulated, environmentally friendly, institutionally coordinated, and
financially and economically sustainable mobility for Bogotá and the region” (Secretaría General de la Alcaldía Mayor
de Bogotá D.C., 2006). As such, it strives to prioritize sustainable transport modes such as walking, cycling and public
transport; enable eco-efficient mobility; improve connectivity and accessibility for those living in peripheral areas of the
city; guarantee safe mobility to all citizens; and develop a model that allows for the participation of different actors in
society (Secretaría General de la Alcaldía Mayor de Bogotá D.C., 2006).
Prior to the implementation of this public policy, in 2000, the city had implemented a revolutionary bus rapid transit
system known as the TransMilenio (C40 & Siemens, n.d.; Secretaría General de la Alcaldía Mayor de Bogotá D.C., 2013),
which has become a world reference for public transport due to its significant contributions to an increased use of
public transport in Bogotá, as well as for its reductions in congestion, travel times and emissions (World Bank Group,
2015). Since its implementation, the government has further tried to improve the system’s sustainability by
implementing multi-modal terminals and installing bicycle parking at BRT stations (C40 & Siemens, n.d.). Other
measures taken to improve the BRT system have included the gradual introduction of hybrid electric buses and efforts
to improve BRT technology (C40 & Siemens, n.d.). According to a report by C40 & Siemens (n.d.), the city aims to
replace 100% of its fleet with hybrid and all electric buses by 2024. Lastly, in 2013, it further established a pilot project
for E-taxis, which aimed to introduce 50 electric taxis in the city of Bogotá by 2016 (C40 & Siemens, n.d.).
Other measures and programs implemented since the establishment of the PMM include improvements of sidewalk
conditions and pedestrianization of streets in the city center (see Escobar, n.d.; Secretaría General de la Alcaldía Mayor
de Bogotá D.C., 2015), as well as the promotion of cycling as an efficient transport mode within the city. The current
mayor has established a Cycling Plan (Plan Bici), which ultimately aims to promote cycling by expanding and improving
cycle paths and infrastructure, increasing the amount of bicycle parking stations, and enabling intermodality (Secretaría
Distrital de Movilidad, 2016). Today, the city has approximately a 402 km network of cycle paths with over 2,700
parking places (Secretaría Distrital de Movilidad, 2015b), making it the largest network of cycle paths in Latin America
(Bogotá Comó Vamos, 2015). With regards to a public bike sharing system, the topic has been on the public agenda for
years and attempts have made to implement an integrated public bike system, though issues have arisen during the
tendering process (see Valencia, 2015). In 2015, a tender was signed with the company BiciBogotá (Secretaría Distrital
de Movilidad, 2015a), but in exploring further, there is no information regarding the implementation and status of the
system.
Next, in exploring the fourth item in Table 4, sustainable mobility initiatives from civil society and the private sector
were also present in Buenos Aires and Bogotá. In briefly exploring the situation in Buenos Aires, some of the key
initiatives identified were particularly pertaining to civil society organizations promoting cycling such as the Urban
Cyclist Association (Asociación Ciclistas Urbanos) and the Network for Urban Cyclists Network (Red de Ciclistas
Urbanos) (see Asociación Ciclistas Urbanos, n.d.; Red Ciclistas Urbanos, n.d.). Furthermore, there is also a radio
program in the city that is particularly dedicated to discussing urban cycling in Buenos Aires (Buenos Aires Ciudad, n.d.a). In Bogotá, there are is the initiative known as Ciclovías, which was originally established in 1974 through motivations
of a civil society organization, Procicla, and the local government (Instituto Distrital de Recreación y Deporte [IDRD],
n.d.). The program closes off main roads throughout the city on Sundays, normally designated for motorized transport,
to enable cyclists to take ownership of the roads and promote active and healthy lifestyles (IDRD, n.d.). Moreover,
another initiative in Bogotá, called Mejor en Bici, works with companies and universities to implement strategies for
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promoting cycling (Mejor en Bici, n.d.). Finally, an interesting initiative in Bogotá is a private sector initiative known as
Company Plans for Sustainable Mobility (Planes Empresariales de Movilidad Sostenible [PEMS]), which aims to promote
the implementation of corporate policies that promote sustainable mobility within companies and organizations
(PEMS, n.d.). The key component of the initiative involves working with companies and universities to design Company
Plans for Sustainable Mobility; however, it has also established the Network of Companies for Mobility (Red de
Empresas por la Movilidad), which enables companies and universities to exchange knowledge and experiences, and is
essentially a space for the sharing of information (PEMS, n.d.).
Lastly, vehicular restrictions and parking policies were also identified in both cities. In Buenos Aires, the Plan
Microcentro implemented vehicular restrictions in the city center, allowing only those vehicles that rent or own a
garage within the Microcenter to access the area (Buenos Aires Ciudad, n.d.-i). In Bogotá, the government implemented
a license plate restriction measure, known as Pico y Placa, with primary aims of reducing congestion in the city (IDB,
2013). Finally, both cities have implemented and aim to implement parking policies that enable urban mobility
improvements in the city (see IDB, 2013).
In conclusion, the information presented above highlights the role of Buenos Aires and Bogotá for addressing
sustainable food and mobility issues. The next section will discuss the role of city networks in addressing sustainable
food consumption and mobility.

8.2 Sustainable Food Consumption and Mobility in City Networks in Latin America
This section aims to answer the third and last research question of this thesis, as outlined in the beginning of this
chapter. As discussed in chapter 3, the importance of city networks for addressing global environmental problems has
been discussed in the literature. However, while their role for tackling climate change issues has been acknowledged,
there is a lack of information regarding their role for addressing the SCP agenda more specifically. As such, this section
aims to explore how city networks use and reproduce the international SCP agenda in the priority consumption
domains of food and mobility.
Given the particular focus on Latin America, city networks extending throughout the region were of primary emphasis
for this research and are discussed in detail in section 8.2.1. However, in order to enable a comparison of the topics
addressed regionally and globally, two global city networks were also briefly analyzed and further discussed in section
8.2.2.

8.2.1 Regional City Networks in Latin America
In this section, Latin American city networks were analyzed in order to identify how they address sustainable food
consumption and mobility, as discussed in the international SCP agenda. The networks below were chosen for analysis,
as research showed that they all had a focus on environmental issues, at least in part, and particularly with respect to
mobility. Furthermore, as will be seen in the following sections, the networks were created at different scales within
Latin America, as well as for and by different actors, which provides an important outlook for analysis.

8.2.1.1 South American Cities Network –REDCISUR
The South American Cities Network (Red de Ciudades Suramericanas [REDCISUR]) was created in 2012 as a means to
create a space for regional integration, participation and dialogue amongst South American cities in their progress
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towards sustainable development, thereby enabling a political voice for South American cities in the regional and
international arena (REDCISUR, n.d.-b, n.d.-d, 2012). It was established by eight local governments in South America,
including the City Mayor of Bogotá and the city government for the Autonomous City of Buenos Aires (REDCISUR,
2012). Today, the network comprises ten member cities and municipalities, including the Municipality of Santiago, who
joined in 2013 (REDCISUR, n.d.-a, 2012).
In the Agreement of Intent, cities recognized the vital role of local governments in promoting sustainable development,
good governance, and citizen rights, particularly given the emerging process of urbanization, and therefore the
transformation and growth of cities, in South America (REDCISUR, 2012). They further recognized the importance of
defending local democracy and institutional autonomy as a means to enable local governments to address and solve
key challenges present in the region (REDCISUR, 2012). In addition, the agreement emphasized the importance of
supporting and cooperating with existing networks and international initiatives that enable local government
participation in global challenges (REDCISUR, n.d.-b). Ultimately, the network established the objective to “promote a
platform for integration and unity that improves and enables political dialogue between local governments,
strengthens democracy and governability, builds a South American citizenship and identity, and promotes the exchange
of good practices that consolidate policies of social equality and cohesion” (REDCISUR, n.d.-c, para. 1).
Ultimately, the network aims to develop innovative solutions to common challenges being faced by South American
cities in order to advance sustainable development in the region (REDCISUR, n.d.-c). As such, the network has identified
three priority areas: (1) Climate change and urban sustainability, (2) Safety and coexistence: human security and
citizenship, and (3) Urban planning and management (REDCISUR, 2013e). According to REDCISUR documents, the
network and member cities acknowledge that one of the greatest challenges faced by local governments is
environmental degradation and climate change, and their associated consequences for society (REDCISUR, 2013e).
When discussing the priority area, however, the emphasis is primarily placed on climate change-related issues, with
discussions focused on the need to reduce the risk of natural disasters, droughts and water shortages, energy
consumption, and emissions (REDCISUR, 2013a). As such, the network highlights the role of cities as centers of
innovation for climate change mitigation and adaptation, as well as urban resilience and therefore established two key
points of action: to (1) promote a common environmental agenda with coordinated actions in the areas of
sustainability, biodiversity, urban resilience, climate change mitigation and adaptation, and risk prevention, and (2)
foster the development and implementation of initiatives related to the environmental agenda established (REDCISUR,
2014b).
Although the sustainable consumption and production agenda as such is not one of the priority themes within the
network’s thematic areas, REDCISUR does acknowledge that consumption and production patterns are amongst one of
the many challenges derived from urbanization processes (REDCISUR, 2013a), and that targeting consumption and
production patterns in cities is necessary for tackling climate change (REDCISUR, 2013a, 2013d). It states that, “without
a commitment of developed countries to change production and consumption patterns, it will be very difficult to
address poverty and environmental degradation” (REDCISUR, 2013b, p. 2).
With respect to mobility, REDCISUR acknowledges that transport and mobility are key factors contributing to a city’s
high level of emissions and energy consumption (REDCISUR, 2013e, 2014c). As such, in exploring the documents
published by the network, the discussion around mobility evidently revolves around efforts to enable a modal shift
towards more sustainable modes of transport, with ultimate aims of reducing greenhouse gas emissions. The network
highlights Buenos Aires’s efforts to become a national and regional reference for tackling climate change through its
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Green City Plan (Plan Ciudad Verde), whereby one of its key programs is the Better on Bike Plan (Plan Mejor en Bici)
focused on the promoting and implementing cycling programs as a sustainable mode of transport. Another central
initiative of the Green City Plan discusses pedestrianization of streets and prioritizing public transport (REDCISUR,
2013c). In addition, Bogotá was also discussed as a leader in tackling climate change as a result of its urban transport
system, particularly with regards to the new technological developments in the TransMilenio, the implementation of
clean energy mobility initiatives, the increase in cycling and cycling infrastructure, and pedestrianization efforts
(REDCISUR, 2013b, 2014a). Other member cities such as Sucre and Quito have also established similar initiatives in
attempts to enable a modal shift to more sustainable modes of transport, and thereby combat climate change (see
Barrera Guarderas, 2014; Torres Chive, n.d.). Ultimately, given REDCISUR’s concerns regarding mobility and its
associated environmental impacts, in 2014, it intended to establish via a declaration its commitment to protect the
earth and its cities by promoting a car-free day in cities throughout the region (REDCISUR, 2014c).
In regards to sustainable food consumption, however, there is essentially no discussion on the topic within the network
other than with respect to ensuring food security (see REDCISUR, 2013d). There are only a few documents briefly
discussing food consumption at all, such as Buenos Aires’s efforts to combat environmental degradation via the
implementation of markets promoting sustainable consumption, and Sucre’s Development Plan highlighting the city’s
objectives of reorganizing and regulating commercial activities in markets throughout the city to ensure food safety
(REDCISUR, 2013f). Ultimately, while such initiatives are discussed in the network’s documents, there are no guidelines
or programs established by the network to address either sustainable food or mobility issues.

8.2.1.2 Mercociudades
Next, Mercociuades, established in 1995, is a network of local governments in the MERCOSUR (Mercociudades, n.d.-a),
which comprises Argentina, Brazil, Uruguay and Paraguay, Venezuela and Bolivia (MERCOSUR, n.d.). The network was
established due to the desires of local governments to have greater participation and influence in the process of
regional integration, create an institutional arena for cities, and enable the horizontal exchange of knowledge and
experiences between local governments (Mercociudades, n.d.-a). As such, some of the main objectives for the network
have been to promote and enable the participation of local governments in decision-making processes in the
MERCOSUR region; increase capacities, human resources and administrative experiences in municipalities; establish
channels of communication, as well as conventions and events, that enable the exchange of knowledge and
experiences between local governments; and create city networks via technical entities addressing key thematic issues
relevant to member cities and the network, and that further contribute to regional integration (Mercociudades, n.d.-a).
Today, the network includes over 303 cities throughout the MERCOSUR countries, as well as cities from Peru, Bolivia
and Chile (Mercociudades, n.d.-a). Of the cities studied in this research, Buenos Aires and the Municipality of Santiago
are members of the network (Mercociudades, n.d.-b). The network comprises fifteen technical entities
(Mercociudades, n.d.-d), of which only one directly addresses environmental issues –the Technical Entity of
Environment and Sustainable Development (Unidad Temática Ambiente y Desarrollo Sostenible [UTADS]). All other
technical entities focus on other social, economic and political issues (Mercociudades, n.d.-d).
UTADS was established in 1996 with aims of promoting programs and projects that contribute to local sustainable
development (Mercociudades, n.d.-c). In exploring past achievements and future actions plans of the technical entity, it
is evident that there is no strong orientation towards addressing sustainable consumption, as such; rather, in the most
recent agendas and action plans of the UTADS, the framing of environmental issues discussed is primarily associated
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with climate change mitigation and adaptation, and the need for cities to become more resilient. The 2015-2016
UTADS action plan states that the UTADS’s objective is to “develop regional public policies, with an integrated vision,
that promote sustainable development and target climate change, through actions that ultimately lead to an improved
quality of life in communities, and foster resilience” (Unidad Temática Ambiente y Desarrollo Sostenible, 2015).
While targeting climate change is inherently related to promoting sustainable consumption and production, and vice
versa, the projects, programs and activities established do not specifically address the interrelatedness of these issues,
and there is no particular mention of the need to address food consumption or mobility. The key themes outlined for
the 2015-2016 action plan were (1) environmental management, environmental education and citizen participation, (2)
risk management, (3) urban and spatial planning, and (4) energy, in reference to the need to transition to the use of
renewable energy alternatives (Unidad Temática Ambiente y Desarrollo Sostenible, 2015). Amongst these key themes,
three would be particularly relevant with regards to sustainable consumption, especially in the domain of mobility;
these are urban and spatial planning, citizen participation, and energy alternatives. As can be seen from the previous
chapters, urban planning and citizen participation have been vital to the measures taken in order to transition to a
sustainable mobility paradigm. Energy alternatives are relevant with respect to enabling more efficient and
environmentally friendly transport modes. Furthermore, in 2016, a fifth theme was added, which aims to promote and
enable the elaboration of inventories for greenhouse gas inventories relevant to member cities (Unidad Temática
Ambiente y Desarrollo Sostenible, 2016). It is stated that by being able to calculate the carbon footprints of cities, local
authorities, public and private institution, companies and other organizations can take the necessary actions to
contribute to a reduction in greenhouse gas emissions (Unidad Temática Ambiente y Desarrollo Sostenible, 2016).
Ultimately, while one approach to reducing greenhouse gas emissions could be to promote and enable sustainable
food consumption and mobility within cities, this is not discussed within the framework of the network itself.
Ultimately, in exploring the activities carried out by UTADS in 2014, the only activities that particularly referred to the
sustainable consumption and production agenda were two events organized by the ECONORMAS MERCOUR project in
Argentina (ECONORMAS MERCOSUR, 2014). ECONORMAS MERCOSUR is a bilateral program between MERCOSUR and
the EU, which aims to support MERCOSUR’s regional integration program by fostering economic growth and activity
while also implementing measures to achieve high environmental protection (Delegación de la Unión Europea en
Paraguay, n.d.). The two events gathered key national and local authorities from MERCOSUR countries, the EU, the
private sector and civil society with aims of promoting sustainable production and consumption in the MERCOSUR
region (ECONORMAS MERCOSUR, 2014). However, it appears that the events, as well as the priority area of sustainable
production and consumption established by the ECONORMAS project, had a greater emphasis on production and the
role of companies for innovation (ECONORMAS MERCOSUR, 2014). Although these events were attended by the 2014
coordinator of UTADS, they appear to have had no particular influence on the network and the technical entity’s
agenda. Ultimately, all other activities carried out by UTADS in 2014 were focused on technical climate change-related
issues of resilience, mitigation and adaptation (Unidad Temática Ambiente y Desarrollo Sostenible, 2014).

8.2.1.3 Latin American Network for Fair, Democratic and Sustainable Cities and Territories
Unlike the city networks discussed in the previous sections, the Latin American Network for Fair, Democratic and
Sustainable Cities and Territories (Red Latinoamericana por Ciudades y Territorios Justos, Democráticos y Sustentables)
is a non-governmental, citizen-led network established as a means to promote “decentralized practices and enable the
sharing of knowledge for the construction of improved public places in Latin America” (Red Latinoamericana por
Ciudades y Territorios Justos, Democraticos, y Sustentables, n.d., para. 5). It was inspired by the Bogotá Cómo Vamos
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initiative, which was created in 1998 as a result of citizen and private sector motivations to actively participate in the
governance of the city (Red de Ciudades Cómo Vamos, n.d.-c). Ultimately, the Cómo Vamos initiative aims to make
information accessible for all and establish a methodological process for evaluating the quality of life in the city, which
ultimately serve as a reference for local government policy development and further enables citizens to actively
participate in public policy debates in an informed and responsible manner (Red de Ciudades Cómo Vamos, n.d.-c, n.d.e). The initiative began in Bogotá and was later adopted in various cities throughout Colombia, ultimately leading to the
establishment of the Colombian Network of Cómo Vamos Cities (Red Colombiana de Ciudades Cómo Vamos [RCCCV]).
Today, the model for the Cómo Vamos project has been adopted by cities throughout Latin America, which eventually
led to the creation of the Latin American Network for Fair, Democratic and Sustainable Cities and Territories (Red de
Ciudades Cómo Vamos, n.d.-e).
Firstly, the RCCCV was established with several objectives in mind: (1) generate reliable, impartial and comparable
information through indicators related to the city, quality of life and citizen perception; (2) facilitate the exchange of
knowledge and information between local governments, with respect to urban development plans and specific
programs; (3) utilize available knowledge with the aims of enriching, fortifying and expanding initiatives within the
network and member cities, and (4) promote the exchange of best practices of different Cómo Vamos programs (Red
de Ciudades Cómo Vamos, n.d.-c, n.d.-e). Ultimately, however, the network aims to promote and enable progress
towards achieving transparency in governments as well as facilitating an informed, responsible and participative
society (Red de Ciudades Cómo Vamos, n.d.-c, n.d.-e), by evaluating the quality of life, as well as governmental
development plans and policies that impact the quality of life, in cities.
To do this, the network established a sound methodology that uses subjective and objective technical indicators (Red
de Ciudades Cómo Vamos, n.d.-c, n.d.-d). The subjective indicators provide information on citizen perceptions with
respect to access and satisfaction with basic services offered by public and private institutions (Red de Ciudades Cómo
Vamos, n.d.-b). As such, it establishes a reference for local governments with respect to the implementation of local
development plans, and enables the subjective evaluation of the performance of the public, private and civil society
sectors with respect to their efforts for improving the quality of life in the city (Red de Ciudades Cómo Vamos, n.d.-b,
n.d.-d). The objective indicators enable the identification of concrete results and effects, as well as the kickbacks of
development programs, public policies and initiatives, and ultimately the impacts of urban management in cities (Red
de Ciudades Cómo Vamos, n.d.-a).
In order to evaluate the quality of life in cities, the Cómo Vamos initiative established five scales at which to measure
this priority concern, each exploring various dimensions through established indicators (Red de Ciudades Cómo Vamos,
n.d.-c). One of these scales is the ‘Habitat’ scale, in which the two of the dimensions explored are the environment and
mobility. In the environment dimension, there are no indicators or discussions for food; while food is discussed in other
scales and dimensions, it is done so primarily with respect to enabling access to food and ensuring food security
amongst the urban population (Red de Ciudades Cómo Vamos, 2013). In the mobility dimension, indicators analyzed
deal primarily with the modes of transport used on a regular basis, the satisfaction of citizens regarding the mode of
transport they most commonly use, and the percentage of accidents, deaths and injuries resulting from different
modes of transport (Red de Ciudades Cómo Vamos, 2013). According to the principles and values of the network, Cómo
Vamos promotes a sustainable transport paradigm based on accessibility rather than mobility (Red de Ciudades Cómo
Vamos, 2013). In line with Banister’s (2008) definition of sustainable mobility, the network promotes the development
of compact cities with mixed land use, that ultimately enable citizens to meet their basic needs through shorter
distances (Red de Ciudades Cómo Vamos, 2013). It further claims that a policy for sustainable mobility entails a modal

72

shift that reduces the need for car use, promotes non-motorized transport modes and public transport systems, and
improves the efficiency and performance of motorized vehicles (Red de Ciudades Cómo Vamos, 2013).
Essentially, the Latin American Network for Fair, Democratic and Sustainable Cities and Territories was inspired by the
Cómo Vamos initiative and its principles. Today, the network is made up of 10 countries and 69 cities (Red
Latinoamericana por Ciudades y Territorios Justos, Democraticos, y Sustentables, n.d.-e), of which some have adopted
the Cómo Vamos model while others have adopted other non-governmental, citizen-focused programs and initiatives.
The network functions at local, national and regional scales. As such, it consists of local initiatives; national networks
for Just, Democratic and Sustainable Cities; and a regional network comprising the aforementioned cities and networks
(Red Latinoamericana por Ciudades y Territorios Justos, Democraticos, y Sustentables, n.d.-d). Apart from the
Colombian Network of Cómo Vamos Cities, other national networks that are part of the regional Latin American
Network for Fair, Democratic and Sustainable Cities and Territories include the Argentinian, Brazilian, Ecuadorian,
Mexican, and Peruvian Networks for Just, Democratic and Sustainable Cities, the Chilean Network for Citizen
Territories, and the Uruguayan and Paraguayan Networks for Sustainable Cities (Red Latinoamericana por Ciudades y
Territorios Justos, Democraticos, y Sustentables, n.d.-e). These national programs and networks are non-governmental,
mostly citizen-led initiatives or movements, but also include initiatives involving a greater array of actors such as
universities, businesses, and media communication (see Red Latinoamericana por Ciudades y Territorios Justos,
Democraticos, y Sustentables, n.d.-e). Similar to the objectives of the Cómo Vamos initiative, the regional network aims
to monitor the quality of life in cities by analyzing various indicators; defend the right of access to information; share
knowledge, expertise and best practices of local initiatives and programs; promote active citizen participation in society
and in public policy debates; promote new local initiatives; and enable dialogue between citizens, local governments
and the private sector (Red Latinoamericana por Ciudades y Territorios Justos, Democraticos, y Sustentables, n.d.-d).
Ultimately, amongst the key thematic areas established by the network are mobility, environment and citizen
participation (Red Latinoamericana por Ciudades y Territorios Justos, Democraticos, y Sustentables, n.d.-a). However,
information pertaining to the indicators used was not available. In exploring the online publications of the network, it
was concluded that the main discussion on mobility also emphasizes the notion of a modal shift, as city initiatives
discussed primarily revolve around promoting non-motorized modes of transport as well as public transport, and
reducing the need for car use (see Red Latinoamericana por Ciudades y Territorios Justos, Democraticos, y
Sustentables, n.d.-b, n.d.-c).

8.2.1.4 National City Networks on Climate Change
Lastly, it is necessary to mention the importance of national city networks in Latin America. As in the case of the Latin
American Network for Fair, Democratic and Sustainable Cities and Territories, the emergence of national city networks
for local governments has become quite evident in the last few years, particularly those with a focus on tackling climate
change, which in some ways address overlapping issues with the sustainable consumption and production agenda.
One network that has had a strong influence not only within its member cities, but also in a regional context, is the
Argentinian Network of Municipalities Combatting Climate Change (Red Argentina de Municipios frente al Cambio
Climático) (see RAMCC, n.d.). The network was created in 2010, with aims of promoting climate change policies at the
local level, coordinating local actions, exchanging information and experiences, and evaluating the performance results
of programs established at the local level (RAMCC, n.d.-b). Today, the network is made up of 106 municipalities in
Argentina (RAMCC, n.d.-a).
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In addition, there is the Chilean Network of Municipalities Combatting Climate Change (Red Chilena de Municipios ante
el Cambio Climático). The network was created in 2014 by a non-governmental organization, Adapt Chile, with aims of
enabling cooperation, training and sharing of experiences between Chilean municipalities on matters related to climate
change (Red Chilena de Municipios ante el Cambio Climático, n.d.-b). According to Jordan Harris, Deputy Director of
Adapt Chile, the organization believes that climate change should and must be addressed at the local level, as measures
to tackle the issue must naturally be implemented at the local level, and any implementation fundamentally requires
the participation and involvement of local governments (Interview 14). While the network itself is made up of
municipal governments, Adapt Chile currently functions as a coordinating entity, convoking meetings, organizing
training workshops, and working towards bringing key actors at the local, regional, national and international levels
together (Interview 14).
The network offers three essential elements to local governments. First, there are technical trainings provided by Adapt
Chile to offer a space for science-policy dialogues, increase municipal capacities, and inform local governments on best
practices and international experiences (Interview 14). These instances enable municipal governments and planning
institutions to connect with other actors, particular the academic community. Second, the network offers Chilean
municipal governments a connection to other regional and international networks, as well as other international
institutions. Adapt Chile works closely with several European embassies, international universities and experts, and
thus provides local governments with an opportunity to interact and collaborate with these institutions. In fact, as
mentioned by Harris, Adapt Chile recently signed an agreement with Mercociudades for a potential collaboration on
climate change issues in the future (Interview 14). Finally, the network provides a space for interaction between
mayors through the Mayors’ Forum, which provides a platform for mayors to take ownership and share their
achievements and barriers with respect to tackling climate change, and enables them to conceptualize climate change
not only as a global, but also a local phenomenon (Interview 14).
Although the focus of the network is on the role of local governments in tackling climate change, Harris believes that
the agenda for sustainable consumption and production is inherently related to the climate change agenda. He claims
that when one talks about sustainable consumption, one is directly talking about changes in behavior that reduce
emissions and enable climate change mitigation, adaptation and resilience (Interview 14). Although they are certainly
interrelated, it has been clearly shown in previous sections, and is further supported by the evidence from this
network, that the climate change agenda does not particularly address the same thematic areas as the SCP agenda,
especially in the context of Latin America. For instance, in exploring the lines of action of the network, there is no
indication of the need to address and target sustainable food consumption. Furthermore, although one line of action
discusses the need to develop adequate transport policies and programs, it is discussed as a means to reduce
greenhouse gas emissions and not as a means to foster changes in consumption behaviors (Red Chilena de Municipios
ante el Cambio Climático, n.d.-a).
However, what is important to note from this section is the significance and importance that these networks are
believed to have for Latin American cities and municipalities. As Harris states:
...the important thing about having a network is that you share information and you strengthen each other, and
that the network itself is larger than the individual pieces of that network. That you are able to create a discourse
that enables you to have a strong stance from which to speak to higher scales –national and regional scales –
about what you need and what you are doing, as well as the importance of your work, and to show and convince
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a more ample audience, particularly local communities, that [the work of local governments] also brings benefits
to them (Interview 14).
Furthermore, with respect to the role of city networks for global environmental governance, he states:
...It’s essential –for environmental governance, for sustainable development, for climate change governance.
Consumption is a huge factor, and transport in cities is a huge factor. These are things that really need to be
dealt with at a local scale, and they can’t really be dealt with at any other scale. I full heartedly believe that
today, the most interesting and important things that are happening, are happening on the scale of local
governments (Interview 14).

8.2.2 International Sustainable City Networks
Finally, this section provides a brief overview of how international city networks use and reproduce the SCP agenda in
the domains of food and mobility. The two city networks analyzed were ICLEI – Local Governments for Sustainability
and the Climate Leadership Group C40, both networks connecting local governments for environmental governance
around the world. These two particular networks were chosen for analysis because they appear to have a significant
involvement of Latin American cities.

8.2.2.1 ICLEI –Local Governments for Sustainability
ICLEI is a global network that was established with the aims of enabling cities and towns to build a sustainable future
(ICLEI, n.d.-e). It has established several urban agendas, amongst which those directly addressing food and mobility are
the Sustainable City, the Resource-Efficient and Productive City, and the EcoMobile City agendas. The Sustainable City
program works towards enabling cities to achieve an environmentally, socially and economically sustainable urban in
an integrated manner; as such it has established various networks focusing on specific thematic areas for enabling
urban sustainable development, including the Eco-Cities Network (ICLEI, n.d.-d). The Eco-Cities network focuses on
accessibility and transportation in cities, and therefore works towards avoiding and reducing urban sprawl, as well as
implementing mobility policies that favor walking, cycling and public transport over the use of individual motorized
vehicles (Ecocity Builders, 2014). Furthermore, the EcoMobile City agenda aims to promote sustainable mobility
principles to attain a more livable and accessible city (ICLEI, n.d.-b).
Next, with respect to the food domain, the Resource-Efficient and Productive City agenda aims to enable resourceefficient cities that successfully decouple socio-economic growth from excessive resource consumption and
environmental impacts (ICLEI, n.d.-c). In order to address this issue, one of the networks established was the CITYFOOD
network, which focuses on providing information and awareness regarding resilient city-region food systems and urban
agriculture. Ultimately, the objective is to provide policy assistance in the formulation of city food policies and
strategies, as well as city food councils, and to enable cities to share information and experiences in managing their
food systems (ICLEI, n.d.-a). It further stresses the importance of fostering interactions between local governments and
civil society (ICLEI, n.d.-a). Ultimately, placing food on the urban agenda has to do primarily with the need to ensure
food security and foster poverty eradication, in addition to making cities more resilient from the effects of climate
change. However, it also emphasizes the importance of promoting local production and a local economy, supporting
small-scale producers, enabling a greater interaction between local producers and urban consumers, and reducing
‘food miles’ and their associated environmental impacts (Dubbeling, 2013).
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8.2.2.2 C40 Cities Climate Leadership Group
Next, C40 Cities Climate Leadership Group, also referred to as C40, is a network consisting of over 80 megacities
worldwide who are committed to addressing climate change (C40 Cities, 2016a). It ultimately aims to enable a space
for dialogue and cooperation between city officials, as well as for exchanging knowledge and experiences related to
climate change challenges. It further provides technical and financial support to allow the implementation of climate
change-related policies, programs and initiatives (C40 Cities, 2016g). The network has established seven overarching
priority areas, each with associated networks established to tackle a particular topic (C40 Cities, 2016g). Amongst these
priority areas are urban planning and development, in which one of its associated networks pertains to food systems,
and transportation (C40 Cities, 2016g).
The transportation priority area has established three specific networks and initiatives: (1) Bus Rapid Transit, (2) Low
Emission Vehicles, and (3) Mobility Management. The Bus Rapid Transit network provides support and technical
expertise for implementing and improving BRT systems within C40 cities, as the network believes that well-planned and
quality BRT systems will promote the use of public transport, thereby improving urban mobility and reducing
greenhouse gas emission (C40 Cities, 2016b). Next, the Low Emissions Vehicle network aims to enable a transition to
low emissions vehicles for major fleets within cities, as this would significantly reduce emissions and therefore improve
air quality in cities (C40 Cities, 2016e). Lastly, the Mobility Management network aims to support the implementation
of measures that will increase the variety of travel modes available in cities, and encourage and promote sustainable
mobility options. It explores various facets including urban mobility planning, making public transport more accessible
and attractive, enabling intermodality, and reducing travel needs and miles driven. It further aims to explore how to
communicate these changes and policies in an effective manner (C40 Cities, 2016f). Amongst some of the key focus
areas within the network are facilitating the implementation of congestion charging; establishing an integrated
approach that implements a combination of measures, such as parking policies, car sharing schemes, and promotion of
non-motorized transport modes and public transport (C40 Cities, 2016f). Ultimately, all of these networks have as an
objective to provide a platform for cities to share best practices and experiences, and to facilitate collaboration
between key stakeholders that will enable the goals of each network to be achieved (C40 Cities, 2016g). Finally, with
respect to the food domain, the Food Systems network aims to gather city officials to tackle food challenges in cities, as
well as enable the sharing of information and best practices with respect to policy development that enhances food
security, promotes local food production, fosters effective food waste management solutions, and enables low-carbon
and equitable food systems (C40 Cities, 2016d).
In 2015, the network held its first C40 Latin American Mayors Forum, which took place in the city of Buenos Aires. It
highlighted the importance of Latin American cities in addressing climate change (C40 Cities, 2015). One of the
outcomes was that twenty C40 cities signed the Clean Bus Declaration of Intent, which highlights mayors’ commitments
to reducing emissions by introducing low- and zero-emission buses (C40 Cities, 2015). Amongst the cities that signed
the declaration were Bogotá and Buenos Aires (C40 Cities, 2015). As such, the network appears to play an important
role in Latin America, particularly in relation to Bogotá and Buenos Aires. This is further evidenced by the fact that
Buenos Aires won the Citizen’s Choice Award for its Plan for Sustainable Mobility, while Bogotá won the Urban
Transportation Award for its BRT system and the E-Taxis initiative (C40 Cities, 2016c).
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8.3 Summary
In summary, section 8.1 aimed to explore and compare the role of Latin American cities for addressing sustainable
consumption in the domains of food and mobility. It explicitly focused on initiatives that were previously identified in
the city of Santiago de Chile. The two cities chosen for further analysis were Buenos Aires and Bogotá, as they are both
capital and global cities comparable to Santiago, they have an advanced agenda for urban sustainable development,
(particularly with respect to mobility), and they are two cities that are actively involved in both regional and
international city networks.
As such, in the domain of food, only some of the initiatives found in Santiago were also identified in Buenos Aires and
Bogotá. In both cities, evidence was found for the presence of fresh markets and organic markets, while the presence
of food waste initiatives targeting the consumption phase was only identified in Buenos Aires. Food safety programs
and community-supported agriculture as identified at the city level in Santiago were not identified in either of the two
cities analyzed. As such, from this perspective, it can be assumed that Santiago has a more advanced agenda for
sustainable food consumption in comparison to Buenos Aires and Bogotá. Next, in the mobility domain, all of the
mobility initiatives identified in Santiago were also identified in Buenos Aires and Bogotá, with the exception of a public
bike sharing system in Bogotá. This highlights the importance of mobility in Latin American cities, and the efforts of
local actors to improve urban mobility, not only for environmental reasons, but also for social reasons and improving
the quality of life in the city. Ultimately, with regards to mobility, it can be concluded that all three cities have had a
strong emphasis on improving mobility systems, and have therefore taken similar actions to promote a sustainable
mobility paradigm.
However, it should be acknowledged that this part of the research has several limitations. First, it must be stated that,
particularly with regards to the food domain, the identified presence or lack thereof of initiatives in Buenos Aires and
Bogotá may not be comprehensive. Given that, as was the case in Santiago, many of the food initiatives were isolated,
citizen-led initiatives, identifying these solely through desk research and literature review would certainly prove
difficult. The advantage in the case of Santiago was that on the ground fieldwork was conducted, and therefore,
identifying these initiatives through interactions with local citizens and experts in particular fields facilitated the
identification of these isolated programs. Furthermore, only those initiatives identified in Santiago with respect to food
consumption and mobility were further explored in Buenos Aires and Bogotá. This did not consider, however, the
potential presence of other initiatives particular to either of the other two cities. As such, in taking these factors into
consideration, it is possible that Buenos Aires and Bogotá could be more advanced in the food consumption domain,
but also the sustainable mobility domains, when compared to Santiago.
Finally, section 8.2 aimed to explore the role of city networks in Latin America, with regards to using and reproducing
the international SCP agenda in the consumption domains of food and mobility. In the case of regional city networks,
networks created by local governments and civil society were explored. Furthermore, networks at different scales
within Latin America were also discussed. Research showed that the priority consumption domain of food was
practically absent in the agendas of regional networks, except for when it was addressed with regards to ensuring food
security. As was also seen in the case of individuals cities, sustainable mobility discussions were more prominent in the
regional city networks, particularly in REDCISUR and the Latin American Network for Just, Democratic and Sustainable
Cities and Territories. The discussion in this domain was similar to that seen in individual cities –promoting and enabling
a modal shift and reducing emissions through more efficient and environmentally friendly technologies.
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In exploring the agendas of two global city networks, the food agenda seems to be significantly more prominent in
comparison to those of regional networks. ICLEI has established a network that aims to enable the development of
food policies that amongst other things, enable local production and consumption, enable a reduction in transport and
food miles, and foster a closer producer-consumer relationship. In addition, C40 has established a food systems
network that also aims to enable local food production, but also the development of effective food waste management
strategies. As such, the food agenda appears to play a greater role in international city networks as compared to
regional city networks, and may thus prove important in influencing the local food agendas in Latin American cities.
Finally, with regards to sustainable mobility, both international city networks addressed the need to enable a modal
shift through the promotion of public transport and non-motorized transport, while C40, given its focus on climate
change, further addressed the importance of low-emissions vehicles for improving mobility conditions. Ultimately, it is
also important to note that all networks analyzed stressed the importance of interacting and cooperating with other
actors and key stakeholders, both at the local level, but across scales, in order to effectively achieve the goals of the
respective networks.
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9. Conclusion and Discussion
In conclusion, this research focused on exploring the role of cities and city networks for the governance of sustainable
consumption and production (SCP) in the consumption domains of food and mobility in Latin America. In order to
achieve this objective, three research questions were established, which ultimately complemented a bottom-up
approach with a top-down approach. This chapter thus provides answers to these questions and adds further
discussions where relevant. Ultimately, the chapter, and thus the report, concludes with recommendations for future
research in this field.

9.1 The Research Questions Answered
In this section, the research questions established for this thesis are re-stated, and each is ultimately followed by a
summary of the overall conclusions gathered through this research.
In order to achieve the objective of this research, a bottom-up approach was first taken to enable an in-depth
exploration of local SCP policies and initiatives in one Latin American city, chosen to be Santiago de Chile. As such, the
first research question to be answered was:
1.

What SCP policies and initiatives are present in the city of Santiago de Chile in the priority consumption
domains of food and mobility?

An on-the-ground exploration of SCP policies and initiatives in the consumption domains of food and mobility in
Santiago revealed that the city is more actively involved in the governance of sustainable mobility as compared to that
for sustainable food consumption. Acknowledging the vital role of various local actors for urban environmental
governance, as is supported by the theoretical approaches used for this thesis, the engagement and involvement of key
actors –including local authorities, civil society and the private sector –for the governance of sustainable consumption
in these SCP domains was also explored.
With respect to the food domain, research showed that Santiago lacks an urban food policy or strategy, as well as
strong government or private sector initiatives. The few initiatives identified in this domain were primarily small,
isolated citizen-led and grassroots initiatives, that have received little attention or support from local authorities and
the broader society, and have therefore struggled to permeate their ideals throughout the city. The initiatives
identified primarily address sustainable food consumption issues by promoting organic food production and
consumption through urban (organic) agriculture and community gardens, enabling producer-consumer relationships
through community-supported agriculture, and increasing consumer awareness about the impacts of food waste
resulting from household consumption. Apart from isolated grassroots initiatives, however, another important
initiative identified in Santiago were the fresh markets established throughout the city, which have been shown to play
an important role in ensuring food security, providing local employment, and enabling a local economy. The increasing
number of studies aimed at improving their competitiveness for food provisioning in the national market may be a step
towards placing sustainable food policy issues on the urban planning agenda. Ultimately, it was found that food
planning concerns are expected to materialize in the urban planning agenda in the near future, and that civil society

79

actors will play a central role in bringing these issues forward by informing and empowering themselves, and eventually
demanding governments and the private sector to take action.
Next, in the mobility domain, the city is seen to be experiencing an increasing growth of sustainable mobility policies
and initiatives that are a result of actions and collaborations between key stakeholders in the city. Municipal
authorities have begun implementing sustainable mobility plans that aim to enable a modal shift towards active
transport modes, prioritize public transport, improve traffic safety, and ultimately manage the demand for car use.
Given the increased acknowledgement that public acceptance and citizen participation are key, local authorities have
also begun developing mechanisms to further institutionalize citizen participation in decision-making, which is
evidenced by efforts to include them in planning processes such as the citizen-government cycling roundtable and the
development of municipal sustainable mobility plans. In addition, a few companies in the city have also begun engaging
in and supporting a sustainable mobility paradigm by, for instance, collaborating with municipal authorities to
implement an inter-municipal public bike sharing system, facilitate the introduction of hybrid and electric vehicles, and
carry out traffic education campaigns to enable a safer environment for cyclists and pedestrians. Finally, civil society
and grassroots initiatives have also had important impacts for sustainable mobility in the city, particularly through the
rise of a pro-cycling movement in the city that eventually attracted political attention.
Ultimately, however, provided the administrative structure in the city, the regional government does not have the
executive power to develop and implement a citywide sustainability agenda, which has evidenced significant barriers
to enabling an integrated SCP approach, particularly with respect to sustainable mobility issues in the city.
Furthermore, given the highly centralized administrative structure in the country, national authorities also continue to
have a significant influence on the actions taken in the city, which has traditionally fostered uncoordinated actions
between entities intervening in the city, but also deepened the dependence of local governments on national
institutions for resources and authorization. This therefore highlights the importance of urban governance structures
for enabling sustainability-oriented strategies (Nuissl et al., 2012; Yin, Olsson, & Håkansson, 2016).
Ultimately, in summarizing the findings for the first research question, it can be seen that in the case of Santiago, local
actors are much more active in the mobility domain as compared to the sustainable food consumption domain. There
is a greater number and diversity of initiatives present that aim to address sustainable mobility concerns, with clear
collaboration efforts between different actors, something that is not particularly evident in the food domain. However,
it is expected that food policy issues will soon emerge on the urban planning agenda.

Next, building on the information gathered for the SCP policies and initiatives identified in Santiago de Chile, the
second research question for this thesis aimed to understand the role of Latin American cities for addressing
sustainable food consumption and mobility more generally. As such, the second question to be answered was:
2.

How does the SCP agenda in Santiago de Chile compare with those of other Latin American cities of similar
weight?

In exploring the SCP agendas of two other Latin American cities of comparable weight to Santiago, being Buenos Aires
and Bogotá, it was found that both cities also placed a strong emphasis on sustainable mobility policies and initiatives.
All of the sustainable mobility policies and initiatives previously identified in Santiago were also found in Buenos Aires
and Bogotá, with the only exception being the absence of a public bike system in Bogotá. However, it is also important
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to note that while in Santiago municipal sustainable mobility plans were identified, in Buenos Aires and Bogotá,
citywide mobility plans were evident. This clearly has to do with the administrative structure of the cities, given that,
unlike Santiago, both cities studied have a local authority with executive powers over the city as a whole. Ultimately,
the vast presence of mobility initiatives highlights the strong emphasis placed on mobility systems in Latin American
cities and their recognition of the need to enable a sustainable mobility paradigm. Instead, with respect to sustainable
food consumption, fewer policies and initiatives were found relative to those present in Santiago.
Ultimately, in comparing the SCP agendas between the three cities, research showed that while sustainable mobility
issues have surfaced quite heavily in urban planning and the urban agenda, global cities in Latin America still lag behind
in the sustainable food policy domain as discussed in the international sustainable consumption and production
agenda. Given the tangible social and environmental impacts resulting from inadequate sectorial transport planning,
and thus the increasingly acknowledged notion that an integrated and systemic urban planning approach for mobility is
required, cities have begun taking concrete actions for moving towards a more sustainable mobility paradigm. On the
contrary, it appears that the impacts from modern food systems have yet to be felt as such at the city level in Latin
America. Ultimately, however, even if urban food policies and strategies are not yet prominent at the city level in the
region, given that feeding the city is considered one of the quintessential challenges of the twenty-first century, placing
food policies and strategies on the urban agenda is certainly likely to become an important and legitimate issue in the
coming years (Morgan, 2009).

Finally in order to understand the role and influence of city networks for the governance of sustainable food
consumption and mobility in Latin American cities, a top-down approach was taken, in which it was necessary to
explore networks’ SCP agendas in relation to the international SCP agenda. As such, the last research question to be
answered by this thesis was:
3.

How is the international SCP agenda in these two domains used and reproduced by city networks in Latin
America?

In exploring key networks that are actively present in the region, it became evident that sustainability-oriented city
networks operating at the regional level provide little to no space for addressing and implementing the international
SCP agenda in the domains of food and mobility. Not one of the regional city networks explored in this thesis
emphasizes the need to address food-related concerns at the city level. Furthermore, while REDCISUR and the Latin
American Network for Fair, Democratic and Sustainable Cities and Territories do recognize the importance of
transitioning towards a sustainable mobility paradigm in cities, they do not appear to have any programs or capacitybuilding initiatives established within their networks to enable member cities to address and implement sustainable
mobility projects. As such, based on the research conducted, it can be concluded that while some regional city
networks do discuss SCP-related concerns in the mobility domain, none of them ultimately reproduce the international
SCP agenda in either consumption domain. As such, they are not seen to play a role in influencing the local SCP
agendas of Latin American cities in either the food or mobility SCP consumption domains.
On the contrary, in exploring two international sustainability-oriented city networks that have an important presence in
Latin America, it was found that their internal networks and agendas increasingly coincide with the international SCP
agenda with respect to both food and mobility. ICLEI and C40 have both established concrete agendas for addressing
food issues in the city, outlining the need to establish food councils and enable local food policies that enhance food

81

security, promote local food production and producer-consumer relationships, foster effective food waste
management solutions, and reduce food miles, amongst other things. With regards to mobility, both networks have
further established mobility-related networks and programs that aim to address issues related to traffic management,
energy efficient vehicles, and modal shifts towards more sustainable transport modes (i.e. walking, cycling, and public
transport). As such, these networks certainly use and incorporate elements of the international SCP agenda for food
and mobility into their programs and networks, and as such may also play a role in reproducing these agendas in Latin
America cities.
In the case of mobility, it appears that these international networks have had some influence on the mobility strategies
being implemented in Latin American cities, as is evidenced, for instance, by the C40 sustainable mobility awards
achieved by Buenos Aires and Bogotá, and the signing of C40’s Clean Bus Declaration of Intent by twenty local
governments in Latin America. These networks have indeed enabled a space for pioneering cities in Latin American to
share their knowledge and best practices, particularly with respect to mobility concerns, but also for Latin American
cities lagging behind to learn about and gain expertise in relation to these practices. It is important to keep in mind,
however, that the extent of the influence, impact, or benefits obtained from being a member of such a network cannot
easily be determined, as there is no concrete methodology to evaluate this (Mejía-Dugand, Kanda, & Hjelm, 2016). As
such, the impacts of these networks on the implementation of certain initiatives in Latin American cities may not be so
clear-cut, as it may be that certain initiatives are in fact implemented as a result of other reasons or motivations.
In any case, with respect to the food-related programs present within these international networks, it is likely that they
have not yet had an influence on local policies and initiatives in Latin American cities, at least not those studied in this
thesis. Given that many of the food policies and initiatives identified in Santiago were a result of bottom-up processes,
it is unlikely that international networks like C40 and ICLEI have had a direct influence on their implementation in the
city. This also seems to be the case for Buenos Aires and Bogotá. However, once the need for an urban food agenda
becomes a more prominent issue in Latin America, these networks may serve as important places for learning,
knowledge sharing, and capacity building in order to implement effective food policies and strategies in Latin American
cities in the future. Furthermore, they may also serve as important spaces for pioneering Latin American cities to share
their best practices and solutions. For instance, if Santiago is able to develop an effective strategy and model for
strengthening the competitiveness of fresh markets in the national market, they can improve their international stance
and legitimacy within these networks by sharing their experience and transferring their knowledge to other Latin
American and international cities.
Finally, an interesting outcome of this research was the identification of a growing trend towards the establishment of
national city networks, as evidenced by the multiple national networks for Fair, Democratic and Sustainable Cities, as
well as the Argentinian and Chilean municipal networks combatting climate change. This trend is supported by Bulkeley
(2010), who claims that a second wave of municipal networks emerged in the 2000s, of which one of its distinguishing
characteristics is that many municipal networks are now nationally organized. This is further supported by MejíaDugand et al. (2016), who found that, particularly in the context of Swedish and Chinese cities, smaller cities are more
actively involved in national and regional networks due to time and coordination requirements.
Ultimately, given that the administrative and urban governance structure of cities is an essential component that must
be studied in order to develop and implement effective sustainability strategies, and that these administrative
structures vary between countries, national networks may serve as important places for enhancing the implementation
of best practices throughout cities and municipalities in a particular country, as they are situated in a similar political
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environment. International city networks are, of course, essential for cities to learn about best practices worldwide and
to gain access to resources that may not be available nationally, but replicating or adopting international best practices
requires time and effort to adapt these practices to the local context. If a particular city that is member of an
international city network is able to effectively adapt and implement an international best practice to its local context,
it may serve as an important reference point for other cities in that country, and may therefore facilitate the
implementation of such a practice in a national context. It is important to note, however, that none of the national
networks identified in Latin America provide a space for discussing and addressing the international SCP agenda for
food and mobility, and thus, currently do not appear to play a role in influencing local SCP policies for food and mobility
in Latin American cities. As such, efforts to bring these issues to the networks’ agendas are essential in the future.
Ultimately, by answering the three central questions established in this thesis, the main objective of exploring the role
of cities and city networks for the governance of SCP in food and mobility in Latin America was achieved. Based on the
research conducted, it can be concluded that Latin American cities today play an important role in enabling and
advancing sustainable mobility policies and initiatives, in harmony with the issues being discussed within the
international SCP agenda. However, they are fall behind in addressing food-related concerns. In addition, it was also
found that regional city networks have little or no focus on sustainable food or mobility concerns, and thus do not play
a role in using and reproducing the international SCP in Latin American cities. However, international city networks
explored did have networks and programs addressing both sustainable food and mobility concerns, and as such may
serve as important places for the sharing of knowledge and exchange of best practices, so as to further capacitate local
actors for the effective governance of food and mobility concerns in Latin American cities. Finally, an interesting
discovery was the increasing emergence of national city networks, though their role for addressing food- and mobilityrelated SCP concerns was insignificant.

9.2 Discussion and Recommendations
This section concludes the report, providing final discussion points and recommendations for future research in the
field. It first provides some further discussions and supporting literature on the role of local actors in cities for the
governance of sustainable consumption and production, focusing primarily on local authorities and civil society, with a
further reference back to what was found in the context of Santiago. It then concludes with recommendations for
future research with respect to city networks that can build on this study.
As has already been established, in order to enable a successful urban sustainability strategy, it is important to
understand the urban governance structure in a city, particularly with regards to the role of local governments. The
political will of local authorities is seen as a necessary condition for the development of an urban sustainability agenda,
though it is not a sufficient condition (Bulkeley, 2010; Yin et al., 2016). In the case of Santiago, many claimed that often,
the fragmented and sectorial administrative structure, along with the lack of knowledge and expertise attributed to
local authorities, is seen to impede the implementation of an effective sustainability agenda. This is particularly the
case with respect to developing effective food policies, as many local governments seem lack the necessary knowledge
and expertise in this area. Yin et al. (2016) provide similar claims in a study exploring the promotion of environmental
policy integration in urban planning in Swedish and Chinese cities, stating that a lack of local government
understanding, knowledge and experience can hinder environmental policy integration and that the “sector-specific
responsibility system generally applied in the administrative structure is inconsistent with the holistic view of shared
responsibilities of environmental integration among sector authorities” (p. 86). In order to address the issues
associated with the sector-specific administrative structure, Yin et al. (2016) have suggested that the establishment of
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temporary local administrative organizations with a cross-sectorial perspective could be an effective solution to the
issues arising from a sector-specific administrative structure in urban planning, though their effectiveness is seen to
vary from case to case. This, in fact, has also been discussed in the case of Santiago de Chile,. Ultimately, it is concluded
that understanding local administrative structures and competencies is essential in order to enable successful local SCP
strategies.
Next, with respect to civil society and grassroots initiatives, many individuals in Santiago had claimed that they are
essential for bringing about changes in the city, particularly with respect to placing food-related issues on the urban
agenda in coming years. As Grabs, Langen, Maschkowski and Schapke (2016) state, grassroots initiatives “for
sustainability are largely understood as expressions of learning and empowerment processes of consumer citizens” (p.
100), that can contribute to sustainable consumption in various ways. However, as was evidenced by this research,
many grassroots initiatives in Santiago currently addressing sustainable food consumption issues remain quite small
and isolated, and therefore are not particularly seen to be successful in empowering citizens and enabling significant
progress towards sustainable food consumption at a societal level. This is unlike the case of mobility, in which civil
society organizations played a major role in placing cycling on the city agenda.
Ultimately, Grabs et al. (2016) present key success factors for grassroots initiatives, which can be attributed to three
levels: a personal level, a group level, and a societal level. The personal level entails understanding the individual
motivations of citizens and consumers for engaging in sustainability initiatives; at the group level, the two key factors
identified for a successful operation of an initiative are the organization’s resources and the group dynamics at work
(Grabs et al., 2016). Finally, at the societal level, the success factors of grassroots initiatives involve external
engagement with other organizations and societal actors, as well as political support (Grabs et al., 2016). As such, the
isolated nature of sustainable grassroots initiatives for food-related issues in Santiago, complemented by the current
lack of political interest in food-related concerns, may explain the absence of public and political support for these
initiatives. Therefore, in order to enable the success of these initiatives at the societal level in Santiago, it would prove
important to first work on enabling key success factors at the personal and group levels so as to understand the
motivations of consumers for engaging in such initiatives. As such, in line with what was claimed by individuals
interviewed for this thesis, exploring the field of consumer behavior seems essential to understand the factors that may
enable changes in mentality and behavior, and therefore enable citizens to become change agents in society. Finally, it
then also becomes imperative for these initiatives to establish or expand their networks within the city so as to
increase pressure on local governments to take action, by for instance, formalizing interactions and collaboration
amongst each other. This was the case for mobility, in which pro-cycling civil society organizations worked together,
and further formed networks with other actors in society, to ultimately place cycling-related issues on the city agenda.
Finally, as was discussed in section 9.1, the impacts and influence on local initiatives resulting from memberships in city
networks is not always straightforward. This became particularly evident in the case of this research, given that the role
of city networks for using and reproducing the international SCP agenda was explored in a rather indirect way. By
exploring the presence of key food- and mobility-related SCP concerns within the agendas of city networks, and
comparing those with the policies and initiatives found in Latin American cities, conclusions were made with regards to
the potential influence of these networks on local SCP agendas. However, it is suggested, that for future research
purposes, in order to explore the impacts of a network’s agenda on local policies more directly, it would prove essential
to conduct research within the local administrative bodies in charge of managing a city’s involvement in city networks,
but also within the administrative bodies of city networks themselves. This would enable a more comprehensive
understanding of the influence of city networks on local SCP policies and initiatives in cities.
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Annex I. List of Interviewees
1. Interview 1. Claudio Antonio Cardenas Catalan. Chief of Sub-Department of Organic Agriculture,
Agriculture and Livestock (Servicio Agricola y Ganadero –SAG). On site interview conducted 5
November 2015.
2. Interview 2. Jonathan Barton. Director of CEDEUS (Center for Urban Sustainable Development). On
site interview conducted 9 November 2015.
3. Interview 3. Claudio Miguel Olivares. Director of Bicivilizate. On site interview conducted 20
November 2015.
4. Interview 4. Julia Franco. Coordinator for Municipal Urban Gardens Program and Program
Composting and Vermiculture Program, Aldea del Encuentro. On site interview conducted 23
November 2015.
5. Interview 5. Orlando Meneses. Executive Assistant to Chief Innovation Officer, CHILECTRA. On site
interview conducted 23 November 2015.
6. Interview 6. Sara Granados. Expert on Food Systems, FAO. On site interview conducted 24
November 2015.
7. Interview 7. Cristian Bowen. Undersecretary of Transport, Ministry of Transport and
Telecommunications. On site interview conducted 25 November 2015.
8. Interview 8. Miguel Olivares. Mobility Coordinator, Municipality of Santiago. On site interview
conducted 27 November 2015.
9. Interview 9. Patricio Camoglino. Agronomist, Office for Sustainability, Catholic University of Chile. On
site interview conducted 30 November 2015.
10. Interview 10. Daniel Trujillo. Communications and Marketing Manager, Bcycle LATAM /
BikeSantiago. On site interview conducted 1 December 2015.
11. Interview 11. Manuel Ocares Rodriguez. Member, Furious Cyclist Movement (Movimiento Furiosos
Ciclistas –MFC). On site interview conducted 1 December 2015.
12. Interview 12. Margarita Mendez Gonzalez. SECPLA, Department of Urban Consultancy, Municipality
of Providencia. On site interview conducted 3 December 2015.
13. Interview 13. Claudia Cossio. Founder Granja Huellas Verdes. On site interview conducted 3
December 2015.
14. Interview 14. Jordan Harris. Deputy Director, Adapt-Chile. On site interview conducted 3 December
2015.
15. Interview 15. Kathy Evert. Spokesperson DiscoSopa Chile. On site interview conducted 4 December
2015.
16. Interview 16. Lake Sagaris. Ciudad Viva. On site interview conducted 10 December 2015.
17. Interview 17. Carolina Toha. Mayor of Municipality of Santiago. On site interview conducted 16
December 2015.
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