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Abstract

Road safety is a very important challenge for the Latin Ameridal@ Caribbean (LAC). To tackling
successfully this challenge, it is important that road safetigies strengthen the legal and technical
measures under a national and cross-sector institutional frakjewa@nsidering adequately the
cultural and social complexity of our region.

This report highlights the need to re-think and refthminstitutional management functions
in terms of understanding how the state should approactoditesafety challenge. The report also
brings together elements that can help the institutional framet® be more effective. It is always
necessary to look at the foundation on which the road safatagement system is built. In order to
make this part effective, seven functions must be consideredsujt focus; ii) coordination; iii)
legislation; iv) funding and resource allocation; v) prommtivi) monitoring and evaluation; and vii)
research and development. The result focus function is pivotitermining what the goal of a given
country will be. Nonetheless, the functions taking togetmelp the societal system to build a
sustainable road safety policy. The interaction among themaksadwith the organizations that
surpass state functions is critical.

Cooperation is also fundamental, and includes different pergpediie. the multisectoral
approach) and societal representatives (government, non goveramgnprivate) which when
seriously integrated will achieve any giving goal by workioegether. Cooperation also implies
sharing positions that are closer to the decision-making [wod¢kss making more democratic
decisions. To facilitate a process where societal cooperation ie@piplereby fulfilling a societal
result that is beneficial to everyone requires a national roay safietement/pact.

Ultimately the agreement of developing a road safety natiosmnvneeds to align with the
rights and perspectives of the road users, society, non-goeatal and private organizations with the
primary objective being zero deaths and injuries due to traffishes. A vision that commits to the
idea of a “nunca mas / nunca mais / never again” implies that tetysas a whole wishes to go
beyond the road safety crisis that several LAC countries arentiyrfacing, and ensure that all road
users are safe when travelling from one place to another.
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Introduction

Each year approximately “one million people are killed and 5Gomifpjeople injured on roads around
the world. This level of road trauma imposes huge economts.dasaddition, deaths and disability
cause great emotional and financial stress to the milliorfaroies affected” (OECD/ITF, 2008).
With the development of Latin America and the Caribbean (LA@),region faces another crucial
challenge: road safety.

The LAC region has one of the highest road traffic fatabtgs in the world. Sdnchez and
Wilmsmeier (2005) states that the road traffic death rate (p660,000 vehicles) for the region is 10x
higher compared to high income countries. On the other tfamdVorld Health Organization (WHO)
states that in 2004 the fatality rate (per 100,000 popujatias 26.1 (WHO/WB, 2004), while in
2008 this indicator was 15.{WHO, 2009).

TABLE 1
MODELED ROAD TRAFFIC INJURY FATALITY RATES (PER 100 ,000 POPULATION), BY
REGION AND INCOME GROUP

Region High income Middle income Low income Total
African region 32.2 32.3 32.2
Region of the Americas 134 17.3 15.8
South-East Asia region 16.7 16.5 16.6
Eastern Mediterranean region 28.5 35.8 275 32.2
European region 7.9 19.3 12.2 134
Western Pacific region 7.2 16.9 15.6 15.6
Global 10.3 19.5 215 18.8

Source: Global Status Report On Road Safety. Tonéé€tion, WHO (2009).

The countries considered for this information evekrgentina, Bahamas (The), Barbados, Belize MBgliBrazil, British Virgen
Islands, Chile, Colombia, Costa Rica, Cuba, DonainiRepublic, Ecuador, El Salvador, Guatemala, Guy#onduras, Jamaica,
Mexico, Nicaragua, Panama, Paraguay, Peru, Puartg Baint Lucia, Saint Vincent and the Grenadissijname, Trinidad and
Tobago, Uruguay and Venezuela.
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The LAC region lacks high quality data on road safety; no dasdéems exist that are
consistent with international standards for recording andifglexgs road deaths and injuries, nor is
there reliable information regarding risk factors (seat-bed{ speed average, drinking and driving,
helmet use, risk pedestrian behaviours, among others) (UDB; 20HO, 2009; and IDB, 2009).
Furthermore, as we will observe throughout this documést,iristitutional development of road
safety in this region has, at best, an emerging character, aihdagiety activity remains low.
Specifically, few countries have declared to achieve desired long esidmterm road safety results.
The alignment of the measures to obtain certain impacts imatsaddressed properly and leading
agencies should have proper political, financial and technical mesoulLastly, civil society road
safety organizations do not have a specific room to monitm safety policies, since civil society
and states relationship in the LAC region have been problematic.

Even though a very significant decrease is observed in thedaatle in some countries,
many of the most important challenges of road safety remaacklatl. These challenges include:
development of a “Safe System” approach; strengthening/builtteg institutional capacity;
developing civil society road safety associations; implementioglern and effective monitoring
systems;conducting sufficient data collection and analysis to understaash risks and current
performance; allocating proper human and financial resources;inmyé&avily on road safety; the
transferring of knowledge; and finally, the substantial agalip of international effort.

Efforts to understand the challenge of road safety in th@megave been carried out by
different organizations [Planzer, 2006; Instituto de Segurjd&ducacion Vial (ISEV), 2008, WHO;
2009 and Inter-American Development Bank (IDB), 2009]. Etryugh these studies focus on
important matters such as data analysis, institutional frankewaord implemented measures, there
remains a clear need to not only analyze the road safety systeitipsi but also enhancé.itience,
the objectives of this document will be threefold:

« To describe the LAC region by clustering countries in terfriheir current institutional
road safety system functioning as well as historically anaiyttia role of civil society.

« To discuss the institutional approaches implemented by thetrmsunn terms of
advantages and disadvantages, and

« To discuss a societal approach to tackle some of the most redenhotirrent road safety
issues of the region.

When developing the third objective, we will wonk the approach proposed by Bliss and Breen
(2009) and the OECDI/ITF (2008), since these autfmrased on the steps or phases associated to
implement the six recommendations of Werld Report on Road Traffic Injury Preventiband also Del
Valle (2009). However, the main focus of this paitt be on the relevance of implementing a longrter
responséto the LAC road safety challenge, which needetbdiistic/integral, sustained and accountable.
Therefore, a societal approach is needed to téwklstructural problems in the LAC region.

One serious attempt has been carried out by didfidel Valle, where he proposes ten principles theitle the formation of an
effective road-safety policy (Del Valle, 2009).

The six recommendations are: i) Identify a legérecy in government to guide the national roadtgadéort. ii) Assess the
problem, policies and institutional setting relgtio road traffic injury and the capacity for roadffic injury prevention in each
country. iii) Prepare a national road safety sgatend plan of action. iv) Allocate financial andnhan resources to address the
problem. v) Implement specific actions to preverd traffic crashes, minimize injuries and theingequences and evaluate the
impact of these actions. vi) Support the develogroénational capacity and international co-opemi(WwHO and WB, 2004).
Even though the concept of institutional respsrsan be very elusive since it may lead us to miffemeanings and therefore
making the understanding of the road safety sabjahmic difficult, here it is understood as a grafpsocial norms that are
embedded into social systems in such a way thgtittflelence the behavior of actors within thoseiabsystems (Little, 1991).
At a first glance this may suggest that only pesitioad safety outcomes can be led by a formabaityt(the state), however this
is only formally correct. The change starts whemdhoup of social norms are modified, and thislwamchieved by including all
the actors of the road traffic system (governmemis-governmental organizations, private sectorraad users).
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It will be argued that for the LAC region, a three-step styais necessary. Firstly, this region
must build and strengthen its road safety management systmtlsat two critical elements are
present: institutional management functions and civil society @ivate actions. The harmony
between both is a critical issue that needs to be raised, sincee asill see further, former
relationships have both boosted and weakened policies. AdsstEmis to set accountable reduction
targets as a means to promote a national (and regional) cotesibthus, the necessary strength to
guide a more focused process. This second element becomes tieay lmeicause it is not explicitly
considered in the six recommendations of the WHO/WB. It caardpged that this element is behind
recommendations stated in ii) and iii), however, in ordémigement effective action plans, national
commitments expressed in numbers or targets need to beysquaditically and technically in place.
Thirdly, parallel to the second step, a consensus regarti@gethical imperative of a zero
philosophy/vision needs to be developed.Muhca mas / Nunca mais / Never adaiision in the
LAC countries is likely to trigger a stronger regional aational road safety commitment.
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|.  Latin American and the Caribbean
road safety indicators

A.  Assuming the inexplicable

As we can appreciate in table 2, the average fatality rate (per0D0fgopulation) has not increased
significantly. In 1996, the rate was 13\8hile in 2008 it was 15°1 However, when we breakdown

the period, there is an observable inflection point in 200w region at that time had the highest
fatality rate in the world.

In order to explain this trend thoroughly we would needeatgdeal of information regarding
intermediate outcomes, which the region precisely lacks (pepgeaountry). Intermediate outcomes
include seatbelt-wearing rates, helmet-wearing rates, the physichfi@omr safety rating of the road
network, average traffic speeds, the proportion of drunkedsiin fatal and serious injury crashes,
standard or safety rating of the vehicle fleet response of entgrgeetical services

TABLE 2
ROAD TRAFFIC INJURY FATALITY RATES (PER 100 000POPU LATION), FOR LAC BY
YEARS 1996, 2004 AND 2008 AND INCOME GROUP

Region 1996* 2004** 2008***
Latin American and the Caribbean region 13.8 26.1 5.11
Sources:

*  Seguridad Vial en la Region de América Latind €aribe. Situacion Actual y Desafios, Planzer, BE2006).
** \World Report on Road Traffic Injury Prevention/orld Health Organization and World Bank (2004).
***  Global Status Report On Road Safety. TimeAation, WHO (2009).

In graphs 1 and 2 detailed information of evesyrdry can be found.

Since there was no data available for Mexicod@6l this country was not included in the regidatslity rate for that year. 2008
average fatality rate for the region without Mexigas 14.8 (per 100,000 population), and therefoeeanalysis carried out here
remains useful for both cases with and without Mexi

ECLAC along with the National Commission of Ro@dfety of Chile proposed a methodological tool édlect information
regarding all these indicators. This index is cal¥SETRA and it helps assess the road safetytgituaf a given territory. It has
only been applied in Chile (Nazif et. al, 2006).

11
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On the other hand, in order to establish what specifiesedagsults, with respect to the case
of intermediate and final outcomes, a consolidated road safety emeafj system is necessary.
When we analyze whether or not a given country of the regioa haad safety agency (one specific
indicator of a mature road safety management system), we appreatateg effort has been reached
by 25 countries in the LAC region (table 3). Interestingveral countries in the region accelerated
their process of designing and implementing a road safetyatgericy, specifically Argentina, Brazil,
Bolivia, Peru and Paraguay in the last five years (Pérez S@@8). 2nly Jamaica and Chile had
assumed this political commitment before 1996. Therefore,itwpmrtant conditions (lack of road
safety indicators and a management system which rationally pasiesl safety strategy) necessary
to explain the fluctuations of this trend were not preseménBhough the trend cannot be fully
explained, the publication of the Global Status Report on Resdty (GSRRS) offers valuable
information for the region that can help assess the curtaatisi.

B. LAC’s baseline and main road safety
institutional indicators

The need for quality information is critical for argrocess of designing, implementing and/or
monitoring public policy (Linders and Peters, 199he of WHO’s main objectives in publishing the
GSRRS was to enhance road safety information imdr&l. Unlike previous attempts, WHO developed
and applied a methodology where different instiudi of a given country had to complete a
questionnaire, and agree on its answers, to fostdtisectorial collaboration by linking road safety
practitioners working in the same country. It alsougiht together a unique set of data on a number of
road safety variables for 178 countries encompassiag98% of the world’s population (WHO, 2009).

These two elements help us assume that the current infornsatidoe considered a baseline
for the LAC region since several official and national authesriparticipated in communication with
WHO on road safety indicators. Unlike WHO/WB (2004), ISE008) and IADB’s (2009) reports, in
which the sources of road safety information were predontyjnanpported by the Global Burden of
Disease version 1 database, several studies and unique nationaksthe key was suggesting that
the national respondents reach a consensus when informingraptting the questionnaire. Another
important characteristic was that they statistically analyzed matatity population rates reported by
each country in order to address issues of underreportint detb make comparisons.

The GSRRS is also very useful in describing the road saifeigtien in LAC since the
document tackles issues regarding strategies, policies, road safity, driving tests, car insurance,
among others. Table 3 summarizes some indicators for eachycotitite LAC region with respect to
the institutional and transport/infrastructure dimensidrtk@road safety system.

12
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TABLE 3
ROAD SAFETY RATES AND INDICATORS BY LAC COUNTRIES ( 2008}

Country Modeled road traffic injury Road Safety Institutional System Transports and Infrastructure
fatality rates

(per 100,000 population)

Alead agency  The lead agency There is a The strategy There are policies to  Formal audits on Regular audits on
is present is funded national strategy includes promote investment new roads existing road$
measurable in public
national targets transportation
) 13.7 Yes Yes Yes Yes No No No
Argentina
Bahamas (The) 145 Yes Yes Yes No No Yes Yes
Barbados 12.3 No n/a Multiple strategies n/a No No Yes
. 15.6 Yes No Yes No No Yes Yes
Belize
Bolivia (Plur. State of) 16.7 Yes No Yes Yes No No No
Brazil 18.3 Yes Yes Multiple strategies n/a Yes No No
British Virgin Islands 21.7 No n/a Sub-national n/a No No
Chile 13.7 Yes Yes Yes Yes Yes No Yes
Colombia 11.7 Yes Yes Yes Yes Yes No Yes
) 15.4 Yes Yes Yes Yes No No Yes
Costa Rica
Cuba 8.6 Yes No Multiple strategies n/a No No No
Dominican Republic 17.3 No n/a No n/a Yes No No
11.7 Yes Yes n/a No Yes No
Ecuador
El Salvador 12.6 Yes Yes Yes No No No No
Guatemala 14.7 Yes Yes Sub-national n/a No No No

According to the GSRRS, Paraguay did not hawad &gency, whereas Trinidad and Tobago did nporeted to the WHO's survey, Bahamas and Belizeréspbnded positively to the question
regarding the existence of measurable nationaktargnd Chile was classified without a nationede Barbados is without regular audits on existioads. ECLAC organized three seminars,
where different national representatives helpedfglthis information, and therefore there is aeliénce with the GSRRS.

In following the proposal developed by the Eumpédroject RIPCORD, audits can be performed in selaemes or when re-designing existing roads dughémges in local conditions
(RIPCORD, 2009). The WHO Report, in this case, mezad safety inspection.
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TABLE 3 (CONT.)

Country Modeled road traffic injury Road Safety Institutional System Transports and Infrastructure
fatality rates

(per 100,000 population)

Alead agency  The lead agency There is a The strategy There are policies to ~ Formal audits on Regular audits on
is present is funded national strategy includes promote investment new roads existing road¥
measurable in public
national targets transportation
19.9 Yes Yes No n/a No No Yes
Guyana
Honduras 135 Yes Yes Multiple strategies n/a No Yes Yes
) 12.3 Yes Yes Yes Yes Yes No No
Jamaica
) 20.8 Yes Yes Yes Yes Sub-national No Yes
Mexico
Nicaragua 14.2 Yes Yes Yes Yes Yes Yes Yes
12.7 Yes Yes No No No Yes Yes
Panama
19.7 Yes Yes Yes Yes Sub-national No No
Paraguay
Peru 215 Yes Yes Yes Yes Sub-national No No
Puerto Rico 12.8 Yes Yes Multiple strategies n/a Yes No No
) ) 17.6 Yes No No n/a No No No
Saint Lucia
Saint Vincent and the 6.6 Yes No No n/a No No No
Granadines ’
Suriname 18.3 No n/a No n/a No No Yes
Trinidad and Tobago 155 No n/a Multiple strategies n/a No No No
4.3 Yes Yes Yes n/a No Yes Yes
Uruguay
21.8 Yes Yes Multiple strategies n/a Yes Yes Yes

Venezuela (Bol. Rep. of)

Average or percentage of 151 83.3% 66.6% 46.6% 33.3% 26.6% 26.6% 43.3%
positive answers

Source: Global Status Report on Road Safety, WHIDYR The need to establish coordinated measurdébdaeduction of road accidents in Latin Amereal the Caribbean Nazif and Pérez Salas
CEPAL (2009).

1 In following the proposal developed by the Eumpélroject RIPCORD, audits can be performed in selemes or when re-designing existing roads duehémges in local conditions
(RIPCORD, 2009). The WHO Report, in this case, mezad safety inspection.
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C. Classification of LAC countries

Classification of objects (countries, in this case) into megulirsets is an important procedure in all
of the social sciences. To propose a typology or classificaicglevant in this specific case because
it will help identify which countries would require moreliioal and technical efforts, or other
specific institutional measures, to successfully decrease roéid taédlities and their consequences.
As appreciated in Table 3, the indicators selected are all charactehatiescountry should have in
order to tackle road safety successfillyFour indicators are used to identify which countries lzave
more complete road safety institutional system; they indlonegresence of a lead agency, funding, a
national strategy and the presence of measurable national ta@etas3ify countries regarding their
performance in transport and infrastructure, the three indgcateralso very useful (policies in place
that promote investment in public transportation, formalitauon new roads and regular audits on
existing roads).

In order to cluster similar countries into groups, the Btep Cluster Analysis was applied.
According to Norusis this method:

... can produce solutions based on mixtures of continendscategorical variables and for
varying numbers of clusters [and] because cluster analysimdbés/olve hypothesis testing
and calculation of observed significance levels, other than faripgtge follow-up, it's
perfectly acceptable to cluster data that may not meet the asswsriptidrest performance...
(Norusis, 2009:380).

Since, Table 3 has categorical variables, and the objective oéflug is to cluster countries
in terms of similar road safety institutional systems padormance in transport and infrastructure,
this method was the most suitable.

In Table 3, all cells containing “n.a”, “Sub-national”, “Multipleategies” or “...” were coded
as “No”, as all of them implied a slow road safety performanastaidly, to classify “Multiple
strategies” as “No” for the indicator “National strategy” could disputable; however, for the
particular purpose of the report, “multiple strategies” was idensd as a complication for the
achieving of the national goal.

1. Classification of LAC countries according
to road safety institutional system indicators

Using the Two-Step Cluster Analysis, the countries thatraleefter conditions to setup an effective
road safety institutional system or have already started tp set effective road safety institutional
system were revealed. According to the application of this adetinese countries can be classified
into two groups (Table 4).

Group 1 contains those countries whose road safety irmtiélitsystems are a few steps
behind that of Group 2. These countries may not have a leaxtygghor a road safety strategy or
measurable national targets. However, when comparing the averadjdraffic fatality rate per
100,000 population of Group 1 (15.2) with the averag&miup 2 (14.8), it is clear the difference is
small. Group 1 can be labeled as an “Informal Road Safetyuliat System” since there are some
isolated road safety institutional activities in these countries

In Group 2 are countries that have more positive answer$idafotir indicators. From this
classification the 9 LAC countries scoring positive answersall four indicators were identified (in

It must be pointed out that these indicators ay references that describe the situation inltA€ region by country. For

instance, total funding per agency is importandiimfation that is currently not available. This imfation would allow us to see
the phases of investment strategies that everytgoisifacing. Phases of investment strategies heen extensively studied by
Bliss and Breen (2009) and Mulder and Wegman (1999)

17



ECLAC - Project Documents collection Developingdsafety in Latin America and the Caribbean:...

Table 3, these are highlighted in green). However, when tratfiidity rate by 100,000 population is
compared to high-income countries of the European regi®), (Group 1 (15.2), remains high, and
thus this group is labeled as “Formal Road Safety InstituBystem Emergence”. Even though the
recommendations of thé&/orld Reportare being followed, results in Group 2 are far from being
successful; Group 2 is only emerging because the recommersdafittie GSRRS have been recently
taken into account.

TABLE 4

CLASSIFICATION OF LAC COUNTRIES ACCORDING TO ROAD S AFETY
INSTITUTIONAL SYSTEM INDICATORS

Group 1 Group 2
Informal Road Safety Institution System Formal Road Safety Institution System
Emergence
Barbados Argentina
Brazil Bahamas (the)
British Virgin Islands Belize
Cuba Bolivia (Plur. State of)
Dominican Republic Chile
Ecuador Colombia
Guatemala Costa Rica
Guyana El Salvador
Honduras Jamaica
Panama Mexico
Puerto Rico Nicaragua
Saint Lucia Paraguay
Saint Vincent and the Granadines Peru
Suriname Uruguay

Trinidad and Tobago
Venezuela (Bol. Rep. of)
15.2* 14.8*

Source: Own elaboration from Table 3.
Note: * Average of fatality rate by 100,000 popidatper group

2. Classification of LAC countries according to tra nsport
and infrastructure road safety measures

Using the three indicators previously mentioned (policieglace that promote investment in public
transportation, formal audits on new roads and regularsaaditexisting roads) to analyze transport
and infrastructure is not sufficient. Ideally, measures sudilaak spot managememetwork safety
managementnd road safety impact assessments should have been incorporatesiiehothis
specific information was not available at the regional fével

2 In following the definitions proposed by RiPCORZD09) we understand: Road safety inspectionsmasasure check whether a
series of items are consistent with road safetyeors; Black spot management as the identificatioh treatment of hazardous
road locations, hot spots or sites with promisegémeral, black spots should be identified as aegtlon that has a higher
expected number of crashes than other similarimtatas a result of local risk factors; Networketafmanagement as the
identification and treatment of hazardous roadieestA hazardous road section is any section bet@esnd 10 kilometers that
has higher number of severity of crashes than alingitar road sections as a result of section basash and injury risk factors.
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Application of the Two-Step cluster analysis to assess trarspd infrastructure resulted on
the formation of 5 groups (table 5). The Group 1 clusterréferred to as “lack of
transport/infrastructure measures” and contains 11 countrmsti®®s of this group do not have
policies to promote investment in public transportationnéd audits on new roads or regular audits
on existing roads. In this Group, countries such as AirgeerBolivia, El Salvador, Paraguay and Peru,
which were all classified as members of the grd&prmal Road Safety Institution System
Emergence” clearly have an important challenge to incorporate isGtrasigport and infrastructure
into their road safety institutional systems. Britisigifi Islands, Cuba, Guatemala, Saint Lucia, Saint
Vincent and the Grenadines, and Trinidad and Tobago, are alswriesuthat, in terms of the
indicators analyzed, need to work more effectively at improviegd two dimensions of road safety
institutions: transport and infrastructure.

Brazil, Dominican Republic, Jamaica and Puerto Rico were clustetedGiroup 2, titled
“Only presence of transport measures”. Jamaica is the only cdbatriias been classified as part of
the “Formal Road Safety Institution System Emergence” groupiteerefore indicators of road safety
infrastructure should be an explicit part of their road safttgtegy. Regarding the other three
countries, the Department of Transport seems to have antéampaole in promoting public
transportation; thus, an initial challenge is to link thsasure to a road safety strategy.

Barbados, Costa Rica, Ecuador, Guyana, Mexico and Suriname asséietl in Group 3,
titted “Presence of audits on new or existing road”. Bablst&€ Rica and Mexico are part of the group
“Formal Road Safety Institution System Emergence” and so ith&itutional response seems to be
stronger than their counterparts: Barbados, Ecuador, Guydrfaugimame. In order to move forward,
this group would need to carry out both types of measatelits in new and existing roads, in doing
so they will tackle pre-active and reactive measures for road safety

The main difference between Groups 3 and 4 is that countriesdiey to the latter have
both types of audits implemented. Group 4 consists @Bidhamas, Belize, Honduras, Panama and
Uruguay. Of these five countries, Honduras and Panama needftontdhe institutional indicators
analyzed here, as both countries are also part of the “Infornaal Safety Institution System” group.

Lastly, Group 5, titled “Presence of transport/infrastriectoreasures”, comprises Chile,
Colombia, Nicaragua and Venezuela, in which all countries haveatods in both transport and
infrastructure. The first three countries belong to thermal Road Safety Institution System
Emergence”, and are therefore in a condition where a decrease in ity frates should start, or
at least, trends should tend towards stabilization. Venezukdelis to move forward as soon as the
country sets measurable targets.
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TABLE 5

CLASSIFICATION OF LAC COUNTRIES ACCORDING TO TRANSP ORT AND INFRASTRUCTURE INDICATORS

Group 1

Lack of transport/infrastructure

Group 2

Group 3

Only presence of transport measures Presence of audits on new or existing

Group 4

Presence audits on both new and

Group 5

Presence of transport/ infrastructure

measures roads existing roads measures
Argentina Brazil Barbados Bahamas (the) Chile
Bolivia (Plur. State of) Dominican Republic Costed& Belize Colombia
British Virgin Islands Jamaica Ecuador Honduras aagua
Cuba Puerto Rico Guyana Panama Venezuela (Bol. Rep. of)
El Salvador Mexico Uruguay
Guatemala Suriname
Paraguay
Peru
Saint Lucia
Saint Vincent and the Granadines
Trinidad and Tobago
15.4* 15.6* 16.4* 12.1* 15.4*

Source: Own elaboration from table 3.

* Average of fatality rate by 100,000 populatiorr geoup.
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3. Classification of LAC countries according to
phases of road safety management

According to Bliss and Breen (2009), in the lafly fyears successive shifts in road safety manageme
have been evident in high-income countries. Thetleoes have identified four phases that explaies th
progress of road safety. Their theoretical progosaé very useful for the objectives of this report
particularly in identifying at what phase countrigdghe LAC region are in. With their proposal @domes
easier to answer the following two questions: iatvare the advantages and disadvantages of the road
safety institutional responses that the LAC coasthiave implemented and ii) what institutional oase

can be proposed to these different phases.

a) Phase 1: Focus on driver interventions

At this phase, safety management is generally cteized by dispersed and uncoordinated,
insufficiently-resourced institutional units thagérform isolated functions (Trinca et al, 1988).
According to Bliss and Breen (2009), in order targle driver behaviors, the emphasis was first
modifying the legislation rules and implementindloz campaigns. Here, education and control
seem to be the only answers for the road safetienba. It is a top-down type of policy, since
members of the government are often capable ofrsiageling the complexity of road safety
(Dye, 2001).

b) Phase 2: Focus on system-wide interventions

At this phase, approaches give way to strategikspavledging the need for a system approach to
intervention. Bliss and Breen (2009) argue that fihase, being the influence of Dr. William
Haddon, is relevant, since this scholar had deeel@model where infrastructure, vehicles and
users were all considered. Therefore, the “scopéazfd safety) policy broadened from an
emphasis on the driver in pre-crash phase to iatdade in-crash protection and post-crash care”
(Bliss and Breen, 2009). As these authors pointtbig approach underpinned a major shift in
road safety policies, noting that a very imporigiate of the road safety policy process was still
missing: the institutional management functiongrtauce the specific interventions suggested by
Haddon are successful, but not addressed dir&tiglly, as Bliss and Breen (2009) suggest “in
many ways much of the contemporary debate (..stilisbounded by the dimensions of the
‘Haddon Matrix’, which only addresses system-witterventionsand for this reason institutional
management functions and the related focus orisestilil receive limited attention”.

c) Phase 3: Focus on system-wide interventions, targeted resuland institutional
leadership

At this phase, countries use intervention focudadspto achieve numerical outcome targets with
packages of system-wide measures based on theewigenerated from research and evaluation.
Specifically, after an increase in motorizatioreiathigh-income countries, the road traffic fayali
rates actually reversed. Bliss and Breen (2009)eatgat this was achieved by continuous and
planned investment in the quality of the trafficsteyn. They describe this system with the
following characteristics:

e clear institutional leadership role identified

* inter-governmental coordination processes setauepl

< funding and resource allocation mechanisms aligvitidthe results required
« identification of intermediate and final outcorties

13

Bliss defines final and intermediate outcomefolisws: “[the former] consist of social costs, déties and serious injuries. They
are what the country seeks to avoid. Targets caxpeessed in absolute terms and also in termate$ per capita, vehicle and
volume of travel. [And the latter] are not desifed themselves but for what they enfaibetter final outcomes. They include
average traffic speeds, the proportion of drunkets in fatal and serious injury crashes, seathettring rates, helmet-wearing
rates, the physical condition of the road netwar#t the standard of the vehicle fleet” (Bliss, 2004)
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At this phase a radical change occurred, the target of road safegy rirom drivers to road
users, and for this to be achieved, a change in the procesektihg road safety was
necessary. However, it has been pointed out that there is amtamtptmitation to this
approach: “setting ambitious, but achievable targets (these) ioiifhit innovation (...) thus
blunting the aspiration to go beyond what existing evidenggests is achievable” (Bliss and
Breen, 2009).

d) Phase 4: Focus on “Safe System”, long-term eliminationf adeaths and serious
injuries as well as shared responsibility

Countries at this phase acknowledge that improving ambitiaxgets require re-thinking of
interventions and institutional arrangements. There is an ethiparative: road deaths and
injuries are seen as an unacceptable price for mobility. Aptiase, speed management as
well as road and vehicle design is central, and thus, “the blamevithim culture is
superseded by the blaming the traffic system which throwsstiotlight on the shared
responsibility and accountability for the delivery ofafe SysteinTargets in this phase are
conceived as milestones on the pathway whose end is zero deatinjanes; the
interventions are shaped by the level of ambition, whereas asep8 it was vice versa.
According to Bliss and Breen, by moving, this approachreditate and revitalize everything
known about road safety in the LAC region, and also speethaiprocess of introducing
proven road safety measures (Bliss and Breen, 2009:15).

Each of the LAC countries can be grouped into one of theetfirst phases described.
However, as we pointed out before, the fatality rate of thiemag very high when compared to the
high income countries of the world. In other words, everiitain countries can be formally classified
in phase 3, their results do not support the notion dear reversal of fatality rate. Therefore, the
question is, what countries are in phase 1 and 2? Tofidérgiphases of road safety management for
each LAC country, cluster analysis will be employed. Forahalysis eight variables (one continuous
and seven categorical) will be introduted

Regarding road safety management systems, countries in Phasepérfarming isolated
single functions, and the road safety measures are likely tispersed and uncoordinated. On the
other hand, road safety management systems of countriesage Rhhave developed a systematic
framework since measures in different dimensions are considered.

It is important to analyze specific cases that help us undergitémdlassification more
clearly. Even though Brazil has led one of the most impoiitidtives by region since reducing the
Blood Alcohol Content (BAC) to 0,02% for drivers (Nazi?009), this intervention focuses
exclusively on driver behavior. Measures like these are necesdangtbsufficient to reduce traffic
fatality rate long term.

Comparing these results to table 4, we see that Bahamas, El @advat Uruguay now
belong to a group which is facing more road safety challengeasé 1). The cases of Mexico,
Paraguay and Peru, which are part of Phase 2, deserve a closerdnsgpece these countries have a
fatality rate close to 20 (per 100,000 population). Thesetbountries have recently started the phase
of focusing on system-wide interventions. Specifically, theye designed road safety strategies
which have measurable national targets. Argentina, Bolivia andddigarhave a similar situation to
the former countries; however, the main difference is that tradfic fatality rates are much lower.
Belize is also at phase 2 since it seems to have started the datizoliof a more integral

4 Certainly if more variables are added to the igpfibn of Cluster Analysis, we expect to obsenarerchanges in the formation

of groups, that is, certain countries would be idifferent phase. Therefore, it must be pointed that this application is
provisional and can be enhanced as more informagoomes available. The application is also refebanause the fatality rates
of LAC countries are very high, their positionstbe phases of road safety management will vanhtses 1 to 2.
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infrastructure approach (audits for new and existing roads rasem)°. Lastly, Chile, Colombia,
Costa Rica, and Jamaica represent a particular sub-cluster charactehasthbyimplemented a road
safety management system that focused on system-wide intengeatfew years prior to publication
of the World Report These countries have a leadership role within the regioneveswit must be
pointed out that their leadership reaches its highest positiBhase 2.

In summary, using a theoretical framework that describes tfezetit phases of road safety
management developed by high income countries, data collected by aNél the Two-Step Cluster
Analysis, we observed that LAC countries performed difféyeint their road safety management:
36% of LAC countries are at Phase 2 (Focus on system-wideséntions) and 67% at Phase 1
(Focus on drivers interventions). To improve on phase pladertewhere the reduction of traffic
fatality rates becomes a sustainable trend, each LAC country regigeges at the management and
institutional level.

TABLE 6
CLASSIFICATION OF LAC COUNTRIES ACCORDING TO PHASES OF
ROAD SAFETY MANAGEMENT

Phase 1 Phase 2
Focus on driver interventions Focus on system-wide interventions
Barbados Argentina
Bahamas (the) Belize
Brazil Bolivia (Plur. State of)
British Virgin Islands Chile
Cuba Colombia
Dominican Republic Costa Rica
Ecuador Jamaica
El Salvador Mexico
Guatemala Nicaragua
Guyana Paraguay
Honduras Peru
Panama
Puerto Rico
Saint Lucia

Saint Vincent and the Granadines
Suriname

Trinidad and Tobago

Uruguay

Venezuela (Bol. Rep. of)

14.5* 15.9*

Source: Own elaboration from table 3
* Average of fatality rate by 100,000 populatiorr geoup.

5 It is important to point out that information whialso supports the result of classifying Belizé€hase 2 was available thanks to

the realization of the Regional and National Roadffic Casualty Reduction Targets For Caribbean ries Workshop
organized by ECLAC in Guyana, Georgetown on Sep&en#09 (Henderson, 2009).
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Il.  Bringing civil society and social cohesion
back in

In analyzing the road safety management phases previously deseribery important element that
needs to be taken into account is a consolidated presence ofocity€, such as in western
European nation-states (ECLAC, 2009; Salamon, Sokolowaskd List, 2003; Oxhorn, 1996;
Eisenstadt, 1993). In general terms, civil society help dgaik state institutional functioning.
Societies in these countries have conditions where “no sociap geategory or institution [has not]
effectively [monopolized] the bases of power and resources ofdbiety so as to exclude the
possibility of other groups having access to power” (Eiseiis1993:2).

Certainly, Bliss and Breen (2009) are right when they poirttthat “safety management
capacity weakness in low and middle income countries present @l barrier to progress and
institutional management functions require strengtheningivéver, Alaerts (1999) points out “the
strengthening of an organization that has to operate {thput an enabling environment [can be]
quite useless”. To be effective and efficient in the LAC regimad safety policies need to be
supported by an enabling environment. An enabling envieomiimvolves bringing civil society back
in and promoting its development capacity process.

A balance between civil society and social cohesion is criticadegssues of sustainability,
accountability and effectiveness can arise quickly (Caldwell, 2@i&tainability can be improved if
the relationship between both functions becomes institutimthliAccountability is increased when
actors of civil society organizations help monitor the prageesl commitment of a given road safety
policy. Effectiveness is increased when state institutions eath the production of road safety as
goods and service.

A. Past and current patterns of civil society in LA C

It is important to recall several factors that explain why cbdgtiety in the LAC region has not
developed in the same way as developed countries. Eistend@3) @@ues that the strength of
Europe’s civil society can be explained by a few basic culturalrestitlitional practices. Europe has:

¥ Civil society is understood as “a broad arraprgfanizations that are essentially private, i.etside the institutional structures of

government; that are not primarily commercial andnhdt exist primarily to distribute profits to thelirectors or “owners”; that
are self-governing; and that people are free to goisupport voluntarily” (Salamon, L., Sokolowsgi, and List, R. 2003).
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« a multiplicity of centres;

« a relatively small degree of overlapping between boundaries of elgwssc, religious,
and political entities, and their continuous restructuring;

¢ a comparatively high degree of autonomy of groups and stratayfdaheir access to the
centres of society;

«  multiplicity of cultural and "functional” (economic or pessional) elites, a high degree
of crosscutting between them, and a close relationship betwesa ¢fite groups and
broader, more ascriptive strata;

« highly autonomous cities as centres of social and structuealivty leading to the
formation of collective civic identity (Eistendant, 1993)

Oxhorn (1996) points out that for the LAC region “thattprns of colonial trade and
administration were highly centralizing influences, concentragognomic, political, and social
resources in a few major cities and ports throughout therrégtonversely, Eisenstadt (1993) argues
that in

“... LAC - albeit to various degrees in different plaeéras experienced an overall tantalization
of the hierarchical principle, with at least anialitransposition of the egalitarian orientations abalf
to other-worldly religious spheres. (...) Hierarchicahceptions became fully institutionalized, (...) -
but also in the general conception of the socialradd in the political realm ...”

Another factor that affected civil society was thesdrtion of LAC countries into the
international system, where the elite countries hatanet political and economic power to this day
(Oxhaorn, 1996). This type of social form allowstasunderstand why channels among civil society and
the state institutionalized very weak access to thisida-making process of society in the LAC region.
Since relationships between state functions and aitions in LAC have become problematic, social
and institutional crisis have been triggered f@pulism and authoritarian regimes). In sum, “whereas
societal pluralism characterizes civil society in devetbpountries, in LAC seems to be more one of the
concentration and centralization of economic andigal resources and power” (Oxhorn, 1996). Lastly,
Sorj and Tironi (2008) argue that development irirLaéAmerica, compared to that of European
countries, and the United States, has taken a etigylar form. Latin America is different than Bpe
because the prevalence of the state, as a body tjgertrisocial cohesion is low, and components of
civil society, such as individual ethic, associatiaml market are weak. LAC is therefore at an
intermediate stage where neither state nor civil sp@eapable of leading societal processes.

To compare the strength of civil societies in developed courdmesthe LAC’, three
indicators are useful: i) the civil society organization workéoas a percent of the economically
active population; ii) the volunteer share of civil societyaoigation workforce, and iii) the sources of
civil society organization revenue (fees, government and phitamth Before analyzingsalamon et
al (2003}®, it is worth noting that the road traffic fatality rate d€10,000 population of developed
countries® is 7.5 and 17.2 in the LAC regions. In general, civil stes in developed countries are
stronger but at the same time have more equilibrated relagiowithi governments.

¥ As Salamon et al. (2003:3) point out, studyinglcociety in terms of statistical conventionstiglf problematic because “even

the most basic information about these organizatieieir numbers, size, activities, economic weifjhinces, and role—has
therefore been lacking in most places, while deepelerstanding of the factors that contribute &irtgrowth and decline has
been almost nonexistent” (Salamon, Sokolowski, last] 2003:3). For the particular case of road tsa#t the LAC region this
becomes quite relevant, because, the problem o Btetistical information has had an influencetlie development of this
matter. LAC lacks both proper crash statistics ewill society information.

In this study the following countries were comsill developed countries: Australia, Austria, Belgi Finland, France,
Germany, Ireland, Israel, Italy, Japan, Netherlahiisway, Spain, Sweden, South Korea, U.K. and Ut LA countries were:
Argentina, Brazil, Colombia, Mexico and Peru.

1 South Korea was excluded of this analysis bectes&SRRS did not include its information.
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Figure 4 suggests that the civil society sector is relativaaigel in the more developed
countries. In fact, the civil society organization workforc¢hie developed countries is proportionally
more than three times larger than that in the LAC countide$ gercent vs. 2.3 percent of the
economically active population, respectively).

Similarly, figure 5 suggests that the volunteer force in d@ex countries is relatively larger
than in the LAC region (38.5% and 26.9% respectively). Tdaotes a larger commitment to
participation in societal processes and contributions to ttumany of civil society organizations. In
the LAC region, Argentina is an exception because its volufdees percentage is even larger than
the average of developed countries (40.1% and 38.5% respectively)

Lastly, figure 6 describes the distribution of sourcesiof society organization revenue. As
Salamon et al (2003) points outés and charges constitute an unusually large share (74%glof tot
civil society sector revenue in Latin America (...) By contrgstiernment support—at 15 percent of
the revenue—is unusually low, making it difficult for ¢igbciety organizations to extend their reach
to those in greatest need”. Precisely for that reason this el&®enmes fundamental in successfully
tackling the LAC road safety challenge. A closer relationshipvdt state and civil society is
necessary to design, implement, monitor and evaluate whethet arroad safety policy is achieving
its goals.

FIGURE 4
CIVIL SOCIETY ORGANIZATION WORKFORCE AS A PERCENT O F THE
ECONOMICALLY ACTIVE POPULATION, BY COUNTRY CLUSTER PERCENT
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Source: Own elaboration from Global Civil Society@verview. Salamon, L., Sokolowski, S. and List(Z003).
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FIGURE 5
VOLUNTEER SHARE OF CIVIL SOCIETY ORGANIZATION WORKF ORCE, BY LA
SELECTED COUNTRIES AND DEVELOPED COUNTRIES
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Source: Own elaboration from Global Civil Society@verview. Salamon, L., Sokolowski, S. and List(Z003).

FIGURE 6
SOURCES OF CIVIL SOCIETY ORGANIZATION REVENUE, BY L A
SELECTED COUNTRIES AND DEVELOPED COUNTRIES
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B. Social cohesion in the LAC region

Societies with high levels of social cohesion enable bettertutistial frameworks necessary to

launch and maintain more sustainable and effective public polasethese permit clearer goals and
stronger, more trusting, environments. ECLAC’s study satial cohesion in the LAC region

demonstrates the relationship between a) the region’s remaddaidyements in the last 30 years in
welfare indicators such as life expectancy, infant mortality, ntdtian, education, and access to
improved water sources and sanitation, with b) the regidém/s economic development; for example,
its low economic dynamism, lack of employment creation aerdkwstate capacity to increase its
resources. The report concludes that the relationship hasdskapal cohesion in the LAC region

(ECLAC, 2007: Chapter 3).

Analyzing whether or not citizens trust their political auities is, again, useful to compare
social cohesion in the LAC region with that of high incocoentries. Figure 7 suggests that LAC's
citizens have a lower trust in public institutions compacethé¢ citizens governed by countries in the
European Union (EU). In terms of road safety policiespgiortant finding is that with the exception
of the government, where both percentage are quite similar f@&1LAC and 19.3 for Europe), the
presence of the justice system and parliament (critical compomeqtssigning and implementing
road safety measures) are very low compared to the EU and thisnglisneritical as legitimization
concerns can arise. However, as it was pointed out, trubeigdvernment, as it is at the level of
European citizens, has a positive effect on social cohesion aesigning or redesigning an effective
public policy.

FIGURE 7
PERCENT OF TRUST IN PUBLIC INSTITUTIONS BY LA (AVER AGE 2004 - 2008)
AND EU COUNTRIES (AVERAGE 2004-2005)
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lll. Road Safety in LAC: Calling for capacity
development

The main results of the former analysis were two:

« Institutional management functions were not directly addressqabrdormed at best
fragmented efforts. These functions produce specific road satsgures successfully.
Specifically, in the LAC region there is a formal response ripad safety lead agencies
in 25 countries in place) and few countries have measurable natangefs (10
countries); however, fatality rates remain greater than high iecountries.

e Civil society and social cohesion of LAC countries when compdecedieveloped
countries needs to be considered to help the institutional raxes functions perform
effectively, and achieve its goals to develop a road safety vision

Both reducing the traffic fatality rate and developing a roadtgafision remain important
objectives and represent inevitable technical and ethical imperativésef@ AC region. The main
question remains: how can this be implemented? In termieopliases previously described, this
question can be reworded to: how can these countries scallgses 2, 3 or 4?

Are some LAC countries able to jump from phase 1 or 2hts@ 3 or 4? Certainly LAC
countries are able to move from phase 1 to 3 or from 2wwever, they need to achieve the results
that are currently being realized in high income countries. Inifgetnational experiences shows that
road safety policy processes are indeed very slow as thewéndelep cultural changes at both
institutional and societal levels. Specifically, moving frome @hase to the next may take a decade
(Bliss and Breen, 2009).

The strategy must consider two components: setting targetbuildéng a broader national
vision. This strategy should tackle the question direcibyv lcan the LAC region reduce the traffic
fatality rates and reach a consensus regarding the ethical impefaére traffic deaths and injuries?

Figure 8 suggests a possible answer to develop road safdiiy wie LAC countries’
management capacity, and second, by developing or re-develb@r@apacity, two products can be
obtained: i) achievable targets, and ii) development of a mfatys’'Nunca mas / nunca mais / never
again” vision.
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FIGURE 8
ANSWER’S PROPOSAL FOR THE LAC ROAD SAFETY CHALLENGE
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Source: Own elaboration.

A. Capacity development

Understanding capacity development enables us to clarify two denigm socially cohesive
approach to road safety requires developing both instialtiomanagement functions and the
foundations of a broader agreement, and ii) achieving societat goal more plausible when
institutional management functions, civil society and private®astare interwoven.

United Nations (UN) define capacity development &be process by which people,
organizations and society systematically stimulate and devedipcipacities over time to achieve
social and economic goals, including through improvemenkrafwledge, skills, systems, and
institutions” (UN, 2009:6). This concept extends theamobdf capacity building as it involves both the
creating and sustaining of capacity growth “(...) but alsdilwoous efforts to develop institutions,
political awareness, financial resources, technology systemsthandider social and cultural
enabling environmeht Emphasis is therefore put on the base of the social andaludtystem, not
only on knowledge, skills and institutions. In othesrds, the need for incorporating explicit, social
aspects is fulfilled, and thus the overall performance of saéety is considered.

For road safety, the physical (infrastructure and vehicular téaiies), technical,
economical, and institutional components, as well as the sokagks between them all require that
it is managed in an integrated and sustainable way. Capaliletioss and institutional frameworks
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for the cooperation with the civil society and private actorgteeritical links in the chain to ensure
a sustainable and cohesive management at the societal level. The adpacity

...those designing them and those working in them nedus $trengthened [on certain cases
built from the beginning] to achieve simultaneously two gogabximum effectiveness [road safety]
delivery [how many people can be saved?], amaximum efficiencin the use of resources for that
purposes (“do we obtain the highest output for a unitngiui in terms of [saved lives and
investment]?”)... (Alaerts, 1999).

The institution’s capacity to handle both dimensions shdiddsufficient to meet the
efficiency and effectiveness criteria at present and in the futastly, since the future is unknown,
organizations should be able to make reasonable projectionsat(deast adapt developed
methodologie®) to reduce road fatality and injury rates, and flexibilityatjust to new environments.

According to Alaerts (1999), both capacities and incentives géndedine the quality of an
organization. Capacities in road safety need to surpass humatelge, because it entails the ability
to perform effectively coordinated actions. This is a fundaméumtetion of an effective road safety
agency, acknowledging the need to incorporate actors that gaddye state framework, i.e. civil
society and private organizations. It also implies that ciiety”* and private organizations, once
they have been institutionalized, should perform functiatgch allow them to, at minimum,
participattze2 in the designing or re-designing of their regliooad safety policy, and opportunities to
monitor it™.

In figure 8 we observe that the proposal for the LAC roadtgathallenge is a supportive
process, in the same way as it has been proposed by WHO/\UB) @0d Bliss and Breen (2009).
However, for this region capacity development is the staptingess, where institutional management
functions and civil society and private actions are considered.efa#i features are necessary
conditions to establish an effective and efficient road safeigypdNevertheless, it is important to
clarify that both elements do not have the same leverage;atteeretnains as the main organization
with the pivotal function of coordinating the road safetyiqyo It is also necessary to recall that,
human, technological, political (i.e. legitimacy) and technigllgresources are different in both
dimensions (institutional management functions and civdletp and private actions), and lastly, a
country’s autonomy will decide how these elements are equdihrdthe capacity however needs to
be developed in a way that enhances technical response to sesllehtavgets but also allows the
construction of a national agreement that ends in developingirrcd\mas /nunca mais / never again”
road safety vision.

1. Adding management

Applying the right knowledge, skills, techniques and tesla central function of every organization
to fulfill a given expectation or need. In the context of readety development in LAC, every
national system should be coordinated in a way that thezerés deaths and injuries as a result of
mobilizing. Certainly this is a very challenging task, siiiceequires reaching a consensus at the
macro-level. Once the end goals are identified, the management div#iilable and potential
resources should be fitted to fulfill these objectives.

In order to develop management capacity, issues of integratiope,stime, costs, quality,
communication, human resources, and procurement must be atleredsand they all must respond

20

Kopits and Cropper (2003) developed a methodolbgycan be used as initial framework in this eratt
21

It is important to point out that in countriestivhone, or very few road safety organizationsi] sieciety organizations linked to
human rights should be considered for two reasirteese organizations have developed regionakkciiec expertise to both
mobilize resources and interact with national artdrhational representatives; and ii) road safetyferently a human right as
the protection of life is at the core of this pglitn sum, human rights organizations are veryvai road safety stakeholder.
This concept is also highlighted by ECLAC whenpwsing social cohesion in the LAC region. Wherbetating public policies,
“participation, consultation and dialogue mecharsisane all pertinent when establishing public peBcpriorities, designing
policies, and evaluating and monitoring their inmpdatation”.

22
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to a given Phase (previously described). For the LAC regmmtries are either in Phase 1 or Phase 2
of the scheme proposed in Bliss and Breen (2009), and therefben allocating resources this
scheme must be consulted. Under this framework two elementsgatghted for the LAC region:
integration and procurement.

Integration processes are those “required to ensure that thesvatements of the [road
safety policy] are properly coordinated. It consists of filan development, execution and change
control” (Duncan, 1996). This becomes critical for the regimee only 46.6% of the LAC countries
analyzed have one national strategy developed, and especially $ar ¢bantries where several
strategies co-exist with each other. Since road safety is a sapietd) what matters here is the
interaction of different organizations to simultaneously creadeoffier road safety initiatives. In other
words, different organizations, and certainly road users, angagllof the traffic system, and thus
contribute to its functioning. In terms of outputssthieans to decrease the traffic fatality and injury
rates and the associated economic and social costs as much ag possidiclusion, a procurement
function of LAC road safety lead agencies should be to inedvath civil society and private
organization knowledge when designing, monitoring anceségaing road safety polici€’s

B. Institutional management functions

A model derived from New Zealand’s 2010 comprehensive road daf@gwork was proposed in
Bliss and Breen (2009). The authors link institutionainagement functions, interventions and
results, and in this section we will focus exclusively oeséhinstitutional elements. According to
these authors, seven functions provide “the foundation onhwioiad safety management system is
built”. These are: i) result focus; ii) coordination; iiggislation; iv) funding and resource allocation;
V) promotion; vi) monitoring and evaluation; and vii)yeasch and development.

i) Result focus

This function is the most relevant since it establishes ttiemthat results must be acquired.
For Bliss and Breen the result focus is pivotal, becausaideg the rest of the functions
(described above). Specifically it operationalizes a country’stamhid pursue road safety to
certain levels. However, they warn, “[when] clear and accountable fesuk [are absent],
all other institutional functions (...) lack cohesion and dicegt and the efficiency and
effectiveness of safety initiatives can be undermined” (Bliss aadrB 2009).

i) Coordination

This function organizes and aligns the relationship betweeergmental and community
partners. Bliss and Breen distinguish four dimensionserwldealing with different
stakeholders (2009:11):

¢ horizontally across central government
< vertical from central to regional and local levels of government

« specific delivery partnerships between government, non goverrandribusiness at the
central, regional and local levels

« parliamentary relations at central, regional and local levels

Parts of this function, however, must be approached cautidusige LAC region. For
example, in federal countries (for instance Argentina, Brazil, iddexand Venezuela,

% The implementing stage was not considered sineestate has a more prominent role. This is disclasore deeply in section

3.4 of this work.
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countries which comprise 65% of the region’s populatior)gacond dimension can shape
political outcomes in several ways. Gibson (2004) pantsthat these political systems may
increase the number of veto players, multiplying the locusp@ditical organization and
mobilization, and affecting the flow of material resources “leetwthe populations living in
the federal union” (Gibson, 2004:9). The third dimensiequires special attention; non-
government organizations and businesses should participatelyadti at least in two stages
of the road safety policy: designing and monitoring. Byaducing more legitimacy and
keeping the ultimate goal of the road safety system updatsk #iakeholders can make the
road safety management system more effective for the countrirasesl and 2.

iii) Legislation

This function is related to the maintenance or creation of tlegse tools necessary “for
governance purposes to specify the legitimate bounds ofutliwtis, in terms of their
responsibilities, accountabilities, interventions and relatstitutional management functions
to achieve the desired focus on results” (Bliss and Breen,).280®ther aspect of this

function is somewhat linked to the promotion functiongcsistandards and rules should also
be effectively communicated to road users.

iv) Funding and resource allocation

This function concerns how the interventions and the orgamizdtstructure can be financed
on sustainable basis, and secondly, it helps properly detetimé allocation of resources in
order to achieve the results. As Bliss and Breen (2009) afigigefunction is also critical
because it explores new possible funding sources and mecharhigchswill make the road
safety management system more sustainable.

V) Promotion

This function is associated with “the sustained communicatioroad safety as a core
[matter] for government and society and emphasizes the shapeshsislity to support the
delivery of the interventions required to achieve the desir@drésults” (Bliss and Breen,
2009). According to this definition, when the promotioinroad safety is effective, it goes
beyond the publicity of specific road safety measures. Hence, &pianh entails a process
that produces means in order to disseminate the road safiety & a constant paradigm at
the societal level.

Vi) Monitoring and evaluation

This function consists of ongoing evaluation of the resaftroad safety policies and the
interventions implemented. These studies should be used-design either the overall

policy, or certain aspects of it. Information clearly goes hdyihe requirement of having a
complete crash injury databases, since it is also necessary ¢oshaxeys in road risk

behaviors, transport registries for drivers and vehicles,aadlits (among other sources of
information) (Bliss and Breen, 2009).

vii) Research and development and knowledge transfer

This function is highly linked to the former (monitogi and evaluation) since it concerns “the
systematic and ongoing creation, codification, transfer antlcapipn of knowledge that
contributes of the improved efficiency and effectiveness ofrtizel safety management
system to achieve the [results programmed]” (Bliss and Br&&9)2
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C. Civil society and private actions

When considering civil society and private actions in a comtedeveloping capacity for road safety
in the LAC region, it is possible to distinguish at tefise actions that can contribute to the
development of a national agreement/pact: participation, mobilizésgurces, collaboration (in
implementing certain road safety measures), monitoring amdnirig. These actions combine to
reinforce the stages of the road safety policy developmentbaodme the key components in
creating an enabling environment that sustains this pdigpjng achieve its goal and vision.

i) Participation

Whereas results focus is the most important functiorhiirtstitutional management system,
participation is for the civil society and private organizatioAstive participation in the
development of the road safety policy is an important charsiitedecause it defines the
strength and commitment of these groups. There are two stages participation is critical;
first, at the design phase, since this is when the policysdamitimacy, and gathers its
effectiveness. Specifically, as del Valle (2009) points ouinbgrporating a large and diverse
number of people into the design phase, “the whole compleXitsoad safety will be
considered (...) the people’s stock of knowledge, experienceandble insights is huge”.
Adding more information and setting priorities will enbanconsiderably the quality of
decision-making. The second stage is the monitoring stags tBough this stage seems to
be an exclusive function of the institutional management systésrcritical that civil society
and private actors have access to studies and information s@iecdatasets). In sum, these
groups can inject new ideas and expertise to help achieve the desiurtsl

i) Mobilizing resources

This is the action that helps civil society and private actorsbécome sustainable
organizations. Depending on the country’s phase of road stfesg groups need to look at
which types of resources should be considered in order to réechgoals of both
organizational and road safety policies. Mobilized resource capaeitgls to be developed
not only to attain financial stability, but also to invehpeople in certain road safety
requirements. When interacting with other actors, especially wgthvernmental
representatives, these organizations need to develop knowledgeycapartas such as road
safety, organization interaction and negotiation.

iii) Collaborating (in implementing certain road safety measures

Implementation is itself a function performed by state aittBsrsince it may involve, for
example, the legitimate use of force to enforce road safety norrtige allocation of national
resources to develop roads in certain territories. Even thalgle is a constraint for civil
society and private organizations, an important coincidenceatgedeo the promotion of road
measures, especially education, where every societal actor can participhteratively.

iv) Monitoring

This action is concerned with improvements to the road spégiyy development monitoring
stage. Linked to the first action (participation), the actitese should be focused on
understanding the results of intermediate and final outcornés)dw regarding the actions of
governmental authorities. As Deere and Esty (2002) arguewihde public scrutiny may
make government officials uncomfortable, openness and procethalakiveness are
essential to good public decision-making”. Therefore, the attih of road safety goals and
vision are feasible.
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v) Informing

Lastly, this action is very important because it reinforcesfoluieth action (monitoring).

Reporting results and governmental actions publicly help gitien policies such that the
vision and goals can be corrected or innovative ideas incorpdnatie public. Civil society

and private organizations have the capacity to deliver informa&tianitizens beyond mass
media formats, which is why this step is very relevant.

D. Between overlapping and differentiation: balanci ng
Institutional management functions, civil society a nd private
actions

For a road safety policy to reach its fullest potentialL&RC, the interaction of institutional
management functions, civil society and private actions needs torsidered. Furthermore, every
road safety policy stage should be developed respectively. fausbjective here is to propose an
interaction model between institutional management functionsigih@dociety and private actions for
every stage of the road safety policy process in terms ofapping and differentiation. In simple
words overlapping is the result of functions and actionfopaed by societal actors at the same time
for the same stage. Overlapping could be either enabling ablitig depending on whether or not
functions and actions are coordinated among themselves. Difsgiremtion the other hand, is a
function or action performed exclusively by one actor in dages Differentiation could also be either
enabling or disabling, depending on whether or not calilom is clearly regulated in terms of who
is responsible for what outcome in the complete societal system

1. When and what to overlap?

Representatives of the state institutions, civil society aiaitprorganizations must overlap certain
actions to ensure designing and monitoring of road safdigypprocesses will be sustained in the
LAC region. Different degrees of overlapping will be reqdir First, at the designing stage,
collaboration between several societal actors to propose a fudichuilds a national agreement of
what the society wishes to achieve with respect to road safeheegssary. The collaboration must
be triggered formally by national authorities since they remtetheir citizens and are well trusted in
the region. Second, overlapping of different societal grogpsequired to develop designing
methodologies to collect and analyze information regarding sEdty intermediate and final

outcomes, which would be communicated to governmental management

In the LAC region, to fulfill this component, a great deflcooperation and coordination
between all the actors is required, partially because the desigrnimg of the most underdeveloped
stages in the region. The development of ad-hoc methodologests racademic support of actors
linked to planning, policy making, law and development amathgrs. Gathering input from an array
of public and private organizations will help channel effoms proposing more objective
methodologies that fit the required worldwide standards atidrmal resources. The application of
advanced technology to collect information, specifically on mashes, is state responsibility and
unfortunately is lacking in this region. Crashes ultimatelylve private information that is protected
by authorities particularly in the event of deaths and injudies to legal issues. A final point is that
the LAC region needs to improve its communication and so@etass to road safety information.
Citizens need to acknowledge the impact of the road polickigigdal achieved? Is the vision being
fulfilled? With citizen engagement, governments would be position to re-design aspects of the
policy and implement new, more effective measures. When both soeiety and private
organizations are involved in achieving positive results, tiédps create an environment of
accountability and thus modernization of the road safety policy
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2. When and what to differentiate?

Differentiation at the implementation stage of any road safdigypshould occur because the success
of a public policy falls ultimately on one specific actor, that& The State has the means to not only
carry out most of the functions described in section 3tBisfreport, but also the legality to apply the
road safety measures. There are functions in which private actbi@vdrsociety organizations can
collaborate, for instance, promotion, education and crash respoweéver, the State must carry out
the measures, by regulating them or offering road safetycesrdirectly. A surveillance system is
critical in this stage, because it allows the societal systeawkioowledge what measures need to be
regulated or enforced. Surveillance and enforcement here are undegstwrally as the process of
monitoring road user’s behaviors, the development of regjiafrastructure and vehicle fleet.

Differentiation here is also important because in order to setevatile targets,
methodologies need to be developed according to resources aviailgi#einstitutional management
system. For instance, the Public Works Ministry woulcc@pable of carrying out or regulating road
safety audits according to worldwide standards or coulddnt® safety criteria into the road building
process. Another possibility is the potential of the TrartspMinistry to measure how a given
regulation will affect the safety standard of the vehicle fleet @so the capacity of the National
Police to raise awareness of the importance of seatbelts. Fthallylinister of Health could set goals
to decrease crash response times. In sum, the function @nmapting road safety measures, in a
coordinated way according to a given national strategy, prinmadjuires the services of several state
organizations.

Table 7 summarizes which groups overlap when and the diffated institutional
management and civil and private society functions at staghe odad safety policy process.

TABLE 7
MODEL BETWEEN INSTITUTIONAL MANAGEMENT FUNCTIONS AN D CIVIL SOCIETY
AND PRIVATE FUNCTIONS FOR EVERY STAGE OF THE ROAD S AFETY POLICY PROCESS
FOR LAC REGION IN TERMS OF OVERLAPPING AND DIFFEREN TIATION

Road safety Institutional Functions Civil Society and Type of interaction
policy stages Private action required
Designing Result focus Participation Moderate overlapping
Coordination Mobilizing resources
Funding and resource
allocation
Legislation
Promotion
Implementing Direct interventioffs Collaboration Extreme differentiation
Monitoring Monitoring and evaluation Monitoring Extreme overlapping

Research and developmentnforming
and knowledge transfer

Source: Own elaboration.

24 Bliss and Breen consider the interventions amamgyof measures directly linked to the instituibmanagement functions (Bliss
and Breen, 2009:10). Specifications of which orresikl be carried out are related to countriesitieal
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E. Technical response: setting achievable targets

Research suggests that countries with quantifiable road safgsts perform better than countries
without targets (Wong et al 2006). Targets suggest thargments are committed to reducing the
death toll, supporting a road safety strategy and allocatiffigisat resources to safety programmes
(OECD, 2008:10). Setting achievable targets is both a techiaslaland very clear function of the
institutional management system. When defining what targetsigtrgas likely to set, one of the
most fundamental issues to tackle is validating the informaiigarding road safety indicators, such
as fatality and injuries rates, as well as average traffic spiedsroportion of drunk drivers in fatal
and serious injury crashes, seatbelt-wearing rates, helmet-weaisg pedestrian risk behaviors, the
physical condition of the road network and the standarcdh@fvehicle fleet. This is very critical
because it allows policy makers to set baselines to observeniioiv the country is affecting these
indicators by implementing a given set of road safety measures

LAC countries have available at least three proposed methodsléat road measures to use
in order to guide their road safety policies towards a spdaifget. One is suggested by OECD, the
second is by ECLAC, and lastly one carried out by Rizzi ¢CGil1).

OECD applied and analyzed a survey directed to road safetytipraat in order to identify
which measures where the most effective ones in reducing theyfagdét of a given location. Its
results suggest six measures to consider for the short term.

i) Speed management:

According to OECD “enforcement of existing speed limits carvideoimmediate safety
benefits, perhaps more quickly than any other single safety reédQECD, 2008). Setting
standard speed limits, identifying roadside risks, road gdesiraffic volumes and
consideration of vulnerable road users are necessary conditionsontsider when

implementing an effective speed management project. OECD alsts mit that “other

essential components of speed management are infrastructure imenbvend the use of
new technologies, such as intelligent speed adaptation, to ymbdifavior” (OECD,

2008:11).

i) Reduced drink-driving:

According to OECD highly visible enforcement using randoeath testing to enforce blood-
alcohol limits that should not exceed 0.5g/l for the genapliation is very effective. When
these measures are backed by extensive publicity and tough saihaticepeat offenders, the
decrease in fatality rates due to alcohol impairment can be suistaiCD also argues that
“alcohol interlocks fitted to all vehicles are a future optiarpjsct to successfully increasing
public acceptance” (OECD, 2008:11).

iii) Seatbelt use:

Similar to alcohol enforcement, tough legislation, extensaleg control and strong public
campaigns are all measures that when put together can positivedgse the rate of seatbelt
use. OECD points out that “technologies such as seatbelt remaydtems and seatbelt
ignition interlocks could almost completely counter the naaning of seatbelts if introduced
universally but would require community and vehicle induatrgeptance” (OECD, 2008:11).

iv) Safer roads and roadsides:

OECD distinguishes between short and long term road awbid®e initiatives. Short-term
initiatives include the identification and treatment of the a#gtcrash locations with specific
“treatments such as audible edge-lining, shoulder sealing, geafrivadside vegetation and
the construction of passing lanes” (OECD, 2008:11). Lengttinitiatives involve a complete
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overhaul whereby holistic and sustainable considerationsaaf irfrastructure design and
renewal are the basic principles.

v) Enhanced vehicle safety:

Both passive and active safety features in vehicles have helpedhawegious crashes which
would have had fatal consequences, and OECD argues specifiealfekbctronic Stability
Control systems represent a major recent advance in active satbtygollision avoidance
and lane departure warning systems examples of other prgnisthnologies” (OECD,
2008:11).

vi) Reduced young driver risk:

Road safety practitioners also mentioned that to reduce ydriwgr's fatality rates and

proportion in crashes, graduated licensing schemes alongextghded training during the
learner period is effective. OECD suggests the following compts for a graduated
licensing program: “night-driving and peer-passenger restigtigraduated demerit points
while on probation, zero blood-alcohol content tolerance atehé®d learning periods while
under supervision to provide for driving in a varietyodd and weather conditions” (OECD,
2008:11).

The methodology developed by ECLAC is complementary to dhahe OECD and was

prepared by setting regional and national road traffic casuedhyction targets workshops for the
Latin America and the Caribbean region. After analyzing 38 messudividually this work goes into
suggesting the implementation of 14 specific measures; somendeg & those proposed by OECD,
while others are different. The main differences between the OCEH@IECLAC reports are that the
ECLAC measures by identifying specific impacts in the overllction of a given traffic fatality
rate and by considering the reality of a LAC country adjustednpact of each measure.

TABLE 8

14 EFFECTIVE ROAD SAFETY MEASURES

Measure

Traffic  fatality rate
impact

1. Seat belt wearing 9%

2. Daytime Running Lights 3%
3. Speed enforcement with technological devices 3%
4. Roads public lighting 3%

5. Pedestrian segregation 2%
6. Drink and driving: legislation, enforcement aedidivism 2%
7. Road safety public campaigns

8. Crash cushions 1%
9. (Re) construction and design: low speed in estidl areas 1%
10. Airbags 1%
11. Helmet wearing in cyclists and motorcyclists %1
12. Child restraints 0,5%
13. Event Data Recorders 0,3%
14. Bicycle side reflection 0,1%
TOTAL 26,9%

Source: Guia practica para el disefio e implemeitad® politicas de seguridad vial integrales, aersindo el rol

de la infraestructura, Nazif (2011).
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The reduction of 26.9% is to be over an 8-year period. iBhé very conservative figure
because its assumptions imply that there will be a gradudngntation of the measures at different
stages over the time period. For instance, a given processstaghivith a certain number of controls
then increase them, analyze certain conditions of the infragteueind implement the changes
accordingly, assuming certain characteristics of the vehicle fleeahandaffecting them by regulating
certain standards

Lastly Rizzi et al (2011) propose a methodology to guideptloeess of select the most
promising measures, taking into account their cost-effectivefdssse authors identified eight
measures: use of reflective elements by pedestrians and cymidestrian segregation; use of cycle
helmets; automatic speed enforcement; reduction of maximum lpgadl dimits at night; random
alcohol controls; enforcement of seat belt usage in light vehatesseat belts in inter-urban buses.
Their potential benefits and costs of implementation were atidhrusing Chile as a case study. They
took special care in choosing measures aimed at protecting abilmenoad users who represent
around 50 per cent of road fatalities in this country. Ttam phey proposed has the potential of
reducing 460 fatalities per year (i.e. 21%), as a conservativeagst

F.  National agreement/pact: developing a “Nunca mas /
nunca mais / never again” vision

Cooperation includes both the means and the value in achiééngghest goal that a country can
reach in terms of road safety, that being zero deaths and zeiesnfDooperation includes different
perspectives (i.e. the cross-sectoral approach) and societal represen{gbvernment, non
government and private) which when seriously integrated willeaehany giving goal by working
together. Cooperation also implies sharing positions ahatcloser to the decision-making process,
thus making more democratic decisions. To facilitate a procesevglocietal cooperation is applied,
thereby fulfilling a societal result that is beneficial to evee/aequires a national road safety
agreement/pact.

A national road safety agreement/pact entails a long term socialitagmh This, however,
is not a new political foundation whose basic premises areownknwhereby all the stakeholders
assume new duties and rights (Courtis and Espejo, 200&)institutional management frame is not
affected in its core since the state keeps, under the umbrealidexitimacy, its role of demanding the
fulfillment of certain duties and monopolizing the use of cer (ECLAC, 2007:137). In political
terms an agreement of this sort should produce continuitygeemt power to its members, who by
sharing a set of values, agree on a given social goal. Howewstténto strengthen its legitimacy, it
needs to be supported by a diverse group of stakeholdeti (@od private ones), who are willing to
negotiate and agree on wide matters regarding road safety (EQOAT). Under this paradigm every
stakeholder needs to feel it is part of the entire process,hamefdre willing to lower personal
interests in favor of ones that benefit all of society. Taeetbpment of road safety in the region
would require the commitment of all the stakeholders togeem common goal, which should first
be targeted to protect vulnerable road users and then to every pdrs is mobilized as a pedestrian,
passenger or driver.

A national road safety agreement is also a means of strengthemingspect of social
cohesion within a given country, since stakeholders have tb&hgdy of increasing participation
directly in the construction of a collective goal, and extendimg offer to every member of the
society (ECLAC, 2007: Chapter VI). This type of agreenmmezdds to be treated as part of a broader
protection system, whereby increasing social cohesion will teakkfining which road safety rights
are valid, how these can be assured and how the countryesetsiiitions in order to achieve them.

% A detail of the methodology and the definitiorigshe measures can be found in Nazif 2011.
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Along the same lines as the OECD proposal, building a redtioad safety agreement entails
that “those involved in the design of ttead transport systemeed to accept and share responsibility
for the safety of the system, and those that use the spstednto accept responsibility for complying
with the rules and constraints of the system” (OECD, 2088yever, the inclusion of road users as
responsible individuals that comply with legislations ndedgo beyond the situation outlined above
because civil society and private organization representativesishisol participate in the designing
of the country’s road safety goal, but from a broader perspecti

The state is responsible for setting road safety targets betesiske¢ision-making process
requires technical knowledge to calculate what is achievable and femsitdems of the limited
resources available. Nevertheless, state responsibility triggeighar commitment, enlightening
possible measures that might not have been considered alyd ntedivating professional and
technicalcadresto assume the commitment of setting targets. Since prafiessind technicatadres
would interact with representatives of other governmentatesffithe opportunity to align road safety
policies with broader transport and planning decisions avbelp meet wider economic, human and
environmental goals.

It is still unclear whether the stakeholders that are a patisfbroader process should be
acknowledged as formal groups of the civil society and prisattor or if collecting road users’
opinion regarding road safety matters (as completed in thjecprfSARTRE in Europe) would be
sufficient (SARTRE, 2004). Whichever is chosen vulnerablesuseist be included in this part of the
process. Ultimately the agreement of developing a road safétyalatision needs to align with the
rights and perspectives of the road users, society, non-goeetal and private organizations with the
primary objective being zero deaths and injuries due to traffishes. A vision that commits to the
idea of a “nunca mas / nunca mais / never again” implies that thetysas a whole wishes to go
beyond the road safety crisis that several LAC countries arentiyrfacing, and ensure that all road
users are safe when travelling from one place to another.
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Conclusion

Road safety is a very important challenge for tA&€ Lregion. However, when tackling it, proposals go
only from either listing road safety measures orsatering institutional frameworks. Both elements a
necessary to succeed, nevertheless, the LAC hasritsultural and social complexity, which has loe¢n
considered altogether, and attempts to desigregieator policies to reduce traffic fatality anping rates
seem futile if this part of the social reality it iconsidered.

This report highlights the need to re-think andmef the institutional management functions in
terms of understanding how the state should apprtiecroad safety challenge [as demonstrated in the
Bliss and Breen (2009) proposal]. The report atingb together elements that can help the ingtiiati
framework to be more effective. It is always neaps$o look at the foundation on which the roacaf
management system is built. In order to make this gifective, seven functions must be considejed:
result focus; ii) coordination; iii) legislationy)i funding and resource allocation; v) promotion); v
monitoring and evaluation; and vii) research andetbgpment. The result focus function is essential t
build a sustainable road safety policy. The intesacamong them and also with the organizations tha
surpass state functions is critical.

It has been argued that LAC countries, in termsoafal cohesion and participation, are behind
compared to high-income countries. An alternativéhts situation would be to formally incorporate t
perspectives of civil society and private stakebddvhen designing, implementing (partially), moitg
and re-implementing road safety policies.

Two steps necessary for building effective anctieffit road safety policies are: (1) to consider
that specific institutional management functionsd® fit the designing, implementing, monitorimglae-
designing of a road safety policy and, (2) to ackadge that participation of societal stakeholders a
social cohesion are both very critical componehtng attempt to reduce traffic fatality rates. IBeteps
need to be supported by developing capacitiesirtbhide; enhancing technical expertise to mobijzin
resources; from creating conditions to articulating participation of all stakeholders and allowatihe
resources to obtaining specific goals. In facing firocess, countries will balance differentiatamd
overlapping in terms of functions and road safetjicp stages according to their own dynamics.
Ultimately, the development of this societal cafyashould channel the need of defining a national
agreement/pact in terms of road safety; this wjress the desired national vision.

Finally, it is argued that opening a process ofdimg a national road safety agreement/pact is a
fundamental action that LAC countries must undertdkis will help create the conditions to motivtiie
political, professional and technical cadres inkllag the design and application of methodologies
necessary to set road fatality and injury targktsvill also help incorporate civil society and yate
organization perspectives. Road safety goes wagnoethe saving of lives, it is also about deepening
societal processes to make a more inclusive LA@megeveloping road safety policies is an oppadtyun
to fulfill human rights entirely
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