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1. EXECUTIVE SUMMARY

1.1. A French experience based more on the fight against exclusion as opposed to the fight
against poverty

If the traditional concept of poverty defined only by the level of monetary resources available to
satisfy essential needs is inadequate, it remains nevertheless a useful concept. It is therefore advisable
to integrate into a widened concept, both the state of poverty thus defined and the weakness of social
insertion in the community which gives access to various services and opportunities, whether they
have a market value or not. The physical mobility of the people, within the urban space and
everywhere else, permitted by the transport system thus seems a factor of potential richness, and its
deprivation a factor of poverty. This widened vision of poverty appears relevant in both the devel oped
and developing worlds. While in developing countries the main element taken into consideration is the
weakness of available financial resources, in developed countries it is the concept of urban spaces with
a low level of accessibility and social exclusion, which combine several interrelated dimensions :
resources available certainly, but also socia integration through employment, and social access to
urban services in the neighborhood.

Thus the French experience on urban transport does not tackle poverty, but it implements actions
aiming at fighting the exclusion of social groups tending to be excluded from socia life. The concept
of public utility (service public) has been used for along time as a screen for this approach to poverty,
public transport being managed in order to be accessible to the whole population, without however
achieving that objective completely. Besides, this objective is in contradiction with others given to
public transport like taking a share of customers from potential car users. The ambition of public
transport is to succeed in maintaining a total social mixing whereas divergent factors are expressed
more and more frequently, as a signal of atrend to the splitting of urban society. Reflection and action
plans have been thus focused on the transport provision to zones with a low level of accessibility,
difficult districts from a social point of view, where security concerns are the major problems recorded
by operators, this situation being the expression of the social unrest prevailing in these districts.

The French context differs too greatly from that of developing countries so solutions, at least some
elements, cannot be directly transposable and implemented in developing cities. Nevertheless, several
points can be proposed as lines of action, but they must go through an adaptation process before their
application. We can thus retain :
- The integration of the transport dimension in the policy of districts having a difficult social
environment because of social difficulties and unemployment.
- The taking into account of underprivileged socia groups through reduced fares or free public
transport, these measures being financed by socia budgets. This point depends on the identification
of adapted financial mechanisms.
- The organization of a transport authority on the urban perimeter permitting the integration of the
socia dimension of transport in an overall policy, in concerted action with other partners.
- The setting up of a policy to develop public transport through financing coming from the
versement transport, tax paid by companies located within the urban area served by public transport
and having more than 9 employees; for the developing cities similar but adapted forms of financing
should be found amongst indirect beneficiaries.

1.2. Diversity of situations among developing cities

The analysis of case studies of developing cities makes it possible to draw several conclusions, which
were defined once it was acknowledged that there is a vast range of situations and that there is really
no single transposable solution just as it is from one city to another.
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1.3. Interest in a multimodal system with participation of structured companies and artisanat
operators

The transport system and its policy must definitely be multimodal, i.e. comprising several elements
linked in a complementary way. Concerning public transport, this system must alow the coexistence
of structured companies and more flexible and adaptive artisanat forms, better armed to meet the
needs of certain groups of poor. This coexistence cannot be the result of a laissez-faire approach but
must come from a regulating (in the sense of régulation in French, and not réglementation) approach
defining the framework of activities of multiple operators, so to guide the transport provision. The
limits of institutional transport based on companies operating in a concession pattern have been
revealed by some cases such as Dakar or Abidjan where it is difficult to set up new concession holding
bus companies. In the same way, in Ouagadougou the bus company holding the concession is in crisis
and has not been able to develop its activities as expected, holding only a marginal share of trips.

On another scale, the Cairo case confirms the trend towards complementarity where shared taxis are
the first mode in public transport because of their flexibility, but are overtaken by the metro in the
routes where demand is the highest.

For the achievement of an organized pattern of modal complementarity, it is also necessary to take the
negative effects and possible drifts of the non-controlled artisanal sector into consideration. The case
of Dakar shows the drift of fares of this sector, at least during peak hours, which becomes an
additional obstacle to the mohility of the poor or middle class users.

1.4. Metros may benefit the poor, if a minimal integrating approach is provided

The achievement of mass transport systems in the form of metros usually benefits the middle class
much more than the poorest, because of the fare level and served zones. Nevertheless, several
examples suggest that metros also benefit poor categories of population, if fare formulas are adapted
and metro lines are partially located in areas with low income populations. The key to success is then
the design of a network ensuring a social mixing, which may result from a capacity of integration :

- Minimal integration with the bus or minibus network

- Integration of the metro project and urban planning.

The potentialities of an integrating pattern to improve the conditions of mobility of the poorest are
subject to the fulfillment of several conditions :
- Enough metro system capacity so it can meet significant traffic without having a structural
overload
- Low fares adapted to purchasing power, without threatening the financial balance of the metro
operation. The question of the financing of investment and of its amortization must then be dealt
with other terms than those of fare revenues alone.

1.5. Developing the chances of non-motorized transport, provided that the poor do not
constitute the sole target

At the other extreme of the range of modes of transport, it is advisable to preserve a place for the least
expensive modes which are walking and bicycle : improving the conditions of walking in urban
environments in any case, maintaining the possibility of traveling by bicycle where such a practice
exists, maintaining the possibility of developing bicycle use in the cases where such practices do not
exist or do no longer exist.

The attention paid to non motorized transport has to be viewed as an element in a more global policy
where efforts are made also on public transport supply.

So that these policies have a chance to be implemented successfully, it is essential that they do not
solely concern the poorest but also other population categories.
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1.6. Integrated policies, persuasion and dialogue rather than constraint

Finally analyses results show that a transport policy having the fight against poverty among its
objectives should be able to integrate this objective into a broader policy both in terms of transport
policies and urban policies. It is not advisable to limit the fight against poverty; it cannot be refused
but should be integrated into elements of more comprehensive policies. That supposes forcing these
overall policies to integrate the poverty dimension :

- Integration of transport in the basic actions of fighting against poverty, by improving the conditions
of mobility giving access to education, health, employment, and the purchase of foodstuffs.

- Integration of the conditions of mobility of the poorest in the transport plans of action, either from
the beginning at the design stage, or later by checking and adjustment when a program has already
been launched.

However, these efforts for integration should not be constrained by procedural rigidities which would
condemn the overall effectiveness. Rather than to only constrain participants to support these policies,
means must be found to make them aware of the poverty dimension. Production of data and a minimal
number of studies concerning the urban mobility of the poor constitute a prerequisite to achieving this
objective.
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2. CONTEXT AND ORGANIZATION OF THE STUDY

2.1 A combination of several objectives and analysis levels

The project was designed in response to several objectives further to the negotiations between the
World Bank and the French part coordinated by DREE which resulted in the terms of reference. Three
levels of objectives were identified and taken into account.

2.1.1 The experience of the French cities on poverty and public transport

Some useful elements have been investigated on this point but the French approach is not a priori
expressed in terms of actions focused on poverty. However many actions in fact seem to be oriented
towards the related problems of the public transport services in sensitive areas and its socially oriented
pricing. But these actions are federated behind a more global concept of public service which means
that the offered service should be accessible for all.

2.1.2 The French experience in projects in developing cities with a French funding

The projects with a traditional financing for the aid to development mostly have concerned the metro
(but not only) and the way in which the poverty dimension is addressed in these projects is studied
with the corresponding impacts on the poor.

2.1.3. The experience of the French experts to analyze the problem and to support the definition of
policies

The experience can be described in terms of analysis dealing with actions which were not necessarily
financed by France. For instance the case of Tunis with its light metro is interesting and has been
financed by Germany. This objective of analysis has been clearly developed since the French
experience also consists in analysis and expertise.

There is no simple overlapping between these various objectives because the French experience
achieved in France does not give any direct solution to the problem of the developing cities with
various situations. However it seemed possible and useful to draw some indirect lessons from the
French cities experience.

Thus we tried to deal with the three levels of objectives but we could not develop them with the same
precision through the selection of the considered cases. Priority was given to specific problems of the
developing cities.

2.2 The selection of the cities

The proposed cities both result from the authors' knowledge and experience, from the cities indicated
in the terms of reference and from the suggested specific problems. Thus the selection of the cities
does not reflect the diversity of the situations in the world and the attention has been focused on the
African experience with an insight into Latin America. It was not possible to achieve a balance with
Latin America and Asia because time was lacking. So the cases of Hanoi and Saigon for Asia (cities
with two-wheel vehicles) and the case of Sao Paulo for Latin America (a town with a metro) could not
be considered.

Severa groups of cities are addressed, each group being likely to provide a lesson on one of the
aspects of the impacts of some projects or of the transport system on urban poverty.
2.2.1 The French towns with a metro : Lyon and Marseille

The French experience on the agglomerations with about one million inhabitants illustrates the
problem of the fight against poverty and social exclusion through the policy of public transport
services in the areas which are considered as difficult or sensitive. The measures of fare reduction for
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some social categories are also examined. The question of safety and fraud in public transport is aso
addressed.

2.2.2 The developing cities with a metro : Santiago, Cairo, Tunis

In afirst view metro benefits mainly to the middle classes and not to the poorest categories who hardly
have access to it because of the fare level and of the desserved area. However the study of the
experience in severa cities with a metro alows to analyse more precisely how and under which
conditions a metro can contribute to fight against poverty. The corresponding case studies try to
position mobility relatively to poverty as a whole in order to get a better focus on who benefits from
the metro, but at the same time a systemic approach is maintained.

The case of Cairo is illustrated by the recent Systra/Drtpc household survey (end of 1998) but the
categories of population surveyed do not allow to determine poverty with the desired precision. A
coordination was established with the other expertise by Catram on the synergies between transport
and urbanization in Cairo.

The case of Tunis aso lacks of a direct survey on poverty. The 1994 household survey cannot be used
because of its difficulties and biases. But the analyses led by Inrets in the a posteriori assessment of
Tunis light metro provide a socio-urban analysis of the phenomenon, through the study of the areas
desserved by the metro.

The case of Santiago will also benefit from a synthetic study of the assessment of the metro illustrating
the social profiles of the desserved areas, the fare issues and the metro/bus connecting issue.

2.2.3 The developing cities with a complex urban transport system : Dakar

As in other African cities or in other developing cities from other continents, Dakar is equipped with a
transport system using multiple transport modes, mostly small-scale-operated modes. Besides the
buses from the semi-public company under privatization and the urban train planned to be devel oped,
there are minibuses which sometimes are operated into routes, official shared taxis, taximeters and
unofficia taxis, and animal traction modes (caleches, carts) in the peripheral areas of the city.

The bus company which has been considered as the reference for long and submitted to the public
service congtraints, has mostly benefited to the middle classes and excluded the poorer from its
patronage for reasons which will be analyzed. The small-scale operator sector which seems more
adapted to the mobility needs of the poorer and closer in terms of cultural practicesis constrained by a
limited efficiency if it is not organized/regulated : these limits and the actions to reinforce the fight
against poverty through the transport system are identified.

Dakar has benefited from many studies for about ten years because of its role of pilot city within the
SSATP program and as a result of the urban transport project financed by the World Bank since 1997.
However the studies on mobility and poverty have not been carried out. The household survey in
progress of processing is not likely to produce its first results before September 2000. We have based
our study on the preliminary works of the household survey and on a recent study on the social impact
of the mobility system crisis in Dakar (Ter/Bipe 2000) in which we were involved. The analyses of
consumption budget and transport expenses provide additional information for the diagnosis.

The case of Abidjan may complete the formulation of some conclusions.

2.2.4 The developing cities with a two-wheel system : Ouagadougou

The specia case of Ouagadougou provides many lessons even if the mobility system in this town
cannot be directly transferred and includes negative effects for the environment. It is a town where the
two-wheeler dominate, mostly motorized two-wheelers, and where the use of the private car has been
developing over the recent years.

What is interesting for the analysis of poverty is the strong mobility recorded in this town, including
the poorer equipped with a two-wheeler. The other interest is the sustained and even reinforced
presence of the bicycle use over the recent years.
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A former study on the mobility system (Godard and alii, 1993) is used as a basis with some further
elements from 1997. The analysis will be supported by some results (traffic countings) from a study in
progress on the urban transport scheme. The analysis on the transport expenses are based on the 1996
consumption-budget survey.

2.3 A difficult statistical knowledge of urban poverty

The statistical approach of poverty and of the mobility conditions of the various social groups
encounters traditional but significant difficulties. Two main survey sources have been used :

1. The household-surveys on mobility are rare and data is out of date : Ouagadougou 1992
(before the devaluation of the F CFA). They sometimes are unreliable or unavailable : Tunis
1994,

In these surveys, the socio-economic categorization of the households is relatively defective as
regards the informal activities or the generalized practices of multi-activities.

The knowledge of the income level is not very accurate in these surveys because of two main
reasons : the surveyed households are reluctant to report their income and the concept of income
is rather difficult to determine because of the multiple income sources and of their uncertain
character in the developing cities.

2. The household consumption-budget surveys which are designed as part of studies on living
conditions and on the effects of adjustment policies or as a support to the programs of fighting
against poverty. If the income is not collected precisely, it is usefully replaced by the amount of
the reconstructed expenses of the households. However a trend towards the under-estimation of
the transport expenses has been observed in these surveys. It can be analyzed in several cases
such as Dakar through the comparison with the receipts of the urban transport operators. The
surveyed individuals are not thoroughly aware of their transport expenses as opposed to the
other expenses such as food, housing, clothing.

These difficulties reflect the complexity of the economic situations of the households in the
developing cities but they don't prevent any analysis. However, they impose some caution to interpret
the available data. Thus the most reliable elements from the information collected through the
statistical surveys were identified, especialy those concerning the share of the transport expenses in
the household budget.

2.4. Working modalities

Given the deadlines and the limited time for the study, this work was achieved by two experts from the
research community. It was essentially organized on the basis of the document analysis with original
processings of the available statistical data. For most of the selected cities, it benefitted from recent
studies or from work in progress .

The participation to the Codatu conference at Mexico (11-14 April 2000) gave the opportunity to
further contacts and a rather limited collection of documents, the conference being concentrated on the
topic of the environment : it should be noted that the relations and potential contradictions between
poverty and environment are rarely addressed. This topic should be suggested for further priority
work.

The topics of poverty and of the experience transfer between France and the developing world are
complex and the result is that a number of potentialy significant problems are not addressed and
require further work. However the cases were considered seriously enough to enable some conclusions
to emerge.
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3. SYNTHESIS FROM THE CASE STUDIES

The analysis of the case studies sometimes was completed by other bibliographical elements and
enabled to draw some synthetic conclusions that are presented here.

3.1. The notions of poverty and exclusion

The topic of poverty has been addressed in the literature from various fields of knowledge (economics,
sociology, geography, etc.) through various conceptualizations and approaches. If the level of
economic resources was used for long as the only reference to determine poverty , the consensus on
the multi-dimensional characteristics of poverty is under way both in the countries from the South and
the North. There is no single definition of poverty but in general it can be considered as the lack of
resources (economic, social, cultural), of means to obtain a minimum level of food, to participate to
everyday life within society and to ensure the economic and social reproduction.

Most of the works on poverty rather analyze it as a state and rarely deal with the processes of
precariousness, that is on the multi-dimensional mechanisms of production and reproduction of the
inequalities. The notion of exclusion, a term often used instead of poverty in France then provides a
frame to analyze these processes, underlining the deterioration of the employment market and more
globally the crisis of the socia links in the various spheres of the community life.

Poverty has been studied on the basis of various approaches (absolute poverty, relative poverty) each
one taking into account different actors and means of action to fight against it. A large number of
increasingly complex indicators have been progressively developed to try to measure poverty :
monetary, living conditions, subjective, administrative. The counting of the poor and their
identification depend strongly on the type of the indicator being used but most of them in fine rely on
value judgments which vary according to societies, their geographical location and the period in
history. Thus the definition of poverty remains an uncertain notion, relative within space and time and
normative (i.e. definition of the consumption level, definition and assessment of needs other than
food). This heterogeneity of the systems of reference partly explains the gaps which are often observed
in the statistics from various sources.

In this work, the methodological difficulties to give a general definition of the poor population from
the various case studies appear at two levels. On the one hand the case studies refer to completely
different socio-economical systems where the poverty issues are not the same (comparison of cities
from the North with cities from the South, but also comparison between cities from the South in
different countries, geographical areas or continents). On the other hand, even limiting to relatively
simple indicators to measure poverty in monetary terms, a reliable and updated quantification of the
concerned population is rarely available as it is mentioned above. The reasons are mainly linked with
the lack of resources to update the information or with the absence of priority given to this type of
statistical collection. Beyond these various factors it should be noted that it is difficult to quantify the
monetary incomes in economies which are strongly based on informal activities. The level of expenses
may then substitute the income level and gives quite reliable information on the standard of living.

An essential information source in many countries can be found in the surveys carried out by the
ingtitutes of statistics on the standards of living of the households, especialy those concerning the
studies on the effects of the structural adjustments in Sub-Saharan Africa. The analyses are led
according to the traditional definition of the poverty threshold, that is the monetary indicators
represented by the consumption expenses which are necessary to ensure a minimum level of food and
other basic needs which are defined according to standards. In the same way the split of the expenses
into quintiles enables to measure the inequalities within the population. The limit of these surveys in
our analysis is that some of them are at national level and prevent any detailed analysis in urban areas.
Moreover there is not enough information leading to refer the transport expenses to the household
transport equipment and to the practices of everyday mobility.
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A special aspect of poverty which seems significant in the question of mobility is the dimension of
social relation : wealth or poverty should be approached in terms of owned economic capital, in terms
of stable resource flows to satisfy permanent needs, and in terms of socia relations which somehow
congtitute a socia capital. This dimension is rarely taken into account in the transport field but it
should deserve particular attention. Several works on the crisis in the African cities have already
demonstrated that the network of social relationships can be mobilized to satisfy some needs or solve
some problems having economic consequences (Orstom/Ceders, 1997).

Mohility enables people to meet and it is an essential element to maintain the network of relations, to
enlarge it, or smply to obtain the desired benefits.

This aspect is pointed out by the significance of sociability (family, friends) in daily mobility, as it
represents more than 20% of the trips in several cities (Bamako, Ouagadougou). This theme has also
been explored through surveys in Dakar. The diminution of the transport cost and of its difficulties
could then contribute to fight against this type of poverty. Mobility limited to pedestrian trips in the
area surrounding home can also sustain alocal social network but it seems important that this network
can be expressed at the scale of the whole city. Indeed the homogeneity of the areas according to their
ethnical origins or to the geographical origin of the inhabitants is disappearing. The operations of
eviction, the expensive prices of housing, the high densities in some urban areas are some of the
factors which contribute to spread the social network in the whole urban space, especially towards the
peripheral areas.

An example from Dakar illustrates this aspect : a young widow from Dakar in a precarious situation
and having several children has been followed up during eight years. J.F. Werner reports four types of
social networks according to the nature of the support which she can obtain. He compares them to
concentric circles with the concerned individual at their center (Werner, 1997 : 381-383). The main
network is spread all over the town and elsewhere because it is made of relatives and close friends
providing a continuous affective and material support and who remain reliable. On the opposite the
secondary network is very close in space, located in the immediate surrounding but it can only be
requested from time to time (but not too often) for assistance given on a one off-basis. The
subordinate (client type relations) and latent (random activated relations) networks are located in the
whole urban space. In order to maintain this capital of relations and change it into an economic capital,
this woman from Dakar permanently has to do courtesy visits and participate to family ceremonies and
public activities. Thus she has to move al the time, on long distances sometimes. The weakness of her
financial means obliges her to walk (she is qualified as "the walker") and she is very often absent from
home giving then the impression of neglecting her home and her children.

In this study we adopt a pragmatic and multi-dimensional definition of poverty, as wide as possible,
and measurable not only in quantitative terms through the income or consumption level but aso in
gualitative terms (access to a regular and stable job, residential status, etc.). This choice allows to use
the available information from various origins but its drawback is to limit the comparisons in space
and time.

3.2. Mobility and resource level : confirmation of the rule and exceptions

The link between the mobility level and the resource level is usually pointed out implying that the
poorer rarely or never move and that in any case they move less than the richer.

In fact the household resource level should be distinguished from the individual resources because
complex relations appear at their interface for the use of the household resources. The differences of
mobility can be very significant within a household because the access to the transport modes is not
equally shared between its members. Thus in Ouagadougou (1992) mechanized mobility is very
similar for the poor individuals from the poor households (1.7 trip per day) and the poor individuals
from wealthy households (2 trips per day). But individual gaps remain significant as social status plays
a significant role besides the resource level.

The main difference in the mobility between social groups lies mainly in the practice of walking which
is higher than the average among the poorer. Many indicators such as those obtained in partial surveys
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in Dakar suggest that poverty means a short-distance local mobility and walking for long distance
trips. However, the active poor are led to use motorized modes in a selective manner and they take
advantage of the fare flexibility offered by the small-scale operators. It means that for this group of
population mobility is globally restricted to local trips.

The traditional evidence that walking is the major or exclusive mode of transport of the poor leads to
rise the question in which ways their conditions of mobility could be improved : by facilitating the
pedestrian trips on acceptable distances, by improving the long distance transport supply at a lower
cost and by supplying local equipments and urban services in the concerned areas.

The mobility conditions of the poor rise the question of their integration in the employment market.
The hypothesis that the access to mobility makes it easier to get ajob seems very plausible but we do
not know any specific study on this topic in the considered cities to confirm it'. However, some works
based on interviews point out that small-scale economic activities cannot develop because of the lack
of transport means (for example to settle a commercia activity in a larger market where demand is
higher, see for instance Malou, 1996). This situation is even more actua for women, who are obliged
to remain near their residential place because of the work division linked with gender and their limited
access to transport. It should be recalled that the obstacles to mobility can also have negative effects
on the education of the young and later on their professional integration. The bus crisis in Dakar
involved more absenteeism and delays at school (pupils and sometimes teachers) and could result in a
renouncement to attend school or university (Diouf, 1997).

The professional mobility of the poor (and more generally their whole mobility) mostly occurs in their
close environment contrary to the richer whose level of financial resources alows them to travel
throughout the city (Diaz Olvera and Alii, 1998b ; Diaz Olvera and Alii, 1999b) so that the parameters
of avicious circle do exist.

In the same way as the economic development of a rural area can be restrained by difficulties to carry
products towards the commercialization areas, the restrictions to the mobility of the young attending
school and of manpower strongly threaten the development of the urban societies and economies. The
development of cities and the well-being of populations cannot occur if the poor remain confined to
the nearby home area because such condition leads to the reproduction and perpetuation of poverty.

3.3 The French experience

If in the developing world the weakness of the available financial resources is underlined, in the
French case, representative of the developed world, the notions of low-accessibility areas and
exclusion are mainly stressed. These notions combine several dimensions linked with the available
resources of the households, the social integration through employment and the social accessibility to
urban services from the residential place.

Thus the French experience in the field of urban transport doesn't deal directly with the fight against
poverty but it introduces actions aimed at fighting against the exclusion of social groups who tend to
be vulnerable and marginalized in social life. For long the notion of public service has been used as a
screen for this approach of poverty, while urban transport has been managed to be accessible to the
whol e popul ation without however achieving that objective successfully enough.

These objectives of public service and access of transport to the poorer is in contradiction with other
objectives of public transport which are to take a share of patronage from the potential car users. It is
difficult to adapt a public transport supply to the requirements, needs and behaviour of contrasted
social groups such as car users and people who tend to be excluded from the social system. However
this difficulty goes beyond the single question of resource level as it concerns the modalities of
integration in the urban society.

! This topic has been mainly studied in the more advanced countries. In the French case local measures have
been adopted at the city level and there are some financial aids for the mobility of the unemployed (cf. for
instance annex 1.3, sections 4.1 and 4.2).

SITRASS X. GODARD, L. Diaz OLVERA



Poverty and Urban Transport 16

The ambition of public transport is to succeed in maintaining a total socia mixing whereas divergent
factors are expressed more and more frequently as a signal of a trend to the splitting of the urban
society. Reflection and action plans have been thus focused on the transport provision to low
accessibility zones, difficult districts from a social point of view, where a concentration of low income
populations can be observed as well as lower motorization rates than in other areas thus resulting in a
higher dependency on public transport services. However security concerns are the major problems
recorded by operators in these areas. The security issue is the expression of the social unrest prevailing
in these districts and in some cases it doesn’'t permit to ensure the quality of service as well as the
continuity of the transport provision.

The services in these areas cannot satisfy a financial logic because the rate of receipt is very low and
the operation disturbances are frequent. However it seems that there is a will to maintain these services
both among the policy makers for obvious reasons of urban integration, and among the operators who
do not want to give up their activity in those particular cases. However a question should be raised
about the creation of more flexible and adaptive public transport services which could emerge if the
problems of the present services in the sensible areas were not solved.

Other now traditional actions concern the fares and the aids provided directly by the cities for
mobility. In both cases there are various policies in that field. Most of the public transport networks
can be managed with a minimal social fare policy providing reductions or free fares for some groups
of the population, the losses of receipt being covered by the organizing authority or by the social
budget of the city.

For long the French fare policy has been to maintain at a low level the fares for socia reasons, but for
about twenty years fares have raised again to reduce the need of external financing which remains
quite significant. To balance this fare increase policy resulting in an expensive ticket (6,80° FF in
Lyon and 7,10 FF in Marseille for instance) the social fare systems have been multiplied, especially
those concerning the elderly, the unemployed, the RMI recipients Revenu Minima d'Insertion -
Minimal Integration Income), and the young people of school age. But the reduced fare may still be
expensive (monthly ticket for a young under 18 in Marseille : 225 FF) and the supply is not always
well adapted to the various and specific needs of these social groups; consequently, their use of public
transport doesn't seem significant.

Thus fraud appears as a practice which the operators both fight and tolerate under some conditions,
such as services concerning sensitive areas. The fraud rate in many French networks is estimated
between 10 and 15% (14,5% in Lyon, 10% in Marseille). It can be explained by the high fare level for
the single ticket, but it also comes from the exclusion mechanisms or from the rejection of the social
model represented by the public transport operator. Fraud is then something else than a question of
poverty in terms of monetary resources.

Moreover even in the French low income categories, the private car use is developed : it represents
about 50% of the mobility of households having an income lower than 5000 FF or even 2500 FF a
month. This figure suggests that the opposition between public transport / poor and private car / rich
should not be interpreted through too simple schemes.

Despite these limits, the system of social aid to mobility runs for some well integrated social
categories, which can represent a considerable share of public transport traffic (25% of free fares and
about 15 % of reduced fares in Marseille). That is alowed by a set of sometimes complex devices
which imply a significant administrative system.

The French context differs too greatly from that of developing countries so solutions, not even some of
their elements, cannot be directly transposable and implemented in developing cities. Nevertheless,
several results can be proposed as guidelines, but they must go through an adaptation process before
their application. These results are the following :

- The integration of the transport dimension in the policy of districts having a difficult social
environment : the transport dimension deserves to be integrated in the opening up*, urban

2 By the end of August 2000, the currency rateis 1 US$ = 7,4 FF.
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rehabilitation or reinforcing programs besides other actions on employment or urban equipments
in these aress.

- The taking into account of underprivileged socia categories through reduced or free fares, these
measures being financed by social budgets : if the interest of such measures is part of a policy of
urban integration, in the context of developing cities, adapted financial mechanisms should still be
identified but without creating bureaucratic monsters.

- The organization of a transport authority on the urban perimeter of agglomerations permitting the
integration of the social dimension of transport in an overall policy, in concerted action with other
partners. The presence of these authorities having either an organizing or regulating role should be
searched through other forms well adapted to the institutional context because they represent the
integration elements being able to integrate the poverty/exclusion dimension in an overall policy.

- A policy of public transport promotion ensured by the financing from the Transport Payment
(Versement Transport — VT) : a dynamics of such a promotion is required to enable to take
poverty into account. To develop this type of mesure, the French experience leads to search
financing solutions based on external sources to users but without pressing on the public budgets :
there only can be varying solutions according to contexts but for most cities the Transport
Payment (VT) as it is implemented in France should be excluded because the number of
companies which could be taxed is rather small and they usually operate in precarious economic
conditions. On the contrary the potential contribution of the diversified informal sector should be
envisaged as well as the contribution of the estate ownership even if municipalities are not
equipped to manage such taxes at present.

3.4 The benefits of a metro and the poor

The case studies have considered several types of metro : the regional metro in Cairo, the urban metro
in Santiago, the light metro in Tunis and in addition two French cities with a metro, Lyon and
Marseille. While they are not representative of all of the metros in the developing cities, these cases
illustrate the modalities and difficulties to make the poor populations benefit from the services the
metro offers.

In large agglomerations what mainly justifies the metro investments is the significance of the flows
and the accessibility of the city centers which are threatened by congestion. Those who directly benefit
from the metros, that is users, mainly belong to the middle classes while the poor have more
difficulties to benefit from it. Factors promoting the use of the metro by the poor, i.e. factors
promoting social mixing in the use of metros, are identified in this section.

The recurrent question is to know whether the developing cities can afford this type of technical
solution and whether the poorest categories benefit from the consequences of these investments.

3.4.1 Defect or limits of urban integration between the metro and other transport services in the
popular areas where the majority of the poor populations are living

The design of the metro lines or networks firstly corresponds to a mass transport logic where priority
is given to the middle classes. Public transport supply in popular areas is sometimes integrated in the
design of the metro projects but it does not constitute the founding principle. Given the financing
constraint of such investments the question of the solvent demand is of course the main problem.
Taking into account the public transport supply in popular areas thus appears as an add-on or a
marginal adjustment which is difficult to integrate into urban planning.

Popular areas are often located in peripheral zones which are quite far from the main activity centers
and employment sources. So these popular areas rarely have a direct metro supply., In the study cases
it is composed of only a few lines which do not constitute a real network (2 lines in Cairo, 3 lines in
Santiago). Tunis is an exception with a more extended network.
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3.4.2 Difficulties in the bus-metro integration

Insofar as many poor areas have no direct metro service, fare integration is required to avoid users
from having to pay several times for a single multimodal trip and to give them access to the metro.
This question is even more crucial with the development of the peripheral urbanization.

In the considered cases public and even private bus companies have disappeared or restrained their
activities and transport supply most often relies on the small-scale operators in a laissez-faire context
which does not promote the bus-metro integration. In Santiago, such an attempt quickly found its
limits, without any adequate structure to organize it.

Even in the case of Tunis where a powerful public bus company has been preserved such a
coordination scheme has not been developed in an efficient manner (the integrated traffic in
connection with the bus represents about 10% of the metro traffic).

There is no single transport authority to regulate, coordinate the various supply segments and each
segment generally runs in an independent basis and it can compete with the other segments. There is a
lack of such regulatory institutions to federate the various involved bodies and this situation is even
more crucial because urban extensions usually involve various administrative levels .

3.4.3 The metro fare policy, a potentially favourable element for the mobility of the poor

The implemented fare policy in metros seems favourable to the regular users who can benefit from
seasonal tickets, and especially to socia categories who have reductions on the normal seasonal fare.
In several study cases (Cairo, Tunis) the young of school age benefit from a very favourable fare and
youngsters from poor households located in areas with metro services can benefit from it. This
favourable element seems to benefit essentially to the middle classes and to the upper part of the
popular classes who are integrated in urban life.

On the contrary the poorest are rejected from the system because they have difficulties to pre-pay the
seasonal fare and the fare level of the single ticket is too expensive as related to their resources.

This observation, which is not specific to the metros but may concern the whole organized sector of
public transport seems to apply both to the French cities and the developing cities. The solutions
implemented in France to fight against the exclusion of vulnerable categories (free tickets, reductions
for the elderly, the unemployed, the minima income recipients) hardly can be directly applied in the
developing cities.

3.4.4 Feedback on the objectives and contradictions in the metro design in developing cities

Traditionally metros have been criticized because of their high cost and because they require resources
which could otherwise benefit to the poorer. Without starting this debate once more it should be
observed that the metros neither are designed nor decided in the frame of any policy to fight against
poverty. Our anaysis simply tried to check whether the poor aso could benefit from this type of
investment. That leads us to question once again the objectives aimed at during the implementation of
the metros.

Hazards in the design and construction of the metro projects induce to clarify the objectives of such
projects. These objective must be re-confirmed at the various construction stages : the initial projects
risk to loose their consistency (technical choices, layout of the metro lines, reorganisation of other
transport services) in situations of political and economical instability, which is the case of most of the
developing countries.

It is not easy to integrate metro projects in an urban policy, as illustrated by the case of Santiago. In
this city the population density has decreased in the central areas in favour of the peripheral areas, thus
resulting in a decrease of the potentia patronage at the intermediate metro stations and in a
concentration at the stations connecting with buses and the terminal stations. In the case of Tunis
where such an integration started during the design of the project, the public transport provision in the
rehabilitated areas could not been fully achieved.
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The metros, which also deal with an image objective based on modernity signs for towns, do not
easily integrate the objectives aimed to satisfy the needs of the poorer. They are submitted to several
incompatible logics :

- alogic of reduction of car use for the access to the city centre,

- alogic of efficiency of mass transport for the mobility of urban populations,

- more recent concerns to preserve the environment,

- aconcern, difficult to assume, to integrate the most disadvantaged to urban life.

However the success of a metro should lie in the capacity to find a combination to satisfy these
objectives.

3.5 The institutional system and the small-scale operators system of urban transport :
complements for the benefit of the poor

The main component of the public transport supply is road transport. It is composed by two different
types of transport, one which we qualify as institutional (structured bus company) and the other as
artisanal (small-scale operators , with a legal status but often without organization in the operation of
their minibuses or shared taxis. This corresponds partly to the classical word of paratransit or informal
transport, with a little different meaning).

3.5.1 The limits of the institutional system for the poor

From the case of Dakar a trend could be observed towards the exclusion of the poor from the
institutional public transport system. This observation should not be considered as a general rule but it
reveals a powerful mechanism for a sector of the public transport in crisis.

The institutional system operates within an approach of public service, in which in principle, transport
should be accessible to all the population and where the transport provision is sustained by
requirements concerning the vehicle quality. In fact, the institutional system tends to satisfy the
mobility needs of the middle classes more than those of the poor, as the principle of cost covering
through transportation pricing results in pricing levels which are not affordable to the poorer.

Globally, the poor cannot afford fares for a daily mobility. Moreover reductions or free tickets are not
targeted to the poor but benefit to a part of the population (civil servants and their relatives) who even
if they do not have a high income (a civil servant may earn less than a worker from the informal
sector) their main characteristic is to be integrated in the ingtitutional economy. Another limit of the
ingtitutional sector is the lack of flexibility in the fare system or of bargaining. The lattermay be a
substitute to the the fare reduction and gives some kind of advantages but its effects are limited due to
its inequitable feature despite the limits linked with its characteristic of inequality.

The transport provision network is organized in the first place according to the trip flows towards the
modern sector employment sources located in the Plateau in Dakar. The road network is also designed
according to this dominant scheme. The institutional system is not equipped to assume other types of
transport provision at a reasonable cost, especialy in the informal housing areas with a low
accessibility level where small-scale operators provide a better adapted service.

3.5.2 The contribution of the small-scale operators system for the poor and the need of regulation

Completing the institutional system, the small-scale operators propose a wider range of transport
forms, more adaptive, and with segments better adapted to the poorer populations. The multi-form
small-scale operator system makes it possible for the poor to ensure a minimal mobility. The
production costs of the small-scale operators are maintained at a relatively low level because of
various reduction factors : the use of second hand vehicles, a higher number of daily working hours by
the crews, the lack or the weakness of the social insurance, the absence of public service constraints,
the limitation of the maintenance expenses of the vehicles, the absence or the low level of
administrative expenses. Moreover the receipts are maximized as they operate in priority on the routes
presenting the highest demand.
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The conditions of competition between operators and a symbiosis between the operators and the social
practices of urban dwellers enable to limit the pricing level or to propose particular terms to people
without resources as it has been analyzed in Dakar : fare bargaining, payment by a third person, or
even free transport when the young users know thereceveur.

But the compression factors of costs also limit this sector and call for a progressive dynamics of
improvements benefitting to all of the users including the poorer.

Limits are also observed in the productivity of this sector when it is not organized or regulated. Real
pricing increases may occur if the competitive background deteriorates as it recently happened in
Dakar. In this case, the route-shortening practices have been multiplying during the recent years,
setting further obstacles to the mobility of the poor or middle classes. Moreover the negative external
effects the small-scale operators can induce in terms of congestion, accidents and pollution due to
vehicle and operatingconditions are largely known but this kind of criticism is seldom taken into
account.

Thus the last issue concerns the definition of the terms to change from a small-scale transport to a
more organized form when a threshold has been reached. To break out from the vicious circle of
poverty some measures should be taken to increase productivity which would alow to improve the
quality of service without increasing the fare level.

3.5.3 The interest of a complementary scheme company/small scale operator

The transport system and its policy must definitely be multimodal i.e. comprising several components
articulated in a complementary manner. This issue especially concerns complementing two-wheelers
and public transport, pedestrians and public transport, and the various forms of public transport.

Concerning public transport, this system should allow the coexistence of structured companies and
more flexible and adaptive small-scale operators, better armed to meet the needs of certain categories
of poor. This coexistence should not be the result of a laissez-faire approach but it should result from a
regulating approach defining the framework of activities of multiple operators, so to guide the
transport provision .

The limits of institutional transport based on companies operating on a concession pattern reveaed by
some cases such as Dakar or Abidjan should be considered. In these cases, it has been very difficult to
implement new concession holding bus companies despite the bids which have been launched since
1997 or 1998. In Ouagadougou the bus company holding the concession is in crisis and has not been
able to develop its activities as expected, holding only a marginal share of trips.

For the achievement of an organized modal complementary pattern, it is also necessary to take into
consideration the negative effects and the potential drifts of the small-scale operator practice. The case
of Dakar shows the drift of fares amongst the small-scale operators, at least during peak hours, while
the case of Santiago points out some negative effects from the competition with the metro.

This type of conclusion in favour of a regulating approach of a complementary scheme is not specific
to the analysis of the fight against poverty, but it is strengthened if this issue is taken into account.

3.6 Tariff and financing policies : complexity and safeguards

The case studies illustrate the traditional contradictions within the farepolicy when considered from
the fight against poverty viewpoint. It is confronted with the following dilemma : low level pricing
affordable to a large patronage including a significant part of poor populations but threatening the
financial balance, or fares covering the costs to develop public transport but with a more limited
patronage.
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3.6.1 The assistance on the basis of seasonal tickets

In the case studies, targeted assistance measures consisting in fare reductions or even free public
transport are based on seasonal subscriptions so they imply a regular use among the users and a
capacity to pay by advance a monthly or quarterly seasonal ticket. These measures also imply that
transport supply is compatible with those fare adaptations i.e. that it is formalized in a company having
significant administrative relations with the supervision body. In the developing cities under
consideration this condition is rather unusual.

In the limits of this formula, the experiences in practice seem efficient because they give an access to
public transport to the categories with a low resources level. But the elements are insufficient to say if
there is areal redistribution, because these seasonal tickets first benefit to the middle classes as we saw
it through the study of the metros experience.

No case was registered concerning the experience of direct assistance to the person or of free fares for
the poorer persons while this complex device runs in France for the poor who are well integrated in the
society.

On the opposite the high cost of transport for the occasional users using tickets aready has been noted.
These passengers somehow fund the tariff reductions for the users of seasona tickets as it was
observed in Tunis or Cairo.

The small-scale sector is totally different from this viewpoint since it doesn't offer any potentiality of
seasonal ticket and often is not submitted to a system of ticketing. Thus it doesn't have these
potentialities of systematic and institutionalized assistance to the access of the poorest. On the contrary
it proposes a wider tariff range and a flexibility of tariff application which sometimes resembles the
mechanisms of internalized social assistance. The formalization of the organization of this type of
transport through the gathering of the operators in groups and through the ticketing would destroy this
potentiality.

3.6.2 Tariffs adjustment

The tariffs applied to the small-scale sector can be moderated by the condition of organized
competition of the sector. The example of Dakar is indicative of this point. The tariff level of the
small-scale sector has remained relatively low and sometimes lower than the tariff of the bus company
during many years. It indirectly deteriorated with the practice of the systematic division into sections
of the lines because the bus company was not present anymore (decline around 1996 then the
liquidation of SOTRAC in 1998) and because the traffic conditions had deteriorated. This observation
implies a regulation of the tariffs through an organized competition between the transport forms,
company and small-scale company.

3.6.3 The management of the tensions through the fraud on tariffs

The gap between the capacity to pay (affordability) among the poorer and the required tariff level for
public transport is solved through the use of other modes including walking, but also through the fraud
in the institutional public transport (essentially buses). It results in a number of difficulties for the
operator who has to ensure control but often admits some tolerance towards some defrauders for
multiple reasons we can sum up in the following way :

- animplicit or explicit socia reduction (admitted solidarity with the persons who are supposed
to be resourcel ess)

- the productivity losses implied by the control actions (the immobilisation of a bus if an
incident occurs during the control)

- arisk of social tension which could prejudice the company (the vehicles could be damaged
when an incident is occuring).

If fraud often is caused by a difficult economical background, it also may include a symbolic aspect of
the reject of socia life which leads to make finer analyses. Besides frauds the questions of vandalism
and security refer to the principles of rule infringement.
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The background of the French cities is different from the one of the developing cities on that point
even if some results can be set in similar terms for the operators. Many bus networks have to cope
with the question of frauds (Abidjan, Dakar, more recently Tunis) the relation of which with poverty
cannot be denied while being very complex.

3.7 Urban extensions, transport services and the accessibility of the poor

The poorly mastered peripheral urbanization reinforces the transport difficulties for the new
populations located in the outlying areas and who are very often among the poorest. However, in at
least some of the case studies (Ouagadougou, Dakar and Tunis) better well-off households aso live in
those areas. The remaining issue concerns the accessibility level that may be provided in these
peripheral areas which are under-equipped as regards services and employment sources.

The necessity of a more global approach integrating the balance between accessibility and access to
housing, between transport and lodging production, and on the basic equipment policy in the new
peripheral areas should be underlined. It was not possible to make a significant analysis from this
viewpoint in the frame of this study, but several cases give evidence of the low level of equipment in
many popular areas from Dakar or Ouagadougou. For instance there is only one secondary school in
Pikine (a town from Dakar agglomeration) for a 600 000 inhabitants population at minimum. There is
only one free health center, one maternity hospital and one private hospital in Tanghin, a peripheral
sector in Ouagadougou.

3.8 The conditions of an of integration and re-distribution : the organizing authority, a
systemic approach

The need of an organizing authority or a regulating authority emerges from the majority of the cases.
In Santiago and in Cairo, the presence of such an authority would make intermodal coordination easier
which is likely to satisfy the mobility of the popular categories and make them benefit from the
advantages of the metro service through bus connections. Such an authority has been envisaged for
several years but its creation still is belated in Ouagadougou to ensure a better complementarity
between two-wheels and public transport which would gain dynamics in that way. In the case of Tunis
which benefits from a strong support from the Transport Ministry, the need of a coordination and/or a
reinforced integration also led to envisage the creation of such an authority, but the project recently
was rejected (2000) for background reasons especially as regards decentralization.

Among the considered cases the only city with such an authority is Dakar, with Dakar Urban
Transport Executive Council (Conseil Exécutif des Transports Urbains de Dakar — Cetud). It is a
recent body which was created in 1997, whose mission is to organize the whole urban transport sector
on the agglomeration and to achieve studies and works making this organization easier. However the
status of this body still is ambiguous and its creation is too recent to allow any precise lesson to be
drawn. The most important is that it is a place to coordinate and prepare the decisions which remain
under the formal responsibility of the various administrations. What remains to do is to integrate the
problem of the mohility of the poor in the actions of this body.

One of Cetud priority actions is to manage the privatization of the bus company, Sotrac, under the
pressure of the World Bank. The solution to this problem encounters many difficulties and should
benefit to the middle classes because the envisaged fare level doesn't seem compatible with the
resources of the poorest. However Cetud has maintained a scheme of complementarity with the small-
scale operators, the terms of which still are in progress. That means that if the presence of a regulation
authority seems required, it probably is not sufficient to make the transport conditions of the poor be
taken into account in the implemented actions.

3.9 The two-wheelers, a more egalitarian mode accessible to the poor

The presence of the two-wheels is significant in one citiy from our sample only (Ouagadougou). It
includes two very different modes from the user and collective costs viewpoint : the bicycle and the
motorized two-wheels. Another form was not present in our sample : the moto-taxi which can be
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found in some developing cities such as Cotonou, Lome or Douala in Sub-Saharan Africa and which
plays an essentia role in these cities (See Ngabmen and Godard, 1998). The bicycle-taxi doesn't seem
to play any role in urban areas neither in the considered cities nor in the other ones about which we
have information. In the rare cases where they appear there is a tendency towards the purchase of a
moto-taxi as soon as the owner has the required financial means, as in Kampala, where in 1995 the
daily income of a bicycle-taxi were 7,2 US$ and the double for a moto-taxi.

3.9.1 The potentiality of the bicycle

The advantages of the bicycle are well known : alow cost of acquisition as compared with the other
individual modes (but it still implies to have such an amount of money), a low cost of use, an
efficiency of use for the short and mean distances. The mobility level it provides is intermediate
between the pedestrian or the public transport users level on the one hand and the individual motorized
modes, such as motorized two-wheels and private cars on the other hand. Among the collective
advantages the absence of environmental costs or disturbance, the absence of petrol consumption and
the reduction of infrastructure needs can be mentioned. The latter point can be discussed and would
imply a specific analysis and a global assessment of such plans according to the changing traffic
conditions from which these plans could be implemented. Among the potentia strategies some are
based on supposed low investments with a hierarchy of the existing traffic lanes network rather than
with the multiplication of specialized infrastructures for each mode.

In the case of Ouagadougou the contribution of this mode for the school children and the poorer has
been observed with better mobility conditions for the poor than in the cities where this mode is not in
practice. The development of the urban transport strategy in Ouagadougou would deserve special
follow-up efforts while the recent study of the mobility plan had been initiated in dissatisfying
conditions.

However the use of the bicycle is submitted to traffic conditions which have to be in its favour through
layouts on the lanes which should make it easier to slow down motorized traffic or provide a special
space which rarely is the case. From the technocratic viewpoint the bicycle thus appears as a potential
partial response to the mobility problem of the poorer who cannot afford the price of the public
transport fares under the condition that safe traffic conditions can be introduced. But beyond the traffic
conditions, the main obstacle is linked with a negative social image.

3.9.2 The negative social image of the bicycle, the mode of the poors

Even if the bicycle use meets environmental concerns (which hardly are felt as a priority in the
southern countries), the socio-cultural reality of many countries is a major obstacle to the promotion of
this solution, as have demonstrated the Sitrass works in Sub-saharan Africa some years ago.

The social image appears as very negative for adult men and women : so the users mostly are only
young men. This image associates severa negative factors in urban areas :

- animage of rurality that the urban populations don't want to have
- animage of poverty that the townsmen don't want to show

- animage from the past with an impression of economic and social regression especially among the
decision makers.

Thus the bicycle tends to be at the bottom of the modal hierarchy and sometimes less valued than
walking (Pochet and Alii, 1995). To consider other cases (Cuba, Vietnam) would confirm and
moderate this appreciation but it was not possible to do it in the frame of this study.

The conclusion to be drawn is that the actions which could be initiated to encourage the use of the
bicycle should not take the poorer populations only as a target because it only would strengthen the
bad image of that mode. The development of the bicycle use cannot correspond to a sustained use
while the pressure towards the use of motorized two-wheels is very strong for many users especially
for the young. All of that implies that a multimodal approach is necessary and that the actions only can
be efficient on along period.
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3.9.3 The motorized two-wheels, a factor of mobility for the groups who don't have access to cars

The motorized two-wheels can be considered as the car equivalent of the poor in developing cities. In
Ouagadougou its ownership and use can concern an extended range of population including the poor
households with the lowest incomes. But this mode benefits mainly to the household head, who
reproduces strong mobility inequalities within the household. However its contribution is worth even
in that case, with extended practices of accompaniment : it is not rare to see two or three persons (two
parents and one child) moving on a motorized two-wheels.

The potentially significant problems caused by this mode (unsafety, pollution, a step towards car use)
are outside of the frame of this study.

3.10 Related topics : the influence of the unsafety, environment and corruption factors

Severa related topics can be briefly mentioned only without the analysis data to illustrate them in
detail.

3.10.1 Unsafety, the weight of the most vulnerable modes

Traditionnally journeys have two unsafety components, one concerning road safety and the other one
the risk of aggression.

From the accident viewpoint, the case studies could not analyse this specific question. However
several sources mention that pedestrians are often involved in accidents : they often are the first
victims. The poor who mostly are pedestrian then become more vulnerable.

Accidents also concern public transport vehicles and especially the vehicles operated by the small-
scale operators with old and poorly maintained vehicles the condition of which often is the cause of
accidents as in Dakar with the cars rapides. A serious assessment still has to be done from that
viewpoint and it is not sure that the poor are more involved in these accidents because the patronage of
these modes includes wide layers of populations. It seams clear that the cyclists are more often the
victims of accidents without the layout of favourable lanes.

The recorded rise of unsafety in many cities often affects enclosed poor areas where the layout of the
public space is defective. The lack of public enlightment is one of the mentioned factors so that it is
not rare that the pedestrians make longer walks to avoid the dangerous areas.

3.10.2 Environment, pedestrians are the most affected

As regards pollution, it seems that pedestrians are more exposed because they are led to walk along the
corridors where motorized vehicles are running. It is relatively rare that pedestrian pathes are specially
designed for them to protect them both from accidents and pollution.

This aspect is essentia if one considers the mobility of the poorer insofar as walking is practiced on
long distances by this category of urban population and in a quasi exclusive way for some of them.

But there are other aspects which are linked with the damaged environment for pedestrians. They
concern dirt caused by the rejection of used waters or of garbage on public space. Pedestrians
complain about that in Dakar surveys.

3.10.3 Corruption, the weight of policemen fees in the small-scale transport costs

Corruption which corresponds to complex practices with multiform causes mainly refers to the tolls
the drivers from the paratransit (small scale operators) sector have to pay to the policemen who control
them.

This question sometimes is ignored and sometimes better known and very sensitive. A well known
example is Abidjan where this problem resulted in violent incidents between gbakas and taxi drivers
and policemen in 1998 and 1999 leading to a taxi strike and an attempt to reform the fines required for
infringements.
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Corruption has an indirect effect on all of the small scale transport modes and presses on the operation
costs of the vehicles so that they pass on the user as a final consumer. But one knows that with these
tolls-equivalent the operator often avoids additional expenses he should engage to respect regulations
so that the global assessment not always is very clear in terms of operating costs.

Technical controls also are a source of corruption, with diversion practices leading to intermediate
activities and the renting of spare parts likely to be checked ¢yres, lights). The result is that the
vehicles remain in poor condition and the potential causes of accidents are maintained.

The poor are submitted to these effects as much as the other user categories. It should be analyzed
whether some modes which are used by the poorer whose vehicles conditions are very far from the
enforced regulations are more affected by police corruption. This corruption deviates control from its
primary function which is to oblige the operators to comply with regulations. Such controls could be
reinforced to increase the organization efficiency of the small-scale sector which is likely to benefit to
the poor.

Anacther guestion concerns the fees collected by the actors who participate in the management of the
minibuses operated by small scale operators, essentialy the line union, and the fees paid to the coxers
(intermediate for loading the vehicles in a station) for some African cities. The costs of the operators
are increased but what relates to the normal costs of public transport station organization should be
distinguished from a kind of rackett rather corresponding to the coxers behaviour (Dakar, Abidjan) or
to the "cartel” behaviour in Santiago.

3.11 Conclusion : the significance of a policy of integration, a variety of means according to
the backgrounds

To conclude the variety of the situations makes that there is no rea transferable receipt from a city to
another. The mobility systems are different among the selected towns from our cases sample as well as
the mobility situations of the low resource level categories called the paoor.

Finally what emerges from the analyses is that a transport policy which would have to fight against
poverty as an objective should be able to integrate this objective in a larger policy both in terms of
transport policy and urban policy of fight against poverty. The fight against poverty should neither be
enclosed nor denied but integrated in more global policy elements. This implies to oblige these global
policies to integrate this dimension :

- Integration of transport in the basic actions of fight against poverty, promoting the transport
conditions to give access to education, health, employment and food purchase.

- Integration of the mobility conditions of the poorer into transport action plans either from the
design or through checking and adjustment when a program already has been launched.

However, these efforts of integration should not suffer from the rigidity of the procedures which
would spoil the whole efficiency. The means should be found to make the actors aware of this
dimension instead of imposing artificial constraints. The achievement of a minimum of studies and
data production on this dimension of the urban mobility of the poor is a prerequisite to this aim.
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