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Abstract
Dakar was engaged in a new urban transport policy in 1992 when a seminar was organised with all the stakeholders of the system. The aim was to give more efficiency to the urban transport operators, both the bus company and the artisan minibus operators, and more consistency inside the public action. 

We consider the present situation 15 years later, the steps of the reform, and the failures in the reform attempt.

· creation of the organising Authority CETUD in 1997

· disappearance of Sotrac, the bus company, in 1998-99

· creation of a new bus company Dakar Dem Dik, in 2000

· continuing development of the artisan micro-operators of minibuses called cars rapides
· endless negotiation to organise the minibus sector with some results
· attempt to renew the minibus fleet, finally at a restrained scale

· deterioration of mobility conditions due to increasing congestion

The main conclusion is that the scheme of complementarity between large companies and small size operators (artisans) is confirmed as unavoidable and adequate but its implementation needs more time than planned and it needs to be sustained permanently. The modernisation of the sector and the increase of its professionalism involve long negotiations. That needs to be managed with continuity by an organising Authority the efficiency of which is dependant on the political context. Ten years after its creation this Authority has still to convince about its role as the system has permanently to be fitted and adapted to an evolving environment.
1 Introduction
Dakar case (Senegal, 2.4 millions inhabitants) is illustrative of the situation in many developing cities the mobility system of which is based on a combination of many means of public transport with two kinds of operators: large companies operating buses or rail based transport and micro-operators of minibuses and shared taxis usually called informal or paratransit and artisanat in French. The question of the role of each mode for an efficient system is open in many cities. This question is analysed by some authors who introduce some contextual factors to identify the respective roles of formal and informal operators (Talvitie, 2004) (Godard, 2005)
After many years of crisis of the bus operator Sotrac which had been created in 1970 to insure transport for the whole urban population, Dakar was engaged in 1992 in a new urban transport policy trying to design a new scheme which would be the fruit of a new participative approach combining many types of operators, both the bus company Sotrac and the small size operators of minibuses called cars rapides.

We will see in this paper how the scheme of complementarity between various types of operators has been consolidated in Dakar, 15 years later after this reform launching which was based on the creation of the Organizing Authority CETUD (Conseil Exécutif des Transports urbains de Dakar).  This reform spent a long time to be applied and we will wonder about the failures of such a reform and the difficulties on the field which are not yet solved and constitute the agenda for the next years, particularly the effective organization of the minibuses artisan operators. 
Our method consists of an analysis of the present situation compared to the intended reforms which were discussed 15 years ago. One will consider the main steps of the reform and the key elements having driven to the present situation. This approach is made possible by the accumulation of documentation and analysis on Dakar for the whole period through many works of research or dialogue and assistance I made with colleagues to stakeholders: the French cooperation, the World Bank and the Senegalese Authorities. 
2 The urban mobility system in Dakar

The present situation can be summarized by data for the recent period, according to the available sources
. The motorization rate in Dakar Region is low (16.7 cars/1000 inhabitants in 2000), meaning that most people must use public transport modes. In fact most people travel by walking (72% of trips) and do not use daily a public transport mode because it would be too expansive. The level of motorized mobility is low (0.8 trips in average) (table 1), expressing the crisis of supply which is confirmed by qualitative surveys (Bipe, 2000). It results also from the correct access by walking to urban basic services (education, health) thanks to their location in dwellings areas.
The public transport modes represent 85.7% of motorized trips in Dakar. Inside them one registers a large domination of artisanat (informal) and a very low share of the formal sector. Data 2005:

· Minibuses: Car rapide SG2 (40%), Ndiaga Ndiaye (27%), total 67% 
· Shared taxis (7%), clandestine shared taxis (8%), total 15%
· Metered taxis: 10%
· Formal sector : bus (2.5%), urban train (2%), total 4.5%
· Other: 3.5%
Average travel times (tables 2 and 3) are not very high for such a town despite of the transport deficiencies. It results from a priority given by people to the proximity trips, in the area of housing. That means also the supply offered by the minibuses was correct (frequency, speed) on some market segments despite of critics. Nevertheless there has been increasing traffic congestion in 2000’s in many areas and a deteriorated accessibility to the city centre (Plateau) due to many factors:

· increased vehicles fleet in use

· road works in the central area decreasing the road space capacity for some years
· global inefficiency of the public transport system
Another global view is given by the estimated yearly revenues in 2003 of public transport operators, expressing their economic weight (Godard 2005). One observes the high power of minibus and taxi operators:
Bus company: 

1.2 Md Fcfa (1.5%)

2,2 M USD
Metered Taxis: 

12.5 Md Fcfa (20.5%)
22.8 M USD
Minibuses operators:

42 Md Fcfa (69%)

76.6 M USD
PTB (urban railway):

0.4 Md Fcfa (0.5%)

0.7 M USD
Shared Taxis:


3 Md Fcfa (5%)

7.4 M USD
Clandestine Taxis:

1.4 Md Fcfa (2%)

2.5 M USD
Carts, caleches:

1 Md Fcfa (1.5%)

1.8 M USD
Total:



61.5 Md Fcfa


114 M USD
New elements were introduced in 2005-2006 to improve the urban transport system in Dakar. They are the recent visible fruits of the new policy and of 15 years of reform attempt of the sector, particularly:

· new Volvo and Tata buses got by the bus operator Dakar Dem Dikk

· new Tata minibuses got by micro-operators 

· interchanges built at proximity of the centre (Plateau)

· beginning of building fences along the railway urban line 
3 Steps of the reform

Some preliminary steps have preceded the reform launched in 1992:
· 1976: renewal of minibuses fleet bringing the new Renault vehicles SG2, some ones being still operated in 2006. This is known to have been characterized by a failure in the loans reimbursement by the operators.
· 1982: programme called Maîtrisards consisting of financial facilities to young holders of a diploma to create their enterprise: the majority chose bakery and some ones decided to buy and operate minibuses. But these young operators were not prepared to manage this type of activity in a formal way: loans were not reimbursed. 
· 80’s: pressure on bus operator Sotrac to make efforts of productivity and to limit its deficit covered by the State. That is the period of contrats-plans negotiated with the State and imposed by IMF to reduce the financial burden coming from the public sector. Sotrac has not been able to adapt to these new constraints.
· 1988: project of urban train initiated by the Senegalese Railway Company and submitted to a request of financing to the French Cooperation. Among the conditions expressed by the French part there was the creation of an Organizing Authority to avoid an unfair competition of buses and minibuses.
The project of an Organizing Authority had been prepared by the Director of Land Transport and submitted in 1991 to the Minister of Equipment and Transport who finally rejected it for many reasons and particularly by fear to lose a part of his power (Ndiaye, 1992). 

The need of reform has been considered again by the funders (French Cooperation and the World Bank) who have supported in 1992 the organisation of a seminar involving all the stakeholders, including for instance the Police. The aim was to get a consensus on the urban transport policy and to get more consistency inside the public action. It was considered as a better way than solutions imposed usually by the international agencies. This reform was launched but its implementation revealed to be longer than wanted and announced. Its main components and steps are:

· After the seminar hold in Saly Portudal (May 1992) Dakar becomes a pilot city for urban transport inside SSATP
 that means donors commit to fund measures necessary to the reform.

· Statement of a Monitoring Committee, May 1993, with a structure of dialogue between stakeholders to orientate decisions on urban transport 

· Decisional seminar, September 1995

· Statement by the Government of the letter of urban transport policy in Senegal, 25 September 1996

· Creation of CETUD, March 1997

· Disappearance of Sotrac, the bus company, in 1998-99
· Failed attempt of creation by Cetud of a new private bus company in 1998
· Creation by President Wade of a new bus company Dakar Dem Dik, in 2000

· Failed attempt to suppress Cetud by President Wade in August 2000, 

· Decree modifying the organization of Cetud, 19 July 2001

· Creation of FDTU (Fund for development of urban transport) Law 23 July 2003

· Choice of Tata vehicles for the cars rapides renewal programme in 2003

· Delivery and operation of first Tata minibuses in December 2005

Actually one registered during this period the following factors:
· strengthening of the artisan micro-operators of minibuses called cars rapides;
· permanent negotiation to renew the minibus fleet, finally implemented in 2005-2006; 
· endless negotiation to organise the minibus sector;
· Decreasing bus supply and crisis of the bus operator, until new buses procurement in 2006;
· deterioration of mobility conditions due to increasing congestion;
4 Artisanat or minibuses operators: an important role which needs to evolve
The situation before the fleet renewal
The minibuses owners are not the real managers as they take in charge only the administrative obligations and also the maintenance or repair of the vehicle. Each vehicle is operated by a driver who has to give daily the owner a fixed amount of money, usually in the margin of 15 000 Fcfa to 18 000 Fcfa (28 to 34 USD) (Lombard, 2005). He keeps and shares with the controller the surplus of receipt.
The controller task is to collect the receipt but he can also advise the driver on what is the best route to operate depending on the demand. The vehicle is usually affiliated to a route with flexibility and to a terminal managed by drivers unions. For a part of vehicles there can be a second driver called siroumane who is committed by the main driver but is not well skilled neither controlled. 
There are complementary informal activities which are linked to the transport operation and contribute to the employment of numerous workers (a total of around 30 000 workers was estimated in 90’s):

· Coxeurs or beaters: people who try to attract potential passengers at stations. 

· Changeurs : people who make the change. 
· Cleaning, maintenance and repair of vehicles. 
· Rebuilding of new vehicles.

Minibuses licenses are stated by the Director of Land Transport. In the recent years the policy was to stop the statement of licenses, with few exceptions managed for political arrangements. The minibus fleet is difficult to know precisely. It is supposed to be around 2000 to 3000 vehicles. The same number has been given in many reports for ten years. That means surprisingly there was no progress in the knowledge of this fleet and no real mastery of the Authorities despite of studies implemented since 1997 and despite of the fleet renewal programme funded by the World Bank. A part of explanation comes from the practice of basang (a kind of provisory agreement to operate given by the police) which makes possible the operation of a vehicle without the official permit. This practice is never evocated officially in reports.
Nevertheless the official number of permits was 2424 in June 2004 (Godard, 2005). 58% of them were 23 seats capacity Renault vehicles, with an average age of around 20 years. 42% were 30 to 45 seats capacity Mercedes vehicles, 14 years old. Two owners concentrate 13% of the fleet but most owners have only one vehicle or less than 5 vehicles, what corresponds to 75% of the fleet. This property dispersion illustrates well the difficulty to get a unified organisation of this sector.
Inefficient operating procedures 

One has to mention usual bad practices of Cars rapides from the point of view of the user or of the community:

· Cutting the lines, what obliges the users to pay twice or more the normal fare of a travel.

· Stopping everywhere on street for picking up new passengers: it is a factor of congestion and accidents.

· The rule of departure in terminal which gives an equal chance to each vehicle without consideration of its quality level (tour de role).

· Rule of vehicle departure in a terminal only when the vehicle is loaded enough: passengers are sometimes obliged to wait for a very long time.
· Unsafety due to driving behaviour or to vehicle state. This problem is very famous in Dakar even if available statistics in 2003 express a relatively low involvement of the minibuses in accidents (Godard, 2005). 

In 90s the accidents caused by minibuses were the cause of violence (drivers threatened to be lynched) from population to the cars rapides drivers. But the accidents seem to have decreased and this violence seems less reported. 
The payments to the police by the drivers represent an estimated yearly operating cost of 450 000 Fcfa (900 USD), or 5% of the total operating cost (Fideco, 2005). This problem was the main cause of a strike (two days) of drivers in Dakar in January 2005 caused officially by the reform of Road regulation (code de la route). Actually the drivers feared about the higher cost of informal fines they would have to pay after the reform as the official penalties were increased in case of infraction. In case of conflicts the power of the unions is periodically demonstrated. It is one reason why the Authorities hesitate to apply strong decisions of organization of urban transport in Dakar.

New scheme of the reform

In the new scheme discussed for many years, attempted from 1999 (a new definition of routes was made in 2002 without implementation) and implemented very progressively Cetud would define the number of wanted licenses and the routes allocated to transporters, and it would also prepare the forms of license so that the Direction of Transport would have only to countersign the decision.
A major component of the reform is the fleet renewal programme funded by IDA the implementation of which has begun in January 2005 when the World Bank has confirmed its no objection agreement to fund the purchase of a first set of 105 vehicles. New routes (at the number of 12) were allocated to GIE (Groupement d’Intérêt Economique, which are grouping of owners in large management units) involved in the purchase of the new vehicles through an agreement signed with Cetud. Among the commitments there is the ticketing option (really implemented) and the statement of wage contracts with employees (not well implemented). That means a kind of revolution in the sector but the scheme will probably needs many years to find its right functioning. Vehicles are purchased through a leasing contract. The main elements and conditions are:
· Grouping of operators in GIEs: 14 GIEs (12 of minibuses) have been created in 2001, with a total fleet of around 1400 vehicles

· Creation of a Funding association in 2001 grouping all GIEs to manage the loan and its reimbursement. 

· Personal supply of 25% of the vehicle value by the operator who wants to purchase a new vehicle (value of Tata minibus: 21 M Fcfa, or 40 000 USD). The operators have been very reluctant to this contribution they refused to bring, what involved a 3 years negotiation! Finally the compromise has been a special loan made by a mutual bank created by transport unions, and guaranteed by the Senegalese State. The initial condition has been diverted.
· Supply of the old vehicle compensated by an allowance the value of which is estimated by a Technical Commission (in the range of 3 000 to 5 000 USD, the maximum seems to be given). These allowances are financed on the budget of the State. The vehicle has to be withdrawn from the traffic to be dismantled (but acceptance of a transitory period of 3 months, the time necessary to get the new vehicle…)

· Participation of operators to training courses and registration through a certificate of aptitude to management; the same for drivers getting also a certificate.
· Commitment of a credit for 75% of vehicle value, at favourable conditions: rate of interest of 8%, period of credit of 5 years.

· Assignment of vehicles to authorized routes according to a scheme of franchise. 
The World Bank loan for the fleet renewal was aimed at initially 583 vehicles then 505 vehicles and it was planned to end in 2006. After mistrust and reluctance of transporters on this programme, the advantages of it (specially the financial conditions) have convinced many of them to be involved in. New loans were negotiated in 2006 with the World Bank through a revolving fund, and with other international funders outside the World Bank. 
This apparent success concerns only a part of the fleet so that the ancient scheme continues to work also partially. The difficulties of managing this new scheme make uncertain its success and one needs some years to have an evaluation. Uncertainty on profitability can come from the competition with new buses operated by DDD or the low affordability of a part of users. According to the WB this leasing programme is risky on both the probability of failed reimbursement by the operators, and the magnitude of the renewed fleet which conditions the adequacy of the volume of credit of the Association de Financement and its fixed charges of management.
The new scheme of GIEs introduced formally in 2001 seems to not yet have brought really new management practices, neither common structures of management and accountability between the members: every owner continues his own direct relationship with the driver(s) who is autonomous. Minibuses operators are not familiar with formal procedures of tendering (statement of provisional activity and accounts) as it was observed when Cetud tried to introduce a franchise for the suburban lines in 1999: minibuses operators and workers groups of the former Sotrac were solicited, but they were not able to integrate the procedure of tendered or negotiated franchising. 
Finally, the favourable conditions of loans for minibus procurement in 2005-2006 revealed to be determining to make possible the reform.
5 Difficulties of the bus operator: search for a new status 
The history of the bus operator in Dakar can be summarized by the following periods (Godard 2002):

· 1992-1999: continuing decline and liquidation of Sotrac
· 1998: unsuccessful attempt for a new company 
· 2000-2005: creation and operation of Dakar Dem Dikk (DDD) with bad performances
· 2005-2006: equipment of DDD with new buses permitting a better supply.
The Sotrac decline in 90’s seems to have been irreversible despite of many advises given to its directors. Although the bus share was announced in reports to be 65% in 1990-1992 against 35% for minibuses, this share was already at the level of only 35% and was permanently declining despite of the money injected by the French Cooperation for new buses….  The liquidation decision in 1998 corresponded to the World Bank willingness stated for many years but resulted also from Sotrac management failures. It was made in 1998 when Cetud and the World Bank prepared a contract with a new bus company involving Ratp International after an international call for tender. But this project was abandoned in 1999 because this operator feared a too risky competition with minibuses.
Dakar Dem Dikk (DDD) was then created by President Wade after he had been elected in 2000, according to a promise he made to the employees when Sotrac was liquidated. The new company has been launched with some second hand buses got in France in controversial conditions; other components (buses and depot) came from Sotrac. Remarkably the company has launched its activity on informal bases: the status has been stated only many months after, buses were not registered, their property was not clear, and the Organizing Authority Cetud was not officially informed about its existence. All these failures have been solved progressively in the following years. One step has been the negotiation of financial compensation by Cetud for public service constraints, on a scheme very similar to the Sotrac one. But this negotiation spent around two years at a minimum and the agreement was made possible thanks to the President Wade pressure.
The supply has not been well adapted to the demand and DDD played a minor role in the system during the period 2000-2005. Among the inefficient practices of DDD, one has to mention the acceptance under political pressure to deserve too many routes with a limited number of buses (125 buses in 2002, but only around 60 operating in 2004): that means the company was able to allocate only very few vehicles to each route involving a bad frequency on each one. The consequence was the paradox of vehicles almost empty (rate of 504 daily passengers by bus in 2002) because the potential passengers escaped to more frequent minibuses: Dakar Dem Dikk means in Wolof “go and return”, but a Senegalese joke gave the name Dakar Dem Des (“go and stay”) to express the critical and insufficient supply offered by this new operator.

This low level of patronage has reinforced DDD deficit which was financed by the Senegalese State. The political stakes of this public transport company were important for President Wade who made efforts during his international travels to negotiate the acquisition of new buses: a purchase of Volvo buses has been confirmed in 2005 after many years of negotiation; discussions with Tata in India have been launched and finally concluded by the purchase of 350 buses in 2005-2006 by the Senegalese State which transfers these vehicles to DDD through a leasing contract.
Before these new acquisitions the DDD fleet was 187 vehicles in January 2003, and only 102 in September 2003. The fleet has continued to decrease in 2004 to around 60 buses operated in January 2005.

At the occasion of this new fleet, DDD has restructured its network in 2006 on bases which had been suggested by studies implemented in 1998-1999 (Systra 1998, Catram 1999). Finally a new period is open but the company will have to face three main difficulties, two of which depend on the Organising Authority:
· competition with minibuses;
· traffic congestion reducing commercial speed;
· internal organisation to manage the large increase of the fleet.
6 The Organizing Authority: Cetud and its ambiguity
The master piece of the institutional reform was Cetud (Executive Council of Urban Transport in Dakar) created in 1997 after many years of discussion under a surprising status of a public organization of a professional nature. It fundamentally aims at: 

· resolving the problem of dispersion of jurisdiction between the various central and local institutions concerned by urban transport in Dakar; 

· organizing a better coordination for definition and decisions on urban transport policy, with the vital participation of the local authorities.

CETUD’s role consists of organizing and regulating supply and demand of urban public transport in order to create a reassuring economic environment for the operators and to promote the emergence of a sound, durable competition: in accordance with the public transport policy defined by the State for the Dakar region. In order to do this, the organization carries out the following responsibilities, on behalf of the State, the local authorities of the Dakar region, and the professionals of the sector (Thiam, 2003): 

· Determine the routes to be served, the corresponding authorization quotas for public transport, and their technical operating terms

· Put together the Call for Tender documents, sign agreements with the registered transporters, and control implementation of contracts

· Propose tariff policies to the appropriate authorities

· Identify the constraints of the public service and determine the relative financial compensation

· Develop criteria for admission to the profession of public transporters
· Implement studies and initiatives for training, information, and promotion for urban public transport

· Coordinate between the different types of public transport; and in particular, arbitrate the division of profits in the case of tariff integration

· Develop and support the creation of shares and investment programs to improve infrastructure, traffic, and road safety services

· Improve the condition and quality of the transport fleet to contribute to the fight against pollution generated by motorized transport.

A light reform was introduced in 2001, giving more power to the executive secretary and less to the Chairman. Meanwhile the workforce of the permanent Secretariat has risen. The number of members of the Plenary Assembly has decreased from 27 to 19 aiming at rendering the structure and functioning of the Assembly more flexible, and to restore balance to the partnership with local Authorities. The advantages of having the professionals of this sector participating in the area of debate are:

· decisions are made with a more thorough knowledge of the facts 
· the implementation of these decisions is made easier with the participation of the parties concerned

But there are limits in this dialogue: the commitments are very hard to get from the unions; if an agreement is found, the unions refuse to be really committed, or they are criticized by other groups. The degree of representativeness of each union seems actually variable according to its action. 
Cetud has power of organization and proposal to the Government. But Cetud has not the formal power to contract with franchised operators neither to set up the licenses of public transport nor to control its application (Teurnier 1999). These licenses are set up by:

· the communes for the shared taxis (taxis de banlieue);

· the Dakar Region Governor for individual taxis;
· the Ministry of Transport for minibuses;
· the Ministry of Transport and the Ministry of Finance for the bus company with which an agreement has to be signed through Cetud.
An example of the reform limits is the Urban Transport Development Fund (FDTU) designed to be fed by contributions from the State, the local authorities of the Dakar Region, and from the private sector benefiting of investments and measures of organisation. In fact the contributions of local authorities and of the private sector seem to be difficult to get so that the State has to substitute them. The local authorities do not want and are not able to finance FDTU and the operators are more in position to get funds than to give a contribution. 

Another obstacle to Cetud efficiency comes from the lack of consistency with the initiatives of President Wade who is active on every large project especially in transport: he was involved in the creation of a bus industry in Thies to renew the minibus fleet, and also in the bus company Dakar Dem Dikk. He is also the promoter of the project of highway Dakar Thies through APIX, a special agency created for promoting large projects. Other projects proposed by President Wade are the transfer of the central rail station outside the centre to Colobane, what is in contradiction with the stated policy supported by the World Bank, and a tramway project for or a tram-train between Dakar and Thies. These projects escape definitely to Cetud
Finally Cetud can be criticized for its low efficiency, but if it did not exist one would need to create something like it: the institutional reform was actually necessary. 

7 Mass transport projects as new potential components of the system

Another example of Cetud management limits is the Bus Rapid Transit (BRT) project proposed by Itdp, a North-American NGO promoting sustainable transport solutions. After a visit organized by Itdp in January 2003 involving E Penalosa (the promoter of Transmileno in Bogota) a pre-feasibility study has been finalised in 2004: it permitted the introduction of this option for consideration in the PDUD study (Transport and mobility plan for Dakar) in 2005 (Gmat, 2004). ITDP has engaged a procedure to get funding by Pnud/Gef, which was not yet answered in July 2006. Despite of the potential advantages of this project (low investment cost, efficient service and high speed) Cetud revealed to be reluctant to admit this initiative which was launched out its responsibility and out its control. Actually the policy orientation was to structure the supply on the urban train line (Systra, 1998). That is why the reform was launched to create Transrail, an autonomous operator of the urban train, and investments were made to improve the track and to build fences along the track, and footbridges. But the railway line does not deserve the main areas where are most dwellings so that a BRT deserving these areas could play a very complementary role.
In this context the BRT option which was not considered initially tended to be perceived by Cetud as a supplementary difficulty of planning and not as a chance to improve the supply. Among the difficulties to solve there is the option of a unique bus operator in Dakar opposed to an autonomous bus operator for BRT. Another question deals with the degree of integration of minibus operators in the project. All these questions have to be managed by Cetud the political power of which seems very insufficient to do it.
8 World Bank role

The reform has been introduced by a dynamic of exchanges involving some international agencies (French cooperation then World Bank) and the Senegalese authorities. The real drivers seem to have been mainly the international agencies; this may be the reason why the reform is so difficult to implement efficiently. Nevertheless these agencies made their job. Very briefly one can state some points on the World Bank role.
After 1992 the World Bank has been the leader to conduct the reform with sometimes too much control. For instance it is not a mystery that the Senegalese urban transport policy orientation letter was stated by World Bank experts. The reform program has been implemented through two urban transport programs funded by the World Bank:

· Institutional reform 1997-2000: creation of Cetud, statement of the organization and funding of the sector, privatization of the bus company Sotrac, preparatory studies, training. The privatization process was unsuccessful and the organization of minibuses was postponed.

· Urban Mobility Improvement Program (PAMU) 2001-2005(extended to 2006), for an amount of 95 M USD (70 M USD for the World Bank, the rest for French and Nordic development agencies). It will be possibly continued by a second step if minimum objectives are achieved. There are several components: roads infrastructures improvement, minibus fleet renewal, implementation of the new scheme of organization, urban train progressive investment, measures for a better quality of air and pollution measurement tools, facilitation for pedestrians, study of a transport and mobility plan (PDUD). 
The results are not very convincing and one has registered globally a heavy degradation of travel conditions in Dakar on this period. But it is too early to evaluate as the reforms are very longer to implement than planned in this kind of programme. The responsibilities in the insufficient results are shared at evidence between the World Bank and Senegalese Authorities (too easy to criticize only the World Bank). Studies conducted by Cetud under the control of the WB can be criticized for their inconsistency but the main lesson deals with the time management when short term considerations become a priority and involve counterproductive effects. (Godard, 2001)
One can also wonder about the integration of poverty dimension in the urban transport policy in Dakar as it is a major declared concern for the World Bank. This matter is important as 40% of the households in Dakar can be considered as poor (Diaz, 2002), getting only one USD per person per day, around 22 000 Fcfa monthly.
The minibus fares are variable but they are relatively cheap in average (table 4). The extreme registered fares are 50 Fcfa (9,5 Us cents) as a minimum thanks to bargaining possibilities and 200 Fcfa (38 Us cents) as a maximum. The application of fares is bypassed by practices of cutting the lines in sub-lines (”sectionnement”), what obliges 30% to 40% of users to pay two or three times for only one trip mainly in the peak period. For instance a typical trip from Dakar to Pikine the fare of which is officially 21 Us cents costs often 38 Us cents with a segmented trip (Lombard, 2005). The reason given by operators is the increased congestion which limits their speed and impedes them to get their “normal” revenue. 

Actually the measures in the PAMU give the priority to consolidate the bus and minibuses operators aiming at getting a better quality of service but involve increased operation costs (including vehicles amortization) which need to be covered by users fares. If one recalls that many people are excluded from daily access to the public transport system, it appears this question has not been dealt with. 

This question could be solved by combining three types of measures which have not been well analysed even if they were sketched in a study (Bipe, 2001):

· increasing the transport productivity to reduce the fares
· subsidizing the operators on the appropriate segments or the intended social groups (but the “help to the person” is very difficult to implement in this context)

· keeping a system composed of many public transport modes offering different levels of fare.

9 Conclusion and lessons: A scheme of complementarity to be managed
The first lesson is that a long time is needed to achieve a public transport reform of this kind. According to the President of Cetud, “With regard to defining objectives and performance indicators, the urgency attached to urban transport reform must not detract from real concerns regarding the complexity or the sensitivity of the sector… A certain amount of time was needed in order to finalize the sectoral policy document by common consensus” (Thiam, 2003). In fact, the problem lies in the difficult dialogue with the unions leaders (representing dispersed actors): owners, drivers and controllers, coxeurs… But in addition, the difficulty of dialogue comes also from the political power.

The second lesson of the Dakar case is that clear strong and unified political willingness for reform, acting on the identified key factors is needed. This willingness is questioned by the employment context which makes policymakers hesitate to decide measures which would exclude from the system many persons who live thanks to the transport activity, not knowing well how to help the redeployment of inefficient  activities. The role of the police is another question which implies some political willingness. The difficult relationships between the main leaders of the reform (Cetud, Ministry of Transport, President of Republic… and the World Bank) are another efficiency impediment.
Despite of these difficulties the scheme of complementarity between a bus company and many small size operators (artisanat) is in progress, thanks to the Organizing Authority; and that makes the third lesson. But nothing must be taken for granted: the balance between parts has to be permanently managed and renewed, which permanently needs an authority to define the rules to be applied to each operator and to control the whole system… The consolidation process must be sustained:  more kinds of operators will be involved in a more complex scheme since this aimed complementarity is double: 

· bus and mass transport benefiting a dedicated infrastructure (urban rail and/or BRT);

· public transport companies and micro-operators of minibuses and shared taxis.
Tables

Table 1: Individual mobility rate in Dakar (number of daily trips per person)

	
	poor
	Not poor
	all

	
	men
	women
	men
	women
	

	Not motorized
	2.9
	2.4
	2.2
	2.2
	2.4

	Motorized
	0.8
	0.5
	1.4
	0.8
	0.8

	All modes
	3.7
	2.9
	3.6
	2.9
	3.2


Source: Diaz Olvera, 2002 

Table 2: Travel time budget in 2000

	
	Trips number
	Average trip time
	Daily travel time budget (minutes)

	Men
	3.6
	23
	81

	Women
	2.9
	20
	57

	All
	3.2
	22
	68


Source: Diaz Olvera (2001)
Table 3: Journey Time by Mode (minutes)

	
	Clandestine shared taxi
	Shared Taxi
	minibus
	bus

	Waiting time 
	10
	14
	5
	52

	Travel time 
	25
	31
	31
	53


Source : Adam Smith (2005)

Table 4: Fares by Mode in 2004 (Fcfa)
	
	Clandestine taxi
	Shared Taxi
	Car Rapide SG2
	Ndiaga Ndiaye
	Bus

	Fare (Fcfa)
	229
	233
	89
	117
	156

	Fare (Us cents)
	465
	473
	180
	238
	317


Sources : Adam Smith International (2005), Fideco (2005)
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