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Abstract 

In both the cities of the North and the South, personal security is one of the factors that determine the use of transport modes. 
Personal security relates to a wide range of documented incidents: theft of money or property, with or without violence, physical 
or verbal assaults, intimidation, sexual harassment, etc. Both with regard to improving knowledge about daily mobility and to 
developing and evaluating transport policies, it is necessary to understand the prevalence of personal security concerns in transport 
among urban dwellers and to highlight how individual factors influence perceived insecurity. To answer this question, we have 
considered the case of Dakar, a metropolis in West Africa, on the basis of data from a household travel survey conducted in 2015. 
We present the main findings on perceived and experienced insecurity during walking and public transport trips, focusing on 
individual factors such as gender, physical disability, and household income. In a metropolis that is undergoing rapid spatial 
development such as Dakar, where most trips are made on foot and by public transport, a high number of people feel at risk, 
especially among women, and persons with a handicap. Experienced insecurity is far from being a secondary problem in the 
analysis of the travel difficulties of Dakar's residents. It is greater in vehicles than at public transport stops. These initial findings 
appear to be consistent with those presented in the literature review. They raise the issue of the poor design and lighting of public 
spaces and for pedestrian walkways. While improving perceived security, especially for women, requires specific consideration 
and measures, it also requires a more overarching improvement in public transport provision and measures to create walking-
friendly neighborhoods. 
 
© 2018 The Authors. Published by Elsevier B.V.  
Peer-review under responsibility of WORLD CONFERENCE ON TRANSPORT RESEARCH SOCIETY. 
 
Keywords: personal insecurity; daily mobility; walking; public transport; gender; neighborhood; Dakar. 

 

 
* Corresponding author. Tel.: +33472047741 

E-mail address: pascal.pochet@entpe.fr 



2 Diaz Olvera, Plat, Pochet / Transportation Research Procedia 00 (2018) 000–000 

1. Introduction 

In both the cities of the North and the South, meeting travel needs and the ways in which mobility is achieved are 
influenced by many factors. These factors relate in particular to the characteristics of urban dwellers (age, gender, 
employment status, position in the household, etc.), those of their household (composition, income, etc.), and their 
daily environment (accessibility, public transport services, according to the location of their dwelling). They determine 
a range of personal resources and constraints. These resources include the possibility of having access to a personal 
vehicle, the availability and affordability of public transport services, knowledge about transport services and physical 
capacities, all of which are resources that can be called on to successfully perform daily mobility. Any of these 
resources that are missing can be transformed into constraints, or difficulties, with regard to mobility. 

Personal security is one of the factors that determine the use of transport modes. Admittedly, highlighting the fear 
of being assaulted may in some cases be a way of justifying practices that are influenced by other determinants 
(Pearlstein and Wachs, 1982; Mattioli, 2014). Studies including self-reported measures of attitudinal factors can lead 
to "social desirability bias" (Nordfjaern et al., 2015, p. 159). While such biases exist, many studies focusing on cities 
of the North show, however, that personal security is an essential aspect of travel. 

Various studies have shown that the use of public transport depends on the level of personal security when 
travelling (Carruthers et al., 2005; Suman et al., 2017). Thus, an insufficient level of security may lead users to use 
more expensive modes (World Bank, 2002) or to reduce their range of modal choices by discontinuing or limiting 
their use of public transport (Zhang, 2016). However, examples from both the North (d'Arbois de Jubainville and 
Vanier, 2017) and the South (Page and Oni, 2002) show that modal transfer due to insecurity is restricted by other 
supply characteristics, such as affordability in relation to household budgets and availability in terms of routes, 
services or schedules. They also depend on the trip purpose, having a greater impact on leisure trips (Nordfjaern et 
al., 2015). 

The issue of personal security also plays a role when walking (World Bank, 2002), be it end-to-end walking trips 
or walking as part of intermodal trips. Based in particular on findings from Loukaitou-Sideris (2006) and McDonald 
(2008), Zhang (2016) has argued that a decrease in the crime rate increases the potential for non-motorized modes, 
such as walking. A negative perception of travel risk, and more generally risk in public spaces, can lead individuals 
think about not doing some activities, either for themselves or for dependents such as children and young people 
(Porter et al., 2010). 

In both public transport and on foot, fear of being assaulted or harassed is particularly prejudicial for certain 
population groups: the poor, the elderly, children and adolescents, the disabled, women, people who reside in areas 
with precarious housing. Sometimes, this impact also results, locally, in a deterioration of night-time services, as 
drivers may refuse to enter certain areas because they are afraid of violence or theft (Diaz Olvera et al., 2016a; Maia 
et al., 2016). Such impacts reduce the extent to which transport services contribute to reducing social exclusion 
(Newton, 2004). 

Both with regard to improving knowledge about daily mobility and to developing and evaluating transport policies, 
it is necessary to understand the prevalence of personal security concerns in transport among urban dwellers and to 
highlight how individual factors and factors that are related to the spatial context of travel influence perceived 
insecurity. To answer this question, we have considered the case of Dakar, a metropolis in West Africa, on the basis 
of data from a household travel survey conducted in 2015. After presenting the literature review on personal security 
(2), the data we have used and the urban context of Dakar (3), we will present the main findings on perceived and 
experienced insecurity during walking and public transport trips, focusing on individual factors. 

2. Literature review 

2.1. Defining personal security 

Personal security involves a wide range of documented incidents: theft of money or property, with or without 
violence, physical or verbal assaults, intimidation, sexual harassment, etc. It also involves transport users' perception 
of the risky situations they encounter when travelling. However, it is essential to distinguish unambiguously between 
perceived and experienced security. The perception of security is based on actual experiences as a victim but also on 
events observed as a witness and, more generally, on knowledge of various reported incidents, sometimes exaggerated, 
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by word of mouth or by the media (Pearlstein and Wachs, 1982, concerning the use of buses in Los Angeles). The 
perception of danger on transport and in public spaces is thus comparatively unrelated to personal experience of an 
assault or the observed crime rate (Carro et al., 2010; Currie et al., 2010; Hirschfield, 2008; Jackson and Gray, 2010). 

A second distinction must be made regarding the location of offences. Newton (2008) observed that the analysis 
of personal security in public transport focused mainly on criminal events that occur at or around bus stops and much 
less on those that occur during the journey in the vehicle. One of the reasons given for this is the difficulty of 
identifying the exact location of the attack in a moving vehicle. However, analyses of personal security, whether 
general or specifically for the transport sector, primarily highlight two main categories of determinants of criminal 
behavior, those relating to the individuals in question and those relating to the area in which the incident took place. 
Implementing "non-static" approaches is particularly problematic when we are unable to identify the environment 
outside the vehicle.  

 
2.2. Contextual and individual determinants 

 
The contextual determinants that have been identified relate to the characteristics of the neighborhood of residence 

and to the immediate environment throughout the trip. Perceived danger depends on the socio-economic make-up of 
the neighborhood of residence (poverty, diverse population, high immigrant rates), the level of residential turnover or 
commuting, the degree of social cohesion and trust in neighbors, and more broadly on the quality of the environment 
(presence of graffiti or garbage) (Newton and Ceccato, 2015; Zhang, 2016). Lack of knowledge of the location also 
contributes to a greater sense of danger in places far from home (Hirschfield, 2008). Some of these factors also occur 
during a trip. Thus, functional diversity, like high density, seems to affect the number of crimes around public transport 
stops or stations (Zhang, 2016). The experience of danger in buses is greater in the most disadvantaged areas and in 
highly crime-prone areas with “an over-representation mobile single-person households and high residential turnover” 
(Newton, 2008, p. 98). In the townships of South African cities, the lack of street lighting and pedestrian infrastructure 
contributes to the high exposure of resident populations (Kruger and Landman, 2008). Anand and Tiwari (2006) also 
mention the physical characteristics of the infrastructure, the lack of lighting around stops, and the poor quality of 
pedestrian walkways as factors that are likely to increase risk. 

Personal security also depends on the specific characteristics of urban dwellers. The issue of insecurity is directly 
linked to gender inequalities in access to urban spaces. The right of women to access public spaces is linked more 
broadly to the place they are assigned in society. In many urban contexts, in the countries of the South in particular, 
women are frequently confined to private spaces or areas near their homes, making their presence in public spaces 
less legitimate, while men are free to pursue their activities in them. Women's strong perception of insecurity in 
transport appears to be consistent with more general findings on the determinants of perceived insecurity (Austin et 
al., 2002). In line with the general observation that "Safety and security in public transport are crucial issues which 
disproportionately affect women" (Peters, 2011, p. 9), some studies show that a large number of women do not feel 
safe when using public transport and more broadly when they are in public spaces. These findings apply to urban 
environments both in the North (Clifton and Livi, 2005; Loukaitou-Sideris, 2006; Mattioli, 2014; Yavuz and Welch, 
2010) and in the South (Anand and Tiwari, 2006; Monqid, 2011; Paul, 2008; Peters, 2011; Suman et al., 2017; Turner, 
2012; Uteng, 2012; World Bank, 2011).   

Women are more often the victims of certain forms of insecurity. Thus, the risks of sexual harassment or physical 
assault of women by men are highlighted in many urban environments (Anand and Tiwari, 2006; Dunckel-Graglia, 
2013, Hancock, 2006; Mejia-Dorantes, 2018; Paul, 2008; Turner, 2012). Vehicle overcrowding, which is common 
during rush hour (Tillous, 2017) and jostling at stops to board vehicles (Page and Oni, 2002) both increase the risk of 
touching and assault and also make it more difficult to identify the perpetrators and characterize the incidents (Hickey, 
2014). The risk is further increased by the fact that the perpetrators may not only be other passengers but also the 
drivers and conductors, which are almost exclusively male occupations (Harrison, 2012; Mejia-Dorantes, 2018; Peters, 
2011; Viswanath and Mehrota, 2007). 

While women are particularly affected by personal security issues in their travel, other groups may also feel 
vulnerable during their trips, such as the poor, people with disabilities, the elderly, children and the young (Carro et 
al., 2010; Delbosc and Currie, 2012; Loukaitou-Sideris and Eck, 2007; Newton and Ceccato, 2015). 
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In this paper, we shall attempt to analyze the effects of individual characteristics on perceived and experienced 
insecurity in Dakar with regard to travel practices. 

3. Data and the study area 

3.1. Personal security in the EMTASUD survey 

To study the issue of security during urban travel, we have analyzed a household travel survey conducted in May-
June 2015. This was the Dakar Mobility, Transport and Access to Urban Services Survey (Enquête Mobilité, 
Transports et Accès aux Services Urbains de Dakar – EMTASUD 2015) which was conducted for the Executive 
Board for Public Transport in Dakar (Conseil Exécutif des Transports Urbains de Dakar, CETUD; Sitrass-Curem, 
2016). After stratifying the Dakar region into 41 areas, a two-stage sample selection process was conducted: 419 
census districts were selected from the 41 strata, followed by the random selection of households after counting the 
population within each census district. The interviews were conducted by trained interviewers in the homes of 3,176 
households in which 13,415 individuals aged 11 years and over were interviewed individually. 

A section of the individual questionnaire addressed the perception of insecurity and the experience of insecurity in 
travel. The perception of insecurity was assessed through two sets of questions (of the form "Are you afraid of being 
robbed or assaulted when you travel alone?"), which distinguished between the daytime and night-time periods, the 
mode of transport (walking, public transport, car) and, for walking, whether the space visited is in or outside the 
respondent’s residential district. The experience of insecurity is also addressed by two sets of questions, asking the 
respondent if he or she has personally encountered a variety of problems (theft of money, theft of a telephone, theft 
of other property, verbal assault, physical assault, harassment), either on board vehicles or at stops. The reporting 
period was almost a year and a half (from January 2014 to the date of the survey). 

3.2. Dakar: an expanding city 

The Dakar region, which is the area of the Dakar metropolis, consists of the departments of Dakar, Guédiawaye, 
Pikine and Rufisque (Fig. 1). With more than 3 million inhabitants in 2013 compared to 1.3 million in 1988, its 
population has more than doubled in 25 years (ANSD, 2014; Sakho, 2002; Syscom, 2001). The population growth 
rate has slowed in the 21st century (an increase of 3% per year between 2000 and 2013 compared to 4.2% between 
1988 and 2000). The shape of the Cape Verde peninsula, where the Dakar region is located, has a major influence on 
the direction of urbanization and the layout of roads, with one-way development in the direction of Pikine, 
Guédiawaye and Rufisque (Sakho, 2002; Sakho, 2014). Population growth is high in the departments of Rufisque and 
Pikine. The latter, in particular, is now more populated than the department of Dakar (Table 1).  

Undeveloped areas, which are often unsuitable for housing, are rapidly becoming urbanized while the southern tip 
of the peninsula brings together many administrative, economic and service activities. The separation between places 
where people work and live is particularly marked and Dakar appears to be a "compartmentalized city" (Lombard et 
al., 2006, p. 199). The cost of daily access to downtown Dakar is too high for many people living on the outskirts 
(Bertoncello, 2008). However, very rapid urbanization and population growth, and the lack of public facilities (Ndiaye, 
2016) and jobs on the periphery intensify the need for motorized travel. In 2000, 60% of the working population were 
employed in Dakar and 15 years later, this proportion is still high (58%), despite an increase in jobs in Pikine (from 
23% to 26%). 
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Fig. 1. The Region of Dakar. 

Table 1. Distribution of the population of the Region of Dakar according to the department in 2002-2013 (%). 

    2002 2013 

Dakar 40,3 36,5 

Guédiawaye 12,1 10,5 

Pikine 35,2 37,3 

Rufisque 12,3 15,6 

Region of Dakar (million inhabitants) 2,19 3,05 

Source: ANSD, 2014, population censuses. Calculations by the authors. 

3.3. Household car ownership: still limited 

Sub-Saharan African cities are characterized by very low car ownership rates (Diaz Olvera et al., 2013). The region 
of Dakar is no exception. Although the household car ownership is increasing, it is still very low (12% of households 
had a car in 2010 and 15% in 2015). The ownership of cars is restricted to the better-off households and given that the 
average household size is high (6 individuals), access to a personal car is restricted in average to one resident (aged 
14 years old and over) out of twenty. The ownership of two-wheelers (motorcycles in particular) is still marginal but 
increasing. 

3.4. Public transport: highly varied provision 

Public transport (PT) is characterized by its diversity in terms of the size of vehicles and the characteristics of the 
operators. The current para-public company Dakar Dem Dikk (DDD) was created in 2000. Services are concentrated 
in the Dakar department or connect the other departments to Dakar. The share of PT market captured by DDD buses 
is modest (7%). AFTU buses, commonly known as tatas, were created with the support of CETUD and the World 
Bank, to better organize and professionalize the public transport sector. They now play a central role (36% of public 
transport trips).  

Several forms of paratransit also have a significant presence: Ndiaga Ndiaye (45 seats), cars rapides (20 seats), 
unlicensed shared taxis (clandos) and meter taxis. Ndiaga Ndiaye (4% of PT trips) operate on relatively long links 
between the centre and outlying area. Cars rapides (20% of the market) provide shorter services, often feedering 
AFTU or DDD routes. Clandos, which are private cars used as unlicensed shared taxis, operate on "recurrent and 
well-organized" routes, most often on the outskirts (Lammoglia, 2013, p. 74) and capture 12% of PT trips. Finally, 
meter taxis, of which there are many on Dakar's main roads, are also widely used (more than 10% of PT trips). 

According to the household travel survey, the quality of service of public transport is often considered to be 
unsatisfactory by users: the Ndiaga Ndiaye provide poor services to residential areas, the cars rapides are slow and 
carry a high risk of road accidents, while the DDD buses suffer from long waiting times and overloading, and the tatas 
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are overloaded (Sitrass-Curem, 2015). Frequent failure to comply with routes and frequencies is also reported (Orrico 
Filho et al., 2015). While clandestine and meter taxis are generally regarded favorably, such reactions are 
counterbalanced by fares that are deemed too high, particularly for meter taxis. 

3.5. Modal use and travel-time budgets, signs of exposure to insecurity 

Walking is an essential component of Dakar's transport system and accounts for nearly 70% of all trips (compared 
with 24% for public transport and 6% for private modes). Its importance for mobility is even greater because it is 
frequently combined with public transport travel, and sometimes involves considerable distances (initial and final legs 
may be long, and walking is sometimes used to reduce the cost of public transport travel; Diaz Olvera et al., 2016b). 
Identifying modal profiles for the previous day makes it possible to determine modal usage during a day (Fig. 2). 
Many Dakar residents travelled only on foot and stayed in their neighborhood (29% of urban dwellers). Those who 
travelled only on foot and left their neighborhood accounted for 13% of Dakar's residents. Users of public transport 
represented 35% of the population of Dakar compared to 6% for users of personal modes (who may also have used 
public transport and walked). Nearly one in six Dakar residents did not travel at all on the previous day. These results 
show that for the majority of urban dwellers, access to the city is closely linked to the availability of public transport. 
Average travel time budgets become substantial as soon as residents leave their neighborhood (Fig. 2). Reflecting 
difficult travel conditions (traffic jams, saturation of public transport during peak hours, lack of specific infrastructure 
for walking), these high durations suggest high exposure to risk. 
  

Source: EMTASUD 2015, calculations by the authors. 

Fig. 2. Travel time budget according to the previous day’s modal use (individuals aged 11 years and over, Monday – Saturday, in minutes). 

4. The individual determinants of insecurity in Dakar  

4.1. Perceived insecurity 

Omnipresent in the literature, the particular importance of gender in the perception of insecurity is clearly apparent 
in Dakar. Whether when using public transport or walking, the perception of insecurity is more frequent among women 
than men: +7 percentage points during the day for walking in their neighborhood, +15 percentage points for walking 
outside their neighborhood, and +11 percentage points for daytime public transport use (Fig. 3). 

In a context where the lack of lighting is the most common impediment to walking identified by both men 
(mentioned by 64%) and women (63%), perceived insecurity is stronger at night than during the day. Out-of-district 
trips are more feared than those made in the neighborhood and, in both situations, the disparity between men and 
women is widening (Fig. 4). Even in the familiar space of the neighborhood, more than one in two women express 
anxiety about walking at night. 

In the case of public transport, the fear of travelling at night is mentioned by more than six out of ten women 
(compared with four out of ten men). 
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  Source: EMTASUD 2015, calculations by the authors. 

Fig. 3. Perceived insecurity in different travel situations, according to gender, in the daytime (% of individuals aged 11 years and over). 

  Source: EMTASUD 2015, calculations by the authors. 

Fig. 4. Perceived insecurity in different travel situations, according to gender, in the night-time (% of individuals aged 11 years and over). 

Only two other individual factors, household income and having a disability which makes travel difficult, have a 
significant effect, regardless of gender, on perceived insecurity. Income has an opposite effect for night-time walking 
in one's neighborhood and daytime travel outside one’s neighborhood, whether on foot or by public transport (Fig. 5). 
In the first case, insecurity is less frequently perceived when household income rises, which may be because 
individuals with high incomes tend to live in a district with a more secure environment. Outside one's neighborhood, 
the opposite is true, more women and men in high-income households feel insecure. This may simply reflect the 
contrast with the relative peacefulness of their residential space, and may also reflect mobility that is more directed 
towards the city than towards the neighborhood (and which thus entails greater exposure to the risk of theft or assault 
outside the neighborhood). The influence of income thus underscores the importance of contextual characteristics in 
perceived insecurity. 

 

Fig. 5. Perceived insecurity in three travel situations according to per capita income quintile among women and men (% of individuals aged 

11 years and over). 
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Having a disability which makes travel difficult (which is the case for 9.6% of women and 6.4% of men) leads 
more people to perceive a risk of insecurity. This effect is more pronounced for daytime travel (with the highest 
relative differences being among women: +7 percentage points for walking, and +12 percentage points for the use of 
public transport). For both women and men, the differences are much smaller for walking or using PT at night, perhaps 
because they travel at night more rarely than other people. 

4.2. Experienced insecurity 

Experienced insecurity in public transport is much more widespread than perceived insecurity (Table 2): 24.4% of 
women and 23.6% of men have had at least one problem in the last year and a half. This experience of insecurity takes 
a different form depending on gender, as women are slightly less likely to be victims of theft and slightly more likely 
to be victims of harassment or verbal assault. But the differences seem too small to explain most of the observed gaps 
in perceived insecurity according to gender. 

Table 2. Problems encountered during PT use between January 2014 and May-June 2015, 
 for individuals aged 11 years and over, according to gender (%). 

  … waiting at a stop … on the vehicle 

% having experienced… Men Women Men Women 

… theft of money 2.7 3.1 5.2 5.1 

… cellphone theft 5.4 4.4 9.9 8.8 

… another type of theft 1.7 1.9 2.6 3.5 

… verbal assault 4.3 4.6 7.8 8.1 

… harassment 3.7 3.7 5.4 6.2 

… physical assault 1.3 1.2 1.5 1.3 

Source: EMTASUD 2015, calculations by the authors. 

5. Risk exposure, experienced insecurity and perceived insecurity: how are they related? 

The foregoing results should be seen in relation to public transport use. Logically, the risk of assaults or robberies 
increases with the frequency of PT use, even though one would imagine that this also helps individuals acquire 
knowledge of the risks involved and individual strategies to limit the occurrence of incidents.  On the basis of the 
frequency of public transport use, it is possible to relate risk exposure to experienced insecurity (Fig. 6) and perceived 
insecurity (Fig. 7). 

If we exclude the 4% of city dwellers who never use public transport, it appears that daily users of public transport 
report having been the victims of theft much more often than those who rarely use it (by 16 percentage points); the 
impact on attacks, although smaller (10 percentage points), is still clear (Fig. 6). The effect of the level of PT usage 
on experienced insecurity is more marked among women. Among daily users of public transport, 26% of women had 
been victims of theft and 20% had been assaulted compared to 24% and 16% respectively for men. However, 
regardless of the frequency of public transport use, the more negative female perception of security on foot or in public 
transport persists. 
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Theft: has suffered a theft of money, telephone or other property, in a public transport vehicle or at a stop; Assault: has suffered a verbal assault, a  

physical assault or been harassed in a public transport vehicle or at a stop. Source: EMTASUD 2015, calculations by the authors. 

Fig. 6. Percentage of city dwellers who were robbed or assaulted on public transport between January 2014 and May-June 2015, according to 
frequency of PT use. 

Perceived insecurity during PT use is less sensitive to frequency of use than experienced insecurity, once non-users 
have been excluded (Fig. 7). The effect of exposure amounts to a stronger perception of insecurity during the day (but 
not at night) among daily users, perhaps because their PT use takes place mainly during the daytime. The differences 
of perceived insecurity according to time of day or gender are, in comparison, much larger. Men and women are 
significantly more likely to be afraid of travelling on public transport at night than during the day and, with similar 
frequency of use, women feel insecurity much more strongly than men: +10 to 15 percentage points during the day 
and + 20 percentage points at night. 

Perceived insecurity with regard to walking outside one's residential area is generally closely linked to insecurity 
with regard to the use of public transport. Nevertheless, there is little connection between the fear of walking outside 
one's neighborhood and the frequency of PT use. This is only the case for women during the day (+7 percentage points 
in the case of daily use). 

 

Source: EMTASUD 2015, calculations by the authors.

Fig.7. Perceived insecurity of daytime/night-time PT use, according to frequency of use, for men and women (%). 

5

9

17

25

5

8

15

18

9

14

26

35

0

5

10

15

20

25

30

35

40

Never Less than once a

week

At least once a

week

Every day or

almost

Theft

Assault

One

or other

9

21
23 26

20

31 32

40
34

42

42 4441

61 62
66

0

10

20

30

40

50

60

70

Never Less than once a

week

At least once a

week

Every day or

almost

Men, daytime Women, daytime

Men, night-time Women, night-time



10 Diaz Olvera, Plat, Pochet / Transportation Research Procedia 00 (2018) 000–000 

Having been a victim of insecurity when using PT increases individuals' perception of insecurity on public 
transport. Attacks that have been experienced have the most negative impact on perception (Fig. 8), with differences 
that are twice as large as for thefts. However, the very large gender differences remain within each of the two 
categories.  
 

Source: EMTASUD 2015, calculations by the authors. 

Fig. 8. Individuals' perceived insecurity of PT use, by whether or not they have been assaulted. 

6. Conclusion 

In a general context where there is little available data on travel demand in the cities of sub-Saharan Africa (Diaz 
Olvera et al., 2013), studies of insecurity during urban travel in the sub-continent remain in their infancy. Our findings 
appear to be consistent with those presented in the literature review. However, they require further analysis, first of 
all regarding the weight of the various factors that are specific to the individual, but also on how contextual 
characteristics (of the neighborhood in which they live) influence perceived insecurity during the day and at night. 

In a metropolis that is undergoing rapid spatial development such as Dakar, where most trips are made on foot and 
by public transport, it is very important for city dwellers to be able to travel without fear in public space and on public 
transport. For the time being, this remains an unfulfilled goal, as the number of people who feel at risk is high - more 
than half of individuals in the case of night-time travel outside their residential area. This raises the question of the 
poor design and lighting of public spaces and for pedestrian walkways. Given the percentages of people who have 
been victims of a criminal act over a period of a year and a half, experienced insecurity is far from being a secondary 
problem in the analysis of the travel difficulties of Dakar's residents. It is greater in vehicles than at public transport 
stops. These results should be seen in the context of the quality of service problems (overloading, low commercial 
speed, timetables that are difficult to follow, long waiting times, services in remote districts) encountered by the 
different types of transport services. While improving perceived security, especially for women, requires specific 
consideration and measures, it also requires a more overarching improvement in public transport provision and 
measures to create walking-friendly neighborhoods. 
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