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Chapter 3

URBAN FORM, M OBILITY BEHAVIOR
AND DYSFUNCTION OF TRANSPORT SUPPLY:
THE CASE OF Y AOUNDE

Jean Patrick Mfoulou Olugd
Centre REMA, FSEG, University of Yaoundé-Il, Canmro

ABSTRACT

The objective of this chapter is to assess thetioakship between urban form,
mobility behavior, and dysfunction of transport plypin a large African city with high
urban growth like Yaoundé in Cameroon. Specificalye chapter aims at assessing the
influence of urban, mobility, and socio-economi@iccteristics of an origin area on the
mobility choice of individuals. Using field data llected by the urban community of
Yaoundé in 2010 and statistical tools such as matial logits, results show that urban
form characteristics, such as human and establishdemsities, accessibility, and origin-
destination distances influence the choices ofviddial mobility. The urban form of
major cities in Africa, due to a very high urbanogth uncontrolled by the local
authorities, plays a negative role on the operatiohurban transport service in Africa
because it promotes an artisanal supply charaeteby a low capacity and reduces the
efficiency and competitiveness of mass public fpantation, which is cheaper. Based on
results of this study, recommendations are: cdimgplurban sprawl, easing of
accessibility to public transport, and developing efficient and competitive mass
transportation.

Keywords: urban form, urban mobility, transport supply, laggeration in Africa, Yaoundé
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INTRODUCTION

Urban mobility is currently becoming an importanncern of developing countries with
the principal challenge being the reduction ofsarial supply characterized by a low capacity
and the increase of efficiency and competitiver@ssass public transportation. In Africa
where the households’ motorization rate is stilakyethe main issue appears to be adequate
public transportation. The authorities have negl@airban growth and management as a
potential means to solve mobility problems. Thedapthat current and urban growth affects
all sphere of the economy (agriculture, welfarelte pollution, among others). According
to Zhao (2011), urban transport and ways of redutiavel needs in cities must contribute
towards achieving carbon reduction targets. The obldeveloping countries, where urban
transport is still done as business as usualpigalrin achieving this target.

In October 2015, ThAfrica Sustainable Transport ForupASTF) implemented with the
support of UNEB the World Bank, the SSATPprogram and UN-Habitdt outlined a
harmonized roadmap for achieving sustainable tiemép Africa where mass transit system,
vehicle emission, and energy efficiency are amarmesof the priority areas. The ASTF
agenda focused on challenges in terms of day-tordalities of sustainable transport in
Africa and discussed solutions in the context eegrgrowth and emissions reductions. Prior
to the ASTF roadmap, matters of urban mobility weot given full consideration by the
authorities adopting thebtisiness as usuabpproach (small cars, normal vehicles, traffic
jam, high cost, and high number of road fatalitiresown) to resolve negative externalities.
The underlining observation that tackling urbarasgrand mobility behaviors appears to be
the main goal to achieve sustainable transporesystand is particularly evident in large
African cities like the metropolitan city of Yaoudaih Cameroon.

The urban structure of Yaoundé is similar to thecttre of large agglomerations in Sub-
Saharan Africa. The spatial growth is a result of ancontrolled expansion by the
Government. It is characterized by a horizontagrehic, and uncontrolled spread creating a
functional differentiation of space and forcing tiavel long distances, particularly on
commuter routes that have only one limited accesg to the center. The urbanized area of
Yaoundé organizes around the center that is veaysely inhabited, mostly reserved to
activities, and constituting the oldest nucleus séhfirst developments date back to the early
60s. This scheme reduces the efficiency and cotheeteéss of mass transportation, with a
very strong complementarity of small carriers tafcpractices.

In Yaoundé, mobility problems have worsened sitgeshutdown of th@ublic Urban
Transport CompanySOTUC) in late 1990s. Despite the entry into apen in 2006 of the
“Lebus public transport company, daily mobility remaimminly by taxis of small capacity
(61%). Their operation is characterized by frequstaps and disordered, significant negative
externalities, and high costs beared by users (Mépet al. 2013). In order to meet the
demand center-periphery, minibuses realize up too®%ips to remote areas of the city
center. In areas where the road is particularlpad conditions, motorcycles, of which the

! UNEP: United Nations Environment Programme.

2 SSATP: Africa Transport Policy Program.

% UN-Habitat: United Nations Human Settlments Programm
4 ASTF: Africa Sustainable Transport Forum.
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share is estimated at 3% and the number is rapidflysteadily emerging, are used. Despite
these initiatives, the issue of mobility still @a$swith a great acuity.

Law n°2004/003 of April 21, 2004 governing town moléng in Cameroon defines the
Urbanism Planas an urban planning document that sets guiddianeke urban land, general
densification of soils, and programming equipmédihte Master Urban Planwas developed
around four objectives for transforming the city Ydioundé: (i) a more radiant city; (ii) a
more welcoming and pleasant city; (iii) a restruetband rebalanced city; and (iv) a more
accessible city. But, despite the existence of nidagion and development schemes to
facilitate the management of urban space and ntyphifi citizens, there is an increasing
proliferation of new neighborhoods at the periphefythe city or spontaneous ones that
accentuates the dysfunction of the transport offer.

Urban development raises many reflections on itssequences and on actions to be
taken. Should we react to urban sprawl? If yes h8h@uld we let the pretext that these are
the preferences of individuals? Challenges of suaitée development have revived these
discussions and a planner or a local decision-makest be brought to the question of the
effects of planning choices on mobility behavion?gpecifically, what are the consequences
of a poorly planned urbanization development on ilitplthoices and costs? In the current
context of reflection onthe city” these issues need to be asked. But, therdlia stry little
literature on this topic in Africa. The little kndgdge about this area remains very inadequate
to inform effectively decisions on urban plannifigpe objective of this chapter is to evaluate
factors that drive urban economic agents to praferode of mobility capabilities such as a
small taxi or a motobike that accentuates the dygfon of the offer in Yaoundé.
Specifically, it assesses the impact of urban factm the choice and costs of mobility in
Yaoundé.

URBAN STRUCTURE AND CHARACTERISTICS
OF MOBILITY IN Y AOUNDE

The urban structure of the city of Yaoundé is ctimrzed by a horizontal expansion and
a functional differentiation in the utilization tifie urban space. We also observe low levels of
public infrastructural services in peripheries. dukse, demographic and spatial growth is
anarchic and uncontrolled due a lack of accessibdnd an inappropriate road network
(Mfoulou et al. 2013; Ongolo and Epo 2013). Accoglito the IME (2004) and the
Cameroon Poverty Reduction Stratgmaper, urban sprawl in Cameroon has accelerated over
the past 20 years with an average growth rate leetvdeand 7%. More recently, tR2€09
Growth and Employment Strategy Documarthe Government of Cameroon recognizes that
both urban and suburban towns and cities are liteelyrowth. The document also identifies,
among others, the need to rehabilitate urban imtreizire and to manage better urban sprawl.
For the city of Yaoundé, the urban surface areamuyeed between 1980 and 2001 from less
than 4,000 hectares to 16,000 hectares. In 20E)stinface area of théaoundé Urban
Council (CUY) was approximately of 30,000 hectares (CUY.@0 The increase in the urban
surface area has affected mobility patterns in Yidéu(Mfoulou et al. 2013; Ongolo and
Epo 2015).

® IMF: International Monetary Fund.
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Legend: Ministrie:. Embassies and Consul -es Dédlrgaanc' City councils.
Source: CUY (2010).

Figure 1. Localization of Ministries, Embassiesn@alates, Delegations, City councils (Top)
and Banks (Bottom) in Yaoundé.
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Urbanization in Yaoundé is organized around theterethat is very few inhabited,
mostly reserved to administrative and commercialvidies, and constitutes the oldest
nucleus whose first developments date back to &y €960s. The center contains most of
the administrative and commercial structures ofdbentry. As it appears in Figure 1 above,
almost all official bodies are contained in thetcaglrzone. The center is the main attraction of
the city. Although local administrative delegatiammver the whole city, they have a smaller
workforce than central delegations. The commercaiter meanwhile focuses on many
services such as banks, insurance, and formal. thasteould be noted that some services are
spread throughout the city and especially nearihguareas. This is particularly the case of
bakeries and gas stations. Industrial activitighoagh scattered throughout the city, are
largely located in the South, stretching alongdéeter and periphery. In the city center, the
presence of formal activities generates an inforseator: small sellers, restoration, various
repairs, etc., and major markets. Generally, theraeadministrative fabric is characterized
by concentrated constructions, but having a lowfaent of footprint (approximately 30%).

The localization of basic services in the city ciotindé is dependent on the level of
services provided. Indeed, most public schooldeb&hown for their qualities, are situated in
the central area or the inner suburbs of the cewtdle private schools created more recently
are built near popular suburbs. High schools atsela greater tendency to concentrate near
the city center, on the contrary primary schoots srattered throughout the city. Likewise, a
part from the complex of th&eneral Hospitalis located within or close to the city center.
The“Lebus” company operates on 6 out of the 13 lines of #teork defined by the former
SOTUC operator. As illustrated in Figure 2, the {ehaty traffic converges towards the city
center.

Source: CUY (2010).

Figure 2. Lines operated by Lebus.
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Saturation of the central place then leads migrstitlsmany to turn to the periphery in
the search of new constructible land; hence, ttyeesiplodes and spreads. Districts created
consolidate themselves in an urban disorder. Theggborhoods are characterized by a lack
of equipment and accessibility. There are aboup&@ple per hectare. In 2010, the annual
production of informal dwellings in Yaoundé wasimsited at about 115,000 units, broken
down into 2,500 modern structures and 8,500 inforstauctures (CUY 2010). The
management of roads faces recurring blockages altleet urban configuration of the city.
The realization of roads (paved or not) involvesrenexpropriations and maintenance
difficulties. Several mobility problems actuallyggar in Yaoundé: the public road network is
not adapted to the high proportion of walking; théway is not structured to favor urban
mobility; over 74% of vehicles registered under Broapacity have over 15 years of age; and
the supply of‘Lebus” transportation is inadequate and ineffective. Wa@undé’'s urban
form results, as a consequence, in an increaseistande, travel time and modes of
transportation based on small capacity vehiclese P10 Urban Displacement Plan
estimated that small capacity vehicles with upive teats perform over 86% of the daily
traffic volume of Yaoundé. Only 2% of vehicles anmibuses (9 to 12 seats) and buses with
over 30 seats. The report also indicates a highl levcongestion during peak hours.

The hourly traffic represents on average 4% ofyda#ffic. The morning rush hour is
between 7 a.m. and 8 a.m. and concentrates tteaus#port for professional and educational
reasons and the evening rush hour is between Bim.7and conrresponds to 7% of the total
traffic. The traffic between 10 p.m. and 6 a.mrespnts 7.5% of the total (see Figure 3).

Following road network surveys of the city at pdwkirs, it appears that heavy traffic in
Yaoundé reaches a floor of 810 vehicles and angedf 3530 vehicles during a rush hour on
relevant roads. This leads to congestion and pensigraffic jams that lengthen travel time,
thus promoting increased energy consumption andniission of exhaust gases. The average
travel time recorded in surveys is of 29 minutes. & round trip, it is about 60 minutes. As
against bus users for which the average travel isnoé 60 minutes, this timeframe is clearly
an obstacle to the use of this type of transpaoratHowever, the congestion of certain
channels may increase the travel time from 15@092

Table 1. Distribution of traffic by type of vehiclein Yaoundé

No | Type of vehicle | Number of vehicles counted %ltat Distance in kilometers

1 Motorcycles 133,163 6.10 3,703.43

2 Personal cars 823,540 37.8( 49,205.88

3 Taxis 1,065,938 48.80 86,725.17

4 Minibus 41,578 1.90 4,094.06

5 Bus 4,366 0.20 7,188.73

6 Vans 80,771 3.70 4,065.54

7 Trucks 2 Es 13,098 0.60 495.97

8 S + Truck 8,732 0.40 80.56

9 Trailers 7,448 0.30 40.42

10 | Others 4,366 0.20 30.25
TOTAL 2,183,000 100% | 522269.58

Source: Author: PDU data (2010).
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Source: PDU data (2010).
Figure 3. Distribution of hourly traffic in Yaoundé

It was possible to differentiate movements on trevement pattern. The choice was
made based on the suggestion of Wiel (2002) oingistshing between recurring and regular
movements that correspond to stress mobility (patte home-to-work, home-to-school and
education) and more occasional trips, which arerésponsibility of a selected mobility
(pattern 2: leisure, shopping, etc.). Table 2 bgboavides a breakdown of the top 10 reasons,
identified during our investigations, for which pd® move in Yaoundé. They represent 71%
of all possible reasons. The motive for which omesyfrom home to work is the most
important, those related to visits, shops, andasHollow from far enough.

Table 2. Key reasons for traveling from the originto destination

Reasons for traveling Number of trips %
Home-to-work 8,292 47%
Leisure 3,471 19%
Home-to-school and education 3,285 18%
Shopping 2,907 16%
Total 17,955 100%

Source: Author: PDU data (2010).

The ensuing effect of urban sprawl of Yaoundé leenkan increase in distance travelled,;
time for transportation, and fuel consumption legdio greenhouse gas emissions. Likewise,
Yaoundé has witnessed an increase in the numbetyped of vehicles. The 2010rban
Displacement Planusing an origin/destination matrix and the gratirmethod, estimated that
vehicles with at most five seats carry out morentb@% of the daily volume of traffic in
Yaoundé. Only 9% of these vehicles are minibuses (® places) and 3% buses with more
than 30 seats. This report also indicates thaateeage rate of congestion during peak hours
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is of 0.3 with about 14 kilometres of saturateddsyahat is about 5% of the total distance.
The Yaoundé Urban Councihas recently indicated that since 2010 these dgjurave
worsened because of the disappearance of the ararspply by buses and urban sprawl.
The graphics below simulate car traffic for 201@ @030 in the city of Yaoundé using the
Unit Passenger Car (UPC).

Traffic Estimations for 2010 Traffic Estimations for 2030

O - aoo

HOO - OO

TOOO - 1A

11 TEHOO - 1D
| OO0 - Zaoo

1 —zsoco
Source: CUY (2010).

Figure 4. Simulation of car traffic for 2010 and380n the city of Yaoundé using the Unit Passenger
Car (UPC).

METHODOLOGY

We consider that the location of subsystems (urftam) and social relationships
(socioeconomic characteristics) are inputs in mutogeractions and the choice of the
transport system are outputs. It is essentialke tiato account these interactions to determine
what proportion of mobility is explained by chamx@stics of households and by the urban
form. The answer to this question will help us &gilimize or not urban development
measures whose the aim is to control the growttsmdll capacity vehicles (taxis and
motorcycle) in Yaoundé. We proceed at the individiexel integrating simultaneously
explanatory variables in our models relating torahteristics of individuals and the urban
form.

Experience shows that individuals with identicakuetteristics, placed in the same
context may not be asked to perform the same cludicgde of transport (Bonne 2004). An
individual usually performs the choice that maxiesiis utility, but it is imperfectly known
(Ben-Akiva and Lerman 1985). Models used in thigrepch are based dogit formulations.
Assuming that an individualhasm comprehensive alternatives to make a choice ofpart
modes, then the utility from choosing the altenafi (j = 1,..., m) can be represented as
follows:
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U ij = IBXIij +‘9ij

(1)

whereU; represents the utility derived by a consumer wherosing the modg X’ is the
matrix of explanatory variables; is unobserved, andl is the vector of model parameters.
The utility (U;) of the consumeirafter choosing the mode of transpgas not observed. Only
the mode of transport is observed. Thus, the coasunhooses the mode of transppift it
gives to him a maximum utility or if he acquiresrir it the maximum satisfaction.

Uj = Max(uil’uiz"“iuim)

2

For the choice of transport mo¢g) by the consumer it follows that:
P(y; = J) = P(Uj; = Max(Ujy, Uz, Uiry))

=P(BX +&;)

= MaX(ﬁX|l+‘€|l ﬁX|2+€ !"';lgxlim*—gim) (3)
With

m N

2 Pyi=D=1

andP(y,=j) > 0 (m being the number of transport modes availablejs probability depends
on the value of the utility of the transport modéhwrespect to the alternatives. The
distribution function of a logistic law can be peaged as follows:

eﬂx'i 1
P=P(y, =)= F(Xiﬁ):l+eﬂx‘i =

~BX;
1re @

To take account of random disturbances, the esomat model parameteysis made by
using the maximum likelihood.

LA =22 Py = D=2 DI ——=5 e
Y S g

©®)

The interpretation of estimated parameters dbgit model requires caution. Indeed,
estimated parameters only provide information an fibsitive(s > 0) or negative(ss < 0)
impact of independent variables. Thus, the quaatifbn of the impact of each variable on the
probability P(y; = j) will proceed by calculating of the marginal effectThe marginal effects
of a change in an exogenous variakfe 7k = 1,...,K, (K being individuals' characteristics)
on the probability that the consumer chooseg'tneode /j = 1,...,m,are defined by:



10 Jean Patrick Mfoulou Olugu

oR, k_ X k
g =L =R (B -3P,A
aXI z=1
(6)

whereg isthe K" component ofs; associated with the explanatory variakfeandP; = P(y;
=) andg; is the effect of a unit change in an independarieile on the probability that the
consumer uses the alternatije

Three types of statistical tests are used to viaittee quality of the model and often give
similar results: the likelihood ratio tedtikelihood ratig, the score tesScorg, and the Wald
test Wald). These tests follow the same principle. Generaligy compare the information
provided by the reference model, that is to sayoe containing the explanatory variables
and the information provided by a simplified modestimates of the multinomi&dgit model
are generated by:

_ P(choice) _ '
¢ _In[l—P(choice)] CLVA*& )

wherey; represents the mobility choice. A total of five des are possible: (1) Motorcycle;
(2) Personal car; (3) Taxi; (4) Bus and Minibus;d afb) others.CL(VA) is a linear
combination of independent variables.

Table 3. Variables and descriptive statistics

Variables Mean Std. Dev. Min Max
V1: Type of vehicle 12.82 0.916 1 5

V2: Distance (kilometres from origin to destinafion 19.54 22.26 0.5 51.29
V3: Time (time from origin to destination) 0.83 B 0.03 6.60
V4: Speed 26.00 20.78 0.15 120.0B
V5: Time of access to public transportation 24.40 1.12 2 70

V6: Distance covered using a taxi in km 4.65 9.14 1|21

V/7: Distance covered using a bus in km 12.17 3.61 7 | 28

V8: Distance covered using a motorcycle in km 2.90 1.15 1 8

V9: Distance covered using a minibus in km) 11.96 .643 3 59
V10: Distance covered using other types of vehiclen | 29.71 17.53 0 18
V11: Population density 26.00 20.78 15 320.08
(Number of inhabitants per hectare)

V12: Density of establishments 14.18 3.00 8 22.25
(Number of establishments per hectare)

V13: Distance from the city centre in km 15.66 ».8 0 23.06
V14: Ratio employment to population in % 6.55 14.84 | 0.13 964.67
V15: Reason of the destination: 1. home-to-work@nd | 0.52 0.42 0 1
home-to-school and education

V16: Cost 135.38 36.49 113.61 511.07
(fuel consumed to cover distance origin to desibmat 6

V17: Number number of travelers in the vehicle 4.05 77.10 1 80

Source: Author: PDU data (2010).
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Data come from surveys conducted by CUY as pathefdevelopment of therban
Transport Plan(PDU). These surveys focused on the identificatibrehicles, the estimation
of traffic volumes, and the analysis of the maimwssing points, patterns, origins, and
destinations of trips. Surveys were designed tosomeaand define the structure of traffic in
Yaoundé and the type of vehicle to obtain inforomatiequired for the analysis of traffic
problems and to provide a better future trafficte city. Surveys also helped to better
understand motives and means used for travelingirwihe city. The Origin/Destination
investigations were performed in same places dficteounts; 34 points were identified.
They were carried out in a continuous manner baiwkea.m. and 10 p.m. Table 3 below
shows all variables used to estimate the influesfathe urban form on mobility choices. A
total of 16,205 to 17,950 individuals were seledteave a consistent sample.

RESULTS

The attitude of the consumer in choosing a modeaofsport depends on several factors.
The first step to access a transport is to joinrdas. Accessibility to public transportation
seems to be the first significant factor of tramspmobility choices. It appears that
accessibility to public transit significantly andgatively influences the use of the motorbike
and taxi. Contrariwise, this influence is positose the use of bus. The less the consumer has
access to public transportation, the more he usastarbike or a taxi. In most cases, the less
fortunate urban dwellers use both modes of mobifiitgt, they use the motorbike to get until
the paved road and after they take a taxi. At {heosite, the wealthy city dwellers use their
personal car and are generally localized in areessaible by car.

Table 4. Determinants of mobility choice in Yaoundé

Variables Motocycle| Taxis Bus&minibus  Others
V11: Population density at the origin 0.985*+* -@B** | 0.524*** -0.564***
V5: Time of access to public -0.290*** | -0.058** | 0.096** -0.013
transportation

V15: Reason of the destination 0.314* 0.113** 0165 0.065
V17: Number of travelers in the vehicle 0.324***|  202*** -0.429%+* -0.401%+*
V2: Distance 0.009*** 0.014%** -0.033** 0.019
(kilometres from origin to destination)

V3: Time (time from origin to 0.636*** 0.065*** 0.041%** 0.070
destination)

V4: Speed 0.011%* 0.003** 0.001 -0.013
V16: Cost (fuel consumed to cover -0.000*** | 0.014*** 0.016* 0.010*
distance 2origin to destination)

Intercept -0.142 0.569** -0.974%* -0.647**

Notes: Number of obs = 16,204; LR chi2 (70) = 5,828Prob > chi2 = 0.0000; LnLikelihood =-14886.867

Pseudo R2 = 0.1637; legend: * p < 0.05; ** p < 0201 p < 0.001.

Reference Mode: Personal car.
Source: Author: PDU data (2010).
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Table 5. Marginal effects and elasticity’s mobilitychoices in Yaoundé

Variables Marginal effects (dy/dx) | Elasticities (ey/ex)
V11: Population density at the origin 457 (.032) 237.(.876)
V5: Time of access to public transportation 2682) -.930 (.137)
V15: Reason of the destination .200 (.040) -.72Q9)
V17: Number of travelers in the vehicle -.220 (p16 .027 (.074)
V2: Distance (kilometres from origin to destinafion| .049 (.017) .597 (.196)
V3: Time (time from origin to destination) .058QD .225 (.063)
V4: Speed .016 (.009) .981 (.596)
V16: Cost (fuel consumed to cover distance origint .056 (.506) 194 (.551)
destination)

V11: Population density at the origin -.010 (.036) .108 (.163)

Notes: Expression 1 (dy/dx): Number of observatidits207; Expression 2 (ey/ex):
Number of obs =16,207.
Source: Author: PDU data (2010).

The density of the area of origin significantlylignces all choices of mobility, but in
different directions. For the motobike, the efféstpositive, the more areas are densely
populated, the more urban mobility choices death wiotorcycle. Supply and demand for
mobility by motorcycle usually abound in popularigidorhoods with high population
density. This observation is justified by the fet the motobike is accessible to all and from
door-to-door. But, the density also encouragesratmability choices as bus and minibus.
Generally, densely populated areas have a very déghand for mobility and justifies the
availability of public transportation. These areae also those where supply for bus and
minibus is also available. In reality, it was oldighborhoods of the city of Yaoundé that
benefited public amenities before the crisis y@@rg980-1990. The population density has a
negative influence on the choice of taxi. In faot,densely populated areas, citizens less
prefer this choice because of its strong capakdlitgenerating congestion. The motobike is
then chosen in those areas due to its speed andbobdess for comfort and safety. This
mode is typically used for very short origin-deatinn distances in less accessible areas.

Consumer attitudes concerning transportation adgend on the desired pattern regaring
means of transport. The reason of the positive ainpaall mobility modes with a marked
significance for taxi and personal car is that arbaellers choose less the motobike to reach
their workplace. Note that, this mode is usuallgdito reach the place where it is possble to
take a taxi, a bus line, or the nearest Minibusrdduer, it is also important to point out that
this mode of mobility has no access to the cityteenr administrative center where most
jobs are located. The time variable has a sigmifieafluence on the choice of the motobike
and the personnel car. This observation is justifieecause the choice of the motorcycle is
generally a mandatory choice. When facing the dydfan of the transport supply, the
consumer has no alternate offers of transportationthe case of the personal car, the
consumer is generally indifferent to other optioatiérs since he has his own car. It makes
use of the latter regardless the type of travel.

The individual cost of mobility influences negatiwend significantly the choice of the
motobike. This means that this mode become morelpopnd is more used. However, the
cost of mobility influences positively and signdiatly the use of bus and minibus. In fact,
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bus and minibus are not effective and competitiveles. Already, availability is limited to
some coverage lines, which do not allow servingvilit majority of the population, usually
located on the periphery. The likelihood that arréase in the original density influences the
choice of an urban mobility is of 45% (with an dieity of 1.23), a higher proportion than for
all other variables. To influence mobility choices favor of collective modes, public
facilities must move towards urban densificatiodigies. Beyond the urban densification
policies, the accessibility to transport infrastuwe affects positively mobility choices with a
probability of 25%.

The size of the trip also has a high probabili®%@ on the choice of a mode of mobility
and elasticity of 1.02. An increase in the sizeravel affects consumer choices, but that
choice is at the detriment of the collective moéeause the sign of the effect is negative.
This argument militates in favor of a reorganizatiof collective modes, in particular
transportation by bus and minibus. But, with lirdifgark and lines that are tens of kilometers
from each other, bus frequencies are very low. lfosguencies are partly due to traffic
congestion during peak hours that greatly affdatsspeed of the bus. According to data from
a performance audit report carried out by the Guwent in 2010, bus traffic decreased from
8.7 million passengers in 2008 to 5,700,000 in 2@0&op of 35% in a year. In 2010, the bus
operator continues to lose traffic. In May 2010, feeorded a total traffic of 379,000
passengers, against about 437,000 for the montklayf 2009, a decrease of 13%. The
analysis of data of the company on traffic at thgibning of June shows that daily traffic by
bus in the city is about 14,000 passengers, 08, pfassengers per bus. The huge demand for
this mode of mobility let us suggest as a recomragon the reorganization of this service
towards greater competitiveness and efficiencys tbeing only possible through a
reorganization of the urban space and the creatiopoles of urban concentration where
collective modes can grow at the expense of indadidnodes.

CONCLUSION

The main objective of this research was to assedsanalyze the impact of the urban
form of mobility in the city of Yaoundé in Cameroo8pecifically, it proved important to
assess and analyze the impact of the urban forrmoosumer choices. The approach has
mobilized logit econometric techniques. Data weskected by means of surveys organized
by CUY in 2010 as part of the development of theJPDhe following results were obtained:
urban density has a significant and very stronduénfce on the choice of mobility by
individuals living in Yaoundé. The high popuatioandity promotes the use of public transit
and therefore reduces the cost of mobility. Beytimel density, availability also plays a
decisive role on the choice of the type of mohili®§ther variables such as motifs of
destinations are equally critical to influence theices of a type of mobility, but with a very
low probability and a lower elasticity. Resultscalsonfirm that the population density is
inversely correlated with the use of the car andasitively associated with the use of soft
modes as motobikes. For a dual effect on the leflvebngestion and accessibility, options in
areas with high population can be shuttles andreltve modes of transport to the car, while
it increases the cost of the mobility of transpoidbw population density areas.
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