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ABSTRACT
Many cities in the developing world such as Accra’s public transport services are provided by formal
transit and informal transit systems which compete with each other. In Accra, informal transit services
include minibuses and shared taxis while the formal transit includes conventional bus services. Even
though the informal transit system provides the majority of public transport services in the city, how
they function results in low quality service for many users. Furthermore, Accra’s public transport
system has been described as chaotic, disorganised and vulnerable because of the prevalence of the
informal transit systems (Ministry of Transport, 2018). This presents a huge planning challenge to
Accra’s city authorities. Some African cities have attempted to replace the informal transit with formal
transit such as BRT. However, based on lessons learned from the first African cities that sought to
replace informal transit services with BRT, it appears that complete replacement is neither feasible
nor desirable. Thus, rather than replacing informal transit, a critical policy task now is to improve
informal transit and better integrate it with formal transit to form a multimodal public transport
system that is complementary (Behrens et al., 2021). However, not much academic attention has
been devoted to how the informal transit system can be integrated with formal transit to create a
multimodal public transport system in the Ghanaian context. Therefore, this thesis sought to
investigate how the informal transit system can be integrated within formal transit planning and
infrastructure system to improve multimodality in Accra. This research used the Concept of
Integration which conceptualises integration in physical, network, operational and organisational
dimensions as well as the Concept of Multimodality to develop the conceptual framework. Qualitative
approaches such as interviews and observation were adopted to achieve the goals of this thesis. The
results show that how formal transit and informal transit system function in Accra poses both
advantages and disadvantages. Even though Accra’s authorities attempted to integrate the informal
transit within formal transit system under the Ghana Urban Transport Project (GUTP), the formal
transit and informal transit systems in Accra are largely not integrated. The thesis recommended
among others measures to facilitate physical, network, operational and organisational integration of
informal transit within formal transit. Even though physical, network and operational integration are
directly needed to improve multimodality, the thesis found that these measures cannot be
successfully implemented if the city authorities fail to facilitate organisational integration.
Keywords: formal transit, informal transit system, Accra integration, multimodality, qualitative.
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1.1 THE CONTEXT
In recent times, cities in the developing world have physically expanded beyond their
administrative boundaries, engulfing adjacent semi-urban and rural areas. Sub-Saharan Africa
urbanisation process provides an interesting case in academia considering that it is the world’s
fastest urbanising region with an urban population about 500 million. This number is projected
to double by 2040 (World Bank, 2020). As a process and a phenomenon, urbanisation can have
both positive and negative consequences (Cobbinah et al., 2016). Urbanisation often leads to
increased access to market, education among others. At the same time, urbanisation can result
in slum condition, congestion among others if not properly managed. But obviously, merely
urbanising would not cause traffic congestion unless investments, as well as jobs, commercial
and other functions are located in ways in which all traffic in the city must move to the same
place. Meanwhile, in many African cities, the outcomes of urbanisation have been skewing
towards the negative consequences. For instance, the rapid urbanisation has in turn contributed
to rising demand for motorised transportation (World Bank, 2020). As is the case with majority
of large cities on the African continent, Accra has struggled with rapidly rising motorisation
levels amidst rapid city expansion. This mirrors Ghana's overall increase in vehicle registrations,
which increased from 511,063 in 2000 to 841,314 in 2006 (Møller-Jensen et al., 2012). Further
still, a strong functional connection exists between Accra’s suburbs and city core based on
commuter and shopping habits. This results in an increase in traffic between the city core and
periphery. Meanwhile, investments in transportation infrastructure have not kept pace with the
increase in traffic resulting in congestion (Møller-Jensen et al., 2012). It is thus not uncommon
to find researchers relating urban mobility challenges in the developing world to rapid
urbanisation (see for example: Cobbinah et al., 2016).
It is important to also note that urban expansion in some African cities is gradually stagnating
(Cobbinah et al., 2016). On the other hand, transport challenges such as congestion keeps
worsening at a steady rate. In view of this situation, continuing to blame growing urbanisation
as the primary source of Africa's urban mobility issues may not be correct (Cobbinah et al.,
2016). Cobbinah and Darkwah (2016) argues that despite urbanisation’s contribution to the
present urban mobility challenges across Africa, urban planning practice on the continent
remains primarily responsible. In addressing the urban mobility challenges mentioned, SubSaharan cities have concentrated majority of investments towards car-oriented projects by
placing greater emphasis on car infrastructure (such as highways and interchanges) than on
mass transit or pedestrian infrastructure (Klopp, 2012). Klopp et al. (2019, p. 18) observed
that city authorities in Sub-Saharan Africa tend to have “a bias towards large, physical
infrastructure such as roads as opposed to the more politically complex task of managing a
reorganisation of public transport and planning.” However, instead of alleviating congestion,
these car-oriented investments compounded congestion. Thus, such strategies address the
symptoms of the problem instead of the underlying issues. The result of which manifests in the
form of rise of informal transit and decline of formal transit. Between 2005 and 2015, the
percentage of public transport in Africa decreased from 74% to nearly 50%. This decline will
continue unless public transport system is improved (World Bank, 2020).
1.1.1 A Neglected Need
Just like other Sub-Saharan cities, Accra has witnessed several planning interventions that
have influenced its current public transport system (Agyapong & Ojo, 2018). Accra’s current
transport system has evolved from one that was marked by a formally planned and managed
system that was operated with large buses which enjoyed state monopoly to the present one
that is dominated by individual private operators. These individual private operators constitute
the informal transit system. Between the mid-1970s and the late 1970s, the Omnibus Services
Authority (OSA), a quasi-government body, operated a planned and efficient public bus
transportation system in all of Ghana's main cities (Addo, 2002). By the early 1980s, however,
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this heavily subsidised government service had nearly ceased to exist, as bad management
and national economic downturn necessitated substantial reductions in government assistance.
Thereafter, the government established the City Express Service to supply affordable intercity
and urban transportation. This formal transport service likewise collapsed in the 1980s. In the
early 1980s, as part of Ghana's Economic Recovery Programme (ERP), the government
divested itself of its public investment in bus operations (Addo, 2002). Therefore, the duty for
operating bus services in places such as Accra was transferred to the private sector in the
country. This period represents the beginning of the age of Ghana's iconic 'trotros,' and shared
taxis which have since evolved into the backbone of the country's current public transportation
system. In addition to the neglect of the public transport sector by policymakers, formal transit
became less and less able to meet the transport and accessibility demands of many urban
residents because of urban sprawl (Agyemang, 2015). Urban sprawl favoured the growth of
the informal transit which typically relies on small vehicles which are more suited to serve lowdense sprawling suburbs (Agyemang, 2015). Informal transit emergence to fill the mobility gap
created by the state’s neglect confirms the assertion: “Transport is so essential to urban life
that people will develop it with or without government help.” (Evans et al., 2018, p. 675).
However, despite the advantages, public transport left in the hands of informal operators is not
without unwelcome consequences. The expectation at that time of divesting public transport
provisioning was that deregulation would increase competition which would in turn produce
better transit quality and more affordable fares through the provision of a broader range of
public transport service types (Addo, 2002). However, this was only the case in the short term.
In the long term, trotros and taxis became the dominant means of public transport while the
overall qualities of the public transport system worsened. Informal transit systems are
frequently singled out as a key contributor to urban transport challenges such as congestion
(Accra Metropolitan Assembly, 2019; Ministry of Transport, 2018). Studies elsewhere have
found that it contributes to congestion, pollution and that the accompanying delays and fatigue
passengers endure negatively affect their productivity (Olvera et al., 2012). The manner these
operators function affect the quality and coverage of public transport system. This manifests
in the form of widespread traffic congestion which take away hours from people’s days. The
informal transit operators supply services under a competitive but often poorly regulated
conditions. Trotro (minibus) is the most prominent of the informal transit services. Majority of
the minibuses are old and poorly maintained. The typical carrying capacity of trotros is 12-15
passengers. Residents with the financial means tend to avoid using trotros if feasible. This has
resulted in the rise of the number of private vehicles in the city, aggravating congestion even
further. This development affects the poor disproportionately (World Bank, 2020). Thus, the
urban poor in particular, city’s mobility is hampered by a lack of easy access to different
sections of the city. This confines them in a perpetual state of ‘transport poverty’.
1.1.2 The Planning Responses
According to Cervero (2000) city authorities’ responses to informal transit can range within 4
policy positions.
(i) Prohibition: (banning informal transit to shield formal transit from competition or to
improve transit quality) Besides that, because an inverse relationship between wealth and
informal transit prevalence exists considering that informal transit is most prevalent in the
world’s poorest countries, cities may attempt to prohibit informal transit to portray a modern
and first-world image (Cervero & Golub, 2011).
(ii) Acceptance: (accepting informal transit operations while failing to regulate it). Acceptance
thus entails a scenario where no action is taken about informal transit.
(iii) Recognition: (market entry is not regulated but service is regulated). Formal authorities
exercise small amount of enforcement through rules and safety standards. However, the
informal transit system is permitted to self-regulate the transport market and compete.
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(iv) Regulation: (market entry and service are regulated).
In Accra, planning responses to trotro and taxis has traditionally been in the acceptance part
of Cervero (2000)’s policy position. In recent times, after the attempts to implement the Bus
Rapid Transit (BRT) system in Accra, the policy aim has shifted towards recognition and
regulation. Instead of attempting to replace trotro with BRT, policymakers now recognise its
value as the future of public transport. As such they now show interest to better integrate
informal transit with formal transit such as BRT (Ministry of Transport, 2018). Meanwhile, it
should be noted that prohibition has been applied to certain informal modes such as motorbike
taxis since 2012 (Road Traffic Regulation 2012, L.I. 2180. 128 (Gha). Despite the legal
prohibition, motorbike taxis operate illegally in some parts of the city (Oteng-Ababio &
Agyemang, 2015).
1.1.3 Use of Terms: Informal Transit Vs Paratransit
The terms ‘informal transit’ and ‘paratransit’ are commonly regarded synonymous in literature
(Behrens et al., 2021). Even though they refer to the same transit sector in the developing
world, some writers employ these terms distinctively. The connotations of these terms differ
slightly and the usage of either ‘informal transit’ or ‘paratransit’ has accompanying limitations.
For instance, paratransit has developed a distinct meaning in the United States, referring to
the provision of transport services alongside conventional mass transit (Behrens et al., 2021).
This could be flexible transport services for disabled individuals. Meanwhile, in the developing
world, the sector outside conventional mass transit is the dominant transport while
conventional transit constitutes a small fraction of the transport system. Hence, using
paratransit to describe this transit system would be problematic. Besides, not all paratransit is
informal. Cervero (2000) believes that the word “informal” transit (transport) is the most
appropriate term considering that it better captures the relaxed (in terms of regulation),
unofficial nature of this transport sector. In view of these limitations, and for the sake of
consistency, the term “informal transit” would be utilised in this thesis. The only exception
would be when this thesis is closely referencing the work of others. This term is used with the
understanding that it could likewise be criticised. For instance, some aspects of informal transit
services could be formalised such as compliance to taxes. In spite of this, informal transit is
still appropriate considering that it better reflects the minimal regulation and organisation by
public officials as well as the informal nature of operation of this sector. In many parts of the
world, informal transit is referred to by different local names. For instance, in the Philippines,
it is called “Jeepneys” while it is called “Danfo” in Nigeria (Kumar et al., 2021). In Ghana,
informal transit service such as the minibus is referred to as “trotro”.

1.2 THE PROBLEM
Unlike cities in the Global North, discussions on passenger transport integration in cities in SubSaharan Africa is at a much less advanced stage (Olvera et al., 2015). In the cities of SubSaharan Africa, where the most of urban journeys are performed via informal transit, neither
the public authorities nor the operators tend to show keen interest in integration. This is
because the highly fragmented nature of the informal transit providers among others makes
the task of integration in the Sub-Saharan context more complex (Cervero & Golub, 2007;
Olvera et al., 2015). Considering this, Haas (2019) asserts that integration is typically carried
out within formal transit providers. However, to be genuinely effective, integration should be
expanded to incorporate both formal transit and informal transit system which may be difficult
to manage (Haas, 2019). Currently, in many cities in the developing world, public transport
modes share little synergy considering that they are ran by separate entities (Moyo et al.,
2021).
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It is important to also note that particularly in certain West African cities, attempts have been
undertaken to re-establish urban bus services (Ali, 2010; Godard, 2013). Typically, these
initiatives amount to nothing more than governments acquiring new bus and handing them
over to private or state operators without addressing the underlying challenges of competition
from informal transit modes, and operational efficiency (Venter et al., 2020). For instance, in
Accra, attempts were made to introduce and establish a Bus Rapid Transit in 2007. Introducing
BRT in Accra in 2007 was an opportunity to take steps towards integration to improve the
multimodal qualities of the city’s transport system (Quansah, 2018). This is because BRT
initiatives open up space for planning authorities to engage with the informal transit system in
a discussion for reform and chances for collaboration (Klopp & Cavoli, 2019). However, the BRT
project in Accra was less successful. One of the reasons cited for this is that it was not
appropriately integrated with the informal transit system (Quansah, 2018). In Accra, the
informal transit constitutes about 70% of intra-city trips (Lamptey, 2018). Hence, neglecting
them in transportation plans might be an expensive mistake (Haas, 2019).
The lack of transport integration results in certain challenges. In most African countries,
including Ghana, because informal transit operators frequently fall outside of the official
regulated sector, transportation plans tend to ignore them (Haas, 2019). The lack of regulation
and integration tends to contribute to problems such as congestion due to oversupply (Haas,
2019). For instance, even though traffic congestion in Accra is attributed to many factors, one
of the underlying drivers of congestion in Accra is the lack of integrated mobility planning which
includes multimodality (Ministry of Transport, 2018). Also, the lack of integration minimises
the ability of different public transit services to be complementary as components of a
multimodal system (Olvera et al., 2015).
Improving the informal transit system and better integrating it into the formal transit system
will assist in improving public transport quality and in turn help reduce reliance on car
(Hernandez et al., 2015). Vuchic (1999 as cited in Saliara, 2014) confirms that integration is
critical to enhancing transit service quality and attracting ridership. Integrated system with
formal transit and informal transit systems working together have the potential to better serve
user’s travel needs (Hidalgo, 2021). For instance, with its flexibility, informal transit systems
are ideally suited to service the populations of low-income residents living on the low-density,
outskirts of major cities. Furthermore, it is not ideal for formal transit trunk-line services to
adequately serve these places, both quantitatively (bigger buses struggle to handle the curving,
unmaintained roads that serve these areas) and qualitatively (tacit knowledge and relationships
developed over years of providing informal service enables drivers to predict when and where
passenger demand would be present) reasons (Alcorn & Karner, 2021). This demonstrates
that integration of formal transit and informal transit system can be complementary. However,
achieving these calls for contextually appropriate ways to engage and integrate informal transit
services within planning. However, not much research have looked into that. Ghana’s Ministry
of Transport has launched an ambitious goal to improve the multimodal quality of Accra’s
transport system through integration (Ministry of Transport, 2018). This is underpinned by the
ministry’s vision stated in a report by the United Nations Environment Programme “to gradually
develop a (transport) system where each type of vehicle has its place: minibuses, conventional
buses and possibly BRT” (United Nations Environment Programme, 2015, p. 34). It is critical
to note this is a step forward in address key problems in Accra public transport system.
To achieve a transport system where each mode has its place, it is important to take into
account what Vuchic (1999) describes as a “balanced transportation system”. According to
Vuchic (1999) such a transport system is a multimodal transportation system which is
structured in such a manner that all travel options are coordinated, and each mode performs
where it is most physically and operationally efficient in order to give passengers the most
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convenient and cost-effective mode of transportation. Considering this, it is in the right
direction for Accra’s authorities to shift focus from attempting to totally replacing the informal
transit with formal transit such as BRT. Furthermore, based on lessons learned from the first
African cities that sought to replace informal transit services with BRT, it appears that complete
replacement is neither not possible nor desirable (Behrens et al., 2021). Thus, rather than
replacing informal transit, a critical policy task now is to improve informal transit and better
integrate it formal transit to form a multimodal public transport system that is complementary
(Behrens et al., 2021).
Scholarly works on transport integration typically focus on the Western and Asian context
(Jackiva & Budilovich, 2017; Kramarz et al., 2020; Toan & Van Dong, 2020). Academic
attention on transport integration in the Ghanaian context tends to focus on freight multimodal
integration and the integration of public transport with non-motorized modes (Joshua, 2015;
Okyere et al., 2019). In 2016, Accra started implementing the Aayalolo, the first formal transit
project which aimed to integrate informal transit operators within it (Asimeng, 2021). Ferro &
Behrens (2015) argued that considering the incremental nature of modern formal transit
projects such as BRT in Africa and the fact that their routes usually only serve a fraction of
origin-destination patterns, most passengers do not rely solely on formal transit for their
mobility needs. However, no study has looked how well integration measures are put in place
to facilitate multimodality between formal transit and informal transit and how this could be
improved. Considering this, this thesis fills an important gap by investigating how to integrate
formal transit with informal transit to improve multimodality in Accra.

1.3 SOCIETAL RELEVANCE
Many cities in the Global North are highly concerned about integration of various modes of
public transport to create a coherent multimodal system. On the other hand, in many cities in
the Global South, city authorities have traditionally shown little interest when it comes to
integration (Olvera et al., 2015). In these cities, informal transit accounts for majority of urban
trips (Olvera et al., 2015). However, this is changing in recent times. For instance, there is
now growing interest in integration in Accra by policymakers (Ministry of Transport, 2018).
Transport strategies based on integration are usually put forward by public authorities to reduce
car traffic and create more sustainable cities (Olvera et al., 2015). This thesis seeks to serve
as inputs into policy and planning interventions for integrating formal and informal transit
systems. As mentioned above, public transport system has an important role in reducing autodependency and in turn some of the externalities associated with it. Integrating public transport
system is one way to improve its quality and help check auto-dependency. Research also
demonstrate that improving transport integration has the potential to improve urban access
(Ferro et al., 2013). Ferro et al. (2013) argues that this in turn has equity implication
considering that public transport tends to be poor urban residents’ only viable mode for long
distance trips in many instances. Hence, improving accessibility through integration is in the
right direction towards equity and effective planning (Klopp & Cavoli, 2019).
This thesis focuses on Accra where integration is needed for numerous reasons. Accra
authorities still plan to reform the public transport system despite previous failed attempts.
One of the reform measures is to promote a Bus Rapid Transit, a formal transit (Ministry of
Transport, 2018). Representatives of the Ghana Urban Transport Project (GUTP) have shown
that the motivation for this include the following: (1) perennial traffic congestion, (2)
continuous financial backing of the World Bank (Poku-Boansi & Marsden, 2018). As noted
already, properly integrating formal transit service with the informal transit is key for its
success. Aside this, there is growing auto-dependency because of the decreasing appeal of the
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public transport which is largely fragmented (Agyemang, 2015). Hence, city authorities in Accra
have shown the interest to take integration steps and ensure cooperation among transport
service providers to create a unified, coherent multimodal public transport system (Ferro et al.,
2013). Such a public transport has been shown to have the potential to promote modal shift
from private cars to public transport to some extent (Saliara, 2014).
1.4 SCIENTIFIC RELEVANCE
The idea of integrating informal transit with formal transit systems seems to be well supported
in academic discourse but few studies can be found in the African context (Chandra et al.,
2013; Chowdhury & Ceder, 2016). As mentioned above, many African cities have decided to
promote formal transit through projects like the BRT. This is heavily inspired by the BRT success
stories of cities in Latin America (Agyemang, 2015). At the same time cities have shown interest
to integrate these formal systems with the indigenous informal transit system. Meanwhile, welldeveloped body of knowledge resources exists to support BRT implementation. This includes
academic analyses of formal transport systems and BRT operations (Agyemang, 2015; Hidalgo
& Gutiérrez, 2013; Mejía-Dugand et al., 2013; Pedro & Macário, 2016). On the other hand,
there is little academic attention on the ways of engaging informal transit operators in order to
integrate their service with formal transit. In addition to that, existing studies on integrating
informal transit with formal transit typically focus on Latin America and Southeast Asian cities
(Ardila-Gomez, 2004; Flores, 2013). Studies conducted in Africa have mainly centred on South
African cities (Schalekamp, 2017). Considering the limitations of the external validity of those
studies, it becomes necessary to look into integration of informal transit with formal systems
in Accra. Studies argue that integration activities tend to be context-specific and that what
works well in one city may not work in another city (Kumar et al., 2021).
Furthermore, a gap in current studies that have investigated integration is that they tend to
focus on integrating informal transit with formal systems in the context of BRT. It will be
interesting to look into what integration of formal transit and informal systems would entail
outside of the BRT projects (Plano & Behrens, 2021). The scope of this thesis is not limited to
integration within the context of BRT projects. Hence, this study contributes to an important
and current discourse in academia.

1.5 RESEARCH OBJECTIVE
To be able to address the societal and academic problem discussed in Section 1.1,
recommendations on how to better integrate formal and informal transits to improve
multimodality in Accra need to be made. As a follow-up to the research problem, the research
objective is stated below:
Research Objective: This study seeks to make recommendations on how to integrate formal
and informal transits in Accra to enhance multimodality.
To do this, how formal and informal transit systems function in Accra will be explored as part
of this research. It is critical to understand the current state of how formal and informal transit
systems function before looking into appropriate arrangements to better integrate to improve
multimodality. In addition to that, the current practice of formal transit systems in integrating
informal transit systems will be assessed. This study will explore the current practice of
transport planning at the local level by looking into the development plan and implementation
practices of formal transit service. This study will thus identify how well the formal transit
systems include measures to integrate in its plans and implementation. Considering that it is
recommended that formal and informal transits integration require contextually appropriate
arrangement instead of merely replicating international best practices (Klopp & Cavoli, 2019;
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Salazar Ferro et al., 2013), this study will also look into the reactions of Accra’s informal
transport operators in responding to integration with formal. In so doing, this research will
help provide insight on the possible appropriate arrangements for integration to improve
multimodality.
Research Questions
The following research question is generated to address the problem statement and the study
objective:

Main Question: How can the integration of informal transit within formal public
transport infrastructure and planning systems enhance multimodality in Accra?
This research question will be answered by using the following 3 sub-questions.
Sub-Questions
1. How do formal and informal transit systems function?
2. How integrated (physical, network, operational and organisational dimensions) are the
formal and informal transit systems?
3. What are the possible and appropriate arrangements for integrating formal and
informal transit system to enhance multimodality?

1.6 ORGANISATION OF THESIS
This thesis is organised in five chapters, beginning with an introduction that includes the
context of the study, problem description, relevance of the study, research objectives and
questions to be answered by the thesis. The first chapter is followed by the theoretical
framework in Chapter 2. Chapter 2 explains the key concepts used in this study by reviewing
existing literature. The third chapter deals with an explanation of the methodology of this
thesis. This chapters examines in depth the research design and methodology; data collection
methods and how ethical issues were dealt with. The fourth chapter presents the detailed
results of this thesis from both primary and secondary sources. The fifth chapter presents the
conclusions and discussions of the interpretation and implication of the results and conceptual
framework as well as the limitation of this study and recommendations for future research.
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2.0 THEORETICAL FRAMEWORK
Introduction
This section describes the theoretical framework adopted in this thesis. The concept of
multimodality and theories of transport integration are used to analyse integration between
formal transit and informal transit. The theoretical framework helped framed the research
questions specifically.
2.1.1 Defining Multimodality
In mobility studies, multimodality concept is used (1) to portray transport systems; (2) as a
transport policy strategy; (3) and to characterise a person's travel behaviour which involves
the use of many modes of travel (Groth, 2019; Groth & Kuhnimhof, 2021). It is interesting to
note that most transportation studies focus on multimodality as a facet of an individual’s travel
behaviour (Groth & Kuhnimhof, 2021). However, this thesis focuses on the application of
multimodality to portray transport systems. Further, multimodality is going to be seen
particularly for the integration of formal transit and informal transit systems which constitute
the public transport system in Accra. How this thesis conceptualises multimodality is based on
the following.
According to van Nes & Bovy (2004) multimodality as a transportation system is:
a system that offers different transportation modes (in a vehicular or functional sense)
connected by interfaces (e.g. stations) that facilitate transfers between the distinct
modal services. Larger transit systems are hierarchically organized as multi-level
systems with short distance, low-speed access and feeder services as a bottom level
service layer up to long distance, high speed services as top level service layer. A
multilevel transit system is by definition a multi-modal system, even if it uses the same
vehicle type (e.g. bus) at all levels. (p.227)

It is important to note from this definition that a public transport system with multiple level
(such as trunk level and feeder level) can still be considered a multimodal system even if it
uses just buses. It should also be noted that many multimodal transport system do not perfectly
fit van Nes & Bovy (2004)’s definition in the sense that the modes within the system are not
well coordinated and connected by interfaces. Such multimodal systems are fragmented
because of the lack of coordination among multiple modes agencies within it (Vuchic, 1999).
This is often the case in cities in the developing world where public transport services are
provided several informal operators. Even though having wide diversity of public transport
modes is good for urban areas, fragmented multimodal transport system often results in
transport services which are poorly understood and utilised inefficiently (Wright, 2004).
A multimodal transport system can be enhanced through integration to improve efficiency of
transit trips. This typically entails timetable, network, information and fare coordination.
Buchari & Permana (2010) illustrated the essence of integration in a multimodal transport
system when they pointed that there will be inefficiencies in the system if for instance, trains
and city buses run on the same track because of the rise in the number of vehicles. According
to them, the system efficiency will be enhanced when public transport modes have defined
tracks to make them complementary. Achieving this requires coordination or planning among
service providers (Vuchic, 1999). Hence, developing transport strategies and plans should
consider the interdependence of modes and their unique characteristics (Givoni & Banister,
2010).
Improving multimodality is also key for dealing with competition between public transit
services. Agyemang (2015) has noted the possibility of minimising competition between formal
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transit mode such as BRT and informal transit mode such as the trotro in Greater Accra
Metropolitan (GAMA) through the creation of a multimodal system.
In the case of GAMA, in order to avoid unhealthy competition between the BRT system
and the remaining trotro operators, it should be possible to create a multimodal system
of main and feeder lines in densely settled districts and in the more dispersed areas of
GAMA. While the main lines are served by the former, the latter could concentrate on
collecting passengers on the feeder lines. This would provide a versatile form of public
transportation with the added flexibility of catering for various access needs and an
unlimited range of locations throughout GAMA (Agyemang, 2015, p. 36).

Multimodality is also seen a transport policy strategy. A multimodal transport policy strategy
involves the consideration of different modes to improve the multimodal supply of the transport
system (Groth & Kuhnimhof, 2021). Improving the multimodal quality of the transport system
through such policy strategies seeks to increase multimodal travel behaviour (Groth &
Kuhnimhof, 2021).
Having considered these different notions on multimodality, I develop the following threshold
for multimodality for this thesis. Multimodality is a property of a public transport system that
offers different transportation modes, specifically formal transit and informal transit (in a
vehicular or functional sense) connected by interfaces (e.g., stations) that facilitate transfers
between the distinct modal services. The multimodal quality involving formal and informal
transit systems is improved when the components of these systems are well-integrated to
create a coherent, efficient system (Chowdhury & Ceder, 2016). Improved multimodality is
important to reducing competition between public transport modes. This begs the question,
what are the processes involved to improve the multimodality in Accra such that formal transit
and informal transit complement each other? This is where integration is key. Integration for
this thesis is considered as a process to improve the multimodal qualities of Accra’s public
transport system. Section 2.1.2 describes integration deeply.
2.1.1.1 Involved Modalities
As explained in the previous sections, this research involves formal and informal transit
systems. These constitute different types of modalities. The groups and modalities of
importance for this research are:
• Formal transit
o BRT
o City bus (e.g., Metro Mass Transit which is a scheduled bus service)
•

Informal transit
o Trotro (minibus)
o Taxi cab

It is apparent that the modes focused on in this thesis neglects other formal transit modes such
as rail and informal modes such as commercial motor bicycles. The justifications for which
include the following. Rail transport is almost non-existent in Accra and Ghana in general.
Informal modes such as the commercial motorcycle is also neglected considering that their
operation has been banned in Ghana. Besides, there is no indication that policymakers in Accra
intend to integrate it within formal transit system. Thus, the involved informal transit modalities
are those that are within the “acceptance” and “recognition” phase of Cervero (2000)’s range
of policy responses as describe in Section 1.1.
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2.1.2 Transport Integration
To address the issue of formal and informal transit integration, the Concept of Transport
Integration is very vital. It is important to note that transport integration interventions are
considered a response to market failure.
In perfectly competitive markets, there should be no need to address integration, as
the market forces will bring about all the necessary integration. But, transport markets
(in reality) are not perfect and so interventions are needed to address market failures,
distortions, externalities and social inequalities (Givoni & Banister, 2010, p. 343).
Transport integration has multiple meanings. It can refer to internal integration, which is
integration among the various components of a transport system. This aims to achieve an
internally consistent transport system (Olvera et al., 2015). It can also refer to integrating
transport policies with other sectors such as land use and access to health care (May et al.,
2006; Preston, 2010). This thesis deals with internal integration.

Integration encourages the use of multiple modes of transportation to complement one other
rather than compete, thereby making multi-modal travel easier (Potter & Skinner, 2000).
Integration is thus a means to an end, not an end in itself. May et al. (2006) asserts that
integration should not be considered as a final outcome. Instead, it should be seen as one of
the ways to improve the quality of the public transport system. It is also important to note that
integration can occur between some or all public transport travel options (Barua et al., 2013).
This thesis considers the integration of informal transit and formal transit. Various definitions
of transport integration have been summarised in the Table 1.

Table 1:
Definitions of Transport Integration
Term

Definition

Key dimensions in Modal Dimension: including policy packaging,
the
notion
of coordinated timetabling, common ticketing,
integrated
multimodal travel information and planning
transport policy
and
the
interoperability
of
transport
equipment.

Source
Based on: Potter &
Skinner (2000), Stead
(2003),
Underdal
(1980) and Vigar &
Stead (2003)

Integration
(in The organisational process through which the NEA et al. (2003)
public
transport planning and delivery of elements of the
context)
transport system are brought together, across
modes, sectors, operators and institutions,
with the aim of increasing net social benefits.
Integration ladder 8. Integration of policy measures
7. Integration of policy sectors
6. Institutional and administrative integration
5. The integration of environmental issues in
transport policymaking
4. Integration with social objectives
3. Integration with market needs
2. Modal integration

Hull (2005)
(Hull
considered
horizontal
integration
1–3
as
achievable,
but
vertical integration 4–8
as much harder to
achieve)
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1. Physical and operational integration of public
transport
Integrated
Transport (as a
scalar,
starting
with the lower end
of the scale)
Dimensions
Integration

Functional or Modal Integration: a policy Potter & Skinner (2000)
enabling different travel modes to complement (which elements of the
each other, making multimodal journeys policy enables?
easier.

of Physical
Network
Operational
Institutional/Organisational

Haas (2019)

Integration
of It is organisational process by which elements (Solecka & Żak, 2014)
Urban
Public of the passenger public transportation system
Transport
(network and infrastructure, fares and
ticketing systems, information and marketing
components) and a variety of carriers who
serve different transportation modes, interact
more closely and efficiently, to generate an
overall improvement in service quality level
and enhanced performance of the combined
public and individual transportation
Categories
of (1) Network integration
Integration Public (2) Fare and ticketing integration
Transport
(3) Information integration
Systems
(4) Physical integration of stations
(5) Integrated timed-transfers.

Chowdhury
(2016)

&

Ceder

Based on the definitions of integration in Table 1, transport integration can be broadly divided
into two. These are integration at the level of actual travel activities (physical, network and
operational) and integration at organisational or policy level. To achieve integration at the level
of actual travel activities, the integration process should be initiated from the organisational or
planning level. The level of actual travel activities essentially responds to the goals and
expectations set by those who manage the transportation system.
It can be seen that one similarity these definitions have is that they incorporate Hull’s (2005)
first rung of integration basic level of integration (physical integration). However, achieving a
transport system where different modes complement each other demands integration at other
levels. This calls for a more comprehensive definition of transport integration. The overall goal
is to ensure that the most appropriate mode is used for travel activities (Givoni & Banister,
2010).
A large portion of the literature on transportation integration is based on the narrow framework
that perceives the transportation system as a closed system and where integration is defined
as improving the travel experience on one mode or between modes (Givoni & Banister, 2010).
This is often referred to as physical integration or integration at the level of actual transport
activities. On the other hand, Hull (2005), for instance, took a much wider interpretation of
integration. He includes the context of decision making and policy integration. That said,

11

considering the integration of informal transit and transit, this thesis will not focus on higher
rungs which deals with transport integration with other sectors as shown in Hull's (2005)
Ladder.
As a result of the challenges in obtaining integration at the higher levels, according to Givoni
& Banister (2010), complete integration appears to be an overly ambitious theoretical goal that
may not be realised in practice. Instead of integration at the higher levels, the focus should be
on terms like "coordination" and "cooperation," which may convey many of the same benefits
as complete integration (Givoni & Banister, 2010). It is therefore necessary to make a clear
difference between integrating institutions on the one hand and the physical integration of the
various parts of the transportation system on the other side.
In this thesis, integration will be conceptualised in four dimensions, namely: physical, network,
operational and organisational. Olvera et al. (2015) points that physical, network and
operational integration’s goal is to facilitate transfers between travel modes and thus encourage
the use of different modes. This can be as a result of close physical location and integrated
schedule for instance (Potter & Skinner, 2000). Chowdhury & Cedar (2013 as cited in
Chowdhury & Ceder, 2016) confirms that achieving the levels of integration mentioned above
increases public transport users’ tendency to be multimodal. A breakdown of the four
dimensions of integration is provided below.
1. Physical: Physical integration refers to less complex hard-infrastructure integration
that provides easy access and interchanges between different means of transport such
as between formal transit and informal transit. It refers to the planning of stops,
stations and transfer centers (Saliara, 2014). This includes establishing stations that
serve numerous modes including informal transit and formal transit. According to Haas
(2019), in practice, this is a relatively easier type of integration. The goal of integration
in this dimension is to carefully plan the system through appropriate stations and stops
design in order to facilitate transfers and reduce discontinuities within the system
(Saliara, 2014). Physical integration is therefore required for good multimodal travel
experience. However, a real integration would not be occur if the modal transfers are
not seamless and coordinated. Hence, other levels of integration should be in place.
These are described in subsequent paragraphs.
2. Network: This refers to major hard-infrastructure investments that seek to enable
interoperability between modes of transportation. This entails planning of the network
such that public transport modes are connected and coordinated efficiently. Network
integration also involves developing a clear hierarchy and structure of the transport
system such that public transport modes have defined roles. This includes aspects such
as designating roads for feeder services and for trunk routes. The goal of network
integration is to ensure that travel modes complement each other (Saliara, 2014) and
thus improve the multimodal property of the transport system. Further, restructuring
and integrating the routes can help reduce wasteful duplication of services between
formal and informal transit modes. According to Solecka & Zak (2014) the existence of
multimodal terminals and common stops is an indicator of network integration.
Hierarchically organised networks with main modes being complemented by feeders is
another indication of network integration (Potter & Skinner, 2000). Integrated network
and physical infrastructure make it easier for operators to provide service with
coordinated schedules to reduce waiting time and promote quick transfers (Solecka &
Zak, 2014).
3. Operational: This encompasses soft-infrastructure aspects such as routing alignment,
aligning timetabling, ticketing and fares, and providing information to users on the
connection between modes. Saliara (2014) describes this dimension to consist of
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coordination of the transport system such that users experience minimum disruption in
space and time to encourage smooth and seamless public transport services. For
instance, transfers can be expedited with synchronised schedules of different public
transport modes. Operational integration measures can shape the reliability of the
public transport system. Reliability (with regards to time) has been shown to be an
important element in shaping user’s perception of various public transport modes and
in turn how they use them (Saddier, 2017). Consistent travel time information and wellcoordinated transit timetables would aid travellers in planning their trip in advance. A
commuter will choose between modes and routes to reach their destination. This will
provide access to a more equitable distribution of transportation advantages by making
a number of choices available. However, the full transfer of benefits to economically
disadvantaged groups will not occur if these joint travel decisions are not supported by
affordability. Fare integration is required for convenient multimodal experience. Not
only will an integrated fare eliminate the trouble of reserving separate tickets, but it
will also make the entire trip more economical. In an effort to make transit more
appealing, the majority of integrated fare systems provide subsidised fee rates for
longer and multimodal routes.
4. Organisational: Integration manifests in organisational systems that closely link the
operation of several modes of transport. This dimension of integration is considered the
most difficult (Haas, 2019). A city’s public transportation system comprises of several
components including public transport modes and their related physical infrastructure,
network, operational measures such as fare structure for each mode. These functions
and components are often governed by agencies that work independently or with
remote assistance. Integration can only be possible if transport organisations and
operators eliminate silo-thinking and adopt a system-oriented approach (Olofsson &
Freij, 2017). Organisational integration is defined as the “special arrangements and
contracts between the stakeholders ensuring their interest and commitment to the
system’s performance” (Saliara, 2014, p. 3). Organisational integration comprises
cooperation between or even merger of various agencies responsible for mass transit
at various levels of government, as well as private transport providers. This corresponds
to the fourth rung of Hull’s Ladder. Saliara (2014) argues that the collaborative
approach used by parties involved in forming cooperative agreements is critical to
managing the tensions of organisational integration. To effectively achieve
organisational integration, Rivasplata, as cited in Saliara (2014) argues that it is
necessary to have a unified planning authority to define the goals for multimodal
integration and strike a balance between the commercial interests of the public
transport providers with the needs and expectations of the users. Typically,
government-regulated or formal modes of public transport are incorporated in
integration attempts. However, Haas (2019) contends that an effective integration
strategy should incorporate both formal and informal transportation providers, which
may be more challenging to coordinate. In a nutshell, organisational integration is a
prerequisite for the other levels of integration which are operational, network and
physical integration to be truly successful. As noted already, the outcome of which
should enhance multimodality. Moreover, in the context of organisational integration,
several levels of integration can be accomplished. According to Saliara (2014) they
include the following: “Tariff organizations’’ is at the basic level and it entails contracts
for shared fares and revenue allocation. Second, “Transit communities” focuses on route
and timetable coordination. Finally, “Transit federations” entails for total integration of
“all services and agencies on governing, resourcing, planning, managing, coordinating
and promoting the system as one body” (Saliara, 2014, p. 3).
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Table 2:
Overview of the Dimensions of Integration and their variables
Physical
Integration
Location of stations
and stops

Network
Integration
Harmonisation
routes

of

Operational
Integration
Schedules
Integrated ticketing &
Fares

Organisational
Integration
Arrangement
between
transit operators
Existence
of
an
independent authority for
the
coordination
of
functions and cooperation
of operators

Transfer information
Note: Based on Haas (2019; Saliara, (2014)
In short, after considering various perspectives of Transport Integration, for this inquiry,
Transport Integration refers to the alignment of physical, network and operational aspects of
modes of mobility, facilitating the use of different modes which enables them to be
complementary. This is made possible by organisational integration which may involve
coordination and collaboration between transit operator and independent planning authority.
Integration thus is measured in the dimensions of integration and the end outcome must lead
to (integrated) multimodality. To enhance multimodality, it is crucial to minimise the time, cost
and uncertainty associated with making transfers (Kingham & et.al., 2001). To do this, Saliara
(2014) recommends “Transfer integration.” Transfer integration is a “particular combination of
network, schedule, and physical integration, applied carefully for transfer points and intermodal
stations. It aims at ease and comfort through station design, convenient walking paths, station
amenities, schedule coordination, and reduction in waiting, walking and dwell time” (Saliara,
2014, p. 4). Thus, it can be argued that network, schedule (operational) and physical
integration are crucial for enhancing multimodality. For instance, strategically arranging
transfers within the network can improve access to different modes. Also, including transfers
into the route network can minimise duplication and promote more efficient operation (Ibrahim,
2003). It has been reported that network integration is part of the key measures for achieving
Singapore’s multimodal transport system (Lam & Toan, 2006).

2.1.3 Formal and Informal Transit Systems
Public transport systems in the developing world are usually categorised into formal and
informal (Mateo-Babiano, 2016). Integrating to improve multimodality would thus entail formal
transit system incorporating informal transit mode into its planning and adjust its service
planning accordingly. Formal transit is often referred to as planned or scheduled mobility
service. The implication of which is that public (or private) companies of a formal system offers
transport services based on the regulation defined by the relevant city transport authority.
According to Ferro (2015) “Formal transport operators develop their networks in line with the
service quality standards imposed by their governing authority”. In addition to that, formal
services are typically subsidised in order to offer relatively low fares. In short, for this thesis,
formal transit is defined as a scheduled or planned transit service where the market entrance
and operation of transit are highly regulated by the relevant city transport institution(s).
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Informal transit on the other hand is considered more difficult to define (Tun et al., 2020). It
is typically defined as a transport service that takes place without the participation of the official
authority both in terms of market entry and in terms of the methods of operation (fares,
timetable among others) (Heinrichs et al., 2017). However, the appropriateness of this notion
of the informal system has been questioned. For instance, Roy and AlSayyad (2004) contends
that formal regulation is not completely absent from the informal system.
In view of this, other scholars define informal transit as “flexible mode of passenger
transportation that does not follow fixed schedules or service spans and is provided by
numerous small private businesses without contractual obligation to a regulatory authority.”
(Behrens et al., 2021). Scholars such as Jennings and Behrens (2017) add vehicle type as part
of the defining elements of informal transit. They define informal transit system as “demandresponsive, unscheduled, and flexible public transportation services provided by self-organized
small operators, in small to medium-sized motorized or nonmotorized vehicles, generally
without effective regulatory frameworks (Tun et al., 2020). The flexible and unscheduled
qualities as well as self-organisation nature of small private service providers attribute of
informal transit seem to be the common denominator of defining informal transit and hence
used for this thesis. Therefore, informal transit encompasses wide ranges of modes which are
not part of government provided transit system.
It is important to also note that several terms such as ‘paratransit’, ‘artisanal transport’,
‘unregulated transport’, ‘illegal transport’ are sometimes used to refer to informal transit in
literature which reflects differences in how informal transit is defined. Despite the lack of a
precise and consensual definition of informal transit, it is generally accepted that they are
individually or privately developed transit service that benefits from the low or non-existent
regulatory frameworks (Ferro, 2015).
For this thesis, formal transit and informal transit are differentiated and defined in terms of
service offered, regulation and ownership structure. To understand how the formal transit and
informal transit systems function in Accra, the following will be investigated: the service
offered, regulation and ownership.
Ferro (2015) frames the integration of informal transit and formal transit as having the potential
to be complementary. Ferro and Behrens (2015) argue it is possible to have both official and
informal services coexist in a complementary system, and that this system is capable of
enhancing equity and sustainability in public transportation networks. With its flexibility,
informal transit systems are ideally suited to service the populations of low-income residents
living on the outskirts of major cities. Furthermore, it is not ideal for formal mass transit trunkline services to adequately serve these places, both quantitatively (bigger buses struggle to
handle the curving, unmaintained roads that serve these areas) and qualitatively (tacit
knowledge and relationships developed over years of providing informal service enables drivers
to predict when and where passenger demand would be present) reasons (Alcorn & Karner,
2021).
In view of these, if informal transit is severely restricted or removed through formalisation,
residents at a city's outskirt who are impoverished and rely on informal transit services
accessibility may be adversely affected (Ferro & Behrens, 2015). As a first step in establishing
this possible complementary relationship between the formal and informal transit
transportation sectors, it is essential to recognise the value of the informal transit system.
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2.2 CONCEPTUAL FRAMEWORK
To understand how to integrate informal transit system within formal planning and
infrastructure system to improve multimodality, the Concepts of Integration and Multimodality.
It is important to note that integration is considered as a process and not an overall aim or
outcome (May et al., 2006). The objects for the process are the formal transit and informal
transit. Integration in the context of this thesis seeks to remove barriers between formal and
informal transit systems to enhance multimodality. This often requires organisational
integration or coordination between transport organisations to achieve integration at physical,
network and operational dimensions. Stated differently, physical, network and operational
dimensions of integration to be truly effective, it is essential that there is an underlying
organisational integration to shape the direction of formal and informal transit systems towards
an integrated system. Integration is considered a means to enhance multimodality for this
study (see Figure 1).
Figure 1:
Conceptual framework
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3.0 METHODOLOGY
INTRODUCTION
This chapter describes the research methodological approach that will be used to achieve the
objectives of this study. I elaborate on the scientific procedures I will adopt to collect, analyse,
interpret and present data.
3.1. RESEARCH DESIGN
This study adopted a case study design to investigate the integration of Accra's formal transit
and informal transit to improve multimodality. The case study design focuses on the
convergence of numerous data sources, making it an ideal method for this study (Yin, 2003).
Besides, according to Yin (2003), when questions such as "how" and "why" are highlighted,
when the researcher has a limited influence over events, and when a contemporary
phenomenon in a real-world context is the subject of the study, case studies are the ideal way
to collect and analyse data.
3.2 CASE SELECTION
The case that was investigated for this thesis is in Accra, Ghana. The study area falls within
the boundary of the Accra Metropolitan Assembly (see Figure 2). The justification for choosing
Accra for this study includes the following. Over the past two decades, numerous Sub-Saharan
African cities including Accra’s public transportation policy focus has been on the BRT model.
This was inspired by the BRT’s successes in Latin American. This model often involved attempts
to replace the existing informal transit system with BRT. However, due to its limited success in
Accra, policymaking in Accra has recently shown interest in integrating the informal transit
within formal transit regime like the BRT. This makes Accra an interesting case considering the
inadequate policy and research attention on integration of formal and informal transits.
Moreover, most research on formal and informal transits integration within Africa focus on
South African cities such as Cape Town (Behrens et al., 2021). It should be noted that the
context of South African cities is different from Ghana. For this reason, focusing on Accra in
this study promises to provide new or unexpected insights concerning transport integration.
This can also open up new directions for future research. Another reason for the selection of
Accra case is the researcher’s familiarity with the Accra’s context could be an asset. A limitation
of some previous studies conducted in similar contexts in Africa is that the researchers had
limited knowledge on the local context because of their western background (see for example:
Alcorn & Karner, 2021; Messner, 2020). They noted that this and language barrier posed a
constraint in interpreting findings and getting participants for interviews and surveys.
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Figure 2:
Accra Metropolis, The Study Area

Note: map was based on Ghana Statistical Service (2014).

3.3 DATA COLLECTION
Behrens et al., (2021) demonstrate that lack of research and unavailability of data is apparently
a persistent and issue for studies on the informal transit system. In light of this challenge, this
thesis drew on secondary, primary research findings as well as the author’s own knowledge
and experience of informal transit in Accra. This research employed qualitative approaches to
collect and analyse data, which involves document analysis and semi-structured interviews.
The reason for the method adopted is because of the nature of the research problem and
questions. It was also guided by previous similar studies which incorporated qualitative
approaches (see for example: Alcorn & Karner, 2021).

3.3.1 Document Analysis
Publicly available policy documents and reports from organisations directly involved in public
transport planning in Accra were collected and analysed. The documents were used to explore
how formal and informal transit systems function and how well formal transit system include
measures to integrate with informal transit system. The online database of institutions related
to transport planning in Accra and third-party database were searched. Forward snowballing
search was also carried out to identify relevant reports. Afterwards, the documents were
classified based on their relevance to the subject of this thesis. Only those with explicit
reference to formal transit and informal transit were chosen.
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The search terms that will be used include: “Accra informal transit integration” “Accra Trotro
policies”. These organisations include Accra Metropolitan Assembly transport department,
Ghana Highway Authority, Ministry of Transport, formal transit service providers, Greater Accra
Passenger Transport Executive (GAPTE) and Urban Roads Department. In addition to this,
reports from Accra’s public transport development partners such as the World Bank will be
analysed. It is important to note that no official documents of informal transit operators’ unions
exist. So, documents will not be retrieved from them for this analysis. Because of the paucity
of publicly available documents, interviews with relevant organisations were conducted to fill
in the gap. Moreover, I also made the interviewees to recommend key documents during the
interviews.
Following Bowen’s (2009) suggestion, it is important to note that documents were not
automatically deemed accurate, precise or complete recordings of happenings just because
they cover the issues of interest (See Appendix 1 for list of documents reviewed). The following
factors were taken into consideration to further screen the documents gathered before eventual
analysis. This was to ensure the credibility of the documents, acknowledge and address possible
biases.
1.)
2.)
3.)
4.)

Geographical scale of the document covered
The data used in the diagnosis
The planning and policy timeframe
Original purpose of the document and target audience

The next step is that thematic analysis dedicated to research questions 1 and 2 was
conducted on the relevant documents. The data was coded and analysed manually with the
aid of Excel. The data was thematically arranged and analysed based on the coding scheme
in Table 4.
Table 3:
Coding Scheme
Code Category
Formal and informal transit systems

Integration: Physical Dimension

Integration: Network Dimension
Integration: Operational Dimension

Integration: Organisational Dimension

Code Category Details and Subcodes
Descriptions about status of formal and informal transit
systems services
Quotes about the regulation of formal and informal transit
systems
Descriptions about access to facilities by formal and
informal transit systems
Descriptions about location of stations of formal and
informal transit systems
Descriptions about design of stations of formal and
informal transit systems
Descriptions and maps about integration of routes
Description about schedule of formal and informal transit
systems
Descriptions about measures on integrated ticketing
Descriptions about provisions of transfer information
Quotes about the creation or presence of an independent
authority to coordinate the integration of formal and
informal transit systems
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Quotes about arrangement between formal transit
authority and informal transit operators.

3.3.2 Literature Review
A review of the literature was conducted to gain further insights on SRQ 1-3. The primary focus
of this review was on empirical research published in peer-reviewed academic publications. For
the purpose of gathering accurate information, the search terminologies that will be employed
database such as Google Scholar, Scopus and Web of Science include: “Accra’s informal
transit”; “Accra’s public transport”; “Accra’s public transport integration” etc. After doing the
search, I employed qualitative judgement to determine which papers are relevant to the
research questions based on the abstract of each of the papers found. Those papers that were
cited by the relevant papers were also searched for and used when they are judged to be
relevant just like the initial publications searched for. This strategy helped the research to
identify the most influential papers in the subject of public transport integration in Sub-Saharan
African cities. Due to the fact that public transportation is a timely study issue, and that
progress occurs on an ongoing basis, I only included sources that were published between 2000
and 2022 for the literature review.

3.3.3 Semi-Structured Interviews
Due to the limited availability of policy documents and limited prior studies on this subject, it
is essential to examine the research goals by complementing the document analysis with semistructured interviews. Afterwards, I will triangulate the findings to develop a complete picture
of formal transit and informal transit integration in Accra. The results from the preceding
document analysis will serve as inputs in guiding the design of the interview guide.
A semi-structured interview to obtain primary data was chosen for this study because of the
following reasons. Semi-structured interviews allow researchers to ask interviewees follow-up
questions about their responses. Also, considering that this study seeks to collect data
concerning informal transit integration from different perspectives (such as operators,
policymakers), one set of questions will not be adequate for this endeavour as pointed out by
(Harrell & Bradley, 2009).
The interviews were divided into two parts. The first part will be different considering who the
respondent. Here, the questions will focus on the individual’s perspectives on how formal and
informal transit systems function and how well they are integrated. This part will also focus on
their personal (and/or organisation’s) involvement in either formal or informal transit systems.
The second part focused on the respondents’ views on how to better integrate informal transit
with formal transit to enhance multimodality. The interviews targeted professionals in the
formal and informal transit systems (see Table 4 for the list of participants). Users were also
surveyed. Qualitative survey was used to understand how users experienced integration. This
helped validate the findings from the interviews with the professionals. It also shed light on
what the appropriate arrangement for integration would entail (see Appendix 2 and Appendix
3 for the questions posed to professionals and users).
The interviews with the professionals were conducted via online platforms. All the interviews
with the professionals were conducted in English considering that they were proficient speakers.
However, users were surveyed in person in Accra by research assistants. It is important to note
that the research were trained and were made to simulate or pilot the interview with users
before they started work. Because travellers at stations and bus stops tend to be in a haste,
targeted respondents were those who were at their home or work area and were not in a haste
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or in a noisy environment. The only qualification for users to be surveyed was being a public
transport user in Accra and being 13 years or more. Transcription of the interviews was aided
by the MS Office Transcription tool. The software generated transcripts were manually
proofread. Afterwards, I manually coded and analysed the results with thematic analysis with
the aid of Excel.
Participants for the Interviews
Representatives from the following groups or organisations were interviewed.
Table 4:
List of Respondents & Justification for Their Selection

1

2

Participants
Adentan Municipality Transport Department

4

Accra Metropolitan Assembly transport
planning department
Ministry of Transport (Department of Urban
Roads)
Greater Accra Passenger Transport Executive

5

Informal transit service provider

6

Public transport users

3

Justification
Because Adentan Municipality is functionally
linked to Accra, its transport officers
participated in public transport projects in
Accra. So, they had knowledge on how the
system works in Accra.
It is the main transport planning agency in
Accra.
It sets the goal in transport plans and
policies.
It is the body established to facilitate
integration
in
Accra
and
adjacent
municipalities
Their interests and needs are critical for
successful integration process.
Their experience is key to understanding how
integration is actualised.

3.4 ANALYSIS
The data triangulation approach was used for the analysis. This means that the findings was
analysed from a variety of perspectives. The goal is to achieve a more reliable and valid results
from the interviews. By triangulation from multiple sources, this study can overcome biases
which may be introduced by interviews. The triangulation in this study will consist of (i)
triangulation of diverse data sources which are documents and interview; (ii) triangulations of
different people (that is interviewees will come from different organisations related to the
transport integration). The findings from the document analysis, literature review and
interviews were synthesised to answer the research questions.

3.6 ETHICAL CONSIDERATION
This research was carried out according to the following ethical guidelines.
Respondents’ participation in the interviews was voluntary. Consent was sought for interview
and recording. They were made to understand that they can retract their participation at any
moment. Also, it was also made clear to professionals interviewed that their views are
representing their organisations.
Furthermore, the only incentive that was given to recruit participants was to contribute to
science and transport policymaking. No monetary incentive was given.
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Finally, respondents were also assured that their names will not be disclosed in the report.
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4.0 RESULTS
This chapter triangulates and presents results from the analyses (document analysis,
thematically coded semi-structured interviews of professionals and users) in accordance with
the conceptual framework.
The Emergence of Integration of Formal and Informal Transit Systems in Policy
The document analysis reveal that the Ghana Urban Transport Project (GUTP) (which
commenced in 2007) was the first policy through which formal authorities embarked on a
journey to integrate formal transit and informal transit systems in Accra (The World Bank,
2017). The GUTP was financed by the World Bank. One of its objectives was to integrate
informal transit operators into formalised cooperatives to run a BRT service in Accra. In fact,
the whole Aayalolo system is based on the idea of trying to integrate or transform the
operations of the informal sector to take on the form of formal operation (Accra
Metropolitan Assembly planner, personal communication, May 2022).
We wanted at that point to solve the chaotic situation in the transportation sector in
terms of operations (Urban Roads Department planner, personal communication, May
2022).
The GUTP is hereby viewed by the professionals interviewed as a step to integrate the informal
transit system whose operations were largely unregulated. It is important to note that
successive policies also considered actions to integrate. Documents related them were also
analysed for this thesis. The successive key policies are: (1) Policies for Sustainable
Accessibility and Mobility in Urban Areas of Ghana (2018) (by the Ministry of Transport); (2)
Accra’s Resilience Strategy (by the Accra Metropolitan Assembly in 2019). Documents related
to these policies were analysed.

4.1 Function
Introduction
As discussed in Section 1.1, Accra’s public transport system comprises of formal and informal
transits systems which function differently. Formal transit and informal transit are considered
as the objects for integration in the conceptual framework. This section documents how the
formal and informal transit systems function in the Accra context. After introducing their service
structure and area, this chapter then outlines each of the individual actors and organisations
that regulate, collaborate, compete, or interact to produce the informal and formal transit
systems in Accra.

4.1.1 Formal Transit
Formal transit refers to the government-sanctioned transit services (Ferro, 2015). Different
cities offer a variety of formal transit modes. In Accra, since the 2000s, the city authorities
have implemented and piloted various formal transit schemes (Agyemang, 2015; Ministry of
Finance and Economic Planning, 2010; Ministry of Transport, 2018). Two basic transit
typologies in this sector exist currently for urban mobility in Accra. These are Metro Mass Transit
(MMT) and Quality Bus Service (QBS).

Service Offered
1.) Metro Mass Transit (MMT)
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The Metro Mass Transit was launched in 2003 and was originally meant to be used solely for
intracity mass transit (Abane, 2009). However, the management of MMT expanded MMT’s
offerings to include other transit services to complement the intra-city activities (Metro Mass
Transit, n.d.). The primary forces behind this shift include the stiff competition, mostly from
the informal transit and traffic congestion (Abane, 2009). Considering the difficulties described
above, the MMT curtailed its intra-city services in order to concentrate on profitable activities
such as contract bussing and intercity routes (Yobo, 2018). About 250 of the Metro Mass Transit
vehicle fleet operate in and around Accra (Metro Mass Transit, n.d.). The official website of the
MMT describes its transit services in the following ways:
1.
2.
3.
4.
5.

High frequency preferably a 10 minutes frequency.
Scheduled Service
Distance or coverage does not extend above 40km in one direction
Has many bus stops along route
Low fares which is segmented or graduated (Metro Mass Transit, n.d.).

Despite that MMT official website states that it provides high frequency, scheduled transit
service in Accra, empirical findings show otherwise. According to (Salifu, n.d.) the MMT buses
operate without a fixed schedule and follow the same routes as other kinds of public transport.
In fact, interview with the planner at the Accra Metropolitan Assembly also hinted this.
…an entity with an operating service design with branded stations, scheduled
departures and all that. No, we don't have that kind of operation yet.
This comment indicates that no transit service (including the ones tagged formal such as the
MMT) run scheduled operation in Accra.
The Metro Mass Transit (n.d.) quote above describing their service also indicate lower fares
offered by the MMT. MMT implement low-fare policies despite the rising operating costs because
of financial subsidy it receives from the government (Yobo, 2018). Consequently, the MMT
fares are moderately lower than the market price on all available routes by 20% on average
(Yobo, 2018).
Figure 3:
MMT Buses in Accra

Source: Ghanaweb (2018)
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2.) Quality Bus Service (QBS):
To alleviate traffic congestion, as well as improve the quality, and safety concerns faced by
travellers on the trotro, the Ghanaian government developed the Quality Bus Service in Accra
(Ministry of Transport, 2018). This was dubbed “Aayalolo” (Asimeng, 2021). Government
originally intended it to be a BRT service, but it failed to achieve that in reality. City authorities
subsequently it qualified it as Quality Bus Service (QBS) (Asimeng, 2021). Some of the users
interviewed experience confirmed that the service did not attain the status of BRT.
I have tried it before, and comparing the time spent on the road to trotro, it is very
slow. I usually take not more than 1 hour on the road when going home with the trotro
but when I took Aayalolo, it took more than two hours. I think it is because it stops too
many times for people to alight. (User, personal communication, May 2022)
This user’s response suggest that the speed of the buses was slow in contrast to a typical BRT.
According to this user the possible reason for this is that the buses have shorter stops. The
capacity of the buses is also key in explaining the slow speed of the Aayalolo.
The buses, with the capacity to take 80 passengers, are equipped with GPS, cameras,
television monitors and mobile charging points. (Musah, 2016, para. 2)
The quote above indicate that the Aayalolo could take up to 80 passengers (see Figure 4 for
the Aayalolo bus). Considering that such a large capacity bus has shorter stops means that
multiple boarding and alighting will be inevitable. This will in turn negatively affect the speed
of the Aayalolo service. This indicate the Aayalolo buses was not ideal for short stops
operations. The description of the Aayalolo service above makes it seem inappropriate to refer
to the Aayalolo as BRT in this thesis even though it had large buses equipped with ICT tools
such as GPS and smart payment.

Figure 4:
Aayalolo Bus being Boarded by Passengers

Source: Scania (2016)
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Electronic payment cards were used to collect pre-boarding fare payments. Commuters had to
tap their smart cards in and out as they boarded and alighted (Asimeng, 2021). Subsequently,
cash payments of fares were accepted (Asimeng, 2021). Despite being more comfortable, the
Aayalolo offered cheaper fares relative to the trotro and shared taxis. Surprisingly, this service
was provided without financial subsidies from the government. The informal transit professional
who is involved in the operation of the Aayalolo lamented the lack of subsidy.
Looking at the current fuel prices and everything and we have to go to the open market
and buy fuel as any other person. You understand, so sometimes you are tempted to
even charge a commercial rate. But everybody sees the bus and say, ‘this is
government’s bus’, so we shouldn't charge much. Meanwhile, that government doesn't
care about your costs. They didn't care about your maintenance, doesn't care about
anything, so that's the challenge. And I think that is one step back, one of the things
that if I'm given the opportunity, I will suggest to the government is that if you really
want this project to succeed, then you should look at these areas for us. But we have
written countless petitions to government or the Ministry of Transport. (Informal transit
professional, personal communication, May 2022)
It is apparent from the comment above that the Aayalolo does not benefit from government
subsidy for its operations despite petitions by the operators to the Ministry of Transport. Even
though public transport users expect the Aayalolo to continue to offer cheaper, the lack of
subsidy makes it difficult for the Aayalolo to continue cheaper fares. Further still, a report in
2019 confirms the lack of subsidy which is seen as a threat to the existence of the Aayalolo
service.
The project also struggled with the technical and financial elements including: how to
structure the bus service operation in terms of timing and connecting feeder routes;
financing in terms of fees; and the need for subsidies to maintain the service. These
latter elements are not addressed in great detail in this research but are significant
factors that contributed to the grounding of the Aayalolo bus intervention (Davis et al.,
2019).
It is important to point out the need for subsidies and other factors once resulted in the
grounding. The Aayalolo service was grounded in 2018 and subsequently revived (Mustapha &
Andoh, 2018). The comments of the informal transit professional above indicate that currently,
the Aayalolo need for subsidy in its operations has not been met. This can result in the collapse
of the service again.
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Figure 5:
The Aayalolo Routes as Depicted in the GUTP

Source: Davis et al. (2019)

It is important to note that the Aayalolo had about 3.5 kilometres dedicated lanes of a 22kilometer trunk road that was known to be extremely congested (Davis et al., 2019). A key
problem with its design was that it did not have sufficient segregated busways for speed and
reliability.
This is evidenced in the inability to maintain right-of-way and the inability to negotiate
a dedicated bus lane for the Aayalolo corridor. (Davis et al., 2019, p. 14)
The implication of the inability to negotiate a dedicated bus lane for the Aayalolo corridor is
that informal transit modes such as the trotro were not prohibited from the corridor. As a result,
they competed for passengers with them (Asimeng, 2021).
The Aayalolo was scheduled to move every 15 minutes during off-peak hours and every 10
minutes during peak hours (Asimeng, 2021). In contrast to this, the scheduled arrival and
departure times were often missed because of congestion (Asimeng, 2021). The Ministry of
Transport (2018) reported that the average speed of the Aayalolo alternated between 4km/hr
and 16km/hr (Ministry of Transport, 2018). This compounded the unpredictability of commute
time and scheduling of the transit service (Ministry of Transport, 2018). Ultimately, instead of
operating a scheduled based transit as originally planned, the Aayalolo operated on a ‘fill-andgo’ basis. Ultimately, the Aayalolo has been underperforming because of low ridership and
unsustainable financial condition. In 2018, the modern, efficient and comfortable buses
conveyed just around 250 passengers each day. Meanwhile they needed to carry 700
passengers each day to break even financially (Ministry of Transport, 2018).
In a nutshell, the Aayalolo services do not fully match the descriptions of a typical formal transit
considering that it is not able to run a scheduled service. The planner from the Accra
Metropolitan Assembly shared this view during the interview considering that Accra lacks:
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… an entity with an operating service design with branded stations, scheduled
departures and all that. No, we don't have that kind of operation yet. We were going to
implement it with the Aayalolo services, but now the scheduling and the payment
system components are not working very well as we speak. There are operations that
are paper ticket based so it is also difficult to track let me say the operational
parameters. (Accra Metropolitan Assembly planner, personal communication, May
2022)
The planner’s comment above indicate that the Aayalolo was planned to have branded stations,
scheduled service among others. However, the Aayalolo current service is different from that
plan. This reinforces the notion that how Accra’s formal transit functions does not fully conform
to the convention idea of formal transit.
Regulation
The regulation of the formal transit system is based on relationships and agreements between
various levels of government actors at the national and local government level as well as with
state-owned and quasi-private transportation providers. It is important to note that the Metro
Mass Transit is quasi-private (Metro Mass Transit, n.d.). The Government of Ghana directly
owns 45% of MMT shares while the rest of the “private” shareholders are mainly state-owned
institutions such as Social Security and National Insurance Trust, National Investment Bank
Ltd, Agricultural Development Bank, Ghana Oil Co. Ltd, and Prudential Bank (Metro Mass
Transit, n.d.). Also, the Aayalolo is also joint venture between the government and some
informal transit associations which were reorganised (Ministry of Transport, 2018). This is
elaborated in detail in Section 4.2. The subsequent paragraphs below explain the roles of formal
actors in regulation at the national and city levels.

National level: At the national level, the responsibility of public transport has been split
between several ministries since 2017. The Ministry of Transport; Ministry of Roads and
Highways; and Ministry of Local Government and Rural development share the responsibility
of public transport in Accra, and the country in general (Ministry of Transport, 2018).
• Ministry of Transport: Its roles involve policy formulation and coordination of road
transport, aviation among others. Considering the ministry’s resource constraints, in
practice, it only take high-priority initiatives such as providing buses for the Aayalolo
corridors (Ministry of Transport, 2018).
• Ministry of Roads and Highways: Its tasks involve policymaking, coordination and
monitoring of road infrastructure. It executes these tasks through the following
departments: Department of Urban Roads, Ghana Highway Authority and the Ghana
Road Fund (Ministry of Transport, 2018).
• Ministry of Finance: It provides funding for public transport projects (Ministry of
Transport, 2018).
The establishment of the Aayalolo in 2016 provided an interesting case on how these ministries
are involved in formal transit development and management. The Ministry of Transport
purchased the new buses, the Ministry of Finance funded their purchase, the Ministry of Local
Government and Rural Development (through the Accra Metropolitan Assembly) implemented
the project on the ground, the Department of Urban Roads of the Ministry of Roads and Highway
provided infrastructure such as the terminals, and the Greater Accra Public Transport Executive
contracted the services to operators and operationalised the bus routes (Ministry of Transport,
2018).
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City level: At the city level, the main organisations are the Accra Metropolitan Assembly and
the Greater Accra Passenger Transport Executive.
•

Accra Metropolitan Assembly: The Accra Metropolitan Assembly is under the purview of
the Ministry of Local Government and Rural Development. The 1993 Local Government
Act 462 and the 2016 Local Governance Act 936 mandate local assemblies to plan,
regulate, and manage passenger transport infrastructure and services within Accra.
We collect data from all public transport operators within our municipality and
them into our system like a database. There is an amount of fee that they pay.
We have to register all operators within our municipality. Information of their
executives. The location they operate and then the routes they service. Then
the vehicle information, the driver information. The vehicle information include
vehicle insurance and registration certificate. We have all these information in
our database. We also monitor compliance. To operate commercial transport,
you write to us that you want to operate commercial transport – trotro or taxi.
We monitor to see if you are plying the route you stated you would... We are
not fully regulating the informal transit. What we are doing is because they are
working in our jurisdiction, we have to give them permit. We don’t give the
standard of vehicle. This is done by the Drivers and Vehicles Licensing Authority.
We only permit them to work within our jurisdiction (Adentan Municipality
Planner, personal communication, May 2022).

The planner’s response above elaborates on the role of the local assemblies in
regulating public transport in Accra. It is important to mention that even though this
planner is not part of the Accra Metropolitan Assembly, his elaboration above fits the
Accra Metropolitan Assembly considering that all local assemblies perform the same
function under the 2016 Local Governance Act 936. Thus, from the response it can be
concluded that at the city level, the Accra Metropolitan Assembly roles include creating
an inventory of public transport operators, issuing permit for operations, monitoring
operators’ activities to ensure compliance of regulation. The assembly’s Department of
Transport is tasked with registering public transport service providers (Accra
Metropolitan Assembly, 2019; Arroyo-Arroyo, 2021). In addition to these, the Accra
Metropolitan Assembly also manages transport terminals in Accra, issuing licenses for
public transport operators, overseeing traffic management among others.
Regional level: The key organisation for public transport at the regional level is the Greater
Accra Passenger Transport Executive (GAPTE).
Transport is cross-regional. For example, when you move from Madina to Shiasie, you
get to another assembly. That is where a coordinating body comes in. We call that
coordinating body Greater Accra Passenger Transport Executive (GAPTE). GAPTE is not
functioning that very well but that is where we coordinate our activities. (Adentan
Municipality Planner, personal communication, May 2022).
The planner’s comment show that GAPTE’s creation is meant to handle movement between one
municipality to another. GAPTE is key for ensuring that the various metropolitan and municipal
assemblies in the Greater Accra region coordinate with each other to ensure that regulation is
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standardised. The comment of the planner also signifies that GAPTE playing this role very well.
This will be elaborated on in Section 4.2
GAPTE functions under the delegated authority of the Accra Metropolitan Assembly and
neighbouring municipalities to address interjurisdictional issues in public transport. The
primary goals of GAPTE are the development and implementation of systems for urban
transport management, network design, permitting, and service contract administration
(Arroyo-Arroyo, 2021).
The substance of the regulation is transit found in Ghana’s Road Traffic Regulation 2012,
L.I. 2180. Regulations 121, 122 and 123 spell the regulation for the public transport operator,
vehicle and driving permit. These are shown below.
Registration of commercial vehicle operator
121. (1) A person shall not operate a commercial vehicle unless that person holds a
road transport operator's licence.
(2) A person shall not operate as a commercial vehicle driver unless that person is
employed by or belongs to a recognised commercial road transport organisation.
(3) The Licensing Authority shall issue guidelines for the formation of commercial road
transport organisations.
(4) Each commercial road transport organisation shall be licensed by the Minister or the
accredited agent of the Minister if that commercial road transport organisation satisfies
the conditions specified in these Regulations.
(5) Each road transport operator or organisation shall have the requisite operator's
license as provided by the Minister or the accredited agent of the Minister.
(6) A person who operates or drives a commercial vehicle in contravention of
subregulation (1), (2), (4) or (5) commits an offence and is liable on summary
conviction to a fine of not more than twenty-five penalty units or to a term of
imprisonment of not more than thirty days or to both.
Commercial vehicle permit
122. (1) A person who operates any category of commercial vehicles shall obtain an
operating permit from the Minister or the accredited agent " of the Minister which
authorises that commercial vehicle to which the . permit relates to render a specified
transport service.
(2) A person shall not operate a commercial vehicle for the pur-pose of providing a
specified transport service if that person does not have a Commercial Vehicle Permit.
..•.
(3) The application form for a commercial vehicle permit is a set out in form S in the
First Schedule.
(4) A Commercial Vehicle Permit is renewable every two years subject to the payment
of fees and conditions specified in the permit.
(5) A Commercial Vehicle Permit shall be as set out in Form S 1 in the First Schedule.
(6) A person who contravenes subregulation (2) commits an offence and is liable on
summary conviction to a fine of not more than twenty-five penalty units or. to a term
of imprisonment of not more than thirty days or to both.
Commercial vehicle driving permit
123. (1) A person who drives a commercial vehicle shall have in addition to the driving
licence, a commercial vehicle driving permit as set out in Form TI in the First Schedule
and issued by the Licensing Authority or its authorised agent for that category of
commercial vehicle.
(2) The application for a commercial driving permit shall be in the Form as set out in
Form T in the First Schedule.
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(3) A commercial vehicle driving permit is renewable annually subject to the payment
of the appropiate fee and satisfaction of the con- ditions determined by the Licensing
Authority.
(4) A person who contravenes subregulations (1) or (2) commits an offence and is liable
on summary conviction to a fine of not more than twenty-five penalty units or to a term
of imprisonment of not more than thirty days or to both. (Road Traffic Regulation 2012,
L.I. 2180. 121-123(Gha.).
It is important to note that the Road Traffic Regulation 2012, L.I. 2180 denote public transport
vehicle as commercial vehicle. The regulations (121-123) presented above confirm that the
requirement for all public transport operators and vehicles to receive permit and also be
registered has a sound footing in formal regulations.

4.1.2 Informal Transit
Service Offered
The informal transit typically operates with small capacity vehicles. The proliferation of these
smaller vehicles in Accra’s public transport system is partially a result of the low entry
regulation for operating public transport in the city. Hence, this medium of transport can only
move a small number of passengers per time (Yobo, 2018). Trotros typically have a carrying
capacity of 15 seats while taxis have a carrying capacity of 4 seats. They operate based on
flexible schedules and routes. In general, informal transit operators compete with each other
as well as with formal transit modes. The emergence of new formal transit options such as the
Aayalolo increased the pressure of competition by informal transit operators (Yobo, 2018).
Because of the low cost of second-hand vehicles and ease of entry to the market, there was an
oversupply of trotros and taxis in Accra (Accra Metropolitan Assembly, 2019). It is estimated
that the Accra Metropolitan Assembly alone has 6,250 trotros registered (Ministry of Transport,
2018). Many of the vehicles are old and in a deplorable condition. As a result, they are likely
to be slow and consume a lot of gasoline (Ministry of Transport, 2018). Due to these factors,
despite the informal transit system capacity to move a vast number of passengers, it is not
efficient.
Based on the key operation practices, informal transit can be classified into two types.
1. “Floating” (or freelance): Locally, the term “floating trotro” or “floating taxi” denotes
informal operators that are not assigned to any transport terminal (Yeboah, 2013).
These operators often move empty and pick passengers along the routes. Waiting hours
for floating operators are typically shorter than stationed-based operators.
2. Station-based: These include both taxis and trotros. They typically depart from the bus
terminals only when they are full, and no passenger pick-up is permitted within a short
distance of these terminals. Furthermore, like the “floating” trotro or taxi, the stationbased offer are no scheduled services. This group of transit providers load passengers
at transport terminals and only set off when full. Because of the oversupply of taxis and
trotros, there is enormous waiting time at the transport terminal (Accra Metropolitan
Assembly, 2019).

Overall, informal transit is perceived to be demand responsive and flexible (Ministry of
Transport, 2018). They are responsive to traffic congestion considering that routes known to
have congestion are often avoided. Trotro and taxis seems to meet public transport demand in
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quantity but not in quality (Ministry of Transport, 2018). Owing to this, many areas in Accra
seems to have a relatively good amount of coverage. About 1,000 different routes are served
by trotros and shared taxis in Accra. Despite the high number of trotro routes for instance,
over half of all passengers need to transfer to another bus at least once to complete their route
(Ministry of Transport, 2018). The flexible nature of informal transit operations sometimes
makes them unreliable and in turn increases uncertainty among users.
For instance, one user complained:
The fare too just keeps jumping and the mates won’t take same prices (User
interviewed).
Another user also lamented:
They (referring to trotro operators) do not alight you at where they are
supposed to and go further so you need to walk back and when you complain
they insult you (User, personal communication, May 2022).
These comments highlight the unreliability of informal transit fares and bus stops. This
unreliability can be magnified when users planned to chain more than one public transport
mode for a trip or going on multimodal journey. The unreliable fares or unpredictable changes
in fares imply than a user is likely to understate the budget needed to complete the entire trip.
The unreliable stop of the informal transit on the other hand implies that users may have wait
or walk longer to get the next bus to complete the rest of the journey. Informal transit operators
typically charge fixed fares set by their association leaders and approved by the government.
However, some informal transit operators change their routes and fares in response to factors
such as the weather or traffic conditions (Sarfo, 2016). It should be mentioned that some
informal transit stations and stops lack shelter in Accra (see Figure 6). Hence, users can be
“coerced” into paying a higher fare in order to avoid a long wait in bad weather conditions. This
uncertainty can make it difficult for users to plan trips especially ones involving switching of
modes. In contrast to this, users considered formal transit to be more orderly relatively orderly
and predictable with regards to fares and routes.
For instance, a user of formal transit stated:
The government buses are more discipline than the trotro and they follow rules.
Taking the trotro needs a combination of knowledge of the Accra’s landmarks, and sometimes
luck. Numerous trotros pick up passengers along the way, rather than at predetermined bus
terminals (Sarfo, 2016). Trotros rarely display their destinations on their dashboards, making
it difficult for potential riders to determine them. Most of the time, as trotros reach a stop, the
trotro ‘mate’ (the driver’s assistant) will lean out of the right side and announce the destination
and route orally or with hand signals (see Figure 7). Consequently, passengers need to be
familiar with the bus stops and routes before boarding. This becomes more necessary during
peak hours considering that during peak hours some trotro operators tend to take alternative
routes to escape traffic congestion (Sarfo, 2016).
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Figure 6:
Trotro Picking Passenger at an Informal Stop which Lack Shelter

Source: Author

Figure 7:
Trotro with the Conductor Calling for Passengers

Source: Author
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Figure 8:
Taxis Parked at Unsheltered Stations

Source: Modern Ghana (2018)
Regulation
Accra has a well-established and organised informal transit professional representation. In
Accra, most of the informal transit operators belong to a union. In fact, the law mandates all
the operators to belong to a union (Yobo, 2018). This, however, does not rule out the fact that
some operators do not belong to any union. These operators are known as “freelance” or
“flouting” operators. Informal operators’ association and formal authorities such as the
metropolitan assembly exercise regulation on informal transit activities.
The individual informal transit operator can procure his vehicle through various means. It can
be through personal savings, loan or publicly arranged high-purchased system. The publicly
arranged high purchased system often entails the informal transit unions entering into bulk
high purchase agreement with vehicle manufacturers for the supply of a certain number of
vehicles to be paid over a period of time. These vehicles are subsequently distributed to diligent
members of the union who then operate them and make monthly payments (agreed amounts)
to the organisation (Addo, 2002). In Accra, the owner of a commercial vehicle may opt to
operate it himself (if he is a certified and licensed professional driver) or hire a professional
driver to operate it (Addo, 2002).
The driver then decides on the route to operate and then can apply for membership from the
local branch union of an informal transit union (Addo, 2002). On admission the applicant vehicle
is added to the pool of vehicles operating on the particular route. At the terminals, vehicles
usually queue based on the time of arrival while users also queue for them (see Figure 9).
Passengers then form queues and board these vehicles sequentially to their destinations. A
similar arrangement is also in place at the destination terminal. A departure from this
conventional procedure occurs when a driver disregards the queue and departs to pick up
passengers along the route to the destination. This occurs primarily during peak hours. This is
also the typical operation model of drivers who are not members of a transport union and hence
do not qualify to operate from union-managed terminals (Addo, 2002). Trotro operators usually
begin operations at 5:00 a.m. and close between 9:00 and 10:00 p.m. Taxi drivers, on the
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other hand, typically begin shift between 4am and 5 a.m. and close before midnight. That said,
a few groups of taxi drivers prefer to work between the hours of 12 a.m. and 6 a.m (Addo,
2002).
Figure 9:
Travellers Queuing at Trotro Station

Source: Ghanaweb (2020)

That said, it is interesting to add that the informal transit union regulation on the informal
operators is stronger while the regulation of formal institution is weak (Accra Metropolitan
Assembly, 2019). The informal regulation is focused on ensuring that all informal transit
operators can operate in an environment that is equal, stable, and lucrative. Because the
regulation is focused on the operators’ interest, passengers only benefit indirectly (Accra
Metropolitan Assembly, 2019). This partly contributes to the poor service quality of this system.
Formal authorities do not control entry to the informal transport market. In fact, entry to the
market is unlimited (Accra Metropolitan Assembly, 2019). The primary informal transit unions
present in Accra are the following.
•

The Ghana Private Road Transport Union (GPRTU)
The GPRTU is the primary association for informal transit professionals in Accra and
Ghana in general. GPRTU is an association that seeks to protect the interests of both
drivers and vehicle owners (World Bank, 2011). It is hierarchically organised into
national, regional and local levels. The basic units of organisation are the locals which
run individual routes and terminals. Even though their membership is not properly
documented, it is estimated that they gather about 70-90% of informal transit
professionals in Accra (Accra Metropolitan Assembly, n.d). GPRTU is dominant in both
trotro and taxi industry. GPRTU and other informal transit association organise and
grant permission for operators to be accommodated at certain transport terminals.
GPRTU also creates an effective medium of communication between informal transit
operators and formal authorities such as the Ministry of Transport (Addo, 2002). It
should be noted that generally, this engagement does not address the core needs of
the informal transit system such as training standardisation and service quality
improvement. Hence, this engagement is limited in scope. Their engagement with the
Ministry of Transport is centred around the following areas of cooperation: (1) Regular
negotiation of transport fares. GPRTU and other association representatives engage
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with government officials to set fares following adjustments in fuel costs. (2) Purchasing
of transportation equipment. GPRTU has relied on the Ministry of Transport to act as an
intermediary or guarantee in significant deals in order to acquire newer vehicles
(Ministry of Transport, 2018).
•

The Progressive Transport Owners Association (PROTOA)
PROTOA is a nationwide transport union that operates both the trotro and the shared
taxi businesses. They are organised in the same manner as the GPRTU is. However, it
is different in the sense that PROTOA is primarily concerned with representing the
interests of the owners instead of drivers (Ministry of Transport, 2018).

•

The Ghana Co-operative Transport Association (GCTA)
They are also a nationwide association that serve the interests of both vehicle owners
and drivers in Accra. GCTA is similarly organised as the GPRTU (Ministry of Transport,
2018).

It is important to note that formal authorities are seeking to change the current regulation of
the informal transit system. Under the Ghana Urban Transport Project (GUPT), efforts are
underway to standardise regulation of all formal and informal transit operators. Through, the
GUPT, the government is also seeking to work with informal transit operators to gradually raise
the quality of vehicles and services as well as professional standards of operating staff
(Asimeng, 2021).
In conclusion, the way formal transit and informal transit systems functions in Accra does not
fully match the traditional view of formal and informal transit. While the formal transit buses
tend to offer cheaper and better-quality service, they lack coverage. Informal transit on the
other hand, what it lacks in terms of quality, it compensates it with quantity.

4.2 Integration
After a description of function of formal transit and informal transit, the quality issues of both
systems become apparent. This section delves into integration. This section reconstructs the
integration efforts from the time of the GUTP to the present state. The integration of the system
is classified under physical, network, operational and organisational dimensions.

4.2.1 Physical Integration
Physical integration of a public transport system is manifest in the strategic proximity of
stations, terminals and stops to enable transfer between modes (Saliara, 2014). This thesis
found that planned physical integration was actualised in some stations and stops. The
interviews reveal that along the Aayalolo corridors, the newly built terminals were for only
Aayalolo, while Aayalolo shared the stations and some bus stops with trotro and taxis. For
instance, see Figure 10 as an example of the Aayalolo sharing a terminal (at Achimota). Some
bus stops were created for the Aayalolo alone and thus prohibited trotros and taxis from using
them. For instance, the interview response below describes how the terminals, stations and
stops were planned for the Aayalolo and the informal transit.
What the government did was they extended the new station at Achimota to house the
buses. What the government did was that they extended the new station at Achimota,
and it became the depot or the hub for all the buses then government also with our
agreement created more spaces on the on the roadside at the bus stops so some of the
old bus stops were reconfigured to be the buses own bus stop. So, for instance if you

36

look at Achimota and Circle, there are some bus stops that were extended so that the
buses can comfortably enter there, alight passengers and continue. In fact, when the
project started those bus stops were restricted from the trotro’s. It was mainly for the
buses. The project took away or took over those bus stops, but the other bus stops
were designed to be shared between the buses and the trotro, because looking at the
distances between the bus stops, there's nothing we can do like create a shared type
of bus stops for the buses and the trotro. Then we created the bus stop, for both buses
and those places are purely for the buses. It was not originally for any trotro. So you
cannot level accusation that ‘oh this is our bus stop that they have taken over’. Now
they have built ultra-modern transport terminal, just opposite the Kinbu Secondary
School, and was mainly for buses. (Informal transit professional, personal
communication, May 2022).
It should be noted that “the buses” in the response above refers to the Aayalolo buses (formal
transit). It is important to also note that trotro operators disregarded the established
instructions about terminal and bus stops designation. Trotro operators set up informal stops
at terminals and bus stops which were exclusively meant for the Aayalolo (formal bus transit)
to compete for passengers (Asimeng, 2021). A possible reason for this is lack of enforcement
by authorities. However, the informal (trotro) and formal (QBS) transit co-exist on the same
place and passengers can choose between them signals a form of physical integration. Even
though this is not the physical integration that the formal authorities desired considering that
the co-location of the trotro with the formal transit led to competition.
…the existing transport operators would have brought the people from the inner
communities and then they come to the main station they board, and they go to the
city centre later they bring them. Well, unfortunately, the buses are in direct
competition with the existing operators. (GAPTE professional, personal communication,
May 2022).
The comments by the GAPTE professional imply that the desire of formal authorities was that
the co-location of informal transit and formal transit at the station stations would be
complementary. However, resulted in competition.
Figure 10:
Achimota Bus Terminal with Fleet of Trotros and Aayalolo

Source: 3news (2019).
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4.2.2 Network Integration
Network integration in the context of Accra would:
mean that at the main terminals for the BRT, the existing transport operators would
have brought the people from the inner communities and then they come to the main
station they board and they go to the city centre later they bring them. Well,
unfortunately, the buses are in direct competition with the existing operators (GAPTE
professional, personal communication, May 2022).

The informal transit professional also confirmed in the interview that authorities planned to
integrate formal transit with informal transit networks by making the informal transit minibuses
to serve as feeders to formal. However, this is yet to be implemented.
Yeah, the idea was there that the trotro will be a feeder to the buses, but you know
most of our feeder roads are not well constructed and enforcement on our side of the
world is a bit limited. You see it could have been that only buses can have access to
Accra or the inner city or the central business district, but they have not been able to
enforce that. So the trotro still come to Accra, which means that the traffic and
congestion is still on our road you understand because the government or the local
government has not been able to let the buses to work alone so that the trotro's would
serve as the feeders. (Informal transit professional, personal communication, May
2022).
Figure 11 also show routes, stations, terminals, and stops of the Aayalolo (formal). It can be
observed that note informal network is connecting the Aayalolo network as a feeder.
Figure 11:
Formal Transit Network Showing No Informal Transit Feeder Connection

Based on the World Bank (2017)
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The research found that actions to for network integration are yet to be implemented. As shown
in Figure 11, no feeder networks were implemented to connect with the formal transit lines.
The planner from the Accra Metropolitan Assembly confirmed that city authorities are still in
the planning phase to integrate the networks of formal transit and informal transit. His response
indicated that formal authorities want to study demand points before implementing this
arrangement.
It's just conceptual. But what goes into it is, breaking down to understand the demand
issues or breaking the issues down to understand how demand is distributed over the
urban space. Once you are not able to do that, you won't be able to form points for the
spectrum, which sections are the first miles and which ones are the last miles. So, you
know the trunk is supposed to be the middle so you only understand where the trunk
should start and end, if you understand the first and last mile demand points. So that's
where we are now, we need to do more studies to understand that. (Accra Metropolitan
Assembly planner, personal communication, May 2022).
To conclude, it is apparent that the existence of co-location of formal and informal transit stops
and stations, does not equate to improved multimodal travel behaviour between them. While
some stations and terminals are in physically close, because there is the lack of strategic
delineation of routes for formal transit and informal transit such that they complement each
other. Hence, integration in the network dimension is lacking.
4.2.3 Operational Integration
Operational integration measures make transfer between modes easier through the provision
of integrated transfer information, schedule and fare (Olvera et al., 2015; Saliara, 2014). The
ease of combining different public transport option also depends on the extent to which
potential travellers are provided information about the services. This information comprises of
scheduling, fare, stops, stations, transfer information among others. Integrated transfer
information makes it easier for trip makers to plan their multimodal trip in advance. In addition,
integrated fares and ticketing eliminate the need to purchase a separate ticket for each mode
of transportation when making transfers. Put simply, the entire trip can be paid by a single
ticket. Aside making multimodal trips convenient for travellers, this also can improve the
efficiency of transport providers.
This research found that currently, no fare or ticketing integration exist between formal and
informal transit systems. Passengers pay fares again whenever they switch modes. Because of
this some users are not incentivised to make connections during trip despite potential time
savings compared to a direct trip (Ministry of Transport, 2018). This may partially explain the
proliferation of duplication of service between modes in many corridors in Accra.
Further still, the formal and informal transit systems utilise a distinct payment and information
systems. The Aayalolo accepts fare cards, paper tickets and cash whereas trotro and taxis
primarily accept cash only (Asimeng, 2021; Ministry of Transport, 2018). Meanwhile,
concerning information, the informal and formal transits primarily provides information verbally
and signs at the terminal distinctly. Passengers who are unfamiliar with the routes can inquire
of the drivers and conductors or a fellow passenger. There exists no integrated online platform
for dissemination of schedules and other information. Trip planning web applications have
recently been developed for the trotro (Examples include, Moovit Ghana). The Moovit Ghana
software travel time and stops information for users to plan their rides. The travel information
is AI generated based on data collected instead of real time data. However, so far, the
information provided is not integrated with formal transit information provision.
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It is only for Trotro because that was the data we collected. We didn't collect for
Aayalolo. Aayalolo has its own departure system. (Accra Metropolitan Assembly
planner, personal communication, May 2022).
In conclusion, integration measures are not well actualised between formal transit and informal
transit systems. The fragmented ownership of the informal transit system, lack of appropriate
formal arrangements among others pose a major challenge to the integration process. Hence,
Accra needs a new arrangement that fully integrate both drivers and owners of the entire
informal transit system. The next section examines the possible appropriate arrangements for
integrating informal transit within formal transit infrastructure and planning systems to improve
multimodality in Accra.
4.2.4 Organisational Integration
Organisational integration describes the special arrangements and contracts between the
stakeholders ensuring their interest and commitment to the system’s performance (Saliara,
2014). It also involves setting up an independent, unified planning authority to set the goals
for the multimodal transport system. According to Rivasplata (2008) as cited in Saliara (2014),
after formulating the goals, the established planning authority needs to balance the commercial
interests of the service providers with the needs and expectations of public transport users.

Arrangements with Operators
The development of the Aayalolo bus service was meant to facilitate integration of formal and
informal transit in Accra.
The whole Aayalolo system is based on the idea of trying to integrate or transform the
operations of the informal sector to take on the form of formal operation (Accra
Metropolitan Assembly planner, personal communication, May 2022).
It was understood and agreed that there's not the need to create another bus
company but rather to make use of the existing transport operators (GAPTE
professional, personal communication, May 2022).
The interview responses above indicate that the efforts by city authorities towards integrating
informal transit operators were aimed at developing the Aayalolo bus service. Instead, creating
an entirely new company, the authorities favoured the idea of making use of the existing
operators. The arrangement was that informal transit operators were to be integrated into the
new organisation such that they become owners in the new transit companies operating the
Aayalolo (Arroyo-Arroyo, 2021). Former trotro operators who met certain qualifications could
work as BRT drivers or in other roles such as station maintenance. It should be mentioned
again that the initially planned BRT was changed to a Quality Bus Service (QBS). Route Service
Contract for the corridor services were agreed with the formalised Operator Companies in June
2014 (Arroyo-Arroyo, 2021). These operator companies were then assisted by the government
with the procurement of buses that meet the specifications for the QBS. In 2016, the QBS (also
known as the Aayalolo) begun operating in Accra. The QBS represents a partnership between
trotro operators and the government.

Three operator companies were created from existing informal transit operators on the selected
corridor for the Aayalolo implementation.
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So, the various operators who operate along that corridor, certain data was
collected about them, so there was that database that was created and basically,
it's the GPRTU, the PROTOA, the Cooperatives. So, three different bus
companies were set up for the Aayalolo system, but they all came from the
existing trotro operators from that corridor (GAPTE professional, personal
communication, May 2022)
It is important to note that the efforts to integrate the informal transit organisations on focused
on the informal transit drivers on corridor earmarked for the Aayalolo. The implication of which
is that national executives of the informal transit and vehicle owners were excluded from the
process. Also, the remaining informal transit operators who did not constitute the Aayalolo
companies were not assigned role any under the arrangements.
Because during the negotiations it was corridor specific. So, all the arrangement
was based on that contact with that corridor. And also, because the project was
regional based, it was did not involve especially GPRTU national executives. It
was rather with the regional executives. (Informal transit professional, personal
communication, May 2022).
Further still, it was emphasised during the interviews with the professionals that the exclusion
vehicle owners from the city authorities’ efforts to bring about organisational integration
undermined the process of achieving integration in Accra through the Aayalolo project.
Those who own the vehicles do not feel part of the project. If Aayalolo is
coming and Aayalolo is training the drivers. The owner will just say, “OK, take
away the driver” while the vehicle still belongs to an owner. So, all he has to
do is to find another driver who will drive and compete with the bus. But if the
vehicle owner is involved in it then he knows that I have made a commitment
to be part of Aayalolo. So, I’ll make sure that I will not drive my vehicle parallel
and compete with the Aayalolo. So it was, it’s a major thing that really affected
the progress of the whole project and many future projects must really take
cue from that and make sure the vehicle owner themselves are also brought
on board (GAPTE professional, personal communication, May 2022).
Attempts to Create a Unified Organisation
Saliara (2014) has emphasised that that to facilitate integration, there is the need for an
independent, unified planning authority. GAPTE was created in April 2014 as a product of the
GUTP (Arroyo-Arroyo, 2021). The motivation behind its creation stems from the city authorities’
drive to have a unified planning authority to facilitate transport integration across various local
assemblies in Accra and adjacent municipalities.
We realise that vehicle movement is not limited to one assembly area. So, then, there
have to be a body that will look at the movement of the operators from one assembly
area to the. So, that brought about the GAPTE (Urban Roads Department planner,
personal communication, May 2022).
It can be seen from the response above that GAPTE was created to facilitate the management
of movement of operators from one (metropolitan or municipal) assembly to the other. This
was key considering that the Aayalolo was planned to operate in not just one metropolitan
assembly. Thus, the presence of GAPTE was expected to ensure that how various assemblies
regulate public transport was standardised as indicated in the comment below.

41

The whole idea is that public transports by law according to the local
government L.I, there's a certain legislative instrument that mandates the
local assemblies to be the ones responsible for public transport within their
areas of jurisdiction. The network, as you mentioned, is spanning several
assemblies before it gets to their destination. So, if you're going to treat it in
piecemeal so that every assembly has its own way of doing its own things,
then that would make things too complex. And yeah, so that gave birth to
GAPTE as a body, that would be a representative of all the projects
assemblies so that the 13 MMDA's coming together… So, is that kind of
coordination to make sure that if there is a planning that is to be done for
the transport system, it has all the inputs from the various assemblies and
then they all come up with one idea, one goal and implement so. So, having
GAPTE means that all the activities of GPRTU within the catchment area of
GAPTE are, supposed to conform to the standards and the protocols that are
in place for running transport services within that jurisdiction… GAPTE is the
political and administrative authority, the operators are the private bodies
who are operating so, they don't necessarily form part of GAPTE. (GAPTE
professional, personal communication, May 2022).
Furthermore, it should be pointed that GAPTE is the representation of 13
Metropolitan, Municipal, and District Assemblies (MMDAs) in the Greater Accra
region. This was to facilitate coordination between the various assemblies in public
transport planning.
After the creation of GAPTE, the city authorities recognised the need for the various informal
transit operator unions to be put to one organisation. This research also found that the Operator
Steering Committee was created as part of efforts to unify various informal transit unions. It
was an amalgamation of the informal operators’ companies working in the Aayalolo system.
The committee which represented them before GAPTE.
Now aside the creation of GAPTE, then we had to come to the operators. We realised
that for the operators we don't have just one body. Although there is GPRTU which is a
big informal transit group. In fact, there are a lot of smaller bodies apart from the
GPRTU. This led to the creation of the Operator Steering Committee (Urban Roads
Department planner, personal communication, May 2022).
It is apparent that GAPTE was created with the intention to create and implement public
transport management system and network design in Accra and adjacent municipalities
(Ministry of Transport, 2018). However, findings from the document analysis and interviews
with all the professionals has not attain this purpose. This thesis found that GAPTE became
more or less like a secretariat to the local assemblies and a transport operator. Instead of
playing just the role of a regulator and facilitator, GAPTE also picked up the role of managing
the Aayalolo. The justification for that is that the informal transit operators lacked the technical
and soft skills to manage the Aayalolo system.
For example, GAPTE has to take on additional roles and the operators are unhappy about that;
From my point of view, it was difficult bringing them up to speed on how to
run their big bus operations. Certain qualifications and skills were needed. For
instance, the system was running on an automated set collection system (ITS)
and to do this you would need people with IT background or I mean having a
certain level of educational background. But unfortunately, at the grounds
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level, these existing operators do not have those skills and competencies, so
that made it more of a challenge for them to really be fully handed over the
system that had been created for them. Because then they wouldn't be able
to fully grasp it and operationalise it. So, some of the activities that ideally the
operators themselves are supposed to be doing was being done by GAPTE on
their behalf and they also didn't take kindly to some of those that because they
are supposed to be responsible for the operation, so why should GAPTE be the
one doing some of those activities for them (GAPTE professional, personal
communication, May 2022).
Again, it becomes apparent that GAPTE roles have become ambiguous. It is partly a transport
authority and an operator.
The creation of GAPTE marked a significant milestone in the development of
interjurisdictional coordination for public transport in Ghana, although its core activity
has been compromised to respond to short-term needs. GAPTE was formally established
with a core staff in 2016. It was to act under the delegated authority of the assemblies
in Greater Accra. However, GAPTE was not able to reach its full organizational strength,
and its responsibilities became diluted. To date, GAPTE has primarily been responsible
for initiating the Aayalolo bus services. The expectation is that once these services have
become established, GAPTE can disengage from operations and begin to develop its
role as a transport authority… A more general difficulty facing GAPTE stems from the
ambiguity of its position—halfway between a transport authority and a transport
operator (Arroyo-Arroyo, 2021, p. 48).
In a nutshell, the GAPTE secretariat is generally in charge of monitoring and supervision the
operation the Aayalolo. This contrasts the agreement between the informal operators and the
government which stipulated that the informal operators would oversee monitoring and
supervising the Aayalolo. GAPTE’s activities now includes customer services such as ticketing,
passenger information management for the QBS. The reason behind this was that the informal
providers lacked the professional skills and experience to manage the QBS. The plan was to
eventually hand over the monitoring and supervision to the informal providers. However, this
is yet to happen. Thus, the re-organised informal operators were more or less “employees” in
the arrangement. In short, integration in the organisational dimension is yet to be fully realised
within Accra.

4.3 Arrangements for Integrating to Improve Multimodality
As described in Section 4.2, formal transit and informal transit systems are not well integrated.
The lack of effective coordination between formal and informal transit systems undermines the
multimodal qualities of Accra’s public transport. Integration requires making arrangements with
operators and other operators to ensure their commitment to the integrated system (Saliara,
2014). This involves city authorities making arrangement for various operators and transport
organisations. This entails describing their roles and other terms for them to integrate.
According to Saliara (2014), the arrangements can result in several degrees of integration.
These include (but not limited to) the following:
“Tariff organizations”, dealing with contracts for joint fares and revenue distribution are
the most basic level. Further, “transit communities” also work on route and schedule
coordination and sometimes even sharing rolling-stock. Finally, “transit federations”
allow for full integration of all services and agencies on governing, resourcing, planning,
managing, coordinating and promoting the system as one body. (Saliara, 2014, p. 537).
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Although, full integration (referred to as “transit federations”) entails implementing every
measure the 4 dimensions of integration (see Table 2 for this), the results of this thesis point
that not every measure is possible in the foreseeable future in Accra. This section thus focuses
on making recommendation for the possible and appropriate arrangements to integrate formal
and informal transit systems to enhance multimodality in Accra. The recommendations are
based on a synthesis of the interviews with professionals, users and literature review.

Setting The Scene
The following should be taken into consideration in order to arrive at the appropriate
arrangements. The Accra integration efforts as well as studies in several cities in Sub-Sahara
Africa reveal that the informal transit system tend to be selective in adhering to regulations or
formalisation policies (McCormick et al. 2014). Many informal transit providers tend to sceptical
about their prospects in the formal transit system. It is understandable that they have such
doubts considering the unsuccessful results of the GUTP. Therefore, subsequent integration
attempts need to acknowledge this and resolve it. Moreover, any integration arrangements
should acknowledge that the informal transit system is struggling and battling operational and
organisational problems (Ministry of Transport, 2018). Hence, arrangements that have the
potential to improve the operators’ income security and profit are more like to be accepted by
the informal transit system. It should be noted once again that these measures should be
balanced with the needs and expectations of users (Saliara, 2014). Furthermore, it is key to
note again that the arrangements for integrating should ideally build on the strengths of formal
and informal transit systems. Therefore, integration actions should take the best of the informal
transit system (such as its responsiveness) and then blend it with the quality service associated
with formal transit system (Behrens et al., 2021). The following recommendations are thus
offered to better integrate informal transit within formal transit planning and infrastructure
system to enhance the multimodal quality of Accra’s public transport system.
A number of arrangements are possible for integrating informal transit within formal transit
planning and infrastructure system to improve multimodality. Arrangements that could be
appropriate for integrating informal transit with formal transit to improve multimodality in the
Accra’s context are considered in this section. It should be stressed that this list is not
exhaustive. These include the following:
1.) Comprehensive BRT implementation and informal transit integration or assimilation
into the system (Schalekamp et al., 2016). Under this arrangement, informal transit
providers are fully formalised and integrated into contracted formal transit system.
Under this arrangement, informal transit providers are fully formalised and integrated
into contracted formal transit system, specifically BRT (Schalekamp & Behrens, 2010;
Wright, 2004). Wright (2004) an advocate of this arrangement argues for a ‘transit
evolution’ from informal transit to full BRT system. Wright (2004) also reflected on the
conventional view that a city with a wide variety of public transport mode is
advantageous because this allows various corridors operating circumstances to be
matched with the ideal mode. He, however, makes a case against this view considering
that having several public transport modes result in the situations where many users
poorly understand them. He argues that innovations in BRT systems have weakened
the idea that various modes with relatively narrow operational viability bands are
essential to match passenger demand across networks with varying volume and
temporal characteristics. Despite Wright (2004)’s arguments for comprehensive BRT
implementation and informal transit integration, it may not be possible in Accra. This
is because it may be challenging politically and financially to formalise the entire
informal transit system and integrate them into a formal BRT system. Moreover,
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considering the narrow roads and low travel demands within many feeder communities
in Accra, conventional bus operating as BRT may not be ideal to serve those places.
2.) Stepped, flexible transition to bus system improvement and informal transit integration
(Schalekamp et al., 2016). In contrast to comprehensive approach described above
this arrangement involves engagement processes with a more flexible outcome which
is not strictly tied to BRT implementation. This approach is consistent with the
conventional view that a city with a wide variety of public transport mode is
advantageous because this allows various corridors operating circumstances to be
matched with the ideal mode. This arrangement is flexible in the sense that it permits
informal transit operators to exit the engagement process if they find the new system
unacceptable. Moreover, it does not push for strict formalisation of the informal transit
and total integration. It has been argued that without this flexibility, informal transit
operators are more likely to be resistant to changing their operating practices for
integration (Browning, 2001). This arrangement is considered more feasible and
appropriate in the Accra’s context. The next section explains it in detail how this can
be applied to Accra’s case.

Appropriate Arrangement between Operators
Finding a role for the informal transit system within formal transit is a complex task for planning
bodies (Behrens et al., 2021). When pursuing more structured and planned services through
integration, the fragmented and disorganised nature of the informal transit system is clearly a
hurdle to such initiatives. Achieving integration thus require stakeholder engagement.
Successful integration of informal transit providers into formal transit system relies on skilful
management of stakeholder expectations, two-way communication and participation of users
(Arroyo-Arroyo, 2021). In Accra, the GUTP integration efforts got off on the wrong foot because
it was not inclusive enough. For instance, the vehicle owners were excluded from the
integration process.
Those who own the vehicles do not feel part of the project. If Aayalolo is
coming and Aayalolo is training the drivers. The owner will just say, “OK, take
away the driver” while the vehicle still belongs to an owner. So, all he has to
do is to find another driver who will drive and compete with the bus. But if the
vehicle owner is involved in it then he knows that I have made a commitment
to be part of Aayalolo. So, I’ll make sure that I will not drive my vehicle parallel
and compete with the Aayalolo. So it was, it’s a major thing that really affected
the progress of the whole project and many future projects must really take
cue from that and make sure the vehicle owner themselves are also brought
on board (GAPTE professional, personal communication, May 2022).
The valuable lessons learned from the GUTP should be considered in subsequent integration
efforts. These include the following. For instance, the GUTP focused only on few trotro drivers.
Consequently, many trotro and taxi drivers and all vehicle owners were left out of the process.
Irrespective of the GUTP success in organising some informal transit operators to run the
Aayalolo, the inclusion of informal transit system in the integration endeavour was certainly
limited. The exclusion of vehicle owner is a major factor that undermined the previous
integration process. Hence, an appropriate arrangement for integrating formal and informal
transit system should engage vehicle owners and ensure their commitment to the integrated
system.
Based on the professionals interviewed, it is becomes clearer that the informal transit vehicle
owners and some drivers feared that the GUTP integration attempts would endanger their
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source of livelihoods. Because of that, they resisted it. It is also key to build trust among all
stakeholders and create sense of ownership among the informal transit providers.
You know a Ghanaian businessman want to be like a boss on its own- ‘My only vehicle,
why should I partner with somebody’. So, conflicts were there. The (informal transit
union) leadership was also engaging with their groups, but that conflict persisted such
that we were not able to get them to buy into the idea of forming their cooperatives. It
all boils down to a Ghanaian business right. And forming a cooperative with someone.
And that business idea of joining someone to run a business has not sunk down well
with them (Urban Roads Department planner, personal communication, May 2022).
If people want to have small base operations and they don't want to be referred to as
formal operators, and they still want to be informal, there are rules they can follow and
still meet service standards. Though we want to be clear not to try to change the
structure of how people can maintain small budgets and yet be efficient in delivering
their operations (Accra Metropolitan Assembly planner, personal communication, May
2022).
The above response by the professionals above hints the unwillingness of some operators in
surrendering their sense of owning their own transit business. Considering this, arrangement
to formalise the entire informal transit system into a company to own and run operations in an
integrated system may not be feasible. There should be options for operators to still own their
vehicles while the management of their transit operation meet certain service standards.
Therefore, it is recommended that city authorities assist the informal transit providers to form
cooperatives with professional management to run transport service. The goal of this is to help
the informal transit to run orderly service which can be complementary. In this process, the
informal transit will surrender only the management of their vehicles and drivers to the
cooperatives while their ownership of the vehicle remains untouched. If city authorities
successfully implement this, then it should be possible for them to implement other measures
of integration such as fare integration among others (such measures are explained in
subsequent paragraphs of this section). It is also recommended that city authority implement
these measures on a pilot or incremental basis so that the success. This is because the success
of the pilots can increase the trust of other informal transit providers and facilitate their
cooperation for integration. Considering the context of Accra, such an approach can be seen to
be appropriate for the short to medium term.

Establish a Strong Organisational Basis for Integrated Planning and Regulation
An important element for facilitating integration at various dimensions of integration is the
presence of sound organisational framework such as unified metropolitan authority that has
the capacity for planning, organising and overseeing the implementation of the arrangements
for integration (Saliara, 2014). As explained in Section 4.2, Accra lacks a unified organisation
to facilitate integrated planning across various modes within formal and informal transit
systems. GAPTE was set-up with the goal to fill this void, but it has failed to live up to this
expectation. From the perspective of the informal transit professional interviewed, the current
role of GAPTE disincentivising informal transit providers from being fully engaged in formal
transit scheme. He mentioned that this role was a deviation of the MoU that got them involved
in the GUTP efforts towards integration and this had negative consequences on the process.
In that GAPTE was supposed to provide the Technical Support. So, the MOU defines the
role of GAPTE and also the role of the operator you understand, but it got to a point
because financially we were not able to run and GAPTE who is supposed to provide the
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Technical Support now have to find a means for the system to survive. So, an activity
that is supposed to be run by the operators they ended up doing them. So, it has limited
the role of the operators and I can speak for a fact that now it is only the drivers under
this arrangement, who are in the name of the company, but we, the companies are not
even playing the role that the MOU expects us to play so it's like now it's like GAPTE
has taken over everything. You understand. It is unfortunate sometimes there's nothing
you can do about it unless you want or unless we want the system to shut down
completely. Otherwise, we only have to close our eyes for GAPTE to run and that is
what is happening (Informal transit professional, personal communication, May 2022).

When asked of his view on how GAPTE’s role is affecting their involvement in the Aayalolo
which was meant to integrate them, the informal transit professional stated:
The inclusion of GAPTE to a large extent is good, but it's having another bad side
(Informal transit professional, personal communication, May 2022).
So, while GAPTE has had good impacts on the integration process, it is apparent from the
comment above that some of its roles is not facilitating the involvement of the informal transit
operators in the Aayalolo system. To strengthen the organisational basis for integration in
Accra, it is necessary to alter GAPTE’s current function to match its original mandate.
Consequently, GAPTE will be changed into Accra’s integrated public transport planning and
management organisation. As a matter of urgency, this should be accomplished within the
short term. This has also been acknowledged in a report published by the World Bank.
(GAPTE’s) functions were compromised from an early stage, leaving it to perform the
role of operator of buses, rather than its core functions. In particular, there is an urgent
need to disengage GAPTE from the business aspects and liabilities of the Aayalolo routes
to avoid GAPTE’s imminent collapse. The collapse of GAPTE would mean losing one of
the major actors in the institutional reforms during the implementation of GUTP. In the
short term, the government should arrange to resolve the financial liabilities incurred
to date and facilitate a steady source of funding. such measures would allow GAPTE to
bring its staffing level to full capacity and develop its role in regulation, permit issuance,
and coordination of travel demand analyses, transport planning, and ticketing and
pricing (Arroyo-Arroyo, 2021, pp. 58–59).
It can be seen from the excerpts of the report above that GAPTE needs alter its role as a
transport operator and focus on its original mandate as a unified authority for regulation,
transport planning among others across public transport modes for the local assemblies in the
Greater Accra region.
Improving Physical, Network and Operational Integration to Enhance Multimodality
One of the most important conditions for improving multimodality is physical integration. This
is key in enabling users to switch easily from formal transit to informal transit and vice versa.
This requires developing multimodal interchanges for formal transit and informal transit.
However, currently formal transit and informal transit system develop and manage most of
their stations in silos. There is therefore the need to incorporate informal transit providers
within the planning system of formal transit to change this. This research also found that
physical integration in Accra will call for huge investment into building new facilities such as
stations and terminals.
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Let me start with the infrastructure phase. We don't have the infrastructure to take
care of what we anticipate, or we anticipated to achieve. In terms of infrastructure,
when you get to the developed world, the infrastructure is there. It they started from
that point. (Urban Roads Department Planner, personal communication, May 2022)
Considering this, for the short term, focus should be on retrofitting existing stations to facilitate
multimodal interchange. For the long term, the city authorities need to strategically plan for
and develop new multimodal stations and terminals where feeder services will connect with
trunk services and vice versa.
Introducing feeder services for formal transit will help with the integration of existing informal
transit services with formal transit network. This must be accomplished through collaboration
with stakeholders in order to avoid opposition from informal transit unions, and users. There is
also the need to minimise connection time for the trunk-feeder service. Otherwise, the service
will not get the need volume to be viable. This begs the question how to accomplish that?
According to the Ministry of Transport (2018), this question “need to be addressed as soon as
possible.” Ideally, this could be addressed by transitioning all feeder services into scheduled
service to match the quality bus service on the main corridors. This study found that this will
not be viable in the near future. Transitioning the operations to a scheduled service can reduce
the uncertainty and long waiting times users endure at stations and stops. Transitioning the
informal to scheduling service will be very expensive and will require difficult political process
to get all of them on board. The interviews with the professionals reveal that this is not feasible
in the near future. Moreover, the informal transit is quite reliable and so strict scheduling is not
extremely indispensable. The Accra Metropolitan Assembly planner revealed during the
interview that an assessment study by the Assembly found the trotro to be about 80% reliable
with regards to schedule during weekdays in many corridors in Accra. Alternative measures
that could be implemented to minimise connection time include utilising tools to assist travellers
in planning their trips. Government authorities need to collaborate with operators on the
creation of a virtual platform that integrates schedule, route and fare information for all public
transport modes in the city. This can be accomplished by demanding that all operators supply
a standardise data detailing their services and then developing software that allows users to
access these feeds.
With regards to operational integration, it is striking to note that when users were asked on
what they would recommend improving their integration of public transport modes, majority
of users said “the government should reduce the fares.” This might appear as a deviation from
the question, but a deeper reflection shows that their response mirrors the following. First, it
shows that users acknowledge the need for the formal regulation of the operation of the
informal transit system. Secondly, fare integration implementation that reduces overall travel
cost will help solve some of users’ greatest needs. An integrated ticketing arrangement is
needed to improve the integration formal transit and informal transit systems. It is important
to note smart ticketing (such as smart or prepaid card) is a precursor to integrated ticketing
mechanism. Findings from the interviews with the professionals reveal that this is not feasible
in the short-term considering the informal nature and fragmented ownership of the informal
transit system. This should be possible after the informal transit system organisations have
been well integrated. It is also necessary to integrate the scheduling of formal transit and
informal transit. However, as mentioned in Section 4.1 formal transit and informal transit in
Accra currently do run strict scheduled service. Transitioning to scheduled service is key for
enabling integration in operations. It is possible for the formal transit to switch to scheduled
service in the short term. However, introducing scheduled service for the informal transit
system is not feasible in the short to medium term because of the fragmented ownership.
Therefore, this study would recommend that software such as the Moovit be further developed
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and promoted to assist travelers to better estimate the departure and arrival time of both
formal transit and informal transit. This can be done by incorporating inputs from the operators
into the application’s algorithm. Currently, the schedule and route information of formal transit
and informal transit are being managed separately. Integrating these in one platform will be
very key for travellers to plan trips that will involving switching between them.

49

5.0 CONCLUSION AND DISCUSSIONS
According to the GUTP plan, Accra’s vision for public transportation is inspired by the need to
integrate different public transport modes into a single, coherent multimodal system. The
objective outlined in the GUTP was for BRT to eventually replace trotro completely. Thus,
previously used trotro routes would be replaced by a network of BRT trunk corridors and
interconnected feeder lines. The feeder lines would cover the areas currently served by trotro
but would be optimised for efficiency. The inspiration behind this was the conventional wisdom
that smaller vehicles are more suitable for feeder services and that the feeder role will probably
be a natural niche for informal transit providers. Currently, formal transit and informal transit
modes are viewed as overlapping layers rather than complementing components of a
multimodal transportation system (Ministry of Transport, 2018). This chapter draws
conclusions and discusses the findings of Chapter 4. The discussions reflect on the
interpretation of the findings in light of published literature as well as their implications for
academia and practice. This followed by a reflection on the conceptual framework, limitations
of methodological choice of this thesis and areas for future research.
5.1 Conclusions
Even as public transport system in cities in the developing world are dominated by fragmented
services offered by the informal transit systems, most formal transit projects tend to ignore
them or fail to properly integrate them in formal transit projects. The result of which has been
public transport system in which the formal transit and informal transit providers operate as
separate entities while competing with each other. The question posed right from the beginning
of the thesis was: How can the integration of informal transit within formal public transport
infrastructure and planning systems enhance multimodality in Accra? This is a key challenge
faced by policy makers and planners in Accra. It is important to point out that the results
indicate that formal transit operations in Accra do not fully conform to the typical idea of a
formal transit system. However, it was also found that city authorities have laid down plans to
develop a typical formal transit operation such as BRT system in the city. Also, the city
authorities have also shown interest to integrate the informal transit in these plans. Considering
this, this study sheds critical insights for future public transport planning in Accra.
RQ1: How Do Formal and Informal Transit Systems Function?
This thesis found that the formal transit services for trips in Accra are the Metro Mass Transit
and Quality Bus Service (also known as the Aayalolo). Though, these transit services were
planned to operate scheduled service with high frequency in Accra, in reality they function
differently. Formal transit in Accra currently do not adhere to strict scheduling. Though formal
transit use buses which are bigger and more comfortable than the informal transit, they are
available only on the main corridors of Accra. This thesis found that although the informal
transit covers more area than the formal transit, its service has certain disadvantages because
of unreliable fares and routes. It was also found that formal transit seem to be more predictable
with regards to fares and routes. Formal authorities on the national, regional and city levels
regulate public transit services in Accra. Even though certain formal regulations apply to the
informal transit system (such as the requirement of a license to operate public transport), the
operations of the informal transit system to largely not regulated by formal authorities which
regulate formal authorities. The informal transit system associations such as the GPRTU remain
largely responsible for regulating the operations such as routes of their operators. It should be
pointed out that informal transit associations usually negotiate with before setting new fares
after fuel costs rise. In addition, this research found that the Aayalolo and the informal transit
do not receive subsidy for their operations. This research cannot draw conclusions on the
whether the Metro Mass Transit receive subsidy or not because of lack of data and inability to
interview professionals from the Metro Mass Transit. Informal transit system has evolved to
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become Accra’s largest public transport provider. While it offers low-cost transport public
transport service to majority of the city’s inhabitants and visitors, the way it functions creates
problems for users despite its advantages. Similarly, Formal transit on the other hand, is not
without flaws. Surprisingly, how the formal transit in Accra currently functions, does not fully
conform to the conventional idea of a formal transit. Formal transit currently serves a small
fraction of public transport users in Accra. Also, the way the formal transit and informal transit
functions show strengths and weaknesses as well as the potential for complementarity.

RQ2: How integrated (physical, network, operational and organisational dimensions)
are the formal and informal transit systems?
This thesis found that it was under the Ghana Urban Transport Project (GUTP), authorities in
Accra first took steps to integrate the informal transit system with the formal transit.
Specifically, the actions towards the integration were implemented through the Aayalolo bus
system under the GUTP. Upon recognition of the value of the informal transit system and
potential complementarity, Accra’s authorities have introduced initiatives under the GUTP to
integrate the informal transit system within formal transit planning and infrastructure system.
Despite these efforts, this thesis notes that the informal transit and formal transit are not well
integrated in physical, network, operational and organisational dimensions. It therefore comes
as no surprise that formal transit and informal transit modes exist as overlapping layers which
compete with each other while sharing little complementary. The thesis found that city
authorities only attempted to implement physical and organisational integration measures.
Even though, some of the Aayalolo stations and stops were co-located with the some of the
trotro stations and stops, the outcome of this was not desirable for city authorities. This is
because this led to competition between the Aayalolo and the trotro. A possible reason for this
is that the networks of Aayalolo and trotro were not integrated in the sense they operate
parallel to each other or on similar routes. Even though, integrating the networks through a
trunk-feeder network arrangement can help resolve this, this is yet to be actualised in Accra.
The thesis also revealed that no operational integration measures have been implemented.
Currently, formal transit and informal transit manage their travel information, scheduling,
ticketing and fare systems separately. Consequently, a user cannot use a single ticket to board
formal transit and informal transit for instance. This research also concludes that formal transit
and informal transit organisations are not integrated. Even informal transit operators were
assisted form cooperatives and organisations to run the Aayalolo bus system, this still falls
short of the idea of organisational integration operationalised for this thesis.
RQ3: What are the possible and appropriate arrangements for integrating formal and
informal transit system to enhance multimodality?
With regards to possible and appropriate arrangements for integrating informal transit with
formal transit to improve multimodality, this study recommends arrangements which are
flexible. It is evident that arrangements for integrating to improve multimodality should
consider the needs and commercial interests of operators as well as the needs and expectations
of users. There is little doubt that engaging the informal transit system for integration is a
complex task because of its fragmentation. Hence, the appropriate arrangements need to
ensure that all stakeholders of the informal transit system are brought on board.
This research concludes that a stepped, flexible transition to bus system improvement and
informal transit integration is a possible and appropriate arrangement for integrating formal
and informal transit to improve multimodality. To do this, city authorities need to assist informal
transit operators to form cooperatives to bring order to their operations. This thesis
recommends that the possible and appropriate arrangement with operators should be
incremental in order to gradually build their trust and increase their willingness to participate
in the integration process. Also, there should be a unified planning authority to facilitate the
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multimodal integration. The findings of this thesis indicate that GAPTE was create with this goal
in mind. However, the actual, current role of GAPTE as operator and regulator undermines its
ability for this goal. Therefore, GAPTE should disengage itself from its role as operator and
focus on its original mandate. Once, the organisational basis for integration has been
implemented, the city authorities can then proceed to assist operators to improve physical
integration and implement measures for network and operational integration.

5.2 Discussions: Implications & Interpretations
According to Cervero and Golub (2007, p.3), “this sector operates − informally and illicitly,
somewhat in the background, and outside the officially sanctioned public transport sector” in
cities in the developing world. However, this is not wholly true in Accra. In contrast to Cervero
and Golub (2007)’s assertion, the informal transit system is in the foreground of public
transport provisioning in Accra. This is because it has a well-establish organisation and fleet.
Additionally, there is a degree of regulation and formality in the informal transit system. So,
what makes this sector informal is not the complete absence of formality. This thesis provides
key insights on the differentiation of formal transit and informal transit based on how they
function. How Accra’s public transport system functions provides key grounds for complicating
the generic models of the formal transit and informal transit dichotomy. The findings of this
study contrasts studies which postulate that what differentiates formal transit and informal
transit is that the informal transit lacks permit to function legally. This is because this thesis
observes that trotro and taxi which are part of the informal transit system have permit to
operate. Even though, the activities of the providers of the informal transit system are largely
positioned outside formal regulation or control of the government, how they function is
structured by several non-formal regulations. On top of that, some aspects of the informal
transit service are being regulated by formal authorities. A good example is regulation of fares.
This study found that the informal transit associations in Accra require approval from
government before they can increase their fares in response to changes in fuel price.
Considering this, it will not be correct to suggest that the informal transit is unregulated. On
the other hand, some aspects of formal transit in Accra possess some semblance of informal
transit. Specifically, formal transit modes in Accra currently do not run scheduled service.
Considering these, how Accra’s formal transit and informal transit functions raises the question
of whether the simplified dichotomy of "informality" and “formality” of the transit system is
appropriate (Stasik, 2018).
How does the Formal Transit and Informal Transit System Function?
The results also suggest that while the demand responsiveness, coverage among other
advantages of the informal transit system is impressive, the downsides associated with the way
they function should not be downplayed. The low-quality services users endure from the
informal transit which manifests in the form of unreliability of routes, schedules, fares as well
as the aggressive driving behaviour and lack of coordination should not be overlooked.
Integration should be implemented in a way that utilises the advantages and minimises the
downsides of informal transit system. Ferro (2015, p. 6) suggests that “we should ask to what
extent (informal transit) provides an adequate service, and at what point we can consider that
it has reached its limits and that public authorities need to step in.” Even though how the formal
and informal transit systems function in Accra reveal both strengths and weaknesses, their
integration is considered a potentially complementary one.
How Integrated (Physical, Network, Operational and Organisational Dimensions) Are
The Formal And Informal Transit Systems?
Efforts to integrate the informal transit within formal transit system in Accra began only during
the GUTP in 2015. As mentioned in Section 4.2, the GUTP was a project that sought to introduce
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BRT in Accra. This seems to confirm the claim that integration of the informal transit in the
developing world is addressed typically through BRT projects (Klopp & Cavoli, 2019). Formal
transit in Accra concentrated operations on trunk corridors without implementing physical,
network and operational measures to integrate with the informal transit modes. Even though
a section of informal transit operators joined the formal transit organisation by surrendering
their self-regulation and flexibility linked to their operation, organisational integration is still far
from being realised in Accra. Although informal transit service providers are key stakeholders
in the public transport planning process, it is apparent that their integration in the planning
system of formal transit remains low. The lack of integration also reflects in how they operate.
Trotro for instance, is regarded as competition for formal transit service such as the Aayalolo
in Accra. The findings of this thesis are consistent with studies elsewhere which suggest that
currently most public transport systems in developing countries are not integrated, as they are
run as separate entities (Asimeng & Heinrichs, 2021). Olvera et al., (2014) suggests that a
two reasons for the lack of integration in Sub-Saharan Africa.
Indeed, it is almost non-existent in the cities of Sub-Saharan Africa. There are two main
reasons for this. Large African cities are characterized by deregulated transportation
systems which are unsubsidized, self-organized and dominated by a large number of
informal operators which are in competition with each other. (Olvera et al., 2014, p. 3).
Previous studies looking into the integration of informal transit system in the African context
have highlighted the challenge of involving the “fragmented” informal system (Behrens et al.
2017; Ferro 2015; Ferro and Behrens 2015; Godard 2013). This thesis confirms that the
fragmented organisation of several independent providers within the informal transit system in
Accra has proven challenging for integration. Surprisingly, the study found hints that the
informal transit operators seem willing to be integrated within formal transit system if certain
conditions are met. It should be pointed out that this thesis cannot make conclusive statements
regarding the willingness of the informal transit operators considering that not many of them
took part in the interviews.
What Are the Possible Arrangements for Integrating the Informal Transit with Formal
Transit to Enhance Multimodality?
Several arrangements are possible to integrate the informal transit with formal transit to
enhance multimodality but not all of them will be appropriate in Accra. This section discusses
the implications some of these arrangements have for integrating to improve multimodality. It
can be concluded from the findings that despite Accra’s plan to formalise and integrate the
public transport system, it is probable to end up with a system where informal transit would
continue to exist along with the new formal scheduled services. Put simply, it is not possible to
totally eliminate the informal transit. Hence, this thesis poses the question: Is full formalisation
and Full Integration the only path forward? The findings show that flexible arrangement for
integration with different measures for the short to long term are more feasible and
appropriate. The findings contribute to clearer understanding to the idea that total
organisational integration in which all operators form a single formal entity is not indispensable
in improving multimodality. This is reinforced by the findings which reveal that even though
the informal transit organisation is fragmented, users’ multimodal patterns occur within
informal modes. Considering this, all formal transit and informal transit operators do not have
to form a single organisational entity to enable integration and in turn improve multimodality.
Furthermore, ensuring that physical, network and operational integrations are actualised are
required to make multimodal journeys easier. That said, the informal transit system is not
probable to “professionalise” and implement these required integration measures (such as
integrated scheduling) on its own. The implication of which is that city authorities should take
the lead by putting in place arrangement for integration to happen. These arrangements require
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time, patient negotiation and possibly some compromise. Meanwhile Accra’s authorities are yet
to implement the organisational measures to facilitate this. Overall, the results confirm that
integrating the informal transit system within formal transit system is a challenging task which
requires not just planning but also patience, financial investment, trust and some compromise
(Godard, 2013; Schalekamp, 2017).

5.3 Reflections on Conceptual Framework
Function: Formal Transit and Informal Transit were the objects of integration. The Service
Offered and Regulation are the key variables for understanding how Formal Transit and
Informal Transit function. Formal transit is often described to offer schedule service unlike the
informal transit. However, this research found that formal transit in Accra offers unscheduled
service. In addition, informal transit is often described as unregulated (see for example:
Cervero & Golub, 2007). However, this thesis found that the informal transit in Accra is
regulated to some extent. This raises question about the dichotomy of formal transit and
informal transit. That said, this thesis argues that formal and informal transit idea should be
as a spectrum in the sense that the fact that a transit system is considered informal does not
rule out the possible of some formality or regulation within it and vice versa.
Integration: Integration was conceptualised in four dimensions: (1) Physical (2) Network (3)
Operational and (4) Organisational. The results of this research suggest it may be necessary
to have another dimension called “de facto integration” referring to how informal operators and
users integrate public transit modes. This thesis found that informal transit operators illegally
used stops for the Aayalolo (formal). Though, this co-location can be considered a manifestation
of physical integration, it mainly facilitated competition between formal transit and informal
transit instead of complementarity. Typically, transport integration is planned by formal
authorities for various modes to complement each other (May et al., 2006). The findings from
Accra show that integration is not always complementary. This dimension can be described as
“de facto integration”.
Multimodality: This research found that improving multimodality requires implementing
measures in the four dimensions of integration. For instance, implementing physical integration
measures is key for facilitating the connection and transfer between modes. However,
implementing physical integration without the underlying network integration arrangements to
ensure that various transit operators will not compete with each other by plying parallel routes
is likely to result in competition as the Accra’s case. Further still, operational integration
measures such as synchronisation of schedules is key to make transfers easier for users after
network integration is implemented. Finally, organisational integration is not directly linked to
multimodality, however, organisational integration forms the basis for transport operators to
work together to implement physical, network, and operational integration to improve
multimodality. This is reinforced by the idea that because formal transit and informal transit in
Accra were not integrated organisationally, the (“de facto”) physical integration informal transit
operators illegally instituted did not promote chaining of formal transit with informal transit
modes during trips. Instead, it led to competition.
5.4 Limitations of the Methodological Choice of this Research
The research process of this thesis was accompanied but certain limitations. These affected the
result of this research. This section reflects on the limitations, their implications and the actions
which were taken to address them. The major limitation relates to conducting the qualitative
interview. The research was based on interviewing professionals and users. First, it was key
for this research to obtain access to the professionals within formal transit and informal transit
systems. In many instances, this was challenging. Many professionals of various transport
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organisations that were contacted declined my request for interview. To fill in that gap, the
researcher interviewed a planner at the Adentan Municipality’s transport department. Because
Adentan is adjacent to Accra, the Adentan Municipality often collaborate with the Accra
Metropolitan Assembly and other neighbouring municipalities to work on key transport projects.
For instance, the Adentan Municipality participated in the Ghana Urban Public Transport project
which sought to transform and integrate Accra’s public transport system. Owing to this fact,
the Adentan planner was considered to have key knowledge to contribute to this research. Also,
with the aid of LinkedIn and snowball method, the researcher got access to a number of
professionals for the interview. However, two of the professionals interviewed lacked in-depth
up-to-date knowledge of recent policy actions because they were on a study leave outside
Ghana. Finally, the professionals were usually busy and difficult-to-contact people, but with
patience and persistence it was possible to interview key actors from both formal transit and
informal transit systems. However, the findings should be interpreted with the understanding
that because of the aforementioned limitations, only one professional was interviewed from
each organisation. As a limitation to this study, it should be borne in mind that this single
respondent presents his own perspectives which cannot always be generalised for the entire
organisation they work with.
Similarly, interviewing users was not without certain constraints. Some respondents were not
receptive and open to the research assistants. For instance, some respondents alleged that the
research assistants were journalists and the fact that they believed that journalists have the
tend to lie in their reports means they cannot trust them. Others too alleged that the
researchers were members of the government which they believe is responsible for certain
problems. This was particularly challenging with participants with low level of education. It is
important to note that this happened despite that the research assistants assured the
participants that this work is solely for academic purposes.
5.5 Areas for Future Research
The needs and expectations of operators and users should be considered for integration. In
view of this, the recommendations this thesis makes for integrating informal transit with formal
transit may not work in every city because the needs and expectations of operators and users
vary across cities. Arrangements that work in Accra cannot be simply copied and be expected
to work in Johannesburg for instance. This means that transferring the integration
arrangements recommended for Accra to other cities in Africa will be difficult without specific
adaptations to the local conditions. The nature of informal transit organisations also has a
significant impact on the complexity of the integration process and ultimately the arrangement
that should be considered appropriate. Therefore, further studies in other cities should take
into account the local conditions instead of merely transferring the recommendations of this
thesis.
The interviews revealed possible hints of internal instability within the informal transit
associations which might have contributed to the impasse in the integration process under the
GUTP in Accra. However, because this study was not able to obtain many respondents from
the informal transit system for the interviews, this issue was not looked into. Therefore, further
research is needed to establish the interactions within the informal transit associations and how
best to engage them for integration process. It would also be necessary to examine the
appropriate way for engaging the informal transit system during integration process. Should
the members be directly engaged instead of relying only on the association leadership as it has
been the case in Accra? I would recommend that future studies should not only focus on the
leaders of the informal transit associations for data collection but also target the members at
the local level (which include the drivers, vehicles owners, and conductors). This is because
sometimes the association leaders may not fully articulate the interest of their members.
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2017
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2010

Urban Transport
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2020
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2019
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2018
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and Copenhagen
Consensus Center
Accra Metropolitan
Assembly
Ghana Ministry of
Transport

Implementation and
completion result report
Research Study
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APPENDIX 2: INTERVIEW GUIDE FOR PROFESSIONALS
MAIN RESEARCH QUESTION: How can informal transit systems be better integrated within
formal transit infrastructure and planning systems to improve multimodality in Accra?
Introduction and Key Questions:
The first part deals personal experience/and or knowledge regarding how formal transit and
informal transit function in Accra and how well integration is actualised. This section will also
explore how your organisation incorporates the activities of informal transit (e.g., trotro) in
its public transport planning and interventions.
How the systems function?

•

•

•

What is your organisation’s role in public transportation in Accra? Does DUR play any
role in formal transit and informal transit plan and transit services? If yes, how do you
currently plan and design such transit services and facilities (e.g., terminals)?
What were the activities of your organisation in the Ghana Urban Public Transport
(GUPT) project, which was sponsored by the World Bank from 2007 to 2015? How did
your organisation support the planning and implementation of Accra’s BRT/QBS? Are
there lessons from the GUPT for future public transport planning?
Do you perceive any comparative advantages of working with the informal transit
systems?

How is integration actualised?

•
•
•

•

•

In your view, does formal transit system integrate OR merely co-exist with informal
transit?
Do you incorporate the needs of the informal transit system in planning and design of
public transport infrastructure?
Are there official channels of communication/representative bodies to facilitate
engagement, negotiation and decision-making between DUR and informal transit
operators?
Which actions (in physical, network, operational and organization dimensions) have
been deployed and how successful or unsuccessful were they?
A possible action could be the trunk-feeder arrangement during Accra’s BRT piloting
and stuffs like that.
How is the informal transportation sector engaged in the public transport planning
process?

Questions on Recommendations on Arrangements for Formal/Informal Transit
Integration
In the second part of the interview, the interviewees will be asked about their
viewpoint on what the appropriate approach is on how to better integrate informal
transit with formal transit.

•

What is, for you, the best way to include integrate informal transit in the
formal transit schemes such as BRT? E.g. Digital ticketing system including the
feeder, giving priority to jobs to the workers of the informal transit
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•

What package of integrated/interdependent actions have the best potential in
the future? Which integration activities seem most appealing? [Let the
interviewee come up with his own actions or activities for integration, then
provide examples of alternative actions and discuss them]

Closing Remarks
•
•

Is there a relevant document you would recommend I look into?
Is there anything comment you would like to add?

70

APPENDIX 3: QUESTIONS FOR USERS
SETUP
The goal of this interview is look into the participant’s integration experience (public
transport) experience in Accra and to identify opportunities for improving it. To do so, the
interview will explore:
The means of transport used
The usual travel behaviour of the participant
The participant’s needs and frustrations
The participant will be interviewed in a quiet and convenient place. This is to avoid potential
sources of distractions the participant can encounter in a station. The interview will be
recorded with a smartphone.

Introduction
Good morning/afternoon/evening
I will be conducting this interview on behalf of an MSc candidate at Wageningen University
and Research as part of his thesis.
I am going to ask you general questions about the way you get around in Accra. The purpose
of this interview is to understand your integration experience, and thoughts towards Accra’s
formal transit and informal transit in order to hopefully improve multimodality in the city.
Feel free to speak your mind. We are not evaluating you in any way. There are no right or
wrong answers here. The goal is to understand your experience in getting around in Accra.
The interview will be recorded so that we can listen to it again and make sure that we get
everything right. Your identity will not be revealed and this interview will only be used for the
purpose of this academic research.
The interview will be lasting for about 15 - 30 minutes.
Do you have any questions before we start?
Overview and Context (Socio-Demographic Profile)
• To begin, could you please shortly introduce yourself (your job, or education status, interest
centres etc)
Note to research assistants: Indicate the gender and age of the participant.
Public Transport Integration Experience (Positive and Negative Aspects)
•
•

How would you describe the service of informal transit (trotro and taxis) and formal
transit (Aayalolo, MMT)? - Information, time schedule - Routes, waiting areas
What are your primary and secondary means of transport to work or school? How
about for shopping?

71

•

•
•

Suppose you want to get to Accra central, name the public transport modes you
would use? How many transfers are there on the way? Do you chain different public
transport modes like trotro and Aayalolo or trotro and MMT etc?
If you chain modes, how would you describe your experience in switching or
transferring from one mode to the other?
In recent times, what usually frustrate you during your public transport ride?

Closing: Recommendation
• How should authorities prioritise improving Accra’s public transportation system? How
can the use of different modes such as formal and informal transit be made better?
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