
Report of the Committee on Transport Problems encountered by the public in certain parts of the Island.

1.0
TERMS OF REFERENCE

On 13 June 2003, Cabinet decided that a Committee be set up under the Chairmanship of the Principal Assistant Secretary of the Ministry of Public Infrastructure, Land Transport and Shipping to examine and make recommendations on transport problems encountered by the public in certain parts of the Island.
1.1 Composition of the Committee

(i).
Mr A. Cunniah
Principal Assistant Secretary, Ministry of 


Public Infrastructure, Land Transport and Shipping (Chairman)

(ii)
Mr N. A. Khadun

Deputy Road Transport Commissioner, 

National Transport Authority

(iii)
Mr G. Dhooboreea
Transport Controller, National Transport 

Authority

(iv)
Mr. D. Romooah

Transport Planner, National Transport 

Authority

(v)
Dr. K. Reesaul

Senior Engineer, Ministry of Public 

Infrastructure, Land Transport & Shipping

(vi)
Mr. S. Atchia

Adviser, Ministry of Public Infrastructure, 

Land Transport & Shipping 

2.0
INTRODUCTION

In a report “Mauritius – Transport Action Plan and Public Expenditure Review” released by the World Bank on 16 June 2003, it is stated that the dominant transport problem in Mauritius is the chronic and severe traffic congestion in the Plaines Wilhems conurbation as well as in and around Port Louis during the morning and evening peak travel periods.  However, transport problems are not only restricted to that particular part of Mauritius but they are also prevalent in other urban as well as in the rural areas although not to the same extent.

3.0
PORT LOUIS – PLAINES WILHEMS CONURBATION:

This problem has become acute as the country registered in the last decade an increase faster than usual of the fleet of private cars and minibuses. People are increasingly making use of these private means of transport instead of the public transport to commute to work. The shift from the public transport systems has been facilitated since the latter systems are generally considered to operate with low productivity levels, poor frequency and technological inadequacy.  This situation has also led to an increase in accident rates, undue extended travel times and negative effects on the environment. 

Government has decided to opt for the Light Rail Transit (LRT) system as the preferred solution to the transport and congestion problems in the Port Louis-Curepipe corridor.  As the LRT system will not by itself reduce traffic congestion, an Electronic Road Pricing (ERP) scheme will concurrently be implemented to make drivers pay a toll for using scarce road capacity and thus discourage people from driving unnecessarily during peak hours.  With the assistance of the World Bank, Government is on the point of launching bids for integrated feasibility studies of the provision of the LRT system, the ERP scheme and the development of a land usage plan for key sites along the route.  It is expected that the LRT system will be operational by 2010. 

In the meantime the congestion and transport problems are worsening day by day in the Plaines Wilhems and Port Louis conurbation. This paper will focus on some intermediate solutions that could to a certain extent alleviate the situation and bring some relief to the travelling public.  

As regards the other parts of the Island, the National Transport Authority is coming up with a report on the proposed regional association of individual bus operators which is expected to bring an overall change in the set up for the provision of a more efficient bus service. 

4.0
AN OVERVIEW OF THE BUS TRANSPORT SECTOR 

The bus transport sector comprises the stage bus operators and the contract bus operators.  As at to date, there are 4644 buses registered in Mauritius of which 1824 are stage buses and 2820 are contract buses. 

The bus industry is in dire straits and its financial situation is in a bad shape.  Rising costs of operation with the result that profits are seriously dented, a drop of 2 to 4% in passenger traffic annually as a direct consequence of illegal competition by unlicensed operators, a dwindling market share are adding to the woes and concern of the stake holders.  On top of that, the bus owners are faced with a serious lack of funds to modernise or renew their fleet of vehicles. During the period 1990 to 2002, there have been seven bus fares increases in the sector without any marked improvement in the financial situation of the operators and the level of bus service provided.  This explains the difficulty of the bus operators to provide services of such level and quality as to meet the legitimate expectations of the travelling public.  It is acknowledged that bus services require major improvements and in view of their inadequacies they have often been the subject of bitter criticism.

5.0
REGULATORY AND TRAFFIC MANAGEMENT MEASURES

In the face of the challenges confronting the transport industry and the threats looming ahead, Government has worked out a comprehensive package of measures, including legislative reforms, aiming at accommodating the diverging and conflicting interests of all stakeholders. 

The Road Traffic Act has been amended on two occasions since the beginning of 2003 to give legal effect to the decisions taken by Government to rationalise the transport system and to provide a better legal framework for the entire sector.  The amendments will have a bearing on the present system of classifying vehicles especially contract buses and consolidate the legislation on penalties in respect of road traffic offences to effectively bring illegal competition with buses under control.

There is a need to introduce further measures to render the public transport system more attractive to the commuters and re-establish its viability and sustainability.  A system of “demand management”, with measures seeking to reduce the volume of traffic, especially private cars, rather than to increase, at high costs, the capacity of the road network should be favoured. Under this system, road pricing and bus priority schemes are normally introduced.  Since Government is already envisaging the implementation of an Electronic Road Pricing Scheme, only the issue of bus priority schemes will be considered in this paper.

5.1
 BUS PRIORITY SCHEMES

Bus priority schemes have been implemented extensively in other countries and could be implemented at relatively low cost. Taking into consideration that the traffic is heavily delayed during peak hours mainly along the motorway and at the entrance of Port Louis as from Coromandel, the Committee recommends that traffic management and bus priority measures be implemented.

5.1.2
RECOMMENDATIONS:

· A study be carried out on the feasibility of creating a High Occupancy Vehicle (HOV) Lane to give priority to buses along the M1 Motorway from Reduit up to the Caudan Roundabout, Port Louis during morning peak hours.  

· Express bus services should be extended during morning peak hours up to the Central Business Area so that passengers are able to get a door to door service, thereby adding more comfort to bus travel. This will eliminate the necessity of passengers walking between Victoria Bus Station and the City centre.  Arrangements should be made by the Police to grant priority to these buses at junctions and roundabouts in order to reduce bus trip time.  It is to be noted that the National Transport Corporation is already operating buses up to and from Cathedral Square during the morning and afternoon peak hours respectively. This service has proved to be successful among passengers and has enabled the shifting of many passengers from private to public transport.

· Partial removal of parking bays and facilities be provided to express buses to alight and embark passengers during the morning and afternoon peak hours along some priority roads within the Central Business Area. 

· Express Services should be provided by high quality buses to meet the standard expected by the travelling public.

5.2
 CONTRA-FLOW TRAFFIC

The Contra-flow Traffic scheme is not new in the Mauritian context as such a scheme has been successfully introduced along the M1 Motorway since 1996 by converting an up-going lane towards Reduit into a third lane to accommodate excess vehicular traffic towards Port Louis.  This measure has contributed to ease the traffic flow to Port Louis in the morning peak hour. 

5.2.1
RECOMMENDATION

It is recommended that this arrangement be henceforth extended as from Reduit to contain the excessive number of vehicles caught in long queues spilling up to St. Jean.

5.3
HOLDING AREA FOR BUSES AT COROMANDEL

A survey carried out during the morning peak hours has revealed that buses of the three major operators, i.e. the National Transport Corporation, the United Bus Service and the Rose Hill Transport have an average of 20 passengers per bus as from Coromandel while proceeding towards Port Louis. 

The time table of the three bus companies should be re-worked so that a lesser number of buses proceed to the Victoria Bus Station.  This measure would help to some extent to reduce the traffic congestion between Coromandel and Port Louis and it is expected that a minimum of 30 to 40 buses could stop their journey at Coromandel.  In addition to reducing their trip time, more buses will be available to provide services in the direction of Plaines Wilhems. This measure would enable:

(i) the reduction in fuel consumption;

(ii) the decongestion of the Southern entrance of Port Louis and the Victoria Bus Station, and

(iii) the reduction of vehicular emissions.

5.3.1 The Committee recommends that:

(i) A holding area / terminus be created at Coromandel to enable about 40 buses coming from the Plaines Wilhems area to end their journey there and;

(ii) A signalised junction be provided to facilitate the entrance and exit of the buses to and from the holding area and the main road. 

6.0 INTRA –URBAN BUS SERVICES

Recent surveys have revealed that most of the routes where ‘taxi marrons’ have created their operational areas are in the urban region. The reasons are the poor penetration of large buses in the residential areas whereas cars are more maneuverable and provide such qualities as speed, convenience and reliability.  The size of bus currently operating prevents them from meeting these requirements.

6.1
RECOMMENDATION

It is recommended that bus companies gradually introduce the operation of 32 seater buses which are more suitable for intra-urban service.

7.0 MONITORING OF BUS SERVICES

As regards transport problems encountered in other parts of the island, the National Transport Authority should ensure that:

(i) systematic and regular monitoring of the bus services especially in problem areas be carried out, and

(ii) defaulters be severely penalized in case it is established that they have contravened conditions of their licence having a bearing on service levels.

8.0
PUBLIC SERVICE VEHICLE (CONTRACT BUS) LICENCES

Contract bus licences have been granted by the National Transport Authority as follows:

	 Prior to 1995
   
	
983

	      Year 1995
	
162

	1996


	
  48

	1997


	
113

	1998


	
232

	1999


	
374

	2000


	
527

	2001


	
265

	2002


	
101

	2003


	
  15


In view of the excessive number contract bus licenses granted and the closure of many textile factories, a decision was taken in June 2001 not to issue application forms for contract bus licences.  Subsequently on 04 October 2001, the Ministry requested that application forms be issued only to persons who were in genuine need of contract bus licences. Since then very few applications have been accepted.

9.0  REPRESENTATIONS FROM CONTRACT BUS OWNERS ASSOCIATIONS
In memoranda submitted to the NTA and the Ministry, the Association of Contract Bus Owners and Islandwide Contract School Bus Owners have made representations as follows:-

(a) contract buses licensed for conveyance of industrial workers be authorized to perform leisure trips as well during weekends and public holidays in the same manner as school contract buses;

(b) instead of having three categories of licences ie Tourist, Industrial and School, only two categories should exist namely Tourist and School/Industry;

(c) the lifetime of School and Industrial contract buses should be extended from the present 16 years to 20 years;

(d) access to airport should be allowed for all contract buses and not for “tourist” buses only as is presently the case;

(e) contract bus owners should be authorized to use their buses to meet their personal transport needs and those of their families.  Condition 18 attached to their licence now prevents them to do so;

(f) in case of school buses, the condition requiring the production of the log book should not apply;

(g) school contract buses having less than 25 seats be dispensed with the requirement to employ a helper and such helper need not be registered with the Authority.
9.1
RECOMMENDATIONS
(a)
It is recommended that contract buses conveying industrial workers be allowed to perform leisure trips during week ends and public holidays but trips to and from Champ de Mars during racing days should be excluded as has been done in the case of contract school buses in order to avoid abstraction of passengers from services offered by stage carriage operators.

(b) As contract buses cover a significantly lesser volume of mileage than that undertaken by buses operating along normal routes during their operating life, it is unreasonable that the same yardstick be applied to them and they be de-licensed at the age of 16 years.  It is therefore recommended that all contract buses that have never been operated on stage carriage services be licensed up to 20 years old.  This recommendation shall apply to contract buses providing school or industrial services only.  The present replacement policy for contract buses (tourist) shall be maintained in the interest of the up market service in tourism industry;

(c) The production of a logbook is essential for control purposes in order to curb illegal competition by contract buses against taxis based at hotels or against stage carriage services.  However, as regards school buses, it would be unreasonable to expect the bus operator to look for over a dozen parents every morning to have their signature in the logbook as the hirer of the service.  For that reason, it is recommended that conditions 11 and 12 attached to contract bus licences requiring the keeping of a log book should not apply to school contract buses.  However, such requirement should apply whenever the school bus is used for leisure trips.  Amendments should be brought to that condition for that purpose.
9.2
OTHER REPRESENTATIONS

As regards the other representations made, the Committee finds that they cannot be acceded to, because they will be either in conflict with existing legislation or recommended policies.

10.0
SUB-CONTRACTING OF SERVICES
It is common practice for major companies such as Air Mauritius Ltd, Mauritius Shopping Paradise, M.C.F.I. and large Hotels to contract out their need for transport services.  While so doing, they prefer to allocate the contract to one person, who undertakes the provision of the required services, rather than dealing with several operators on a split-contract basis.

As a result, some persons or companies have benefited from several large contracts and have, during the course of years, been granted 15 to 20 contract bus licences in order to service such contracts.  These operators continue to tender for such contracts and, once they obtain same, they either apply for more contract bus licences or else attempt to sublet other contract buses to meet their contractual commitments.

Up to now, the Authority has not allowed the sub-letting of contract buses and insisted that each and every contract bus operator should produce a contract signed directly between the hiring company and the operator.  In some cases the hiring companies agree to provide a contract of convenience to the operator in order to meet administrative requirements of the NTA but in many other cases such a document is denied.  In the latter cases, the contract bus operators nevertheless provide the services sub-contracted to them for which they are paid not by the hiring company but by the person who has benefited from the real contract.

The underlying reasons for NTA not to accept sub-contracting is that the main contractor in all cases exploited unscrupulously the sub-contractors by offering them very low rates per trip and made considerable money out of the business without any capital outlay.

The trend for major companies to allocate contracts of transport services to a few selected operators unfortunately seems to be progressing.  As a consequence, contract bus operators who are providing services to such companies under subcontracts are bound to do so in breach of the terms and conditions of licences held by them and for which they are often contravened.  At the end of the day, they come out great losers in such deals while the main contractor does not face any legal hassle or financial prejudice.

10.1
Recommendations
In order to solve this problem, it is recommended that:-

(a)
the principle of sub-contracting of buses be authorised.  However, NTA should in all such situations ensure from the hiring company the exact number of buses required under the contract and obtain from the main contractor a full list of vehicles sub-let by him together with a written contract between him and the operators subcontracted.  Such contract should be for a minimum of 12 months and duly registered in order to safeguard the interest of the operators and prevent the main contractor from hiring and firing at his whims.  The licences held by the latter operators would then be accordingly amended to include the name of the company being served; and

(b) a “one person one licence” policy be adopted in the case of issue of contract bus licences used for conveyance of industrial workers and school children as is the case for taxi licences.  Such a policy will instill fairness in the system enabling more persons to earn a living out of that business and will give a clear signal to those operators who already hold a large number of licences that, even if they obtain sizable contracts, they will not be granted additional licences.  Sub-letting of buses will be yet another means to disseminate the demand for services over a larger number of operators and ensure that better utilization is made of the available fleet.

(c) as regards major contract bus operators in the tourist industry which have an established international marketing policy and whose contribution to the sustainable development of the tourist industry cannot be ignored, they should be encouraged to sublet contract buses owned by individuals.  Otherwise, applications from them would be considered on a case to case basis having regard to the needs of the tourist industry and their commitments within the international marketing network in derogation of the “one-man one-licence” policy proposal.

11.0
NEW CONTRACT BUS LICENCES

In a span of nine years, i.e. between 1994 and 2003, the number of contract bus licences issued has increased by almost 200% soaring from 980 at the end of 1994 to 2440 in the year 2000 and 2820 in the year 2003.  While over 500 licences were issued in the year 2000, only 15 licences have been granted during the first 6 months of this year. 
It needs to be underlined that as from 1997 to 2000, the then Government had an open door policy on the issue of contract bus licences and application forms were delivered unrestricted over the counters at the NTA.  The consequence of this policy has been the filing in of about 225 applications per month for new licences and a backlog of over 1200 applications that had to be cleared after September 2000. Most of these applications were rejected as only about 10% of them were approved.


With the closing down of some factories having important workforces and the slow growth rate experienced in the different economic sectors, many existing contract bus operators are finding it difficult to earn a living out of that business, which apparently has reached a saturation point.   Hence the need for the recommendations made above which it is hoped will slightly ease the situation.  In spite of these problems, if an open door policy is now adopted, there is not the least doubt that the NTA will be flooded with applications in the same way as what happened between the years 1997 and 2000, resulting in further illegal competition with stage bus operators.

11.1
Recommendations



Instead of issuing forms unrestricted over the counter, it is recommended that application forms be issued only to persons who

(i) already have a letter of intent from firms or companies having a sufficiently large workforce which justify the issue of a licence and which can sustain the cost of hiring a contract bus on period of at least two years;

(ii)
in case of applications for a school bus licence, submit a joint letter from at least 40 parents who express firm intention to enter into a contract with the applicant together with a certificate from the schools where the children have been admitted.  The revenue derived from conveyance of about 40 children at least at the rate of Rs350/- per child monthly can sustain the operation of a school contract bus; and

(iii)
in case of applications for the conveyance of tourists, particular care should be taken regarding the letter of intent to be accepted for obtaining the application  forms.  The operation of these buses impinge directly on that of taxi cars based at the hotels and a particularly cautious approach should be adopted to avoid unfortunate incidents which could mar the good image of the tourist industry and give rise to social unrest.


To that effect, as far as possible, only letters of intent from well-established tour operators and hotels should be considered reasonable supporting documents and those from small tour operators or  guest houses of 5 to 10 rooms should not be accepted.

In addition, in order to ensure that only genuine applications are entertained and contracts of convenience are not put up, it is proposed to issue to every applicant, together with the application form, a pro-forma feasibility report, confirmation of letter of intent and contract document as per appendices I, II and III.
12.0
CONCLUSION

The need to ensure that bus services remain an attractive and dominant mode of transport for commuters in the short and medium term cannot be over emphasized.  Our road infrastructure will not be able to bear the increasing volume of traffic competing for space thereon and our possibility to extend its capacity is limited by land use and financial considerations.

Measures favouring public transport are therefore our only means to solve existing transport problems pending the implementation of the LRT project.  The recommendations made in this report stress on regulatory and traffic management measures instead of sizable investment in the sector.  They are expected to bring high degree of relief to the sufferings of the travelling public and, to certain extent, encourage a shift from private car users to public transport.

The amendments brought to the Road Traffic Act recently and the recommendations of this report introduce a set of measures in favour of bus operators.  It is therefore important that the latter take stock of these initiatives as part of Government’s concern for the sustainable development of the transport industry and, in turn, come forward with a new approach to the provision of services in terms of customer care and operation of high quality buses.   To that effect, it desirable that the National Transport Corporation and the bus companies submit comprehensive business plans indicating clearly their respective investment programmes.  

As regards contract buses, the report underlines the difficulties faced by the operators and submits recommendations for reducing legal and administrative constraints for existing operators, improving the viability of that sector, installing fairness in the granting of licences and setting clear guidelines for the future development of the sector.

^^^^^^^^^^^

Appendix I

Application for Public Service Vehicle (Contract Bus) Licences

Feasibility Report

(Monthly/Quarterly/Yearly)*

Name of Applicant:  


Gross Income:



Less 

Expenses
Rs

Salaries and Wages



Fuel



Repairs and Servicing



(incl.tyres & spare parts)

Insurance



Motor Vehicle Licence



& other charges

Depreciation



Gross Profit



Less 

Loan Repayment



Interest on loan



Net Profit/Loss



· Delete whichever is not applicable
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Appendix II

LETTER OF INTENT IN SUPPORT OF APPLICATIONS FOR PUBLIC SERVICE VEHICLE (CONTRACT BUS) LICENCES.

………………………………… situated at ………………………….………………………  and represented by Mr. …………………….……………………………….. is prepared to hire the services of a ….….-seater bus from Mr. ………...…………………………………  of …………………...…………………. for the conveyance of its workers coming from the regions of ………………………………………………………………………… to reach the factory site at ...……… hours and back to their residence at ……….. hours during weekdays.  On Saturdays, the return trip will be performed at ………. hours.  In case of overtime, the applicant will be called upon to perform additional trips.

The tentative rate per trip performed will be Rs………… 

On the other hand, the applicant agrees to keep his bus in perfect running condition and to provide a satisfactory service.

The company has taken cognizance of the terms and conditions set out in the proforma contract and is willing to enter into a two-year agreement with Mr……………………. ……………… after he has obtained his licence from the National Transport Authority.

Dated this …………………………………………..

…………………………………


Status: …………………………
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Appendix III

PROFORMA CONTRACT

CONVEYANCE OF EMPLOYEES

Agreement between ………………………………….……...  situated at …………………… ………………….. and duly represented by Mr. ……………………………………….., Managing Director and hereinafter referred to as “the hirer” and

Mr. …………...………………………………. of ………………………………………., hereinafter referred to as “the contractor”. 

The terms and conditions of the agreement are as follows:

1. The contractor agrees to put at the disposal of the hirer a …….seater bus bearing registration number ……….. in perfect running condition and licensed as public service vehicle (contract bus) for the conveyance of the employees of the hirer.

2. The hirer undertakes to hire the services of the contractor’s bus for the conveyance of its employees from their places of residence (regions to be mentioned) to reach the company’s site at ………. hours and back to their residence at ……… hours daily.
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3. The hirer may, after giving prior notice, call on the contractor to perform additional trips in case of overtime.

4. The contractor agrees to make his services available to the hirer two hours after the issue of a cyclone warning class III.

5. The hirer agrees to pay to the contractor the sum of ……………………………… (Rs. ……..) for each trip performed.

6. In case of breakdown, the contractor undertakes to ensure that there is no disruption of service and to provide a vehicle of the same class in replacement.

7. The contractor shall not authorize any other passenger, except the company’s employees on board while the vehicle is under hire by the hirer.

8. In the event of unsatisfactory service, the hirer may resiliate the agreement without prior notice.

9. Should any party to this agreement wish to discontinue the service, he shall give at least …….. months’ prior notice.

10. The agreement shall be for a duration of two years starting on the …………… and ending on the ………………………………… 

11. In the event any party fails to comply with any of the terms and conditions of the agreement, he may be sued for breach of contract.

Made in two originals on the ……. day of …………………….. 200…

Read and Approved.

Signature of hirer
Signature of contractor
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