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Abstract: Household shopping trips are a key component of urban logistics. They enable households to
be supplied with goods by connecting points of sale and homes. However, they are influenced by several
factors, including the location of shops. This study aims to characterize the shopping trips of the
population of the Autonomous District of Greater Lomé (DAGL) by examining the effect of retail outlet
location on household supply flows. A mixed methodological approach, based on qualitative and
quantitative surveys of 1,065 individuals, was adopted. The results reveal that 72% of households prefer
local retail outlets, compared to 18% who frequent distant retail outlets. Motorcycles and walking are
more commonly used for local travel, while motorcycles and city taxis dominate for longer trips.
Furthermore, local retail outlets are visited an average of 6.3 times per month and account for an
average monthly travel budget per household of 2,323 CIFA francs, while visits to distant retail outlets
are lower (3.5 times per month) with an average monthly budget per household of 5,042 CFA francs.
These results provide a decision-making tool for urban logistics and urban planning stakeholders.
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1. Introduction

The urbanization rate in Africa rose to 54% in 2024 and is expected to reach 65% in 2050 [17. This
ongoing change is leading to an increase in urban mobility needs, particularly those related to shopping,
which are essential for supplying households with goods and equipment. Household shopping trips are
an essential part of urban logistics. They are one of the three components of urban goods flows, as
defined by the French initiative “FRETURB” [27]. Indeed, several solutions, such as deliveries to pick-
up points and unmanned delivery technologies [8-57, are being considered in cities in developed
countries to optimize the flow of goods in urban areas. However, the physical movement of a household
member to the place of purchase remains the most common form in West Africa. Nevertheless, online
shopping, which involves delivery to the customer's home, is a new trend that is slowly gaining ground
in West African urban areas. Although limited to a few products offered by e-retailers, online shopping
reduces the number of vehicles involved in shopping trips [6, 7] when delivery is organized in the form
of a delivery route. Gardrat [ 87 introduces the concept of decoupling the purchase and receipt of goods
by households to distinguish other purchasing practices, including e-commerce, from traditional
purchasing, which is still referred to as the traditional form of household procurement [97. The latter is
often associated with other reasons for travel, such as work, leisure, visits, or studies. A trip is generally
characterized by its purpose, origin, and destination, route and means of transport used, duration, and
costs. However, shopping trips involve visiting a point of sale chosen based on criteria such as the
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availability and price of the products sought, geographical proximity, accessibility, and travel time.
Households often choose nearby points of sale offering a variety of goods to minimize travel distances
and costs [107]. However, the logic of seeking proximity can be tempered by the tendency of households
to combine shopping with other reasons for travel. Furthermore, the choice of means of transport used
is also influenced by the distance between the home and the point of sale [11, 127, the quantity of goods
to be purchased, and the household's income level. The location of shops, therefore, influences
households' shopping trips in terms of cost, time, distance traveled, and types of transport used.
Although travel related to household procurement accounts for a significant proportion of goods flows
in cities, few studies in the West African context have explored this issue. The few studies available only
partially address shopping trips as one of the reasons for urban mobility. Nevertheless, the importance
of shopping-related travel in African cities has been mentioned by some authors. The work of Olvera et
al. [187] reveals that shopping accounts for one in eight trips in Ouagadougou and Bamako, after trips
related to work, visits, and studies. Similarly, in the ninth district of Ndjamena, shopping trips are the
second most common reason for trips made by heads of households after work [14].

In the Lomé metropolitan area, goods distribution sites are among the most visited places by city
dwellers [157]. They are varied and offer difterent types of goods to city dwellers, ranging from food
products to imported manufactured goods. The former are found more in peripheral markets and the
latter in central markets [167]. The formation of household supply flows is thus influenced by the
location of shops in the DAGL. How does the location of points of sale influence the formation of
household supply flows in the DAGL?

What are the characteristics of household shopping trips in Greater Lomé and the factors
influencing urban dwellers' choice of retail outlets?

What strategies can be used to ensure the sustainability of shopping trips in Greater Lomé?

The answers to these questions enabled us to achieve the main objective of this study, which is to
show the impact of retail location on the formation of goods flows in the urban agglomeration of Lomé.

This article begins with a review of the literature on urban logistics in general and shopping trips in
particular. It continues with a presentation of the methodology adopted and the main results obtained,
before offering a discussion that leads to a conclusion.

2. Literature Review
2.1. Household Shopping Trips: An Essential Component of Urban Logistics, but one that Has Been Lultle
Explored

Beyond its involvement in urban planning, transportation facilitates socio-spatial interactions
within an urban area [177]. Travel is generally motivated by one or more activities [187], among which
shopping occupies a special place. In addition to the movement of people, shopping also generates the
movement of goods, which sometimes requires the use of a specific means of transport depending on the
nature of the goods. Shopping mobility, as one of the main components of urban logistics, enables
households to be supplied with goods and equipment. However, it has been little studied (197 and is
regularly included in research on the mobility of people in urban areas [14, 20, 217. Yet shopping trips
represent the last link in the urban logistics chain connecting end consumers to retailers, households to
points of sale, and urban areas to suburban areas. They involve different types of transportation, both
motorized and non-motorized, which are chosen based on the distance to be traveled and the quantities
to be purchased. The diversity of forms that shopping trips can take complicates their quantification and
definition. Indeed, they can take the form of a loop connecting the home to the point of sale, which
becomes more complex when secondary reasons are added, or successive visits to several shops are
necessary before returning home [227]. It can also take the form of a chain of trips when the purchase is
made during a trip that originates from or ends at home, but for a different reason [14]. So, should all
Journeys made during a purchase be considered shopping trips, or should only the journey involving the
transport of the purchased goods be taken into account? For Gonzalez-Feliu et al. [237, it is the reason
for the purchase at the destination that makes a trip a shopping trip. Indeed, it is the reason for the
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purchase that leads to a trip to the point of sale, which is what enables the purchase to be made. This is
logically followed by a trip back home with the purchased goods. Shopping trips are, therefore, a major
generator of flows of people and goods in cities and contribute to the increase in the number of vehicles
on the road. However, it should be noted that household shopping does not necessarily require a
member of the household to travel to the point of sale.

Changing consumer habits, amplified by technological advances and the Covid-19 health crisis, have
encouraged the growth of online shopping [24, 257. Also known as e-commerce, it includes, according
to KOFTT et al. [267], commercial and financial transactions carried out online, including electronic
payments. This type of commerce has intensified the decoupling of the act of purchasing and the
collection of goods [87. Goods can be delivered to the buyer by the store or a professional delivery
service. Some consumers engage in purchasing behavior involving both distribution channels.
According to Wang et al. [277], they either make a purchase in-store after viewing the product online or
make an online purchase after viewing the product in-store. For Routhier et al. [27] and Olvera et al.
[13] there are two types of household supply flows: trips made by households to make purchases and
those made by delivery vehicles or the seller. In the context of this article, it is mainly the trips made by
households to points of sale that are analyzed.

2.2. Types Of Retail Outlets and Factors Influencing Households' Choices

A retail outlet encompasses various spaces and facilities where supply and demand for purchases
meet. These spaces are generally called "markets" in Africa [287 and are defined as "a point of
convergence for supply and distribution networks for food and manufactured goods, as well as activities
related to these networks." They are characterized by diverse activities, including wholesale and retail
sales, storage, transportation, and delivery services.

Zoma [297] proposes a typology of markets in West Africa based on their functions. They
distinguish between: collection markets, located in production areas and run by producers and
collectors; consolidation markets, which act as an interface between collection and consumption
markets, with a more significant storage function; and consumption markets, located in urban areas,
offering a diversity of goods. These markets are interconnected: food products flow from collection areas
to urban markets, while manufactured goods follow the reverse route.

A typology of DAGL markets has been proposed by N'kere [167. The author distinguishes three
types according to their location and the types of products offered. Peripheral markets specialize in the
sale of food products from rural areas of Togo, while downtown markets offer imported manufactured
goods. The market located in the port area specializes in the distribution of second-hand goods from the
port. At the same time, there are commercial establishments such as supermarkets and shops, which are
also sales outlets but on a smaller scale. The commercial environment in urban areas of developing
countries is thus characterized by the coexistence of supermarkets with small shops, central markets,
neighborhood stores, and street vendors [307].

There are several reasons behind the choice of these points of sale when shopping on the go.
According to Vonthron et al. [817, this choice is guided by various factors, including budget,
relationships, physical accessibility, efficiency, recreation, product-related factors, and avoidance. Tessier
et al. [30] reveal that proximity is the most frequently cited reason in North Africa, particularly in the
Greater Tunis urban area, as a criterion for choosing a place of sale. It should be noted that, in addition
to the above factors, the distance between different types of retail outlets and the home [327 as well as
the level of connectivity of the urban road network, are determining factors in the choice of a mode of
transport for shopping trips [337].

The typology used in this article is based on proximity, illustrated by the use of the term
“neighborhood,” particularly neighborhood markets and neighborhood shops, while the Lomé Grand
Market and other markets reflect the distance from the peripheral or residential neighborhoods of the
households surveyed.
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3. Methodology
This study is based on a two-stage methodological approach: documentary research and field data
collection.

3.1. Documentary Research

The first stage involved reviewing documents such as books, master's theses, doctoral dissertations,
and scientific articles on websites and in the libraries of the University of Lomé and the African School
of Architecture and Urban Planning (EAMAU). All consulted documents contributed to writing a brief
literature review on the topic.

3.2. Field Data Collection
Two types of data were used in writing this article: secondary and primary data. Secondary data
mainly consists of:
e A database of DAGL markets
e The cartographic background of Greater Lomé
e 2022 population and housing census data
This data was collected from institutions such as the National Institute of Statistics, Economic and
Demographic Studies (INSEED), and the Autonomous District of Greater Lomé (DAGL).
On the other hand, two tools were used to collect primary data in the field:
e Semi-structured interviews using an interview guide
e Questionnaire surveys.
Qualitative data were collected through interviews with certain heads of households to understand
the specific dimensions of their purchasing activities, while quantitative data on the characteristics of
trips made during these activities were obtained through administering a questionnaire.

3.8. Sampling
The survey covered a sample of 1,065 households selected using a sampling technique based on the
Cochran [[34] formula, presented below:

_ I*XNxpx(1-p)
XN +Z2xp(1—p)

Where:
n, Sample size, is 1,065 households
N: Population size is 547,094 households.

It is determined by dividing the number of populations in each municipality in the DAGL by four,
which is the average household size defined by INSEED after the 2022 population census. This
operation made it possible to calculate the number of households in the DAGL, as shown in Table 1
below.

Z: The confidence score is 1.96, determined based on the 95% confidence level considered in this
study.

P: Estimated household proportion, which is 0.5. This proportion maximizes the sample.

e: Tolerated margin of error, which is 0.03. The margin of error was reduced to 3% by increasing
the sample size in order to minimize discrepancies.

The investigators, working in pairs, traveled throughout the 18 municipalities of the DAGL to
interview households over four working days using a survey form digitized in the Kobotoolbox tool.
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Table 1.
Sampling.
Municipalities Population (N) Average number of Number of Sample per
people per household households municipalities
Golfe1 351550 4 87888 171
Golfe2 136153 4 34038 66
Golfes 52769 4 13192 26
Golfe4 155842 4 38961 76
Golfes 169993 4 42498 838
Golfe6 181561 4 45390 88
Golfe7 257813 4 64453 125
Agoenyivel 317255 4 79314 154
Agoenyive2 128164 1 32041 62
Agoenyives 47554 4 11889 23
Agoenyive4 154431 4 38608 75
Agoenyives 125097 4 31274 61
Agoenyive6 110194 4 27549 54
Total 2188376 52 547094 1065

3.4. Data Processing

The data was imported into Excel, where it was cleaned, analyzed, processed, and presented in
tables and graphs.
ArcGIS software was used to create the maps.

The ease of use of Excel and the accuracy of ArcGIS in analyzing cartographic data explain why
these programs were chosen for processing the data in this article.

4. Results
4.1. Lomé, Between Population Growth and Spatial Expansion

Lomé, Togo's main city, has been the capital since 1987. In 1981, the city had 890,000 inhabitants
(RGPHS3, 1970), compared to 2,188,376 inhabitants in 2022 (RGPH5). Rapid population growth has
created spatial pressure, resulting in urban sprawl. Its surface area increased from 6,000 hectares to
425,060 hectares [357] during the same period. The spatial sprawl of the city has led to the emergence of
peripheral neighborhoods, thus increasing the distances between the center and the periphery. Residents
of the outlying neighborhoods are becoming increasingly dependent on vehicles to travel to the city
center, where the main retail outlets are concentrated. These include the Lomé Grand Market, the
Avénou Fruit Market, the Atikpodji Market, and the Dékon Shopping Center, which brings together
wholesalers and semi-wholesalers.

4.2. Socio-Professional Characteristics of Respondents

Table 2.

Respondents' sectors of activity.

Industry Frequency Percentage
Informal 729 69%
Formal 385 31%
Total 1064 100%

The results in Table 2 indicate that in the DAGL, 69% of respondents work in the informal sector,
while 31% work in the formal sector.
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Table 3.

Distribution of respondents by age group.

Age Group Frequency Percentage
18-24 173 16%
25-34 362 34%
35-44 338 32%
45-54 127 12%
55-64 44 4%
65-74 20 2%
Total 1064 100%

16% of the heads of households surveyed are under the age of 25, while the majority, 66%, are
between the ages of 25 and 44. Only 18% are between the ages of 45 and 74 (Table 3).

4.3. Types of Retail Outlets and Characteristics of Household Shopping Trips

Shopping trips involve two activities: purchasing and delivery. The act of purchasing involves
choosing a supplier or point of sale, which is determined by the type of goods sought. Delivery involves
choosing a means of transport to bring the purchased goods home.

4.4. Types Of Retail Outlets in The DAGL and the Factors Determining Their Choice by Households
As diverse as the products on offer, there are several types of retail outlets in the DAGL, including
retail outlets, shops, supermarkets, and markets.

4.4.1. Retail outlets

These are small shops, usually located in sheds at the front of houses, along streets at certain
intersections, and owned by a family member or a tenant shopkeeper who offers a variety of mainly local
products. These retailers supply neighborhood households with retail products, particularly condiments,
sauces, and cereals.

4.4.2. Boutiques

These come in various sizes and mainly offer imported products. Boutiques are the most important
retail outlets in DAGL neighborhoods, found along the streets. House construction plans generally
include the development of these local retail outlets for households in the neighborhood. Households
often walk to these outlets.

4.4.3. Supermarkets

Supermarkets are retail outlets that generally sell manufactured and imported products. They are
generally perceived in Africa as luxury outlets reserved for the wealthy [367.

There are a few supermarkets in the city of Lomé, and those that do exist are located in central
areas rather than on the outskirts. Two major players dominate this market segment: Champion and
Ramco. These stores are generally frequented by high- and middle-income households.

4.4.4. Markets

These are commercial areas covering several hundred meters (Figure 1) where a wide variety of
products are sold. They also offer several types of services. In the DAGL, they are classified according
to their size, the types of goods offered, and their management bodies. Some markets, such as the Lomé
Grand Market and the Hédzranawoé Market, are managed by the state through the EPAM
(Etablissement Public Autonome pour 1'Exploitation des Marchés), while others are managed by the
municipalities in which they are located: these are the municipal markets. The Lomé Grand Market is
the main point of departure for goods destined for other markets and shops.
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Figure 1.

Locations of different types of markets and supermarkets in the DAGL

The types of retail outlets visited by households during their shopping trips are shown in Figure 2.
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Figure 2.
Distribution of households according to the types of retail outlets frequented.

Edelweiss Applied Science and Technology
ISSN: 2576-8484

Vol. 10, No. 2: 123-140, 2026

DOI: 10.55214/2576-8484.v10i2.11988

© 2026 by the authors; licensee Learning Gate



130

The neighborhood shops and markets, as well as retail outlets, are the most visited points of sale by
respondents. They account for 33%, 29%, and 20% of choices made during shopping activities,
respectively. They are followed by the Grand Market (11%), supermarkets (5%), and other markets in
the interior of the country (2%). Respondents say they only visit the Lomé Grand Market when they
need to buy in bulk or in large quantities. An example of a statement is presented below (Box 1).

Box 1.
excerpt from an Interview with a woman in Adéticopé

"I only go to the big market when I need to buy a lot of products.
Sometimes | take orders from friends too. This allows me to
reduce transportation costs since they contribute to them as well.
Often, if a neighbor wants to go to the Lomé Grand market, she
asks me if' | have any items to order. If so, I give her the order
and contribute to the transportation costs."

Says a woman living in Adétikopé in the Agoé-nyivé 6 commune
on the northern outskirts of Lomé.

Parallel to the choice of the points of sale mentioned above, 29% of households surveyed say they
shop online, while the remaining 71% have never done so. Of the latter, 35% (755 households) are

willing to try it in the future (Table 4).

Table 4.

Percentage of households that have made or want to try an online purchase

Proportion of households that have Proportion of households that want to try
made at least one online purchase online shopping in future
Online shopping Frequency Percentage Frequency Percentage
Yes 755 71% 493 65%
No 309 29% 262 35%
Total 1064 100% 755 100%

As one head of household in Adidogomé explains, fear of being scammed is one of the main reasons
for refusing to shop online (Box 2).

Box 2.
excerpt from an Interview with a head of household in Adidogomé

"I don't really understand how it works. Even if someone shows
me how it works, I'm not going to do it, because lots of people say
that there are often scams involved in online shopping: either you
send the money, and they don't send you the goods, or they
deliver goods that don't match what you ordered. So I prefer to
go myself to select what I want to buy and check the quality of
the product." Statement by a master painter in Adidogomé.
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Figure 3.
Types of products often purchased by households when traveling to make purchases

Household shopping trips mainly concern three categories of products: food (50%), cosmetics (25%),
and clothing (23%). These products are purchased at various DAGL outlets, the choice of which is based
on the criteria shown in Figure 4.
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Figure 4.

Criteria for choosing retail outlets by households.

Proximity is the primary criterion for choosing retail outlets in the DAGL (38%), particularly for
local outlets such as neighborhood retail outlets (62%), shops (70%), markets (40%), and supermarkets
(88%).

Product availability is the second most important criterion for choosing retail outlets in the DAGL,
with an average of 24%. However, this factor varies depending on the store type: it ranks third for
supermarkets (15%) and first for other markets (29%).

The quantity to be purchased (19%), in terms of volume and variety of items, is the third most
important criterion for choosing where to shop in the DAGL. However, it ranks first among those who
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travel to the Grand Market in Lomé to shop (35%) and second among those who visit supermarkets
(86%) and other markets (25%).

The affordability of the selling price (16%) is the fourth criterion for choosing points of sale in the
DAGL. However, this criterion shares first place with the quantity to be purchased in other markets and
third place in other DAGL outlets. It is not one of the selection criteria in supermarkets.

Finally, the location of outlets on the usual route (2%) is the last selection criterion. It only concerns
supermarkets (12%) and neighborhood shops (2%).

4.5. Characteristics of Shopping Trips in the DAGL

Shopping trips in the DAGL are characterized by their frequency, travel costs, and means of
transportation used. These characteristics vary according to the type of retail outlet frequented and its
location.

The results show that several types of transportation are used in the DAGL for shopping trips
(Figure 5).

46%
32%
12%
5% 4%
] I -
Motorcycle Walking City taxi Tricycle Personal car Sotral bus

Figure 5.
Means of transportation are frequently used for shopping trips.

Analysis of Figure 5 shows that motorcycles and walking are the most commonly used means of
transportation for shopping trips. They account for 46% and 32%, respectively. They are followed by
city taxis (12%), tricycles (5%), private cars (4%), and SOTRAL (1%). The predominance of motorcycles
and walking confirms that proximity is the main factor determining the choice of the point of sale.
SOTRAL buses are rarely used because the company does not accept large packages.

Furthermore, it should be noted that shopping trips are often associated with several reasons.
According to the field results, 46% of respondents say they often shop while traveling for other reasons.
These reasons are presented in Figure 6.
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Figure 6.
Reasons for travel during which purchases are made.

Shopping trips are often associated with work (40%) and visits (82%) in the DAGL. The proportion
of households making purchases during trips for leisure, studies, taking children to school, and religion
is low, representing 11%, 9%, 7%, and 1%, respectively. These results show that workers are the ones
who often make purchases during their main reason for travel, which is work. Additionally, shopping
trips generate transportation costs that vary depending on the means of transportation and the distance
between the residence and the point of sale. Thus, depending on the municipality of residence, the
average cost of a shopping trip varies as shown in Table 5.

Table 5.
Distribution of the average cost of shopping trips according to the municipality of residence

Average cost of a purchase trip (FCFA) according to

Municipality the municipality of residence in the DAGL
Agoenyivé 4 1399

Golfe 6 1075

Golfe 5 940

Agoenyivé 3 917

Golfe 2 771

Golfe 7 753

Agoenyivé 6 639

Agoenyivé 1 561

Agoenyivé 2 551

Golfe 38 550

Agoeényivé 5 497

Golfe 4 463

Golfe 1 387

Total 731

Analysis of Table 5 reveals that the average cost of a shopping trip in the DAGL is 731 CIFA francs.
However, this average masks disparities. The outlying municipalities of Agoeé-Nyivé 4 and Golfe 6 have
the highest costs, while the central municipalities of Golfe 1 and Golfe 4 have the lowest average travel
costs for shopping. This situation can be explained by the frequency of shopping trips to the Lomé
Grand Market, which is closer to the central municipalities than to the outlying ones.
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Figure 7.
Distribution of average shopping trip costs (CFA francs) by type of retail outlet

Analysis of Figure 7 reveals that the average unit cost of a shopping trip varies depending on the
type of outlet visited. It is highest at the Grand Market (1,624 CFA francs) and lowest at retail outlets
(267 CFA francs). This cost remains below 500 CFA francs for neighborhood markets and shops, but
exceeds this threshold in the case of supermarkets and other markets.

4.6. Influence of Retail Locations on Household Shopping Trips
The location of retail outlets has a strong impact on the choice of transportation for shopping trips.
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Figure 8.

Proportion of transportation modes used according to the types of retail outlets frequented

Analysis of Figure 8 shows that motorcycles are the main mode of transportation used for shopping
in the DAGL, except for neighborhood stores, where walking predominates. Walking ranks second
overall but declines for distant destinations, particularly the Lomé Grand Market and other retail
outlets. City taxis are the second most commonly used means of transportation for these destinations,
while tricycles and private cars are used on an ad hoc basis, especially for visits to supermarkets. Finally,
SOTRAL buses are only used for shopping at the Lomé Grand Market and supermarkets. These results
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confirm that walking is the dominant mode of transport for local shopping trips, while motorized modes
(motorcycles and city taxis) are preferred for distant points of sale.

The frequency of shopping also varies according to the types of retail outlets frequented in the
DAGL, as shown in Figure 9 below.
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Travel cost Purchase/month

mmmm Purchase frequency/month e Travel cost Purchase/month

Figure 9.
Frequency of purchases with associated average monthly costs (in CFA francs).

According to Figure 9, the highest frequencies are observed at local outlets such as retail outlets (7
times/month); neighborhood shops and markets (6 times/month). However, they remain low at
supermarkets (2 times/month) and moderate at other points of sale (3 times/month) and the Grand
Market (4 times/month). Despite a relatively low frequency, the Grand Market and other markets
account for the highest monthly shopping travel budgets (6,768 CFA francs and 3,317 CFA francs),
exceeding those of local outlets. Supermarkets are characterized by low frequency (twice a month) and
an average travel budget of 1,500 CFA francs.

These results show that local outlets are more frequented than those further away. However, the
latter accounts for the highest monthly shopping travel budgets in the DAGL. The high frequency of
visits to local outlets can be explained by the small quantities purchased compared to outlets further
away.

4.7. Difficulties Experienced by The Population When Traveling to Make Purchases in the DAGL
477 of the 1,064 households surveyed, or 45%, report experiencing difficulties when traveling to
make purchases. These difficulties are presented in the following figure.
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H Delays related to finding transportation M Traffic congestion i Lack of parking spaces

Figure 10.
Main difficulties experienced by households when traveling to make purchases.

The main difficulties associated with traveling to make purchases in the DAGL are time wasted
looking for transportation (45%), traffic congestion (42%), and lack of parking spaces (13%). The
scarcity of dedicated parking spaces, particularly around shops and supermarkets, often forces users to
park along the roadside, thereby exacerbating traffic disruptions. Additionally, high demand for public
transportation during rush hour leads to a shortage of vehicles, further increasing traffic congestion and
delays.

5. Discussion
5.1. Household Purchasing Behavior According to the Location of Shops

Analysis of the effects of the location of retail outlets on the formation of household supply flows
reveals that the majority of shopping trips in the DAGL (72%) are to local retail outlets.

These outlets are mainly chosen for their accessibility and product availability. They are visited on
average 6.3 times a month by motorcycle or on foot, with an average monthly household travel budget
of 2,323 CFA francs. The small quantity of products purchased per trip reflects the high frequency of
visits to these local outlets.

Conversely, distant outlets such as the Lomé Grand Market attract households looking for
wholesale goods at lower prices. Often reached by motorcycle and city taxis, these outlets are less
frequented (8.5 times per month) but require a larger travel budget than the former (5,042 CFA francs
per month). These results corroborate those of N'kere [167], in which the author points out that 69% of
respondents say that manufactured goods sold wholesale at outlets located in the city center are cheaper
than in the suburbs. He specifies that wholesale trade makes the Lomé Grand Market a specialized
market.

5.2. Determinants of Modal Choice for Shopping Trips

The predominance of motorcycle use for shopping trips is simply a reflection of urban mobility in
general, which is dominated by motorized two-wheelers in the DAGL. However, the widespread use of
walking to nearby retail outlets and city taxis to outlets further from home demonstrates the influence
of distance on mode choice. The conclusions of Jiao et al. (337 confirm the impact of distance on the
choice of means of transport for shopping. In addition, this study showed that in the DAGL, other
factors such as transport costs, accessibility to retail outlets, and the quantity of goods to be purchased
also determine the choice of transport modes for shopping. Joewono et al. [377] specify, however, that
shoppers tend to prioritize the quantity of goods to be purchased when choosing their means of
transport. Furthermore, nearly 46% of households combine their shopping with other reasons for
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traveling, and this behavior could contribute to the sustainability of urban goods flows if travel to other
urban activities is controlled [387].

5.3. Difficulties Associated with Shopping Trips in the DAGL

The results showed that 45% of households in the DAGL experience difficulties when traveling to
make purchases. These include wasting time looking for transportation, especially during rush hour;
traffic congestion; and a lack of parking spaces, particularly around shops and supermarkets [187].
However, e-commerce is emerging as a way to reduce congestion by limiting the number of vehicles
involved in shopping trips [77]. Several authors, such as Michaud-Trevinal and Cliquet [107] and Wang
et al. [277], believe that online shopping sometimes contributes to an increase in travel because it makes
some customers want to go to the store after viewing the product and comparing prices online. In the
same vein, Zielke and Komor [257 point out that online purchases generate significant returns of non-
compliant delivered products, thus requiring the implementation of a reverse logistics process [397. It
should also be noted that inequalities in access to public transport in the DAGL also constitute a
mobility difficulty for the population, particularly when shopping. In fact, only 1% of respondents use
SOTRAL buses when traveling to make purchases. Although this situation can be explained in part by
the fact that large packages are not accepted on buses, the company's transport network remains limited
to the city's main thoroughfares. Residents of outlying neighborhoods must therefore use feeder
transport to bus stops during their journeys. This increases the cost of shopping trips for these
residents. Not only does the level of development of peripheral roads prevent buses and city taxis from
accessing certain neighborhoods, but the cost of transport also acts as a barrier to travel for low-income
households. According to PMUD surveys 2024, the median monthly income in Greater Lomé is
between 35,000 and 50,000 CFA francs. The results of Zielke and Komor [257 showed that some
residents of the outlying neighborhoods of Accra and Koumassi cannot reach a market on foot within 30
minutes. This explains their reliance on transportation. However, the deterioration of the road network
makes access to urban public transportation difficult.

6. Conclusion and Outlook

This study aimed to characterize the shopping habits of households in the Greater Lomé
Autonomous District (DAGL) by analyzing the influence of retail outlet locations on their purchasing
practices.

The results show that geographical proximity is the main criterion for choosing points of sale.
Neighborhood shops thus appear to be the most frequented places of purchase. In terms of modes of
transportation, motorcycles dominate throughout the DAGL, but they compete with walking for local
purchases and city taxis for trips to distant points of sale. Furthermore, the unit cost of travel is higher
for households visiting distant points of sale, despite a lower monthly purchase frequency than that
observed for local shops. At the same time, households located in outlying neighborhoods have a higher
monthly shopping travel budget than those living in central municipalities. In addition, some
households in the DAGL experience difficulties related to wasted time, traffic congestion, and lack of
parking spaces, particularly for those who travel by personal means of transport.

These various findings reveal the challenges associated with household shopping mobility in the
DAGL, highlighting the need to optimize urban logistics and shopping mobility through several
strategic approaches.

e Promoting online shopping with grouped deliveries in order to reduce the number of individual
trips;

e Encouraging people to combine reasons for travel, particularly by integrating shopping with
other daily activities such as work, studies, or training.

e Regulating and promoting local retail outlets, particularly in outlying neighborhoods;
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e Decentralizing commercial offerings by creating secondary markets and shopping centers in
DAGL's suburban areas to reduce long shopping trips to the city center.

Finally, future research should further analyze shopping travel chains, particularly those involving
multiple points of sale or means of transport, as well as the negative externalities of online shopping,
such as the increase in trips induced by virtual browsing and direct delivery. These investigations would
contribute to a better understanding of the interactions between urban logistics and shopping mobility,
with a view to more sustainable planning for African cities.

The results of this study constitute a database on the shopping travel habits of households in the
DAGL. They will enable decision-makers to take regulatory measures to improve the urban distribution
of goods in terms of the location of points of sale. These regulatory measures must also consider the
obligation to include spacious parking facilities for customers' vehicles in the construction plans for
large stores, supermarkets, and shopping centers.

Furthermore, this study offers managerial advantages for urban supply chain stakeholders, as it
provides them with information on the criteria used to choose retail outlets. They could use these
criteria for future locations, particularly in outlying neighborhoods.
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