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Summary 

Introduction 

 RPS has been engaged by Taxi Council Queensland (“TCQ”) to undertake comprehensive research on 

the Queensland Taxi Industry.  

 This Technical Research Report includes research and analysis on the Queensland Taxi Industry, 

examining the current drivers of supply for taxi services in Queensland. This research forms the basis of 

TCQ’s submission to the Opportunities for Personalised Transport Review (“OPT Review”).  

 This Research Report draws upon extensive information and evidence derived from consultation with 

industry across the State and representatives of international taxi jurisdictions in the US, UK and 

Singapore, data provided by Queensland TBCs, market research and desktop research. 

Queensland Taxi Industry Profile 

 There is a clear and demonstrated need for personalised, point-to-point transport, such as taxi services, 

in the Queensland community. Meeting this need, including demand from all groups and parts of the 

community, requires a highly efficient and flexible taxi service. This requirement has been at the heart of 

the current regulatory framework for the past 22 years and has supported the establishment of a 

responsive, innovative and customer-focused taxi industry in the State. 

 The Queensland Taxi Industry has a sophisticated regulated structure, comprising six distinct but highly 

inter-related stakeholder groups: 

 

Figure 1 Stakeholders in the Queensland Taxi Industry 

 These stakeholders collectively form the Queensland Taxi Industry and how they interact and transact 

with one another is at the foundation of the delivery of taxi services in the State. These relationships are 

governed by a series of factors including: 

» Commercial Contracts  

» Service Delivery Dependence  

» Regulation  
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 The current regulatory framework establishes clearly demarcated roles and responsibilities for each of 

these stakeholder groups in the delivery of taxi services to Queenslanders. However, it is possible for a 

single individual or organisation to fulfil more than one role in the industry.  

Taxi Drivers 

 Driving has been a legitimate career for people of all ages since before the invention of automobiles. 

Coach drivers, who drove both the traditional two horse-carriages and the more recent one-horse 

hackney carriage, were either employed directly by individual households or establishments or were 

private operators. The latter represented the first form of taxi in the world and originated in the UK and 

France in the early 1600s. 

 The availability of drivers for the delivery of taxi services in the State was identified by stakeholders during 

RPS’ industry workshops as the single greatest factor constraining the full and efficient use of the 

Queensland taxi fleet.  

 Between 2011 and 2015, the number of taxi trips grew by over 35% as the Queensland economy 

recovered and new booking technologies and levels of interstate and overseas travel increased. 

However, during this time the number of taxi drivers increased by only 5%. This suggests that supply of 

new drivers into the Queensland Taxi Industry to help meet growing community need is being 

constrained. 

 The principal factor identified in RPS constraining the supply of drivers in the Queensland Taxi Industry is 

section 20C(2) of the Transport Operations (Passenger Transport) Regulations 2005. 

 Detailed analysis by RPS of the  Australian Bureau of Statistics (“ABS”) Census of Population 2011 

indicates that of the top 20 countries of birth of Queensland’s Taxi Industry workers (which account for 

90.6% of total workers in the industry), 38% were born outside of Australia and 23.6% were from 

countries not on the AustRoads lists. 

 

Figure 2 Share of Workers in the Queensland Taxi Industry, by Country of Birth, 2011 

 However, the most significant factor is the fact that section 20C(2) represents an unnecessary duplication 

of regulatory burden.  

 Additionally, Taxi Booking Companies (“TBCs”) in the State have unique obligations and responsibilities 

under the Service Contracts to ensure Minimum Service Levels (“MSLs”) are met and customer 

complaints are appropriately managed. As TBCs do not deliver taxi services, they cannot directly 

influence the level of quality of services delivered to Queenslanders without strong oversight and 
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engagement with drivers.  

 The success of training and TBC by-laws is borne out in the very low level of dissatisfaction among 

Queenslanders in the manner, skills and knowledge of local taxi drivers. 

Vehicles 

 The invention of the automobile transformed the taxi industry. The horse and carriage had a number of 

serious limitations, namely the reliance on a living creature for propulsion. Automobiles quickly proved to 

be faster, more reliable, more durable and more comfortable for the passenger than the horse and 

carriage and they were rapidly adopted by taxi cooperatives and individuals across the globe. 

 The number of taxi vehicles in the State is generally limited to the number of licences. This is because it 

is illegal to provide on-demand passenger transport services for a fare in Queensland without a Taxi 

Service Licence (“TSL”).  

 The quality of the vehicle has a significant impact on the quality of the service received by the community. 

A major factor in determining the quality of a vehicle is its age. Research by the Centre for Accident 

Research and Road Safety Queensland (“CARRS-Q”) on the crash involvement of taxis confirmed that 

older vehicles are not only more likely to be involved in crashes but those accidents are also more likely 

to result in serious injury. 

 In most Australian jurisdictions, there are maximum age of taxi vehicles is enshrined in regulations. In the 

case of Queensland, the current regulatory framework establishes a maximum age of six (6) years for 

standard taxis and eight (8) years for wheelchair accessible taxis (“WATs”).  

 The level of investment in equipment and technology in a standard taxi vehicle in Queensland is 

increasingly significant. A review of the regulations and consultation with industry stakeholders indicated 

a range of equipment that must be incorporated into taxi vehicles. 

 Focus should be given to minimising the impact on individual taxi operations and the efficiency of the 

broader fleet from equipment and maintenance compliance and data extraction processes. Innovation is 

required in the way “big data” collected by security and safety equipment in taxis is extracted. This may 

include the use of WI-FI and cloud-based download technologies. 

 The Queensland Taxi Industry has one of the Greenest taxi fleets in the world. As of 2015, 72% of the 

fleet were hybrids saving over 50,000 tonnes of CO2 Emissions a year. Assuming a conservative $20 per 

tonne value, this equates to an annual saving to the community and the economy of $1 million per year.  

 Queensland taxi vehicles are some of the most efficient in the world in part because of their high 

utilisation rates. In 2015, the Queensland Taxi Industry completed more metered jobs per taxi than any 

other State in Australia, with an average of 14,600 jobs per year. This was 40% above the national 

average, ahead of NSW (13,200) and more than double that of Victoria (6,100). 

 Queensland also performs well under other measures of vehicle utilisation. The average number of 

passengers per metered job in 2015 was 2.2, the highest in Australia. Similarly, the average number of 

kilometres travelled by a Queensland taxi while carrying passengers was also the highest at 167,500). 

Licences 

 Since their introduction by King James in the UK in 1635, taxi services have been regulated by 

Government’s across the world. And the principal regulation implemented in most jurisdictions is the taxi 

licence.  

 A licence is a permit from the Government or another authority to own, provide or use something. While 

western democracies are, for the most part, characterised by high degrees of personal freedom, this 

freedom is not absolute. In particular, society must continually seek to resolve when the freedoms and 

rights of different individuals come into conflict. As such, Government, as the institution of the will of the 

community, regulates actions and behaviours of individuals through the provision of licences, in order to 
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ensure an appropriate balance is struck between freedom and community responsibility. 

 The provision of a taxi service in Queensland is contingent on service provider having a licence issued by 

the Government. To operate a taxi service without a licence is a breach of section 70 of the Act 

 In 2015, there were 3,261 taxi licences in Queensland. This level has remained broadly consistent 2008, 

before which the Queensland Government issued 164 new licences in two years. The principal 

explanations for the limited release of licences in recent years was a combination of deteriorating and soft 

economic conditions during the post-GFC environment and the result of demand-side modelling by the 

Government, which indicated sufficient capacity in the existing fleet to meet current and future demand. 

 

Figure 3 Taxi Licences in Queensland, 2006 to 2015 

 The number of taxi licences in Queensland is lower on a per capita basis than the Australian average and 

more specifically, NSW and Victoria. In 2015, Queensland had 68.3 taxi licences for every 100,000 

residents. This is less than the Australian average of 89.7 licences per 100,000 and below the NSW 

(96.4) and Victorian (97.3). 

 

Figure 4 Taxi Licences per 100,000 Residents, Queensland and Select States, 2015 
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 The distribution of Wheelchair Accessible Taxi (“WAT”) licences broadly aligns with that of traditional 

licences, though they have greater representation in regional centres than in South East Queensland. 

2015, there were 310 WATs in Brisbane and a further 142 in other locations in South East Queensland. 

WATs account for 18.1% of the total taxi fleet in SEQ. In contrast, regional Queensland is serviced by 191 

WATs, which account for 23.5% of the regional fleet. 

 

Figure 5 WAT share of Queensland Taxi Licences, August 2015 

Operators and TBCs 

 A defining feature of modern taxi services is the presence or Operators and TBCs in the broader structure 

of the Queensland Taxi Industry. While taxis originally were all independent, the emergence of 

technologies and service requirements and standards placed on taxi drivers and licence holders by 

Government meant that greater focus on fleet utilisation and management was required. 

 Operators exist because of the separation in modern taxi regulations between licence owner and vehicle 

owner. Licence owners have the right in Queensland to provide a taxi service but require a compliant 

vehicle in order to deliver the taxi services to the community. This structural separation between licence 

owners and operators however does not preclude an individual fulfilling both roles in the delivery of taxi 

services. In fact, a range of owner-driver-operator combinations exist in Queensland. 

 The ability for individuals in Queensland to acquire a licence as an investment has seen the rise of 

passive ownership. This in turn as has seen the importance of Operators grow. Similarly, the focus of 

both Government transport policy and taxi industry regulation on fleet efficiency, accessibility and 

availability has meant the current regulatory framework places a significant degree of reliance and burden 

on Operators to ensure vehicle (in terms of equipment and ongoing maintenance), business sustainability 

and service delivery standards are met and exceeded. 

 As a result of this reliance on Operators in ensuring the quality of taxi vehicles are maintained at globally 

high standards, Operators in Queensland are accredited. Both the Act (Chapter 3) and Regulations 

(Division 2) deal with the requirements and process for attaining accreditation. 

 TBCs are an integral part of Queensland Taxi Industry. Their establishment as a regulated part of the 

Queensland Taxi Industry in the Act and the MSL and USO responsibilities under the Service Contracts 

have been instrumental in establishing Queensland as the premier booked taxi market in the world. 

 In 2015, there were 60 TBCs in Queensland. A TBC is required for every town or community with more 

than 10,000 people. Of these TBCs, 23 operate within Service Areas defined by the  Department of 

Transport and Main Roads (“TMR”) and are parties to Service Contracts with the State Government. 
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These Service Contracts establish the MSLs.  

 The core role of TBCs in Queensland is to maximise the efficiency, availability and accessibility of the 

Queensland taxi fleet to ensure the benefits of this flexible public transport network are realised by all 

Queenslanders. 

 Despite this importance, there continues to be a lack of understanding in the community of the role and 

function of TBCs in the State, or the overall structure of the industry. The results of the recent survey 

about the State’s taxi industry by UMR Strategic Research (“UMR”), found that 41% of Queenslanders 

aged 18+ believed TBCs owned the taxis that they dispatched, while a further 28% were unsure.  

Regulating Supply 

 The current regulatory framework governing the Queensland Taxi Industry is world class. The 

establishment in 1994, and subsequent refinement of, a co-regulatory model, incorporating legislative 

regulatory and contractual elements, is unique and provides the Queensland Taxi Industry, the State 

Government and the wider community with a range of advantages and opportunities not available to other 

jurisdictions. This includes increasing the alignment of taxi services with other public transport services, 

helping to realise the Government’s vision of “A single integrated, safe, reliable and efficient transport 

system that is accessible to all.” 

 The Transport Operations (Passenger Transport) Act 1994 and associated Regulations and Service 

Contracts with TBCs establishes a regulatory framework solely focused on protecting consumers. 

 The supply of taxi licences in Queensland, or the facilitation of a new entrant to any part of the 

Queensland Taxi Industry, is not capped by the Act or Regulations. Instead the Act, under section 36 (2), 

provides the Minister with discretionary authority to increase the supply of taxis or enter into a Service 

Contract with TBC entrants. 

 This requirement for justification to increase taxi service supply represents a broad net community benefit 

test, coupled with a financial cost impost test for Government. This approach is appropriate for managing 

the supply of providers of public transport services in the State.  

 Focus in other State’s on issues such as increasing competition and empowering individual consumers is 

not relevant in a State where taxis perform a critical public transport function. Instead, the focus of 

Queensland’s regulatory framework must continue to be on maximising the benefit of taxi services to the 

entire community, ensuring that the universal accessibility of high quality taxi services to all 

Queenslanders is maintained over the long-term.   

 The removal of market entry restrictions represents a form of supply de-regulation. Such de-regulation 

has been undertaken in other jurisdictions in Australia and around the world over the past 20 years.  

 The lessons from locations around the world that have undergone taxi supply de-regulations is that the 

end outcomes are almost always negative and perverse. This reflects the fact that de-regulation is often 

premised on: 

» views and understandings of the taxi industry are theoretical, overly simplistic and lacking in context  

» customer needs and goals being homogenous and universal  

» taxi demand is entirely discretionary and therefore driven by market forces 

» that desired outcomes by individual customer and the whole community are not in conflict 

 Overall, the international experience regarding market restriction de-regulation has been negative. With 

the exception of marginal fare declines in Japan and improved wait times in Ireland, all jurisdictions that 

have undertaken supply de-regulation over the past two decades have experienced significant negative 

outcomes with corresponding major backlash from the community against politicians.  

 The principal source of evidence to assess the need for additional taxi licences in the State is the SAHA 

International Taxi Licence Review Model. 
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 The Taxi Licence Model is reviewed annually in South East Queensland, and every two years in Regional 

areas. If the demand profile has changed then either more taxi licences are issued, or licences are re-

allocated to a geographic area that has seen an increase in demand. In doing this, Queensland’s model is 

market-responsive, working on a regional level and taking into account demand factors other than simply 

population growth. This floating model allows for both increases and decreases in demand in geographic 

regions and serves as a ‘check and balance’ against both unfilled demand and over supply of taxis.   

 RPS broadly supports the approach adopted and implement by SAHA International and believes the use 

of the Taxi Licence Model by TMR continues to represent best practice globally. 

Meeting the Needs of Queenslanders 

 The Act effectively establishes a net community benefit-based evidentiary framework in order for the 

Minister to justify increases in licence numbers in the State. The primary source of evidence for this is the 

Taxi Licence Model. 

 RPS has assessed the Queensland Taxi Industry against a range of potential performance indicators 

relating to the criteria in the Act. These indicators providing a comprehensive overview of the 

performance of the industry and whether additional supply is required to meet the needs of the 

community. 

Figure 6 Performance Indicators Net Community Benefit Test of Current Licence Supply 

Adequate Supply Innovation Cost to Government 
Meeting Community 

Needs 

MSL Average Wait Time – 
Conventional Taxis 

App-Based Booking 
Platforms 

Level of Co-Regulation 
MSL Average Wait Times – 
WAT Taxis 

Secure Rank Wait Times Integrated GPS and Meters 
Costs of Subsidising WAT 
Vehicles or Delivering 
Paratransit  

Customer Satisfaction 

Taxi Idle Time Share of Taxi Trips Booked 

Expenditure on the full 
procurement of Taxi 
Services on behalf of the 
community 

WAT Shares of State Fleet 

Metered Jobs per Taxi Hybrid Share of Taxi Fleet  
WAT Shares of Regional 
Fleet 

Average KMs Per Taxi in 
2015 

Taxis per 100,000 
Population 

Customer Satisfaction with 
Taxi Punctuality 

 Overall, the Queensland Taxi Industry performs well against the aforementioned criteria. Queensland has 

fewer licences per capita than in other States and has a higher rate of passengers per taxi, but this is 

more a reflection of low utilisation and oversupply in other States. High wait times and continued positive 

customer satisfaction suggest that there is not currently pent up demand in the system. 

 Similarly, Queensland performs well in the delivery of accessible and available services. While WAT 

services do not always meet MSLs, this reflect the aspirational nature of the MSL targets. In comparison 

to most jurisdiction’s in the world that do not have comprehensive WAT fleets, Queensland’s performance 

is exemplary. 

Conclusion 

 The Queensland Taxi Industry has a comprehensive regulated structure that delivers a quality accessible 

taxi services for Queenslanders. It meets the needs of a diverse range of community groups and 

effectively manages peak demand.  
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 It is incumbent on the Queensland Government to consider the experiences of overseas jurisdictions 

when considering regulatory reform options. Supply and fare de-regulation commonly result in perverse 

and negative outcomes such as fare increases, reductions in quality and availability and increases in cost 

imposts on the Government. 

 Objective and independent analysis of the performance of the Queensland Taxi Industry by RPS confirms 

that the State performs well by national and international standards and is meeting the needs of 

Queenslanders. 

 Opportunities exist for further licence number increases in the medium term, in response to growing 

demand. However, current evidentiary tools (including the Taxi Licence Model) will identify the 

appropriate time at which new supply should be introduced to the Service Areas of the State. 
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1.0 Introduction 

1.1 Research Context 

RPS has been engaged by TCQ to undertake comprehensive research on the Queensland Taxi Industry. 

This research forms the basis of TCQ’s submission to the OPT Review.  

It also represents the first comprehensive profiling and analysis of the Queensland Taxi Industry in 20 years 

and will form a key reference source of the characteristics, trends, challenges and opportunities facing the 

industry over the next several decades. 

The research undertaken is comprised of a series of concise, interrelated technical research reports that 

cover all aspects of the Queensland Taxi Industry. Research topics covered by the reports include: 

 Demand – analysing the characteristics and drivers of demand for taxi services in Queensland. 

 Supply – profiling and analysing the supply of taxi services in Queensland, including the current 

characteristics and structure of the industry, comparisons with the way taxi services are delivered around 

Australia and overseas and opportunities for improvements in the way taxi supplies are regulated. 

 Pricing – assessment of the way in which pricing and fares are regulated and set, the appropriateness of 

these settings based on both industry viability and community affordability concerns, the underlying cost 

structure of delivering taxi services and complying with regulations. 

 Innovation – identifying and profiling recent and future innovations in the delivery of taxi services 

including digital and online dispatch services, in vehicle equipment and technology, business and service 

delivery models and in the regulations themselves. 

 Economic Analysis – assessment of the economic contribution of the taxi industry to the Queensland 

economy including direct and indirect impacts and support provided to industry, the economy and wider 

community. 

These reports include a series of practical recommendations and insights into future development and 

growth of the industry including business, service, technological and regulatory enhancements that would 

benefit all stakeholders in the industry and the wider community. 

1.2 The OPT Review 

In late 2015, the Queensland Government commissioned an independent review of taxi, limousine and ride 

share services in Queensland. The purpose of the review being: 

“…ensure Queenslanders are provided with safe and efficient personalised transport services and with a 

sustainable industry to deliver the services.” 

The terms of reference for the OPT Review are broad in nature and cover all aspects of the personalised 

transport services sector. The scope includes: 

 the safety of the community and drivers 

 the delivery of a flexible legislative framework that supports competition and innovation for all participants 

 customer opinions of ride share services 

 steps undertaken by the taxi industry in adapting to changing customer needs and expectations 

 supporting a sustainable industry that is forward-looking and fosters innovation 
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 competition in the sector including vertical integration, anti-competitive practices and incentives for 

innovation 

 the provision of affordable and customer-focused services 

 the needs of the community across Queensland, including those with disabilities or reduced mobility 

 the current and potential role of taxis, limousines and ride share services in an integrated transport 

system, with a focus on the role of these services to foster social inclusion 

 transitional arrangements from the current regulatory and service arrangements to the recommended 

model 

 other models and new approaches to delivering personalised transport services both in Australia and 

overseas 

 potential use of personalised transport services by participants of the National Disability Insurance 

Scheme (“NDIS”) 

 operational procedures and practices within the sector 

 any other related matters 

TCQ, supported by RPS, has prepared a submission to the Review.  

Supply Technical Research Report Structure 

This report compiles the results of technical research and analysis of the size, characteristics and drivers of 

demand and need for taxi services in the Queensland economy and community. It includes a number of key 

sections: 

 The Queensland Taxi Industry Profile – a summary of the structure, composition and characteristics of 

the Queensland Taxi Industry. 

 Drivers – analysis of the factors impacting the supply of drivers in the Queensland Taxi Industry. 

 Vehicles – profiling the types and age limits of taxi vehicles in Queensland and the equipment required to 

meet current regulations. 

 Licences – a summary of the current number of taxi licences in Queensland, the rationale for licencing 

taxi services, different types of licences available and the distribution of licences across Queensland. 

 Operators and TBCs – an outline of the role of Operators in the Queensland Taxi Industry, the Operator 

Accreditation process and bailment agreements with drivers. Also provides a summary of the unique role 

of TBCs in Queensland and the role of Service Contracts. 

 Regulating Supply – an assessment of the rationale for current market restrictions in the current 

regulatory framework, the purpose of regulating taxi licence supply and international experience of the 

perverse outcomes of supply de-regulation. 

 Queensland Taxis Meet Community Needs – assessment of the degree to which Queensland taxis 

meet the needs of the community. Includes a net community benefit and performance test of the Industry 

to determine whether there is sufficient evidence to justify additional supply. 

 Conclusions - summary of key findings from the technical report. 

This Technical Report, and the broader Submission, relies upon an extensive base of both quantitative and 

qualitative information and evidence. The sources of this evidence can be broken into four broad categories. 
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1.2.1 Consultation 

RPS, in partnership with TCQ, undertook a series of consultation workshops and interviews in Queensland 

and around the world. 

Between December 2015 and February 2016, RPS facilitated workshops with industry stakeholders in the 

following locations: 

 Brisbane Metro North  

 Brisbane Metro South 

 Ipswich 

 Gold Coast 

 Sunshine Coast 

 Toowoomba 

 Hervey Bay/Maryborough 

 Gympie 

 Cairns 

 Townsville 

 Mackay 

 Rockhampton 

 Gladstone 

 Mount Isa

These workshops included representatives from the taxi industry including drivers, licence owners, operators 

and TBCs. 

In March 2016 representatives of RPS, TCQ and the Australian Taxi Industry Association (“ATIA”) travelled 

to a number of overseas taxi jurisdictions to gain an insight into the regulatory, operational and market 

characteristics of each location. The jurisdictions visited included: 

 San Francisco 

 New York City 

 London 

 Singapore 

In each location RPS met with representatives of local regulators, operators and politicians and gained an 

understanding of both the unique and shared attributes of the local taxi industry to understand the potential 

lessons that could be learnt for the Queensland context. 

1.2.2 TBC Data and Other Statistics 

TCQ facilitated the delivery of a comprehensive set of taxi industry performance and operational data to RPS 

from a number of major TBCs in the State. These statistics included a full profile of the number, duration, 

cost, frequency and distribution of taxi jobs and trips, as well as information on the operational costs of 

delivery taxi services and the level of utilisation of the Taxi Subsidy Scheme (“TSS”). 

Data sets and other information was also made available to RPS by those overseas taxi jurisdictions with 

which RPS and TCQ consulted in March 2016. The nature and scope of this information varied depending on 

the jurisdiction and their capacity to collect, collate and analyse data. 

In addition to this information, RPS drew on statistical information from a range of publicly available sources. 

This included the ABS, Queensland Government Statistics Office (“QGSO”), ATIA and individual reports, 

surveys and other publicly available data sets from desktop research. 
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1.2.3 Market Research 

TCQ engaged the public opinion and strategic market research firm, UMR, to undertake qualitative and 

quantitative market research on issues and attitudes affecting the Queensland Taxi Industry.  

Research included a combination of facilitated workshops and interviews (via online survey) with 

representative samples of the Queensland population aged 18+.The surveys were conducted in late 

February and early March 2016 and covered a range of topics including: 

 classification of taxis as public transport and the level of integration of taxis into the Queensland public 

transport network 

 attitudes towards taxis and public understanding of the industry 

 service satisfaction levels and key areas of impacting satisfaction both positively and negatively 

 frequency of use of taxis 

 level of discretionary and non-discretionary usage 

 the degree to which taxis provide a benefit to the community 

 the role of Government regulation in the taxi industry 

 the level of support for passengers with disabilities and the TSS 

 level of familiarity with usage of and attitudes towards uber 

 socio-economic and demographic characteristics of uber supporters 

 classification of “ride sharing” as taxis 

 level and type of regulation of “ride sharing” services 

 attitudes towards a range of specific potential changes to the regulation of the Queensland Taxi Industry 

1.2.4 Desktop Research 

RPS has also undertaken desktop research on the issue of taxi industry regulation to complement other 

sources of information and evidence outlined above. The focus of the desktop research has been on gaining 

further appreciation of national and international taxi jurisdictions recent and past experiences with regulatory 

reforms. RPS has also undertaken extensive research on the role of “ride sharing” in overseas markets as 

well as the economic theory and practice around the causes and regulation of informal economic activity. 

Research has been comprehensively cited throughout the Report. 

1.3 Author Profile 

1.3.1 RPS 

RPS is an international consultancy providing world-class local solutions in infrastructure, urban growth, 

energy, mining and natural resource management. 

RPS employs some 5,000 people in the UK, Ireland, the Netherlands, the United States, Canada, Brazil, 

Africa, the Middle East, Australia and Asia and undertake projects in many other parts of the world. In the 

Australia and Asia Pacific region our 1,000 professional and technical staff work from offices in 26 locations, 

including metropolitan and regional centres in high growth areas. 
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The geographic spread and experience in these strategic locations means our on-the-ground staff have a 

strong understanding of the local environment and can be mobilised quickly to respond to client’s needs. 

RPS has a reputation for meeting the challenges posed by large, complex projects and for conducting 

business in an open and responsible manner. 

1.3.2 Mark Wallace 

Mark Wallace is the Regional Technical Director and head of the 

Economics Advisory Services for RPS in Australia Asia Pacific.  

He is one of Australia’s leading economics consultants and strategic 

advisors, providing market research, project evaluation, policy 

development and reform and detailed economic analysis for a wide 

range of public and private sector clients across Australia.  

His career has included time with the Queensland Government, 

Brisbane City Council, the employment and training sector and 

economic consultancies. 

Over the past decade as an economic consultant, Mark has developed nationally recognised expertise in a 

range of areas including: 

 innovation policy and implementation 

 regulatory reform in major public utilities 

 property development economics 

 major project evaluation and cost benefit analysis 

 health economics  

 regional and local economic development 

Mark is the principal author of the submission by TCQ to the OPT Review and associated Technical 

Research Reports. 

1.4 Glossary and Abbreviations 

ABS Australian Bureau of Statistics 

ATIA Australian Taxi Industry Association 

CARRS-Q The Centre for Accident Research & Road Safety 

CAV Connected and autonomous vehicles 

DSAPT  Disability Standards for Accessible Public Transport 2002 

DDA Discrimination Act 1992 (Cth) 

QGSO Queensland Government Statistical Office 

IPNRC Infrastructure, Planning and Natural Resources Committee 

ITS Intelligent Transport Systems 

KMS Kilometres 

MSL Minimum Service Levels 

OPT Review Opportunities for Personalised Transport Review 

SEQ South East Queensland 

TBC Taxi Booking Company 
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TCQ Taxi Council Queensland 

TNCs Transport Network Companies 

TMR Queensland Department of Transport and Main Roads 

WAT Wheelchair Accessible Taxi 

USO Universal Service Obligation 
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2.0 Queensland Taxi Industry Profile 

There is a clear and demonstrated need for personalised, point-to-point transport, such as taxi services, in 

the Queensland community. Meeting this need, including demand from all groups and parts of the 

community, requires a highly efficient and flexible taxi service. This requirement has been at the heart of the 

current regulatory framework for the past 22 years and has supported the establishment of a responsive, 

innovative and customer-focused taxi industry in the State. 

This section profiles and analyses the supply of taxi services in Queensland. It summarises the current 

framework that regulates supply through the establishment and maintenance of demand-linked market entry 

restrictions. It also assesses the current utilisation of taxis in Queensland. 

2.1 Industry Structure 

The Queensland Taxi Industry has a sophisticated regulated structure, comprising six distinct but highly 

inter-related stakeholder groups: 

 

Figure 7 Non-Cash Payment Processing Fees, as at April 2014 

The characteristics and attributes of the customers and community served by the Queensland Taxi Industry 

are profiled and analysed in the Technical Report entitled The Need for Taxis in Queensland. 
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Supply-side stakeholders include: 

 Drivers – Drivers represent the most fundamental and essential of all components of the industry, 

because without drivers, there would be no taxi services delivered in the community. There were over 

13,000 drivers in Queensland in 2014 or almost four for every taxi licence1. Drivers (who are not owner 

drivers) enter into bailment agreements with Operators and must be affiliated with a TBC. 

 Vehicles – each licence must be linked to a vehicle. There are a total of 3,261 conventional and WAT 

licences in the State as well as a number of Peak Demand Permits, all of which require a vehicle to 

operate. 

 Licence Owners – owners of a TSL in Queensland either purchased the licence from the Government 

through a tendering process, inherited the licence from a deceased estate or acquired the licence on the 

secondary market. Only licenced taxis can provide taxis services in Queensland. Licence owners are 

most commonly passive investors who lease their licences to Operators. 

 Operators – Operators mostly own the vehicles, are responsible for vehicle maintenance, operation of 

vehicles and for ensuring vehicle compliance with quality standards. They are also responsible also for 

sourcing drivers and providing drivers with access to vehicles under bailment. 

 TBCs – there were 60 TBCs operating across Queensland in 2014. TBCs receive and dispatch taxi 

bookings to affiliated drivers. Additionally, TBCs are responsible for driver training, complaints 

management, lost property management and overall fleet management. Drivers and licences must be 

affiliated with a TBC in 20 Service Contract Areas in the State. 

2.2 Relationship Between Stakeholders 

The Queensland Taxi Industry has a sophisticated and comprehensive structure comprising a series 

of essential stakeholders. These stakeholders collectively form the Queensland Taxi Industry and 

how they interact and transact with one another is at the foundation of the delivery of taxi services in 

the State.  

These relationships are governed by a series of factors including: 

 Commercial Contracts – commercial contracts exist between a number of stakeholders. Drivers and 

Operators enter into bailment agreements for the leasing of vehicles, while Licence Owners and 

Operators may enter into leasing agreements for the Licence. 

 Service Delivery Dependence – taxi services cannot be delivered by any one stakeholder alone. 

Drivers, Operators (and Vehicles) and Licence Owners are all required, as a minimum, to provide a taxi 

services. Similarly, the modern Queensland market characterised by high shares of “booked” jobs, taxis 

would likely not be viable without TBCs dispatching jobs. 

 Regulation – a number of the relationships that exist are explicitly established by Government through 

regulation. For example, Service Contracts and the regulatory framework, make TBCs responsible driver 

performance and behaviour as well as training.  

This combination of factors contributes to  the effective operation of the Queensland Taxi Industry by aligning 

commercial interesting and relationships with the objectives of providing quality, availability and accessible 

taxi services to the community. 

                                                      
 
 
 
 
 
1 Calculated by RPS with data from ATIA (2016) Taxi Statistics, accessed at http://www.atia.com.au/taxi-statistics/ 
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Core relationships in the Queensland Taxi Industry are illustrated in the following matrix: 

Figure 8 Core Relationship Matrix, Queensland Taxi Industry Stakeholders 

STAKEHOLDERS DRIVER VEHICLES 
LICENCE 
OWNERS 

OPERATORS TBCS 

 

 

Drivers require a 
vehicle in order 
to delivery taxi 
services. 

NA 

Drivers secure a 
compliant 
vehicle from an 
Operator by 
entering into a 
Bailment 
Agreement. 

Drivers are 
responsible to 
TBCs for their 
behaviour and 
performance. 

 

Vehicles require 
drivers in order 
to be utilised. 

 

Vehicles must be 
linked to a 
Licence in order 
to be used as a 
taxi. 

Vehicles are 
owned by 
Operators, who 
provide them to 
Drivers under 
contractual 
agreements. 

TBCs maintain 
fleet integrity 
through by-laws 
by having the 
option to refuse 
to affiliate a 
vehicle that 
would not be 
appropriate for 
taxi services. 

 

NA 

A licence must 
be associated 
with a compliant 
vehicle in order 
to provide a taxi 
service. 

 

Licence owners 
lease licences to 
Operators who 
link them with 
vehicles. 

Licence owners 
regularly use 
TBCs to broker 
licence leases. 

 

Operators 
require drivers to 
deliver taxi 
services in their 
vehicles. 

Operators own 
taxi vehicles and 
are responsible 
for the 
compliance, 
maintenance 
and upkeep of 
the vehicles. 

Operators lease 
licences from 
licence owners. 

 

Operators are 
responsible to 
TBCs for service 
delivery 
performance and 
often sub-lease 
licences from 
TBCs. 

 

TBCs are 
responsible by 
regulation for 
driver training 
and ongoing 
behaviour and 
performance. 
They are also 
responsible for 
the dispatch of 
jobs.  

TBCs maintain 
fleet integrity 
through by-laws 
by having the 
option to refuse 
to affiliate a 
vehicle that 
would not be 
appropriate for 
taxi services. 

TBCs often 
broker leases of 
Licences to 
Operators on 
behalf of Licence 
Owners. 

TBCs dispatch 
taxi jobs to 
licenced 
Operator 
vehicles and 
also broker the 
leasing of 
licences from 
Licence Owners. 
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The current regulatory framework establishes clearly demarcated roles and responsibilities for each of these 

stakeholder groups in the delivery of taxi services to Queenslanders. However, it is possible for a single 

individual or organisation to fulfil more than one role in the industry.  

These special relationships are outlined in the matrix below. 

Figure 9 Special Relationships, Queensland Taxi Industry Stakeholders 

STAKEHOLDERS DRIVER VEHICLES 
LICENCE 
OWNERS 

OPERATORS TBCS 

 

 

 
The individual 
owns the 
vehicle as an 
Operator. 

  

The individual 
must affiliate 
with and is 
responsible to 
the TBC as a 
Driver and an 
Operator. The 
TBC also 
provides the 
individual with 
dispatched 
jobs. 

 

The 
individual is 
responsible 
for securing 
drivers as the 
Operator. 

The individual 
owns the 
vehicle as an 
Operator. 

  

The individual 
is responsible 
to the TBC as 
an Operator. 

 

 

The individual 
owns the 
vehicle as an 
Operator. 

The 
individual 
leases a 
licence from 
a Licence 
Owner. 

 

The individual 
must affiliate 
with and is 
responsible to 
the TBC as a 
Driver and an 
Operator. The 
TBC also 
provides the 
individual with 
dispatched 
jobs. 

While the majority of licences are held as passive investments, the regulations provide the flexibility for 

Licence Owners to also fulfil the role of either Operators or Operators and Drivers. This flexibility is an 

important feature of the regulatory framework as it allows different investors to take differing levels of 

involvement in the physical delivery of taxi services, depending on their skills, capabilities, interests and 

preferred level of risk.  

It also gives taxi drivers genuine long-term growth potential with career drivers able to progress overtime to 

be either Operators and/or Licence Owners as part of the development and growth of their small business. 

Summary of Findings 

The Queensland Taxi Industry has a comprehensive and regulated structure with distinct and demarcated 

roles and responsibilities for the core stakeholders. Each of the stakeholders play a critical role in the 
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delivery of taxi services to the community and their success is dependent on a range of commercial and 

regulatory interrelationships with one another.   

The regulations also provide the flexibility for an individual or organisation to fulfil multiple roles in the 

delivery of taxi services. This allows more people to participate in the industry, tailoring their level of 

involvement and participation in the sector based on their risk profile and career and business goals. 

The regulated structure of the industry, coupled with the capacity of individuals or organisations to play 

multiple roles at once in the delivery of services means the taxi industry in Queensland is often regarded as 

complex. However, this complexity belies an innovative and relatively seamless structure in which fleet 

utilisation (Operator responsibility) and overall fleet distribution and MSLs (TBC responsibility) are separated.  
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3.0 Taxi Drivers 

Driving has been a legitimate career for people of all ages since before the 

invention of automobiles. Coach drivers, who drove both the traditional two 

horse-carriages and the more recent one-horse hackney carriage, were 

either employed directly by individual households or establishments or were 

private operators. The latter represented the first form of taxi in the world, 

originated in the UK and France in the early 1600s2. 

The invention of the automobile further reinforced the role of drivers in both 

personalised transport and the broader economy. At first, the cost of 

purchasing an automobile meant they were owned almost exclusively by 

wealthy households who employed a driver or chauffer to operate and 

maintain the vehicle. The salaried nature of the role of a chauffeur and its 

early links to wealthy households meant that driving was seen as a career 

with high degrees of upward social mobility.  

This continues to be a major factor in taxi drivers choosing driving as a 

career, with many drivers recognising the opportunity to move from bailee driver to licence owner and 

operator in the medium term.  

This section profiles the supply of drivers in the Queensland Taxi Industry and the factors impacting the 

continued availability of drivers to meet growing community need. 

3.1 Taxi Drivers in Queensland 

The availability of drivers for the delivery of taxi services in the State was identified by stakeholders during 

RPS’ industry workshops as the single greatest factor constraining the full and efficient use of the 

Queensland taxi fleet.  

In 2015, there were 13,519 drivers in Queensland, or almost four for every one licence. This is up from 

12,864 drivers in 2012 but is down from a high of 16,700 in 2009, prior to the onset of the GFC. This 

highlights the impact that changing and depressed economic conditions has on driver viability. 

                                                      
 
 
 
 
 
2 Bristol Taxis (2015) A Brief History of Taxis, accessed at http://www.bristoltaxihire.co.uk/a-brief-history-of-taxis/ 
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Figure 10 Number of Drivers, Queensland Taxi Industry3 

Queensland’s supply of taxi drivers is proportionally higher than in other Eastern States. While there were 

3.2 drivers for every taxi in NSW and 2.8 in Victoria, Queensland had over 4 drivers per taxi as at 20144.  

Figure 11 Number of Drivers per Licenced Taxi, Queensland and Select States, 2014 

State Drivers Licenced Taxis Drivers per Taxi 

Qld 13,158 3,264 4.03 

NSW 23,750 7,347 3.23 

Vic 16,292 5,778 2.82 

This in part reflects the comparative attractiveness of the Queensland Taxi Industry to other States. In 

particular, advantages the Queensland Taxi Industry offers drivers include: 

 a high proportion of booked jobs 

 a strong number of jobs per driver 

 regulated fare and bailment structures 

 average longer trip distances 

 strong taxi usage rates by the Queensland population. 

The bailment and lease model currently used in the Queensland Taxi Industry (first introduced in Melbourne 

in the 1930s when the Great Depression destroyed the viability of the previous employee model5), means 

that the supply of drivers has generally been responsive to changing economic and market conditions, albeit 

with some volatility. For example, between 2008 and 2011, during the GFC and associated economic 

                                                      
 
 
 
 
 
3 ATIA (2016) Taxi Statistics, accessed at http://www.atia.com.au/taxi-statistics/ 
4 ATIA (2016) Taxi Statistics, accessed at http://www.atia.com.au/taxi-statistics/ 
5 VTA (2016) Your Taxis – History accessed at http://yourtaxis.com.au/taxi-history/ 
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downturn, the number of drivers in Queensland fell by 11.3%, the same as the fall in passenger numbers 

over that time.  

 

Figure 12 Change in Driver and Passenger Numbers, 2008-2011 and 2011-2015 

However, despite the subsequent strong recovery in passenger and trip numbers in recent years, the total 

number of taxi drivers has not increased proportionally.  

Between 2011 and 2015, the number of taxi trips grew by over 35% as the Queensland economy 

recovered and new booking technologies and levels of interstate and overseas travel increased. 

However, during this time the number of taxi drivers increased by only 5%. This suggests that the 

supply of new drivers into the Queensland Taxi Industry to help meet growing community need is 

being constrained. 

3.2 Regulations Are Constraining Driver Supply 

The principal factor identified in RPS constraining the supply of drivers in the Queensland Taxi Industry is 

section 20C(2) of the Transport Operations (Passenger Transport) Regulations 2005. This section 

established additional requirements to drive a taxi in Queensland including: 

20C Additional requirements to drive a taxi 

(1) An applicant for driver authorisation for the operation of a relevant vehicle that is a taxi must— 

(a) have held an Australian open, provisional or probationary licence of the appropriate class for at least 1 

year during the 3-year period immediately before the application; and 

(b) be able to speak and understand English; and 

(c) have a knowledge of common destinations and major connecting roads within the taxi service area where 

the applicant intends to drive the taxi; and 

(d) have— 
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(i) attained competencies, specified by the chief executive, for the safe operation of taxis and 

customer service; or 

(ii) successfully finished a training course for taxi drivers that the chief executive considers is at least 

equivalent to the competencies. 

(2)  Subsection (1)(a) does not apply if the chief executive is satisfied that— 

(a) the applicant has held a licence (equivalent licence) that is at least equivalent to an Australian open, 

provisional or probationary licence of the appropriate class for at least 1 year during the 3-year period 

immediately before the application; and 

(b) under the equivalent licence, the applicant has gained significant practical driving experience in a driving 

environment similar to that found in major urban centres in Australia. 

 

In their Information Bulletin PT03/09-15: Driver Authorisation for Taxi Services6, TMR confirmed that an 

equivalent licence includes Recognised Countries and Jurisdictions and Experienced Driver Recognition 

countries identified by AustRoads7 (refer to Appendix 2). The rationale for referencing this national list is that 

the countries identified either meet all the licence testing requirements of Australian standards or are 

sufficiently stringent to be regarded as acceptable for immediate licence transfer to Australia. 

RPS has identified three major issues with this jurisdiction-based approach: 

 no consideration appears to be given to individual level of experience and expertise in driving. Rather 

than adopting a merit’s based approach, the regulations rely on the licencing standards of the 

jurisdiction from which the individual originates. This is concerning for the community as it means 

that drivers from a range of countries can get an Australian equivalent licence, and therefore meet part of 

the qualifications for a Driver Authorisation(“DA”), regardless of their actual level of skills or experience. 

Motor vehicle usage rates vary from country to country and so the level of actual practical road 

experience from a qualifying driver may be very low. 

 the list of countries outlined in AustRoads does not take into consideration whether the driver was 

licenced in a country with left or right hand drive. The majority of countries globally drive on the right 

hand side of the road, with left-hand drive countries (such as Australia) predominantly comprised of 

Commonwealth Countries. In fact, of the 43 countries identified by AustRoads, only 12 drive on the left 

hand side of the road. 

 There is a significant misalignment between the countries identified in the AustRoads lists as being 

suitable for immediate licence transfer and the traditional ethnic composition of drivers in the Queensland 

Taxi Industry. Detailed analysis by RPS of the ABS (“ABS”) Census of Population 2011 indicates 

that of the top 20 countries of birth of Queensland’s Taxi Industry workers (which account for 

90.6% of total workers in the industry), 38% were born outside of Australia and 23.6% were from 

countries not on the AustRoads lists8. 

                                                      
 
 
 
 
 
6 DTMR (2015) Information Bulletin  
7 AustRoads (2016) Applying for a Licence – Australia accessed at http://www.austroads.com.au/drivers-vehicles/overseas-driver-
licences/applying-for-a-licence 
8 ABS (2012) Census of Population and Housing 2011, Australian Bureau of Statistics, Canberra. Analysis by RPS. 
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Figure 13 Share of Workers in the Queensland Taxi Industry, by Country of Birth, 20119 

In fact, according to this data, the largest source of overseas workers in the Queensland Taxi Industry, is 

India. This country is currently not included on either AustRoads list which means the regulations as they 

currently stand are preventing new migrants to the State from gaining meaningful employment in the 

economy for up to one (1) year. 

RPS acknowledges that the need to uphold and maintain driver quality is of paramount importance to the 

Government and industry, in serving the community. However, the approach adopted from section 20C(2) is 

comparatively blunt, lacks consideration of the merits and experiences of individual drivers and fails to 

consider the historical and current cultural composition of workers in the Queensland Taxi Industry. 

3.3 Unnecessary Regulatory Duplication 

However, the most significant factor is the fact that section 20C(2) represents an unnecessary 

duplication of regulatory burden.  

Taxi drivers are required by regulation to undergo specific training in the delivery of high quality taxi services 

to the Queensland community. Section 20C 1(d) of the Regulations expressly states that a DA application 

must have: 

(i) attained competencies, specified by the chief executive, for the safe operation of taxis and customer 

service; or  

(ii) successfully finished a training course for taxi drivers that the chief executive considers is at least 

equivalent to the competencies. 

The TMR has identified these competencies as including: 

                                                      
 
 
 
 
 

9  “Red” countries are not included in either the Recognised Countries or Experienced Driver Recognition Lists of AustRoads  
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 TLIL 2060A Complete induction to the transport industry 

 TLIC 2009A Drive Taxicab 

 TLIB 2090A Use communication systems in a cab 

 TLIF 2072A Comply with safety and security systems 

 TLIH 3004A Identify major roads, services and attractions 

 TLII 2019A Provide taxicab customer service 

 TLIP 2037A Carry out financial transactions and maintain records 

 TLIC 2040A Provide wheelchair accessible taxi services for passengers with disabilities10 

These competencies are typically delivered in two-week training course by a Registered Training 

Organisation (“RTO”), normally the TBC or Operator. This process provides drivers with comprehensive 

training in the delivery of taxi services to the public in a professional, safe and efficient manner.  

As such, the need for drivers to obtain these competencies (i.e. all taxi drivers with Driver Authorisations) 

represents a merits-based approach to ensuring driver suitability and competency, effectively rendering the 

requirements under s20C(2) obsolete.  

This merits-based approach is further reinforced by the role of TBCs play in monitoring driver behaviour and 

performance in the State. Taxi drivers are required to affiliate with the TBC in the relevant Service Area (or 

choose which Company to affiliate with in the case of Service Areas with more than one Company).  

Additionally, TBCs in the State have unique obligations and responsibilities under the Service 

Contracts to ensure MSLs are met and customer complaints are appropriately managed. As TBCs do 

not deliver taxi services, they cannot directly influence the level of quality of services delivered to 

Queenslanders without strong oversight and engagement with drivers.  

This is reflected in the existence of company by-laws in Queensland TBCs, which establish the rules and 

standards to which affiliated taxi drivers must comply. 

3.4 Satisfaction with Queensland Taxi Drivers 

The success of training and TBC by-laws is borne out in the very low level of dissatisfaction among 

Queenslanders in the manner, skills and knowledge of local taxi drivers. 

The results of the recent survey conducted of Queenslanders aged 18+ by UMR Strategic Research found 

that only 8% of Queenslanders were not very or completely dissatisfied with the manner of Queenslander 

Taxi Drivers and while only 9% were very or completely dissatisfied with their skill and knowledge11. 

                                                      
 
 
 
 
 
10 Referenced by First Class Taxis (2016) Taxi Driver Training accessed at http://firstclasstaxis.com.au/taxi-driver-training/ 
11 UMR (2016), TCQ - Issues affecting the taxi industry, UMR Strategic Research, Sydney 



The Supply of Taxi Services in Queensland 
TCQ - Technical Research Report 

 

 

 

 
129653-1; FINAL Page 16 

 

Figure 14 Levels of Satisfaction in Queensland Taxi Drivers, by Service Characteristics, Queenslanders age 18+ 

This reinforced by the Mystery Shopper survey conducted by Roy Morgan Research for the Queensland 

Government in December 201312 which found that drivers received a score of 73 out of 100 for their overall 

performance. This reflected positive ratings from customers across a wide range of attributes including driver 

appearance, communication and knowledge. 

3.5 Summary of Findings 

The merits-based approach to assessing and maintaining driver quality and suitability underpins the very low 

levels of dissatisfaction in taxi services in Queensland. By establishing formal training requirements of taxi 

drivers (with training typically delivered by the TBCs and Operators) and by aligning driver suitability and 

service quality with the contractual obligations of TBCs, the Queensland Regulatory Framework has had in 

place an effective co-regulatory model for many years. 

This co-regulatory model of assessing and maintaining driver suitability and quality means the 

requirements under section 20C(2) of the Regulations are obsolete and represent an unnecessary 

duplication.  

Their continued presence in the regulations provides no net benefit to the community and in fact is likely 

constraining the capacity of the taxi industry to provide high quality, universal and innovative services to the 

Queensland community.  

Recent research by the CARRS-Q found that difficulties in driver recruitment and retention was a key issue 

in the level of crash involvement of taxis in Queensland13. Most TBCs and Operators require all drivers to 

provide a copy of their driving history from the Queensland TMR. However, in areas of the State 

experiencing driver shortages or heightened driver competition, this standard is not necessarily applied with 

                                                      
 
 
 
 
 
12 Roy Morgan (2014) Taxi Mystery Shopper Survey December 2013 accessed at 
http://www.tcq.org.au/uploads/3/0/6/0/30604245/2013_taxi_mystery_shopper_survey_results.pdf 
13 CARRS-Q (2016) Reducing the Crash Involvement of Taxis in Queensland: A Situational Analysis and Analyses of Crash and 
Exposure Data, QUT, Brisbane 
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the same rigour. In those circumstances, taxi services in those areas were more likely to be subject to above 

average numbers of serious accidents over an extended period, placing members of the community (taxi 

passengers, occupants of other vehicles and pedestrians) at risk. 

This highlights the need for the State’s regulatory framework to incentivise the recruitment and retention of 

skilled drivers and the issues that can occur in the industry. 
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Vehicles 

The invention of the automobile transformed the taxi industry. The horse 

and carriage had a number of serious limitations, namely the reliance on a 

living creature for propulsion. Automobiles quickly proved to be faster, 

more reliable, more durable and more comfortable for the passenger than 

the horse and carriage and they were rapidly adopted by taxi cooperatives 

and individuals across the globe. 

This section examines the regulations regarding the supply of taxi vehicles 

in Queensland. It examines the relationship between vehicle and licence 

numbers, the purpose and level of age restrictions, as well as equipment 

required under the regulations. Finally, this section looks at the different 

types of vehicles that can be used as taxis, and the innovations in taxi 

vehicles unique to Queensland.  

 

Limit on Vehicle Numbers 

The number of taxi vehicles in the State is generally limited to the number of licences. This is because it is 

illegal to provide on-demand passenger transport services for a fare in Queensland without a TSL.  

However, the Queensland Taxi Industry has, at any one time, more vehicles than this in its fleet. For 

example, the regulations specifically allow for the use of substitute vehicles under Division 3 of the Transport 

Operations (Passenger Transport) Regulations 2005. Substitute vehicles are supplementary to normal taxi 

vehicles, in that they can only be used in certain circumstances that render the use of the normal vehicle 

impossible. These circumstances include major mechanical failures or accidents14. The regulations also 

provide the Department (as the substitute taxi authority) the power to nominate other circumstances where 

substitute taxi vehicles can be used but in all circumstances, substitute taxi vehicles must be used in place of 

a normal vehicle, not in addition to it. 

Age Restrictions 

The quality of the vehicle has a significant impact on the quality of the service received by the 

community. A major factor in determine the quality of a vehicle is its age. Research by CARRS-Q on 

the crash involvement of taxis confirmed that older vehicles are not only more likely to be involved in 

crashes but those accidents are also more likely to result in serious injury15. 

The logic for restricting the age of a taxi vehicle is multi-faceted: 

 It promotes a higher turnover of vehicles in the fleet, ensuring new technologies (such as those 

associated with improved fuel efficiency and emissions) are continuously being incorporated into the fleet 

through new vehicle purchases. 

                                                      
 
 
 
 
 
14 Section 75 of the Transport Operations (Passenger Transport) Regulations 2005 
15 CARRS-Q (2016) Reducing the Crash Involvement of Taxis in Queensland: A Situational Analysis and Analyses of Crash and 
Exposure Data, QUT, Brisbane 
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 It encourages maximum utilisation of the vehicle within its lifetime by the owner/operator, to ensure the 

capital cost is paid off and a return is secured. 

 It ensures the condition of the fleet is maintained at the highest average standard, with old vehicles 

continuously being replaced by new vehicles. 

In most Australian jurisdictions, there are maximum age of taxi vehicles is enshrined in regulations. In the 

case of Queensland, the current regulatory framework establishes a maximum age of six (6) years for 

standard taxis and eight (8) years for WATs16.  

 

Figure 15 Maximum Vehicle Age, by Location, 2016 

Queensland’s standards are stricter than all jurisdictions in Australia while a number of overseas jurisdictions 

lack comparable maximum vehicle ages regulations (such as New York City). Both Standard and WAT age 

restrictions are more onerous than Victoria and were more stringent than the age restrictions in place in 

NSW before the December 2015 reform package scrapping maximum taxi vehicle age was announced. The 

age limit of London Black Cabs sits at over double that of Standard taxis in Queensland and is likely to 

remain so for the foreseeable future17. 

In particular, Queensland’s age restrictions for maximum vehicle age are the strictest in the world for WAT 

vehicles. Despite the significant investment required to not only purchase a suitable vehicle (approximately 

$50,000) but also the fitout of required equipment (a further $35,000), WATs are generally regarded by the 

industry as commercially viable, particularly in urban areas in South East Queensland. In many other 

jurisdictions (such as NSW, New York and San Francisco) WAT vehicles are unviable and instead regulators 

and Governments in those jurisdictions must provide large subsidies18 or run paratransit services costing 

hundreds of millions of dollars a year. 

                                                      
 
 
 
 
 
16 Section 67(1) of the Transport Operations (Passenger Transport). Regulations 2005 
17 Financial Times (2015) London’s black cab drivers face squeeze accessed at http://www.ft.com/intl/cms/s/0/ccdde2f0-c0d0-11e4-
876d-00144feab7de.html#axzz44xgQLdVr 
18 Transport for NSW (2015) Point-to-Point Transport accessed at http://www.transport.nsw.gov.au/pointtopoint 
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This represents one of the greatest innovations in the Queensland Taxi Industry over the past two decades – 

the use of WATs is commercially viable in the State. This commercial viability reflects the fact that earnings 

from group bookings and general taxi jobs cross-subsidise the higher capital and operational cost and lower 

margins of the delivery WAT services. It is this commercial viability that has allowed the Government to 

impose strict WAT age limits at a time when WAT services are either being squeezed out in de-regulated 

markets or where services are being delivered by paratransit services at a great cost to taxpayers. 

The overall effect of restricting the age of taxi vehicles is to improve safety, ensure continuous incorporation 

of advances in automotive technologies (including fuel efficiency) and incentivises the industry to maintain 

the youngest taxi fleet in the world. This is confirmed by the fact that as at December 2014, the average age 

of a taxi vehicle in Queensland was 2.3 years19 

3.6 Vehicles Fitout and Equipment 

The level of investment in equipment and technology in a standard taxi vehicle in Queensland is increasingly 

significant. A review of the regulations and consultation with industry stakeholders indicated a range of 

equipment that must be incorporated into taxi vehicles. These include: 

 in-car dispatch equipment (either owned by the Operator or leased from the TBC) 

 non-cash payment equipment 

 integrated and tamper proof meters – in terms of both physically securing the meter to the vehicle as well 

as providing a direct link back-to-base to the central dispatch centre.  

 integrated GPS units 

 security cameras 

 WAT hoist (where applicable) 

Collectively the fitout of a taxi vehicle costs between $20,000 and $35,00020.  

During our recent study tour to overseas taxi jurisdictions the requirement for these types of safety and 

security equipment varied dramatically. While the installation of this equipment is a requirement of the 

Operator and/or licence holder under Queensland regulations21, in other jurisdictions some or all of this 

equipment is not required and instead is at the discretion of the operator/owner. 

  

                                                      
 
 
 
 
 
19 TCQ (2016) Unpublished Data, TCQ, Stones Corner 
20 Based on information provided Booking Companies and feedback. 
21 Under both the Transport Operations (Passengers Transport) Act 1994 and the Transport Operations (Passenger Transport) 
Regulations 2005 
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Figure 16 Key Characteristics of Taxi Industries in Queensland and Select International Locations 

Regulated Equipment QLD 
San 

Francisco22 
New York London Singapore 

Standardised Livery      

In-car dispatch equipment      

Non-cash payment equipment      

Integrated meters      

Integrated GPS units      

Security cameras      

WAT hoist      

The financial and compliance burden placed on the taxi industry by this requirement for additional equipment 

is substantial and directly contributes to the cost effectiveness of taxi operations in the State. However, it is 

acknowledged that much of this equipment is designed to ensure that passengers and the community are 

safe, secure and protected.  

Additionally, there is a genuine argument for some equipment, that the investment required actually provides 

a commercial return. The Queensland Taxi Industry and the booking culture of the Queensland community 

would not exist as it does today for example, without base-linked, in-car dispatch equipment being 

incorporated into vehicles. Similarly, security cameras not only provide benefits in terms of passenger safety 

but also driver safety and help to reduce instances of non-payment by passengers. 

The Government, when imposing regulations requiring new equipment to be incorporated into taxi vehicles, 

should seek to minimise the regulatory burden on the Industry in line with the Regulatory Burden Measure 

framework of the Australian Department of Prime Minister and Cabinet23. Where it can be demonstrated by 

evidence and analysis that the proposed technological or equipment change would benefit the industry 

commercially then it is appropriate for the industry to contribute to the cost of delivering this change. 

However, where the change is being implemented for wider policy reasons, compensation should be 

provided to offset the increased compliance burden associated with the new equipment requirement. 

Further, consideration should always be given to which stakeholders in the taxi industry should have 

responsibility for this compliance. Historically, regulatory burdens and responsibilities have been placed on 

parts of the industry where they lacked the ability to properly enforce and monitor ongoing compliance. An 

example of where this was rectified in the Regulations was the December 2013 amendment to the Transport 

Operations (Passenger Transport) Regulations 2005, which saw a number of responsibilities for security 

camera installation and maintenance shift from licence holders to operators24. 

 

                                                      
 
 
 
 
 
22 City of San Francisco (2016) San Francisco Code accessed at http://transportation.sanfranciscocode.org/1100/1113/ 
23 DPMC (2016) Regulatory Burden Measure accessed at https://www.dpmc.gov.au/office-best-practice-
regulation/publication/regulatory-burden-measure 
24 DTMR (2016) Taxi Security Cameras accessed at http://www.tmr.qld.gov.au/business-industry/Taxi-and-limousine/Taxi-security-
cameras.aspx 
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Figure 17 Changes in December 2013 Amendment to the Transport Operations (Passenger Transport) 
Regulations 2005 

December 2005 to December 2013 After December 2013 

Drivers must not drive the vehicle while it is available for hire 
if the camera system is not fully operational (as indicated by 
the visual indicator). 

In addition to the previous requirement, drivers must make sure that the 
view from the camera system lenses are not obstructed or obscured 
and, if applicable, the recording of audible sound is not obscured. 

Licence holders in mandatory areas, must ensure that a 
taxi operated under the licence is fitted with a camera 
system. 

Operators are now responsible for this. 

Licence holders must make sure that: 
- the camera system is fully operational when they make 
it available to the operator 
and 
- the taxi has an approved sign at each relevant place in 
the taxi. 

These requirements have been removed from licence holders. 

Licence holders or operators can give the department notice 
if the camera system is not fully operational. 

Only operators can give notice if the camera system is not fully 
operational. Operators are also responsible for giving notice if the 
camera system is not properly fitted. 

Operators must ensure that when they make the taxi 
available to a driver the camera system is fully operational. 

In addition to the previous requirement, operators must also make sure 
that:  
- the camera system is properly fitted (this means fitted and aligned in 
accordance with the approved specifications 
- the view from the camera system’s lenses are not obstructed or 
obscured; and  
- the recording of audible sound is not obscured, if applicable 

Operators are responsible for ensuring that downloaded 
recordings are kept for not less than 30 days, but not more 
than 35 days, after the day the recording was downloaded. 

The timeframe that operators must do this has changed. Downloaded 
recordings are to be kept for not less than 60 days but not more than 90 
days. 

Finally, focus should be given to minimising the impact on individual taxi operations and the efficiency of the 

broader fleet from equipment and maintenance compliance and data extraction processes. Innovation is 

required in the way “big data” collected by security and safety equipment in taxis is extracted. This may 

include the use of WI-FI and cloud-based download technologies. 

Vehicle Fuel Types 

The Queensland Taxi Industry has one of the Greenest taxi fleets in the world. As at 2015, 72% of the fleet 

were hybrids saving over 50,000 tonnes of CO2 Emissions a year25. Assuming a conservative $20 per tonne 

value, this equates to an annual saving to the community and the economy of $1 million per year.  

                                                      
 
 
 
 
 
25 TCQ (2016) Queensland Taxi Industry Overview accessed at 
http://www.tcq.org.au/uploads/3/0/6/0/30604245/qld_taxi_industry_updated_09102015_2.pdf 
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Figure 18 Taxi Vehicles, by Fuel/Engine Type, Queensland and Select States, 2015 

A further 17% of vehicles were converted to LPG26. LPG fuel provides both environmental and fuel 

efficiency/cost benefits to the taxi fleet27. LPG burns cleaner than petrol and therefore emissions of 

particulates is low. LPG is also non-toxic, non-corrosive and free of tetra-ethyl lead and additives. LPG has 

historically costs between 50-60% that of petrol or diesel while fuel economy is about 20-25% lower. This 

results in an overall net positive benefit to the vehicle owners from using LPG over traditional petrol engines.  

In other State’s LPG vehicles figure more prominently that in Queensland, where the majority have hybrid 

engines. In the short-term RPS considers the current share of taxis as hybrids to be approaching saturation 

in Queensland due the high proportion of WATs and maxi-taxis which are generally not available as hybrids. 

Vehicle Utilisation 

Queensland taxi vehicles are some of the most efficient in the world in part because of their high utilisation 

rates. In 2015, the Queensland Taxi Industry completed more metered jobs per taxi than any other State in 

Australia, with an average of 14,600 jobs per year. This was 40% above the national average, ahead of 

NSW (13,200) and more than double that of Victoria (6,100)28.  

                                                      
 
 
 
 
 
26 ATIA (2016) Taxi Statistics, accessed at http://www.atia.com.au/taxi-statistics/ 
27 Sustainable Business Toolkit (2015) Benefits of LPG vs Petrol Vehicles accessed at http://www.sustainablebusinesstoolkit.com/lpg-
vs-petrol-vehicles/ 
28 ATIA (2016) Taxi Statistics, accessed at http://www.atia.com.au/taxi-statistics/ 
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Figure 19 Metered Jobs per Taxi, Queensland and Select States, 2015 

Queensland also performs well under other measures of vehicle utilisation. The average number of 

passengers per metered job in 2015 was 2.2, the highest in Australia. Similarly, the average number of 

kilometres travelled by a Queensland taxi while carrying passengers was also the highest at 167,50029. 

 

Figure 20 Average KMs per Taxi and Average Number of Passengers per Jobs, Queensland and Select States, 
2015 

However, this comparatively high level of utilisation does not mean that Queensland taxis are carrying 

passengers 100% of the time, let alone on the road for all shifts.  

                                                      
 
 
 
 
 
29 NT taxis were higher in 2015 at 270,000km but this reflects geographical reasons, rather than underlying vehicle utilisation and 
efficiency. NT taxis only perform 6,100 metered jobs on average in 2015. 
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Firstly, the requirements to for Queensland TBCs to meet MSLs and USOs means that Queensland taxis 

spend a large proportion of their time idle. Data from TBCs, provided to RPS for analysis, showed that the 

amount of time taxis spent idle when on the road varied between 40-50%30. This means that up to half the 

time a Queensland taxi vehicle is on the road it is not carrying passengers and is idle. It is difficult to argue in 

light of this fact that there is either a shortage of supply or pent up demand in the delivery of taxi services for 

the Queensland community. 

Secondly, there is often a significant difference between the theoretical capacity of a taxi and its actual 

practical service capacity. This reflects the fact vehicles are often “off the road” due to:  

 mechanical repair 

 download of data  

 regulatory compliance 

 drivers choosing not to work 

 a lack of available drivers 

In 2015, major metropolitan TBCs recorded taxi utilisation rates of 75-90%, meaning on average, up to as 

much as a quarter of the fleet was off-the-road at any one point in time. Despite this, the Queensland Taxi 

Industry consistently meets its MSLs and USOs and provides a high level of satisfaction for Queensland 

commuters. 

Vehicle Types 

Conventional taxis continue to account for the vast majority of taxi services in Queensland. However, the 

Queensland taxi industry has a long history of responding to changing needs with new innovations in taxi 

services. 

Premium taxi services were introduced in Queensland in 1990 – the first time premium taxi services were 

introduced anywhere in the world. Premium taxis are differentiated from conventional by the use of higher 

quality and luxury vehicles and drivers commonly have different uniforms. Premium taxis operate as 

conventional taxis unless booked specifically as a premium taxi. This has the effect of increasing the average 

quality of the conventional taxi fleet.  

The fare structure of premium taxi services is the same as that of conventional taxis with the exception of an 

$11 fee. This approach ensures the simplicity of the fare structure is maintained while allowing for the 

differentiation in quality of vehicle and service to be appropriately costed and compensated. 

Similarly, Queensland is a leading jurisdiction in the supply of group booking and maxi-taxi services. 

Queensland’s above average occupancy per taxi job is in part a reflection of the role of maxi-taxis in the 

State. Maxi-taxis are also one of the most efficient forms of public transport in Queensland, combining the 

route efficiency of a taxi with a mass passenger capacity of a bus. The success of maxi-taxis in the State has 

also helped to commercialised WAT vehicles in Queensland. When not providing services to wheelchair and 

disabled passengers, WATs operate as both conventional taxis and maxi taxis. This has enabled the 

Queensland Government to sell WAT licences to the Queensland public – the only jurisdiction in the world. 

                                                      
 
 
 
 
 
30 TCQ (2016) Unpublished Data from Taxi Booking Companies 
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Summary of Findings 

The Queensland taxi fleet is the youngest, most well-equipped, most technologically advanced, most efficient 

and highest utilised fleet in the world. Queensland taxi vehicles are subject to some of the strictest age limits, 

which is supported by success of the Queensland Taxi Industry in building and delivering profitable business 

models for services such as WATs. The fleet has high proportions of hybrid vehicles, as well as the most 

comprehensive set of compulsory safety and security technology of any major taxi jurisdiction. Finally, 

Queensland performs well against its national peers in terms of vehicle utilisation, though high idle times and 

variability in the share of the fleet off-the-road at any one time suggest the lack of pent up demand in the 

Queensland community and sufficient capacity to meet growth in demand for services in the short-to-medium 

term. 
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4.0 Licences 

Since their introduction by King James in the UK in 1635, taxi services 

have been regulated by Government’s across the world. And the principal 

regulation implemented in most jurisdiction is the taxi licence.  

A licence is a permit from the Government or another authority to own, 

provide or use something. While western democracies are, for the most 

part, characterised by high degrees of personal freedom, this freedom is 

not absolute. In particular, society must continually seek to resolve when 

the freedoms and rights of different individuals come into conflict. As such, 

Government, as the institution of the will of the community, regulates 

actions and behaviours of individuals through the provision of licences, in 

order to ensure an appropriate balance is struck between freedom and 

community responsibility. 

 

Similarly, some individuals or organisations are placed in positions of trust or provide goods and services 

that are essential to the effective functioning of the community and economy. In these circumstances, 

Government’s regularly issue licences, linked to appropriate standards of output or behaviour. This approach 

helps to mitigate some of the risk to the community as a whole of negligent or nefarious behaviour by parties 

in positions of trust. 

Finally, many markets in Western Economies do not function optimally when left unregulated. Imperfect 

information, rent seeking and profit maximising behaviour, power imbalances between good and service 

providers and customers, can result in sub-optimal and even negative outcomes for the community. This is 

particularly the case for market-based goods and services that are also essential for the community and 

economy.  

In each of these cases, licencing plays a role in legitimising, controlling, monitoring and improving the 

delivery of goods and services to the community and providing certainty and addressing the risks to 

consumers from imperfect markets and inappropriate behaviour by parties in positions of trust. 

This section examines the number, composition and distribution of taxi licences in the State, different types 

of taxi licences that are available in Queensland and around Australia and the role of taxi licences in driving 

high consumer and community outcomes. 

4.1 Defining TSL  

The provision of a taxi service in Queensland is contingent on service provider having a licence issued by the 

Government. To operate a taxi service without a licence is a breach of section 70 of the Act 

According to section 69 of the Transport Operations (Passenger Transport) Act 1994, a TSL is defined as: 

"a licence issued by the chief executive under which the holder is required to provide a taxi service in an 

area in a way that meets or exceeds specified performance levels. 

Of particular interest in this definition is the use of the word “require” which highlights the fact that 

the licence holder does not simply gain rights and privileges under the licence but also obligations. 

These obligations entail the delivery of taxi services at a high standard. 
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4.2 Taxi Licence Numbers 

In 2015, there were 3,261 taxi licences in Queensland. This level has remained broadly consistent 2008, 

before which the Queensland Government issued 164 new licences in two years31.  

The principal explanations for the limited release of licences in recent years was a combination of 

deteriorating and soft economic conditions during the post-GFC environment and the result of 

demand-side modelling by the Government, which indicated sufficient capacity in the existing fleet to 

meet current and future demand32. 

 

Figure 21 Taxi Licences in Queensland, 2006 to 2015 

The number of taxi licences in Queensland is lower on a per capita basis than the Australian average and 

more specifically, NSW and Victoria. In 2015, Queensland had 68.3 taxi licences for every 100,000 

residents. This is less than the Australian average of 89.7 licences per 100,000 and below the NSW (96.4) 

and Victorian (97.3)33 

                                                      
 
 
 
 
 
31 ATIA (2016) Taxi Statistics, accessed at http://www.atia.com.au/taxi-statistics/ 
32 SAHAA 
33 ATIA (2016) Taxi Statistics, accessed at http://www.atia.com.au/taxi-statistics/ and ABS (2015) Estimated Residential Population, Cat 
No. 3218.0, Australian Bureau of Statistics, Canberra 
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Figure 22 Taxi Licences per 100,000 Residents, Queensland and Select States, 2015 

A number of factors influence this difference in taxi licence ratios between Queensland and other Australian 

jurisdictions: 

 Queensland has a regionally decentralised population with more people living outside of Greater 

Brisbane than inside the capital – a unique characteristic in the State34. Taxi licence numbers have 

therefore been heavily influenced by the viability of providing taxi services in a large number of small 

communities across the State and the comparatively smaller size of major metropolitan markets. When 

the rate of taxi licence supply in the Brisbane Service Area is examined, the rate is much closer to that of 

NSW and Victoria which have much more urban and higher concentrated populations. 

 Queensland regulations have historically emphasised fleet availability and service accessibility as 

a priority. The central importance of taxis as the major form of public transport in Queensland is relatively 

unique to the State and formed the basis for the establishment of Service Contracts and associated 

USOs and MSLs.  

 The current regulations establish that the Minister must provide “justification” for increasing licence 

numbers, with section 36 (2) establishing the criteria that must be met or substantially met. This 

requirement lead to the establishment of a demand-side taxi licence model. 

 Queensland has a perpetual licence structure. In contrast, NSW and Victoria both have a combination 

of perpetual and annual licences, which inflates and distort the numbers of licences in those States (and 

nationally given the size of those States). Further, the majority of licences in NSW and Victoria are 

actually owned by the State and are leased out to operators. 

 Queensland learnt from the mistakes of overseas jurisdictions of the negative community impacts of 

an oversupply of taxis, particularly in terms of congestion and regulatory costs to Government and the 

community. 

                                                      
 
 
 
 
 
34 ABS (2015) Estimated Residential Population, Cat No 3218.0, Australian Bureau of Statistics, Canberra 

0

20

40

60

80

100

120

Qld Brisbane Service
Area

NSW VIC AUST

Li
ce

n
ce

s 
p

e
r 

1
0

0
,0

0
0

 P
o

p
u

la
ti

o
n

 



The Supply of Taxi Services in Queensland 
TCQ - Technical Research Report 

 

 

 

 
129653-1; FINAL Page 30 

Ultimately, the Queensland Taxi Industry has a smaller number of taxi licences that operate within a 

structured and regulated environment resulting in higher rates of productivity, efficiencies while achieving 

greater levels of customer satisfaction that in other States. 

Licences by Location 

The majority of taxi licences in the State are located in South East Queensland. In Brisbane, 1,867 licences 

or 57% of the fleet are affiliated with either Black and White or Yellow Cabs. Additional taxi licences in SEQ 

currently operate in: 

 Gold Coast – 367 

 Ipswich – 68 

 Redcliffe – 37 

 Sunshine Coast - 11035 

All taxis in South East Queensland are within Service Contract Areas. 

Regional Queensland is serviced by 1,393 taxi licences. These licences are distributed across regional 

Queensland, operating in both major population centres (covered by Service Contracts) and small towns and 

communities, which are for the most part are outside of Service Areas and operate as Exempted taxi 

licences. 

Major regional centres with taxi licences include: 

 Cairns - 137 

 Gladstone – 28 

 Mackay – 73 

 Rockhampton – 67 

 Toowoomba – 86 

 Townsville – 13536 

Cairns and Townsville are the only locations outside of South East Queensland with more than 100 licences, 

while only five centres have more than 50 licences.  

This decentralised distribution of taxi licences is further reinforced when licence numbers non-Service 

Contract Area locations are considered. Most towns and communities in regional Queensland have less than 

5 taxis, servicing populations up to 10,000 people. Exceptions include:  

 Dalby – 8 

 Yeppoon – 10 

 Thursday Island – 15 

                                                      
 
 
 
 
 
35 TCQ (2016) Queensland Taxi Numbers and Locations, accessed at 
http://www.tcq.org.au/uploads/3/0/6/0/30604245/queensland_taxi_statistics_2015.pdf 
36 TCQ (2016) Queensland Taxi Numbers and Locations, accessed at 
http://www.tcq.org.au/uploads/3/0/6/0/30604245/queensland_taxi_statistics_2015.pdf 
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WAT Licences 

The distribution of WAT licences broadly aligns with that of traditional licences, though they have greater 

representation in regional centres than in South East Queensland.  

 

Figure 23 WAT share of Queensland Taxi Licences, August 201537 

In 2015, there were 310 WATs in Brisbane and a further 142 in other locations in South East Queensland. 

WATs account for 18.1% of the total taxi fleet in SEQ. In contrast, regional Queensland is serviced by 191 

WATs, which account for 23.5% of the regional fleet. 

This outcome reflects the active policy of TMR to maximise the number of WATs in regional Queensland to 

addressed perceived and actual concerns regarding taxi service accessibility by people with disabilities. 

However, the small size of many markets, and increased unregulated competition from community transport 

services provided by care organisations mean that WAT taxis often provide very few WAT-related services. 

Industry stakeholder consultation confirmed that some WATs do as few as one (1) trip per year, yet incur 

vehicle purchase and fitout costs that far exceed that of other taxis. 

Consideration should therefore be given by Government to subsidising or in some way co-funding the 

delivery of WAT services in regional Queensland so as to share of cost burden with the licence holder and 

operator in the delivery of an essential public transport service in the regions. 

Peak Demand Taxi Permits 

There are two primary types of licences in Queensland: 

 Conventional licences – issued by the Government pursuant to section 72 of the Act for a five yearly 

renewable or non-renewable period38 based on conditions established by the Government39 

                                                      
 
 
 
 
 
37 TCQ (2016) Queensland Taxi Numbers and Locations, accessed at 
http://www.tcq.org.au/uploads/3/0/6/0/30604245/queensland_taxi_statistics_2015.pdf 
38 Transport Operations (Passenger Transport) Act section 73 
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 Peak Demand taxi permits – section 80A of the Act defines a peak demand taxi is a vehicle, that is not a 

traditional licenced taxi, that can provide taxi services during periods peak patronage and demand. 

The existence of peak demand taxi permits in the licence structure of the Queensland Taxi Industry reflect an 

attempt by the regulators to provide the Industry with the flexibility needed to respond to volatility in demand 

from the community without “gold plating” supply.  

In other words, peak demand taxi permits represent a form of demand volatility management that 

complements the stock of traditional taxi licences. This model allows Operators and TBCs to respond to 

periods of high demand from the community by providing extra taxi capacity, without causing structural 

issues in the sustainability and viability of traditional licences. The need to meet MSLs, including for peak 

times, under the Service Contract provides an incentive for Operators and TBCs to secure peak demand 

management capacity in their respective fleets40. 

Through this model, the regulatory framework has successfully managed to address the issue facing all 

public utility infrastructure (of which taxis are a decentralised form of transport infrastructure) which is how to 

balance the need to meet average daily demand for taxi services, with the need to meet peak demand. 

However, it is acknowledged the peak demand taxis must comply with all the regulations for traditional taxis 

licences. The Act applies regulations and conditions on Peak Demand Taxi Permit holders that are, for the 

most part, equivalent to the responsibilities and investments required in a traditional licenced taxi41. This 

includes incurring costs associated with fitout and equipment. 

This raises serious questions regarding the viability of peak demand taxi permits as a commercial 

proposition. The combination of a full-cost structure with significant constraints on the times during which a 

peak demand taxi can operate, means that peak demand taxis are more susceptible to deteriorating 

commercial sustainability in response to increased costs. 

Consideration should be given to ways in which peak demand taxi permits could be improved as a way of 

managing demand volatility by the Queensland taxi fleet. Potential considerations may include: 

 The use of differentiated, potentially temporary, livery to make the customer aware that the taxi they are 

using is a peak demand taxi. 

 Changes in the fare structure to provide an additional fixed or variable fare component for peak demand 

taxis, to enhance their viability and respond to consumer willingness to pay more during peak times. 

Summary of Findings 

The number of taxi licences in Queensland appear low compared to other States. However, this is principally 

a reflection of the decentralised nature of the State’s population. When Brisbane alone is considered, taxi 

licence numbers are broadly comparable with national averages, on a per capita basis. It also reflects the 

historical focus and emphasis by the Queensland regulatory framework on maximising the efficiencies of the 

Queensland taxi fleet so as to ensure USOs and MSLs are achieved and accessible taxi services are 

available to all Queenslanders. 

                                                                                                                                                                                
 
 
 
 
 
39 Transport Operations (Passenger Transport) Act section 74 
40  
41 Transport Operations (Passenger Transport) Act section 80G 
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WAT taxi licence numbers are some of the highest in the world and are in fact higher in regional Queensland 

than they are in metropolitan and urban areas. This reflects a bias towards the release of WAT licences in 

Queensland in previous years and the desire to ensure regional Queenslanders with a disability have access 

to adequate and appropriate taxi services. However, consultation with industry indicated that many WATs in 

regional areas do as little as one (1) wheelchair related trip a year and yet incur additional costs in terms of 

vehicle purchase and fitout in order to meet Government’s social policy objectives. 

Similarly, the Queensland regulatory framework provides for the existence of peak demand taxi permits, in 

addition to traditional licences. This one-year permit is an effective tool for management of volatility in 

demand, without creating a structural glut of taxi capacity within Queensland and undermining the long-term 

sustainability of taxi services in the State. However, the capital cost impost of owning a peak demand taxi is 

comparable to a licenced taxi, despite significantly lower utilisation rates. This means that the commercial 

viability of peak demand taxis is likely more susceptible to increased costs (including from new regulatory 

burdens) and therefore consideration must be given to improving the long-term viability of peak demand taxi 

services to ensure this service remains a part of the overall taxi fleet. 
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Operators and TBCs 

A defining feature of modern taxi services 

is the presence or Operators and TBCs in 

the broader structure of the Queensland 

Taxi Industry. While taxis originally were all 

independent, the emergence of 

technologies and service requirements and 

standards placed on taxi drivers and 

licence holders by Government meant that 

greater focus on fleet utilisation and 

management was required. 

This lead to the emergence of both 

Operators – responsible for owning taxi 

vehicles, complying with vehicle and 

service regulation, maintaining vehicles at 

the necessary quality and standard and bailing out vehicles to drivers – and TBCs – responsible for the 

receipt and dispatch of taxi jobs booked by customers. 

While most jurisdictions have Operators within their industry structures, though the role, function and 

responsibilities of this stakeholder group can vary dramatically. In contrast, very few jurisdictions have TBCs 

similar to the Queensland context.  

This section examines the unique role that Operators and TBCs play in the Queensland Taxi Industry and 

the advantages to the community and Government of the current regulatory framework, specifically Service 

Contracts. 

Operators  

Role of Operator  

Operators exist because of the separation in modern taxi regulations between licence owner and vehicle 

owner. Licence owners have the right in Queensland to provide a taxi service but require a compliant vehicle 

in order to deliver the taxi services to the community. This structural separation between licence owners and 

operators however does not preclude an individual fulfilling both roles in the delivery of taxi services. In fact, 

a range of owner-driver-operator combinations exist in Queensland. These include: 

 Owner-Driver-Operator – This option suits an owner who wish to be in complete control of their taxi 

operation and would include driving full-time or part-time in addition to business management. 

 Owner-Operator – The Owner-Operator option is the same as above without the owner themselves 

driving the vehicle. The Owner-Operator finds drivers to hire the taxi under a Bailee/Bailor arrangement 

for a negotiated share of the shift takings, typically 50%; with the Owner-Operator bearing all costs. 

 Leasing – Leasing a taxi licence is a passive investment. The licence owner leases their licence to a TBC 

or Operator who provides the vehicle. Under this arrangement, the owner has no involvement in the 

running of the business. 
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 Management – This alternative is for the owner for the TSL to provide the taxi vehicle as well, and have 

an Operator manage the vehicle and licence (including dealing with drivers and arranging vehicle 

maintenance). Instead of a passive investment, the licence now becomes a taxi business – an active 

asset.42. 

This combination of potential licence owner-operator models has been instrumental in maximising the 

investment of private capital into the Queensland Taxi Industry by providing a cascading series of investment 

management options that meet different risk profiles and preferred level of management and service delivery 

involvement of investors. This has ensured that the taxi services, one of Queensland’s highest patronage 

public transport mode, continues to be delivered to the community at no cost to the taxpayer. 

The ability for individuals in Queensland to acquire a licence as a passive investment has seen the rise of 

passive ownership. This in turn as has seen the importance of Operators grow. Similarly, the focus of both 

Government transport policy and taxi industry regulation on fleet efficiency, accessibility and availability has 

meant the current regulatory framework places a significant degree of reliance and burden on Operators to 

ensure vehicle (in terms of equipment and ongoing maintenance), business sustainability and service 

delivery standards are met and exceeded. 

Corporate Operators are also increasingly common in Queensland, due to the efficiencies that can be gained 

from the operation and management of a fleet of vehicles assisting to offset very high regulatory cost 

burdens and comparatively small margins. 

Operator Accreditation 

As a result of this reliance on Operators in ensuring the quality of taxi vehicles are maintained at globally 

high standards, Operators in Queensland are accredited. Both the Act (Chapter 3) and Regulations (Division 

2) deal with the requirements and process for attaining accreditation. 

The Act establishes in section 12 that the purpose of operator accreditation is to:  

11) …encourage the high quality operation of public passenger services by: 

a) raising the standard and awareness of operators in the areas of safety, service delivery and 

business acumen; and 

b) ensuring public passenger service operators are held accountable for complying with the 

standards. 

This highlights the multi-faceted nature of operator responsibilities under the regulatory framework and the 

compliance requirement created by the Act. Section 14 establishes the operator accreditation standards that 

the operator must meet in order to receive and maintain their qualifications. These standards include: 

(a) the applicant’s capacity to ensure the appropriate operation and maintenance of public passenger 

vehicles; and 

(b) the applicant’s ability to provide a quality public passenger service; and 

                                                      
 
 
 
 
 
42 Black and White Cabs (2016) Buying a Licence accessed at http://blackandwhitecabs.com.au/brisbane/buying-a-licence 
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(c) an operator’s responsibility to comply with vehicle design, safety and operational requirements; and 

(d) the applicant’s business management skills, including, expertise in timetabling, route planning, 

marketing, customer services and financial management; and 

(e) the operator’s responsibility to comply with or ensure that a driver complies with an Act, or a 

provision of an Act, that would promote safety or customer service; and  

(f) other matters prescribed by regulation. 

Broadly, the standards in the Act are clear and concise and sufficiently flexible given the inclusion of sub 

section (f). However, an area of potential confusion relates to the apparent shared responsibility between 

Operators and TBCs in the management of drivers.  

This is a potential issue for drivers who may be unaware of the party to which they are accountable under the 

current Queensland industry structure. As both Operators and TBCs are reliant on drivers for the delivery of 

taxi services for which both stakeholder groups are accountable under the regulations, this has the potential 

to result in conflicting objectives with regard to driver management. 

There is an opportunity for greater understanding and communication of the responsibilities of 

drivers to Operators and TBCs and the role of these stakeholders in facilitating and supporting 

drivers providing quality and accessible taxi services for the community. 

TBCs 

What are TBCs? 

TBCs are an integral part of Queensland Taxi Industry. Their establishment as a regulated part of the 

Queensland Taxi Industry in the Act and the MSL and USO responsibilities under the Service Contracts have 

been instrumental in establishing Queensland as the premier booked taxi market in the world. 

However, during our recent study tour of international taxi jurisdictions, there is significant variation in 

understanding of what constitutes a TBC (or equivalent centralised dispatch), what its role and function was 

in the industry and its relationship with other taxi stakeholders. 

Many taxi jurisdictions around the world claim to have TBCs in their industry structure. However, 

what is a “TBC” in most jurisdictions bears closer resemblance to Operators in Queensland.  

In Singapore, the dispatching of booked jobs is a requirement of Operators, but is a secondary responsibility 

after the bailment of vehicles. This is reflected in the performance measures of Singapore taxi companies, 

captured by the Land Transportation Authority (“LTA”), which focus on vehicles reaching a minimum daily 

mileage, rather than on the timeliness of services to customers43.  

Singapore also legalised the use of third-party dispatch apps in the taxi market, providing an online platform 

for customers to booked taxi services44. These apps generally operate separate to and in competition with 

                                                      
 
 
 
 
 
43 Land Transport Authority (Singapore 2016) http://www.lta.gov.sg/content/dam/ltaweb/corp/PublicTransport/files/TA_Results.pdf 
44 Channel News Asia (22 August 2015), Laws passed to regulate third-party taxi booking apps accessed at 
http://www.channelnewsasia.com/news/singapore/laws-passed-to-regulate/1840050.html 
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taxi operators and are simply a booking clearinghouse and payment platform. The apps lack the capacity to 

provide fleet distribution, management and efficiency support for the industry or Government. 

Another example of a potential “TBC” was the establishment of Transportation Network Companies (“TNCs”) 

in California. Originally established by the California Public Utilities Commission (“CPUC”), TNCs are 

permitted in the State to:  

“provide prearranged transportation services for compensation using an online-enabled application or 

platform (such as smart phone apps) to connect passengers with drivers using their personal vehicles.45” 

Consultation by RPS with the CPUC confirmed their belief that the establishment of a TNCs was a 

genuine global innovation. However, in the Queensland context, TNC’s simply provide the services 

of TBCs, albeit with a far narrower range of booking and communication channels and the use of 

private instead of commercial vehicles.  

TNCs lack the capacity or the requirement to ensure universal accessibility. The establishment of TNCs in 

California instead represented an attempt to create a segmented market – between taxi rank-and-hail and 

pre-arranged point-to-point transport services – analogous with the existing structure of London and New 

York markets. 

In New South Wales, the recent reforms have fundamentally changed the role and function of TBCs in that 

State. While the previous regulations required the taxi industry to provide some universal services (though 

the regulatory framework lacked enforcement capabilities due to a lack of comparable service contracts) the 

legalisation of “ride sharing” in that State was coupled with a wholesale removal of the universal service 

obligations, responsibilities and requirements of Government on the taxi industry.  

This included removal of: 

 the obligation on taxi drivers to accept all hirings when offered 

 the obligation on booking services for taxis to provide coverage throughout the licensed area 24 hours a 

day, 7 days a week 

 the obligation on booking services for taxis to ensure that 10 per cent of taxis in their taxi fleet be required 

to carry a child restraint46. 

Queensland TBCs 

In 2015, there were 60 TBCs in Queensland. A TBC is required for every town or community with more than 

10,000 people. Of these TBCs, 23 operate within Service Areas defined by the TMR47 and are parties to 

Service Contracts with the State Government. These Service Contracts establish the MSLs.  

Queensland TBCs have no direct comparison in Australia or around the world. No other jurisdiction has a 

taxi industry in which TBCs are: 

 parties to service contracts with Government48 

                                                      
 
 
 
 
 
45 California Public Utilities Commission (2016) Transportation Licencing accessed at http://www.cpuc.ca.gov/transportationlicensing/ 
46 NSW Department of Transport (2015) Point-to-Point Transport Taskforce – Report to Minister accessed at 
http://www.transport.nsw.gov.au/sites/default/files/b2b/publications/point-to-point-transport-taskforce-report-to-minister.pdf 
47 Department of Transport and Main Roads (2016) Taxi Fares, Service Areas and Maps accessed at http://www.tmr.qld.gov.au/Travel-
and-transport/Taxis/Taxi-fares-service-areas-and-maps 
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 required contractually to meet MSLs set by the Government49 

 required by the regulatory framework to ensure universal availability of taxi services within the service 

area, 24/750 

 responsible for driver training and performance management51 

 required to maximise the efficiency and accessibility of the taxi fleet in the service area 

 responsible for the management and resolution of customer complaints 

Ultimately, RPS defines Queensland TBCs as: 

“contracted providers of centralised taxi booking and dispatch services, responsible for maximising 

the accessibility, availability, safety, quality and transparency of taxi services for all members of the 

community in the service area.” 

This definition is more closely aligned with the characteristics of other contracted public transport providers in 

the State and around the country. For example, the TMR currently administers transport-related service 

contracts that include relevant MSLs52. This contractual approach reflects the fact that the Queensland Taxi 

Industry, more so than any other taxi industry in the world, is a core provider of essential and flexible public 

transport services.  

Therefore, the core role of TBCs in Queensland is to maximise the efficiency, availability and 

accessibility of the Queensland taxi fleet to ensure the benefits of this flexible public transport 

network are realised by all Queenslanders. 

Lack of Understanding about TBCs 

Despite this importance, there continues to be a lack of understanding in the community of the role and 

function of TBCs in the State, or the overall structure of the industry. The results of the recent survey about 

the State’s taxi industry by UMR, found that 41% of Queenslanders aged 18+ believed TBCs owned the taxis 

that they dispatched, while a further 28% were unsure.  

Only 31% or less than one in three Queenslanders were aware that TBCs received bookings and dispatched 

taxis owned by others53.  

This lack of understanding of the current regulatory structure of the Queensland Taxi Industry and the role 

played by TBCs potentially reflects a number of factors: 

 consumers associate company branding with ownership and do not understand the concept of affiliation 

 TBCs are one of the main points of interface with the customer 

 Service Contracts have made TBCs responsible for the customer experience including the receipt, 

management and resolution of complaints 

                                                                                                                                                                                
 
 
 
 
 
48 Chapter 6 of the Transport Operations (Passenger Transport) Act 1994 
49 Section 40 of the Transport Operations (Passenger Transport) Act 1994 
50 Section 41 of the Transport Operations (Passenger Transport) Act 1994 
51 Section 20C of the Transport Operations (Passenger Transport) Regulations 2005 
52 Department of Transport and Main Roads (2016) Transport Service Contracts accessed at http://www.tmr.qld.gov.au/business-
industry/Transport-sectors/Rail-services-and-infrastructure/Transport-Service-Contracts.aspx 
53 UMR (2016), TCQ - Issues affecting the taxi industry, UMR Strategic Research, Sydney 
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 TBCs market and advertise taxi services, on behalf of Operators, Licence Holders and Drivers, has 

reinforced this sense of “ownership”; similar to a franchise model with the major difference being that the 

services provided are essential rather than retail 

  “TBCs” in many other jurisdictions do in fact own their taxi fleet, as they are effectively Operators in the 

Queensland context with secondary booking and dispatch functions 

 

Figure 24 Figure 25Response of Queenslanders to Survey Question on the Role that TBCs 

Summary of Findings 

Operators and TBCs are essential components of the Queensland Taxi Industry, although their roles and 

responsibilities and therefore contributions to the industry and the wider community differ. Taxi Operators are 

critical in maximising the availability of taxis to Queenslanders, by matching licenced vehicles with drivers 

and by ensuring ongoing compliance and maintenance of those vehicles. 

In contrast, TBCs in Queensland are the stakeholder ultimately responsible to the community for the taxi 

service provided. While delivered by the driver, the existence of a service contract between the Government 

and the TBC vests responsibility for the customer experience, their safety and security, with the TBC. This 

responsibility makes Queensland TBCs unique compared to their international counterparts and instead are 

more akin to contracted providers of public transport services in Queensland and in other State in Australia. 

TBCs own taxis
41%

TBCs receive 
bookings and 
dispatch taxis 

owned by others
31%

Unsure
28%
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Regulating Supply 

The current regulatory framework governing the Queensland Taxi Industry is world class. The establishment 

in 1994, and subsequent refinement of, a co-regulatory model, incorporating legislative regulatory and 

contractual elements, is unique and provides the Queensland Taxi Industry, the State Government and the 

wider community with a range of advantages and opportunities not available to other jurisdictions. This 

includes increasing the alignment of taxi services with other public transport services, helping to realise the 

Government’s vision of:  

“A single integrated, safe, reliable and efficient transport system that is accessible to all54.” 

This section examines and analyses the current regulatory framework in Queensland as it relates to the 

supply and quality of taxi services in the State. It includes a discussion on the rationale and objectives of the 

regulations, the importance of market entry restrictions and the experiences of international jurisdictions 

where supply de-regulation has occurred. 

4.1 Protecting the Consumer, Not the Industry 

A prima facie examination of the Act and Regulations may lead to the reader classifying the current 

regulatory framework as “industry protection”. In particular, regulations establishing market restrictions55 

provide the impression that the purpose of the Act and the regulation is to protect the industry from new 

market entrants and associated competition. This view has been reinforced by recent reviews of the Taxi 

Industry in Victoria and New South Wales, where issues of cartel behaviour, abuse of market power and 

protection from competitive forces were raised56. It is also a view that is enshrined in the Terms of Reference 

of the OPT Review, which classified the Queensland Taxi Industry as a “protected industry”57. 

However, this interpretation of the Act and Regulations in Queensland is incorrect and is at odds with the 

views of the majority of Queenslanders. The results of a recent survey conducted by UMR on the 

Queensland Taxi Industry found that 67% of Queenslanders were aware that the industry was regulated by 

the State Government and 72% Agreed or Strongly Agreed with the statement that Government Regulation 

of Taxis Benefits Consumers with only 11% disagreeing58. 

The Transport Operations (Passenger Transport) Act 1994 and associated Regulations and Service 

Contracts with TBCs establishes a regulatory framework solely focused on protecting consumers. 

                                                      
 
 
 
 
 
54 DTMR (2014) Transport and Main Roads Strategic Plan 2014–2018 Connecting Queensland – Delivering transport for prosperity, 
Department of Transport and Main Roads, Brisbane 
55 Chapter 5 of the Transport Operations (Passenger Transport) Act 1994 
56 For example, Victorian Taxi Commission (2016), Taxi Industry Inquiry accessed at http://taxi.vic.gov.au/taxi-reform/taxi-industry-
inquiry 
57 OPT Review (2015) OPT Review Task Force Terms of References, OPT Review, Brisbane 
58 UMR (2016), TCQ - Issues affecting the taxi industry, UMR Strategic Research, Sydney 
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Figure 26 Knowledge and Views of Queenslanders on Current Taxi Industry Regulations, February 2016 

This consumer and community protection-focus reflects the fact that taxis in Queensland are public transport. 

As a responsive, flexible, point-to-point form of public transport, the objectives of the regulations are to 

maximise the availability, accessibility, long-term sustainability and quality of taxi services. This has helped to 

establish a taxi-based public transport system that ensures all Queenslanders – regardless of location, time 

of day, disability, gender, ethnicity, age or travel distance – can secure a safe, high quality and reliable taxi 

service.  

4.2 Market Entry Restrictions 

The supply of taxi licences in Queensland, or the facilitation of a new entrant to any part of the Queensland 

Taxi Industry, is not capped by the Act or Regulations.  

Instead the Act, under section 36 (2), provides the Minister with discretionary authority to increase the supply 

of taxis or enter into a Service Contract with TBC entrants, in circumstances where they are convinced such 

an increase will:  

 improve the level and access of service 

 improve service innovation and  

 would better meet the Government’s social justice objectives at a lower cost59 

This requirement for justification to increase taxi service supply represents a broad net community 

and social benefit test, coupled with a financial cost impost test for Government. This approach is 

appropriate for managing the supply of providers of public transport services in the State.  

Focus in other State’s on issues such as increasing competition and empowering individual consumers is not 

relevant in a State where taxis perform a critical public transport function. Instead, the focus of Queensland’s 

                                                      
 
 
 
 
 
59 Section 36 (2) Transport Operations (Passenger Transport) Act 1994 
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regulatory framework must continue to be on maximising the benefit of taxi services to the entire community, 

ensuring that the universal accessibility of high quality taxi services to all Queenslanders is 

maintained over the long-term.   

Since 1994, Queensland regulation has put the customer unequivocally first.  

The removal of market entry restrictions represents a form of supply de-regulation. Such de-regulation has 

been undertaken in other jurisdictions in Australia and around the world over the past 20 years. In almost all 

instances, the principal rationales or justification of supply deregulation included: 

 Increased competition and choice – customers benefit from having greater choice of taxi service 

providers 

 Reduced cost – supply de-regulation is commonly coupled with fare de-regulation. Competition theory 

claims that increasing competition in the taxi industry, through removal of market entry restrictions places 

downward pressure on prices 

 Higher quality services – increased competition incentivises higher quality customer service 

 That supply controls are a blunt form of regulation and the focus should instead be on setting and 

enforcing quality standards 

However, the lessons from locations around the world that have undergone taxi supply de-regulations is that 

the end outcomes from such an approach are almost always negative and perverse. This reflects the fact 

that de-regulation is often premised on: 

 views and understandings of the taxi industry are theoretical, overly simplistic and lacking in context  

 customer needs and goals being homogenous and universal  

 taxi demand is entirely discretionary and therefore driven by market forces 

 that desired outcomes by individual customer and the whole community are not in conflict 

RPS has undertaken a comprehensive review of the experiences and lessons learnt from other jurisdictions 

who has de-regulated the supply of taxis or have introduced uncapped taxi-equivalent services into their 

markets. This has included analysis of the review of the impacts of supply de-regulation and competition by 

Professor Des Nichols of Australian National University in 201260 as well as desktop research and feedback 

from consultation with international taxi jurisdictions from our study tour. 

Examples of outcomes from supply de-regulation include: 

Jurisdiction Reforms/Outcomes Re-Regulated 

Netherlands 

Reforms 

 Phased supply de-regulation between 2000 and 2004. 

 Market entry restrictions removed 

 Fixed fares changed to maximum fares 

 Removal of Service Areas 

 Nationally consistent regulations 

 Promotion of self-regulation, particularly in terms of quality. 
 
Outcomes 

Yes. Partial in 
2004. More fully 
in 2012. 

                                                      
 
 
 
 
 
60 Nichols, D, (2012) Competition and Regulation Revisited – Current Trends in the Taxi Industry, ANU, Canberra 
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Jurisdiction Reforms/Outcomes Re-Regulated 

 Significant (25%) increase in taxi supply within the first 4 years. 

 No increase in demand or realisation of pent up demand 

 Difficulties in securing a taxi despite increased numbers, due to 
concentration of supply at key economic nodes (CBD/Airports) and at 
peak times. 

 Evaluation of the reforms in 2004 confirmed expected outcomes were 
not realised.  

 

Sweden 

Reforms 

 Removal of market restrictions and far regulations in 1990. 

 Licence areas consolidated. 

 Compulsory affiliation requirements removed. 

 Regulation undertaken due to perceived undersupply of services and 
lack of price competition. 

 Introduction of value added tax (GST) to taxi services 

 Limited quality standards 
 

Outcomes 

 Fares increased across all markets and locations across the country. 

 Supply concentration in cities and major urban areas at the expense of 
regional areas. 

 Service quality dropped significantly and resulted in significant 
community backlash against politicians and the Government. 

 Market failure in the service of a range of groups in the community 
resulted in requirement for central and local governments to pay for 
taxi services on behalf of the community. Within 10 years, 50% of all 
taxi trips were publicly funded and up to 90% in some regional areas. 

 

Yes. Stringent 
quality standards 
and geographic 
distribution 
restrictions. 
Licence supply 
caps current 
under 
investigation. 

Norway 

Reforms 

 Removal maximum fare regulations in 5 largest cities in 2000. 

 Maintenance of market entry restrictions. 

 Decentralisation of taxi regulation and enforcement to country 
governments. 

 County government given authority to set number of dispatch centres 
and require compulsory affiliation.  

 
Outcomes 

 General increase in fares, particularly at night and on the weekends. 

 Reduction in demand in response to higher fares. 
 

No 

New Zealand 

Reforms 

 Removal of market entry restrictions in 1989. 

 Maintenance of quality regulations 
 
Outcomes 

 100% increase in taxi supply within 16 years, despite only 6% increase 
in demand over the same time period. 

 Significant congestion major economic nodes, particularly airports. 
Lead to violence between taxi drivers and against passengers with 
short trips. 

 Increase in reported number of instances of drivers refusing service to 
passengers in contravention of service denial regulations. 

 Establishment of cartel behaviour among major taxi companies 
including negotiating exclusive service agreements with major venues 
excluding smaller operators and charging significant “buy-in” fees for 
taxis to join booking and dispatch networks. 

 Introduction of more extensive and comprehensive quality regulations.  

 Substantial increase in the enforcement and compliance burden and 
costs on the regulator which subsequent audits revealed was unable 
to “keep up” with compliance activities. 

 

Yes. Airport 
regulation of taxi 
movements.  
Increased focus 
on mandatory 
equipment 
requirements 
such as security 
cameras. 
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Jurisdiction Reforms/Outcomes Re-Regulated 

Ireland 

Reforms 

 Immediate and instantaneous market entry de-regulated in 2000 

 Maintenance of regulated fares at the local level. 
  
Outcomes 

 530% increase in taxi numbers within 7 years. 

 Reduction in waiting times but only 6% increase in total service 
demand over 7 years. 

 Full extinguishment of licence market values, requiring compensation 
from the Government totalling $17.5m. 

 Failure of reforms lead to appointment of a taxi regulator 

 Centralisation of fare setting to the regulator. 

 Reduction in taxi driver earnings and increase in hours and shifts 
worked – the number of drivers working 70hrs+ doubled to 2005. 

 Dispatch centre affiliation declined  

 Substantial increase in congestion in major centres, particularly Dublin 

 Fall in demand in the 4 years to 2011 was not matched with a 
corresponding fall in supply. 

 Recommendation from the 2010 review to remove the right to transfer 
licences, eliminating the secondary market. 

 Increase in claims by customers against taxi drivers including price 
gouging, fraud and extortion. 

Yes. Moratorium 
of new licences 
introduced in 
2010. 

Perverse Outcomes of “Competition” 

Overall, the international experience regarding market restriction de-regulation has been negative. With the 

exception of marginal fare declines in Japan and improved wait times in Ireland, all jurisdictions that have 

undertaken supply de-regulation over the past two decades have experienced significant negative outcomes 

with corresponding major backlash from the community against politicians.  

Specifically, the case studies summarised above indicate that removing market restrictions results in  

 De-coupling of supply from demand – supply increases far faster than demand and does not respond 

to changes in demand 

 Increases in fares – greater supply competition does not lead to price competition as the dilution of the 

market forces individual taxi operators and drivers to increase fares to maintain commercial viability 

 Deterioration in vehicle quality – as drivers and operators reduce costs in order to improve financial 

and operational viability is a diluted market 

 Decreased service accessibility – particularly for the disabled and those in wheelchairs and regional 

communities  

 Increased customer exploitation – including price gouging, racial and gender discrimination and short-

fare refusal 

 Increased regulatory enforcement burden – with regulatory burden and responsibility falling entirely to 

Government to enforce quality compliance across a larger number of personalised transport vehicles.  

The experience of overseas and international jurisdictions is that in the absence of supply regulations, the 

delivery of personalised passenger transport services represents a failed market. Inevitably, this leads 

to some degree of re-regulation, at the very least in terms of service and vehicle quality but also with a 

corresponding increase in regulatory compliance burden. It also can result in a significant cost shift to 

Government as the State is often forced to procure taxi services on behalf of groups in the community, 

effectively creating a publicly funded taxi sector. 
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The reason for this market failure reflects the fact taxi licences and drivers are individuals and do not have 

access to sufficient real-time and comprehensive information on the state of the taxi market to make 

informed investment decisions. This not only results in a disproportionate increase in taxi supply, relative to 

actual demand, but an over concentration of supply in locations of perceived high demand. The capital and 

labour intensive nature of taxi services mean that drivers are forced to work longer hours to mitigate income 

losses while operators allow vehicle quality and standards to deteriorate to reduce capital and maintenance 

costs. 

Taxi Licence Model 

The principal source of evidence to assess the need for additional taxi licences in the State is the SAHA 

International Taxi Licence Review Model. Devised in 2004 and independently reviewed by SAHA 

International in 2008, the model takes into account:  

 demographic changes  

 industry issues 

 service levels and community expectations 

The Taxi Licence Model is reviewed annually in South East Queensland, and every two years in Regional 

areas. If the demand profile has changed then either more taxi licences are issued, or licences are re-

allocated to a geographic area that has seen an increase in demand. In doing this, Queensland’s model is 

market-responsive, working on a regional level and taking into account demand factors other than simply 

population growth. This floating model allows for both increases and decreases in demand in geographic 

regions and serves as a ‘check and balance’ against both unfilled demand and over supply of taxis.   

RPS has undertaken a critical assessment of the SAHA International model, namely through a review of the 

model purpose, architecture, inputs, methodology and broader processes.  

RPS broadly supports the approach adopted and implement by SAHA International and believes the 

use of the Taxi Licence Model by TMR continues to represent best practice globally. 

The following recommendations are made by RPS from our review of the Model: 

 A formal review of the Model should be undertaken or commission by TMR. While RPS considers the 

broad approach and application of the Model as sound and appropriate, underlying economic and social 

conditions in Queensland have changed dramatically since 2008.  

 Consider using age-related population estimates (either as a second population variable using ABS 

Catalogue 3235.0 or as a single combined weighted population measure) to reflect differences in draw 

down rate of taxi services by different age cohorts and the potential medium and long-term changes in the 

demographic structure of the State’s population. 

 Source location-specific employment projections from Queensland Treasury for use in the model instead 

of rolling historical 10-year average growth rates forward. Also consider refinement of the employment 

input to consider changes in employment in industries with higher drawn down of taxi services. 

 Review the continued appropriateness of the GSP inputs. 

 Consider using data from the National and International Visitor Surveys, rather than Tourism 

Accommodation data sets from the ABS. The prior is superior in terms of the ability of the data to be 

extracted for specific travel reasons and is now more frequently updated. 

 Car ownership data is also available in the early part of each year from the ABS Count of Vehicles data 

set and includes the specific indicators required. 

 Review potential to incorporate possible drivers that were excluded in the 2008 report namely the 
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level/patronage of public transport services in each service area. 

 Shift the model to the number of trips now that this information is available to TMR. 

 Incorporate Queensland specific taxi cost and revenue data. 

Overall, apart from specific questions regarding the currency and continued appropriateness of inputs above, 

RPS believes the Taxi Licence Model remains global best practice.  

Summary of Findings 

Queenslander’s understand that the Government regulates the taxi industry for the benefit of the consumer 

and the community. This includes safety and quality regulations as well as market entry restrictions 

regulations. The Act does not itself restrict market entry but empowers the Minister to increase licence supply 

where doing so is in the best interest of the community.  

To meet this net community benefit test, the Queensland TMR and SAHA International developed a model to 

determine current and future taxi demand and the corresponding need for licences. Our review of the Taxi 

Licence Model confirms that it remains the international best practice approach to ascertaining the need for 

additional taxi service capacity. RPS recommends that the model be reviewed and updated to reflect the 

changes in the underlying socio-economic environment over the past 8 years and to respond to 

improvements in the quality and availability of select data inputs. 

In the absence of these market restriction regulations and evidence-based demand modelling, international 

experience over the past 20 years tells us that personalised transport is a market failure. Imperfect 

information and conflicting objectives between individual drivers and licence holders and the wider 

community results in a range of perverse and negative outcomes. This includes rapid increases in supply 

with associated congestion (particularly at major economic nodes), but decreased availability and 

accessibility of services, particularly outside of major economic nodes (airports and CBDs).  

Demand does not respond to increased supply while prices increase as drivers’ attempt to mitigate financial 

losses from the reduction in relative market size. Vehicle quality also falls and instances of price gouging, 

extortion, racial and gender discrimination, short-fare refusal and even violence increase dramatically.  

But most dramatically is the cost to Government and the community. Government takes on a larger 

regulatory compliance and enforcement responsibility that is increasingly costly to enforce due to the 25-

500% increase in the personalised transport fleet. Further, Government needs to address the market failure 

in personalised transport accessibility by procuring taxi services from the market on behalf of the disabled, 

those in wheelchairs and those in smaller and more regional communities.  The experience of other 

jurisdictions is that this comes at a cost of hundreds of millions of dollars per annum.  
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Meeting the Needs of Queenslanders  

The principal objective of the Queensland Taxi Industry is to serve the community. This means that that the 

supply of taxis must be sufficient to meet the needs of all members of the community, regardless of their 

location, disability and ethnicity. This focus on community is embedded in the Act where Chapter 5 effectively 

establishes the criteria for a net community benefit test of increasing licences. These criteria include:  

 adequate supply 

 innovation 

 cost to Government 

 meeting the needs of the community 

In their review of the Queensland Taxi Industry in 2009, AECOM confirmed that average taxi supply capacity 

was slightly greater than average demand61. This suggested there was no structural issue in the supply of 

taxis in Queensland. Instead AECOM recommended that the focus be on servicing peak demand through the 

release of peak demand permits. 

Since that time, taxi patronage has grown strongly and there is currently an opportunity to review licence 

numbers in the State. 

The Taxi Licence Model, developed by SAHA International and TMR, provides an evidence-base for the 

Minister to assess the need for additional licences. RPS regards this model as international best practice and 

a genuine innovation in taxi industry regulation. 

However, there are other indicators that can also be assessed to determine whether current supply of taxis in 

Queensland are sufficient to meet the needs of the community for accessible, available, innovative and high 

quality taxi services across the State. 

In this section, RPS undertakes a multi-variate Net Community Benefit assessment to determine whether the 

current fleet of taxis in Queensland meet the needs of the community. 

  

                                                      
 
 
 
 
 
61 AECOM (2009) Technical Input for Taxi Industry Strategy Plan, AECOM, Brisbane 
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4.1 Relevant Performance Indicators 

RPS has identified a series of indicators of the performance of the Queensland Taxi Industry under each 

item in the Criteria. These indicators have been examined in this and other Technical Reports prepared by 

RPS. 

Figure 27 Performance Indicators Net Community Benefit Test of Current Licence Supply 

Adequate Supply Innovation Cost to Government 
Meeting Community 

Needs 

MSL Average Wait Time – 
Conventional Taxis 

App-Based Booking 
Platforms 

Level of Co-Regulation 
MSL Average Wait Times – 
WAT Taxis 

Secure Rank Wait Times Integrated GPS and Meters 
Costs of Subsidising WAT 
Vehicles or Delivering 
Paratransit  

Customer Satisfaction 

Taxi Idle Time Share of Taxi Trips Booked 

Expenditure on the full 
procurement of Taxi 
Services on behalf of the 
community 

WAT Shares of State Fleet 

Metered Jobs per Taxi Hybrid Share of Taxi Fleet  
WAT Shares of Regional 
Fleet 

Average KMs Per Taxi in 
2015 

   

Taxis per 100,000 
Population 

   

Customer Satisfaction with 
Taxi Punctuality 

   

The performance of the Queensland Taxi Industry in each of these indicators has been reviewed and 

compared with other national and international jurisdictions as well as the State’s historical performance. 

For each indicator, RPS has used a “traffic light” based scoring system to visually represent the whether the 

indicator suggests that additional supply of taxi licences is required. 

4.2 Adequate Supply 

Ensuring an adequate supply of taxis in the State is critical to ensuring that all Queenslanders have timely 

access to quality taxi services. Queensland’s current performance under the Adequate Supply criteria is 

summarised below: 

Figure 28 Criteria 1 – Adequate Supply 

Indicator Statistics Performance 

MSLs – Conventional Taxis 
As at December 2015, the Queensland Taxi Industry 
exceeded the MSL requirements, posting lower average 
wait times during peak and non-peak62  

                                                      
 
 
 
 
 
62 Department of Transport and Main Roads (2016) Taxi Service Levels accessed at http://www.tmr.qld.gov.au/Travel-and-
transport/Taxis/Taxi-Service-Levels.aspx. Refer to Appendix 10 for further details. 

http://www.tmr.qld.gov.au/Travel-and-transport/Taxis/Taxi-Service-Levels.aspx
http://www.tmr.qld.gov.au/Travel-and-transport/Taxis/Taxi-Service-Levels.aspx
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Indicator Statistics Performance 

Secured Rank Wait Times 

As at December 2015, the average wait time for a taxi at a 
secure rank in Brisbane, Gold Coast and Ipswich was less 
than 90 seconds during peak times on Friday and Saturday 
Nights63.  

Taxi Idle Time 

In 2015, the amount of time taxi spent idle varied between 
45-50% across Queensland. Indicates significant capacity 
within the existing fleet to cater for growing passenger 
need.64  

Metered Jobs per Taxi 

In 2015, Queensland averaged 14,600 per taxi, the highest 
volume in Australia65. Reflects a combination of increased 
taxi demand in the past 4 years, constrained driver 
availability and sub-par taxi utilisation performance in other 
States, particularly Victoria.  

Average KMs per Taxi 

Queensland’s average KM travelled per taxi in 2015 was 
above the national average but in line with NSW. The more 
decentralised nature of the State’s population likely leads to 
a higher average travel distance. This suggests that 
Queensland taxis are currently not overstretched in terms 
of the distance they are required to travel. 

 

Taxis per 100,000 Population 

Queensland has a significantly lower number of taxis per 
100,000 residents than NSW or Victoria. However, this is a 
reflection of licence structures and lower taxi utilisation 
rates and performance levels in those States, as well as 
Queensland’s decentralised population. Analysis of 
Brisbane suggests taxi levels are appropriate66. 

 

Customer Satisfaction with 
Taxi Punctuality 

The UMR survey in 2016 of a representative sample of the 
Queensland population aged 18+ indicated a high degree 
of satisfaction with the punctuality of Queensland taxis. 
64% or almost 2 in every three Queenslanders were 
broadly satisfied with the level of punctuality, with only 7% 
either Mostly or Totally Dissatisfied.67 

 
Overall, RPS considers the current number of taxis in Queensland to be adequate to ensure universal 

availability. The comparatively smaller number of taxis per 100,000 residents in this State reflects larger 

numbers of underutilised taxis in NSW and Victoria and the impact on Queensland’s decentralised 

population on taxi levels. It is likely that the current supply will experience some mid-term pressure in supply 

                                                      
 
 
 
 
 
63 TCQ (2016) Secure Rank Unpublished Data, TCQ, Stones Corner 
64 TCQ (2016) Unpublished data from Taxi Booking Companies, TCQ, Stones Corner 
65 ATIA (2016) Taxi Statistics, accessed at http://www.atia.org.au/taxi-statistics 
66 ATIA (2016) Taxi Statistics, accessed at http://www.atia.org.au/taxi-statistics 
67 UMR (2016), TCQ - Issues affecting the taxi industry, UMR Strategic Research, Sydney 
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but passenger wait times continue to be below required levels and are generally regarded as punctual by the 

community.  

Based on this assessment, RPS considers the current supply of taxi licences in Queensland as adequate 

with additional taxi licences not required in the short-term. Instead focus should be afforded maximising the 

utilisation of current taxis to an optimal level, in line with the role of taxis as an integral part of the State’s 

Public Transport System. 

4.3 Innovation 

RPS prepared a technical report in response to the OPT Review’s draft Innovation Paper, entitled Innovation 

in the Queensland Taxi Industry. That report provides a comprehensive overview of the history and current 

innovation performance of the Queensland Taxi Industry. Information from that Technical Report is used as 

the basis for the innovation assessment below: 

Figure 29 Criteria 2 – Innovation 

Indicator Statistics Performance 

App-Based Booking Platforms 

Queensland Taxi Companies first introduced app-based 
booking interfaces for their existing central computerised 
booking and dispatch platforms in 2011. Functionality of 
current apps are equivalent in many ways to that of 
“ridesharing” platforms, though the centralised computer-
based booking and dispatch platforms that sit behind TBC 
apps possess greater capacity and capability. 

 

Integrated GPS and Meters 

Queensland pioneered the integration of GPS units and 
meters into Taxis and is one of the only fleets in the world 
with meters that directly link to the centralised booking and 
dispatch systems of TBCs.  

Share of Taxi Trips Booked 

In 2015, 65% of all taxi trips in Queensland were booked. 
This is higher than NSW (20%) and significantly higher US 
jurisdictions which, prior to the introduction of “ride sharing” 
were almost exclusively rank and hail markets.  

Hybrid Share of Taxi Fleet 
72% of the Queensland taxi fleet in 2015 were hybrid 
vehicles, the highest rate in Australia. This was achieved 
without regulatory requirements.  

The Queensland Taxi Industry has a proud history of innovation, both in terms of the pioneering 

development of new technologies, process and services as well as the early and rapid adoption of 

innovations from around the world. The Queensland Taxi Fleet is one of the youngest in the world, thanks to 

stringent age limits encouraging continuous vehicle turnover, promoting maximum utilisation of assets and 

ensuring the fleet’s base technological capabilities are continuously evolving. 

The emergence of app-based booking and dispatch platforms are not regarded by RPS as innovative within 

the Queensland context as those systems lack the capabilities and capacities of the centralised booking and 

dispatch systems already employed by Queensland TBCs. 
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4.4 Cost to Government 

The review of international experience in supply de-regulated markets suggests that Government end up 

shouldering a huge cost. This cost is either in the form of increased regulatory compliance and enforcement 

burden, due to a larger number of vehicles and declining quality standards, or the need to address 

accessibility and availability market failures through either the procurement or delivery of taxi services for 

certain groups and locations. 

Queensland’s current performance under the Cost to Government criteria is summarised below: 

Figure 30 Criteria 2 – Cost to Government 

Indicator Statistics Performance 

Level of Co-Regulation 

Queensland has the most effective co-regulatory 
framework in the world. The existence of Service Contracts 
in the framework allows the Government to reduce its 
regulatory compliance and enforcement burden by shifting 
responsibility to contracted TBCs.  

Costs of Subsidising WAT 
Vehicles or Delivering 
Paratransit 

The Queensland Government does not provide any 
subsidy for the delivery of WAT services in the State nor 
does it operate an extensive paratransit network. Other 
jurisdictions in Australia and around the world provide a 
number of subsidies to the taxi industry including: 

 Free WAT licences68 

 Concessional and interest free loans69 

 Lift fees70 

Equally, the operation of paratransit services cost hundreds 
of millions of dollars a year. In the case of New York, recent 
estimates on the Access-a-Ride program indicated an 
expected budget for the program of US$420.7 million 
(A$549.4 million)71. 

Paratransit services can also require extensive 
administrative and management overheads and fail to 
deliver a service to people with disabilities that is as 
comprehensive, available and accessible as Queensland 
WAT taxis. 

 

Expenditure on the full 
procurement of Taxi Services 
on behalf of the community 

The Queensland Government is not the principal procurer 
of taxi services in Queensland, as is the case in Sweden. 
Council cab programs run in Queensland are niche 
contracts between the Council’s and the taxi industry, the 
cost of which is significantly less than if the Local 
Government’s involved were to provide the services 
themselves. 

Similarly, TSS costs do not represent a procurement of taxi 
services by the Government but instead are a social policy 

 

                                                      
 
 
 
 
 
68 Transport for NSW (2016) Wheelchair Accessible Taxis, accessed at http://www.transport.nsw.gov.au/operators/taxis/wheelchair-
accessible-taxis 
69 Transport for NSW (2016) Wheelchair Accessible Taxis, accessed at http://www.transport.nsw.gov.au/operators/taxis/wheelchair-
accessible-taxis 
70 Transport for NSW (2016) Wheelchair Accessible Taxis, accessed at http://www.transport.nsw.gov.au/operators/taxis/wheelchair-
accessible-taxis 
71 NYC TLC (2015) Access a Ride Fact Sheet, NYC TCL, New York. Refer to Appendix 12 for further information. 
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Indicator Statistics Performance 

and welfare program to help defray the costs of travel of 
those in the community most reliant and dependent on 
taxis for their workforce and community participation. 

The current regulatory framework is delivering high quality, at almost no cost to taxpayer. The principal cost 

of the framework is enforcement and compliance, but the current co-regulatory model means a large part of 

this cost is shifted to TBCs through the Service Contracts. Similarly, the successful commercialisation of 

WATs in Queensland has meant the State has not had the shoulder any cost burden in the delivery of these 

services, such as providing free licences, lift fees, concessional loans or running a paratransit services that 

cost hundreds of millions of dollars per year. 

For example, a review of the Access-A-Ride paratransit program in New York City indicated a budget of 

2016 of US$420.7 million (A$549.4 million). This delivers approximately 6.6 million trips a year at a service 

delivery cost (excluding administration) of A$83.3 per trip. This represents a potential perverse outcome of 

poorly constructed regulatory reform which undermines the operation of the Queensland WAT fleet which 

currently delivers more trips than New York City at no cost to tax payers72. 

4.5 Meeting Community Needs 

A diverse range of Queenslanders rely upon taxis for their transport needs and to ensure their participation in 

the community and the economy. Meeting the needs of all Queenslanders – regardless of location, ethnicity, 

disability, age, gender or the time of day at which they are travelling – is the cornerstone of the Queensland 

taxi regulatory framework. To achieve this Government requires the industry to meet a range of USOs and 

MSLs. 

Queensland’s current performance under the “Meeting Community Needs” criteria is summarised below: 

Figure 31 Criteria 4 – Meeting Community Needs 

Indicator Statistics Performance 

MSL Average Wait Times – 
WAT Taxis 

As at December 2015, the Queensland Taxi Industry 
exceeded the MSL requirements for the provision of WAT 
taxi services during peak periods. However, average 
waiting times exceeded targets levels for most Service 
Areas73.  

Customer Satisfaction 

According to the recent survey by UMR, only 12% of 
Queenslanders were Mostly or Completely Dissatisfied with 
Queensland taxi services, with 59% either Somewhat, 
Mostly or Completely Satisfied by the service74. 

Broad satisfaction was strong across all characteristics and 
attributes of the services, with the transparency and cost of 
fares receiving the highest negative satisfaction rates. 

 

                                                      
 
 
 
 
 
72 NYC TLC (2015) Access a Ride Fact Sheet, NYC TCL, New York. Refer to Appendix 12 for further information. 
73 Department of Transport and Main Roads (2016) Taxi Service Levels accessed at http://www.tmr.qld.gov.au/Travel-and-
transport/Taxis/Taxi-Service-Levels.aspx. Refer to Appendix 10 for further details. 
74 UMR (2016), TCQ - Issues affecting the taxi industry, UMR Strategic Research, Sydney 

http://www.tmr.qld.gov.au/Travel-and-transport/Taxis/Taxi-Service-Levels.aspx
http://www.tmr.qld.gov.au/Travel-and-transport/Taxis/Taxi-Service-Levels.aspx
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Indicator Statistics Performance 

WAT Shares of State Fleet 

In 2015, approximately 20% or one in five taxis in 
Queensland were WATs. This provides the most 
accessible taxi service to people with disabilities anywhere 
in the world75.  

WAT Shares of Regional Fleet 

The share of WATs in the Regional Queensland (outside of 
SEQ) taxi fleet was higher than the State and metro 
shares, at 23.5% or almost one in every four taxis. While 
other jurisdictions have struggled to provide commercially 
viable WATs in urban areas, Queensland’s regulatory 
framework and licence release policies has resulted in the 
regional 

 

Queensland has one of the most accessible fleets in the world. Customer satisfaction is high, with only small 

shares of Queenslander’s expressing dissatisfaction with the service. Similarly, the availability of WATs 

across the State, particularly in regional Queensland is very strong compared to other national and 

international jurisdictions. However, MSLs, particularly during Off-Peak times, are not being met by the WAT 

fleet. While it is acknowledged that the targets set by the MSL are extremely aggressive (being the same as 

the conventional taxi MSLs), this does suggest the need for continued focus on the expansion of WAT 

shares of the Queensland fleet. 

4.6 Summary of Findings 

Queensland taxis are currently meeting the needs of the Queensland community. The supply of taxis is 

adequate, particularly when the decentralised nature of the State’s population and high utilisation rate of the 

assets is considered. Innovation is strong in the taxi industry, with the level of technological and service 

development and adoption extremely high by national and international standards, while the costs to 

Government of regulation, compliance, enforcement and service delivery are minimised by the existence of 

Service Contracts with MSLs and USOs. Finally, WAT accessibility and availability is very strong, though 

there continues to be opportunity to enhance this availability, particularly during Off-Peak times and in 

regional Queensland. 

However, the most telling factor is that Queenslanders are generally very satisfied with the services provided 

by the Queensland Taxi Industry. Overall satisfaction is strong, with all attributes of the service receiving net 

positive responses. The exception to this is the transparency and cost of fares, which is the principal issue of 

dissatisfaction by the community and is an area of the Queensland Taxi Industry that is fully set and 

controlled by Government. 

Based on this analysis, RPS believes there is currently no net community benefit justification for increasing 

taxi or point-to-point passenger transport supplies in the State. However strong trend growth in demand, 

coupled with the likely impact of population ageing on WAT need, means an increase in fleet numbers will be 

likely in the medium term. The need for such an increase will be identified by the Taxi Licence Model. 

 

                                                      
 
 
 
 
 
75 TCQ (2016) Taxi Statistics, accessed at http://tcq.org.au 



The Supply of Taxi Services in Queensland 
TCQ - Technical Research Report 

 

 

 

 
129653-1; FINAL Page 54 

Conclusion 

The Queensland Taxi Industry has a comprehensive regulated structure that establishes the roles and 

responsibilities of a range of inter-related stakeholders. The relationships between stakeholders, established 

by commercial contract and regulation, ensure that taxi services in Queensland are more accessible, 

available, and affordable than in other States. 

In terms of drivers the merits-based approach to assessing and maintaining driver quality and suitability 

underpins the very low levels of dissatisfaction in taxi services in Queensland. By establishing formal training 

requirements of taxi drivers (with training typically delivered by the TBCs and Operators) and by aligning 

driver suitability and service quality with the contractual obligations of TBCs, the Queensland Regulatory 

Framework has had in place an effective co-regulatory model for many years. This co-regulatory model of 

assessing and maintaining driver suitability and quality means the requirements under section 20C(2) of the 

Regulations are obsolete and represent an unnecessary duplication.  

The Queensland taxi fleet is the youngest, most well-equipped, most technologically advanced, most efficient 

and highest utilised fleet in the world. Queensland taxi vehicles are subject to some of the strictest age limits, 

which has been supported by success of the Queensland Taxi Industry in building and delivering profitable 

business models for services such as WATs. The fleet has high proportions of hybrid vehicles, as well as the 

most comprehensive set of compulsory safety and security technology of any major taxi jurisdiction. Finally, 

Queensland performs well against its national peers in terms of vehicle utilisation, though high idle times and 

variability in the share of the fleet off-the-road at any one time suggest the lack of pent up demand in the 

Queensland community and sufficient capacity to meet growth in demand for services in the short-to-medium 

term. 

Operators and TBCs are also essential components of the Queensland Taxi Industry, although their roles 

and responsibilities and therefore contributions to the industry and the wider community differ. Taxi 

Operators are critical in maximising the availability of taxis to Queenslanders, by matching licenced vehicles 

with drivers and by ensuring ongoing compliance and maintenance of those vehicles. 

In contrast, TBCs in Queensland are the stakeholder ultimately responsible to the community for the taxi 

service provided. While delivered by the driver, the existence of a Service Contract between the Government 

and the TBC vests responsibility for the customer experience, their safety and security, with the TBC. This 

responsibility makes Queensland TBCs unique compared to their international counterparts and instead are 

more akin to contracted providers of public transport services in Queensland and in other States in Australia. 

The current regulatory framework governing the Queensland Taxi Industry is world class. The establishment 

in 1994, and subsequent refinement of, a co-regulatory model, incorporating legislative regulatory and 

contractual elements, is unique and provides the Queensland Taxi Industry, the State Government and the 

wider community with a range of advantages and opportunities not available to other jurisdictions. This 

includes increasing the alignment of taxi services with other public transport services, helping to realise the 

Government’s vision of:  

“A single integrated, safe, reliable and efficient transport system that is accessible to all.” 

Queenslander’s understand that the Government regulates the taxi industry for the benefit of the consumer 

and the community. This includes safety and quality regulations as well as market entry restrictions 

regulations. The Act does not itself restrict market entry but empowers the Minister to increase licence supply 

where doing so is in the best interests of the community.  
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To meet this net community benefit test, TMR and SAHA International developed a model to determine 

current and future taxi demand and the corresponding need for licences. Our review of the Taxi Licence 

Model confirms that it remains the international best practice approach to ascertaining the need for additional 

taxi service capacity.  

In the absence of these market restriction regulations and evidence-based demand modelling, international 

experience over the past 20 years tells us that personalised transport is a market failure. Imperfect 

information and conflicting objectives between individual drivers and licence holders and the wider 

community results in a range of perverse and negative outcomes including price rises, reduced availability 

and quality and higher cost impost on Government. 

Queensland taxis are currently meeting the needs of the Queensland community. The supply of taxis is 

adequate, particularly when the decentralised nature of the State’s population and high utilisation rate of the 

assets is considered. Innovation is strong in the taxi industry, with the level of technological and service 

development and adoption extremely high by national and international standards, while the costs to 

Government of regulation, compliance, enforcement and service delivery are minimised by the existence of 

Service Contracts with MSLs and USOs. Finally, WAT accessibility and availability is very strong, though 

there continues to be opportunity to enhance this availability, particularly during Off-Peak times and in 

regional Queensland. 

However, the most telling factor is that Queenslanders are generally very satisfied with the services provided 

by the Queensland Taxi Industry. Overall satisfaction is strong, with all attributes of the service receiving net 

positive responses. The exception to this is the transparency and cost of fares, which is the principal issue of 

dissatisfaction by the community and is an area of the Queensland Taxi Industry that is fully set and 

controlled by Government. 

Based on this analysis, RPS believes there is currently no net community benefit justification for increasing 

taxi or point-to-point passenger transport supplies in the State. However strong trend growth in demand, 

coupled with the likely impact of population ageing on WAT need, means an increase in fleet numbers will be 

likely in the medium term. The need for such an increase will be identified by the Taxi Licence Model. 
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Appendix 1 – Information Bulletin PT303/09-15 

Information Bulletin released by the Department of Transport and Main Roads following the introduction of 

section 20C of the Transport Operations (Passenger Transport) Regulations 2005. 
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Appendix 2 – AustRoads Recognised Countries and 

Jurisdictions 

A list of Recognised and Experienced Driver Recognition countries and Jurisdictions, identified by 

AustRoads, which are the basis for the TMR definition of “equivalent licence” under the Transport Operations 

(Passenger Transport) Regulations 2005. 

Recognised countries and jurisdictions 

Australian state and territory driver licensing agencies recognise certain overseas countries and jurisdictions 

as having comparable licensing standards to Australia. Individual applicants from the countries listed below 

are exempt from undertaking a knowledge and drive/ride test when applying for an Australian car or 

motorcycle licence. This makes it simpler to exchange a driver's licence. 

Recognised countries and jurisdictions are: 

 Austria 

 Belgium 

 Bosnia and Herzegovina 

 Canada 

 Croatia 

 Denmark 

 Finland 

 France 

 Germany 

 Greece 

 Guernsey 

 Ireland 

 Isle of Man (for licences first issued on or after 1 April 1991) 

 Italy 

 Japan 

 Jersey 

 Luxembourg 

 Malta (for licences first issued on or after 2 January 2004) 

 Netherlands 

 New Zealand 

 Norway 

 Portugal 

 Singapore 

 Spain 
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 Sweden 

 Switzerland 

 UK 

 USA 

Experienced Driver Recognition 

Countries and jurisdictions whose licence testing standards meet the stringent assessment criteria relating to 

evidence of identity, security features of the card and licence examiner training and assessment standards 

but do not meet all of the licence testing requirements will be considered for Experienced Driver Recognition 

status. The experienced driver recognition category aims to recognise a person’s driving experience and age 

as a substitute for licensing measures aimed at novice drivers. 

The following countries and jurisdictions have obtained Experienced Driver Recognition status: 

 Bulgaria 

 Czech Republic 

 Estonia 

 Hong Kong (Special Administrative Region of the People's Republic of China)* 

 Hungary 

 Latvia 

 Lithuania 

 Poland 

 Republic of Cyprus 

 Republic of Korea (South Korea) 

 Romania 

 Slovakia 

 Slovenia 

 South Africa 

 Taiwan 

A person who holds a driver's licence from one of these countries and is 25 years of age or older may be 

able to exchange their overseas licence for an Australian issued driver licence without driver testing. 

A person who holds a driver's licence from one of these countries and is under 25 years of age will be 

required to undertake theory and practical driving tests. If a person passes the tests set by the jurisdiction, 

their overseas licence will be converted, based on years of driving experience and age, to the class of 

licence they would have been on had they commenced driving in that Australian jurisdiction. 

* A person wishing to exchange a Hong Kong licence without driver testing must be 25 years or older and 

must have held the Hong Kong Licence for at least 12 months. 
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Other Countries 

Applicants for an Australian issued driver's licence who hold a driver's licence from a non-recognised 

country, are required to undertake a theory test and a practical driving test. If applicants pass both the theory 

and practical tests, their overseas licence will be converted, based on years of driving experience and age, to 

the class of licence they would have been on had they commenced driving in that Australian jurisdiction. 
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Appendix 3 – List of Countries by Right or Left Hand 

Drive 

A list of countries, by right and left hand drive, by Recognised Country or Experienced Driver Recognition 

categories under the AustRoads Overseas Drivers Licence classification. 

Recognised countries and jurisdictions 
Right (R) or Left (L) Hand 
Drive 

Austria R 

Belgium R 

Bosnia and Herzegovina R 

Canada R 

Croatia R 

Denmark R 

Finland R 

France R 

Germany R 

Greece R 

Guernsey L 

Ireland L 

Isle of Man (for licences first issued on or after 1 April 1991) L 

Italy R 

Japan L 

Jersey L 

Luxembourg R 

Malta (for licences first issued on or after 2 January 2004) L 

Netherlands R 

New Zealand L 

Norway R 

Portugal R 

Singapore L 

Spain R 

Sweden R 

Switzerland R 

UK L 

USA R 

Experienced Driver Recognition 
Right (R) or Left (L) Hand 
Drive 

Bulgaria R 

Czech Republic R 

Estonia R 

Hong Kong (Special Administrative Region of the People's Republic of 
China)* 

L 

Hungary R 
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Recognised countries and jurisdictions 
Right (R) or Left (L) Hand 
Drive 

Latvia R 

Lithuania R 

Poland R 

Republic of Cyprus L 

Republic of Korea (South Korea) R 

Romania R 

Slovakia R 

Slovenia R 

South Africa L 

Taiwan R 
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Appendix 4 – Place of Birth of People Employed in Taxi 

and Other Road Transport Industry, Queensland, 2011 

Data from the ABS Census of 2011 on the place of birth of people employed in the Taxi and Other Road 

Transport Industry in Queensland 

Country of Birth Taxi and Other Road Transport 

Australia 2811 

India 890 

New Zealand 290 

England 243 

Not stated 80 

Pakistan 71 

Germany 52 

Fiji 39 

Afghanistan 35 

Philippines 33 

Samoa 29 

Netherlands 29 

Scotland 27 

Turkey 25 

Somalia 25 

South Africa 25 

Vietnam 22 

Hungary 21 

Iran 21 

Lebanon 21 

China 21 

Papua New Guinea 20 

Indonesia 19 

Bangladesh 18 

Italy 17 

Bosnia and Herzegovina 15 

Greece 15 

South Eastern Europe, nfd 14 

Malaysia 14 

United States of America 14 

Ethiopia 14 

Ireland 12 

Croatia 12 

Poland 11 

Iraq 11 

Sri Lanka 11 
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Country of Birth Taxi and Other Road Transport 

Wales 10 

Sudan 10 

Korea, Republic of (South) 9 

Eritrea 9 

Finland 8 

Egypt 7 

Hong Kong (SAR of China) 7 

El Salvador 7 

France 6 

Serbia 6 

Algeria 6 

Canada 6 

Uruguay 6 

Sweden 5 

Kuwait 5 

Syria 5 

Singapore 5 

Kenya 5 

Northern Ireland 4 

Switzerland 4 

Denmark 4 

Former Yugoslav Republic of Macedonia (FYROM) 4 

Romania 4 

Eastern Europe, nfd 4 

Russian Federation 4 

Burma (Republic of the Union of Myanmar) 4 

Thailand 4 

Brazil 4 

Chile 4 

Zimbabwe 4 

Inadequately described 4 

Tonga 3 

Belgium 3 

Cyprus 3 

Ukraine 3 

Taiwan 3 

Japan 3 

Mauritius 3 

Total 5222 
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Appendix 5 San Francisco Code, Section 1113  

This is a copy of the section 1113 of the San Francisco Code which outlines taxi and ramp taxi equipment 

requirements. 

Section 1113 - TAXI AND RAMP TAXI EQUIPMENT REQUIREMENTS 

a. Vehicle Operation.  

1. Safe Operating Condition. All Taxis and Ramp Taxis must be maintained in a safe operating 

condition. Except as otherwise specified herein, all Taxi and Ramp Taxi Medallion Holders and Color 

Schemes are jointly and severally responsible for ensuring that all Taxis and Ramp Taxis for which 

they hold permits or with which they are affiliated meet all equipment requirements listed in this 

Section. In addition to imposing any applicable penalty for non-compliance with equipment 

requirements, The SFMTA may remove any vehicle from service for any violation of this Section until 

the violation is corrected and the vehicle is inspected and approved by the SFMTA.  

b. Equipment Placement. The placement of any equipment or information required by this Section 1113 shall 

not interfere with the Driver’s visibility or the operation of any O.E.M. equipment.  

c. Exterior Display of Identifying Information. Every Taxi or Ramp Taxi shall have the following information 

displayed on the exterior of the vehicle:  

1. Vehicle Number.  

A. The Vehicle Number in numerals of a color that contrasts with the color of the rest of the 

vehicle, at least four inches high and positioned directly under the windows on or within six 

inches of the forward-most portion of both front doors, and on the rear facing portion of the 

trunk lid of the vehicle.  

B. The Vehicle Number on the roof, hood or trunk of the vehicle in numbers at least 18 

inches in length of a color that contrasts with the color of the rest of the vehicle. If the 

numbers are displayed on the roof, they shall be mounted and centered directly behind the 

top light.  

2. San Francisco Taxicab. The words “San Francisco Taxicab” with letters at least two inches high, 

in a color which contrasts with the color of the rest of the vehicle on both sides of the vehicle’s rear 

quarter panels and to the trunk directly above the rear bumper.  

3. Inspection Certificate. A current and valid decal indicating satisfactory completion of vehicle 

inspection.  

4. Trade Name. The name of the Color Scheme with which the vehicle’s Medallion is affiliated in 

letters at least two inches in height on the exterior of the side doors of each side of the vehicle.  

5. Trade Dress. The exterior of every Taxi and Ramp Taxi shall be well painted with the color(s) of 

the Color Scheme with which it is affiliated.  

6. Medallion. During all hours of operation of a Motor Vehicle for Hire the Medallion shall be placed 

in the front windshield in such a manner that the Medallion number shall be clearly visible from the 

exterior of the vehicle.  
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7. Security Camera Notice. A notice meeting all requirements of applicable law notifying passengers 

of the presence of a security camera in the vehicle.  

8. Telephone Number for Dispatch. A telephone number enabling the public to reach the dispatch 

service with which the vehicle is affiliated. 

9. Tobacco Advertising Ban.  

A. Color Schemes and Medallion Holders are prohibited from placing or maintaining, or 

causing or allowing to be placed or maintained, any advertising or promotion of cigarettes or 

tobacco products on any Taxi or Ramp Taxi.  

B. For the purposes of this subsection, “tobacco product” shall mean any substance 

containing tobacco leaf, including but not limited to, cigarettes, cigars, pipes, tobacco, snuff, 

chewing tobacco and dipping tobacco. For the purposes of this Section, “promote” or 

“promotion” shall include a display of any logo, brand name, character, graphics, colors, 

scenes, or designs that are trademarks of a particular brand of tobacco product.  

d. Interior Display of Information. Every Taxi or Ramp Taxi shall have the following items in the interior of the 

vehicle in a place clearly visible to passengers and in a format approved by the SFMTA:  

1. Rate Information. Information regarding the rates and fees that a Driver is authorized to charge a 

passenger.  

2. 311 Information. Information about using the 311 system for complaints and lost property, 

including the Vehicle Number and the name of the Color Scheme.  

3. By a date to be determined by the SFMTA, every Taxi shall be equipped with an operational rear-

seat passenger information monitor (PIM) that is connected to the Taximeter. The PIM must meet 

any functional requirements and standards established, in writing, by the Director of Transportation. 

Not less than six months before the date by which the equipment must be installed, the Director of 

Transportation shall provide all Color Scheme Permit Holders with notice of the installation deadline, 

and notice of any functional requirements and standards. 

A. Any back seat PIM that is connected to the Taximeter shall: 

i. Display, at a minimum, the information required in this subsection (d), in addition 

to any further display specifications established, in writing, by the Director of 

Transportation; 

ii. Be accessible to individuals with visual impairments and compliant with standards 

that shall be developed by the SFMTA to ensure that the Color Schemes’ interface 

to the visually impaired is uniform; and 

iii. Provide the Driver and the passenger the ability to completely mute the sound 

and dim or turn off the display by means of clearly perceptible instructions. 

B. Any PIM that is not connected to the Taximeter shall allow a passenger with visual 

impairments to hear the total to be charged to a payment card, and to swipe his or her own 

card and select his or her own tip amount from the back seat of the taxicab by means of 

audio cues. 

4. Driver Identification. A holder for a Color Scheme Identification Card.  
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e. Communication Equipment. Every Taxi and Ramp Taxi shall be equipped with direct voice access and 

two-way communication with a Dispatch Service affiliated with the Taxi or Ramp Taxi.  

f. Taximeters.  

1. Seal Required. The Taximeter installed in any Taxi and Ramp Taxi must have a current and valid 

seal from the Department of Public Health Weights and Measures. Any Taximeter removed from a 

Taxi or Ramp Taxi with or without its seals intact and placed in the same or another Taxi or Ramp 

Taxi must be certified and resealed by the Weights and Measures. Any Taxi or Ramp Taxi found to 

have Taximeter seals that are broken, removed, destroyed, marred or otherwise tampered with will 

be taken out of service until correctly repaired.  

2. Installation. All Taximeter makes and models must meet the approval of the SFMTA prior to their 

installation and must meet all requirements of the Paratransit Program. The Taximeter shall be 

mounted in an area that is clearly visible at all times by any passenger in the vehicle.  

g. Safety Partition. Safety partitions of a design that is approved by the SFMTA may be installed in Taxi 

and/or Ramp Taxi vehicles at the option of the Color Scheme.  

h. Emergency Equipment. All Taxis and Ramp Taxis shall have at all times a functional spare tire, a working 

jack and wrench to replace a flat tire, and two 2 flares or 2 two freestanding reflectors.  

i. Signage, Advertising and Displays. Advertising or other displays on the exterior or interior of a taxi:  

1. May not impede the Driver’s vision in any way.  

2. May not cover any vehicle identifiers required by law or regulation. 

3. May not cover any portion of the license plate of the vehicle. 

4. May not interfere with vehicle operation, including but not limited to the tire inflation valve or any 

wheel balancing dynamics. Defects in any portion of the wheel must be remedied before any 

advertisement or other display is affixed to the wheel. 

5. May not interfere with any safety features of the vehicle or present a safety hazard to passengers. 

6. Vehicle wrap advertising, whether partial or full, is not allowed on a Taxi or Ramp Taxi vehicle. 

j. Lights.  

1. Standard Lights. All Taxi and Ramp Taxi vehicles shall be equipped with exterior lights as required 

by the Vehicle Code, an inside dome light, and dashboard lights. All O.E.M. lights must be 

maintained in working condition as designed, and all lenses of such lights are to be reasonably 

intact. No O.E.M. light may be obstructed or disconnected during operation. Any additional 

modifications of O.E.M. lights or installation of additional lights requires prior approval by the 

SFMTA.  

2. Top Lights.  
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A. All Taxis and Ramp Taxis must be equipped with a working top light containing a light or 

lights permanently attached to the roof of the vehicle, which may either have the name of the 

Color Scheme printed on it, or the words “Taxicab” or “taxi”.  

B. Each Driver shall ensure that such top light is illuminated at all times except when the 

vehicle is engaged in the transportation of a passenger. The top light shall turn on while the 

Taximeter is in the non-recording position and shall turn off while the Taximeter is in the 

recording position.  

k. Standard Equipment. All Taxis and Ramp Taxi vehicles shall have all equipment required by the Vehicle 

Code maintained in good working order such that the equipment functions effectively for the purpose for 

which it was intended. All Taxi and Ramp Taxi vehicles shall also be equipped with:  

1. Automatic door locks that can be controlled by the Driver and the passenger. 

2. Available and easily visible seat belts in all seating positions where passengers may ride. 

3. Speedometer and odometer. 

4. Heater and air conditioner. 

5. Door hinges, locks and latches. 

6. Doors that operate easily and open and close securely from either the outside or inside of the 

vehicle. 

7. Bumpers and body moldings in good condition and securely attached as the manufacturer 

intended. 

8. Shock absorbers and springs. 

9. Suspension. 

10. Steering. 

11. A holder for the Medallion placed in such a position that the Medallion is clearly visible from the 

front exterior of the vehicle and that is either attached to the dashboard or to the left side of the right 

front support beam, on the interior of the vehicle.  

12. In-Taxi Equipment. 

13. Wheels with all lug nuts in place and secured, of matching design, and with matching hubcaps 

attached. Hubcaps must be of either the original manufacturer’s design or of a design authorized by 

the SFMTA, unless wheels are of a custom design that does not use hubcaps.  

14. Tires in safe operating condition and of matching design (i.e., all whitewalls or all black walls), 

without tire repair plugs or cuts in the sidewall, separated treads, bumps, bubbles, or anything 

protruding from the tire; and with a minimum remaining tread of at least 1/32 of an inch. Any Taxi or 

Ramp Taxi that violates this requirement will be placed immediately out of service.  

15. Only O.E.M. size tires of the same size used at the time of the Taximeter inspection may be used 

on any vehicle, including spare vehicles.  



The Supply of Taxi Services in Queensland 
TCQ - Technical Research Report 

 

 

 

 
129653-1; FINAL Page 75 

l. Windows. All windows and the windshields of Taxis and Ramp Taxis shall be kept clean and clear, both the 

outside and inside. No additional tinting or reflective material may be placed on any vehicle window except 

factory installed tinting. Only safety glass with the lowest factory installed tint may be used.  

m. Security Cameras.  

1. All Taxis and Ramp Taxis shall be equipped with an operational security camera manufactured 

after December 31, 2006. 

n. Condition of Vehicle.  

1. Vehicle Integrity. The vehicle shall be structurally sound and operate with minimum vibration and 

noise.  

2. Vehicle Body. Vehicle bodies must be free of noticeable dents, rust and holes. A Taxi or Ramp 

Taxi shall not be placed in service if:  

A. There are visible dents that exceed three square feet in any single area of the exterior 

surface of the vehicle and the deepest point of depression is ¾ of an inch or greater; or  

B. There are visible dents that exceed four square feet of the total exterior surface of the 

vehicle and the deepest point of depression is ¾ of an inch or greater, or  

C. There are visible dents that exceed six lineal feet of the total exterior surface of the 

vehicle and the deepest point of depression is ¾ of an inch or greater, or  

D. There is any area of the exterior surface of the vehicle that contains a hole larger than six 

square inches, or there is a visible dent that exceeds 144 square inches and the deepest 

point of depression is more than two inches.  

o. Cleaning and Disinfection of Vehicle.  

1. Every Taxi or Ramp Taxi must be regularly cleaned so that the interior is clean, orderly and kept 

free of offensive odors and stains.  

2. A Taxi or Ramp Taxi vehicle must be disinfected whenever required by SFMTA. 

3. Seats. Rear seats shall be upholstered with vinyl or leather in good repair and matching the 

vehicle’s interior colors Seat covers may not be stained or torn. Seat springs may not be broken nor 

may they protrude through the upholstery. Seats shall be firm and comfortable with the tension of the 

seat springs evenly distributed.  

4. Floormats. Rubber floormats are required on the floor of the rear seating area of the vehicle.  

p. Vehicle Title. The principal vehicle authorized for the operation of a Medallion may be registered only in 

the name of the Medallion Holder or Color Scheme.  

q. Vehicle Mileage. Starting mileage may not be more than 70,000 miles when a vehicle is placed into 

service. No vehicle may be operated as a Taxi or Ramp Taxi after the vehicle has reached 325,000 miles.  

r. Vehicle Age. No vehicle older than six model years may be placed into service as a Taxi or Ramp Taxi 

vehicle, and no vehicle older than eight model years may remain in service as a Taxi or Ramp Taxi vehicle.  
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s. Inspections.  

1. Inspection Required. All Taxis and Ramp Taxis shall be inspected by the SFMTA or its designee, 

every six months if they are used as spare vehicles or have 200,000 miles or more on the odometer, 

and every 12 months for regular vehicles, at a date and time designated by the SFMTA, and at any 

other time deemed necessary by the SFMTA. At the time of a scheduled inspection of the vehicle, 

the Color Scheme or Taxi or Ramp Taxi Medallion Holder must provide the following:  

A. Valid and current State of California vehicle registration. 

B. Valid and current Brake Certificate issued by an official inspection station certified by the 

State of California within 60 days prior to inspection.  

C. Proof of insurance meeting the requirements of all applicable laws and regulations. 

D. A Vehicle Introduction Form signed and approved by the SFMTA. 

2. New Vehicle. If a new vehicle is purchased for use as a Taxi or Ramp Taxi, the vehicle owner may 

furnish a written certificate of compliance issued by the automobile dealership in lieu of the 

documents required in subparagraphs 1113(s)(1)(A) through 1113(s)(1)(D) above, provided that the 

certificate is dated within 60 days of the annual inspection. The automobile dealership must be 

certified by the State of California as an official inspection station.  

3. Salvage Vehicle. No vehicle which has been designated as “Salvage” by the California 

Department of Motor Vehicles may be placed into service as a taxicab unless the vehicle has been 

inspected and approved by the SFMTA. The SFMTA may require documents to establish the chain 

of title for Salvage Vehicles.  

4. Inspection Certification. Upon satisfactory completion of all inspection requirements the SFMTA 

shall affix a decal and transponder to the Taxi or Ramp Taxi that authorizes the Taxi or Ramp Taxi to 

be operated for the time period specified upon the decal.  

5. Failing Inspection. If, on inspection the SFMTA determines that a vehicle does not meet applicable 

requirements, the vehicle may fail inspection and may be ordered out of service until the condition(s) 

are corrected. A failed vehicle must be re-inspected and approved before being returned to service 

and must pass another inspection in six months from the date of return to service. The decision 

whether to pass or fail a vehicle shall be within the sole discretion of the SFMTA.  

6. Removal of Vehicle from Service.  

A. A Color Scheme shall make any vehicle available for inspection upon SFMTA request. If 

a Color Scheme fails to make a vehicle available for inspection or if the SFMTA determines 

that a vehicle is not in compliance with all applicable laws and regulations, the SFMTA may 

order the vehicle to be removed from service until it passes inspection.  

B. If the SFMTA determines that additional repairs or further inspection of the mechanical 

condition or safety equipment of a Taxi or Ramp Taxi is necessary, the Color Scheme or 

Medallion Holder shall make the necessary repairs or arrangements in order to determine if 

repairs are necessary, and must provide a statement of findings to the SFMTA from the 

repair person.  

7. Fraud in Connection with Inspection Prohibited. Misconduct in connection with required inspection 

is strictly prohibited and is grounds for revocation of a permit. Misconduct may include, but is not 
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limited to, substitution of registered owners on a temporary basis for inspection purposes, 

substitution of any vehicle part or equipment within 30 days before or after an inspection for the 

purpose of passing inspection, or knowingly making false statements to SFMTA or SFPD or their 

designees in connection with an inspection. This Section shall be strictly enforced to ensure the 

integrity of the San Francisco taxi fleet and the safety of the public.  

t. Replacement Vehicles. Whenever an existing Taxi or Ramp Taxi is replaced with another vehicle, the 

replacement vehicle must be inspected and approved prior to use.  

u. Ramp Taxis. Every vehicle used as a Ramp Taxi shall have a ramp at least 30 inches wide. Any new 

model of Ramp Taxi vehicle proposed for use as a Ramp Taxi shall be subject to the prior approval of the 

SFMTA and the Paratransit Coordinating Council.  

v. Retired Vehicles. No Permit Holder may offer any Taxi or Ramp Taxi vehicle for sale to the public until all 

remnants of the Color Scheme, including the top light and all exterior lettering, numbering, signage, and any 

other item required to be displayed on a Taxi or Ramp Taxi are completely removed.  

  



The Supply of Taxi Services in Queensland 
TCQ - Technical Research Report 

 

 

 

 
129653-1; FINAL Page 78 

Appendix 6 – Distribution of Taxi Licences Across 

Queensland 

The following tables summarising the distribution of taxi licences across Queensland Services area and 

communities for recent years. 
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Appendix 7 - Taxi “Quality of Service” Data (Singapore) 
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Appendix 8 – Basic Information for TNCs 

An information sheet, produced by the California Public Utilities Commission outlining the role, function and 

purpose of the Transport Network Companies and their obligations and requirements under CPUC Decision 

13-09-045. 
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Appendix 9 – List of TBCs within Service Contracts  

The following TBCs have a Service Contract with the State Government and associated Minimum Service 

Level requirements. 

 Brisbane Black and White Cabs 

 Brisbane Yellow Cabs 

 Bundaberg Cab Co 

 Cairns Taxis Ltd 

 Gladstone Blue and White 

 Gold Coast Cabs 

 Gympie Golden Cabs 

 Hervey Bay Taxis 

 Innisfail Taxis 

 Ipswich Yellow Cabs 

 Mackay Taxis 

 Maryborough Black and White Cabs 

 Mt Isa United Cabs 

 Redcliffe Black and White Cabs 

 Redcliffe Yellow Cabs 

 Rockhampton Cabs 

 Sunshine Coast (Suncoast Cabs) 

 Toowoomba Black and White Cabs 

 Total Average Waiting Times (all areas) 

 Townsville Standard White 

 Yeppoon (Capricorn Coast) 

  



The Supply of Taxi Services in Queensland 
TCQ - Technical Research Report 

 

 

 

 
129653-1; FINAL Page 92 

Appendix 10 - Competition and Regulation Revisited – 

Current Trends in the Taxi Industry 

Executive Summary of the review of competition and regulation in the Taxi Industry by Professor Des 

Nichols, Australian National University. 
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Appendix 11 – MSL Performance, Conventional Taxis 

Sept-Dec 2015 

Minimum Service Level performance of the Queensland Taxi Industry, Sep-Dec 2015 
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Appendix 12 – New York City TLC Access a Ride Fact 

Sheet 

Fact sheet summarising the current and historical budget and cost of delivering a paratransit (Access a Ride) 

services in New York City by the Taxi and Limousine Commission 
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Appendix 13 – MSL Performance, WATs, Sept-Dec 2015 

Minimum Service Level performance for WATs in Queensland Sep-Dec 2015 

 

  



The Supply of Taxi Services in Queensland 
TCQ - Technical Research Report 

 

 

 

 
129653-1; FINAL Page 102 

Appendix 14 – AECOM Technical Input for Taxi Industry 

Strategy Plan  

Assessment by AECOM in 2009 of the likely supply/demand balance of the taxi industry in Brisbane out to 

2026. 
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