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IMPORTANT NOTE 
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Act, no part of this report, its attachments or appendices may be reproduced by any process without the written consent 

of RPS Australia East Pty Ltd. All enquiries should be directed to RPS Australia East Pty Ltd. 

We have prepared this report for the sole purposes of Taxi Council Queensland (“Client”) for the specific purpose of only 

for which it is supplied (“Purpose”). This report is strictly limited to the purpose and the facts and matters stated in it and 

does not apply directly or indirectly and will not be used for any other application, purpose, use or matter.  

In preparing this report we have made certain assumptions. We have assumed that all information and documents 

provided to us by the Client or as a result of a specific request or enquiry were complete, accurate and up-to-date. Where 

we have obtained information from a government register or database, we have assumed that the information is 

accurate. Where an assumption has been made, we have not made any independent investigations with respect to the 

matters the subject of that assumption. We are not aware of any reason why any of the assumptions are incorrect. 

This report is presented without the assumption of a duty of care to any other person (other than the Client) (“Third 

Party”). The report may not contain sufficient information for the purposes of a Third Party or for other uses. Without the 

prior written consent of RPS Australia East Pty Ltd: 

(a) this report may not be relied on by a Third Party; and 

(b) RPS Australia East Pty Ltd will not be liable to a Third Party for any loss, damage, liability or claim arising out of 

or incidental to a Third Party publishing, using or relying on the facts, content, opinions or subject matter 

contained in this report.  

If a Third Party uses or relies on the facts, content, opinions or subject matter contained in this report with or without the 

consent of RPS Australia East Pty Ltd, RPS Australia East Pty Ltd disclaims all risk and the Third Party assumes all risk 

and releases and indemnifies and agrees to keep indemnified RPS Australia East Pty Ltd from any loss, damage, claim 

or liability arising directly or indirectly from the use of or reliance on this report. 

In this note, a reference to loss and damage includes past and prospective economic loss, loss of profits, damage to 

property, injury to any person (including death) costs and expenses incurred in taking measures to prevent, mitigate or 

rectify any harm, loss of opportunity, legal costs, compensation, interest and any other direct, indirect, consequential or 

financial or other loss. 
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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 current economic contribution of 

taxis in Queensland and a full, Treasury-compliant Cost Benefit Analysis of the regulatory reform Options 

outlined in the Green Paper.  

 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 taxi booking companies, market research and desktop 

research. 

Economic Contribution of Taxis in Queensland 

 The estimates of the economic contribution of taxis in Queensland were produced by RPS using Input-

Output (I/O) transaction tables and models developed by RPS. Data sources used include State and 

National Accounts and industry specific ABS and other agency data. Input-Output models were used to 

produce estimates of the direct and flow-on contributions of the taxi industry to the Queensland economy. 

 Two broad types of economic contributions were assessed: 

» The contribution made by the expenditure on taxi services by the Queensland community and 

» The contribution made by the expenditure on taxi operations made by the taxi industry. 

 The analysis shows that the purchasing of taxi services by Queensland contributes $1.55 billion to the 

Gross Value Add of the Queensland economy, over $706 million to worker and household incomes and 

supports over 12,400 full time equivalent workers. 

 

Table 1 Direct and Indirect Impacts of Catching Taxis in Queensland 

Contribution 
Gross Value Add 

($M) 
Income ($M) 

Employment 
(FTE) 

Direct Contribution 

Transport, Postal and Warehousing 503.8 250.7 5,102 

Financial and Insurance Services 60.0 39.3 161 

Total Direct Contribution 563.8 290.0 5,262 

Indirect Contributions 

Supply Chain Effects (Type I) 375.1 173.0 2,915 

Household Consumption Effects (Type II) 611.4 243.1 4,267 

Total Indirect Contributions 986.5 416.1 7,181 

Total Contribution 1,550.3 706.0 12,443 

 Transport, finance and professional services sector receive the greater benefits, as does the broader 

household sector. 

 In terms of taxi vehicle operations, the Queensland taxi industry contributes $359 million per year to the 

Queensland economy, including $158 million in incomes and 2,488 jobs.  

Cost Benefit Analysis of Taxi De-Regulation 

 The OPT Review has outlined a series of Options which represent varying forms of de-regulation of the 



Economic Assessment of Taxis in Queensland 
TCQ - Technical Research Report 

 

 

 

 
129653-1; FINAL Page 2 

Queensland taxi industry. 

 However, the historical experiences of other national and international jurisdictions that have 

implemented programs of taxi de-regulation have been broadly negative, with a range of perverse 

outcomes being realised. 

 This is due to the industry experiencing structural market failure in the absence of Government 

intervention, owing to (among other things):  

» imperfect information 

» conflicting objectives of different components of the industry 

» the shift of the industry to a low cost, low quality service model that fails to meet the needs of the 

community 

 The OPT Review did not provide costings of the de-regulation Options outlined in the Green Paper. RPS 

has prepared these costings in line with the Queensland Government Treasury Department guidelines for 

project and program evaluation, using a Cost Benefit Analysis methodology. 

 Key costs of personalised transport de-regulation identified through international research over the past 

30 years include: 

» Paratransit Costs – the cost to the Government of shifting from an industry funded on-demand 

disabled taxi service to a Government funded, pre-booked (typically 24hrs in advance) paratransit 

system. 

» Regulatory Compliance Costs – increase in cost to Government of regulatory enforcement and 

compliance from the removal of co-regulation and the increase in personalised transport vehicles. 

» Congestion Costs – the cost to the community of the increase in congestion in major economic 

nodes, particularly CBDs and airports in a de-regulated environment. 

» Emission Costs – the cost of additional emissions from an increased personalised transport fleet, 

coupled with a shift away from hybrid and LPG fuels and sub-optimal vehicle utilisation. 

» Fare Price Increases – increased cost of fares to the community from de-regulation mirroring the 

outcome of every de-regulated market in the world for the past 30 years. 

» Increase in Incidences Involving Vehicles – the social and community cost of increased serious 

crashes resulting from the shift of private motor vehicles to personalised transport vehicles. 

 Only one benefit was identified from research – reduced waiting times. While the relevance of this benefit 

to Queensland is questionable (it only accrues in urban areas and is based on markets where TBCs are 

not contractually obligated to hit Minimum Service Levels, it has been included to ensure the results of the 

analysis are comprehensive and conservative. 

 Based on this analysis, RPS estimates that the net impact to the community and Government of the 

proposed de-regulation Options (Options 2-4) will be negative over the next four years. The net cost to 

Queenslanders is estimated at between $650 million and $1.0 billion per annum depending on the Option 

and the relevant Discount Rate. 

 The biggest impact will be on the fiscal position of Government with the cost of delivery paratransit and of 

increased compliance burden costs representing two of the largest negative impacts. 
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Figure 1 Net Present Value, by Discount Rate, De-Regulation Options 

 This analysis has not included consideration of the costs to Government and the community, directly or 

indirectly, of compensation to the industry and licence owners of the implementation of any of the de-

regulation options.  

 This reflects the objective of ensuring the results of the Cost Benefit Analysis are conservative and 

defensible in nature. It also reflects the fact that the level of compensation can vary dependent on the 

compensation package developed by Government and the de-regulation Option implemented.  

 RPS estimates that compensation of up to $1.15 billion could be required in the forward estimates, if 

licences are bought back by the Government at pre-2015 market prices. The addition of this cost would 

have the effect of more than doubling the nominal cost to Queensland of the proposed reform options. 

Cost Benefit Analysis of Public Transport Reforms 

 The Green Paper of the OPT Review Taskforce also identified several potential future reform options for 

integrating the Queensland taxi industry into the broader public transport network. These reform options 

align with the current role of taxis in the movement of Queenslanders and the views and preferences of 

the community. This reform would have the potential to yield significant benefits for the Queensland 

public transport system as well as the wider community. 

 Public Transport-related benefits have not been assessed as part of the core Cost Benefit Analysis of the 

proposed regulatory reform Options in section 3.0. This is because the implementation of public transport 

options is not contingent on or related to de-regulation of taxis.  

 It is instead an independent reform option that can be adopted and implemented separate to the broader 

de-regulation reform Options proposed in the Green Paper. 

 The future options assessed in this section are: 

» The integration of Go Cards into taxis 

» A decrease of the credit card surcharge currently applied to electronic payments within taxis 

» The integration of taxis into first and last mile trips to feed into the public transport system 

 In total, these three benefits are estimated provide $319 million worth of benefits to the Queensland 

community through decreased prices and increased accessibility under a 7% discount rate. These 

benefits and these potential future options have the ability to be implemented irrespective of which 

scenario is recommended by the OPT Review Taskforce. 
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Figure 2 Present Value of Public Transport and Community Affordability Increases, by Discount Rate 

Conclusions 

 Queenslanders utilise taxis more than any other State and get better value for money due to lower fares, 

longer trips and more frequent travel in groups. In 2015, Queenslanders spent over $1 billion on taxis 

resulting in a total annual contribution to the economy of $1.6 billion. This contribution is captured by 

a range of sectors including transport, retail, finance and property sectors. 

 The operations of the Queensland taxi industry also generate benefits. Businesses in the taxi industry 

supply chain receive a benefit in the order of $360 million each year associated with the operation and 

maintenance of the fleet and the purchase and fitout of new and replacement vehicles. 

 The Options identified by the OPT Review Green Paper do not benefit Queenslanders or the 

Government. All de-regulation Options (Options 2-4) have a negative impact on the community and on 

the fiscal position of Government over the next four years.  

 The full de-regulation of the Queensland taxi industry and personalised transport sector is estimated to 

cost over $1.2 billion dollars over the next four years, with the majority of this cost being a financial cost to 

Government in the operation and delivery of a paratransit fleet. However, Queenslanders will also be 

impacted through increased traffic congestion, worsening vehicle safety and higher fares. These trends 

are in line with the experiences of international markets over the past 30 years. 

 The Benefit Cost Ratios of each of the reform Options identified are all well below the 1.0 threshold that 

indicates a return on investment for the community and Government. Therefore, the evidence and 

analysis in this Report indicate that the implementation of the reform Options presents cannot be justified 

from an economic, social, environment or fiscal perspective. 

 And this does not include the cost to the Government of any compensation package in response to the 

adoption and implementation of one of the de-regulation reform Options. This compensation could be 

valued at anything up to $1.15 billion in the forward estimates depending on the compensation model 

adopted by Government. 

 The Green Paper also identifies independent reforms focused on further integrating taxis into the public 

transport sector. These reforms can be implemented and the benefits realised without the implementation 

of any of the broader reform Options identified in the Green Paper. If achieved, the Queensland 

community and Government will accrue between $300 million and $350 million per year. 
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1.0 Introduction 

1.1 Research Context 

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

Queensland taxi industry. This research forms the basis of TCQ’s submission to the Opportunities for 

Personalised Transport Review (“OPT Review”).  

It also represents the first comprehensive profiling and analysis of the Queensland taxi industry in twenty 

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: 

 Analysing the characteristics and drivers of demand for taxi services in Queensland. 

 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. 

 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. 

 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. 

 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 Opportunities for Personalised Transport Review (“OPT Review”) 

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

rideshare services in Queensland. The purpose of the review is to: 

“…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 Review – referred to the Opportunities for Personalised Transport or 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 rideshare 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 rideshare 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.  

1.3 Economic Assessment Technical Research Paper Structure 

This report compiles the results of technical research and analysis of the economic contribution of the taxi 

industry within Queensland during the 2014-15 financial year. This technical report also conducts a high level 

cost-benefit analysis of the Four Regulatory Options proposed by the Opportunities for Personalised 

Transport Review Panel. It includes a number of key sections: 

 Economic Contribution of Taxis in Queensland – analysis into the level of economic activity generated 

by taxis services and the industry in Queensland. 

 Cost-Benefit Analysis of Taxi De-Regulation – analysis of the costs and benefits of the partial or full 

de-regulation of personalised transport in Queensland based on Options 2-4 of the Green Paper. 

 Cost Benefit Analysis of Public Transport Integration – estimate of the benefits to Government and 

the community of the integration of taxis into public transport. 

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

1.4 Sources of Evidence 

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. 

1.4.1 Consultation 

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

and around the world. 

Between November 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 
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 Gympie 

 Bundaberg 

 Cairns 

 Townsville 

 Mackay 

 Rockhampton 

 Gladstone  

 Mount Isa

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

operators and booking companies. 

Additionally, in March 2016, representatives of RPS, TCQ and the Australian Taxi Industry Association 

(“ATIA”) travelled to a series 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 

 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 in each location and the 

lessons that could be learnt for the Queensland context. 

1.4.2 Booking Company 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 booking companies 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”). 

Additionally, data sets and other information was made available to RPS by those overseas taxi jurisdictions 

with which RPS and TCQ consulted in February and 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 statistics information from a range of publicly available sources. 

This included the Australian Bureau of Statistics (“ABS”), Queensland Government Statistics Office 

(“QGSO”), ATIA and individual reports, surveys and other publicly available data sets from desktop research. 

1.4.3 Market Research 

TCQ engaged the public opinion and strategic market research firm, UMR Strategic Research, 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 
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 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 Taxi Subsidy Scheme 

 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 

1.4.4 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 this desktop research has been on gaining 

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

regulatory reforms. Additionally, RPS has 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. 

1.5 Author Profile 

1.5.1 RPS 

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

energy, mining and natural resource management. 

RPS employs 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. 

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. 
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1.5.2 Mark Wallace 

Mark Wallace is the Regional Technical Director and head of Economics 

Advisory Services for RPS in Australia Asia Pacific.  

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

advisor, 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. 

1.6 Glossary and Abbreviations 

ATIA Australian Taxi Industry Association 

CBA Cost Benefit Analysis or Assessment 

EIA Economic Impact Assessment 

GVA Gross Value Added 

GSP Gross State Product 

I/O Input/Output 

IPNRC Infrastructure, Planning and Natural Resources Committee 

MSL Minimum Service Levels 

OPT Review Opportunities for Personalised Transport Review 

TCQ Taxi Council Queensland 

WAT Wheelchair Accessible Taxi 

USO Universal Service Obligations 
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2.0 Contribution to the Queensland Economy 

This chapter examines and analysis the economic contribution and significance of the taxi industry to the 

Queensland economy. This assessment includes estimates of direct and flow-on contributions to other 

industries where relevant. 

2.1 Contribution Types 

The contribution that different sectors make to the wider economy and community can be measured in a 

number of ways. Traditionally, the Economic Impact Assessments (“EIAs”) measure the direct and indirect 

impacts of final expenditure on goods and services. However, it is also possible to use the same approach to 

get an understanding of the impact of the expenditure by the sector itself on its supply chains. 

RPS has assessed Two different contributions made by the taxi industry to the Queensland economy: 

 The contribution made by the expenditure on taxi services by the Queensland community 

 The contribution made by the expenditure on taxi operations made by the taxi industry 

2.2 Methodology 

The estimates in this report are produced using Input-Output (I/O) transaction tables and models developed 

by RPS. Data sources used include State and National Accounts and industry specific ABS and other 

agency data. Input-Output models were used to produce estimates of the direct and flow-on contributions of 

the taxi industry to the Queensland economy.  

All estimates are presented in current prices. Measures used in this report include Gross State Product 

(“GSP”), Gross Value Added (“GVA”) activity, employment, and income (i.e., wages and salaries). Further 

detail can be found in Appendix A. 

The contribution of the taxi industry to the Queensland economy is estimated across the following Three key 

measures:  

 Gross Product: The value of all outputs of an industry including taxes and subsidies on its final products 

after deducting the cost of goods and services inputs in the production process.  

 Incomes: Level of wages and salaries paid to employees in each industry. 

 Employment: Level of employment supported by the industry, and is expressed in as full time equivalent 

(“FTE”) positions.  

Output is also used within this assessment. Output refers to the total value of all goods and services 

produced within the year (the final value of the good/ service). This measure results in an overestimate of the 

economic contribution as it results in double counting of goods/services throughout the supply chain. 

The contribution of the taxi industry to the Queensland economy is measured through: 

 Direct impacts: the activity which directly results from operational expenditure on goods and services by 

the taxi industry within Queensland. 

 Flow-on impacts: the second and subsequent round effects of the increased level of purchases by 

suppliers in response to increased sales. Flow-on impacts are disaggregated to:  

» Supply Chain Effects (Type I): which represent the production induced support activity as a result of 

additional expenditure by the taxi industry on goods and services, and subsequent round effects of 

increased purchases by suppliers in response to increased sales.  
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» Household Consumption Effects (Type II): which represent the consumption induced activity from 

additional household expenditure on goods and services resulting from additional wages and salaries 

being paid within the economy. 

2.3 Economic Contribution of Catching Taxis in Queensland 

This section examines the economic contribution, and economic activity created through passengers 

catching taxis within Queensland. This analysis seeks to quantify the economic contribution riders 

purchasing taxi services have on the Queensland economy. 

2.3.1 Economic Contribution Assumptions and Drivers 

Based on Queensland taxi industry data provided to RPS by Taxi Council Queensland and by Taxi Booking 

Companies (“TBCs”), there were 46,472,662 taxi jobs within Queensland in 2015, with an average fare of 

$24.16. Based on consultation with the taxi industry within Queensland, 80% of all fares are processed as 

part of electronic transactions, with these electronic transactions currently attracting a 10% surcharge for 

Cabcharge cards and 11% (10% plus GST) for other cards. The remaining 20% of job transactions are in 

cash. 

As a result, it has been estimated that the average taxi fare within Queensland is $22.40, with an average of 

$1.76 for electronic transactions (accounting for 80% of jobs being paid electronically). 

The average taxi fare and surcharge were then applied to the total number of taxi jobs within Queensland in 

2015 to obtain the total value of jobs taken within Queensland. This amounted to $1.04 billion worth of 

expenditure on the taxi industry within Queensland, and $81.7 million worth of surcharges. 

These expenditures were then applied to the corresponding ANZSIC industries, prior to being included in the 

economic contribution assessment. 

2.3.2 Economic Contribution Assessment 

Passengers catching taxis within Queensland are estimated to have directly spent over $1.1 billion worth of 

output (or revenue) in 2015, contributing over $564 million worth of gross value add through direct impacts 

and, based on the input-output modelling, 5,262 full time equivalent employees. However, it should be noted 

that due to the limitations of input-output modelling, and the operating structure of the taxi industry, this 

employment estimate underestimates the number of employed persons in the industry, given there are 

13,586 taxi driver authorisations in Queensland during 2015. This reflects significant variations in the hours 

worked by taxi drivers in the State. 

Furthermore, people catching taxis within Queensland directly provide $290 million in incomes to taxi drivers 

and other taxi industry workers within Queensland. 

The table below identifies the total indirect impacts from people catching taxis within Queensland. Direct 

expenditure on taxis within Queensland supports an additional $986.5 million worth of gross value add, with 

$375.1 million in gross value add through supply chain contributions (the taxi industry purchasing goods and 

services) and $611.4 million worth of household contributions. In total, people catching taxis within 

Queensland help to support $1.55 billion worth of gross value add.  

Furthermore, people catching taxis within Queensland helps support $416.1 million worth of indirect 

incomes, with $173.0 million through supply chain contributions and $243.1 million through household 

consumption contributions. This supported income results in 2,915 full time equivalent employees through 

supply chain contributions and 4,267 full time equivalent employees through household consumption 

contributions 
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Table 2 Direct and Indirect Impacts of Catching Taxis in Queensland 

Contribution 
Gross Value Add 

($M) 
Income ($M) 

Employment 
(FTE) 

Direct Contribution 

Transport, Postal and Warehousing 503.8 250.7 5,102 

Financial and Insurance Services 60.0 39.3 161 

Total Direct Contribution 563.8 290.0 5,262 

Indirect Contributions 

Supply Chain Effects (Type I) 375.1 173.0 2,915 

Household Consumption Effects (Type II) 611.4 243.1 4,267 

Total Indirect Contributions 986.5 416.1 7,181 

Total Contribution 1,550.3 706.0 12,443 

A breakdown of the contribution to industry value add, as a result of people catching taxis within 

Queensland, is shown in the figure below. This figure indicates that the largest industry contributing to gross 

value add as a result of passengers catching taxis within Queensland is the transport, postal and 

warehousing industry, contributing a total of $582.7 million of gross value add to the Queensland economy.  

Furthermore, passengers catching taxis within Queensland contributed in total $166.5 million in gross value 

add to the financial and insurance service sector, and $127.3 million in gross value add to the ownership of 

dwellings sector.  

 

Figure 3 Gross Value Add by Industry, Annual Impact of Expenditure on Taxis 

The figure below identifies the total direct and indirect full time equivalent employment generated due to 

passengers catching taxis within Queensland, with the transport, postal and warehousing industry being the 

largest beneficiary with 5,792 full time equivalent employees, with 5,102 direct and 690 indirect employees. 

Other services industry was the second largest beneficiary of passengers catching taxis within Queensland, 

with 948 full time equivalent employees supported, followed by retail trade with 836 full time equivalent 

employees and the professional, scientific and technical services industry with 709 full time equivalent.   
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Figure 4 Employment by Industry, Annual Impact of Expenditure on Taxis 

A full economic contribution breakdown by industry can be found in Appendix B. 

2.4 Economic Contribution of Operating Taxis in Queensland 

RPS has also examined the economic activity generated by Queensland through the operations of the 

Queensland Taxi Industry. Unlike the previous analysis in Section 2.3, this analysis quantifies the economic 

contribution of the running of the taxi industry within Queensland. 

2.4.1 Economic Contribution Assumptions and Drivers 

RPS utilised data from the Queensland taxi industry to develop the average annual operational cost profile of 

running a taxi within Queensland during 2015. The table below identifies the average operational cost of 

running a taxi within Queensland, broken down by operational cost item. 

Table 3 Average Taxi Operating Cost 

Operating Cost Item 
Average Cost 

($) 

Licence Lease Fees 27,601 

Repairs and Maintenance 12,316 

Vehicle Insurance and Registration 10,006 

Fuel 9,198 

Base Fees 8,588 

Depreciation 8,369 

Operator Wages 5,366 

Operator Admin 2,361 

Tolls and Charges 410 

Licence Fees 207 

Total 84,422 

Based on taxi booking company data, within Queensland during 2015 there was a total of 3,260 taxis in 

operation, with 2,617 conventional taxis and 643 wheelchair accessible taxis. the average annual operating 
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cost was applied to The number of taxis within the state, with the table below identifying the total annual 

operating cost for taxis operating in Queensland during 2015. 

Table 4 Total Taxi Operating Costs within Queensland 

Operating Cost Item 
Conventional 

($) 
WAT ($) Total ($) 

Licence Lease Fees 72,231,817 17,747,443 89,979,260 

Repairs and Maintenance 32,230,972 7,919,188 40,150,160 

Vehicle Insurance and Registration 26,185,702 6,433,858 32,619,560 

Fuel 24,071,166 5,914,314 29,985,480 

Base Fees 22,474,796 5,522,084 27,996,880 

Depreciation 21,901,673 5,381,267 27,282,940 

Operator Wages 14,042,822 3,450,338 17,493,160 

Operator Admin 6,178,737 1,518,123 7,696,860 

Tolls and Charges 1,072,970 263,630 1,336,600 

Licence Fees 541,719 133,101 674,820 

Total 220,932,374 54,283,346 275,215,720 

Furthermore, the average capital cost of running a taxi within Queensland was obtained in consultation with 

the Queensland taxi industry. The table below identifies the average costs associated with getting a new taxi 

on the road within Queensland, including vehicle and vehicle fitout costs. 

Table 5 Average Taxi Fitout Cost 

Cost Item Conventional ($) WAT ($) 

Vehicle 31,643 49,160 

WAT Fitout - 17,733 

Fuel Conversion - 4,511 

Dispatch Equipment 3,630 3,630 

Security Cameras 3,295 3,295 

Pre-Wire 2,836 2,794 

Exterior 1,616 2,649 

Vehicle Rego 6,505 1,200 

Meter 495 495 

Total Fitout Cost 50,020 85,468 

Based on the maximum age of six years for a conventional taxi and eight years for a wheelchair accessible 

taxi under legislation, RPS has assumed that there is the even proportion of taxis which require to be 

refreshed each year. Based on 2,617 conventional taxis and 643 wheelchair accessible taxis, this 

corresponds to 436 conventional taxis and 80 wheelchair accessible taxis needing to be replaced and fitted 

out each year. 

Both the capital and operational costs items associated with the fitout and operation of taxis were then linked 

to the corresponding ANZSIC industries, which are used for the economic contribution assessment. 

2.4.2 Economic Contribution Assessment 

Taxi operators within Queensland are estimated to have spent approximately $273.1 million in 2015 on 

capital and operational costs to provide taxi services within Queensland, resulting in approximately $126.2 

million worth of gross value add through direct impacts. The expenditure by taxi operators is estimated to 
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have directly supported $60.1 million in incomes, and generating 988 full time equivalent employment 

positions within Queensland.  

The direct expenditure by Queensland taxi operators is estimated to have contributed $94.0 million worth of 

gross value add through supply chain effects, and $139.0 million worth of household consumptions effects to 

the Queensland economy. Based on this, it is estimated that taxi operators within Queensland directly and 

indirectly contribute $359.1 million worth of gross value add to the Queensland economy.  

Table 6 Direct and Indirect Impacts of Taxis Operating Within Queensland 

Contribution 
Gross Value Add 

($M) 
Income ($M) 

Employment 
(FTE) 

Direct Contribution 

Transport, Postal and Warehousing 29.7 12.0 198 

Retail Trade  19.3 10.8 250 

Financial and Insurance Services 14.0 8.3 53 

Rental, Hiring and Real Estate Services 39.5 17.9 184 

Other Services 21.4 10.0 281 

Manufacturing 2.3 1.2 22 

Total Direct Contribution 126.2 60.1 988 

Indirect Contributions 

Supply Chain Effects (Type I) 94.0 43.7 597 

Household Consumption Effects (Type II) 139.0 54.0 903 

Total Indirect Contributions 233.0 97.8 1,500 

Total Contribution 359.1 157.9 2,488 

A breakdown of the contribution to industry value add, generated by taxi operators within Queensland 

indicates that the largest industry contributing to gross value add as a result of taxi operators within 

Queensland is the rental, hiring and real estate services industry with a total of $52.3 million worth of gross 

value add. This was followed by the financial and insurance services, with $48.0 million worth of gross value 

add and the transport, postal and warehousing industry with $42.9 million. 

 

Figure 5 Gross Value Add by Industry, Annual Impacts of Taxi Operations 
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The figure below identifies the total direct and indirect full time equivalent employment generated by taxi 

operators within Queensland, with the retail trade industry being the largest beneficiary with 428 full time 

equivalent employees, with 250 direct and 178 indirect employees. Other services industry was the second 

largest beneficiary, with 386 full time equivalent employees supported followed by the transport, postal and 

warehousing industry (298 full time equivalent employees) and the rental, hiring and real estate industry (247 

full time equivalent employees).   

 

Figure 6 Employment by Industry, Annual Impacts of Taxi Operations 
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3.0 Cost Benefit Analysis of Taxi De-Regulation 

3.1 Proposed De-Regulation  

The OPT Review has outlined a series of Options which represent varying forms of de-regulation of the 

Queensland taxi industry. This type of de-regulation is viewed as positive by many commentators and 

academics as it encourages greater competition. This de-regulation usually comprises a removal of fare and 

supply restrictions and commonly includes the abolition of geospatial restrictions (i.e. Service Areas) as well. 

However, the historical experience of other national and international jurisdictions that have implemented 

programs of taxi de-regulation have been broadly negative, with a range of perverse outcomes being 

realised. Case studies analysed in the RPS report The Supply of Taxi Services in Queensland confirmed that 

the de-regulation of taxis reveals an industry that experiences structural market failure in the absence of 

Government intervention, owing to (among other things) imperfect information, conflicting objectives of 

different components of the industry and the shift of the industry to a low cost, low quality service model that 

fails to meet the needs of the community. 

The OPT Review did not provide costings of the de-regulation Options outlined in the Green Paper. RPS has 

prepared these costings in line with the Queensland Government Treasury department guidelines for project 

and program evaluation, using a Cost Benefit Analysis methodology. 

3.2 Cost Benefit Analysis Methodology 

A CBA is the most commonly used, and most comprehensive, of the economic evaluation techniques. 

Essentially, a CBA compares the monetised benefits and costs of a project to evaluate the desirability of a 

project.  

A CBA provides little value if it is conducted without a base case in which with to compare options. For the 

purpose of this study, Options Two, Three and Four are therefore analysed based on only the incremental, or 

additional, benefits and costs with respect to the base case, Option one. This approach is considered to be 

the most appropriate to assess the net economic benefits that accrue from Options Two, Three and Four. 

The CBA steps traditionally include: 

(1) Identify the quantifiable benefits that are able to be monetised 

(2) Calculate the value (in monetary terms) of the quantified incremental benefits and costs in net present 

value (NPV) terms using the discount rates 

(3) Calculate the benefit cost ratio (BCR) – the total present value of all net benefits compared to the 

present value of capital costs to determine the ratio to which incremental net benefits exceed (or 

undershoot) incremental costs related with the option 

(4) Undertake a sensitivity assessment 

3.2.1 Discount Rates and Timeframe 

Discounting is the reverse of adding (or compounding) interest. It reduces the monetary value of future costs 

and benefits back to a common time dimension – the base date (i.e. June, 2016). Discounting satisfies the 

view that people prefer immediate benefits over future benefits (social time preference) and it also enables 

the opportunity cost to be reflected (opportunity cost of capital).  
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Recognising the potential for multiple audiences for the assessment, RPS used real discount rates of 4, 7 

and 10%. This complies with Queensland State Government preference for a 4-4.5% real discount rate plus 

risk measures (i.e. 7 and 10%).   

Modelling of quantifiable benefits and costs are developed over a Four-year timeframe to reflect the 

Queensland Government’s Budget forward estimates. 

3.3 De-Regulation Options 

Four options for de-regulations were identified by the OPT Review are provided below, with these Options 

briefly summarised in the sections below. 

 

Figure 7 Regulatory Reform Options, OPT Review 

The key points of each Option are summarised below. 
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3.3.2 Option One 

Option one is a continuation of the existing regulatory framework, with: 

 Perpetual taxi licenses issued by the State Government 

 Maximum fees and additional fees are determined by the government 

 Taxi licences aligned with a taxi service area 

 Legislated vehicle, driver and customer safety concerns 

3.3.3 Option Two 

Option Two is reform to the booked market in South East Queensland, including the implementation of a new 

annual ride-sourcing license, with no limit on the number of ride-sourcing licences available and removing 

prescriptive requirements for limousines. This Option also includes: 

 The allowance for extra fees such as lift fees 

 Remove compulsory affiliation within South East Queensland 

 Merge all taxi service areas into one service area for South East Queensland 

 Existing vehicle age, inspection and safety features retained 

 Current driver safety requirements retained 

 Drivers must have a Drivers Authority with the vehicle being easily identifiable 

3.3.4 Option Three 

Option Three is reform to the booked market across Queensland, with ride-sourcing and limousines licences 

grouped in the same category, with no limit on ride-sourcing license numbers and prescriptive requirements 

removed for limousines. Taxis would still maintain access to the rank-and-hail market. This Option also 

includes: 

 Allowance for extra fees such as lift fees, and deregulate the fares in the booked market, but retain 

maximum fare regulations for the rank-and-hail market 

 Remove compulsory affiliation Statewide 

 Booked market can operate statewide without limits, but rank and hail for taxis confined to their taxi 

service area 

 Co-regulation of vehicle safety, with the government no longer regulating safety 

 Removal of prescriptive in-vehicle safety equipment, with an adoption of an outcomes based approach 

 A focus on co-regulation for customer safety 

3.3.5 Option Four 

Option Four is in effect a full deregulation of the Queensland taxi industry, with the removal of all license 

categories and the introduction of an annual fee to operate the booked and rank and hail market, with no 

limit on the number of licences issued. This Option also includes: 

 Deregulation of all booked and rank and hail fares 

 Remove compulsory affiliation statewide 

 Allow all services to operate statewide without any limitations 

 Industry to self-regulate vehicle safety 
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 Drivers subjected to current driver safety regulations, but with a focus on self-regulation 

 Industry self-regulation of customer safety 

3.4 Cost and Benefit Profiles 

RPS has undertaken extensive research and consultation with international industry association and 

regulators to determine the impacts that each of the de-regulation Options will have on Queenslanders and 

the Government.  

Key costs and benefits are summarised below. 

3.4.1 Paratransit Costs 

Universal Service Obligations are a unique aspect of the Queensland taxi regulations. Universal Service 

Obligations result in a taxi company being required to provide the same level of service regardless of who 

they are, their physical or mental condition or where they live. This has the result of no one in Queensland 

being discriminated against due to any limitations they have. The main group effected by universal service 

obligations are the disabled sector, and in many cases, taxis are the only way members of the disabled 

community can be transported, at no cost to the Government, other than the TSS Subsidy which is paid to 

the individual. By opening up the booked passenger market to competition the Queensland taxi industry 

would no longer be able to cross subsidise the universal service obligations they have for disabled 

passengers through fares at other busier times. As a result of this, it would be no longer feasible for the taxi 

industry to provide these services, as a result the Queensland Government would be required to operate a 

Paratransit system. 

As no state within Australia has a fully integrated and operational Paratransit system, international systems 

were analysed. Based on the geographical layout and size, Los Angeles Paratransit Service was used as a 

benchmark, with the average cost per trip obtained for paratransit trips in Los Angeles.1 As this estimate was 

both in US dollars and a cost in 2008/09 dollars, the average paratransit cost was then converted to 

Australian dollars2 and inflated to 2015 dollars3 to obtain an estimate for the cost of a Paratransit system in 

Queensland in 2015 dollars. This value was then applied to the number of jobs by both WAT servicing 

people with a disability and other non-wheelchair TSS jobs in either South East Queensland or Queensland 

depending on the Option. In order to estimate the net additional cost, the current TSS subsidy paid to 

passengers was removed from the total paratransit system cost. 

3.4.2 Regulatory Compliance Costs 

Due to the nature of the TBC’s Service Contrast with the Government, the regulatory burden on Government 

is currently shared with the industry. This is due to the current co-regulatory framework and the role of the 

current regulations in facilitating TBCs in regulating other stakeholders.  

Three of the Options proposed by the Opportunities for Personalised Service review proposes no limit to the 

numbers of ride-sourcing vehicles. As a result of the increased number of ride-sourcing vehicles, increased 

levels of compliance will be required. Relevant to the current levels, from the government would be required. 

                                                      
 
 
 
 
 
1 New York City Transit (2011) Paratransit Peer Report January 2011, New York City Transit Department of Busses' Paratransit 
Division, New York City 
2 RBA (2009), Exchange Rates - Daily 2007 to 2009, Reserve Bank of Australia, Sydney 
3 ABS (2016), Consumer Price Index Australia, Cat. No. 6401.0, Australian Bureau of Statistics, Canberra 
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The cost of compliance would be borne by Government, with the following assumptions used to estimate the 

likely increased compliance costs: 

The OPT Review Green Paper4 identified compliance and enforcement costs of $1.5 million in 2015 for the 

current 3,260 taxis in Queensland, or on average $460 per vehicle. San Francisco was used as a benchmark 

into the projected additional number of ride-sourcing vehicles. In 2015 there were 1,900 taxi medallions, 

however as identified in the Joint Oversights Hearing into Ride Hailing Disruption, there were 16,000 uber 

drivers in San Francisco, and 120,000 within California.5 Given uber commenced operation in San Francisco 

in 2012, a linear growth of drivers was used and applied to the annual increase in vehicles relative to taxi 

medallions within San Francisco to obtain annual growth rates in the number of vehicles. These growth rates 

were then applied to the Queensland taxi licence numbers to estimate the projected additional number of 

ride-sharing vehicles. These results were validated by Jim Varghese in the Brisbane Green Paper 

Consultation session where he indicated 4,000 uber drivers are currently operating within South East 

Queensland6. 

This growth rate corresponds with international experience in Sweden, Ireland and New Zealand in the 

growth of taxis numbers of between 250% and 600% following de-regulation. 

The projected number of additional vehicles was then applied to the average compliance cost per vehicle to 

estimate the projected increase in compliance costs. 

3.4.3 Congestion Costs 

Under the current regulatory framework, the number of taxis are limited based on licenses sold by the 

Queensland Government. Additionally, the movement of taxis across is also limited based on taxi service 

area. This has the effect of limiting the number of vehicles in any one location, and resulting in the taxi fleet 

being dispersed throughout the regions, rather than congregating on certain locations. By merging existing 

taxi service areas vehicles will be able to congregate for fares where they see fit, and allowing for uncapped 

ride-sourcing drivers will result in an increased number of vehicles on the road vying for taxi work. The 

increased cost of congestion will be a social cost, borne out by commuters and the general Queensland 

public through an increased number of vehicles on the road, and in a given location.  

In order to estimate the cost of congestion per vehicle, the following approach was used. Based on the 

University of Sydney willingness to pay survey for a congestion charge for Sydney, with willingness to pay 

coming out at $8 per day7, on the presumption that revenue raised goes to public transport. This value was 

then halved to reflect lower congestion levels in Queensland compared to New South Wales. This value was 

then annualised to obtain an annual shadow price for vehicle congestion. 

San Francisco was used as a benchmark into the projected additional number of ride-sourcing vehicles. In 

2015 there were 1,900 taxi medallions8, however as identified in the Joint Oversights Hearing into Ride 

                                                      
 
 
 
 
 
4 OPT Review Taskforce (2016), The Future of Queensland’s Personalised Transport Industry – A Green Paper for Consultation, OPT 
Review Taskforce, Brisbane 
5 California Legislature Senate (2016) Senate Committee on Energy, Utilities and Communications and Senate Committee on 
Transportation and Housing, Ride-Hailing Disruption: Establishing a Level Playing Field in the Transportation-for-hire Market, 
Sacramento, California 
6 OPT Review Taskforce (2016), Jim Varghese comment during the OPT Green Paper Consultation Program, Brisbane Session, 1st 
June 2016, recordings accessed at 31 May 2016 
7 Hensher, DA, (2012) Assessment of the commuter's willingness to pay a congestion charge under alternative pricing regimes and 
revenue disbursement plans, ARC Discovery Project, Institute of Transport and Logistics Studies, University of Sydney, Sydney 
8  
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Hailing Disruption, there were 16,000 uber drivers in San Francisco, and 120,000 within California.9 Given 

uber commenced operation in San Francisco in 2012, a linear growth of drivers was used and applied to the 

annual increase in vehicles relative to taxi medallions within San Francisco to obtain annual growth rates in 

the number of vehicles. These growth rates were then applied to the Queensland taxi licence numbers to 

estimate the projected additional number of ride-sharing vehicles. These results were validated by Jim 

Varghese in the Brisbane Green Paper Consultation session where he indicated 4,000 uber drivers are 

currently operating within South East Queensland10. The number of vehicles used in the assessment was 

then halved due to an assumption based on not all ride-sourcing vehicles will congregate in high demand 

areas. 

The shadow price of the annual congestion cost per vehicle was then applied to the projected number of 

additional vehicles to estimate the projected increase in congestion costs. 

3.4.4 Emission Costs 

In 2015 17% of Queensland’s taxi fleet was using liquefied natural gas (“LPG”), with 72% of the fleet 

operating hybrid vehicles.11 Utilising these vehicles has resulted in a reduction in per kilometre emissions 

compared to non-hybrid/LPG vehicles, as well as increased fuel efficiency. By allowing an uncapped number 

of ride-sourcing vehicles into the market, these vehicles will then be used more intensively than previously. 

This increase in utilisation, combined with the decrease in hybrid/LPG vehicles, will result in an increased 

level of vehicle emissions. This cost estimate applies a non-market environmental cost to the increase in 

emissions from the additional ride-sourcing vehicles operating within Queensland. 

Based on research conducted by Booz and Co12 into the breakdown of cost of congestion estimates, Booz 

and Co estimated that 37.2% of costs incurred were due to private time costs from congestion, and 11.7% of 

costs incurred due to extra air pollution damage costs, with business time costs, and vehicle operating costs 

making up the remaining cost breakdown. As a result of this, breakdown, the social cost of increased air 

pollution is 31.45% of the private time cost of congestion. Based on the congestion shadow price above, of 

$4 per vehicle per day, an annual social cost of extra emissions per vehicle was developed. 

The projected number of additional vehicles was then applied to the annual emission cost per vehicle to 

estimate the projected increase in non-market emission costs. 

3.4.5 Fare Price Increase 

International experience over the past 30 years has consistently demonstrated that taxi fares increase post 

de-regulation. This goes against convention competition theory which states that increased personalised 

transport vehicle supply should result in reduced fares. However, this fails to recognise the market-failure 

nature of personalised transport in a de-regulated environment and the motivations and drivers of industry 

stakeholders in the absence of Government regulation. 

                                                      
 
 
 
 
 
9 California Legislature Senate (2016) Senate Committee on Energy, Utilities and Communications and Senate Committee on 
Transportation and Housing, Ride-Hailing Disruption: Establishing a Level Playing Field in the Transportation-for-hire Market, 
Sacramento, California 
10 OPT Review Taskforce (2016), Jim Varghese comment during the OPT Green Paper Consultation Program, Brisbane Session, 1st 
June 2016, recordings accessed at 2 June 2016 
11 Taxi Council of Queensland (2016) 2015 State and Territory Taxi Industry Statistics, unpublished data 
12 Booz and Co (2011), Accessing Our CBDs, Tourism and Transport Forum, Sydney 
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Firstly, de-regulation results in a rapid increase in vehicle numbers without a commensurate increase in 

demand. This has the effect of reducing the market share of each personalised transport vehicle in the 

movement of Queenslanders, shifting the industry as a whole from a low margin high volume sector to a high 

margin low volume sector. 

Secondly, in response to declining market share, individual taxi owners shift to a low cost service delivery 

model. This includes increasing the age of the vehicle and removing any safety or consumer protection 

equipment that is no longer required by regulation. However, these cost reductions are not sufficient to offset 

the loss of revenue to the driver and taxi owner from the de-regulation. As such, taxis increase the cost of 

fares. This has been done in a number of ways: 

 Formal fare increases 

 Informal fare increases (in the form of inappropriate use of tariffs or price exploitation and gouging) 

 Increased fare complexity, including new tariffs, charges and other fare components 

Research has consistently found that personalised transport de-regulation has led to increased fares since 

the late 1980s. In his seminal work on the impacts of taxi de-regulation in the US, Roger Teal confirmed that 

taxi fares in de-regulated US markets increased by 12% more than in regulated market, with the majority of 

this increase within the first 1-3 years13. This experience was echoed in markets such as Sweden, Ireland 

and New Zealand which all experience fare increases post de-regulation. 

Similarly, this fare increase is mirrored by similar increases by “ride sharing” services in smaller established 

markets in the US. In 2016, uber raised fares by between 10-20% above their international standard rate 

(approximately 40% above current Queensland rates accounting for recent discounting)14. These rates are 

now above that of taxis in Queensland, prior to surge pricing. 

Based on these trends, RPS has assumed that personalised transport fares will increase by 12% within the 

first two years post de-regulation (6% in year 1 and a further 6% in year 2) before remaining flat. This is 

regarded as a conservative assumption as it represents a longer term average in US de-regulated markets 

and is lower than 30-40% increases seen in other international jurisdictions or the 20% increase in “ride 

sharing” fares in established US markets in recent years. 

This fare increase is applied to current taxi jobs in the State in 2015 across the 4-year assessment period. 

3.4.6 Increase in Incidences Involving Vehicles 

Due to the nature of taxis, being on the road 24 hours a day 7 days a week, taxi vehicles have a higher 

incidence of serious crashes compared to private motor vehicles.15 Ride-sourcing vehicles, which are 

vehicles operating as taxis at certain times of the week, would be at an increased risk of serious crash due to 

the increased time the vehicles are spent on the road. This raises the risk profile of these vehicles being 

involved in serious crashes. 

                                                      
 
 
 
 
 
13 Teal, RF (1987) The Impacts of Taxicab Deregulation in the USA. Journal of Transport Economics and Policy 21(1): 37-56 cited in 
Moore, AT and Balaker, T (2006) Do Economists Reach a Conclusion on Taxi Deregulation? Econ Journal Watch Volume 3 Number 1, 
pp109-132 
14 The Verge (31 March 2016) Uber is Starting to Raise Fares in Some Small and Mid-Sized Cities, accessed at 
http://www.theverge.com/2016/3/31/11339764/uber-raising-prices-pittsburgh-self-driving-cars 
15 CARRSQ (2016), Reducing the Crash Involvement of Taxis in Queensland, A Situational Analysis and Analyses of Crash and 
Exposure Data, Centre for Accident Research and Road Safety Queensland, Brisbane 
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CARRSQ has estimated that the serious crash rate for taxis in 2013 is 30.19 serious crashed per 1,000 

vehicles compared to 1.54 serious crashes per 1,000 vehicles for private vehicles. RPS assumed that ride-

sourcing drivers would have a utilisation rate of 20% compared to a taxi. Dan Manchester from the Ride 

Share Drivers Association of Australia who identified many ride-sourcing drivers currently drive 20 hours per 

week16 which is currently a utilisation rate of 11.9%. However, higher utilisation rates have been recorded in 

more established “ride sharing” markets.  

RPS therefore estimates that “ride sharing” vehicles to have an annual serious crash rate of 6.05 vehicles 

per 1,000 vehicles, or four times higher than the crash rate of privately used vehicles. This crash rate was 

then then applied to the projected number of ride-sourcing vehicles to obtain annual number of serious 

crashes involving ride-sourcing vehicles. The Bureau of Infrastructure, Transport and Regional Economics 

provide estimates into the proportion of serious crashes which result in serious injuries or deaths, as well as 

the cost per crash17. These proportions and costs were then applied to the projected increase in serious 

crashes to obtain an annual increase in incidences involving ride-sourcing vehicles. 

3.4.7 Differentiated Product Benefit 

According to Deloitte Access Economics, ride-sourcing offers Two benefits, decreased prices and consumer 

surpluses due to differentiated quality. As the decrease in price has already been examined and disproven, 

this cost benefit analysis will include Queensland’s share of Deloitte Access Economics’ estimate into the 

consumer surplus of ride-share usage. 

International experience has shown that the only consistent benefit of the de-regulation of personalised 

transport is reduction in travel waiting times, which were experienced in Ireland, Japan and urban parts of 

Sweden. The extent to which this benefit would be realised in the Queensland context is difficult to 

determine. Queensland is the only jurisdiction in the world where TBCs are held to Minimum Service Levels 

by Service Contracts with Government resulting in some of the shortest waiting times in Australia. Similarly, 

the regional nature of Queensland’s population distribution means that wait times in regional and suburban 

areas can actually increase as de-regulated supply concentrates around major economic nodes. 

Based on Deloitte Access Economics’ report18 12,680 ride-sourcing drivers Australia-wide resulted in a 

consumer surplus due to differentiated quality amounting to $49.6 million. Based on comments Jim Varghese 

made in the Green Paper forum in Brisbane, there were 4,000 ride-sourcing drivers currently operating within 

Queensland. The ratio of Queensland drivers to drivers in Australia was taken and applied to the total value 

of consumer surplus to estimate the annual consumer surplus from ride-sourcing in Queensland. 

3.5 Value of Costs and Benefits 

RPS consolidated the monetised net present value (“NPV”) of the benefits and costs of each reform Option 

at each discount rate. This also formed the basis for the calculation of Benefit Cost Ratios (“BCRs”) for each 

Option – which measure the degree to which benefits exceed (or fall short of) costs associated with each 

Option.   

                                                      
 
 
 
 
 
16 OPT Review Taskforce (2016), Dan Manchester comment during the OPT Green Paper Consultation Program, Brisbane Session, 1st 
June 2016, recordings accessed at 03/06/2016 
17 BITRE (2015), Cost of Accidents, Department of Infrastructure and Regional Development, Canberra 
18 Deloitte Access Economics (2016), Economic Effects of Ride sharing in Australia, Deloitte Access Economics, Sydney 
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Given that Option one is the current Option, or the ‘business as usual’ Option, no cost-benefit analysis has 

been conducted. This is due to a cost benefit assessment calculating the net additional costs and benefits 

associated with the assessment. As Option One is the current Option, there is no net increase in costs or 

benefits from this Option on the Queensland economy. 

Instead, all other Options have been compared to Option One to determine the size of the net additional 

benefit (or cost) to the community of each Option. 

3.5.1 Present Value of Benefits 

It has been estimated that the benefits of all Three Options will be similar, due to the nature of the changes 

identified in the Green Paper. It has been estimated that at the 7% discount rate the Three Options will 

deliver an additional benefit of $53 million during the four years of the assessment. 

 

Figure 8 Present Value of Benefits, by Discount Rate, De-Regulation Options 

3.5.2 Present Value of Costs 

Option Four has the largest cost associated with the reform with a nominal (net of inflation) cost of almost 

$1.2 billion over the four-year assessment period and a present value of approximately $980 million at a 7% 

discount rate. In contrast, the implementation of Option Two will have lowest cost of all Three Options, with a 

nominal cost to the community and Government of approximately $800 million and present value of $667 

million over the Four-year assessment period at a 7% discount rate. 
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Figure 9 Present Value of Costs, by Discount Rates, De-Regulation Options 

3.5.3 Net Present Values and Benefit Cost Ratios 

All Three Reform Options return a negative net present value meaning the value of the costs to Queensland 

economy, community and Government are greater than the benefits, Option Four has the largest net cost to 

the community at over $1 billion in four years at a 4% discount rate, while Option Two has the smallest cost 

at approximately $650 million. 

 

Figure 10 Net Present Value, by Discount Rate, De-Regulation Options 

The NPVs of the Three options are negative across all discount rates, meaning they all have BCRs 

below 1.0 This is below the threshold generally regarded as the minimum acceptable nature to justify 

progressing with an Option, indicating all Three options could be considered economically, fiscally 

and socially unviable. Given the BCRs, none of the Options are suitable for implementation as they 

would lead to significant loss to the community and Government. 

$0

$200

$400

$600

$800

$1,000

$1,200

$1,400

Nominal 4% 7% 10%

P
re

se
n

t 
V

al
u

e
 o

f 
C

o
st

s 
($

M
)

Scenario Two Scenario Three Scenario Four

-$1,200

-$1,000

-$800

-$600

-$400

-$200

$0

4.0% 7.0% 10.0%

N
e

t 
P

re
se

n
t 

V
al

u
e

 (
$

M
)

Scenario Two Scenario Three Scenario Four



Economic Assessment of Taxis in Queensland 
TCQ - Technical Research Report 

 

 

 

 
129653-1; FINAL Page 22 

 

Figure 11 Benefit Cost Ratios by Discount Rate, De-Regulation Options 

The table below outlines the present value of costs, benefits and net present values of the Three Options 

under all Three discount rates. The table below also outlines the benefit cost ratios of all Three Options at 

each discount rate. 

Table 7 Net Present Value and Benefits Cost Ratios, Reform Options 

Net Present Value  5% 7.0% 10% 

Option Two 

Present Value of Costs $718,059,528 $667,222,257 $621,828,715 

Present Value of Benefits $56,795,837 $52,998,637 $49,597,895 

NPV ($661,263,691) ($614,223,620) ($572,230,821) 

BCR 0.08 0.08 0.08 

Option Three 

Present Value of Costs $959,767,963 $891,818,187 $831,144,572 

Present Value of Benefits $56,795,837 $52,998,637 $49,597,895 

NPV ($902,972,126) ($838,819,550) ($781,546,678) 

BCR 0.06 0.06 0.06 

Option Four 

Present Value of Costs $1,056,294,597 $981,319,274 $914,374,237 

Present Value of Benefits $56,795,837 $52,998,637 $49,597,895 

NPV ($999,498,760) ($928,320,637) ($864,776,342) 

BCR 0.05 0.05 0.05 

3.6 Industry Compensation Not Considered 

This analysis has not included consideration of the costs to Government and the community (directly or 

indirectly) of compensation to the industry and licence owners of the implementation of any of the de-

regulation options.  
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This reflects the objective of ensuring the results of the Cost Benefit Analysis are conservative and 

defensible in nature. It also reflects the fact that the level of compensation can vary dependent on the 

compensation package developed by Government and the de-regulation Option implemented.  

RPS estimates that compensation of up to $1.15 billion could be required in the forward Budget 

estimates, if licences are bought back by the Government at pre-2015 market prices. The addition of 

this cost would have the effect of more doubling the nominal cost to Queensland of the proposed 

reform options. 
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4.0 Cost Benefit Analysis of Public Transport Reforms 

4.1 Public Transport Reform Options 

The Green Paper the OPT Review Taskforce also identified several potential future reform options for 

integrating the Queensland taxi industry into the broader public transport network. These reform options align 

with the current role of taxis in the movement of Queenslanders and the views and preferences of the 

community. This reform would also have the potential to yield significant benefits for the Queensland public 

transport system.  

Public Transport-related benefits have not been assessed as part of the core Cost Benefit Analysis of the 

proposed regulatory reform Options in section 3.0. This is because the implementation of public transport 

options is not contingent on or related to de-regulation of taxis. It is instead an independent reform option 

that can be adopted and implemented separate to the broader de-regulation reform Options proposed in the 

Green Paper. 

This section seeks to quantify the additional benefit the Queensland community will receive from the 

introduction of these identified potential future options. 

The future options assessed in this section are: 

 The integration of GoCards into taxis 

 A decrease of the credit card surcharge currently applied to electronic payments within taxis 

 The integration of taxis into first and last mile trips to feed into the public transport system 

Note, that no economic or social costs were identified for these reforms. It is acknowledged that there would 

be a fiscal cost for the implementation of GoCards in taxis in the State. However, this could be implemented 

as part of the current broader reform of GoCards in Queensland meaning a separate and distinct 

implementation cost is not readily ascertainable. 

4.2 Benefits of Public Transport Reform Options 

4.2.1 Public Transport Efficiency Benefit 

Given the use of taxis are part of an integrated public transport system within Queensland, the integration of 

taxis into the public transport system would result in increased benefits for both the current observed public 

transport system, and taxis. Integration for first and last mile, being the first and last mile a passenger must 

travel to access public transport. The first and last mile acts as a feeder by taxis to bus and train stops, and 

closes the gap between the origin/destination of the passenger and public transport. This section seeks to 

quantify the projected benefits as a result of the integration of first and last mile taxi usage. 

Based on Translink’s annual GoCard usage data19 RPS assumed that 10% of Go Card usage would utilise 

“the first and last kilomtre offering”. The per kilometre fare rate in South East Queensland20 was then applied 

to the resulting number of trips with each trip assumed at one kilometre in length. This is regarded as highly 

conservative and therefore defensible. 

                                                      
 
 
 
 
 
19 Translink Division (2016), Go Card Fixed Fare Adjustments Reports, Queensland Government, Brisbane 
20 Department of Transport and Main Roads (2016), South-east Queensland taxi fares, Queensland Government, Brisbane 
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4.2.2 GoCard Consumer Benefit 

GoCard integration into the taxi fleet would be the “final piece in the puzzle” of taxis being fully integrated into 

Queensland’s public transport system, and would be the first whole of Queensland public transport system. 

By allowing the integration of GoCard systems in taxis, there would be a twofold benefit, the first would be 

the benefit to consumers from a decrease in electronic payment surcharges, currently 10% of the total fare, 

and the additional government revenue associated with higher balances being stored on GoCards. For the 

purpose of this assessment, only the consumer benefit of GoCard integration has been modelled, however 

the likely benefit of this integration is likely to be much larger to the State. 

To estimate this benefit, the average credit card surcharge amount was applied to the proportion of 

passengers who use electronic payments, which was provided through consultation from taxi booking 

companies and the average taxi fares within Queensland.21 It was assumed by RPS that not all taxi jobs 

which are currently paid for by electronic transactions would be paid using GoCards, as such, RPS has 

assumed that 50% of all electronic payments would be paid using GoCards, with the remainder still using 

other forms of electronic payments. The estimated number of jobs being paid using GoCards was then 

applied to the savings from no surcharges on electronic transactions for GoCards. 

4.2.3 Decreased Electronic Transaction Surcharge Benefit 

Within Queensland electronic payments within taxis attract a 10% surcharge, plus GST on the surcharge, as 

a result for 80% of taxi jobs within Queensland end up being 10% more expensive due to electronic 

transaction surcharges (80% of jobs are paid via electronic transactions). Other jurisdictions around Australia 

have reduced or announced their intentions to reduce the maximum surcharge on electronic payments. The 

Green Paper has put forward Three Reform Options for electronic payments, decreasing payments to 5%, 

2.5% or zero.22 In order to be conservative, RPS has estimated the economic benefits of decreased 

electronic transaction surcharges using the 5% surcharge, with any of the other surcharges resulting in a 

greater benefit to the Queensland community. 

To estimate this benefit, the average credit card surcharge amount was applied to the proportion of 

passengers who use electronic payments, which was provided through consultation from taxi booking 

companies and the average taxi fares within Queensland.23 Following on from the GoCard benefits identified 

RPS has assumed that 50% of all electronic payments would be paid using electronic payments which do 

not include GoCards. The estimated number of jobs being paid using electronic payments was then applied 

to the savings from a decrease of electronic surcharges of 5% on electronic transactions. 

4.3 Present Value of Benefits 

Based on the assumptions identified in Section 4.2, the largest benefit to the Queensland community will be 

from the introduction of GoCards into taxis, with a present value of $138 million at the 7% discount rate. This 

was followed by public transport efficiency benefits arising from the integration of taxis into the public 

transport system, which is estimated to result in $113 million in benefits with a 7% discount rate. A reduction 

in surcharges on electronic payments from 10% to 5% is likely to result in at least a $67.8 million benefit to 

the Queensland community. 

                                                      
 
 
 
 
 
21 ATIA (2015), Taxi Industry Statistics, 2014, accessed at http://www.atia.org.au/taxi-statistics 
22 OPT Review Taskforce (2016), The Future of Queensland’s Personalised Transport Industry – A Green Paper for Consultation, OPT 
Review Taskforce, Brisbane 
23 ATIA (2015), Taxi Industry Statistics, 2014, accessed at http://www.atia.org.au/taxi-statistics 
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Figure 12 Present Value of Public Transport and Community Affordability Increases, by Discount Rate 

In total, these three benefits are estimated provide $319 million worth of benefits to the Queensland 

community through decreased prices and increased accessibility under a 7% discount rate. These benefits 

and these potential future options have the ability to be implemented irrespective of which scenario is 

recommended by the OPT Review Taskforce. 

Table 8 Present Value of Public Transport and Community Affordability Increases, by Discount Rate 

Public Transport Benefits 4% 7% 10% 

Public Transport Efficiency Benefit $121,095,351 $112,999,277 $105,748,498 

Introduction of Go Cards $148,202,618 $138,294,233 $129,420,363 

Reduction in Surcharges $72,619,283 $67,764,174 $63,415,978 

Total Benefit $341,917,252 $319,057,684 $298,584,839 
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5.0 Conclusions 

Queenslanders utilise taxis more than any other State and get better value for money due to lower fares, 

longer trips and more frequent travel in groups. In 2015, Queenslanders spent over $1 billion on taxis 

resulting in a total per annum contribution to the economy of $1.6 billion. This contribution is captured 

by a range of sectors including transport, retail, finance and property sectors. 

The operations of the Queensland taxi industry also generate benefits. Businesses in the taxi industry supply 

chain receive a benefit in the order of $360 million each year associated with the operation and maintenance 

of the fleet and the purchase and fitout of new and replacement vehicles. 

The Options identified by the OPT Review Green Paper do not benefit Queenslanders or the Government. 

All de-regulation Options (Options 2-4) have a negative impact on the community and on the fiscal position of 

Government over the next four years.  

The full de-regulation of the Queensland taxi industry and personalised transport sector is estimated to cost 

over $1.2 billion dollars over the next four years, with the majority of this cost being a financial cost to 

Government in the operation and delivery of a paratransit fleet (NB:  these are ongoing costs into the future). 

However, Queenslanders will also be impacted through increased traffic congestion, worsening vehicle 

safety and higher fares. These trends are in line with the experiences of international markets over the past 

30 years. 

The Benefit Cost Ratios of each of the reform Options identified are all well below the 1.0 threshold that 

indicates a return on investment for the community and Government. Therefore, the evidence and analysis in 

this Report indicate that the implementation of the reform Options presents cannot be justified from an 

economic, social, environment or fiscal perspective. 

And this does not include the cost to the Government of any compensation package in response to the 

adoption and implementation of one of the de-regulation reform Options. This compensation could be valued 

at anything up to $1.15 billion in the forward estimates depending on the compensation model adopted by 

Government. 

The Green Paper also identifies independent reforms focused on further integrating taxis into the public 

transport sector. These reforms can be implemented and the benefits realised without the implementation of 

any of the broader reform Options identified in the Green Paper. If achieved, the Queensland community and 

Government will accrue between $300 million and $350 million per year. 
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Appendix A – Economic Contribution Assessment 

Methodology 

Overview of IO Modelling  

Input-Output (IO) assessments identify inter-industry relationships of industries within an economy, 

identifying which purchases by one industry go into producing an output for another industry. IO analysis 

identifies the direct and indirect (flow-on) impacts of one industry on other industries and the economy. IO 

modelling can therefore be used to assess the economic contribution of an industry on the overall economy 

and how much the economy relies on the identified industry or to examine a change in final demand of any 

one industry and the resultant change in activity of its supporting industries. The contribution of the taxi 

industry to the Queensland economy is measured through: 

 Direct impacts, the activity which directly results from operational expenditure on goods and services by 

the taxi industry within Queensland. 

 Flow-on impacts, the second and subsequent round effects of the increased level of purchases by 

suppliers in response to increased sales. Flow-on impacts are disaggregated to:  

» Supply Chain Effects (Type I), which represent the production induced support activity as a result of 

additional expenditure by the taxi industry on goods and services, and subsequent round effects of 

increased purchases by suppliers in response to increased sales.  

» Household Consumption Effects (Type II), which represent the consumption induced activity from 

additional household expenditure on goods and services resulting from additional wages and salaries 

being paid within the economy. 

The contribution of the taxi industry to the Queensland economy is estimated across the following Three key 

measures:  

 Gross Product: The value of all outputs of an industry including taxes and subsidies on its final products 

after deducting the cost of goods and services inputs in the production process.  

 Incomes: Level of wages and salaries paid to employees in each industry 

 Employment: Level of employment supported by the industry, and is expressed in as full time equivalent 

(FTE) positions.  

Output is also used within this assessment. Output refers to the total value of all goods and services 

produced within the year (the final value of the good/ service). This measure results in an overestimate of the 

economic contribution as it results in double counting of goods/services throughout the supply chain. 

Limitations and Criticisms of Input-Output Assessments 

Assessments based on IO-tables and Economic Multipliers have been criticised by Government and 

academia. RPS recognises Economic Multipliers are based on limited assumptions that can result in 

multipliers being a biased estimator of the benefits or costs of a project. 

Shortcomings and limitations of Multipliers for economic impact analysis include: 

 Lack of supply–side constraints: The most significant limitation of economic impact analysis using 

multipliers is the implicit assumption that the economy has no supply–side constraints. That is, it is 

assumed that extra output can be produced in one area without taking resources away from other 

activities, thus overstating economic impacts. The actual impact is likely to be dependent on the extent to 

which the economy is operating at or near capacity. 
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 Fixed prices: Constraints on the availability of inputs, such as skilled labour, require prices to act as a 

rationing device. In assessments using multipliers, where factors of production are assumed to be 

limitless, this rationing response is assumed not to occur. Prices are assumed to be unaffected by policy 

and any crowding out effects are not captured. 

 Fixed ratios for intermediate inputs and production: Economic impact analysis using multipliers 

implicitly assumes that there is a fixed input structure in each industry and fixed ratios for production. As 

such, impact analysis using multipliers can be seen to describe average effects, not marginal effects. For 

example, increased demand for a product is assumed to imply an equal increase in production for that 

product. In reality, however, it may be more efficient to increase imports or divert some exports to local 

consumption rather than increasing local production by the full amount; 

 No allowance for purchasers’ marginal responses to change: Economic impact analysis using 

multipliers assumes that households consume goods and services in exact proportions to their initial 

budget shares. For example, the household budget share of some goods might increase as household 

income increases. This equally applies to industrial consumption of intermediate inputs and factors of 

production. 

 Absence of budget constraints: Assessments of economic impacts using multipliers that consider 

consumption induced effects (type Two multipliers) implicitly assume that household and government 

consumption is not subject to budget constraints. 

 Not applicable for small regions: Multipliers that have been calculated from the national I–O table are 

not appropriate for use in economic impact analysis of projects in small regions. For small regions 

multipliers tend to be smaller than national multipliers since their inter–industry linkages are normally 

relatively shallow. Inter–industry linkages tend to be shallow in small regions since they usually don’t have 

the capacity to produce the wide range of goods used for inputs and consumption, instead importing a 

large proportion of these goods from other regions24. 

Despite this, IO tables and Economic Multipliers remain popular due to their ease of use and communication 

of results. RPS has undertaken a number of steps and made appropriate adjustments to the assessment 

methodology to address and mitigate these concerns. 

Model Development  

The models used in this assessment are developed from sub-regional transaction tables developed for 

Queensland by RPS. The process of developing these sub-regional transaction tables involves developing 

regional estimates of gross production and purchasing patterns based of the 2012-13 Australian transaction 

tables.  Estimates of gross production (by industry) for Queensland were developed based on the Australian 

gross output identified in the 2012-13 Australian transaction tables.  Industry purchasing patterns were 

developed using cross industry location quotients and demand-supply production25.  In addition to the 

general limitations of Input-Output analysis, there are Two other factors that need to be considered when 

assessing the outputs of sub-regional transaction table developed using this approach, namely: 

 It is assumed the sub-region has similar technology, demand and consumption patterns as the Australian 

tables; and  

 Intra-regional cross-industry purchasing patterns for a given industry vary from the national tables 

depending on the prominence of the industry in the regional economy compared to its input industries. 

                                                      
 
 
 
 
 
24 ABS (2015) Australian National Accounts: Input-Output Tables, 2012-13, Cat No 5209.0, Australian Bureau of Statistics, Canberra 
25 G. R. West (1993), User’s Guide, Input Output Analysis for Practitioners, University of Queensland, Brisbane 
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Typically, industries that are more prominent in the region (compared to the national economy) will be 

assessed as purchasing a higher proportion of imports from input industries than at the national level, and 

vice versa.  

Input-Output tables utilise an aggregated system of industry classifications based on the ANZSIC system. In 

total, the 2012-13 Input-Output tables produced by the ABS 114 distinct industries.   

Significance Assessment Approach  

The contribution assessment is initially undertaken for the 2012-13 financial year in line with the Input-Output 

transaction tables. These estimates are then rebased to 2014-15 using the following: 

 Data from the National Accounts  to identify growth between 2012-13 and 2014-1526 in gross product and 

gross value add for each industry of the economy;  

 Labour productivity increases to identify changes in productivity per employee for each industry between 

2012-13 and 2014-1527 were used. These estimates were then applied to the 2012-13 production to 

identify preliminary 2014-15 employment estimates for each industry;  

 Estimates of total persons employed in 2014-15 were developed using the total number of persons 

employed by each industry in Australia in 2012-13 outlined in the ABS labour force survey compared to 

total full time equivalents in each industry outlined in the national transaction tables. The 2012-13 ratio for 

each industry was assumed to hold constant across states and years; 

 Employed person estimates in 2014-15 for each industry are calculated using the ratios above were then 

rebased to equal the average employment estimates for each industry across the quarterly ABS labour 

force survey. This ensures the sum of the 114 sub-industries totalled the ABS labour force survey, 

preventing an over/under estimate of total employment; and 

 Estimates of incomes in 2014-15 were obtained assuming that the relationship between income and 

output in 2012-13 remains constant. 

Estimates of the flow-on impacts of the identified industries are developed from the 2012-13 proportions of 

the flow-on impacts and the direct impacts. As a result of this, one of the main assumptions in this 

assessment is that between 2012-13 and 2014-15 the ratios between the flow-on and direct impacts have 

not changed. 

 

 

                                                      
 
 
 
 
 
26 ABS (2015), Australian National Accounts: State Accounts 2014-15, Cat. No. 5220.0, Australian Bureau of Statistics, Canberra 
27 ABS (2015), Estimates of Industry Multifactor Productivity 2014-15, Cat. No. 5260.0, Australian Bureau of Statistics, Canberra 
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Appendix B – Economic Contribution Assessment Detailed Results 

Detailed breakdown of the Economic Contribution of People Catching Taxis within Queensland 

Industry 

Direct Impact Flow-on Type One Impact Flow-on Type Two Impact 

GVA 

($M) 

Income 

($M) 

Employment 

(FTE) 

GVA 

($M) 

Income 

($M) 

Employment 

(FTE) 

GVA 

($M) 

Income 

($M) 

Employment 

(FTE) 

Agriculture, forestry and fishing $0.0 $0.0 0 $1.5 $0.3 14 $15.4 $3.1 144 

Mining $0.0 $0.0 0 $27.0 $3.3 22 $11.8 $1.6 13 

Manufacturing $0.0 $0.0 0 $32.2 $13.8 255 $41.3 $19.8 360 

Electricity, gas, water and waste services  $0.0 $0.0 0 $11.2 $3.2 42 $18.9 $5.5 68 

Construction  $0.0 $0.0 0 $6.1 $2.8 57 $9.5 $4.3 94 

Wholesale trade  $0.0 $0.0 0 $24.6 $13.3 155 $29.0 $15.6 182 

Retail trade  $0.0 $0.0 0 $1.7 $1.0 24 $57.7 $33.0 813 

Accommodation and food services $0.0 $0.0 0 $6.5 $3.5 99 $30.4 $17.5 505 

Transport, postal and warehousing $503.8 $250.7 5,102 $53.1 $25.2 487 $25.9 $11.8 203 

Information media and telecommunications $0.0 $0.0 0 $16.8 $4.5 65 $20.5 $5.7 85 

Financial and insurance services $60.0 $39.3 161 $34.3 $15.6 92 $72.2 $29.4 199 

Rental, hiring and real estate services $0.0 $0.0 0 $24.0 $9.3 125 $12.2 $4.8 64 

Professional, scientific and technical services $0.0 $0.0 0 $56.7 $30.8 490 $25.9 $14.1 219 

Administrative and support services $0.0 $0.0 0 $15.3 $10.7 142 $13.9 $9.6 131 

Public administration and safety $0.0 $0.0 0 $15.8 $11.4 154 $4.3 $3.0 45 

Education and training $0.0 $0.0 0 $2.3 $1.6 26 $28.0 $20.4 319 

Health care and social assistance $0.0 $0.0 0 $0.1 $0.1 1 $36.4 $26.0 423 

Arts and recreation services $0.0 $0.0 0 $0.7 $0.4 10 $9.4 $4.8 105 

Other services $0.0 $0.0 0 $45.2 $22.4 654 $21.4 $12.8 295 

Ownership of dwellings $0.0 $0.0 0 $0.0 $0.0 0 $127.4 $0.0 0 

Total $563.8 $290.0 5,262 $375.1 $173.0 2,915 $611.4 $243.1 4,267 
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Detailed breakdown of the Economic Contribution of Operating Taxis within Queensland 

Industry 

Direct Impact Flow-on Type One Impact Flow-on Type Two Impact 

GVA 

($M) 

Income 

($M) 

Employment 

(FTE) 

GVA 

($M) 

Income 

($M) 

Employment 

(FTE) 

GVA 

($M) 

Income 

($M) 

Employment 

(FTE) 

Agriculture, forestry and fishing $0.0 $0.0 0 $1.7 $0.3 15 $3.5 $0.7 30 

Mining $0.0 $0.0 0 $2.6 $0.4 3 $2.7 $0.4 3 

Manufacturing $2.3 $1.2 22 $7.3 $3.5 58 $9.4 $4.4 76 

Electricity, gas, water and waste services  $0.0 $0.0 0 $3.0 $0.8 10 $4.3 $1.2 14 

Construction  $0.0 $0.0 0 $1.9 $0.8 18 $2.1 $1.0 20 

Wholesale trade  $0.0 $0.0 0 $4.4 $2.3 26 $6.6 $3.5 38 

Retail trade  $19.3 $10.8 250 $0.6 $0.3 7 $13.1 $7.3 171 

Accommodation and food services $0.0 $0.0 0 $1.2 $0.7 18 $6.9 $3.9 107 

Transport, postal and warehousing $29.7 $12.0 198 $7.1 $3.1 54 $6.1 $2.7 45 

Information media and telecommunications $0.0 $0.0 0 $4.8 $1.3 17 $4.7 $1.3 18 

Financial and insurance services $14.0 $8.3 53 $17.7 $7.3 42 $16.4 $6.5 42 

Rental, hiring and real estate services $39.5 $17.9 184 $10.0 $3.8 49 $2.8 $1.1 13 

Professional, scientific and technical services $0.0 $0.0 0 $14.7 $7.8 116 $5.9 $3.1 46 

Administrative and support services $0.0 $0.0 0 $10.1 $7.0 80 $3.1 $2.1 28 

Public administration and safety $0.0 $0.0 0 $2.5 $1.8 25 $1.0 $0.7 9 

Education and training $0.0 $0.0 0 $0.8 $0.5 7 $6.4 $4.5 67 

Health care and social assistance $0.0 $0.0 0 $0.4 $0.3 5 $8.3 $5.8 89 

Arts and recreation services $0.0 $0.0 0 $0.4 $0.2 5 $2.1 $1.1 22 

Other services $21.4 $10.0 281 $3.0 $1.5 43 $4.9 $2.9 62 

Ownership of dwellings $0.0 $0.0 0 $0.0 $0.0 0 $28.9 $0.0 0 

Total $126.2 $60.1 988 $94.0 $43.7 597 $139.0 $54.0 903 
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Appendix C – Cost Benefit Analysis of De-Regulation 

Results 

Option Two 

 2016 2017 2018 2019 2020 

Costs 

Paratransit Cost   $127,388,964 $127,388,964 $127,388,964 $127,388,964 

Compliance Cost   $1,240,039 $3,602,018 $5,963,997 $8,325,976 

Congestion Cost   $1,967,888 $5,716,246 $9,464,604 $13,212,962 

Emission Cost   $1,237,801 $3,595,519 $5,953,236 $8,310,953 

Fare Price Increase   $21,294,461 $42,588,921 $42,588,921 $42,588,921 

Increase in Incidences Involving Vehicles   $4,449,840 $12,925,725 $21,401,611 $29,877,496 

Total Costs   $157,578,993 $195,817,393 $212,761,332 $229,705,272 

Benefits 

Differentiated Ride-Sourcing Benefit  $15,646,688 $15,646,688 $15,646,688 $15,646,688 

Total Benefits  $15,646,688 $15,646,688 $15,646,688 $15,646,688 

Net Benefit  -$141,932,305 -$180,170,705 -$197,114,645 -$214,058,584 

 

Option Three 

 2016 2017 2018 2019 2020 

Costs 

Paratransit Cost   $170,269,792 $170,269,792 $170,269,792 $170,269,792 

Compliance Cost   $1,657,453 $4,814,505 $7,971,558 $11,128,611 

Congestion Cost   $2,630,305 $7,640,411 $12,650,516 $17,660,621 

Emission Cost   $1,654,462 $4,805,818 $7,957,174 $11,108,531 

Fare Price Increase   $28,462,461 $56,924,921 $56,924,921 $56,924,921 

Increase in Incidences Involving Vehicles   $5,947,715 $17,276,697 $28,605,679 $39,934,661 

Total Costs   $210,622,188 $261,732,145 $284,379,640 $307,027,136 

Benefits 

Differentiated Ride-Sourcing Benefit  $15,646,688 $15,646,688 $15,646,688 $15,646,688 

Total Benefits  $15,646,688 $15,646,688 $15,646,688 $15,646,688 

Net Benefit  -$194,975,500 -$246,085,457 -$268,732,953 -$291,380,449 
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Option Four 

 2016 2017 2018 2019 2020 

Costs 

Paratransit Cost   $170,269,792 $170,269,792 $170,269,792 $170,269,792 

Compliance Cost   $1,657,453 $4,814,505 $7,971,558 $11,128,611 

Congestion Cost   $2,630,305 $7,640,411 $12,650,516 $17,660,621 

Emission Cost   $1,654,462 $4,805,818 $7,957,174 $11,108,531 

Fare Price Increase   $43,788,401 $87,576,802 $87,576,802 $87,576,802 

Increase in Incidences Involving Vehicles   $5,947,715 $17,276,697 $28,605,679 $39,934,661 

Total Costs   $225,948,128 $292,384,025 $315,031,521 $337,679,017 

Benefits 

Differentiated Ride-Sourcing Benefit  $15,646,688 $15,646,688 $15,646,688 $15,646,688 

Total Benefits  $15,646,688 $15,646,688 $15,646,688 $15,646,688 

Net Benefit  -$210,301,441 -$276,737,338 -$299,384,833 -$322,032,329 
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Appendix D – Price Increases of Access-A-Ride 

 

 

 



Economic Assessment of Taxis in Queensland 
TCQ - Technical Research Report 

 

 

 

 
129653-1; FINAL Page 4 

 

 

 



Economic Assessment of Taxis in Queensland 
TCQ - Technical Research Report 

 

 

 

 
129653-1; FINAL Page 5 



Economic Assessment of Taxis in Queensland 
TCQ - Technical Research Report 

 

 

 

 
129653-1; FINAL Page 6 

 

 



Economic Assessment of Taxis in Queensland 
TCQ - Technical Research Report 

 

 

 

 
129653-1; FINAL Page 7 

 

 

 



Economic Assessment of Taxis in Queensland 
TCQ - Technical Research Report 

 

 

 

 
129653-1; FINAL Page 8 

Appendix E – Exerts of Paratransit Peer Report 
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Appendix F – Using Taxi Vouchers to Lower the Cost of 

Paratransit Services  
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Appendix G – Growth in Private Hire Cars in London 
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 Appendix H – Transport for London Enforcement and 

Compliance 



Economic Assessment of Taxis in Queensland 
TCQ - Technical Research Report 

 

 

 

 
129653-1; FINAL Page 56 



Economic Assessment of Taxis in Queensland 
TCQ - Technical Research Report 

 

 

 

 
129653-1; FINAL Page 57 



Economic Assessment of Taxis in Queensland 
TCQ - Technical Research Report 

 

 

 

 
129653-1; FINAL Page 58 



Economic Assessment of Taxis in Queensland 
TCQ - Technical Research Report 

 

 

 

 
129653-1; FINAL Page 59 



Economic Assessment of Taxis in Queensland 
TCQ - Technical Research Report 

 

 

 

 
129653-1; FINAL Page 60 



Economic Assessment of Taxis in Queensland 
TCQ - Technical Research Report 

 

 

 

 
129653-1; FINAL Page 61 

 


