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INTRODUCTION

Riding on a wave crest of unparalleled teehnoiqgical
advancement, the United States is rapidly becoming a country
of cities. The groW;ng concentration of people in metro-
politan areas and the simultaneeus mushrooming of wvehicular
traffic on antiquated street networks combine to focus the
spotlight of governmental action on methods of moving people -
Smoothly, effectively, and inexpensively. The future of any
' major city may ‘well be measured by the yardstick of its
ability to develop a satisfactory solution to 1ts trans—
portation problems. |

lSo complex are.the'patterns of movement within a city,
and so varied are the vehicles for effecting these movements'
that ne single_transportation/device has yet earned a place
- of uncontested superiority. ‘Thus it appears that no
cure-all has yet been fouhd; nor is such a discovery imminent.
Just as the proper key aligns all pins of a tumbler lock into
proper relationships with each other, so should a successful
urban transportation program properly alién each element of
public and private transporfatiOn into its role of maximﬁm
usefulness. The following quotation from a publication of The

International City Managers' Association vividly emphasizes



the need for such a comprehensive approach:l
A first step in planning a unified transit system is
to analyze the characteristics of each of the different
kinds of transit facilities -- their weak points and
their field of greatest usefulness -- so that they may
be woven together into a unified and smoothly operating
system, each performing the functions for which it is
best adapted and all properly related to the other
elements of the community.

Conspicuously missing from most urban transportation
planning studies are taxicabs. Is this omission justifiable,
or arbitrafy?' DQ~taxicabé serve a useful purpose; if so,
what? | |

It is the purpose of this investigation to study and
evaluate the role of the taxicab in modern .cities and to
deVelpp recommendatiqnslfor‘the more effective use of this
tool for the movement of people. In this analysis of the
_taxicab industry, the following questions will be inﬁesti—
gated:

- 1. How did the industry start, and what is its
present status?

2. How is the taxi business organized and operated?

3. What services are offered by the taxicab, and what

segments of the public does it serve?

4. How is the industry regulated ‘and controlled?

5. How can the usefulness of the taxicab be further

develqped?

Local Planning Administration The International City
Hamagers' Association, 1948, p. 135




CHAPTER 1
HISTORICAL BACKGROUND OF THE TAXICAB INDUSTRY

To develop an intimate understanding of the taxicab
indust;y --— its size, how it operateé,_whOm it serves, how
it is regulated, its problems, and how it can be used more
effectively -- it is nécessary to know the history of the
industry and the steps of its evolution into its present
place in mpdern urban,transpoftation. Around the common -
taxicabiis‘built_an unusual industry, one which has been in a
constant state of transition since its inception. This
chapter covers the historical background of the taxicab
industry, with particular emphasis on those elements which
may contfibute to further development of the taxi as an
importanp tooth in tpe gear of public transportation. (In
this stud&; the term, Ypublic transportation,"” refers to that
transportation which is available for use by the general

public; thus, usage is denoted rather than ownership.)

Origin and E#rly_Development
How did the taxicab industry.get started? Where did it
begin, and what were the‘patterns of early deveiopment?
This section traces the 6rigiﬁ and éarly Qevelbpmept of the

taxicab business in the United States.



A Spectacular Beginning

The forerunner of the modern taxicab was the nine-
teenth century horsedrawn hack, or hansom cab. Most of these
early vehicles-for~hire were found in the older metropolitan

areas such as New York, Boston, Chicago, and Philadelphia,

Birth of the industry.--Taxicabs made a flashy and formal

debut on the American scéne as a fleet -- 'a fleet of’sixty-

five shiny red taxicabs, complete wifh taximeters and smartly
dressed, uniformed drivers. Even the word "taxicab" was |
coined for this new type of wvehicle making its appearance on
the stréets of New York City. Thé founder: of this first
coﬁpany}lthe\New York Takicab Company, was Harry'N. Allen;
the date was Octéber 1, 1907. Capital for financing fhis
new transportatign service came from confident investors in
France, England, and the United States. The initial invest-
ﬁeﬁf of $Sﬁhillion'was divided equally between these three

countries.

Early growth.==In spite of violent resistance presented by

operators of horsedrawn hansoms, the taxieab industry grew
, L o . 2

at a phenomenal rate into a fleet of 700 eabs. Public

responsiveness to tﬁis new public transportation device is

reflected in its explesion into a $100 ﬁillieﬁ businessuby o

N 2La'fféém&ﬁ, “Horseless Flacre," New York Times
- Magazine, Octobeér 26, 1947, pp. 28=29, E




1929, only 22 years after the birth of the industry. By
this time, there were 28,000 cabs on the streets of New York
alone. The social prestige associated with automobile use

undoubtedly contributed to the early success of the taxi.3

Rapid Growth buring Dep:ession Years

Perhaps the most unusual upsurge of industry develop-
ment occurred during the economic depression of the late
1920's and the early 1930's. With most other industries
declining, with millions jobless, and with the nation's
economy seriously crippled, taxicab business grew at an un-
precedented rate. As financial pressures forced people to
seek new employment, cab driving was a natural refuge. Af
that time, few restrictions guided the industry; demand for
transportation service was good; and finally, the capital
investment required to enter this business was low, iﬁ many
cases involving only the minor cost of converting the family
automobile into a taxi. Inadequate regulatory controls
allowed an outbreak of piracy of mass=-transit routes by
unscrupulous cab drivers who cruised along the main transit
routes and picked up waiting patrons -- frequently at
reduced rates,

It is estimated that, by 1931, "there were 84,000

cabs operated by responsible fleetnopefators, while another

3"Manhattan Hackie," Foftune, July, 1939, p. 160,



56,000 were operated by owner-operators. The organized,

responsible cabs were then carrying an-estimateéd;one million

passengers per day.“4

Competltlon W1th transit compan1es ~-The pinch of competition

~offered by taxicabs was soon felt by the tran51t companies._
Immunlty to regulatlon gave to the cab oompanles an unfalr
advantage over the tran51t systems which wererstrlctly
regulated and gulded by publlc utility comm1ss1ons. The
transit systems were defenseless in the outbreak of fare wars
which were waged by cab operators -Offered,a less expensive
means of transﬁortatlon the ‘public turned away from the ‘bus,

subway, trolley,-and ra11road 'in favor of the taxicab, Mass—

transit began to suffer serious loss of revenue.

A campaign for regulation.--~In the face of this battle for

survival,wthe transit iﬁdnstfy initiated a campaign for the
-regulation of taxicaps in a manner consistent with that of the
.trahsit industt&.sr.ﬁany taxi owners and operators, sensing
the build—up_qf an over-supply of cabs in man& 1ocati0ns,
joined forces with transit interests in advocating regulatofy

controls. Transportation journals of the late 1920°'s and

*4“Taxicabs Play an Important Role in Urban Transit,"”
Transit Journal, January, 1932, p. 33.

5"Tax:L Regulation an Urgent Need," Tran51t Journal,
May, 1934, p. 165, :




the early 1930's contain many articles pointing out the need
for taxicab control and regulation. This intensive campaign
brought results, and many of the states passed laws setting
forth taxicgb licensing requirements -- a rudimentary first-
stage control heasure; Some states went so faf as to place
the industr& undef the.control of publié utility commissions,
thus for the first time recognizing the taxicab as an element
of ﬁublic éonvenience and necessity. In 1937, New York made
the drastic move 6f ordering a redﬁction'in the number of

| taxicabs from an estimated 20,000 to 11,796 -- a ceiling
which still éxists'without regard fof'any population changes

which have occurred since that time.®

Value of the Cab During World War II

Although the late 1§30's refiected 5 general leveiing
out of industry growth, World War 11 markéd;the beginning of
another favorable upward trend for the cab business. With |
the wartime rationing of tires, gasoline, and repair parfs
‘for private automobiles, peoplé sought every available means
of public transportation. At first, hoWevér, the cab industry
itself was cripﬁled by the samé_limitations which so adverselj
affected private automobile owners., Soon the true_value of

the taxi in moving people became obviqus.to governmental

6"From the Driver's Seat: 1It's No Easy Life," Busi-
ness Week, August 23, 1952, p. 66. ' -



officials and to the public; comnsequently, rationing controls
were relaxed to permit the industry to fulfill its war-time
role more effectively. Recognition of the importance of the
taxicab to the war effort is. shown in the following quotation
from an article appearing in a trade journal during World 7
War 11;7
The QOffice of Defense Transportation recognlzes that
taxicabs fill a transportation. need many times that of
private automobiles, and, in the main, it has now been
too severe in its limitat1ons on travel., JIn the same
breath, ODT has been extremely interested in maintenance
of a sufficient fleet on the streets as an alternative
to further crowding of transit vehicles in some in-
stances or overuse of private”cars in others.
Clrcumstances encouraglng the use of tax1cabs during
World War II carrled over 1nto the post-war years. Habits
formed by non-owners of automob11es were not quickly changed
~after :the war. The cab had proved valuable, not only in its
normal commuter role, but . also as . an emergency tranSportatlon

device -~ a characteristic which is highly signlflcant in

-user patterns today.

Changes After World War II

Return of the nation to normal conditions after cessa-
tion of hostilities saw some strange developments_occurring
within the taxicab industry.' Cab operating companies had |

heretbfore been closed enterprises in most major American

7Stan1ey H. Brams, "Assembly Llne,“ The Iron Age,
February 8, 1945, p. 66.




cities. Now, however, came an effort to break down the
ekisting franchises and penetrate the closed groups serving
our'cities.' This movement was led by veterans returning from
the. war, VJust és in the depression years, the cab business
waS-easily enteréd and required very little capital outlay.
In many cases, veterans invested war-time savings and muéter—
ing-out pay in automobiles -- thus'qualifyiﬁg fér-WOrk in
veterans' cab companies.

The returning veterans' entry into the taxicab business
met with strong reéistahce from thé'older, established com-
panies. Violence and court actidn=followed; however, the
‘drive of fheQQeterang_Was sirong, the effort was united, and
puylib sentiment favbfed the returning hero. Consequentiy,
iﬁfﬁany cities veterans’®’ cabs penetrated the defenses of the
'old companies. 'Competition‘became very keen, bringing about
many innovations in the industry. Changes in ownership
'increaseg; undoubtedly contributing significantly to the

scarcity of information abouf the industry.8

The Taxicab Industry Today
Just how big is this taxicab industry? How many
passengers does it transport, and how does this compare with

other forms of transit? How many people are employed in the

S“Vetéransf Cabs," Business Week, May 8, 1948, pp. 96-97.
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"industry? What are the trends of this business? This section

will explore these questions for determining the significance

‘or insignificance of this means of public transportation.

The Number of Taxicabs

Statistical information concerning taxicabs'is sketchy

and'incomplete; not even a reasonably accurate estimate of

the total number is available. This lack of information is

due to many factors, amceng which are:

1.

the absence of special licensing requirements in
manylStates,

the lack of a qlosely-kﬁit industry-wide organi-
zétion;

fhe high turn-over rate of company ownerships,
particularly in smaller cities,

the lower degree of regulation of the industry

as comﬁared'with other industries serving

similar public needs,

¥hé prevalence of driver-owners and the large
number of sméll, independent companies, and

the similarity between taxicabs and private auto—
mobiles, consideping both behavior in traffic and

general appearance. (In many traffic counts, no

Srewdistinetion is made bétween the two.)

Notwithstanding the acute lack of information about the mag-
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nitude and importance of taxicab operation in the United
States, sufficient information is nevertheless available for
the development of reasonable conclusions.

Not all of the states require special registration of
taxicabs. 1In 1957, only 23 states,plusﬁthe District of
Columbia, maintained a record system in which taxicabs were
separated from other vehicles. Table 1 shows the number of
taxicabs, buses, énd total vehicles in the states-having a

requirement of special taxi 1icensing.9

9y, 8. Motor Vehicle Registrations by States,"
Automotive Industries, Statistical Issue, March 15, 1958,
p. 102, ' -
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Table 1. Registration of Taxicabs, and Total Vehicles
in States Maintaining Separate Tax1cab Reglstratlon
Records, 1957 _ _

States Total Registered Reglstered Reglstered
’ " VYehicles Buses Taxicabs
Alabama 1,066,652 1,218 2,208
Arizona: 479,872 803 180
Arkansas . 617,372 766 - 563
Connecticut 1,002,085 ° 3,147 746
District of Columbia 193,640 1,890 9,579
Florida 1,946,347 6,578 32,316
‘Illinois 3,513,334 1,674 8,721
Kentucky - 1,092,938 1,419 1,892
Louisiana 1,063,405 4,437 2,614
Maine - 345,621 210 850
Maryland 1,033,316 5,875 2,721
Mississippi ' 633,967 1,500 898
Nebraska - 654 ,233 . 1,218 469
New Mexico : 369 215 1,573 281
New York 4,771,100 19,400 26,700
North Carolina 1,561,133 13,966 3,616
Oklahoma 1,055,713 1,070 1,490
Pennsylvania 3,887,626 13,366 4,198
Rhode Island 310,738 574 313
South Carolina 804,206 1,986 1,849
Tennessee 1,193,650 2,000 2,650
Virginia 1,332,867 2,379 4,072
Washington 1,217,917 2,254 1992
West Virginia 611,640 . .815 825
TOTAL 30,758,587 90,138 110,743

States Not Maintaining Separate Taxicab Registration Records:

California, Colorado, Delaware,
Jowa, Kansas, Massachusetts, Michigan, Minnesota, Missouri,

Georgia,

Idaho, Indlana,;

Montana, Nevada, New Hampshire, New Jersey, North Dakota,

Ohio, Oregon, South Dakota, Texas, Utah, Vermont

Wisconsin, and Wyoming.

Total.registered veh;cles in these states:

35,912,482.

SOURCE: Automotive Industries, op. cit., p. 102.
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States wifh accurate records of cab registration form
the basis for estimating the total nﬁmbér of taxicabs in . the
United States. For purposes of'making this eétimate, a
ratio of total-registered-taxiqabs to total-régistered—
veh}cles waé computed from ?he available dafa; then this
ratio was applied to the total fegiétered vehicles in the
othef states in ordér to.eSt{mate the total régistered
taxicabs. Since separate registration'requipeman£Snappear to
follow no distinct pattern related to geographical“location,
popglation_concentration, or other such factors, it may be
assumed ‘that the application of the:derived_ratio will yield
reaso#ab{f\acéuﬁatejresuitsn Th%s_iatio is 3.6 taxicabs-
. per-1;Q0€%t6t§1-veh£cles; applic;tién to the total vehicles
'”iﬁ‘the;Uﬁitéd étates indicates an esfimated total of 240,000

taxicabs in 1957. Fragmentary estimates of several

ﬁauthoritieS-by such breakdowns as total cabs in major cities,
total fleet cabs, and taxicab passenger-miles lend support
to the estimated magnitude of taxicab operation in this

country.

Number of People Transported

Just as the eXact‘number of taxicabs is unavailable,
56 is a tabulation of passenger-rides and passenger-miles
unavailable, Therefore, existing bits of iﬁformation will be

gathered, fitted together, and projected for determining
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estimates of the importance of the role of the taxicab in
these transportation variables.
A back-door approach involves the comparison of

rpassenger-rides for fleet taxicabs with thcse of other forms

of transit; basic figures for this comparison are reflected
in Table 2. By using the method of assﬁmed.constant ratios
of taxicabs-to-total-vehicles deSér;bed above, and by
assuming that fleet and non-fleef cabs trahsp@rt the same
number of ﬁassengers, the known:information may be applied
to the entire industry for oﬁtaining a perspective‘view of
this‘sectof of our public transportation picture, By this
method, it is concluded that in 1948 the cab industry
provided 10.5 per cent of the total passenger-fides in the
entire_franSit industry, It is estimated that, by_1955,
taxicabs transported 27,0 per cent of total persons moved by
puﬁlic fransportatioﬁ in urban areas. |
Comparable data are not available for passenger-miles
of taxicab and transit éystems; nevertheless, some indicatidns
may be derived from existing data. From Table 2,rit may be

seen that revenue¥vehicle-miles for transit'vehibles de=

creased from 3,106 to 2.447 billion miles between 1948 and

1955, a decrease of 22 per cent. During this period, how-

ever, passenger-miles for taxicabs increased from 9.6 to
12.3_billion, an increase of 28 per cent. Although units of

measurement are not the same for the two systems, it may be
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Table 2. Comparison of Passenger-rides and Passenger-miles &-
Taxicabs Versus All Other Urbarn Transit Vehicles
a 1935 to 1958

Year Fleet Taxicabs Estimated Total Taxicabs Transit Vehicles

Number Pass- Pass- - Number Pass- . Pass- ~ Revenue Revenue
enger- enger- - enger- . enger- Passen-  Vehicle-
Rides Miles ‘ Rides Miles gers . " Miles
(In Billions) (In Billions) (In Billions)
1935 - - - - - - 9.782 2,312
1940 - - - - - : - 10.503 2.596
1945 - - - - - - 18.982 3.253
1948 81,700 2.0 5.2 150,000 3.7 9.6 16.929 3.106
1950 - - Co- - - - 13.845 3.007
1951 - - - - - - 12.881 2.913
1952 - - - - - - 12.022 - 2,814
1953 - - - - - - 11.036 2.695
1954 - - - - - | - 9.858 2.548
1955 76,600 1.3 4.7 200,000 3.4 12.3 9.189 2.447
1956 - - - - - - '8.796 - 2.336
1957 - - - - - - 8.338 2,289
1958 - - - - - - 7.778 2.201

SOURCE: Taxicab statistics from "Traffic in Taxis," by J. Richard Elliott,
‘Jr., Barron's, March 4,1957, p.3.

Transit industry information from Transit Fact Book, 1959,
pages 8 and 10,

METHODOLOGY :

Passenger-rides for all cabs were calculated by multiplying the
ratioc of total-to-fleet-cabs by the number of passenger-rides for fleet
cabs. In a similar manner, passenger-miles were calculated by multiply-
ing the ratio of total-to-fleet-cabs by the number of passenger-miles
for fleet cabs. 1In order to compare taxicabs and transit vehicles,
during the years for which information on taxicabs is available,

 transit revenue-passengers for 1948 were interpolated, assuming a
straight-line. funétion between 1945 and 1950. The dash (-) indicates
that data are unavailable for these years. :
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inferred thaf between 1948 and 1955 the use of taxicabs
increased significantly relative to the use of transit
vehicles,

Significant in behavioral trends within the industry
is the relative change in fleet-passenger-r;des as compared
with fleef—paésenger—miles between 1948 and 1955. Both
dedreased,'but the rides decreased by 35 per cent while the
miles decreased by only 9.5 per cent, indicating artrend
toward longer trips.

Although the number of fleet taxicabs decreased be-
tween 1948 and 1955, the total number ofjtaxiqabs increased
as a result of-tﬁé ﬁreﬁiqusly describe&_éésﬁ;ﬁgr.movement
toward ariver ownership and decentralized operation. Con-
sequently, passenger~rides for all cabs during this reference
pericd decreased an estimated 7.5_per cent, but passenger-
miles increased by about 28 per éent. Again, fewer but

longer rides by taxi users are indicated.

Number of Taxicabs in Different Cities

Not all cities have accepted taxicab operation with
Vequal enthusiasm. As a result, wide differentials exist in
the number of taxié‘found in various cities. Size appears to
bear a rather complex relationship to the number of cabs in

operation, While still undoubtedly affected by war-time
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tranqurtafion habits, in 1948 there were 1,17 taxicabs per
1,000 persons in cities of more than 10,000 population in the
VUnited States. As shown in Tabie 3, cities of 250,000 fo.
500,000 population had the lowest per-capita ratio with
O187 per 1,000, while cities of 10,000 to 25,000 population
had the highest, with 1.43 per 1,000 persons. By 1958 the
picture had changed in several Ways. Although cities in the
250,000 to 500,000 population group retained the lowest per-
capita ratio, cities of more than7500,000=persons climbed
into ‘the position of the highest ratio. Meanwhile, the ratio
in cities of 10,000 to 251060wp§pplétion_dropped by about
30 per cent. | - ' -
Technological édvancements contributed to changes in
taxicab operation and“use‘during-the'period from 1948 to
1958. One of the most significant technical innovations was
the two-way frequency-modulated radio system of'internal
control; This system greatly increased éperating efficiencies,
_dt the same time iﬁproﬁing service to customers. Obviously
this new facility was a factor in the reduction of taxicabs-
‘per%capita in most population groups shown in Table 3. An
interesting sidelight ié the fact that the larger cities are
not';é_peadily adaptable to radio control systems: this
hypothesis is-supﬁoffed by the increase in taxiéabs_per capita

for cities of more tham 500,000 population.



Table 3. Comparison of the Number of Taxicabs per Capita

by City 8ize for the Years 1948 and 1958

18

10,000 - 144 - 1,120 - 1.34

Number of Number of Taxicabs per
Population Group Cities Ine Taxicabs 1,000 Persons
- .cluded ' | .
T948 1958 1948 1958 1948 _ 1958
More than 500,000 13 18 25,773 38,150 1,20 1.42
250,000 - 500,000 19 25 5,670 7,247 0.87 0.85
100,000 - 250,000 48 67 7,472 8,443 1.03  0.86
50,000 - 100,000 ~ 91 126 7,445 8,303 1.16 0.94
25,000 - 50,000 . 180 ~ 246 7,982 8,426 1.25 0.98
10,000 - 25,000 483 164 10,643 2,616 1.43  1.01
Less than

SOURCES :

1948 1nformat10n from The Mun1c1pa1 Yearbook 1948
p. 417, _

1958 information compiled from data on individual
cities as reported in the A-T-A Data Book 1958~

11959, pages 10-67.



19

The number of taxicabs in a city defies the application
of any general rule of thumb. Whether there are many or few
cabs depend on many variables representing political, social,
physical, and economic factors, Generalizations are thérefore
impossible, because any one of\fhese facto}s may be so dominant
as to overwhelm the other elements. For example, regulatory
measures can be so severe as to stifle the effects of any
strong demand-for taxi service, or heavy traffic congestion
can cripple the taxicab industry in the same manner that it
can cripple surface mass-trénsit_Systems.' Table 4 on the next
page Iists‘the number of cabs per capita in“cities of more
than 240,000 persons. Variability is great, ranging from a
high of 11.2 taxicabs per 1,000 persons in Washington, D. C.,
to a low df 0.28 cabs per 1,000 personé in Jersey City,

New Jersey.lr-0 Further study is needed for the determination
of optimum ratios and for the isolation of factors which

distort these balances between numbers of cabs and numbers

ofrpeople.“”.

Employment in the Taxicab Industry

.. How important is the industry from the stahdpoint of
the employment 6f people? To answer this question_requirgs
again thesbuilding upon a foundatioﬁ of existing informatioﬁ

and eveloping conclusions.. The Automobile Manufacturers

104-1_A Data Book, 1958-1959, p. 10.
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Table 4. Taxicabs Per Capita in Cities of More Than
240,000 Population -

Rank Name of Cityo Persons/License Cabs/1000 Persons
- L Washington, D, C. 89 11.20 -
2 New Orleans, La. 372 2.68
-3 -Boston, Mass. 526 1.90
4 Miami, Florida - 580 _ 1.72
5 New York, N. Y. 669 1.50
6 St. Louis, Mo. 675 1.48
7 Louisville, Ky. 714 1.40
8 Newark, N. J,. 731 1,37
9 Baltimore, Md. 825 1.21
10 Dallas, Texas 829 1.20
11 -Philadelphia, Pa. 892 ' 1.12
12 Indianapolis, Ind. 899 1.11
13 San Antonio, Texas 908 1.10
14 Kansas City, Mo, 932 1.07
15 Omaha, Nebr. 955 1.05
16 . Fort Worth, Texas 961 1,04
17 Chicago, I11. 968 1.03
18 Memphis, Tenn. 990 1,01
19 San Francisco, Cal. 1049 0.96
20 Dayton, @Ghio 1056 0.95
21 Pittsburgh, Pa. 1073 0.93
22 San Diego, Cal. 1100 0.91
23 Qklahoma City, Okla. 1309 0.76
24 Denver, Colo. 1312 0.76
25 Rochester, N. Y. 1325 0.75
26 Atldnta, Ga. 1325 0.75
27 Toledo, Ohio 1349 0.74
28 Detroit, Mich. 1414 0.71
29 Seattle, Wash. 1417 0.71
30 . Providence, R. I. 1421 0.70
31 Cleveland, Ohioc. 1531 0.65
32 Milwaukee, Wisc. 1535 0.65
33 Buffalo, N. Y. 1547 0.64
34 - Cincinnati, Ohio 1595 ‘ 0.63
35 Portland, Ore. - 1658 0.60
36 Columbus, Ohio - 1671 0.60
37 Birmingham, Ala. 1929 0.52
38 Long Beach, Cali 1959 0.51
39 Houston, Texas 1987 0.50
40 Oakland, Cal, 2003 0.50
41 Minneapolis, Minn. . 2108 0.47
42 Los Angeles, Cal., 2189 0.4%6
43 Akron, Ohio _ 2309 0.43
44 St, Paul, Minn. 2491 0.40

45 Jersey City, N. J. 3590 0.28

SOURCE: A-T-A Data Book, op.cit., p. 10; population based on
1950 census.
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Association, in 1956, estimated employment within the motor

bus and taxicub industries at 303,303 persohs.ll

For the
same periocd, the American Transit Association estimates that
104,000 persons were engaged in the motor bus transportation
field,1l2 Using these figures, it may be deduced that taxicab
'operation employed an estimated 200,000. On the other hand,
however, our previously developed estimates for the number

of cabs. in operation would tend to indicate a number of
employees approaching, or even surpassing, the quarter-million
mark.

The cab industry is responsible for secondary or
in@irect empldyment also, If it is assumed that the average
life of a taxicab is 3 years, then about 80,000 new cabs are
placed in service each year, repfesenting a substantial pur-
' chasé from automcbile manufacturers. One autémobile maker,
the Cheéker Motor Company, specializes in the manﬁfacture of
a vehicle deéigﬁedaand built exclusively fof use #s a taxi,
In 1956,_th;s company produced 3970 of these autoﬁobiles;
other manufacturersrof the more economical, small, and’
maneuverable automobileé supplied the remainder of the demdnd
for'taxicabs; In addition to purchased vehicles,,the industry
requires other équipment and supplies SQCh as taximeters,‘

dome lights, two~way radios, tires, and petrocleum products,

11automobile Facts and Figures, Automobile Manufacturers
Association, 37th edition, 1958, p. 44.

127ransit Fact Book, op.cit., p. 3.
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. Taxicabs serve as business stimulants by providing a
primary means of transportation td stores, nightclubs,
theaters, opera houses, and other establishments, Cabs
further contribute to business activity by maintaining in
active circulation many persons -- the aged, the physically-
handicapped, ﬁhe non-drivers, the visitors in town, and
others -~ who otherwise would be inactivated because of the

lack of convenient, suitable transportation.

Summary

Taxicab operation is big business. From its flaspy
beginning on New York City streets on Octobér 1, 190?, t#e
industry has mpéhroomed into an ;ndustrialjgiaht withw
opérafioﬁé-in virtually every city or’téwn in-the'ﬁnited
States. |

Although precise information about the magnitpde of
the business is unavailable, indications are that this inéﬁstry
consists of about a quartefamillion vehicles, _Dirgbt and
indirect employment attributable toithe taxicab“industry”is
highly significant. = Furthermore, about one-fourth of all
rides supplied in the”urban_public transportation field are
in taxicabs. While dependence upon taxi service may vary from
city to city, most cities nevertheless use this device to

sceme extent in serving public needs.



Operation of the taxicab industry will be analyzed

and evaluated in the fo11oWiﬁg chapter.
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CHAPTER I1
OPERATION OF THE INDUSTRY

Planning an integrated transportation system making
maximum use of capabilities of various available components
must be based on a knowledge of these compénentS-and {the
operational characteristics of each, It is the purpose of
this chapter to extfact'from obscurity a basic understanding
of the taxicéb'industry so that planners, traffic engineers,
and city officials may use it more effectively. Advantages
and disadvantages peéuliar to the cab'busineSS'will be

analyzed.

Operational Characteristics of Cab Systems

Descriptions of the_inner_workings of cab companies
are spotty indeed. Little is known about these public trans-
portétion systems - about ownership, internal controls,
system load characteristics, and fare structures. This
section expiores the internal functioning of the taxicab

industry.

Ownership
Generally, taxicabs are fleet-or-company-operated or

individually-operated. 1In 1931, it was estimated that 84,000



fieet_taxicabs were in operation, as c0mpared-with 56,000
individually-owned and operated cabs. The ratio of fleet-to-
iﬁdividual taxis then was 60 per cent to 40 per cent, but, by
1948, this fatio had equalizea somewhat to 54 per cent to 46
per cent -- a chénge perhaps reflecting the entry of feturning‘
veterans into this transportatidn field as described in
Chapter I. The percentage of fleet taxicabs had deéreased
even further —- tozés berscent -~ by 1955; the absolute
quantity likewise had decreased. (Refer to Table 2.)

A hybrid of these two systems of ownership is that of
the individually owned cab which is used undef company sSponsor-
ship. Hany.variations of this a?rangement are in effect. 1In
some cases, the driver payé,ﬁhe bomﬁhny a comﬁission in
return for the privilege of use of the company name and for
the administrative control offéred through a system dis--
patcher, as ngllas for such services as use of company
stands. In othef cases, the driverfmay-be obligated to buy
gasoline-and supplies from the company in return for the |
privilege of working upder a company name. -Numefous adaptations
of these principles are in effect, but little infbrmétiop is
available'on the specific details.

Some cities establish a balance between individual
.and fleet anerships by specifying a ratio which nmust bé

maintained. Such a scheme seems toc have a two—fold purpose:
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(1) to eliminate some of the problems involving Fhe awarding
of franchises, and (2) to maintain a self-regulatory system
based upoﬁ an enfprée& competition. New York City, for
example, uses the ratio of fleet-to-individual cabs which
existed in 1937, The administration of'thisrsystem involves
the issue of metal medallions by the Policegngpﬁrmment.
Theée medallions may not be transferred between fleét and
individual owners. $So pronounced is the unbalance of taxi-
cab supply and demand in New York that these medallions are
reported to have sold on the market fér $13,500 in 1957, with
one sale being made for a record $18,§)00.13 '

¥hile the number of taxicabs hés been increasing during
recent years, the number of taxicab cémpanies has been de-
creasing, perhaps'indicating‘trends toward consoiidated
operations and toward individual driver-owner operations. in
1946, 24,000‘éompan;es were reported in this country; however,
this nqmber'had diminished sharply to an estimatedAIO,OOO by
1957.14' Sizes of cab companies range from 2 cabs in numerous.

small towns to about 2,000 in operation by Philadelphia Yellow

Cab Company. Many authorities feel that the large cab concerns

13y, Richard Elliott, Jr., "Traffic in Taxis -- Some
Investors Are Seeking a Profitable Ride in Cabs,'™ Barron's
. National Business and Financial Weekly, March 4,'1§57, p. 23.

‘14putomobile Facts and Figures, op.cit., p. 42.
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. become too unwieldy for efficient operation. New York taximen
are reportéd to agree that fleets of more than 1,000 cabs are
too large -- thé problems of off-peak wbrk are compounded in
excessively large operations.15 ‘

Some of‘the‘iarger companies are publicly-oﬁned, stock
being offeréd'for sale through various stock exchanges. 1In
his excellent appraisal of some of the financial aspects of
cab operations, J. Richard Elliott, Jr., cites the following
large companies with listings in stock exchanges: Checker Céb
Company, Chicago. Yellow Cab Company, Parmelee Transportation
Combany, Yellow Cab Company of California, and Yellow Cab
Company of Philadelphia. Phrméigé;isnt§e-lérgeétfleet owner
in the United States.l® o o

Taxicab operation is no clear-cut flnan01al panacea in
the field of public transportatlon However, Mr..Elliott
describes how severa1~compan1es are reaping profits during
the present period of generally poor businesé-in'the transit.
field. The Philadelphia Cab Company, in 1955,_used,1900
taxis for accumulating revenues of $18.2 millicn. Even after
deduction of the driver's 45 per cent share, this represented
aﬁ aﬁerage meter take of $9,600, or a gross return of $350

per cab, exclusive of the'driver's pay. The final net of

155 Richard Elliott, Jr,, op. cit., p. 23.
161pid,, p. 3.
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$416,500 represented 2.3 per cent of total revenue, or 8 per
cent of invested capital. 1In contrast, the California Yellow
Cab dompany in the same year earned an average of $600 profit
with eech of.its 1,765 units. Mr, Eiliott reports that not
all systems were so fortunate; for 1956, the Parmelee Trans-
pdrtetion Company appeared to_Operate in the red, and the
Chicago Yellow Cab Company showed a‘ﬁmne-month, pre~tax loss
of $99,700 on revenues of $10,million;. Checker Cab Company,
in its complicated ﬁanufacturing and operating arrangement,
lost $968,000 in 1955 and’ $925 000 inuthe first three quarters
of 195617 |

0bviou§1y,-then; taxicab operation can be profitable or
unprofitable. VIf cab operation is to be free from the_threat
of extinction, then further study is needed for determining
the internal and external variables'which contribute to the
finaecial'Success or failureﬁof the operation '~ Need for this

type of study is not limited to the taxicab industry, but

applies to each element of urban transportation.

Internal Operational Controls

| By its ﬁery*ﬁature, taxicab Operation defies effective .
internal control, Vehicles are scattered overrentire cities;
there is no feolprbof way of directing the driver and following-

up to aseure'complianCe with iﬁstructions; yet the development

Mop. cit., p. 3.
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of good public relations is highly dependent upon responsive-
ness to requests for serviée, particularly in fleet'operations.'
Many cab companies have installed two-way radios for the dual
purpose of improving control and of improving system efficiency.
Mr. L.L. Bennett, President ofAAtlanta Veterans Cab Company,
cites a system of control which his company is uéingQ He
requires all drivers to report in to the system dispatcher
periodically. He further requires close adherence tc instructions
‘from the dispatcher. Enforcement is effected through severe
disciplinary_action for non-compliance with instructiens, for
false reports,ior for failure to answer a call from a
customer.18 | |
Devélopment of the two-way radio made poésible numerous
improvements in system'operation. Efficiency was .greatly
increased thrcocugh the redﬁction of non-productivekfrévél'while
empty. Calls ﬁay be answered by the closest ?vaiiablé cab,
thus improviné public relations by providing‘more pfompt |
service. A significant by-product of radie dispaéching is
its adaptability to route control. For example, drivers can
appraiée the dispétéher of traffic conditions, particularly
- bottlenecks; the dispatcher, in turn, can direct other drivers
.along alternate roﬁtes, thus éxpediting service, pléasing

customers, increasing system effectiveness, and not further

18Ba_sed on an interview with Mr. L. L. Bennett,
President of the Atlanta Veterans Cab Company, in his office,
October 28, 1958, '
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aggravating traffic congestion. Radio contrcl, however, is
nqtlwithout disadvantages,and limitations. 1In the first place,
radio installations involve large capital ex?enditures and
high maintenance costs. Allocation of channels is a problem,
and communication is limited to line-of-sight. Obviously,

the number of taxicabs which ﬁay be contrclled through one
dispatcher or oﬁeridne assigned frequency is limite&,—— a
single person can direct only a limited number of cabs, and a
channel can handle only a limited number of calls before
becoming saturated with messages.

Another scheme of functional control is based upon the'
use of telephones. With this arrangement drivers usually
report-in to a central location by telephone and stand—by'a
telephone, usually at a special stand or central location,
when not on call. Control effectiveness with this systgm is
inféfior to that'involving the usé of radios. However, some
offsetting advantages are found in certain cases. For
example, in maﬁy of the smaller cities the short travel dis-
tances involved, the nature of service demands, and the general
lack of serious traffic congestion combine to obviate the
‘need for a complex,-highly refined system of control.

Capital investment-is far less for telephone stands.than for
radios. Finally, in a society geared to telephone communi-
cation, the phone directory is a convenient media for

advertising service and for informing the public as to how to
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locate a taxicabk. On the other hand, however, this system is
.not'conducive_to effective and responsible supervision by the
companies; nor is it- as flexible aﬁd responsive to the pulse-
beat of public needs.

The third type of contrcl is of the “laissez faire"
type. In this system the driver operates almest completely
independent of any central direction. One fleet operator
described the freedom of driver action thusly:19

When they leave here (the fleet'garage) there's only

one restriction -- they gotta turn left when.they get

out the door, because it's a one~way street. We don't

know where they've been till we see their trip cards

at the end of the day.
In the absence of any positive supervision, many companies rely
on police depértments for reporting any flagrant violations
of regulations and of ethics. In scme of the larger cities
special plain-clothesmen are employed to moenitor cab operations.

| The'undontrolled system of operation is_well-suited_to
individually owned cabs. Skillful operators héve developed
remarkable abilities to predict public need for transportation
and to adjust schedules to coincide with these needs. One
driver-owner described the demand in New quk City as |

following the schedule below;zo

19%From the Driver's Seat: It's No Easy Life,"”
op.cit., p. 73.

20vManhattan Hackie," op.cit., p. 160
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8:00 - 9:30 A.M, -- railroad stations, hotels, residential

: streets
9:30 - 12:00 Noon -~ ¢ffice buildings and department stores
12:00 - 2:00 P.M. -~ lunch trade
2:00 - 3:00 P,¥., -~ women shoppers and matinee goers
3:30 - 6:00 P,M. -- downtown financial section
5:00 - 7:00 P.M. -- people going home, business all over
: town
7:00 - 9:00 P.M. -- hotels and restaurants active,
theater goers
9:00 - 11:00 P.M., ~- trade slow
11:00 -~ 12:00 Mid. -- after theater break, big hotels,

office buildings
12:00 - 4:00 A.M. -—- mid-town nightclubs, the drunk who
lives far away
Thus, in_spite of its dependence upon chance to bring about a
meeting of taxicab and customer, the system appears to serve
New York City well, the highly refined responsiveness to
publlc needs 1ndeed becoming one of the strong advantages of
this type of uncontrolled operation. This systemmmay be
compareéd to a jazz band, each driver being a competent
musician playing by ear in respoﬁse te the audience -- the
city -- and adjusting his melody to produce harmony when
blended with other members -= mags=-transit, customers, and

other taxi drivers. The results are highly effective in such

major cities as New York, Chicago, and Washington.

Peculiarities of Peak Characteristics

Analysis of load characteristics of the taxicab industry
indicates certain basic differences from'other-forms of public
transportation -~ differences which may well provide clues

toward improved solutions to the more complex problems of load
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distributicon facing the transit systems of this country.
Diversified load characteristics lend further support to the
argument for integrated transportation systems, making best
use ¢f all available components.

The basic problem which plagues all transportation net-
works is that of high peak demands for service, followéd by
periods of very low demand., Facilities must either be
designed tc handle the pericds of heavy loading, or must be
designed to suffer SQrious overlocading during thesefperiods;
Both alternatives are costly to communities -- to differentiate
between these two evils is merely to place in the balances
thé‘cqst of'expensive equipment and cdnstrﬁction on the one
side and the value of non-productive time and human incon-
ﬁenience on the other., In an economic analysis of mass-transit
operations, Dr.‘Sfephen Paranka clearly expiains thé severe
financial burden placed on transit companies because of the
peak-hour phenomena:21

These two peak periods (morning and afternocn) determine
the capacity requirements for transit equipment in a
transit system. During the off-peak period, fixed ex-
penses of a transit system contlnue at the same rate as
during peak periods.,

Transit service offered during non-peak hours on a

regular schedule involves the same variable expenses as
during peak hours. Wages of vehicle operatcors are the

same during rush hours as during the 1lull between then,
Equipment and material costs are also the same during

21Stephen Paranka, An Economic Analysis of Mass Transit
Operaticns in the United States, Unpublished Doctoral Dis--
sertation, School of Bu51ness,-1nd1ana Unlver51ty, 1957,
p. 53.
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both pericds . . . Once a route has been completed, the
unused serwvice, in the form of empty seats, is beyond
recovery,

Operating peaks thus establish a maximum capacity of
operations, which remains as overcapacity in the offw
peak perlods

Taxicab operation parallels the phenomena of peaks and

off-peaks described by Dr.,Paranka;-however,'several highly
significant differences are réadily discernible. 1These
differences deserve further comsideration. First, demands far
taxicabs generally do not experience the same violent fluctu-
ations between peaks and off-peaks found in-other forms of
public transbortation, Sevéral influences contribhute to the
building of a relatlvely good taxlcab system load factor.22
Taxicabs are commonly used to transport bu51neSSmen to and
from points wmth;n ‘the: central business district; these
vehicles are used by visiting businessmen who have no other
means of local travel; taxicabs are used by shoppers ; and
taxicabs are used to fill in the voids created by reduced
frequencies of transit vehicles as necessitated by reduded'
customer demands. Each of these uses is highly adaptable'to
off-peak periods; experience confirms this adjustment of
travel activity.

Secondly, taxicab companies are able to sway witﬁ,the

breeze of changing demands for service. There are no complex

22"Load factor" is a term borrowed from power system

operations., It is defined as the ratio of average-load-to-
peak-lcad, the optimum load factor being unity, indicating
that the system is being used at its maximum capability.
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schedules to alter. Routes are undefined; therefore, there is
no battlé with a public service commission before making such
_ changes, nor is there £he problem of informing and educating

-the public of these changes, Mass-transit is noet so flexible,

Taxicab opérati;n-is highly fluid. Not only can adjust-
ments be made fqr_such unusual situations as sports events,
ihclement'weather,‘and émergeﬁcy cbnditions, but minor adjust-
ments may be méde upon a few minutes'_notice throughout the
day. Through the system dispatcher, additional drivers may be
summoned, vehicles may be shifted to different parts of the
city, and routes may be changed so as to avoid tfaffic bottle-.
necks, Such adaptability is the product of thg extreme
flexibility of routes, work hours, and areas of coverage.

Not only are daily peaks leveled cut as described above,
but weekend lulls are élso minimized. . Increased social
activity of weekends contributes to imprové load factors,

This phenomenon is particularly detectable within the lower
economic leﬁels, amdng non-owners of éutomobiles, Here the
tagicab is reported to be considered. s mark of distinction;
such feeling does‘ﬁot exist toward other forms of public
transportation, |

Taxicab operaticn is normally characterized by several
secondary peaks such as those caused by theater~goers, con-
ventioneers, the party crowds, domestic help,'and automobile-

less shoppers. Violent upheavals may be caused by inclement
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weather; for example, it was estimated that a hard rain in
the morning or early afternoon in New York City, in 1939,
meant as much as $35,000 to the taxicab business.23

The cab business is highiy responsive to longer-range
fluctuations as well as to hourly, daily, and weekly changes
in demand. The low capital investment represented by cab
companiés, in direct contrast with that of mass-transit
companies, permits taxi systems to make frequent adjustments
of equipment to reflect changihg transportation needs. |

Unfbrtunately, the ta;icab is #ot immune to one major
problem shared by all torms of Surfacé transportation using
road networks -- the dilemmaréf traffic congéstion.” At the
veryltimes when demands for service are greatest, and at the
very time when the maximum rate of travel is most desirable,
overloaded street networks become clogged with vehicles, to
the extent thét traffic moves slowly, if at all, Thus, poor
tréffic circulation adversely affects brofits by reducing the
number of trips that cabs can make. It is then no wonder that
taxicab operators are kegnly interested in schemes for ex-

pediting traffic flow,

Fares -- Systems and Amounts
If the planner and traffic engineer are to develop an

integrated system of public transportation, then a knowledge

23wpManhattan Hackie,"” op.cit., p. 60,
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of fare structures of each component is eséential° From an
intimate understanding of the various cab-fare systems in
operation, one may select the desirable élements for compeosing
a rate structure which will serve thé public effectively..
Basically, there are three types of taxicab fares: metered,

zoned, and flat fees.

Taximeters.--Since its initial appearance in the original

fleet of cabs on the streets of New York in 1907, the taximeter
has become a recognizéd symbol of the tgxicab. The taximeter
is a mechanical device by which-charges are automaticayiy-
calculated as functions of fimé and distance, A clock
mechanism w;thin the meter automatically adjusts the fare to
reflect waiting time at a predetermined rate, Other features‘
may be incorporated into the meter; for example, the flag
may activéte a switch to operate a dome light indicafing that
the cab is empty. Such an arrangement is mandatory in New. |
~York City to assist pelicemen in the enforcement of cruising
regulations. 1In manf cities, illumination of . the taximeter
is required'so that customers may be appraised of accumulating
charges, | “

| Many cities permit the “flag drop* zs a method of:
adadministering a minimum rate; Under this rate arrangement,
a customer is éharged a-minimum fee as soon as the flag drops
at the beginning of the trip. In most cases,'this minimum is

automatically applied to the total fare.
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Popglarity of the taximeter is reflected by its wide
' acceptahce throughout the country. Despite the additional
capital outlay required, 430 of 827 reporting cities indicated
the use of takimeters, in a special survey conduqted by the
American-Taxicab Association. Even more signific§nt,
however, is the fact that 57, of 13 per cent, of the cities
in which taxicabs use meters, had no ordinances directing the
use of these meters..z4

Many advantages are found in the use of taximeters for
determining and regulating fares. Governmental agencies
responsible for administration of cab controls find the taxi-.
meter readilyradaptable to testing and inspection; meters may
be sealed to prevent tamperiné. Meters are idealiy suited to
ordinance requirements for records of mileages and gross
receipts. Not all of the advantages of this form of fare
administration are confined to control bodiea, Quite to the
contrary, customers also benefit greatly by the use of this
aystem. In the first plaéé, the taximeter is understandable
and the custoner keeps a running aeécunt of the eost of his.
trip. Besides its basic simplicity, the taximeter is fair ==
4t charges on the basis of actual time and distance ag eonw i -
trasted with the flat fee system which makes no allowance for

these ﬁfangpértati@n variables and as eontrasted with the zone

245.7-4 Dats Book, 1958-1089, op.cit., pp. 15-66,
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system which makes no differentiation within a zone.
Drivers also find taximetgrs most helpful in calculating
rates. No mental arithmetic is required; no zones must be
memorized; and customers are not left in a cloud of suspicion,
wondering if and just how much they have been overchafged.
Primary among disadvantages is the element ofrcost.
The meters are expensive and represent sizable éapital invest-
ment; also, the meters require maintenance and inspection.
Nevertheless, the advantages far outwiegh any disadvantages,
and it must be concluded that the taximeter provides an
effective, businesslike method of administering and controlling

cab fares.

Zoned fares.—-In the system of zoned fares, charges are nor-

mally cqmputed on the basis of two components: (1) a flat
‘minimum'charge,.and (2) additicnal charges as the taxicab
:pgs$§S from oné zone into énother. ther common modifications
include extra charges for waiting time and/or additional
passengers,

The system of zoned fares provides some advantages,
but also has many drawbacks. On the favorable side, less
capital investment is required than for metered installations.
Also, there is no complex moving equipment to service and
inspect. HoWever, on the unfavorablé side of the ledger |

are many disadvantages, among which are: (1) unfairness is
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inherent ih the zone system, a charge being set for a zone or
band with no allowance for differences between maximum and
minimum distances within a zone, (2) the system is'complicéted-
and difficult to understand and to administer, thus sowing
seeds of distrust in the minds of users, (3) enforcemenf of.
fare regulations is difficult, if not impossible under this
system, and (4) the zoned fare does not lend itself well to
rate changes - Yonce riders become’faﬁiliar with the zone
rates, they will not welcome changes.“25 Maximum equity of
fares is found in systems having the most zones with the least
difference between maximﬁm and minimum boundaries; in such
systems, however, the rateﬁstructure is most complex and
difficult to administep_and to un&erstand. Nevertheless,

many cities, particuiarly those of less than 50,000 population,
héve fqund the zoné,fdre-system mostidesirable for local

needs.—26

Flat fee system.--This tjbe.of”fare system, in which a single

flat fee épplies to an entire city or major sector thereof,
is only a crude derivative of the zone system. One adaptation
involves a flat rate for increments of time. An example of .

this type of fare is' found in Concord, N, H., where a flat

25Stephe‘n Paranka, op.q;t;, p. 57.
26 '

A-T-A Data Book, op.cit., pp. 16-66.
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rate of $4 per hour is set. Greenville, Pa., uses still
another scheme -- $0.40 for one passenger within the city,
$0.10 for each additional passenger, and $0.35 for each ‘mile
of trips outside the 01ty 27
In evaluating the flat fee system of fares, a quotation:
is borrowed from Dr. Paranka in his study of mass transit
dperations:28
This structure has the advantages of ease of collection
and simple theory of application., A basic problem in the
structure involves the amount of yield from the fare;
if the fare level is low, the yield may be insufficient
to cover costs, whereas a higher level will cause some
people not to use transit serv1ce and thus, likeWise,
~result in a 1ow yield.
A serious disadvantage of a flat fare is 1nequ1ty of
charges ‘among riders. This fare: has no relationship to
service rendered to different riders, a rider traveling

- a short 'distance is charged as nuch as one who rides
along the entire route,

The same observations apply to this form of fare structure in
- the taxicab inaustry. 'ﬁowever, it should be understood that
the flat fee for-an'inerement of time is more closely related
to fare systeﬁs geared to service rendered, and is thus an
exception to this observation, Because of its inherent
weaknesses and unfairnesses, the flat fee fare.Shows little
promise in the development of an integrated transportetion

system.

Amounts of fares,--Wide diversity characterizes the range of

27A—T—A Data Book, op.cit., pp 16-66.

288tephen Paranka, op.cit., P. 56
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- fares charged by taxicabs. Among the five largest cities,
New York has the lowest rates with a charge of 45¢ for one
mile, 95¢ for three miles, and $1.45 for five miles. Highest
rates are found in Los Angeles where rates for cbrrespénding
distances are 70¢, $1.30, and $1.90. Of interest is the
manner in which the percentage difference between New York
and Los‘Angeles decreases as distancé increases, perhaps
indicating that the latter structure is geared to greatef
distances per trip. In the midrange among the fivellargest
cities are Chicago and Philadelphia, with rates of 55¢,
$1.05, and $1.55 for comparable distances. Table 5 reflects
rates ffom cities thaﬁ;ééeffeé#eéentative of all population
groups, the five largest cities being iﬁténtionally'pickéd
and all others selected at ra;ndom.29
Of vital importance in the development of any compre-
hensive urban fransportation'plan ba sed upon optimum utiliza-
ition of all components, is a comparison of the rates of taxi-
cabs and other forms‘of public transportation undeflthe
various combinations of distancé, time, and passengers. 1If
the best possible working'cdmbination‘of public transportation
devices is to be developed, and-ifithe best system for moving

people is to be devised, rate structures must be carefully

_ 29¢Compiled from data on individual cities as reported
in A-T-A Data Book, 1958-1959, pages 16-66.
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Table 5. Taxicab Fares and Charges in Selected Cities

City Taxicab Fare Rates:
: Base ' for plus a for
charge the charge each Remarks

of: first: of: additional:

Five Largest Cities:
New York, N. Y. 25¢ 1/5mi. 5¢ 1/5 mi,

Chicago, TI11. 35¢ 1l/4 mi. 10¢ 2/5 mi. 20¢ per extra passenger;
: 10¢/3 min. WT |

Philadelphia,Pa. 35¢ 1/4 mi. 10¢ 2/5 mi. 10¢ telephone service
o charge; 10¢/2 min. WT

Los Angeles,Cal., 50¢ 1/4 mi. '10¢ 1/3 mi. 10¢/2% min. WT; 40¢/mi.

' : round trip beyond city
limit )
Detroit, Mich,. 40¢ 1/3 mi, 10¢ 1/3 mi. 10¢/min.WT.
250,000 - 500,000 Population:

San Antonio,Tex.:35¢ 2/3 mi. 10¢ 1/3 mi. 10¢/2 min. WT

Columbus, Ohioc 50¢ 2/5mi. 10¢  2/5 mi. -

Louisville, Ky. 35¢ 1/4 mi. 10¢ 1/2 mi. 10¢/2% min. WT

San Diégo, Cal. 60¢ 1- mi. 10¢  1/3 mi. 10¢/2 min. WT

Omaha, Nebr. 45¢ 1/2 mi. 1l0¢ 1/2 mi. 10¢/2% Min. WT; double

meter for miles more
than 10 from downtown

- 100,000 -- 250,000 Population:

Richmond, Va. 45¢ 1/2 mi, 10e¢ 1/2 mi. 10¢/3 min. WT
Jacksonville,Fla. ‘ ‘
" (metered) 55¢ 1 mi. 30¢ 1 mi. 10¢/extra passenger
{unmetered) 50¢ minimum. 25¢ each .zone plus 25¢ for extra pdssengers
" Bridgeport,Conn. 40¢ 1/3 mi. 10¢  1/3 mi. $2/hr. WT
Des Moines, Towa 40¢ 1/5 mi. 10¢ 2/5 mi. 10¢/ 2% min. WT
Sacramento, Cal. 45¢ 1/3 mi. 10¢ 1/3 mi. 53/hr. WT

50,000 - 100,000 Population:
Albuquerque,N.M. 35¢ 1/3 mi. 10¢ 1/3 mi. 10¢ per extra passenger
: ' © 84,05/hr.hourly rate
Asheville, N.C. Zone: 60¢, 90¢, $1.20; Flat $4.00/hr; $4.00/h4. WT

Augusta, Ga.  Zone: 50¢ plus 15¢ each zone added; $4.00/hr. WT; not

: less than 17¢/mile. ‘ '
Kalamazoo,Mich, 30¢ 1/2 mi. 10¢ 1/2 mi. 10¢ per extra passenger
Lowell, Mass. Flat fee: 50¢/1-2 passengers; 25¢ each additional pass-

enger; 75¢ house-to-house over 2 miles; $2.50/hr.WT;
$3.00 hourly rate or 40¢/mile..

(Continued on next page)



Table 5. Taxicab Fares and Charges in Selected Cities (Continded)

City : '4 Taxicab Fare Rates:
Base for plus a for
charge the ~ charge each Remarks
of: first: of: additional:

25, 000 - 50,000 Po ulation-;

Alliance, Ohio F1 ei 50¢; 75¢ cro@stown $3.00/hr. WT

Ashland, Ky. !50¢, 1-2 passengers, 75¢, 1- 3 $1 00, 1-4;
77 84.00/hr. WT :
Bremerton,Wash. Metered: 50¢ flag, 40¢/mi / 25¢ dach’ extra passenger;
$4.00/hr. WT
Zoned: 1, 50¢; 2, 75¢; 3, 81, 00 4, 81, 25 5, $1.50;
6, $2.00
Ft.Lauderdale,
"Fla. 35¢ 1/4 mi. 10¢ 1/4 mi, $3.00/hr. WT, $3.50/hr,
' -~ cruising time
Tyler, Texas 40¢  2/3 mi. 10¢ 1/3 mi, 10¢ each extra passenger,

10¢ for.each extra stop

10,000 - 25,000 Population:

Andérson, §.C. Flat fee: 50¢, 1-5 passengers; $3.00/hr. WT |

Annapolis, Md. Zone: 40¢, 60¢, 75¢, $1.00, $1. 25 30¢/m11e where not
' zoned; $3,00/hr. WT

Deflance, Ohio Zone: 40¢, 55¢ 70¢, $3.00/hr, or Sclmin WT

Dover, N. H. 50¢ 1/3 mi. 10¢ 1/3 mi. $3.00/hr. WT

Marshall, Tex. 35¢ flag; 10¢- each additional mile; $3 00/hr WT

5,000 - 10,000 Population:

Baraboo, Wisc, . , :
(metered) 30¢ flag; l0¢ each additional 1/3 mile, $3.00/hr. WT
(zoned) 35¢,40¢, 55¢, 75¢; 20¢ for each over 2 passengers

Eastlake, Ohio 50¢ 1 mfi. 5¢ 1/6 mi, or 30¢/mile; $3,00/hr.

' or S5¢/min. WT

El Honte,-Cal. Zone: 50¢, 65¢, 75¢, and $1.00; next step is 40¢./mi-

$4.00/hr. WT

Lamar, Colo. Zone: 35¢, 40¢, 50¢, 30¢/country mile

Washington,N.C. Flat fee: 50¢ in eity, 5¢ each additional passenger;

$3 00/hr. WT

(Continued on next page)
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Table 5. Taxicab Fares and Charges in Selected Cities (Concluded)

City Taxicab Fare Rates:

Base  for plus a for
charge the charge each ' Remarks

of: first: of: - additional:

Less than 5,000 Population ‘
Arcata, Cal. Zone: 40¢ plus 10¢ for each extra stop; 10¢ for each
' extra passenger; $4.00/hr. WT ~
Bardstown, Ky. 25¢ flag

50¢ 1 mi. 20¢ 1 mi. $3.00/hr. WT; flat fee
30¢/mi.
Clarksville,Tex. Flat fee: 35¢, 10¢ each for extra passengers; 25¢/mi.;
: $2.00/hr. WT

Hackettstown, .
N.J. Zone: 50¢ within town, $3.00/hr. WT
Hogansville,Ga. Flat fee: 25¢ in city; 25¢/mi. outside; $2.00/hr. WT
I . 50¢ extra for groceries

*WI means waiting time -- including time when taxi is not in motion
but is considered to be under the direction of the passenger.

SOURCE: A-T-A Data Book, op.cit.; Pp. 16-66,
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Studied and an inter-relationship established so as to create
the balance most suitable to public needs. Such a program

warrants further study.

_Personnel, Practices, Policies, and Problems

Numerous_peculiaritiés'are observed which-apﬁear to
apply to the taxicab industry in such a manner as tq affect
any planned integration of cabs inte comprehenSive trans-
portation systems. These unusual characteristics should be
recognized lest the’planner, tréffic.engineer, or others
confront unexpected variablés which may strongly influence

behavior of the cab industry under different circumstances,

fHou?S of Work -
) Undoubtedly one of the reasons for the large number of
-taxicaps:and their ability to maintain a favorable competitive .
positioﬁ in the pubiic tranqurtation field is the flexibility
of hours worked by driVefs. Placed under a more rigid
schedule of work hours, many cab_cbmpanies and’individual
drivers would be hard—pressed té earn a profit -- unless other
compensations were made to coffset the probable losses which
would follow a conversion to firm schedules and standard
work weeks.

© .Generally speaking, the work hours of cab drivers are

long; the pay is low, One article, Written in 1952 and
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describing some of the undesirable aspects of taxi driving,
cited the fact that 2 GO—Qbur work week was necessary in
order for the driverAto e?rﬁ a living wage,30 Thus, any
driver who wished to_mainfain a reasonable, living sténdard
was forced to work 1ong‘hour$.orlto seek supplemenfal employ-
menf;-'

In'order fo‘get a first-hand report of driver
hours on the local scene, a random sample 6f 15 Atlanta taxi~
cab drivers was.madé%by thé-author in December, 1959. None
reported working an average of only ;0 hoﬁré per week. The

follqwing table shows thefextrémely_léngihéqré WorEed:

- & Table 6. Average Hours Worked Per Week, Sample
- Survey - Atlanta, Georgia, - '
December 10, 1959

Hours Worked Pef Keek Number of.Taxicab | VPeréentage
(Average) Drivers

40-50 1 %

50-60 7 47

60-70 3 , 20

70-80 _ 2 | 13-

More than 80 _2 .13
Total 15 100%

30"*From the Driver's Seat; It's No Easy Life,"
p. 86. - '

S
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One of the Atlanta drivers reported, *“I have‘several
friends-who operate their cabs-more thén one hundred hours
per week on an average," Several of the drivers reported
that they work odd and split shifts in order to earn more
money; usually they tailer their schedules to coincide with
peak demands. -

| Because of these abnormally long work weeks, any
plans for coordination with other forms of public trans-
portation shquld include reduction of driver work-hours to
correspoﬂd_ﬁith‘those of the operators of other transportation
devicesf therﬁise, thé unbalance of wage scales may create
disturbanées”of sufficient magnitude as to disrupt any plans
for an integraﬁed éyStem. Thus, such a cOmprehensive plan
must consider the‘ad@pstmentrof wages and hours to a common

denominator within the integrated system.

‘ Driver'Pay

| A clue that cab driving employs a unique system Qf
payment is suggeéted by the low degree of labor organization
found within the: industry. Ih general, driver pay is
directly related to the hours worked rather than to any
salary; furthermore, by most standards, wages are lowl

| As though long hours and low wagés were not iﬁsulting
enough to cab drivers, the antiquated; unstable and frustrat-

ing system of *tipping"™ is freqﬂently practiced within the



taxi industry. In many cases the original theory of tipping

for Special service or as a tocken of appreciation by the }

customer has given way to tipping as a recognized part of%
the driver’s pay. One social scientist,-Fred Davis, recoé-
nized that taxicab driving is a peculiar cccupation haviné
many strange facets, and he drove a cab on the streets qfi
Chidage for six months in order to observe the industry H!
first-band. In hisustudy he répopted that tips account ?ér
about 40 per ceﬁt_of.tne average eérnings. He further
emphasizes the importance of tips in his statement, "Forﬁm
the family man who drives, fips usdally represeht the
differencé between a subSistehceféﬁd a living wage."31
Other authorities recognize the value of tipping in many?i
places, but usually estimate azldwef value. The Collector

of Internal Revenue con51ders 15 per cent as a reasonablef

;amount for tax purposes, while the New York Stzate Unemploy— o

ment Commission estlmates tips at. 12% per cent of total

:I:"ares.32 Personal interviews with 15 Atlanta cab drivers”

selected at random indicated that tips account for conSidérably

oL

lower percentages of earnings in Atlanta.

31lFred Davis, “The Cabdriver and His Fare: Facets of
a Fleeting Relationship," The Amerlcan Journal of Sociology,
September 1959, pp. 158-165

32vprom the Driver's Seat, It's No Easy Life,*
op.cit., p. 68. '
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L Not only does tipoing Vary widely from place to place,
but it also_is related.to'premailing rate structures., For
example, if the average fare is 80 cents,‘tﬁe tip will
probably be 20 cents,_ oﬁ the other hand, if the fare is
90 cents, the tip will probably be only 10 cents; The wide
latitude in tips reported.in‘Chicago.and Atlanta Wouid seem
to indicate that local custom also determines'whether tips
- will be large or sma11? and even whether or not they will be
given to the driver.

| Tipping as a method of payment has other serious
'implicatioﬁslto the-iﬁduStry.. Psyohological“aSuwelllas
financial problems are by—products‘of this method of payment,
and are of such magnitude as to affect'seriously-the ability
of the industry toc assume a role of maturity in modern urban
transportation. In his study, Mr. Davis stresses that
tipping causes drxvers to develop customer preferences and
to use shrewd’ selectlvity in pioking those customers who
appear most apt to tip genercously. Such preferentlal treat—
ment, whlle illegal in most cities, deties corrective
action, Yet this behaV1or creates poor public relations and
indeed serves the peblic needs less than adequately. A
hypothetiéalfcaSe of oustomer‘selection on a'rainy day will
serve to iilustrate the point. Suppose that a driver is

hailed by two customers simultaneously n-johe is an arthritic
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little lady, the other an obviously successful businessman.
Tﬂe dominant role of the tip in his total income leaves the
driver with but little choice -- he probably sacrifices
valor for the money needed to support his family. Can a
system of payment which not only permits, but enccurages,
such discrimination, be tolerated in a public utility?
Another intangiblé; but nonetheiess impoftant,
psychological aspect of the tip as a méthod of payment is
the potentially adverse effect which such a system may exert
on driver behavior. William F. Whyte, in a special study of
human relations in the restaurant industry, points out some
peculiarities of tipping which apply equally well to the
taxicab industry. He pictures the recipient as thinking of
the tip as a measure of customer satisfaction as stimulated
by the quality of the service provided; however, such is not
| necessarilj always the case, for the customer maj be unac-
customed to the practice of tipping; or he may omit the tip
or undertip for some other reason. According to Mr. Whyte,
such experiences of unsatisfactory tipping, pgnticulariy.
when the server is under extreme financial pressafes, create
frustrétionS-which affect the quality of subsequently rendered
services.33 1In the face of frustrations which are set up by

the practice of tipping, the public may suffer in twe ways.

33yilliam F. Whyte, Human Relations in the Restaurant
Industry, 1948, p. 98 :
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First, gccording to most safety experts, an emctionally
disturbed person is accident-prone -~ such a practice as
'tipping_encourages such frustrations on public streets.
Secdndly, such a practice forces drivers to try to select the
most generous tipper, not necess@#ilyithé”bétéon who needs
transportafion mbst. Thus a_custohérfis¥ﬁi§ée& in the
position of bidding for taxicab'service1r : |

Another.pay practice'found in the taxicab industry
is that of paying the drivers at the end of.each shift.
Such a practice, coupled with the general abgence of fringe
benefits commonly found in oth?r industries,?undoubtedly |
fosters a feeling of job ins_.ta!‘l:ailit--y in cc_m_t?r..ast with -bi::hex_'
transportatibn businessés where more conventional practices
prevail.

Information is not available for determining the average
pay of cab drivers. Wide variations in such determining
factors as rates, methods of driver paymént,'unionizatibn,
hdurs of,Work, tippiﬂg customs, oWnership, competition, énd
regulation defy any generalizations about the amount of pay
which drivers receive. Nevertheless,_several‘examples will
serve to iilustfate amounts of dfiver pay under cértain

defined conditions. One source reports: that in the late

forties, a hard-working driver might earnva total of $75 for
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60 hours of work.34 An account of cab driving in New York
in the thirtiés pictured a typical driver, Harry Faber, as
serving 12 to 15 persons ber day at an average of 60 cents
per trip, "Harry estimated that he earned $4.49 for the
company and $3.31 for himself, not including_$1;25 per day
in tips. About his werk, Harry said he 'doesn't think
there's any future in hacking.“35 Although taxi driving is
low-paying by most standards, sém;-adVances are reported.
California drivefs in 1957 were reported to get 50 per cent
of the meter, or an average of $13.50 per 8-~hour day, with a
guaranteed minimum of $11 per day. Such a firm wage arrange-
ment, and such set hours of work are reported toc create
‘major problems for operators in meeting wage demands and
supplying the needed service.36
Driver ownership appears to be the dynamic element in
pay practices. One socurce describes paf for the driver-owner
as netting an éstimated $25 to $30 per week more than that.of

’ a fleet driver.37 Such ownership appears capable of solvihg‘

34“From the Driver’'s Seat: It's No Easy Life,"
op.cit., p. 66.° : :

39vManhattan Hackie,"* op.cit., p. 160,
363, Richard Elliott, Jr., op.cit., p. 3.

37From the Driver's Seat: It's No Easy Life,"
op.cit., p. 73. :
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some of the problems of irregular hours and low pay which
seem to prevail in fleet systems,

| In summary, the prevailing pay practices associated
with cab operation are outdated and need modexnization in
order to compare favorably and be in harmony with those of
other public transportation systems. NG'C only do these
antiquated practices adversely affect the individual drivers,
but they also impair the ability of the taxicab industry to:
serve the public_with maximum effectiveness. Thus, plans

to integrate taxicabs more completely into urban transporta-
tion systeﬁs must include a program for developing and main-

taining satisfactory driver pay policies.

Labor Organization Within the. Industry
Only a small perceptage'of the taxicab industry is

unionized. In its special survey in 1958, the American
Takicab Associétioh iisted only 62 of 422.repqrting cities -
with taxicab systems having any form of union organization
or union contract. Of this 15 per cent which are reported
to be organized, most are represented by the Teamsters'
Union,38

| Resistance of the industry to organizing efforts may

be attributed to many peculiarities, among which are:

384 7.4 Data Book, 1958-1959, op.cit., pp. 72-83.
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(1) the looseness of the taxi business -- the fact that it
is difficult to get the drivers together, or to learn any-
thing about the drivers collectively or individually, (2) the
high turn-over rate among cab drivers, (3) the peculiar hours
. worked by most cab driﬁers who seem to feéognize_thé ad-
vantages of working long hours and split shifts, (4) lack
of rigid controls of maximum hours worked, thus deflating
one of the points of emphasis of unions -~ the 40-hour work
week, (5) the drivér-oWner type of operatien is generally not
conducive to unionization, and (6) the unfavorable bargaining
position of fleet drivers when éoﬁpeting with driver-owners
who may be willing to work longer hours, split shifts, and
otherwise make sacrlflces for the sake of more pay° One
article descrlbes the independence which cab drivers feel
even when working unusually_long hours:39
They {(driver-owners) are_complete individuals and want
to remain that way.. But even fleet drivers are a bunch
of pretty independent -people., Unions have tried to
organize them for two decades but only two have even
~gained a small footholid, and most of the failures have
been chalked up to the lonewolf character of the
drivers. - :
Preclusion of the taxicab industry as a prime target
for organization activity is attributable to other factors.

The general 1nstab111ty of the industry -- its marg1na1

operation ~- means 51mp1y that demands for higher wages, and

3Q“From the Driver's Seat: 1It's No Easy Life,"
0_p=Cit., po 73- ' ’
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fringe benefits might well throw the industry into a fatal
tailspin. Mr. Elliott, in his outstanding article on the
financial aspects of taxicab operation, cites California as
héving the "toughest labor problem in the industry.” Whereas
most cab drivers in other parts 6f the country Work on a
straight commission basis, the drivers of California, under
three tightly organized teamster locals, get a flat 50 per
cent commission with a guarantéed minimum wage of $11 daily,
plus tips. Preéident W. L. Rothschild of Yellow Cab Company
of California describes such contracts as thre#tening to the
industry in saying, "Our labor agreements are so restrictive
that management has lost all flexibility . . . it is_all but
impossible to cope with unexpected peak periqu_'.“40

One need only to try to learn about the operation of
the taxicab industry at any level, in any part of the
countf&,_to,fecognize the heterogeneity of the industry and
the magnitude of the effort necessary for khitting it into
an effective labor organization. Certainly the relatively
low wages, long hours, absence of Iringe benefits, instability,
pay poliéies, and other apparent disparities would appear to
be conducive to organization; yet history reflects a strong
resistance to such efforts. While this phenomenon is worthy

of further study by students of labor relations,'planners

403, Richard Elliott, Jr., op.cit., p. 17.
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and others intent on assembling a comprehensive public trans-
portation system should also recognize the pattern and
should be cognizant of the possible consequences of imtegrat-
ing'this'industry with more highly organized forms of.

transportation.

Experiments in Combined Operatibns

Almost from its inception, taxicab'cdmp;nies and other
transportation systems have experimented with integration
schémés designed not only to serve the public more effective—
ly, but also to stimulate business among all participants.
Some recent developments include attempts by ?arious groups
6utside_thegtransportation field to promote tiade ﬁﬁréugh
seiling a combination merchandise and transportatioh package.
These types of experiments will be reviewed fofrthe purpose
of gleaning any bits of information which may prove helpful
in deVeloping combined funptions in'urban tréﬁsportatiqn'

systems.

Experiments in Combined Trénsportation Qperations
As early as 1932y the potential value of cbordinating
taxicabs with other systems was a recognized possibility.

The TransitrJournal published an article in which divergent

views were expressed by experts in the field of public trans-

portation, -Wélter A, Draper, preéident of the American
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Transit Association, expressed the view that, "Operation of
taxicabs should be coordinated with the operation of mass
transportation agencies under unified management."” Agreement
was expressed by Mr. Thomas N. McCarter, president of Public
Service Co-ordinated Transport, who said;."We‘believe in
principle that the cperation of tﬁkicébs:shQuld,be coordinated
with the operation of other publib‘franépof£a££on age;éies
under one management.,"” On the other hénd, some authorities
were not so optimistic about the feasibility of developing
an intégrated transit system, -Mr,'w. W. Clcoud, president of
the National Association of Taxicab Owners, said, "Friendship.
is good, but marriage is doubtful.' This attifude was
expressed even more strongly by Mr. T. Julian McGill,
president of Twin City Rapid Transit Company, whe said,
“There is nothing to coordinate that is worthwhile.,"'41
In the thirties, the Philadelphia Rapid Trénsit Company
attempted to operate taxicabs as part of an integrateq_
system, However, after 7 years of apparently unsuccessful ”
oﬁeration, the company admitted failure, the president
saying, “. . . it just didn®t work out. A corperation with
overhead and ethics just can't compete with the nighthawks
who take tips for delivering customers to nightclubs."?2

Evaluation of this attempted coordination is impossible

4y a, Draper, ™Should the Taxicab be Coordinated
with Mass Transportatien?," Transit Journal, vol. 76,
October 15, 1932, pp. 484-487, '

42wTaxi Headache," Business Week, October 19, 1935, p.27.
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with the available information; however, many changes in
public transporfation needs, policies, and probléms have
takén plﬁée in the past two or three decades. Thérefore, the
idea of coordination should not be dismissed solely dn fhe

basis of prima facie evidence of 1930 vintage.

An attempf_to provide an attractive public transporta-
tion package is ﬁoﬁnd in a Scheme_éf 1940, in which 16
railroads in 25 cities developed an arrangement with taxicab
cdmpanies to provide special service for train users. The
railroad company provided the cusfomer wifh an identification
card which entitled ﬁim to a flat rate of $5 per hour for
.the use c¢f a taxicab within the metrcopolitan area between the
hours of 9:0b A.M;, and 3:60 P.M. The railroads received no
‘payment from theé cab companiés, but considered the more
attractive transportation package as an incentive worthy of
the effort necessary for administration. Such a system had
the advantage of providing better transportation service and
qf improving taxicabrload'facfors. Baltimore,; Boston,
Pittsburgh, and Phiiadelphia were among the cities whiph
tried this form of combination.43 Such a system may well
. be applied to air travel, and may even be modified so as to
permit successful combination with mass-transit facilities.

For example, purchase of tokens for mass-transit rides could

e

43“Train-’1‘axi Service," Business Week, June 8, 1940,
ppo 24""259 ) ' . ) : .
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include a second token_for use with taxicabs whenever such a
service is desirable,

| Another éombination_attempt was an arrangement used
in Chicago where Parmelee Cab Company handled all transfers
from incoming.trains to points downtown and to other trainms.
Under this pléﬁ, éach train passenger was given_afcoupén
with his train ticket, thus entitling him to this cab
service. Parmelee thén redeemed.the coupons with the rail-
road company for $1.22 each; However; several difficulties
were encountered, and the plan was discontinued in 1955.

Some of_the major drawbacks in this plan_were: (1) many
passe@gers-failed to[take-advanthgewgf,the plan, (2) coupons
were ﬁeieftheless redeemed, (3) some riders paid fares any-
way,,fhué-effectively paying'the fare twice; and (4) Parmelee
eguipment was considered c¢ld and run-dewn, and had little

sales appeal to train users.44

Transportatipn_Sales Experiments

| Riding the current popularity wave of savings stamps
and coupons, the Yellow Cab Company of Philadelphia and a
mznufacturer of sdaps and cleansing products have entered
into an arrangement through which coupons are given with the
pu;chase of soap products —— these coupons to be applied to

taxicab fares. Although a joint venture such as this may be

445, Richard Elliott, Jr., op.cit., p. 17.
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more promoticnal than practical, fleet president Edmund F.
Higgens expressed the hope fhat suchka scheme will encourage
residents of the area to use exksting transpoftation devices
rather than place additional automobiles on_already over-
loaded streets. Optimism about this idea rums high, with
increases of about 35 per cent predicted, From traffic and
business standpoints, the really significant point is not
what the increase will be, but when it will occur. Female
éhoppers are expected to account for most of the increase,
These shoppers will probably travel during off-peak periods,

thus imprOVing the load factors;cf_taXicab-systems.45

Summary
Taxicab operation -differs in many ways from that of .
any other form of“public transportation. Many of these
differences looﬁ as formidable chstacles in the path of

further integration of the taxicab industry into public

. ... transportation organizations; on the other hand, many of

these differences enable taxicabs to minimize problems which
cause grave concern in other transportaticn schemes., A
public transit system making optimum use of some of the
advantages of taxicabs can beccme a more efficient and

effective public servant within its community, However, the

45vphiladelphia Yellow Cab Offers-FSQab-Coupéﬁs—for—
Fares' Plan," Taxicab Industry/Autc Rental News, October,
1958, p. 11. ' ' '
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idiosyncrasies of the industry must be understood and con-
sidered in any plans for further development of the industry

within the urban transportation complex.
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" CHAPTER 111
TAXICAB-SERVED SEGMENTS OF PUBLIC TRANSPORTATION

In-analyzing the weak points and field of greatestl'
usefulness of taxicabs as part of a unified transit system,
a fundamental step is the detérmination of public services
provided by existing céb sysfems and the segment of fhé
public-dependent upon these services. Many factors influence
the role.which taxicabs play in a community's transportation
complex ~-- such factors as habit, regulation, street networks,
and othef available means Qf transportation. Therefore,
each city is different, énd_the variables in its transporta-
tion formuia ﬁust be ahaiyzeg separately; nevertheless, -
some dominant traits appear to stand out so conspicuously
as to jﬁéfify generalization. This chapter will analyze the
public services provided by taxicabs and the segment of the

public predominantly using these services.

Providing for Public Needs Otherwise Unserved

A wide variety of community services, both trans-
portation and non-transportation, have been and are being.
offered by taxicabs thrqughopt the United States. An analysis
of these services serves two purposes: (1) providing an

insight into some frequently overlookediépécial community
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services which may be modified and adapted into useful new

municipal functicns.

Door-to-Door Service

One of the most desirable features of taxicab service
is the door-to-door pick-up and delivery feature. This is
the cnly public transpertation device which prdvides this
cutstanding charaéteristic to any sigﬁificant extent.
Completeness of orientation to customer desires is reflected
in the definition'of‘“faxicab“ given in the New Orleans
Taxicab Ordirance: “The term ‘taxicab' or *taxi' means any
motor vehicle uéed for the transportation of paésenger for -
hiré.over a route and/or to a destination that is controlled
by theépassengef,or passengers.“46

'Demand; for door—to-door.service take many forms.
During inclement weather, calls for taxicabs.far exceed
system capabilitieskin most cases. Whereas many users of
masS—transit:facilities,do not object te the waiting and
walking associated with mass-transit riding during favorable
weather conditions; the situation is entirely different
during adverse conditidns,'and demands for door-to-door
gservice are high.

-Shoppers lzden with big‘bags of groceries or heavy

packages also prefer taxicab service to other less convenient

46Taxicab Ordinance, Number 1004,'Citj of New Orleans,
Louisiana, April 11, 1957, Article ¥, Section 12-47.
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forms of public transportation. ~Henry Faber confirmed the
demand of shoppers‘for taxicab service éven in New York City
where a ﬁigh}y effective mass-transit system bperates.47
Atlanta cab'company Qperators-also recognize the business
boost of,shoppers,'and point :out that this boost ﬂormally
occurs at off-peaks when equipment,would otherwise be idle.
The movement to suburbia, 1ncreased dependePce upon
private automoblles, rising transit operational costs, and
declining transit revenues are some factors which combine
to force transit companies-to establish tramnsit routes
following patterns of high poﬁulation densities. These
roﬁtes are'liké a wagon wheel, in which distances between
spokes become greater as the distance from the'hub,inﬁrehses.
Thus, areas.unserved by mass-transit become gréatsr as dis-
tance from the business district increases and as féstdential
xdensities*besome‘lower. Not oni}y are walking distsnces thus
lengthened, but'the lower densities make high-frequency |
transit runs uneconomical, .Underdeveloped sommunitf ser-
vices, sﬁéh as. street lighting'and police protection,,compound
problems of using mass-transit facilities and make door-to—
door service highly desirable in such suburban areas. A

small fleqt.oi taxicabs can serve suburban areas far more

economically than scheduled masgs-transit vehicles during off-

47vMannattan Hackie," op.cit., p. 160.
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peak hours, because:. (1) the cabs operate only on an
"as needed” basis rather than on a fixed schedule, and (2)
operating and fixed costs are much lower for taxicabs than

for the larger high-capacity vehicles.

Movements Along Flexiple Routes

:Whereas'mbst transit system routes are established
radially for reasons of economy, taxicab routes are flexible,
and cébs afe free to travel the shortest distance from
point-to-point., No trathers or.extra,travel distances
are involved. Not only may.the customer follow the most
expeditious route, but he may have the;dfiver stop ét
selected points along the way, or alter the course if desired.
This type‘of personalized service may result in significant
time-savings. Nc other form of public tfanspoftation can |

match this flexibility of taxicabs.

Directory and Guide Service

A great'advantage.of using taxicabs_is‘that no know-
ledge ofrthe city is reqﬁired, since an intimate knowledge
of the city is prerequisite to cab driving. The client need
know only the address of his destination. Thus, the customer
is buying the service package, which includes the driver's
knowlgdge of the city.
M Cab drivers also serve as guides, if customers

desire such service., In his interesting study of scme



sociological aspects of taxi operation, Fred Davis describes
the_driVer as a person who must respond with sensitivity fo
the whims of the rider. The cab operator must answer
questions asked by his clienf, he must converse intelligentiye
with him, or he Must remain silent -- depending entirely
~upon theldeSires of his-fare; The driver thus'becomes a
pseudo~traveling'companioﬁ and guide, or a nonnperéon,
depending oﬁ wishes Af the cﬁsfomef.48 ?ehiqles_qperating
along fixed routes and serving numerous other patrons cannot

match this type of individualized service.

Emergency Services -

o Missions of mercy have often been credited to taxi-
cabs. Expectant, but surprised, mothers have often found
taxicabs very-helpful in a mad dash to the hospital -- some
drivers:have_even'served in the emergency role of midwife
when the call was late. The taxicab is also available to
mothers who confront emergencies when the family automobile
is away from homé or inoperative, Measurement of fhe value
of this type of service is impossibie; but éuch value is
real, and planners should be cognizant of such community

needs as they plan for unified transit systems.

48Fred Davis, op.cit., p. 160.
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New Services Introduced Through Promotional Schemes

| In their attempts to promote taxicab business, some
operators have introduced novel_ideas which appear worthy
of consideration as newcomers to the list of public services
offered within urban areasu Perhaps these innovations can
be developed’and refined into more useful community tools,
thus serving practical ﬁs well as promotional purposes.

In one of'these innovations, information aboﬁt traffic
conditions; particularly congestion, is gathered by drivers
in the Atlanté_Veterans Cab Company system and relayed to
the system dispatcherrbyiradio.' The dispatéher then uses
this infqrmatién forlthe-dual purposes of directing taxicab
flow and of passing it along te a local radio Statién for
thus informing commuters of conditions during peak hours.
The resulting disPeféal of vehicles over city streets is
helpful'to cab companies; but it is also helpful to traffic
engineers, private motérists, transit companies, and the
general public -- each of which is adversely affected by
traffic snarls. |

Just as any-comprehensive transportaticn system should
make maximum use of all vehicles within the limits of J
practical capabilities, so should a comprehensive trans-
portation plan make maximum use of the physical street

network. A coordination arrangement similar to that used by
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the Atlanta Veterans Cab Company may well improve the load
factor of street networks by dispersion of traffic over
parallel arteries, and-thus make better use of arteries by
routing traffic around points of congestion. Railroad
companies use electrical control networks for increasing
capacity of existing tracks by improving control of trains,
thus reducing wasted time. This idea of feeding traffic
information into a cﬁntrol center appears worthy of further
study. Perhapé taxicab fleets can be used as a first stage
in the development of such an integrated street control
systém. HoWever, this proposal has limitations which should
“be recognized and considered in any attempted,ﬁispersal of
traffic. The elimination of one bottleneck should not
create a more serious dne; nor should any plan of dispersal
unduly sacrifice thersafety and privacy of residential
areas, schools, or other Suéh-@sbs.- NeVérthéless, the idea
of maximum utilization of méjof arferies_appears to be a
sound one§—strategiéa11y placed fadio-ﬁnifs seém to offer
promise as a stethoséope for keebing a continuous check on
the heartbeat of city traffic.

| In other promotional efforts; taxicab companies have
come forth with additional ideas which are noteworthy. One
Atlanta cab company has equippéd its cabs with emergency

oxygen supplies, and trained its drivers in the emergency
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administration of this life-saving element. Mr. L,‘L.
Bennett of the Atlanta Veterans Cab Company alSo reports that_
he has advertised a special holiday service: "After the
holiday party, call Veterans Cab Company —- we will furnish

a drivexr to deliver you and your car home safely.™ His
company has also used the promotional aid of offering to get
help at any time for stranded motorlsts in the event of

49 Other companleS'have tr1ed such pro—'

automebile fallure
motional schemes as reduced rates for transportation to
church, and some have used a similar idea by furnishing
transportatioh to the polls on election day. While these
innovations are intended primarily for boosting business,
transportation system planners should~carefu1Ly screenisuch

stunts to determine if some of the ideas may be adapted to

other roles of public service.

Cities Not Served by Other Transit Facilities - o

In many of the smaller cities in the United States,
_taxicabs provide the gglz means of public traneportation.
Thus a fole as the exclusive provider of pubiic transportation
in these sméll cities is in sharp contrast to that in 1angef
eities where taxicabs complement massftransit systems.

Apparently population is a major determinant of the cut-off

49Based on a personal interview with Mr. L, L.
Bennett, President of Atlanta Veterans Cab COmpany, in his

office, on October 28, 1958.
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point below which various forms of mass-transit cannot survive.
The general'levél of this cut-dff.point is not known, but

may be exﬁected‘to vary With other characteristics of the

city, such.as nature of‘industrial activity, proximity to
iarge cities, and composition of the population. Neverthe-
less, there are indications that dependence on.taxicabs changeé
significantly at populations of more than 10,000, where a
sharp deérease in the a&erage number of taxicabs-per-capita
occurs. Perhaps this change indicates significant dif-
ferences, possibly better service added by other forms of
public transportation. (See Table 9, Chapter IV.)

The interaction of several elements preclﬁdes the use
of mass-transit public transportation in small cities and
towns. 1In the first place, prevailing low densities in
residential areas prevent tﬁé establishment of extensive
transit route coverage. 1In éuch sifuéfions, not only must
routes be widely éeparated,‘but vehicle trips-ﬁust necessarily
be infrequent, if notlsporadic} Consequently, residents can
be provided with“only a rather rudimentary form of public
transportatioh,lat bestj nor can such ga system'expect to
increase significantly its patromage through the promotional
programs recommended by Dr., Paranka, in his economic anélysis
of mass transportation f-'modernization and innovatidn,

improved public relations and merchandising, and'improved
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fare structur_es.50 The potential is simply non-existent.
The comparative lack of traffic congestion in small towns,
-together with the relatively short travel distances normally
involved, tend to minimiie_the need for'mass-trénsit
facilities.

In spite of having nec neéd for a sophistiééted form
of public transportation, these small cities and towns
nevertheless need some type of.public transit. These cities
need to provide a means for.transporting such persons as the
aged; the non-cwners of aufomobiles, and others who need and
requirp:publié transportation. The answer to the problem of
how to provide such én urban transportation system may well
lie within the framework of taxicab operatioms. However,
municipal assistance may be needed to assure the level of
service which thé community needs. Pregrams of implementation

and assistance will be discussed in Chapter V.

Types of People Served
Just whom does the taxicab serve?  Although mést
urban dwellers use taxicab service at'oﬁe time or another,
there are indications that regular users may be grouped into
four rather broad categories:.‘(l) non-owners of aﬁtomobiles,
(2) businessmen, (3) persons haﬁiﬁg emergency transportation

needs, and (4} persons requiring specially-equipped vehicles

50Stephen Péranka, op.cit., pp. 88-99,
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or specially-trained drivers.

Non-Owners of Automobiles

In many major cities -- particularly those which
flourished éndrbecame densely populated before fhe advent of
the automobile -- crowded conditions, high operating costs
for automobiles, inadequacy of parking space, and other
related problems contribute to make private automobile
ownership highly unsatisfactory. In some of the older cities
such as New York, mass-transit has become a way of life;
likewise has -the taxicab become an indispensable and recog-
nized public_transportation device. Its intrimnsic value may
well be measured'in dollars by the market value of the police-
issued medalliqns which are prerequisite to the licensing of
cabs., So pronounced is the unbalance between supply and
demand that these medallions are reported to be worth
approximately fen times the actual value of the vehicle.s1
Even in the citieé which have grown up with the automobile
industry and have thus built streets and transportation
systems to fit the pattern set by the automobile age, there
is also a heavy'demand for dqor-to~doqr service for non-
owners of automobiles,

One element of this demand which may be expected to
increase with-advanced_medical technolqu is that of the

aged group. Many states, under the pressures caused by

515, Richard Elliott, Jr., op.cit., p. 23.
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increasing vehicle accident rates, are even now impoesing more
'rigid standards of reflex action and general physical con-
‘dition as prerequisites for driver licenses, North Carclina
is a good example; other states may.be expected to follow.
With increasing life expectancies, and the resulting increaee
in numbers ofrelderly persons, there will uhdoubtedly be
many more non-owners of automobiles who will need door-tpf
store, . or door-to-deoor transportation service. This pre;
dicted change in age composition may alsc necessitate revised
cqncepts of acceptable walking dietances from mass-transit
terminals or pick—up'stations. In many small villages
such as the_currently popular “retirement villages,”™ mass-
transit, or eveh'rudimentary bus systems, may not be economi -
cally feasible; in such cases, taxicabs can ser&e‘public
transportation needs quite effectively,

One ﬁnusual aspect of'the_rele-of the taxicab in the
life of a non-cwner of an automobile is represented in a
phenomenoh described by the operator of a cab company in
Atlanta. This cempanﬁ serves Negro patrons only; eegregation
being required by local law. Thewowner,‘Mr. T. A. Travis,
Jr., of Tiger Flower Cab Company, described the taxicab as a
prestige transportation device for the non-owner of an
automobile. He supported this observation by pointing out

the peaks in demands for his cabs during weekends. Weekend
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peaks reflected normal party hours, both beginning and

52 tThus it appears that the taxicab has ridden the

ending.
swells of social status commonly associated with automobile
ownership. Perhaps in the lowér economic¢ levels the non-
owner of an automobile views the cab as a device over which
he exercises dominance and authority -- a power not associated
with any other form of public transportation. |

It should not be 1nferred'that the prestige factor
associated with the uée_of taxicabs is limited to lower
income levels, for such is definitely not the case. Cab
activity in the fashionable sectors of New York City, around
the opera and theater districts, and in the vicinity of
fashionable hotels and nightclubs reflects the general
acceptahce'of'taxicabs as legitimate transportation means

for persons of high income, as well as those of low,

Businessmen -- Out-of-Town and Local

| 'i}nrhis detailed study of taxi customers, Fred Davis
described businessmen as the real backbone of the industry:
"These (businessmen) arée the staple of the cab trade,rpar—
ticularly for drivers who work by day. Not only are they
thé most frequently enéounteréd; their habité'and preferences

ar¢ more uniform than those of any other type."53 Time-

52Based on a personal interview with Mr. T. A. Travis,
Jr., President of Tiger Flower Cab Company, in higs office on
53Ffed Davis, op.cit., p. 162,
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savings, convenience, social prestige, and the automobile

habit are factors which cause local businessmen to choose

taxicabs for creoss-town trips. In his dissertation, Dr,

Paranka recognizes the impact of'habit and social prestige

on customer selection of public transportation means:54
Another segment of the community is wholly independent
of mass transit service. This group 1nc1udes those
individuals who do not ordlnarlly consider use of mass-
transit, but have access to. an automobile or useé taxicabs
for the1r local movements, Social prestige is a factor
which plays an important role in the thinking of this
group.

Air and rail travel present the cut-of-town business-
man with a transportatién problem at his destination where he
must seek another means of transit. Taxicabs are frequently
called upon to serve this need. Further ev1dence of this
demand fof cabs is reflected in the heavy demands for cabs

in the vicihitf of air, rail, ahd boat terminals. The

follewing quotation from McQuillin's Municipal Corporations

implies the impertance of this service:55 “"There naturally
is considerable competition among rival taxicab concerns for
exclusive or favered places and stands for soliciting
customers at railroad and bus passenger staticns, boat and
ferry terminals and the like." Many medern ordinances

verify the :existence of such éheice sites by including

54Stephen Paranka, op.cit., p. 43.

55Eugene McQuillin, The Law of Munlclpal Corporaticns,
vol, 7, 1949, p. 719,
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special sections devoted to the régulation of cabs at these
términél facilifiesi Some cities rely upon license fees and
law enforcement dfficers for contreolling stand arrangements
at choice locations; for example, the City of Atlanta provides
an open stand at the airport, entr& to which is permitted
upon insertion qf a quarter into a coin=operated gate,.
An_interSting_hybrid_of the visiting businessman is
the visiting conventioneer, to whom business may be somewhat
lighter and more casual than to persons on pufely business
trips. In Atlantic City, there are 4.iltaxicabs-pér 1,000
persons as contrasted with an ovéfai; average of only 0.94
~for all cities in the 50,000 to 100,000 po?ulation range.
(See Table 9.) Many advantages are offered to the visiting
conventioneer by taxicabs. Among these advantages are:
the directory and guide service provided; freedom from
restraint, thus ﬁefmitting dfinking'and'hilarity without
fear of becoming involved in.traffic,vioLatians; and freedom
from parking worries. Streets of the host city are made

safer by this patronage of taxicabs.

Persons Having Emergency Transportation Needs

In major cities, there isnalways a demand for auxiliary
service under such cdonditions as: when mass-transit
" vehicles are nmissed, when tight schedules preclude using

regular transit routes, or when other unusual circumstances
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suddenly éreate an immediate need for door-to-door service.
‘One Atlanta cab owner described the service of his company

as that primarily built upon serving emergency needs. ﬁe
further described travel patterns of his cabs as predominant-
ly between residential areas and the downtown_afea; he aiso
pointed out fhat these demands afé_felatiﬁely constanf, but
that the persons thus served vary from day to day.

In addition to the.more common mild Catasfrophes,
cther emergencies‘arise which place fhe taxicab in the role
of hero. Inclement weather and severé cold invariably create
heavy demands for cab serviée. Injuries, accidents, and
sudden illnesses send stranded motheré scurréingito;the
telephone to summon a taxicab. ‘Althdﬁgh.defyipgééxact
measurement, such emergency transportétion service is a

valuable asset to the community.

Requifements for Specially-Trained Drivers and Séecially—

. Equipped Vehicles

a Iﬂ systems of public transpoftation, special needs

may be easily overlocked in favof of the masses., However,
taxicab service extends into many of the more obscure

corners of public pfansit needs. Tﬁe newly recognized
transportation demands of invalids, elderly people, and other
special groups are increasingly being met by taxicab companies

in new facets of public transit.
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Philadelphia has been the proving ground for a unique
service offered by "cabulances." This system combines the
special features of taxicabs and ambulances into a fleet of
15 cars which are on call 24 hcours per day. vCareful drivér
selection and training have contributed greatly to the suc-
cess of this unusual service which has operated in Phila-
delphia for 21\years, The cabulances are used primarily for
non-emergency service such as transporting the sick, aéed,
and convalesceﬁt to the hospital or doctor's office for
examination or treatment. Horale effects of this service
are reported to be very good, with enthusiastic endorsement
cbming from shut-ins who are now abie-to ride around, go'to
the polls on election day, go to church, and otherwise regain
a degree of their heretofore lost independence,J®:

A somewhat similar service is gffered in Milwaukee,
where a transport service knowﬁ as “Chair Car Cabs, Incor-
porated,” was recently placed in operation. This company's
cabs are specially built and equipped to abpommodate wheei-
chairs, which may be furnished by the custoher or the com-
pany. Fares are reported to be slightly higher than average,
but half-farés are applied to church transportation'on Sunday

and to other special outings. The uniformed drivers are

56uphiladelphia Cabulances Mark 21st Year of Successful
Operation,™ A-T-A News, August, 1958, pp. 18-19.
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specially trained in working with handicapped persons.
Herein ie a special fulfillment, not only of a physical need
for transportation service, but also of a social need of an

otherwise immobilized person,57

Summary.

Taxicabs provide transportation services which cannoct
be provided by any other known form of public transit. There
is a very real need for doormtowaoor service in most communi-
ties; voids between transit lines are often filled by taxi-
cabs; and other special qommunity-transportgtion services
are also offered. Areaslof publﬂc service are even more
discernible in small towns whéreftaxicabs are the only public
transportation devices. Aftempted coordination with other
systems in the past,; and reéent*innovations in thé industry

suggest ways of further imppoving community service.

57wpi 1waukee Has Cabs for the Handlcapped " AmT-A
News, September, 1958, p. 21.
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CHAPTER IV

_ RﬁGULATION OF THE TAXICAB INDUSTRY

Taxicab regulation is represeﬁtgd by a complex set of
;Zﬁégzg,rranging in degree of control from the simple
*laissez faire"-type to the more rigid publ;¢-utility-tjpe.
In this chapter, the reguiatidn of taxicabs will be analyzed
in an effort to determine:the elements of control which are
most important in the development of workable relationships
. between taxicabs and parent communities. The following
‘phases will be developed: (1) the basic need for regulation,

(2) the legal basis for control measures, and (3) existing

frameworks for regulation.

The Basilc Need for Regulation
Keeping pace with the high growth rate of the industry
after 1ts_birth-1n 1907 -- and even exceeding it in many
cities -~ were the problems brought about by a general
inadequacy of the controi machinery necessary to guide this
new municipal service. Many peculiarities contribute to the

need for effective regulation of the taxicab industry.

Nature of the Industry
Soon after the inception of cab business on city

streets,‘it became apparent to munic;pal governments that
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this new industry bears a peculiar relationship to the public
interest. Under private ownership and operation, it serves
é public need, but uses publiély-oWned streets for serving
this public.need, This situation became more complex as
increasing numbers of taxicabs'began‘to contribute mbre
significantly to congestion of city streets. Traffic flow
was impaired in two ways: (1) by the additional vehicles on
the streets, and (2) by the péssenger loading-unloading
process élong publié streets. 7
Particularly in the embryonic days of the industry
and even detectable to‘sOme‘extent today arg_inherent
characteristics of the industry Which pfecipitated the need
for cdptrols. The high driver-turn-over rate caused by low
pay, long hours, and poor personnel practices tended to lower
the.caliber of cab drivers. A mpatunal resistance of the
industry to clpse supervision_robs_management of the controls
-commonly,associatéd with most other industries. Because
dr;ver pay bears a direct relationship to the passénger-
rides ortpassenger—miles, drivers are encouraged to take
shoftéuts, thus being tempted to violate various city
ordinances in order to increase earhings. Finally, fleet
owneréhip is reported to bring out the most irresponsible and.-
reckless traits of drivers —- such traits being reflected
not only in abuse to fhe vehicles, bup also in“jeopardizing

passengers and pedestrians.
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Thus, by its nature, the taxicab industry exerts heavy
demands on the public and on public facilities. Internal
behavioral patterns create a favorable climate for adequate

public regulations, self regulation being ineffective.

Protecting the Public Safety and Welfare

There are many facets of the public interest which
need the protection which may be éfforded through proper
control of the taxicab industry. Some of the unusﬁal
characteristics of taxicab operation produce situations
which, if dncbntrolled, may easily becoﬁe prejudicial to the
public interest.  Some of these peculiarities are listed
below: |

1. Whepeas other public transportation vehicles usually have
more than one passenger with the driver, the taxicab
frequently carries only one passengef. Thus is eliminated
that protection normally afforded merely by proximity to
other persons; therefore,‘the_need for careful driver
selection and training is vital to the public safety.

2. The prevailing low wages of cab drivers preclude his
ability to pay persohally for damages sustained in
accidents, a factor which emphasizes the need for regu-
lations requiring the guarantee of financial responsi-

bility.
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3. Taxicabs frequently travel from 20,000 to 60,000 miles
per year, most of which is in the heavy traffic of busy
streets. The resulting exposures of other vehicles and
pedestrians to this traffic make necessary the estab-
lishment and enforcement of regulations designed to
promote safe-driving practices.

4, Looseness ef operation of the business, the economic level
of the drivere, and internal operational characteristics
combine to make the industry peculiarly susceptible to
publie demands for service associated with_nightclubs,
prostitutional eetéblishments, liquor, and narcotics.
Although the moral aspects of cab driviﬁg are beyond the
scope of thisrstudy, regulation must nevertheless recog-
nize the potential immorality within the operation and
take necessary stepsrto protect the public morals. |

5..,Monitoring and auditing of cab operation are not simple;
therefore, methode of controlling fares and protecting
theﬁpublic against unfair rate structures are vital to
the general welfare. Control of minimum rates is essential
to prevent ‘the ﬁndermining of mass-transit systems bj

unscrupulous cab operators,

Protecting the Rights of Mass-Transit
Problems which were created by unscrupulous cab drivers

who pirated maes—transit routes during the depression days
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of the 1920's and 1930's serve to illustrate the difficulties
which can arise under inadquatedcontnélaand limitation of
taxicabs. Taxiéabs and other formé of public transportation
have certain common characteristics; they provide public
transit service, their general service areas are usually
overlapping, and rates are somewhat comparable, particularly
if cabs operate on a multi-passenger bhasis. Similaritieé
are greatesk between téxicabs and surface-type tran%it
vehicles. |

As supplementary and complementary components within
a city's composite transpb;tation system, cabs and other
public.transportatiOn,devi¢es_mﬁst be so regulated as to
obtain ﬁ proper balance‘betWeen the facilities and to ex-
tract from each component the maximum public benefit.
Discriminatory regulations cahmimpéif the usefulness and
effectiveness of either of these-components,-and by so doing

can deny the public a useful service .

Protection of the Taxicab Industry -
Effective regulation of taxicabs is éssential not
only for protection of the public welfare and the mass-

transit industry, but also for the proteétion_of the taxicab

industry itself. As early as 1934, the adverse effects of

inadequate controls were discernible within the industry.

Paul H. Geyser, President of the Terminal Cab Company of New
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York, cited this urgent neéd in the following quotation:58
. » . S0 far as electric railway and bus operation are
concerned, the existing machinery of regulation appears
to be reasonably adequate and satisfactory, but in the
field of taxicab cperation the machinery of regulation
is inadegquate. As a consequence, the economic stability
of the business has been practically destroyed.
Modern authorities confirm this need for regulations
designed to protect the industry from enemies within and
without. Stability, reasonable standards of service and
safety, equal treatment, and protection against unfair
cempetition are cited as some of the prerequisites for good
ordinances oriented toward protection of the cab industry.59
In summary,'certain inherent characteristics of taxi-
cab operation serve to emphasize the need for comprehensive
regulatory measures designed not only to protect the vital
public interest but alsc to protect the rights of the

various components comprising the urban transportation

system.-

The Legal Basis for Regulation
Sympathetically.reéponding to the growing needs for
regulation of the taxicab industry, municipal and state

offidials began to develep legal tools for taxicab control.

58uTaxji Regulation an Urgent Need," op.cit., p. 165.

59uThe Regulation of Taxicabs by Wisconsin Cities and
Villages,"™ The Municipality, May, 1946, p. 1l01l.
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This section analyzes the legal foundation upon which_taxicab

industry regulation has been built.

Establishment of Jurisdiction

inherent to state governments and, by delegation, to
muni¢ipal authorities,ris the power to regulate taxicab
Operation,60 Such authority is_normally_gragted:to cities
eithe; by specific ché}fer prOVisiOns.of;B}_édnS£ifuti0nal
home rule prbvisions. The municipality's right to regulate
taxicabs has a duai basis -~ under the general police powér,
and under the power to regulate cabs as a public utility,Gl

The courts haverlong shpported-the pesition that no
one has the inherent Eiggg-to use public streets for the
conduct of private business -- that such use is a privilege
which may be granted or Withheld at the discretion of the
governing authority, subject to the usual tests of fairness
and reaSonapleness; The prevailing dependence of the taxi-
cab indusfry upon use of public'streets naturally subjects
‘this businéss to regulatory confrqls far more stringent than
those of normal enterpriées° Taxicab ordinances may even be
penal in character, providing for fine or imprisonment in

the case of violation. Courts have further recognized that

60Stanley v. Public Utilities Ccmmission, 295 U. 8. 76,
79 L. Ed. 1311, 55 §. Ct. 628, aff'g 113 Me. 91, 174 Atl. 93.

6lciem v. LaGrange, 169 Ga, 51, 149 S, E., 638,
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regulations may be designed to cover taxicabs as a class -—-
that such grouping is not discriminatory or arbitrary,
provided the class controls are reasonable and germane to

legitimate police purposes.62

Elements Subject to Regulation

In the evolution of controls for prevention of the
misuse of city streets and for proper protection of the
public interest, municipalities have developed a compre-
hensive backgrcund of legal precedents which include even
the most minute,details; The‘folldwing elements of industry
regulation have been generally accepted, and may suggest to
planners and other feSponsiblé governmental agents some
' refiﬁements and innovations designed to improve the overall:

seffectiveness of taxicabs in the community.

Regulation .of the number of taxicabs.--Saturation of city

streets by unlimited hordes of taxicabs during the economic
depression of the‘1930's precipitated deveiopment of local
ordinances setting forth more effective controls of numbers.
Not only do these ordinances protect the public, but they
also provide a framework for assuring drivers and cab owners
of fair tfeatment, pretection against unfair competition; and

assurance of reasonable business stability.

62“The Regulatlon of Taxlcabs by Wisconsin Cities and
Vlllages,“ op.cit., p. 101.
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The courts have generally recognizéd the power of
municipalities to determine the number of taxicabs which may

63

operate within the city. Therefore, on the basis of public

convenience, welfare, and necessity, the city may issue or
refuse to issue permits for the operation of taxicabs.64

The city may determine whether and to what extent taxicabs
are needed; therefore, a city may adopt an ordinance limiting
the number of cabs permitted. The number of cabs permitted
is normally regulated through licensingfcontrols.65 Approxi-
mately half of the states impose a rather rudimentary and
relatively non-restrictive type of regulation through requir-
ing a special state license for taxicabs. 1In spite of this
licensing requirement, however, priméryiauthoritﬁ for control

is usually delegated to the municipalitieé.‘

Rights and privileges.--Unless the state reserves the right

to control the use of city streets for the conduct of private
buéiness, the municipality has the authority to issue

licenses, award franchises, and otherwise control this type

63Ye110w Cab Company v. City of Chicage, 396 Il11, 388,

71 N. E. {2d) 652.

%4Rudack v. Valentine, 274 N. Y. 615, 10 N. E. (2d) 577.

65pugene McQuillin, op.cit., p. 716.
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of business activity. 1In the case of the awardingouof a
franchise, however, the city cannot delegate its authority

to control taxicab operation -- thus ultimate control still
rests with the city, regardless of any franchise terms.

Alsc, the city may not exceed the constitutionally estab-
lished time limits for the granting of exclusive rights.66
One precaution should be obSérvéd-in order to avoid possible
- conflicts with state laws; municipal regulation cannot invade
any rights or privileges granted a liceﬁsée through a state
iicense. Thus, when a taxi is licensed by the state, certain
rights are granted and these rights may be abridged by the
_municipalify only in a manner_authorized by the law of the
"state.67 Nevertheless, payment of the state license fee
-perhits the licensee to operate his vehicle on the streets

of a municipality subject to reascnable and lawful regulation

" . by the city.

The test of reasonableness.--In spite of the liberal inter-

pretation of the courts in réspecting the public nature of .
street cwnership, the courts have made no compromise as to
the test of reasonableness; nor have accepteéed standards been

lowered. The municipality may not unreasonably discriminate;

66ycQuillin, op,cit., p. 711.

67payne v. Massey, 145 Tex. 237, 196 S. W. (2d) 493.
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in fact, it may not provide the framework for possible dis-
“crimination through an administrative mechanism which is
obviously likely to promofe discrimination,68

df particular interesi to municipal officials is the
court precedent establishing that unreasonableness does not
exist because of pecuniary injury suffered by taxicab
operators as the direct result of enforcement of an ordi-
nance.69 Ofdinances may select taxicabs as a class to be
restricted from parking_in certain designated areas, or even
from traveling on certain streetis. Thﬁs, taxicabs are
recognized by the courts as being subject to far more exact--
ing rules than private passenger automobiles, provided the .
rules are reasonableo Whenevér the reasonableness of af-
taxicab ordinance has been questioned, the bufden of proof -

has generally been upon the party raising the questionn70_

Financial protection of the public.——Given"the necessary

authority by the state, the municipality has the power to
require that proof of the ability to pay damages be presented
by taxicab companies either in the form of acceptable

~insurance policies or posted bond.7l Since some states

68McQuillin, op.cit., p. 712,

69suddreth v. City of Charlotte, 223 N. C. 630, 27
S. E. (2dy 650. |

70McQuillin, op.cit., p. 713.

7lhuston v. Des Moines, 176 Iowa 455, 156 N. W. 883;
also Large v. City of Ellzabethton, Tenn. 203 S. W. (24d) 907,




specify insurance coverage or other method of assuring
financial responsibility, any municipal ordinance shculd be

developed in harmony with existing state laws.

Driver selection and licensing.--Screening and licensing

requirements for.cab driving, as established by cities, may
far exceed those required by the state for private aqtomobile
operation, Although most states are lax in imposing and
enforcing restrictions based on moral character, the courts
have generally upheld the authority of municipalities to set
high moral standards as prerequisites for obtaining licenses
to operate taxicabs. Addiction to the use of 1iquor Oor nar-
cotics has been held by the courts to be sufficient reason .

72 15 addition to the

for withholding the license privilege.
requisite good moral character, the driver may be subject to
more rigid age restrictions than those normally required by
the state for private non-commercial vehicle operation.73
Taxicabs may be controlled by the city in which they
éperate, regardless of the city.in which based, Many cities
have developed reciprocal agreements for simplifying the
inter-city operation of cabs; however, the city in which the

taxi is actually operating retains final jurisdiction, even

to the extent of being permitted to ban such vehicles from

725cott v. Hart, 128 Miss. 353, 91 So. 17,

73Bcene v. Bryant (Tex. Civ. App.) 201 S. W. (24) 268.
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its streets, subject to the usﬁal tests of reasonableness
and public benefit.74

Not conly are driver screening and_licensing proper
functions of a c¢ity, but also, driver behavior is properly
within the police pdwer; therefore, failure to behave accord-
ing to established rules and standards is considered to be
just cause for revocation of the operator's permit. Drivers
may be prcohibited from soliciting customers at certain
places, or perhaps at certain places at specified times.75
They may legally be required to maintain a presentable
appearance, or to wear distinguishing clothlng such as a cap
or jacket, as specified by ordinance.76 The courts have
also ruled that, subject to reasonable limitations, service
must be supplied to anyone whe seeks this service -- drivers
frequently being prohibited from even asking about the
destination until the customer is in the autqmobile.77‘
Drivers may also be prohibited from picking up additional

passengers without the approval of the original passenger.78

74Commonwealth v. Kelley, 229 Ky. 722, 17 S. W. (2d) 1017.

75Lindsay v. Anniston, 104 Ala, 257, 16 So. 545 (1894),

T6p¢1antic City v. Freretti, 70 N. J. L. 489, 57 Atl.
259 (1904).

7Tptlantic City v. Brown, 72 N. J. L. 207, 62 Atl.
428 (1905Y.

‘T85ackie Cak Company v. Chicago Park District, 366 Ill.
474, 9 N.  E. (2d) 213 (1937) .
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Municipalities have received strong legal backing whenever
licenses have been revoked for violation or other non-

compliance with these provisions for the operation of taxicabs.

Rates.--Unless specifically reserved for state control, a
municipality may normally be empowered to control rates in
any reasonable manner. Such rate control may involve the
use of minimum fares, establishment of zones, requirement of
taximeters, or any combination of these features. Although
most courts have ruled in favor of the city's right to fix

rates79

-~ both maximum and minimum -- some dissenting
decisions have been rendered;80 therefore, it is recommended
that local law and local precedents be studied prior to the
establishment of an ordinance fixing these rates. Any
developed rate structure must be non%ﬁ@sbfiﬁinatory; non-
confiscatory, and reasonable, |

As an integral part.of its program to.regulate rates,
the mgnicipality may requiré the installation, inspecfion,
and certificatipn of taximeters; it may further preséribe the.

rates upon which this operation is based.s; Courts have also

795tate ex rel Stephenson v. Dillcn, 82 Fla. 276,
89 So. 558 (1921).

80worley v. French, 184 Okla, 116, 85 Pac. (2d)
296 (1938y, - o

8lchicago v. Dorbrand, 297 I1l. App. 617, 18 N. E.
(2d) 107 (1939). '
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generally upheld as reasonable and justly within the police
power‘the requirement that rates be conspicuously posted on

the exterior of taxiéabs.

License fees.~-It has usually been held that a municipality

with the authority to regulafe taxicabs may also impose a
reasonable license feé as an element incident to the exefcise_
of the police power. In other céses, cities have been
granted the power to impose license fees for the purpose of
gaining revenue, However, it is important to recognize that
the power to tax and the power to license as a poliée measure
are not interChangeablé.82 In most cases, the courts have
ruled that'feés obviously in excess of administrative costs
are revenue~producing rather than regulatory, and thﬁs are

not permitted under the police power.83

Control of stands and methods of solicitation of passengers,--

The control of stands and regulation of the method of solicit-
ing passengers have been tested in the courts many times;

thus providiqg an adequate background of legal precedents

upon which to develop a sound policy of control of these
phases of cab operation. Courts have generally ruled that

the establishment of cab stands and the requiring of cabs to

82Charles S. Rhyne, Taxicabs == Regulation by Cities,
Report No. 127, National Institute of . unicipal LTaw Officers,
1949, p.8.

83goiberg v. Davenport, 211 Towa 612, 232 N. W. 477 (1930).
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use these stands are properly within the limits of ﬁolice
power authority.84 -One troublesome aspect of the assignment
of cab stands, however, is the method of assigning these
stands. Nevertheless, the courts have accepted this assign-
ment as a legislative function and have permitted cities to
use virtually any scheme which is reasonable for the local
situatien. In one of the most important cases; it was ruled
that some degree of preference‘may be unavoidable in the
chore of assigning stands among several companies; consequent-
ly, it was ruled that ", . . not absolute equality is
required, but only reasonable equality under the circum-
stances.“85 Other equally liberal rulings have been made
favoring'the city's aufhority over its streets; for example,
it is generally acéepted that a city with the right to
establish stands may also prohibit, suspend, limit, or
completely abolish stands in the streets,%®

.Terminal points for other forms of transportation
_have dften pfééipitated‘coﬁrt cases from whicﬁ important
precedents may be extracted. A city may require cabs to use
whatever portion of a.-depct, wharf, airport, or othér

terminal the responsible operating agent may designate for

84Eugene McQuillin, op.cit., p. 717.

85pistrict of Columbia v. Hazel, 16 App. D. C. 283
(1900) .

86charles S. Rhyne, op. cit., p. 1ll.
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the loading and unlcading of passengers.87 Just as in the
ruling about inequality of stand assignment, the courts have
upheld inequality of assignment, so long as such inequality
is reasonable,when‘measured by the Yardstick of public rights
and welfare, 88 Recognltion of private rights has been upheld

in rulings that a.private transportation company may estab-

lish stands;on its

nown property according to 1ts OWn‘dls—
89 -

cretion.
In some states it has been ruled that the city must
obtain the permission of abutting property owners before
establishing a cab stand; on the other hand, however, it has
" been ruled that a cab ccmpany may not circumvent municipal
authority by establishing_a stand simply on the basis of
the abutting property owner's permission.90 Other states
provide that estaplishment‘of.stands need not be depen@ent
on tne consent of abutting property owners; however, rights

- of ingress and egress must be respected.91 Another regulatdry'

87yeneman v. Jones, 118 Ind. 41, 20 N. E. 644,

88City_Cab Carriage, and Transfer Company v. Hayden,

73 Wash.

89B1lack and White Taxicab and Transfer Co, v. Brown and
Yellow Taxicab and Transier Co., 276 U, 8. 518, 48 Sup. [
404,772 L. ed 681 (1926).

Oew york v. Reesing, 77 App. Div. 417, 79 N. Y. S.
331 (1902). .

91Yellow Taxicab Company v. Gaynor, 82 Misc, 94,
143 N. Y. S. 279 (1913), aff'd 159 App. Div.893, 144 N. Y. S.
299‘
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€lement which has received acceptance by some states,92 but
rejected by others,?3 is that of prohibiting taxicabs from
stopping on public streets for the specific purpose of load-
ing and unlcading ﬁassengers.

The final issuelin.the regulation of stands and controcl
of soclicitation of customers is that of allowing or pro-
hibiting sdlicitation of passengefs in or along city streets.
of particular interest to officials who would remove any
impediments to smeooth traffic flow is the court support of
municipal regulations against cruising or otherwise seeking

rassengers_along city streets.94

Inspection.requirements;m-Numerous crdinances requiring
periodic iﬁspéctions of taxicabs or taximeters have been
challeﬁged on the-grounds that such provisions violate the
due process clause of the Federal Constitution. However,
courts have generally upheld the legality of any reasonable
insﬁections showing dﬁe relationship to the public welfare,
such’fequired inspections being considered proper derivatives

of the police power,9d

925anders v. Atlanta, 147 Ga. 819, 95 S. E. 695 (1918).

93Baker V. Hasler, 218 Mo. App. 1, 274 5. W. 1095
{1925) . : '

9%yenderson v. Bluefield, 98 W. Va, 640, 127 S. E.
492 (19253

95Char1es S. Rhyne, op. cit., p. 14,
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Other elements subject to regulation.--In addition to previous-

ly mentioned reguiations, some cities are permitted to go so
far as to specify the type of markings which will be used on
the taxicabs -- such features as the following being subject
to control: color schemes, information to be included,
company names, ahd.doméllighfs. New York City requires
prominent diSplay of the police department issued metal
medallions. |

| Some cities have found it desirable, in keeping with
local custom:; to maintain separation of races in taxicab
service, The taxicab ordinance of the City of Atlanta re-
ceived legal sanctiop in its requirement that all taxicabs
and vehicles for hire be conspicuously marked to indic#te
whether authorized to transport white or colored patrons ~-

no cabs being authorized to transpert both races.ge.

Summary.

Courts generally have adopted a liberal outlook toward
the authority of municipalities to regulate and control the
taxicab industry through exercise of the police power,
Nevertheless, any ordinance for such control should be based
on a thorough analysis of local enabling legislation so that

conflicts with state law may ke avoided. Most court tests

96gunn v. City of Atlanta, 67 Ga. App. 147, 19 S. E,
(2d) 553 (1942) cert. den. 317 U. S. 666, 63 8. Ct. 73,
87 L. ed, 535.. |
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of the validity of taxicab ordinances have been centered
around the following elements: (1) reascnableness, (2)
protection of the public'interest,'and (3) absence of '

arbitrary and discriminatory measures,

Existing Frameworks of Regulation
The basic needs for taxicab regulation have been

discussed; the legal precedents associated with éab controls
haverbeentanalyzed; attention will now be focused on the
actual regulatory controls‘whiéh are in uée in cities of the
United States. Thus may planners, traffic engineers, and_
'other concerped parties determine those elementé which |
appear most progreSsive, whiéh are most popular, and which

may best be adapted to local roles of usefulness.

Determination cof the Number of Taxicabs

Most cities of more than 10,000 persons 1imit the
number of taxicabs which may operate on‘cify streets; how-
ever, smaller cities are not so speéific in establishing a
max imum number within the city., In 1948, the American
Municipal Asscciation conducted a study of taxicab regu-
lations, in which it collected information about the
determination of taxicab nﬁmbers, The table on the follow-
.ing-page reflects aﬁswers received from 339 reportiﬁg

cities.97

97“Regu1dt&on of Taxicabs,™ op. cit., p. 416.
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Table 7. Limitation of the Number of Taxicabs Allowed
to Operate in Cities of More Than 10,000
Population, 1948 '

Agency Determining Number Number of ‘Per Cent
' Cities of Total

City Council or Committee of the

Council 248 73.5 %
City Manager 6 1.8
Mayor 4 1.2
Police Department _ 4 1.2
Various Boards or Combinations | |

of Officials . 23 6.8
State Agency, Usually the State | 7

Utility Board - 54 15.5

| ~ Total o 339 1100.0 %

SOURCE: The Municipal Yearbook,_op,cit., p. 417.

Almost three-fourths of all réportiqg cities indicated
that the city council or a committee appointed by the :
council control the.number within the city. Only 10 cities
out of the 339 reported thatra single persoﬁ, either the
mayor or the manager, seéts a maximum limit. Recegnition of
fhe industry as .-a public utility is reflected in the 15.5
per ceht.of the cities in which cab limits are set by a

state agency, normally the state utility board.
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In 1958, the American Taxicab Association prepared a

data book containing information on taxicab operatiocon in

various cities in this country. Tabulation and classifi-

catien of these data reveal some interesting relationships

between the size of the city and control of the number of

taxicabs allowed to operate on city streets. The following

table shows this relationship:

Table 8.

98

Limitation of the Number of Taxicabs in
Cities of Various Sizes (City size based
on 1950 Census)

Size of City

Total Numbéf Cities Limiting Cities Not Limit-
Reporting Number of Cabs ing Number of Cabs

Number PerCent = Number Per Cent

over 500,000
250 ,000-500 ,000
100,000-250,000
50,000-100 000
25,000~ 50,000
10,000~ 25,000
5,000~ 10,000

Less than 5,000

18 13 72 9, 5 28 9,

24 22 92 2 . 8
51 39 77 12 , 23
81 49 61 32 39
158 84 53 74 | R
174 - 88 51 86 49
103 42 41 61 59
39 18 46 21 54

SOURCE: A-T-A Data Book, op. cit., pp. 16-66.

985_T-A Data Book, 1958-1959, op. cit., pp. 16-66.
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There is a discernible tendency toward imposing ceilings
as cities become larger -~ up to. the 500,000 level, at which
pbint an unexplained'drop may'be detected. Available data
indicate that most cities set limits on taxicab numbers; thus
history appears not tq favor the “laissez faife" method of
controlling cab numbers, )
| Having reviewed existing practices regarding the
setting of ceilings on numbers- of taxicabs, it is important
that the methods of establishing these numbers be analyzed,
First, an empirical vardstick will be developed, based on the
actual numbers of taxicabs licensed to operate on the streets
of different sized cities. Secondly, several schemeé in. use

by various cities will be cited.

Taxicabs per capita.--Cities groping for a guide to use in.

developing a taxi number ceiling may get some ideas from a

study of national averages. Again, the American Taxicab

Association Data Book provides a basis for thetdévéldpmenter
thisuvaluable‘information.99 Of 845 report;ng{cifies,=thg
average number of taxicabs per 1,000 persons is 1.13, or
one'taxicab per 1,180 persons., The largest number of c#bs
'pér capita is found in the towns of 5,000 persons or less -=
this ratio being 2.456. On the other hand, the next highest

ratio is in cities atkthe other extreme of the population

994.7-A Data Book, op. cit., pp. 16-66.
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range -- in cities of more than 500,000 where a ratio of
1.42 cabs per 1,000 persons is found.

Among the major cities‘in this country, Washington,
D. C., stands head and shoulders above all others with 11.20
taxicabs per 1,000 residents -- or one cab per 89 persons.
At the other extreme among cities of more than 500,000 popu-
lation is Los Angeles, with 0.46 cabs per 1,000 persons,
Table 9 shows the number of iicensed taxicabs per capita in
selected cities in the United States, including all cities of

more than 500,000 population,

Other methods of determining numbers.--Many cities set ceil-

ings of taxicab numbers directly related to population by
establishing a per-eapita limit. Milwaukee permits one cab
per 1,175 residents, almost precisely the national average
developed in the preceding section. Seattle, on the other
hand, allows one cab:per_2,500_residents, abdut-one»half of
the national average. Other cities basg.their_limits on the
acfual number licensed to operate on a given &ate, as in
Cleveland.(9/15/39), Kansas City (1/1/46), and Minneapolis
{(1/1/49) . An added refinement is found in scme cities where
maintenance of a constant ratic between fleet and individual
cabs is required, in addition to the limitation of the total
number. New York City uses such an arrangement, using the
1937 ratio, while Buffalo uses.the ratio existing on Feb-

ruary 19, 1946, In'Denver and Boston, taxi administrative
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Table 9. Licensed Taxicabs per Capita for Various
' Sized Cities in the United States --
Selected Samples

Population Range Selected Examples

Taxicabs per Capifa;

Selected National

Example Average

Less than 5,000 2.45
' ' Glenside, Pa. 12 .00
East Weymouth, Mass, 11.40
Hartselle, Ala. 2.60
Norwalk, Cal. 2.40
Port Washington, Wisc, 0.42
Seaside, Ore. 0.25

5,000 - 10,000. 1.22
Gaffney, S. C. 6,30
Mt. Airy, N, C,. 5.00
London, Ohio 1.30
Rochester, Pa. 1.20
Seguin, Tex. 0.10

10,000 - 25,000 0.99
. : Annapolis, Md. 7.30
Las Vegas, Nev, 6.30
Corning, N. Y. 0.97
Scottsbluff, Nebr. 0.94
.Harlingen, Tex. 0.13
" Laramie, Wyo. 0.13

25,000 - 50,000 : 0.98
- — - Hempstead, N. Y. 8.50
Fayetteville, N. C. 4 .40
Anchorage, Alaska 0.97
Montclair, N. J. 1.10
Aliquippa, Pa.. 0.19
Monroe, La. 0.13

50,000-100,000 0.94
: - Atlantic City, N. J. 4.10
Evanston, I1ll. 2.37
Galveston, Tex. 0.95
Winston Salem, N, C. 0.96
Clifton, N. J. 0.08
Cranston, R. I. 0.04

(Continued on next

page)
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Table 9. Licensed Taxicabs per Capita for Various
-8ized Cities in the United States --
Selected Samples (Concluded)

Population Range Selected Examples Taxicabs per Capita
o ' ' Selected National
Example Average
100,000-250,000 0.86
Albany, N. Y. 2.20
Cambridge, Mass. 2.10 -
Austin, Tex. 0.90
Nashville, Tenn. 0.88
Waterbury, Conn, 0.22
Youngstown, Ohio 0.25
250,000-500,000 ‘ 0.85
- Baltimore County, Md. 1.80
Newark, N. J.| . 1.36
Atlanta, Ga: - 0.75
San Diego, Cal. '0.90
Jersey City,; N. J. 0.28
St. Paul, Minn. - - 0.40 _
. Over 500,000 ‘ 1.42
(all cities) New York, N. Y. 1.50
Chicago, 111. : 1.03
Philadelphia, Pa. 1.12
Los Angeles, Cal, 0.46
Detrcit, Mich. ' 0.71
Baltimore, Md. : 1.21
Cleveland, Chio 0.65
St. Louis, Mo. 1.48
Washington, D. C. 11.20
Boston, Mass.- 1.90
San Francisco, Cal. - 0.96
Pittsburgh, Pa. 0.93
Milwaukee, Wis, 0,65
‘Houston, Tex.. ' 0.50
Buffalo, N. Y. 0.64
New Orleans, La. ‘ 2.68
Minneapolis, Minn. 0.47

Cincinnati, Ohio 0.63

SOURCE: Per-capita values'computed from information contained
in A-T-A Data Book, op. cit., pp. 16-66.
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officials are given certain maﬁimum-minimum limits within
which to Operate.lo0 In Dallas, Texas,_taxicabroperation is
treated more nearly like a public utility, even tb the extent
that the c¢ity through its public utility supervisor may re-

, quire-additiénal_cabs whenever the service is considered to

be inadeq_uate._101

The Use of Public Streets

Establishing a reasonable balance between serving the
public needs on the one hand and protecting the public
interest on the other has caused numerous schemes to be
developed for controlling the use of streets,.for both park-
ing and travel. Among the main elements whicli are 6onsidered
in composing ordinances for regulating the use of streetsrby
taxicabs are: (1) minimizing congestion caused by taxicéb
traffic, (2) controlling solicitation of passengers along
mass;tranéit routes! (3) minimizing the impairment éf'traffic
flow caused by parked cabs, (4) protection of pedestrians, and

(5) providing for public convenience.

Crutéing'along public streets,.--"*Cruising” is defined as

repeatedly and persistently driving a taxicab to and fro in a

short space before, or otherwise interfering with the proper

10OJohn R. Kerstetter, Municipal Regulation of Taxi-
cabs, The American Municipal Associatﬁon;?lugust, 1951, p. 1.

101lrne Municipal Yearbook, op. cit., p: 416.
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and orderly access to or egress from, any theater, hall,
hotel, transportation terminal, or other place of public
gafhering, while seeking passengers., The American Municipal
Association reborts that about three-fourths of the cities in
the 100,000 to 400,000 populatien range have ordinances pro-
hibiting crulslng, wh11e the cities of more than 400,000
persons are more evenly divided. Some C1t1es have hybrid
arrangements, 1n-whlch‘crqlslng 1sjpermltted-ln'spec1£1ed-
areas at certain times. Cruising policies are sﬁmmarized in

the following table:102

Table 10. Policies Regarding Cruising .of Tax1cabs
in Cities of More Than 100, 000 Populatlon

Population Group Cruising Policy
' Permitted Prohibited Permitted at Night

Over 1,000,000 2 2 -
500,000 - 1,000,000 6 6 -
200,000 - 500,000 5 16 1
100,000 - 200,000 11 29 1

2

Total Over 100,000 24 53

SOURCE: John R. Kerstetter, Municipal,Regulation of Taxicabs,
op. cit., p. 2.

10250hn R. Kerstetter, op. cit., p. 2.
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Cruising is permitted in Chicago, Los Angeles, St.
Louis, San Francisco, Buifalo, New Orleans, Minneapolis? and
Cincinnati; however, cruising is prohibited in New York,
Detroit, Baltimore, Cleveland, Washington,_Bostqn, Milwaukee,
Houston, Seattle, Kansas City, Newark, and Denver. The
difficulty of enfércing ordinances against‘cruising_islobvious -
violations being-%élatively undetectable unlesé'so flagrant as
to attract the étféntion of poliéé agencies. Howéver, some
citiés require the installation of mechanical and elecfrical
devices designed to make cruising more readily detectable,
For example, New York City requires empty cabs to display a
lightgd dome sign to signif&uthat the cab has no passéngers.
This light?is connécted to the flag on the taximeter in such

a way that the light is operative whgn the meter is inoperative,

Cab stands.--A “cab stand" is definéd as a place where taxi-
cabs ére permitted to park as well as;tb plck up and discharge
passengers.  These étands may be opeﬁ to all taxicabs or
reserved for exclusive usé by-oné or more specifically desig-
natéd companies, Most large cities have open sfands for use

by all companies on a first-come-first-served basis. In
Cleveland; however, the stands are assigned for the éxclusive
use of certaih companies., In Los Angeles, each franchiSed
company is assigned to serve a designated geographical area,
and passenger pick-ups are limited to this area. San Francisco

and Newark have some open and some exclusively-assigned stands.
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The city contemplating the assignment of closed stands
should take the necessary steps to assure that such assign-
ment will withstand the judicial tést of being reasonably
non-discriminatory. =Choice stand sites are most likely. to
precipitate the challenge of discrimination, and nmany
cities have experienced difficulty in de;eloping.formulaé for
reasonably equitable distribution of stand space. The elimi-
nation of this problem is one point in févorrof'open stand
arrangements; however, open staﬁd schemes are not readily
adaptable to assignment of responsibility for order and main-
| tenance under the threat of revoking the stand privilege.
Stand aSsignmént policy in cities of more than 100,000 popula-
tion is reflected in the following table;103

Table 11, Cab Stand Assignment Policies in Cities of
‘More than 100,000 Population

Population Group Cab Stand Assignment Policy

SR oo " Open Exclusive ~ Both
Oover 1,000,000 S 3 1 -
500,000 - 1,000,000 10 , 1 1
200,000 - 500,000 12 6 3

100,000 - 200,000 15 18 8
Total over 100,000 40 26 12

SOURCE: John R, Kerstetter, Municipal Regulation of Taxi-
cabs, p. 2. : I u -

103j0hn R. Kerstetter, op. cit., p. 2.
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Some cities require off-street parking of taxicabs,
and some prohibit street stands altogether. Off-street cab -
ﬁarking is required by one city in the 50,000 - 100,000
population range; eight in the 25,000 — 50,000 range; and
thirty-one in the 10,000 - 25,000 group. No street stands
are permitted in two cities in the 100,000 - 250,000 popula-
tion group; in three cities of 50,000 - 100,000 persons; and
in six cities in each of the 25,000 - 50,000 and 10,000 -

25,000 p0pu1ation groups.104

License Fees

License fees associated with cab Operation fall into
two broad categories -- those which are imposed by the muni—
-Cipaiity and those which are imposed by the state. Because
primary:authority for the control of taxicabs has been dele-
gated to the cities, licensing usually occurs at the municiphl
level. The segments of téxicab operation most commonly
| subjectrtd licensipg requirements_are:' taxicab vehicles,
stands, and operators. In addition, cab inspection fees.may
be levied to pay for any required inspections. State license
réduirements, where used, resemble those of other commerqial

vehicles in contrast to provisions for private vehicles.

Taxicabs.—-Licensing of taxicabs follows two general patferns,

1047he Municipal Yearbook; 1948, op. cit., p. 420.
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the first based on a flat fee per wehicle, and the second

based on gross receipts. The special survey conducted by the
American Taxicab Association in 1958 lists 845 cities and
describes the fees prescribed by each city} This list pro-
vides the basis for establishing categories of licensing
schemeé which serve as'a practical yardstick_by which to
measure 1oca1 requirements. Of the 629 repcorting cities,

560 had some form of flat fee system of licensing while the
remainder used some type of license system based on gross
receipts; The table following shows the number of cities

using various flat fee sche;;iules:lo-5

Table 12. License Fees Charged per Cab in Cities in
the United States, Using Flat Fees o

Annual
Charges
per Taxi- Over
cab - $0-10 $11-20 $21-30 $31-40 $41-50 $51-80 $81-100 $100

Number
of _
Cities 177 124 135 30 47 27 8 12

SOURCE: A-T-A Data Book, pp. 16-66.

Of the 629 reporting cities, 78 per cent charge fees
of $30 or less per cab per year, an indication of only

nominal.charges for the userof city streets. The opérating

105, _r-A Data Book, 1958-1959, op.cit., pp. 15-66.
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license fee is, in most cities, the only special charge for
the use of streets. Nevertheless, several cities, inciuding
Baltimore, Washington, and Houston, have rno cab license fee
as such, but impose upon each cab an annﬁél fee for the use
of streets. Chiéago, on the other hand, uses a combination
of both revenue-producing schemes -- veterans' cabs must pay
annually $20 while other owners must pay $55 for the use of
'streets, plus a license fee of $5.50 per year.

| Many cities use a graduafed fee system, in which the
fee for the first cab of a company is set at a level sub-
stantially higher than that for subsequent cabs. Some cities
use a similar arrangement by requifing.a set fee for the
company and a separate fee for eachrtaxicab placed in service.
For example, Akron, Ohio, charges $625 per year for up to
50 cabs and $10 each for all cabs abo%e 50. Of 69 cities
using the gréduated—fee system,.fifty5per cent charge $25 or
less for the first taxicab for each company. Twenty-one of
thé 69 cities have a fee of $30-100, and the remaining fourteen
charge more than $100 for the first cab. Fees for cabs
beyond the initial one range from $1 to $50,; the most widely
used value being $10. ' |

Several other cities have unusual adaptations of the

graduated fee system. Delavan, Wisconsin, has a fee of $50

for the first cab, $25 for the second, $15 for the third, and
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$5 for all others. Jacksonville, Florida, sets a flat fee
of $250 per company annually, but limits each company to
250 cabs. 0Oak Park, Illinois; has a fee of $750 for up to
31 cabs, énd $1,125 for more than 31. Ogden, Utah, charges
$50 total for the first 3, $10 fotal for the next 7, and
$7 .50 for all others. Tucson uses a scheme which is the
inverse of most othér graduated'arrangements; it charges
less for the first taxi and more for additional units --
$7 .50 per quarter for 1-9 cabs, $50 per quarter for 10-20
cabs, and $75 per quarter for mofe than 20 vehicles.,.

A clever attempt tc encourage the use of good vehicles
through 1iqensing.provisions is found in some fee structures.
Fort Lauderdale, Florida, for example, bases fees on age of
the vehicle.. In 1958, this city reported a fee of $75 for
1955 models, $50 for 1956 models, and no charge for 1957-1958
models. : |

- In the survey by the American Taxicab"Association in
1958, it was found that a gross receipts tax or some derivative
thereof provides the basis for licensing charges in 69
cities, or 11 per cent of the 629 reporting cities. About
~one-third of the 69 cities collect 2 per cent of gross
receipts. Generally, the tax rate ranges fromlmill to 4 per
cént. One small town, Buckhannan, West Virginia, reports the
unusually high rate of 10 per cent of thesé receipts. Even

with this.exorbitant rate, however, the city has 2.0 cab
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licenses per 1,000 population -- substantially more than the
avefage for that poﬁulation group. Some cities impose a

gross receipts tax in lieu of a franchise tax. The rate of
3 per cent is the most prevalent falue in this franchise tax
substitute.l06

One city, Atlanta, Georgia, uses a unique fee system
based on mileage tra#eled. The rate is SCmills for each of
the first 30,000 miles} 2 mills for each of the nextJGO,OOO
miles; and 1 mill for all add;tional miles. Mileages are
computed separétely for eachcompany.107

A significant disadvahtage of the gross receipts tax
or any of its derivatives is the complexity of administration
from the standpoints of both the taxicab companies and the
municipal agency responsible for adminis;ratipn'of the
ordinance provisions. Usually, enforcemenf §f this scheme
involves maintaining complicated and éompiete records by the
taxicab operators. | ‘

Required records are not, however, 1imited to systems
operating under systems based on gross.receipts. Manyr
cities under the flat-fee system of licensing require that
the cab company maintain complete records which are subject

to review by the governing authority., One outstanding

advantage of this record requirement is that such'ihformation

106514 Data Book, 1958-1959, op.cit., pp. 15-66.

107g45ea on an interview with Captain E. 0. Mullen of
the Atlanta Police Department, in his office on October 28, 1958.
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is of great value to governmenils which are Striving to
develop a comprehensive transportation system. Typical‘ofﬂ

the required-records provision is the following exceppt from

the New Orleans Taxicab Orjdinancezzlo8

Every company . . . shall keep daily records, including
a record of telephone calls accepted and refused, in
such form as to insure the accuracy thereof. Such daily
records shall be preserved and be available for in~
spection by the Director of Utilities for a period of
ninety days. The driver of each taxicab, whether
owner: or employee, shall keep a trip report upon which
he shall enter for each engagement immediately upon
completion thereof, the points of corigin and destina-~
~tion, the times of beginning and completion, the fare
‘collected, and the number of passengers. All entries-
shall be made legibly and the trip report shall be
signed by the driver and turned over to the owner of
the cab, who shall preserve ‘them for a per1od of not
less than ninety days.

Stands.~~Not nearly so many cities charge fees for stands

és for cab operation. :0f the 629 cities reporting some

- form ofrlicense_fee, only 895 cities, or 15 per cent, have

fixed fees for the use of stands. One-third of this group
charge $20 or less for'a cébISPace annually, Sixteen cities
have annual fees set at ﬁore than $106 perﬁspace. Wilkes
Barre, Pennsyivania, has the highest fee for stands, $50 per
month, . The following table shows the range of stand fees

in this coﬁntry:l09

108, 1.xicab Ordinance, Number 1004, City of New
Orleans, Lou181ana ¥ Section 12-135.

1094.7-A Data Book, 1958-1959, op.cit., pp. 16-66.
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~Table 13. Stand Fees Per Cab in Cities in the United States

Annual
Charge
per Cab . ' -Qver
Space $0-10 $11-20 $21-30 $31-40 $41-50 $51-80 $81-100 $100

Number
of ' A .
Cities 16 ~ 17 8 3 9 ° 10 10 16

SOURCE: A-T-A Data Book, pp. 16-66.

Some cities have devised special variations of ordi-
nance provisions for controlling and licensing'Stands..
Lubbock, Texas, for example, charges $2 per linear foot per
‘year, while Omaha, Nebraéka, and Bellingham, Washington,
charge $5 per foot., Eight reporting cities base stand fees

on the prevailing parking meter rates.

Operator license fees.--Most cities have established nominal

charges for oﬁerators' licenses -- obviously: designed to
bear.the cost of administration only. In a survey conducted
in 1948, of the 836 reporting cities, 416 require the driver
to pay an individual license fee, 352 require nd)licenses,
and 68 did not report on this item; 0f the 416 requiring
licenses, 36 per cent reported a $1 fee; 4 per cent, a $1.50
fee; 24 per cent, a $2 fee; 9 per cent, a $3 fee; 13"per
cent, a $5 fee; and the remaining 14 per cent, fees ranging-

from 25 cents to $25. The $1 fee was. found to be most
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popular; the $2 fee, second most popular in all city size -
groups except in cities from 100,000-500,000 population,
where the $5 fee was in seccnd place.110 Washington and
Buffalq are among the cities using a $5 fee. Chicégo and
Minneapolis have 2 $5.50 initial fee, with renewal fees of

$3.30 and $2.00 rgspectively;lll

Cab inspection fees.--Only one other type of taxicab fee is

found in significant numbers within cities; this is a fee

for taxicab or taximeter inspectioh. Fees thus collected

are generally used to finance the inspections. Typical of
Suéh fees are those of Cleveland énd Buffalo, where operators
mystgpay_$2'per yeér for thé required inspection of their
vehicles. Taximeter inspections in Chicago, Detroit,
Boston,-Cincinnati, and Denver cost operators from $1 to

- $5 per year., Other cities inspect meters periodically or

upon complaint, but do not assess charges for this service.112

State licenses.~--Approximately half of the states retain

some form of control over taxicabs in addition to that

delegated to municipalities. Among the 48 states for which

1101phe Municipal Yearbook, 1948, op.cit., p. 418.
1ll56hn R. Kerstetter, op.cit., p. 4.

112Loco cit.
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information is available, 24 maintain records in which taxi-
cabs are separated from'otherrvehicies. Trends are in the
direction of maintaining these records separateiy.113 Taxi-
cab license fees in 25 of the states are the same as for
comparable private automobiles; These states include:
Alabama, Arizona, Colorado, Delaware, Georgia, Idaho, Iowa,
Kentucky, Massachusetts, Michigan, Minnesota, Mississippi,
Missouri, Montana, New Hampshire,rNeﬁ'Jersey, New York,
North Daketa, Ohio, South Dakota,.Texaé, Utah, Vermont,
Wisconsin, and Wyoming.

Besides these states which require no additional
licenses, several other states havé very low fees. Among
the states requiring $30 br less per cab per year are:
California, $14 above regﬁlar passenger car fee; Conneéticut,
$23 fee; Florida, $25; Illinois, $10.50; Indiana, $11.50; .
Kansas, $11.75; Louisiana, $25; Nebraska, $15; Nevada, $25
(Public Service Commission tag); Oklahoma, $25.56; Rhode
Island, $28; South Carolina, $19; and Tennessee, $25. Five
states have flat fees of more than $30: Arkansas, $75;
Maryland, $45; New Mexico, $70; North Carolina, $60; and
Washington, $35. Maine uses a fee which is twice that of

equivalent private automobiles. Oregon charges $0;45 per

113Automotive Industries, March 15, 1958, vol. 118,
p. 102. T
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100. pounds of vehicle weight plus a Public Utility Commission
fee of $35 per'cab per year; onh the other hand, Virginia

uses a flat rate of $1 per 100 pounds. Pennsylvania imposes
a gross receipts tax of 8 mills plus a license fee of $25.
West Virginia prescribes a Public Service Commission_fee of

$37.50 plus a gross receipts tax of 1.5 per ce_nt.114

Issue of Operating Licenses

Many cities recognize the need for careful screening
of drivers, and censequently provide ordinance sections
covering the requirementsnwhich drivers must meet, and setting
forth the conditions under which licenses may be revoked,.
In one survey cpﬁductéd in 1928, of 818 reporting_cities,
555 indicated that police approval is necessary for the issue
of an cperating licénse, whilerthé remaining 263 have no such
ordinance pfqvision.-.DriVQr's fingerprints are required by
most cities; and drivers' records are reviewed by most
cities. The following:table.reflects[licensing standards
required by cities of diffe:ent sizes, according to this

1948 survey:

1145 _7_A Data Book, 1958-1959, op. cit., pp. 16-66.
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Table 14. Extent of Examination of Taxicab Drivers
for Licenses

Population Group Number % of 818 Reporting Cities Requiring
of Cities Police Finger- Photo- Record
Approval prints graphs Checked

Over 500,000 13 69.2% 69.2% 92.3% 100.0 %
250,000-500 000 19 84.2 84.2  94.7 94.7
100,000-250 ,000 48 87.2 80.0  80.4 89.5
50,000-100,000 91 78.6 72.6  74.7 86.4
25,000~ 50,000 180 71.4 52.9  55.1 75.3
10,000- 25,000 483 61.7 31.0 36.3  61.8
AVERAGE - 67.8 % &4;8i%"49.4 %  70.3 %

SOURCE: Percentages calculated from information in The Muni-
cipal Yearbook, 1948, op. cit., p. 417.

In contrast to the driverﬁscreening requiremenps_in the
cities tabulated above, 200 of the reporting municipalities
require neone of the listed prerequisites for issue 6f
operator permits, The cities of 10,000-25,000 population
range acccunt for 149 ¢f the 200; those of 25,000-100,000
account for 47; and éities of 100,000-500,000 account.for the
remaining four. |

New Orleans has one of the most comprehensive taxicab
drdinances in the United States. Its staqdards for driver

licenses are most exacting. A driver must be 21 years of age
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or older, must be able to read and write the English language,
ﬁust be a citizen of the United States, and must have lived
in the Parish of New Orleans for the preceding two years,

and currently live there. Permanent disqualification is
ruled where the applicant has been convicted of offenses
involving moral turpitude. Listed among these offenses are
rape, homicide, kidnaping, burglary, robbery, pandering,
prostitution, specified forms of vagrancy, or illegal traffic
in, or use of, narcotics. An exception to the disqualifi-
cation ruling is allowable in the case of a veteran with an
honorable discharge after serving for more than one year of
military service, provided the sérvice occurred after the
conviction.. The applicant shall not have been convicted df
offenses other than those causing permanent disqualificationm,
or have served any part of a sentence therefor within the |
preceding 8-year period. He shall not be addicted to the

use of intoxicants or narcotics,

In addition to satisfying these numerous personal pre=-
requisites, other procedural requirements are specified in
the New Orleans ordinancé. The applicant must furnish
photographs of himself, and be fingerprinted. A valid
chauffeur’'s license and proof of.immediate.employﬁent must be
presented with application for a license; then, with all of

these requirements met, the Supervisor of the Taxicab Bureau
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recommends issue of the license by the Director of.Utilities.
Provision is made for public hearings for those persons
whose applioations are denied; waiver of certain normal
requirements may be permitted.upon approval of the City
Council. The Taxicab Bureau insists‘that company Owners
maintain aoCurate recofds of drivers' names and addroéses;
drivers must notify the Bureau of any changes of addfess

within 48 hours.

Rules of operation.--In addition to the requirements nec-

essary to obtain operator's permits, most cities have estab-
lished rules of conduct -- violation of which subjects the
driver to possible revocaticn of.his license, The New
Orleans Ordinance provides a good example of rigid standards
of behavior expected of taxicab}drivers. The driver must
operate his vehicle ". . . with due regard for the safety,
comfort, and convenience of passengers and for the safe and
careful transportation of property and for the safety of the

wl1d

general public. ‘He is prohibited from operating his

vehicle while under the influence of drugs or intoxicants.
Standards of attire are explicit, as shown in the following

quotation from Section 12--122:116

115New Orleans Taxicab Ordinance, op. cit., Section
12-119. ' R

11864y, cit., Section 12-122.
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Every driver shall be neatly dressed and shall wear,

while on duty, some distinguishing article of uniform,

such as a cap, or shall be dressed in complete uniform;

provided that when the driver is seated in the driver's.

position or when the taxicab or other for-hire vehicle

is in operation, the driver may place his cap on the front

seat of the vehicle; provided further, that when the

driver is out of his vehicle he shall either wear his

cap or he shall hold said cap in his hand.
Drivers are required by the ordinance to cpnduCt themselves
in a courteous manner and to refrain-ftOm the use of violent
or insulting language. Furthermore, it is unlawful under the
New Orleans Ordinance for the licensee to solicit for pros-
titution, or to permit the use of his vehicle for the
solicitation for prostitution or for .any other purpose:: which
is unlawful according to city'or state statutes,

In New Orleans, taxicab drivers are not permitted to
infringe upon the recognized rights of any other public
utility engaged in the-transpoﬁfationAQf passengers under a
franchise or franchises, Drivers may not solicit patronage
at public transit terminals cor at intermediate points along
the routes. However, this latter provision does not prohibit
cab operators from responding to specific calls anywhere in
the city.

Consideration and respect for passengers are included
purposes oflother pertions of the ordinance. For example,

the driver may not force a passenger to wait, nor may he pick .

up additional passengers along the route without the original
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passenger's consent., A driver may nof refuse to transport
passengers anywhere within nine milés of the city. He must
nét smoke while operating the vehicle; he must keep his
vehicle clean; and he must search it at the end ofleach
trip for articles which may have been left by a passenger.
Under the provisions of Sectioﬁ 1é-21%,Zthe Director of
-Utilities is given tﬁe authority tofsﬁspéndfﬁ‘drivéf's pérmit
for a.period,of=not'm6ré than niﬁety dayé“for-non-eoﬁpliance
with any of the specified driver requirements; however, a
hearing may be afforded any driver who desires such an
opportunity to appeal. Under Section 12-213, the Director of
Utilities may suspenﬁ'alperm;t, after providing a chance for
a public hearing, pending'disposition of alleged felonies or
specified misdemeanors. |
The following épecific causes are cons;dered sufficient
to justify revocation or suspension of licenses within fhe
City of.ﬁew‘Orleans: |
1. Repeated‘acts of drunkenness,
2. Conviction in any court of any offense involviﬁg
moral turpitude.
3. Conviction in any court for drunken driving,
‘4, Three of more violations of the traffic provisions
of this code within a twelve-month period. |
5. Three convictions in any court for violating any
of the prévisions-of this article within a period

of twelve months.
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6. Three findings by the Director of Utilities, after
administrative hearings, that the holder of a
permit or certificate of public convenience and
necessity has failed té comply with the provisions
of this article. |

7. A combination of convictions and/or suspensions
totaling three, |

8. Falsification of information regarding licensing
requirements.

9. Operaticn of a taxicab when operator's permit is
under suspension.

Mandatory revocation of licénses follows-certa%n court con-
victions for Seriqu qffenses such as: miédemeanors_inVOlving
moral tﬁrpitude, any felony, panderihg, SOliCit%QQ for pros-
titution, ce?taiﬁ acts of vagrancy, and aﬁy illééal-éale or

use of drugs. The minimum révdcation period is on'e-year.l']'7

Regulation of Cab Fares

No precise pattern of taxicab fare regulafion exists
in this country., Nevertheless, available information pro-
vides a basis upon which some broad generalization may be
derived. At best, planned, equitable coordination of caﬁ

rates with those of other forms of public trénsit is in its

117N¢w Orleans Taxicab Ordinance, op. cit., Section

12-214.
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infancy. A knowledge of the prevailing rate practices is
essential_to the formulation of a coordinated rate structure,

Most cities prescribe maximum rates which may be
charged, but surprisingly few set minimum rates —-- in spite
of the problems of rate wars during depression years.
Apparéntly most Ci{ies fély on the-présSures of businéss com-
petition'tb'maiﬁ%ain_a.balance_bétween rates within the
systems composing urban transportation complexes,

In a saﬂple survey conducted by Charles Rhyne in 1949,
of 190 cities questioned, 160 or 84 per cent reported some
form of regulation of maximum rates which cabs are permitted-_
to charge, However, of ﬁhesé 16Q;hé#iﬁgvmaximum”rates, only
20 cities set a mi;imum rate of any type. Fifteen of the
citiés reported that they exercised no control over-maximum
rates; the rémaining eight did not reply to the question
regarding rates, 118

| Established rates of fare are customarily fixed by
ordinanée adopted by the governing body of the city. Some
cities, such as San Francisco, prescribe a range within which
the Board of Public Utilities and Transportation is delegated
the authority for specifying exact rates. 1In Boston, on the

other hand, the Police Commissioner sets rafes within the

city. Washington's rates are established by Public Utility

118Charles_S. Rhyne, op. eit., pp. 36-49.
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‘Commission order, while Baltimore's are set by the City,

subject to approval by the Public Sérvice Commission.ll9

Taximeter,requirements.—-Since its inception on the first

American taxicabs on the streets of New York in 1907, the
taximeter has become widely accepted by taxi operators, the
public, and municipal gOQerning_bbdies. The taximeter has
the advantages of simplicity, adaptébility to auditing |
schemes, and ease of understanding by £he cab-using publié¢.
It has the further capability of computiﬁg“fares on the basis
of time and distance, at any prédetermined fate. 'it is not
surprisiﬁg; then, that of the_827 cities reporting on their'
rate structure in the Aﬁerican Taxicab Association”survey,
373 cities, or 45 per cent, require the use of taximeters and
a corresponding graduated fare scheme. On the other hand, |
397 cities, or 48 per cent, do not require taximeters. Highly
indicative of the acceptance of taximeters.iSTthe‘féct that
57 cities, or 7 per cent, use these meters,_although not
réquifed to do so by local ordinance, The following}table'
indicates the use of taximeters within cities of various

s_iz.es:120

1l9charles S. Rhyne, op. cit., pp. 36-49. .

120p-T-A Data Book, op. cit., pp. 16-66,
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Table 15. Taximeter Use in 827 Cities in the United
States in 1958

Population Group Cities Using Taximeters Cities Not Us-

Total Used Where ing Taximeters
Using Unrequired

Over 500,000 16 1 2
250,000-500.,000 22 0 0
100,000-250,000 43 5 8
50,000-100,000 72 12 28
25,000~ 50,000 - 81 6 117
10,000~ 25,000 66 19 118
5,000- 10,000 17 8 94
Less than 5,000 - 13 6 30
Total 430 57 397

SOURCE: Based on data extracted and compiled from individual
: listings in the A-T-A Data Book, 1958-1959.

Great latitude.exists in the details of rate structures
used in various cities. For example, some cities have a
minimum cab fee called a “flag drop;" others use a flat
fee anywhere within the city; some cities determine fees on
the basis of the number of blocks traveled, or travel within
‘zones; and others base. the charge on a time standard. .Other

details of rate structures are included in Chapter II.

Financial Responsibility and Insurance Requirements
Ordinances specifying insurance and financial responsi-
bility requirements prevail in some form in most cities

regardless. of size. 8Six of the larger cities go so far as to
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require the filing of financial statements on a periodic
basis; such statements are necessary annually in Los Angeles,
Baltimore, and Denver; semi-annually in Chicago; quarterly
in Cincinnati; and.monthly in Houston, Some cities specify
the filing of financial reports in conjunction with requests
for rate changes, No city prescribes any minimum financial
assets as prerequisite to issuance of an operating license;
-however, financial stability of the company is COnsidered:by
many licensing bodies in granting licenses, 121

Apparently following the lead of states in establish-
ing requirements of publiec liability insurance, most cities
have ordinances setting forth minimum insurance coverages
and providing the administrative mechanism for enforcing this
provision. The American Municipal Association reports that
every city of more thaﬁ 400,006 population requires.this
coverage, either by local 6rdinance_drvat the staterlevel
through such bodies as the Public Utilifies Commission.122
The American Taxicab Association lists'éompulsory'insurance
for 607 cities out of a total of 845 citieé. The most
popular liability insurance requirementfis $5000 for a single
claim ﬁnd $10,000 for multiple claims, or $5,0QG/10,000
insurance. coverage; about 34 per céht_pf the reporting cities

use this standard. Second most popular is the $10,000/20,000

12X55nn R. Kerstetter, op.cit., p. 6.

1220p. cit., p. 6.
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combination, with 21 per cent using this arrangement. Only
five of the 607 cities allow gingle liability minimum levels
to be less than $5,000.

Properiy damage insurance coverage is not as prevalent
as that bf public liability. Only 484 of the cities described
in the'American Taxicab survey indicated that ﬁroperty damage
insurance is required. By far the most cémmon level of
protection‘is $5,000, fouhd in 60 per'cenf of the reporting.
cities. The second most common value is $10,000, found in
only 19 per cent of the cities. The low minimum 6f $1,000 is
found in 30 cities, primariiy the small oneS¢123

Many cities require that insurance policies be filed
with the agency responsible for administering taxicab regu-

latioh¢ and that the insuring company give the city advanée
notice of impending cancellation fér any céuse. Such require-
ments are included inithe'taxicab ordinance or the administra-
tive framework associated with the ordinance. Ten days'
notice is usually required, although some cities such as
Washington and Kansas City.réquire 20 days, and Milwaukee
requires 30 days. State approval of én insurance company

is usually considered to be adequate proof for acceptance by
municipalities; however, some-cities-still require further

investigation by the'city attorney, finance officer, and/or

123

A-T-A Data Book, op. cit., pp. 16-66,
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taxicab control agencies, In several citiés; taxicabs must
display stickers on the windshieid,signifying that insurance
'coverage islin effect, Monthly stickers are required_in New
York, 8t. Louis, and Newark, while weekly stickers‘are re-
quired in Washington.124

In lieu of insurance coverage, surety bogding is per-
mitted in some cities. Minimum bond amounts are usually
decided on a basis of theé number of téxicabs in operation.
For a single cab, the mqst éommon bond prescribed is $11,000.
Los Angeles haé set the lower limit at $20,500 for a single
cab, whereas St. Louis requires but $5,0b0.

Other hybrid arrangements are in‘use in several cities
to prdvide:financial protection of the public. . Some muni-
cipalities havé‘the authority to permit taxicab companies to
act as self;insurers. In Philadelphia and Piftsburgh, com—
panies may act as self-insurers whenever current liquid
assets exceed liabilities by:. $100,000. In Los Angeles, net:
assets of $100,000 plus $500 for each cab above 100, entitle
the company to Waive-the;insurance requifemeﬁt, but books
must be inspected by the city at least annually. - San Fran-
cisco uses arsimilar system, but requires a cash reserve of
$25,000,.or‘net assets of $25;000 plus $250 for each cab over

125, Major cities permitting deposits of cash or bonds in

124John R. Kerstetter, op. cit., p. 6.
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lieu of insurance are Cleveland, Denver, Kansas City,

Milwaukee, New Orleans, and Washington.125

Summary

Proteétion of the public interest, as well as pro-
tection of the taxicab industry itself, requires that ade-
quate, effectiverregulations be de&eloped‘for the proper
control of taxicabs. . Legal precedents generally favor the
city and its authority to control the use of public streets.
While moét cities have some type of ordinance regulating
taxicab operation,these ordinances appear to have the common
weakness of being oriented toward rgstrictioh, rather thah
constructively trying to integraté'tagﬁéab'operatith'into
more effective foles of community service. Nevertheless,
existing regulatory practices. are tempered with years of
experience, and thus provide_valuable stepping stones along
the path toward the;goal of developing compfeheﬁsive urban
transportation systems{ making pest use of all available

components.

- 1259gp, cit., p. 7.
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CHAPTER V
PLANNING FOR THE FUTURE

Taxicabs are currently performing impertant trans-
portation functions in urban areas. Optimum use of all
availabie compqnents is necessary if comprehensive transporta-
tion systems are to be'develdped for_serviﬁg cities effectiveiy.
A formula for the efficient movement of people in urban areas
must be based upon proper interrelationships of all significant
transportation systemrvariableér 'This chapter re-emphasizes
the major conclusions derived,from_thié.analysis of taxicabs,
and presents recommendations fqr improving their usefulness

within communities.

Conclusions
Study of the taxi industry and its role of service in
the movement of people. in urban areas reveals:undeveloped
resources in thé transportation field. This section reviews

highlights from which recommendations will be develocped.

Taxicab Operation Is Big Business
Taxicabs comprise‘a large industry, using an estimated
quarter-million vehicles, and employing 300,000 or more

peféons.' Cabs fufnish approximately one-fourth of all
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public transpertation in urban areas. Most cities, both large
and small, use this form of transit to some extent; in many
small cities it is the only form of local public trans-

portation.

This Industry Has Been Overlooked in Most Transportation Studles
Most urban transportatlon studles do not separate
taxicabs from otherrvehlcles; however, their function is quite
different from that of mass-transit vehicles on one hand, and
from private automobiles on the other hand. Little is known
about taxi service, as is.evident from the lack of written
information about this form of transpbrtation. In spite of
growfh.of‘the industry,_taxicabé are omittea from most studies

about the movement of people in urban areas.

Taxicabs Provide Vital Community Services
7Many of the services provided by taxicabs cannot be
provided by any other existing form of ﬁublic tfanspogtation.
Among éuch-servicés are:
1. Door-to-door transportation for the aged, for businessw-
men, for non~owners of automobiles, for persons
having emergency transportafion needs, and for
peréons having need for specially-equipped vehicles,
2. Filling in areas unserved by mass-transit faéilities,
-and supplying service between scheduled runs of mass-

transit vehicles.
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3. Providing the only public trans?prtation for cities
too small to suppért mh$s—f£anSit:fécilities.

4, Emergency servicé undér éuch cdnditiéns as: inclement
weather, automobile break-downs, injuries ih home
accidents, and missing of mass-transit vehicles,

5. B8pecial community service, such as: reiaying traffic
information, transporting persons to church, trans-
porting persons to the polls, and providing emergency

assistance,

Taxicabs Serve Needs Qtherwise Not Met by Public Transportation
It is neither economical nor practical for mass-transit
or any other form of public transportation to provide the
individualized type of service furnished by thé taxi industry,
Furthermore, habits of an automobile=ariented American public
influence preferences for public transportation, fhus causing
automobile owners seeking public transportation to chobse
that transportation which most closely resembles_a pri&ater

automobile - the taxicab.

Taxicab Systéms Can Be Used More Effectively

Two major steps can be:faken to improve effectiveness
of taxicab éperation. First, cab companies need to take steps
to improve custbmef relations and enlist publig supporf;
assumption of more responsible roles as public servants can.
improve business and develop confidence of riders and public

officials,
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The second step toward improving effectivéness is out-
side of the indﬁstry itself, and cqnsists of government
action. Whereas most fegulatioﬁ of, and indeed concern for,
the taxi.industry have been restrictive in nature, positive
action should be directed toward finding the proper place for
taxicabs in well-planned, compreﬁensive transportation
~systems, and developing programs ¢f implementation nedessary
to yield maximum effectiveness.

Subsequent sections are concerned with specific recom-
mendations for improving the usefulness of taxiéabs in

community service.

Improving the Effectiveness of Taxicabs

If taxicabs are to serve their communities with maximum
effectiveness, several changes must be made, both inside and
outside the industry. Within different cities, wide
variations exist between-transportation'needs, streef ﬁet;
works, travel habits, and other variables related‘to;the
movement of people; therefofe, no single formula'may Bé-
universally applied tc cities for determining the best com-
- position of transportation systems. Although no single
eqﬁation can be developed for solving all transportation
problems in urban‘areas, intelligent, cobperative actién by
system operators and governmént officials can lead to'workable

programs for moving people. Through cocperative effort,
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taxicab companies and cities can find ways by which cabs can
serve the public more effecitvely, and at the same time add

stability to the taxi industry.

Recommended Changes Within the Industry

| City governments should help only those énterpriées
which help themselves, Therefore, it ig recommended that the
taxicab industry make a concerted effort toward self-improve-
ment -- to pull itself up by its own bootstraps. Widely
diversified ownerships, unfavorablewpast publicity, and un-
sympathetic municipal governments are among the obstacles
standing in the way of further development of the taxicab
industry; nevertheless, positive steps can be taken by the

industry to eliminate these obstacles:

Practices related to fares.--It appears that the practice of
tipping has no place in modern society. Whereas tipping was
6nce considered és a method of‘expressing-appreciation for a
job well done, tips now are éonsidered as iﬁbortant, integral
parts of drivers' pay. The uncertainties and frustrations
associated with tipping =-- from drivers' and customers'
viewpoints,alike -- render such a system out-of-place in
modern tranéportation systems, It is therefore recommended
that taxicab companies, associations, and individual drivers

join in a campaign for elimination of this practice. Such
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a change will require appropriate adjustments in rate structures,
together with an intensivé publicity campaignﬁfor education
of the public. The customer should detect no appreciable
differehce; he pays thé tbtal cost anyway. On the other
hand, elimination of the practice of tipping offers numerous
advantages: (1) taxicab operation would be on a more business-
like basis, (2) the incentive for selection of customers
accordinérto tipping habits would be eliminated, (3) customers
would be relieved of the problem of trying to conform to
leccal tipping customs, and (4) taxicab operatidn would be
placed on a fafe—s¢hedule moré neaplyjmétching that of other
public transportatibn, thus makingéﬁoésibie the ééta§1ishmeﬁt
of comparable-fate structures. |

Because of_the.wide acceptance of taximeters, and
because of the accuracy and fairness of such devices, it is
recommended that taxicab operators establish a'éampaign for
the universal use of taximeters for fare-adminiStratioﬁ;
Taximeters are precise instruments which take the guesswork
out of customer charges and assure that these charges are
fair. Control and inspection by governmental agencies can
raise taximeters to the same heights of public confidence
as gasoline pumps and electrical power meters. There is no
place fdr-lackadaisical rate arrangements in public trans-

portation.
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System stability.--Taxicab companies can lend their support

to programs désigned to develop comprehenéive transportation
systems, making best use of each available component. Since
taxicab mystems now lean heavily on emergency needs, the
integration of cabs into the urban transit systems may well
add stability to the industry by increasing the percentage

of non-emergency patronage.

Personnel practices.--To taxicéb users, drivers represent the
iﬁdustry -- customers seldom see fleet owners, diépatchers,
or other persons_behind the scenes. Thus, customers' impres-
Sions éfé”baséd solely upon the appearance of drivers. Since
most ﬁajor cities screen drivers and issue licenses according
to rigid standards, moral character of drivers appears to be
no major problem within the industry. As an Atlanta alderman
is ‘quoted as Saying, “It's about as easy to get on the police
force as it is to get a permit to operate a taxicab in

) Atlanta.?lze Although moral character is subject to close
scrutiny, driver appearance is not carefully controlled.

Most passengers do not see thérlong list of licensing requife-
ments which must be met -- they see only the driver, If the

dfiver_is;unshaveh and slovenly, can customers be expected to

" have much respect for taxicab companies, in general? 1It is

126Keeler McCartney, “Yoﬁr Safety?and the Police,™
The Atlanta Constitution, November 15, 1959, section.c, p. 1.
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therefore recommended that the industry take further steps --
‘.that it launch a campaign —- té improve the appearance of
drivers. The relafibnship between taxicab drivérrand
passenger is the most intimate within the public transpoftation
field; therefore, it is vitally important that this be a
pleasanf relationship.

.Special steps should be taken by the industry to
improve its employee relations policies, and thus encourage
cab~driving as a career., Fringe benefits, such as hos-
pitalization plans and sick leave, can greatly improve cab
operation as a career. Perhaps national organizations should
develop proposals for industrial relations plans to satisfy
some of the peculiar needs within this‘unuéual industry;
regardless of where such plans originate, positive action is
needed to keep the taxicab industry abreast of national

trends in the field of human relations.

Program of public relations.--The taxicab industry needs to

sell itself to the public. Few people know much about the
operation of cabs and the roles of service which these
transportation devices provide within urban areas. Therefdre,
it is recommended that the taxicab industry launch an.
advertising campaign designed'to acquaint the public with
services offered b& taxicabs and to improve public attitudes

toward this form of transportation,
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Recommended Governmental Action

What éteps:cgn governments take in order to extract
' maximum public Eenefit from the taxiéab industry? Taxicabs
aré capable of selving only part of the problen of mbving
people efficiently within urban areas; cabs are only a species
of trees in the forest of people-movement components in urban
areas. Only limited development of the individual trées can
be expected unless a comﬁrehensive program for the forest'is
effected. Therefore, the following section is concerned with
recommendations for an over-all program into which taxicabs

can be fitted for maximum community service,.

The urban transpdftation department concept.--Piecemeal
atfempfs at déVéloping effective systems for moving people
efficiently within urban areas have been genérally unsuccess-—
ful. Perhaps the dilémma reSulting from uncoofdinated efforts
‘to solve the people-movement problems can best be illustrated
| by'tésfing.the existing mechanisms for workability. What
single governmgntal agencyrhag.the.responsibility'for planning
-and;éonrdinating such esséntial people-movement variables as
on-street nnd off-street parking, traffié flow, major thor-
oughfare planning and construction,ilicenses, transit systems,
“public transportation rates, pedestrian ways, taxicnbs, truck
traffic, major traffic generators, and other such factors?

Are these transportatien variables not related to each other?
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If a relationship exists, then what agency is responsible for
developing a balanced people-movement program, into which all
elements are properly integrated for achievement of optimum
results? In most cities,; responsibility is divided among
several agencies ~- aﬁy coordinatidn-is frequently accidental.
A requisite step in solviné the problem of people-
movement is the establishment of a governmen%al agency con-
cerned with developing policy for the complete function of

moving people rather than for selected fragments of the

function. Therefore, it is recommended that cities consider
establishing "urban transportation departments“_as integral
pérts of governmeﬁfal brganizations. Sdch departménts'should
be endowed Witﬁ the'authority necessary for collection of
pertinent data and for the implementation of the comprehensive
Prggram; Municipal administrative procedures should be
designed so as fq channel intoc this department;'for.review
or actionglany mafters significantly related to people-
movement.'r |

- Tﬁe'idea of governmental agencies concerned'With the
over-all problem of people-movement is not new; yet, develop-
ment is still in the embryonic stagé. In December, 1955, the
City of:Philadelphia Urban Traffic and Transportation Board

made the following recommendation:127

;27“Ways‘and Means ," Néwngeleisegfrom the Office of
the Mayor of Philadelphia, Pa., Part III, December 29, 1955,
p. 2. . .
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. » « that a regional transportation organization be
created as soon as possible to develop a comprehensive
transportation system including streets, highways and
bridges, urban and suburban transit, parking facilities,
taxicabs, and. (if de51rab1e and necessary) passenger and
freight termlnals. )

Under the assumption that fragmentary solutions of the
urban transportation problem are not effective and that com-
prehensive plans must be developed for solving problems of
people~movement, attention can now be directed toward recom-
mendations for more effective utilization of taXicabs in

urban areas.

Integration of taxicabs into local transportation patterns.--

After the_establishment of a‘governmental mechanism capable of
gathering and evaluating data about local transportation
variables and fittihg each component into its proper plaCe,
the next step relative to taxicabs is that of determining
local needs which can best be served by taxicabs and finding
méans to fit taxicab service to these needs. Not all cities
are alike; therefore,,eaqh solution must be based upon
exisfing local conditions. Névertheless, cerfain general
steps are neceséary and may be applied to most situations,
Following is a check-1list which may serve as a guide in
.studying;taxicabs as part of the local people—movement

system:
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Analysis of Existing Taxicab Operations

Ownership
Companies
Driver-owner arrangements
Free- lance
Under company sponsorship
How long in business -- turn-over rates

Methods of functional control
Radio
Telephone
Combinations
Uncontrolled

System load characteristics

Peaks
Times peaks occur
Duration of peaks

Variations in demands
Daily
Weekly
Seasonal
Emergencies (rainy days, cold weather)

Fares in local systems

Type of system used
Zoned
Metered
Flat fees

Amount charged :

Comparison of cab fares with other forms of transportatlon
Public
Private

Personnel policies and practices
Hours worked
Total per week
Number of shifts --- length of each
Outside jobs
Comparison with other transit JObS
Driver-payment practices
Method of paying
Basic amount (commission, minimum, company share)
Local tipping practices .
Fringe benefits
Labor organization
Organized or unorganized
By whom represented
Evaluation of labor status relative to industry
effectiveness
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Relationships with other forms of transit
Problems
Conflicts
Possible combined operations

Taxicab Services Currently Provided

Number of riders
Number of passenger-miles

Types of service provided
Normal
Residence-to-work
Residence-to-residence
Work-to-work ,
Other: (conventions, theaters, nightclubs)
Emergency s
Inclement weather
Home accidents, missed transit r1des, car fallures
- Special services
Invalids
Incidental community services (traffic informa-
tlon, first aid) :

Local Needs for Taxicab Services

Survey of physical factors
Size of city
Physical characteristlcs (rlvers, street networks,
. compactness) -
Denseness of residential development
Adaptability of the city to mass-transit service
Locational relationships. of residences, businesses,

industries, and: communlty facilities

Transit system coverage
Areas served by nearby transit routes
Areas unserved by convenient transit routes
Frequencies of transit rumns in various areas
Adequate
- Inadequate

Survey of the needs of people
Non-owners of automobiles
Reglstered automoblles as compared with persons
of driving age: Ttrends)
Possible’ changes in licensing requlrements
relative to age
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Number of elderly people (trends)
Is de51rab111ty of owning automobiles increas-
ing or. decrea51ng locally
Visiting bu51nessmen
Statistics on incoming train and plane passengers
Conventions
Emergencies
Needs during cold weather or on ralny days
Supply compared with demands on these days
Local needs for specially-equipped vehicles

Fitting Taxicabs into Roles of Optimum Service

: Cdngestion created versus service provided
Stands or cruising desirable locally
Open or closed stands

Possibility of banning all vehicles except cabs from
designated areas
Around downtown malls
..:Residential areas
Concentrated business districts

Development of rates related to other transportation rates

Determination of transportation balance desired

Rate structures necessary to establish this balance

Establishment of minimum rates to prevent under-
mining of rate structure

Aux111ary services

. Supplementing other forms of transit (possibly
transporting persons from residences to transit
stops or terminals)

As possible civilian defense fleet

For furnishing traffic information by radio or
telephone for public or governmental use

Emergency vehicles for getting help to stranded
motorists, providing first aid, supplying oxygen,
and other such services

Under special arrangements, transporting persons to
polls, to church, and on outings

Developing regulations to achieve desired results

Are regulations to be positive, not just restrictive

Do regulations encourage the development of schemes-
for maximum public benefit

‘Are regulations part of a comprehensive plan,
‘designed to create and maintain a well-balanced
transportation system

Is there a program for periodic review, evaluation,
and adjustment of regulations and policies to
maintain an up-to-date people-movement plan
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Points for special emphasis.--In the development of govern-

méntal progréms for the maximum utilization of taxicabs

within their capabilities, several points are worthy of

emphasis:

1.

Special registration of taxicabs is required by only
about one-half of the states; however, such practice
appears needed in all states. 1In developing effective
comprehensive systems for_people-movement,'basiC-
knowledge . about all essential elements is indispensable;
therefore: taxicab registrations should be maintained
separately at the state level. It is recommended

that no significant additional charges be levied for

taxicab licenses at the state level, and that primary

‘authority be delegated to municipal governments.

Fares should be set so as to achieve the desired

.balance of taxicabs in relation to other transporta-

tion devices. Special care should be exefcised to

_assure that resulting fare requirements do not

seriously impair performance of the industry. Fares
should be based upon theselimination of tips.
Taximeters shou1¢ be considered for use in'the adminis-
tration of all fares. This system is not only fair-

and equitable, but alsc, is readily adaptable to

requirements for records, audits, and inspections.
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In setting the permitted number of taxicabs, minimums
as well as maximums are important if taxicabs are fo
assume responsible roles within the community. The
ballas, Texas, ordinanée provision furnishes a pattern
for requiring the addition of taxicabs when public
needs warrant such additions.

Taxicabs, as well as other forms of public transporta-
tion, should be carefully supervised so that public
interests are properly protected and so that responsible
governmental agencies may be properly informed of the
need for regulation-enforcement emphasis or of the

need for modifications in the people-movement system.

Special supervisors should be used for this purpose,

particularly in the larger cities.
Local administrative agencies should carefully consider

the relatively good load factor of taxicab systems as

. a possible method of improving the financial status of

public'transportation. Perhaps the combination of
taxicab and transit systems may be more workable under
the proposed comprehensive transportation system.

In the proposed comprehensive system for moving people,
the cost of all eleéments related to people-movement
should be carefully evaluated. Somé of the hidden
variables should be sought out -~ for example, the

cost of congestion relative to its deleterious effect



149

on downtown properties, losses incurred by congestion-
triggered de-centralization, the cost of persomnal
inconvenience and loss of leisure time, and other

similar hidden costs.

Summary

In the twentieth century traffic dilémma facing most
urban areas in the United States, taxicabé are no trans- .
portation panacea. Cabs cannot replace.buses, trains, planes,
6r private automobiles., However, taxicabs do provide valuable
transportation services, many of which cannot be provided.
by any other existing form ofrpublic transportation.
Usefulness of cabs to the public can be substantially
impfoved by the ﬁositive integration of taxicabs into com-
prehensive urban tranpsportation systems in which each element

is used to best advantage.



150

BIBLIOGRAPHY



151

BIBLIOGRAPHY

Literature Cited

Books and Unpublished Manuscripts

1.

2,

A-T-A Data Book, 1958-1959, The American Taxicab
Association, Inc., Chicago, I11l,, 1958,

Automobile Facts and Figures, Automobile Manufacturers
Association, Detroit, Mich,., 37th Edition, 1957.

Kerstetter, John R., Municipal Regulations of Taxi-
cabs, The Amerlcan Mun1c1pa1 Association, Cthago,
I11., August, 1951, :

Local Planning Administrétion, Municipal Management
Series, Second Edition, The Intermational City
Managers' Association, Chicago, I1l., 1948,

McQuillin, Eugene, The Law of Municipal Corporations,.
Third Edition, Volume ¥, Callaghan and Company,
Chicago, 111., 1949,

Paranka, Stephen, An Economic Analysis of MasS Transit

Operations in the United States, Unpublished Doctoral
Dissertation, School of Bu51ness, Indiana University,
1957.

Rhyne, Charles S., Taxicabs -- Regulation by Cities,
Report Number 127, National Institute oI Municipal
Law Officers, Washington, D, C., 1949,

Transit Fact Book, American Transit Association, New
York, N. Y., 1959

Whyte, William F., Human Relations in the Restaurant
Industry, McGraw-Hill Book Co,, New York, N, Y., 1948.




152

Articles

1.

2,

10,

11,

212,

;-133

' February 8, 1945, p.66.

Brems, Stanley H., "Assembly Line,* The Iron Age,

Davis, Fred, "The Cab-driver and His Fare: Facets of
a Fleetlng Relatlonshlp,“ The American Jourmal of
Sociology, Volume LXV, September, 1959, p. 1o58.

Draper, .W, A,, “Should the Taxicab be Coordinated with
Mass Transportation?,"™ Transit Journal, Volume 76,
October 15, 1932, p.484.

Elliott, J. Richard, Jr.,, “"Traffic in Taxis -- Some
Investors Are Seeking a Profitable Ride in Cabs,"
Barron's National Business and Financial Weekly,
.VoTume X XKXVII March 4, 1957, p. 3. _

Freeman, L., “"Horseless Flacre," New York Times Magazine,

October 26, 1947, p. 28,

“"From the Driver's Seat: 1It's No Easy L1fe w Bu51ness
Week, August 23, 1952, p.66.

“Manhattan Hackie," Fortune, Volume 20, July, 1939,
p. 114, - "

McCartney, Keeler, "Your Safety and the Police,"™ The
Atlanta Constltutlon, November 15, 1959, Section c.,

p. 1.

“Milwaukee Has Cabs for the Handicapped,' A-T-A News,
American Taxicab Association, Inc., Septemﬁer 1958,p 21,

“Phlladelphla Cabulances Mark let Year of Successful
Operation,” A-T-A News, American TaxXicab Association,
Inc., August, 1958, p. 18.

“Philadelphia Yellow Cab Offers 'Socap ‘Coupons- for-Fares'
Plan,' Taxicab Industry/Auto Rental News, New York
N. Y., October, 1958, p. 11.

"Regulatlon of Taxicabs,'" The Municipal Yearbook, The

- International City Managers' Association, Chlcago,

I1l., 1948, p. 416,

"Taxicabs Play an Important Role in Urban Transit,"
Transit . Journal Volume 76, May, 1934, p. 165,




153

14. “Taxi Headache ," BusinessuWeek October, 1935 p. 27.

15, *Taxi Regulation an Urgent Need " Transit Journal,
Volume 78, May, 1934, p. 165.

16, *The Regulation of Taxicabs by Wisconsin Cities and
Villages," The Municipality, League of Wisconsin
Municipalities, May, 1946, p.101l.

17. *™Train-Taxi Service,” Business Wéek, June 8, 1940, p. 24.

18. *“U. S, Motor Vehicle Registrations by States," Auto-
motive Industries, Statistical Issues, March, T1952-1958.

19, "Veterans' Cabs.," Business Week,.uéy 8, 1948, p. 96.

20.  “Ways and Means," News Release from the Office of the
Mayor of Philadelphia, Pa., Part 111, December 29,
1955, p. 2. o

Ordinance

1. Taxicab Ordinance, City of New Orleans, Number 1004,
April 11, 1957. ‘

Literature Not Cited

Book
Owen, Wilfred, The Metropolitan. Transportation _Problem,
The Brooklngsllnstltutlon, Washington, D. C., 1956,
Articles - " '

1. *As We See It," (editorial) Transit Journal, Volume 86,
May, 1942, p. 158

2. "Business Man's Taxi Service," Transit Journal,,Volﬁme
84, March, 1940, p. 108,

3. “Cabs for Sale ~- Detroit,” Bu51ness Week, April 24,
1954, p. 122, .

'4. - "Check-up on the Taxicab,” Public Ut111t1es, Volume 27,
February 27, 1941, p. 297




10.°

11.
12.
13.

14,

15,
16,
17.

. 18,

19.

20,

154

Craig, J. A., "Dispatching a Large Taxicab System,"
Communications Engineering, Volume 13, September 1953,

p. 19.

“Decline in the Number of Taxicabs in 1940, Auto-
motive Industries, Volume 84, March 1, 1941, p. 293,

"G. I. Cab Ride -- Veterans Taxi Association Boxed in
by Legal Monopolies,” Business Week, August 3, 1946,

“G. I.'s Outlawed in Philadelphia,” Business Week,

April 12, 1947, p. 19.

"Manufacture of Taxicabs is a Specialty Business., =--
and a Big One," Iron Age, Volume 155, February 8, 1945,

p. 66.

“"More Taxicabs," Business Week, January 3,

1948, p. 26.

“New Day," New Yorker, Volume 30, February 27, 1954,

p. 24.

“"Railways and Taxis Cooperate," Transit Journal

Volume 84, July, 1940, p. 257.

"Shrinking Taxi, New York City,'" Business Week, May 22,

1954, p. 132.

Simpson, H. S., "Let Commissions Regulate ‘the Taxi-

cabs," Public Utllitles, Volume 16, July 4, 1935,
p. 12. :
Simpson, H. S.; “Trends in Traffic and Taxi Regulation,"

Transzt Journal Volume 80, January, 1936, p. 24.

"Taxicab Regulatlon‘—- Some Recent Cases," The

American City, Volume XLII, December, 1947

p. 48,

“Taxi Dilemma," Business Week, Febbuary 27,

p. 24.

sy p. 98,

“Taxicabs Do Well,"” Business Week, December 25, 1943,

1943,

"Taxis and Taxes,” Economist, Volume 167, April 18,

1953, p. 135.

¥"Taxis Needed," Business Week, February 17,

1945, p. 36.



21,

22,

155

“Try-out for Smaller Cabs, New York," Business Week,
July 24, 1954, p. 54.

“Washington Taxis Try a New Plan," Transit Journal,
Volume 86, March, 1942, p. 114.

Municipal Ordinances

1,

2.

City of Dallas, Texas, Taxicab Ordinance, Number 6726,
October 24, 1955.

City of Grand Rapids, Michigan, Taxicab Ordlnance,
Number 1394, May I, 1955.

C1ty of Long Beach, California, Munlclpal Code,
Section 6240 Date unavailable.

City of Newark, New Jersey, Regulations Governlng
Llcensed Tax1cabs, December 1, 1956,

Clty of antxag,gulchlgan,~Tax1cab Ordinance, Number

1095, September 26, 1947.



