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this requires the conversion of go AM1to AM2 licenses in 2013, with an additional 90 conversions

in 2014.

In line with the desire to ensure measurements are correct and account for changes in the market,
we recommend that the base calculation, as set out in the Taxi Market Model, be re-calculated in
2015, with further transfers applied on a measured basis thereafter. We recommend that new
license issues, rather than transfers and conversions, be considered only upon exhaustion of

current AM1- AM2 conversions.

We have also concluded that it would be beneficial to update some elements of the taxi meter rate
measurement. Taxi meter rates have a direct impact on the choice of mode, with so1 : elements
impacting significantly on distinct population groups. In order to stimulate demand and to ensure
more equitable access to taxis, we recommend that the taxi flag be reduced from $4.25 to $3.25.
Reduction in flag rate should not result, however, in a loss of income to the driver. We therefore
recommend that the flag reduction be offset by an increase in distance based income. We
recommend that this is achieved by reducing the incremental distance to 129 meters, described in
our combined recommended scenario. Changes in the taxi meter rate measurements are intended

to be cost neutral when measured over all trips and predicted demand. This is summarized as:

Recommended action

Ambassador Immediate conversion
licenses of existing AMB to
, AM1 licenses

- Standard licenses Immediate conversion = Re-issue to AM2 on transfer
: of existing STD '

capacity to (legacy)

licenses

Market Growth Conversion of AM1 to 90 AM1 to AM2 license conversions in 2013,
AM2 licenses to meet : 90 AM1 to AM2 license conversions in 2014
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across differing demands (trip types), by location and time, the concept of a single measurement

of demand becomes more difficult to justify on its own.

In addressing the issues of license numbers we have developed a Toronto Taxi Market Model that
allows for changes in license type to be tested, and includes service level indicators to illustrate
the impact of changes arising from the issuance of new licenses and/or changes to the types of
licenses issued. A baseline indicator has been set using current service levels against which
changes in numbers can be compared. Current license numbers appear appropriate to current
demand, see below, allowing the team to set a baseline against which future service levels can be
measured. It is our conclusion that changes to the numbers of licenses or license structure should

maintain or improve upon current availability.

1.2 Service Level Indicators

Critical to determining appropriate license number and structure is the ability to measure impacts
of changes in supply on the level of service received by passengers. In section three we set out
current passenger delay, including indicators of a level felt “desirable” in public surveys and that
typically achieved. Verifiable operational statistics are regularly measured in trips hired through
brokerages, see figure 1, allowing a comparison between a stated “desirable” and measured
“achieved” level of service. Differences between “desirable” and achieved levels are noted with
an additional indicator showir  cor encyl wec fourindicativel :periods: from
entertainment home late at night; from shopping home in the afternoon; travel to work in the
morning commute; and evening travel from home to entertainment. Service levels for Hailed and
cabstand journeys are less readily measured as these would not typically be captured in electronic

data, but an indication of service levels can be identified using stated “experiential” data.

As some journeys will necessarily include delays in drivers accessing a pick up point, resulting from
congestion or physical location, not all desirable service times will prove achievable; however,
consistent and relatively low levels of delay should be possible, the greater the level of

consistency, the more balanced the market.
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levels, we feel it to be appropriate that the markets develop to accommodate additional demands

the taxi services, including the need for accessibility within the fleet see section 1.4.

Given that demand predictions are subject to volatility, reflecting the nature of the measurements,
we recommend that the review be updated every two years. We recommend the use of a rolling
10 year horizon, to provide the industry and the travelling public with a medium to long term

review of the taxi industry.

1.4 Accessibility

It is our view that accessibility should be promoted as a right to all transport users, regardless of
ability or circumstance. This effectively requires the provision of accessible vehicles within the
Toronto taxi fleet. As the -market for purpose built accessible taxi vehicles is in flux and subject to
rapid development, many of the variables on which accessible vehicle costs are measured are
subject to change. We have récommended the use of a proportional number of accessible vehicles

as a short term approach, and recommend that this element in particular be reviewed in 2015.

1.5 Review frequency and application

The study team recommend that the taxi review of the appropriate number of taxicabs be
undertaken on a regular basis, and no less frequently than every two years. On this basis we
recommend that the City of Toronto undertake a top up review in 2015. It is also noted that
ongoing and regular reviews should avoid the need for specific ‘triggers’ to be identified in so far

as the regular measurement will ensure that service levels keep track with changes in demand.
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fleet operators, accessibility groups, tourism and business representatives, transit operators, and
city officials. A series of formal interview questions were consistently posed to groups of

stakeholders. Key data sought included:

« Baseline information about each stakeholder’s operation and relationship within the current
industry structure,

e Current information about patterns of supply and demand, including demand for their taxi
service, and

¢ Future demand for taxi in the context of various future scenarios.

In cases where specific solutions were proposed by a stakeholder group, that solution was
incorporated as a part of the scenario testing, set out in detail in this document. Where
stakeholders possessed actual data revealing patterns of supply and demand, specifically data
from call centres and dispatch systems, requests were made for the data, with the assurance that

confidentiality would be guaranteed. .

In order to quantify the baseline demand for taxis, TRP developed a passenger survey (Appendix
2) that was available online on a study-specific website. The availability of the survey was
advertised through media coverage of the study (radio and print), and by distribution of fliers at
key locations such as Billy Bishop Airport Terminal, Liberty Village Shops, Union Station, Variety
Village, Dufferin Mall, Scarboroi*~h Town Centre, and Yorkdale Mall. Sur  rin”™ mationwasz »
provided to a network of community associations, some of whom were able to include details of
the study in their newsletters, if their distribution deadlines met the tight timelines of this study.
As a primary research exercise, the survey was designed to relate to the respondent’s most recent
taxijourney. It also posed a series of questions designed to investigate factors that affect the

prediction of demand - factors such as relative cost and expectations of service availability.

A taxi driver survey (appendix 3) was also included on the study website and was publicized
through the trade press and trade websites. Information gathered from the Taxicab industry
Survey, supplemented by dispatch records, provide a detailed review of the supply of taxi services
across the city. In addition to the industry-specific issues identified by the Taxicab Industry Review,

compliance with the Accessibility for Ontarians with Disabilities Act (AODA) and the Integrated
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3. Demand for Taxi Services

Demand for taxi services relates to the numbers of passengers, and potential passengers, seeking
to use taxi services. The demand for taxis can be measured both in terms of existing use,
sometimes referred to as observable demand; and potential new demand. Potential new demand
can arise from changes in external factors, such as the growth of a city, but can also relate to
hidden demand, sometimes called latent or suppressed demand, from individuals currently
choosing not to travel by taxi for a variety of reasons. Trip suppression is often reported in the
case of wheelchair dependent passengers, but can extend beyond this to a range of other

potential passenger trips.

In the first part of our review we estimated the numbers of trips being made and potential change
in the level of demand over the next ten years. The study identified a baseline level of demand
reflecting the numbers of passengers using taxis in 2012, against which we predicted demand over
the next ten years. Existing use of taxis was estimated using recorded and reported statistics,
both those collected by brokerages as a part of the electronic dispatch process; and those
reported by members of the public through surveys. Changes in demand to 2022 were predicted
using a series of indicators, described below. It is important to note that predictions of demand
are subject to variation as the factors influencing future use of taxis 1 change over time. For this
reason the team have looked closely at the choices made and reasons for taxi use, as well as

broader measures of demand, discussed below.

3.1 Baseline Demand

Baseline demand relates to the current use of taxis in Toronto. The team undertook a series of
surveys in January and February 2013 including Public Surveys, Taxicab industry Surveys and
Stakeholder Analysis, to understand current use of taxis in the city. We also used electronic data

provided by taxi brokers relating to dispatched taxi trips.
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In each of the four time periods levels of service felt desirable by survey respondents are
compared with the actual delivery times observed amongst the fleet. Thus the public stated desire
for services to be provided within 7 minutes 17 seconds for late night travel is typica rserved
within 9 minutes and 16 seconds, ie: an additional waiting time of 2 minutes. A slightly higher delay
is experienced for afternoon shopping trips (desired: 06:49, current: 09:35). Morning commuting
trips and evening trips from home to entertainment are delivered with similar levels of wait time
(Morning commute, desired: 06:32, current: 08:53; Evening trip from home, desired: 06:30,

current: 10:00).

While it is important to underline that mean delay does not equate an individual experience, but
rather the average delay across all respondents and across all reported journeys, the current levels
of delay can be considered good when compared with other locations. Moreover variation of
delay, indicated by the consistency line, suggests that the extent of delays do not peak
significantly in any one period of time, but rather indicate a consistently low level of delay ranging
from 8 - 10 minutes, against a stated desired level of 6 - 8 minutes. Measured delay in other cities
using the same electronic datasets compare less well, Atlanta, GA - mean delay: 12 minutes 46
seconds; Nashville, TN- mean delay: 15 minutes, 9 seconds'. It is noted that the measurement of
delay is subject to city specific conditions, including traffic, demand location, highway design and
distances to access pick up locations, and is not constant. Indeed some delay is a necessary
element of taxi use as taxis respond and will often need to drive some distance to the start of a

trip.

It is our suggestion that the current level of delay represents a relatively good service in the city,
allowing us to use the current baseline as an indicator of appropriate future supply levels. Changes
in the market, both in terms of demand for taxis and their supply should seek to ensure that the

same level of service is maintained or improved upon.

' Delay times for Atlanta and Nashville are taken from live taxi dispatch data in the period 2011 - 2012, and is
subject to change.
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Historically many cities, including Toronto prior to 1982, have linked a change in population to the
demand the taxis, sometimes expressed as a population to license ratio. In its simplest form the
population to license ratio provides a basic indicator of the number of taxis that may be
appropriate to serve a city of a given size. As the population increases, it can be argued, so does
the demand for taxis. The indicator suggesting a simple positive correlation, ie: a 10% increase in

population might be argued to justify a 10% increase in the number of taxis licensed.

More complex demand indicators have followed, in Toronto as a result of the 1982 Curry, Coopers
and Lybrand report, introducing additional ‘factors’, demand surrogates, including: population
across the wider greater Toronto area (GTA), airline deplanements, as well as the addition of some
forms of transit as additional demand indicators. The use of a wider series of demand ‘factors’
acknowledges that the link between population and taxi use may be somewhat more complex
than a linear relationship to population alone; ie: at the actual use of taxis reflect a wider range of
demand ‘drivers’ that may include use of transit, numbers of incoming tourists, population
densities etc. A review of the principles of surrogates demand as applies in the USA can be found

in Schaller (2005) ‘A regression model of the number of taxicabs in US cities’.

The use of demand indicators, or surrogates, from measured demand, allows the assessment of
change on a measured basis, using verifiable third-party statistics. Schaller’s work, along with that
of the City of Toronto, supports this use by seeking to validate the accuracy of any char :intt
indicator against actual changes in the use of taxis. Closeness of fit, strength or weakness of the
indicator, allows for the update of the measurement over time. The approach has been limited,
however, by the ability of an authority to fully identify the use of taxis, and thus the accuracy of
the measurement of ‘fit’; ie: the validation of appropriateness of surrogates, and thus any

measurement of ‘causality’ is restricted.

Further issues may relate to potential barriers to measurement, noted historically, including:
reluctance to report actual patterns of supply, inaccuracies in reported data, different data
disaggregation — including different zonal structures or methods of identifying pick up and drop-
off locations. The extent to which these barriers remaining is questionable, as many, if not all,

electronic systems record copious amounts of data by default, and should allow for a more
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that provide a more accurate causality in predicting taxi use than may be achieved by the use of

surrogate indicators alone.

3.2.2 Composite Demand Indicators

In preceding sections we have suggested that differing demand indicators were not mutually
exclusive. The development of a composite demand indicator based on operational statistics and
demand surrogates, provides a sound base for demand pre ction and license issuance. We have

identified composite demand indicators on the basis of:

» Measurement of a baseline of existing service levels,

e Measurement of spatial disaggregation of demand,

» Measurement of temporal disaggregation of demand,

¢ Measurement of demand by trip purpose,

« ldentification of indicators of demand in light of the above,

» Identification of patents and latent demand,

« Prediction of change in demand using indicators as identified, and

» Methodology for validation and update in light of changes in the factors identified.

The composite demand indicator provides a basis of demand prediction by identifying specific trip
origins by purpose, and as distributed by time and space across the city. The first of these, trip
purpose, allows for the correlation of specific growth factors (surrogates) to an identifiable trip
production rate; the latter, spatial and temporal disaggregation, to a definable service level
indicator. In our analysis we have identified four time based service level indicators across the city,

further disaggregation is possible.

3.2.3 Trip Production Rate

The third element in updating demand indicators is the development of a trip production rate

across differing trip purposes.

In its simplest form, the trip production rate is an indicator of the number of trips that may be
attributed to any one location for any one purpose. This might range from a single dwelling of a
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4. Market Demand Model

The Market Demand Model provides a Toronto specific measurement of taxi demand and taxi
service, effectively the measurement of demand and supply in the city. The model addresses both
the concept of responses to changes in demand, and the determination of adequacy of supply.
The approach follows from the combination of both demand prediction indicators and use of

measured demand, a composite approach described in the preceding section.

4.1 Demand Factors

in our initial stakeholder engagement we sought the views of those providing taxis ices, those
using taxi services and those with an associated interest in the services offered in the city. The
process of engagement was not limited to the identification of demand factors alone, and
continued throughout the study to provide a wider opportunity to comment, and to develop a

series of scenarios for testing in latter stages of the analysis.

A significant and recurring theme related to the identification of current use patterns, ie: how are
taxis used at the moment, and which measurable demand factors might be attributed to these
uses. We have based our assessment on observed demand indicators, using large response
surveys as a basis for identifying and validating demand indicators. We have also made use of
current electronic datasets collected as routine in dispatch operations, to identify measurable and
recorded trips in the city. The datasets thus collected provided an input both to the development
of the market demand model and to economic impact assessment, reported in subsequent section

of this document.
4.2 Demand Patterns

Current observed and reported demand is identified using three metrics: trip origin, spatial

location, and time. Figure 3 illustrates trip origins citywide.
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While it is possible to identify some variation in the numbers of trips being required across the

seasons, demand peaking patterns remain remarkably consistent across the year.

4.3 Demand Forecasts

in addition to the observation of current patterns of use, the development of a forward looking
demand model also requires the application of a growth factor used to predict likely change in the
numbers of trips being made in futu years. Likely growth can be identified against a number of
measures which include likely changes in population size, growth in tourism etc., sometimes called
demand surrogates as they approximate factors influencing the use of taxis, with many studies

using the sum of such surrogates to forecast future use.

We have also applied a surrogate forecast methodology, using stated predictions across a range of
demand surrogates, with an additional element related to trip origin, reflecting differing trip types.
As in any city Toronto reflects a range of uses, patterns of demand, and reasons for making taxi
trips. We have identified a series of key trip types, based on stated frequency of taxi e from the
public survey, to include the six (6no.) primary trip origins. Trip origins within the city are thus
identified with measured demand surrogates applied as set out in figure 10. Smaller trip origins,
such as transfer from Long-distance coach etc., are also included within an “others’” category, but
are not measured in terms of surrogate demand indicators. The measure is applied to trip origins
within the city rather than trip destinations reflecting the need to determine changes in trip
production rate. A weighting is derived from the stated frequency of trip by type determined in

the public survey.
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change in demand for taxis at the airport would not necessarily be influenced by a change in the
fleet size within the Toronto licensing area. Similar structures and difficulties arise in other airports
worldwide, and are seen at the Toronto Pearson International airport. While the majority of airport
taxi trips are made in both directions, trips can be picked up at Toronto Pearson by a variety of
different taxis from surrounding cities, including those travelling directly to Toronto. Airport trips
originating in the city are measured as part of growth in their respective origins, while those
originating from the airport are not included. Growth in airport originating passengers using

Toronto taxis are not included and may result in an underestimate of growth from this trip origin.

It should be noted that the actual performance of taxis at the airport, and the nature of control
applied, fall beyond the scope of this analysis, and should be considered as a separate issue to the

definition of services within the City itself.

4.3.5 Other Trip Origins

Other trip origins reflect lower levels of demand from other locations within the city. This does not
exclude their importance, but limits the impact of their inclusion. Notable differences exist
between the strength of correlation identified in the city analysis for GO train ridership, and the
potential causation of the mode. In our survey transfers from heavy rail, including GO, accounted
for 0.98% of all origins; with 1.34% of trips originating from transfers from TTC transit. Long
distance coaches were even lower, accounting for 0.49% of trip origins. Shopping Districts (0.86%)

were also low producers of taxi trips.
While other trip origins represent relatively small percentages in their own right, the cumulative

effect is larger. This may result in an underestimate where a smaller trip origin grows rapidly. It is

proposed that the identification of growth factors be included in review updates.
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A weighting is applied using reported origin frequencies, which allows for validation and updating
over time. Harmonized demand surrogates are imported into the taxi market model as a growth

factor, illustrated in Figure 14, below.

Figure 14: Trip production factors based on demand surrogate

Residential , 033 6.39%
Workplace 014 12.37%
CEntertainment 024 21.38%
o o o | e
Heavy Rail Y 6.72%
o | - e

4.4.3 Application to trip productions

For each of the trip production types, identified in preceding sections, a growth rate is applied
equivalent to the constituent growth factor index elements, illustrated in figure 11 as trend line
growth, weighted by the current incidence of production factor. The sum of the applicable
weighted change represents the predicted change in that particular production factor. As both
production origin and predicted growth are likely to change over time it will be appropriate to
review and update this analysis over time. A method by which the model may be updated is set

out below.

The application of growth factors to baseline taxi trips, illustrated in figure 14, allows the
calculation of likely additional demand by trip production factor. It is important to note that this
calculation does not include new traffic that may be attracted to taxicabs as a result of a change in
licensing structure, nor of trips resulting from new requirements, such as the provision of
wheelchair accessible taxis, and these provide the basis for scenario building in the subsequent
parts of the study. On the basis of trend line data, operating statistics and reported taxi use at the

time of writing, it is possible to suggest an increase in taxi use of 9.63% to the 10 year horizon of
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2022. It is noted that this growth excludes additional growth at Toronto Pears 1airport andin
smaller trip production types (others) which are currently defined as growing :the mean rate

calculated and may result in an underestimate of growth allied to these facto. ..

4.4.4 Structural Impacts on Demand

In addition to the measured demand elements, set out above and based on current trip production
patterns, a number of additional issues may increase the use of taxis in the ci  We have referred
to these as structural changes, and note that very little agreement appears tc  xist between

stakeholders as to the appropriate nature of structural reform.

Structural changes may relate to the licensing structures under which Toront axis are provided,
but may also relate to vehicle design, meter rate structures, and to the availa ity and suitability of
physical infrastructure, such as cabstands. Each of these elements has the pc  ntial to affect the
nature of Toronto Taxis, and their use. In our submission we identified these __ integral to the
market assessment model, the application of which is set out in subsequent - “tions of this

report.
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5. Scenario Building

Having established baseline service levels, public attitude and trade responses, we have developed
a series of scenarios that would be appropriate for testing within the market model. A scenario
may be defined as a series of variables that may be appropriate to application, effectively potential
and realistic options in the develophent of the Toronto taxi industry. The inclusion of a scenario
does not imply that it will promote a favorable outcome, but rather the option represents a
potential set of circumstances for testing. Scenarios were developed as a primary part of our
stakeholder consultation, including with the city, and are described below. Many of the scenarios
included modification of the license structures in the city, and are preceded in section 5.1, by a

series of definitions of current and potential future license types.

5.1 Definitions of license types applied in the scenario building

Taxi licenses vary in Toronto reflecting their history, with differing types allowing a combination of
shifted and non-shifted vehicles, licenses transferability and associated conditions, see figure 15.
Current licenses include Ambassador (AMB) and Standard (STD) Licenses, with a number of

variations tested as scenarios, using the terms AM1, AM2, ST1, ST2 as described below.

Figure 15 License types and characteristics

- Ambassador (AMB) Not . Single shift, limited . Owner Must . . License currently
: Transferable . working hours Drive (OMD) - issued
Single shifted ‘ Transferable  : Max 7 shifts / wk : OMD Min Transitional - Transitional type
transferable Ambassador . . 1725 hrs / license, nonew . 1 testing
(AM1) year (3 shifts / ' plates
: wk)
' Double Shifted - Transferable . Min 10 shifts / wk OMD Min Number to Type for testing
transferable Ambassador | 1725 hrs / - increase on
- (AM2) : . year (3 shifts / . measured base
' - wk)
Standard (STD) . Transferable Multiple Legacy license _ License in
! no longer . circulation and by
issued _ transfer only

38 Document: 13042201JC



Taxi Research Partners

: Single Shifted Modified Transferable Max 7 shifts / wk : Owner may Transitiona - Transitional type
' Standard (ST1) . engage license, no w . for testing
lessee. No plates
. sub-leasing
Double Shifted Modified = Transferable Min 10 shifts / wk - Owner may Modified license
Standard (ST2) engage for testing
lessee. No
sub-leasing

The Ambassador license (AMB) is the currently available non-transferable licer e. Two modified
versions (AM1 and AM2) allow for single shifting and double shifting respectively and are able to
be transferred. The currently used, but no longer issued, Standard license (ST , is also tested in
two modified forms (ST1 and ST2), allowing for single and double shifted operation respectively,

subject to the restrictions as set out in figure 15, above.

Differing license types, including modified versions of existing licenses areinc e in developing
scenarios, market tests, described below. In instances where shift drivers are  owed we have
allocated a split between Owner Drivers and Shift Drivers, in a double shifted hicle that one shift

will be provided by a shift driver, described in more detail in subsequent sect .

5.2  Scenario Development

A scenario is intended to provide a basis for an analytical test using a commo! et of measures
(metrics) or performance indicators. The indicators are selected on the basis common impacts
and allow forthecc  »ar Hnt v it ofimpac ofeach.Tt sce ‘o resentsa
series of market modifications (target test) that can be tested :  iinstthe ba ine (base test). In

all instances levels of passenger service, measured in terms of Cab Shift Availability (CSA), is

maintained, ie: passengers will not experience a reduction in service levels in 1y scenario.

Following consultation we have selected four (4 no.) primary scenarios ontl  »asis of potential
structures - patterns of licensing and control that may be applied legitimatel > the operation of
taxis. A number of additional variations have also been tested, highlightingt  impacts of
subsidiary changes within the scenario itself, such as may result from chang  nfare amounts, or

specific price changes applied to single elements of operator cost. The process of selection was
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based on a mix of stated city options as well as structures outlined to the study team in the
Stakeholder Engagement element of the study. A review of comments made to the team during

the stakeholder engagement elements of the study have been included in the appendices of this

document. Figure 16 outlines the options tested under our 4 primary scenarios.
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5.3 Scenario Options

The primary aim of a scenario is to allow the testing of a measured set of market circumstances,
which might include vehicle number, and license ‘type’, illustrated in figure 18, above. In addition
to the ‘type’ of license issued, a significant discussion has been presented in terms of accessibility
in the Toronto taxi market. Accessibility relates to the ability of a taxi, or other vehicle, to provide
access to individuals with a variety of disabilities. Many vehicle manufacturers and converters have
concentrated on the carriage of wheelchairs, being immediately visible and requiring identification
of pnysical space. This should not reduce the need to consider the needs of passengers and

intending passengers with other forms of disability.

The role that the taxi market plays in the carriage of individuals with accessibility requirements can
differ significantly by country, prevailing legislation, and current “best practice”. The current
Toronto taxi market plays a small role in the provision of accessible transportation, both alongside
and under contract to bus based accessible services. An Accessible Taxicab Owner’s license (W
Plate) is issued to individuals on the driver’s list, who can demonstrate they are able to deliver full-
time, exclusive service to persons with disabilities. Proof of such full-time work includes contracts
with individuals and institutions, including TTC WheelTrans. These contracts may be arranged
independently or through brokerages. A small number of current W plates are held by brokerages

themselves, specifically to fulfil service contract with WheelTrans.

The current approach to taxi accessibility in Toronto reflects common practice in many Canadian
cities but differs significantly from other cities and locations where accessible vehicles are either
fully integrated or largely integrated in to the taxi fleet. We have developed an additional test
within each of the scenarios set out in figure 16, to allow for the impacts of changes to vehicle
accessibility to be tested. A description of these tests is set out in section 6, and may be
summarised to include tests that demonstrate the impacts of a fully accessible fleet, where all
vehicles are required to be made accessible; and a partially accessible fleet, where a proportion of
the fleet is required to be made accessible. The test extends to measure the proportion that would
be required to achieve a similar level of service for passengers requiring accessible vehicles in

comparison to all users.
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Appendix 4 - Stakeholder Engagement Participants

Dispatch Companies
Beck Taxi

Diamond

Royal

Taxi Driver Groups

iTaxi Workers Association
W Plate Drivers

Gerry Manley

John Duffy

Jafar Mirsalari

Louis Seta

Taxi Drivers Coalition

Accessible Taxi Fleets (Wheel Trans Contract)
Co-Op
Royal

Transit Providers
Wheel Trans

PV and Limo Licensees
Wheelchair Accessible Transit

App Companies
Hailo
Uber

Disability Stakeholders
Disability Issues Committee (Transportation Subcommittee)
Oliver Ramaker

Tourism/Busin¢ 5 Groups

Toronto Economic Development
Liberty Village BIA

89
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