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1. CALL TO ORDER

2. APPROVAL OF AGENDA

3. DECLARATION OF CONFLICT OF INTEREST

4, MINUTES OF PREVIOUS MEETING — Nil.

5. PRESENTATIONS — Nil.

6. DEPUTATIONS —Nil.

7. MATTERS TO BE CONSIDERED

7.1. Proposed Transportation Network Company Pilot Project

Corporate Report dated June 8, 2016 from the Commissioner of Transportation and
Works entitled, “Proposed Transportation Network Company Pilot Project”.

**Please note: In an effort to reduce corporate waste, the large appendices to the
Report will only be available online.

8. INFORMATION ITEMS

8.1. Resolution 0096-2016

8.2. Correspondence to the Pilot Program Committee
9. OTHER BUSINESS

10. DATE OF NEXT MEETING - To be determined.

11. ADJOURNMENT
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City of Mississauga
Corporate Report

X

MISSISSAUGa

Date: 2016/06/08

To:  Chair and Members of Public Vehicle Pilot Program
Committee

From: Geoff Wright, P. Eng, MBA, Commissioner of
Transportation and Works

Originator’s files:

Meeting date:
2016/06/13

Subject

Proposed Transportation Network Company Pilot Project

Recommendation

That the Chair and Members of the Public Vehicle Pilot Program Committee provide direction to
staff on the parameters for the implementation of the transportation network company pilot
program based on the information provided in the report from the Commissioner of
Transportation and Works, dated June 8, 2016 and entitled “Proposed Transportation Network

Company Pilot Project”.

Report Highlights

¢ At its meeting of May 25, 2016 Council approved the implementation of a transportation

network company (TNC) pilot project.

¢ Staff engaged the services of Windels Marx Lane & Mittendorf, LLP, to perform research
outlining how jurisdictions have implemented TNC pilot projects, including the parameters
of the project, metrics/measures used to document the impact of TNCs, as well as the
timing and scope of the pilot projects. Further, Windels Marx Lane & Mittendorf, LLP were
engaged to assist staff in developing possible pilot project options to test the introduction

of TNCs in the Mississauga public vehicle marketplace.

e The consultant’s report searched 30 of the largest cities in Canada and found that while
these jurisdictions are dealing with TNCs in different ways, none of them have
implemented a TNC pilot program. The consultant’s report provides TNC pilot program-
related information including the “History of TNCs in the Jurisdiction”, “Description of Pilot
Program’, “Findings” and “Action as a Result of the Pilot Program” for the following cities
in the United States where TNC pilot programs have been launched: Portland, Oregon;
San Antonio, Texas; Birmingham, Alabama; Port of Seattle Commission (Seattle-Tacoma
International Airport); General Mitchell International Airport (Milwaukee, Wisconsin); Port
of Oakland (Oakland International Airport); Seminole County, Florida; Evesham Township,
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[ New Jersey; Macomb County, Michigan; and, Gainesville, Florida.

e The consultant’s study introduced three different types of pilot programs that could be

implemented based on the results of their study: “General pilot programs”, “Pilot Programs
to address needs of the municipality” and “Enact Law with Sunset provisions”.

The industry (traditional taxi and limousine industries, and TNC industry) and citizen
representatives on the Public Vehicle Pilot Program Committee were requested to provide
a written response by noon on June 6, 2015 summarizing their position on the TNC pilot
project in terms of what the extent and nature of the pilot should be, the parameters of the
pilot and what should be measured to assess the impact of the pilot. Input was received
from the traditional taxi and limousine industries, and citizen representatives on the Public
Vehicle Pilot Program Committee summarizing their position on the TNC pilot project.

Parameters of a preferred pilot program are outlined in the report in accordance with the
following proposed principles for a TNC pilot program: the TNC pilot program should test
the feasibility of traditional ride-sharing services regulated using the ride-sharing service
friendly, self-regulation model; the TNC pilot program should be implemented in a manner
that has minimal impact on the traditional taxi and limousine industries; data on trip origin
and destination should be collected from the traditional taxi and limousine industries, and
TNCs, by service, in addition to data on trip volumes and response times; and, the costto
implement, monitor and assess the TNC pilot project should be recovered through user
fees.

Background

At its meeting of May 25, 2016 Council approved the following recommendation:

“Resolution No.: 0096-2016

Now therefore be it resolved that a committee be created with the aim of developing a
terms of reference for a limited one-year pilot program to allow Transport Network
Companies (TNCs) to operate in Mississauga to determine how TNCs can operate
within the Mississauga marketplace and under Council regulation; and

Be it further resolved that this committee be comprised of two councillors, one being the
Chair of the Public Vehicle Advisory Committee (PVAC), and the Mayor as ex officio,
and one of each of the following: a citizen representative, a taxi cab industry
representative, and a representative from the TNC sector; and

Be it further resolved that this Committee will work with enforcement staff to develop a
report with recommendations on the framework as soon as possible and no later than
June 29, 2016 General Committee meeting; and
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Be it further resolved that Councillor Starr and Councillor Ras be appointed to the
Committee and;

That a representative be appointed by the Tax Industry and TNCs by Monday, May 30,
2016 and if not the Committee will proceed;

That staff be directed to contact the citizen representatives on PVAC to confirm one
representative to sit on the Committee.”

The purpose of this report is to provide information to the Public Vehicle Pilot Program
Committee on possible parameters for the implementation of a TNC pilot program.

Comments
Consultant’s Study of TNC Pilot Programs:

Staff engaged the services of Windels Marx Lane & Mittendorf, LLP, to perform research
outlining how jurisdictions have implemented TNC pilot projects, including the parameters of the
project, metrics/measures used to document the impact of TNCs, as well as the timing and
scope of the pilot projects. Further, Windels Marx Lane & Mittendorf, LLP were engaged to
assist staffin developing possible pilot project options to test the introduction of TNCs in the
Mississauga public vehicle marketplace. This new scope of services is further to previous work
performed by Windels Marx Lane & Mittendorf, LLP for the City on the regulation of TNCs,
including their report, dated February 2, 2016 and entitled “Study of Regulations for
Transportation Network Companies (TNCs) Final Report” that was included as Appendix 3 in
the report from the Commissioner of Transportation and Works, dated February 11, 2016 and
entitled “Regulation of Transportation Network Companies”, which was considered by Council
on March 9, 2016 and resulted in the following recommendation:

“GC-0130-2016

WHEREAS Transportation Network Companies (“TNC”), such as UBER, have
developed online enabled platforms (Apps) through the use of cell phones which
connect passengers with drivers in order to transport the passengers for a fee;

AND WHEREAS UBER is operating within the City of Mississauga connecting
passengers with drivers;

WHEREAS Uber and Uber drivers are currently operating within the City of Mississauga
as a taxi broker and taxi driver respectively using names like UBER X, UBER XL and
UBER SELECT App (‘UBER X APP’) without being licensed according to the City’s
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Public Vehicle Licensing By-law 420-04, as amended and as such are operating contrary
to the requirements of the By-law;

AND WHEREAS General Committee is concerned that Uber and Uber drivers will
continue to contravene the City's Public Vehicle Licensing By-law as General Committee
considers the regulation of transportation network companies (“TNC’) including any
possible amendments to the Public Vehicle Licensing By-law;

NOW THEREFORE BE IT RESOLVED:

1. THAT the Director of Enforcement be directed to send correspondence to Uber
(including all related companies that in any way participate in the operation of Uber in
the City of Mississauga) and any other TNC operating in the City, directing them to
suspend operation within the City of Mississauga and for Uber to advise any drivers
using the Uber App in the City of Mississauga that the Uber App will no longer be
available for use in Mississauga until any enabling amendments to the Public Vehicle
Licensing By-law are made;

2. That City staff continue to enforce the By-law and charge all drivers.

3. THAT the City of Mississauga send out a communication that Uber drivers or drivers
for other TNCs in the City of Mississauga cease operating in the City of Mississauga
until any enabling amendments to the Public Vehicle Licensing By-law are made;

4. THAT the City Solicitor be requested to report back to General Committee at a later
date providing an update on the prosecution of Uber related charges under the City’s
Public Vehicle Licensing By-law;

5. THAT the Federal and Provincial government be requested to undertake legislative
changes to regulate TNCs to ensure that TNCs are regulated consistently across
municipalities in Ontario;

6. That PVAC holds an open education session with no further delegations to review all
reports, materials and presentations available on the Uber/Taxi issue and makes its
recommendations to Council.”

A copy of the report from Windels Marz Lane & Mittendorf, LLP, dated June 6, 2016 and entitled
“Study of Pilot Programs for Transportation Network Companies (“TNCs”) Final Report” is
attached to this report as Appendix 1.

The consultant’s report investigated how other jurisdictions have implemented TNC pilot
programs. Further, the consultant’s report searched 30 of the largest cities in Canada and
found that while these jurisdictions are dealing with TNCs in different ways, none of them have
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implemented a TNC pilot program. There are some TNC pilot programs operating in the United
States. The consultant’s report provides TNC pilot program-related information including the
“History of TNCs in the Jurisdiction’, “Description of Pilot Program’, “Findings” and “Action as a
Result of the Pilot Program” for the following cities in the United States where TNC pilot
programs have been launched:

e Portland, Oregon;

e San Antonio, Texas;

e Birmingham, Alabama;

e Port of Seattle Commission (Seattle-Tacoma International Airport);
e General Mitchell International Airport (Milwaukee, Wisconsin);

e Port of Oakland (Oakland International Airport);

e Seminole County, Florida;

e Evesham Township, New Jersey;

e Macomb County, Michigan; and,

e Gainesville, Florida.

The consultant’s study introduced three different types of pilot programs that could be
introduced based on the results of their study: “General pilot programs’, “Pilot Programs to
address needs of the municipality” and “Enact Law with Sunset provisions”. Further information
on the three types of programs introduced by the consultant as quoted directly from their report
is noted below:

“General pilot programs

These pilots, instituted in Portland, Oregon and San Antonio, Texas came closest to the
prototypical pilot program. Both municipalities set time limits on the programs and
required participants to enter into agreements with the municipalities. The agreements
also outline the requirements of the program, including insurance requirements,
mandated background checks, and accessibility requirements.

Under a general pilot program, the City of Mississauga can subject TNCs to limits and
requirements necessary to allow TNCs to enter the market while mitigating congestion.
For example, the City of Mississauga can set the length of the pilot program, as the City
of San Antonio has done. The City of Mississauga can also set a limit on the vehicle
age, as the City of Birmingham has done. In addition, other variables that the City of
Mississauga can regulate include, but are not limited to, the number of vehicles that
TNCs can operate at any time, the times when TNCs are allowed or are not allowed to
operate during the day, and the areas where TNCs may or may operate.

The pilot programs discussed require TNCs to share data with regulators. The
municipalities will use the data from the pilot to decide whether to institute permanent
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rules and laws. The City of Mississauga should specify in its agreement the data that is
required to be shared and when it must be given to the City. Many times, TNCs have
opposed providing trip data to regulators, arguing that the information is a trade secret,
however the City needs data to create policy. Thorough data ensures that any
permanent rules or laws will be based on facts, rather than anecdotal evidence.

Furthermore, during the course of the pilot program, the City of Mississauga should also
be gathering its own data on the effect of TNCs. This includes measuring the effect of
TNCs on the taxi and for-hire vehicle market, wait times experienced by passengers for
TNCs as well as passengers for taxicabs, and rider reactions to the TNCs.

Pilot Programs to address needs of the municipality

Many of the pilot programs were instituted to address gaps in the transportation network
or FHV service. There were several pilots at airports where the airports likely
established the pilot programs to address transportation shortages at the airports. Other
jurisdictions have instituted pilot programs where they use TNCs to fill gaps in their
transportation networks, or to try to reduce DUI. These municipalities are even
subsidizing rides in TNCs to try to fulfill a need of the municipality. Under this type of
program, the pilot agreement would have to limit where the TNCs may operate.

This may be an attractive option for Mississauga. A prior report on taxi service
conducted by Hara Associates’ found that while Mississauga has good taxi service,
there are areas of the City near the airport where taxi service can be improved. The
report concluded that there is some room to slightly increase the taxi fleet to address this
slower service. A pilot can be instituted in the area near the airport to allow TNCs to try
to address the slower service issue.

The City of Mississauga can also use this type of pilot to address other types of gaps in
service. For example, the City of Mississauga can increase service for people with
disabilities by requiring TNCs to provide wheelchair accessible service. This would be
similar to City of Portland’s approach, which required TNCs to provide a wheelchair
accessible service option.

Alternatively, the City of Mississauga can create an alternative-fuel or high mileage pilot
program for TNCs to further promote its goal of a clean and healthy natural environment
that it has actively pursued under its Living Green Master Plan started in 2012. Under
this type of pilot program, the City of Mississauga may allow TNCs to operate if the
TNCs operate clean air, hybrid, or electric vehicles. This is similar to the Port of Seattle
Commission’s pilot program, which required all TNC vehicles to either have 47 miles per

! “City of Mississauga, Taxi Plate Issuance ModelReview,” by Hara Associates Incorporated, dated October 7,
2015.
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gallon mileage or to follow Seattle Port Commission’s Environmental Key Performance
Indicator standards of 45 miles per gallon and 7% reduction in deadheading.

Enact Law with Sunset provisions

While enacting a law with a sunset provision to collect data is not a true pilot program, it
has many characteristics of a pilot. One U.S. City, Birmingham, Alabama addressed the
issue of TNCs by enacting ordinances with a six month sunset clause. This allows the
City to review the data from the six month period and decide if they want to make any
amendments to their TNC laws. This may be an option if the legislature of the City is
under pressure to address the TNC issue, but does not have enough information to draft
a comprehensive law. Doing it this way allows legislators to tell their constituents that
they passed a law, but it also provides regulators the data they need to help amend the
law to fit the findings.”

Stakeholder Input:

On May 31, 2016 the industry (traditional taxi and limousine industries, TNC industry) and
citizen representatives on the Public Vehicle Pilot Program Committee were requested to
provide a written response by noon on June 6, 2015 summarizing their position on the TNC pilot
project in terms of what the extent and nature of the pilot should be, the parameters of the pilot
and what should be measured to assess the impact of the pilot. Appendix 2 provides copies of
email correspondence from the Director of Enforcement, dated May 31, 2016, which was sent to
the industry and citizen representatives on the Public Vehicle Pilot Program Committee
requesting information on the TNC pilot project.

Mr. Mark Sexsmith, the traditional taxi and limousine industry representative, and Mr. Al
Cormier, the Public Vehicle Advisory Committee citizen representative, on the Public Vehicle
Pilot Program Committee provided responses by the deadline. A copy of their responses is
attached as Appendices 3 and 4, respectively.

Mr. Chris Schafer, the TNC representative on the Public Vehicle Pilot Program Committee,
indicated in email correspondence dated May 31 and June 1, 2016 that he was unable to
respond with comments by the deadline and also by a revised, extended deadline. A copy of
the email correspondence between Mr. Schafer and the Director of Enforcement on this matter
is attached as Appendix 5.

Staff have not interpreted the input received from Mr. Sexsmith or Mr. Cormier for fear of
miscommunicating their respective positions on this important matter. The Public Vehicle Pilot
Program Committee may wish to have the respective industry and citizen representatives speak
to their submissions atthe Committee’s meeting of June 13, 2016.

Preferred Option for TNC Pilot Project:
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In staff’'s opinion, by its nature a pilot is a contained experiment to test the impact of a change in
a controlled environment in a manner in which the impact of the change can be measured, and
before any changes are implemented on a more permanent basis. With that in mind and in light
of the findings of the consultant, as well as the stakeholder input received to date, staff propose
the following principles for the TNC pilot program:

e The TNC pilot program should address the needs of the municipality in terms of more
responsive service near the airport (Malton Community) and better accessible service in
the city.

e The TNC pilot program should test the feasibility of traditional ride-sharing services
regulated using the ride-sharing service friendly, self-regulation model.

e The TNC pilot program should be implemented in a manner that has minimal impact on
the traditional taxi and limousine industries.

e Data on trip origin and destination should be collected, from the traditional taxi and
limousine industries and TNCs, by service, in addition to data on trip volumes and
response times.

e The costto implement, monitor and assess the TNC pilot project should be recovered
through user fees.

As a result, staff recommend the pilot program be implemented as follows:

e TNCs be required to enter into an agreement with the City outlining the requirements of
the pilot in terms of licensing requirements and training; operating conditions; fleet size
restrictions; rate setting; vehicles/markings; and, data submission requirements for trip
origin and destination, trip volumes and response times, by service.

e The TNC pilot program be implemented on a one-year trial basis for TNC ride-sharing
services.

e The TNC itself will be required to obtain a TNC pilot project licence, which will include a
one-time licensing fee, fee per registered TNC pilot program driver and per trip fees for
trips originating in Mississauga. TNC drivers participating in the pilot will not be licensed
by the municipality. Trips originating in Malton and trips offered by accessible TNC
vehicles will be exempt from per trip fees.

e Licence requirements for TNC drivers participating in the TNC pilot will be the same as
for taxi and limousine drivers, for screening, criminal record searches, driver abstract
requirements, etc. Insurance requirements will be equivalent to taxis and limousines,
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while TNC drivers are operating as a ride-sharing service. TNC drivers participating in
the pilot will be required to have a valid GST/HST registration number.

e The TNC itself will regulate its drivers to municipal standards. The municipality will audit
the TNC for compliance.

e TNC driver training will be approved by the municipality, provided by the TNC itself and
subject to municipal audit for compliance.

e TNC vehicles participating in the pilot must use an App, which calculates a fare based
on distance travelled. Apps must provide information to both the driver and passenger
about one another. Through the App, TNCs can choose to charge any rate and change
this rate whenever they choose. The rate must be clear and transparent to the
customer. TNC drivers will not be permitted to accept street hails under any conditions.

e There will be a maximum of 47 TNC drivers and vehicles participating in the TNC pilot
for regular service vehicles. A minimum of 10 of the vehicles participating in the pilot
must be fully accessible vehicles. (At the time of writing this report there are 47
traditional taxicab plates inactive. Further, the Hara report referenced in the Windels
Marx Lane & Mittendorf, LLP report entitled “Study of Pilot Programs for Transportation
Network Companies (“TNCs”) Final Report” indicated that 21% of Mississauga’s public
vehicle service should be fully accessible to achieve reasonably comparable service,
excluding accessible vehicles contracted to TransHelp).

¢ No identifying markings will be allowed on TNC vehicles participating in the TNC pilot
except for a small decal required for enforcement purposes to identify approved TNC
vehicles. On introduction into service and every six months thereafter, TNC drivers must
submitto the TNC a record of inspection for the motor vehicle that meets or exceeds the
requirements of the Ministry of Transportation. TNC regular vehicles must seat four
passengers, including the driver, and must be 10 years old or newer. TNC accessible
vehicles must be vehicles modified or constructed to permit the loading, unloading and
transporting of individuals confined to wheelchairs or similar devices to assist persons
with disabilities in accordance with both federal and provincial legislation. TNC
accessible vehicles must be seven years old or newer. The TNC itself will regulate its
driver vehicles to municipal standards. The municipality will audit the TNC for
compliance.

Financial Impact

The cost to implement, monitor and assess the TNC pilot project will be recovered through user
fees.
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Conclusion

At its meeting of May 25, 2016 Council approved the implementation of a TNC pilot project.
This report presents the findings of the consultant’s study of TNC pilot programs; input received
from the traditional taxi and limousine industries, and citizen representatives on the Public
Vehicle Pilot Program Committee summarizing their position on the TNC pilot project; and,
staff's preferred option for a TNC pilot project.

Attachments

Appendix 1:

Appendix 2:

Appendix 3:
Appendix 4:

Appendix 5:

Report from Windels Marx Lane & Mittendorf, LLP dated June 6, 2016 and
entitled “Study of Pilot Programs for Transportation Network Companies
(“TNCs”)”

Emails from the Director of Enforcement, dated May 31, 2016 to the industry and
citizen representatives on the Public Vehicle Pilot Program Committee requesting
information on the TNC pilot project

Email response and attachment from Mr. Mark Sexsmith, dated June 4, 2016
and entitled “TNC Panel”

Email response and attachment from Mr. Al Cormier, dated June 5, 2016 and
entitled “RE: Public Vehicle Pilot Program Committee”

Various email correspondence between Mr. Chris Schafer and Mr. Mickey Frost,
dated May 31 and June 1, 2016 and entitled “RE: Public Vehicle Pilot Program
Committee”

flug

Geoff Wright, P. Eng, MBA, Commissioner of Transportation and Works

Prepared by:

Mickey Frost, HBA;,CPA, CGA;MPA, Director of Enforcement
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TNC Pilot Programs

Introduction

In the last few years, one of the biggest changes to the for-hire vehicle industry has been the
growth of Transportation Network Companies ([TNCs[) that connect riders to drivers who use their
private vehicles for compensation. Although these transactions would appear to be regulated by local
laws governing for-hire vehicle service, TNCs have argued that they are providing a unique type of
service that falls outside of traditional for-hire vehicle laws. TNCs have said that they are not
transportation companies at all, but are technology companies.

One characteristic of many TNCs is that they consider themselves disrupters. Their typical
business model involves entering a jurisdiction and operating without obtaining proper licenses or
following existing regulations. Many TNCs will continue to operate outside the law until they are
challenged by local regulators or law enforcement. The actions of many TNCs have created dilemmas
for regulators who are sworn to enforce laws that are meant to protect public safety. However, in
many jurisdictions, TNCs have become popular because of a perceived lack of service from existing
for-hire vehicle services.

The growth of TNCs and their popularity has caused some regulators to develop rules and
regulations to address the new entities. Some jurisdictions have enacted laws and regulations which
treat the TNCs differently from existing for-hire vehicles, allowing them to operate under more lenient
laws and rules, while some have required TNCs to operate under existing laws that apply to all for-hire
vehicles.

Some jurisdictions have taken a more measured approach and are opting instead to institute
pilot programs. Many of these jurisdictions have provisions in their laws to operate pilot programs to
test new technology. Pilot program rules usually apply to new technologies where there are no
existing rules or laws governing them. Pilots often require the suspension of certain rules that would
make the new technology illegal. Pilots are for a defined duration, usually a year, to allow the local
regulators to collect data so that they can decide whether it is worthwhile to pursue permanent laws
and rules to regulate the new technology.

We understand that the City of Mississauga is interested in exploring how other jurisdictions
have implemented TNC pilot programs, so we focused our search initially on other major Canadian
cities. We searched for the status of TNCs in the 30 largest Canadian cities by population and found
that while these jurisdictions are dealing with TNCs in different ways, none of them involved allowing
TNCs to operate under a pilot program.

{11215238:6} 2
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Some jurisdictions, such those in Ottawa, have already passed regulations for TNCs after
multiple city council meetings and hearings'. Other jurisdictions, such as Calgary and Edmonton in the
Alberta province have also passed regulations that led to TNCs pausing operations’. Many
jurisdictions, including those in the provinces of Ontario, British Columbia, and Saskatchewan, are still
in the stages of reviewing existing taxi laws and holding meetings and public hearings. The only
exception is the province of Quebec, where regulators are currently negotiating terms with Uber and a
type of pilot program with temporary permits program are among the options that have been
discussed”.

There are some TNC pilot programs operating in the United States, which range from general
pilot programs to specialized pilot programs at the airport. Some US cities have used pilot programs to
plug gaps in their transportation networks, such as subsidizing TNC trips to address inadequate public
transportation options. One municipality has used TNCs to try to reduce the instances of DUI by
subsidizing TNC rides from bars. Although adopting a pilot program would seem to be easier than
enacting legislation, one US city, Birmingham, Alabama adopted ordinances governing TNCs, but
included a six month sunset clause to allow it to evaluate the effectiveness of their ordinances and
make determinations about amending them.

We have attached charts for ten jurisdictions describing their pilot programs. Where available,
we have attached copies of the pilot program agreements, ordinances or other documentation. Finally,
we have made some recommendations about types of pilot programs that Mississauga may consider
implementing.

! http://www.cbc.ca/news/canada/toronto/new-uber-rules-1.3566298.
2 http://www.cbc.ca/news/canada/edmonton/uber-suspends-operations-in-edmonton-over-insurance-delay-1.3469425.
3 http://globalnews.ca/news/2726410/quebec-transport-minister-wont-back-down-on-essential-items-in-uber-legislation/.
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Portland, Oregon

In December 2014, Uber contacted Portland and expressed interest in
bringing their service into the city. Portland requested a delay in order to
review and update their existing taxi regulations. Mayor Charlie Hales
appointed a "Private For-Hire Innovation Task Force" in December to
consider a TNC program. Uber soon surrounded Portland by launching
operations in Portland sl suburbs and neighboring areas in Washington. Near
the end of December 2014, Uber launched in Portland without the approval
of the city government. Portland sued Uber for their illegal operations.
However, in April 2015, Portland proposed a 120-day TNC pilot program in
the city. The pilot program began in June 2015.

History of
TNC:s in the
Jurisdiction *

The pilot program was divided into two phases. Phase 1 was the 120-day
pilot program that temporarily legalized TNCs in Portland. During Phase 2,
the city assessed market data from the pilot program and solicited public
input in order to reach a permanent decision.

As part of Phase 1, the city lifted existing caps on taxi fares. Both taxis and
TNCs were now able to set their own fares. Under Phase 1, TNCs were
required to:

Description of | [accommodate the people with disabilities.®
Pilot Program’ | Cprovide a 24-hour service.” “have their drivers complete skills and
knowledge testing as well as safety and customer service training.”®

TNCs must regularly provide a list of their drivers to the Director of the
Portland Bureau of Transportation. The Director must certify that the driver
has met the pilot program's driver requirements before a driver can be
permitted to operate under a TNC platform.’ One of the driver requirements
is that the driver undergoes a local and national criminal background check,
conducted by a third-party provider accredited with the National Association
of Professional Background Screeners.'® The background check must be
conducted by the third-party provider on behalf of the TNC. The TNC must

* See https://www.portlandoregon.gov/transportation/article/526682;
http://www.bizjournals.com/portland/morning_call/2015/04/portland-unveils-details-of-uber-lyft-and-taxi.html.

> See Appendix A (Portland Bureau of Transportation Pilot Program Agreement); Appendix B (Portland Private-For-Hire
Transportation Rules).

% Appendix B, Section 16.40.190.

7 Appendix B, Section 16.40.240.

¥ Appendix B, Section 16.40.270 (D).

? Appendix B, Section 16.40.270 (A).

1% Appendix B, Section 16.40.270 (D).
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send the driver's background check to the Director with its list of drivers in
order to be certified.

The criminal background check must include:''

1. Multi-State/Multi Jurisdiction Criminal Records Locator or other similar
commercial nationwide database with validation (primary source search),
2. All motor vehicle records associated with the applicant driver, and

3. Search of National Sex Offender Registry.

The city also created an insurance program based upon three periods of TNC
operations: '*

[Period 1, when the TNC driver is logged into the TNC application and
waiting for a fare,

[Period 2, when the driver has received a match and is on his way to pick up
the passenger, and

[Period 3, when the passenger is in the vehicle.

During Period 1, TNCs must provide proof of minimum liability limits of
$50,000 per person for death and injury, $100,000 per incident for death and
injury, and $25,000 for property damage.

During Periods 2 and 3, TNCs must provide proof of minimum liability limits
of $1 million in combined single limit coverage for death, personal injury,
and property damage per incident; and $1 million in combined single limit
under/uninsured motorist coverage for death, personal injury, and property
damage per incident.

According to the Portland Bureau of Transportation, within six months, Uber
and Lyft took over 60% of the for-hire transportation market share. Taxi

Findings " ridership in Portland decreased by 16%. Overall, for-hire ridership increased
in Portland by 40%, which suggested there had been a sizeable unmet
demand for the service in the city.

?ggﬁ? (?E :}lle In December 2015, Portland approved permanent rules for TNCs. The

Pilot permanent rules kept. iq place the rules gnder the pilot program, including the

Program14 removal of fare restrictions for both taxis and TNCs.

" Appendix B, Section 16.240.270 (D).
"2 Appendix B, Section 16.40.230.
13 See https://www.portlandoregon.gov/transportation/article/549240.

' See http://www.oregonlive.com/commuting/index.ssf/2015/12/in_narrow_vote_uber_and_lyft g html;

http://www.geekwire.com/2015/portland-passes-permanent-laws-legalize-uber-lyft/.
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7.1-16 APPENDIX 1

San Antonio, Texas

Lyft and Uber arrived in San Antonio in the spring of 2014 and soon faced
resistance from the taxi industry and the San Antonio City Council. In
December 2014, the Council passed an ordinance that required TNC drivers
to pass a background check and pay a driveris/fee. The ordinance also
mandated a $200,000 minimum insurance policy for each TNC vehicle. Even
though the Council eventually removed the insurance requirement, Lyft and
Uber left San Antonio in response to the December ordinance.

History of
TNC:s in the
Jurisdiction®

To try to create an environment where TNCs will operate in San Antonio, in
August 2015, the Council proposed a nine-month TNC pilot program. As of
February 2016, four TNCs (Lyft, Uber, Get Me, and Bid My Ride) had
agreed to participate in the pilot program.

Under the nine-month pilot program:

CTNCs must [obtain and review a criminal research history report[ 'for each
applicant driver before permitting a person to operate under its platform. The
report must be conducted initially and then each year thereafter. The report
must be performed by a third-party provider accredited with the National
Association of Professional Background Screeners. The report must include
Description of | a criminal background check and a review of the national sex offender

Pilot registry. !’

Program'® "Drivers have the option to voluntarily submit a fingerprint identity
verification criminal background check. Prospective passengers then have the
option to choose drivers that have completed this background check.'®

The city collects performance data on ride-share operations in San Antonio
which must be provided by the TNCs. "

[ There is a zero-tolerance policy for drugs, alcohol, harassment, and
discrimination.*

"TNCs and drivers are required to comply with state insurance requirements
for TNC vehicles.?'

15 See http://www.sacurrent.com/Blogs/archives/2015/08/1 1 /heres-everything-you-need-to-know-about-the-pilot-program-
that-would-bring-lyft-back; http://www.sacurrent.com/Blogs/archives/2015/08/07/lyft-agrees-to-come-back-to-san-antonio.
' See Appendix C (San Antonio Agreement).

17 Appendix C, Section 5C.3, page 3.

'8 Appendix C, Section 5A.3, page 2.

" Appendix C, Section 5F, page 5.

2 Appendix C, Section 5C.7, page 3; 5C.8, page 4.

I Appendix C, Section 5D, page 4.
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Vehicles must be inspected before operating.*

" San Antonio has the power to conduct random visual inspections of active
drivers and vehicles.”

[The TNCs must pay San Antonio $1 per airport pick-up.**

" Either party may terminate the agreement with a 30-day notice.”

As of June 1, 2016, the pilot program is still underway. In May and June,
2016, San Antonio will hold two public meetings to discuss the pilot
programs and the future of TNCs. San Antonio has also created an online
survey regarding ride-share usage on their government website:
http://www.sanantonio.gov/SAPD/ProgramsandServices/rideshare.aspx

Findings
The findings from this comprehensive pilot program are still largely
undisclosed. However, in March 2016, a San Antonio City Councilman
revealed that the percentage of TNC drivers who voluntarily completed the
fingerprint background checks was [in the single digits. °

Action as a

Result of the N/A [program still ongoing.

Pilot Program

** Appendix C, Section 5E.2, page 4.

> Appendix C, Section 5H.1, page 6.

** Appendix C, Section 5G.1, page 5.

> Appendix C, Section 6.2, page 6.

%8 http://www.sacurrent.com/sanantonio/few-sa-uber-lyft-drivers-have-completed-voluntary-background-

checks/Content?01d=2512322.
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7.1-18 APPENDIX 1

Birmingham, Alabama

Throughout 2014 and 2015, Uber and Birmingham city officials discussed the
introduction of TNCs into the city. The two parties had difficulty reaching an
agreement on background checks, insurance, and permits. In November,

%ls’g)ry th 2015, the two parties reached an agreement and the Birmingham City Council
Juriscsligzione agreed to consider passing an ordinance regarding TNCs. On December 23,

2015, Birmingham passed a series of ordinances that officially recognized and
regulated TNCs in their jurisdiction. Although these ordinances do not create
a trial program, they contain a sunset provision that requires Birmingham to
review the TNC regulations within six months.

Although not a pilot program, the Birmingham ordinance creates a regulatory
system that will be reviewed in six months, after which the city will reevaluate
their TNC regulations. Under the ordinance:

[ITNC companies must receive a business license from the city.*®

[TNC drivers must receive individual business licenses from the city.
[TNCs may set their own fares.”

Description of | [/TNCs must adopt a policy of non-discrimination on the basis of destination,
Pilot race, color, national origin, religious belief or affiliation, sex, disability, age,
Program”’ sexual orientation, or sexual identity.*

"ITNC companies must themselves conduct, or have a nationally accredited
third-party conduct, a local and national criminal background check on each
applicant driver. The background check must include a [Multi-State/Multi-
Jurisdiction Criminal Records Locator or other similar commercial nationwide
database with validation (primary source search)[ and a review of the
National Sex Offender Public Website.*'

[TNC vehicles must be under ten years old.*

CAll TNC vehicles must undergo inspections.™

*7 See Appendix D (Birmingham TNC Ordinance).

** Appendix D, Ordinance No. 15-183, Section 12-16-171 (a), page 9.

¥ Appendix D, Ordinance No. 15-183, Section 12-16-171 (b), page 9.

3% Appendix D, Ordinance No. 15-183, Section 12-16-171 (i), page 13.

*! Appendix D, Ordinance No. 15-183, Section 12-16-172 (b) (2), page 15.
32 Appendix D, Ordinance No. 15-183, Section 12-16-170 (c), page 8.

33 Appendix D, Ordinance No. 15-183, Section 12-16-170, page 7.
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[ The city may perform random inspections to ensure compliance with the
background checks, inspections, and licensing.**

"Drivers logged into the TNC service and available for a ride must satisfy the
minimum insurance coverage under state law. >

"Drivers performing TNC services must have insurance that provides at least

$1 million for death, bodily injury, and property damage.>®

Findings N/A

Action as a
Result of the N/A
Pilot Program

** Appendix D, Ordinance No. 15-183, Section 12-16-171 (e), page 11.
3% Appendix D, Ordinance No. 15-183, Section 12-16-169, page 4.
3% Appendix D, Ordinance No. 15-183, Section 12-16-169, page 4.
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Port of Seattle Commission (Seattle-Tacoma International Airport)

TNCs began operations in Seattle, Washington in 2013. However, the Port of
Seattle Commission, which operates the Seattle-Tacoma International Airport,

?Tl\?g);}i,nofhe had an exclusive contract with Seattle’s/taxi company. Therefore, TNCs had
Jurisdiction®’ been able to drop off passengers at the airport but could not pick them up.

Uber had operated in the airport for several months despite the exclusive
contract. The Port began a one-year TNC pilot program on March 31, 2016.

Several rules under the pilot program are unique to the airport setting:

CITNC vehicles must wait in a specified staging area of the airport.

" TNCs must pay a one-time fee to the Port. The fee will be $10,000 if the
TNC picks up fewer than 1,000 passengers per month and $100,000 if the
TNC picks up more than 10,000 passengers per month.

[ITNCs must pay a $5 fee to the Port for every airport pick-up. This fee will
increase in several stages if energy requirements (see below) are not met.

Description of | Several other rules under the program include:

Pilot

Program™® "Environmental requirements - TNCs must have an "all-green" fleet (which
requires 47 mpg or greater) or must implement an Environmental Key
Performance Indicator (which requires 45 mpg and a 7% reduction in
"deadheading," which occurs when a driver drops a passenger off at the airport
but returns to the city without a passenger).
" Data collection - The Port will collect specific, individual ridesharing data
from TNC companies.
"Random observations - Port employees will be authorized to make random
periodic observations of TNC vehicles.
CInsurance requirements - All TNC vehicles must have a $1 million insurance
policy in place at all times when on Port property.

Findings N/A [program still ongoing.

Action as a

Result of the | N/A [program still ongoing.

Pilot Program

37 See http://www.geekwire.com/2016/seattle-airport-plans-allow-uber-lyft-pickups-next-week/.
¥ See Appendix E (Port of Seattle Commission TNC Staff Memorandum); http:/www.geekwire.com/2016/seattle-airport-
plans-allow-uber-lyft-pickups-next-week/.
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7.1-21 APPENDIX 1

General Mitchell International Airport
(Milwaukee, Wisconsin)

TNCs operate in Milwaukee, Wisconsin, but had only been able to drop off

Igll\i’g)s}i]nofhe passengers at General Mitchell International Airport. On March 14, 2015, the
Jurisdiction? airport announced a 90-day pilot program allowing TNCs to pick up

passengers at the airport.

The airport pilot program allows TNCs to pick-up passengers in a specific

Description of area of the airport. For each pick-up, the TNC will pay Mitchell International

Pilot 40 Airport a $3 fee. Furthermore, TNCs must comply with any state or local
Program . .
regulations that are already in place.
Findings N/A [program still ongoing.
Action as a
Result of the N/A [program still ongoing.
Pilot Program

3% See http://www.jsonline.com/business/mitchell-airport-may-create-rules-regulations-for-ride-share-services-such-as-
uber-lyft-b9966121321-36798091 1.html; http://fox6now.com/2016/03/15/90-day-pilot-program-uber-lyft-now-permitted-
to-pick-up-passengers-at-mitchell-airport/.

0 See Appendix F (General Mitchell International Airport TNC Agreement Press Release).
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71-22 APPENDIX 1

Port of Oakland (Oakland International Airport)

TNCs operate in Oakland, California but had been unable to pick up
History of passengers at the Oakland International Airport. In July 2015, the Port of
TNCs in the Oakland announced an eight-month pilot program with Lyft, allowing the
Jurisdiction®' | company to pick up passengers at the airport. The Port reached a similar
agreement with Uber two weeks later, in August 2015.

Description of | The Port will monitor TNC usage in the airport to determine whether TNCs

Pilot will become a permanent transportation option in the airport. Specifically, the
Program™* Port will assess the safety of the services and the customer response to TNCs.
Findings N/A [program still ongoing.

Action as a

Result of the | N/A

Pilot Program

4 See http://www.portofoakland.com/press-releases/press-release-444/.
2 http://www.latimes.com/travel/california/la-trb-oakland-uber-lyft-bart-station-201508 18-story.html.
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7.1-23 APPENDIX 1

Seminole County, Florida

TNCs had already operated in the jurisdiction when several cities announced a
History of new, specialized pilot program with Uber. The first was Altamonte Springs,
TNCs in the Florida, which in March 2016 announced a one-year pilot program with Uber.
Jurisdiction®® | Shortly thereafter, several other cities in Seminole County adopted similar one-
year programs.

To address the challenge of insufficient public transportation, the cities will
subsidize Uber rides by paying 20% of any Uber trip that begins and ends
within their city limits and 25% of any Uber trip to and from a train station to
any destination within the cityis/limits. Altamonte Springs expects the program
to cost $500,000, with the city paying $300,000 and several sponsors covering
the remainder.

Description of
Pilot
Program44

Although the program is still ongoing, early reports from Altamonte Springs
Findings suggest that Uber ridership has increased tenfold in the six weeks after the

program began.®
Action as a
Result of the | N/A [program still ongoing.
Pilot Program

43 See http://www.orlandosentinel.com/news/seminole/os-altamonte-springs-uber-transportation-20160304-story.html;
http://www.bizjournals.com/orlando/news/2016/03/21/altamonte-springs-launches-uber-partnership-and.html;
http://www.bizjournals.com/orlando/morning call/2016/05/3-more-seminole-county-cities-ok-uber-pilot.html.

* See Appendix G (Altamonte Springs Uber Press Release).

4 hitp://cities-today.com/five-us-cities-team-up-to-subsidise-uber-fares/.
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7.1-24 APPENDIX 1

Evesham Township, New Jersey

TNC:s already operated in Evesham Township, New Jersey when this

History of specialized pilot program was announced. In 2014, Evesham Township saw a
TNCs in the spike in drunk driving and the local government sought to incorporate TNCs
Jurisdiction into a possible solution. In October 2015, the town announced a pilot program

with Uber to combat drunk driving.

Description of | Under the program, the town will pay a $20 credit towards all Uber rides that
Pilot depart from 19 specified bars within the town. The credit is in place from the
Program™ hours of 9:00pm - 2:00am. The pilot program will last until June 1, 2016.

Since the pilot program began, police have reportedly arrested 83% fewer
Findings Evesham residents departing from liquor-serving establishments. Overall,
there has been a 55% reduction in DUI arrests in the town.*’

Action as a
Result of the | N/A [Iprogram still ongoing.
Pilot Program

* See http://6abc.com/news/uber-evesham-twp-team-up-to-fight-dui/1035010/; https://newsroom.uber.com/us-new-
jersey/working-together-for-safer-streets-in-evesham/.
*7 http://philadelphia.cbslocal.com/2016/01/15/evesham-sees-significant-reduction-in-dui-arrests-following-uber-free-ride-

program/.
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71-25 APPENDIX 1

Macomb County, Michigan

?Il\?g)gnotfhe TNCs had already operated in Macomb County, Michigan when, in June 2015,
Jurisdiction® the County announced a specialized, 60-day pilot program with Uber.

Description of | Under the 60-day pilot program Uber will credit $20 towards every trip to

Pilot Macomb County courthouses by prospective jurors traveling for jury duty. It
Program™ appears to be the first such program in the United States.
Findings N/A
Action as a The County was still promoting the service as of February 2016, though it is
Result of the o .

. not clear whether Uber is still covering the cost of the program.
Pilot Program

8 See http://www.freep.com/story/news/local/michigan/macomb/2015/07/01/macomb-jury-duty-uber-free-ride/29590739/;
http://www.crainsdetroit.com/article/20150630/NEWS01/150639997/macomb-county-jurors-can-get-free-ride-to-court-on-

uber.
* See Appendix H (Macomb County Uber Press Release).
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Gainesville, Florida

History of
TNC:s in the
Jurisdiction™

TNCs had operated in the jurisdiction for several years before this specialized
pilot program was announced. In June, 2015, the city of Gainesville
announced, in collaboration with Uber, ElderCare of Alachua County, and the
Gainesville Area Chamber of Commerce, the "Freedom in Motion" program.
The six-month trial program sought to provide affordable transportation for
senior citizens using Uber.

Description of

Under the program, ElderCare was billed whenever a senior citizen requested
a ride from one of two participating senior citizen communities to one of
several specified locations. Depending on their income, the senior citizen

Pilot Program | might have to pay a $1 to $5 copay. The city of Gainesville contributed
$15,000 to the pilot program. Free technology tutorials were made available to
those who required it.

Findings N/A [program still ongoing.

Action as a

Result of the | In January, 2016, Uber announced that the program had been extended.”’

Pilot Program

59 See http://www.gainesville.com/article/20150903/ARTICLES/150909889?p=1&tc=pg;

http://www.wuft.org/news/2015/09/03/new-program-offers-transportation-to-gainesville-seniors/.

5! hitps://newsroom.uber.com/us-florida/freedom-in-motion/.
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Policy Recommendations

Based upon our analysis of the existing pilot programs, there appear to be three different types
of pilot programs that Mississauga can implement.

General pilot programs

These pilots, instituted in Portland, Oregon and San Antonio, Texas came closest to the
prototypical pilot program. Both municipalities set time limits on the programs and required
participants to enter into agreements with the municipalities. The agreements also outline the
requirements of the program, including insurance requirements, mandated background checks, and
accessibility requirements.

Under a general pilot program, the City of Mississauga can subject TNCs to limits and
requirements necessary to allow TNCs to enter the market while mitigating congestion. For example,
the City of Mississauga can set the length of the pilot program, as the City of San Antonio has done.
The City of Mississauga can also set a limit on the vehicle age, as the City of Birmingham has done.
In addition, other variables that the City of Mississauga can regulate include, but are not limited to, the
number of vehicles that TNCs can operate at any time, the times when TNCs are allowed or are not
allowed to operate during the day, and the areas where TNCs may or may operate.

The pilot programs discussed require TNCs to share data with regulators. The municipalities
will use the data from the pilot to decide whether to institute permanent rules and laws. The City of
Mississauga should specify in its agreement the data that is required to be shared and when it must be
given to the City. Many times, TNCs have opposed providing trip data to regulators, arguing that the
information is a trade secret, however the City needs data to create policy. Thorough data ensures that
any permanent rules or laws will be based on facts, rather than anecdotal evidence.

Furthermore, during the course of the pilot program, the City of Mississauga should also be
gathering its own data on the effect of TNCs. This includes measuring the effect of TNCs on the taxi
and for-hire vehicle market, wait times experienced by passengers for TNCs as well as passengers for
taxicabs, and rider reactions to the TNCs.

Pilot Programs to address needs of the municipality
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Many of the pilot programs were instituted to address gaps in the transportation network or
FHV service. There were several pilots at airports where the airports likely established the pilot
programs to address transportation shortages at the airports. Other jurisdictions have instituted pilot
programs where they use TNCs to fill gaps in their transportation networks, or to try to reduce DUIL
These municipalities are even subsidizing rides in TNCs to try to fulfill a need of the municipality.
Under this type of program, the pilot agreement would have to limit where the TNCs may operate.

This may be an attractive option for Mississauga. A prior report on taxi service conducted by
Hara Associates® found that while Mississauga has good taxi service, there are areas of the City near
the airport where taxi service can be improved. The report concluded that there is some room to
slightly increase the taxi fleet to address this slower service. A pilot can be instituted in the area near
the airport to allow TNCs to try to address the slower service issue.

The City of Mississauga can also use this type of pilot to address other types of gaps in service.
For example, the City of Mississauga can increase service for people with disabilities by requiring
TNCs to provide wheelchair accessible service. This would be similar to City of Portland's approach,
which required TNCs to provide a wheelchair accessible service option.

Alternatively, the City of Mississauga can create an alternative-fuel or high mileage pilot
program for TNCs to further promote its goal of a clean and healthy natural environment that it has
actively pursued under its Living Green Master Plan started in 2012. Under this type of pilot program,
the City of Mississauga may allow TNCs to operate if the TNCs operate clean air, hybrid, or electric
vehicles. This is similar to the Port of Seattle Commission's pilot program, which required all TNC
vehicles to either have 47 miles per gallon mileage or to follow Seattle Port Commission's
Environmental Key Performance Indicator standards of 45 miles per gallon and 7% reduction in
deadheading.

Enact Law with Sunset provisions

While enacting a law with a sunset provision to collect data is not a true pilot program, it has
many characteristics of a pilot. One U.S. City, Birmingham, Alabama addressed the issue of TNCs by
enacting ordinances with a six month sunset clause. This allows the City to review the data from the
six month period and decide if they want to make any amendments to their TNC laws. This may be an
option if the legislature of the City is under pressure to address the TNC issue, but does not have
enough information to draft a comprehensive law. Doing it this way allows legislators to tell their
constituents that they passed a law, but it also provides regulators the data they need to help amend the
law to fit the findings.

52 [City of Mississauga, Taxi Plate Issuance Model Review,[ by Hara Associates Incorporated, dated October 7, 2015.
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List of Appendices
Appendix Al Portland Bureau of Transportation Pilot Program Agreement
Appendix B[] Portland Private-For-Hire Transportation Rules
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Appendix A

Portland Bureau of Transportation Pilot Program Agreement
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7.1-31 APPENDIX 1
CITY OF

PoRTLAND

BlJREAl OF

TRANSPORTATION

Private For-Hire Transportation Innovation Pilot Program:
Transportation Network Service Guiding Regulatory Principles

Introduction and Background

The purpose of the City of Portland’s Private For-Hire Transportation Program (PFHT) is to
provide for the safe, fair and efficient operation of private "for-hire" transportation services. The
City Code defines private for-hire transportation as providing vehicular, horse-drawn carriage or
pedicab transportation for compensation of any kind within the Portland City limits. However, it
does not include transportation provided by a public or governmental entity, or that is regulated
entirely by the state of Oregon or the federal government.

The City of Portland’s private for-hire transportation network is made up of different modes of
private for-hire service with different business models, privileges and regulatory burdens, and
each type of service serves an essential role in the overall city-wide transportation network. The
private for-hire market has significantly changed as consumer demands have evolved and as
Portland experiences population growth anthriving tourism industry. In addition to the
changing demands, an ECONorthwest study found that in 2013, Portland had 7.5 taxis per
10,000 residents in 2013, the second-lowest among 10 cities in the study and 6 of the 10 cities in
the study had taxis available at twice the rate as Portland;

A new model of for-hire transportation has emerged in response to the changing markets and
consumer demand. City Council has defined this new private for-hire transportation model as
“Transportation Network Companies” pursuant to section 16.40.030 of City Code.
Transportation Network Companies (TNC) connect passengers to drivers providing private for-
hire transportation service through an internet based digital or software platform/application.

The City has an interest in ensuring that each type of private for-hire transportation provider
complies with City regulations that protect public health, safety, consumer protection, morals or
general welfare. Transportation Commissioner Steve Novick convened a 12-member,
community PFHT Innovation Task Force (Task Force) to provide guidance and
recommendations on how the City’s PFHT regulatory program should evolve and respond to

new developments in the industry, including the entry of TNCs. The Task Force has met ten
times since January 2015 and has heard from taxi drivers, taxi companies, TNC drivers, TNC
companies and the general public. The Task Force also convened a Listening Session for PFHT
drivers and a Community Forum for the general public.

1120 SW Fifth Avenue, Suite 800 = Portland, OR 97204 = 503-823-5185
FAX 503-823-7576 = TIY 503-823-6868 = www.portlandoregon.gov/lransportation

To ensure equal access, the Portland Bureau of Transportation will make accommodations in full compliance with Title VI of the Civil Rights Act of 1964, the ADA Title II,
and related statutes and regulations in all programs and activities. For accommodations and additional information, and complaints, contact the Title Il and Title VI
Coordinator at Room 1204, 1120 SW Fifth Ave., Portland, OR 97204, or by telephone 503-823-5185, City TTY 503-823-6868, or use Oregon Relay Service: 711.
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On April 9, 2015, the Task Force made recommendations to City Council with a phased
approach to updating private for-hire regulations, with Phase 1 to include a 120-day pilot
program, during which time TNC permits would be made available, regulations for taxi
companies would be modified and market data will be collected and analyzed. While Phase 1 is
in operation, the Task Force will continue to meet, assess market data and solicit public input
that will inform recommendations all of the City’s PFHT rules. The Task Force’s final report

is expected in July 2015 with regulatory recommendations for all modes of for-hire
transportation.

Interim Administrative Rule Authority and Justification

The City of Portland has a responsibility to ensure the safety and reliability of vehicles for-hire
as a matter of public concern and has the authority, delegated by ORS 221.495, to license,
control and regulate privately owned vehicles for hire operating within the City of Portland. In
addition, the Portland Bureau of Transportation Director has the authority pursuant to PCC
16.40.520 J to authorize interim administrative rules that could be effective for not more than
120 days.

16.40.520 Administrative Rule Authority and Process

J. “Notwithstanding Subsections 16.40.520 C. and D., the Director may adopt an
interim rule without prior public notice or Board action upon a finding that a failure
to act promptly will likely result in prejudice to the public interest or the interest of
the affected parties. If the Director adopts a rule under this Subsection, the Director
must state the specific reason for such prejudice. Any interim rule adopted pursuant
to this Subsection is effective for a period of not longer than 120 days.”

While the Task Force will continue to meet and develop recommendations for a final program
(Phase 2), this Interim Rule is necessary to implement the Task Force recommendations in order
to ensure public safety and consumer protections in light of the evolving private for-hire
transportation landscape. Phas@nterim Rule) will allow Transportation Network Companies

to operate in the City of Portland, and create parity where possible between the Taxi Companies
and the Transportation Network Companies in order to avoid any prejudice to the interests of
affected parties.

The Interim Rule is necessary to provide sufficient private for-hire supply to meet currently
unmet public and accessible ride service demand. The Phase 1 Interim Rule will allow the City
to gather critical data in an effort to improve all aspects of the private for-hire regulations and the
city’s transportation network.

Implementation of Pilot Program

Pursuant to PCC 16.40.520 Administrative Rule Authority and Process, the Bureau of
Transportation Director will authorize Interim Administrative Rules consistent with the Guiding
Principles outlined in this document. The term of the interim administrative rules will be for 120
days and will be considered ttilot Prograri.

Transportation Network Service Guiding Regulatory Principles 2|Page
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Guiding Principles

SAFETY AND SERVICE PRINCIPLES

1. TNCs will be required to certify compliance with City requirements for a
vehicle to be certified as a permitted transportation network vehicle.

Theterm of any certified TNC Vehicle will not exceed the authority of the interim
administrative rule and is subject to Certification Requirements.

Applications for TNC Vehicle permit will be made directly to an affiliated TNC. The
TNC will certify to the Administrator, pursuant to Certification Requirements, that the
vehicle meets all requirements before the vehicle may be put into service as a TNC
Vehicle.

All TNC Vehicles will maintain, at all times, a vehicle registration, licensing and
insurance as required by the State of Oregon or the state in which such vehicle is
registered.

No vehicle older than 10 years, based on the model year, will be allowed to operate as a
TNC Vehicle. The age of a vehicle is determined by the manufacturer’s model year,
regardless of when the vehicle was purchased or put into service as a TNC Vehicle.

Each TNC Vehicle must pass a standardized vehicle safety test as performed by either a
Master Mechanic certified by the National Institute for Automotive Service Excellence
(ASE) or by an ASE Blue Seal Recognized Shop if the vehicle

o is more than one year old, based on model year, or
o has 10,000 miles or more on its odometer, or
o has the “check engine” light illuminated, regardless of model year or mileage.

The ASE Master Mechanic or ASE Blue Seal Shop will then issue to the applicant a
“Safety Certificate” stating that the vehicle passed the required safety inspection.

Each TNC Vehicle will be kept clean, kept in good appearance and good repair, be
properly equipped, including but not limited to carrying a hands-free accessory for
mobile devises, a standard first aid kit, kept in a safe condition; and equipped with all
pollution control equipment originally installed by the manufacturer. TNC vehicles
should be required to be equipped with fire extinguisher no later than 60 days into the
pilot program. In addition, the use of tobacco products will be prohibited in any TNC
Vehicle.

Transportation Network Service Guiding Regulatory Principles 3|Page
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TNC Vehicles will follow operating requirements and prohibitions.

TNC Trade Dress signage will be required for each TNC Vehicle in operation. Such
signage will be clearly visible during all times a TNC Vehicle is operating.

Secure, digital records with contact information from drivers and riders shall be
maintained by the TNC. Such records shall provide a verifiable way to identify drivers
and riders. TNCs own the digital records and are responsible for their maintenance and
the records produced by them. If a Portland Police Bureau Officer requests access to any
record to assist in the investigation of any crime, the TNC must provide access thereto
within 24 hours.

In determining whether a vehicle meets the vehicle condition requirements, the following
will apply:

o The outside of TNC vehicles will be required to be free of dirt, grease, grime,
glue, tape (such as duct or masking tape), trash, litter or other substance. This
will apply to the vehicle’s paint, upholstery, windows, floorboard and integrated
parts of the vehicle’s body.

o Good appearance and good repair includes no missing nor makeshift parts for
vehicles, including but not limited to, fenders, hood, trunk lid, doors, door
handles, windows, chrome or rubber strips, wheel covers, upholstery, ashtrays, or
carpeting; and the horn and all lights, turn signals and back-up signals are in good
working order; and, the vehicle body is free of major damage and broken or
cracked equipment, including but not limited to, windows, lights, light covers, top
light and reflectors.

o Properly equipped will include having properly functioning windshield wipers,
windshield washers, interior/dome lights, heating/air conditioning systems,
odometer, speedometer and mufflers, tail pipes or other exhaust components that
prevent unnecessary noise and smoke emissions. All equipment and devices must
be maintained in good working omde

o Safe condition will require that the vehicle is in compliance with the standards
contained in ORS Title 59, Oregon Vehicle Code, Chapters 801 through 823.

Transferring certification of a permitted TNC Vehicle will be prohibited.
A copy of the vehicle’s registration and proof of insurance must be kept in every TNC

Vehicle. In addition, the City will require proof of TNC insurance and proof of a TNC
Driver’s business license number be kept in every TNC Vehicle.

Transportation Network Service Guiding Regulatory Principles 4|Page
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3. TNCswill be required to certify driver background checks and other driver-
related information.

e TNCswill be responsible for certifying all affiliated transportation network drivers in
accordance to City requirements and subject to Certification Requirements. Upon
certification of such requirements, the TNC will be required to submit to the City active
TNC driver information to certify permitted drivers. .

The term of any TNC Driver Permit ivbe consistent with the term of the interim
administrative rule.

Applications for TNC Driver permits will be made directly to the affiliated TN®@e
TNC will certify to the Administrator, pursuant to Certification Requirements, that the
driver meets all requirements before the driver may operate as a TNC Driver.

The TNC will be required to conduct a national criminal and driving background checks
through ahird-party provider, accredited by the National Association of Professional
Background Screeners. A TNC Driver will not be certified as a permitted driver if any of
the following conditions exist:

(@]

o

o

The applicant has a felony conviction of any kind in the 10 years preceding the
submission of the application;

The applicant has a felony involving physical harm or attempted physical harm to
a person, regardless of when the conviction occurred;

During the 5-year period preceding the submission of the application, the
applicant has been convicted of any criminal offense involving:

any misdemeanor involving theft, robbery, burglary, assault, sex crimes, drugs,
prostitution, or weapons; or

any traffic crime, including but not limited to: driving under the influence of
intoxicants, reckless driving, attempt to elude a police officer, or leaving the scene
of an injury accident;

During the 5-year period preceding the submission of the initial application, the
applicant had greater than 10 traffic infractions as defined in ORS 801.557;
greater than five serious traffic violations as defined in ORS 801.477; greater than
five motor vehicle accidents that are required to be reported to the Oregon
Department of Motor Vehicles pursuant to ORS 811.720; or, greater than five of
any combination of serious traffic violations or motor vehicle accidents as
provided above;

During the 10-year period preceding the filing of the initial application, the
applicant’s driving privileges were suspended or revoked by any governing
jurisdiction as a result of a driving-related incident;

The applicant has more than two traffic violations or infractions of any kind

within the previous 12 months from the date of the application;

The applicant has more than four infractions of any kind within the previous 12
months from the date of the application;

The applicant does not have at least 2 years” worth of continuous driving

experience in a United States jurisdiction immediately prior to the date of the
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application’s submission;
o The applicant is less than 21 years old; or
o The applicant is unable to obtain car insurance for any reason.

Driver background checks must include a check of driving records in Oregon and in any
jurisdiction where the applicant was licensed to drive in the last 10 years.

All TNC Drivers working for a TNC must maintain current, valid personal automobile
insurance that meets the State of Oregon requirements.

All TNC Drivers working for a TNC must comply with all provisions of the Business
License Law, Chapter 7.02.

TNC Drivers will be required to complete skills and knowledge testing as well

as safety and customer service training.

TNC Drivers will be required to successfully complete each of the following Bureau
approved tests as administered by the Bureau or a permitted TNC within 4 months of
certification of the driver’s permit:

o Map-reading;

o Relevant City Code provisions and Administrative Rules; and

o Portland-area attractions.

Drivers must successfully complete a Bureau-approved driver safety training program
within 4 months of certification of the driver’s permit. The following driver safety
programs are approved by the Bureau:
o Fifty Five Alive;
o National Traffic Safety Institute classroom program with additional
Passenger/Van module.
o Any driver safety program offered by a TNC that is approved by the
Administrator as being equivalent to those programs listed in this Section.

Drivers must successfully complete a Bureau-approved customer service training
program within 4 months of certification of the driver’s permit. The following customer
service programs are approved by the Bureau for purposes of this Rule:
o Travel Oregon’s online customer service training. A score of 80% or better is
required to pass.
o The Administrator will approve a TNC Services specific customer service training
as this becomes available.
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5. TNC Drivers will follow driver-conduct requirements and prohibitions

e Driver Conduct. No permitted TNC driver will be allowed to:

@)
©)

O O O O @)

o

Allow another person to use his/her driver’s permit;

Drive or allow another person to drive a TNC vehicle without a valid driver’s

license while the vehicle is being used to provide TNC Services;

Operate any TNC vehicle while consuming, or while under the influence of
intoxicants, or in a careless or reckless manner or in a manner contrary to the laws
of this City or the State of Oregon;

Operate any for-hire transportation vehicle while consuming, or while under the
influence of illegal drugs;

Operate any for-hire transportation vehicle if impaired by any legally-prescribed

or over-the-counter drugs;

Use a for-hire transportation vehicle in the commission of any crime;

Use profane or obscene language offensive to the passenger while operating a for-
hire transportation vehicle;

Smoke any substance or use tobacco in any form inside a permitted TNC Vehicle;
Allow any passenger to smoke any substance or use tobacco in any form inside a
permitted TNC Vehicle;

Defraud a passenger in any way;

Be discourteous to a passenger;

Refuse to issue a fully completed receipt for a fare paid if one is requested; or
Drive passengers to their destination by any other than the most direct and safe
route, unless requested to do so by the passenger.

Operate any TNC vehicle while using a mobile communications device without a
hands-free accessory as defined in ORS 811.507(1).

Refuse to transport to a requested destination any passenger of proper demeanor
whose request for service has been accepted on the App.

e No Driver (taxi driver, transportation network driver or LPT driver) is allowed to drive
after engaging in more than 14 hours of commercial activity in any given 24-hour period.

e A TNC Driver shall only accept rides booked through a TNC digital platform and shall
not solicit or accept stethails or stop in any City-approved taxi zones.

e TNC Drivers will carry proof of TNC insurance at all times while operating as a TNC

Driver.

e TNC Drivers will carry documentation of the driver’s City of Portland Business License
at all times while operating as a TNC Driver.

e Transferring TNC Driver Permits from one Driver to another will be prohibited.
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6. TNCswill be required to provide a minimum level of service.

7.

Permitted TNG will have to comply with the following minimum standards:

o A dispatch system in operation 24 hours each day capable of providing reasonably
prompt service in response to requests.

o Acceptance of any request for TNC Service received from any location within the
City.

o The TNC App used to connect drivers to riders must display an accurate picture
of the TNC driver and a picture or description of the type of TNC Vehicle, as well
as the license plate number of the TNC Vehicle.

TNC Drivers will need to abide by a cap on the hours of driving.

e No Driver (taxi driver, transportation network driver or LPT driver) is allowed to drive after
engaging in more than 14 hours of commercial activity in any given 24-hour period.

INSURANCE PRINCIPLES

8. A Transportation Network Company will be properly insured.

In order to provide protection to the public, the Transportation Network Company will be
required to provide appropriate levels of insurance during commercial activity.
Transportation Network Service is defined by three distinct periods:

Period 1: The TNC Driver has logged into the App. The App is open and the
driver is waiting for a match.

Period 2: A passenger match has been acceqtetlpassenger is not yet picked
up (i.e. the driver is on his/her way to pick up the passenger).

Period 3: The Passenger is in the vehicle and until the passenger safely exits the
vehicle at the destination.

Before a TNC vehicle is used to provide TNC services, the vehicle must be covered by a
primary automobile insurance policy for TNC services secured by the TNC, the TNC
Driver, or a combination of both.

The Transportation Network Company will be required to provide insurance policies
naming the City of Portland as an additional insured party and give at least 30 days
notice to the Administrator before a policy is canceled, expires, or has a reduction in
coverage. Insurance coverage requirements include commercial business insurance,
commercial vehicle insurance, worker’s compensation and employer’s liability insurance
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(when required by state law). In addition, the Transportation Network Company will be
responsible for ensuring the driver and vehicle have appropriate insurance coverage as
required by State law. Insurance requirements of this section may be satisfied by
insurance issued by a licensed insurer or an eligible surplus lines insurer.

Commercial Business Insurance. TNC permit holders must secure and maintain a

Commercial General Liability policy reflecting limits of no less than $1 million per
occurrence and $2 million aggregate for covered claims arising out of, but not limited to,
Bodily Injury, andProperty Damage, in the course of the permit holder’s work under a

for-hire transportation TNC permit.

Commercial Vehicle Insurance. All TNC permit holders, regardless of whether the
company holds title to a vehicle or not, must provide the City with proof of the following
coverages:

o Primary insurance coverage during Period 1 with minimum liability limits of
$50,000 per person for death and injury, $100,000 per incident for death and
injury and $25,000 for property damage, plus any other state compulsory
coverage to the extent required by law. Coverage is to be maintained by the TNC,
TNC Driver, or a combination of the two.

o Primary insurance coverage during Periods 2 and 3 with minimum liability limits
of $1 million in combined single limit coverage for death, personal injury and
property damage per incident; and $1 million in combined single limit
under/uninsured motorist coverage for death, personal injury and property damage
per incident. Coverage is to be maintained by the TNC, TNC Driver, or a
combination of the two.

o The required Commercial Auto Liability policy must comply with the mandatory
laws of the State of Oregon and/or other applicable governing bodies.

TNCs will provide certification of insurance that all TNC Vehicles operating for such
company maintain current insurance satisfying the requirements of Period 1 and Period 2
and 3 in the event the insurance maintained by the driver has lapsed or does not provide
the required coverage.

EQUITY AND INCLUSION PRINCIPLES

9. TNCswill implement service performance measures to provide timely and

equitable service to persons with disabilities.

Equitable Service is defined as responding to requests for wheelchair accessible vehicle
service within the same amount of time as comparable requests for non-wheelchair
accessible vehicle service.

Wait time is defined as the time between an accepted service request and the vehicle
arrival.
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e Differential service means the difference between the wait time for wheelchair accessible
service requests and non-wheelchair accessible service requests.

e For the Pilot Program the following equitable service performance measures will be
implemented:

o Days 1- 30: data collection with reasonably prompt service;

o Days 31 - 60: data collection with reasolygirompt service with a differential
of no more than 30 minutes;

o Days 61- 90: data collection with reasonably prompt service with a differential of
no more than 20 minutes or what previous data supports;

o Days 91-120: data collection with reasonably prompt service with a differential of
no more than 10 minutes or what previous data supports;

e TNCswill be required to provide an option for riders on the Appetjuest wheelchair
accessible vehicle service.

e TNCs will be prohibited from applying additional fare charges for wheelchair accessible
vehicle service.

e Service animals must be reasonably accommodated by TNC Drivers.

COMPLIANCE PRINCIPLES

10. TNC rates charged to passengers will be transparent and will not be capped,
except for during timesf@mergency.

e All TNC Fares must be made clear and transparent to the TNC Passenger on the App
prior to the TNC Passenger accepting a ride.

e The Bureau Director will limit or prohibit surge pricing by any TNC or TNC Driver

during a State of Emergency, as declared by the Mayor pursuant to Portland City Code
15.04.040.

11. TNCs will follow operating responsibilities and prohibitions

e TNCs, Vehicles and Drivers will be prohibited from accepting street-hails and from
waiting in designated taxi zones.

e All TNC Passengers must be provided either a paper or digital receipt for services at the

termination of the ride that clearly indicates the fare paid, time of ride, name of TNC and
TNC contact information.
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All permitted TNCs must employ, at all times, a Zero Tolerance Policy for drugs and
alcohol use for all TNC Drivers.

TNCs will maintain, during all times when the TNC Permit is valid, a locally-based agent
of service with regular hours of business during weekdays and the ability to leave
messages 24 hours per day and 7 days per week via telephone and email. Response to
messages must be made within 48 hours.

TNCs will be required to keep documentation of all Certification Requirements. Such
records must be keep on file during the term of the TNC Permit and for 2 years after the
expiration of such Permit. Upon request or subpoena, TNC records will be provided to
law enforcement officers.

No disclaimer of liability for negligence or other tortious conduct contained in any TNC
User Terms of Service shall have any force or effect in the City of Portland. Any tort
claim against a TNC shall be governed by tort law in effect at the time of the claim.

12. Permits Are Required For Transportation Network Services

Theoperation of a Transportation Network Comp&g privilege and not a right. For
transportation network services to be provided in the City of Portland, the Transportation
Network Company, Transportation Network Vehicle and Transportation Network Driver
will be required to obtain permits and foll@uidelines for standards and operating
requirements.

An applicant for a Transportation Network Company permit must submit to the
Administrator:
o A completed application on a form supplied by the Bureau;
o Proof of registration with the Secretary of State for any corporate, LLC or LLP
entity;
o Proof of registration with the Secretary of State for any assumed business name,
along with a listing of the registrant of such;
o A list of all persons or entities with more than 10 percent stock ownership if the
company issues stock certificates, and
o A nonrefundable application fee in the amount of $250.

After receiving a completed TNC application form and upon successful completion of all
the requirements of the application requirements, the Administrator will reveew th
application in order to make a recommendation to the Commissi@rarge for

approval or denial.

The Commissionein-Charge will direct the Bureau to issue a Transportation Network
Company permit if the application is approved. If the application is denied, the applicant
may appeal the decision to the Code Hearings Officer under the provisions of Chapter
22.10.
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e TheTNC will be required to provide a certification to the Bureau that each TNC Driver
has met all conditions consistent with the TNC Driver requirements. Drivers not meeting
all such conditions will not be certified as a permitted TNC Driver and will not be
allowed to operate as a TNC Driver on a TNC platform. Such requirements will include:

o Background Checks;

Personal Automobile Liability Insurance;

Valid Driver License;

TNC Driver Business License Number; and

Driver Training and Skills/Knowledge Testing within four months of certification

of a driver’s permit.

o O O O

e TNCs will be required to provide a certification to the Bureau that each TNC Vehicle has
met all conditions consistent with TNC Vehicle requirements. Vehicles not meeting all
such conditions will not be allowed to operate as a TNC Vehicle. Such requirements will
include:

o Vehicle safety inspection;

Vehicle license plate nurep

Vehicle condition;

TNC Commercial Automobile Liability Insurance;

Personal Automobile Liability Insurance, as required by state law.

o O O O

e All certifications required will be provided by the TNC on a form approved by the
Administrator and will be attested to by an authorized representative of the TNC.

e TNCs, TNC Drivers, and TNC Vehicles permitted under this Rule are not allowed to
operate at the Port of Portland without specific permission or approval from the Port of
Portland.

e All TNC permit holders will comply with TNC insurance requirements. All TNCs must
file a certificate of liability with the Administrator that evidences insurance coverage and
terms that are in compliance with the requirements.

e The TNC's ability to satisfy the criteria for a TNC permit does not create a right to a TNC
permit.

e Transferring permits will be prohibited.
e TNC Services may only be provided by a Transportation Network Company, Vehicle or

Driver once valid permits are granted by the City.

13. TNCswill pay a permit fee.

e Each TNC will be charged a flat fee of $20,000 for the 120-day pilot program.
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e Thepermit fee paid for the pilot program will be applied to the annual permit fee if the
permit is renewed.

e Each TNC will be charged for the cost of data analysis (apportioned between permitted
companies).

14. TNC will be required to provide data.

e Each TNC will enter into an agreement with the City to provide aggregate and
anonymized data focused on transportation, accessibility and service to help the City
improve access to for-hire transportation. Examples of relevant data may include, but not
be limited to, the following:

type of ride requested (wheelchair accessible);

o trip origin zip code;

o trip destination zip code;

o identification of every request that is unfulfilled,;

O

e Each TNC will be required to comply with reporting requirements.

o Report the number of collisions, including type of loss, date of loss, loss value,
claim status (open or closed), fault, injuries, estimated damage and other
information as requested by the Bureau Director;

o Report the number and type of crimes against drivers;

o Report the total number of passenger complaints to the TNC.

e TNCswill be required to provide any other data identified by the Director to ensure
compliance with the requirements of the Pilot Program.

e TNCs will be required to submit data, in aggregate form, pursuant to a data sharing
agreement with the City and permitted companies.

e The data collected by the City will be, except as otherwise required by law, kept
confidential by the City, used only within the City and not disclosed to third parties.

e In the event disclosure of such data is required by law, the City will provide TNCs notice
prior to any disclosure of such data.

15. The City will enforce TNC Service, Company, Vehicle, and Driver
requirements.

e Pursuantto PCC 16.10.660 designated City Employees are authorized to enforce the
provisions of Chapter 16.40 and its administrative rules, including the Interim Rule, and
other related work under the direction of the Director of the Portland Bureau of
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Transportation.

TNCs, TNC Vehicles, and TNC Drivers will be prohibited from blocking from service or
refusing service to any City employee authorized to enforce the provisions of this rule.

The City will maintain the right to autdany certification and other records with 24 hours
verbal or written notice including:

o Company requirements

o Vehicle requirements

o Driver requirements

The Administrator will have the authority to demand that a for-hire vehicle be made
available for inspection within 48-hounsotice. In addition, authorized City personnel

will have the authority to inspect any for-hire vehicle at any time if the vehicle is within
the City limits, does not have a passenger inside and is parked in the public right of way
or on public property.

The permits issued to TNC Drivers and Thl@hder the Interim Rule may be suspended
by the Director, or designee, if the TNC Driver or TNC does not maintain a required
current business license issued by the City of Portland.

The permits issued to TNC Drivers, TNC Vehicles, and $N@y be suspended or
revoked during the 120-day Pilot Program if any of the provisions of this Rule are not
maintained.

For the purposes of investigating citizen complaints and to aid in enforcement of the
Interim Rule, the Administrator or designee may require a TNC to report financial and
operating data, in such form and at such times as the Administrator requires. The
company must compile the necessary data and submit reports to the Administrator as
requested and within the timeframe demanded subject to the requirements of the Interim
Rule, but in no event must the TNC be forced to submit this information without at least
72 hours prior notice by the Administrator or designee.

Except as otherwise required by law, information submitted to the Administrator under
the Interim Rule can only be used within the City government. Such information may not
be released to the public except in aggregate form.

Information submitted under the Interim Rule may become a matter of public record as
necessary to initiate, prosecute and defend an enforcement action.

The City has the ability to issue civil penalties against TNCs, TNC Vehicles, and TNC
Drivers, up to and including suspension and revocation.
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TNC CIVIL PENALTY TABLE

Requirement 1st Offense | 2nd Subsequent
Offense Offenses
TNC Permit $1,500 $2,500 $5,000
TNC Vehicle Conditions $1,250 $2,500 $5,000
TNC Driver Business License | $500 $1,000 $2,000
Minimum Standards $500 $1,000 $2,000
Surge Pricing $1,500 $2,500 $5,000
Accessible Service Measures | $2,500 $5,000 $10,000
TNC Required Equipment $1,250 $2,500 $5,000
TNC Vehicle Identification $1,250 $2,500 $5,000
TNC Driver Conduct $1,250 $2,500 $5,000
Driver Maximum Hours $1,250 $2,500 $5,000
TNC Vehicle Requirements | $1,250 $2,500 $5,000
TNC Vehicle Inspection $1,250 $2,500 $5,000
TNC Insurance $1,250 $2,500 $5,000
TNC Data Reporting $1,250 $2,500 $5,000

Any civil penalty assessed must be paid in full within the time ordered and under the
terms and conditions specified. If either the payment is not made or the required
conditions are not met, any permit or certification may be suspended unless a timely
appeal has been filed. Any suspension will take effect immediately upon the deadline
given for payment of the civil penalty. The suspension will remain in effect until the
penalty is paid in full and/or the conditions required are met.

The Administrator may suspend any TNC permit or TNC Driver certification if the
suspension is necessary to protect public safety, or the TNC or TNC Driver insurance is
not current.

The Administrator may revoke any TNC permit or TNC certification if applicable
provisions of PCC 16.40.550 B. are found.

In the event that a TNC permit is revoked, all TNC Drivers and vehicles affiliated with
that company are simultaneously revoked and void unless they are certified by another
permitted TNC.

Any violation of an interim rule section that is not found in the Civil Penalty Table and
which is not specifically prescribed by Rule Section, but which places an obligation or
requirement on a driver or company, will result in a penalty of $100 for the 1st violation,
$500 for the 2nd violation and $1,000 for subsequent offenses.

Under City Code Chapter 16.40, operating private for-hire vehicles without permits is a
criminal offense, subjecting the operator to arrest and vehicle impoundment. Continued
violations of criminal provisions of Chapter 16.40 and the property that is used to commit
such prohibited conduct could be subject to civil forfeiture.

Transportation Network Service Guiding Regulatory Principles 15|Page
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COMMISSIONER STEVE NOVICK

CITY OF 1221 SW 4th Ave. Suite 210

Portland, Oregon 97204
PORTLAND’ OREGON Phone: 5();823—4682
OFFICE OF PUBLIC SAFETY

Fax: (503)-823-4019

novick@portlandoregon.gov

October 29, 2015

New Rules for Private For-Hire Transportation

Over a year in the making and after nearly 700 hours of public Task Force meetings, and having
received an extraordinary amount of thoughtful public input, | am pleased to offer new rules to
ensure that private for-hire transportation (PFHT) in the City of Portland is safe and reliable and
that allow for fair competition and innovation.

| sincerely thank all who provided input and engaged with the City as we reviewed current PFHT
regulations and developed new rules that provide necessary safeguards and standards to
protect consumers, ensure accessibility for all, and allow for a fair, competitive market for
drivers and companies through Portland’s PFHT industry.

Specifically, I'd like thank the diligent and creative members of the PFHT Innovation Task Force
who developed sound recommendations that served as the basis for the PFHT Pilot Program
and my final regulatory proposal. | also thank all the drivers, company representatives and
transportation experts who provided indispensable insight into this longstanding and ever
evolving industry. Lastly, | thank Leah Treat and Bureau of Transportation, as well as staff in the
Revenue Bureau and City Attorney’s office who worked tirelessly to shepherd along this
engaging process, providing support to the Task Force and gathering and analyzing information
and data that informed these new rules of the road.

Please find a summary of the new rules attached, along with the Task Force’s final
recommendations, a summary report of the PFHT Pilot Program, an overview of the history of
PFHT in Portland, and the full regulatory proposal attached.

Sincerely, W

Commissioner Steve Novick
City of Portland, Oregon
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Portland Private For-Hire Transportation

Revised Code Comparison
November 2015

Current PFHT Code Requirements

Revised PFHT Regulations

At least 10 percent of every Taxi Company fleet must
be wheelchair accessible and passengers with service
animals must be accommodated. During the PFHT Pilot,
TNCs are required to provide 24/7, citywide WAV
service and also required to accommodate passengers
with service animals.

All companies must adhere to the ADA. As a condition of a permit,
Taxi Companies, TNCs and Shuttle Companies are specifically required
to reasonably accommodate all persons with disabilities, including
individuals accompanied by service animals and those with mobility
devices. To accommodate those with mobility devices, companies may
own and operate a fleet of wheelchairaccessible vehicles (WAV) or
partner with a WAV transportation operator to accommodate all WAV
requests.

In collaboration with the PFHT Advisory Committee and the Portland
Commission on Disability, PBOT will establish an Accessible
Transportation Fund with revenue generated by a mandated, minimal
fare fee on all taxi and TNC trips that is used as an incentive to help
ensure that the higher cost of providing WAV trips is not a barrier to
providing WAV service.

No requirements for.agents of services or terms of
service.

Companies must maintain alocally-based agent of service for
available for legal inquiries with regular hours of weekday business.
Companies’ useriterms of services must state that no disclaimer of
liability for negligence or other tortious conduct shall have any force
or effect in Portland and that any tot claim shall be governed by
Oregon tort law in effect at the time of the claim.

Citywide service required, 24 hours per day, 7 days per
week all requests made within the City of Portland.
Drivers are prohibited from refusing service to any
passenger of proper demeanor and who is-able to
demonstrate the ability to pay the fare.

Citywide service required, 24 hours per day, 7 days per week all
requests made within the City of Portland. Drivers are prohibited from
refusing service to any passenger of proper demeanor and who is able
to demonstrate the ability to pay the fare.
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No requirements for customer service support.

Companies must maintain customer service support with posted
contact information, including a local phone number and address, and
the ability to leave messages 24/7. Response must be provided within
24hrs.

Records of every trip provided must be maintained by
taxi companies for at least one year and must be
provided to the City upon request. Taxi Companies
must also report vehicle crashes,
suspensions/revocations of drivers’ vehicle license, and
any arrest, charge or conviction of a driver that occurs
while operating a for-hire vehicle or that involves theft,
robbery, burglary, assault, sex crimes, drugs, or
prostitution.

Companies must provide aggregated and anonymized trip data to
PBOT for analysis, including WAV trips and unfulfilled requests,
Companies must also report vehicle crashes, crimes against drivers,
and number of passenger complaints. Companies must also report
suspensions/revocations of drivers’ vehicle license, and any arrest,
charge or conviction of a driver that occurs while operating a for-hire
vehicle or that involves theft, robbery, burglary, assault, sex crimes,
drugs, or prostitution. Additional reporting may be required as
determined by the Director to ensure compliance with all PFHT
program requirements.

A national criminal background check and driving
history review of all drivers must be conducted
annually and include review of multi-state/multi-
jurisdiction criminal records and all motor vehicle
records associated with a driver. Drivers may not have
a felony conviction of any kind in the past ten years,
many not have a felony conviction of any kind involving
physical harm to a person, may not have specific
criminal misdemeanor convictions in past five years,
and may not have more than five traffic violations in
the past five years or more than two in the past year;
drivers are not eligible to provide PFHT services if the
applicant is unable to obtain car insurance for any
reason. Drivers must apply to provide PFHT service to
the City and must, at all times, meet criminal
background and driving history requirements of the
PFHT program established in Chapter 16.40. The City

A national criminal-background check and driving history review of all
drivers must be conducted annually and include review of multi-
state/multi-jurisdiction criminal records, all motor vehicle records
associated with a driver, and a review of the Dru Sjodin National Sex
Offender Registry. Drivers may not have a felony conviction of any
kind in the past ten years, many not have a felony conviction of any
kind involving physical harm to a person, may not have specific
criminal misdemeanor convictions in past five years, and may not have
more than five traffic violations in the past five years or more than
two in the past year; drivers are not eligible to provide PFHT services if
the applicant is unable to obtain car insurance for any reason. Drivers
must apply to provide PFHT service to a permitted PFHT Company and
must, at all times, meet criminal background and driving history
requirements of the PFHT program established in Chapter 16.40.

In the course of a statewide access review of the LEDS database, the
Oregon State Police (OSP) determined that the City is not authorized
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conducts criminal background checks by accessing and
reviewing the Law Enforcement Data Systems (LEDS),
maintained by the Oregon State Police. LEDS records
reviews are limited to detailed Oregon criminal
histories. Details of out-of-state criminal histories must
be obtained through a separate FBI criminal
background check.

access to LEDs under State statue and OSP policy for the purpose of
reviewing applicant PFHT drivers. Alternatively, all driver background
checks will be performed by a contracted background check vendor,
accredited by the National Association of Professional Background
Screeners (NAPBS) and capable of performing exhaustive national
criminal background checks. Companies must ensure that all affiliated
drivers satisfy all background check requirements and must comply
with regular driver audits by PBOT to ensure compliance at all times.
Companies may elect to contract directly with a NAPBS-accredited
vendor or request that PBOT process driver background checks, at
cost to the company, and conducted by a NAPBS accredited,
contracted vendor.

Drivers must pass a City-administered knowledge
and within 6 months of issuance of a-driver's permit,
drivers must certify completion of City-approved
driver safety and customer service training. Permits
automatically revoked if not successfully completed
within 6 months.

Drivers must successfully complete trainings administered and/or
approved by PBOT within 30 days in the following subject areas:
e . PFHT Code provisions and rules
e Vision Zero principles of traffic safety
e Portland-area attractions
e Customer service

Vehicles must be equipped with all pollution control
equipment originally installed by the vehicle
manufacturer.

Vehicles must meet Oregon Department of Environmental Quality
motor vehicle emissions. Although little is currently known about the
environmental impacts specific to the PFHT industry, PBOT has and
will continue to work with the Bureau of Planning and Sustainability,
PFHT operators and other stakeholders to monitor and assess the
environmental impacts of Portland’s PFHT industry. Collecting and
analyzing data, including vehicle miles traveled, will provide important
insight into environmental impacts of Portland’s PFHT operators.
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Maximum fare rates established by Code for Taxi
Companies for trips within the City limits, with a
minimum fare of $2.50 for one passenger and waiting
time assessed at a rate of $30 per hour or
proportionate fraction thereof. Maximum charges may
not exceed $2.60 per mile and for each extra
passenger, $1 additional charge. Rate schedules must
be posted in a conspicuous place in the vehicle.

No mandated fare rates. Companies may set fare rates but are
required to report fare rates to PBOT and provide notice to any fare
rate changes prior to implementation. Fare rates must be made
available in a clear and transparent way to the passenger prior to the
passenger accepting a ride. Dynamic pricing allowed, except during
emergencies and at all times for WAV vehicles. Receipts must be
provided to passengers upon request once a trip is completed.

In addition to initial permit application fees, annual
permit fees are assessed to each permitted PFHT
company, driver'and vehicle. Permit fees vary by
company type and are scaled by company fleet-size.
PFHT Program costs are funded by permit fees.

All PFHT operators are required to pay fees as a condition of a permit.
In addition to initial permit application fees, PFHT companies, drivers
and vehicles will continue to be assessed annual permit fees.
However, permit fee for Taxis and TNCs will be assessed differently.
Each year, PBOT will establish a fare surcharge necessary to fund all
PFHT Program- costs necessary-to administer and ensure compliance
with all Taxi and TNC requirements. Taxis and TNCs will add that City
Surcharge (estimated to be approximately 40¢ to 50¢) to each
customer fare, essentially assessing permit fees to each trip provided
by Taxis and TNCs. PBOT will collect the City Surcharge fare fees from
Taxi Companies and TNCs quarterly. The City Surcharge rate will be set
by PBOT and presented to the PFHT Advisory Committee annually.

Street hailing of rides and waiting in designated taxi
zones limited to taxis only. An advance reservation of at
least 60 minutes required for executive town cars.
Shuttles only allowed to pick-up passengers along a
fixed route and time schedule.

Taxis have the exclusive right to queue in designated taxi stand and
may- accept street-hails to include from hotel zones. TNCs may not
accept street-hails'and may only accept rides booked through an
affiliated TNC app. Executive town cars are also prohibited from
accepting street-hails, except from hotel zones, and no advance
reservation is required. Shuttles may only accept street-hails received
along the shuttle company’s fixed route and time schedule, as
approved by PBOT.
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Taxis are required to obtain and maintain the following
and provide copies of insurance policies rated as A.M.
Best A- or better to the City, with the City listed as an
additional named insured to claims:

e General commercial liability insurance with
limits of at least $1,000,000 per occurrence and
$2,000,000 in aggregate.

e Vehicle insurance with limits of at least
$500,000 per occurrence.

During the PFHT Pilot, TNCs are required to obtain and
maintain the following and provide copies of insurance
policies rated as A.M. Best A- or better to the City, with
the City listed as an additional named insured to claims:

e General commercial liability insurance with
limits of at least $1,000,000 per occurrence and
$2,000,000 in aggregate.

e Primary vehicle insurance during Period 1 of at
least $50,000 per person for death and injury,
$100,000 per incident for death and injury and
$25,000 for property damage.

e Primary vehicle insurance during Periods 2-3 of
at least $1,000,000 in combined single limit
coverage for death, personalinjury and
property damage per incident and $1,000,000 in
combined single limit under/uninsured motorist
coverage for death, personal injury and
property damage per incident.

e All TNC drivers must maintain current, valid
personal automobile insurance that meets the
State of Oregon requirements.

Taxis are required to obtain and maintain the following and provide
copies of insurance policies rated as A.M. Best A- or better to the City,
with the City listed as an additional named insured to claims:

e General commercial liability insurance with limits of at least
$1,000,000 per occurrence and $2,000,000 in aggregate.

e Vehicle Insurance with limits of at least $500,000 per
occurrence.

TNCs are required to obtain and maintain the following and provide
copies of insurance policies rated as A.M. Best A- or better to the City,
with the City listedas-an additional named insured to claims:

e Generalcommercial liability insurance with limits of at least
$1,000,000 per occurrence and $2,000,000 in aggregate.

e Primary vehicle insurance during Period 1 of at least $50,000
per person for death and injury, $100,000 per incident for
death and injury and $25,000 for property damage.

e Primary vehicle insurance during Periods 2-3 of at least
$1,000,000 in combined single limit coverage for death,
personal injury and property damage per incident and
$1,000,000 in-combined single limit under/uninsured motorist
coverage for death, personal injury and property damage per
incident.

o All TNC drivers must maintain current, valid personal
automobile insurance that meets the State of Oregon
requirements.
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Maximum of 14 hours in any given 24-hour period for
drivers to be driving or be on duty (in any combination
thereof). Records of driving hours must be maintained
for a period of at least 1 year from the date of the
driver’s last for-hire service.

Drivers. are prohibited from driving more than 12 hours in any given
24-hour period. Drivers are required to document driving hours and
provide such records upon request by enforcement staff.

New company permits must be justified by
documenting the need and demand for additional taxi
vehicles and by providing proof the PFHT administrator
of a new company’s financial viability.

No limits or caps to the number of company, vehicle or driver permits.
Companies, drivers and vehicles must meet and comply with all other
regulatory requirements.

Program emphasis on the administration of permits
with limited capacity for proactive and frequent
enforcement activates.

Institute a PFHT program framework focused on increased compliance
and enforcement by the City. Regulations, policies, fees and penalties
informed by required data provided by PFHT operators and analyzed
by PBOT. All PFHT Program costs, including expanded enforcement
activities, will be funded by fees assed to PFHT companies.

Taxis have been required to maintain digital security
camera systems in vehicles. During the PFHT Pilot, Taxis
and TNCs are required to maintain digital records to
provide a verifiable way to identify drivers and riders
for investigatory purposes. Digital security camera
systems are required in vehicles if driver and passenger
name and contact information is documented for each
trip.

Taxis:and TNCs are required to maintain digital records to provide a
verifiable way to identify drivers and riders for investigatory purposes.
Digital security camera systems.are required in vehicles if driver and
passenger name and contact information is documented for each trip.
Taxis are allowed to accept street hails and queue in taxi stands, while
TNCs are prohibited from doing so. These differences are bound
together: For TNCs, the TNC app records who the drivers and the
customers are prior to arranging rides, whereas street hails accepted
by Taxis are anonymous, making cameras necessary to record who is
involved in Taxi trips.
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The 14-member PFHT Board of Review advises PBOT on | The PFHT Board replaced with the PFHT Advisory Committee that
all matters relating to the PFHT industry and is granted | consists of nineteen diverse members with expertise, knowledge and

specific authority to approve or deny additional taxi interest in of PFHT in the City of Portland. The members shall be
- vehicle permits for existing taxi companies, provides selected to provide representation of those persons concerned about
o recommendations for the approval/denial of new taxi PFHT service, PFHT operators and PFHT drivers in the City of Portland.
5 company permits, establishes administrative rules, and | Members include representation from PBOT (non-voting member),
% regulate fuel surcharges. Members include the tourism industry, the Portland Commission of Disabilities, an at-
E representation from PBOT, the tourism industry, large community member with a disability, the riding public, the Port
2 persons with disabilities, the riding public, the Port of of Portland, TriMet, a Taxi Company, a Taxi Driver, a TNC, and TNC
S Portland, TriMet, a Taxi Company, a LPT Company, a Driver, an Executive Town Car Company, an Executive Town Car
- SAT Company, Limousine Company, a Pedicab Driver, a Shuttle Company, a Shuttle Driver, a Limousine or Party Bus
Company, a Taxi Driver, and LPT Driver. Company, a Tour Bus Company, a Pedicab Company, and a Non-

emergency Medical Transportation (NEMT) Company.

Every taxicab must be painted in the unique colors of | Taxi Vehicles must be painted in the unique colors of its company

a its company and must prominently display the taxi and must prominently display the taxi company name, phone

'% company name, phone number and taxi number on number and taxi number on both sides of the vehicle. TNC vehicles
2 both sides of the vehicle. SATs required to must display trade dress on the front and back of vehicles that is

o prominently display on the exterior of vehicles, visible from at least 50 feet. Shuttles and NEMT vehicles must

;:% “RESERVED, NOT FOR HIRE.” prominently display on the sides of vehicles, company name and

n contact information.

Vehicles cannot be over 10 years old and must-pass an Vehicles cannot be over 10 years old, must pass an annual inspection
annual inspection by an ASE Certified Master Mechanic. .| by an ASE Certified Mechanicand meet Oregon Department of
Vehicles must be kept clean, in good appearance and be | Environmental Quality motor vehicle emissions standards established
properly equipped with all pollution control equipment | for the Portland-Metro Vehicles, and must be kept clean, in good
originally installed by the manufacturer. Taxi Vehicles appearance. Taxi:and TNCs must be equipped with fire extinguishers,
must be equipped with top lights, taximeters, a fire first aid kits and hands-free accessories for mobile devices. Taxi
extinguisher, and a first aid kit. vehicles must be equipped with a top light and a taximeter.

Vehicle Inspection
& Condition
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PBOT

PORTLAND BUREAU OF TRANSPORTATION

1120 SW Fifth Ave, Suite 800 Portland, OR 97204 503.823.5185
Fax 503.823.7576 TTY 503.823.6868 www.portlandoregon.gov/transportation

Steve Novick Commissioner Leah Treat Director

Portland’s Private for-Hire Transportation Market:
Summary Report of the PFHT Innovation Pilot Program

| am pleased to submit a detailed report analyzing taxi and Transportation Network ridership
during the first four months of Portland’s Private for-Hire Transportation Innovation Pilot
Program.

In January 2015, | convened a 12-member community Task Force to provide guidance and
recommendations about how the City of Portland’s Private for-Hire Transportation (PFHT)
regulatory program should evolve and respond to new developments in the industry, including
the entry of transportation network companies (TNCs). It is critical that the City provide
necessary safeguards and standards to protect consumers, ensure accessibility for all, and allow
for a fair, competitive market for drivers and companies throughout the PFHT industry.

Following a presentation of regulatory recommendations from the Task Force and a great deal
of public input, Council approved the PFHT Innovation Pilot Program with revised regulations
for taxi companies and new rules that allow for TNCs. The Portland Bureau of Transportation is
managing and overseeing the Pilot Program, which began in April 2015.

The following status report includes trip pattern data from May to August 2015. Data collection
is a critical component of the Pilot. PFHT Program staff worked collaboratively with taxi
companies, Transportation Network Companies and industry experts to analyze ridership data
to better understand trip trends and PFHT market patterns. Program staff also collect data to
ensure compliance with all PFHT regulatory requirements. Data points collected and analyzed
include trip date, time, origin and destination, wait time for vehicles, duration of the trip,
wheelchair accessible service availability, and unfulfilled rides.

The Portland Bureau of Transportation fully complies with Title VI of the Civil Rights Act of
1964, the ADA Title Il, and related statutes and regulations in all programs and activities. For
accommodations and additional information, contact the Title Il and Title VI Coordinator at
Room 1204, 1120 SW 5th Ave, Portland, OR 97204, or by telephone (503) 823-2559, City TTY
(503) 823-6868, or use Oregon Relay Service: 711.
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Additionally, this report includes an overview of transportation options in Portland for

people with disabilities, which have historically been limited and challenging to access. These
challenges are widely known and experienced in the disability community—in Portland

and throughout the U.S.—and have also been highlighted as we evaluate PFHT service and
regulations. Coupled with the 25th Anniversary of the Americans with Disabilities Act, which
was passed by Congress in July 1990, | am hopeful that additional attention to transportation
accessibility will result in much needed improvements to transportation options for people with
disabilities.

Lastly, | want to thank members of the PFHT Innovation Task Force who spent more than

700 hours since January 2015 soliciting public input, reviewing current PFHT regulations

and developing thoughtful and creative new PFHT service requirements that ensure public
safety, improve transportation options for consumers and create a fair, competitive market for

companies and drivers.

Sincerely,

=

Commissioner Steve Novick
City of Portland, Oregon
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1. INTRODUCTION

Responding to changes in the Private for-Hire Transportation (PFHT) market and changes in
consumer demand, the Portland City Council initiated the PFHT Innovation Pilot Program that
established new regulations for taxi companies and transportation network companies (TNCs).
The Pilot Program officially began on April 24, 2015 and required permitted taxi companies and
TNCs to report aggregated, anonymized ridership data for analysis by the Portland Bureau of
Transportation. This report analyzes data received from Portland’s new TNCs, Uber and Lyft, as
well as from Portland’s taxi companies (with the exception of EcoCab that began operating after
the start of the Pilot Program):

e Broadway Cab

e Green Cab

* New Rose City Cab

e Portland Taxi Cab Company

e Radio Cab

e Sassy’s Cab (owned by Broadway Cab)

e Union Cab

In order to accurately evaluate both industries, this report uses data from trips that originated
between May 1st and August 31st. In comparing taxi and TNC ridership patterns, it is important
to understand the different types of taxi and TNC trips that are analyzed in this report, and the
reporting capacity of the different companies. All TNC trips must be requested through a TNC
smartphone app and rides are provided on-demand by the nearest TNC driver. Taxi service may
similarly be requested on-demand through a taxi’s dispatch service (via telephone or, for some,
via a smartphone app), but may also be pre-arranged through advance reservation. Taxi compa-
nies also have the exclusive ability to accept immediate street-hails and queue in any of the 46
designated taxi stands throughout the city, which TNCs are prohibited from doing.

Because TNCs process all of their records through a central database, all data records submitted
by TNCs were complete, and represent the full population size of the rides given. The ability

for taxi companies to report data for the performance metrics in this report was dependent on
their dispatching system, which often left records missing or incomplete. Despite these missing
data points, the number of complete records submitted represented a very large sample size
from which PBOT could confidently extrapolate to represent the entire taxi industry in Portland.
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CITY OF PORTLAND MAP
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ZIP Code
97201
97202
97203
97204
97205
97206
97209
97210
97211
97212
97213
97214
97215
97216
97217
97218

Neighborhood
Downtown | PSU | South Waterfront
Sellwood | Eastmoreland
st. Johns|University Park
Downtown Core

Goose Hollow | Downtwon Core
Brentwood | Woodstock | Mt.5cott | Foster-Powell
Pearl | Old Town
Northwest|Hillside
Woodlawn | Concordia
Irvington | Alameda
Rose City Park | Roseway
Buckman |HAND | Sunnyside | Richmond
Mt. Tabor
Montavilla|Hazelwood
Overlook| Kenton | Piedmont|Haden Island
Cully| Airport

ZIP Code
97219
97220
97221
97222
97223
97225
97227
97229
97230
97231
97232
97233
97236
97239
97260

Neighborhood
Burlingame | Tryon-Stevens
Montavilla| Hazelwood | Parkrose
Sylvan
Milwaukie | Southgate
Raleigh Hills| Metzger
West Slope
Overlook | Boise | Eliot
Forest Park| NW Heights
Hazelwood |Russell| wilkes
Forest Park|Linnton
Kerns|Lloyd

Hazelwood | Centennial

Pleasant Valley | Powellhurst| Centennial

Hillsdale | South Portland | Homestead

Lents| Powellhurst
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2. DATE & TIME TRIP PATTERNS

During the first four months (May through August) of the Pilot Program, Portland’s permitted
taxi companies and transportation network companies (TNCs) provided over 1 million rides to
customers. These ridership patterns reflect growing consumer demand for for-hire transporta-
tion service within the Portland Metro area. While taxi companies and TNCs offer similar ser-

vices, unique ridership patterns between the two company types are reflected in the trip data
analyzed within this report.

Ridership among the two new entrants into Portland’s PFHT market, Uber and Lyft, took off
dramatically in the first four months of their operation in the City. In this short period of time,
TNC ridership increased by 125% from May to August. Ridership among taxi companies, on the

other hand, decreased by 16% from May to August. Combined, overall ridership in the Portland
market increased by almost 40% between May and August.

Of the more than 1 million trips that were provided between May and August 2015, 52% were
provided by TNCs and 48% were provided by taxi companies. Early in the Pilot Program, taxi
service accounted for 70% of the market share of for-hire ridership (see Figure 2.1). However, by
mid-June, TNC ridership increased to account for half of the market share of ridership. Ridership

among the two TNCs continued to increase and by the end of August, TNCs held 60% of the
market share while taxis held 40%.

Figure 2.1 - Weekly TNC and Taxi Rides
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This increase can reasonably be attributed to several factors. Most notably, these numbers
strongly suggest that prior to the PFHT Innovation Pilot Program, consumer demand for paid
transportation services far outpaced the available supply of taxicabs in Portland. Four months
into the Pilot, aggregated ridership data suggests that consumer demand is being better served
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with the addition of new taxi vehicles, new taxi companies, and transportation network compa-
nies. Portland’s PFHT market is likely to continue to adjust to consumer demand, service supply,
and other factors. More long-term market impacts will be reflected in subsequent PFHT reports.

Figure 2.2 displays the change in ridership between taxi companies and TNCs by month. At the
beginning of the Pilot Program in May, taxis provided an average of 5,500 rides per day com-
pared to the daily average of 2,300 TNC rides. However, TNC ridership expanded and soon began
to outpace the average daily taxi ridership. By the end of August, TNCs provided a daily average
of over 8,000 rides and taxi ridership declined to an average of 4,500 rides per day. Again, overall
ridership increased and by August, 100,000 more rides were fulfilled than were in May.

Figure 2.2 - TNC and Taxi Monthly Rides
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Distinct ridership patterns among taxis and TNCs can be seen by comparing weekend (Fri-
day-Sunday) and weekday (Monday-Thursday) trip trends in Figure 2.3, below. Ridership was
generally higher on weekends for both taxis and TNCs. These higher weekend ridership trends
were clearly pronounced for TNCs, whereas taxi ridership was less varied between weekdays
and weekends.

rides
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Figure 2.3 - Average Service Levels by Day of Week
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Along with noticeable ridership patterns between weekdays and weekends, there were distinct
trip trends at different times of the day (see Figure 2.4 below). For taxi service?, peak ride-time
occurred during the afternoon (12 pm - 5 pm), with smaller peaks during the late-night and
overnight hours (11pm - 6am). For TNCs, peak ride-time occurred mostly during the late evening
hours (8 pm - 11 pm). The increase in rides during the evening and late night hours are likely
attributed to late-night entertainment in Portland, while the overnight peak is likely related to
early morning flights out of the Portland Airport.

Figure 2.4 - Average Service Levels by Time of Day
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Changes in market patterns over the course of the Pilot can be seen in weekday and weekend
trip trends. As depicted in Figures 2.5 - 2.7,0on the next page, TNC ridership outpaced taxi rid-
ership on both weekdays and weekends. TNCs saw a greater uptick in weekend ridership than
on weekday at the onset of the Pilot. Just seven weeks into the pilot, weekend ridership among
TNCs outpaced weekend taxi ridership. It was not until week eleven (about mid-July) that week-
day TNC ridership surpassed weekday taxis? ridership.

! Includes data related to on-demand and reserved pickups. Street hail data submitted did not have timestamps and
were not included here.
2Taxi data in this chart is comprised of on-demand rides, reserved rides, and street hails.



APPENDIX 1

7.1-65
Figure 2.5 - Average Weekend Rides
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Impacts on Taxi Business

Historic taxi ridership data was not provided for analysis, which would provide important insight
into the impacts of Pilot Program regulatory and market changes to Portland’s taxi companies.
However, the Port of Portland closely monitors taxi drop-off and pick-up trip counts at the
Portland International Airport (PDX) and provided taxi trip counts from 2013 to 2015. These trip
counts may not be representative of historic citywide taxi ridership, but the data provides useful
context of recent taxi trip trends.

Figure 2.8 shows seasonal taxi street-hail count variations within recent years, as well as the

steady increase in taxi traffic from the airport over the past three years. During this period, the
number of permitted taxis grew from 410 in 2012 to 650 by August, 2015.

Figure 2.8 - Historic PDX Airport Street Hails
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In comparing taxi and TNC ridership patterns, it is important to understand the different types
of taxi and TNC trips that are analyzed in this report. All TNC trips must be requested through a
TNC smartphone app and rides are provided on-demand by the nearest TNC driver. Taxi service
may similarly be requested on-demand through a taxi’s dispatch service (via telephone or, for
some, via a smartphone app), but may also be pre-arranged through advance reservation. Taxi
companies also have the exclusive ability to accept immediate street-hails and queue in any of
the 46 designated taxi stands throughout the city, which TNCs are prohibited from doing.
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Based on the data provided
during the Pilot Program, on-de-

Figure 2.9 - Breakdown of Taxi Service

mand dispatch trips account for
about 60% of the taxi service

in Portland, with the remaining
40% of taxi trips being street-
hailed trips or booked in advance
through reservation (Figure 2.9)%.

The proportional representa-
tion of each taxi service type - On-Demanc - Street Rais - Resarved [_Jower [l Ao
remained relatively stable during
the Pilot Program, but taxis saw
an overall decline in on-demand retail rides and street hails (see Figure 2.10). On-demand rides
(which are directly competitive to TNCs) saw a 16% decrease over the four months, while re-
served pickup rides saw no change between the start and end of the Pilot Program. Taxi street
hails saw a 24% decline.

Street hails accounted for approximately 30% of the all taxi trips during the Pilot Program. Of
those street hails, most originated from the Portland International Airport. Between May and
August, taxi street-hails from the airport increased by nearly 3%. However, overall taxi street
hails decreased by 24%, as mentioned above. This overall decrease, despite an increase in
trips from the airport, is due to a significant decrease (60%) of street hail service from hotels
throughout the City.

Figure 2.10 - Change in Taxi Rides by Type
100,000
-16%
80,000 = =
v 60,000}
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40,000 -24%
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change
May June July August
— ON-Demand e Street Hails Reserved

*It is important to note that this is an industry average, and may not be indicative of an individual taxi company.
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3. LOCATION TRENDS

Figure 3.1 shows the change in ridership throughout the City of Portland among taxis* and TNCs
from May to August. There was a clear pattern of growth from TNCs between May and August,
most of which occurred in the areas closest to the City Center. Of the roughly 98,000 TNC rides
and 158,000 taxi rides provided in May, most originated in the central city and from the Port-
land International Airport (within the 97218 ZIP code area). Though ridership for taxis and TNCs
remained concentrated in the central city and from the airport, TNC ridership expanded to other
neighborhoods by August.

Looking at the change in taxi service over the four months, Figure 3.1 shows very little change
within the specific ZIP codes throughout the area. So although taxis did lose a proportion of their
retail service, no specific area of the City seemed to be noticeably affected, and the decrease
occurred uniformly throughout the City. In terms of total trip counts, TNCs provided more rides
than taxis in 20 of the 31 ZIP code areas within the City of Portland.

Figure 3.1 Change in TNC and Taxi Rides, May through August
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“Includes taxi on-demand rides and reserved rides.
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Depicting ridership as a percentage of overall originating trips by ZIP code provides important
insight into service coverage by taxis and TNCs. One of the key minimum standards of service
requirements of Portland’s PFHT program mandates that taxis and TNCs provide citywide, 24/7
service. Figure 3.2 affirms that taxis and TNCs provide full, citywide service, with rides originat-
ing in all ZIP code areas within the City of Portland. Again, ridership is geographically concentrat-
ed in the city center for both taxis and TNCs. However, overall taxi ridership is more dispersed
throughout the City than is TNC ridership.

Figure 3.2 - Total Rides by Originating ZIP Code (as percentage)
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Peak Ridership Times throughout the City

Unique ridership patterns can be also seen between taxis and TNCs by analyzing the time of
day of originating trips. Figure 3.3 shows this peak ride time geographically for each of the ZIP
code areas within Portland. In a vast majority of the City, TNC peak ride time was during the late
evening (8pm - 11pm) while taxi rides were, for the most part, provided during the late night
hours (11pm - 2am). Breaking taxi service down into on-demand and reserved rides shows that
throughout the City, reserved rides tend to occur in the overnight hours (2am — 6am) while
on-demand rides have no clear pattern.

Figure 3.3 - TNC and Taxi Peak Request Time by Originating ZIP Code
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East Portland Trip Trends

Figure 3.4 - Map of East
Portland
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As the Portland Bureau of Transportation seeks to advance
equity, improving transportation options in historically under-
served neighborhoods is a top priority. This is particularly true
for East Portland neighborhoods (see Figure 3.4 for reference
map). Concerns have been raised in other cities that taxis and
TNCs predominately service city centers and avoid outlying
neighborhoods. Monitoring ridership trends in all neighbor-
hoods, and specifically in East Portland, was an important focus
during the Pilot Program.

Trips originating from East Portland account for 8% of all taxi
rides and 3% of all TNC rides that were provided from May to
August. Figure 3.5, below, shows ridership changes among tax-
is, TNCs and overall service throughout East Portland. Although
TNC ridership in East Portland was sparse in May compared to

taxi ridership, TNC ridership within the area grew substantially during the Pilot Program. TNC
service increased by almost 170% between May and August, while taxi service increased 15%
during this period. Combined, East Portland saw a nearly 50% increase in total level of service

during these four months.

Additionally, as the number of TNC rides completed in East Portland increased, the number
of unfulfilled TNC rides (rides that were requested but not completed due to lack of available
TNC vehicles) dropped substantially. Overall, the number of unfulfilled rides in East Portland
decreased by 48% between May and August.

Figure 3.5 - East Portland Change in Level of Service
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Overall service in East Portland markedly improved by nearly 50% since the beginning of the
Pilot Program. Figure 3.6 also shows ridership in East Portland throughout the hours of the day,
as a proportion of rides given by TNCs and taxis. Both TNCs and taxis provided service to East

Portland at all hours of the day.

Figure 3.6 - Hourly Service in East Portland (as proportion)
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4. CITYWIDE WAIT TIMES

Notable differences between taxi and TNC service can again be seen when analyzing the amount
of time consumers experienced between when a ride was requested and when a vehicle arrived
to the requested pick-up location. For the purposes of this report, this time is referred to simply
as the “wait time.”

Figure 4.1 shows that, overall, 75% of TNC passengers waited six minutes or less for a ride, while
58% of taxi passengers received a ride within the same amount of time>. Additionally, a key dif-
ference in wait time patterns is seen by looking to the number of rides that took 20 minutes or
more to arrive to passengers’ requested pick-up location. In total, roughly 6% of taxi passengers
(or 1in every 17) waited more than 20 minutes for taxi service during the first four months of
the Pilot. As was previously explained, TNCs and taxis provide similar services but do so through
different means. In comparing TNC and taxi wait times, it is important to understand the differ-
ent types of taxi trips that are analyzed in this report. All TNC trips must be requested through a
TNC app and rides are provided on-demand by the nearest TNC driver. Taxi service may similarly
be requested on-demand through a taxi’s dispatch service (via telephone or for some, via smart-
phone app), but may also be pre-arranged through advance reservation.

Figure 4.1 - Distribution of Wait Times
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®> Only 74% of on-demand taxi data and 65% of reserved ride data had a valid wait time to be analyzed. Wait times
were typically calculated as the difference between “call time” (for on-demand rides) or “pickup time” (for re-
served rides) and the “driver on-site time”. In some instances, wait times were not able to be calculated due to
blank “driver on-site” fields (it is unclear why some of the data records were missing values). In other instances, the
dispatching system of the taxi company was not able to determine the “driver on-site time”. Despite these missing
data points, the number of complete records represents a large sample size, and this sample data was consistently
distributed. As a result, PBOT is confident that the data submitted was an accurate baseline for which to extrapo-
late to the entire taxi industry.
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Figure 4.2 shows the average wait time by month for all TNC and taxi trips. For Figure 4.2, taxi
on-demand service and reserved ride service have been combined, but are shown separated in
Figure 4.3. While it may be expected that reserved taxi trips would not have wait times, Figure
4.3 indicates that wait times for reserved trips often averaged at least two minutes®.

Figure 4.2 - Average Monthly Wait Times
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Figure 4.3 - Breakdown of Taxi Wait Times
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Comparing average wait times by time-of-day and by originating ZIP code area (Figures 4.4 - 4.6
on the next page), reveals that TNCs and taxis had similar wait time patterns. However, TNCs
had consistently shorter wait times at nearly all times of the day and across nearly all ZIP code
areas, including popular business district areas such as Belmont/Hawthorne (97232), Clinton/Di-
vision (97214) and Albina (97227), and at the airport (ZIP Code 97218). TNCs and taxis generally
had longer wait times in areas further from the city center.

6 Data from reserved ride records for the month of May was omitted due to inconsistencies with data reporting.
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Figure 4.4 - Average Wait Times by Originating ZIP Code
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Figure 4.5 - Average Wait Times by ZIP Code
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Figure 4.6 - Average Wait Times by Time of Day
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Figure 4.7 and 4.8 compare wait times to passenger demand by time-of-day. For TNCs, wait
times stayed generally consistent throughout the day, and actually decreased during periods of
high-demand (the evening hours).

Figure 4.7 - TNC Demand and Wait Time
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Figure 4.8 - Taxi Demand and Wait Time
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These consistent and relatively short wait times may be credited to the TNCs’ use of dynamic
pricing, or surge pricing, which incentivizes more drivers during periods of high demand. On the
other hand, demand for taxi service was relatively consistent during the daytime hours, but wait
times varied throughout the day. Not enough data or information is currently available to make
conclusive correlations, but factors that have been cited as impacting wait times include how
taxi driver shifts are scheduled, which may not reflect real-time changes in consumer demand.

Additionally, the types of dispatch systems utilized by TNCs and taxi companies may impact wait
time patterns. TNCs utilize a dispatch system primarily based on proximity of driver to passenger.
In contrast, most taxi companies utilize a zone dispatch system to respond to passenger requests
based on a queue of drivers waiting for a fare. This type of dispatch system may provide more
equity for taxi drivers, but not necessarily more efficiency, and may contribute to longer wait
times.
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5. RIDE DURATIONS

Average ride durations’ were similar between on-demand taxi and TNC trips, as can be see in
Figure 5.1. Most of the taxi and TNC rides provided from May to August had durations of 12
minutes or less. Additionally, taxis and TNCs provided a notable number of ride with durations
of 40 minutes or longer, which were likely trips to and from the Portland International Airport or
to and from surrounding suburbs.

Figure 5.1 - Distribution of Ride Durations
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Figure 5.2 - Ride Durations by Time of Day

20:00
18:00
16:00
14:00
12:00
10:00
,’\7’(0 ,‘3’*’& &d\ ,\,Qé\ ,%Q& ,%Q‘Q ,«Q‘(\ qQ‘(\ &6\ @<° ,q;z»& &
b’z’((\ %? Q,bd\' Q,Q((\ q,Q((\ bi‘?((\ Q,Qd\ q,Q<° ,\/QQ‘(\ ®6®§& rL'b’\(\ b;a‘o
Taxi TNC

7 For TNCs, ride duration is defined as the time between when the driver officially began the ride on the app plat-
form and when the ride officially ended. For taxis, ride duration is defined as the time between when the meter
was turned on and when the meter was turned off.
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Figure 5.3 displays taxi and TNC ride durations by originating zip code area within the city. For
both taxis and TNCs, trips originating closer to the center of the city generally had shorter ride
durations. Conversely, taxi and TNC trips that originated further from the center of the city had
longer ride durations.

Figure 5.3 - Average Ride Duration by Originating ZIP Code
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By August, average ride durations for taxi and TNC service were almost identical, as seen in
Figure 5.4.

Figure 5.4 - Average Ride Duration by Month
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6. ACCESSIBLE TRANSPORTATION

Seniors and people with disabilities often require special accommoda-
tions and assistance to access and utilize transportation services. The
Americans with Disabilities Act (ADA), a landmark civil rights bill enact-
ed by Congress 25 years ago, prohibits discrimination, guarantees that
people with disabilities have the same opportunities as those without
disabilities and requires that government agencies and public services
provide reasonable accommodations to people with disabilities.

The National Commission on Disability (2015) explains that, “[Private for hire transportation
services] may not charge higher fares for passengers with disabilities; they may not refuse to
serve a passenger with a disability who can use a taxi sedan {including people who use wheel-
chairs); the may not refuse to stow a wheelchair or other mobility devise in the trunk of a sedan
or impose a special charge for doing so; and the must accept passengers traveling with service
animals.”

In the 2015 report, Transportation Update: Where We've Gone and What We've Learned, the

National Commission on Disability (NCD} finds that, “Since the 2005 NCD report, wheelchair-ac-
cessible taxis have become more available in larger communities around the country. Cities with
accessible taxi services include, Chicago, Boston, San Francisco, Miami, Las Vegas, and Portland.”

Portland is one of the first U.S. cities to adopt wheelchair accessible vehicle {WAV) requirements
for taxi companies, some of which may be credited to TriMet’s efforts to become compliant
with the ADA requirements established in the mid-1990s. TriMet began partnering with taxi
companies to provide stop-gap transportation service to people with disabilities, and TriMet
maintains contracts with several taxi companies and other transportation operators to this day
to supplement ADA transit service.

There are, in fact, several transportation options currently available to Portlanders with
disabilities: privately-owned and operated vehicles, transportation service provided by TriMet
and the TriMet LIFT paratransit program, Medicaid-funded, non-emergency medical transporta-
tion services (under the local authority of Coordinated Care Organizations) and private for-hire
transportation service to consumers. However, the availability and accessibility of these options
varies greatly depending on the specific needs and resources of individual consumers and the
overall demand for these services at any given time.

People who need wheelchair accessible vehicles (WAVs) often experience substantially greater
challenges in accessing those vehicles. Privately-owned, consumer-operated WAVs can be cost
restrictive, particularly given that Americans with disahilities experience poverty at twice the
rate as those without disabilities. Cn average, American households with an adult member with
a disability earn nearly 40% less than households without an adult member with a disability
(U.S. Senate Committee on Health, Education, Labor & Pensions, 2014).

TriMet is mandated by the ADA to provide reascnable accommodations to those who are un-
able to use TriMet buses and/or light rail scme or all of the time due to a disability or medical
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condition. TriMet’s LIFT paratransit service is a shared-ride public transportation service and is
generally regarded as reliable, but the service requires advance reservation and is only available
within the TriMet service district during regular hours of TriMet operations (4:30am-2:30am,
seven days a week). TriMet LIFT service is federally and locally subsidized so that the cost to
consumers is significantly reduced. Qualifying users are eligible for discounted “LIFT Paratransit”
or “Honored Citizen” passes.

Similarly, WAV fares for private for hire transportation are regulated so they are the same as
non-WAV fares. However, private for-hire transportation operators report that WAV trips take
longer and cost up to $30 and $40 more than non-WAV trips. These additional operating costs
have been absorbed by the overall operating costs to taxi companies and most recently TNCs.
However, several Portland taxi companies have mitigated those higher operational costs by
markedly subsidizing retail WAV service through contracting taxi WAVs to other transportation
service providers, including paratransit, mass-transit operators, and non-emergency medical
transportation brokers. That has had the unintended consequence of further confining the al-
ready limited availability of wheelchair accessible transportation service in Portland.

History of Wheelchair Accessible PFHT Regulations

Shortly after Congress passed the Americans with Disabilities Act in 1990, TriMet began devel-
oping and implementing ADA policies and protocols, in many ways setting the national pace for
improving transportation options for people with disabilities. At the same time, the City set a
goal for taxi companies to increase the size of their respective wheelchair accessible fleets to

a minimum of 20% of each company’s total fleet. The WAV fleet requirement was intended to
ensure that taxi companies could meet demand for WAV service from consumers requesting
retail transportation service and from other transportation operators needing additional WAV
capacity, including TriMet.

Maintaining an operational fleet of WAV taxis proved to be challenging for most taxi compa-
nies, largely because of the higher initial and ongoing costs of WAV service compared to tradi-
tional taxi sedan service. In 2003, the PFHT Board and a coalition of taxi companies developed
an agreement to form a central WAV dispatch broker between taxi companies. Pooling WAV
resources and utilizing a centralized WAV broker was expected to be a more efficient and cost
effective method to provide WAV service to the community.

This centralized and shared WAV-fleet agreement, known as the Portland Accessible Cab Associ-
ation (PACA), was finalized and began operating in June 2004. Under the PACA agreement, 10%
of a participating taxi company’s fleet needed to be WAVs, instead of the 20% that was other-
wise required. Unfortunately, this centralized model proved challenging to coordinate and was
formally disbanded in December 2012. However, not all taxi companies that had participated in
the PACA brought their fleets back in to compliance with the 20% WAV requirement. The PFHT
Board began considering increasing WAV fleet requirements to 30% to improve WAV service,
but this requirement was never adopted. In years since the formal end of PACA, WAV taxi fleets
ranged from 10-20%. Today, Taxi WAVs constitute about 15% of all of Portland’s permitted taxi
vehicles.

In July 2014, the PFHT program was transferred from the Revenue Bureau to the Portland
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Bureau of Transportation to better align with the City’s overall transportation policies and goals.
At the direction of Transportation Commissioner Steve Novick, the PFHT was asked to reevalu-
ate all pending permit applications for new and existing taxi companies. After review, the Board
voted in February 2015 to approve all 242 requested taxi vehicle permits from the six existing
taxi companies in Portland. The Board added a condition to the additional vehicle permits,
requiring that taxi companies bring their fleets into the 20% WAV compliance requirement prior
to the approval of additional taxi sedan permits.

A special PFHT Innovation Task Force was convened by Commissioner Novick in January 2015

to review existing PFHT regulations and to recommend regulatory changes to ensure public
safety, improve service and ensure a fair, competitive market for companies and drivers. The
Task Force, independent of the PFHT Board, recommended that service performance standards,
not fleet vehicle requirements, would provide a better and more efficient means of ensuring
PFHT WAV service to people with disabilities.

The PFHT Innovation Pilot Program, approved by Portland City Council in April 2015, supports
this recommendation. In order to transition the PFHT industry from a WAV fleet requirement

to service performance standards largely tied to response times and service requests, three
provisions are included in the Pilot Program: one, lower WAV fleet requirements for taxi
companies (10%); two, the expanded use of permits for non-emergency transportation vehicles;
and three data-informed performance standards for TNCs.

Wheelchair Accessible Vehicle Trips

Accessible transportation service to passengers with disabilities has been an important and
closely monitored service during the Pilot Program. The PFHT Program requires that all taxis and
TNCs accommodate requests for service from people with disabilities, including those who are
accompanied by a service animal and those needing wheelchair accessible vehicles (WAV).

Figure 6.1 - TNC and Taxi WAV Service
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During the four-month initial pilot period, TNCs provided 400 WAV rides, while taxis provided
2,600 WAV rides. Figure 6.1, above, shows the change in WAV rides for both TNCs and taxis over
the course of the pilot program. Taxis provide two types of dispatched WAV service: reserved
pickups and on-demand pickups®. TNCs, however, only provide on-demand WAV service. Inter-
estingly, reserved taxi WAV rides constitute only 35% of the taxi WAV service, while the remain-
ing 65% of taxi WAV trips were requested on-demand. Over the course of the pilot program,
on-demand taxi WAV rides decreased 8% from an about 430 per month to 395 per month, while
reserved taxi WAV rides increased 26% from 200 per month to 250 per month.

TNC WAV service decreased over 70% Figure 6.2- TNC WAV Service
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The breakdown of WAV trips by originating ZIP code area can be seen in Figure 6.3, below. A
large portion of taxi WAV trips originated in areas with several medical offices, whereas no clear
TNC WAV ridership patterns are apparent.

Figure 6.3- TNC and Taxi WAV Service by Originating ZIP Code

TNC Taxi - On-Demand Rides Taxi - Reserved Rides

[Rides [ <25 [ 25-49 [N 50 -7+ [N 75- o0 [N 100+

& This does not include SAT or any other contracted WAV service.

page 27



7.1-83 APPENDIX 1

Although taxis provided siginficantly more WAV trips than did TNCs, on-demand taxi WAV trips
had consistently higher wait times compared to TNCs WAV trips. Additionally, while average TNC
WAV wait times increased since the beginning of the pilot period, August wait times were still
nearly seven minutes shorter than on-demand taxi WAV trips. Despite their longer wait times,
taxis have been able to improve average WAV wait times over the past four months, reducing
wait-times by nearly four minutes for on-demand WAV service.

Contrary to the short wait times for reserved non-WAV taxi trips, reserved WAV taxi riders still
experienced significant wait times despite arranging service in advance (see Figure 6.4). Of the
total reserved WAV taxi trips, about 15% of riders waited 30 minutes or more after their sched-
uled pickup-time and before a taxi WAV arrived. For on-demand WAV taxi rides, this proportion
jumps to about 35%. Only 4% of TNC WAV riders waited more than 30 minutes for a TNC WAV to

arrive.
Figure 6.4- Average Monthly WAV Wait Times
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7. TNC UNFULFILLED AND TAXI INCOMPLETE TRIPS

TNC unfulfilled rides are rides that are actively requested by a customer, but never fulfilled
because there were no vehicles available. From May to August, unfulfilled TNCs rides decreased
noticeably, as seen in Figure 7.1. In May, unfulfilled TNC rides made up about 6% of total ride
requests, and dropped to roughly 2% by the end of August.

Figure 7.1 Unfulfilled TNC Rides as Proportion of Total Requests
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O% I
0.0% . . .
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Incomplete taxi rides refer to rides that are either actively canceled by consumers, or are rides
that were requested but the consumer is not present at the requested pick-up location. Incom-
plete taxi trips decreased slightly during the Pilot Program (Figure 7.2) from roughly 17% of total
taxi requests in May to roughly 15% of total taxi requests in August. This decrease is largely
attributed to a reduction in canceled rides, which decreased 1.7 percentage points over the
course of the pilot program.

Figure 7.2 Incomplete Taxi Rides as Proportion of Total Requests
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8. COMPLIANCE

PBOT’s PFHT program has established new policies and protocols to ensure compliance with all
program rules and regulations. The objective of the procedures is to inspect, educate and to en-
force compliance. A key element to achieving compliance is the ongoing education, particularly
when adapting to new regulations. This is true not only for permitted companies and drivers, but
for compliance staff, law enforcement and the general public. The program primarily uses three
methods to seek compliance: one, random certification audits; two, regular field compliance
inspections; and three, complaint investigations. Consequences of violating pilot rules and reg-
ulations range from warnings to civil penalties that escalate with recurring offenses and permit
suspension or revocation.

As a condition of a City of Portland Permit, taxi companies and TNCs must adhere to minimum
standards of service that included the following:

e Permitted taxi and transportation network companies must remain in operation 24
hours each day and be capable of providing reasonably prompt service in response to
requests at all times.

e Acceptance of any request made by any passenger of proper demeanor for taxi and TNC
service received from any location within the City, including requests made by persons
with disabilities and requests for wheelchair accessible service, is required.

e Taxiand TNC operators must reasonably accommodate passengers with service animals.

e All PFHT operators must adhere to a zero tolerance drug policy. The use of tobacco
products is prohibited in any PFHT vehicle.

e No person may provide private for-hire transportation after engaging in more than 14
hours of commercial activity in any given 24-hour period.

e All vehicles must be kept clean and in good appearance and good repair. Additional-
ly, vehicles must be equipped with all required components, including a hands-free
accessory for mobile devices, a standard first aid kit, and a fire extinguisher.

To ensure that all City of Portland requirements are met during the pilot program, random
audits are routinely conducted and include review of drivers’ criminal history and motor vehicle
records, vehicle safety and condition certification, insurance coverage, and business license
registration. The privilege of driving for a permitted taxi company or TNC is immediately sus-
pended if drivers or vehicles fail to comply with pilot program rules. Violations identified during
an audit are investigated and corrective action—which may include the issuance of penalties or
a revocation of permit—is taken.

Regular field compliance inspections are conducted by regulatory staff to ensure operation-

al compliance by taxi and TNC operators. These actions entail staff ride-alongs to ensure that
vehicles are in good condition, are properly equipped with required signage or trade-dress, a
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hands-free accessory for mobile devices, and a first aid kit and fire extinguisher. Staff also docu-
ment compliance with requirements for vehicle registration, insurance documentation, business
license registration, driver conduct and WAV availability. Adherence to hailing and queuing rules,
driver conduct are also monitored and audited.

Throughout the Pilot Program, regulatory staff found taxi companies, TNCs, and their respective
drivers and vehicles to be in substantial compliance with PFHT requirements. A notable excep-
tion pertained to the availability and reliability of WAV service for taxis and TNCs. Early into the
Pilot, staff documented limited availability of taxis WAVs and a concerning lack TNC WAVs. From
May to August, however, WAV availability greatly improved. Staff continue to closely monitor the
availability of WAV service and will issue penalties if any company is found to be out of compli-
ance with accessibility requirements.

Finally, staff investigate and resolved consumer and other complaints reported to the PFHT
Program. Since the beginning of the pilot program, PFHT has received 18 complaints. Complaints
regarding PFHT operators in the City of Portland may be submitted to the following:

Through email at pdxrides@portlandoregon.gov

By calling 503-865-2486

Online at portlandoregon.gov/pdxrides

In writing by mail or fax: PO Box 8572 Portland, Oregon 97207 or 503-865-9022 (fax)
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9. ADDITIONAL CONSIDERATIONS

Beyond ridership patterns and PFHT trip trends, the Portland Bureau of Transportation will
continue to monitor other factors that may be impacted by the PFHT industry, including impacts
on traffic and congestion, carbon emissions, TriMet ridership, and DUII arrest rates. At this time,
however, not enough data or information is available to make conclusive determinations on the
impact of PFHT regulatory and market changes on those factors. Data from TriMet and the Port-
land Police Bureau is readily available and present in Figures 9.1 and 9.2, below. The Bureau will
continue to work with industry stakeholders and community partners to better track and ana-
lyze other considerations, which will be presented in subsequent annual PFHT market reports.

Figure 9.1 - TriMet Weekly Boardings (MAX and Bus)
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Figure 9.2 - DUII Statistics from Portland Police Bureau

2014 DUII Arrests 2015 DUII Arrests % Change
April 145 106 -27%
May 147 99 -33%
June 90 108 17%
July 105 108 3%
August 140 131* -6%

*The Portland Police Bureau may not have all DUII arrest data entered for August of 2015

In April of 2015, the Portland Police Bureau began using a new records management system. At
this juncture, the Police Bureau is still reconciling records between the old “PPDS” system and
the new “RelJINS” system. For this and a variety of statistical analysis reasons, DUII arrest trends
cannot be attributed to changes in the PFHT market.
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10. SUMMARY

The data presented in this report was an analysis of taxi and TNC rides completed between May
1st and August 31st. As part of their business model, taxis are able to provide three distinct
services (on-demand rides, reserved rides, and street hails) while TNCs only provide on-demand
pick up rides.

Overall retail taxi service decreased 16% since the beginning of the Pilot Program. This overall
decrease was the result of a 16% decrease in on-demand service and a 24% decrease in street
hail service. Taxi reserved ride service remained steady throughout the pilot.

Despite a 16% reduction in retail service from the taxi companies, the combined taxi and TNC
segment of the Private for-Hire Transportation business grew 40% during the course of the four-
month Pilot Program. The increase in ridership was due entirely to the addition of TNC service in
Portland, which increased 125% since May. It is important to note that growth in TNC ridership
was partly the result of pent up demand for service, and partly a result of latent demand for ser-
vice. After the substantial growth seen in the first four months of the Pilot program, it is unclear
when TNC ride numbers will plateau and stabilize.

Two key positive highlights from this report focused on service to East Portland and Accessible
Transportation. East Portland, which is an area typically underserved in many aspects, especially
transportation, saw a nearly 50% increase in taxi and TNC service during the four-month Pilot
Program. For Accessible Transportation, TNCs were able to consistently provide WAV service
with the lowest wait times. Concurrently, taxi on-demand WAV service reduced their wait times
by 5 minutes on average.

In many respects, taxi and TNC service had similar patterns across a variety of performance
metrics, both taxis and TNCs provided the greatest number of rides in areas closest to the City
Center, but TNCs tended to provide a greater proportion of their service in this concentrated
area than taxis. Important distinctions are also found. Both TNCs and taxis saw peak ridership
during the weekends, coupled with lower numbers during the weekdays. Taxis tended to provide
the most of their service during the afternoon (12 pm - 5 pm) and overnight hours (2 am - 6am),
the latter of which were likely due to travel for early morning airport flights. In contrast, TNCs
tended to provide their greatest level of service during the evening and late night hours (8 pm -
2 am).

TNCs provided consistently shorter wait times than did taxis, with average wait times at the end
of the Pilot Program just over four minutes, while taxi wait times averaged just under eight min-
utes. Over the four months, taxis were able to reduce average wait times by about one minute.
Overall, ridership within Portland increased markedly in just the first four months of the Pilot.
From May to August, ridership increased by 40%, suggesting that consumer demand for retail
transportation service is now being much better served by Portland’s taxi companies and TNCs.

page 33



7.1-89 APPENDIX 1

11. REFERENCES

National Council on Disability. (2015). Transportation Update: Where We’ve Gone and What
We’ve Learned. Washington, DC: U.S. Government Printing Office.

U.S. Senate Committee on Health, Education, Labor & Pensions. (2014). Fulfilling the
Promise: Overcoming Persistent Barriers to Economic Self-Sufficiency for People with Disabilities.
Washington, DC: U.S. Government Printing Office.

Report prepared by:

Colleen Caldwell, Portland Bureau of Transportation
Bryan Hockaday, Office of Commissioner Steve Novick
Dave Benson, Portland Bureau of Transportation
Mark Williams, Portland Bureau of Transportation

Special thanks to:

Leah Treat, Portland Bureau of Transportation
Ken McGair, Office of the City Attorney
Nickole Cheron, Office of Neighborhood Involvement
Judith Mowery, Office of Equity and Human Rights
PFHT Innovation Task Force

page 34



APPENDIX 1

PRIVATE FOR-HIRE TRANSPORTATION INNOVATION TASK FORCE

RECOMMENDATIONS ON TAXIS AND TNCs
AUGUST 11, 2015

These recommendations focus on the City’s management and regulation of taxicabs and Transportation
Network Companies (TNCs). Recommendations on Limited Passenger Transportation (LPT) companies
and non-vehicular forms of private for-hire transportation (e.g., jitneys, pedicabs) are yet to be
developed.

Except where indicated:
e Recommendations apply equally to taxis and TNCs.
e Phase 1 recommendations are unrevised.

l. TASK FORCE CHARGE AND GUIDING PRINCIPLES

CHARGE

The Portland City Council, acting through the Office of the Mayor and the Office of Commissioner Steve
Novick, convened the Private For-Hire Transportation Innovation Task Force (Task Force) in December
2014 to review and evaluate the service performance and regulatory framework of Portland’s private
for-hire transportation (PFHT) industry, and provide guidance and recommendations to the City Council
regarding how the industry should evolve and respond to new developments in the industry, including
the entry of Transportation Network Companies (TNCs). The Task Force, assisted by Cogan Owens
Greene as a neutral Facilitator, has been asked to study available information, develop written
recommendations, and submit its written recommendations to the Commissioner and City Council.

GUIDING PRINCIPLES

= Avariety of modes of private for-hire transportation are accommodated.

= Anenvironment is created so that taxi and TNC companies and drivers are able to compete based
on efficient and effective delivery of services to passengers.

= No competitive advantage is granted to any provider for excluding classes of passengers or opting
out of compliance with City, State or Federal standards.

=  The ability for taxi and TNC drivers to earn a living wage is promoted.

= Reliable, timely and equitable services for all passengers and destinations in Portland are provided
by both taxis and TNCs, including for disabled passengers.

= A realistic and effective enforcement component insures that T/TNCs and Drivers meet standards,
regulations and codes.

RECOMMENDATIONS RELATED TO TAXIS AND TNCs
PORTLAND PRIVATE FOR-HIRE TRANSPORTATION INNOVATION TASK FORCE
August 11, 2015 Page 1
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Consistent reporting from all for-hire entities is required.

Regulations do not operate as a barrier to marketplace innovation.

PFHT PROGRAM FRAMEWORK

ASSIGNMENT OF RESPONSIBILITIES

1.

Institute a PFHT framework in which all taxi and TNC companies with 15 vehicles or more are
responsible for all aspects of regulatory compliance and certification, with data collection and
analysis, compliance monitoring and enforcement, and education as the City’s primary
functions. For companies with 15 vehicles or less, provide a City permitting and certification
program.

For each regulatory requirement, PBOT will, through administrative rule or other written notice,
prepare specific standards to be met by PFHT companies and drivers including, but not limited
to:

=  Specific measurable compliance metrics for each regulation

=  Measurement methodology

=  Frequency of compliance measurement

= Required data from PFHT companies

= Allowable variances based on relative impact of non-compliance.

Continue the pilot project assignment of permit authorization to the Commissioner-in-Charge;
may be delegated to PBOT but not to PFHT Board.

PFHT ADVISORY COMMITTEE

4.

Disband the existing PFHT Board and establish a PFHT advisory committee that is advisory to
PBOT and the Commissioner-in-Charge, with joint annual reporting by PBOT and the Committee
to City Council on the functioning of the PFHT program.

Ensure that the advisory committee includes diverse membership reflective and knowledgeable
of the PFHT industry, including taxi and TNC companies.

Include Portland Police Bureau representation and consider adding representatives from the
Portland Commission on Disabilities and an at-large community member with a disability.
Among its responsibilities, PBOT may request that the advisory committee review criteria for
demand studies, ensure that there is a transparent process for public engagement, and assess
current market conditions and emerging trends.

Establish as a core function of the group identifying ways of ensuring accessibility for all persons
to all forms of PFHT transportation.

Institutionalize equity considerations into the group’s decision-making process.

RECOMMENDATIONS RELATED TO TAXIS AND TNCs
PORTLAND PRIVATE FOR-HIRE TRANSPORTATION INNOVATION TASK FORCE

August 11, 2015 Page 2
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C. PROGRAM FUNDING AND STAFFING

10.

11.

12.
13.

14.

Utilizing a sliding-scale, cost-recovery based approach, ensure adequate and consistent funding
to implement all aspects of the PFHT program. Calculate and include in PBOT budget requests
the full cost of establishing and staffing a permanent structure capable of administering
permitting functions that remain within the City purview, setting standards, measuring
compliance, following up with supplementary reviews for compliance, sanctioning for non-
compliance and managing the compliance function.

Establish a “Cost of Compliance Measurement” document that describes workload hours and
overhead for measuring compliance for use in calculating charges for follow-up compliance
testing.

Assess the calculated cost of the program to PFHT companies in an equitable manner.

To the extent legally permissible, direct revenue from enforcement actions to the PFHT
program.

A successful PFHT program will require sufficient and adequately trained staffing to support
program administration, compliance monitoring and enforcement. City Council and PBOT need
to ensure that the PFHT program has the staffing necessary to fully and effectively design and
implement the recommended PFHT program.

D. COMPLIANCE/ENFORCEMENT

15.

16.

17.

18.

19.

20.
21.

Implement a program for compliance by companies and drivers with PFHT regulations that
includes:

= Certification by companies of conformance to City standards for permitting drivers.

= Random certification audits for all regulatory requirements.

= Field compliance actions.

=  Complaint investigations.

Prepare a penalty matrix based on impact, degree and frequency of non-compliance. The
schedule of penalties for non-compliance should be based on an escalation concept, with
consideration given for improvements in compliance or increased penalties for continuing non-
compliance.

=  Failure to comply findings are cumulative and across all regulatory monitoring.

=  Providing false information about WAV service will result in automatic penalty.

= Failure to provide required data is considered non-compliance.

Generally levy penalties against companies rather than drivers, while providing PBOT flexibility
to level penalties against drivers when appropriate (e.g., rogue drivers). Leave it to the
companies to determine how drivers reimburse their companies for penalties assessed.

In assessing penalties and other enforcement actions, follow established City procedures of
appeal to the City’s Code Hearings Officer, with subsequent appeal to Multnomah County Court.
Subjects of random sampling and other compliance measurement will be at the sole discretion
of the PBOT Director.

Enable companies to voluntarily request audits without risk of penalty.

Continue to engage the Portland Police Bureau in discussing enhanced police involvement in
enforcement of PFHT regulations.

RECOMMENDATIONS RELATED TO TAXIS AND TNCs
PORTLAND PRIVATE FOR-HIRE TRANSPORTATION INNOVATION TASK FORCE
August 11, 2015 Page 3
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E. REVIEW, EVALUATION AND REPORTING PROGRAM
22. Establish a clearly-described process to assess the performance of the PFHT program in

achieving its objectives at established intervals of time, e.g. one and two years, or as soon as
data and/or market conditions suggest the program needs to be evaluated to avoid unintended
consequences.
23. Provide an annual report to City Council on the functioning of the PFHT program. Actively
involve the PFHT advisory committee in the annual reporting process and include the Portland
Commission on Disability in the review of the accessible services portion of the program.
24. Develop performance measures to assess both positive and negative conditions such as but not
limited to:
= Increased or decreased levels of congestion directly attributable to larger concentrations of
PFHT vehicles in certain areas of the City.

= Effects on PFHT drivers and/or companies attributable to unrestricted numbers of vehicles
operating in the market, especially on smaller companies.

=  Whether there is a shortage or an excess in the supply of vehicles to meet demonstrated
demand.

= Accessibility service goals and standards.

=  Adequacy of revenues to fund administration of the PFHT program.

= Safety concerns.

=  Environmental quality.

F. DATA REPORTING
25. As a condition for maintaining PFHT permits, require PFHT companies to provide all data
identified by PBOT as essential to assess PFHT program performance and compliance with
program regulations. Required data specifically includes but is not limited to:

= Data on dispatched trips, street hail trips and pre-scheduled trips
= Data sufficient to demonstrate 24/7 citywide coverage
= Data on ride requests that are not filled.
26. Require submittal of data in formats and on a schedule established by PBOT; ensure that data

formats and reporting protect company and driver privacy.
27. Delete existing Code requirements and specify data requirements via administrative rule.

G. COMMUNICATIONS AND EDUCATION/TRAINING
28. Provide a continuing program of education and training to companies and drivers on PFHT
regulations, performance measures and standards, and other aspects of the program. Include
on-line skills testing opportunities.
29. Ensure that the PFHT regulatory/compliance framework is easy for the industry to understand
and easy for the City to administer.

30. Require defensive driving training to be completed by all PFHT drivers prior to drivers operating
permitted vehicles.

RECOMMENDATIONS RELATED TO TAXIS AND TNCs
PORTLAND PRIVATE FOR-HIRE TRANSPORTATION INNOVATION TASK FORCE
August 11, 2015 Page 4
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31. Re-evaluate the requirement that other types of driver training (per National Highway Traffic
Safety Administration standards) be completed within 120 days of receiving a permit.

lll.  OPERATION OF THE PFHT PROGRAM

A. CAPS ON NUMBER OF PFHT PARTICIPANTS (COMPANIES, VEHICLES, DRIVERS)
1. Establish no cap on the number of companies, drivers for, or vehicles operated by a permitted
taxicab or TNC company.

B. PERMITTING
2. Continue to apply Pilot Project direction for permitting companies, drivers and vehicles based
upon a shift in responsibility for permitting and certification from the public to the private sector
and a sliding-scale, cost-recovery based permit fee program based on the number of vehicles
under permit to a company.
3. Require proof of drivers’ businesses licenses be provided to PBOT as part of certification.
4. Assess permitting fees to companies, rather than drivers.

C. FARE RATES/PRICING

5. Establish no cap on fares for any taxi or TNC company and allow dynamic fare rates.

6. Eliminate the requirement for a minimum taxi fare, except that if any company chooses to have
a minimum fare it cannot exceed $5.00.

7. Require all PFHT companies to register their base fares with PBOT.

8. Prohibit surge pricing during emergencies declared by the Mayor pursuant to City Code
15.04.040 and at all times for WAV vehicles.

9. Require that electronic or hard copy receipts be provided to passengers at completion of rides
and require all PFHT companies to maintain records of all fares.

10. Re-evaluate regulations on fares at specific intervals of time to determine if a short-trip subsidy
program is justified.

D. SIGNAGE/NOTICES
11. Continue to apply Pilot Project direction except, to aid both visibility to customers and to law
enforcement, require front and back trade dress for all PFHT vehicles that is clearly visible at a
distance of no less than 50 feet. Authorize PBOT to modify or develop additional vehicle signage
requirements if appropriate to ensure visibility to riders and for enforcement.
12. For purposes of passenger and driver safety, require digital security camera systems in any
taxicab that accepts hailed rides.

13. Require inclusion of drivers’ business license numbers and company complaint phone numbers
on apps.

RECOMMENDATIONS RELATED TO TAXIS AND TNCs
PORTLAND PRIVATE FOR-HIRE TRANSPORTATION INNOVATION TASK FORCE
August 11, 2015 Page 5
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Apply pilot project requirements for cameras or digital records to all PFHT companies.

E. HAILING

15.
16.
17.

IV.

Continue to prohibit street hailing anywhere for TNCs.

Continue to prohibit parking in designated taxi zones for all PFHT vehicles except taxis.

Assess an automatic fine against PFHT vehicles except taxis that are documented as accepting
street hails or parking in designated taxi zones. If more than one violation by the same driver
occurs within a 12-month period, automatically suspend the driver for one year.

EQUAL ACCESS TO SERVICE

A. ACCESSIBLE SERVICES

1.

Reiterate that the City assumes that all Federal and State ADA requirements will be met by all

PFHT companies.

Require that all PFHT companies provide Wheelchair Accessible Vehicle (WAV) service 24/7,

either though use of their own vehicles or by contracting for this service. Taxi and TNC

companies must provide this service 24/7.

During an initial monitoring period of no more than one year, establish no minimum WAV fleet

size. Re-evaluate the WAV program at that time.

Functional Standards: Recognizing that not all vehicles in circulation may meet all standards,

establish functional standards for WAV vehicle capacity, loading/unloading, and other features

essential to safe and convenient transport of wheelchair users. Functional standards should

address:

= |nterior vehicle configuration that allows for optimal passenger seating for at least one
additional passenger.

=  Protocols for safe loading (out of traffic).

= Safety features, e.g., 4 point tie down, shoulder belt.

=  Accommodation of forward facing of wheelchairs.

Performance Standards: Require all companies to demonstrate that they meet or exceed

performance standards for WAV service:

= Response Time : Response time means the time between receipt of a request for private
for hire transportation (by phone, mobile app, email, SMS or other means of communication
but not including street hails or prearranged requests) and the arrival of a taxi or TNC
vehicle at the rider’s location.

= Performance Objective: The average Response Time for all requests for non-accessible
private for hire transportation shall be periodically determined by the City using an [n]
minutes or less, 95% percent of the time formulation (where [n] is the baseline). The
average Response Time for all requests for accessible private for hire transportation shall be
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[baseline x 2] minutes or less, 95% percent of the time (implemented within one year of
adoption).

= |napplying a performance objective for response time, recognize that some parts of the City
may be served slower due to factors such as geography and population density.

6. Fractal Compliance: Evaluate compliance based on the percentage of time a company achieves
the response time goal. This approach recognizes that there will always be times when
something goes wrong — human error or accident. The City would then be able to differentiate
between a single ride failure and a company-wide service failure.

7. Pre-arranged Trips:

=  Require that pre-arranged trips be delivered as scheduled.
=  Require all companies to accommodate advance recommendations for WAV trips.

8. Communications:

= Require that dispatch services (whether app, phone, or internet) provide direct access to
WAV vehicles.

=  Provide mechanisms for direct communication between drivers and passengers (e.g.,
confirm need for WAV, provide ETA, and communicate re: ramp deployment).

=  Provide request and cancel ride options and complaint mechanisms that are accessible
across all platforms and across all disabilities.

= Ensure that directions on apps follow WC3 guidelines and American Disabilities Act Section
503 requirements. Apps must include an accessibility feature with instructions on how to
request a WAV.

= Require the driver to notify the passenger if expected ETA changes and do so as early as
possible.

=  Provide devices in all vehicles or apps for communication with hearing impaired/deaf
passengers (e.g., paper and pen, |-pad).

=  Provide payment options for passengers who have visual impairment (e.g., voice mode on
passenger-operated credit card machine).

9. Service Animals: Require accommodation of service animals in all PFHT vehicles.

10. Service to Non-Wheelchair Users: As needed, develop level of service standards applicable to
service to persons with disabilities who are non-WAV users.

11. Pricing: Prohibit surge pricing for WAV transportation and assess no additional charge for at
least the first additional passenger accompanying a WAV user.

12. SAT Vehicles:
= Authorize non-WAYV Specially Attended Transportation (SAT) vehicles that are operated by

permitted taxi companies to be used for any type of PFHT service.
= Authorize WAV SAT vehicles that are operated by permitted taxi companies to be used for
WAV use only.

13. Accessible Transportation Fund: To assist in financing WAV services, institute an Accessible
Transportation Fund that is used as an incentive to help ensure that the higher cost of providing
WAV trips is not a barrier to companies and drivers providing such trips. A goal is to incentivize
drivers, not just companies.
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Authorize the City to collect a per ride surcharge (e.g. $0.10) for all PFHT rides, including
WAV rides.

Develop a City-administered incentive program, with reimbursement to all PFHT companies
and/or drivers for the higher cost of WAV vehicles and trips. Reimbursement should be
based upon a per-ride multiplier (e.g., 275% x fare of comparable non-WAV ride).

As a condition of participation in the incentive program, require companies to provide the
City with documentation on each WAV trip provided.

Develop a program of routine auditing to authenticate the WAV trips provided.

Assess the viability and mechanics of the Fund on an annual basis. If the concept of a

centralized dispatch program is explored as an alternative, consult with the Commission on
Disabilities.

14. Training: Require companies to provide procedural, safety and communications training, with

15.

certification by PBOT of the training programs, for all WAV vehicle drivers, including driver
training in communications with persons with various forms of disability.

Data Collection: Establish a program for collection of data from TNCs and taxi companies on
WAV usage.

= To assist in establishing a baseline, request from taxi companies historic data (for the
two years preceding the pilot project) on WAV service.

= To facilitate the collection of data on non-availability of vehicles, require TNCs to advise
WAV requesters to record on the app when service is not available.

= Require reporting of unfilled requests for WAV rides by all companies.

B. CITYWIDE SERVICE
16. Maintain current requirements for service citywide, 24 hours per day, 7 days per week, for taxi

and TNC companies.

17. Except when a destination is more than 50 miles in distance, prohibit a PFHT company from

V.

refusing a fare already accepted, unless there is a real or perceived safety threat to the driver or
it conflicts with a company’s driver shift policy (vehicle is required to be returned by a specific
time due to a shift change).

SAFETY AND WORKING CONDITIONS

A. INSURANCE

1.
2.

Maintain pilot project insurance requirements for taxi and TNC companies and drivers.

When new insurance products become available, PBOT should investigate options to normalize
coverage between taxi and TNC companies to the extent practical.

Require taxi and TNC companies to provide primary insurance for all periods of coverage.

As part of their driver certification processes, require taxi and TNC companies to inform drivers

of the scope and limitations of insurance coverage, accident reporting procedures, and other
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insurance related requirements. Companies must advise their drivers that drivers' personal
automobile insurance may not permit the use of personal vehicles for commercial purposes and
that drivers need to consult with their insurance companies and lenders regarding such
limitations.

5. Require companies to certify with PBOT their programs of driver education on insurance
coverage and limitations.

6. Require TNC drivers to have available at all times in their vehicles for passenger and law
enforcement inspection hard copy proof of insurance for Periods 1-3.

B. DRIVER BEHAVIOR

Caps on Hours of Driving

7. Reduce current aggregated maximum of time on duty, including time “on duty” or “on app”, to
12 hours in any given 24-hour period. Responsibility for compliance rests with the driver, with
PBOT monitoring compliance on a spot-check basis.

8. Require companies to provide PBOT with data on “on duty” or “on app” times of their drivers,
tied to driver permit numbers.

Drug and Alcohol Policy

9. Continue to apply Code requirements for driver conduct to all forms of PFHT.

10. Specifically require TNCs to have and enforce zero tolerance policies.

11. Require that all companies submit their zero tolerance policies to the City for approval as part of
the permitting process.

12. Include monitoring that zero tolerance policies are in place and being enforced as part of PBOT’s
expanded monitoring in the new PFHT framework.

Other Aspects of Driver Conduct

13. Apply pilot project requirements to taxi and TNC companies.

C. EMPLOYMENT STATUS OF DRIVERS
14. No action by the Task Force is recommended absent direction from the State Bureau of Labor
and Industries (BOLI).
15. Irrespective of a BOLI determination, the City should investigate appropriate measures to
ensure PFHT drivers receive adequate wages and are afforded desirable working conditions.
16. If BOLI determines that drivers are independent contractors, explore other ways to upgrade
drivers’ status, including the concept of dependent contractor.

D. DRIVER FEES AND KITTIES
17. Require transparency in driver payments and fees assessed by PFHT companies.
18. Establish no limitations (floor or ceiling) on driver kitties or fees assessed by PFHT companies.
19. Driver kitties or fees assessed by companies cannot be greater for WAV vehicles than those
assessed for drivers of non-WAV vehicles.
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E. EMPLOYMENT OF PERSONS WITH DISABILITIES

Through a separate subcommittee process and in consultation with vocational rehabilitation agencies

and interests, assess options/feasibility of programs to encourage employment of persons with
disabilities within the PFHT industry.

VI.

OTHER CONSIDERATIONS

A. ENVIRONMENTAL FOOTPRINT

1.

No action is appropriate at this time as conclusive data is unavailable and will require time to
obtain.

Collect and analyze data PFHT companies for the specific purpose of assessing environmental
impacts and, at established intervals of time, e.g. one and two years, evaluate whether specific
measures are needed to address environmental quality. Develop performance measures for this
periodic evaluation.

Partner with PSU and other local institutions in the assessment of data on PFHT trips and users,
transit ridership, congestion, parking availability, distributional impacts (who benefits and who is
burdened), and other factors.

B. MOBILE DISPATCH SERVICES

4.
5.

Include in Code, definitions for “dispatch” and “third-party dispatch companies”.

Require third-party dispatch companies to be affiliated with permitted PFHT companies (or the
City if a centralized dispatch system is developed).

Develop authority for PBOT to permit and regulate third-party dispatch companies, including
prohibiting drivers from driving directly for such companies rather than a permitted PFHT
company.
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Evolution of the Private For-Hire
Transportation industry in Portland and the
current regulatory framework
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Early days of Portland’s Private For-Hire Industry

The City of Portland carries over a century of history in the Private For-Hire Transportation (PFHT)
industry. As long ago as the late 19" century, chauffeur-driven horse-drawn carriages, known as
cabriolets, were subject to regulation by the city, especially with the introduction of the horse-drawn
streetcar system. Horse-drawn streetcars gave way to steam-powered streetcars and eventually to
electric trolley cars. During this period, the individual chauffeur business saw the introduction of heavy