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KEY FINDINGS 

 

Ridesharing services generate significant benefits, but face regulatory 
challenges

•Digital platforms and Mobility as a Service (MaaS):
•Boost transport efficiency
•Reduce unnecessary trips 
•Enable better vehicle choice
•Lower energy use and vehicle emissions (especially when pooling)
•Provide the self-employment professional drivers more control over their schedule

Uber achieved fast expansion in Greece, from a modest market entry to a 
broad adoption, generating significant economic impact

•The taxi revenues from Uber rides generated directly €49 million of GDP in 2024
•€110 million total GDP impact for the Greek economy when the indirect and induced 

effects are included as well
•The total impact on employment in the economy corresponds to more than 6,900 FTEs

•Each taxi FTE creates 1 more job in the overall economy
•Uber rides boosted public revenues by €34 million in total

•As all Uber rides are digitally recorded, it is estimated that they lowered VAT revenue 
evasion by €6.6 million in 2024.

The ride-hailing legislation in Greece remains excessively restrictive

•3-hour minimum trip duration
•Return to garage requirement
•Minimum prices

The car fleet in the country is old and extremely dense

•Greece has a high and growing passenger cars fleet and limited transport infrastructure
•Greece currently has the oldest passenger car fleet in the EU (more than 17 years)
•Athens has one of the densest passenger car fleets, nearly 900 cars per 1 square Km.

Streamlining the legislation in line with that of most other EU countries would 
bring substantial benefits

•Portugal’s 2018 reform achieved significant results
•Turnover in the sector reached €1 billion in  2024, by €284 million higher than in Greece
•It was lower by 24% before the reform
•Waiting times declined and service availability expanded

The excessively restrictive ride-hailing legislation in Greece should be 
streamlined to improve urban transport’s efficiency and sustainability

•If Greece catches up with Portugal turnover in the taxi sector (incl. PHVs) could go up by 
40%

•Additional economic impact (direct, indirect, induced effects): €318 million of GDP & 6.000 
FTEs
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EXECUTIVE SUMMARY 

As cities across Europe are grappling with congestion and fragmented transport 
networks, urban mobility is undergoing a profound transformation driven by 
digitalization, rising private vehicle ownership and the urgency to reduce transport-
related emissions. Digital ride-hailing platforms have emerged as a pivotal instrument in 
this transition. Reviewing Uber’s ten-year presence in Greece provides a distinct 
analytical perspective for assessing the economic, environmental and social value the 
platform delivers in the local market, while also highlighting the regulatory constraints 
that prevent Uber from releasing its full operational potential.  

Uber launched in Athens in late 2014 with UberTaxi first and later with UberX (a service 
suspended in 2018 after the introduction of new regulations). UberBoat was also 
introduced in some Greek islands. Uber's driver base grew from 244 in 2015 to nearly 
5,000 in 2024, representing over 10% of taxi sector employment. Revenue generated via 
Uber increased sixfold between 2015 and 2024, with significant growth in nighttime and 
airport rides, reflecting rising tourism and local demand. 

Using an input-output model of the Greek economy, we estimate that Uber's taxi rides 
generated €110 million in Greek GDP in 2024 (0.05% of the total), with direct effects of 
nearly €50 million and indirect and induced effects totaling approximately €60.5 million. 
Uber directly supports over 6,900 economy-wide FTEs. Public revenues from taxes and 
social security contributions reached €34.2 million, with a labor income impact of €34.1 
million. Uber's fully digital transactions are estimated to have generated an additional 
€6.6 million in VAT revenue. 

Uber has strong prospects for further scaling its mobility services in the Greek market. In 
Greece, the taxi and PHV market has experienced a notable growth both in employment 
and turnover in the last couple of years. Taxi activity is heavily concentrated in Attica, 
where the fleet exceeds official limits, while many tourist areas remain underserved, 
highlighting the significance of further expansion of on-demand mobility services.  

This is particularly important for Greece, given the benefits of on-demand mobility and 
the country’s extremely dense and aged passenger car fleet. In particular, Athens faces 
severe congestion, with peak-hour speeds of 20–25 km/h and a dense fleet of passenger 
cars (nearly 900 cars per km²), which is significantly higher than in other European cities. 
The aging vehicle fleet, with an average passenger car age of more than 17 years — the 
oldest in the EU — contributes to pollution and parking scarcity. Tourism surged by 45% 
between 2016 and 2024, further intensifying the demand for transportation. Regulatory 
constraints that limit ride-hailing services to licensed taxis restrict innovation and service 
availability, particularly in underserved regions. Comparisons with Lisbon reveal heavier 
congestion in Athens and slower growth in Uber ride efficiency. 

Improved efficiency, enhanced safety and a reduction in unnecessary trips are some of 
the benefits that digital transformation of urban mobility has offered, driven by 
technologies like Mobility-as-a-Service and Connected and Automated Mobility. 
European initiatives, including MaaSolutions, show how coordinated data sharing, trust 
and regulation can enable integrated multimodal systems. In that context, Uber 
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combines in-app safety tools, gender-conscious matching and rapid rematching, 
features that have contributed to measurable safety improvements and helped address 
disparities in ride access. Across global markets ride-hailing platforms have expanded 
mobility access, increased opportunities for self-employed professional drivers and 
furthered urban sustainability initiatives. 

Digital platforms also enhance urban mobility by optimizing vehicle use, reducing 
congestion and improving access, particularly through real-time routing and promotion 
of cleaner, electrified fleets. Ride-hailing services, especially pooled and electric 
options, can lower per-trip emissions, with Uber setting clear targets to achieve 100% 
zero emissions rides in Europe by 2030. Policy measures, incentives, and data-driven 
governance are, thus, critical to maximizing these environmental and efficiency benefits, 
as solo rides and uneven adoption can otherwise limit potential gains.  

Beyond environmental and mobility benefits digital platforms have influenced labor 
dynamics. Uber’s model has expanded self-employment opportunities, while giving 
drivers control over their schedule and flexibility to work on multiple apps. Features like 
passenger screening, rating systems, and minimum wage guarantees enhance safety 
and financial security, shaping drivers’ decisions. Overall, these elements illustrate how 
ride-hailing platforms combine flexibility with targeted protections to support driver 
autonomy and market efficiency. 

However, the prospects of expanding digital mobility and realizing its substantial benefits 
is limited by Greece’s restrictive regulatory environment, which has not managed to keep 
pace with technological innovation. Stringent PHV licensing and operational conditions, 
such as return-to-garage requirements, minimum trip duration, two-hour pre-booking 
and minimum prices, have limited the availability of services such as UberX and UberPool 
that have proven beneficial in other EU countries. 

Portugal's regulatory reform in 2018 simplified ride-hailing operations, enabling the 
sector to grow rapidly. By 2023, taxi sector turnover in Portugal surpassed that of Greece 
by 40%, despite lagging by 24% before the reform. Employment in Portugal's taxi sector 
increased significantly during this period, in contrast to the decline experienced in 
Greece, which was partly due to an aging workforce and restrictive licensing policies. In 
2024, Uber drivers in Portugal outnumbered those in Greece by 6.4 times. Portugal's taxi 
fleet is newer, with two-thirds of its vehicles manufactured in 2020 or later, compared to 
less than a quarter in Greece. Aligning Greek legislation with Portugal's framework could 
increase taxi sector turnover by €284 million, create 2,900 additional driver jobs, and 
generate €318 million in GDP and 6,000 additional jobs economy wide. 

A series of measures can be taken to boost the growth of digital mobility in Greece: 

• Ease PHV Restrictions: Remove excessive limitations on private hire vehicle 
operations to align with EU best practices and enhance competition. 

• Enable Digital Platforms to Operate with PHVs: Facilitate platforms like Uber to 
use PHVs, increasing consumer choice and transportation efficiency. 

• Incentivize Pooled Rides: Permit operators to charge lower tariffs for pooled 
rides to improve environmental outcomes and reduce congestion. 
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1. INTRODUCTION 

The rapid globalization of incomes and the corresponding rise in private car ownership 
have redefined the urban transport landscape. As city authorities confront growing traffic 
volumes and the environmental externalities of road congestion, there is an urgent 
imperative to reimagine mobility in ways that balance efficiency, equity, and 
sustainability. The climate imperative compounds these challenges, compelling 
decision-makers to pursue transport solutions that decouple growth from emissions.  

In this context, digital platforms that deliver mobility as a service (MaaS) offer a promising 
pathway to reconfigure urban travel, not merely by easing the matching of riders and 
drivers but by enabling multimodal trip planning, booking, and payment across a 
spectrum of transport modes and infrastructure.  

Uber’s ten-year footprint in Greece provides a rare opportunity to highlight how MaaS can 
influence transport performance, employment opportunities, and public revenue within 
a regulatory regime that remains comparatively restrictive by European standards. 

Technological innovation has begun to transform conventional taxi markets and related 
transport services. The prevalence of smartphones and digital platforms has lowered 
entry barriers and opened avenues for new business models that integrate micro-market 
offerings—such as e-scooters, shared bicycles, and on-street parking solutions—into 
cohesive travel ecosystems. The potential gains from MaaS extend beyond convenience: 
time savings for users, improved parking utilization, and declines in vehicle kilometers 
traveled can translate into meaningful environmental and urban-quality benefits.  

Yet, the promise of these platforms is inseparable from the design of regulatory 
frameworks that safeguard workers’ rights, ensure consumer protection, and maintain 
fair competition. Jurisdictional experiences within the European Union illustrate a broad 
spectrum of regulatory responses—from permissive adaptations in some member states 
to highly restrictive regimes in others.  

The Greek regulatory environment offers a poignant case study. While several EU peers 
have moved toward more enabling, albeit carefully regulated, ride-hailing and MaaS 
frameworks, Greece has tended to impose tariff prohibitions, operational constraints, 
and licensing hurdles that impede scale and service diversification. In Greece, where Law 
4530/2018 frames ride-hailing platforms as transportation providers rather than 
information and communications technology (ICT) services, policy barriers have 
constrained experimentation with MaaS and limited the potential social and economic 
benefits associated with modal shift, efficiency gains, and digital tax compliance.  

This study leverages Uber’s 10-year presence in Greece to illuminate both realized 
benefits and foregone opportunities under current legislative framework. Uber, founded 
in 2009 in the United States and entering the Greek mobility market in December 2014, 
represents a substantive data point for analyzing how platform-enabled mobility 
interacts with urban transport networks, labor markets, and fiscal outcomes over a ten-
year horizon.  



 

Foundation for Economic and Industrial Research - IOBE 

9 Introduction 

This study seeks to quantify Uber’s contribution to the Greek economy over its ten-year 
presence, focusing on direct, indirect, and induced effects on jobs, driver earnings, tax 
revenue, and GDP. It also assesses social and environmental dimensions, including 
traffic congestion, vehicle kilometers traveled, and emissions, while considering how 
digital tools like e-fiscalization could strengthen tax compliance and formalize ride-
hailing activity. The analysis is anchored in a Leontief input–output framework calibrated 
to Greece, drawing on Uber-reported data (2015–2024) and official aggregate data from 
ELSTAT and Eurostat, with cross-country benchmarking (e.g., Portugal) to illustrate 
potential gains from regulatory modernization. Beyond measuring impact, the study 
outlines a clear policy path: streamline Greece’s regulation to align more closely with EU 
practices, preserve driver flexibility and protections, and enable robust data governance 
for transport planning and fiscal administration.  

  



 

Foundation for Economic and Industrial Research - IOBE 

10 The contribution of Uber to the economy of Greece, after 10 years of presence 

2. RIDESHARING SERVICES, TRANSPORT ON DEMAND AND MOBILITY AS A 
SERVICE – STATE OF PLAY  

2.1 Overview 

Ridesharing, transport on demand, and the digitalization of urban mobility are changing 
how people in cities move. Taxis, private hire, public transit, and micro-mobility come 
together to make clearer, user-friendly schedules. Real-time data and data-driven 
planning can improve route efficiency and accessibility, while also helping governance. 
This evolving technology raises regulatory challenges, prompting rigorous analysis into 
regulatory frameworks, labor protections, and data governance, to balance innovation 
with safety, equity, and privacy. 

This chapter introduces recent developments in the digitalization of urban mobility. It 
then presents key social and environmental impacts from the urban mobility 
digitalization. The chapter concludes with a discussion on the regulatory framework in 
the EU and Greece. 

2.2 Digitalization of urban mobility 

Urban mobility has been undergoing a significant digital transformation, driven by a wide 
variety of technological innovations that are reshaping the way people move within cities. 
Digital platforms, such as Uber, have already played, and are anticipated to continue to 
play, a crucial part in this transition as they have enabled innovative services and new 
modes of travel, such as on-demand transportation solutions, which enhance efficiency, 
reduce congestion and advance sustainable urban mobility.  

Central to these developments is the concept of Mobility as a Service (MaaS), which 
combines multiple transport modes into a unified on-demand service accessible via one 
application and a single purchase. The conceptual scheme of MaaS represents a user-
centered decision process in which the traveler defines an origin and a destination, 
chooses transport modes, accesses estimates of trip duration and cost, compares 
alternative solutions and decides what is the most efficient option based on their needs. 
This bundling of mobility modes presents a shift away from the historic ownership-based 
transport system towards an access-based system.1 

By offering seamless multimodal alternatives, MaaS subtly but effectively guides the 
evolution of urban mobility, shaping user behavior, facilitating access to greener 
alternatives and paving the way for it to become the most widespread way to move. 
However, to realize the potential benefits and opportunities of digitalization in the urban 

 
1 Mazzoncini, R., Somaschini, C., Longo, M. (2020). New Behaviours and Digitalisation for 
Sustainable Mobility, Mobility as a Service (MaaS). In: Dall'O', G. (eds) Green Planning for Cities 
and Communities. Research for Development. Springer, Cham. 
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mobility sector, regulations often need to change to enable progress while protecting the 
general interest.2  

A leading example in practice and, in fact, the first commercial MaaS scheme in the world 
is Whim, an app launched in Helsinki in 2019. While led by a commercial MaaS operator, 
Whim includes a spectrum of stakeholders - private transport services providers (car and 
bike sharing, car rental, taxis, etc.), the local municipality and the regional Public 
Transport Authority. Whim’s case study illustrates that trust is the first-step condition 
that has made this collaboration possible. Once trust was in place, it accelerated the 
development of cooperation, reducing perceived risk, easing information, allowing 
partners to move quickly from separate agendas to joint actions.3 

In addition, Connected and Automated Mobility (CAM) solutions -including autonomous 
vehicles, robotic taxis, connected lorries, and driverless delivery systems- further 
support this transition by improving safety across roads, railways and waterways, and 
optimizing the use of vehicles and infrastructures. CAM also creates business 
opportunities and increases competitiveness in the market. It can also contribute to 
making transport more accessible to the elderly and people with disabilities by providing 
real-time accessibility information, as well as sensors and AI systems to detect obstacles 
or provide automated assistance when boarding and disembarking.  

Overall, the digitalization of urban mobility through MaaS, CAM and other solutions, 
facilitates smarter planning and management, utilizing real-time traffic and passenger 
data, enabling a more responsive and adaptive transport system. Pooling and sharing 
mobility data enhances coordination between different transport modes and 
infrastructures. Access to large datasets can also drive the development of AI-powered 
applications and create new value streams, with car sensor information benefiting 
sectors like navigation, insurance and road maintenance.  

However, the digitalization of urban mobility is not merely a technological shift. Its 
progress depends on the collective choices made by legislators, public and local 
authorities and private stakeholders, to guide the future of mobility towards efficiency, 
safety and inclusivity.  

2.3 The impact of digital ride-sharing platforms 

Digital platforms have the potential to reshape urban mobility by aligning passenger 
demand with supply in real time, reducing friction, and delivering measurable 
improvements in efficiency, sustainability, and access. This synthesis outlines how 
platform-enabled approaches - designed with governance, equity, and data 

 
2 Haucap, J., Pavel, F., Aigner, R., Arnold, M., Hottenrott, M., & Kehder, C. (2017, June). Chancen 
der digitalisierung auf märkten für urbane mobilität: Das Beispiel Uber. In List Forum für 
Wirtschafts-und Finanzpolitik (Vol. 43, No. 2, pp. 139-183). Berlin/Heidelberg: Springer Berlin 
Heidelberg. 
3 Thiranjaya B. Kandanaarachchi, John D. Nelson, Chinh Q. Ho (2024). Conceptualising trust and 
collaboration among stakeholders in MaaS ecosystems. Institute of Transport and Logistics 
Studies, University of Sydney Business School, NSW, Australia. 
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transparency - can reduce unnecessary vehicle miles traveled, cut congestion, and 
strengthen resilience in metropolitan transport systems.  

Urban transport systems are increasingly challenged by congestion, variability in 
demand, and the environmental costs of private car usage. Digital platforms can reduce 
inefficiencies, optimize routing, and expand access to underserved areas, improving 
overall system efficiency and affordability. 

In particular, platforms encourage the use of newer, cleaner vehicles and electrification 
through data-driven incentives, subsidies, and preferential routing. Additionally, digital 
platforms promote modal and behavioral shifts toward sustainable travel by enabling 
easier access to carpooling, micro-transit, and pooled options, prompting users away 
from single-occupancy car trips in addition to public transit, which enables optimized trip 
sequences, reduced empty trips, and shorter average trip length, yielding per-trip and 
per-user emissions reductions. Furthermore, such platforms promote urban mobility 
resilience by helping ensure service continuity during disruptions such as bad weather, 
public transit strikes, or infrastructure outages. The use of adaptive routing, dynamic 
capacity management, and diversified trip modes are services ride-hailing platforms 
offer that street taxis cannot reliably provide due to fragmented fleets, limited data 
visibility, and ad-hoc routing. 

In the sections that follow, we present in more detail studies and good practices that 
highlight the environmental, safety and social benefits brought about by the adoption of 
digital platforms in practice. 

2.3.1 INITIATIVES AND PRACTICES THAT BOOST THE ENVIRONMENTAL BENEFITS OF RIDE-HAILING 

The operation of digital platforms enables the development of an overarching corporate 
strategy of emission reduction, which is not always feasible in the rather fragmented 
street taxi sector. In 2020 Uber announced its goal to become a zero-emission mobility 
platform by 2040. To achieve this goal, the company has set clear milestone targets. By 
2023, Uber already achieved 100% renewable energy match in its US offices. By 2025, the 
plan targets specific cities (London and Amsterdam) to achieve 100% zero-emission 
rides and 50% of mobility kilometers in seven European capitals to be powered by EVs. 
By 2030, Uber commits to 100% zero-emission rides in Canada, Europe, and the US while 
by 2040, all rides worldwide are to be conducted in zero-emission vehicles or via 
micromobility and public transit options. 

In addition, Uber’s Sustainability Report (2025)4 outlines a range of interventions aimed 
at accelerating electrification and reducing emissions. Rapid EV adoption in Europe 
shows drivers embracing electric vehicles at five times the pace of the average motorist, 
with over a third of miles already electric in cities such as London and Amsterdam. 
Globally, more than 230,000 ZEV (Zero Emission Vehicle) drivers were active in Q1 2025, 
signaling a structural shift that requires reliable grids, affordable charging, and broader 

 
4 Uber’s Sustainability Report (2025) outlines a range of interventions aimed at accelerating electrification 
and reducing emissions. 
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driver access. However, high upfront EV costs, limited charging access, and uneven 
policy support hinder faster EV adoption.  

ZEV Trip Miles in Europe reached 15.3% of total miles in Q1 2025, underscoring material 
emissions reductions that depend on policy alignment and consumer acceptance of 
greener services e.g., Uber Green. Regional differences in Passenger Carbon Intensity—
197 grams CO₂ per mile in Europe versus 340 grams CO₂ per mile in the US/Canada—
reflect fleet composition, trip lengths, and utilization. Despite 5,6, Uber since 2021 
presents signs of carbon intensity reduction (14% in Europe and 6% in North America)7 
for emissions avoidance by purchasing credits that represent reductions in greenhouse 
gas emissions through various initiatives across the Americas. 

The increasing preference for solo rides, driven by factors such as travel time, reliability, 
comfort, and privacy8, impedes the reduction of traffic and emissions. In practice, non-
pooled rides offered by ride-hailing firms can contribute to travel-time increases, 
highlighting the need for precise congestion-management strategies. Across non-pooled 
rides offered by Transportation Network Companies (TNCs), travel times have increased 
by about 2.3%,9 which undermines the expected traffic reduction benefits of shared 
rides.  

To address this, Uber offers pooled service across major cities, aiming to provide 
accessible, lower-cost rides by sharing capacity, which has the potential to reduce 
vehicle miles traveled (VMT) and ease congestion. Pooled EVs and pooled ride-hailing 
generally show lower emissions per trip-mile than private vehicles, though the magnitude 
of improvement depends on vehicle type and the level of sharing10. A non-pooled ride-
hailing trip is approximately 47% more polluting than a typical private car trip due to 
deadheading, yet an electric non-pooled ride-hailing trip can reduce emissions by about 
53% relative to the average private-vehicle trip, while an electric pooled ride-hailing trip 
can achieve reductions of roughly 68% compared to the average private-vehicle trip.  

These gains are amplified when routing is optimized to minimize deadheading and when 
greater shares of the trip are electrified. Deadheading raises per-trip emissions, and even 
with newer, more efficient ride-hailing vehicles, non-pooled trips could still incur higher 
emissions than private vehicles. Pooling cuts emissions by enabling shared rides and 
integrating electric vehicles, with further reductions when linked to mass transit. When 
two travelers share at least half the trip, emissions drop by about 33% compared with 
non-pooled ride-hailing.  

 
5 Decreased passenger occupancy signifies fewer riders sharing trips, leading to more vehicles on the road 
and increased carbon emissions as more trips are required to transport the same number of individuals. 
6 The time when a vehicle is traveling without a passenger, such as when a driver is en route to pick up a rider 
or returning to an active area after dropping someone off. This extra mileage does not contribute to 
transporting passengers, effectively increasing overall vehicle emissions.  
7 https://s23.q4cdn.com/407969754/files/doc_downloads/2024/01/Uber-Carbon-
Offsets.pdf?uclick_id=de143601-9e3f-4344-9836-463a296848d5 
8 Schaller, B. (2021). Can sharing a ride make for less traffic? Evidence from Uber and Lyft and implications 
for cities. Transport policy, 102, 1-10 
9 Tarduno, M. (2021). The congestion costs of Uber and Lyft. Journal of Urban Economics, 122, 103318 
10 https://www.ucs.org/sites/default/files/2020-02/Ride-Hailing%27s-Climate-Risks.pdf 
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Pooled rides show two distinct demand paths that determine how riders respond and 
how quickly pooling can scale. Across pooled rides, demand can follow two distinct 
paths that shape rider choices and how others respond11. In a high-demand scenario, a 
dense pattern of shared requests becomes self-reinforcing: it’s easier to match 
passengers and offer shared rides at low fares with short detours, creating a positive 
feedback loop that encourages more riders to choose pooling. In a low-demand scenario, 
shared rides lose their economic appeal as detours to pick up passengers become 
lengthy, and longer detours deter more people from requesting pooled rides, dampening 
the uptake of pooling. Because of these network externalities, low-sharing equilibrium 
may persist in a market unless appropriate policy measures are introduced to help the 
market shift to a high-sharing equilibrium. 

Policymakers and transportation officials should actively promote public attitudes 
toward ride sharing and public transportation while enabling the full potential of ride-
hailing platforms such as Uber’s services to reach their maximum efficiency through 
targeted interventions. An example of a successful cooperation between ride-hailing 
platforms and government was when Uber partnered with governments to provide 
essential deliveries, such as groceries, medicines, and other critical supplies, helping to 
support communities when mobility was restricted. 

Effective congestion management should account for spatial and temporal variations in 
impacts—adjusting measures based on time of day and specific origin/destination 
zones. Relying on uniform TNC taxation may not effectively address congestion and could 
miss opportunities to optimize traffic flows. Furthermore, using policy levers to 
encourage pooling means that policymakers can promote pooling by granting high-
occupancy ride-hailing vehicles access to dedicated lanes, lowering tolls or other fees 
for pooled rides, and redesigning streets to ensure safe and convenient pickup and drop-
off for ride-hailing passengers. 

Several ride-hailing good practices adopted internationally promote the reduction of 
pollution and congestion.12,13 Indicatively, legislation that promotes pooling and 
electrification with a Clean Miles Standard was implemented in California in 2018. Under 
this initiative, the Standard Target Emissions are calculated per passenger mile rather 
than per vehicle mile, allowing flexibility to boost pooling (from the ride-hailing 
company’s side) while pushing fleets toward EVs to meet the emissions goal. Similarly, 
in Chicago, ride-hailing fees are set in alignment with congestion, mass transit, and 
equity goals, with higher charges for single-person downtown trips at rush hour, lower for 
pooled rides, and reduced fees outside the core downtown to support transit access.  

Beyond pooling, ride-hailing can complement mass transit by offering convenient, 
affordable options that boost public transport use and reduce congestion. For example, 
Uber includes transit options in some markets (e.g., Denver Uber rides can pay for mass 
transit rides through the Uber app). Further, “Green Mode” ride-hailing presents the app 

 
11 Lehe, L., Devunuri, S., Rondan, J., & Pandey, A. (2021). Taxation of Ride-hailing. FHWA-ICT-21-029. 
12 https://www.ucs.org/sites/default/files/2020-02/Ride-Hailing%27s-Climate-Risks.pdf 
13 https://www.ideals.illinois.edu/items/120705 
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users with the option to select a hybrid or EV car for their rides, while also giving EV rental 
option for the drivers.  

Another good practice is found in London. After the announcement of plans to ban non-
EVs from the city center, Uber added a fee to all rides. The proceeds were then used to 
fund a grant program enabling Uber drivers to buy EVs.  

2.3.2 SOCIAL AND SAFETY BENEFITS 

The operation of digital platforms allows for the development of various tools that can 
improve the availability of road transport and enhance the safety of both the drivers and 
the riders. In addition, delegating the process of matching drivers and riders to an 
algorithm can make the selection process more objective, reducing discrimination based 
on race and other social prejudices.  

In the street taxis model, lost rides often occur when unmet demand leads to requests 
that exceed the supply of drivers, particularly during peak periods or in areas with uneven 
coverage. To overcome this problem, digital platforms often use surge pricing - a dynamic 
pricing mechanism where prices temporarily increase during periods of high demand or 
low supply (e.g., rush hour, bad weather, big events). Under surge pricing, users often see 
higher fares during peak times, and drivers are financially motivated to go to high-demand 
areas or work during busy times.  

Additionally, the platforms apply enhanced centralized matching that quickly pairs rider 
requests with the best available drivers, reducing the time riders wait for a ride while 
lowering the chances that a request goes unfilled or lost. The use of such smart 
algorithms boosts both rider satisfaction and driver earnings.14 

Bad weather conditions increase the demand for rides across all modes. However, only 
ride‑hailing platforms such as Uber typically use dynamic (surge) pricing, while street 
taxis generally charge fixed fares (apart from regulated surcharges, e.g. at night or during 
holidays in some jurisdictions). During bad weather, surge pricing raises the price of Uber 
rides, which helps attract additional drivers to the platform and thus expand supply. As a 
result, overall Uber activity (the number of rides actually completed) can increase more 
than that of street taxis, even if underlying demand for both services rises similarly. An 
empirical study found that, in New York City, the number of completed rides during rainy 
hours increased by about 22% for Uber and 19% for Lyft, compared to about 5% for street 
taxis.15 This shows that finding a ride in bad weather condition is made easier with the 
digital ride-hailing platforms, which also boost the overall safety of riders, drivers and the 
general public.  

The higher availability of rides that the digital platforms provide, especially in night time 
and bad weather conditions, is shown to reduce road accidents and traffic 

 
14 Al-Chanati, Motaz and Iyer, Vinayak, What Drives the Efficiency in Ridesharing Markets? Evidence from 
Austin, Texas (November 8, 2021).  
Available at SSRN: https://ssrn.com/abstract=3959363 or http://dx.doi.org/10.2139/ssrn.3959363 
15 Brodeur, A., & Nield, K. (2018). An empirical analysis of taxi, Lyft and Uber rides: Evidence from weather 
shocks in NYC. Journal of Economic Behavior & Organization, 152, 1-16. 

https://ssrn.com/abstract=3959363
https://dx.doi.org/10.2139/ssrn.3959363
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fatalities.16,17,18,19 In Brazilian cities, early Uber introduction correlates with a notable 
reduction in traffic fatalities by approximately 10% and traffic-related hospitalizations by 
about 17% per 100,000 inhabitants per quarter, with effects seemingly strengthening as 
app popularity grows.20 In the United States, nighttime and weekend usage is associated 
with decreases in fatalities: there were roughly 6.1% fewer alcohol-related fatalities and 
about 4.0% fewer total fatalities in 2019. These patterns may reflect shifts in travel 
behavior, modal substitution, and regional differences in ride-hail activity.  

Across Great Britain, where Uber has the highest app download numbers in Europe, the 
rollout is associated with a small reduction in serious injuries such as fractures and 
internal injuries. This pattern may reflect Uber drawing risky drivers away from other trips 
while also increasing overall car activity in certain areas. In London, slight injuries appear 
to have increased, whereas in the surrounding regions outside London, injuries 
decreased. 

Safety is also boosted by features designed specifically to protect riders and drivers 
during.21 In the case of Uber, these include an in-app emergency button to call for help if 
needed, with location and trip details displayed to facilitate quick communication with 
authorities. In addition, the Trusted Contacts feature reminds users to share their trip 
status with friends and family in real time, while GPS tracking of rides provides 
continuous visibility. Furthermore, the RideCheck feature relies on sensors and GPS data 
to detect if a trip has an unexpected long stop.  

The digital platforms also usually support 2-way ratings, allowing for the removal from the 
system of low-rated drivers and riders that may pose heightened safety risks. Phone 
number anonymization protects user privacy. In addition, ride verification with a PIN help 
ensure the rider gets into the right car with the right driver, as well as insurance service in 
the event of a covered accident.  

Further, Uber promotes safety by encouraging riders to verify identity before boarding, 
including checks of license plate, vehicle make/model, and driver photo to ensure they 
enter the correct car. The company also partners with safety experts and authorities to 
support on-ground safety and relief efforts.  

While Uber promotes a robust safety toolkit to address concerns, the company has also 
expanded rider–driver matching options to bolster perceived safety. These options 
include teen-services, women-only pairing and other gender-conscious matching 
features, which aim to reduce risk and increase comfort for riders22 The initiative has been 
extended to various markets, including Greece, reflecting a broader strategy to integrate 

 
16 Anderson, M. L., & Davis, L. W. (2023). Uber and traffic fatalities. Review of Economics and Statistics, 1-30. 
17 Wang, Y., Xie, X., Prato, C. G., Li, D., Cheng, S., & Wang, L. Thirty Years of Research on Traffic Safety Analysis 
and Crash Prevention for Cruising and Ride-Hailing Taxis: A Bibliometric Review. Available at SSRN 5344521. 
18 Kirk, D. S., Cavalli, N., & Brazil, N. (2020). The implications of ridehailing for risky driving and road accident 
injuries and fatalities. Social Science & Medicine, 250, 112793. 
19 https://www.statista.com/chart/17209/uber-app-downloads-in-europe/  
20 Barreto, Y., Neto, R. D. M. S., & Carazza, L. (2021). Uber and traffic safety: Evidence from Brazilian 
cities. Journal of Urban Economics, 123, 103347. 
21 https://www.uber.com/gr/en/ride/safety/ 
22 https://www.uber.com/newsroom/women-preferences/ 

https://www.statista.com/chart/17209/uber-app-downloads-in-europe/
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safety with user experience across regions. Lastly, new evidence23 highlight persistent 
discrimination by race in ride-hailing. Chicago data indicate that more than 3% of drivers 
discriminate by race, with Black users experiencing up to twice the cancellation disparity 
of White users. Residential segregation compounds these gaps, as Black users wait 
about 50% longer due to geographic patterns. In response, Uber’s rematching speed and 
its emphasis on prioritizing long-waiting customers appear to have a positive effect in 
mitigating discrimination in wait times, achieving a reduction of the average wait-time 
disparity to under 1 minute.   

2.3.3 BENEFITS OF THE SELF-EMPLOYMENT MODEL FOR PROFESSIONAL DRIVERS  

The entry of digital platforms into local markets has reshaped self-employment. The 
platform-based model matches passengers with professional drivers, working as 
independent contractors in the gig economy. This approach has led to substantial growth 
in labor supply of self-employed drivers, providing additional sources of income and 
access to the labor market to population segments that benefit from flexibility and 
autonomy of employment.  

Evidence from a study24 examining Uber’s staggered rollout across U.S. metropolitan 
statistical areas between 2009 and 2015 shows a 2-3% increase in self-employed taxi 
drivers, alongside an approximate 10% rise in their hourly incomes. In contrast, wage-
employed drivers experienced declines up to 10% in hourly earnings, presumably due to 
increased competition from Uber and reduced capacity utilization in traditional taxis. 
These findings indicate a redistribution of income rather than a uniform reduction across 
the workforce. Furthermore, the authors estimate that the labor supply of self-employed 
drivers increased by nearly 50% relative to cities without Uber. These findings suggest 
that Uber’s expansion not only created new opportunities for self-employment but also 
altered income dynamics within the traditional taxi sector, illustrating the broader effects 
of platform-based labor models.  

Alongside its effects on employment patterns, ride-hailing also provides professional 
drivers with an array of advantages associated with self-employment, particularly in 
terms of flexibility and autonomy. Findings from a large-scale survey25 of more than 
40.000 EU drivers across 25 countries underscore the importance of flexibility. The fact 
that drivers can choose when, where, and for how long they work, is a feature that 53% of 
EU drivers report as essential for maintaining their driving activity. Control over working 
hours is important given that approximately one in four drivers also hold another full or 
part-time job, while 7% of them pursue studies.  

Building on this flexibility, platform independence is reinforced through multi-apping, 
with 63% of EU drivers currently using more than one application simultaneously, which 

 
23 Cobb, A., Mohan, A., Harper, C. D., Nock, D., & Michalek, J. (2024). Ride-hailing technology mitigates 
effects of driver racial discrimination, but effects of residential segregation persist. Proceedings of the 
National Academy of Sciences, 121(41), e2408936121. 
24Berger, T., Chen, C., & Frey, C. B. (2018). Drivers of disruption? Estimating the Uber Effect. European 
Economic Review, 110, 197–210 
25Bolt. (2025, May 22). Understanding the ride-hailing economy: Insights from 40,000+ drivers. Bolt Blog. 
https://bolt.eu/el-gr/blog/ride-hailing-economy-report/  
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allows them to respond effectively to market demand. Drivers’ work strategies differ 
depending on whether they operate as single or multi-homers. Single-homers, typically, 
prioritize the platform that provides them with the best compensation to secure higher 
financial stability. By contrast, multi-homers have the ability to gain a better 
understanding of the aggregate demand, which increases overall market transparency 
and allows them to make better choices.  

In addition, ride-hailing apps offer drivers information features that reduce perceived 
risks and improve privacy. In this regard, drivers highly value the ability to screen for 
undesired passengers through each platform’s rating system, enhancing safety. Based 
on data from a sample of 406 U.S. drivers26 (obtained through a discrete choice 
experiment using a Random Parameters Logit model) shows that this ability increases 
the utility of drivers - therefore their overall willingness to work- by 0.51. Similarly, the 
experiment showed that the presence of a minimum wage guarantee increases drivers’ 
utility by 0.72. These findings highlight concerns regarding the institutional alienation 
experienced by drivers, arising from misclassification risks associated with their 
designation as self-employed, including lack of legal and contractual rights.  

Against this backdrop of structural vulnerabilities, the interplay between flexibility and 
financial security becomes a vital part of consideration in drivers’ decisions. Although 
flexibility is the primary reason why drivers choose to work in ride-haling, attributes such 
as company-sponsored health insurance, or retirement plan contributions are valued 
enough that some of them are prepared to trade some of their scheduling autonomy in 
exchange.  

Understanding the varied preferences of drivers allows platforms to design targeted 
contract options, creating a framework in which both platforms and drivers leverage the 
advantages stemming from self-employment. The regional or local circumstances are 
also very significant, as they influence both platforms’ strategies and drivers’ needs. 
Overall, driver preferences push regulators toward flexicurity-oriented frameworks that 
preserve the gig model’s scheduling freedom while guaranteeing baseline economic and 
privacy protections. 

2.4 Legislative framework in the EU and in Greece  

The European Union actively promotes the deployment of digital technologies to foster a 
cleaner, safer and more efficient mobility sector.27 In this context, as outlined both in the 
European Green Deal and the Smart Mobility Strategy, urban mobility is expected to make 
a substantial contribution towards achieving the target of a 90% reduction in transport-
related emissions. 

 
26Hong, S. J., Bauer, J. M., Lee K., & Granados, N. F. (2020). Drivers of supplier participation in ride-hailing 
platforms. Journal of Management Information Systems, 37 (3), 602–630 
27 European Commission. Digitalising transport – towards smart and sustainable mobility. https://digital-
strategy.ec.europa.eu/en/policies/digitalisation-mobility 
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2.4.1 KEY EU LEGISLATION ON DIGITAL PLATFORMS 

The regulatory framework within which Uber and other on-demand transport platforms 
operate in the EU remains fragmented, as there is no single EU-wide legislative act 
governing all associated aspects of their activity. Nonetheless, over the past decade, the 
framework has been incrementally developing through a combination of key legal 
instruments and policy initiatives, reflecting the EU’s efforts to balance innovation and 
fair working conditions in the ride-hailing sector.   

The Court of Justice of the EU issued its first ruling with legislative implications on the 
matter, following a case originating in Spain, in which the Commercial Court of Barcelona 
addressed a dispute between the Spanish Professional Taxi Association and Uber 
Systems Spain, SL (Case C-434/15)28. The Spanish court was unable to provide an 
adequate ruling solely based on national law, because the case fell within the scope of 
EU legislation, including Articles 5629 and 58(1)30 TFEU and Directives 2006/123/EC31, 
2000/31/EC32, and 98/34/EC33. Therefore, it submitted a preliminary reference to the 
CJEU seeking clarification on whether Uber's operations constitute transport services 
requiring authorization or merely information/intermediation services.  

The CJEU ruled that Uber does not function solely as a digital platform providing 
information and thereby must be classified as a ‘service in the field of transport’. The 
judgment clarified that Uber’s activity is subject to national transport law, therefore, 
reaffirming the Member States’ power to regulate ride-hailing services as taxis, if they 
choose to do so. As a result, a number of EU member states, including Greece, 
introduced legislation to regulate the sector, following widely varying approaches. 

In 2022, the European Commission, seeking to complement the jurisprudence amid the 
rapid expansion of ride-hailing platforms, published Notice 2022/C62/0134. The notice 
sets out non-binding recommendations on the regulation of taxis and private-hire 
vehicles (PHVs) and calls for simple and proportionate entry requirements for drivers and 
operators. It defines PHVs as vehicles with a driver that can be hired through pre-booked 
arrangements and not by immediate street hailing.  

Further, the notice stresses several regulatory restrictions regarding PHVs that should be 
assessed. These may involve bans on using smartphones to receive bookings, mandatory 
waiting times between booking and the start of the service, as well as restrictions that 
remuneration for transport services may only be permitted after the client has received 
an invoice at their place of residence. Moreover, it outlines potential obligations for 
operators including requirements regarding workforce size, such as minimum or 
maximum number of employees, or limitations to employ only full-time workers and 

 
28 European Court of Justice. (2017, December 20). Asociación Profesional Elite Taxi v. Uber Systems Spain SL (Case C-
434/15). https://curia.europa.eu/juris/liste.jsf?num=C-434/15  
29 European Union. (2008). Consolidated version of the Treaty on the Functioning of the European Union – Article 56. Official 
Journal of the European Union. https://eur-lex.europa.eu/eli/treaty/tfeu_2008/art_56/oj 
30European Union. (2008). Consolidated version of the Treaty on the Functioning of the European Union – Article 58. Official 
Journal of the European Union.  https://eur-lex.europa.eu/eli/treaty/tfeu_2008/art_58/oj 
31 https://eur-lex.europa.eu/eli/dir/2006/123/oj  
32 https://eur-lex.europa.eu/eli/dir/2000/31/oj 
33 https://eur-lex.europa.eu/eli/dir/1998/34/oj   
34European Union. (2022, February 4). OJ C 62/2022. Official Journal of the European Union. https://eur-
lex.europa.eu/legal-content/EN/TXT/?uri=oj:JOC_2022_062_R_0001  
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establishing minimum hire periods. Additional conditions that are to be considered are 
associated with a minimum or maximum number of drivers per licensed vehicle and 
obligating the operator to personally work as a driver.  

The notice also highlights the need for more sustainable vehicle fleets and emphasizes 
the importance of avoiding return-to-garage policies, as well as empty runs, to reduce 
environmental impact. In that context, the notice also encourages passenger pooling. It 
also highlights the significance of ensuring proportionate operating conditions and 
strengthening integration between on-demand services and public transportation, 
supporting MaaS. Ultimately, operating conditions imposed on drivers and operators 
must remain appropriate and proportionate to the objectives pursued, thus, balancing 
regulatory oversight, fair access and sustainable growth in the sector.   

The EU has also taken steps to address the broader regulatory framework in which on-
demand mobility services, like Uber, operate. Notably, the Digital Services Act (DSA)35, 
adopted in 2022, governs the functioning of digital platforms across the Single Market. It 
focuses on the need for increased transparency for online platforms, accountability and 
data protection. The DSA states that online platforms must disclose how their algorithms 
work, especially regarding how users and services are matched, to enhance trust and 
fair, equitable and non-discriminatory matching. Additionally, the DSA underlines the 
obligation of companies to respond quicker to illegal content and complaints and to 
improve online safety and regulatory compliance across digital platforms. Lastly, it 
introduces stricter rules to strengthen user data protection, prompting changes in 
operations and service design to ensure stronger privacy safeguards. 

In 2024, the Platform Work Directive (PWD)36 was introduced with the aim to ensure fair 
working conditions for platform workers. The PDW aims to facilitate the determination of 
the appropriate employment status, enhance data protection and improve transparency 
for individuals providing services through digital platforms. The regulations it introduces 
apply to all digital labor platforms operating in the EU regardless of their establishment. 
It must be transposed by member-states by December 2026.  

Articles 4 through 6 of the directive seek to address the challenges in determining the 
employment status of platform workers. Platform workers must be presumed employees 
if there is evidence of control and direction by the platform. This presumption aims to 
clarify ambiguous employment relationships in platform work. Platforms can challenge 
this presumption by proving that the relationship is not employment under national laws 
or collective agreements. In this context, Member States are required to establish 
effective procedures to facilitate the determination of the correct employment status, 
ensuring that the legal presumption does not increase the burden of requirements on 
workers or their representatives.  

Additionally, Articles 7 through 15 set a strict guideline around the use of algorithmic 
systems in platform work, targeting risks like lack of transparency, surveillance, and 

 
35European Parliament & Council. (19 October 2022). Digital Services Act (Regulation (EU) 2022/2065). 
Official Journal of the European Union. https://eur-lex.europa.eu/eli/reg/2022/2065/oj/eng  
36European Parliament & Council. (23 October 2024). Platform Work Directive (Directive (EU) 2024/2831). 
Official Journal of the European Union.  https://eur-lex.europa.eu/eli/dir/2024/2831/oj/eng  
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automated decision-making. These regulatory goals align with findings from a US study 
of 621 Uber drivers37, which distinguishes between two types of algorithmic control (AC) 
- Gatekeeping AC and Guiding AC. Gatekeeping AC, is used to control access to the 
platform, which is viewed as coercive and non-transparent, leading to distrust for drivers 
towards operators. On the contrary, guiding AC operates through feedback, which is 
perceived positively -when used respectfully- as it can foster trust within the company 
and increase continuance intention. The research highlights that workers' perceptions of 
autonomy and privacy are key to the legitimacy of algorithmic systems, principles the EU 
directive tries to codify into law.  

Articles 16 and 17 address transparency regarding platform work, requiring member-
states to provide relevant information on platform work and for operators to declare 
platform activities to the competent authorities. Articles 18 through 24 discuss remedies 
and enforcement, aiming to ensure that platform workers have effective communication 
channels and access to relevant evidence when needed. Overall, the PWD aims to set 
clear rules to protect platform workers and ensure fair platform operations across the 
EU.  

Despite the protections and clarifications from the PWD and the European Commission’s 
recommendations, substantial obstacles remain for ride-hailing services, as transport 
regulation is largely decentralized, resulting in inconsistent market access and operating 
conditions. EU legislation does not impose a uniform requirement for professional driver 
licensing for PHV operators, therefore, in line with the principle of subsidiarity, the 
regulation of licensing conditions for PHV drivers remains a matter of national 
competence.  

2.4.2 LEGISLATION IN GREECE 

The regulatory framework in Greece is exceptionally restrictive, limiting the 
environmental and social benefits associated with the use of the digital ride-hailing 
platforms. The regulation of PHVs in Greece (Ε.Ι.Χ. με οδηγό) has evolved as a layered 
framework built around the following core constraints: minimum price, prebooking with 
minimum duration, and a de facto return-to-base obligation.  

The foundational act is Law 4093/2012, article first, subparagraph Η.2, which created the 
relevant legal category. This omnibus law contained a great number of measures, aimed 
at opening various markets, as part of the economic adjustment program implemented 
as a conditionality for receiving tranches from the loan that bailed out Greece during its 
debt crisis of the 2010s. In this law, PHVs were defined as vehicles that may operate only 
under contracts of rental with a driver through pre-booking, clearly distinguished from 
taxi services, following a tourism rental framework. The law specified car rentals, tourist 
agencies and taxi companies and cooperatives as the entities allowed to operate PHVs 
for transporting clients of “main hotel accommodations” to or from the hotel premises. 

 
37Wiener, M., Cram, W. A., & Benlian, A. (2023). Algorithmic control and gig workers: A legitimacy perspective 
of Uber drivers. European Journal of Information Systems, 32(3), 485–507 
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It also contained restrictions regarding the drivers (e.g. clean record, in good health, etc.) 
and the vehicles (e.g. at least 1500 cc). 

The law empowered the competent ministers to regulate the terms of these rentals in 
detail. Based on that authorization, subsequent joint ministerial decisions in the tourism 
and transport field set both a minimum contract duration and a corresponding minimum 
contract price. In the general case, the minimum duration has now reached three hours 
(after several amendments), with a minimum rental fare of EUR90 per contract. A special 
regime has been established for the smaller islands (i.e. other than Crete and Euboea) 
during the tourist season (1 April–31 October), when the minimum contract duration is 
set at 30 minutes at a minimum price of EUR40.  

Law 4530/2018 builds on the PHV regime of Law 4093/2012, regulating its electronic and 
telephone intermediation. Articles 12 and 13 specify mediation of passenger transport 
and rental of public (taxis) and private-use (PHVs) vehicles correspondingly.  

Notably, any individual or legal entity that intermediates in the transport of passengers 
using public-use vehicles is considered a transport operator, if they influence the pricing 
or set service standards beyond what law requires. If one of these two conditions is met, 
they must obtain an official operating license from the Ministry of Infrastructure and 
Transport and provide a detailed description of how the platform operates.  

Moreover, they must include a list of all cooperating drivers and vehicles including vehicle 
permits and driver data and share related technical and financial data. Any person 
providing mediation services without the required license shall be subject to an 
administrative fine of 50.000€. Additionally, the licensed platforms must only use 
registered drivers and vehicles with appropriate taxi or limousine license.  

Article 18 of the same law creates a digital register of taxis and PHVs, which should 
contain all relevant vehicle and contractual data. In effect, Law 4530/2018 ties any 
platforms willing to use PHVs to the preexisting tourism rental framework—minimum 
duration, prohibition of street hail, operation via prebooked contracts—and couples that 
framework to centralized digital monitoring. 

The pre-booking interval currently in force is set in Ministerial Decision 154785/2023 
(Official Gazette Β 3276/1752023). This decision operationalizes the pre-booking regime 
by requiring that all essential contract details be uploaded to the digital register at least 
two hours before the start of the rental.  

An attempt was made to ease this restriction for the smaller islands during the tourist 
season, reducing the pre-booking time interval to 60 minutes, yet these special island 
rules became the object of judicial scrutiny. The Council of State (decision 625/2025) 
deemed the one-hour island prebooking regime inadequately justified and in response 
the Ministry issued a compliance circular clarifying that the one-hour prebooking 
obligation for island contracts may no longer be applied, with islands falling back to the 
general framework of ΥΑ 154785/2023 until new regulations are adopted. 

Lastly, the operation of PHVs in Greece is greatly restricted by the return-to-garage 
obligation that emerges from the interaction of the above legal norms. PHVs are regulated 
as vehicles used exclusively for prebooked, time-bounded rental contracts, within a 
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regime conceived for tourism rentals rather than for general urban transport. PHVs may 
not cruise and solicit passengers on the street but must operate through discrete 
contracts that typically start and end from a declared base. Meanwhile, Article 21 of Law 
4530/2018 requires that every rental must start from the firm’s head office, branch, or 
lawfully declared parking area. A contract that begins elsewhere (e.g. by effectively 
“picking up from the street”) is treated as an infringement.  

While, Article 21 only regulates the starting point of the rental, combining it with the rest 
of the PHV framework (prohibition on street hail, pre‑booking/digital‑registration regime) 
results in practice in a “return‑to‑base” effect: if each contract must start at the base and 
no on‑street solicitation is allowed, then between contracts the vehicle cannot lawfully 
start a new trip directly from wherever it happens to be unless it first “resets” by being at 
the base at contract commencement. 

The above legal framework on PHV is excessively restrictive. It explains the fact that Uber 
operates in Greece solely via the Uber Taxi model, using licensed taxis, rather than 
through the PHV-based UberX service. 

2.4.3 LEGISLATION IN OTHER EU COUNTRIES 

While most other EU countries may also impose specific regulations on platform 
activities, their frameworks are not as restrictive, allowing UberX to operate without 
significant limitations. Such examples can be found in both Portugal and Germany.  

In Portugal, under Law 45/201838 on Individual Paid Transport by Electronically Hired 
Vehicles, drivers must hold a category B driving license for more than 3 years, including 
the professional ‘Group 2’ endorsement and complete a certified road training course 
specific to PHV activity, provided by an IMT-accredited training institution. In Germany, 
according to the Passenger Transport Act,39 drivers must also hold a category B driving 
license for at least 2 years and go through a background check, including having a clean 
criminal record. Drivers must obtain a passenger transport permit, which is issued for a 
maximum of five years and can be renewed. By contrast, UberX does not operate in Italy, 
where ride-hailing operation is mainly regulated by court decisions.  

Overall, the diverging legislation, alongside local characteristics, diversify the ride-hailing 
market across the EU member states. Looking more in-depth into the Portuguese and 
Italian markets –both of which share several socio-economical and urban traits with 
Greece– provides useful context on how regulation shapes ride-hailing ecosystems and 
outcomes.  

In both Portugal and Italy demand for smartphone-enabled mobility and on-demand 
services is growing rapidly, reflecting consumers’ preferences for technology-driven 
transportation. Demand is highly driven by tourism, as both local and international 
tourists rely on the convenience ride-hailing use offers in unfamiliar cities. 

 
38 https://diariodarepublica.pt/dr/detalhe/lei/45-2018-115991688   
39 https://www.gesetze-im-internet.de/pbefg/BJNR002410961.html  

https://diariodarepublica.pt/dr/detalhe/lei/45-2018-115991688
https://www.gesetze-im-internet.de/pbefg/BJNR002410961.html
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Simultaneously, in both countries electric vehicles are progressively incorporated into 
ride-hailing fleets.  

Despite their shared trajectory, Portugal’s suitably adapted legal framework has 
supported the gig-economy growth, attracting platforms and boosting supply in the 
sector, whereas in Italy rigid regulations continue to limit expansion. Lobbying by taxi 
associations in Italy remains a significant challenge as ride-hailing requires licensed Uber 
drivers with luxury vehicles, increasing costs and decreasing appeal, while issuance of 
new taxi licenses has been restricted for years, limiting supply relative to public demand. 
These examples illustrate how shared Mediterranean traits shape comparable, yet 
distinct market outcomes. 
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3. THE ECONOMIC CONTRIBUTION OF UBER IN GREECE AFTER 10 YEARS OF 
PRESENCE 

3.1 Introduction 

Local factors shape Uber’s reach in any given region, highlighting distinct drivers of 
adoption, regulation, and market dynamics. Across North America, Asia, and Europe, 
local regulations and pricing shape Uber’s rates and market penetration, influencing 
social networks and how people use transportation. 

In North America, fast adoption and high demand has created pressure to shorten wait 
times and improve reliability. Surge pricing algorithms and driver incentives have 
responded to urban demand growth, while rapid rematching and prioritized queues have 
aimed to reduce perceived discrimination in wait times. The region’s high-velocity 
competitive environment has driven the optimization of matching, pricing, and 
incentives, leading to a rapid disruption of traditional transportation models.40  

Asia brings together vast scale and varied markets. Adoption is high in major cities across 
the continent, while app use in smaller cities remains lower due to competing mobility 
options. Regulations and licensing vary heavily by country, dictating availability, pricing, 
and feature rollout,41 while payment channels are diverse—QR wallets, local transfers, 
cash-out, and regional mobile wallets—so app adoption hinges on localized methods 
rather than a single global solution.42  

In Europe, the app usage by city is varied: major hubs show strong uptake, while smaller 
towns experience a lighter presence. Dense transit ecosystems mingle with competing 
mobility options. Regulation differences add another layer of variation, with the 
legislative environment of Greece presenting substantial challenges. A mosaic of city 
sizes, cultures and regulations has led to the adoption of adaptive approaches that 
maintain both availability and fair access across diverse contexts.43 While competition 
feels softer in some markets, stringent safety standards push toward tailored wait times 
and enhanced safety features, guiding a smoother growth trajectory.  

3.2 Uber in Greece: Key milestones 

Uber launched its operation in Athens in November 2014, initially only through the 
UberTaxi service, cooperating exclusively with professional taxi drivers (Figure 3.1). The 

 
40 Yan, C., Zhu, H., Korolko, N., & Woodard, D. (2020). Dynamic pricing and matching in ride‑hailing 
platforms. Naval Research Logistics (NRL), 67(8), 705-724. 
41 Chalermpong, S., Kato, H., Thaithatkul, P., Ratanawaraha, A., Fillone, A., Hoang-Tung, N., & 
Jittrapirom, P. (2023). Ride-hailing applications in Southeast Asia: A literature review. International 
Journal of Sustainable Transportation, 17(3), 298-318. 
42 Arora, S., Sharma, A., Areeb, M., & Julka, A. Bridging the Digital Payment Divide: A Study of India's 
Ride-hailing Services. Frightening Future of Business Researches in Public Policy and Social 
Science Domains, 93. 
43 Cats, O., Kucharski, R., Danda, S. R., & Yap, M. (2022). Beyond the dichotomy: How ride-hailing 
competes with and complements public transport. Plos one, 17(1), e0262496.  
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fare for Uber followed the tariff set by the Ministry of Transport for Public Passenger 
Vehicles.  

Figure 3.1. Uber in Greece, timeline 

 

In September 2015, Uber introduced UberX, in which companies with a license to rent a 
car with a driver serviced customers through the Uber app. However, the operation of 
UberX service was suspended almost immediately after the introduction of law 
4530/2018 in April 2018, with Uber citing inability to comply with the new regulations. 
Despite this setback, Uber has continued its activity via UberTaxi, which also launched in 
Thessaloniki, Greece’s second largest city, in 2021. Moreover, in 2023 Uber rolled out 
UberBoat, a luxurious service in Mykonos, provided by a local licensed operator for the 
first time in Europe, now offered in more tourist areas like Santorini, Corfu and the Athens 
Riviera.  

A number of services that Uber offers internationally are not available in Greece, 
including UberX. UberBlack offers luxury rides with professional drivers in high-end cars 
and is priced higher than standard services due to luxury features. An additional service 
that could benefit the Greek market, help with congestion problems and reduce 
emissions, is UberPool. This service offers shared rides to reduce costs by picking up 
multiple passengers going in the same direction. UberMoto is a low-cost motorcycle taxi 
service tailored to local transportation practices in countries of the global south, such as 
India, Indonesia and some parts of Africa and Latin America, with growing demand for 
efficient and fast mobility. Uber has also expanded into food delivery, through UberEats, 
connecting local restaurants, grocery stores and convenience shops with consumers, by 
leveraging Uber’s technology and logistics networks.  

These examples demonstrate Uber’s ability to adapt its service to diverse markets, 
responding to local conditions, customer preferences and transportation needs. Given 
Greece’s growing tourism sector and urbanization trends, Uber holds significant 
potential for expanding innovative mobility services, provided that the regulatory 
framework adapts accordingly.   

November 2014

Uber launches in Athens. 
UberTaxi and UberX (with 
professional partners) 
begin operating. 

March 2018

Greece passes Law 
4530/2018, introducing 
strict regulations on 
digital platform 
operation.

April 2018

Uber suspends UberX in 
Athens, citing inability to 
comply with the new legal 
framework. 

May 2021 

UberTaxi launches in 
Thessaloniki.

June 2023

UberBoat launches in 
Mykonos.
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Figure 3.2. Uber services in Greece and select markets 
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3.3 Uber in Greece: Key figures 

Uber achieved fast expansion in Greece in the first decade of its operation in the country. 
By 2024, there were almost 5,000 Uber drivers, up from 244 in 2015, accounting for 10.3% 
of the total number of people employed in the taxi operations sector in 2023 (Figure 
3.3Error! Reference source not found.).44 The increase in the number of Uber drivers 
accelerated significantly after the end of the COVID-19 pandemic, partly driven by the 
rise in inbound travelers, many of which are well accustomed with the services that Uber 
offers in their home country. In particular, the number of inbound travelers to Greece was 
29.7% higher in 2024 than in 2019, with even faster growth in Athens (48.3% over the 
same period).  

Figure 3.3. Drivers in Greece 

 

 
44 At the time of writing, the latest available year for the sector data is 2023. 
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Source: Uber, Eurostat 

As a result, the revenues generated by drivers through the platform increased sixfold 
between 2021 and 2024 (Figure 3.4), to reach €97,9 million in 2024, from €63,2 million in 
2023 and €13,4 million in 2021. The drivers’ revenues accounted for 8.9% of the total 
turnover of the taxi operations sector in 2023.  

The average revenue per driver through the platform almost doubled between 2021 and 
2024, from €10.6k to €20.0k. This implies that revenues expanded faster than the number 
of drivers using the platform, showing growth of use also for the drivers that were already 
in the platform in 2021. 

Figure 3.4. Drivers’ Revenues (through the platform) 

 

 

Source: Uber, Eurostat 

The post-pandemic growth in use is also evident in the number of trips per driver, which 
gradually increased, reaching approximately 31 trips per week in 2024, from 20 in 2021. 
The growth is likely driven by a rise in economic activity, a reduction in remote working, 
an increase in tourist numbers, overall growth of demand for transport, and stronger Uber 
brand awareness. 

The growing passenger confidence in using Uber is also evident in the strong growth in 
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by 8.5 times between 2021 and 2024, while rides from and to airports rose by 6.4 times 
during the same period.  

Figure 3.5. Rides per driver (per week)  

 

Source: Uber 

Figure 3.6. Index of nightshift rides and rides from airports/ports (2015=100) 

 

Source: Uber 
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Employment in the sector fluctuated stronger over the same period, but the overall trend 
has also been slightly negative, despite the annual growth of almost 2k persons in 2023, 
to 35,800 from 33,900 in 2022, against 37,400 people in 2015. Structurally, the average 
employment in the sector in Greece stood at 1,26 persons per enterprise in 2023, 
compared to 1,70 in the EU, revealing the relatively stronger preference for self-
employment in the Greek taxi sector. Turnover appears much higher in 2022 and 2023, at 
€605 million and €713 million respectively, from €450 million in 2015, although the 
change in methodology in Eurostat’s Structural Business Statistics in 2021 should make 
us cautious in drawing conclusions from this comparison. In any case, the size of the taxi 
market in Greece indicates significant potential for Uber's continued growth and 
expansion in the country, as most drivers are yet to join the platform. 

Figure 3.7. Taxi operation sector 

 

 

Source: Eurostat, Structural Business Statistics (break in the series in 2021). 
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population. Furthermore, according to Region of Attica45, the maximum number of taxi 
vehicles in Attica for 2025 is 11,243 vehicles, while the current number of taxi vehicles is 
13,589, corresponding to 2,346 excessive number. The maximum number of taxi vehicles 
in Attica is specified according to various factors such as the population, the number of 
visitors etc. The concentration of taxi activity in Attica provides indications for 
underserved markets for on-demand transport outside the Attica region, especially in 
islands and other tourist destinations during the summer peak. 

Figure 3.8. New car registration 

 

Source: Eurostat, AMVIR 
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value gives us the direct contribution of Uber’s activity to the Greek GDP,46 estimated at 
€49.0 million in 2024. The activity generated in petrol stations, oil refineries, garages, etc., 
along the supply chain of these taxi services, adds further €31.0 million to the GDP of 
Greece, as indirect effects of Uber’s taxi activity in the country. Further €29.5 million of 
GDP are generated by induced effects throughout the entire economy, to serve the 
consumer demand of the households of the taxi drivers and the remaining workers that 
received income from serving the demand for rides through the Uber platform along the 
supply chain. In total, the taxi revenues from Uber rides were estimated to have generated 
€110 million in terms of Gross Domestic Product - GDP (0.05% of total) for the Greek 
economy in 2024 (Figure 3.10). 

Figure 3.9: Effects estimated with the input-output model 

 

In employment terms, more than 3,800 jobs (in full-time equivalent) are supported in taxi 
operation through the Uber platform. The total impact on employment in the economy 
corresponding to more than 6,900 FTEs. This implies that each 1 taxi FTE creates 1 more 
job in the overall economy (Figure 3.11). 

In income terms, the GDP contribution is allocated to workers as labor income, 
companies and sole entrepreneurs as corporate income and the government as public 
revenues. In particular, out of the total GDP impact, €34.2 mil. correspond to revenues to 
the Greek state from taxes and social security contributions. Meanwhile, the impact of 
the Uber rides on income from labor totaled €34.1 million in 2024. 

 
46 GDP equals the sum of Gross Value Added (GVA) across activities, with some adjustment for 
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stations does not include the wholesale cost of the fuels, the value added of the oil refineries does 
not include the cost of importing crude oil, etc. The sum of GVA across activities gives a cleaner 
picture about the total value produced by a chain of activities in the domestic economy compared 
to total output value. 
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Figure 3.10. Impact on GDP 

 

Source: IOBE estimations 

Figure 3.11. Impact on Employment 

 

Source: IOBE estimations 
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Figure 3.12. Public revenues & Labor income 

 

Source: IOBE estimations 
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payments and e-fiscalization more broadly for boosting tax compliance and public 
revenue in the Greek economy. Disclosing previously undeclared transactions by 
replacing cash with digital payments not only raises VAT receipts but also leads to more 
business revenue declared in tax returns for the following fiscal year, thereby increasing 
declared business profits and income tax revenue. 

Recognizing this relationship, the Greek government mandated the taxi drivers to issue a 
receipt at the end of the route and to accept payment by card if the customer prefers to 
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in the Government Gazette 4529/B/2-8-2024). Furthermore, from December 1, 2025, all 
taxis should be equipped with an interconnected POS terminal that accepts payment 
with the domestic interbank instant-payment system IRIS. 

The mandatory use of electronic means clearly enhances the recording of economic 
activity and increases tax revenue from taxi services too. According to data from the AADE 
(Independent Authority for Public Revenue), taxable outflows from the taxi operation 
sector totaled €774.3 million, higher by 19% in 2024 compared to 2023. At the same time, 
electronic payments for taxi services increased by 221% in 2024 vs 2023, reaching €73.5 

 
47 Theodoros Kounadeas (2023). The Effectiveness of Digital Payments in Tackling Tax Evasion in 
Greece, International Journal of Economics and Business Administration Volume XI Issue 2, 3-21. 
IOBE, (2024), Digital payments in Greece after the pandemic era. IOBE, (2025), Digital payments 
in Greece: One decade of rapid expansion. 
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mil. (AADE, Independent Authority for Public Revenue48). AADE, using IOBE study 
elasticities, estimates that the increase in electronic payments for taxi operations added 
nearly €3.1 million in VAT revenues.  

Given the relationship between e-fiscalization and tax compliance, it is evident that the 
spread of digital ride-hailing is having a positive contribution in this dimension as well. As 
all Uber rides are digitally recorded, they also lower tax evasion, decrease the shadow 
economy, and boost public revenues. Using the elasticities that AADE employes to 
estimate the impact of digitalization, we estimate that the boost to VAT revenues from 
the use of Uber in Greece totaled €6.6 million in 2024. According to a study by IOBE,49 for 
every €10 in digital payments, VAT revenues go up by €0.67. In 2024, €97 million in 
revenues were recorded for drivers via the Uber platform, most of which used digital 
payments, leading to an additional €6.6 million in VAT.  

Figure 3.13. Taxable outflows and digital payments 

  

Source: AADE, Independent Authority for Public Revenue 

  

 
48 AADE, Evolution of VAT confirmation data and electronic payments per sector 2024/2023, March 
2025 
49 IOBE, (2025), Digital payments in Greece: One decade of rapid expansion. 

650.8 

774.3 

0

100

200

300

400

500

600

700

800

900

2023 2024

m
ill

io
n 

eu
ro

Taxable outflows

22.9 

73.5 

0

10

20

30

40

50

60

70

80

90

100

2023 2024

m
ill

io
n 

eu
ro

Digital payments



 

Foundation for Economic and Industrial Research - IOBE 

36 The contribution of Uber to the economy of Greece, after 10 years of presence 

4. STREAMLINING LEGISLATION IN GREECE  

4.1 Urban mobility challenges in Greece 

Athens and other large urban centers in Greece, such as Thessaloniki and Patras, face 
significant urban mobility challenges, often exceeding those experienced by other 
European cities. In particular, high urban density, challenging landscape (hills, 
surrounding mountains, sea-front) and inadequate transport infrastructure result in high 
daily car trips and significant road congestion, lowering the average travel speed and 
raising the time the local residents spend on the road. Finding a publicly available parking 
spot in most downtown areas is difficult, with the monthly fees in private garages for a 
permanent spot approaching the rents paid for a cheap student room in a shared flat. The 
heavy traffic results in poor air quality, a problem exacerbated by the ageing car fleet.  

These challenges are becoming exceedingly acute as the demand for urban mobility 
grows, driven by raising living standards and rapidly growing city-break and cruise-ship 
tourists arrivals. The metro network has expanded in Athens, while Thessaloniki also 
recently acquired an underground railway, but this expansion has not kept a fast enough 
pace to compensate for the growing urban mobility needs, underscoring the imperative 
for expeditious adoption of innovative transport solutions. 

Figure 4.1: Urban mobility challenges in Athens and other large Greek cities 

 

Digital platforms, such as Uber, provide mobility-as-a-service solutions that can 
significantly ease the modern urban mobility challenges, as outlined in Chapter 2 of this 
study. Despite the rapid expansion of Uber in Greece, its role in reducing these 
challenges has been limited so far, largely due to the excessively restrictive legal 
framework in the country. Bringing the country legislation closer to EU peers and a closer 
coordination of state and municipal authorities can boost the use of innovative urban 
mobility solutions in the country, improving significantly the quality of life in our cities.    
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This chapter analyses the urban mobility challenges experienced in Athens, in 
comparison to other EU cities. It then highlights missed opportunities from the legislative 
restrictions, contrasting the Greek experience with that of Portugal, which instituted a 
major transport reform in 2018. The chapter concludes with policy recommendations.   

4.1.1 CONGESTION AND AVERAGE TRAVEL SPEEDS 

Athens experiences significant congestion, particularly during morning and afternoon 
peak hours, similar to other major European cities. Traffic congestion can also occur 
during non-typical peak periods, such as weekends and nights, due to Athens being a 
popular tourist destination with numerous recreational activities.  

The metropolitan area of Athens is ranked 9th among 254 urban centers in Europe in 
terms of congestion in the TomTom Traffic Index for 2024, with the Athens city center 
taking the 8th position. Thessaloniki is also ranked relatively high - 26th in the metro area 
ranking and 59th in the city center ranking. This implies that the residents of the two 
largest cities in Greece are losing more time in traffic each day than most of their 
European peers.  

During peak hours, travel speeds for private cars are estimated at 20-25 km/h, increasing 
to 50 km/h during off-peak times, depending on urban freeway conditions. On average, a 
driver in the Athens city center would need almost 30 minutes to travel 10km, compared 
to less than 24 minutes in Lisbon and less than 15 minutes in Luxembourg (Figure 4.2). 
Over time, traffic jam is now heavier in Athens compared to Lisbon, as the average Uber 
ride time per 10 km has increased in Greece from about 18 minutes on average in 2015-
2020 to 20 minutes in 2024 and has fallen in Portugal from almost 22 minutes in 2015 to 
17 minutes in 2024. According to TomTom traffic data, a driver in the city center of Athens 
lost at rush hours on average 111 hours (4,6 calendar days or 13,9 workdays) in 2024, 
compared to 79 hours for the average driver in the Lisbon city center. 

Figure 4.2. Traffic jam & Average ride time per 10 km  

 

Source: TomTom Traffic Index, Uber 
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4.1.2 GROWING URBAN MOBILITY DEMAND 

According to the Athens Traffic Control Center, traffic has been rising in Athens since 
2017, following a few years of decline due to the economic crisis. Economic activity has 
expanded in recent years, with more than a 15% increase in employed persons in Attica 
between 2017 and 202450. A gradual decrease in remote work after the end of the 
pandemic is also leading to an increase in transport volumes. Daily trips in the Athens 
metropolitan area are estimated at approximately 6.4 million in 2024, with further 
expansion to 7.1 million projected for 2030. 

In addition, there is a growing trend of international tourist arrivals in Greece and more 
specifically in Athens, which add more trips in the metropolitan area of Attica. The 
number of tourists visiting Greece increased by 45% between 2016 and 2024 (Figure 4.4), 
while in Athens, the number of visitors almost doubled in the same period. This trend is 
not unique for Greece – tourist arrivals in Portugal increased even stronger, by 59%, over 
the same period. Nevertheless, tourist flows to Greece are relatively stronger 
concentrated in the summer months, with 80% of total visitors arriving between April and 
September (Figure 4.4), despite some recent progress in attracting foreign during the 
remaining months of the year by promoting alternative forms of tourism (city breaks, 
cultural, health, etc.). 

Recent data indicates a correlation between the surge in demand in Athens and other 
cities, and the expansion of Uber's operations. Specifically, there has been a nearly 
fourfold increase in airport and port rides in Lisbon between 2021 and 2024, and a sixfold 
increase in Athens during the same period. This coincides with a 3.4-fold increase in 
tourism in Lisbon and a 2.3-fold increase in Athens during the post-pandemic recovery, 
suggesting a positive correlation between Uber's expansion and the growth in tourism in 
these cities.  

Figure 4.3. International Tourist Arrivals  

 

Source: UN Tourism, BoG 

 
50 ELSTAT, Labour force survey yearly time series since 1981 / 2024 
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Figure 4.4. Share of arrivals at tourist accommodation establishments by month, 
avg. 2014-2024 

 

Source: Eurostat 

4.1.3 AGING CAR FLEET 

The urban mobility problems of growing congestion are exacerbated by the aging Greek 
vehicle fleet, largely due to the deep economic crisis that the country underwent in the 
2010s. Greece has the oldest passenger cars on average in the EU at more than 17 
years51, compared to an average car age of 12.5 years in the EU and 13.6 years in Portugal. 
Additionally, 80.3% of the total cars in use in Greece are older than 10 years, the second 
largest proportion in the EU after Romania, compared to 57.4% in the EU and 61.8% in 
Portugal. Meanwhile, the motorisation rate of passenger cars is 539 cars per 1.000 
inhabitants in Greece, slightly lower than the EU average of 563 and that of Portugal (547 
- ACEA, 2023).  

Moreover, the Greek automotive market increasingly relies on used vehicles imported 
from other European countries. Nearly one third (36%) of the newly registered vehicles 
entering Greece for the first time in 2024 were previously used and ran on conventional 
fuels, while 72% of them ran on petrol, diesel or CNG. Furthermore, new passenger cars 
in Greece emit 108.8g CO2/km on average, slightly higher than the EU average of 108g 
CO2/km, while in Portugal new cars have much lower emissions of 87.1g CO2/km (ACEA, 
2025). The ageing fleet of passenger cars in Greece have higher emissions, while the use 
of old and sometimes poorly maintained cars is widespread, creating a significant burden 
for the city environment and its air quality.  

 
51 Data for 2023, ACEA, 2025, Report – Vehicles on European roads 2025 
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4.1.4 URBAN DENSITY 

In addition to the growing and ageing car fleet with expanding trips, high traffic density 
contributes to significant air and noise pollution. Athens has one of the densest 
passenger car fleets, with nearly 900 cars per 1 square km, much higher density than 
other cities in Europe, such as Rome (524 cars / 1 square km) and Lisbon (234).  

In addition, Athens also faces huge parking challenges. There are limited curbside and 
off-street parking spaces. Fees for off-street parking vary widely from €10 - €15 in 
downtown areas and €5-€7 in suburban areas, with additional hourly rates of €1-€2.  

Figure 4.5. Density of passenger cars fleet (cars per 1 km2) 

 

Source: NTUA, 2024, The Impact of Ridesharing Services in Athens. Eurostat, Wikipedia, 
IOBE estimations  
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taxi volumes have declined only gradually. In New York52 since rideshare companies 
entered the NYC market, overall trip volume has grown significantly, while taxi declined 
steadily at a slow rate, before experiencing a steep decline and limited recovery due to 
the COVID-19 pandemic.  

In London53 since the entrance of PHV, the overall volume of drivers and vehicles has 
grown strongly. Taxi numbers (drivers/vehicles) have decreased slowly. The age profile of 
taxi drivers suggests that this decline will increase further as more taxi drivers retire. The 
number of licensed private hire drivers grew steadily at around five per cent per year. The 
number of licensed private hire vehicles in London increased by 88 per cent between 
2008/09 and 2023/24. 

4.2.1 THE 2018 TRANSPORT REFORM IN PORTUGAL 

A major transport reform was implemented in 2018 in Portugal, a country with many 
similarities to Greece. The key reform legislation was law 45/2018, which regulated both 
the “TVDE operator” (the company that provides remunerated passenger transport in 
unmarked vehicles via an electronic platform) and the “electronic platform operator” 
(the app/intermediation service between user and operator). There are requirements 
regarding the drivers’ experience and training,54 yet the restrictions are not prohibitive, as 
in Greece, and as a result, ride-hailing services, such as Uber, do operate with PHVs in 
Portugal. The 2018 reform effectively opened the market while maintaining 
accountability — a model praised by the European Commission as balanced 
deregulation.  

According to the Statistical Yearbook of the Instituto da Mobildade e dos Transportes 
(IMT), the number of drivers licensed by TVDE has grown sharply (almost tripled) since 
the law came into force.55 The larger pool of drivers has reduced waiting times, especially 
in urban areas where demand for platform services is high. As more employees and 
companies have entered the PHV sector and since platforms must issue digital invoices, 
declared VAT and income tax receipts have increased. Improved urban mobility has 
increased tourist satisfaction and reduced travel friction, benefiting the hospitality and 
air travel sectors. 

4.2.2 POST-REFORM PERFORMANCE IN PORTUGAL VS GREECE 

The experience of Portugal can provide insights on the missed opportunities from the 
restrictive legislation in Greece and the effects we might expect from instituting similar 
reforms in our country. The two countries have many similarities in their economic and 

 
52 Regulating App-based Mobility Services: Summary and Conclusions, ITF Roundtable Reports, 
No. 175, OECD Publishing, Paris Deighton-Smith, R. (2021), “Regulating app-based mobility 
services”, OECD Going Digital Toolkit Notes, No. 4, OECD Publishing, Paris, 
53 Taxi and private hire action plan 2025, Mayor of London. ITF (2019) 
54 The drivers must hold a category B driving license for more than 3 years, including the 
professional ‘Group 2’ endorsement and complete a certified road training course specific to PHV 
activity, provided by an IMT-accredited training institution. 
55 https://www.imt-ip.pt/  

https://www.imt-ip.pt/
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demographic indices, but also some differences in specific aspects of economic activity, 
such as the regulation of the transport sector.  

In particular, both countries have similar populations, near 10 million in each country, 
and large metropolitan areas. In Portugal Lisbon metropolitan area has near 3 million 
population, while Attica in Greece has 3.8 million population.  

According to Eurostat data, the GDP per capita stood in 2024 at €22,350 in Portugal 
compared to €19,020 in Greece and €33,650 on average in the EU. Between 2018 and 
2023, real GDP expanded by 9.8% in Portugal and by 8.8% in Greece, so basic economic 
indices moved at a similar rate in these two countries. 

Greece and Portugal share similar urban conditions and tourism sector dynamics. 
Similarly to Greece, in Portugal, there is high urban density - Lisbon and Porto have dense 
populations, crowded streets, and limited parking. Additionally, there is a growing 
tourism sector which raises ride-hailing usage, as visitors seek convenient transport in 
unfamiliar cities and popular sights. 

Over the same period, tourist’s arrivals increased by 16% in Portugal and 9% in Greece, 
which is a larger differential, but still not sufficient to fully explain the diverging 
performance in the taxi sector, which can be largely attributed to the diverging legislative 
framework in the two countries after the reform that took place in Portugal.  

In post-reform Portugal, there are clear regulations and a ride-hailing service system 
integrating street taxis and PHVs with some flexibility. In Greece, the regulations are very 
restrictive, including some geographical limitations on where PHVs can pick up 
passengers, which forces ride-hailing services like Uber to operate only with licensed 
street taxis. Indicatively, in Greece Uber offers only UberTaxi, while in Lisbon Uber offers 
UberX alongside other services, making the sector more efficient and competitive. 

As a result, turnover in the taxi sector (including PHV activity) in Portugal increased much 
faster than in Greece. In particular, after the pandemic turmoil, turnover in taxi operation 
sector increased rapidly in Portugal to reach close to €1,0 billion in 2023. In contrast, 
turnover in Greece increased at a significantly slower pace post-COVID, reaching €713 
million in 2023. It should be noted that between 2014 and 2021, Portugal had 24% lower 
turnover in the taxi sector than Greece, while in 2023 Portugal exceeded Greece by 40%.  

The performance divergence was even starker in employment terms, which increased 
rapidly in Portugal, to 38.6k from a stable employment of around 15k until 2018, while 
employment in Greece (regulated through licenses) declined, reinforced by the ageing 
labor force. In 2014 Portugal had one third of the persons employed in the taxi operation 
sector in Greece, whilst in 2023 employment in the sector was higher in Portugal by 8%. 

In light of the ageing labor force in the taxi sector in Greece, it seems that opening up the 
market contributes to new, young employees entering the profession. Using data on 
drivers on digital platforms, only 22% of drivers in Greece are under the age of 35, 
compared to 33% in Portugal.  

Similar divergence can be observed in Uber’s activity in the two countries. The different 
dynamics of Uber’s expansion in Portugal and Greece point to significant missed 



 

Foundation for Economic and Industrial Research - IOBE 

43 Streamlining legislation in Greece 

opportunities in the Greek market, limiting the corresponding economic, environmental 
and social benefits from improved mobility. 

Figure 4.6. Turnover in Taxi sector in Greece & Portugal 

 

Source: Eurostat, Missing values for Greece in 2019 and 2021 

Figure 4.7. Employment in Taxi sector in Greece & Portugal 

 

Source: Eurostat, Missing values for Greece in 2019 and 2021 
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Starting from a similar position 10 years ago, Uber now has a much stronger presence in 
Portugal than in Greece, expanding much more rapidly. Despite originating from the 
same baseline of about 240-250 drivers in 2015, Uber in Portugal has reached more than 
31k drivers, tripling its force since 2021. By 2024, Uber has 6,4 times more drivers in 
Portugal than in Greece.  

Moreover, the median vehicle in Portugal is made in 2021, compared to 2017 in Greece. 
In Portugal, more than two-thirds of vehicles are from model year 2020 or newer, 
compared to less than a quarter of vehicles in Greece. While economic factors are 
certainly in play to explain the difference, the stronger presence of Uber in Portugal can 
also contribute to this, given the company’s vehicle requirements, suggesting that the 
adoption of new forms of transportation could improve a country’s car fleet. 

Figure 4.8. Number of drivers 

 

Source: Uber 
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Figure 4.9. Potential revenues  

 

Source: Eurostat, IOBE estimations 

Figure 4.10. Potential employment 

 

Source: Eurostat, IOBE estimations 
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Figure 4.11. Total GDP impact from streamlining legislation 

 

Source: IOBE estimations.  

Figure 4.12. Total Employment impact from streamlining legislation 

 

Source: IOBE estimations.  
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Figure 4.13. Total tax revenues from streamlining legislation 

 

Source: IOBE estimations.  

Figure 4.14. Total labor income impact from streamlining legislation 

 

Source: IOBE estimations.  
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4.4 Policy suggestions  

The analysis of the Greek regulatory framework for ride-hailing services and international 
and EU best practices revealed that the regulations in Greece can be greatly improved. In 
particular, market efficiency, consumer welfare and environmental performance can be 
substantially strengthened through easing the restrictions on PHVs, opening up the 
opportunity for their use through digital platforms, and incentivizing pooled rides. The 
sections that follow present the policy suggestions in more detail.  

4.4.1 EASE PHV RESTRICTIONS  

Policymakers should focus on addressing clearly identified market failures56 and adopt 
outcome-based and technology-neutral regulation, focusing on safety and consumer 
protection. Revising outdated and fragmented regulatory frameworks for mobility 
services could also enhance competitive neutrality between PHVs and taxis, by favoring 
generally applicable regulation over sector-specific rules. In this context, removing 
excessive restrictions on PHV operations, such as the “return-to-garage” obligation, 
minimum ride duration, long pre-booking period and high minimum prices, would align 
national regulations with EU policy guidelines and strengthen competition in the urban 
mobility sector.  

Furthermore, empirical evidence57 suggests that restrictive regulatory environments, 
such as the return-to-garage obligation, can significantly influence the congestion 
outcomes associated with ride-hailing services. The negative congestion effect is 
substantially stronger in cities that do not impose stringent regulatory restrictions on 
ride-hailing operations, whereas heavily regulated environments significantly reduce the 
potential for congestion relief. Furthermore, easing prescriptive operational constraints 
and rigid price controls, facilitates ride-hailing platforms to efficiently match supply and 
demand, lowering empty-vehicle mileage.  

Regarding the minimum PHV fares, prices higher than the market equilibrium reduce 
consumer welfare, discourage ridership, and sustain monopoly rents for owners of taxi 
licenses. Keeping the minimum PHV price in place entrenches the inefficiencies in the 
urban transport sector of Greece. Reforming or eliminating the minimum-fare structure 
would lower PHV fares, make PHV a more viable option for general urban transportation, 
increase consumer surplus, and improve overall market efficiency. 

4.4.2 ENABLE THE USE OF PHVS BY DIGITAL PLATFORMS 

Reducing the PHV restrictions would enable digital platforms to operate with PHVs, 
which can substantially expand consumer choice, support innovation, and boosts 
transportation efficiency nationwide. Such features have been shown to enhance service 

 
56 International Transport Forum. (2019) Regulating App-Based Mobility Services (EN). (ITF Roundtable Reports No. 175). 
OECD Publishing.  
57 Fageda, X. (2021). Measuring the impact of ride-hailing firms on urban congestion: The case of Uber in Europe. Paper in 
Regional Science, 100(5), 1230–1253 

https://www.oecd.org/content/dam/oecd/en/publications/reports/2019/09/regulating-app-based-mobility-services_4edfe376/94d27a3a-en.pdf?
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quality and reduce transaction costs compared with traditional taxi markets constrained 
by rigid regulations.  

The requirement for a minimum span of two hours before a booked trip can be executed 
essentially precludes the use of PHVs for most use cases of urban transportation in 
Greece that go beyond the planned transfer of tourists. To enable the use of PHVs for a 
more general use, the duration of the pre-booking condition should be shortened 
considerably or eliminated completely. Following the balanced deregulation model of 
Portugal, which also prevents PHVs from street-hailing, the pre-booking condition can be 
kept, without setting a minimum pre-booking time span. This would enable digital 
platforms to use PHVs in Greece, as riders essentially pre-book their trip on the platform 
when looking for an available driver, while street-hailing remains a reserved privilege for 
public-use vehicles (taxis). 

Furthermore, the PHV model in Greece should be delinked from the operation of car 
rentals and tourist agencies. While there are valid reasons to impose strict requirements 
on eligible drivers and vehicles, the PHV operation can be opened up to licensed PHV 
drivers who use their own vehicles to provide rides through digital platforms. Such a 
model would reduce the risk of creating large fleets of vehicles designated exclusively for 
PHV use, which could exacerbate the congestion and parking problems in Athens and 
Thessaloniki.   

By using privately owned cars, that are otherwise under-utilized, the ride-sourcing model 
raises overall vehicle utilization and lowers operating costs, delivering cheaper, faster 
and more convenient trips. Furthermore, using privately owned vehicles increases the 
quality of the overall fleet condition as these vehicles tend to have lower mileage and 
owners have stronger incentives for proper maintenance58.  

Data also indicates that using PHVs has significantly expanded the market. In New York 
City PHV trips increased by 73% between 2014 and 2017, while ride-hailing apps 
captured 94% of the combined taxi and ride-haling market by 202059. In addition, the ride-
sourcing model provides opportunities for improvement in many dimensions of service 
quality. The GPS-based automated matching shortens both matching and error times, 
reducing passenger wait periods compared to traditional taxi dispatches. At the same 
time PHVs support first-/last-mile trips, complementing public transport by providing 
on-demand connections, helping to shift travel away from private-car use. 

Simplifying the licensing process and streamlining the licensing framework for PHVs and 
taxis would allow platforms to operate across both types with minimum regulatory 
friction, while also enabling more competitive PHV pricing structures that may benefit 
consumers. Ride-sharing firms such as Uber demonstrate that through UberX (PHVs in 
Europe) they can achieve considerably higher vehicle utilization compared to traditional 

 
58 OECD & Korea Development Institute. (2021). Case studies on the regulatory challenges raised by innovation and the 
regulatory responses (Full Report, Case 4: Ridesourcing services: Regulatory challenges and regulatory approaches) 
(OECD Publishing). 
59 Todd W. Schneider. (n.d.). NYC taxi & ride-hailing data dashboards. https://toddwschneider.com/dashboards/nyc-taxi-
ridehailing-uber-lyft-data/  

https://toddwschneider.com/dashboards/nyc-taxi-ridehailing-uber-lyft-data/
https://toddwschneider.com/dashboards/nyc-taxi-ridehailing-uber-lyft-data/
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taxis, serving the same demand more efficiently. These efficiency gains are sizable - 
UberX can achieve comparable revenue per hour with fees that can be lower by 28%.60  

4.4.3 INCENTIVIZE POOLED RIDES 

Allowing operators to charge lower tariffs for pooled rides would improve the 
environmental performance of on-demand transport services in Greece, by reducing 
vehicles-kilometers travelled (VKT), lowering emissions and improving urban mobility. 
Simulations in a large city in China61 showed that pooled rides lowered the aggregate VKT 
by 8.2% (and over 50% under scenarios with high pooling uptake62) compared to 
conventional ride-hailing. This translates to 1.23 million liters of petroleum saved 
annually, cutting fuel expenses for both operators and riders. The same fuel savings avoid 
about 3.3 tons of carbon emissions, improving air quality and supporting broader 
sustainability targets in the urban environment. Such findings are particularly relevant for 
a city like Athens, which faces chronic traffic congestion, limited road capacity and high 
transport-related emissions.  

Pooled rides are much easier to execute through digital platforms, with algorithms 
selecting appropriate routes that minimize the disruption to the riders. Nevertheless, as 
pool-matching can increase waiting times for a ride compared to a trip without pooling, 
pricing incentives can encourage willingness for pooled rides. Offering fare discounts or 
credit that grows with longer waiting time, as well as linking a portion of the fuel-saving or 
CO₂-avoidance to a per-kilometer rebate for pooled rides, can further promote pooled 
ride options. Pooled rides boost the capacity of digital platforms to enhance transport 
efficiency, reduce congestion, improve air quality and unlock welfare gains for the riders 
in Greece. 

  

 
60 Cramer, Judd, & Krueger, Alan B. (2016). “Disruptive Change in the Taxi Business: The Case of Uber,” American 
Economic Review, 106(5), 177–182, DOI: 10.1257/aer.p20161002. 
61 Zhu, P., & Mo, H. (2022). The potential of ride-pooling in VKT reduction and its environmental implications. Transportation 
Research Part D: Transport and Environment, 103, Article 103155. 
62 Schmaus, A., Creutzig, F., Koch, N., Nachtigall, F., & Molkenthin, N. (2025). An urban shared pooled mobility system 
cuts distance travelled by over 50%. Transportation Research Part D: Transport and Environment, 144, Article 104726. 



 

Foundation for Economic and Industrial Research - IOBE 

51 Appendix: Methodological Approach 

5. APPENDIX: METHODOLOGICAL APPROACH 

5.1 Introduction 

The assessment of the impact on the economy from Uber’s 10-year presence was carried 
out with an input-output model of the Greek economy. The model was initially developed 
by W. Leontief, who received the Nobel Prize in Economic Sciences for this work in 1973. 
The model estimates indirect effects of an economic activity from generating demand for 
inputs from other sectors of the economy along a supply chain and induced effects from 
consumption spending of labor income generated by the examined activity and its supply 
chain. The model is calibrated for Greece by IOBE. It is populated using publicly available 
data from ELSTAT and Eurostat (input-output tables, employment by sector and region, 
and key macroeconomic indicators).  

5.2 Outlay of an input-output table 

The data on the economy’s sectoral composition have the following structure: The 
economic activity in Greece is categorized in 63 sectors63 (i.e. mining and quarrying 
activities, basic metal production, agricultural production, construction etc.). For every 
sector, there are data for gross output for a given year and for the value of the inputs that 
were used by the sector for its production activities (products and services of other 
sectors, labor, imports, etc.). Also, there are detailed data for the taxes and social 
security contributions that were paid as part of the production process of the sector.  

In addition, there are data on the final uses of the products of each sector (final 
consumption from households, private institutions and the public sector, inventories, 
capital formation, exports) and detailed data on the uses of imports in every sector. These 
statistical data are presented in a standard form in the input-output tables of the Greek 
economy. The structure of a standard input-output table for an economy with only three 
sectors is presented in Figure 5.1.  

5.3 Input-Output tables update 

This section describes the methodology for updating Input-Output tables for the year 
2023. This methodology uses national accounts statistics from Eurostat for the gross 
value of output, for the value added and its individual components and for employment 
for each sector of economic activity in Greece, as well as statistics for household 
consumption, consumption by non-profit organizations, government consumption, 
gross fixed capital formation, exports and other variables for 2023.64 

 
63 The classification of economic activity in Greece by Eurostat is done according to the NACE Rev. 
2 statistical classification standard and includes 64 sectors of economic activity. However, the 
sector U-“Services provided by extraterritorial organisations and bodies” is not relevant in the 
case of Greece, as no statistics are published for this sector in Greece (the output of the sector in 
Greece is included in some of the other 63 sectors).  
64 See Eurostat - National Accounts aggregates by industry (up to NACE A * 64) [nama_10_a64] 
http://ec.europa.eu/eurostat/data/database?node_code=nama_10_gdp 
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The national symmetric Input-Output table for the domestic production in Greece 2023 
is constructed by updating the Input-Output table for the year 2020, as published in a 
standardized form by Eurostat,65 using the aforementioned national account statistics for 
2023. The Input-Output table for the domestic production presents the sectoral structure 
of Greek production, broken down to 63 sectors of economic activity.66 

Figure 5.1: Outlay of an input-output table 
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Starting from the 2020 symmetric Input-Output table for the domestic production, the 
values for the output of each sector, as well as for the value added, net operating surplus, 
consumption of fixed capital, net taxes on production, total labor cost, net employee 
compensation, employers’ social security contributions and total intermediate 
consumption of each sector of the economy are updated to their 2023 values. Data on 
total household consumption, total non-profit organizations’ consumption and total 
government consumption, as well as the statistics for the total gross fixed capital 
formation, total inventories, total exports, total imports and total net taxes on products 
are also updated. For each sector (that is, for each column of the domestic Input-Output 
table), the intermediate consumption of domestically produced goods (use of domestic 

 
65 See Eurostat, symmetric Input-Output tables for Greece 
66 The classification of economic activity in Greece by Eurostat is done according to the NACE Rev. 
2 statistical classification standard and includes 64 sectors of economic activity. However, the 
sector U-“Services provided by extraterritorial organisations and bodies” is not relevant in the 
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inputs) from each other sector (that is, for each row of the table), the total use of imported 
products by the sector and the corresponding net taxes on products paid for the sector’s 
inputs, are calculated as fractions of the total intermediate consumption of the (column) 
sector, using the respective ratio of per (row) sector input use on total intermediate 
consumption from the 2020 Input-Output table. The sectoral structure of household 
consumption, non-profit organizations’ consumption and government consumption, as 
well as the sectoral structure of exports are calculated in a similar manner. 

The change in inventories is assumed to be covered entirely by domestic production. The 
amount of total use of imported products for gross fixed capital formation and the 
corresponding taxes on products are determined in such a way that the difference 
between the total use of products in the economy (intermediate and final use) and the 
total use of domestic products equals the sum of total imports and total taxes on 
products. The sectoral structure of gross fixed capital formation is calculated allocating 
the total use of domestic products used for gross fixed capital formation according to the 
respective ratios of sectoral (per row) use of inputs for fixed capital formation on the 
respective total domestic use for fixed capital formation in 2020. The sectoral structure 
of inventory changes is calculated in a similar manner. 

Subsequently, adjustments are made to the specified quantities of certain sector-by-
sector uses (certain elements of the Input-Output table), so that the total use of the 
product of each sector is equal to the output of that sector, in order to ensure the 
symmetry of the domestic Input-Output table for 2023. The amount of the adjustments 
(quantities added or subtracted) for each individual use of domestic products (for 
intermediate consumption, or for final use by households, by the government etc.), as 
well as the adjustments for the total use of imports or net taxes on products per column-
sector, are determined by solving a quadratic programming optimization problem under 
the following constraints. Adjustments leave the total use of domestic products by each 
sector unaffected, ensure symmetry of the Input-Output table,67 and ensure that the total 
of intermediate use and use for household consumption for the product of each sector 
does not exceed that sector’s output. They are calculated to minimize the sum of the 
percentage changes they induce on each use and to minimize the deviation of the 
sectoral structure of total intermediate consumption of domestic products from the 
corresponding structure in 2020. The quadratic programming problem is solved using an 
interior-point-convex solution algorithm.68 

The Input-Output table for the use of imports is calculated by allocating the total use of 
imports of each (column) sector and of each final use, as derived from the calculation of 

 
67 The symmetry of the input-output table is ensured when, for each sector, the total use of 
domestically produced inputs of the sector is equal to the level of domestic output of the sector. 
68 For a detailed description of the interior-point-convex algorithm for solving quadratic 
programming problems, see Gill et al. (1981) and Gould and Toint (2004). For more details on 
interior-point algorithms for solving linear programming problems, see Altman and Gondzio (1999) 
and Vanderbei and Carpenter (1993), as well as Andersen and Andersen (1995), Mehrotra (1992), 
Gondzio (1996), Nocedal and Wright (2006), Zhang (1998), Forrest and Goldfarb (1992), and 
Koberstein (2008). The quadratic programming problem is solved in the computing environment 
MATLAB, R2018a, using the interior-point-convex algorithm, as implemented in the quatprog 
function. 
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the table for the domestic production, in the various sectors (along the rows of the table), 
according to the respective ratio of imports from each (row) sector to the total use of 
imports by each (column) sector, as reflected in the Input-Output table for the use of 
imports for 2020. 

5.4 Estimation of economic impact 

Using Leontief's macroeconomic input-output model, we can calculate the multiplier 
effects resulting from an exogenous change in final demand in the economy.69 See 
Leontief (1986), Miller et al. (2009) and the Eurostat Manual of Supply, Use and Input-
Output Tables (2008) for a detailed description of the model.  

A key assumption of the model is constant production technology, whereby producing 
one unit of output value in one industry requires inputs from various other industries in 
the economy and labor in fixed proportions, regardless of output levels in the industry. 
Other essential assumptions are that consumer preferences remain constant and that 
changes in production and demand do not cause price changes. There are also no 
restrictions on the productive capacity of economic sectors. In the model, economic 
activity is driven by final demand for products. 

The calculation of the economic effects from the taxi revenues using the Input-Output 
model is as follows: The direct impact of carrying out the taxi services includes the value 
added generated by this activity, the respective employment involved, the public revenue 
generated directly from it (e.g. VAT, social security contributions paid by the drivers, 
income taxes paid by the drivers70 etc.) and other economic variables. 

5.4.1 INDIRECT ECONOMIC EFFECTS 

The following procedure is used to calculate the indirect effects. The domestic Input-
Output table is used to calculate the quantities, in terms of value, of domestic inputs 
required to produce one unit of the product of each sector and to build the corresponding 
direct requirements table for Type I Leontief. For an economy with N sectors, Table A has 
dimensions [N x N] (one line and one column per sector of economic activity). Each 
element in Table A expresses the quantity, in terms of value, of the product of the 
respective row in the table required to produce one unit of product in the respective 
column of the table: 

𝛢 = [𝛼𝑖,𝑗] 𝑤𝑖𝑡ℎ 𝑖, 𝑗 = 1, 2, … , N  and 𝛼𝑖,𝑗 =
𝑖𝑛𝑝𝑢𝑡 𝑢𝑠𝑒 𝑖 𝑏𝑦 𝑠𝑒𝑐𝑡𝑜𝑟𝑗

𝑝𝑟𝑜𝑑𝑢𝑐𝑡𝑖𝑜𝑛 𝑣𝑎𝑙𝑢𝑒 𝑜𝑓 𝑠𝑒𝑐𝑡𝑜𝑟 𝑗
 

 
69 An exogenous change in final demand is a change in demand that occurs independently of the 
normal functioning of the economy. It does not arise from the usual interactions between 
economic factors, but is imposed by an external factor. 
70 For the calculation of income taxes, both for direct effects and indirect and induced effects, it 
was assumed that the average tax rate for labor income is 24.8% and the average corporate tax 
rate for corporate profits is 5.4%, according to the latest available national accounts data on 
income taxation by Eurostat (See Eurostat, Main national accounts tax aggregates 
[gov_10a_taxag], data for 2019). 
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Using Table A, the Leontief table for indirect effects (Leontief Type 1) is calculated as: 

𝐿𝑇𝑦𝑝𝑒1 = (𝐼 − 𝛢)−1 

The LType1 table can be used to determine the effects on the economy as a whole that are 
caused by an exogenous increase in demand in one or more sectors of the economy. It is 
worth noting the following: 

If T is the column vector [N x 1] of total demand (i.e.  intermediate and final demand) for 
the product of each sector, W is the column vector of demand for intermediate 
consumption per sector in the economy and F is the column vector of final demand per 
sector in the economy, and assuming that household consumption is included in the final 
demand, that is if we have:  

𝑇 = [𝑡𝑖,1] 𝑤𝑖𝑡ℎ 𝑖 = 1, 2, … , N  and 𝑡𝑖,1= total demand for the product i  

𝑊 = [ℎ𝑖,1] 𝑤𝑖𝑡ℎ 𝑖 = 1, 2, … , N  𝑎𝑛𝑑 𝑤𝑖,1demand for goods i for intermediate consumption 

𝐹 = [𝑓𝑖,1] 𝑤𝑖𝑡ℎ 𝑖 = 1, 2, … , N  𝑎𝑛𝑑 𝑓𝑖,1= demand for goods i for final consumption 

Then it holds that:  

𝑊 + 𝐹 = 𝑇 

By construction of table A, it also holds that:  

𝛢 ∙ 𝛵 = 𝑊 

It follows that:  

𝑇 = 𝐿𝑇𝑦𝑝𝑒1 ∙ 𝐹 

The latter equation allows the calculation of indirect effects on the overall output of the 
economy from an external shock to final demand. 

To determine the indirect effects of the taxi services, we use the Leontief LType1 table to 
calculate the impact on total output that is caused by a decrease in the final demand 
equal to the revenues of the taxi drivers, allocated to the land transport sector. 

5.4.2 INDUCED ECONOMIC EFFECTS 

The analysis presented in the previous section focuses solely on the indirect effects of 
the exogenous change in final demand on the supply chain of taxi services. This analysis 
can be extended to take into account the economic effects arising from the stimulation 
of household income through additional wages, which drive further economic activity 
and increase final household consumption. These economic effects are known as 
'induced' economic effects from an exogenous change in final demand for domestically 
produced goods. 

The calculation of the induced effects is performed in a similar manner. The Leontief 
table for indirect and induced effects (Leontief type 2) is constructed, assuming an 
extended sectoral decomposition of the economy, in which there is an additional sector 
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of economic activity,71 namely households. In this context, households are assumed to 
be a productive sector of the economy, using inputs, namely household consumption, to 
produce an output, which is labor. The output of the “quasi-sector” of households is in 
turn used as an input by the various other sectors in the economy.  

Using this extended sectoral decomposition of the economy and following the exact 
same methodology described above for the calculation of the indirect effects, we can 
now calculate the induced effects of any economic intervention. Therefore, the indirect 
and induced effects of the taxi services are calculated, using the Leontief type 2 table, as 
the economic result of a decrease in demand in the land transport sector, by an amount 
equal to the revenues received by the taxi drivers. 

  

 
71 In fact, in the multi-region model used in this application, many additional such sectors are 
created, one in each region. 
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