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1 Introduction

How come the value of taxicab licences reachesiratcdEUR 400,000 in certain
French cities such as Orly or Nice? Numerous asthoe.g., Wyplosz and Delpla (2007) or
Attali (2008) — suggested that such prices werg e signals of economic rent granted by
the State (and the mayors) to taxicab operatorsugir entry restrictions. Similarly, taxi
industry representatives regularly oppose any as®dn the number of taxi licences, not to
mention deregulation of the licence quota systenthe fear that it would reduce their profits,
and as a consequence, the value of their licences.

Increasing the number of licences has, however, d&ywposite effects: additional
supply certainly reduces the individual demand imgteach taxi, but it also reduces the
average expected waiting time for consumers, lgathnan increase in aggregated demand.
The overall effect on taxi profits depends on tlkative magnitude of these two effects, in
particular on the value of the elasticity of demamith respect to the availability of the
service.

We develop and calibrate a simple theoretical modethe effects of a change in the
number of available licences on the profits earmgdaxi drivers, and hence on the value of
their licence. We then estimate the effects ofn@nease in the number of licences on their
value. Lastly, we use this estimate to deducenipdied elasticity of demand with respect to
the availability of the service.

There is a large body of literature related to reaflilures in the taxi market and
optimal regulation. After the seminal model of @@s (1972), an abundant theoretical
literature have focused on the necessary conditmm@Ehieve a second-best optimum, either
through price regulation alone or through additiogaantity regulation However, few
papers have focused on the possible effects oblblbheralisation of the taxi markets from
current conditions (see Bacache and Janin (2009 furvey). In particular, there are few
estimates of parameters like the elasticity of dehi@r taxi service with respect to fares or
with respect to the availability of the service.o dur knowledge, only Schaller (1999)
estimates that this latter elasticity is close #n#l concludes therefore on the neutrality of the
number of taxi licences on their value. Our artitias adds resources to a scarce empirical
literature on the subject.

The French taxi market combines numerous dpeciharacteristics: this market is
regulated through both fare setting (maximum prai®) entry restriction. The latter takes the
form of a primary delivery system of licences with@harge, and a secondary market where
licences can be resold. We build a unique datalpasding the prices of licences on the free

2 See Arnott (1996), Cairns and Liston Heyes (1996).

3 For instance, as a consequence of the deregulaitittre Irish taxi market between 1990 and 1991 nilvaber

of taxicabs was multiplied by 3 in Dublin and byo# the average throughout Ireland. In New Zealdhe,

number increased by 68% in the large cities atcthraplete deregulation of market entry in 1989. \me8en,

liberalisation led to a 75% increase over a yea @anmore than 33% between 1989 and 1991. In thetn
States, deregulation resulted in an increase imtimeber of taxis by 83% in Phoenix, 127% in SangDjeand

by 33% in Seattle.



market by city; these transfer prices are indegdstered by public authorities. The rationale
of our article is to shed light on the implicatioospublic policy decisions for the value of
taxi licences.

After first describing the characteristics takicab regulation in France (section 2), we
propose a calibrated theoretical model to simula¢eimpact of deregulation policies on the
value of cab licences (section 3). We then usedtta available on the average value of
licences to estimate the parameters of the madg@aiticular the elasticity of licence value to
the numbers of licences. From that parameter, aduck an indirect estimation of the
elasticity of demand with respect to the avail&pibf the service (number of taxis) of 0.58.
These findings lead to the prediction that, onaherage, a 75 per cent increase in the number
of taxicabs could occur in France before elimingtine value of the licence (section 4). We
eventually conclude (section 5).

2 Characteristics of Taxicab Regulation in France

In France, as in many other countries, pregulation as well as quantity regulation
applies to the taxi business. As for prices, thefdets set fare ceilings by administrative
order in eachdépartement(local area), according to a maximum increase sateby the
Minister of the Economy. As for quantities, the diof of a certificate of professional
capacity and a taxicab licence are required to wagka taxicab driver. The number of
licences is strictly limited by quotas. Accorditga system unique to France, licences are
initially issued without charge, but they may bsald on a secondary market after several
years of operation.

2.1 Fare Regulation

Taxicab fares are strictly regulated in Franddey include three components: a starting
charge, a kilometric or hourly charge (whicheveeiia more advantageous for the cab driver
depending on traffic speed), as well as a certamber of over-charges (luggage over 5 kg,
fifth passenger, and so forth). These rates ndyrmahstitute a maximum rate, depending on
the timetable or the geographic area involved,tbey often work in practice as an imposed
price. The Minister of the Economy sets each ydwr maximal increase rate of each
component on the basis of the evolution of cosiceslfor the activity. Prefectural orders
then adapt this increase in fare, amépartemento départemenbasis.

2.2 Requirementsfor Working asa Taxicab Drivers

Two administrative documents are required torkwas a taxicab driver, namely: a
certificate of professional capacity and an ausaiion to park on the public way, also known
as a “licence”.

Mayors are responsible for the issuance @nlies. The mayor, upon the advice of a
specific commission for taxis and light vehicles fire (on a city odepartmentasis), sets



the number of taxis that are allowed to operatetha city and grants the parking
authorisations. The Prefect substitutes for thganan case of deficiency or when several
cities are involved. The Prefect is also respdadiy organising airport taxi services.

A specific regime applies in Paris and theghkouring cities, where the Police Prefect is
responsible for the issuance of licences. Sin@82the creation of licences in Paris and in
the 80 cities located in the surroundidgpartementgHauts-de-Seine, Seine-Saint-Denis,
Val-de-Marne) and in nearby airports (Roissy anty)ds theoretically closely related to an
activity index supposed to reflect the evolutiondifferent components of demand. This
activity index takes into account five parameténg: population served by the Parisian taxis,
the per capital income in the area, the long-ditgmassenger traffic in the Parisian railway
stations, the number of passengers going througgsiRand Orly, and the number overnight
stays in Parisian hotels. In practice, this indes, however, not been followed since it
should have led to the creation of 1,500 new liesrzetween 2003 and 2008, while only 700
were issued during this period, leaving a defi¢iB00 licences. So as to make up for the
delay in the attributions of scheduled licencesoadiag to the activity index, the Prefecture
of Police of Paris has announced the issuance @fsbtPplementary licences, beginning in
September 2008 (at the rhythm of 100 licences pmrtim attributed in order of the waiting
list maintained by the Bureau of Taxis and PublianBport at the Prefecture).

Beyond the special situation of Paris, the bemof taxicab licences is very tightly
rationed; and in numerous cities, the increasebbas quite limited over time.

2.3 Characteristics of Taxicab Licences

Specific rights and some restrictions applytte holding of a licence. Taxi licences are
associated with a local area (around a given citfy).taxi cab is not allowed to pick-up
passengers outside this area, but it can bringepgess from his home zone in any other
areas.

Two different methods are available to acquargaxi licence: either buying it on the
secondary market from a currently active operatdaking advantage of the creation of new
licences, which are issued without charge. Inlaltier case, the candidate must already hold
a certificate of professional capacity and worladaxi driver (thanks to a rented licence). He
can then register on a waiting list held by thehatity responsible for issuing the
authorisation. As the delivery of new licenceguste limited, there is (almost) no free meal
with respect to this second method.

Parking authorisations allow the holder to parktba public domain in the locations
provided by the authorities (marked taxi standg) smuse certain lanes on the public way
(such as those reserved for buses in Paris). A sgrson may hold several licences. So as
to push for effective and continual operation of taxicab, the holder of the licence can
operate the taxicab himself or entrust the usé®efiitence to a salaried worker or to a lease-
holder. In the case of a licence acquired withtharge, a 15-year usage is required before
resale. This time period is limited to 5 yearslfoences bought on the secondary market.



3 TheTheoretical Calibrated M odel

This calibrated model is designed to simuldie effects of public policies on the
functioning of the taxi market, in particular threpact of a substantial increase in the number
of licences.

3.1 LicenceValuein a Simple M odel

We model the taxicab licence as an assetriegsa perpetual annual incomg,
corresponding to the profit derived as a resultadioning taxicab supply, either directly by
the holder of the licence, or in the form of a talpat the moment of its resdléJnder this
hypothesis, the value of the licericés given byl = I1 / r, wherer is the discount rate (real
interest rate) associated with this asset risklldvat p andq be respectively the average cab
fare and the average number of travels of a taxicabC be the total annual cost (including
the cab driver’s salary or income, the cost of éidsel, the depreciation and maintenance of
the vehicle, the insurance, and so forth). We ssppbat cost can be decomposed into the
sum of a variable cost linked to the number of travels, and fixed désthe annual profif/
is then given by:

m=pqg-C=@®-c)q-F, (1)

We are interested in the evolution of theg@iof the taxicab licence in the presence of an
unexpected shock in the number of licences — iotjpe the creation of a given number of
additional licences by the authorities.

The key parameter in this analysis is the wiah of the total demand for taxicafsas a
function of the number of licencé The aggregate demand for taxis depends positorel
their availability, thus on the number of licencdsdeed, the shorter the waiting time for a
taxi, the greater the demand. An additional sugpltexis reduces the demand per taxi but
increased total demand. We introduce thereforeetasticity of demand for taxicabs with
respect to their availabilitys = d InQ /d InN. In what follows, we denot&, as the
initial value of the variablX and4X as its absolute variation.

We denoteq as the individual demand for a taxi and= N / N,, the coefficient of
increase in the number of taxicab licences.

For the sake of simplicity, we use a linggpraximation for the change in demand. In this
case, the individual demand per taxi is gr/by:

q=Q/N=qo(No + e(N-No))/N =¢qo(1 + e(n-1)/n). 2)

4 The problem of the value of licences was first gosethese terms in 1961 by Turvey, then by Friealrima
1962, and more recently by Orr (1969), who discdgke impact of the increase in the number of kesnon
their value.

® For details of the intermediate calculations,appendix may be consulted.



This equation encompasses the two effecenahcrease in the number of licences. On
the one hand, the reduction of the demand per liaked to the distribution of the demand
over a greater number of taxis (factoin the denominator); and on the other, the in@eas
aggregate demand linked to the greater availabditytaxis (factorn in the numerator,
intervening after multiplication by the elasticty demand with respect to taxi availabiliy
We deduce the profit per taii, which is given by:

INI={m-cq-F=U+F)1+en-1)/n)-F.
3

The value of the licence may now be deducepl@ymg the equatioh = I / r. Because
of the fixed costF, the variation of the profit witn is leveraged in comparison with the
variation of the demanql

The coefficient of multiplication of the numbaf licencesn* that cancels out the value of

the licence, witlh = II, / F, is then:

n=00A-¢g/A/@Q + A)-¢). 4)
3.2 Data for Numerical Applications

We use as calibration values the average imatgs throughout France: the average value
of a licence is EUR 100,000; annual gross salesiarend EUR 60,000; and the number of
licences adds up to 45,000.

The real interest rate selected is the yoeldinancial assets (cost of capital), calibrated a
7 per cent.

These different parameters lead to an estmaif average economic profit in France of
EUR 7,000 per yedr.

The cost function of a taxicab is made outddferent elements, beyond the cost of
acquiring a licence: purchase of the vehicle, nesianhce, insurance, initial technical
inspection, fuel (for which there was a partial &wemption of the Indirect Tax on Petroleum
Products since 2007, bearing on 5,000 litres), syti®on to a radio taxi-dispatch system,
salary and social charges. In the breakdown ddixa ¢ost function, fixed and variables
elements enter: the vehicle, the insurance anddlaay may be considered as fixed elements
in the operation of a taxi. The diesel fuel coulsbabe included also since a taxicab must
circulate, with or without a passenger on board. 8&kcted the following calibrations for
these elements of annual cost: annual depreciatigdhe vehicle (EUR 5,000), salary and
social charges (EUR 20,000), diesel (EUR 5,00Gurance (EUR 1,000), membership in a
radio taxi-dispatch service (EUR 4,000).

The fixed cost of operation a taxi is thusneated at EUR 35,000.

® Such a figure would seem altogether realisticrimazh as taxi operators currently reimburse the hase of
their licence over a duration of approximately &nge which corresponds to an annual financial burfeabout
EUR 15,000. The difference with the calculated agereconomic profit may be interpreted as a reoudti
income that the taxi driver accepts during the eirmement phase since he knows he will subsequtrityy
benefit from the economic rent.



For these given parameters, the impact aharease in the number of licences on their
value depends therefore on the parameter of tisti@tg of demand with respect to taxicab
availability, e.

3.3 Thelmpact of the Number of Licenceson Their Value

We use this calibrated model to assessnipact on the value of taxicab licences of a
public policy aimed at reducing the economic remhiich is to say, an increase in their
number.

If e =0, that is, if the demand for taxicabs does not ddpen their availability, we
obtainn* = 1.2. If the demand for taxicab remains consta2) @er cent rise in the number
of licences would eliminate their value. This iscanservative estimate: because of the
respond of demand to increased availability, thaadigure is most likely higher.

This example shows that the evolution of tladu® of taxicab licences, and thus the
sensitivity of licence holders to any proposed mefoclosely depends on the value of the
elasticity of demand, which we therefore undertakestimate econometrically.

4. The Econometric Model for the Value of the Licencein France

The key parameter for studying the impact of amaase in the number of licences on
their value is the elasticity of demand with respgecthe availability of taxicabs. The French
case offers a favourable ground for gauging theachf the number of licences on their
value. By taking advantage of the variations itugaand number of licences per city, it is
possible to indirectly recover the elasticity ofndiend for taxicabs relative to availability.
Indeed, the model developed in the previous sediti@s this parameterto the elasticity) of
the price of the licence with respect to their nefiby:

0 =dInll /dInN =1+ F/I%(e-1)
4.1 Description of the Data

We have constructed a database covering drb0@ cities in France for two dates, 2001
and 2004. These cities had 41,599 inhabitantsvemnage and a median sized of 19,596
inhabitants (in 2001). As a rule, our dataset udek the five larger cities in each
département

For each date, the dataset includes the mdirtes city, the average value of the licences
that were exchanged on the secondary market (hlaiia around 220 cities), the total
number of licences in the city and the size ofwlagting list to obtain a free licence.

The average value of a licence in Francensaghly EUR 56,000 in 2001, for an average
number of licences per city of 53, and a waitirg} livith 37 candidates. Of course, this
average covers large discrepancies between cities,dor example, more than half of the

" These various figures are comparable to thosetsel in other research, for instance, the studganéelona
by Alberti et al. (2003).
8 See the appendix for more details.



cities had less than 9 taxicabs, and the waitisig lonly exist in 5 per cent of cities (in the
largest ones). The change in the number of liceiscémited between 2001 and 2004, with
the exception of Paris where 200 were created, YWamtere 43 were created and of
Marseille, which counted 115 fewer licences in 260©ver France as a whole, the number
of taxicabs has already been around 41,000 in 1t8@4same order of magnitude as in 2004.
In thgg?0 case of Paris, the number of licences has kB&able at 14,900 licences from 1992 to
2003".

The data on the cab licences were matchedatitér databases (from INSEE), including
the number of inhabitants or households, the incbynquartile of inhabitants, and so forth,
so as to characterise the demand. In additiorhave included data on airport traffic and on
tourism to capture the associated part of demaaic fdom the Ministry of Tourism).

4.2 TheValueof theLicence Fallsas Their Number Rises

We wish to estimate the impact of entry regotaon the value of the licence, while
controlling in particular for the different locakterminants of demand. Let us recall that
value of the licence (the variableeht), as well as the value of anticipated profitspeled on
two effects: a demand effect and an effect of réig the supply of licences (the number of
licences variablenlic’).

Inrent = a Innlic + fdemand + ¢

More precisely, we use as explanatory variatites population (the number of inhabitants
variable, pop or ‘households number of households), the existence of an airpoa high-
speed TGV railway station (dummyifport’ assuming the value of 1 if there is a national or
international airport in the city, and another dumfTGV if there is a TGV railway station),
and the distribution of inhabitants of the citysome. For this later variable we consider the
logarithm of the average revenue in Euro of thedthuartile of the population|igq3. We
also select the variabletotirisni corresponding to the number of nights spent hyrists,
both foreigners and French, in the city per yead, the dummystars that assumes the value
of 1 if there is a luxury hotel (4 or more stars)astly, taxicabs also provide a hospital
transport service; we therefore construct a dumariable for the presence of a large hospital
(variable, hospital). We write ‘In X' for the logarithm of any variable. Values of these
different variables are available for two dates,2002 and = 2004; and finally, we add a
time dummy variable that takes on the value 0 in 20@ in 2004.

We could also introduce variables reflecting theyons political colour as determinants of
license creation. By way of comparison, Bertrand Kramarz (2002) in their article on the
retail industry use the mayor’s political colourasinstrumental variable for authorisations to
create small retail stores issued by local autiestitndeed, these authorisations are issued by

° The evolution of the number of licences is thaultesf licence creation, which is set by the mayard licence
destruction. A licence may be destroyed for sdve@sons: the retirement of a taxi operator withesale, or
the suspension or withdrawal of the licence, follayva legal notice signed by the police for example

10 See the appendix for the descriptive statistiahefmain variables used.



local boards, including locally elected officialBertrand and Kramarz authors consider that a
regression of the level of employment on the nundfeauthorisations introduces a bias due
to the endogeneity of the variablaumber of authorisations Therefore, they use the
mayor’s political colour as an instrumental var@abto correct for the unobserved
heterogeneity. We have used data from the Centrddlitical Research at Sciences Po
(CEVIPOF) relative to the results of local elec8mince 1983. Nevertheless, no significant
correlation appears between the number of licencéise number of created licences and the
mayor’s political colour in our data. These varemblare therefore not included in results
presented here.

We pooled the data for 2001 and 2004 (pooled Okghad), so as to carry out a panel study,
which makes it possible to control for the localedminants of the value of the licence. We
estimate robust standard deviations to accourthibautocorrelation of residuals between the
observations in the same city at the two dates.

The model we want to estimate is therefore:

Inrent = a + 60 Innlic + B Inhouseholds + y airport + nTGV
+{Ing3 + A Intourism + pustars + v hospital + time + ¢

The results shown in Table 1, first columayd the expected signs. The value of a licence
is positively and significantly correlated to thendand variables: it is positively correlated to
the existence of an airport, the size of the pdmra and the development of tourism.
Similarly, income is positively correlated to theelnce value. The value of the licence has
increased by 7 per cent over three years, whiconsparable to inflation. The absence of a
major hospital in a city implies more medical tpamdations to the nearest large city with a
hospital, and thus has a positive effect on thenle’s value.

Lastly, the number of licences per city iggatevely correlated to its value, once we
account for the variables affecting demand. A 1 qeat increase in the number of licences
depreciates its value by 0.3 per cent.

We expect, nevertheless, that this estimasohiased because of missing variables or
unobservable factors: for instance, the qualitpublic transportation in the city, the number
of automobiles, and so forth. Our data enabledousontrol for these missing variables, if
their effect remained stable between 2001 and 2004. thus estimated the same relation,
incorporating a fixed effect per city. This is @gent to a regression of the evolution of the
value of a licence between 2001 and 2004 as aifuménh particular, of the evolution of their
number. The results are presented in column 2eTab



When we control for the fixed effect of thiyc the value of the licence is in fact
negatively correlated with the number of licenaglsen the number of licences increases by 1
per cent, their value falls by more than 1.33 martc The coefficient of the OLS estimation is
thus underestimated relative to the fixed effethedion. This downward bias is theoretically
expected in a panel data since the unobservedolgetaeity between cities is not accounted
for.

The Breusch-Pagan test rejects the null hypothieatshe pooled regression is unbiaised.
We also performed ali-test on the presence of individual effects, wipotfer the results of
the fixed effects regression over the pooled esiima We test for possible correlation
between the idiosyncratic errors and the explagatariables: the Hausman test rejects the
random effects regression (column 3 in Table 1).

4.3 Calibration Revisited

From the estimated value of the param@teithe elasticity of the price of the licence with
respect to their number — it is possible to dedineevalue ofe, under various calibration
hypotheses. In selecting fer the value obtained in the regression with fixeteas, we
obtain a value of the elasticity of demand for ¢akis with respect to their availability of
0.78.

The paramete? gives the relative variation in the price of aehce as a function of the
relative increase of their number. Through theseowvative hypothesis of a linear variation of
profit as the number of licences changes, it isjbs to deduce the increase in the number of
licences that would eliminate their value. Fronm msults, an increase of 75 per cent in the
number of licences would cancel out the value eflitences. This result must be considered
cautiously, insofar as it is the result of a lineatrapolation of the estimated value from the
regression, for which range of changes in the nurabécences was limited. In addition, a
95% confidence interval fo#), which is —=2.07 < 8 < —0.59, leads to the following
confidence interval for: 48% < ¢ < 169%.
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Table 1 The Econometric Results

Pooled regression

Random effects

Panel with feféstts

1) (3) (2)
In rent In rent In rent
In nlic -0.304" -0.324" -1.3337
(-4.14) (-4.88) (-3.56)
In households 0.475" 0.557" 3.473
(5.05) (7.73) (2.04)
Ing3 0.562" 0.794" 0.504
(2.64) (3.45) (0.48)
stars 0.176 0.197 0.0525
(2.10) (1.98) (0.21)
tourism 0.166 0.125" 0.132
(3.65) (3.00) (0.88)
hospital -0.215" -0.180°
(-2.99) (-2.31)
time 0.0716
(1.61)
airport 0.130 0.108
(1.21) (0.89)
TGV 0.00385 0.0115
(0.05) (0.13)
constant -0.665 -3.326 -25'57
(-0.30) (-1.39) (-2.65)
N 490 490 490
Adjusted R? 0.39 0.85

BreuschPagan test

Prob > chi2 =0.0

F-test on fixed effect
Prob >F = 0.0000
Hausman test:
Prob > chi2 = 0.0094

11



5. Concluding Remarks

We have modelled the taxicab market in Frdocéhe purpose of analysing the impact of
public policy. We have based our calibration af thodel on the average data for France.
Thanks to data from 2001 and 2004 we recover aatrparameter: the elasticity of demand
for taxicabs with respect to their availability. h& value of a licence is indeed positively
correlated with determinants of demand and nedgto@related to market liberalisation (as
measured by the number of new granted licences)eSiimate the elasticity of the value of
the licence with respect to their number to be31.Qur findings for France confirm the more
gualitative results observed in other countries tieve liberalised their taxicab industry. A
substantial increase (by more that 75 per centrdowpto our estimation) in the number of
licences would not be enough to exhaust the rerttsis industry.

12



6. Appendix
6.1 Linear Approximation of Total Demand
We write the linear prolongation to total demapdh function ofN as
Q = Qo(1 + &(N - No)/No) (5)

Under this hypothesis, profit is given by

II'=@p-0qg-F=@-q(@/q)-F = Ul + F)(Q/N)/(Qo/No)-F
= (IIo + F)((@ No)/(QuN)) - F

Employing the linear approximation of equat{6), we get
IT'= (Il + F)(No/(QoN)) Qo (1 + e(N-No)/No)- F
Or
= (y+ F)(No + e(N- No) /N) - F (6)

We can then deduce the vaNi&/N, that cancels out the value of the taxicab liceirce,
the linear approximation:

(Mo + F)(Ng + e (N%-No) /N*)-F = 0

Giving
A+, /F)(1 + e(N* /Ng-1) = N* /Ny

Lettingn = N * /NoandA = I,/ F, we have

nx= (1 4+ ADA-¢)/(A-e(1 + 1))
Or

nx=(1-¢/A/A + -¢) (7)

To recover the dependence in the real istawde,r , use I = r L, with L being the
value of the licence.

13



6.2 TheLink between 8 and ¢

The parametétis the elasticity of profif/ with respect to the number of taxicab licences
N wherease is the elasticity of the aggregated volume (numifepassenger tripg with

respect to the number of taxicab licenbesWe have therefore:

@ =dlnll/dInN (8)

and
e=0dmQ/dInN 9

Profit is given by:

nm=@p-cq-F (10)
If we differentiate equation (10), we aibt
dil = (p-c)dq = (p-c)qdq/q = (I + F)dq/q
from which
air/n = (1 + F/1I)(dq/q)
or
dinll = (1+ F/I)dlIngq (12)
Since, according to the definitionéof
dinll = 6dInN. (12)
In addition,g = Q / N thus
ding =dnQ-dinN
According to the definition af
dinQ = €dInN.
Thus
ding = (¢e-1)dInN (13)
By inserting the results obtained in equre (12) and (13) into equation (11):
0dinN = (1 +F/I)(e-1)dInN
which is
(14)

0= +F/M)(e-1)

14



15



6.3 Descriptive Statistics

2001 nlic rent tourism households | Airport | TGV | hospital stars
N 492 221 482 503 530 530 528 530
Mean | 54 56376 10.8 16,444 0.14 0.22 0.55 0.37
Sd 675.1 32211 1.50 51,510 .34 41 .50 .38
Min 1 1068 5.4 799 0 0 0 0
Max | 14,900 | 167,700 17.3 1,025,570 1 1 1 1
p50 9 53,357 10.8 7380 0 0 1 0

2004 nlic rent tourism households | Airport | TGV | hospital stars
N 492 296 482 503 530 530 528 530
Mean | 54 59,259 10.8 16,874 0.14 0.22 0.55 0.18
Sd 684.4 41341 1.49 52,185.4 .34 41 .50 .38
Min 1 2750 6.5 886 0 0 0 0
Max | 15,100 | 3,000,000 17.3 1,033,020 1 1 1 1
p50 9 51,416 10.85 7,578 0 0 1 0
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