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APPENDIX A. National Travel Survey 2024 Main 
Results Factsheet 





Trips [NTS0101] Distance [NTS0101] Time [NTS0101] 
Average trips per person per year Average distance (miles) per year Average time (hours) per year 

National Travel Survey 
England 2024 Main Results 

How we travelled [NTS0303]  
Modal share Trips Distance People made 922 trips on average in 2024, or 18 trips a 

week. This was similar to 2023 (915 trips on average), 
but slightly lower than 2019 prior to the coronavirus 
(COVID-19) pandemic, when people made an average of 
953 trips per person.  
People travelled an average of 6,082 miles in 2024, this 
was a slight increase compared to 2023 (5,974 miles on 
average) and a 6% decrease from 6,500 miles in 2019.  
On average, people spent around 362 hours travelling in 
2024 (around 60 minutes per day), a slight increase com-
pared to 2023 but slightly lower than the 370 hours of 
travelling in 2019.  
Cars remained the most popular mode of travel, making 
up 59% of all trips in 2024 (a decrease of 2 percentage 
points from 2019), and 76% of all miles travelled (a de-
crease of 1 percentage point from 2019). The proportion 
of trips that were walked was higher in 2024 than in 2019, 
with a 3 percentage point increase to 29% of all trips in 
2024.  
The most common trip purpose in 2024 was shopping, 
with 18% of journeys being made for this purpose. Jour-
neys for the purpose of commuting represented 12% of 
average trips in this year. ‘Just walk’ was the third most 
common trip purpose in 2024, accounting for 9% of all 
trips. These 3 were also the most popular purposes in 
each of the past 4 years.   

Similarly, in 2019 the 2 most common trip purposes were 
shopping and commuting, while the third most common 
trip purpose was personal business.  

Why we travelled [NTS0403]  
The most common trip purposes were: 

National Travel Survey 2024 

https://www.gov.uk/government/statistical-data-sets/nts01-average-number-of-trips-made-and-distance-travelled#:~:text=NTS0101
https://www.gov.uk/government/statistical-data-sets/nts01-average-number-of-trips-made-and-distance-travelled#:~:text=NTS0101
https://www.gov.uk/government/statistical-data-sets/nts01-average-number-of-trips-made-and-distance-travelled#:~:text=NTS0101
https://www.gov.uk/government/statistical-data-sets/nts03-modal-comparisons#:~:text=NTS0303
https://www.gov.uk/government/statistical-data-sets/nts04-purpose-of-trips#:~:text=NTS0403


National Travel Survey 
England 2024 Main Results 

National Travel Survey 2024 

Cycling [NTS0303, NTS0608] Car ownership [NTS0205] Licence holding [NTS0201] 
Average cycling trips per person per year   

People made 15 cycling trips on average in 2024. This was 
similar to 2023, and slightly lower than in 2019 (16 cycling 
trips). People travelled an average of 53 miles by pedal cycle 
in 2024, similar to 2019 (54 miles per person). In 2023 to 
2024, people aged between 5 and 10 were most likely to own 
or have access to a pedal cycle (76%). People aged 60 and 
over were least likely to own or have access to a pedal cycle, 
with 25%.  

In 2024, males made 4% fewer trips (904 trips per person) 
than females (939 trips per person) but travelled 16% further 
(6,549 miles per person by males, compared to 5,633 miles 
per person by females). In 2024, males made an average of 
125 commuting trips per person (a decrease of 23% on 
2019), while females made an average of 98 commuting trips 
per person (a decrease of 17% on 2019).  

Looking at households in England, 78% own at least one car, 
an increase of 4 percentage points since 2002.  In 2024, 75% 
of English residents aged 17 and over held a driving licence. 
Around 80% of males and 71% of females held a licence. For 
males, this percentage is unchanged since 2002, but for fe-
males, driving licence holding has increased by 9 percentage 
points in the same period.  

In 2024, the proportion of trips to and from school by walking 
made by children aged 5 to 10 was 5 percentage points high-
er than in 2019. The proportion of trips to and from school 
made by car decreased by 4 percentage points for children 
aged 5 to 10 but increased by 5 percentage points for chil-
dren aged 11 to 16.  

Commuting trips per person per year, by 
age and sex 

Sex [NTS0601, NTS0611]  
Average trips and distance per person per 
year, by the sex of the respondent 

Trips to and from school by  main mode and age [NTS0613] 

https://www.gov.uk/government/statistical-data-sets/nts03-modal-comparisons#:~:text=NTS0303
https://www.gov.uk/government/statistical-data-sets/nts06-age-gender-and-modal-breakdown#:~:text=NTS0608
https://www.gov.uk/government/statistical-data-sets/nts06-age-gender-and-modal-breakdown#:~:text=NTS0608
https://www.gov.uk/government/statistical-data-sets/nts02-driving-licence-holders#:~:text=NTS0205
https://www.gov.uk/government/statistical-data-sets/nts02-driving-licence-holders#:~:text=NTS0201
https://www.gov.uk/government/statistical-data-sets/nts03-modal-comparisons#:~:text=NTS0601
https://www.gov.uk/government/statistical-data-sets/nts04-purpose-of-trips#:~:text=NTS0611
https://www.gov.uk/government/statistical-data-sets/nts03-modal-comparisons#:~:text=NTS0613
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Executive summary 
Car clubs provide a variety of social, economic, and environmental benefits by 
giving people low cost, flexible access to cars. The Vehicle Emissions Trading 
Schemes Order 2023 that implements the zero emission vehicle mandate 
includes a bonus credit available to vehicle manufacturers that sell zero 
emission cars or vans to car clubs, and grant funding for car club chargepoints 
is available through the Local Electric Vehicle Infrastructure fund. This is 
intended to encourage greater access to zero emission vehicles in 
communities. The Government also provides guidance for local authorities 
implementing car clubs through the Local Authority Transport Decarbonisation 
Toolkit: Car Clubs. 

The Department for Transport commissioned a rapid evidence assessment to 
build on these policies to capture robust evidence about the benefits of car 
clubs, which allow members to rent cars for a short period of time, typically 
using an app or a card, without the need for a staff member. Car clubs also 
represent the largest and growing market within shared travel. The Department 
for Transport wanted to understand the reasons users engage with car clubs, 
the benefits and barriers, potential trends for future vehicle ownership models 
and wider impacts (e.g. on the environment). This research is intended to help 
inform further policy considerations.  

The report presents findings from 37 pieces of literature that were selected 
following a process of systematic searching, screening, prioritisation and 
extraction of the evidence. The evidence reviewed predominantly comprised 
primary research with participants of car club schemes however, overall, the 
review found a lack of use of more rigorous research methodologies, such as 
control groups or longitudinal studies.   

Definitions and car club user characteristics 
The term car club is used throughout this report to refer to the short-term renting 
of vehicles, typically using an app or a card, without the need for a staff 
member. There are different types of car club referenced in this report, which 
are defined in detail in the introduction section. Briefly, these are: 

• Commercial car clubs – car sharing platforms that are hosted by a 
business that also own the cars. Commercial car clubs commonly take two 
forms: 

− Back-to-bay – typically members must return vehicles to their unique, 
designated parking place. 

− Free-floating - members can pick up a car and return it to another 
location within a wider area. 

• Peer-to-peer car clubs – car sharing platform that allows members to offer 
privately-owned vehicles for rent to others.  
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The literature reviewed provided an overview of car club user profiles. Car club 
members tended to be male, be based in urban areas, have higher than 
average education and income, and use public transport and active travel 
modes more frequently than the general population. 
Car club members used car club cars for a variety of journey purposes, 
including leisure, shopping, visiting friends and family, work-related trips, 
medical appointments, and volunteering or caring responsibilities. 

Headline findings: 
• The review found evidence relating to the impact of car clubs on: (1) vehicle 

ownership; (2) annual distance and mileage members travelled in any type 
of car (i.e. including private and shared cars); (3) some wider societal factors 
like the environment. Evidence was also found on barriers to car club 
participation. 

• There was a lack of literature available dealing with the impact of car clubs 
on other societal factors like congestion, public health and integration into 
mobility hubs. There was, however, evidence for the relationship between 
car clubs and access to opportunities (including employment, health and 
social opportunities).  

• There was a lack of literature available on how impacts vary by the different 
procurement models used to deliver car clubs. 
 

(1) Vehicle ownership 

Car club membership was found to be associated with a reduction in private 
vehicle ownership.  

• Car club users in the US, UK and Europe reported relinquishing a household 
vehicle (between 9.5% and 33.1% of members). 

• Car club users tended not to acquire  an additional household vehicle (27% 
of UK car club members claimed they would have bought or leased a car if 
they had not joined a car club). 

Studies based in Germany and Canada found that certain factors increased the 
likelihood of relinquishing a car, including being a member of a back-to-bay car 
club service rather than a free-floating car club service, members having owned 
more cars prior to joining a car club scheme, and if members’ motivation to join 
a car club was due to associated cost savings or to reduce pollution or fuel 
consumption.   

However, one European study suggested that the relationship between car club 
membership and a reduction in vehicle ownership is over-stated when viewing 
the impact of car clubs through the lens of regional and national motorisation 
growth rates (passenger cars per 1000 inhabitants). 
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(2) Distance and vehicle mileage  

There was evidence that, on average, the annual distance car club users travel 
in any type of car decreases once they start participating in car clubs. 

• One UK study highlighted that the average car club member reduced their 
annual distance travelled by car by 170 miles.  

• This reduction occurred despite the finding that car club members were able 
to take trips that would not have been possible without their membership. 
(UK evidence found that 22% of members would not have been able to take 
their most common car club trip were it not for their membership.)  

• For the majority of members, joining a car club scheme has limited impact 
on levels of public transport use and participation in active travel modes, 
such as walking and cycling.  

 

(3) Societal impacts  

Emissions and environmental impacts is one of the areas with the highest 
volume of available research. The evidence demonstrated that a reduction in 
emissions as a result of car clubs is linked to a range of factors, including:  

• Car occupancy levels – where there was a higher occupancy rate 

• Car ownership – through reduction in vehicle ownership and use 

• Vehicle technology – through the use of lighter vehicle fleets and electric 
vehicles 

A UK study drawing on car club fleet analysis indicated that in 2020, the 
average car club car emitted 27% less CO2e per kilometre than the average car 
in the UK. 

(4) Barriers to car club participation 

The biggest limiting factors on the growth of car clubs include local availability,  
accessibility, and reach.  

• A US study focusing on peer-to-peer car clubs found a general lack of car 
availability caused difficulty for members.  

• One literature review reported that if car club depots are not placed in easily 
accessible locations, adoption of the service remains low. 

• Another study from Norway reported that  users want good access to the 
types of cars they actually want.  

• Certain demographic groups were underrepresented among car club user 
profiles, including lower socio-economic groups, older age groups, and 
people living in rural areas. 

These observations indicate areas of car club schemes that could be improved 
and specific groups to engage to increase growth and reach a wider user base.  
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1 Introduction 
 

This report presents findings from a rapid evidence assessment which aims to 
understand the reasons users engage with car clubs, the benefits and barriers 
related to car clubs, and the impact of car clubs in areas such as vehicle 
ownership, travel choices and wider impacts (e.g. on the environment). The 
rapid evidence assessment also seeks to understand to what extent and how 
these impacts may vary according to different factors, such as type of area, 
journey purpose and demographic and socioeconomic factors. NatCen worked 
in partnership with CoMoUK throughout this rapid evidence assessment. 
NatCen led on the delivery of the research and CoMoUK provided expert advice 
and quality assurance on our tools and outputs.  

1.1 Background to review 
This report focuses specifically on car clubs. Car clubs allow people to rent or 
access cars for a short period of time. Variations of car clubs are described 
comprehensively below, but they include commercial car clubs and peer-to-peer 
car clubs. 

The Department for Transport has already undertaken several projects focusing 
on consumer characteristics and barriers and motivations to using car clubs. 
However, they are lacking a robust understanding of the specific impacts of 
these services on vehicle ownership, the environment and travel choices. To 
address this gap, and to build on current policies related to car clubs the 
Department for Transport commissioned a rapid evidence assessment to 
provide a comprehensive synthesis of the existing literature.  

Although this rapid evidence assessment focuses on the impacts of car clubs 
specifically, the environment in which car clubs operate is also an important 
consideration. The potential for car clubs to have an impact depends on 
adjacent policies and practices, such as parking policies, provision of active 
travel infrastructure and public transport service levels. The environment car 
clubs operate in, therefore, provide important context to the impacts they can 
create.  

1.2 Definitions 

1.2.1 Types of car clubs 
The literature reviewed in this rapid evidence assessment focuses specifically 
on car clubs. The different types of car clubs considered in the report are 
described below: 
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• Commercial car clubs – car sharing platforms that are hosted by a 
business that also own the cars that are rented out by the hour, typically 
using a card or an app, without the need for a staff member. Commercial car 
clubs commonly take two forms: 

− Back-to-bay (also referred to as two-way, round-trip or station-based 
services in the literature) – typically members have to return vehicles 
to their unique, designated parking place. 

− Free-floating (also referred to as one-way or flexible in the literature) 
– members can pick up a car and return it to another location within a 
wide area (note there are currently no car club operators in the UK 
that exclusively offer a one-way scheme). 

− The terminology used throughout this report will be “back-to-bay” and 
“free-floating”. 

• Peer-to-peer car clubs – car sharing platform that allows members to offer 
privately-owned vehicles for rent to others. 

Multi-occupancy vehicles and services (i.e. carpooling, lift-sharing and ride-
sharing) were regarded as out of scope in this rapid evidence assessment. 

1.2.2 Car club user characteristics 
Profiling car club users was not a key aim of this rapid evidence assessment, 
but the literature reviewed provided some contextual evidence about users.  

The evidence reviewed suggested car club users are more likely to:  

• be male (CoMoUK, 2022; Wiegmann, et al., 2020; Giesel & Nobis, 2016; 
Esfandabadi, et al., 2022) 

• be based in urban areas (Giesel & Nobis, 2016; Nenseth & Ellis, 2022; 
Esfandabadi, et al., 2022; Goddeke, et al., 2022) 

• have higher than average education and income (Chicco, et al., 2022; 
Wiegmann, et al., 2020; Giesel & Nobis, 2016; Nenseth & Ellis, 2022; 
Esfandabadi, et al., 2022; Goddeke, et al., 2022) 

• use public transport and active travel modes more frequently than the 
general population (CoMoUK, 2022; Nenseth & Ellis, 2022; Goddeke, et al., 
2022; Kopp, et al., 2015) 

The literature found that car club users are motivated to participate in car clubs 
for a variety of reasons, including:  

• Not needing a car very often (CoMoUK, 2022; Wiegmann, et al., 2020) 

• Car club use is cheaper overall than owning a car (Nenseth & Ellis, 2022) 

• Avoiding the hassle of ownership (Nenseth & Ellis, 2022) 

• Additionally, free-floating car club service users highlighted car clubs as 
being more flexible than public transport (Wiegmann, et al., 2020) 

The literature also suggested that car club members use these cars for a variety 
of reasons, including: leisure; shopping; visiting friends and family; work-related 
trips; medical appointments; and volunteering or caring responsibilities. 
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Additionally, free-floating car club service users indicated car club use for 
getting to the airport (CoMoUK, 2022; Wiegmann, et al., 2020). Conversely, the 
trips that car clubs are less likely to be used for tend to be those that are taken 
every day, such as for commuting purposes.  

1.3 Research questions 
The review focused on the following key priority research question: 

1. What is the measured impact of car club options on: 
a. Vehicle ownership  
b. Environmental impacts 

i. PM2.5 emissions (and concentrations) 
ii. NOx emissions (and concentrations) 
iii. Greenhouse gas emissions 

c. Transport mode choice (number of walking/cycling trips, public transport 
trips and trips made by car) 

d. Vehicle mileage, total journey time and trip generation 
e. Access to opportunities and services (e.g. employment, education, 

socialising, healthcare, key services) 
f. Congestion 
g. Public health 

Secondary research questions were also considered where evidence was 
available: 

2. To what extent are the impacts heterogeneous across: 
a. different areas (urban vs. rural), 
b. journey purposes, 
c. demographics, 
d. socio-economic groupings, 
e. accessibility needs? 
f. Are the above differences quantified and robustly measured? 

3. What is the impact on car clubs when they are integrated into shared 
mobility hubs1? 

4. To what extent do the car club operating models (e.g. back-to-bay, back to 
area, and one-way or flexible) encourage greater use of car clubs? 

 
1 A hub where sustainable transport modes, such as shared mobility, public transport and active 
travel are integrated. 
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5. How do impacts vary according to the different procurement models (e.g., 
service arrangement, concession2) used to deliver car clubs? 

6. What are the barriers and opportunities to encouraging car clubs? 
7. For all answers, what is the quality of evidence? Are there any evidence 

gaps and what further questions could be explored in additional research? 

1.4 Overview of approach 
The study used a rapid evidence assessment methodology. A rapid evidence 
assessment sits between a literature review and systematic review: it follows 
rigorous and explicit methods for searching, screening, assessing and 
synthesising evidence, whilst making informed compromises on aspects of the 
systematic review process in order to deliver findings quickly. 

The rapid evidence assessment involved a review and assessment of academic 
texts, grey literature and published car club data collected and analysed by 
CoMoUK. Academic texts were identified through complex search strings. Grey 
literature was provided by CoMoUK and their contacts. A total of 136 sources 
were identified as meeting the inclusion criteria and 37 sources were selected 
for inclusion in the review after following a rigorous prioritisation process. The 
final source list includes quality assured data3 on commercial car clubs provided 
by CoMoUK and data provided by their contacts. Further details on 
methodology can be found in chapter 2. 

When reading this report, it should be noted that a number of the prioritised 
primary research studies use convenience sampling approaches. There is 
limited evidence that uses more rigorous methodologies, such as randomised 
control trials and forms of sampling, such as non-probability based and quota 
sampling, to provide more robust evidence. A full assessment of the quality of 
research included in this rapid evidence assessment can be found in chapter 9.  

1.5 Report structure 
The report structure is as follows: 

• Chapter 2: detailed methodology used to conduct the REA 

 
2 Definition of these procurement models: 
- a concession agreement – where a supplier is invited to operate and receive all the revenue 
from a scheme, without being funded by the local authority, usually without restrictions on key 
business and operational decisions 
- a traditional services arrangement – where a local authority procures a specific service and 
contributes funding to the scheme (for example, through the operator charging the council a 
management or operating fee 
3 The data CoMoUK collate is from accredited car clubs. It goes through a series of checks 
internally through senior staff reviews and is then externally verified by an independent transport 
research company with many years of experience in the field.  
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• Chapters 3 to 7: cover the impact of car clubs on: vehicle ownership; vehicle 
mileage, total journey time and trip generation; mode choice; environmental 
impacts; and access to opportunities, public health and congestion (address 
research questions 1, 2 and 4) 

• Chapter 8: covers the barriers and opportunities of car club use (address 
research question 6) 

• Chapter 9: covers the quality of evidence (address research question 7) 

• Further research: summarises the availability of evidence and suggests 
areas for further research 
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2 Methodology 
This chapter provides a summary of the methodological approach used to 
complete this rapid evidence assessment, including the criteria and processes 
for the search strategy, screening, data extraction and synthesis. 

2.1 Search strategy 
The study involved a search for academic literature. Grey literature sources 
were provided by CoMoUK and included: data collected and analysed by them 
on predominantly commercial car clubs; research produced by regional and 
national transport organisations; case studies on specific car club organisations. 
Data provided by car club organisations was included, as it provided high-
quality evidence and analysis to effectively answer the research questions, 
maximising the value of this exercise. 

Academic literature was searched for using complex search strings in academic 
databases including, Scopus, Transport Research International Documentation 
(TRID), EconLit, GreenFILE and PsycInfo. 

Grey literature was provided by CoMoUK and their contacts. The literature was 
selected based on the research priorities.  

2.2 Screening 
Academic papers were screened at two stages – at title and abstract and at full 
text. A total of 1773 papers were screened at the title and abstract stage. 136 
sources were taken to the full text screening stage. After full text screening, 111 
papers met the inclusion criteria (outlined in Appendix A). A systematic 
prioritisation process was undertaken based on assessing the relevance and 
quality of each paper and a total of 37 papers were included in this study. A 
detailed overview of this process can be found in Appendix A. Table 1 outlines 
the results of the search and screening stages completed. 

Table 1 Result of each screening stage 

Stage Academic Sources Grey sources 
Identification N=1773 papers identified 

through academic database 
searches 

N=7 grey literature sources 
provided by CoMoUK 

Screening N=136 papers met the 
inclusion criteria at title and 

abstract screening stage 

N=7 grey literature sources met 
the inclusion criteria at title and 

summary screening stage 
Eligibility N=111 papers met the 

inclusion criteria at the full 
text screening stage 

N=5 grey literature sources met 
the inclusion criteria at the full 

text screening stage 
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Included N=32 papers prioritised for 
inclusion in the rapid 

evidence assessment 

N=5 grey literature sources 
prioritised for inclusion in the 

rapid evidence assessment  
 

2.3 Data extraction and synthesis 
A thematic framework was developed to help organise the evidence extracted 
from the prioritised papers. The framework was structured by the key themes 
included in the research questions, including the potential impact areas; factors 
that might influence impacts; barriers and opportunities of car club use; quality 
of evidence and evidence gaps. Members of the research team read each 
paper in full and populated the framework with the relevant evidence. 

Once extraction was complete, the evidence was synthesised by research 
question. This was done by using a ‘framework method’, employing an 
analytical matrix incorporating the primary and secondary research questions.  
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3 Vehicle ownership 
This chapter explores whether car clubs have an impact on levels of private 
vehicle ownership. The literature suggests that there is an association between 
car clubs and vehicle ownership reduction. Factors that influence the strength of 
this relationship are also explored. 

3.1 The evidence base 
Twelve sources are considered in this chapter. There was substantial evidence 
found in the literature highlighting a relationship between car clubs and a 
reduction in vehicle ownership. The evidence presented in most of the sources 
was based on online surveys of car club members. There were limitations to 
this methodology: surveys were distributed via car club providers and 
participation was on a voluntary basis, with relatively low response rates across 
sources (see chapter 9 for a more detailed discussion of this) – there are 
therefore issues with representation and most papers did not conduct any 
weighting of the data. In all but one of the papers, the surveys did not engage 
non-car club users, therefore there were no control groups. Two sources drew 
on wider data sources. One of these sources stressed that one of the main 
challenges for car club studies is collecting reliable data on car club services. 
This study acknowledged that, although various data sources were analysed, 
data on some car club services could have been missing or inaccurate, which 
would have impacted their results (Bucsky & Juhasz, 2022).  

3.2 Key findings 
• The main finding from the literature was that participating in car clubs is 

associated with a reduction in vehicle ownership. The reduction in vehicle 
ownership was illustrated in the literature in two main ways: 

− That car club members relinquished previously owned vehicles 
(sources suggested that between 9.5% and 33.1% of car club users 
reported having relinquished a vehicle). 

− That car club members avoided purchasing additional vehicles (one 
UK report found that 27% of car club members claimed they would 
have bought or leased a car if they had not joined a car club). 

• Evidence from the application of binomial regression models suggested that 
certain factors were associated with a high likelihood to decrease vehicle 
ownership. These factors, based on research in Canada and Germany, 
included: 

− If membership was to a back-to-bay car club scheme, rather than a 
free-floating car club scheme. 

− Owning more cars prior to joining a car club scheme. 
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− If the motivation to join a car club scheme was because car clubs 
provided cost savings compared to owning/leasing a car; or to reduce 
pollution or fuel consumption. 

• One study looked at motorisation growth rates (number of registered 
passenger cars per 1000 inhabitants) across regions in the European Union 
before and after a car sharing scheme was introduced. The study concluded 
that the difference in average annual motorisation rates between the regions 
and the countries they were in remained almost consistent before and after 
the introduction of a car sharing system. The study therefore concluded that 
the potential for car sharing to have an impact on vehicle reduction was 
marginal. The authors collected data on 129 car sharing services across 26 
EU countries using desktop research. The Eurostat database and national 
statistics were used to collect available background data to assess potential 
impacts. This methodology differed from the other sources in this section 
that largely relied on online surveys with car club members. 

• Two sources hypothesised on the potential for car clubs to act as a gateway 
for users to increase their vehicle ownership. However, these sources found 
little evidence to support this hypothesis. 

3.3 Car clubs and the impact on vehicle 
ownership 

The majority of the evidence related to car clubs and vehicle ownership came 
from surveys conducted among car club users. The data from these surveys 
strongly indicated that there is a relationship between car club membership and 
a reduction in vehicle ownership. The evidence focused on two main points: 1) 
that car club users relinquished previously owned cars; and 2) that car club 
users avoided purchasing additional cars. 

3.3.1 Evidence for relinquished vehicles 
There was extensive evidence that participating in car clubs was associated 
with users relinquishing privately-owned vehicles. This finding was illustrated in 
different ways within the literature: 

• Five studies, based on online survey data, reported that between 9.5% and 
33.1% of car club members had decreased their vehicle ownership since 
they joined a car club. 

• Two studies, based on online survey data, reported a significant decrease 
(between 0.1 and 0.43) in the average number of vehicles owned by 
participants before and after they started participating in car clubs. 

• One study reported that for each additional free-floating car club vehicle in a 
city, three fewer vehicles were sold.  

The proportion of car club users that reported having relinquished a car varied 
in each of the five studies considered. Studies also varied in the parameters 
they considered, three focused on whether participants themselves had 
relinquished a vehicle, while two considered whether a vehicle had been 
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relinquished within a participants’ household.  There were also differences in 
whether findings were presented at a total sample level, or if the sample was 
divided by car club service type. The data presented in each survey is 
summarised in Table 2. 

Table 2 Data on relinquishing cars     

Source Country Question 
phrasing 

Car club service 
type 

Proportion of car club 
users that reported 

having relinquished a 
car 

(Giesel & 
Nobis, 
2016) 

Berlin & 
Munich, 

Germany 

Asked at 
the 

household 
level 

Free-floating ~9.5% 

(Giesel & 
Nobis, 
2016) 

Berlin & 
Munich, 

Germany 

Asked at 
the 

household 
level 

 Back-to-bay ~21.8% 

(Weigmann 
et al., 2020) 

Brussels, 
Belgium 

Asked at 
the 

participant 
level 

Free-floating 13.6% 

(Weigmann 
et al., 2020) 

Brussels, 
Belgium 

Asked at 
the 

participant 
level 

 Back-to-bay 33.1% 

(CoMoUK, 
2022) 

UK Asked at 
the 

household 
level 

Mixture – but 
predominantly 

back-to-bay 

19% 

(Nenseth & 
Ellis, 2022) 

Bergen, 
Norway 

Asked at 
the 

participant 
level 

Mixture – but 
predominantly 

back-to-bay 

25% 

(Shaheen et 
al., 2021) 

US Asked at 
the 

participant 
level 

Peer-to-peer  ~14% 

 

There was limited evidence available to suggest the reasons why car club users 
relinquished their cars. One study reported that car club members relinquished 
ownership because of their car club membership, the high costs associated with 
a private car, and because a private car was no longer needed. However, 
despite evidence that a car club membership can contribute to the decision to 
relinquish cars, two studies reported that participants do not always give car 
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club membership as a reason for reducing their vehicle ownership (Giesel & 
Nobis, 2016; Shaheen, et al., 2021). 

The two studies that reported a significant decrease in the average number of 
vehicles owned before and after joining a car club used similar time intervals to 
measure this. “Before” was given as 12 months before joining a car club and 
“after” was defined as the time of the survey (Namazu & Dowlatabadi, 2018; 
Chicco, et al., 2022). One study, based in Vancouver, reported that households 
who joined a free-floating car club saw a drop in average car ownership rates 
from 1.08 to 0.98, while members of a back-to-bay car club saw a reduction 
from 0.68 to 0.36 (Namazu & Dowlatabadi, 2018). The second study, which 
focused on three German inner-city areas, found a reduction from 1.13 to 0.9 
for free-floating members and 0.61 to 0.18 for back-to-bay members. This study 
noted that the most significant decrease in average number of vehicles owned 
happened in the twelve months leading up to joining a car club service, casting 
uncertainty on the causal relationship between car club participation and vehicle 
ownership reduction (Chicco, et al., 2022).  

One study found that an additional free-floating car club vehicle in a city meant 
that three fewer vehicles were sold annually on average. To produce this 
finding, the study compared monthly data on car club service launch dates and 
fleet sizes in German cities with monthly data on new car registrations. The 
study took this approach to avoid the potential for overestimation that they 
associated with voluntary surveys of car club users. The decline was explained 
by a decrease in the sales of small, compact and medium-sized models 
specifically. Sales of larger and more expensive models were not affected 
(Schmidt, 2020). 

Another source suggested that studies that rely on data generated from car club 
member surveys over-state the potential for vehicle reduction. This source 
reported that car sharing has the potential to have a marginal impact on vehicle 
ownership. This finding was based on a consideration of motorisation growth 
rates (passenger cars per 1000 inhabitants) across the NUTS2 regions 
(groupings of regional authorities) within European Union countries before and 
after a car sharing scheme was introduced. The study compared these regional 
growth rates with the national growth rates for the countries each region was in 
before and after the introduction of a regional car sharing scheme. In both 
periods, the average national growth rates were higher, and the difference 
between regional and national rates remained similar before and after the 
introduction of the car sharing system (Bucsky & Juhasz, 2022).  

3.3.2 Reduction in car purchasing  
Evidence of a relationship between car club membership and vehicle reduction 
was presented in the form of users avoiding obtaining a first or an additional 
car. This evidence was presented in different ways in the literature: 
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• A UK study reported that 27% of members claimed they would have bought 
or leased a car if they had not joined a car club (CoMoUK, 2022). 

• One study, based on an online survey of Brussels car club members, found 
that one reason car club members joined a car club was because it was an 
alternative to buying a second vehicle (Wiegmann, et al., 2020). 

• Another study, based on an online survey among car club members in 
Bergen, Norway, reported that half the car club users surveyed reported 
they had not bought a car because of car clubs (Nenseth & Ellis, 2022).  

• Four further studies, conducted in Vancouver, Germany, Oregon and the 
Netherlands, used online surveys to explore the perceived likelihood for car 
club members to get either a first car or an additional car, were car clubs to 
not exist. In each study it was found that a proportion of participants 
indicated that they would buy another car in the circumstance that car clubs 
did not exist (Namazu & Dowlatabadi, 2018; Chicco, et al., 2022; Dill, et al., 
2017; Nijland & van Meerkerk, 2017). 

3.4 Factors that impact the level of reduction 
Three sources covering Germany and Canada listed factors that could predict 
the likelihood of decreasing vehicle ownership among car club members. These 
findings tended to be based on logistic regression models. In the absence of 
much data related to why car club members reduce their vehicle ownership, this 
analysis provided useful suggestions for influencing factors. Ordered by how 
frequently they appeared across sources and strength of impact, the factors that 
were suggested to be associated with a high likelihood to relinquish vehicles 
were: 

• Membership to a back-to-bay car club scheme, as opposed to a free-floating 
car club scheme  

• Owning more cars prior to joining a car club scheme 

• If the motivation to join a car club was: 

− Cost savings compared to owning or leasing a car 

− To reduce pollution or fuel consumption 
Certain factors were also identified as being associated with a low likelihood to 
relinquish vehicles. The key factors found were: 

• The more people there are in the household 

• The more a private car is used 

• If car clubs are used for going to restaurants or bars 
Frequency of use of car club schemes was also found to be an influencing 
factor. However, studies disagreed on whether it was more frequent use or less 
frequent use that led to reduced ownership. Giesel & Nobis (2016) considered 
free-floating car club members only and found that more frequent use of car 
clubs was associated with a decrease in car ownership. Two papers found the 
opposite: that less frequent use led to decreased ownership (Namazu & 
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Dowlatabadi, 2018; Chicco, et al., 2022). More detailed findings are presented 
in Table 3. 

Table 3 Factors that influence vehicle ownership reduction  

 Factors that were 
associated with a high 
likelihood to relinquish 
vehicles 

Factors that were 
associated with a low 
likelihood to relinquish 
vehicles 

Factors where the 
likelihood to relinquish 
vehicles is unclear  

Membership to a back-
to-bay car club scheme 
(Chicco, et al., 2022)4, 
(Namazu & 
Dowlatabadi, 2018)5 

As household size 
increases (Namazu & 

Dowlatabadi, 2018)  

Frequency of use 
(Chicco, et al., 2022; 

Giesel & Nobis, 2016; 
Namazu & 

Dowlatabadi, 2018)  
Memberships to both a 
back-to-bay car club 
scheme and a free-
floating car club scheme 
(Chicco, et al., 2022) 
(Namazu & 
Dowlatabadi, 2018)  
(Giesel & Nobis, 2016)6 

The more a private car is 
used/The more a car club 

is considered as an 
additional alternative to a 

private car (Giesel & 
Nobis, 2016) (Chicco, et 

al., 2022)  

  

The more cars that are 
owned prior to joining a 
car club (Chicco, et al., 
2022) (Namazu & 
Dowlatabadi, 2018)  

If a car club is used for: 
going to restaurants or 

bars (Namazu & 
Dowlatabadi, 2018)   

 

If the motivation to join a 
car club was: cost 
savings compared to 
owning/leasing a car 
(Namazu & 
Dowlatabadi, 2018)  

As number of driving 
licenses in the household 

increase (Chicco, et al., 
2022)  

 

If the motivation to join a 
car club was: to reduce 
pollution/fuel 
consumption (Namazu & 
Dowlatabadi, 2018)  

  

 

A description of the logistic regression models used in each study can be found 
in the footnotes of this page. 

 
4 The results referenced in this paper were based on a model which looked at members who 
owned a car at the time of registration and then later reduced vehicle ownership. 
5 The model referenced in this paper excluded participants who did not own a car when they 
became a car club user. The model was said to be moderately to highly accurate. 
6 The model developed was only based on free-floating car club users and was said to have a 
relatively high accuracy.   
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3.5 Car clubs and increasing vehicle 
ownership 

Two sources considered the potential for car clubs to be associated with an 
increase in vehicle ownership. There is very limited evidence to support this 
idea, but what is available is summarised below: 

• One study, focused on peer-to-peer members in the US, found that 2% of 
users suggested they had purchased a vehicle because of a peer-to-peer 
car club. The main reason given was to loan a car through the scheme 
(Shaheen, et al., 2021). 

• Another study used a binary logistic regression model to explore factors that 
might explain why certain car club members reported a desire to purchase 
another car (Giesel & Nobis, 2016). The factors associated with this were:  

− The larger the household size. 

− The more important a private car is deemed to be.  

− If a person assessed that car clubs were more comfortable than public 
transport.  
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4 Vehicle mileage, total journey time 
and trip generation 

This section explores the impact of participation in car clubs on vehicle mileage 
(travelled by private and shared vehicles, rather than by public transport), total 
journey time and trip generation (i.e. the potential for car clubs to influence the 
number and type of trips taken). The literature reviewed primarily focused on 
changes in vehicle mileage and trip generation associated with car clubs, rather 
than total journey time. 

4.1 The evidence base 
There was limited literature available focusing on the impact of car club 
schemes on the vehicle mileage and trip generation of car club users, and a 
lack of focus on the impact on total journey time. Four sources are cited in this 
chapter. Most of these sources were based on quantitative surveys among car 
club users, which collected self-reported data on distances travelled and trips 
taken before and after joining a car club scheme. This methodology poses 
limitations for accurate measurement of vehicle mileage and trip numbers, since 
it relies on participant recall. One study tracked participant cars using GPS data, 
providing a more accurate measurement method. 

4.2 Key findings 
There was limited literature available exploring an association between car club 
membership and changes in vehicle mileage and trip generation. 

• Evidence found that car club members decreased the distance they travelled 
in any type of car annually after becoming members. One study in the 
Netherlands measured this decrease as 1760km, while a UK study 
measured the average decrease as 170 miles. 

− The study in the Netherlands identified a decrease in private vehicle 
ownership as leading to this outcome. 

• Car clubs were also found to be associated with a decrease in private car 
use specifically. 

• There was evidence to suggest that car clubs supported increased trip 
generation in the form of trips that would not have been possible without car 
club membership. One Netherlands study suggested that 15% of the 
kilometres driven by car among car club members would not have been 
travelled without their membership. 

− Despite this increase in trip generation, the evidence still pointed 
towards an overall decrease in distance travelled by car. 
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4.3 The impact of car club membership on 
vehicle mileage, total journey time and trip 
generation 

There is evidence to show that joining a car club scheme is associated with a 
reduction in the annual distance travelled by car. The impact on use of any type 
of car (i.e. including both private and shared car use) will be explored first, 
followed by private car use specifically.   

Impact of car clubs on distance travelled in any type of car: 

• One source, based on an online survey with car club users in the UK, found 
that the average member of a commercial car club scheme decreased the 
distance they travelled by car in a year by 170 miles since becoming a 
member (CoMoUK, 2022).  

• Another source, based on an online survey with car club users in the 
Netherlands, found that the annual distance travelled by car of car club 
members decreased from an average of 9220km before they became a 
member to around 7460km at the time of the survey (Nijland & van 
Meerkerk, 2017). At the time of the survey, most participants had been 
engaging in car clubs for between one and three years. This source reported 
that this decrease was driven by users who had disposed of a privately-
owned car, and consequently drove less since doing so (for more detail on 
the relationship between car clubs and private vehicle reduction, see chapter 
3).  

• A final source provided a different perspective. This source, based on a 
survey conducted among peer-to-peer car club members in the US, 
identified an increase in driving. It found that 27% of respondents drove 
“more often” as a result of peer-to-peer vehicle access (Shaheen, et al., 
2021). The authors connected this finding to an overall increase in trips 
taken, suggesting this was due to improved mobility. However, there was no 
evidence shared relating to specific vehicle mileage or journey time.   

Impact of car clubs on distance travelled in private cars: 

• The Netherlands study referenced above reported that 1850km of the 
average annual distance car club members travelled by car were made 
using a shared car. Of those 1850km, 34% were previously travelled by 
another type of car (Nijland & van Meerkerk, 2017). 

• 68% of UK business-to-business car club members used a car club vehicle 
for their usual business travel. Of these individuals, 51% previously used a 
private car for these trips (Clark, et al., 2015). 

• A UK study by CoMoUK (2022) also found that if car clubs were not 
available, 8% of car club members would swap back to using a rental or 
private car for the journeys they currently take using car club vehicles.  

Car club use was also found to be associated with trip generation in the form of 
trips that would not have been possible without a car club membership. In one 
study in the UK, 22% of users said they would not have taken their most 
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common car club trip if car clubs were not available (CoMoUK, 2022). Another 
source, which reported that 1850km of the average annual distance car club 
members travelled by car were made using a shared car, reported that 15% of 
these kilometres would not have been travelled were it not for the availability of 
a shared car (Nijland & van Meerkerk, 2017). Both these studies reported a 
reduction in annual distance travelled by car since joining a car club scheme, 
demonstrating that despite the fact car clubs made new trips possible, they still 
had the overall impact of reducing distances travelled by car.  

One source, drawing on an online survey and GPS data of car owners who 
rented out their cars via a peer-to-peer scheme in the US, suggested the 
potential for car clubs to increase total journey time. This source found that, 
overall, owners who rented their cars out drove for an extra 3.8 minutes a day 
one year after joining a peer-to-peer scheme (Dill, et al., 2019). Looking at 
individual behaviour change, the study found that despite an overall increase in 
total journey time, 39% of owners did actually reduce their driving by 10% or 
more, as measured by minutes per day. Further analysis using a binomial logit 
model7 showed that owners who used their car more frequently before joining 
the scheme, and who rented out their car more frequently when on the scheme 
were more likely to reduce their use a year later.  

 

 
7 A multivariate analysis to predict whether owners reduced their vehicle use while their vehicle 
was available for rental. The accuracy of the model was not provided. 
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5 Mode choice  
This section explores the impact of participation in car clubs on the number of 
walking and cycling trips and public transport trips members make. It starts by 
discussing the key findings before exploring in detail the impact of participation 
in car club schemes on public transport and active travel use, as well as the key 
factors that can influence this impact. 

5.1 The evidence base 
Nine papers are cited in this chapter. There was a good amount of evidence in 
the literature investigating the impact of different car club schemes on members’ 
wider transport behaviours. These sources tended to draw on data from online 
surveys carried out with different types of cars club users. Only a minority of 
studies included the use of follow-up interviews to explore the reasons behind 
changes in travel choices.  

There are methodological limitations within some of these studies, as they 
generated data from presenting hypothetical scenarios to participants, rather 
than reporting on participants’ actual behaviours. Examples of this are 
highlighted when the sources are referenced.  

5.2 Key findings 
There was evidence within the literature that car clubs can contribute to 
changes in the way members choose to travel.  

• The weight of the evidence, including from the UK and the US, suggested 
that, for the majority of members, joining a car club scheme has limited 
impact on levels of use of public transport and active travel modes.  

• Among the minority of members who did report a change in their travel 
behaviour, there was mixed evidence for whether their use of public 
transport or active travel modes increased or decreased. 

• The direction of impact car club membership has on levels of public 
transport use is influenced by the type of car club scheme being used. 

− Two studies, from Spain and Belgium, found that participation in back-to-
bay car club schemes was more likely to lead to an increase in public 
transport use, whilst participation in a free-floating car club scheme was 
more likely to lead to a decrease in public transport use.  

5.3 The impact of car club schemes on public 
transport and active travel use 

The literature considered whether use of public and active transport modes 
changed after members joined car clubs. The evidence reviewed found that, for 
the majority of members, car club membership does not impact their levels of 
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public transport and active travel use. To come to this conclusion, studies 
compared self-reported public transport and active travel use before and after 
joining a car club scheme. This meant that studies had to rely on participant 
recall of how they travelled pre-membership. 

• One study, based on an area of New York in the US, by Stasko, et al., 
(2013) found that 80% of car club members reported no change in their 
levels of public transport and active travel mode use.  

• A study from Brussels, Belgium reported that the majority of car club 
members (~62% of free-floating members and ~72% of station-based 
members) stated their frequency of public transport use remained 
unchanged since becoming a member. 

• In the UK, one study found that 80% of car club members who reported that 
cycling was their typical mode of travel for business trips, still said this was 
the case after joining a business-to-business car club scheme8 (Clark, et al., 
2015).  

• One study presented a contrary view, as it suggested that the majority of car 
club members changed their behaviour in relation to public transport after 
becoming members. Caulfield & Kehoe (2021) found that 64% of car club 
members in Dublin reported using less public transport since they joined an 
online-booking based car club scheme. 

Among the studies that found that only the minority of car club users 
demonstrated a change in public transport and active travel use, there was 
mixed evidence for the direction of this change. The US study, based on an 
area of New York, by Stasko, et al. (2013), which found that 80% of members 
reported no change in their levels of public transport and active travel use, also 
found that while 9% of respondents reported an increase in public transport use 
post-car club membership, 11% reported a decrease in public transport use. 
Similarly, 14% of respondents reported an increase in cycling and walking post 
car club membership, while 4% reported a decrease. 

Two studies provided evidence that car club membership was associated with a 
decrease in public transport use: 

• Section 4.3 referenced a study that reported that the annual distance car 
club members travelled by car reduced from 9220km to 7460km post-
membership. Of those 7460km travelled, a shared car was used to travel 
1850km. Prior to joining a car club, 41% of the trips associated with that 
1850km were made by train (Nijland & van Meerkerk, 2017).   

• When car club members in the UK were asked hypothetically, what transport 
modes they would use if car clubs were not available, 19% indicated that 
they would use public transport while only 1% said they would replace this 
with cycling and walking (CoMoUK, 2022).   

 
8 A business-to-business car club scheme refers to a scheme where a commercial car club 
rents out cars specifically to other businesses 
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On the other side, two studies focusing on peer-to-peer car clubs demonstrated 
evidence for an increase in public transport or active travel use following car 
club membership:  

• Dill, et al., (2017) reported that, in Portland in the US: 28% of peer-to-peer 
car club members increased their levels of public transport use, 31% 
increased the amount they walked and 32% increased the amount they 
cycled.  

− Follow-up interviews suggested that this increase was down to users 
having less access to their private car while it was being used in the 
scheme; they in turn used this as a motivation to take up other modes of 
transport.  

• Another US study by Shaheen, et al., (2021) which asked about walking, 
cycling and public transport found that peer-to-peer car clubs had no impact 
on public transport use. Despite this, they found that 15% of respondents 
reported walking more or much more often than before peer-to-peer and 
10% of respondents reported cycling more or much more often. 

5.4 Factors that influence the impact of car 
clubs on transport mode choice 

The likelihood of car club membership influencing wider transport behaviours 
was found to be influenced by the type of car club scheme used. Research 
comparing free-floating car club users and back-to-bay car club users tended to 
show that the former reduced public transport use post-membership, while the 
latter increased it. 

• One study in Belgium found that ~31% of free-floating car club users self-
reported using public transport less or much less often since they joined 
(Wiegmann, et al., 2020). In comparison, ~18% of back-to-bay car club 
users, self-reported that they used public transport more or much more since 
they joined the scheme. 

• A study by Silvestri, et al., (2021) in Spain produced similar findings. This 
study compared free-floating car club and back-to-bay car club schemes by 
conducting semi-structured interviews with their users. The study found that 
members using free-floating car clubs only reported an overall decrease in 
public transport use, whereas back-to-bay car club users reported either no 
change or in some cases, an increase.  

Silvestri, et al (2021) investigated why back-to-bay car club members increased 
their public transport use. Members reported that the car club pick-up points 
were well connected with public transport, therefore they tended to use public 
transport to travel to or from the car locations.   
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6 Environmental impacts 
This chapter provides an overview of the impacts of car clubs on the 
environment. The first section presents evidence on whether car clubs lead to a 
decrease in CO2 and other greenhouse gas emissions. The next section 
analyses the factors that determine the strength of the environmental impact of 
car clubs. 

6.1 The evidence base 
Eighteen papers discussed the environmental impacts of car clubs, although 
only eight papers had a major focus on this topic.  

• Eight papers which reported on environmental impacts of car clubs based 
their findings on car club users’ survey data. In some cases, the surveys 
were conducted at one time point, which might impact the accuracy of the 
findings (e.g. issues with participant recall when asking respondents about 
vehicle usage prior to joining the car club scheme).  

• Seven papers with a major environmental focus used scenario modelling to 
analyse environmental impacts of car clubs. The models were developed to 
assess the environmental impacts in the event of wider expansion of car 
clubs or, for example, if current car club fleets were replaced with electric 
cars. The scenarios drew on a range of sources, including national statistics, 
economic and environmental data and findings from other peer-reviewed 
literature and user surveys.  

• Other sources of evidence referred to in this section included two evidence 
reviews, four progress reports for UK car clubs and European car club 
projects, a road test experiment involving test drives and one paper using 
the social life cycle assessment method (a method to assess the social 
impacts of products and services along the life cycle).  

In terms of coverage of different environmental emission indicators, the majority 
of papers report on CO2 emissions and other greenhouse gas emissions. There 
is limited data specifically on emissions such as NOx or PM2.5 emissions.  

6.2 Key findings 
The evidence base of this review demonstrated that car clubs lead to a 
decrease in emissions. However, the strength of the impact of car clubs on 
emissions was dependent on a range of factors, which included: 

• Transport mode choice (e.g. whether users used car-free or car-dependent 
means of transport prior to joining a car club) 

• Occupancy levels (e.g. the number of passengers travelling in car club 
vehicles) 

• Car ownership (e.g. whether car clubs were associated with a slower growth 
rate of car ownership) 
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• Vehicle technology employed in a car club fleet (e.g. the use of newer, 
lighter, and electric vehicle fleets) 

6.3 Evidence of impacts of car clubs on 
emissions 

Several sources found a decrease in emissions as a result of car club use, 
though the estimates differed between papers as they employed different 
methodologies and units of analysis (e.g. different types of car clubs or types of 
emissions - CO2 specifically, total-mobility related emissions or transport-related 
energy use). 

• A study of car club users in the Netherlands aimed to quantify the savings in 
CO2 emissions (Nijland & van Meerkerk, 2017). The authors conducted a 
survey of business-to-consumer and peer-to-peer car club users and used 
these findings to estimate the impact of car clubs on emissions. Their model 
accounted for emissions generated through vehicle use and vehicle 
ownership (linked to emissions at manufacturing and end-of-life stages). 
They concluded that car clubs led to an average reduction of between 236 
and 392 kg of CO2 per person per year, an estimated reduction of around 
13%–18% compared to past emissions. 

• One study (Amatuni, et al., 2020) evaluated changes in total mobility-related 
emissions for business-to-consumer car clubs in three case study areas – 
the Netherlands, San Francisco and Calgary. They employed a before-and-
after user survey analysis and showed a reduction between 3-18% in total 
annual mobility-related emissions (3% in Calgary, 7-10% in the Netherlands 
and 16-18% in San Francisco). The authors noted the calculated impacts 
were lesser than in other studies of the same cases, as their model 
considered additional factors (such as the rebound effects of more intensive 
use of other transport options while decreasing driving) and the potential 
shifting lifetime of shared vehicles due to increased use. 

• A study of car clubs in the USA (Chen & Kockelman, 2016) cited in a 
literature review ( Esfandabadi, et al., 2022) looked at the lifecycle impacts 
of car clubs on energy use and greenhouse gas emissions. The authors 
reported a 5% reduction in all household transport-related energy use and 
greenhouse gas emissions and adjusted this figure down to 3%, as they 
assumed that a part of the travel-cost saving would be spent on other goods 
and services. 

• CoMoUK’s Annual Car Club Report (CoMoUK, 2022) provides evidence that 
car club fleets in the UK emitted less than an average car. For example, in 
2020, the average car club car in the UK emitted 27% less CO2e per 
kilometre than the average car. The report authors attribute this difference to 
the fact that car club fleets use newer vehicles and have a higher share of 
electric cars than the average UK fleet (the report found that in 2022, 14% of 
car club cars in the UK were electric and less than 2% of all cars in the UK 
were). 

The evidence base included a discussion covering factors determining the 
extent of environmental impacts. Papers which employed scenario modelling 
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tested different assumptions about the degree to which these factors would 
decrease emissions as a result of car club use. The section below outlines the 
key issues referred to in the literature and categorises them into factors related 
to user behaviour and factors related to car technology. 

6.4 Factors affecting the impact of car clubs 
on emissions – user behaviour  

6.4.1 Transport mode choice 
Mode choice was cited extensively as a key factor affecting the impacts of car 
clubs on emissions. An in-depth look at the relationship between car clubs and 
mode choice  is provided in chapter 5. The key takeaway from across the 
literature was that there is a net decrease in emissions from participation in car 
clubs, but the environmental benefits of car clubs are partially offset by the fact 
that some users who previously used more environmentally-friendly modes 
increase their car use by joining a car club.  

This observation was central to the analysis in the evaluation of effects of car 
clubs in Amsterdam which measured the effects of both business-to-consumer  
and peer-to-peer car club fleets on transport-related emissions (Arbeláez Vélez 
& Plepys, 2021). The paper at first estimated average travel habits based on a 
mobility survey conducted by Statistics Netherlands and grouped users into car-
dependent and car-free individuals. They then applied this data to a model and 
calculated that that those who shifted from car-dependent to car club travel 
reduced their greenhouse gas emissions by about two-thirds (68.68% for peer-
to-peer and 69.92% for business-to-consumer car clubs). Contrary to that, those 
who shifted from a position of being car-free to using car clubs increased their 
emissions by 11.63% for business-to-consumer users and 12.51% for peer-to-
peer users.  

The impact of mode choice on emission reduction was also considered in 
another Dutch study of car club users (Nijland & van Meerkerk, 2017). The 
authors estimated that reduction in vehicle use as a result of car clubs leads to 
a 279 kg reduction in CO2, but adjusted their estimate by 168 kg given that 
some groups who previously used more environmentally friendly modes of 
transport will be increasing their car use, which decreased the reduction to 111 
kg. Both papers, however, concluded that the savings in emissions from those 
who shift from car-dependent modes are higher than the increase in emissions 
from those who migrate from car-free travel habits. The mode choice findings 
from this study are outlined in further detail in chapter 5.  

A study of car clubs in Ireland (Rabbitt & Ghosh, 2016) estimated the potential 
economic and environmental impacts of switching to car clubs using 
hypothetical travel behaviour change scenarios. Their estimates showed that 
car owners who travel predominantly on alternative modes (such as active 



 

 

NatCen Social Research | Car Clubs Rapid Evidence Assessment  31 

travel or public transport) could also make significant CO2 emission savings 
through car clubs. Car owners who use active travel modes could reduce their 
CO2 emissions by 65% and car owners using public transport by 14-20%. Non-
car owners joining car clubs would increase their CO2 emissions slightly.  

Two papers (Chicco & Diana, 2021) and (Rabbitt & Ghosh, 2016) also 
suggested that having a more modern fleet of cars (either less pollutant or 
electric) would outweigh the increased emissions from previously car-free 
users. The impact on car technology will be discussed in more detail in section 
6.5.   

6.4.2 Occupancy levels 
Two papers suggested that occupancy levels should be a key factor to consider 
when analysing the environmental impacts of car clubs, as modes of transport 
attracting a greater number of passengers lead to lower emissions. A study 
compared the greenhouse gas emissions of transport modes with different 
occupancy rates: car clubs, carpooling and car ownership (Fernando, et al., 
2020). Carpooling was found to cause the lowest greenhouse gas emissions 
which was attributed to a higher occupancy rate than car clubs or private cars. 
The paper concluded that the highest reduction in the total greenhouse gas 
impact can be achieved through higher occupancy rates in combination with the 
development of vehicle technology (discussed further in section 6.5). Another 
study (Amatuni, et al., 2020) argued that, based on the study findings around 
lifetime shift rebound effect, if the number of kilometres a driver travels would 
not change as a result of car sharing, then ride-sharing or carpooling would 
have a higher impact on reducing total mobility-related emissions due to higher 
occupancy levels. However, this hypothesis was not tested.  

6.4.3 Car ownership reduction 
Two studies highlighted that car ownership reduction as a result of car clubs is a 
crucial factor when trying to lower emissions. A study of car clubs in Ireland 
(Rabbitt & Ghosh, 2016), which used hypothetical travel behaviour scenarios 
estimated that the long-term benefits of car club services included a slower 
growth rate of car-ownership and reduction in number of car trips, contributing 
to significant CO2 savings of up to 84 kt for Dublin and  229 kt for Ireland. A 
study of car clubs in Belgium (Chapman, et al., 2020) tested a number of 
counterfactual scenarios and concluded that the impact of car clubs on car use 
is highly dependent on the reduction in vehicle ownership. As a result, the 
environmental benefits of car clubs may be realised only if a significant number 
of users reduce their car ownership. The relationship between car clubs and car 
ownership reduction is discussed in detail in chapter 3. 

6.5 Factors related to car technology 
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6.5.1 Newer, light vehicle fleets  
A number of papers discussed having newer, lighter cars in car club fleets as a 
factor affecting emissions. A study on car clubs in Vancouver, Canada (Namazu 
& Dowlatabadi, 2015) cited in a literature review (Esfandabadi, et al., 2022) 
showed that using newer and optimised car club fleets in Canada could reduce 
greenhouse gas emissions by more than 30% regardless of mode choice. The 
newer fleet of cars was attributed as a key factor which led to lower emissions 
for UK car clubs as well (CoMoUK, 2022). As stated in the CoMoUK 2022 
annual report, in 2022 58% of car club cars were under 2 years old and almost 
100% were under 5 years old.  Using lightweight vehicles was also discussed 
as a factor which lowered CO2 emissions across car clubs, carpooling and 
private car use (Fernando, et al., 2020). 

6.5.2 Electric vehicles 
Several papers pointed to the electrification of vehicles as a factor that can 
impact emissions.  Baptista, et al., 2015 tested different vehicle technology 
scenarios applied to car clubs in Lisbon, Portugal, and found that shifting to 
more efficient vehicle technologies (hybrid and electric vehicles) led to greater 
reductions in Well-to-Wheel (WTW) energy consumption and CO2 emissions. 
The use of electric batteries was also mentioned as a factor which led to lower 
emissions from car clubs (CoMoUK, 2022). In 2022 14% of the UK car club fleet 
used electric cars compared with less than 2% of all UK cars (CoMoUK, 2022). 
The Tisbury Electric Car Club (a community car club based in a rural area of the 
UK) estimates that by using a fully electric fleet they have saved 5.5 tons of CO2 
emissions (Tisbury Electric Car Club, 2023).  

One study reported on the findings of an experiment to analyse the CO2 
emissions from different types of engines used for car club vehicles (Kubik, et 
al., 2023). It revealed that the electric car, regardless of road conditions, 
achieved lower carbon dioxide emissions ranging from savings of 10–65% 
compared to cars with a combustion engine. A paper modelling the impacts of 
car clubs in Turin, Italy found that impacts on emissions would be more positive 
if current car club fleets were substituted with electric ones, minimising the 
increase in emissions as a result of mode switch (Chicco & Diana, 2021). 

The discussion of the environmental benefits of switching to electric vehicles in 
the context of car clubs also points at a number of factors which affect the 
extent to which the benefits of electric power are realised. These factors are 
relevant to car use more widely, and include:  

• The power sources used - two papers highlighted that the electricity grid mix 
used to generate power for electric vehicles needs to be taken into account 
when considering the total emissions of an electric car, as the majority of 
greenhouse gas are caused by electrical power generation (Fernando, et al., 
2020; Amatuni, et al., 2020). 
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• Eco-friendly driving style - maintaining a conservative driving style helps to 
charge the car battery less often and as a result contributes to a reduction in 
CO2 emissions. This was especially important when travelling in low 
temperatures, as temperature was found to have the greatest impact on 
battery life (Kubik, et al., 2023). The paper did not contain empirical data on 
car club users driving style. Instead, it discussed potential incentives to 
encourage drivers to follow this driving style, such as implementation of a 
kilometre fee rather than a minute fee, or a rewards system for the manner 
of driving.   

• Manufacturing phase - The manufacturing phase is an important step to 
consider when assessing the emissions across all lifecycle phases. 
According to one study, electric vehicles generated more greenhouse gas 
emissions during that phase than for internal combustion engine vehicles. 
However, the authors note that the greenhouse gas emissions overall were 
still lower for electric vehicles (Fernando, et al., 2020). 
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7 Access to opportunities, public 
health and congestion 

This section explores evidence related to whether car club membership impacts 
on access to opportunities (e.g., employment, education, socialising, 
healthcare, key services), public health and congestion. 

7.1 Evidence base 
Three sources are cited in this chapter. There was limited evidence available on 
the impact of car clubs across the three areas described above. The three 
sources all draw on online surveys of car club users. The limitations of this are 
that participation was often on a voluntary basis, so findings may not be 
representative of the car club population. Control groups, in the form of non-car 
club users were not used. 

7.2 Key findings 
• There is evidence to suggest that car clubs can make trips possible that 

would not be otherwise. 

• Car clubs were used for a range of reasons in the UK, including to visit 
family and friends, attend medical appointments and to make work-related 
trips. 

• Car clubs might free-up road space because of the space saved by a 
reduction in private vehicle ownership. 

7.3 Access to opportunities and public health 
There was evidence that car clubs support users to make trips that would 
otherwise be difficult to make. A source drawing on survey data from members 
of the main commercial car club operators in the UK found that: 

• 22% of car club members would not have been able to take their most 
common car club trip were it not for their car club membership (CoMoUK, 
2022). 

• 26% of members with a constraining health condition would not have made 
their last trip without a car club (CoMoUK, 2022).  

• Members on lower incomes were more likely to say that they would not have 
made their last trip without a car club compared to users with higher 
incomes (29% of members with less than £10 000 annual personal income 
compared to 18% of those where that figure is more than £50 000) 
(CoMoUK, 2022).  

There was also evidence on the types of journeys car clubs are used for. 
Journey purposes included trips related to leisure activities, visiting people, 
employment, health, and caring responsibilities. These purposes suggest that 
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car clubs have some association with access to both economic opportunities 
and public health (CoMoUK, 2022; Wiegmann, et al., 2020; Dill, et al., 2017). 
Additionally, among free-floating car club users, car clubs were specifically used 
for going to the airport (Wiegmann, et al., 2020). 

7.4 Congestion and spatial planning 
The relationship between car clubs and road space is not explored in reference 
to congestion in the literature, but in the form of parking road space saved 
because of a reduction in private car ownership. One study estimated that, in 
the UK, 150 hectares of space previously used for parking was freed up 
because of the reduction of private vehicle ownership associated with 
commercial car clubs (CoMoUK, 2022). This estimate was based on online 
survey data conducted among users of the main commercial car club operators 
in the UK. 
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8 Barriers and opportunities 
This chapter provides an overview of opportunities and barriers to greater 
utilisation of car club schemes. It identifies that dependability, accessibility and 
convenience of car club services help to encourage greater use. It then 
discusses related shortcomings and opportunities for improvement. Finally, it 
explores opportunity areas associated with the reasons people join and use car 
clubs.  

8.1 The evidence base 
A total of thirteen papers are cited in this chapter. Seven of the papers applied 
quantitative methods, while others were either qualitative studies, mixed 
methods studies or literature reviews. There were limitations to the quantitative 
studies in that all bar two focused on existing car club users, with no 
comparison group, while in all of them representativeness was compromised 
due to the voluntary nature of participation. Furthermore, one paper used 
secondary data collected by different car club companies and cautioned that the 
information collected may be inconsistent (such as missing car services or 
different publicised fleet sizes), thus impacting the results. One qualitative study 
showed limitations in that it tried to quantify the data and give weight to more 
frequent views. Finally, the literature reviews did not indicate that the process 
included a quality appraisal of the sources.  

8.2 Key findings 
• Two key barriers to the use of car club services identified in the literature 

were poor or inconvenient access to vehicles and lack of accessibility. 
These represent key areas that could be improved to increase growth. 

− Opportunities to improve accessibility included having smarter 
booking systems, placing car club vehicles in more convenient 
locations, improving peer-to-peer services for owners and renters, 
and being able to use car clubs in conjunction with other transport 
services. 

• People in lower income groups, older age groups and those living in remote 
areas are underrepresented among members of car club schemes. A 
targeted approach for these groups could enable car clubs to reach a wider 
user base. 

− To reach lower income groups, the literature suggested reducing the 
cost of car clubs relative to car ownership and promoting peer-to-peer 
car club services in low-income areas. 

− The evidence suggested aiming campaigns at older people and those 
whose households are reducing in size (for example when children 
leave home) as car clubs suit their travel needs. 
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− To reach more remote areas, the evidence suggested providing 
better infrastructure such as motorways, tax incentives and workplace 
mobility management schemes. 

• Evidence found that people joined car club schemes because of perceived 
environmental benefits, and the benefits and flexibility that car clubs provide 
compared to owning a car or using public transport. Members mostly used 
car clubs for leisure purposes, shopping, and visiting friends and family. 

8.3 Accessibility and convenience of car club 
services 

The literature found that it was a barrier to use if car clubs were not convenient 
or straight forward to access. This section explores how access to car club 
services can be improved by taking a range of actions: 

• Smarter booking systems - Improvements highlighted by car club users who 
participated in studies in Spain and Bergen, Norway, respectively, included: 
the ability to control everything by smart phone (Silvestri et al., 2021); and 
for the booking system to be simple to use (Nenseth & Ellis, 2022). 
Furthermore, as car clubs require the use of a smartphone, which not 
everyone has, as well as the installation of apps that may conflict with users’ 
wishes to protect their privacy, a study based in Copenhagen recommended 
that such barriers should be overcome by offering routes to access that 
improve accessibility for all (Haustein, 2021). 

• Convenient location of cars - Several papers found a positive link between 
convenient location of cars and use of car clubs. A literature review looking 
into the role of car clubs in sustainable urban transport worldwide, reported 
that if car club depots are not placed in easily accessible locations, adoption 
of the service remains low (Jain et al, 2016; Correia & Antunes, 2012 cited in 
Esfandabadi et al., 2022). Thus, to increase use of car clubs, a study from 
Norway found that cars must be a close to where users live (Nenseth & Ellis, 
2022); while Diana & Ceccatto (2019) found that in Turin, Italy, both 
personal car drivers and public transport users are willing to walk up to 5 
minutes to reach a car club vehicle (cited in Esfandabadi et al., 2022). 

• Suitable vehicles - Drawing on a quantitative survey of car club users in 
Bergen, Norway, it was suggested that companies should pay attention to 
the types of cars car club members need. It was found that participants 
required access to small city cars, vans and station wagons, but there was 
less demand for larger cars, such as SUVs and 9-seaters (Nenseth & Ellis, 
2022). 

• Using car clubs with other transport services - Evidence highlighted 
opportunities to improve access to car clubs by using them in conjunction 
with other transport services. Esfandabadi et al. (2022) drew on the findings 
of a study based in Turin, Italy, which highlighted that people who have 
multi-modal travel habits were more willing to engage with new transport 
modes such as car clubs (Ceccato et al., 2021). Furthermore, Haustein’s 
(2021) study looking at free-floating car clubs in Copenhagen, suggested 
that to prevent people who do not own a car from feeling that they need one, 
there must be better opportunities to use free-floating car clubs in 
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combination with car rental, different modes of transport (for example via 
MaaS solutions), as well as with other car club systems.  

• A study of peer-to-peer car renters and owners in Portland, Oregon found 
that peer-to-peer renters faced difficulties using the service because of 
owners not responding to or honouring reservations/requests from renters 
(33% of renters surveyed reported this as the worst thing about peer-to-
peer) and because of a lack of general car availability and/or an unclear 
scheduling process (24% reported this as the worst thing about peer-to-
peer) (Dill, et al., 2017). Peer-to-peer car owners also faced obstacles to 
renting out their cars including that they did not get enough rental requests 
(84% of owners surveyed), that their vehicle was at risk of  damage in the 
rental process (24% reported this as the worst thing about peer-to-peer), or 
that peer-to-peer technology did not function properly (15% reported this as 
the worst thing about peer-to-peer). Overall, 49% of peer-to-peer car owners 
surveyed in Portland, Oregon, stated that renting out their car was a hassle 
and not worth it. Dill et al.’s (2017) research findings from Portland, Oregon, 
suggested that concerns related to peer-to-peer would be reduced by: 

− Having an instant rental option, which allows the renter to reserve and 
drive the car without having to wait for the owner’s approval 

− A larger customer base to make it more worthwhile for owners to rent 
their cars out 

− Improving functionality of the technology, including web and mobile 
platforms and GPS monitoring devices  

• A dependable car club market – A case study looking into a community-
based electric car club in a rural area of the UK, cited cases of established 
car club providers setting up and then pulling out or folding, which the case 
study suggested would have a discouraging effect for people thinking of 
using car club services.  

8.4 Reach and inclusivity of car club services 
There was evidence that some groups are underrepresented among car club 
members. A number of suggestions were therefore made in the literature about 
the barriers and facilitators to attracting a wider and more diverse user base: 

• Lower socio-economic groups: A study looking into car clubs in the Brussels 
region concluded that those with lower socio-economic status are 
underrepresented (Wiegmann et al., 2020). Further evidence suggested that 
the desire to save money by joining car clubs is not being realised to its full 
potential due to users being dissatisfied with the cost. This is evidenced by 
findings from the CoMoUK Annual Car Club Report, UK (2022), which found 
that while 34% of car club users surveyed said that saving money was a 
reason for joining a car club, price ranked lowest of nine aspects on which 
user satisfaction was measured.   

• Additionally, while some sources, such as Rabbitt and Ghosh’s (2016) 
Ireland-based study, suggested that car clubs are more cost-effective 
compared to owning a car, a case study into the Tisbury Electric Car Club (a 
community car club based in a rural area of the UK) found that for those who 
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need a car every day, the price of a car club is likely to exceed their budget 
for transport (Tisbury Electric Car Club, 2023).  

• To help reach lower-income groups, Silvestri et al.’s (2021) qualitative study 
in Spain found that lower cost of car clubs when compared with owning a 
vehicle was a motivator to use. Through analysis of the geographic 
distribution of car club vehicles in Portland, Oregon, Dill et al. (2017) stated 
that the peer-to-peer car club model has the potential to reach a greater 
number of lower-income households than other car club services. However, 
the authors stressed that this will be dependent on how the service is priced 
and marketed to these populations. 

• Older age groups: Haustein’s (2021) study into free-floating car clubs in 
Copenhagen reported that car club services tended to target the young and 
mobile urban population. However, referring to previous research, the author 
noted that older people represent a suitable target group to promote car 
clubs to. This group have become more physically and socially active, more 
often wish to retain their driver’s license until later in life (Haustein and Siren, 
2015, 2013, cited in Haustein 2021), and are increasingly more likely to use 
a smartphone (Statista, 2015 cited in Haustein, 2021). Haustein argued that 
this, combined with the overall lower car demand of retired people, makes 
free-floating car clubs a good option for older people. Furthermore, 
Haustein’s study found that decreasing household size is associated with 
choosing to relinquish a car, and thus also recommended promoting car 
clubs to people when their household reduces in size, such as when children 
leave home, when they may be re-assessing their need to own a car. 

• Remote areas: In their analysis of European Research and Innovation 
projects available in the Transport Research and Innovation Monitoring and 
Information System (TRIMIS) database, Ortega Hortelano et al. (2022) 
found that most car club projects focused on the urban environment. The 
authors also cited a recommendation by the European Urban Mobility 
Framework that shared and on-demand mobility be extended to rural areas. 
In order to make this happen, in their Europe-wide study Bucsky and Juhasz 
(2022) suggested the need for higher quality infrastructure, such as 
motorways, to sustain these services, while a study into car clubs in Ireland 
suggested that governmental policy support, such as tax incentives and 
workplace mobility management schemes, may help to make car clubs 
viable in medium-density areas (Rabbitt and Ghosh, 2016). 

8.5 Reasons for joining car clubs 
A better understanding of what motivates car club users to join schemes, as 
well as how they use the service, could inform how car clubs are marketed and 
communicated, and therefore potentially increase the user base. Below is an 
overview of the motivators to joining a car club scheme: 

• Benefits compared to car ownership and public transport - The CoMoUK 
Annual Car Club Report, UK (2022) found that car club users joined the 
scheme for the following reasons: 71% do not need a car very often, 46% 
wanted to avoid the hassle of car ownership, 25% wanted access to a van, 
and 25% because they found parking difficult or expensive where they live. 
Furthermore, in their report on car clubs in the Brussels region, Wiegmann 
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et al (2020) found that 57% of free-floating car club users said that car clubs 
are a more flexible option compared to public transport. 

• Environmental benefits - Looking at car clubs in Spain, Silvestri et al (2021) 
found that car club users were motivated by using a more environmentally 
friendly mode of transport compared to a private car; while the CoMoUK 
Annual Car Club Report, UK (2022) found that 35% of UK-wide users joined 
car clubs in order to reduce their environmental impact. 

• Journey types associated with car club schemes - Across three sources, 
drawing on data from the UK, London and the Brussels region, the most 
common reasons for using car clubs were for leisure purposes, shopping 
and visiting friends and family. In the Brussels region, free-floating car clubs 
were used for trips to the airport. Other, less common reasons for using car 
clubs UK-wide were for regular commuting, children's activities, other 
business trips, DIY/moving large loads, medical appointments and 
volunteering or caring responsibilities. (CoMoUK 2022; Wiegmann et al, 
2020). 
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9 Quality of Evidence 
The evidence base across the review drew on academic and grey literature 
sources which utilised a range of methodologies. The methods included 
surveys, scenario modelling, monitoring data analysis, qualitative interviews and 
focus groups, evidence reviews, life cycle analysis methods (a method to 
assess the impacts of products and services along the entire life cycle), and 
GPS tracking or road test experiments (involving test drives to measure 
emissions). The majority of sources (35) presented evidence on impacts of car 
clubs from Europe and Northern America. Only three studies discussed impacts 
of car clubs in the UK context specifically.  

A substantial part of the evidence that focused on understanding impacts on 
vehicle ownership, mode choice, vehicle mileage and trip generation and 
access to opportunities was based on surveys, with the majority of studies 
surveying car club user groups. The representativeness of the survey samples 
varied. Participants were often recruited through an opt-in approach, which 
could skew the sample towards early adopters of the technology with a different 
demographic profile (e.g. male, younger, inner city residents) or more engaged 
users. Only one in three studies which used survey methods reported on 
response rates. For studies which stated the response rate, it varied between 
3%-38%. Some studies used methods to help control for this, such as including 
comparison groups (e.g. non users or the general population) or weighting the 
sample. 

There were some examples of studies with a longitudinal design, but these 
tended to be limited. Most were conducted at one time point. In these cases, 
they often relied on participant self-assessment, which could be prone to under 
or over estimation. For example, participants were asked to respond to a 
hypothetical scenario assessing if they would own a car if they had not joined a 
car club and estimating their vehicle mileage prior to joining the scheme. As the 
surveys were conducted at one point, the direction of the impact was not 
possible to determine, e.g. if car clubs were causing people to switch to different 
modes, or if people who use car clubs were more inclined to switch to different 
transport modes because of other factors.  

A number of studies focused on understanding environmental impacts of car 
clubs developed scenarios based on different sources of empirical data (e.g. 
census data, environmental and economic data, national statistics and findings 
from peer-reviewed literature). In a few studies the scenarios were modelled on 
survey data, which led to similar limitations as discussed above. For example, 
survey data was used to develop counterfactuals e.g. whether a person would 
own a vehicle if they had not joined a car club scheme. The use of different 
metrics to measure decarbonisation and different units of analysis across the 
included studies made drawing comparisons across the evidence base 
challenging.   
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There were also some issues with the quality of the data which authors used to 
analyse car club impacts, such as inconsistencies in the monitoring data 
collected by different car club companies which made comparisons more 
difficult. In cases where GPS tracker data was used, the kits did not record the 
location continuously but at regular intervals, which impacted the accuracy of 
the mileage calculations.  

 

 

 

 



 

 

NatCen Social Research | Car Clubs Rapid Evidence Assessment  43 

Further research 
This section of the report highlights potential areas for future research, based 
on gaps in the literature.  

Suggested further research by methodology 
The limitations listed in chapter 9 suggest methodological gaps in current car 
club research. The recommended methods for further research on impacts of 
car clubs therefore include:  

• Greater use of robust quantitative methodologies, such as the use of 
weighting, control groups and longitudinal survey approaches to understand 
the changes in car use and car ownership and how car user groups 
compare to the general population. 

• Further development of innovative approaches such as GPS tracking to 
understand the impacts of car clubs on vehicle mileage and trip generation. 
When developing such methods, great care needs to be taken around 
personal data.  

• Conducting studies with other groups that show promise of take up e.g. 
lower income groups, older people, people outside of urban areas. 

Suggested further research by topic 
High priority areas for further research relate to areas of interest that had limited 
or no coverage in the literature. Research suggestions are summarised below 
according to the research area they relate to. 

• Measured impact of car clubs on: 

− Access to opportunities – while there was evidence on the types of trips 
car clubs are used for, there was very limited consideration of which 
journeys would not have been possible without car clubs.  

− There is potential for further research to quantify the potential for car 
clubs to provide unique access to certain opportunities, including 
employment, health and social opportunities. A caveat to this is that such 
a study may require an experimental or quasi-experimental design which 
tend to require large budgetary investments. 

− Congestion – some estimations were provided in the literature for the 
amount of parking space freed up by a reduction in vehicle ownership, 
but the relationship between car clubs and congestion could be explored 
further. 

− Public health – while it would be difficult to prove a causal link between 
car clubs and public health benefits, there are two areas that could be 
explored: 1) impact on public health of reduced emissions associated 
with car clubs (identified in chapter 6), 2) impact on public health of 
increased active travel associated with car clubs (identified in chapter 5). 
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• The impact on car clubs when integrated into shared mobility hubs - as more 
mobility hubs are introduced in Europe, this provides an opportunity to 
observe the before and after impacts on car club integration within hubs. 

• Whether the impacts of car clubs vary by different procurement models used 
to deliver car clubs – it would be most effective to explore this as part of a 
broader consideration of the overall quality of car club services. 

Lower priority areas for consideration for future research relate to the impacts 
where a reasonable level of evidence was found. Suggestions for further 
research are summarised below. 

• Vehicle ownership – an investigation into the potential for car clubs to 
reduce vehicle ownership, based on car club industry data, purchasing data 
and wider vehicle usage data. It must be noted that it would be difficult to 
prove a causal link between car clubs and vehicle ownership change, due to 
the variety of other factors likely to contribute to the decision to relinquish a 
car. 

− A qualitative exploration of the reasons why car club users relinquish 
their vehicles or avoid getting additional cars would provide a more 
nuanced understanding of behaviour change. 

• Vehicle-mileage, total journey time and trip generation – a qualitative 
investigation to explore the reasons for the decrease in annual mileage 
observed. Again, it would be difficult to prove a causal link between car 
clubs and mileage decrease, due to the variety of other factors likely to 
contribute to this decision. Impact of car clubs on total journey time could be 
explored further. 

• Mode choice – a qualitative investigation into what factors or situations lead 
people to switch from public transport or private vehicle use to car clubs. 
Studies used estimations and modelling to suggest that mode choice 
impacts environmental emissions, therefore future research could explore 
whether there is real world evidence for this. 

• Environment – further research in this area could explore wider 
methodologies and integrate different approaches of data collection e.g. 
combining emission models and user behaviour data (the literature reviewed 
in this report largely relied on car club user survey data and scenario 
modelling) 

• Barriers and opportunities – further research is needed to develop an 
understanding of how: car club operators can be supported to provide their 
services; and how harder-to-reach groups, such as people in less urbanised 
areas, low-income groups and older people can be encouraged and 
supported to participate in car clubs. 

The recommendations made in this section relate specifically to the research 
questions initially posed, but it is also important to consider the environment 
within which car clubs operate. The impacts car clubs can have heavily depend 
on external factors, such as parking policies, provision of active travel 
infrastructure and public transport service levels. Research into these conditions 
and international best practices would therefore also be highly useful. 
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Appendix A.  Approach to prioritisation 
Title and abstract screening identified a total of 136 sources which looked 
potentially relevant. These sources were then read in full and the prioritisation 
described in this report is based on this full text review. As a first step, we 
immediately screened out sources that were found to not be relevant based on 
location or content. We then took a staged approach to prioritisation of the 
remaining sources: 

1. We initially selected papers considering a combination of the overall 
score a source received, and the depth of information it provided on the 
key research question. Sources received a score between 1 and 3 for 
each sub-theme related to the key research question they covered, 
where 3 means the sub-theme is covered in a high amount of detail and 
1 means it is covered in a low amount of detail. For each source, it was 
also noted which secondary research questions were covered. Sources 
received 1 point if at least 1 secondary research question was covered. 
Sources that had a score of at least 2 for one of the sub-themes related 
to the key research question and an overall score of at least 4 were 
initially selected.  

2. The remaining sources that had an overall score of at least 3 were 
considered and additional sources were selected based on the following 
criteria: 

a. the source focused on a shared mobility mode with less 
representation e.g. peer-to-peer or 

b. the source had a score of 3 for one of the sub-themes related to 
the key research question or 

c. the source covered a sub-theme that had less representation e.g. 
access to opportunities 

3. The sources selected were reviewed and removals were made for any 
sources that: 

a. were based purely on theoretical simulations 
b. focused primarily on car pooling 
c. received a score of less than 3 in relation to the Weight of 

Evidence Framework which was used to assess the quality of the 
source. Using this framework the quality of sources was assessed 
on four questions: 

i. Is there a clear statement of the aims/objectives or clear 
research questions? 

ii. Is the sampling strategy (or data selection strategy if not 
collecting primary data) clearly described and appropriate? 

iii. Is the method of data collection clearly described, and 
appropriate to answer the aims/research questions? 

iv. Are there any concerns regarding accuracy (e.g. 
discrepancies within the report)? 
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4. The date range of the sources was checked to ensure they were not 
weighted towards the pre-pandemic years, which had an impact on travel 
habits 
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APPENDIX C. 2025 Traffic Survey Data – A257 / 
Nargate Street / Bekesbourne Lane 

  





Littlebourne, Kent
Classified Junction Count

Site Plan

Movement Number
Number of Vehicles
PCU Value

Network Peak Hour

1.3 1.2 1.1
99 231 54
100 230 54

1.10 59 59
1.11 506 516
1.12 156 157

1.6 51 52
1.5 720 733
1.4 432 433

Peak Hour
1.7 1.8 1.9 1.1
91 128 361
91 128 363

Network Peak Hour Generator
click on yellow cell to change Peak Hour parameters

Session: Weekday AM Peak

Vehicle Class: ALL

Start Time: 07:00

End Time: 10:00

Note: The site diagram is for reference purposes only and is not an exact representation of the site surveyed
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Littlebourne, Kent
Classified Junction Count

Site 1 of 1
Nargate Street
A257 High Street (East)
Bekesbourne Lane
A257 High Street (West)

Lat/Long
lat 51.272796° lon 1.166399°

Date
Tuesday 09 December 2025

Weather
Cloudy
Temp: 10°C

0700 - 1000 (Weekday AM Peak)

TIME P/CYCLE M/CYCLE CAR TAXI LGV OGV1 OGV2 BUS/COACH TOTAL PCU TOTAL
0700 - 0715 0 0 1 0 0 0 0 0 1 1.00
0715 - 0730 0 0 4 0 0 0 0 0 4 4.00
0730 - 0745 0 0 2 0 0 0 0 0 2 2.00
0745 - 0800 0 0 4 0 2 0 0 0 6 6.00
Hourly Total 0 0 11 0 2 0 0 0 13 13.00

Hourly Average 0.00 0.00 2.75 0.00 0.50 0.00 0.00 0.00 3.25 3.25
0800 - 0815 0 0 2 0 1 0 0 0 3 3.00
0815 - 0830 0 0 6 0 1 0 0 0 7 7.00
0830 - 0845 0 0 4 0 1 0 0 0 5 5.00
0845 - 0900 0 0 5 0 3 0 0 0 8 8.00
Hourly Total 0 0 17 0 6 0 0 0 23 23.00

Hourly Average 0.00 0.00 4.25 0.00 1.50 0.00 0.00 0.00 5.75 5.75
0900 - 0915 0 0 4 0 1 0 0 0 5 5.00
0915 - 0930 0 0 6 0 1 0 0 0 7 7.00
0930 - 0945 0 0 3 0 0 0 0 0 3 3.00
0945 - 1000 0 0 3 0 0 0 0 0 3 3.00
Hourly Total 0 0 16 0 2 0 0 0 18 18.00

Hourly Average 0.00 0.00 4.00 0.00 0.50 0.00 0.00 0.00 4.50 4.50

Session Total 0 0 44 0 10 0 0 0 54 54.00
Session Average 0.00 0.00 3.67 0.00 0.83 0.00 0.00 0.00 4.50 4.50

Date
Tuesday 09 December 2025

Weather
Cloudy
Temp: 12°C

1600 - 1900 (Weekday PM Peak)

TIME P/CYCLE M/CYCLE CAR TAXI LGV OGV1 OGV2 BUS/COACH TOTAL PCU TOTAL
1600 - 1615 0 0 9 0 1 0 0 0 10 10.00
1615 - 1630 0 0 11 0 2 0 0 0 13 13.00
1630 - 1645 0 0 15 0 1 0 0 0 16 16.00
1645 - 1700 0 0 15 0 1 0 0 0 16 16.00
Hourly Total 0 0 50 0 5 0 0 0 55 55.00

Hourly Average 0.00 0.00 12.50 0.00 1.25 0.00 0.00 0.00 13.75 13.75
1700 - 1715 0 0 12 0 2 0 0 0 14 14.00
1715 - 1730 0 0 5 0 1 0 0 0 6 6.00
1730 - 1745 0 0 12 0 1 0 0 0 13 13.00
1745 - 1800 0 0 7 0 0 0 0 0 7 7.00
Hourly Total 0 0 36 0 4 0 0 0 40 40.00

Hourly Average 0.00 0.00 9.00 0.00 1.00 0.00 0.00 0.00 10.00 10.00
1800 - 1815 0 0 7 0 1 0 0 0 8 8.00
1815 - 1830 0 0 9 0 0 0 0 0 9 9.00
1830 - 1845 0 0 9 0 1 0 0 0 10 10.00
1845 - 1900 0 0 0 0 0 0 0 0 0 0.00
Hourly Total 0 0 25 0 2 0 0 0 27 27.00

Hourly Average 0.00 0.00 6.25 0.00 0.50 0.00 0.00 0.00 6.75 6.75

Session Total 0 0 111 0 11 0 0 0 122 122.00
Session Average 0.00 0.00 9.25 0.00 0.92 0.00 0.00 0.00 10.17 10.17

Movement 1.1: Left from Nargate Street to A257 High Street (East) Original Data

Movement 1.1: Left from Nargate Street to A257 High Street (East) Original Data



Littlebourne, Kent
Classified Junction Count

Site 1 of 1
Nargate Street
A257 High Street (East)
Bekesbourne Lane
A257 High Street (West)

Lat/Long
lat 51.272796° lon 1.166399°

Date
Tuesday 09 December 2025

Weather
Cloudy
Temp: 10°C

0700 - 1000 (Weekday AM Peak)

TIME P/CYCLE M/CYCLE CAR TAXI LGV OGV1 OGV2 BUS/COACH TOTAL PCU TOTAL
0700 - 0715 0 0 6 0 2 0 0 0 8 8.00
0715 - 0730 0 1 14 0 1 0 0 0 16 15.40
0730 - 0745 0 0 21 0 2 0 0 0 23 23.00
0745 - 0800 0 0 22 1 4 0 0 0 27 27.00
Hourly Total 0 1 63 1 9 0 0 0 74 73.40

Hourly Average 0.00 0.25 15.75 0.25 2.25 0.00 0.00 0.00 18.50 18.35
0800 - 0815 0 0 40 0 3 0 0 0 43 43.00
0815 - 0830 0 0 23 1 7 0 0 0 31 31.00
0830 - 0845 0 0 19 0 5 0 0 0 24 24.00
0845 - 0900 0 0 18 0 1 0 0 0 19 19.00
Hourly Total 0 0 100 1 16 0 0 0 117 117.00

Hourly Average 0.00 0.00 25.00 0.25 4.00 0.00 0.00 0.00 29.25 29.25
0900 - 0915 0 0 11 1 1 0 0 0 13 13.00
0915 - 0930 0 0 7 0 2 0 0 0 9 9.00
0930 - 0945 1 0 7 0 1 0 0 0 9 8.20
0945 - 1000 0 0 7 0 2 0 0 0 9 9.00
Hourly Total 1 0 32 1 6 0 0 0 40 39.20

Hourly Average 0.25 0.00 8.00 0.25 1.50 0.00 0.00 0.00 10.00 9.80

Session Total 1 1 195 3 31 0 0 0 231 229.60
Session Average 0.08 0.08 16.25 0.25 2.58 0.00 0.00 0.00 19.25 19.13

Date
Tuesday 09 December 2025

Weather
Cloudy
Temp: 12°C

1600 - 1900 (Weekday PM Peak)

TIME P/CYCLE M/CYCLE CAR TAXI LGV OGV1 OGV2 BUS/COACH TOTAL PCU TOTAL
1600 - 1615 0 0 7 2 0 0 0 0 9 9.00
1615 - 1630 0 0 6 0 0 0 0 0 6 6.00
1630 - 1645 0 0 11 0 1 0 0 0 12 12.00
1645 - 1700 0 0 5 0 2 0 0 0 7 7.00
Hourly Total 0 0 29 2 3 0 0 0 34 34.00

Hourly Average 0.00 0.00 7.25 0.50 0.75 0.00 0.00 0.00 8.50 8.50
1700 - 1715 0 0 9 0 0 0 0 0 9 9.00
1715 - 1730 0 0 3 0 3 0 0 0 6 6.00
1730 - 1745 0 0 6 0 0 0 0 0 6 6.00
1745 - 1800 0 0 4 0 0 0 0 0 4 4.00
Hourly Total 0 0 22 0 3 0 0 0 25 25.00

Hourly Average 0.00 0.00 5.50 0.00 0.75 0.00 0.00 0.00 6.25 6.25
1800 - 1815 0 0 6 0 0 0 0 0 6 6.00
1815 - 1830 0 0 2 0 1 0 0 0 3 3.00
1830 - 1845 0 0 3 0 1 0 0 0 4 4.00
1845 - 1900 0 0 3 0 0 0 0 0 3 3.00
Hourly Total 0 0 14 0 2 0 0 0 16 16.00

Hourly Average 0.00 0.00 3.50 0.00 0.50 0.00 0.00 0.00 4.00 4.00

Session Total 0 0 65 2 8 0 0 0 75 75.00
Session Average 0.00 0.00 5.42 0.17 0.67 0.00 0.00 0.00 6.25 6.25

Movement 1.2: Southbound from Nargate Street to Bekesbourne Lane Original Data

Movement 1.2: Southbound from Nargate Street to Bekesbourne Lane Original Data



Littlebourne, Kent
Classified Junction Count

Site 1 of 1
Nargate Street
A257 High Street (East)
Bekesbourne Lane
A257 High Street (West)

Lat/Long
lat 51.272796° lon 1.166399°

Date
Tuesday 09 December 2025

Weather
Cloudy
Temp: 10°C

0700 - 1000 (Weekday AM Peak)

TIME P/CYCLE M/CYCLE CAR TAXI LGV OGV1 OGV2 BUS/COACH TOTAL PCU TOTAL
0700 - 0715 0 0 5 0 0 0 0 0 5 5.00
0715 - 0730 0 0 9 0 0 0 0 0 9 9.00
0730 - 0745 0 0 5 0 0 0 0 0 5 5.00
0745 - 0800 0 0 7 0 1 0 0 0 8 8.00
Hourly Total 0 0 26 0 1 0 0 0 27 27.00

Hourly Average 0.00 0.00 6.50 0.00 0.25 0.00 0.00 0.00 6.75 6.75
0800 - 0815 0 0 7 0 0 0 0 1 8 9.00
0815 - 0830 0 0 9 0 1 0 0 0 10 10.00
0830 - 0845 0 0 5 0 0 0 0 0 5 5.00
0845 - 0900 0 0 13 0 0 0 0 0 13 13.00
Hourly Total 0 0 34 0 1 0 0 1 36 37.00

Hourly Average 0.00 0.00 8.50 0.00 0.25 0.00 0.00 0.25 9.00 9.25
0900 - 0915 0 0 12 0 1 0 0 0 13 13.00
0915 - 0930 0 0 7 0 0 0 0 0 7 7.00
0930 - 0945 0 0 6 0 1 0 0 0 7 7.00
0945 - 1000 0 0 7 0 2 0 0 0 9 9.00
Hourly Total 0 0 32 0 4 0 0 0 36 36.00

Hourly Average 0.00 0.00 8.00 0.00 1.00 0.00 0.00 0.00 9.00 9.00

Session Total 0 0 92 0 6 0 0 1 99 100.00
Session Average 0.00 0.00 7.67 0.00 0.50 0.00 0.00 0.08 8.25 8.33

Date
Tuesday 09 December 2025

Weather
Cloudy
Temp: 12°C

1600 - 1900 (Weekday PM Peak)

TIME P/CYCLE M/CYCLE CAR TAXI LGV OGV1 OGV2 BUS/COACH TOTAL PCU TOTAL
1600 - 1615 0 0 5 0 0 0 0 0 5 5.00
1615 - 1630 0 0 5 0 0 0 0 0 5 5.00
1630 - 1645 0 0 10 0 3 0 0 0 13 13.00
1645 - 1700 0 0 7 0 0 0 0 0 7 7.00
Hourly Total 0 0 27 0 3 0 0 0 30 30.00

Hourly Average 0.00 0.00 6.75 0.00 0.75 0.00 0.00 0.00 7.50 7.50
1700 - 1715 0 0 7 0 2 0 0 0 9 9.00
1715 - 1730 0 0 10 0 0 0 0 0 10 10.00
1730 - 1745 0 0 11 0 0 0 0 0 11 11.00
1745 - 1800 0 0 6 0 0 0 0 0 6 6.00
Hourly Total 0 0 34 0 2 0 0 0 36 36.00

Hourly Average 0.00 0.00 8.50 0.00 0.50 0.00 0.00 0.00 9.00 9.00
1800 - 1815 0 1 5 0 1 0 0 0 7 6.40
1815 - 1830 0 0 3 0 0 0 0 0 3 3.00
1830 - 1845 0 0 3 0 0 0 0 0 3 3.00
1845 - 1900 0 0 4 0 0 0 0 0 4 4.00
Hourly Total 0 1 15 0 1 0 0 0 17 16.40

Hourly Average 0.00 0.25 3.75 0.00 0.25 0.00 0.00 0.00 4.25 4.10

Session Total 0 1 76 0 6 0 0 0 83 82.40
Session Average 0.00 0.08 6.33 0.00 0.50 0.00 0.00 0.00 6.92 6.87

Movement 1.3: Right from Nargate Street to A257 High Street (West) Original Data

Movement 1.3: Right from Nargate Street to A257 High Street (West) Original Data



Littlebourne, Kent
Classified Junction Count

Site 1 of 1
Nargate Street
A257 High Street (East)
Bekesbourne Lane
A257 High Street (West)

Lat/Long
lat 51.272796° lon 1.166399°

Date
Tuesday 09 December 2025

Weather
Cloudy
Temp: 10°C

0700 - 1000 (Weekday AM Peak)

TIME P/CYCLE M/CYCLE CAR TAXI LGV OGV1 OGV2 BUS/COACH TOTAL PCU TOTAL
0700 - 0715 0 0 29 0 3 0 0 0 32 32.00
0715 - 0730 0 0 41 0 7 0 0 0 48 48.00
0730 - 0745 0 0 43 0 9 0 0 0 52 52.00
0745 - 0800 0 0 51 1 6 0 0 0 58 58.00
Hourly Total 0 0 164 1 25 0 0 0 190 190.00

Hourly Average 0.00 0.00 41.00 0.25 6.25 0.00 0.00 0.00 47.50 47.50
0800 - 0815 0 0 44 0 6 0 0 0 50 50.00
0815 - 0830 0 0 21 0 4 0 0 0 25 25.00
0830 - 0845 0 0 34 0 3 0 0 0 37 37.00
0845 - 0900 0 0 37 0 4 0 0 0 41 41.00
Hourly Total 0 0 136 0 17 0 0 0 153 153.00

Hourly Average 0.00 0.00 34.00 0.00 4.25 0.00 0.00 0.00 38.25 38.25
0900 - 0915 0 0 25 0 3 0 0 0 28 28.00
0915 - 0930 0 0 18 0 4 0 0 0 22 22.00
0930 - 0945 0 0 11 0 4 1 0 0 16 16.50
0945 - 1000 0 0 17 0 6 0 0 0 23 23.00
Hourly Total 0 0 71 0 17 1 0 0 89 89.50

Hourly Average 0.00 0.00 17.75 0.00 4.25 0.25 0.00 0.00 22.25 22.38

Session Total 0 0 371 1 59 1 0 0 432 432.50
Session Average 0.00 0.00 30.92 0.08 4.92 0.08 0.00 0.00 36.00 36.04

Date
Tuesday 09 December 2025

Weather
Cloudy
Temp: 12°C

1600 - 1900 (Weekday PM Peak)

TIME P/CYCLE M/CYCLE CAR TAXI LGV OGV1 OGV2 BUS/COACH TOTAL PCU TOTAL
1600 - 1615 0 0 17 1 4 0 0 0 22 22.00
1615 - 1630 0 0 27 0 3 0 0 0 30 30.00
1630 - 1645 0 0 32 0 10 0 0 0 42 42.00
1645 - 1700 0 0 24 0 1 0 0 0 25 25.00
Hourly Total 0 0 100 1 18 0 0 0 119 119.00

Hourly Average 0.00 0.00 25.00 0.25 4.50 0.00 0.00 0.00 29.75 29.75
1700 - 1715 0 0 26 0 4 0 0 0 30 30.00
1715 - 1730 0 0 24 0 4 0 0 0 28 28.00
1730 - 1745 0 0 28 0 3 0 0 0 31 31.00
1745 - 1800 0 0 24 0 1 0 0 0 25 25.00
Hourly Total 0 0 102 0 12 0 0 0 114 114.00

Hourly Average 0.00 0.00 25.50 0.00 3.00 0.00 0.00 0.00 28.50 28.50
1800 - 1815 0 0 23 0 1 0 0 0 24 24.00
1815 - 1830 0 0 18 0 0 0 0 0 18 18.00
1830 - 1845 0 0 32 0 0 0 0 0 32 32.00
1845 - 1900 0 0 8 0 1 0 0 0 9 9.00
Hourly Total 0 0 81 0 2 0 0 0 83 83.00

Hourly Average 0.00 0.00 20.25 0.00 0.50 0.00 0.00 0.00 20.75 20.75

Session Total 0 0 283 1 32 0 0 0 316 316.00
Session Average 0.00 0.00 23.58 0.08 2.67 0.00 0.00 0.00 26.33 26.33

Movement 1.4: Left from A257 High Street (East) to Bekesbourne Lane Original Data

Movement 1.4: Left from A257 High Street (East) to Bekesbourne Lane Original Data



Littlebourne, Kent
Classified Junction Count

Site 1 of 1
Nargate Street
A257 High Street (East)
Bekesbourne Lane
A257 High Street (West)

Lat/Long
lat 51.272796° lon 1.166399°

Date
Tuesday 09 December 2025

Weather
Cloudy
Temp: 10°C

0700 - 1000 (Weekday AM Peak)

TIME P/CYCLE M/CYCLE CAR TAXI LGV OGV1 OGV2 BUS/COACH TOTAL PCU TOTAL
0700 - 0715 0 1 36 0 5 0 0 1 43 43.40
0715 - 0730 0 1 66 0 6 1 0 1 75 75.90
0730 - 0745 0 0 71 0 8 1 0 0 80 80.50
0745 - 0800 1 1 59 1 5 0 0 0 67 65.60
Hourly Total 1 3 232 1 24 2 0 2 265 265.40

Hourly Average 0.25 0.75 58.00 0.25 6.00 0.50 0.00 0.50 66.25 66.35
0800 - 0815 0 0 56 3 5 3 0 2 69 72.50
0815 - 0830 0 0 42 0 1 0 0 0 43 43.00
0830 - 0845 0 0 56 1 5 2 0 0 64 65.00
0845 - 0900 0 0 47 1 3 0 1 2 54 57.30
Hourly Total 0 0 201 5 14 5 1 4 230 237.80

Hourly Average 0.00 0.00 50.25 1.25 3.50 1.25 0.25 1.00 57.50 59.45
0900 - 0915 0 2 49 1 6 0 2 0 60 61.40
0915 - 0930 0 0 50 1 5 0 0 1 57 58.00
0930 - 0945 0 0 41 0 3 1 0 0 45 45.50
0945 - 1000 0 0 53 1 7 0 1 1 63 65.30
Hourly Total 0 2 193 3 21 1 3 2 225 230.20

Hourly Average 0.00 0.50 48.25 0.75 5.25 0.25 0.75 0.50 56.25 57.55

Session Total 1 5 626 9 59 8 4 8 720 733.40
Session Average 0.08 0.42 52.17 0.75 4.92 0.67 0.33 0.67 60.00 61.12

Date
Tuesday 09 December 2025

Weather
Cloudy
Temp: 12°C

1600 - 1900 (Weekday PM Peak)

TIME P/CYCLE M/CYCLE CAR TAXI LGV OGV1 OGV2 BUS/COACH TOTAL PCU TOTAL
1600 - 1615 0 0 26 0 5 0 0 0 31 31.00
1615 - 1630 0 0 45 0 4 0 2 1 52 55.60
1630 - 1645 0 0 44 1 7 1 0 1 54 55.50
1645 - 1700 0 0 38 0 3 0 0 0 41 41.00
Hourly Total 0 0 153 1 19 1 2 2 178 183.10

Hourly Average 0.00 0.00 38.25 0.25 4.75 0.25 0.50 0.50 44.50 45.78
1700 - 1715 0 0 46 0 5 0 1 0 52 53.30
1715 - 1730 0 1 35 0 5 0 0 1 42 42.40
1730 - 1745 0 0 37 0 4 0 0 0 41 41.00
1745 - 1800 0 0 44 0 6 0 0 1 51 52.00
Hourly Total 0 1 162 0 20 0 1 2 186 188.70

Hourly Average 0.00 0.25 40.50 0.00 5.00 0.00 0.25 0.50 46.50 47.18
1800 - 1815 0 1 31 0 1 0 0 0 33 32.40
1815 - 1830 0 0 31 1 0 0 0 1 33 34.00
1830 - 1845 0 0 36 0 0 0 0 0 36 36.00
1845 - 1900 0 0 26 0 0 0 0 1 27 28.00
Hourly Total 0 1 124 1 1 0 0 2 129 130.40

Hourly Average 0.00 0.25 31.00 0.25 0.25 0.00 0.00 0.50 32.25 32.60

Session Total 0 2 439 2 40 1 3 6 493 502.20
Session Average 0.00 0.17 36.58 0.17 3.33 0.08 0.25 0.50 41.08 41.85

Movement 1.5: Westbound from A257 High Street (East) to A257 High Street (West) Original Data

Movement 1.5: Westbound from A257 High Street (East) to A257 High Street (West) Original Data



Littlebourne, Kent
Classified Junction Count

Site 1 of 1
Nargate Street
A257 High Street (East)
Bekesbourne Lane
A257 High Street (West)

Lat/Long
lat 51.272796° lon 1.166399°

Date
Tuesday 09 December 2025

Weather
Cloudy
Temp: 10°C

0700 - 1000 (Weekday AM Peak)

TIME P/CYCLE M/CYCLE CAR TAXI LGV OGV1 OGV2 BUS/COACH TOTAL PCU TOTAL
0700 - 0715 0 0 2 0 0 0 0 0 2 2.00
0715 - 0730 0 0 1 0 1 0 0 0 2 2.00
0730 - 0745 0 0 3 0 1 0 0 0 4 4.00
0745 - 0800 0 0 10 0 0 1 0 0 11 11.50
Hourly Total 0 0 16 0 2 1 0 0 19 19.50

Hourly Average 0.00 0.00 4.00 0.00 0.50 0.25 0.00 0.00 4.75 4.88
0800 - 0815 0 0 2 0 0 0 0 0 2 2.00
0815 - 0830 0 0 2 0 1 0 0 0 3 3.00
0830 - 0845 0 0 4 0 1 0 0 0 5 5.00
0845 - 0900 0 0 12 0 1 0 0 0 13 13.00
Hourly Total 0 0 20 0 3 0 0 0 23 23.00

Hourly Average 0.00 0.00 5.00 0.00 0.75 0.00 0.00 0.00 5.75 5.75
0900 - 0915 0 0 3 0 0 0 0 0 3 3.00
0915 - 0930 0 0 3 0 0 0 0 0 3 3.00
0930 - 0945 0 0 1 0 1 0 0 0 2 2.00
0945 - 1000 0 0 1 0 0 0 0 0 1 1.00
Hourly Total 0 0 8 0 1 0 0 0 9 9.00

Hourly Average 0.00 0.00 2.00 0.00 0.25 0.00 0.00 0.00 2.25 2.25

Session Total 0 0 44 0 6 1 0 0 51 51.50
Session Average 0.00 0.00 3.67 0.00 0.50 0.08 0.00 0.00 4.25 4.29

Date
Tuesday 09 December 2025

Weather
Cloudy
Temp: 12°C

1600 - 1900 (Weekday PM Peak)

TIME P/CYCLE M/CYCLE CAR TAXI LGV OGV1 OGV2 BUS/COACH TOTAL PCU TOTAL
1600 - 1615 0 0 6 0 3 0 0 0 9 9.00
1615 - 1630 0 0 8 0 1 0 0 0 9 9.00
1630 - 1645 0 0 5 0 0 0 0 0 5 5.00
1645 - 1700 0 0 8 0 0 0 0 0 8 8.00
Hourly Total 0 0 27 0 4 0 0 0 31 31.00

Hourly Average 0.00 0.00 6.75 0.00 1.00 0.00 0.00 0.00 7.75 7.75
1700 - 1715 0 0 10 0 1 0 0 0 11 11.00
1715 - 1730 0 0 2 0 0 0 0 0 2 2.00
1730 - 1745 0 0 4 0 0 0 0 0 4 4.00
1745 - 1800 0 0 4 0 1 0 0 0 5 5.00
Hourly Total 0 0 20 0 2 0 0 0 22 22.00

Hourly Average 0.00 0.00 5.00 0.00 0.50 0.00 0.00 0.00 5.50 5.50
1800 - 1815 0 0 6 0 0 0 0 0 6 6.00
1815 - 1830 0 0 8 0 0 0 0 0 8 8.00
1830 - 1845 0 0 3 0 0 0 0 0 3 3.00
1845 - 1900 0 0 0 0 0 0 0 0 0 0.00
Hourly Total 0 0 17 0 0 0 0 0 17 17.00

Hourly Average 0.00 0.00 4.25 0.00 0.00 0.00 0.00 0.00 4.25 4.25

Session Total 0 0 64 0 6 0 0 0 70 70.00
Session Average 0.00 0.00 5.33 0.00 0.50 0.00 0.00 0.00 5.83 5.83

Movement 1.6: Right from A257 High Street (East) to Nargate Street Original Data

Movement 1.6: Right from A257 High Street (East) to Nargate Street Original Data



Littlebourne, Kent
Classified Junction Count

Site 1 of 1
Nargate Street
A257 High Street (East)
Bekesbourne Lane
A257 High Street (West)

Lat/Long
lat 51.272796° lon 1.166399°

Date
Tuesday 09 December 2025

Weather
Cloudy
Temp: 10°C

0700 - 1000 (Weekday AM Peak)

TIME P/CYCLE M/CYCLE CAR TAXI LGV OGV1 OGV2 BUS/COACH TOTAL PCU TOTAL
0700 - 0715 0 0 1 0 0 0 0 0 1 1.00
0715 - 0730 0 0 3 0 1 0 0 0 4 4.00
0730 - 0745 0 0 2 0 0 0 0 0 2 2.00
0745 - 0800 0 0 5 0 1 0 0 0 6 6.00
Hourly Total 0 0 11 0 2 0 0 0 13 13.00

Hourly Average 0.00 0.00 2.75 0.00 0.50 0.00 0.00 0.00 3.25 3.25
0800 - 0815 0 0 7 0 4 0 0 0 11 11.00
0815 - 0830 0 0 3 0 0 0 0 0 3 3.00
0830 - 0845 0 0 10 1 1 0 0 0 12 12.00
0845 - 0900 0 0 3 0 0 0 0 0 3 3.00
Hourly Total 0 0 23 1 5 0 0 0 29 29.00

Hourly Average 0.00 0.00 5.75 0.25 1.25 0.00 0.00 0.00 7.25 7.25
0900 - 0915 0 0 8 0 2 0 0 0 10 10.00
0915 - 0930 0 0 3 1 6 0 0 0 10 10.00
0930 - 0945 0 0 13 0 5 0 0 0 18 18.00
0945 - 1000 0 0 8 0 3 0 0 0 11 11.00
Hourly Total 0 0 32 1 16 0 0 0 49 49.00

Hourly Average 0.00 0.00 8.00 0.25 4.00 0.00 0.00 0.00 12.25 12.25

Session Total 0 0 66 2 23 0 0 0 91 91.00
Session Average 0.00 0.00 5.50 0.17 1.92 0.00 0.00 0.00 7.58 7.58

Date
Tuesday 09 December 2025

Weather
Cloudy
Temp: 12°C

1600 - 1900 (Weekday PM Peak)

TIME P/CYCLE M/CYCLE CAR TAXI LGV OGV1 OGV2 BUS/COACH TOTAL PCU TOTAL
1600 - 1615 0 0 21 0 1 0 0 0 22 22.00
1615 - 1630 0 0 16 0 2 0 0 0 18 18.00
1630 - 1645 0 0 18 0 1 0 0 0 19 19.00
1645 - 1700 0 0 11 0 4 0 0 0 15 15.00
Hourly Total 0 0 66 0 8 0 0 0 74 74.00

Hourly Average 0.00 0.00 16.50 0.00 2.00 0.00 0.00 0.00 18.50 18.50
1700 - 1715 0 0 10 0 3 0 0 0 13 13.00
1715 - 1730 0 0 20 0 3 0 0 0 23 23.00
1730 - 1745 0 0 11 0 0 0 0 0 11 11.00
1745 - 1800 0 0 8 0 2 0 0 0 10 10.00
Hourly Total 0 0 49 0 8 0 0 0 57 57.00

Hourly Average 0.00 0.00 12.25 0.00 2.00 0.00 0.00 0.00 14.25 14.25
1800 - 1815 0 0 8 0 0 0 0 0 8 8.00
1815 - 1830 0 0 12 0 2 0 0 0 14 14.00
1830 - 1845 0 0 6 0 0 0 0 0 6 6.00
1845 - 1900 0 0 8 0 1 0 0 0 9 9.00
Hourly Total 0 0 34 0 3 0 0 0 37 37.00

Hourly Average 0.00 0.00 8.50 0.00 0.75 0.00 0.00 0.00 9.25 9.25

Session Total 0 0 149 0 19 0 0 0 168 168.00
Session Average 0.00 0.00 12.42 0.00 1.58 0.00 0.00 0.00 14.00 14.00

Movement 1.7: Left from Bekesbourne Lane to A257 High Street (West) Original Data

Movement 1.7: Left from Bekesbourne Lane to A257 High Street (West) Original Data



Littlebourne, Kent
Classified Junction Count

Site 1 of 1
Nargate Street
A257 High Street (East)
Bekesbourne Lane
A257 High Street (West)

Lat/Long
lat 51.272796° lon 1.166399°

Date
Tuesday 09 December 2025

Weather
Cloudy
Temp: 10°C

0700 - 1000 (Weekday AM Peak)

TIME P/CYCLE M/CYCLE CAR TAXI LGV OGV1 OGV2 BUS/COACH TOTAL PCU TOTAL
0700 - 0715 0 0 2 0 0 0 0 0 2 2.00
0715 - 0730 0 0 5 0 1 0 0 0 6 6.00
0730 - 0745 0 0 4 0 2 0 0 0 6 6.00
0745 - 0800 0 0 1 0 2 0 0 0 3 3.00
Hourly Total 0 0 12 0 5 0 0 0 17 17.00

Hourly Average 0.00 0.00 3.00 0.00 1.25 0.00 0.00 0.00 4.25 4.25
0800 - 0815 0 0 12 0 3 0 0 0 15 15.00
0815 - 0830 0 0 8 0 4 0 0 0 12 12.00
0830 - 0845 0 0 16 2 6 0 0 0 24 24.00
0845 - 0900 0 0 21 0 2 0 0 0 23 23.00
Hourly Total 0 0 57 2 15 0 0 0 74 74.00

Hourly Average 0.00 0.00 14.25 0.50 3.75 0.00 0.00 0.00 18.50 18.50
0900 - 0915 0 0 7 1 5 0 0 0 13 13.00
0915 - 0930 0 0 5 0 3 0 0 0 8 8.00
0930 - 0945 0 0 6 0 0 0 0 0 6 6.00
0945 - 1000 0 0 9 0 1 0 0 0 10 10.00
Hourly Total 0 0 27 1 9 0 0 0 37 37.00

Hourly Average 0.00 0.00 6.75 0.25 2.25 0.00 0.00 0.00 9.25 9.25

Session Total 0 0 96 3 29 0 0 0 128 128.00
Session Average 0.00 0.00 8.00 0.25 2.42 0.00 0.00 0.00 10.67 10.67

Date
Tuesday 09 December 2025

Weather
Cloudy
Temp: 12°C

1600 - 1900 (Weekday PM Peak)

TIME P/CYCLE M/CYCLE CAR TAXI LGV OGV1 OGV2 BUS/COACH TOTAL PCU TOTAL
1600 - 1615 0 1 22 0 3 0 0 0 26 25.40
1615 - 1630 0 0 18 0 0 0 0 0 18 18.00
1630 - 1645 0 0 19 0 2 0 0 0 21 21.00
1645 - 1700 0 0 19 0 1 0 0 0 20 20.00
Hourly Total 0 1 78 0 6 0 0 0 85 84.40

Hourly Average 0.00 0.25 19.50 0.00 1.50 0.00 0.00 0.00 21.25 21.10
1700 - 1715 0 0 29 0 0 0 0 0 29 29.00
1715 - 1730 0 0 15 0 0 0 0 0 15 15.00
1730 - 1745 0 0 14 0 0 0 0 0 14 14.00
1745 - 1800 0 0 21 0 2 0 0 0 23 23.00
Hourly Total 0 0 79 0 2 0 0 0 81 81.00

Hourly Average 0.00 0.00 19.75 0.00 0.50 0.00 0.00 0.00 20.25 20.25
1800 - 1815 0 0 8 0 0 0 0 0 8 8.00
1815 - 1830 0 0 19 0 2 0 0 0 21 21.00
1830 - 1845 0 0 8 0 0 0 0 0 8 8.00
1845 - 1900 0 0 5 0 1 0 0 0 6 6.00
Hourly Total 0 0 40 0 3 0 0 0 43 43.00

Hourly Average 0.00 0.00 10.00 0.00 0.75 0.00 0.00 0.00 10.75 10.75

Session Total 0 1 197 0 11 0 0 0 209 208.40
Session Average 0.00 0.08 16.42 0.00 0.92 0.00 0.00 0.00 17.42 17.37

Movement 1.8: Northbound from Bekesbourne Lane to Nargate Street Original Data

Movement 1.8: Northbound from Bekesbourne Lane to Nargate Street Original Data



Littlebourne, Kent
Classified Junction Count

Site 1 of 1
Nargate Street
A257 High Street (East)
Bekesbourne Lane
A257 High Street (West)

Lat/Long
lat 51.272796° lon 1.166399°

Date
Tuesday 09 December 2025

Weather
Cloudy
Temp: 10°C

0700 - 1000 (Weekday AM Peak)

TIME P/CYCLE M/CYCLE CAR TAXI LGV OGV1 OGV2 BUS/COACH TOTAL PCU TOTAL
0700 - 0715 0 0 22 0 5 0 0 0 27 27.00
0715 - 0730 0 0 22 0 9 0 0 0 31 31.00
0730 - 0745 0 0 32 0 4 0 0 0 36 36.00
0745 - 0800 0 0 23 0 10 0 0 0 33 33.00
Hourly Total 0 0 99 0 28 0 0 0 127 127.00

Hourly Average 0.00 0.00 24.75 0.00 7.00 0.00 0.00 0.00 31.75 31.75
0800 - 0815 0 0 33 1 5 0 0 0 39 39.00
0815 - 0830 0 0 28 0 7 0 0 0 35 35.00
0830 - 0845 0 0 25 0 7 0 0 0 32 32.00
0845 - 0900 0 0 20 0 9 0 0 0 29 29.00
Hourly Total 0 0 106 1 28 0 0 0 135 135.00

Hourly Average 0.00 0.00 26.50 0.25 7.00 0.00 0.00 0.00 33.75 33.75
0900 - 0915 0 0 28 0 7 0 0 0 35 35.00
0915 - 0930 0 0 22 0 4 0 0 0 26 26.00
0930 - 0945 0 0 11 0 6 2 0 0 19 20.00
0945 - 1000 0 0 14 0 4 1 0 0 19 19.50
Hourly Total 0 0 75 0 21 3 0 0 99 100.50

Hourly Average 0.00 0.00 18.75 0.00 5.25 0.75 0.00 0.00 24.75 25.13

Session Total 0 0 280 1 77 3 0 0 361 362.50
Session Average 0.00 0.00 23.33 0.08 6.42 0.25 0.00 0.00 30.08 30.21

Date
Tuesday 09 December 2025

Weather
Cloudy
Temp: 12°C

1600 - 1900 (Weekday PM Peak)

TIME P/CYCLE M/CYCLE CAR TAXI LGV OGV1 OGV2 BUS/COACH TOTAL PCU TOTAL
1600 - 1615 0 0 33 0 5 0 0 0 38 38.00
1615 - 1630 0 0 49 0 4 0 0 0 53 53.00
1630 - 1645 0 0 27 0 1 0 0 0 28 28.00
1645 - 1700 0 0 41 0 4 0 0 0 45 45.00
Hourly Total 0 0 150 0 14 0 0 0 164 164.00

Hourly Average 0.00 0.00 37.50 0.00 3.50 0.00 0.00 0.00 41.00 41.00
1700 - 1715 0 0 32 0 0 0 0 0 32 32.00
1715 - 1730 0 0 42 0 1 0 0 0 43 43.00
1730 - 1745 0 0 52 0 4 0 0 0 56 56.00
1745 - 1800 0 0 31 0 4 0 0 0 35 35.00
Hourly Total 0 0 157 0 9 0 0 0 166 166.00

Hourly Average 0.00 0.00 39.25 0.00 2.25 0.00 0.00 0.00 41.50 41.50
1800 - 1815 0 0 23 0 3 0 0 0 26 26.00
1815 - 1830 0 1 32 0 4 0 0 0 37 36.40
1830 - 1845 0 0 33 0 2 0 0 0 35 35.00
1845 - 1900 0 0 30 0 0 0 0 0 30 30.00
Hourly Total 0 1 118 0 9 0 0 0 128 127.40

Hourly Average 0.00 0.25 29.50 0.00 2.25 0.00 0.00 0.00 32.00 31.85

Session Total 0 1 425 0 32 0 0 0 458 457.40
Session Average 0.00 0.08 35.42 0.00 2.67 0.00 0.00 0.00 38.17 38.12

Movement 1.9: Right from Bekesbourne Lane to A257 High Street (East) Original Data

Movement 1.9: Right from Bekesbourne Lane to A257 High Street (East) Original Data



Littlebourne, Kent
Classified Junction Count

Site 1 of 1
Nargate Street
A257 High Street (East)
Bekesbourne Lane
A257 High Street (West)

Lat/Long
lat 51.272796° lon 1.166399°

Date
Tuesday 09 December 2025

Weather
Cloudy
Temp: 10°C

0700 - 1000 (Weekday AM Peak)

TIME P/CYCLE M/CYCLE CAR TAXI LGV OGV1 OGV2 BUS/COACH TOTAL PCU TOTAL
0700 - 0715 0 0 1 0 0 0 0 0 1 1.00
0715 - 0730 0 0 6 0 0 0 0 0 6 6.00
0730 - 0745 0 0 2 0 1 0 0 0 3 3.00
0745 - 0800 0 0 5 0 0 0 0 0 5 5.00
Hourly Total 0 0 14 0 1 0 0 0 15 15.00

Hourly Average 0.00 0.00 3.50 0.00 0.25 0.00 0.00 0.00 3.75 3.75
0800 - 0815 1 0 3 0 0 0 0 0 4 3.20
0815 - 0830 0 0 6 0 1 0 0 0 7 7.00
0830 - 0845 0 0 8 0 0 0 0 0 8 8.00
0845 - 0900 0 0 8 0 0 0 0 0 8 8.00
Hourly Total 1 0 25 0 1 0 0 0 27 26.20

Hourly Average 0.25 0.00 6.25 0.00 0.25 0.00 0.00 0.00 6.75 6.55
0900 - 0915 0 0 2 0 0 0 0 0 2 2.00
0915 - 0930 0 0 2 0 2 0 0 0 4 4.00
0930 - 0945 0 0 4 0 0 0 0 1 5 6.00
0945 - 1000 0 0 3 0 3 0 0 0 6 6.00
Hourly Total 0 0 11 0 5 0 0 1 17 18.00

Hourly Average 0.00 0.00 2.75 0.00 1.25 0.00 0.00 0.25 4.25 4.50

Session Total 1 0 50 0 7 0 0 1 59 59.20
Session Average 0.08 0.00 4.17 0.00 0.58 0.00 0.00 0.08 4.92 4.93

Date
Tuesday 09 December 2025

Weather
Cloudy
Temp: 12°C

1600 - 1900 (Weekday PM Peak)

TIME P/CYCLE M/CYCLE CAR TAXI LGV OGV1 OGV2 BUS/COACH TOTAL PCU TOTAL
1600 - 1615 0 0 11 0 0 0 0 0 11 11.00
1615 - 1630 0 0 12 0 0 0 0 0 12 12.00
1630 - 1645 0 0 13 0 0 0 0 1 14 15.00
1645 - 1700 0 0 9 0 1 0 0 0 10 10.00
Hourly Total 0 0 45 0 1 0 0 1 47 48.00

Hourly Average 0.00 0.00 11.25 0.00 0.25 0.00 0.00 0.25 11.75 12.00
1700 - 1715 0 0 7 0 0 0 0 0 7 7.00
1715 - 1730 0 0 6 0 1 0 0 0 7 7.00
1730 - 1745 0 0 6 0 0 0 0 0 6 6.00
1745 - 1800 0 0 7 0 0 0 0 0 7 7.00
Hourly Total 0 0 26 0 1 0 0 0 27 27.00

Hourly Average 0.00 0.00 6.50 0.00 0.25 0.00 0.00 0.00 6.75 6.75
1800 - 1815 0 0 4 0 0 0 0 0 4 4.00
1815 - 1830 0 0 4 0 0 0 0 0 4 4.00
1830 - 1845 0 0 1 0 0 0 0 0 1 1.00
1845 - 1900 0 0 4 0 0 0 0 0 4 4.00
Hourly Total 0 0 13 0 0 0 0 0 13 13.00

Hourly Average 0.00 0.00 3.25 0.00 0.00 0.00 0.00 0.00 3.25 3.25

Session Total 0 0 84 0 2 0 0 1 87 88.00
Session Average 0.00 0.00 7.00 0.00 0.17 0.00 0.00 0.08 7.25 7.33

Movement 1.10: Left from A257 High Street (West) to Nargate Street Original Data

Movement 1.10: Left from A257 High Street (West) to Nargate Street Original Data



Littlebourne, Kent
Classified Junction Count

Site 1 of 1
Nargate Street
A257 High Street (East)
Bekesbourne Lane
A257 High Street (West)

Lat/Long
lat 51.272796° lon 1.166399°

Date
Tuesday 09 December 2025

Weather
Cloudy
Temp: 10°C

0700 - 1000 (Weekday AM Peak)

TIME P/CYCLE M/CYCLE CAR TAXI LGV OGV1 OGV2 BUS/COACH TOTAL PCU TOTAL
0700 - 0715 0 0 23 0 1 0 0 1 25 26.00
0715 - 0730 0 1 42 0 6 0 0 0 49 48.40
0730 - 0745 0 0 32 0 13 0 0 2 47 49.00
0745 - 0800 0 0 37 2 5 0 0 0 44 44.00
Hourly Total 0 1 134 2 25 0 0 3 165 167.40

Hourly Average 0.00 0.25 33.50 0.50 6.25 0.00 0.00 0.75 41.25 41.85
0800 - 0815 0 0 34 1 8 0 0 1 44 45.00
0815 - 0830 0 0 43 0 6 0 0 0 49 49.00
0830 - 0845 0 0 39 1 9 1 0 0 50 50.50
0845 - 0900 0 0 39 1 6 1 0 1 48 49.50
Hourly Total 0 0 155 3 29 2 0 2 191 194.00

Hourly Average 0.00 0.00 38.75 0.75 7.25 0.50 0.00 0.50 47.75 48.50
0900 - 0915 0 0 28 1 5 0 0 1 35 36.00
0915 - 0930 0 0 31 1 5 0 0 1 38 39.00
0930 - 0945 0 0 26 2 16 0 0 0 44 44.00
0945 - 1000 0 0 18 2 11 0 1 1 33 35.30
Hourly Total 0 0 103 6 37 0 1 3 150 154.30

Hourly Average 0.00 0.00 25.75 1.50 9.25 0.00 0.25 0.75 37.50 38.58

Session Total 0 1 392 11 91 2 1 8 506 515.70
Session Average 0.00 0.08 32.67 0.92 7.58 0.17 0.08 0.67 42.17 42.98

Date
Tuesday 09 December 2025

Weather
Cloudy
Temp: 12°C

1600 - 1900 (Weekday PM Peak)

TIME P/CYCLE M/CYCLE CAR TAXI LGV OGV1 OGV2 BUS/COACH TOTAL PCU TOTAL
1600 - 1615 1 0 61 0 8 0 0 0 70 69.20
1615 - 1630 0 0 53 0 4 1 0 1 59 60.50
1630 - 1645 0 0 53 0 4 0 0 2 59 61.00
1645 - 1700 0 1 58 0 3 0 0 0 62 61.40
Hourly Total 1 1 225 0 19 1 0 3 250 252.10

Hourly Average 0.25 0.25 56.25 0.00 4.75 0.25 0.00 0.75 62.50 63.03
1700 - 1715 0 0 53 0 3 1 1 0 58 59.80
1715 - 1730 0 2 65 0 4 0 0 3 74 75.80
1730 - 1745 0 1 42 0 2 0 0 0 45 44.40
1745 - 1800 0 0 46 1 2 0 0 0 49 49.00
Hourly Total 0 3 206 1 11 1 1 3 226 229.00

Hourly Average 0.00 0.75 51.50 0.25 2.75 0.25 0.25 0.75 56.50 57.25
1800 - 1815 0 0 41 0 5 0 0 0 46 46.00
1815 - 1830 0 1 50 0 4 0 0 1 56 56.40
1830 - 1845 0 0 46 0 4 0 0 1 51 52.00
1845 - 1900 0 0 36 0 0 0 0 0 36 36.00
Hourly Total 0 1 173 0 13 0 0 2 189 190.40

Hourly Average 0.00 0.25 43.25 0.00 3.25 0.00 0.00 0.50 47.25 47.60

Session Total 1 5 604 1 43 2 1 8 665 671.50
Session Average 0.08 0.42 50.33 0.08 3.58 0.17 0.08 0.67 55.42 55.96

Movement 1.11: Eastbound from A257 High Street (West) to A257 High Street (East) Original Data

Movement 1.11: Eastbound from A257 High Street (West) to A257 High Street (East) Original Data



Littlebourne, Kent
Classified Junction Count

Site 1 of 1
Nargate Street
A257 High Street (East)
Bekesbourne Lane
A257 High Street (West)

Lat/Long
lat 51.272796° lon 1.166399°

Date
Tuesday 09 December 2025

Weather
Cloudy
Temp: 10°C

0700 - 1000 (Weekday AM Peak)

TIME P/CYCLE M/CYCLE CAR TAXI LGV OGV1 OGV2 BUS/COACH TOTAL PCU TOTAL
0700 - 0715 0 0 4 0 1 0 0 0 5 5.00
0715 - 0730 0 0 9 0 3 0 0 0 12 12.00
0730 - 0745 0 0 13 0 3 0 0 0 16 16.00
0745 - 0800 0 0 16 1 2 0 0 0 19 19.00
Hourly Total 0 0 42 1 9 0 0 0 52 52.00

Hourly Average 0.00 0.00 10.50 0.25 2.25 0.00 0.00 0.00 13.00 13.00
0800 - 0815 0 0 19 0 1 0 0 0 20 20.00
0815 - 0830 0 0 17 0 5 0 0 0 22 22.00
0830 - 0845 0 0 12 0 1 0 0 0 13 13.00
0845 - 0900 0 0 12 0 2 0 0 0 14 14.00
Hourly Total 0 0 60 0 9 0 0 0 69 69.00

Hourly Average 0.00 0.00 15.00 0.00 2.25 0.00 0.00 0.00 17.25 17.25
0900 - 0915 0 0 7 0 2 0 0 0 9 9.00
0915 - 0930 0 0 8 0 2 0 0 0 10 10.00
0930 - 0945 0 0 10 0 0 0 0 0 10 10.00
0945 - 1000 0 0 4 0 1 1 0 0 6 6.50
Hourly Total 0 0 29 0 5 1 0 0 35 35.50

Hourly Average 0.00 0.00 7.25 0.00 1.25 0.25 0.00 0.00 8.75 8.88

Session Total 0 0 131 1 23 1 0 0 156 156.50
Session Average 0.00 0.00 10.92 0.08 1.92 0.08 0.00 0.00 13.00 13.04

Date
Tuesday 09 December 2025

Weather
Cloudy
Temp: 12°C

1600 - 1900 (Weekday PM Peak)

TIME P/CYCLE M/CYCLE CAR TAXI LGV OGV1 OGV2 BUS/COACH TOTAL PCU TOTAL
1600 - 1615 0 0 6 0 0 0 0 0 6 6.00
1615 - 1630 0 0 3 0 0 0 0 0 3 3.00
1630 - 1645 0 0 14 0 1 0 0 0 15 15.00
1645 - 1700 0 0 9 0 0 0 0 0 9 9.00
Hourly Total 0 0 32 0 1 0 0 0 33 33.00

Hourly Average 0.00 0.00 8.00 0.00 0.25 0.00 0.00 0.00 8.25 8.25
1700 - 1715 0 0 5 0 1 0 0 0 6 6.00
1715 - 1730 0 0 4 0 1 0 0 0 5 5.00
1730 - 1745 0 0 7 0 0 0 0 0 7 7.00
1745 - 1800 2 0 6 0 1 0 0 0 9 7.40
Hourly Total 2 0 22 0 3 0 0 0 27 25.40

Hourly Average 0.50 0.00 5.50 0.00 0.75 0.00 0.00 0.00 6.75 6.35
1800 - 1815 0 0 5 1 0 0 0 0 6 6.00
1815 - 1830 0 0 2 0 0 0 0 0 2 2.00
1830 - 1845 0 0 4 0 0 0 0 0 4 4.00
1845 - 1900 0 0 5 0 0 0 0 0 5 5.00
Hourly Total 0 0 16 1 0 0 0 0 17 17.00

Hourly Average 0.00 0.00 4.00 0.25 0.00 0.00 0.00 0.00 4.25 4.25

Session Total 2 0 70 1 4 0 0 0 77 75.40
Session Average 0.17 0.00 5.83 0.08 0.33 0.00 0.00 0.00 6.42 6.28

Movement 1.12: Right from A257 High Street (West) to Bekesbourne Lane Original Data

Movement 1.12: Right from A257 High Street (West) to Bekesbourne Lane Original Data
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APPENDIX E. Correspondence with KCC regarding 
Puffin Crossing Capacity 

  





1

Jon Wilkinson

From: Jon Wilkinson
Sent: 06 November 2023 14:48
To: Fiona.Wiles@kent.gov.uk; Paul.Thrower@kent.gov.uk; luke.mockeridge@kent.gov.uk
Cc: andrew.gambrill@canterbury.gov.uk; Steve Barker; Victoria Richardson; Christien 

Lee; Vanessa Eggleston
Subject: RE: Land South of the Hill, Littlebourne (CA/23/00484)
Attachments: ITM16283-GA-022C.pdf; A257 The Hill Pedestrian Crossing.pdf; Client Results - 

10047 - Canterbury ATC.pdf

Hi Fiona, 
 
Thank you very much for your time last week to go through your requirements for the proposed signal controlled 
pedestrian crossing at The Hill, Littlebourne. 
 
As discussed, we have amended the pedestrian crossing to include (i-Transport drawing ITM16283-GA-022 Rev C, 
attached): 
 

 widening of the crossing to 3.2m. 
 retained 3.0m between crossing and stoplines. 
 providing 8 zig-zags on either side of the crossing. 
 signal controller box provided within highway land with additional space around the crossing.  Where it falls 

outside of the current adopted highway boundary, the land will be dedicated as highway. 
 
We have carried out an assessment of the operation of the pedestrian crossing to determine if queuing to the west of 
the pedestrian crossing would impact on the existing build-out opposite the site access. The distance between the 
stop line and buildout is 25.6m (or over 4 vehicles in length).  The traffic flows used the agreed 2045 Base + 
Committed + Development, including the reassignment of traffic flows between The Hill and Bekesbourne Lane.  Our 
assessment has used a robust analysis with the pedestrian crossing called every minute in the peak hours.  The 
operational assessment results in a maximum queue to the west of the pedestrian crossing of 3.5 vehicles (or c.20m in 
length), which can therefore be accommodated between the pedestrian crossing and existing build-out.  The full 
LinSig model results are attached. 
 
I have attached the ATC carried out on The Hill, as discussed, which sets out the speeds recorded on The Hill in the 
vicinity of the proposed signal controlled crossing. 
 
As discussed in our meeting, the forward visibility splays are shown to the primary signal heads, with no changes 
necessary. 
 
In terms of the street lighting  we understand that new street lighting will be needed and to be provided in 
accordance with appropriate national guidance, with the existing lighting removed and returned to CCC.  As discussed 
the nee for appropriately designed street lighting design can be included as planning  condition and form part of the 
in the S278 works, with no further design work needed at this time.  Any new street lighting would only be required 
for the site access and the signal controlled pedestrian crossing. 
 
Please can you confirm that you are satisfied with this arrangement for the signal controlled pedestrian crossing as 
part of this outline planning application.  If you are satisfied we will arrange a Road Safety Audit to be carried out and 
associated Design Team Response (if required). 
 
We trust you will find the above and attached satisfactory.  If there are any queries, please do not hesitate to contact 
us. 
 
Regards 



Full Input Data And Results 
Full Input Data And Results 
 
User and Project Details 

Project: Littlebourne 
Title: A257 The Hill Pedestrian Crossing 
Location:  

Client: Gladman 

Date Started: 02.11.2023 

Additional detail:  

File name: A257 The Hill Pedestrian Crossing.lsg3x 

Author: Jon Wilkinson 

Company: i-Transport 

Address: Manchester 
 
Network Layout Diagram 

 
 

A257 The Hill Ped Crossing

Arm 1 - A257 Westbound

1 1/1

Arm 2 - A257 Eastbound

12/1

Arm 3 - EB - Exit

13/1

Arm 4 - WB - Exit

1 4/1

AB



Full Input Data And Results 
 
Phase Diagram 

 
 
 
Phase Input Data 

Phase Name Phase Type Assoc. Phase Street Min Cont Min 

A Traffic  7 7 

B Traffic  7 7 

C Pedestrian  7 7 

 
Phase Intergreens Matrix 

  Starting Phase 

Terminating 
Phase 

 A B C 

A - - 5 

B - - 5 

C 7 7 - 

 
Phases in Stage 

Stage No. Phases in Stage 

1 A B  

2 C  

 
Stage Diagram 

 
 
 
Phase Delays 

Term. Stage Start Stage Phase Type Value Cont value 

There are no Phase Delays defined 

 

A

B

C

A

B

C

1 Min >= 7

A

B

C

2 Min >= 7



Full Input Data And Results 
 
Prohibited Stage Change 

  To Stage 

From 
Stage 

 1 2 

1  5 

2 7  

 
 



Full Input Data And Results 
Give-Way Lane Input Data 

Junction: A257 The Hill Ped Crossing 

There are no Opposed Lanes in this Junction 

 
 



Full Input Data And Results 
Lane Input Data 

Junction: A257 The Hill Ped Crossing 

Lane Lane 
Type Phases Start 

Disp. 
End 

Disp. 
Physical 
Length 
(PCU) 

Sat 
Flow 
Type 

Def User 
Saturation 

Flow 
(PCU/Hr) 

Lane 
Width 

(m) 
Gradient Nearside 

Lane Turns 
Turning 
Radius 

(m) 

1/1 
(A257 

Westbound) 
U A 2 3 60.0 Geom - 3.00 0.00 Y Arm 4 

Ahead Inf 

2/1 
(A257 

Eastbound) 
U B 2 3 60.0 Geom - 3.00 0.00 Y Arm 3 

Ahead Inf 

3/1 
(EB - Exit) U  2 3 60.0 Inf - - - - - - 

4/1 
(WB - Exit) U  2 3 60.0 Inf - - - - - - 

 
Traffic Flow Groups 

Flow Group Start Time End Time Duration Formula 

1: '2045 B+C+D AM' 08:00 09:00 01:00  

2: '2045 B+C+D PM' 17:00 18:00 01:00  

 
 
Scenario 1: '2045 B+C+D AM' (FG1: '2045 B+C+D AM', Plan 1: 'Network Control Plan 1') 
Traffic Flows, Desired 
Desired Flow :  

  Destination 

Origin 

 A B Tot. 

A 0 662 662 

B 480 0 480 

Tot. 480 662 1142 

 
 
Traffic Lane Flows 

Lane Scenario 1: 
2045 B+C+D AM 

Junction: A257 The Hill Ped Crossing 

1/1 662 

2/1 480 

3/1 480 

4/1 662 



Full Input Data And Results 
 
Lane Saturation Flows 

Junction: A257 The Hill Ped Crossing 

Lane 
Lane 
Width 

(m) 
Gradient Nearside 

Lane 
Allowed 
Turns 

Turning 
Radius 

(m) 
Turning 

Prop. 
Sat Flow 
(PCU/Hr) 

Flared Sat Flow 
(PCU/Hr) 

1/1 
(A257 Westbound) 3.00 0.00 Y Arm 4 Ahead Inf 100.0 % 1915 1915 

2/1 
(A257 Eastbound) 3.00 0.00 Y Arm 3 Ahead Inf 100.0 % 1915 1915 

3/1 
(EB - Exit Lane 1) Infinite Saturation Flow Inf Inf 

4/1 
(WB - Exit Lane 1) Infinite Saturation Flow Inf Inf 

 
 
Scenario 2: '2045 B+C+D PM' (FG2: '2045 B+C+D PM', Plan 1: 'Network Control Plan 1') 
Traffic Flows, Desired 
Desired Flow :  

  Destination 

Origin 

 A B Tot. 

A 0 451 451 

B 435 0 435 

Tot. 435 451 886 

 
 
Traffic Lane Flows 

Lane Scenario 2: 
2045 B+C+D PM 

Junction: A257 The Hill Ped Crossing 

1/1 451 

2/1 435 

3/1 435 

4/1 451 

 
Lane Saturation Flows 

Junction: A257 The Hill Ped Crossing 

Lane 
Lane 
Width 

(m) 
Gradient Nearside 

Lane 
Allowed 
Turns 

Turning 
Radius 

(m) 
Turning 

Prop. 
Sat Flow 
(PCU/Hr) 

Flared Sat Flow 
(PCU/Hr) 

1/1 
(A257 Westbound) 3.00 0.00 Y Arm 4 Ahead Inf 100.0 % 1915 1915 

2/1 
(A257 Eastbound) 3.00 0.00 Y Arm 3 Ahead Inf 100.0 % 1915 1915 

3/1 
(EB - Exit Lane 1) Infinite Saturation Flow Inf Inf 

4/1 
(WB - Exit Lane 1) Infinite Saturation Flow Inf Inf 

 



Full Input Data And Results 
 
Scenario 1: '2045 B+C+D AM' (FG1: '2045 B+C+D AM', Plan 1: 'Network Control Plan 1') 
Stage Sequence Diagram 

 
 
 
Stage Timings 

Stage 1 2 

Duration 41 7 

Change Point 0 48 

 
Signal Timings Diagram 

 
 
 

A

B

1 Min: 7

7 41s

C

2 Min: 7

5 7s

0

0

10

10

20

20

30

30

40

40

50

50

60

60

Time in cycle (sec)

Ph
as

es

1 7 : 41
0

2 5 : 7
48

C C
B B
A A



Full Input Data And Results 
Network Layout Diagram 

 
 

A257 The Hill Ped Crossing
PRC: 82.2 %
Total Traffic Delay: 2.0 pcuHr

Arm 1 - A257 Westbound

1 5.5 49.4% 662

Arm 2 - A257 Eastbound

13.535.8%480

Arm 3 - EB - Exit

10.00.0%480

Arm 4 - WB - Exit

1 0.0 0.0% 662

AB



Full Input Data And Results 
 
Network Results 

Item Lane 
Description 

Lane 
Type 

Controller 
Stream 

Position In 
Filtered Route Full Phase Arrow 

Phase 
Num 
Greens 

Total Green 
(s) 

Arrow 
Green (s) 

Demand 
Flow (pcu) 

Sat Flow 
(pcu/Hr) 

Capacity 
(pcu) 

Deg Sat 
(%) 

Network: A257 
The Hill 
Pedestrian 
Crossing 

- - N/A - -  - - - - - - 49.4% 

A257 The Hill 
Ped Crossing - - N/A - -  - - - - - - 49.4% 

1/1 
A257 

Westbound 
Ahead 

U N/A N/A A  1 41 - 662 1915 1340 49.4% 

2/1 
A257 

Eastbound 
Ahead 

U N/A N/A B  1 41 - 480 1915 1340 35.8% 

3/1 EB - Exit U N/A N/A -  - - - 480  Inf  Inf 0.0% 

4/1 WB - Exit U N/A N/A -  - - - 662  Inf  Inf 0.0% 

Item Arriving 
(pcu) 

Leaving 
(pcu) 

Turners In 
Gaps (pcu) 

Turners When 
Unopposed 
(pcu) 

Turners In 
Intergreen 
(pcu) 

Uniform 
Delay 
(pcuHr) 

Rand + 
Oversat 
Delay 
(pcuHr) 

Storage Area 
Uniform 
Delay 
(pcuHr) 

Total 
Delay 
(pcuHr) 

Av. Delay 
Per PCU 
(s/pcu) 

Max. Back of 
Uniform 
Queue (pcu) 

Rand + 
Oversat 
Queue (pcu) 

Mean 
Max 
Queue 
(pcu) 

Network: A257 
The Hill 
Pedestrian 
Crossing 

- - 0 0 0 1.2 0.8 0.0 2.0 - - - - 

A257 The Hill 
Ped Crossing - - 0 0 0 1.2 0.8 0.0 2.0 - - - - 

1/1 662 662 - - - 0.8 0.5 - 1.2 6.8 5.0 0.5 5.5 

2/1 480 480 - - - 0.5 0.3 - 0.8 5.7 3.2 0.3 3.5 

3/1 480 480 - - - 0.0 0.0 - 0.0 0.0 0.0 0.0 0.0 

4/1 662 662 - - - 0.0 0.0 - 0.0 0.0 0.0 0.0 0.0 

 C1  PRC for Signalled Lanes (%):  82.2  Total Delay for Signalled Lanes (pcuHr):  2.01 Cycle Time (s):  60 
  PRC Over All Lanes (%):  82.2  Total Delay Over All Lanes(pcuHr):  2.01   

 
 



Full Input Data And Results 
Scenario 2: '2045 B+C+D PM' (FG2: '2045 B+C+D PM', Plan 1: 'Network Control Plan 1') 
Stage Sequence Diagram 

 
 
 
Stage Timings 

Stage 1 2 

Duration 41 7 

Change Point 0 48 

 
Signal Timings Diagram 

 
 
 

A

B

1 Min: 7

7 41s

C

2 Min: 7

5 7s

0

0

10
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30
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50

60

60

Time in cycle (sec)
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es

1 7 : 41
0

2 5 : 7
48

C C
B B
A A



Full Input Data And Results 
Network Layout Diagram 

 
 

A257 The Hill Ped Crossing
PRC: 167.5 %
Total Traffic Delay: 1.4 pcuHr

Arm 1 - A257 Westbound

1 3.1 33.6% 451

Arm 2 - A257 Eastbound

13.032.5%435

Arm 3 - EB - Exit

10.00.0%435

Arm 4 - WB - Exit

1 0.0 0.0% 451

AB



Full Input Data And Results 
 
Network Results 

Item Lane 
Description 

Lane 
Type 

Controller 
Stream 

Position In 
Filtered Route Full Phase Arrow 

Phase 
Num 
Greens 

Total Green 
(s) 

Arrow 
Green (s) 

Demand 
Flow (pcu) 

Sat Flow 
(pcu/Hr) 

Capacity 
(pcu) 

Deg Sat 
(%) 

Network: A257 
The Hill 
Pedestrian 
Crossing 

- - N/A - -  - - - - - - 33.6% 

A257 The Hill 
Ped Crossing - - N/A - -  - - - - - - 33.6% 

1/1 
A257 

Westbound 
Ahead 

U N/A N/A A  1 41 - 451 1915 1340 33.6% 

2/1 
A257 

Eastbound 
Ahead 

U N/A N/A B  1 41 - 435 1915 1340 32.5% 

3/1 EB - Exit U N/A N/A -  - - - 435  Inf  Inf 0.0% 

4/1 WB - Exit U N/A N/A -  - - - 451  Inf  Inf 0.0% 

Item Arriving 
(pcu) 

Leaving 
(pcu) 

Turners In 
Gaps (pcu) 

Turners When 
Unopposed 
(pcu) 

Turners In 
Intergreen 
(pcu) 

Uniform 
Delay 
(pcuHr) 

Rand + 
Oversat 
Delay 
(pcuHr) 

Storage Area 
Uniform 
Delay 
(pcuHr) 

Total 
Delay 
(pcuHr) 

Av. Delay 
Per PCU 
(s/pcu) 

Max. Back of 
Uniform 
Queue (pcu) 

Rand + 
Oversat 
Queue (pcu) 

Mean 
Max 
Queue 
(pcu) 

Network: A257 
The Hill 
Pedestrian 
Crossing 

- - 0 0 0 0.9 0.5 0.0 1.4 - - - - 

A257 The Hill 
Ped Crossing - - 0 0 0 0.9 0.5 0.0 1.4 - - - - 

1/1 451 451 - - - 0.4 0.3 - 0.7 5.6 2.9 0.3 3.1 

2/1 435 435 - - - 0.4 0.2 - 0.7 5.5 2.8 0.2 3.0 

3/1 435 435 - - - 0.0 0.0 - 0.0 0.0 0.0 0.0 0.0 

4/1 451 451 - - - 0.0 0.0 - 0.0 0.0 0.0 0.0 0.0 

 C1  PRC for Signalled Lanes (%):  167.5  Total Delay for Signalled Lanes (pcuHr):  1.36 Cycle Time (s):  60 
  PRC Over All Lanes (%):  167.5  Total Delay Over All Lanes(pcuHr):  1.36   

 
 





 

 

APPENDIX F. Littlebourne Parish Council Response 
to the Appeal 

  





 

  

   

   

    

    

   

    
   
   
    


    
   
 
  
    


    
  
   
  



  
  
   
 


   
   
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Introduction

         
           
             
       

          
         
            
          
           
       
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            
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        

      

           

       

        

      

          

      

      

       

          

         

    

              

      

       

          

           

            





Sustainability

       

          

        

        

             

      

          

    

               

            

          

          

           

             

           

         

             

         

          

           

              

           

            

           

           

            

            

          

            

                

     

            
            

         

           

  





            

          

          

             

         

     

              
                

              

            

             

             

    

              

             

                

               

              

               

               

              

                 

                 

                

      

               

               

 

             

           

            

      

          

             

              

             

              

             





         

          

              

           

             

            

     

               

            

             

            

           

            

            

            

             

              

            

         

              

             

               
                  
                
                
             
               
               
 





            

             

        

       
            

               

             

              

     

               

              

           

           

                

             

           

            

             

              

               

             

           

          





            

               

           

      

               

               

           

             



         
                

             

             

             

           

      

          

              

            

    





   

            

            
               

             
        

           
     

              
            


           
          
    

           
              
 

             

                

    

                

              

               

               

                

             

             

                

              

            

  

                

            

                   

 
 

 





             

            

           

 

               

               

             

       

               
           

          

           

           

  

            

            

            

           

             

             

           

            



            

              

               

     

              

              

                

              

              

         

           

          

            





          

        

         



             

         
         

             

            

          

             

             

           

           

            

              

              

            

           

         

           
           

         

            

             

       

          

            

         

             

             

                

            

          

             
               
             





            

             

          

           

        





               

             

      

             

           

             

             

              

         





         
            

                

            

               

   

            
           

             

            

              

            





           

       

          

               

                

              

             

              

   

                

                   

                 

             

           
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              
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               

               

            

           

               

             
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                

    

             

           

          

                  
             
            
           





           

            

             

      

             

                 

             

       

             

             

               

            

         

               

            

             

              

      

            

            

          

           
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Southern Water – connection in serious doubt

          

              

         

           

           

         

         

             

            

            

    

               

               

            

           

              

           

              

             

         

      

            

            

     

           

            

            

           

             

              

          

 





             

 

         

         

            

          

          

        

               

            

         

            

       

       

     

     
 





           

             

       





        

           

            

 

              

           

                

             

             

               

          

            

          

           

         

          

            

          

            

              

         

    

            

               

          

          

            

            

            

            

         

             

          

              

    

           

          





              

   

             

              

           

    

          

           

             

           





         

   

               

           

              

           

              

           

              

            

                

                

 









           

            

    

 





          

             

 





 

 

APPENDIX G. Updated 2020 – 2025 Personal Injury 
Collision Data 

  





Location: Littlebourne & Bekesbourne

5 years personal injury collision data up to 30/06/2025

KCC Ref number: EXT/233/25

This map is based upon Ordnance Survey material with the permission of Ordnance Survey on behalf of the Controller of Her Majesty’s Stationery Office
© Crown Copyright. Unauthorised reproduction infringes Crown copyright and may lead to prosecution or civil proceedings. 100019238 (2015)

Crash Severity

Slight

Serious

Fatal





Title: Littlebourne & Bekesbourne

Accident Date BETWEEN '01-Jul-2020' AND '30-Jun-2025'

Requested output:D - Print Crash Report

Date: 17-December-2025

There were 8 reported crashes resulting in injury

Time: 13:10:05

Date: 17-December-2025



D-PRINT CRASH REPORT 17-Dec-2025

13:10:05

Littlebourne & Bekesbourne

Accident Date BETWEEN '01-Jul-2020' AND '30-Jun-2025'

TimeNo Location Date Street

Lighting

Road Surface Weather Pedestrian 

Direction

Factors InvolvedDaySeverity

Road No C203 

Section 019 SLIGHT

05/10/2020 15:45 LGrid

Ref

619196E

156042N

Dry Fine 21

R.TURN

GVU

C203 BEKESBOURNE LANE J/W C206 BEKESBOURNE HILL, BEKESBOURNE HILL Canterbury PED

Vehicles 2
Casualties 1V1 was straddled across the road attempting to turn right onto Bekesbourne 

Lane. V2 was travelling northeast on Bekesbourne Lane and had to swerve 

around V1. D1 and D2 then got involved in a verbal altercation. D2 got out of 

their vehicle, D1 drove at them at them and pushed them 1-2 metres pinning 

them up against a tree. V1 then made off from the scene without exchanging 

details. (No gender, age, or postcode for V1).

Veh1, car, NW -> SW

Veh2, goods < 3.5t, SW -> NE

Road No C203 

Section 019 SERIOUS

03/08/2021 14:15 LGrid

Ref

619653E

156485N

Dry Fine 3 S.VEH2 U

U

C203 BEKESBOURNE LANE, BEKESBOURNE (MAPPED TO COORDS) Canterbury PED

Vehicles 1
Casualties 2V1 was travelling southwest on Bekesbourne Lane in the middle of the road. 

On approaching another car, V1 slowed down and went towards the nearside 

of the carriageway where they struck C1 and C2.

Veh1, car, NE -> SW

Road No C203 

Section 163 SLIGHT

26/08/2022 23:56 DRK NSLGrid

Ref

620087E

156789N

Dry Fine 6 S.VEH3

+VE

C203, BEKESBOURNE LANE, BEKESBOURNE (MAPPED TO COORDS) Canterbury

Vehicles 1
Casualties 1V1 WAS TRAVELLING ALONG THE CARRIAGEWAY WHEN D1 CLAIMS AN 

ANIMAL RAN OUT INTO THE ROAD.  TO TRY AND AVOID THE ANIMAL D1 

SWERVED RESULTING IN THE VEHICLE GOING UP A SLIGHT BANK 

CAUSING IT TO FLIP ONTO ITS ROOF.  D1 IS UNSURE OF THE SPEED 

THEY WERE TRAVELLING AT THE TIME OF THE ACCIDENT.

Veh1, car, SW -> NE

Involved

PED Pedestrian

HGV Heavy Goods Vehicle

GV Goods Vehicle

M/C Motor Cycle

P/C Pedal Cycle

PSV Bus/Coach

Street Lighting

L Daylight

STL Street Lights

USL Street LIghts Unlit

NSL No Street Lights

STU Street Lights Unknown

FACTORS

+VE Positive Breath Test

R.TURN Right Turn Manoeuvre

O/TAKE Overtaking Manoeuvre

S.VEH Single Vehicle

Special Conditions

ATS OUT Traffic Lights Not Working

ATS DEF Traffic Lights Defective

SIGNS Road Signs Defective or Obscurred

RD WRKS Road Works

Surface Road Surface Defective

Key

Page 2



D-PRINT CRASH REPORT 17-Dec-2025

13:10:05

Littlebourne & Bekesbourne

Accident Date BETWEEN '01-Jul-2020' AND '30-Jun-2025'

TimeNo Location Date Street

Lighting

Road Surface Weather Pedestrian 

Direction

Factors InvolvedDaySeverity

Road No C203 

Section 163 SLIGHT

22/08/2020 16:00 LGrid

Ref

620130E

156827N

Dry Fine 74

C203 BEKESBOURNE LANE J/W PRIVATE ENTRANCE, BEKESBOURNE. Canterbury

Vehicles 4
Casualties 1D3 was driving down Bekesbourne Lane, Canterbury & used a side road to 

turn around.  As they've stopped their car adjacent with Bekesbourne Lane, 

they've looked in their offside mirror to check for oncoming traffic & pulled 

away.  Colleague has then advised D3 that they heard a bang, suspected 

they'd been rear ended.  D3 circled back around and saw 3 damaged vehs.

Veh1, car, SW -> NE

Veh2, car, SW -> NE

Veh3, car, SW -> NE

Veh4, car, P -> P

Road No A257 

Section SLIGHT

03/02/2022 10:09 LGrid

Ref

620964E

157383N

Wet/Damp Fine 55 GV

A257 HIGH ST J/W C203 BEKESBOURNE LANE, LITTLEBOURNE Canterbury

Vehicles 2
Casualties 1V2 was travelling west on High St and slowed down due to a vehicle in the 

carriageway ahead of them. V1, travelling behind V2, tried to stop in time but 

skidded on the damp road surface and collided with the rear of V2.

Veh1, goods < 3.5t, SE -> NW

Veh2, car, SE -> NW

Road No A257 

Section 038 SLIGHT

05/06/2024 07:21 LGrid

Ref

620807E

157490N

Dry Fine 46

R.TURN

O/TAKE

A257 HIGH ST J/W PRIVATE DR TO FOUR VILLAGES STORE, LITTLEBOURNE Canterbury

Vehicles 2
Casualties 1OLR: V2 indicating and turning right into car park for Four Villages Store.  V1 

overtaking V2 and collided with same.  D1 failed to stop/exchange details.  C1 

details not given.

Veh1, car, SE -> NW

Veh2, car, SE -> N

Involved

PED Pedestrian

HGV Heavy Goods Vehicle

GV Goods Vehicle

M/C Motor Cycle

P/C Pedal Cycle

PSV Bus/Coach

Street Lighting

L Daylight

STL Street Lights

USL Street LIghts Unlit

NSL No Street Lights

STU Street Lights Unknown

FACTORS

+VE Positive Breath Test

R.TURN Right Turn Manoeuvre

O/TAKE Overtaking Manoeuvre

S.VEH Single Vehicle

Special Conditions

ATS OUT Traffic Lights Not Working

ATS DEF Traffic Lights Defective

SIGNS Road Signs Defective or Obscurred

RD WRKS Road Works

Surface Road Surface Defective

Key

Page 3



D-PRINT CRASH REPORT 17-Dec-2025

13:10:05

Littlebourne & Bekesbourne

Accident Date BETWEEN '01-Jul-2020' AND '30-Jun-2025'

TimeNo Location Date Street

Lighting

Road Surface Weather Pedestrian 

Direction

Factors InvolvedDaySeverity

Road No A257 

Section 028 SLIGHT

13/09/2020 18:00 LGrid

Ref

619497E

157688N

Dry Fine 17 O/TAKE

P/C PSV

A257 CANTERBURY RD, LITTLEBOURNE (MAPPED TO COORDS) Canterbury

Vehicles 2
Casualties 1R2 was travelling southeast on Canterbury Rd when they were struck by the 

front nearside of V1 as it attempted to overtake. (No age for V1).

Veh1, bus or coach, NW -> SE

Veh2, pedal cycle, NW -> SE

Road No U 

Section 163 SLIGHT

03/09/2023 12:45 LGrid

Ref

620927E

157916N

Dry Fine 18

P/C

COURT HILL J/W CHERRY ORCHARD, LITTLEBOURNE. Canterbury

Vehicles 2
Casualties 1R2 was cycling at Court Hill by the allotment then V1 sped by R2 and made it 

crash into a park by the allotment before speeding off.

Veh1, car, NW -> SE

Veh2, pedal cycle, SE -> NW

Involved

PED Pedestrian

HGV Heavy Goods Vehicle

GV Goods Vehicle

M/C Motor Cycle

P/C Pedal Cycle

PSV Bus/Coach

Street Lighting

L Daylight

STL Street Lights

USL Street LIghts Unlit

NSL No Street Lights

STU Street Lights Unknown

FACTORS

+VE Positive Breath Test

R.TURN Right Turn Manoeuvre

O/TAKE Overtaking Manoeuvre

S.VEH Single Vehicle

Special Conditions

ATS OUT Traffic Lights Not Working

ATS DEF Traffic Lights Defective

SIGNS Road Signs Defective or Obscurred

RD WRKS Road Works

Surface Road Surface Defective

Key
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APPENDIX H. Extracts from Manual for Streets on 
Road Widths 

  













 

 

APPENDIX I. Bekesbourne Lane Carriageway Widths 
– Google Streetview Images 
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