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Community sharing: sustainable mobility in a post-carbon, depopulating 

society 

 

Abstract: This paper examines new initiatives in shared mobility of Kashiwa City, a 

satellite town outside Tokyo, from the users’ perspective. In Japan, the transport sector 

accounts for almost 20 per cent of carbon emissions. At the same time, a population 

decrease has led to a decline in use of public transport, reducing the level of the quality 

of life of residents who live in rural and remote areas. This makes residents depend on 

private cars, ending up contributing to carbon emissions. Three key issues for 

sustainable mobility to tackle carbon emissions and residents’ wellbeing issues are 

discussed. Kashiwa City has experimented with new shared transport services with 

fixed-route microbuses and more flexible community taxis. The paper explores user 

perception and experience of such community mobility services and considers the three 

issues from the viewpoint of the practice of mobility. Background interviews were 

conducted with the city’s officials and transport service operators, and an ethnographic 

study was carried out and in-situ conversations were made to explore the utility and 

meaning of mobility. To increase use of public transport to further reduce CO2 

emissions from transport, it is important to pay more attention to the practice of 

mobility from the user’s perspective. (200 words) 

Keywords: community transport, practices of mobility, sharing, sustainable mobility, 

user perspective 
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Introduction: Post-carbon society and sustainable mobility 

 

  Having ratified the Paris Agreement, Japan has set its aim to reduce greenhouse gas 

emissions (GHG) by 26 per cent of the 2013 level before 2030. The country further put 

forward a 46 per cent reduction target at the G7 Climate Summit in April 2021 (Aoyagi 

2021). The transport sector GHG emissions is second highest in Japan after the 

manufacturing sector, accounting for 18.0 per cent in 2019 fiscal year. This includes not only 

commercial, but also personal use such as passenger cars (National Institute for 

Environmental Studies GHG Emissions Inventory Office 2021). The GHG emissions 

reduction in the sector was merely 8.2 per cent between 2013 and 2019, compared to 17.0 per 

cent in the manufacturing sector, and there is an urgent need for effective measures. The 

Ministry of Land, Infrastructure, Transport and Tourism’s White Paper (2020, 364) puts 

forward a few specific areas to improve and the promotion of use of public transport is one of 

them. This paper explores shared mobility innovations in ‘new’ public transport services 

from the users’ viewpoint. For this, we focus on the ‘practice of mobility’, using Practice 

Theory (Shove et al 2012) that looks at technology/infrastructure of transport services, 

competence/knowledge/skills to use them, and meaning attached to them. Users’ skills and 

meaning are not overtly related to environmental sustainability, yet it is important for 

sustainability to build a mobility service based on user competence/skilfulness, experience 

and routinisation. 

Public transport in Japan has been facing a number of challenges in relation to 

depopulation. A population decline started in rural and remote areas during Japan’s rapid 

economic growth and subsequent years, and it has been a key issue to ensure mobility of 

residents in those areas. More recently, this phenomenon is seen in dormitory and satellite 

towns around large cities that were developed alongside the railway extensions in the 1960s 

and 1970s, too. Residents in those area are also getting older. In Japan, those aged 65 and 
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over accounted for 27.7 per cent of the total population in 2018; this figure is projected to 

increase to 39.9 per cent in 2060 (Cabinet Office 2018). This means a reduction in labour 

force, leading to a decline in the number of commuters and public transport users. This, in 

turn, affects mass transit services in depopulated area, making the businesses inviable. 

A decline in public transport affects residents’ independent lives, making them 

reliant on private cars. Private car use, however, needs to be reduced for a carbon emission 

reduction from the transport sector (Do Carmo et al. 2017). To tackle this problem, many 

local authorities have begun to offer area-based transport services such as community buses 

(Ando et al. 2014, Kamiya and Sasaki 2012). Indeed, the improvement in, and promotion of, 

public transport is a focus of the Ministry of Land, Infrastructure, Transport and Tourism, as 

discussed above.  

In addition, rising air temperatures in summer have caused a paradoxical situation. In 

Japan, air temperature can reach 36-39°C with the humidity of over 70% during the summer, 

and deaths of those aged 65 and over constantly account for 80 per cent of the total heatstroke 

deaths since 2010 (Ministry of Health, Labour and Welfare 2018). The Japanese government 

therefore advise to use air conditioning in the home during the hot periods of the day. The 

Ministry of the Environment publishes the daily heat stress index, heatstroke warning and 

caution with daily activities including encouraging the of use of air conditioning. This, 

however, leads to an increase in carbon emissions from home. To solve this paradox, some 

local authorities invite residents to their air-conditioned community centres, providing 

community transport to prevent private car use (e.g. Kashiwa City Global Warming Tackling 

Plan 2008).  

Such community transit services are part of a new transport policy paradigm of 

‘sustainable mobility’ (Banister 2008). Services in this new paradigm are positioned between 

two opposite mobility services. One is mass transit for commuters: ‘fixed route’ passenger 
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ride-sharing of traditional public transport (e.g. buses, trains). The other is micro transit for 

personal use, ‘point-to-point’ or ‘first- and last-mile’ mobility (e.g. bikes, e-scooters, car 

share) (Shibayama and Emberger 2020). The idea of sustainable mobility is well supported 

by the Ministry of Land, Infrastructure, Transport and Tourism’s (2021) new strategy, 

‘Green, Slow Mobility’, which is to create new mobility systems for post-carbon society, 

with the incorporation of green technology where possible. Transport is a large part of 

Japan’s sustainability agenda. 

Our case of Kashiwa City is one of those local authorities that offer new sustainable 

mobility services. Kashiwa has both an agricultural-based rural district and commuter-

dominant residential neighborhoods. This paper discusses a case of Kashiwa City’s effort to 

build an efficient community transport system that is required in low-carbon society and to 

improve a quality of life for residents, from the service users’ perspective.  

 

Key issues in sustainable mobility: reducing carbon emissions and securing resident 

mobility  

Many Japanese local authorities now deal with environmental and transport problems 

in an integrated way. As discussed above, there is an urgent need for adapting to and 

mitigating climate change, for tackling depopulation and ageing, and for providing public 

transport.  

The following three issues are key to successful sustainable mobility in Japan. The 

first is to reduce carbon emissions from transport. The second is to promote community 

transport services in the context of declining mass transit services. These can enable 

heatstroke prevention measures without increasing carbon emissions.  

The third issue is to ensure ‘co-benefits’, which also improve people’s wellbeing and 

quality of life. Corporeal travel, for instance, holds high importance in people’s lives despite 
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technology available (Urry 2002). Travelling and physical proximity to others is a key 

element for maintaining social sustainability (Putnam 2000), and the unavailability of public 

transport has considerable impacts on people’s lives. Some have been disproportionately 

affected by their inaccessibility to transport services. Their lack of ‘network capital’ (Urry 

2007) causes ‘immobilities’, and this, in turn, produces spatial inequalities or unevenly 

distributed mobility (Hannam et al. 2006). Public transport is attractive because of its 

relatively low fares and bus stop density encourages the use of buses (Su et al. 2009). 

Community transport, and better access to it, therefore plays a significant role in reducing 

carbon emissions as well as improving residents’ health and quality of life.  

This paper investigates user perspectives and experiences of Kashiwa City’s new 

community transport services as ‘sustainable mobility’. Traditional policy puts an emphasis 

on concessionary fares and does not address ‘social practices’ of mobility of the user. By 

investigating how users make the most of transport services and how skilful they are to use 

them, we can understand the practice of mobility (Kamiya and Sasaki 2012). Indeed, Practice 

Theory (Shove et al. 2012) states that a practice comprises three ‘elements’: 

object/technology/infrastructure (e.g. community transport, bus stops); 

competence/skilfulness (e.g. how to use the services such as routes and timetables; to know 

how to book a community taxi, to know the rule regarding taking the community taxi); and 

meaning attached to it (e.g. convenience, safety, to have fun, to visit/meet up with friends). 

Users go not only to railway stations, but also to different places for various purposes, such 

as for medical appointments, and for shopping and leisure. These are not only for necessity, 

but also to maintain their own wellbeing (Ando et al. 2014). Provision therefore needs to 

combine home to hub connections with broader point-to point services. It is important to 

understand passenger experience of community transport, such as physical constraints of use 
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and personal anxieties of sharing, in order to meet climate-related health needs and a 

reduction in private car use.  

 

Community sharing and sustainable transport 

Community transport services, which operate on a not-for-profit basis, can address issues of 

environmental sustainability and users’ wellbeing, particularly in depopulated areas where 

conventional public transport services are infrequent and are at risk of being abolished. The 

challenge for local governments is that community transport is costly for them because of the 

more personalised nature of the service, specialist equipment it uses, staff costs, and 

flexibility in routes and times; and ‘much of the costing is not passed on to the customers’ 

(Smith 2001, 83). This has a significant effect on local governments’ budgets, leading to a tax 

increase or limited or infrequent services. 

In recent years, the concept of ‘first- and last-mile connectivity’ has been discussed 

in the fields of mobility and transport. Originally drawn from telecommunication and supply 

chain management, the term is now applied to the transportation of people, describing 

passenger travel between a mass transport hub such as a railway station and a bus stop, and 

each passenger’s final destination such as home and an office (e.g. King 2016; Raghunathan 

et al. 2018). Such transit services supplement fixed-route services and have the potential to 

address the issue of connecting people to public transport (Shaheen and Chan 2016), offering 

‘sustainable mobility’ solutions to residents who live far from a transport hub such as railway 

stations and bus stops, without using private cars.  

Research into first- and last-mile connectivity and transit solutions has largely been 

conducted from engineering perspectives: scheduling (Raghunathan et al. 2018) 

programming models for the optimisation for Demand Responsive Transit (Sun et al. 2018), 

mathematically modelling accessibility impacts for first- and last-mile transport connectivity 
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via fixed route transit and demand responsive transit (Chandra et al. 2013), and modelling 

user behaviour such as switching transit services (Li and Quadrifoglio 2010). User experience 

of first- and last-mile journey is not much explored, however. When it is, it is about bicycle 

use to and from a railway station and accessibility to transit services (Flamm and Rivasplata 

2014) or acceptable walking distance to public transport (Daniels and Mulley 2013). In 

Japan, modelling of ways in which users want to use transport services (Yamamoto et al. 

2013) and studies about willingness to change transport behaviour (Mitsuyasu et al. 2013) 

have been carried out. It is clear that little research of real-life (not simulated) first- and last-

mile transit services conducted from the users’ perspective, and this is what we focus on in 

this paper. Social issues such as equities in mobility services still remain unanswered 

(Shaheen and Chan 2016). In rural, remote and depopulated areas, access to short trips to and 

from transit stops are highly important. Transfers at the hub need to be easy in time and 

effort. Passengers are also sensitive to fares. More accessible – both physically and 

financially – mobility services are urgently needed for their quality of life. In this light, our 

study focuses on Kashiwa City’s approach to deal with the three key issues discussed above. 

We explore how users perceive and experience the city’s community transport services and 

investigate how the city’s approach addresses mobility issues and the quality of life in a post-

carbon society.  

 

Kashiwa’s place-based innovation strategy: A multi-actor investigation 

We investigated new initiatives in shared mobility for the residents of Kashiwa, a satellite 

settlement outside Tokyo. The city of Kashiwa is situated 31km east of Tokyo and has a 

population of 426,000; and 42 per cent the working population commutes to Tokyo. 

(Kashiwa City [online]). We focus on the City of Kashiwa because it is currently putting in 

place community transport systems in its urban areas where public transport was not 
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available and residents’ ageing has become an issue and its rural areas that faces a decline in 

population.  

In this study, we focus on two areas within Kashiwa City: ‘Nambu’ and ‘Shonan’ 

(Figure 1). Both areas have a large older population, despite their different histories. Nambu 

comprises of two neighbourhoods, Minami Masuo and Minami Sasaki (Figure 2) and was 

developed as dormitory districts for commuters to Tokyo in the 1960s and 1970s. Shonan, on 

the other hand, used to be an independent town and was integrated into Kashiwa in 2005. It is 

largely rice or vegetable fields and woodlands and is rapidly being depopulated as agriculture 

declines (Figure 3). 

Nambu is a densely populated area with many blocks of flats and small detached 

houses. The streets are narrow and conventional buses cannot run in their neighbourhoods. 

Those who came to live here in the 1960s and 1970s are now in their 70s and 80s. Shonan is, 

on the other hand, sparsely populated in agricultural lands. Many residents are now old, with 

young generations having left home without taking over the farming businesses. Both regions 

have a high ageing population, and this presents accessibility and mobility problems. Despite 

two major railway lines – the Joban Line (Japan Rail) and the Tobu Tojo Line (Tobu 

Railways) – running through the city, these stations are far from Shonan. There are buses run 

by a railway company (Tobu Railways) on main roads (Routes 6 and 16), however the 

services are infrequent (e.g. one bus an hour, or eight buses a day, between 7am and 9pm; 

Figure 4). Bus stops of these bus services are far from residential areas, and residents of 

Shonan therefore have to walk long to a nearest bus stops (Transport Policy Officer). Both 

regions present challenges to residents’ accessibility to transport. In particular, there has been 

some research into public and community transport in rural areas such in Japan as Shonan 

(e.g. Kamiya and Sasaki 2012), but little has been studied in urban areas such as Nambu; and 
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we aim to contribute to the current debate on sustainable mobility from both urban and rural 

users’ viewpoint. 

Kashiwa City has also its climate change policy. This has action plans including the 

promotion of use of public transport and bicycles, as well as the development of various 

means of mobility in areas where public transport serves less. To better understand 

Kashiwa’s mobility services, we conducted ethnographic studies including background 

interviews with different stakeholders.  

 

Multi-actor methodology for policy officials, service providers and users 

To understand the city’s strategy for mobility and sustainability as the background 

information to this study, we first interviewed Kashiwa City’s transport policy and 

environment policy officers in October 2017, while also examining secondary sources such 

as the city’s environment and transport strategy documents.  

In April 2018, we interviewed the two community transport service operators and 

drivers to gain insights into the practice of running community transport services for the city. 

We asked them a few opening questions such as: the way the services were operated; the 

number of passengers; and regulations they had to comply with. The interviews with the 

drivers were carried out in situ (e.g. during the ride, during the break). The questions asked 

were more spontaneous, which allowed the drivers to express their opinions freely in relation 

to the context (e.g. approaching a particular bus stop). From their responses, we identified: 

issues regarding routes and timetables; specific but recurring concerns about bus stops and 

passenger transfer to other public transport services; and difficulties in operation such as 

negotiating narrow streets and sharp corners.  

To capture passenger perception and experience, we conducted an ethnographic 

study. We rode two types of community transport (discussed below) for four days including a 
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Saturday (on all seven routes; from the first service till the last) and carried out in-situ 

informal interviews with passengers (Bissell 2018) in April 2018. The recording device was 

put in the vehicle and passengers were informed as such: no one objected. As there were 

multiple people getting on and off, we kept the recording device switched on to obtain their 

views through ‘chatting’. All taxi passengers were willing to talk, while some of the wagon 

passengers remain quiet. Since this was an ethnographic study, we did not intervene and let 

people talk or not talk freely. The presence of the driver may or may not have affected 

passengers’ responses, but most passengers were regular users and drivers and passengers 

knew each other and the atmosphere was friendly. Our presence never affected the 

availability of the community bus, or the taxi whose sharing rate of the taxi was 1.2 person, 

as discussed below.  

For all interviews and observations, a narrative approach was employed for analysis 

to capture their experiences of using the city’s community transport services in the ‘situated’ 

contexts (Dickinson 2014). All recordings were in Japanese; the data was used as it was 

(without translating into English) as two of the authors speak Japanese. The focus of our 

analysis was on the ways in which transport service users made sense of their everyday lives 

and experiences of the services (Bruner 1991). In doing so, we captured recurring patterns 

and themes in their narratives. In particular, analysis of such in-situ conversations with 

passengers has revealed what they value (e.g. the sense of safety and independence) and how 

community transport is literally the ‘legs’ for some people, as they put it. At the end of the 

day’s ride, we discussed our learning from the conversations with drivers and passengers. We 

tried understanding the ‘meaning’ attached to their activities and practices (Shove et al. 2012) 

and those community transport services. 

At the time of the empirical study, institutional ethics approval was not required, and 

we followed the Research Codes and Policy of the Japan Sociological Society. Prior to the 
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empirical work, we described the aims of the study and explained that interviewees’ personal 

information would be protected in writing. We also stated that the study was conducted by 

the National Institute for Environmental Studies in collaboration with the City of Kashiwa 

and that the outcomes would be reflected in the city’s environmental and transport policies. 

Written consent from the city officials and service operators was obtained. 

The details of interviews are shown in Table 1. What follows are our findings of the 

study. 

 

The policy makers’ strategy for community sharing  

From the interview with Kashiwa City officials, we have identified three interrelated issues 

regarding the environment and mobility. The first issues we identified is increased reliance 

on private cars. According to Environment Policy Officer, the city’s geographical expansion 

has led to the development of many suburbs with new housing developments and 

hypermarkets, which has in turn led to increased use of private cars and does contribute to the 

city’s negative impacts on the environment such as traffic congestion, carbon emissions and 

air pollution.  

The second issue we found is an increase in road accidents by older drivers. This is 

not only in Kashiwa, but also all over the country, and the national and local governments, 

and the police, are encouraging older drivers to give up their driving licences (Public 

Relations Office, Government of Japan website, 8 August 2019; Chiba Prefectural Police 

Headquarters website, 3 March 2021). However, as discussed above, older people without a 

driving licence would lose mobility. Transport Policy Officer expressed his concern that with 

limited access to medical and retail facilities, this can lead to their withdrawal from society 

and to isolation. 
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The third issue identified is increasing deaths from heatstroke during the hot 

summertime, which interestingly relates to public transport provision. Environment Policy 

Officer said that heatstroke is one of the immediate problems for the city. The world has been 

witnessing an increase in deaths from heatstroke, and Japan is no exception. In light of this, 

Environment Policy Officer said that many cities, including Kashiwa, encourage residents to 

use various community facilities, such as community welfare centres, where air-conditioning 

is mildly on, free water and tea are available, and social activities are held (Kashiwa City 

Global Warming Tackling Plan 2008). For people to go to those facilities, however, they 

need transport. 

Due to these issues, the city has set its strategy to improve the public transport 

system (Kashiwa City 2010). Kashiwa City aims to provide better accessibility to mobility 

and better connectivity to different transport services. There are two types of community 

transport services in Kashiwa’s sustainable mobility strategy: a community microbus running 

on fixed routes for both Nambu and Shonan areas; and a more flexible mobility service using 

a saloon car only for Shonan (Table 1).  

First, the ‘community wagon’ uses 9-passenger station wagons and runs on fixed 

routes of long distance, covering neighbouring railway stations, community centres and care 

homes, operated by a taxi company based in the city. This type of community transport is 

increasingly seen in Japan: cities, towns and districts offer community transit using 

microbuses and station wagons to cover areas where normal-sized buses cannot operate 

(Environment Policy Officer; Transport Policy Officer). What makes this service differ from 

conventional public transport is twofold. One is that these small vehicles can go into the 

narrow residential areas where normal buses cannot run. Kashiwa City has many old 

agricultural roads that are narrow and winding. Those who live in Nambu and Shonan would 

have to walk for half an hour to the main road to catch a bus on the main road. This would 
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have been no problem when people are young, but it is a critical issue particularly for 

vulnerable people and to live their daily lives. The community wagons serve a role of ‘first- 

and last-mile’ connection. The other is that these wagons serve public places such as 

community centres, schools and a library, and retail facilities (Transport Policy Officer).  

The second service the city provides is a ‘community taxi’. This uses saloon cars, 

thus can be shared by up to 3-4 people, operated by another local taxi company. This service 

is only available in Shonan, because it replaced the city’s community bus service in the area 

in 2013. It had not been financially viable to run community buses in such a depopulated area 

with an even more decreasing population (Transport Policy Officer). There was also a school 

bus service between a new housing development built 10 years ago and a primary school in 

Shonan, but the service was abolished, and children now have to walk a long distance 

between home and school (Community Taxi Driver). The decline in the population in Shonan 

is illustrated by the fact that another primary school in Shonan has a single digit number of 

new pupils every year (Community Taxi Driver). The community taxi is a personalised 

community transit service shared with other passengers in the same time slot. It is not a door-

to-door, on-demand taxi service, thus users must get on and off at a ‘taxi stop’ (Community 

Taxi Driver). This use of fixed stops is similar to private micro-transit services (Shaheen and 

Chan 2016). In Shonan, there are more than 440 taxi stops (Figure 5) and each resident 

should have a stop within 50m from their home; and railway stations, medical clinics, shops, 

hairdressers, community centres and schools all have taxi stops (Transport Policy Officer). 

The driver also uses his own discretion, helping passengers to their doorsteps if necessary 

(Community Taxi Driver).  
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The shared mobility service providers’ experience 

Community Wagon 

This is a fairly conventional fixed route shared mobility service which experiences the usual 

problems of frequency and load. As can be seen in Table 2, the community wagon runs only 

a few times a day per route. Although there is demand for more frequent or earlier/later 

services, the reality is that those wagons sometimes run with only one or two people, 

especially during the day and in the very last service of the day (Community Wagon Drivers 

1 and 4). To be a financially viable service, timetabling needs to be closely monitored. 

 

Community taxi 

Despite appearances, this route sharing service embodies some innovative features. There are 

two significant aspects of this. The first is that booking is made by telephone up to an hour 

prior to use, except for use after medical appointments, of which end-time is unpredictable 

(Community Taxi Driver). At first glance, the service looks rather old-fashioned. However, it 

is not. It uses an Artificial Intelligence (AI) solution to optimise the efficiency of the service 

and operation. AI, for instance, calculates and proposes efficient routes and timing regarding 

passenger pick-up and drop-off points, as well as traffic conditions on route such as 

congestion (Figure 6). This technology was developed by a team of the University of Tokyo 

engineers in the backdrop of many community transport services being not financially viable, 

and is currently trialled in over 40 cities, towns and villages in Japan (University of Tokyo 

Hiekata Lab website, 2 March 2021). The focus of this service is not on the ‘line’ (routes), 

but the ‘area’. There is a similar study in rural Germany on ‘ride-pooling’, which combines 

several passenger bookings in one vehicle, using algorithms (Sorensen et al. 2021). Kashiwa 

City sees this type of technology as a solution to mobility in a rural and remote district and 

uses its social welfare budget to subsidy the service operator (Transport Policy Officer). For 
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Kashiwa’s service, the customer interface remains conventional, despite the fact it uses 

advanced technology that could easily make booking via mobile devices or computers; and 

this works well with older residents.  

The second aspect is that people are not used to sharing a passenger car in Japan. 

Sharing a taxi has been strictly regulated; and although this community taxi service is not a 

so-called taxi service, its use of saloon cars emulates a normal taxi. In the face of rapid 

ageing and depopulation, the Ministry of Land, Infrastructure, Transport and Tourism (2019) 

now plans to promote community mobility to support people’s everyday lives using shared 

taxi services (Federation of Hire-Taxi Association, 2018). Kashiwa City’s community taxi 

service illustrates this effort of the national government. However, the Ministry’s ([online]) 

recent taxi-sharing trial has identified that anxiety about fellow passengers, especially among 

women (due to perceived risk; e.g. Deniz 2016), is an imminent issue. This presents a 

challenge to those saloon car-based community transport services (but not ones using micro 

buses). Sharing a passenger ride is still relatively new (Shaheen and Chan 2016). Kashiwa’s 

innovative mobility service sees only 1.2 people sharing the ride (see Table 1). Still, literature 

(Kim and Ulfarsson 2004) shows that older people are more likely to share a ride with others 

when chaining trips, going on errands, or going to a medical appointment; and Kashiwa’s 

new transport service is expected to work for its older populations.  

The community taxi is usually fully booked, and it often needs the second car. The 

difficulty is, however, that this is the city’s service commissioned to, and operated by, a local 

taxi company that has their own taxi business. There needs a good balance between such a 

service and a normal business (Community Taxi Driver). The key is to increase the number 

of passengers in one vehicle: the ‘share rate’. As mentioned earlier, however, this system 

itself contributes to the reduction in CO2 emissions from passenger vehicles. (In Japan, Uber-
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like services have only recently been approved by the government and there are no such 

services in Kashiwa.) 

 

  The users’ perspective 

To understand how these two mobility services are perceived and experiences by users, we 

conducted an ethnography on the vehicles. Our analysis of passenger voices has identified the 

following five themes: means of mobility and physical conditions; purposes of use; the sense 

of safety and trust; use of a taxi, cost and independence; and the service area. 

       

Means of mobility and physical conditions 

The majority of the users of both transport services are older people, female in particular. As 

literature (e.g. Smith 2001) suggests, problems with, or difficulty in, walking is a much 

spoken subject. Even for those who are able to walk without any aides, it takes them long 

(20-30 minutes) to reach a nearest city bus stop or a destination such as a medical clinic. A 

hot weather is also an issue, as discussed above. A female passenger said that she usually 

walked but decided to take a community wagon because it was a hot day. We also saw a few 

younger people use the community wagon on rainy days. They usually cycle to a railway 

station but find the community wagon convenient when it is raining. Carrying heavy things is 

the same. The community wagon helps people live their daily lives more easily. Indeed, those 

passengers know well the routes and timetables of the wagon services, such as where to get 

on/off, where to change to another service, and what time. This kind of knowledge is an 

important part of the practice of mobility, without which the practice will not maintained. 

Ease of going out is indeed an important issue. With little access to mobility, older 

people can lose an opportunity for social interactions and get isolated (Putnam 2000). Indeed, 

many passengers mentioned having no other means of mobility. A bicycle is a common 
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means of mobility, but as people age they find riding a bicycle physically hard and also 

frightening. The city is generally hilly, and this presents problems. It is hard to cycle up in the 

hill even for younger people. Another salient factor is that many people have given up their 

driving licences because of a decline in their physical abilities, as discussed by Smith (2001) 

and other authors. Some have given up their licence because of these community transport 

services, saying ‘without this community wagon, I could not have given up my driving 

licence.’ For many people, these community transport services are the means of mobility and 

the only way for them to go out and about. This is indeed a positive outcome of promoting 

community transport in the context of declining mass transit services and does contribute to a 

reduction in GHG emissions from transport, addressing the first and second key issues in 

sustainable mobility. 

 

Purposes of use 

Many passengers in Shonan use both services. Our analysis has, however, identified some 

differences in use purposes between the two services. The community taxi, which operates 

within the area of Shonan, was mostly used to get to a destination, e.g. medical clinics, hair 

salons, supermarkets, and various community centres for hobbies and leisure activities. Some 

people use this service to visit a parent or a partner in a care home: it is particularly 

convenient when they have many things to carry such as laundry. Others use the community 

taxi because of their recent physical conditions: these passengers have difficulties in walking 

or driving a car since their hip or knee operations or an injury. Shonan is a large rural area 

and people’s destinations are dispersed. This mode of transport provides residents with means 

of mobility to support their daily activities. Thus, the practice of mobility entails meaning 

such as convenience and being close to family.  
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The community wagon, on the other hand, is used mainly for two purposes. The first 

is to visit facilities on the services routes such as community centres, sports facilities and care 

homes. Users do activities and attend events held in those facilities. The second is as ‘first- 

and last-mile transit’: i.e. to go to railway stations, or the city hall or community centres to 

catch conventional buses. Once people get to a railway station or a city bus stop, it is easy for 

them to go to Kashiwa city centre, Tokyo, or other destinations. This service goes into 

narrow roads in the residential areas of Nambu, where conventional buses do not operate. 

People find it convenient to take the community wagon to get from their neighbourhoods to 

various transit points, including a railway station on the north end of the area (Sakasai 

Station). It is clear that this mode of community transport plays an important role as micro-

transit in people’s daily lives. Infrastructure such as the wagon services’ routes and users’ 

knowledge about the routes and timetable plays a salient part of keeping the practice of 

mobility.  

The community wagon also runs in the Shonan area and goes to Sakasai Station, but 

there are fewer users. This may be due to the large size of the area and thus the wagon often 

gets delayed (Community Wagon Driver 2) and also to the community taxi service operating 

in parallel. This shows that a practice of mobility is maintained on the basis of the transport 

service itself (reliability, frequency), knowledge of the service (routes, timetables) and 

meaning attached (convenience).  

Our passengers use the community transport services and actively take another mode 

of transport. In fact, they do not mind transferring between different transport modes, unlike 

literature suggests (e.g. Nitta 1998). From the practice theory viewpoint, this requires a 

knowledge of different services, and their routes and timing, so that a transfer from a 

community transport service to a mainline railway service goes smoothly. Surely, completing 

a single journey without transfer would be ideal for anyone, but using a community transport 
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service to the transport hub may be as good as it can be, and will have a positive impact on 

reducing GHG emissions (the first key issue in sustainable mobility). 

 

The sense of safety and trust 

A sense of safety is often mentioned on both modes of transport. Older people, those with 

mobility difficulties, and children can feel safe in the community transport services. We met 

a primary school pupil who was going to an after-school academy in a neighbouring town. 

The community taxi driver picked him up at the school and took him to a railway station, 

from which he was taking a train. Clearly, it is a safe mode of transport for parents when then 

cannot do a school run themselves.  

The community taxi seems particularly suitable when a passenger has physical 

disabilities. We shared the ride with a disabled user and her carer when they went shopping to 

a large shopping mall; we then saw them again when they finished shopping. The community 

taxi service is a replacement of a community bus, as described earlier, and is therefore 

regarded as a ‘bus’ (transport policy officer), hence people being picked up and dropped at 

taxi stops. However, the driver does use his discretion. This passenger used a walking frame, 

with her carer supporting her climb up the stairs, and the driver carried the shopping. It is this 

sense of trust that users cherish. People like to feel that they are in the safe hands of the 

community transport driver. Older and/or disabled passengers are vulnerable road users: they 

can be slow getting on and off the vehicle, they may require a physical help. The drivers 

know regular users and their conditions. This makes the ride more attractive and helps those 

vulnerable users feel like going out. From the sustainability viewpoint, the wellbeing of all 

residents is a salient factor. Community transport runs on a small scale. This is why people – 

old and young – trust the service. As one of the passengers put it, it feels safe, and the sense 

of safety and trust is another meaning attached to the practice of mobility. This also addresses 
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the third key issue of sustainable mobility: to improve the wellness of the user as a ‘co-

benefit’ of achieving environmental sustainability.  

 

Use of a taxi, cost and independence 

The ways in which people got around before the community taxi service started is another 

subject that passengers talked of and use of a conventional taxi was frequently mentioned. A 

normal taxi ride from Shonan Zone B to Sakasai Railway Station, one of the nearest railway 

stations, for instance, will cost about twice as much (c.£7) compared to the community taxi. 

A return journey will be about £14, and it is a financial burden (Schmocker et al. 2008). 

Some passengers try to schedule their movements according to the community wagon 

timetable to make travel expenses even less.  

Indeed, independence holds a significant meaning to older people’s everyday lives 

(Su et al. 2009). Some did say that they wanted to take care of themselves, suggesting 

independence is important. An ability to go out without relying on family members or friends 

to drop them or pick them up has an impact on their self-esteem. Many expressed 

awkwardness of always having to ask family members for a lift, recognising they are working 

during the day or having their own lives. And yet, taking a taxi is costly. The community 

transport services can therefore help the mobility of those who are less capable of walking 

and unable to cycle or drive but are still healthy enough to go out on their own (Community 

Wagon Driver 3). As in the case of a sense of safely, independence is another aspect of the 

meaning attached to the practice of mobility and is a large part of people’s wellbeing. Again, 

the third key issue in sustainable mobility to ensure ‘co-benefits’ of environmental 

sustainability is well served. 
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The service area 

In relation to the above point, many passengers requested the service areas to be expanded to 

all areas within Kashiwa City and also beyond the city’s administrative boundary. Several 

passengers use the transport to go to a large private hospital situated within the boundary of 

the city, but the community wagon, covering public facilities, only go to the point which is 10 

minutes to the private hospital on foot. Some wants to go to railway stations outside the city.  

Goko Station is, for example, located in the neighbouring Kamagaya City but serves the 

Nambu area of Kashiwa City. It is on a different railway line and is more convenient to get to 

Tokyo (Community Wagon Driver 4). However, the community transport cannot go beyond 

the city’s boundary, being an initiative of Kashiwa City Office. As a result, people use the 

community transport as micro transit: taking the community wagon to a community centre 

and change to a conventional bus. Similarly, some users take the community taxi to a large 

shopping mall and from there take the shopping mall’s ‘free bus’ to a railway station in the 

neighbouring Abiko City. This is indeed based on user competence to combine hub and 

point-to-point mobility. 

Overall, people appreciate their accessibility to the city’s community transport 

services. Their perception and experience of these services show that lower fares, 

convenience, proximity to the pick-up points and destinations (i.e. they do not have to walk 

far to get the transport), independence, safety, and kindness and friendliness of the drivers, all 

contribute to the maintaining of the practice of mobility and of the level of their quality of 

life. One of the community drivers we interviewed (Community Driver 2) explicitly said that 

he would like to learn the operation of community transport in Kashiwa and eventually take it 

to his native Ibaraki, a neighbouring district.  
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Discussion and Conclusion  

This study investigated the perspective and experience of Kashiwa City’s sustainable 

mobility services users. Earlier, we discussed the three key areas that sustainable mobility 

should focus on: (1) carbon emissions reduction, (2) promoting ‘new’ community transport 

service, and (3) improving people’s wellbeing and quality of life as ‘co-benefits’. These are 

necessary factors to achieve successful sustainable mobility in Japan, and we have found 

Kashiwa City’s new mobility services do encourage the residents to use its community 

transport services more and to use private cars less. This directly contributes to carbon 

reduction from the transport sector (1 and 2 above), but we have also seen other benefits in 

relation to health and wellbeing of the residents (3 above). 

Our analysis of the practice of mobility (with three elements:  

(technology/infrastructure, competence/knowledge/skilfulness, and meaning) has investigated 

not only the transport services themselves, but also ‘before and after experiences’  of the 

service users, such as the knowledge about the routes and timing for transfer, and meaning 

they attach to the services, showing that they use the community wagon for visiting public 

facilities for leisure and other purposes and also as first- and last-mile transit. This 

corresponds to two of the three key issues of sustainable mobility. Firstly, this type of 

community transport services as ‘alternative’ transport, covering first- and last-mile 

connections with affordable fares. As a kind of ‘public’ service, not private cars, it will help 

reduce carbon emission from transport. From the in-situ conversation we had with the 

passengers, it was clear that the city’s community transport has helped them shift from 

private car use. Secondly, it also makes it easy for residents to go to (air-conditioned) 

community centres and other public facilities. This can help not only to reduce heatstroke, 

but also to improve residents’ general wellbeing. This point on wellness was greatly 

emphasised in the interviews.  
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The community taxi is well used. The traditional telephone booking system has 

proven to be greatly popular; this is an important part in their practice of mobility. The over 

440 taxi stops are, however, not necessarily situated right next to user’s homes or 

destinations. Though located much closer compared to conventional bus stops, and yet, the 

distance to a nearest taxi stop makes it difficult for vulnerable users to utilise the service. This 

highlights the fact that it is not a door-to-door taxi service, indicating that more effort is 

needed to make the new community transport service utilised further. Another and related 

issue is the share rate. The current share rate of the community taxi is low because of the 

anxiety about co-passengers (Ministry of Infrastructure, Land, Transport and Tourism 2018), 

and it is important to explore ways to make it higher. Although a shift from private car to 

community transport use that we have witnessed will prevent carbon emissions from further 

increasing, more effort to increase the share rate is required to make Kashiwa’s mobility 

service more sustainable.  

We have also found that Kashiwa’s community transport services do offer its 

residents the means of mobility. First, the community wagon is a solution to provide the 

transport service for residents living in the ‘non-vehicle’ areas. In Nambu, the residential 

zones were developed before private car ownership became a norm: many houses have no 

parking space. The area is built-in and streets are narrow. Residents, who moved in the area 

as commuters in their 30s and 40s and had no problem walking, are now in need of a mobility 

service. Second, some residents in both areas have given up not only driving a car, but also 

riding a bicycle due to a reduction of physical functions, and this is a reason for their use of 

the community wagon and taxi. Conventional taxis are useful when there are physical issues, 

and yet, the fares are high. People often cannot afford regular taxi rides. Kashiwa’s 

community wagon and the community taxi would offer a ‘mid-way’ solution to those who 

frequently go out but need transport services. The need for transport services in the 
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sustainable mobility paradigm is clear, and the promotion of area- or community-based 

mobility services should be even more encouraged. By operating in the sustainable mobility 

paradigm, use of private cars and commercial taxis can be reduced and thus a reduction of 

carbon emission from transport can be achieved. We further contend that such a sustainable 

mobility paradigm embraces the agenda of improving people’s quality of life. By creating 

environmentally friendly transport system, Kashiwa City is tackling the welfare of its 

residents, especially vulnerable people: its community mobility services provide the ‘legs’ for 

its residents, as they say. 

The problem with both the community wagon and community taxi is, however, that 

the routes and stops are limited to the area defined by the city. They are not the settings 

considering users’ convenience. It could be due to the community transport operators’ 

business, as well as to the municipal boundaries. Even so, we often heard requests and wishes 

for connections and transits for the large general hospital (within the city) and neighbouring 

railway stations (outside the city). Boundaries set by the city do not fully serve the purposes 

of ‘going out’ from the user’s perspective. 

 Our ethnographic study and interviews with a range of stakeholders have revealed 

the importance of community transit services and how such services are used and 

experienced by users in practice, highlighting issues in achieving successful community 

sharing mobility. Our focus on the practice of mobility shows that there remain significant 

challenges in designing a demand-led system to effectively match user requirements, with 

underutilised capacity in fixed routes, and excess demand in flexible services. The different 

services tend to specialise in different journey types – fixed route for visits to public 

facilities, mass transit connectivity, and flexible for point-to-point destinations. A particular 

issue is acceptability of ride sharing of the community taxi. We propose a few potential 

solutions for these issues. Firstly, for underutilised capacity of fixed-route wagon services, 
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the extension of the service area beyond administrative boundaries would be highly likely to 

increase the usage. Various services, such as railway companies, bus companies, and 

neighbouring local authorities, cannot be ‘silos’: coordination among the existing businesses 

and services is surely necessary, and good planning between them could reduce the 

operational responsibility of the city. It is clear that routinisation requires more extensive 

infrastructure, one of the three elements of the practice of mobility. Secondly, for excess 

demand in the community taxi, a cultural change in the perception of sharing is needed. For 

this, not using a sedan car may help. In Japan, people are not used to sharing a taxi. By 

changing the shape of the car from a sedan to a slightly bigger vehicle (e.g. an electric 

London-taxi style car or a vehicle with rear-passenger-side doors opening backwards) may 

help change passenger perception of the service, to change one of the three elements 

(object/technology) of the practice of mobility, leading also to the change in meaning. Lastly, 

choice over a community taxi or a fixed-route wagon benefits the user. They can be 

combined depending on the purpose of the ride (as last-mile transit or to get to a destination). 

Here, new 'skilfulness', one of the elements of the practice of mobility, is essential on users’ 

part to blend hub and point-to-point mobility. 

This study provides lessons to promote socially inclusive and environmentally 

sustainable mobility. To achieve a significant reduction in carbon emission from transport 

and thus to increase the use of community transit services, more attention to these social 

practices should be paid. Finally, policy does have a significant role to play in supporting and 

improving regional and localised mobility systems to increase residents’ access to travel and 

to improve their quality of life.  

 

[Main text: 7,635 words] 

 

his is an accepted manuscript of an article published by Taylor & Francis in Environmental Sociology, available online at  
https://www.tandfonline.com/doi/full/10.1080/23251042.2021.2002000. It is not the copy of record. Copyright © 2021, The Authors.



27 

 

Acknowledgement 

This research was performed by the Environment Research and Technology Development Fund (S16-

2(1) JPMEERF16S11605) of the Environmental Restoration and Conservation Agency of Japan. Our 

thanks go to all the interviewees, Kashiwa City policy officers, service operators and their drivers, and 

service users, without whom we could not have carried out this research. 

 

  

his is an accepted manuscript of an article published by Taylor & Francis in Environmental Sociology, available online at  
https://www.tandfonline.com/doi/full/10.1080/23251042.2021.2002000. It is not the copy of record. Copyright © 2021, The Authors.



28 

 

References 

Ando, K., K. Kimura, T. Suzuki and T. Hino. 2014. “Diversification of behaviour and effect 

on QOL of aged people due to inexpensive of bus fare.” Journal of Japan Society of Civil 

Engineers, Ser. D3 (Infrastructure Planning and Management). 70: 5, I_579-I_587. 

https://doi.org/10.2208/jscejipm.70.I_579 

Aoyagi, M. 2021. ”The impact of the Fukushima accident on nuclear power policy in Japan.” 

Nature Energy, 6: 326–328. https://doi.org/10.1038/s41560-021-00818-5 

Banister, D. 2008. “The sustainable mobility paradigm.” Transport Policy 15: 73-80. 

https://doi.org/10.1016/j.tranpol.2007.10.005 

Bissell, D. 2018. Transit Life: How Commuting Is Transforming Our Cities. Cambridge, MA: 

MIT Press. 

Bruner, J. 1991. "The Narrative Construction of Reality." Critical Inquiry 18 (1): 1–21. 

https://www.journals.uchicago.edu/doi/pdf/10.1086/448619 

Cabinet Office (2018) Ageing Society White Paper. 

https://www8.cao.go.jp/kourei/whitepaper/w-2018/zenbun/30pdf_index.html 

Chandra, S., M. E. Bari, P. C. E. Devarasetty, and S. Vadali. 2013. “Accessibility evaluations 

of feeder transit services.” Transportation Research Part A: Policy and Practice 52: 47-

63. 

Daniels, R. and C. Mulley. 2013. “Explaining walking distance to public transport: the 

dominance of public transport supply.” Journal of Transport and Land Use 6 (2): 5-20. 

https://doi.org/10.5198/jtlu.v6i2.308 

Deniz, D. 2016. “Effects of perceived safety on women mobility habits for sustainable public 

transportation.” American International Journal of Social Science 5 (4): 85-93. 

https://www.aijssnet.com/journals/Vol_5_No_4_August_2016/9.pdf 

Dickinson, J. 2014. “Making space for India in post-apartheid South Africa: narrating 

diasporic subjectivities through classical song and dance.” Emotion, Space and Society 13: 

32-39. 

Do Carmo, R. M., S. Santos, and D. Ferreira. 2017. “’Unequal Mobilities’ in the Lisbon 

Metropolitan area: daily travel choices and private car use.” Finisterra Revista Portuguesa 

de Geografia 52 (106): 29-49. https://doi.org/10.18055/Finis10102 

his is an accepted manuscript of an article published by Taylor & Francis in Environmental Sociology, available online at  
https://www.tandfonline.com/doi/full/10.1080/23251042.2021.2002000. It is not the copy of record. Copyright © 2021, The Authors.

https://doi.org/10.2208/jscejipm.70.I_579
https://doi.org/10.1038/s41560-021-00818-5
https://doi.org/10.1016/j.tranpol.2007.10.005
https://www.journals.uchicago.edu/doi/pdf/10.1086/448619
https://www8.cao.go.jp/kourei/whitepaper/w-2018/zenbun/30pdf_index.html
https://doi.org/10.5198/jtlu.v6i2.308
https://www.aijssnet.com/journals/Vol_5_No_4_August_2016/9.pdf
https://doi.org/10.18055/Finis10102


29 

 

Federation of Hire-Taxi Associations. 2018. Initiatives of the Hire-Taxi Sector towards on 

Community Transport. Ministry of Land, Infrastructure, Transport and Tourism.  

http://www.mlit.go.jp/common/001263310.pdf 

Flamm, B. and C. Rivasplata. 2014. Perceptions of Bicycle-friendly Policy Impacts on 

Accessibility to Transit Services: The First and Last Mile Bridge. MTI Report 12-10, 

Mineta Transportation Institute Publications, San Jose State University. 

https://transweb.sjsu.edu/sites/default/files/1104-bicycle-policy-transit-accessibility-first-

last-mile.pdf 

Hannam, K., M. Sheller, and J. Urry. 2006. “Editorial: mobilities, immobilities and 

moorings.” Mobilities 1 (1): 1-22. https://doi.org/10.1080/17450100500489189 

Kamiya, T. and K. Sasaki. 2012. “A study on the effectiveness of interview survey of elderly 

people for improving community bus in mountains area.” Journal of Japan Society of 

Civil Engineers, Ser. D3 (Infrastructure Planning and Management). 68: 5, I_1341-

I_1348. https://doi.org/10.2208/jscejipm.68.I_1341 

Kashiwa City. 2008. Kashiwa City Global Warming Tackling Plan (2nd term). 

http://www.city.kashiwa.lg.jp/soshiki/080500/p016418_d/fil/03.pdf 

Kashiwa City. 2010. Kashiwa City Comprehensive Transport Plans. 

http://www.city.kashiwa.lg.jp/soshiki/140700/p005636_d/fil/gaiyo.pdf 

Kashiwa City. 2011. Kashiwa City Urban and Regional Comprehensive Transport Strategy. 

http://www.city.kashiwa.lg.jp/soshiki/140700/p005636_d/fil/koutsuusennryaku.pdf 

Kim, S. and G. Ulfarsson. 2004. “The travel mode choice of the elderly: effects of personal, 

household, neighbourhood, and trip characteristics.” Paper presented at the Annual 

Meeting of the Transportation Research Board, Washington D.C., January 11-15. 

https://doi.org/10.3141%2F1894-13 

Li, X. and L. Quadrifoglio, L. 2010. “Feeder transit services: choosing between fixed and 

demand responsive policy.” Transportation Research Part C: Emerging Technologies 18 

(5): 770-780. https://doi.org/10.1016/j.trc.2009.05.015 

Ministry of Health, Labour and Welfare. 2018. 

https://www.mhlw.go.jp/toukei/saikin/hw/jinkou/tokusyu/necchusho17/dl/nenrei.pdf 

Ministry of Internal Affairs and Communications. White Paper. 

http://www.soumu.go.jp/johotsusintokei/whitepaper/ja/h30/html/nd142110.html 

his is an accepted manuscript of an article published by Taylor & Francis in Environmental Sociology, available online at  
https://www.tandfonline.com/doi/full/10.1080/23251042.2021.2002000. It is not the copy of record. Copyright © 2021, The Authors.

http://www.mlit.go.jp/common/001263310.pdf
https://transweb.sjsu.edu/sites/default/files/1104-bicycle-policy-transit-accessibility-first-last-mile.pdf
https://transweb.sjsu.edu/sites/default/files/1104-bicycle-policy-transit-accessibility-first-last-mile.pdf
https://doi.org/10.1080/17450100500489189
https://doi.org/10.2208/jscejipm.68.I_1341
http://www.city.kashiwa.lg.jp/soshiki/080500/p016418_d/fil/03.pdf
http://www.city.kashiwa.lg.jp/soshiki/140700/p005636_d/fil/gaiyo.pdf
http://www.city.kashiwa.lg.jp/soshiki/140700/p005636_d/fil/koutsuusennryaku.pdf
https://doi.org/10.3141%2F1894-13
https://doi.org/10.1016/j.trc.2009.05.015
https://www.mhlw.go.jp/toukei/saikin/hw/jinkou/tokusyu/necchusho17/dl/nenrei.pdf
http://www.soumu.go.jp/johotsusintokei/whitepaper/ja/h30/html/nd142110.html


30 

 

Ministry of Land, Infrastructure, Transport and Tourism. 2013. Basic Transport Policy. 

https://www.mlit.go.jp/common/001069407.pdf 

Ministry of Land, Infrastructure, Transport and Tourism. 2018. Accessed on 3 March 2021. 

http://www.mlit.go.jp/report/press/jidosha03_hh_000288.html 

Ministry of Land, Infrastructure, Transport and Tourism. 2019. Regulatory Reform Plan. 

https://www8.cao.go.jp/kisei-

kaikaku/suishin/meeting/committee/20190320/190320honkaigi01.pdf  

Ministry of Land, Infrastructure, Transport and Tourism in Japan. 2020. White Paper. 

https://www.mlit.go.jp/hakusyo/mlit/r01/hakusho/r02/pdfindex.html 

Ministry of Land, Infrastructure, Transport and Tourism in Japan. 2021. A Guide to the 

Introduction and Use of Green Slow Mobility. 

https://www.mlit.go.jp/sogoseisaku/environment/content/001405966.pdf 

Mitsuyasu, A., IIchikawa,H., Tamura, Y., Hasegawa M., Suda, M., Horiguchi, R., Iijima, M., 

Hanabusa, H., Yoshimura, M., Sasaki, S., Yorozu, S., Ono, S., Oguchi T., Ikeuchi. K., 

2013. “A preliminary survey for development of regional transport information feedback 

systems: promoting eco-friendly traffic behavior by raising awareness behavior.” Seisan 

Kenkyu (Journal of Institute of Industrial Science, the University of Tokyo). 65: 2, 117-

122. https://doi.org/10.11188/seisankenkyu.65.117 

National Institute for Environmental Studies GHG Emissions Inventory Office. 2021. 

National Greenhouse Gas Inventory Report of JAPAN. 

https://www.nies.go.jp/gio/en/archive/nir/jqjm1000000x4o9j-att/NIR-JPN-2021-

v3.0_GIOweb.pdf 

Nitta, Y. and G. Do. 1998. “Transportation mode change model to special bus incorporating 

generalized time”, Proceedings of the 8th International Conference on Transport and 

Mobility for Elderly and Disabled People, Perth, September 21, 619-631. 

Putnam, R. 2000. Bowling Alone. New York: Simon and Schuster. 

Raghunathan, A. U., D. Bergman, J. Hooker, T. Serra, and S. Kobori. 2018. “The integrated 

last-mile transportation problem”, Proceedings of the 28th International Conference on 

Automated Planning and Scheduling, 24-29 June, 388-397. 

Shaheen, S. and N. Chan. 2016. “Mobility and the sharing economy: potential to facilitate the 

first- and last-mile public transit connections.” Built Environment 42 (4): 573-588. 

https://doi.org/10.2148/benv.42.4.573 

his is an accepted manuscript of an article published by Taylor & Francis in Environmental Sociology, available online at  
https://www.tandfonline.com/doi/full/10.1080/23251042.2021.2002000. It is not the copy of record. Copyright © 2021, The Authors.

https://www.mlit.go.jp/common/001069407.pdf
http://www.mlit.go.jp/report/press/jidosha03_hh_000288.html
https://www8.cao.go.jp/kisei-kaikaku/suishin/meeting/committee/20190320/190320honkaigi01.pdf
https://www8.cao.go.jp/kisei-kaikaku/suishin/meeting/committee/20190320/190320honkaigi01.pdf
https://www.mlit.go.jp/hakusyo/mlit/r01/hakusho/r02/pdfindex.html
https://www.mlit.go.jp/sogoseisaku/environment/content/001405966.pdf
https://doi.org/10.11188/seisankenkyu.65.117
https://www.nies.go.jp/gio/en/archive/nir/jqjm1000000x4o9j-att/NIR-JPN-2021-v3.0_GIOweb.pdf
https://www.nies.go.jp/gio/en/archive/nir/jqjm1000000x4o9j-att/NIR-JPN-2021-v3.0_GIOweb.pdf
https://doi.org/10.2148/benv.42.4.573


31 

 

Schmocker, J-D., M. A. Quddus, R. B. Noland, and M. G. H. Bell. 2008. “Mode choice of 

older and disabled people: a case study of shopping trips in London.” Journal of Transport 

Geography 16 (4): 257-267. https://doi.org/10.1016/j.jtrangeo.2007.07.002 

Shibayama, T. and G. Emberger. 2020. “New mobility services: Taxonomy, innovation and 

the role of ICTs.” Transport Policy 98: 79–90. 

https://doi.org/10.1016/j.tranpol.2020.05.024 

Shove, E., Pantzar, M. and Watson, M. 2012. The Dynamics of Social Practices: Everyday 

Life and How It Changes. London: Sage. 

Sorensen, L., A. Bossert, J-P. Jokinen, and J. Schluter. 2021. “How much flexibility does 

rural public transport need? – Implications from a fully flexible DRT system.” Transport 

Policy 100: 5-20. https://doi.org/10.1016/j.tranpol.2020.09.005 

Smith, J. 2001. “Transport policies for the elderly.” Geography 86 (1): 81-83. 

Su, F., J-D. Schmocker, and M. G. H. Bell. 2009. “Mode choice of older people before and 

after shopping: a study with London data.” Journal of Transport and Land Use 2 (1): 29-

46. https://doi.org/10.5198/jtlu.v2i1.69 

Sun, B., M. Wei, and S. Zhu. 2018. “Optimal design of demand-responsive feeder transit 

services with passengers’ multiple time windows and satisfaction.” Future Internet 10: 30-

44. https://doi.org/10.3390/fi10030030 

Urry, J. 2002. “Mobility and Proximity.” Sociology 36 (2): 255-274. 

https://doi.org/10.1177%2F0038038502036002002 

Urry, J. 2007. Mobilities. Cambridge: Polity Press. 

Yamamoto, K., H. Usui, and T. Asami. 2013. “Location of the hail-and-ride bus sections to 

minimize total travel time –-Application to Mitakedai line in Yokohama, Aoba Ward.”  

Journal of the City Planning Institute of Japan 54: 3, 688-695. 

https://doi.org/10.11361/journalcpij.54.688 

 

 

 

  

his is an accepted manuscript of an article published by Taylor & Francis in Environmental Sociology, available online at  
https://www.tandfonline.com/doi/full/10.1080/23251042.2021.2002000. It is not the copy of record. Copyright © 2021, The Authors.

https://doi.org/10.1016/j.jtrangeo.2007.07.002
https://doi.org/10.1016/j.tranpol.2020.05.024
https://doi.org/10.1016/j.tranpol.2020.09.005
https://doi.org/10.5198/jtlu.v2i1.69
https://doi.org/10.3390/fi10030030
https://doi.org/10.1177%2F0038038502036002002
https://doi.org/10.11361/journalcpij.54.688


32 

 

Tables 

Table 1. Interviews 

Table 2. Local Public Transport Services 

 

Table 1. Interviews 

Date Interviewees Research 

19 October 2017 Transport Policy Officer, Kashiwa 

City 

Interview (1 hour at 

Kashiwa City Office) 

19 October 2017 Environment Policy Officer, 

Kashiwa City 

Interview (1 hour at 

Kashiwa City Office) 

23/27 October 

2017 

Transport Policy Officer, Kashiwa 

City 

Follow-up email interview 

18 April 2018 Transport Policy Officer, Kashiwa 

City 

Pre-fieldwork meeting (1 

hour at Kashiwa City 

Office)  

20 April 2018 CEO, Someya Transport (for the 

Community Wagon service) 

Interview (1 hour at the 

company office) 

25 April 2018 Director, Shonan Taxi (for the 

Community Taxi service) 

Interview (1 hour at the 

company office) 

25/26 April 2018 Community Taxi Driver On-transit interview 

25 April 2018 Community Wagon Driver 1 Interview (15 mins. during 

the break) 

25/26 April 2018 Community Taxi Passengers On-transit interview (9am-

2pm in the taxi) 

26 April 2018 Community Wagon Driver 2 On-transit interview (When 

no passengers onboard) 

27 April 2018 Community Wagon Driver 3 On-transit interview (When 

non passengers onboard) 

28 April 2018 Community Wagon Driver 4 On-transit interview 

25-28 April 2018 Community Wagon Passengers On-transit interview (7am-

6pm) 
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Table 2. Local Public Transport Services  

 Community Wagon  Community Taxi 

Image  

 

 

 

 

 

Routes 7 fixed routes (4 in Nambu, 3 in 

Shonan); 2-3 services a day on 

each route. 

Flexible with 440+ stops only in 

Shonan (within 50m from residents’ 

homes). 

Vehicle used Station wagons Saloon cars 

Capacity 9 3-4 

Fare 200 yen (c.£1.38). 

100 yen (c.£0.70) for children 

and those with disability 

certificate 

300 yen (zone A), 500 yen (zone B) 

(c.£2.10/£3.50). 

[cf. normal taxi fares in Zone B: 

c.1,000 yen (c.£7)] 

Booking Not needed; just wait at a bus 

stop. 

Booking to be made in advance (up 

to an hour) by telephone; must 

register as a member. 

Frequency 7 per day 

Every day except 29 Dec.-3 Jan. 

On-demand 

Monday – Saturday 

Number of 

users 

9,315 people in 2015 

On average, 26 passengers a 

day; 3.72 passengers per car. 

4,513 people in 2016 

(3,601 in 2015 / 2,259 in 2014) 

On average, shared by 1.2 people. 

Operator Someya Transport Ltd.  Shonan Taxi Ltd.  

Drivers 5 drivers driving different routes 

in turn. 

1 exclusive driver (in his 70s, retired 

from a private taxi company), plus 

another helping when busy. 

 

(Sources: Interviews with Kashiwa City’s transport and environment departments; Kashiwa 

City Official Website, 10 April 2019; Interviews with the service providers and transit 

drivers; photos by authors.) 
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Figures  

Figure 1. Kashiwa City 

Figure 2. Minami Masuo and Minami Sakasai (Nambu), Kashiwa City 

Figure 3. Shonan, Kashiwa City 

Figure 4. A city bus stop with timetable, Shonan 

Figure 5. Community Taxi Stops Signs 

Figure 6. Driver Tablet Display Operated by Artificial Intelligence 

 

Figure 1. Kashiwa City 

 

[ JR Kashiwa station;  Tobu Line stations]  (source: Google Map) 

 

Figure 2. Minami Masuo and Minami Sakasai (Nambu), Kashiwa City 

 

(source: Google Map) 
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Figure 3. Shonan, Kashiwa City 

 

(source: Google Map) 

 

Figure 4. A city bus stop with timetable, Shonan 

 

(photo by authors)  

 

Figure 5. Community Taxi Stops Signs 

    

(Photos by authors) 
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Figure 6. Driver Tablet Display Operated by Artificial Intelligence 

 

(photo by authors) 
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