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Non-profit community-based car-sharing: 

expectations, interests, concerns and perceived 

challenges by different stakeholders 

Abstract 

In this paper, as a case study of non-profit community-based car-sharing and transfer service 

that has been organized since 2011 in a mid-sized city in Japan, we present the results of our 

accompanying research to analyze various interests, expectations, concerns, future 

challenges, and so on from different points of view. This non-profit community-based car-

sharing and transfer service was launched as a voluntary initiative to support the victims of the 

2011 earthquake that hit the northeastern part of Japan, while gradually it has got organized 

to form more structured and self-sustaining service. Experiences by the operator show that 

various stakeholders perceives different interests and expectations as well as concerns, while 

there have been no research onto it in detail as of yet. This paper will be the first of its kind to 

analyze various interests, concerns, expectations and perceived future challenges 

systematically. We combine two different information sources. First part is the meeting 

minutes of the municipal committee dealing with this car-sharing with various stakeholders 

being present. Secondly, as a supplementary material, we carried out an interview with the 

vice mayor. The information obtained from these is analyzed with an analysis framework 

developed for this research with five categories, namely interests, expectations, concerns, 

future challenges and miscellaneous points. 

The analysis result show that the community-based car-sharing receives a great extent of 

interests among various stakeholders, while a serious discussion how to place it within the 

entire transport system is seldom made. There seems a severe lack of future vision about 

public transport and shared forms of transport under given availability of existing public 

transport, high level of car ownership and car-dependency, and the demographic transition 

towards highly aged society. 

Keywords: Car-sharing, community 

 

1. Introduction 

In the course of the disaster recovery and reconstruction process after the earthquake-

tsunami disaster that hit the Eastern part of Japan in March 2011, a small-scale car-sharing 

initiative arose among a variety of volunteer activities there. In its basic form, it is a closed-

group car-sharing: small groups up to c.a. 30 users share one or several car(s), and each car 

is designated for the group members that the car belongs to. It offers an interesting 

combination of car-sharing (time-division sharing of an automobile), ride-sourcing (a volunteer 

driver drives the car instead of the traveler), and ride-sharing (in case more users go to the 

same destination). It started as a bottom-up volunteer activity, and it has been gradually 

formalized to be implemented in several reconstructed public residential estates for the 

inhabitants who lost their houses because of the tsunami. 
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This is to some extent comparable to similar services implemented in some of the European 

countries such as CARUSO Car-sharing in Austria (in terms of small-group feature) and 

Minder Mobielen Centrale in Belgium (“Less Mobile Service“, in terms of volunteer drivers), 

while the implementation context is completely different from them as it started as a support 

for tsunami victims, and particularly for the elderly people among them. Typical motivation for 

car-sharing, ride-sharing and ride-sourcing such as environmental concern, urban spatial 

problems such as parking, IT innovations, and multimodality are less prevalent there, while 

community aspect is more stressed by the organizer.   

In this context, several research questions arise. How is such community-based car-sharing 

considered as a part of the entire local transport system? What is the motivation of the 

municipality to get involved in? What kind of roles does the municipality recognize as its role 

associated to such car-sharing? How are the other traditional transport service providers such 

as bus and railway operators are involved in? Is the connection to the urban development 

considered? What aspects should the municipality take care of in the future? 

To answer these questions, we carried out an analysis of meeting minutes of stakeholder 

meetings organized by the municipality, which is called “municipal panel” or simply “the panel” 

in this paper, at which the municipality’s various departments, the car-sharing provider (a non-

profit organization), external experts such as academics and consultants, and residents 

discussed a wide range of topics associated with car-sharing. 

This paper is structured as follows. In Section 0, the scheme of the community-based car-

sharing that we focus on is summarized. Following this, in Section 0, we summarize our 

analysis methodology. In Sections 0and 0, we present the results of our manual analysis and 

text mining analysis respectively. Finally in Section 0, we conclude the research presented in 

this paper. 

 

2. Community-based car-sharing in Ishinomaki 

2.2 Ishinomaki and tsunami-damages in 2011 

The City of Ishinomaki is located in the northeastern part of the mainland, with an approximate 

distance of 350km from Tokyo on the great circle. The city is located on the Pacific Ocean and 

the urban area spreads across a large river mouth. The historical city center is on the right 

bank of the river, while the left bank has a large concentration of fishing and fish-processing 

industry with one of the largest fishery ports in Japan located there. In the municipality fusions 

in 2005, which was motivated by a national program for it, six surrounding municipalities 

became parts of the city, with much rural characters with a number of rural settlements with 

farming or small-scale fishery as their main industries. 

The earthquake and following tsunami in March 2011 hit the city severely, as the city was 

located in a very near proximity from the epicenter with a distance of approximately 100km, 

and the coastal location was severely affected by the tsunami. The direct damage from the 

earthquake was limited, while the tsunami destroyed the urban area on the coastal plain and 

floodplain of the river severely, as well as a number of small settlements along the 
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mountainous coastline. The city had 3,278 direct fatalities (20.6% of total caused by the 

disaster registered in Japan, same in the brackets hereafter) and 274 related fatalities1 (7.8%) 

are reported, and 425 people are registered as missing (16.6%) as of March 2017. In total, 

76.6% of buildings that existed in the city at the time of the disaster were fully or partially 

destroyed: 20,039 buildings (16.4% of total in Japan, same hereafter) are registered as 

completely broken, 13,048 as half-broken (4.7%), and 23,615 as partially-broken (3.3%). As 

the percentage in relation to the total numbers implies, the city has the largest direct damages 

from the natural disaster among many municipalities along the affected coastline. 

Soon after the disaster, victims were in shelters, which is designated for short-term stays until 

temporary housings, which is similar to container housings, are made ready. Gradually 

temporary housings were made available, and 16,788 people lived in 7,102 temporary 

housings at the peak moment. In addition to this, available municipal and private flats were 

provided also as temporary housings, and at the peak moment 15,482 people lived in 5,808 

this type of temporary housings. The container-like temporary housings were built mostly as 

clusters on a large available grounds that belongs to the City, such as sport fields, school 

grounds, construction grounds reserved for future projects, etc. The residents could choose 

which cluster they would want to live in, but the neighborhood of container-like temporary 

housing practically had to be newly established as it was often the case that residents in near 

proximity in the cluster did not know each other.  

It is also reported that approximately 60,000 automobiles were damaged by the natural 

disaster, which is approximately a half of the registered motorized vehicles in the city. As the 

public transport was also severely damaged, mobility of the survived inhabitants was an 

important issue. Despite the downtrend of the population, the number of vehicles registered in 

the city increases steadily, and as a result the motorization rate increases dramatically form 

509 private vehicles per 1000 inhabitants in 2007 (before the earthquake) to 635 in 2017. 

Table 1: Motorization rate in Ishinomaki 

Year 2007 2008 2009 2010 2011 2012 2013 2014 2015 2016 2017 

Vehicles registered in the city 85,242 85,183 85,809 86,216 87,047 86,554 88,840 90,852 91,753 92,471 92,972 

Population 167,474 165,894 164.433 163,216 153,452 152,250 151,068 150,114 148,968 147,926 146,516 

Vehicles per 1000 inh. 509 513 522 528 567 568 588 605 616 625 635 

Note: Vehicles registered in the city are passenger vehicles in the classification “normal”, “small”, and “right”, and does not include trucks and buses. 

Source: own calculation based on the statistics of City of Ishinomaki. 

2.2 Car-sharing initiative for residents in temporary housing 

Soon after the disaster, various volunteer groups came to the city to provide a wide range of 

supports, from cleaning tsunami-carried muds spread in the city and organization of shelters 

to healthcare and taking care of children. Among such wide ranges of many volunteer groups, 

one entrepreneur-volunteer focused on the issue of mobility, gathered a number of vehicles 

from private donors, and placed a shared car in one of the container house clusters three 

months after the disaster. Some liaison works with the national transport authority, the police, 

and the local government, followed this. 

                                                

1 Those who passed away after arriving in the evacuation shelter with the disaster being indirect causes, such as 

unavailability of medicines or healthcare, stress-related diseases caused by stay in the shelter, catching diseases 

during or because of long stay in shelters, etc. 
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This car-sharing is organized differently from the classical ones that the registered users are 

entitled to use a large fleet of car-sharing cars: instead, small car-sharing groups up to c.a. 30 

persons share usually one automobile that is exclusively used by the group members, and the 

members of another car-sharing group do not have an access. In this way, the car-sharing 

group becomes small scale and the members get to know each other instead of remaining 

anonymous. This eventually helped to build a community in such temporary housings, where 

“new” neighborhood was composed as a result of various parameters affecting to the 

temporary settlements. 

The users are mainly the elderly people who do not wish to purchase a new automobile. This 

aspect is fairly different from other car-sharing, which are used mainly by younger 

generations. 

This car-sharing incorporated a few aspects that are less common among standard car-

sharing. As the car was collected by the volunteer group, the users did not have to bear the 

initial cost to purchase shared cars, and the running costs such as fuel and regular inspection 

as well as taxes must be paid by the users. Making use of the closed-community feature, the 

users are allowed to ask another group member to drive voluntarily instead of driving by him- 

or herself: in other words, a ride-sourcing feature is embedded into this car-sharing. 

Furthermore, the volunteer driver – or any other coordinator within each group – coordinates 

the ride of several users so that the voluntary drive can be made at once. In this way, a 

feature of ride-sharing is also embedded in this car-sharing. 

2.3 Car-sharing for residents in public residential estate for tsunami 

victims 

As time passes by, the residents in the container-like temporary housing was gradually moved 

to permanent publicly-built residential estates specifically built for tsunami victims. Some 

residents who decided to build or rent their own house moved to their houses or flats gradually. 

The first one among such permanent public houses was made ready in 2015 in case of 

Ishinomaki.  

The main principles and features – closed group of up to 30 persons, ride-sourcing and ride-

sharing features – are kept, while some organizational aspects was changed during this 

process. Some shared EVs and the chargers for them were installed at the permanent 

residential estates. The volunteer group was reorganized as a registered non-profit 

organization, and this car-sharing NPO formally lease a car to each group to cover the 

operational cost of NPO as well as to generate incomes for future investments. The city as the 

owner of the residences provides the parking space for free to the user groups.  

Prior to this, in 2014, a municipal panel for the community-based car-sharing was established, 

as it was planned to place shared cars the permanent housing, too. This panel worked as a 

liaison board between the car-sharing NPOs, the City and some external experts from 

academics and consulting companies. 
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3. Analysis methodology 

3.1 Preparation of text data for analyses 

The authors received an access to the meeting minutes of a municipal panel for the bottom-up 

car-sharing initiatives. We analyzed the minutes of 22 panel meetings between November 

2014 and March 2018. The meeting minutes of this panel contains summarized statements in 

a form of timeline, with the information about who stated each statement. Each statement 

consists of one or several sentences stating opinions, asking questions, providing information, 

suggesting discussion agenda, and so on.  

In order to have some supplementary information and opinions, we carried out an interview 

with the vice mayor of the City. The vice mayor is a civil servant at Ministry of Internal Affairs 

and Communications, and loaned to the City for a limited period of time. Such loan of 

personnel from national ministries to local governments is a common praxis there. In total, 648 

statements are recorded in the minutes and interview records. 

The statements recorded in the meeting minutes and interview minutes are categorized from 

three different points of view: first, participants are categorized into 13 groups: NPOs including 

the one organizing bottom-up car-sharing, external consultant, general public, academics, 

mayor, vice mayor, and municipality. The municipality is subdivided into 8 departments, as the 

civil servants at the municipality are from a wide range of departments. These are subsidized 

into environment department, ICT department, construction and infrastructure department, 

community and local collaboration department, disaster mitigation department, social welfare 

department, transport and urban development department, and other departments. The 

number of statements by participant types is summarized in Table 2. 

 

 

Fig. 1: Current organization scheme 
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Table 2: Number of statements by participant type 

Participant Number of 

statements 

Municipality (ICT) 62 

Municipality (construction department) 11 

Municipality (social welfare department) 23 

Municipality (transport and urban development department) 4 

Municipality (community and local collaboration department) 12 

Municipality (disaster mitigation department) 4 

Municipality (environment department) 5 

Municipality (other departments) 16 

Academics 81 

NPO 116 

External consultant 65 

General public 1 

Mayor 3 

Vice mayor 19 

 

Then, topics of each statement is labeled with the 18 topics that was estimated to be potential 

topics as summarized in Table 3. The topics varies from the points related to topics related to 

the community-based car-sharing in Ishinomaki, technical issues related to electric vehicles 

(EVs) that can potentially be shared, locations and requirements, and about the panel itself.  

Table 3: Number of statements by topics 

Topic Number of 

statements 

Car-sharing in general 94 

Financial issues (income, cost, and subsidy) 14 

Drivers, supporters 5 

Vehicles, fleets 4 

Location, Requirements 13 

Safety, security, insurance 2 

Facilities for EVs, resiliency facilities 26 

Community 4 

Local collaboration 25 

Use of shared car in case of natural disaster 19 

Legal requirements, rights, authorization 27 

Business model, diffusion 69 

Public opinion 13 

Questionnaire survey 19 

Evaluation framework 16 

Evaluation of car-sharing undertaking 7 

Organization of municipal panel 30 

Others 35 
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3.2 Manual analysis of text by topic categorization 

With the basis as described in the previous section, each statement is labeled by the types of 

statement: interests, expectations, concerns, future challenges and miscellaneous points. The 

labelling is done manually by reading each statements.  

Table 4: Number of statements by types 

Types of statement Number of 

statements 

Interests 176 

Concerns 159 

Expectations 157 

Future challenges 115 

Miscellaneous points 41 

 

Number or length of statements themselves does not represent the level and/or extent of 

interests, expectations, concerns, future challenges of each stakeholder. Therefore further in-

depth analysis into the content of each statement is needed. However, the 648 statements 

identified covers a wide range of the topics as listed in Table 3, and the extent of the relevance 

to the research questions that are listed in Section 0 are fairly different. Among the topics with 

a higher relevance to the research questions are the following ones: 

 Car-sharing in general; 

 Financial issues (income, cost, and subsidy); 

 Location, Requirements; 

 Community; 

 Legal requirements, rights, authorization; and 

 Business model, diffusion. 

On the contrary, other points such as facilities for EVs, (a particular) questionnaire survey, 

which discuss a particular questionnaire survey there, use of shared EVs in case of natural 

disaster, etc., are less relevant to the research question. Thus, in this analysis, we analyzed 

the statements that falls into these 6 topics. 

Even if limited to these 6 topics, the issues talked in each statements covers a wide variety of 

ranges, from microscopic points such as report of latest development, example of good 

practices somewhere else, some technical points related to shared electric vehicles, day-to-

day operational issues to long-term perspectives. Thus, by reading all of the statements that 

falls in the 6 above-mentioned topics, the following types of statements are excluded from the 

analysis:  

 Statements offering discourse of discussions in the panel. 

 Statements about everyday operation;  

 Issues related to registration of vehicles; 

 Organization of parking of each shared cars; 

 Legal issues discussed in detail; 
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 Points peculiar to EVs; 

 Practices elsewhere; 

 Details about negotiation procedure with prefectural or national authority; 

 Point related to what to do by which stakeholder next.  

In Section 0, the main points of discussion is summarized by the 4 statement types and 6 

topics. As we do not have a permission to disclose the contents of minutes as it is, the 

analysis result is written in a summarized manner.  

3.3 Analysis by text mining 

In parallel to the manual labeling, all of the 648 statements were analyzed making use of the 

text mining techniques for the Japanese language. In the preparation phase for this, first, a 

morphological analysis is carried out, and then nouns and gerunds that appears less than 15 

times are filtered out. Then, words that does not help for analysis such as pronouns, articles, 

and numbers are put into the next filter.  

With initial list, same terms written differently as a matter of course in the Japanese language, 

such as a same word written in Hiragana (alphabetic letters) and Kanji (Chinese characters) 

are put together into one term. Finally, making the frequency of statements by each 

stakeholder group is counted.  

This preparation process is up to this point with the software called MeCab, which can handle 

this type of analysis for the text written in Japanese. The result is presented in Section 0.  

 

4. Summary of statements in minutes analyzed 

4.1 Interests 

Rather at the earlier stage of the discussion, a topic is raised about which aspect of this car-

sharing can be supported by the municipality, as well as how the municipality will embed the 

car-sharing in its long-term transport strategy. Interestingly these points are raised rather by 

external consultant than the City itself.  

The City’s high-level officials recognizes the situation around the transport in the city as 

impossible without private vehicles at the moment, while car-sharing’s potential to fill an 

existing gap is recognized.   

Discussions in the panel as for financial issues is, on one hand, about how to assign public 

budget, and on the other hand how to keep transparency of accounting of the car-sharing 

groups. At the moment, there is no available subsidy program for such new car-sharing 

initiative other than reconstruction-designated budgets, and these are one of the frequent 

topic.  

Among the statements, there are many questions asking for details about how this car-sharing 

functions. The organizing NPO stresses that the car-sharing is a sort of inner-community self-

support, and the activity is limited in small areas, while technically it is possible to organized 
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car-sharing group elsewhere, even at any places other than municipal housing for 

earthquake/tsunami victims.  

No particular interest related to community as well as to legal requirements, rights and 

authorization is shown making the statements. 

As for the future diffusion, the city expresses its opinion that the user needs for car-sharing car 

are different from the ones for buses, considering the fact that there are many active users at 

one of the car-sharing groups that is located along a frequent bus line. 

4.2 Expectations 

The City’s high-level officials admits that there is a gap between what is needed and the city’s 

transport strategy, and even in the city center there are many people who cannot fulfil their 

daily mobility needs as they have no cars available. 

The City’s official wishes that local resident groups will raise requests to the city to help 

organize this kind of car-sharing. Deployment of this more in the periphery is wished. The City 

sees its role to put this into the transport masterplan. 

At the moment, it is not clear which department of the City is in charge of this. An external 

consultant points out that the City should make it clear which department takes a role as first 

contact point when residents wants to inform their needs for car-sharing. 

This form of bottom-up initiatives with a strong support from NPOs receives much attention as 

a new form of “collaboration” between the city and NGOs as until now, “collaboration” with 

NPOs are actually mere offshoring of tasks of cities to NPOs. At the moment, a lot of 

manufacturers as well as the national government contributes to community car-sharing, and 

the City’s officials seem to be proud of this fact and wishes more public communications about 

these aspects. 

As for financial issues within each group, many discussions goes around the legal requirement 

that fixed fare cannot be set for ride-sourcing, because ride-sourcing is recognized as a taxi 

service if the service is priced. How to make this understood among users is another main 

discussion point. There are some issues raised by the organizing NPO that existing third-party 

fundraising offers is difficult to cover fixed cost, as the most reliable fundraising scheme does 

not allow the beneficiaries to allocate the funding for several costly and essential component 

of car-sharing such as insurance, while they allow the allocation for fuel and organization of 

events.  

The organizing NPO recognizes that the car-sharing should contribute to reduction of cars and 

parking problems, as the original concept of it aims at, and wishes to contribute to this aspect. 

The City intends to increase utilization factor of several public facilities that is not much used 

at the moment. 

As for the topic community, there is no particular expectations raised. 

The City makes its position clear that the subsidy in a form of subcontract from the City to the 

organizing NPO is meant for a field test in the society (a sort of urban living laboratory), and 

the car-sharing must be financially self-sustaining in a long term. 
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As for the diffusion, the organizing NPO recognizes that the key for successful 

implementations would be how volunteer drivers can be involved in. Several statements by an 

external consultant and by the City hopes that the role as volunteer drivers will offer some 

opportunities to trigger some active roles for those who has been isolated in the society due to 

various reasons. The City expects the community car-sharing where public transport is not 

affordable because of low demand for it. 

4.3 Concerns 

As this is a new system, it is understandable that a variety of concerns arise among 

stakeholders. These arise especially within the topics legal issue and financial issues. The 

legal settings make it difficult to give a clear guidance for the amount of user’s financial 

contribution, while a scheme to cover all of the costs is needed.  

The organizing NPO had a general concern that the subsidy given from the city to them would 

no longer be available because the initial subsidy came from the funding programme to re-

stabilize victims’ everyday lives and is not foreseen to continue for a long term. There is no 

particular subsidy available for such car-sharing at the moment. 

In the earlier phase, lots of statements deals with clear distinctions from taxi when volunteer 

driver drives shared car for another group member, and issues related to liability. In the 

Japanese legal requirements, if a driver receives a money in return of providing transport 

services, it is considered to be a taxi services and various regulations ranging from licensing, 

particular driver’s license for taxi and bus drivers, and safety regulations. In this 

circumstances, lots of discussions were made in the panel how to make this car-sharing with 

volunteer drivers legal. Offering a service as a car-driver agent for a fee, who drives someone 

else’s car instead of the owner, is legally acceptable and is considered to be different from 

offering taxi service, with which a driver’s vehicle is provided to offer a ride of someone else. 

But in this car-sharing, car-sharing users are also the co-owners or co-renter of the shared 

vehicle, and clear definition of owner-passenger-driver relationships was difficult as it 

becomes recursive. At the beginning, it was not clear if it is legal to receive financial 

contribution per each trip to cover the fixed cost of the shared car in case volunteer drivers 

drive shared cars. 

From the side of the national transport authority, it was recommended that the actual cost 

incurred for the car and the income from user’s financial contributions should be balanced in 

each accounting period, and this can be made after closing each accounting period. In 

practice, however, the exact amount of annual cost, such as fuel, insurance, regular 

inspection and taxes, cannot be fixed in advance, and it is difficult to foresee how much 

contribution should be collected from each use. The user contributions collected can be too 

few to cover the cost, and the users feel uncertainty because they may have to pay more at 

once at the end of each period. 

Different departments of the City commonly sees that the organizing NPO is just a supporting 

organization, and self-support among residents is important, and implies that the cost has to 

be covered by the users without any external subsidy.  

As the car-sharing were planned to be implemented at newly-constructed municipal housing 

estate for the tsunami victims, it was questioned in the panel if everyone or every household in 

the housing estate should be considered as users and asked for financial contributions, or 

residents who wants to use shared car should be considered as users and asked for financial 
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contributions. The City points out that, in existing organized local communities that all 

households in a district or in a housing estate have to participate and pay a monthly or annual 

fee, the fee payment always been an issue even in the case of existing such communities are 

organized for fixed facilities such as community rooms. This car-sharing community is different 

from existing ones in that it provides services instead of fixed facilities, and with this 

characteristics, membership fee including maintenance costs, leasing cost, and administrative 

cost would not be acceptable for all of inhabitants according to the City. 

4.4 Future challenges 

Clear distinction of the roles between car-sharing cars with volunteer drivers and taxis will be 

needed. 

Now it is in a small scale, but can be made in a larger scale such as car-sharing car for a 

district; (City) 

The mayor recognizes that, as a result of relocation in peripheral settlements from coastal 

lowland to a higher hinterland right behind the original tsunami-destroyed settlement, elderly 

people there will have more difficulty in mobility, and how to provide access to their needs will 

be a future challenge.  

 One group achieved a target user contribution of JPY 50,000 after a year passed, and 

it can be financially independent. Another group is struggling to find an appropriate and 

affordable parking space for shared car. (NPO) 

 It is important to have a common understanding about how car-sharing works and 

about current problem among users. (Municipality, ICT) 

4.5 Concluding remarks 

Out of the analysis of the statements in the minutes, the following points can be pointed out: 

 Especially at the beginning phase, the panel members seem to have had difficulties in 

giving clear distinction between voluntary drivers, which is a new scheme here, and 

taxis, which have been existing for decades. 

 As for the financial contribution, the City keeps its position not to subsidize the car-

sharing itself, while the subsidy at the moment is meant for a kind of urban living lab. 

 There is a clear gap between what the car-sharing NPO wants to cover by the subsidy, 

and the limitation of existing subsidies and fundraising schemes. The car-sharing NPO 

shows some anxiety in future financial situation, particularly at the beginning phase. 

 The car-sharing NPO understands what car-sharing can contribute to as seen in other 

countries, such as reduction of private car ownership or needs of parking space. 

 On the other hand, the City’s main interest and future expectation are mainly related to 

how to cover the area within its territory where providing public transport service is not 

affordable for the City. 

 Despite it is named “community” car-sharing, discussions about community itself does 

not take place often. If happening, it often focuses on existing fundraising within local 

communities. 
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 Seldom discussed is other means of transport that becomes complementary to car-

sharing, such as public transport. A few odd statements mentioning the bus can be 

observed, while no statement mentions to the railway.  

 

 5. Analysis of all statements in minutes 

Making use of the statements as presented in Section 0, we gained a cross-table of the 

keywords and the speakers (stakeholders). To gain meaningful results and to give a good 

readability in the graphics, top 50 words in terms of appearance frequency are used. The 

result is shown in Fig 2. 

Based on this, in order to visualize the result, we carried out a correspondence analysis 

between the topics and the speakers (stakeholders), making use of the igraph library available 

for R. The result is shown in Fig. 2. The topics around the “center”, where the horizontal and 

vertical axes cross, are the ones talked by many stakeholders. The further the topic is placed 

form the center, the topic is talked by more particular type of the stakeholders.  

From this diagram, the following observations are pointed out. 

 The city’s department in charge of transport has few statement, and their contribution 

level is fairly low.  

 This is probably because, traditionally, the transport department’s role within any 

local government in Japan is limited, and personnel having expertise and/or 

experiences there is in lack in that department. This leads to a lack of policy-

making abilities, and the inability of being involved in even if there is a wish to do 

so. 

 Another possible reason is that the other departments in the city expects the 

transport department to work as liaison office, and such liaison works takes much 

of the available human resources there, making the department away from 

policy-making supports. This implies that such liaison function is missing at the 

moment and is needed urgently. 

 Regardless of the stakeholder type, much interest goes in if the car-sharing car is 

actually needed or used. 

 Much aspects related to the implementation is discussed by the external consultant, 

rather than the city’s departments. The contribution of the consultants is observed 

more in setting rules, too. 

 Several secondary effect of car-sharing cars, such as “more opportunities to go out 

from home” (not being locked in) is discussed often. 

 Not much is discussed about the other transport mode (e.g. bus), and the level of 

interest seems low.  

 Much discussion is made about the EV chargers. This is probably partly because that 

this activity falls into one of the everyday business within the City and thus it is easy for 

the panel members to say something in their context. 
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Fig. 2: Results of the correspondence analysis 

 

6. Conclusion 

In the research presented in this paper, we analyzed the text of the minutes from the 

municipal panel. In the first part, we presented our manual analysis of the panel minutes 

related to certain topics. In the second part, all of the minutes are analyzed through 

morphological analysis and correspondence analysis. The key findings from these are as 

follows. 

Until now, the community-based car-sharing receives a large extent of interest in general by a 

wide range of stakeholders involved in the panel, while it does not seem to go much beyond a 

mere interest in something new. In-depth consideration within the entire local transport system 

seems to be still in lack, and intermodal and/or multimodal use is not a serious topic in the city, 

while several secondary effects of car-sharing is discussed much. This is probably related to 
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the lack of both human resources and expertise in the city’s department responsible for 

transport. Clear interests in the EVs used in the car-sharing scheme is observed, and this is 

fueled as the supportive activities for EVs in general falls into everyday business of the city. 

The City itself sees itself rather as a supporter for the urban living lab, rather than a proactive 

promoter of car-sharing. 

At large, the car-sharing seems to be treated in a stand-alone manner from the other means of 

the transport available in the city, and is hardly discussed together with them at the municipal 

level. This is an obvious future challenge in the city, while capacity building among the 

personnel working for the city hall seems necessary to enable it. 
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Usage 61 2 72 128 160 15 14 2 21 15 2 5 6 

About car-sharing 23 1 29 48 91 6 2 0 17 14 3 5 6 

Installation 28 1 17 20 103 14 2 1 10 8 2 0 1 

User groups 15 0 24 20 97 5 7 0 10 18 0 5 0 

Needs, Necessity 37 1 33 44 26 10 6 1 9 8 1 0 7 

Facilities (EV Chargers) 30 1 30 9 67 23 1 5 1 8 4 0 0 

Situation in localities 13 0 30 20 59 1 7 0 8 7 0 2 16 

Vehicle 14 2 32 37 42 6 7 3 2 9 0 1 1 

Residents needs and 

understanding of them 
18 2 28 24 49 4 4 0 7 10 2 4 4 

Community 21 0 20 23 54 0 0 0 9 2 0 2 9 

Reconstruction, Re-

stabilization of individual 

lives 

7 1 17 7 65 12 3 0 11 8 0 0 0 

Business sustainability 20 0 26 20 27 4 3 1 8 2 0 3 1 

Natural disaster, resiliency 16 1 29 6 47 2 0 8 3 0 1 0 0 

Volunteer for user groups 9 0 9 30 42 2 4 0 6 3 0 0 0 

Cost, budget 19 0 13 35 15 0 2 0 6 1 0 0 4 

Problem solution, effects 16 2 19 22 22 2 0 0 6 3 0 0 2 

Municipal support, subsidy 14 1 5 12 27 3 1 0 10 0 2 2 12 

Legal issues, agent driver 9 0 11 49 15 0 3 0 1 0 0 0 0 

Organization 14 0 14 13 28 3 0 0 4 1 0 7 1 

User 10 0 4 27 28 0 1 0 3 5 0 2 0 

Self-organization, autonomy 4 0 14 11 32 0 2 3 5 2 0 0 4 

Role of municipality 7 2 10 10 23 8 0 0 1 5 2 2 4 

Business and organization 

model 
10 0 11 26 11 1 2 0 3 0 1 0 6 

Rules, contracts 8 1 6 41 8 1 2 0 0 2 0 0 0 
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Liaison 12 0 9 16 27 1 0 0 1 0 0 0 1 

Aging, health, everyday life 9 0 7 3 30 1 1 0 7 3 1 0 1 

Potentials, evaluation 11 1 10 11 18 0 0 0 1 0 0 0 0 

Vehicle management 3 0 7 21 13 1 0 0 1 2 0 0 0 

User cost 6 0 4 26 9 0 2 0 0 1 0 0 0 

Volunteer driver 7 0 5 30 3 0 0 0 0 0 0 0 2 

Parking 2 0 6 2 12 6 0 1 1 16 0 0 0 

Useage of data 2 0 6 16 15 0 0 0 1 2 1 1 1 

Continuity, sustainability 5 0 9 13 11 0 1 0 3 1 0 0 0 

Current situation 6 0 11 4 12 0 0 0 1 2 0 0 1 

Honorary payment for 

volunteers 
8 0 0 23 3 0 0 0 1 0 0 0 1 

Financial contribution of 

users 
3 0 10 16 5 0 1 0 0 0 0 0 0 

Liaison with national 

transport authority 
5 0 5 25 0 0 0 0 0 0 0 0 0 

Extension 3 0 7 4 3 9 0 0 3 2 0 0 0 

Policy 8 0 5 2 13 1 0 0 0 0 0 0 1 

Examples 6 0 4 3 10 0 2 0 2 1 0 0 0 

Opportunity to go out from 

home 
6 0 4 10 3 0 0 0 1 2 0 0 1 

Bases 4 0 7 2 5 2 1 0 1 2 0 0 0 

Bus 1 0 11 4 2 0 0 0 0 0 0 5 0 

Opinions of residents 3 0 4 0 5 0 0 0 1 0 0 1 3 

Organizing body 4 0 1 6 3 0 0 0 0 1 0 1 0 

Free-of-charge 3 0 3 10 0 0 0 0 0 0 0 0 0 

Depopulation 1 0 1 4 3 0 1 0 0 0 0 0 6 

Legal framework 1 1 1 2 4 0 0 0 1 0 0 0 5 

Assignment of responsibilities 1 0 1 10 0 2 0 0 0 0 0 0 1 

Shopping 1 0 2 0 7 0 1 0 1 0 0 1 0 

Excursion 1 0 1 1 9 0 0 0 0 1 0 0 0 

ICT 0 0 4 1 6 0 0 0 0 0 0 0 1 

Understanding of family 

members 
0 0 0 0 8 0 0 0 3 0 0 0 0 

Collaboration 2 0 2 1 5 0 0 0 1 0 0 0 0 
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