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1 INTRODUCTION 
WSP has been commissioned by WestTrans to provide an assessment of electric vehicle (EV) demand, 

availability / suitability of locations (e.g. on street-residential) and benefits / dis-benefits of the various charging 

solutions for the sub-region. Subsequently, we put forward our thoughts and some recommendations for each 

borough on policy, processes and where applicable, protocols for responding to requests for charge points.  

1.1 BACKGROUND 

Over the last few years there has been a rapid increase in the sales of EVs in London, particularly over the last 

year and boroughs are now regularly receiving requests from residents regarding the provision of charge points. 

 

The drive to support EV uptake is embedded in several core Government policy initiatives and the Mayor of 

London’s commitment to improving air quality is partly reliant on the introduction of more EVs. Amongst other 

initiatives being developed in the Capital, the introduction of the T-Charge and Ultra-Low Emission Zone will 

encourage a switch to EVs, particularly for commercial fleets and for taxis and private hire vehicles. Therefore, 

the growth in demand for EVs is set to continue and also broaden out beyond the current private car user group. 

 

The range of charging solutions is also growing quickly. Their suitability for a particular user or area is subject 

to a range of factors which include: 

 The existence of existing policy on charging provision; 

 Availability of off-street parking; 

 Scale / type of planned development; 

 Population demographics and density; 

 Whether boroughs are part of existing EV charging networks and 

 Whether they are involved in GLA / TfL trials and schemes. 
 

Figure 1-1  WestTrans Sub-
Region 

In West London (set out below), 

boroughs are at different stages of 

developing their charging networks, 

and continue to face their own 

challenges in determining how to 

respond to the current and expected 

future demand for EVs. This study 

provides commentary on 

commonalities and differences 

regarding issues faced by boroughs, 

as well as identifying the status and 

their approach to supporting EV 

charging. 
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1.2 OBJECTIVES 

Seven objectives have been identified and agreed with WestTrans. They are: 

1 Provide information on the different types and suitability of charging solutions; 

2 Identify the number, type and location of charging provision in the sub-region, as well as any targets and 
policies for EVs; 

3 Understand the key issues and constraints that the boroughs are experiencing; 

4 Identify the scale and location of future EV demand across the sub-region; 

5 Undertake an objective assessment of the options, risks, constraints, costs, deliverability etc of charging 
solutions; and 

6 Identify funding sources and opportunities; and 

7 Provide information on potential scale and demand of ULEV Car Clubs . 

 

1.3 STRUCTURE 

Following on from this brief introduction, the report is structured as follows: 

 Chapter 2 sets out our approach to undertaking this commission; 

 Chapter 3 summarises the relevant regional policy on EVs to provide some context; 

 Chapter 4 discusses current and future demand and locations for the sub-region; 

 Chapter 5 sets out the various on and off-street charging solutions; and 

 Chapter 6 considers various elements of installation, operation and maintenance of charge points. 

 Chapter 7 reflects on the objectives set out above and introduces the borough specific note included in the 
appendices. 

Within the aforementioned appendices, are five Technical Notes assessing current charging infrastructure and 

future EV uptake at a borough specific level. These include a commentary on their existing EV strategy/polices, 

and provides recommendations for ensuring the infrastructure is in place to meet future demand. 

 Appendix A: London Borough of Hillingdon (LBH) 

 Appendix B: London Borough of Hammersmith & Fulham (LBHF) 

 Appendix C: London Borough of Hounslow (LBH) 

 Appendix D: London Borough of Brent (LBB) 

 Appendix E: London Borough of Harrow (LBH) 

The above excludes the London Borough of Ealing, who have commissioned an extended version of this study, 

which also advises on delivery strategies for meeting EV uptake demand in the borough. 
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2 OUR APPROACH 

2.1 OVERVIEW OF APPROACH 

The figure below presents an overview of the tasks undertaken to help achieve the objectives set out in Chapter 

1. 

Figure 2-1 Study Approach 

 

Some of the key tasks identified above are detailed below. 

UNDERSTANDING EXISTING EVCP NETWORK 

Zap-Map and Source London were used to understand where existing EV charge points (EVCPs) were located 

in the sub-region. Information was collected on the owners and type of charger (Slow, Fast and Rapid) that is 

discussed further within the Appendices. This information was ultimately plotted on maps outlined below to help 

identify gaps in the existing network in areas where future demand is predicted to be high, but provision is poor. 

ASSESSING FUTURE EV UPTAKE 

WSP and Element Energy (EE) were previously commissioned to consider the impacts of plug-in EV uptake 

over the next decade within Greater London. This study interrogates the data used to understand future EV 

uptake for the sub-region. This included looking at: 
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 Current on-street parking dependencies; 

 Future EV Demand – 2020 & 2025; and 

 Future EV On-Street Demand – 2020 & 2025. 

 

In addition to the above, an interrogation of current car club locations and potential demand heat map for 2018, 

2020 and 2025 was also investigated to estimate Car Club EVCP requirements. 

INTERVIEW PRO-FORMA 

Effective consultation with key stakeholders has proven a key aspect of this study to help us understand 

commonalities and differences regarding the issues faced by boroughs. This approach provided invaluable 

insights to specific experienced and helped inform the bespoke notes for each borough and in particular, some 

recommendations that are deemed practical and deliverable for each borough. 

 

The table below sets out the face-to-face interviews that were conducted in April 2017 to help inform the study. 

Table 2-1 Borough Interviews 

WESTTRANS BOROUGH OFFICER INTERVIEWED 

London Borough of Hillingdon Alan Tilly 

Transport & Aviation Manager 

London Borough of Hammersmith & Fulham Dan McCory 

Project Officer 

Richard Hearle 

Parking Projects & Policy Manager 

London Borough of Hounslow Greg Edwards 

Transport Planner 

London Borough of Brent Monica Li 

Principal Transport Planner 

Grace Eminton 

Transport Planner 

London Borough of Harrow Barry Philips  

Traffic & Parking Design 
Team Leader 

Kerry Edens 

Travel Planner 

 

TECHNOLOGY ASSESSMENT  

A RAG assessment was undertaken for the charging solution types, which focused on: 

 Cost to Borough 

 Scope for responding to resident requests 

 Revenue potential to borough 

 Deliverability  timescales 

 Risk 

 Quality of solution 

 Scalability 

 Loss of parking bays 

 Streetscene Impact 
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3 REGIONAL POLICY & INITIATIVES 
This chapter summarises existing regional policy and relevant initiatives, including: 

 London Plan (Further Alterations) 2015 

 TfL ULEV Delivery Plan 

 TfL Ultra Low Emission Zones 

 TfL Rapids Scheme Delivery Strategy 

 Go Ultra-Low City Schemes (GULCS) 

 Car Club Strategy for London 

 WestTrans Car Club Strategy 

3.1.1 LONDON PLAN (FURTHER ALTERATIONS, 2015) 

The London Plan highlights the role that EVs can play in helping tackle climate change and states: 

 

‘Ground based transport is a major source of carbon dioxide emissions; reducing trip lengths, promoting 
the use of electric and other low carbon vehicles and using more sustainable modes have important 
roles to play in helping to tackle climate change’. 

The Car Parking Standards set out in Chapter 6 contributes towards encouraging the uptake of EVs, by requiring 

20% of all spaces to be fitted for EVCPs with an additional 20% passive provision available for future demand 

for residential developments. 

 

For retail developments, the requirements set out include 10% of all spaces and an additional 10% passive 

provision for electric vehicles in the future. For general employment uses, the standards require 20% for all 

spaces and 10% passive provision for electric vehicles in the future. 

3.1.2 TFL ULEV DELIVERY PLAN 

The vision set out is for London to grow as a sustainable city where ULEVs are the preferred option for all 

vehicle travel, not only across public transport, but also in other fleets and for private vehicle owners. 

 

The vision is for London to be the ULEV capital of Europe, with ULEVs as a core part of our sustainable 

transport. ULEVs include battery electric vehicles (BEVs), plug-in hybrid vehicles (PHEVs), range extended 

electric vehicles (RE-EVs) and hydrogen fuel cell electric vehicles (FCEVs). The plan sets out seven guiding 

principles that form the backbone for this delivery plan and delivering ULEV uptake: 

 TfL and the GLA provide strategic direction; 

 ULEVs are part of a sustainable transport system; 

 An open, fair accessible market; 

 The right infrastructure in the right place; 

 Boroughs play a vital supporting role 

 Incentivising early ULEV uptake 

 Working together to maximise benefits. 
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Since the Mayors Electric Vehicle Delivery Plan 2009, progress has been swift and significant, including over 

1,400 charge points via the Source London public charging network and a planning requirement for EV charge 

points in all new developments through the London Plan.  

 

Ultimately, the objective is to make sure that Londoners can use a ULEV with at least as much ease and 

convenience as they would a petrol or diesel vehicle. This could be an electric taxi, or a shared car club or car 

hire vehicle, which lets them use a car for occasional journeys without having to actually own a car. 

  

The Plan also sets out the need for boroughs support in helping find and manage space for charging 

infrastructure. This may be provided by other parties, including private enterprises. Boroughs are also envisaged 

to be a vital partner for the growth of car clubs, which will allow Londoners to use ULEVs without having to 

purchase their own vehicles. Boroughs can offer local incentives to encourage residents and businesses to 

choose ULEVs, for example, using preferential parking policy and charges. 

 

There are three pillars identified that are needed to support the uptake of ULEVs. These are: 

 Infrastructure: to ensure ULEV users have the confidence to charge up or refuel when they need to; 

 Vehicles on the road: using public sector procurement and own fleets to increase visibility of ULEVs on 
London’s streets and demonstrate confidence in the technology. 

 Marketing and incentives: using incentives and policy mechanisms to make ULEVs an attractive 
alternative to petrol and diesel vehicles. 

3.1.3 TFL ULTRA LOW EMISSION ZONES 

The Central London Ultra-Low Emission Zone (ULEZ) includes a range of measures intended to restrict and 

discourage vehicle emissions, introduced in a series of phases. 

 

The ULEZ is due to start in September 2019 (subject to further consultation) and cover the same central London 

areas as the Congestion Charge. There is potential that this could be extended to the north and south circular 

roads by 2019 for all vehicles and London-wide for HGVs, buses and coaches. This would capture the eastern 

part of the sub-region (Ealing and Hammersmith & Fulham) and all cars, motorcycles, vans, minibuses, buses, 

coaches and heavy goods vehicles (HGVs) will need to meet exhaust emission standards (ULEZ standards), 

or pay a daily charge, when travelling in eastbound into central London. 

 

It runs 24/7 and the daily charge will be £12.50 per car, moped or motorbike, and is on top of the LEZ and the 

Congestion Charge. 

3.1.4 T-CHARGE 

One measure that will contribute towards encouraging the uptake of ULEV is the introduction of T-Charge that 

comes into force in October 2017. The T-Charge will require cars, vans, minibuses, coaches and HGVs in 

central London to meet minimum exhaust emissions standards, or pay a daily £10 Emissions Surcharge (known 

as the Toxicity Charge, or T-Charge). This will be in addition to the Congestion Charge.  

 

Its objective is to help improve air quality in London, in particular with regards to nitrogen dioxide (NO2) and 

particulate matter, both of which have an adverse effect on human health. It is expected that this will discourage 

the use of older, more polluting vehicles driving into and within central London and is seen as the first step 

towards the introduction of the ULEZ discussed above. 
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3.1.5 TFL RAPIDS SCHEME DELIVERY STRATEGY 

The aim has been to deliver 300 charging points by the end of 2020 in support of TfL’s plans for an ultra-low 

emission zone covering the central London congestion charge area. To support the planned earlier introduction 

of the ULEZ in 2019, the plan aims to deliver a network of 150 rapid charge points across London by the end of 

2018. 

 

The charge points will be installed in private and / or publicly accessible parking spaces such as workplaces, 

stations, car parks, taxi ranks and on-street parking provision.  

 

The points are expected to be used by a range of different customer types such as taxis, private hire vehicles, 

commercial vehicles and privately owned vehicles.  

 

3.1.6 GO ULTRA LOW CITY SCHEME (GULCS) DELIVERY PARTNERSHIP 

To deliver on the ambition of 100,000 ULEVs by 2025 as set out in the ULEV Delivery Plan (discussed above), 

London successfully applied to the GULCs and was award £13m by the Office of Low Emission Vehicles 

(OLEV). This commits London to deliver four work streams with this funding to drive the uptake of ultra-low 

emission vehicles. This includes: 

 Establishing a London-wide delivery partnership for deploying, managing and maintaining 1,150 residential 
charging points across London by 2020. 

 Establishing a London-wide delivery partnership for deploying, managing and maintaining 1,000 car club 
charging points across London by 2020. 

 Supporting the delivery of 150 rapid charging points for 2018 (discussed above), and 300 in 2020 as part 
of a wider project led by TfL to deliver a rapid charging network for London to support electric vehicle 
commercial fleets. 

 Implementing “Neighbourhoods of the Future” (NoF) schemes to deliver innovative policies, initiatives and 
charging infrastructure to encourage the uptake of ULEVs across London. 

 

Ultimately, the delivery partnership will be responsible for installing, managing and maintaining on-street 

charging infrastructure to support London’s residents in converting to the use of cleaner ULEVs, and to support 

the growth of EVs / Hybrids in car club fleets. 

3.1.7 THE MAYOR’S TRANSPORT STRATEGY 

It is noted that the new Mayor’s Transport Strategy (MTS) will be produced after a public consultation exercise 

that begins in Spring 2017. The new MTS will be part of a strategic framework to support and shape London’s 

social and economic development, preparing for the Capital’s predicted growth of 1.25 million more people and 

0.75 million more jobs by 2031 and will support sustainable growth across London. Though the full content of 

the strategy is not yet known, the 15 key objectives1 it will focus on are. This includes ‘reducing carbon dioxide 

emissions, including through the promotion of electric vehicles’.  

3.1.8 CAR CLUB STRATEGY FOR LONDON 

As discussed above, one of the objectives of the study was to understand how car clubs can contribute towards 

encouraging further use of Ultra Low Emission Vehicles (ULEV). Our attitudes and usage of cars in cities is 

                                                      

 
1 https://tfl.gov.uk/corporate/about-tfl/how-we-work/planning-for-the-future/the-mayors-transport-strategy 
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evolving, owing to a combination of policy, socio-demographics and new technologies. This convergence of 

trends is leading to a reduction in the use of private cars in urban areas and to an increasingly multi-modal 

combination of transportation, accessing transport on demand that best fits in the requirements of each trip. 

 

One of the key mechanisms facilitating this shift away from car ownership to car usage is the growth of the car 

club sector. Car clubs offer members access to a shared vehicle on a pay as you go basis, providing an 

alternative to private vehicles. London is in a leading position, with 165,000 members2, representing 84% of the 

UK’s total membership and making London Europe’s largest single market for car clubs based on membership. 

 

The vision moving forward is set out in the Car Club Strategy for London, which aims include increasing the 

number of members to 1 million by 2025, reducing reliance on private vehicle ownership to bring about 

reductions in congestion, vehicle journeys, parking and emissions. Car club members make fewer trips and 

many sell their cars or defer private car ownership and use cleaner vehicles (the current London car club fleet 

is 33% lower emissions than the London wide average3). 

 

Of particular relevance to this study, is the fact the Strategy commits the industry to increasing the uptake of 

ULEVs in car club fleets, providing more Londoners with the opportunity to drive a ULEV without having to 

purchase one. However, their adoption within London’s car club fleets has been relatively slow to date, owing 

to a combination of cost, range anxiety, infrastructure uncertainty and operational issues, resulting in less than 

5% of the London car club fleet being ULEV compared to 13% of the global car club fleet. 

3.1.9 WESTTRANS CAR CLUB STUDY 

A study was undertaken in response to the publication of the Car Club Coalitions to consider the role of car 

clubs within the WestTrans partnership area, understand the benefits and consider the options for translating 

the London wide growth aspirations into a West London context. 

 

The objectives considered can be summarised as: 

 Increase sustainable transport options; 

 Increase accessibility of car clubs; 

 Relieve parking pressure (through lower car ownership); 

 Reduce road congestion; 

 Improve local air quality; and 

 Promote Low Emission Vehicles. 

The latter objective is particularly pertinent to this study, with aspirations for 50% car club vehicles being ULEVs 

by 2025. This is to be achieved in part by supporting car club operators for ‘fair access’ to planned EVCPs.  

 

                                                      

 
2 CarPlus 
3 CarPlus 
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4 CURRENT AND FUTURE EV DEMAND 

AND LOCATIONS 

4.1 INTRODUCTION 

Plug in vehicles currently account for a small, but increasing share of road vehicles in London. EV sales are 

currently distributed unevenly across London, even when considered as a share of the total sales in a particular 

area. 

Figure 4-1  Cumulative registration of electric cars as share of total sales (2010-2014)  

The figure below4 illustrates the EV 

share of total car sales for the sub-

region in comparison to the rest of 

London. It highlights that the 

hotspots for EV uptake form an arc 

across the central northwest area, 

centred on Camden and 

Westminster, and includes 

Hammersmith & Fulham.  

 

Whilst in other areas, such as 

Hillingdon, take up us more modest, 

with typically only 1 EV for every 

1001-2000 total vehicle sales. As 

compared to Hammersmith & 

Fulham where there is typically 1 EV 

sale in every 100-200 total sales. 

Figure 4-2  Pattern of Mild Hybrid Uptake circa 2010 

The adjacent figure shows the 

earlier trends in the uptake of mild 

hybrids (i.e. non plug-in hybrids like 

the first generation Toyota Prius), 

with a clear parallel to later ULEV 

growth, with uptake more 

concentrated around a northwest to 

southwest arc. 

 

Following this brief introduction, this 

chapter examines the current across 

the sub-region and assesses the 

potential future uptake of EVs.  

 

 

 

 

                                                      

 
4 WSP & EE – EV Uptake and Infrastructure Impacts Study 
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4.2 CURRENT NETWORK 

The map overleaf shows the existing 

charging points throughout the West 

London boroughs, of which there is over 

600 EVCPs. The borough with the greatest 

number of EVCPs is Hillingdon, with over 

240 EVCPs located at 34 different sites, 

followed by Hounslow (129) and Brent 

(125). 

 

Whilst the number of EVCPs for some areas 

may appear high in aggregate terms, this 

does not always amount to good overall 

coverage of charge points. As illustrated 

above, coverage is often relatively 

concentrated in particular areas, with large 

clusters of points at single locations, with 

more dispersed availability elsewhere. 

There are a number of single sites hosting 

large numbers of EVCPs, including 

Wembley (62), Brent Civic Centre (48), the Old Diary in Hillingdon (50). 

 

The distribution of existing charge points figure indicates on balance that 

Hammersmith & Fulham and Hounslow have the most effective overall 

coverage. These EVCPs include a slow / standard (28%), fast (68%) 

and rapid chargers (4%). The power output, plug types and typical 

charging time will vary depending on the type of EVCP. These charge 

point types can be categorised as set out in the table below.  

Table 4-1 Charge Point Types 

CHARGE POINT TYPE 
POWER OUTPUT 
(SUPPLY TYPE) 

PLUG TYPES 
TYPICAL CHARGING 

TIME5 

Slow/ Standard Chargers 

2.4kW - 3 kW (AC) Domestic to Type 1 or 
Type 2 

8 – 12 hours 

Fast Chargers 

3.7kW – 7kW  (AC) Type 1 4 – 6 hours 

3.7kW – 11kW (AC) Type 1 or Type 2 2 – 6 hours 

11kW – 22 kW (AC) Type 2 1 – 2 hours 

Rapid Chargers 

43kW (AC) Type 2 30 mins (for 80% charge) 

20kW – 50 kW (DC) CCS or JEVS G105 
Plug 

20-30 mins (for 80% charge) 
– at 50kW rate 

 

                                                      

 
5 Charging times are based on a 24kWh traction battery 

28%

68%

4%

Slow Fast Rapid

1
2

5

3
6 3
8

3
7

2
4

2

1
2

9

1
3

8 1
3

7

3
4 3
5

NO. EVCPS / SITES

No. EVCPs No. Sites
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Figure 4-3 Existing Charge Points 
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4.3 ASSESSMENT OF FUTURE VEHICLE DEMAND 

A previous study undertaken by WSP with Element Energy (EE) examined the likely spatial distribution of EVs 

in London over the next decade, to assess what infrastructure is likely to be needed to support this uptake. This 

study interrogates the data further to establish current EV uptake and future demand for the sub-region.  

 

The approach used to predict the distribution of EV uptake is based on current sales distribution for cars, where 

uptake is most significant. For this study, we present a ‘Baseline’ that assumes a moderate rate of ULEV market 

penetration, with 30% EV sales reached by 2030.  

 

It is noted from the previous study, that the impacts of EV uptake is likely to vary across a borough, due to 

variation in housing types, parking availability and loading of distribution networks. Therefore the region has 

been divided into MSOAs (Middle Super Output Areas), each containing 2,000 – 6,000 households. This is 

based on recent distribution and assumes that there is no change in the overall distribution of car ownership 

across the borough.  

 

The projected total EV sales are applied to the MSOA level total EV sales. The charging locations of the EV 

stock in 2020 and 2025 are then defined, based on assumptions regarding EV user charging patterns. 

Assessing uptake and associated impacts for these smaller areas reveal the differentiation within the sub-region 

and enables a better understanding of the various characteristics. 

 

The following figures (overleaf) present the estimated future uptake of EVs for the sub-region. 

FUTURE DISTRIBUTION OF EV STOCK IN 2020 – CARS, VANS AND TAXIS (BASELINE) 

The future distribution of EV stock within the sub-region in 2020 is shown in Figure 4-3 and indicates five 

potential ‘hotspots’ for EV uptake, namely: 

 Ealing Broadway; 

 Northolt (South of the A40); 

 South of Pinner / Eastcote;  

 Heston / Osterly and Isleworth region; and 

 Feltham. 

FUTURE DISTRIBUTION OF EV STOCK IN 2025 – CARS, VANS AND TAXIS (BASELINE) 

The forecast future distribution of EV stock within the sub-region in 2025 is shown in Figure 4-4, and projects a 

significant increase in EV uptake throughout the region compared to 2020.  

 

The ‘hotspots’ described above see a relatively high increase in EV uptake, but these ‘hotspots’ also grow in 

size, and take in additional adjacent MSOAs. The areas that are expected to have the greatest number of EVs 

are: 

 Ealing Broadway; 

 South of Pinner / Eastcote; 

 Feltham; and 

 The eastern part of Hounslow – including Heston / Osterly and extending towards Brentford and 
Chiswick. 

  



 

 

 

13 
 

Figure 4-4 Future distribution of EV stock in 2020 – Cars, vans and taxis 

 



 

14 
 

Figure 4-5 Future distribution of EV stock in 2025 – Cars, vans and taxis  
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4.4 ON-STREET EV DEMAND 

There are a variety of potential options for charging vehicles, such as at home, at work, or at a public charge 

point. It has been established through many preceding studies of EV user behaviour that certainty of access to 

a charging point is a pre-requisite to the purchase of an EV, and this is best achieved by access to home 

charging. The provision of charge points which are accessible from home are therefore critical in 

facilitating EV uptake.  

 

Households with access to off-street parking (i.e. a drive-way) are in principle able to source their own domestic 

charge point privately, but where residents are not able to do this – there is a key role for the local authority 

in enabling charging via on-street points or intermediate charge points. 

 

Figure 4-5 to 4-7 sets out the percentage of households without off-street parking in 2020, and subsequently 

estimates the on-street EV demand for the borough for 2020 and 2025. 

HOUSEHOLDS WITH NO OFF-STREET PARKING PROVISION  

Figure 4-5 highlights that the eastern part of the sub-region is more reliant on on-street parking. The key findings 

of the assessment can be summarised as: 

 Hammersmith & Fulham has the highest number of households who rely on on-street parking – 
typically between 81 – 100%, with the exception of the northern part of the borough around 
Shepherds Bush and White City. 

 The only other areas that have similar levels of on-street dependencies are Maida Vale and 
Stonebridge, both located in the southern part of Brent. 

 Elsewhere a greater number of households have access to off-street parking, typically the further west 
(away from inner / central London). This includes the northern part of Hillingdon as well as areas of 
northern Harrow.  

 Osterly and Heston, in Hounslow, where EV uptake is expected to be relatively high is also noted as 
having relatively low levels of on-street reliance. 

NO. OF EVS CHARGING ON-STREET IN 2020 

Figure 4-6 confirms that typically on-street EVCPs are likely to be required in the eastern areas of WestTrans, 

and at local centres and areas of particular building stock, where the number of households with off-street 

parking is more limited. This includes areas such as: 

 Ealing Broadway; 

 Northolt (south of the A40); 

 Chiswick; 

 Harrow; 

 Craven Cottage / Earls Court; and 

 The south eastern part of Brent (including Maida Vale – Stonebridge) 

NO. OF EVS CHARGING ON-STREET IN 2025 

Figure 4-7 shows a similar pattern to that described above, with the aforementioned areas expected to have 

the greatest requirement for on-street EVCPs. These hotspots move from having a forecast requirement for 

around 26-50 on-street EVCPs per MSOA in 2020, to around 126-150 EVCPs in 2025, a 300% increase.   
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Figure 4-6 % Households with no off-street parking  
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Figure 4-7 Absolute numbers of EVs charging on–street in 2020 
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Figure 4-8 Absolute numbers of EVs charging on–street in 2025 
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4.5 CAR CLUBS 

Car clubs enable flexible access to cars, where the car is not privately owned by shared by members and 

customers who use it on an occasional basis, enabling them to choose the most appropriate mode of transport 

for each journey. 

 

The car club sector has experienced rapid growth globally, with the trend towards smart and shared mobility 

intensifying. There are now over 5.3 million users of car clubs globally and this figure is projected to rise to over 

26m by 2020. In the sub-region, as of 2015/166 there are a total of nearly 17,000 people registered as car club 

members along with a total of 322 car club cars. A breakdown of this is set out in the figure below.  

 

Figure 4-9 Current Car Club Vehicles / Members in WestTrans 

 

 

The current car clubs bays, as shown in Figure 4-9 (overleaf) are primarily located in the eastern part of the 

sub-region and in particular, Brent, Ealing and Hammersmith & Fulham. A previous study by WSP and SDG for 

West Trans (West London Car Club Strategy) highlighted the areas of potential demand for new car club bays. 

As demonstrated overleaf, the highest potential is seen to be areas closer to Inner / Central London at locations 

near local centres and with good access to public transport. 
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Figure 4-10 Existing Car Club Bays and potential demand heat map 

 

4.5.1 TYPES OF CAR CLUBS 

There are a number of distinct types of car club scheme in operation. The main model to date has been the 

round-trip or ‘back to base’ scheme, where the member rents a vehicle from a designated bay, usually on-

street and designated to the car club operator by the Borough, and returns it to the same location at the end of 

the rental period.  

 

Fixed one-way car sharing involves a member starting a reservation in an available car at a designated parking 

bay and driving to another designated parking bay, where the reservation ends.  

 

A more recent model is the emergence of ‘floating one-way’ schemes, whereby cars are available for one-way 

rentals and can be dropped off at a location other than the pick-up point, but must be parked within a specified 

geographical operating area, allowing for one-way trips or round-trips. 

 

Figure 4-11 Types of car clubs 
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Based on a previous study WSP and Frost & Sullivan undertook for TfL, which entailed consulting with car club 

operators to understand their aspirations for introducing ULEVs into their fleet, we have been able to estimate 

the potential demand amongst operators for ULEV Car Clubs within the sub-region (Table 4-1), and the 

associated EVCP requirements to support this. 

 

Table 4-2 Forecast ULEV Car Club Vehicle Growth Vs EVCP Requirements 

 

MID-RANGE 
FORECAST ULEV CAR 

CLUB VEHICLES 

ESTIMATED CAR 
CLUB EVCP 

REQUIREMENTS 

2018 136 246 

2020 598 1,162 

2025 1,062 2,091 

 

One of the key considerations from the operators perspective of promoting EVs is that it is the fixed one-way 

(i.e. BlueCity) and Floating one-way models that best suit operation with ULEVs within their fleet. As they are 

more geared towards shorter distance travel within urban areas, whereas many back-to-back base vehicles are 

used over the weekend on longer distance journeys outside of urban areas. This trait was reflected in the 

findings of the study, with significant growth in ULEVs clearly concentrated amongst these models.  

 

Another important distinction between these models are the requirements they pose in terms of charging 

infrastructure. The ranges of EVCP ratios identified by charge point operators are outlined in the table below. 

Back-to-Base is predicted on a single EVCP bay per vehicle, with more limited scope for sharing the space. 

Fixed one-way requires some contingency and allowances for tidal flows of vehicles. Floating one-way requires 

widespread provision of EVCP bays, particularly in the longer term where the aspiration is for users to charge 

the vehicles and minimise the artificial redistribution.  

 

Table 4-3 Forecast ULEV Car Club Vehicle Growth Vs EVCP Requirements 

 

MINIMUM 
EVCP 

REQUIREMENT 

DESIRABLE 
EVCP 

REQUIREMENT 

CHARGE 
POINT 

OCCUPANCY 
CHARGE POINT AVAILABILITY FOR 

OTHER USERS 

Back-to-Base / 
Return / Round Trip 

1:1 75 – 100% 
Typically dedicated – some may allow limited 

access via booking systems 

Fixed One-Way 
(Point-to-Point) 

1:2 1:2.5 50 – 75% Some access via booking systems 

Floating One-Way / 
Flexible 

1:2:5 1:10 <25% Fully accessible 
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5 CHARGING SOLUTIONS 

5.1 INTRODUCTION 

This chapter sets out and analyses a wide variety of EVCPs technologies, including charging solutions that are 

either in use or under development elsewhere in the UK or internationally. 

5.2 TECHNOLOGIES 

The most established options are summarised in the figure below and subsequently discussed in more depth 

below. 

Figure 5-1 Charging solutions 

 

5.2.1 CONVENTIONAL EVCPS 

Standard charge points with a 3.7-7kW capability are by far the most common form of on-street charge points 

currently deployed, albeit fast charge points with 11-22kW capability are also a well-established technology. A 

double headed post positioned between two parking bays is capable of charging two vehicles. The posts require 

dedicated EV only bays, which could be further restricted to car clubs only, or to residents only if paired with 

resident parking schemes. 
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Figure 5-2 Conventional EVCPs & Shared Charge Point Options for Residents 

 

 

 

 

 

 

 

 

 
 

 

 

 

 

 
In the context of residents charging, 
variable ratios of EVCPs to residents 
can be deployed as demonstrated in 
the figure to the right. For example, a 
single post might be shared amongst 3 
residents (1:3), 2 residents (1:2), or 
installed on a 1:1 basis. 

The advantages and disadvantages of a  
conventional EVCP is summarised below:  

 

Advantages 

 Proven conventional 
charging technologies. 

 Scope to install points 
close to residents. 

 Good fit with controlled 
parking zone (CPZ) 
permit restrictions - 
access can be limited to 
residents/ EVs only. 

 In principle, car clubs 
could also operate from 
the charge points if terms 
could be agreed. 

 Suitable charging speeds 
for use in overnight 
charging. 
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5.2.2 SOCKET NETWORKS 

A number of innovative charging solutions where charge points are installed into streetlights and other street 

furniture are currently under development, with trials planned in Oxford in 2017 and other small-scale trials 

already underway in Hounslow and Kensington and Chelsea. 

 

These types of technologies vary, from what are in effect conventional charge points as described in the 

preceding sections housed within a lamp column, to inert sockets and “intelligent charging cables”, where the 

technology in the charge point itself is stripped back to simple low-cost socket, and the communications device 

and meter are integrated within the charging cable. The socket network model is based on providing a trickle 

charge – a low power AC single phase connection at 3kW per hour rate; though it is possible to upgrade them 

to 7kW. 

 

The sockets are highly versatile and could in principle be deployed to provide on-street charging in a variety of 

formats, as illustrated in the figures below. A critical factor would be where the lamp column itself is located on 

the street. A lamp column set back from the kerb would result in the cable trailing across the public footway and 

present a trip hazard. 

 

The socket networks may not require dedicated EV only bays, as the concept would be that their low cost 

enables them to be deployed widely, such that the EV owner would always be able to park next to one. In the 

case of the trial underway in Hounslow, a ratio of 3 sockets is installed per resident application – as illustrated 

in the figure overleaf. 

 

 

 

 

 

 

 

 

 

 

 

 

Disadvantages 

 High upfront installation costs. 

 Commercial viability – long payback periods. 

 Shared access model requires clustered demand. 

 Availability not guaranteed – shared use might require a booking system and entails 
management/administration. 

 Political acceptability. 

 Loss of parking bays, particularly if double bays. 

 Growing battery capacities mean diminishing capability of slower charging rates to cater 
for multiple users over time. 

 Visual intrusiveness and limiting of footway widths. 
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Figure 5-3 Sockets (i.e. Streetlight chargers) (<3.5kW) 

 
 

The advantages and disadvantages can be summarised as: 

 

  

Advantages 

 Innovative and low-cost solution. 

 Versatile - good scope for up scaling. 

 Simple payment model, user connected 
directly to the electricity Distribution 
Network Operator (DNO). 

 Lessens street scene impact. 

 Floating Car Clubs could benefit from 
widespread socket network. 

 Lessens need for EV bays as sockets 
proliferate. 

Disadvantages 

 Technological risks – new technology, trial phase. 

 Requires market acceptance from multiple stakeholders – DNOs, Boroughs, suppliers. 

 Trickle charging - low power AC single phase connection, up to 7.5kW may be possible with 
earthing mats etc.  

 Accessibility to the chargers may be difficult without designating bays. 

 Potentially limits scope to capture additional revenue. 

 Requires users to own an intelligent charging cable (£400). 
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5.2.3 CONVENTIONAL WALL MOUNTED – OFF STREET 

Beyond the provision of on-street charge points, there are examples of other third party sites (businesses, 

councils, hospitals) opening up their parking spaces for use by non-staff / visitors outside operating hours, 

providing additional revenue streams. This is usually off-street with a charging point mounted on a wall. One 

such model is the use of shared parking Apps, such as JustPark (formerly ‘Park-at-my-House’) which includes 

a number of off-street bays at private homes. 

 

Figure 5-4 Conventional Wall Mounted – Off-Street (3rd Party Host) 

 
 

The advantages and disadvantages can be summarised as: 

 

 

Advantages 

 Low cost option. 

 Efficient use of existing parking. 

 Payment and administration can be 
managed through Apps or supplier 
back office systems. 

 Fits with rapidly evolving urban 
mobility landscape / sharing 
economy. 

 Deliverable – already happening at a 
smaller scale. 

Disadvantages 

 Niche solution – limited to the proximity 
of host site and the level of interest / 
awareness by hosts. 

 Accessibility – requires access to private 
off-street car parking outside of opening 
hours. 

 Dependencies on Third Party and risk 
access being removed. 

 Unclear business model in the context of 
residents charging. 
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5.2.4 RAPID CHARGES – REMOTE CHARGING 

In principle rapid chargers could be installed in 

a similar format to that of petrol stations, on 

the basis that their recharging times are closer 

to those of conventional internal combustion 

engine (ICEs) vehicles (~20 minutes for 80% 

charge) than conventional EVCPs. This model 

might be one option for homes which are not 

able to accommodate any form of on-street or 

domestic charge point, particularly if they were 

paired with supermarkets or other amenities, 

so users could tie in routine trips to a rapid 

charger with other errands. 

 

These points also require dedicated EV only 

bays, which could be further restricted to car 

clubs only, or in principle residents only if 

paired with resident parking schemes, though 

the latter may not be desirable from an operator’s perspective.   

 

As a remote or intermediate charging solution, rapid chargers would necessitate far lower ratios of EVCPs to 

residents/car clubs. The precise number of residents/car clubs a single rapid charger could supply varies 

depending on a wide range of factors, including the availability of other nearby chargers/ networks, the user 

type and location (i.e. whether it is in a service station catering for longer distance through traffic, or on local 

street catering more exclusively to a local catchment). A reasonable estimate might be to assume a rapid 

charger is capable of sustaining up to 84 vehicles per week, on the basis of each being able to charge at least 

6 vehicles a day at convenient times for residents/car clubs, and assuming each resident would recharge fully 

at that charger only once a week, and may use other Rapid Chargers in the wider network. It also assumes that 

each Rapid charger is a Triple Charger with AC and DC connectors, capable of charging two vehicles at once 

(at a de-rated supply of 25kW to each). 

 

Hackney Council launched London’s first rapid on-street EVCP in 2015 to support the expansion of electric car 

clubs and floating car-sharing schemes, such as DriveNow, which currently runs 30 zero-emission BMWi3s in 

London. The initial registration fee for the rapid charger is £20. After the first year, there is an annual 

administration fee of £20 which will be automatically deducted from users accounts each year on the anniversary 

of their joining date. The Council has partnered with Charge Point to operate and manage the network, who 

have responsibility for responding to any queries users have about the charging units, as well as for account 

management and payment processing.  
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The advantages and disadvantages of this charging solution is summarised below: 

 

 

Figure 5-5 Rapid Charger Supporting Power Infrastructure (Feeder Pillars) 

 

 

Advantages 

 The convenience of more rapid 
charging appeals to many. 

 The lower density of points. 

 Comparatively deliverable as 
remote chargers can be more 
selective on where infrastructure is 
located. 

 Familiar behaviour – ‘petrol station 
model’. 

 Could be integrated into other 
routines, food shopping etc. 

 Supports Car Clubs, particularly 
floating car clubs where users are 
incentivised to return vehicles 
charged. 

 Serves as part of a wider network 
role. 

Disadvantages 

 Remote charging - inconvenient to 
charge away from home. 

 High cost of rapid chargers. 

 Availability not guaranteed – shared 
use might require a booking system 
and entail management/ 
administration. 

 Not all vehicles support rapid 
charging (only one PHEV model so 
far does, the Mitsubishi Outlander). 

 Difficulties in identifying suitable sites 
with sufficient power supplies, 
accessibility and visibility to passing 
motorists. 

 Visual intrusiveness and limiting of 
footway widths. 

 Large Feeder Pillars can be difficult to  
accommodate on-street (see Figure 
below) 
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5.2.5 OTHER TECHNOLOGIES 

There is also an array of other charging technologies still in the early stages of development/market acceptance, 

which have not been considered further at this stage, including:  

 Inductive Charging 

This is a wireless system that uses the principle of electromagnetic induction. A magnetic field generated 

by an alternating current in a primary coil (the charging pad) induces a current in a nearby secondary coil 

(the EV). The charging pads can be embedded within parking bays and could potentially be supplied and 

installed on an on-demand basis with contributions from residents. However as yet bespoke kit is required 

for each vehicle, which does not come as standard on vehicles. Unlikely to be viable solution in the medium 

term. 

 Portable Charger 

With the introduction of energy storage solutions in a number of alternative energy projects, it is possible to 

consider electricity being delivered from a storage vehicle. There are already products designed and 

marketed for roadside recovery services, so it is possible to rescue a stranded EV driver. Web based 

booking facility and rapid charging technology could make charging available without the addition of any 

further street furniture, or the issues with parking. The challenges are that battery storage capacity would 

be constrained by weight and volume, and parking the service vehicle delivering the charge would be 

present an additional obstruction on the highway, if it cannot be parked kerbside. 

 Battery Swap 

Battery swap technology attracted a lot of attention and investment earlier in the 2010s, with BetterPlace 

investing significant sums launching trial networks in a handful of countries globally. However the operation 

filed for bankruptcy in 2013 and at that time the prospects for the technology looked bleaker. Tesla recently 

(March 2015) appeared to revive the approach though, as they announced that they are continuing to 

investigate and develop this technology with a view to incorporating it within its future models. Battery swap 

technologies entail shortcutting the process of recharging the vehicles battery by simply removing it and 

replacing it with a fully charged replacement.  

 On-Street Charging – Trailing Cables and Matting 

A low tech and cost effective solution would be to permit residents to trail cables from a home charging 

unit and over the public footway to their vehicle, covered by safe and secured rubber matting.  Secured 

matting is regularly used in public spaces and areas of high footfall to cover wires on a temporary/semi-

permanent basis. A key difficulty with this approach however is that the Council risks liabilities and 

exposure to legal claims - without an explicitly worded revision to priory legislation to remove any possible 

Local Authority of liabilities, the risk of prosecution remains. The London Local Authorities and TfL Act 

2013: Chapter 5. Section 5 goes a long way towards alleviating Boroughs and TfL, and placing the 

liabilities on the individual EV user, but only specifically for charge points on public highways or off-street 

car parks. 

 On-Street Charging – Duct & Camber 

An alternative approach to trailing a cable from a resident’s home charging unit and over the public footway 

is to enable them to pay for a duct and camber to be installed in the footway so the cable can be safely 

stowed away. In this situation, a lockable cover at the kerbside could be used to access the charger and 

reach the EV. This is illustrated in the figure below. 
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Figure 5-6 Duct and Chamber for trailing cables from a wall mounted domestic charger 

 
 

Whilst this option is relative inexpensive (approx. £350-£400 per installation) and removes trip hazards 

associated with the trailing cable, it does potentially obstruct access to a multitude of services running parallel 

to the carriageway. As such, it is likely the chamber would need to be disturbed by utilities providers who require 

access and would result in the chamber being dug up, and so require re-instatement at additional expense, 

either to the resident or the Council. 

 

This option also presents maintenance liabilities to the Council, with a risk that they would be required to 

maintain each of the ducts and cambers as part of routine maintenance and may have to take on ‘back office 

roles’ such as providing keys and replacement keys for the lockable covers. 

 

5.3 FUTURE DEVELOPMENTS IN CHARGING 

The electric vehicle charging landscape is a highly complex and fast moving sector, shaped by rapid 

technological developments in the vehicles and batteries, as well as the charge points themselves. The 

technologies themselves are only one facet of a much wider ecosystem, which also features planning, 

legislative issues, power generation, power networks, civil engineering, land availability, parking, charge point 

operations and management and business models. 

 

Whilst this report seeks to provide short to medium term advice on developing the charging infrastructures to 

support EV uptake, this section aims to provide some insights as to the possible future developments in EV 

charging over the medium to longer term. 

 

Large reductions in charge point costs – it is reasonable 

expect to significant reductions in the cost of charge points 

over time. To date they have been installed in relatively small 

batches, and with many stakeholders still familiarising 

themselves with the technical requirements. Second and third 

generation charge points are proving to be considerably more 

reliable than first generation points. 
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Some standardisation of charging protocols - the latest EU directive should serve to stabilise the number 

of standards in use, with Type 2 and the Combined Charging System (CCS) looking most likely to become the 

dominant forms in the European mass-market in the longer-term. 

 

Rapid charging speeds will increase significantly – There are significant technological developments 

underway with regards rapid charging, from 50 kW to at least 350 kW in the medium term. The CCS is already 

compatible with 150kW, and most fast charger manufacturers have decided to skip the intermediary step of 100 

kW fast charging and instead moved directly to include 150 kW support. But the exact timescales are difficult to 

predict.  

 

Improving Battery chemistry supporting ultra-rapid charging - a critical 

dependency for the roll out of ultra-rapid chargers will the rate of evolution of 

battery cell chemistry to support the available power transfer. The battery 

management system will have to be suitably developed, and the chemistries 

thermally stable and have the power capability to accept these very high 

charges without damaging battery cycles. This is unlikely to present an issue 

if the battery being charged has a 150-180 kW capacity, but would be more 

problematic for smaller battery packs (i.e. the 20-30 kWh batteries in many of 

current generation of EVs). There is little consensus on the likely timescales, 

but some forecasts suggest they will have developed to such a level that a 

less than 20-minute charge will provide EVs with the same range as 

conventionally powered cars. 

 

More EVs supporting faster charging - many of the key car manufacturers have introduced - or are about to 

introduce vehicles supporting faster charges: 

 German car manufacturers such as Volkswagen, Audi and Porsche feel that ultra-fast charging is critical 
for the adoption of electric cars. BMW, Nissan, Volkswagen and Ford confirmed battery upgrades in 2016 
for existing EV models. This may open the possibility that they implement fast charging up to ~80 kW, 
within the existing CCS standard.  

 CharIN is currently working on enhancing the CCS standard to support 150 kW charging by increasing the 
maximum current (Amperage). Several car makers want to increase the charging speed by increasing the 
maximum voltage as well.  

 Charging initiative (launched in 2016 by BMW, Audi, VW, Porsche, Daimler, Ford, Mennekes, GM, 
Phoenix contact, TUV) is aiming at developing and establishing the CCS as the standard for charging 
battery powered electric vehicles of all kinds3. It envisages using CCS for rates up to 350 kW.  

 Audi’s Q6 e-tron quattro concept. This full electric Audi is able to charge at 150 kW and will go into 
production in 2018.  

 Porsche’s Mission E concept is scheduled for 2020 and supports charging at 300+ kW. Both cars feature 
a large battery of at least 90 kWh and a range of 500 km.  

 Japanese car makers are also working on higher fast charging speeds. The CHAdeMO Association 
announced the 150 kW standard in June 2016. The next generation Nissan Leaf might be the first car to 
support 150 kW using CHAdeMO.  

 KIA introduced the Soul EV in 2014 with support of charging up to 100 kW using CHAdeMO, 
demonstrating that charging faster than 50 kW was possible. However, no infrastructure of 100 kW 
CHAdeMO fast chargers was available due to the lack of an official higher powered CHAdeMO standard.  

 Hyundai announced the 2016 introduction of the full electric Ioniq Electric and confirmed that it would be 
able to charge at up to 100 kW using CCS. 

 General Motors brings the Chevrolet Bolt EV to Europe as the Opel Ampera-e in 2017. Officially the 
Ampera-e supports 50 kW CCS fast charging. It may be prepared for charging up to 80 kW using CCS.  
Higher power rapid AC/DC charging stations are more expensive to install, requiring a higher capacity 
infrastructure than conventional charge points.  
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Increasing battery capacity and range – researchers at multiple universities globally are developing 

innovative batteries to revolutionise ULEVs7: 

 Chemical engineers at the University of Cambridge have created a prototype for a lithium air-breathing 
battery, which is a fifth of the price and a fifth as light as lithium-ion batteries. Lithium-air batteries use 
oxygen from the surrounding air, and lithium is a low density material. This battery will allow an electric car 
to potentially drive for 800km between charges. However, practical implementation is still a decade away. 

 The Spanish Graphenano, along with its Chinese partner Chint, has recently introduced a graphene car 
battery called Grabat. This technological innovation has the potential to allow electric cars a driving range 
of up to 500 miles on a single charge, with the battery being fully charged in eight minutes. Graphenano 
are currently in active negotiations and agreements with large multinationals covering various sectors. 

 A team of engineers at The University of Texas have developed the first solid state lithium-ion battery that 
is more stable and safer than current batteries. The battery can operate to completely charge a battery 
within seven minutes which makes it ideal for electric cars. However, the technology still poses challenges 
and therefore will not be available for a while. 

 Researchers at Massachusetts Institute of Technology (MIT) and Tsinghua University in China have 
created a nano ‘yolk’ and ‘shell’ battery. The ‘yolk’ inside can change size without affecting the shell 
improving the battery life, capacity and power. Production is inexpensive and it can be easily scaled to be 
applied in electric cars. Tests are reportedly going positive, so the battery could appear soon.  

 

Bigger batteries, requiring fewer but longer lasting charges – as battery capacitates increase, the relative 

number of full battery recharges required will decrease (if we assume distances travelled remain broadly flat). 

The implications of this trend on recharging are not immediately clear however. It is possible that over time 

recharging behaviour may: 

 Evolve towards current internal combustion refuelling habits, i.e. occasional remote charging from empty 
to full, particularly if ultra-rapid chargers are commonplace. 

 Alternatively regular top-up charging from home, drawing more modest amounts of charge little and often 
could be the norm, i.e. like recharging a mobile phone.  

 Or perhaps something in the middle, for example recharging once or twice a week from a semi-local 
charge point shared amongst several users per street/ neighbourhood.  

 Or a combination of all the above, depending on highly localised factors influencing the charge point 
options available. 

It seems likely that charging will continue to take place predominantly at home via domestic charge points 

wherever possible, certainly for those with off-street parking, as this offers the greatest convenience to the 

user. 

 

Next generation smart street-

lights featuring charge points as 

standard - LED streetlights will 

slowly replace conventional models, 

saving on energy usage. They also 

seem likely to increasingly feature, 

smart technologies, such as sensors 

to monitor activity, enabling lighting 

to be dimmed during periods of 

inactivity, as well as monitoring 

parking utilisation and performing 

safety/security, data capture roles. 

These next generation street lights 

may also feature charge points as 

standard, particularly in areas with 

limited off-street parking and sensitive street scenes.  

                                                      

 
7  http://www.pocket-lint.com/news/130380-future-batteries-coming-soon-charge-in-seconds-last-months-and-power-

over-the-air  

http://www.pocket-lint.com/news/130380-future-batteries-coming-soon-charge-in-seconds-last-months-and-power-over-the-air
http://www.pocket-lint.com/news/130380-future-batteries-coming-soon-charge-in-seconds-last-months-and-power-over-the-air
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Vehicle-to-Grid and the emergence of battery storage as a key mechanism for storing renewable 

energy - The growth in renewable energy generation through solar and wind will drive developments in home 

battery power storage systems. Tesla’s Powerwall offers home energy storage from solar cells, and car 

makers like Nissan believe EVs also present an ideal method for this storage. Vehicle-to-grid entails vehicle 

batteries being charged by a renewable supply, then plugged it in at home, not to recharge but to power the 

home. Vehicle-to-grid trials are currently taking place in Denmark. Older EV batteries can also be recycled as 

scalable, affordable static storage for solar arrays at home.  

 

Additional charging technologies built into the EVs – as the market matures it seems likely aspects of the 

recharging technologies currently facilitated within each charge point will be incorporated within the vehicles 

themselves, particularly telecommunications devices which register the vehicle and account details drawing 

the charge. For example the intelligent charging cable used by the Ubitricity model could be incorporated 

within the car rather than in the cable.  

 

Inductive charging – in the medium to longer term inductive charging is likely to emerge as a more credible 

charging option. To a large extent the technology is already available, but collaborations and agreements 

amongst manufacturers and 

OEMs are still in the early 

stages, though BMW is 

working with Daimler to 

standardise induction 

charging. Overcoming the 

costs and delays in installing 

inductive charging at a large 

scale on-street with be 

another significant barrier for 

the technology to overcome. 

Eventually though this 

technology may well then be 

followed by the introduction 

of dynamic Inductive vehicle 

charging, for example 

providing top up charges whilst waiting at traffic signal junctions. As with static inductive charging, the 

technology is already largely developed, and it will ultimately come down to whether there is a business case 

and commercial model to justify the investment from a wide range of stakeholders. 

1 – Power Supply 

2 – Transmitter Pad 

3 – Wireless Electricity & Data Transfer  

4 – Receiver Pad 

5 – System Controller 

6 – Battery 
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6 CHARGE POINT NETWORK 

OPERATIONS AND DELIVERY MODELS 
As important as the types of charging technologies in determining a strategy for the borough are the means by 

which the network is delivered and operated. This is a particularly complex aspect of the nascent ULEV sector, 

and is especially liable to change. As such we can only hope to outline in general terms the broad range of 

options at a point in time, and it should be recognised that market developments could change the relative 

suitability of different options. 

 

For simplicity we have summarised the different options as consisting of conventional EVCPs, sockets / 

streetlight chargers or Rapid chargers. Within these are sub-categories distinguishing between different 

available business models/ delivery models, as each has slightly differing implications for the borough, 

operators, charging solution and end user. 

Table 6-1 Charge Point Network Operators and Delivery Models 

CHARGE 
POINT TYPE 

CASE STUDY EXAMPLES 

Network operator Delivery Models Description 

Conventional 
Charge 
Points 

A 
Source London, BluePoint 

London 

Established Pan-

London Public Network 

 Available to Source London members, 
residents and car clubs 

 London-wide 

 On-street and off-street 

 Potentially some element of demand 
responsiveness to resident requests 

 Charges £4 per month membership 
fee plus either:  

Rapid (£1.80 session fee + 
£0.30 per kW/hr), or 

 3kW/7kW (3.6p per min of use) 

B 

Other Privately Operated 
Public Charge Point 

Networks (Polar – 

Chargemaster, Tesla etc.) 
Other Public Networks 

 Available to Polar members, residents 
and car clubs 

 London-wide 

 Off-street 

 POLAR charges £7.85 per month 
membership fee + £0.09p per kW/hr 

C 
StreetCharge, Westminster 

Trial 

Residents Only Charge 

Points - Demand 

Responsive 

 Available to residents 

 Borough specific – but with scope to 
be London-wide in principle 

 On-street  

 Entirely  demand responsive to 
resident requests 

 Charges - approximately £35 a week 
inclusive. 

D 

London Councils Delivery 
Partnership, GULCS funded, 

procured via the Delivery 
Partnership and operated by 

appointed suppliers/operators 
(TBC) 

Resident¹/ Car Club 

Only Charge Points - 

Demand Responsive 

 Available to residents and/or car clubs 

 London-wide 

 On-street 

 Demand responsive to resident/ car 
club requests. Could also be delivered 
more widely (plan led), though funding 
is limited. 

 Charges TBC 
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Sockets / 
Streetlight 
Chargers 

E 
Ubitricity Streetlight 

Chargers, Hounslow Pilot 

Resident Only¹ Charge 

Points – Demand 

Responsive 

 Available to residents 

 Borough specific – but with scope to 
be London-wide in principle 

 On-street  

 Demand responsive to resident 
requests. Could also be delivered 
more widely (plan led). 

 £0.14 per kW/hr and a monthly fee of 
around £10. 

Rapid 
Chargers 

F 

TfL Rapids Scheme 
Concessionary framework,  

TfL funded site preparation, 
operated by selected 

concessionary operators 
procured via the framework 

Public Networks 

 Publicly available, though with some 
restricted to taxis/ private hire only. 

 London-wide 

 On-street and off-street 

 Charges TBC 

G 

Other Privately Operated 
Public Rapid Charger 

Networks (Tesla, Polar, 

Ecotricity, Source London etc.) 
Public Networks 

 Available to members 

 London-wide 

 On-street and off-street 

 Ecotricity charges £3 session fee for 
up to 45 minutes + 17p per kW/hr 

 Tesla owners receive 400 kWh of free 
Supercharger credit. Beyond that it 
costs 20p per kWh.  

 
¹  Resident Only but only due to being installed in resident only bays, not otherwise restricted in principle to other users 

(i.e. car clubs or visitors), and who in the case of Ubitricity own an intelligent charging cable.  
 
 
 

6.1 CASE STUDIES 

CASE 

STUDY A 

Source London, BluePoint London 

 

Conventional EVCPs 

Established Pan-London Public Network 

Source London is a London-wide electric vehicle charge point network with some 1,400 charge points, 

including slow and fast points by a range of legacy suppliers, and their own IER charge point models. The 

network was taken over by IER, a subsidiary of the Bolloré Group, in 2014.   

As of October 2016 ChargePoint Services Ltd (Chargepoint Genie) and Bluepoint London Ltd (Bollore / 

Source London) have reached a partnership agreement to develop the number of Rapid Chargers as a part 

of the Source London network, as well as offering full inter-operability to their respective members. 

Since 2014 IER has been in negotiations with London Boroughs over a variation order to their contracts with 

Source, which is understood8 to include seeking full ownership of the EVCPs and a 99 year lease on the 

parking bays, with a minimum break period of 4 years, or 8 years for any new bays. Under this arrangement 

they will take on all responsibility for the maintenance and electricity costs. The fee paid to lease each parking 

                                                      

 
8 LTT 28 November 2014 
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bay is understood to be negotiated with each borough, based on a the commercial attractiveness of the site 

to IER and parking revenue foregone by the borough, in addition to a profit share of around 20% on BluePoint 

London’s pro-rata year end profits for the Boroughs share of the network.  

The alternative arrangement (Partial Ownership) sees the Borough continue to own the asset and be 

responsible for maintenance costs. With IER reimbursing the Borough for its use, and delivering the 

maintenance (but charging this back to the Borough).  

At the time of writing it is understood 16 of the 25 London Boroughs have signed the variation orders over to 

full ownership. It is noted from our discussions that there is a mixture 

of boroughs within the sub-region who have not currently signed the 

variation and continue to own the charge points and be responsible 

for their management and maintenance. 

It is understood that IER will seek to focus their deployment of EVCPs 

in clusters of 4 or more primarily around attractors/destinations (i.e. 

local centres, tube/train stations etc), though with some clusters 

amongst more residential areas (much like the cycle hire scheme 

potentially). This would likely limit the number of residents who can conveniently access them on a regular 

basis from their home to these areas.  

The role of the network in supporting the BlueCity EV car club is also a significant factor when planning to 

what extent these points may cater for local residents, and may mean in the longer term they primarily serve 

to support the BlueCity fleet.  

After some delays the launch of BlueCity was recently announced in the Borough of Hammersmith & Fulham, 

and it is envisaged it will be rolled out further over time. The scheme enables drivers who are registered with 

BlueCity to pick up a vehicle (from an initial 30 vehicles) from about 85 on-street EVCPs, and drop off at any 

of approximately 400 EVCPs across 16 other boroughs. The number of EVCPs is expected to rise to more 

than 1,000 by the end of the year9.  

At present Source London EVCP are located in over 30 sites with over 200 charging points in the sub-region, 

the most popular locations being:   

 Brent Civic Centre (48); 

 Stanmore LU Car Park (12); 

 Rayners Lane LU Car Park (12); and 

 Hounslow West Underground NCP Car Park (10);  

 

CASE 

STUDY B 

Other Privately Operated Public Charge 

Point Networks (Polar – Chargemaster, 

Tesla etc.) 

 

Conventional EVCPs 

Other Public Networks 

The POLAR network is the largest network of charging points across the UK, with members having access 

to more than 5,500 chargers, of which nearly 150 are located west London.   

                                                      

 
9 http://www.standard.co.uk/news/london/electric-car-hire-scheme-to-launch-in-london-a3513561.html 
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Chargemaster recently agreed a deal to acquire Elektromotive, which will see Elektromotive’s Charge Your 

Car (CYC) network come under the same umbrella as Chargemaster’s Polar set-up to forge the largest 

network in the UK. Both companies have extensive and established networks and will share aspects like 

technical customer support and maintenance resources.  

 

The Polar network is expanding into London and 

developing a network of rapids, and is currently looking 

for new sites. They have also recently extended their 

partnership with Q-Park, for whom they operate more 

than 100 charging points at Q-Park locations across 

London.  

 

As with the Source London network, an arrangement with Polar could in principle be negotiated between 

Chargemaster and a borough. However charge points within the Polar network are primarily in off-street 

private car parks of organisations that have entered into an agreement with Chargemaster. As such whilst in 

principle they offer an alternative option to Source London, they are likely to cater only to residents whom live 

within proximity of a suitable site.   

 

 

CASE 

STUDY C 

StreetCharge, Westminster Trial 

 

Conventional EVCPs 

Residents Only Charge Points - 

Demand Responsive 

An alternative model to the preceding public networks (which are more focused on visitors to 

attractors/destinations and longer distance trips on core routes), would be a network which specifically targets 

local residents without access to off-street parking, in areas which may not otherwise not be catered for by 

the larger networks, principally for use overnight by residents. 

Such a model is currently being piloted in Westminster by StreetCharge. Under the terms of this scheme, 

Westminster City Council (WCC) lease the highway to the operator who installs and manages the EVCP 

network at their own cost, and pay the Council a share of any profits.  

2-3 residents applications are required to enter into a 3 year contract and share a point, typically within a 2 

minutes’ walk time (or within 50m) of their home addresses. The EVCP is then available for exclusive use by 

the applicant residents overnight, but is then open access to other residents during the day – standard parking 

restrictions apply. 

The charges to residents are relatively higher however in order to pay down the cost of the charge point and 

cover electricity use (approximately £35 a week inclusive).  

A key requirement of such a scheme however is that it requires clustered demand for EVCPs – in order to 

spread the costs of installation and ensure sufficient usage to be commercially viable. For this to be an 

attractive proposition applicants would need to live in reasonable proximity to each other, so they each feel it 

is convenient and merits the high investment costs. As such this is perhaps an option more suited to central 

/ inner London hotspots, such as Hammersmith & Fulham, Chiswick and Ealing. 
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CASE 

STUDY 

D 

London Councils Delivery Partnership, GULCS 

funded, procured via the Delivery Partnership and 

operated by appointed suppliers/operators (TBC) 

 

 

Conventional EVCPs 

Resident / Car Club Only Charge Points - Demand 

Responsive 

As part of London’s successful bid to the Go-ultra Low City Scheme for funding, London Council’s and TfL 

committed to setting up a Delivery Partnership - a new London-wide body for deploying, managing and 

maintaining 1,150 residential charging points across for residents without off-street parking and 1,000 car 

club charging points across London by 2020. Two Delivery Partnerships (DPs) will be created: one for the 

residential charging scheme, and one for the car club scheme.  

This Delivery Partnership will likely take the form of a ‘public-private’ model, whereby a private EVCP 

operator will be procured competitively, and co-invest in the scheme. The operator will take on the 

ownership, maintenance and operations responsibilities and costs of the EVCPs, and contribute towards 

some of the capital costs, with the remainder of the capital cost paid by the GULCS funding and some level 

of local contribution. In return the private sector operator can generate revenues from it. At the end of the 

EVCP operator contract, the ownership of the infrastructure returns to the borough. 

This approach is comparable to one undertaken in the Netherlands for similar schemes for on-street 

charging in residential areas. Essentially due to the high costs of installing a charge point, it is not currently 

commercially viable for a private operator to respond to requests from residents and make a return without 

charging a very high fee to the end user (as in the StreetCharge pilot). So the Delivery Partnership scheme 

seeks to plug the ‘funding gap’, and make it a more attractive commercial proposition to private sector.  

The timescales for the Delivery Partnership scheme require the installation of points to begin from 2017 

onwards, with GULCS funding available over the next 3 years only. At the end of the 3 year GULCS funding 

the hope is that EVCP costs will have fallen such that the operator can then continue to grow the network 

on a commercial basis. If the commercial case still incurs a funding gap, in principle a new round of part 

subsidised public-private points could be delivered, gradually bringing down the level of public funding as 

the funding gap diminishes. In the Netherlands, several cities have subsidised the deployment of large 

EVCP networks for their residents using competitive tendering. This has driven prices down by a factor of 

around seven over 5 years, though some public subsidy is still required. 

Boroughs will likely be required to absorb costs associated with processing the traffic management order 

(TMO) and signing & lining), and probably contribute some level of match funding, but these details will not 

be confirmed until the procurement process is completed. 

In the interim while the Delivery Partnership is being set up and an operator is procured, boroughs have 

been invited to bid for an initial portion of the GULCS funding to install EVCPs in 2017. These would be 

procured centrally using the Crown Commercial Services Lot 10 framework for installing, maintaining and 

managing the charge points. Boroughs are required to contribute match funding and would own the EVCPs 

and have some contract management responsibility, prior to them potentially then being transitioned into 

the wider Delivery Partnership scheme once an operator is appointed. 
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CASE 

STUDY E 

Ubitricity Streetlight Chargers, Hounslow Pilot 
 

 

Sockets / Streetlight Chargers 

Resident Only Charge Points – Demand Responsive 

The London Borough of Hounslow (LBH) has ordered 75 units for an initial trial and 24 units have been 

installed. The model works in response to residents requests, and sees 3 streetlight sockets fitted within 

reasonable proximity of their home. The bays are unmarked, through consideration was being given to 

marking them out as advisory bays. 

Unlike the conventional charge point models, whereby the charge points are owned by the operator, 

streetlight chargers are purchased by the Borough and installed into their lamp columns, which they 

continue to own. Ubitricity have a 24 month warranty on the sockets.  

As such the business model is less established in the case of streetlight chargers. In the Hounslow trial the 

sockets and cables remain the property of the council. The exact terms of this agreement were not yet 

decided, but it was considered likely that they would remain Hounslow assets and there will be an option for 

the residents to purchase the cable. 

 Participants in the trial were asked for a £500 contribution towards the installation costs and provision 
of the cable; 

 £250 of which is refunded on return of user surveys. This however recoups only a very small proportion 
of the costs incurred. 

Payment goes to the energy supplier via Ubitricity, who monitor usage, bill the end user and process 

payments. Ubitricity levy an access charge.  

In regards to fees, the user pays 3 costs: their energy consumption in kWh (as recorded by their cable), a 

transaction fee for each charging process (set at 14p), and a monthly charge (around £10/month) which 

recoups the data costs for Ubitricity. As part of the trial Hounslow have chosen to take on this monthly cost. 

Going forward there is the potential for the borough to take a proportion of the revenue from the energy 

consumption, though further investigation was underway to establish the legalities of doing so. An 

alternative approach could be to make it an entirely resident-funded scheme, with the resident requesting 

the points asked to cover costs for the cable, socket and installation. 

A trial is also underway in the Kensington and Chelsea (KC), a partnership with the Royal Borough of KC, 

the DNO and Ubitricity, who have converted three street lights. This allows two local residents to charge 

their vehicles from a street light near their front door and receive accurate bills for their electricity use via 

their smart phone or computer. RBKC agreed to take part in this trial after residents made enquiries about 

greater availability of EV charging points and if the trial proves successful, it is expected that the Council 

will explore further opportunities for using street lights in this way. 

ALTERNATIVE STREETLIGHT CHARGERS OPERATORS 

Whilst Ubitricity is the most established operator for streetlight chargers, there is a growing number of 

operators entering the market. We note that there are at least four operators that TfL recommend using, 

one of which we note that the London Borough of Hackney is currently holding discussions with. The four 

known operators TfL are currently recommending includes: 
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 Char.gy 

The char.gy hardware utilises a compact charger that is installed to lampposts. It utilises existing street 

infrastructure so new cable doesn’t have to be laid. The OLEV grant and their leasing back of the 

equipment means there is no cost to the Council and they manage the installation, grant claim and all 

residents interactions. Other key information includes: 

 Solution is priced to make EV chargers ubiquitous with 4 charge points in one CPZ enabling up to 
16 residents bays. 

 There is no capital outlay and pay-as-you-go or subscription service meaning residents / users can 
top-up their car whenever they want to. 

 Bei Lighting Group 

EV Street Charge has developed a revolutionary new public facing EV charge point management 

system called ‘EV Charge Online’ to cater for EV drivers who wish to ‘pay as you go’. The ‘EV Charge 

Online’ enables EV drivers to simply pull up to a charge point and using their mobile phone, tablet, or 

in-car connectivity, point and pay on the sport for its use.  

 Rolec Services 

Rolec has recently launched a new range of public facing EVCPs which are incorporated within 

energy-efficient street lighting columns. The solution has been designed in conjunction with street 

lighting specialists BEI Lighting and Fabrikat to offer a highway specification, energy-efficient street 

light combined with Mode 3 EV fast charging facilities from within a durable traditional looking street 

light. 

 APT Controls Group 

More widely known for their Evolt Rapid range that can charge an EV in under 15 minutes and Street 

Charges that provide simple access and use using RFID proximity cards or pay as you go, APT are 

now entering the streetlight market.   

 Eluminocity, a partner of BMW 

Munich-based Eluminocity produce a modular Smart Streetlight and EV charging system, including 

various smart technology applications and sensors, enabling lighting to be dimmed after a period of 

inactivity. It has been pilot tested at six locations in Germany over the past two years, and is the 

planning stages in several US cities, including Chicago, New York, Los Angeles and Seattle. As with 

other models the challenge can be finding appropriate streetlights, they must be secure locations, with 

240 volts and a 40-amp circuit, Eluminocity offers 30 and 40-amp options. 
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CASE 

STUDY F 

TfL Rapids Scheme Concessionary framework,  

TfL funded site preparation, operated by 

selected concessionary operators procured via 

the framework 

 

Rapid Chargers 

Public Networks 

A Rapid Charging network has been identified as critical infrastructure to support the conversion of taxis 

and PHVs to zero or low emission, as required and promoted by the ULEZ. TfL has previously determined 

that the market alone will not provide charge points soon enough or widely enough to make the ULEZ 

viable, and that TfL’s intervention is therefore required. As with the GULCS Delivery Partnership scheme, 

this is due to the ‘funding gap’ whereby the potentially very high costs of securing land and upgrading 

electrical supplies limits the number of commercially viable sites the market alone can deliver. 

As such through this scheme TfL is looking to identify suitable sites for rapid charge points on TfL owned 

land and other publicly (i.e. borough land) and privately owned land, and has invited boroughs to propose 

potential sites, including Council owned car parks or on-street bays.  

GULCS and other funding sources will then be used to undertake all the preparatory works on the selected 

sites (i.e. upgrading electrical connections) ready for the installation of the rapid charging unit, ready to be 

offered to a private operator to supply the rapid charger at their own cost and operate the site under a 

concession. 

A framework contract for operators of rapid charge points will be established, with TfL and boroughs then 

able to use the framework to tender concession contracts to operators to install, operate and maintain rapid 

charge points on their sites.  

The project is tasked with delivering a total of 300 rapid charge points by the end of 2020. Interim targets 

are in place for the end of 2017 (75 charge points), the end of 2018 (150 charge points) and the end of 

2019 (225 charge points). Of the 75 charge points to be delivered in 2017, 45 must be dedicated to taxis. 

Taxi dedicated points will be delivered through installations at taxi rest and refreshment ranks as well as 

airports and stations.  

There is an expectation that the charge points dedicated to taxis should be in central London (plus 

Heathrow and London City airports) in line with forecast demand.  

Were the 300 rapid chargers distributed evenly amongst the boroughs this would equate to around 9 rapids 

being supplied per borough. The scheme will be partly focused on central/inner London, given its role in 

supporting the ULEZ. Though the lack of suitable sites available may necessitate more being placed further 

out, and there is understood to be a desire to ensure there is also a comprehensive borough wide network.  
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CASE 

STUDY G 

Other Privately Operated Public Rapid 

Charger Networks (Tesla, Polar, 

Ecotricity, Source London etc.) 

 

Rapid Chargers 

Public Networks 

Whilst we would anticipate the upcoming concessionary framework scheme becoming the first port of call 

for many boroughs, the London rapid charger marketplace is becoming increasingly competitive, and others 

may have established relationships with existing suppliers and established operators.  

A number of private rapid charge point network operators are seeking to reach separate agreements with 

prospective public and private sector land owners to secure the most lucrative sites, and would in some 

cases be willing to bear the full cost of the unit and installation. The negotiation would come down to the 

commercial terms for the lease of the bay and profit share arrangements.  

It is important to note however that unlike the TfL concessionary scheme, the costs of the installation would 

be borne by either the private operator or the borough, and as such the range of suitable sites is likely to be 

more limited to where no major power connection upgrades, sub-stations etc are required, and where sites 

are sufficiently prominent to attract high levels of through traffic to make the site commercially viable. 

 

 

6.1.1 ASSESSMENT OF TECHNOLOGY AND OPERATING / DELIVERY MODELS 

The preceding reviews were used to undertake an objective high level RAG assessment of the options against 

a broad range of criteria.  

 

Ultimately, the best option will vary for each borough, and for locations within in each borough, based on the 

weightings given to each of the assessment criteria, and the factors such as: deliverability, costs to boroughs, 

liabilities/ risks, revenue potential, the quality of the solution to the resident/car club, parking supply/revenue 

implications and streetscene impact. Other important factors include whether the EVCP needs to be on / off-

Street and on public / private land, whether a pay per use / subscription model best meets the demand, and 

whether the EVCP will be a primary / secondary source. 
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Table 6-2 RAG Assessment of Technology and Operating / Delivery Model Assessment 

TECHNOLOGY TYPE OPERATING / DELIVERY MODEL TYPE COST TO 

BOROUGH 

SCOPE FOR 

RESPONDING TO 

RESIDENTS 

REQUESTS 

REVENUE 

POTENTIAL TO 

BOROUGH 

DELIVERABILITY 

TIMESCALES 

RISK QUALITY OF 

SOLUTION TO 

RESIDENT 

SCALABILITY LOSS OF 

PARKING BAYS 

STREETSCENE 

IMPACT 

Conventional   
EVCPs 

Source London Public Network (via 
private agreement with BPL) 

         

Other Public Networks (via private 
agreement with i.e. Polar) 

         

Residents Only, Demand 
Responsive (via private agreement 

with i.e. StreetCharge) 

         

Resident / Car Club Only, Schemes 
Demand Responsive (i.e. procured 
via the GULCS Delivery Partnership 

schemes appointed operator/s) 

         

Sockets / Streetlight 
Chargers 

Public Networks (i.e. Hounslow’s 
Ubitricity Pilot) 

         

Rapid Chargers 

Public Networks via the TfL Rapids 
Scheme Concessionary framework 

         

Other Public Networks arranged 
privately with Polar, Source London 

etc 
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7 INSTALLATION, OPERATION AND 

MAINTENANCE OF CHARGE POINTS 
This chapter outlines the generalised process of installation, operation and maintenance for conventional charge 

points. 

 

The role of the borough need not be extensive in much of this process, and our recommendations will seek to 

limit the extent of borough resource commitments (i.e. staff time) to review and sign off roles, such that they can 

ensure acceptable locations are identified, a good standard of charge point is delivered, and ultimately hold the 

operator to account, without being drawn into becoming charge point operators. 

 

Of the installation, maintenance and operation tasks outlined below – only a limited number of these tasks need 

entail a significant borough role, whilst others require basic reviewer/approval roles. 

7.1 INSTALLATION 

The figure below illustrates the typical process for a residential scheme which is discussed further in the text 

below. 

Figure 7-1 Installation Process 

 

 

The process can typically be broken into ten tasks: 

 

Table 7-1 Installation Process 

Installation Tasks Task Description Task Owner/ Responsibility 

1 

Assess 

technology 

solution needed 

This involves determining whether there are 

specific charging requirements e.g. What 

EVCP types and access is required, whether 

there will be high usage, specific connector 

type, vehicle models. 

EVCP Operator Role 

Borough Role - review/approval 

2 

Site survey / 

investigation, 

design feasibility  

 

This would include checking with UKPN 

connection options. It is recommended that 

private operators liaise with the borough at 

an early stage to avoid investigation costs for 

a site that would ultimately be considered 

unsuitable. 

EVCP Operator Role 

Borough Role - review/approval 
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3 Obtain Borough 
Sign Off 

Borough officers to give formal sign off for 

the proposed EVCP site to be taken forward 

for consultation / TMO process 

EVCP Operator Role 

Borough Role - review/approval 

4 
Consultation / 
Issue TMO  

 

Plan and undertake consultations and review 

consultation feedback: 

 Traffic Management Order 

 Planning permissions – albeit not 
necessarily needed under permitted 
development rules 

 Arrange necessary NRSWA notices / 
permits and parking suspensions. 

Key Borough Role) 

5 

Obtain approval 

to proceed with 

sites 

 

Involves seeking of approval to proceed with 

sites in the form of Cabinet sign off and the 

approval of Council Members to proceed with 

the designation of the bay/s as EV only bays 

and for the installation of the EVCP, following 

the TMO process and deliberations regarding 

any objections received. 

EVCP Operator Role 

6 
Obtain highways 

license 
To enable road works to be undertaken. EVCP Operator Role 

7 

Procure a charge 

point   

 

Dependent on the approach, various EVCP 

manufacturers involved if the EVCP operator 

provides a catalogue of products. 

EVCP Operator Role 

(Potentially a Borough Role) 

8 

Electric 

connection 

preparation 

Electrical Supply Design, Setup energy 

supply with UKPN, DNO Connection and 

Meter Connection 

EVCP Operator Role 

9 
Installation 

 

 Installation works – Civils 

 Signage and road markings 

 Testing 

 Commissioning 

 Register charger point and add to 
maps / database for apps and 
websites 

 Provision of emergency access key to 
the borough. 

EVCP Operator Role 

10 

Issue 

membership 

 

Add end user to member list / issue fob / 

card if relevant. 
EVCP Operator Role 

: 

7.2 MAINTENANCE 

Roles and responsibilities will typically involve: 

 Performing preventative & safety checks 

 Responding to issues (replacing damaged sockets, doors, units etc) 

 Providing a decommissioning service 

 Managing any software upgrades 
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 Fulfil warranty and purchase guarantees, renewal letters and certification. 

7.3 OPERATION 

The operation and management of the charge point network would typically be undertaken almost entirely by 
the charge point operator. Roles and responsibilities will typically involve: 

 Back Office functions 

 Manage and maintain website/ App interfaces for charge point availability 

 Bookings, payment, registering memberships and renewals 

 End-user point of contact 

 Financial management 

 Receive revenue (related to charging services) 

 Pay costs (electricity costs, leasing costs, profit shares) 

 Helpdesk responses/ FAQs 

 Option to dispute /appeal Complaints  

 Reporting Data and Communications to Boroughs/ TfL 
 

Of these roles, only two would typically involve active borough support: 

 Parking enforcement (if on-street or in a publicly owned off-street car park).  

 Facilitating the option to dispute /appeal complaints (i.e enabling residents to have a formal complaints 
procedure via Councillors) 

7.4 COSTS AND REVENUE 

A detailed breakdown of the costs has been developed for the options discussed in Chapter 5, based on 

observed London EVCP installation costs, published values and consultation with Boroughs. 

 

The reference sources for each cost component include: 

 Unit Cost – Published values in the UK Electric Vehicle Supply Equipment Association *UKEVSE) 
‘General Procurement Guidance for Electric Vehicle Charge Points’ document. 

 Installation Costs - Based on WSP teams recent experience of delivering charge points for WCC. 

 Site Survey & Investigation Design - Based on WSP teams recent experience of delivering charge 
points for WCC. 

 Electrical Supply Design - Based on WSP teams recent experience of delivering charge points for WCC. 

 Trial Holes – Based on WSP teams recent experience of delivering charge points for WCC. 

 TMO – Based on WSP teams recent experience of delivering charge points for WCC. TMOs would 
typically be completed in batches of at least four for a cost of £2-2.5k. 

 Signing & Lining – Based on WSP recent experience of delivering charge points for WCC. 

 DNO Connector – Source London’s records of DNO connection cost averages WSP recent experience of 
delivering charge points for WCC. 

 Annual Revenue Costs – Published values in the UK Electric Vehicle Supply Equipment Association 
(UKEVSE) ‘General Procurement Guidance for Electric Vehicle Charge Points’ document. 

 

It is important to note that there is significant scope in variation in costs on a site-by-site basis and so the 

costings provided can only seek to provide a London-wide averaged low, base and high-cost range. 
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Furthermore, as installations have so far been at small scale / in small batches, it is expected that the rollout of 

several hundreds of EVCPs per year would bring economics of scales and efficiency gains. 

The table overleaf provides the costs associated with the four most common type of charging points which 

includes: 

 A ‘lowest’ case where all cost components are at their lowest value; 

 A ‘highest’ case, where all cost components are at their highest value10; and 

 An average case, representing the most often observed costs.

                                                      

 
10 Including the DNO connection being particularly high (£10,000), reflecting a connection that triggers a local electricity 

network upgrade 
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Table 7-2 Installation Costs and Annual Ongoing Revenue Costs 

 

 

CHARGING 

TECHNOLOGY 
CONVENTIONAL EVCPS 

RAPID CHARGERS CONVENTIONAL WALL 

MOUNTED 
SOCKETS/ STREETLIGHT 

CHARGERS 
Standard Fast 

Delivery Tasks 
Low-High 

Cost Range 

Low/Average 

Cost Range 

Low-High Cost 

Range 

Low/Average 

Cost Range 

Low-High 

Cost Range 

Low/Average 

Cost Range 

Low-High 

Cost Range 

Low/Average 

Cost Range 

Low-High 

Cost Range 

Low/Average 

Cost Range 

Infrastructure Cost £2,000-3,000 £2,250 £2,500-4,000 £3,000 £15,000-30,000 £20,000 £1,000 £1,000 £300-400 £325 

Installation Costs (Civils) £1,500-5,000 £2,500 £1,500-5,000 £2,750 £4,000-10,000 £5,000 £125-500 £500 £50-400 £75 

Site Survey / Investigation 

Design 
£850-3,000 £925 £850-3,000 £925 £850-3,000 £925 £125-500 £500 £350-1,100 £475 

Electrical Supply Design £1,500-2,500 £1,750 £1,500-2,500 £1,750 £2,500-5,000 £2,750 £0-500 £500 £500-2,500 £750 

Trial Holes £300-800 £400 £300-800 £400 £300-800 £400 - - - - 

TMO £600-2,500 £800 £600-2,500 £800 £600-2,500 £800 £50-600 £600 £0-2,500 £300 

Signing and Lining £300-1,000 £350 £300-1,000 £350 £300-1,000 £350 £0-250 £250 £0-400 £150 

DNO Connection £1,700-10,000 £1,850 £1,700-10,000 £1,850 £1,700-10,000 £2,100 - - £250-850 £425 

Meter Connection £150-500 £225 £150-500 £225 £150-500 £225 - - - - 

Annual Ongoing Revenue 

Costs (i.e. maintenance, 

back office, warranties) 

£910-2,850 £1,293 £910-2,850 £1,293 £1,560-7,300 £2,918 £360-1,850 £650 £260-900 £380 

Overall Installation and 

Annual Revenue Costs 

£9,810-

£31,150 
£12,743 

£10,310- 

£31,150 
£13,743 

£26,690-

£70,100 
£35,468 

£1,360 -  

£4,700 
£1,755 

£1,710 -    

£8,150 
£2,500 
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The figure below provides an illustrative breakdown of the composition of the costs associated with the 

installation of a conventional charge point. 

Figure 7-2 Breakdown of components and costs of on-street restricted access charging points 

 

 

 

 

 

 

 

 

 

 

 

 

Case Study: Previous consultation with industry representatives and other research have 

established that there are significant differences in the capital (£2.5k instead of £11k) and 

operating (£370 instead of £630) costs between the UK and the Netherlands, with 

significantly lower costs in the Netherlands than currently experienced in London.  

 

Whilst there is no single factor responsible for the cost differences, feedback suggested that 

in part the cost differential is down to the Dutch cities having adopted the bulk procurement 

models which resulted in significant efficient savings and economies of scales. 
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8 OVERVIEW & APPENDICES 

8.1 OVERVIEW 

Below we reflect on the seven objectives set out in Chapter 1 and summarise the findings of the study. 

 

There are five established options that are discussed in depth within Chapter 5. These include: 

 Conventional EVCPs; 

 Socket EVCPs (I.e. Streetlights); 

 Trailing cables from a wall mounted charger; 

 Conventional wall mounted – off street (3rd party host); and 

 Rapid Hubs. 

 

Furthermore, and as important as the types of charging technologies, is the means by which the network is 

delivered and operated. Chapter 5 sets out the various network operators and delivery mechanism on the 

market – distinguishing between different available business models / delivery models, each of which has 

slightly differing implications for the borough, operators, charging solution and end user. The main operators 

include: 

 

 Public Charging Network - Source London 

 Public Charging Network – Others, predominantly off-street (i.e. Polar / Chargemaster) 

 Resident Only Schemes Demand Responsive Schemes – i.e. StreetCharge 

 Resident/ Car Club Only Schemes – GULCS Delivery Partnership Scheme 

 Streetlight/ Socket Charger Public Networks 

 Rapid Charger Public Networks – TfL Concessionary Scheme 

 Rapid Charger Public Networks – Others (i.e. Polar) 

 

 
The maps set out in Chapter 4 highlight that coverage of EVCP infrastructure across the sub-region is patchy 

in places. Coverage is greater for the eastern part of the sub-region, albeit this does not necessarily equate to 

greater numbers of EVCPs. In Hammersmith & Fulham and Hounslow residents are generally within 1 mile of 

an EVCP. For the former, this is expected to be further improved with a further 21 sites identified for 

implementation of EVCPs before the end of 2017 that will ensure residents are located within a 400m radius of 

a charging point. 

 

The borough specific notes (included in the Appendices) discuss existing provision by number, type and location 

in further detail.  

 

 

 

 

 

Objective 1: Provide information on the different types and charging solutions. 

Objective 2: Identify the number, type and location of charging provision in the sub-region, as well as 

any targets and policies for EVs. 
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The key issues / constraints experienced by each borough can be summarised as: 

 

 LB Hillingdon 

Hillingdon benefits from the highest number of EVCPs in the sub-region. However, coverage is patchy. The 

Council acknowledge, throughout their policy plans that EVs can contribute towards improving the 

environment and infrastructure to support healthier living and helping the borough to mitigate and adapt to 

climate change. Large areas of the borough have relatively limited reliance on on-street parking, with the 

exception of the area around Hayes, South Ruislip and Hillingdon. The major obstacle for the Council to 

enhance the EVCP infrastructure is a lack of resources, owing in part to it being a relatively low priority 

versus other competing calls for funding and officer time. 

 LB Hounslow 

The demand from residents for charge points is high, with the borough currently receive 2-3 requests for 

access to EVCPs per week. The previous LIP set out plans for new charging facilities in Council-owned car 

parks. The initial aspiration for the majority of residents to be within one mile of an EVCP having been 

largely achieved and the next step will be to build on this. In August 2015 Hounslow became the first local 

authority in the UK to trial Ubitricity’s streetlight charging technology, and has since become recognised as 

a leading innovator in the provision of innovative EV charging solutions. The feeling is that having largely 

delivered the initial aspirations for ensuring the majority residents are within one mile of an EVCP, the next 

step will be more ambitious. 

 LB Hammersmith & Fulham 

The borough has good coverage of EVCP with residents soon to be located within 400m of a charge point. 

The main challenge that the borough now faces is ensuring that EVCPs are conveniently located for 

residents to encourage further uptake of EVs – taking into account the high number of residents who rely 

on on-street parking, and the barriers towards allocating parking bays for EV users only (i.e. high on-street 

parking stress). 

 LB Harrow 

The borough is taking a pro-active approach towards ensuring the EVCP infrastructure satisfies future 

demand. A key barrier to overcome in achieving this is considered to centre on what on-street charging 

solutions are best equipped to satisfy this demand taking into account their concerns over streetlight 

chargers. They have also expressed concerns about the poor returns on offer from Source London and are 

therefore exploring the opportunities that exists with other operators before proceeding with rolling out 

further EVCPs. 

 LB Brent 

Although the Council has signed the contract variation with BluePoint London – there are concerns about 

rolling out Source London charge points due to their requirement that the sites identified (10) would require 

at least two bays to be allocated for EV users to ensure it is commercially viable. The key concern relates 

to the opposition from local residents, particularly in those areas where there is a high degree of on-street 

parking stress. 

 

These issues are discussed in further detail within the borough specific notes (included in the Appendices). 

 

The study examined the scale and location of future EV demand across the sub-region, for 2020 and 2025. The 

assessment concluded five potential ‘hotspots’ for EV uptake, namely: 

 

Objective 3: Understand the key issues and constraints that the boroughs are experiencing. 

Objective 4: Identify the scale and location of future EV demand across the sub-region. 
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 Ealing Broadway; 

 Feltham; 

 South of Pinner / Eastcote; and 

 Large parts of eastern Hounslow. eastern part of Hounslow. 

 

Furthermore, the study set out the percentages of households without off-street parking in 2020 and 

subsequently estimated the on-street EV demand for the sub-region. The assessment concluded that typically 

on-street EVCPs are likely to be required in the eastern part of the sub-region and at local town centres where 

traditionally, the percentage of households with off-street parking is more limited. 

This included: 

 Ealing Broadway; 

 Chiswick; 

 Harrow; 

 Craven Cottage / Earls Court; and 

 Maida Vale / Stonebridge. 

 

 

 

Chapter 5 assessed the various types of charging solutions that should be considered moving forward. The 

chapter discussed in detail the advantages and disadvantages of each solution, before highlighting other less 

well established technologies that should be considered in the medium – long term. The chapter also provided 

information on the development of rapid charging technologies – particularly pertinent to the boroughs who all 

appreciated the principles of Rapid Hubs due to their similarities with petrol stations. 

 

Our review of the available charging technologies concluded that at this stage, there is no definitive single 

solution as each technology has its own distinct advantages and disadvantages depending on the local context, 

such as parking restrictions, density of demand, proximity to key routes / attractors, streetlight type and position. 

Suggestions on the type / models of charging solutions that may be suitable for each borough is discussed 

further within the borough specific notes (included in the Appendices). 

 

The study recommends that boroughs take advantage of some of the comparatively generous funding schemes 

and interest from private sector operators to deliver a range of charge point solutions – catering for the demand 

already in place in places, as well as pilots to monitor the performance of the different charging solutions for 

future expansion of the network. 

 

This includes: 

 Key Public Sector funded schemes: The TfL Rapid Charger concessionary scheme and GULCS 
Delivery Partnership Scheme 

 Key Private Sector funded schemes: Source London / IER and Rapid Charger network operators 
interested in delivering commercially viable sites. 

The borough specific notes in the appendices discus the above opportunities in further detail. 

 

Objective 5: Undertake an objective assessment of the options, risks, constraints and deliverability of 

charging solutions. 

Objective 6: Identify funding sources and opportunities. 

Objective 7: Provide information on potential scale and demand of ULEV Car Clubs. 
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Chapter 4 sets out the existing operation of Car Clubs in the sub-region and commentates on the potential 

scale and demand of ULEV Car Clubs. It confirms that at present, there are nearly 17,000 registered car club 

members, with over 300 car club vehicles operating in the region. Based on a previous study we have projected 

the forecast demand for ULEV car clubs in the sub region amongst operators. Our assessment indicated that 

by 2025, there is potential for the sub-region to have over 1,000 ULEV car clubs – which would require around 

2,000 EVCPs.  

 

Ultimately, we conclude that Car Clubs can play an important role in supporting the delivery of EVCPs in a more 

commercial manner, as they deliver demand and electricity usage, enabling charge point operators to break 

even more quickly on their investment and so lessening the requirement for public sector funding. 

8.2 APPENDICES 

The following appendices looks at five of the six boroughs in more depth, covering the following topics: 

 Chapter 1 – Introduces the borough and its policy objectives that are relevant to the EV subject. 

 Chapter 2 – Provides an overview of the existing EVCP infrastructure in the borough and forecasts 
future demand. This chapter also examines existing Car Club operations in the borough and the 
potential for ULEV Car Clubs. 

 Chapter 3 – Sets out details of the discussions that took place with Council officers, covering a wide 
range of topics including their overarching policy, known demand from residents for EVCPs and 
concerns / successes to date in providing the infrastructure required for EV uptake. 

 Chapter 4 – Provides a high level summary of the assessment and ultimately puts forward our thoughts 
on the boroughs current approach and recommendations for consideration moving forward. 

This information is set out:  

 Appendix A: London Borough of Hillingdon (LBH) 

 Appendix B: London Borough of Hammersmith & Fulham (LBHF) 

 Appendix C: London Borough of Hounslow (LBH) 

 Appendix D: London Borough of Brent (LBB) 

 Appendix E: London Borough of Harrow (LBH) 
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1 INTRODUCTION  
As set out in the core report, boroughs are at different stages of developing their charging networks and 

continue to face their own challenges in determining how to respond to the current and expected future 

demand for EVs. 

 

For this reason, it was considered impractical to provide our thoughts and recommendations for the sub-

region as a whole. This note therefore sets out the current and future EV demand for Hillingdon, and 

summarises the outcomes of the discussions held with the Transport & Aviation Manager (Alan Tilly) at the 

Council, before ultimately commenting on their existing strategy and putting forward some recommendations 

towards a future EV strategy. 

 

Figure 1-1: London Borough of Hillingdon 

 
 

1.1 HILLINGDON POLICY REVIEW 

Prior to liaising with LB Hillingdon directly, a desktop analysis of relevant local policies was undertaken to 

better understand the role that EVs have in contributing towards the objectives set out in their Local Plan. As 

well as any other information deemed relevant to the study. The findings are summarised in the table below. 

 
 

 

 

 



 

 

Table 1-1 Policy Review 

REFERENCES / 
SOURCE 

COMMENTARY 

Local Plan (Adopted 
2012) – Part 1 

‘Policy EM8 – Land, Water, Air & Noise’ - highlights the Councils aim to reduce levels of 
pollutants referred to in the Governments Air Quality Strategy. 

‘Chapter 9 – Transportation & Infrastructure’ -’ states the Council will require developers 

to think about sustainable transportation beyond walking and cycling – in part through the 
installation of EVCPs that can help those who are car-dependant to reduce their 
emissions. 

‘Policy T4: Heathrow Airport’ – references the use of EVs and ULEVs and Car Clubs as 

contributing towards developing sustainable travel solutions.  

Policy C13: Culture’ – References EVCPs as part of sustainable measures associated 
with new developments.  

Local Plan (Adopted 
2015) – Part 2 
Development 

Management Policies 

Appendix C confirms parking standards for new developments must comply with – that 
differs to those set out in the London Plan. 

‘A current minimum of 5% of car parking spaces with 5% passive provision to meet the 
Mayor’s targets. This will be reviewed in the future’. 

Local Implementation 
Plan (2011 – 14) 

Confirms intention to follow the GLA’s EVDP through new developments providing EVCPs 
and continuing their work with Ford to stimulate further roll-out of new EVCPs. 

The LIP also referenced research undertaken to examine the potential for EV ownership 
in Hillingdon using MOSAIC Driver – which highlighted those most likely to change to an 
electric vehicle in the short to medium term. The results indicated ‘Environmentally Aware’ 
and ‘Car Free Lifestyle’ were the most likely of users, which accounted for 7.7% and 7.2% 
of Hillingdon’s total population respectively. 

Electric Vehicle Trial  
The Council is offering local businesses the opportunity to trial electric cars and vans in 
the workplace at no cost, other than providing their own insurance.  

 
The review confirmed that EV uptake and future roll-out of EVCPs is part of the solution towards contributing 
towards their ‘Vision for Hillingdon 2026’ and in particular towards improving the environment and 
infrastructure to support healthier living and helping the borough to mitigate and adapt to climate change. This 
was confirmed in discussions with the officer, albeit noted that at present there is limited resource or priority 
allocated towards encouraging uptake of EVs.  

 
 



 

 

 

 

2 OVERVIEW & FORECAST 

2.1 INTRODUCTION 

The figure below illustrates the EV share of total car sales for Hillingdon in comparison to the rest of London. 
In Hillingdon specifically EVs were reported to have made up 1 sale in every 501 – 1,000 vehicles purchased. 

Figure 2-1: Cumulative registration of electric cars as a share of total sales (2010-2014) 

 

Following brief introduction, we set out the existing network in Hillingdon and assess the potential future 

uptake of EVs for the borough. 

2.2 CURRENT NETWORK 

The existing charge point network and charge point types can be categorised as follows.  

There are currently a total of 242 EVCPs located within Hillingdon, located 

at 34 different sites, illustrated in Figure 2-2 overleaf. It is notable that many 

of these are located in private car parks/depots – with little provision in 

residential areas and access restricted to employees / customers. 

 

Locations with a high number of EVCPs include: 

 The Old Dairy (50); 

 Asda – Hayes (40); 

 Heathrow Airport (26); 

 Premier Inn (20); and 

 Aldi (18); 

The existing EVCPs consists of a number of various types of charge points; 

namely slow / standard (21%), fast (75%) and rapids (4%). The location and owners of these are set out in 

Figure 2-2.   

21%

75%

4%

Slow Fast Rapid



 

 

Figure 2-2: Location of existing EVCPs 

 



 

 

 

 

2.3 FUTURE NETWORK REQUIREMENTS 

As described in the main report, a previous study undertaken by WSP with Element Energy (EE) examined 

the likely spatial distribution of EVs in London over the next decade to assess what infrastructure is likely to be 

needed to support this uptake. This study interrogates the data further to establish current EV uptake and 

future demand for Hillingdon specifically.  

 

The approach used to predict the distribution of EV uptake is based on current sales distribution for cars, 

where uptake is most significant. For this study, we present a ‘Baseline’ that assumes a moderate rate of 

ULEV market penetration, with 30% EV sales reached by 2030. 

 

It is noted from the previous study, that the impacts of EV uptake is likely to vary across a borough, due to 

variation in housing types, parking availability and loading of distribution networks. Therefore Hillingdon has 

been divided into MSOAs (Middle Super Output Areas), each containing 2,000 – 6,000 households. This is 

based on recent distribution and assumes that there is no change in the overall distribution of car ownership 

across the borough. The following figures present the estimated future uptake of EVs for Hillingdon. 

FUTURE DISTRIBUTION OF EV STOCK IN 2020 – CARS, VANS AND TAXIS (BASELINE) 

The future distribution of EV stock within the borough in 2020 is shown in Figure 2-3 and indicates a 

consistent level of EV uptake throughout the borough. The assessment estimates just one ‘hotspot’ around 

Eastcote Station (to the east of Ruislip) on the border of Harrow.  For this area, the assessment indicates 

there will be approximately 51-75 EVs (per MSOA), compared to the rest of the borough where there is 

expected to be between 26-50 EVs. 

FUTURE DISTRIBUTION OF EV STOCK IN 2025 – CARS, VANS AND TAXIS (BASELINE) 

The future distribution of EV stock within the borough in 2025 is shown in Figure 2-4 and shows a significant 

increase in EV uptake in the eastern part of the borough with the majority of MSOAs expected to have 

between 101-200 EVs. The ‘hotspot’ identified above is expected to have a greater distribution of EV stock, 

with typically 201-225 EVs in the area.  

 

Overall, areas to the northern part of the borough are expected to see a greater uptake in EV compared to the 

southern area. This can in part, be explained by the higher dependency on on-street parking in this a. This is 

discussed further in Section 2.4.  

  



 

 

Figure 2-3: Future distribution of EV stock in 2020 – Cars, vans and taxis 

 
  



 

 

 

 

Figure 2-4: Future distribution of EV stock in 2025 – Cars, vans and taxis 

  



 

 

2.4 ON-STREET EV DEMAND 

There are various options for charging vehicles, such as at home, at work, or at a public charge point, but it is 

widely accepted that access to home charging is the most critical in facilitating uptake.  

 

As such Figures 2-6 and 2-7 estimate the proportion of home based charging that will require on-street 

EVCPs, based on the availability or otherwise of off-street parking in each MSOA area. 

 

CURRENT ON-STREET PARKING DEPENDENCIES 

Figure 2-5 highlights that households in the northern part of the borough have higher levels of off-street 

parking (around Harefield, Ickenham and West Ruislip). 

 

Whilst there is a greater reliance on on-street parking for households in the southern part of the borough. For 

the latter, this equates to typically 31-40% of households having no off-street parking. 

 

FUTURE EV UPTAKE OF EV RELIANT ON ON-STREET PARKING IN 2020 

Figure 2-6 indicates that the requirement for on-street EVCPs by 2020 will be at the more modest end of the 

spectrum (with 0-25 EVs per MSOA area), though in most areas this still potentially represents a significant 

increase on current levels. 

 

This is scenario is relatively distinct from the rest of the sub-region, and can be explained to a large degree by 

the information set out in Figure 2-5, which confirms a large proportion of households have off-street parking 

provision, compared to other boroughs in the sub-region.  

 

FUTURE EV UPTAKE OF EV RELIANT ON ON-STREET PARKING IN 2025 

Figure 2-7 projects an increasing requirement for on-street EVCPs as demand increases in line with EV 

uptake, with the majority of MSOAs moving towards having between 26-50 EVs requiring access to on-street 

EVCPs.  

 

The assessment highlights three notable ‘hotspots’ in the borough where demand exceeds these levels: 

 Hayes (north of Uxbridge Road); 

 South Ruislip; and 

 Hillingdon  

 

 

 

  



 

 

 

 

Figure 2-5: Location of on-street parking dependency 

 



 

 

Figure 2-6: Future EV uptake of EV reliant on on-street parking in 2020  

 
  



 

 

 

 

Figure 2-7: Future EV uptake of EV reliant on on-street parking in 2025 

  

 



 

 

2.5 CAR CLUBS 

As of 2015/16 Hillingdon currently has a total of 204 people registered as car club members along with just 

five car club cars, all located off-street. Hertz and ZipCar are the two operators in the borough, as shown in 

Table 2-2. 

Table 2-1: Current car club vehicles and members in Hillingdon1 

ZIPCAR HERTZ TOTAL CAR CLUB CARS 
TOTAL CAR 

CLUB MEMBERS 

1 4 5 204 

 
The current car clubs bays, as shown in Figure 2-8 are primarily located in the southern part of the Borough, 

near Uxbridge, West Drayton and at Heathrow.   

Figure 2-8: Existing car club bays and potential demand heat map 

 
A previous study by WSP and SDG for WestTrans (West London Car Club Strategy) highlighted the areas of 

potential demand for new car club bays. The highest potential in Hillingdon is seen to be around Uxbridge and 

Hayes.  

                                                      

 
1 CarPlus Annual Survey 2015/2016 (London) 



 

 

 

 

Based on a previous study WSP and Frost & Sullivan undertook for TfL, which entailed consulting with car 

club operators to understand their aspirations for introducing ULEVs into their fleet, we have been able to 

estimate the potential demand amongst operators for ULEV Car Clubs within Hillingdon, and the associated 

EVCP requirements to support this.  

Table 2-2: Forecast ULEV Car Club Vehicle Growth and EVCP Requirements 

YEAR 
MID-RANGE FORECAST 

ULEV CAR CLUBS 
ESTIMATED CAR CLUB 
EVCP REQUIREMENT 

2018 13 17 

2020 63 88 

2025 117 166 

 

It is important to that that the number of EVCP required to support the growth set out below is partly 

dependent on the type of car club: 

 Back-to-base is predicted on a single EVCP bay per vehicle; 

 Fixed one-way would require some contingency and allowances for tidal flows of vehicles; and 

 Floating one-way requires widespread provision of EVCP bays, particularly in the longer term where 
the aspiration is for users to charge the vehicles and minimise artificial redistribution. 

 



 

 

3 STAKEHOLDER CONSULTATION 

3.1 APPROACH 

In order to comment on the Councils strategy and potential recommendations / suggestions on how to 
promote EV uptake and make a decision on investments in supporting infrastructure, it was essential we 
understood the current status of their EV strategy, their objectives, known constrains and any other concerns 
of the borough. 

For this reason, a face-to-face interview was undertaken with the Transport & Aviation Manager (Alan Tilly) on 

the 14th April 2017, guided by the interview template pro-forma included in Appendix 1-A. 

3.2 FINDINGS  

This section summarises some of the relevant information acquired during the interview which is divided by 

relevant subjects.   

 

Policy 

 The roll-out of EVCPs across the Borough would need to be cost neutral to the Council. 

 There is currently limited priority from Members or directors to encouraging EV uptake, 
or implement EVCPs.  

Current & 

Future EV 

demand and 

locations 

 Existing EVCP infrastructure is not a result of a pro-active approach from the Council to 
encourage EV uptake – more a result of requirements associated with new 
developments (as set out in the London Plan).  

 Currently receive only limited numbers of requests from residents for EVCPs – less than 
one a month. There is no log kept of requests received.  

 Council has previously retrieved data on usage of Source London / Chargemaster 
EVCPs but this is not general practice. 

- This happens on an ad-hoc basis, when there is a specific need. Based on such 
scenarios, it is known that EVCPs located near taxi ranks tend to be well used. 

 Feel the main barrier to EV uptake is the cost of vehicles compared to ICE vehicles. 

Charging 

solutions 

 The main factors that are considered important to the Council include: 

- Low cost to borough 

- Leveraging operator investment in capital assets 

- Minimising the loss of parking bays; and 

- Deploying trialled and tested solutions (as opposed to innovative solutions). 

 Expressed interest in the TfL Rapid Charger concessionary scheme – which would 
support EV uptake in the borough at no cost and provide modest income to the Council. 

 Also expressed an interest in lamp column solutions – although notes concerns over the 
fact it is a relatively new technology in the UK. 

- If the Council progressed with streetlight chargers, Highways envisage the 
Street Lighting department to taking over responsibilities of EVCPs. 

Installations, 

operation & 

maintenance 

 The Council has not signed contract with BluePoint London (BPL). At present, the 
operator will ring the Council to inform them that an EVCP does not work before going 
on site to repair. The operator will then invoice the Council for this work. 

 If the Council progressed with streetlight chargers, Highways envisage Street Lighting 



 

 

 

 

department to take over responsibilities of EVCPs. 

Car clubs  No direct approach from Car Clubs about operating a ULEZ car club in the borough.  

Other 

 Lack of political will, relevant EV experience and resources is primary barrier to 
providing more EVCPs. 

 Main barrier to signing the BluePoint London agreement is due to legal complexity 
involved and a lack of legal resources required for the Council to sign. The procurement 
guidelines they follow mean that any contract with BPL must demonstrate value for 
money. 

 Highways have also expressed concern of having assets on highway land owned by a 
third party.  

- It is considered any agreement would need to include a requirement for the 
operator to be responsible for the full management of the EVCP (installation, 
maintenance and operation – both public facing and behind the scenes). In 
addition, the Council would want a profit-share agreement and leasehold fee 
associated with any spaces allocated for EVs. 

 



 

 

4 SUMMARY & RECOMMENDATIONS 

4.1 SUMMARY  

The analysis, research and stakeholder engagement undertaken through this study can be summarised in five 

key points: 

 Policy: The Council acknowledge, throughout their policy plans that EVs can contribute towards 
improving the environment and infrastructure to support healthier living and helping the borough to 
mitigate and adapt to climate change. This is referenced throughout their Local Plan (Part 1 & 2) and 
their Local Implementation Plan (LIP). Key to encouraging uptake of EVs is the installation of EVCPs 
which their policy plans indicate will be primarily achieved through new developments.  

 

 Current network: Hillingdon benefits from the highest number of EVCPs in the sub-region in absolute 
terms. However, coverage is patchy, with some large areas of poor coverage, particularly the north 
western area (South Harefield etc). This may in part be due the installation of EVCPs to date having 
primarily being delivered via new development, as well as being a less densely populated area of the 
borough. 

 

 Future EV uptake: The forecast uptake where there is a greater reliance on on-street parking is 
around Hayes (north of Uxbridge Road), South Ruislip and Hillingdon. 

 

 Stakeholder Feedback: The major obstacle for the Council to enhance the EVCP infrastructure is 
linked to a lack of resources. This applies to both highway resources towards trying to better 
understand the requirements and what charging solutions may cater for their needs, as well legal 
resources to ultimately sign the BluePoint London agreement that would alleviate operational and 
maintenance costs associated with existing Source London charge points. 

 

4.2 RECOMMENDATIONS 

Based on our review of the boroughs policy objectives and the feedback received from officers interviewed we 
put forward our thoughts / recommendations on six relevant subjects. 



 

 

 

 

 
 

    
 

 

Source London 

Source London probably represents a more limited 
solution to Hillingdon, as an outer London borough 
with more limited scope for ULEV car clubs, and 
on the basis that BPL will primarily seek to deploy 
EVCPs to underpin the BlueCity operations. 

Nonetheless Source London still presents 
opportunities to secure significant fully funded 
investments in EVCPs, and as such, we would 
suggest the borough captures its share.  We note 
issues relating to a) lack of legal resources b) 
concerns of 3rd party assets on highway land and 
c) needing to show value for money, as reasons 
why the Council has so far been unable to sign a 
contract with BluePoint London, but would advise 
that provided reasonable terms can be agreed it 
should be a mutually beneficial move, and will 
remove any burden of having to pay to maintain 
the points, as is currently the case.  

Delivery Partnership Scheme for Residents 

and Car Clubs 

The GULCS delivery partnership scheme in 
principle provides a solution to supplying charge 
point easily accessible by residents without off-
street parking and Car Club operators to operate 
ULEVs.  

Another useful role for the DP scheme could be for 
the borough to require charge points at new 
developments to be delivered through this 
framework and then owned, managed and 
operated by the same operator as the wider DP 
scheme – reliving Hillingdon of any management 
burden.  

We recommend that the borough remains actively 
engaged in this initiative and ensures it benefits 
from its share of the funding support available, on 
a demand-led basis.  

Streetlight Chargers 

Whilst streetlight chargers present an attractive 
low cost, and rapidly deliverable interim option, on 
the basis Hillingdon advised they are less keen to 
invest in more unproven/ less established 
technologies at this stage, and would seek to 
minimise capital outlay, this would probably 
preclude streetlight chargers from playing a major 
role for the time being. An interim option could be 
to trial this solution in an area where there is a 
cluster of 2-3 requests, utilising the GULCs 
funding opportunities where available.   

Rapid Chargers 

Rapid chargers should form an important of the 
boroughs strategy. The boroughs outer London 
location means the scope for sites is less 
constrained, and its position on a number strategic 
traffic routes (A40, M4), as well as Heathrow 
airport, means it could be well placed to serve 
wider traffic and present attractive sites to 
commercial operators, with revenue opportunities 
for the borough. The TfL Rapid Charger 
Concessionary scheme in particular presents the 
Council with an opportunity to enhance the EVCP 
infrastructure at no cost, generating moderate 
revenue and no loss to existing parking (all key 
factors identified in the discussions.  

ULEV Car Clubs 

We understand from discussions with other 
WestTrans members that quarterly engagement 
meetings used to take place with Car Club 
operators, and we suggest re-establishing these 
meetings. One purpose of doing so would be to 
encourage the growing Car Club provision to 
support the delivery of EVCPs – as they deliver 
demand and electricity usage, enabling CP 
operators to break even more quickly on their 
investing and so lessening the requirement for 
public sector funding.  

StreetCharge Residents Only Scheme 

The StreetCharge scheme being piloted in 
Westminster (reviewed in the core report) offers a 
potentially fully private alternative to the Delivery 
Partnership model, but is dependent on very 
localised clusters of demand all reliant on-street 
provision. Based on the preceding analysis this is 
likely to offer limited scope in Hillingdon, besides in 
a few hotspots. Nonetheless it may be worthwhile 
the borough engaging with them to establish their 
interest in operating a similar scheme within 
Hillingdon. It is however important to note that this 
would only be potentially attractive to the more 
price-elastic consumer.  

 



 

 

4.3 NEXT STEPS:  

In the short to medium term, we would suggest that: 

 

o The borough proceeds with taking advantage of some of the comparatively generous funding 

schemes to deliver and pilot a range of charge point solutions, rather than committing to a 

single technology or network at this stage. In particular the TfL Rapid Charger 

concessionary scheme, the GULCs Delivery Partnership when launched, and any further 

GULCs interim funding to trial other innovative solutions that could cater for residents wanting 

to their EV outside their own home. 

o New developments - Develop guidance on charge point provision for developers, ensuring 

that any charge installed will be operated and maintained in an effective way. 

o Consider other complimentary measures with the aim of improving local air quality and 

promoting ULEV uptake, such as Low Emission Neighbourhoods and Zero Emission Streets. 

o Planning and development control functions - consider the requirements/opportunities for 

rapid charger provision, either on site or off-site, using pooled funding to cover the 

preparatory works on otherwise unviable sites. 

o Based on the findings of this assessment and progress against the recommendations, 

determine targets for EVCP delivery to ensure it will cater for demand. 
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1 INTRODUCTION  
As set out in the core report, boroughs are at different stages of developing their charging networks and 

continue to face their own challenges in determining how to respond to the current and expected future 

demand for EVs. 

 

For this reason, it was considered impractical to provide our thoughts and recommendations for the sub-

region as a whole. This note therefore sets out the current and future EV demand for Hammersmith & Fulham 

and summarises the outcomes of the discussions held with the Parking & Major Projects Manager (Richard 

Hearle) and Dan McCrory (Project Officer) at the Council, before ultimately commenting on their existing 

strategy and putting forward some recommendations that are considered helpful in ensuring the right strategy 

is adopted. 

 

Figure 1-1: London Borough of Hammersmith & Fulham 

 

1.1 HAMMERSMITH & FULHAM POLICY REVIEW 

Prior to liaising with LBHF directly, a desktop analysis of relevant local policies was undertaken to better 

understand the role that EVs have in contributing towards the objectives set out in their Local Plan. As well as 

any other information deemed relevant to the study. The findings are summarised in the table below. 

 
 

 

 

 

 

 

 



 

 

Table 1-1 Policy Review 

REFERENCES / 
SOURCE 

COMMENT 

Second Local 
Implementation Plan 

(2011 – 31) 

One of the objectives of Hammersmith & Fulham Council is to grow car clubs and EV use 
in the borough to contribute towards improving air quality in the borough.  

Updating and Screening 
Report LBHF (2015) 

The borough is aiming to implement the London Plan when it comes to electric charging 
points and that 40 new electric car-charging bays were expected to be in operation across 
Hammersmith & Fulham by end of 2016. 

LBHF Proposed 
Submission Local Plan 
Environmental Report 

(September 2016) 

‘Policy T1 – Transport’ – includes the target to ensure that there are adequate levels of 
provision of electric charging infrastructure to support local residents and visitors. 

‘Policy T4 – Vehicle Parking Standards’ – states that 5% of parking spaces are to be 
equipped with electric car charging points and a further 25% passive provision. 

LBHF Website / Officers  

In November 2016 the EV car club, Bluecity, was launched with discounted rates for 
residents that included one years free membership and 20 hours of driving. Bluecity car 
club – which uses Source London EVCPs – is being launched with 5 cars (set to expand 
to 25) using the neighbourhood’s electric vehicle charging points (which is set to expand 
to ensure coverage within a 400m radius for the majority of the borough.  

There is currently 26 sites with EVCPs and a further 48 planned for implementation by the 
end of 2017. 

 
The review found that EV uptake and the roll-out of EVCPs are clearly seen as a key initiative contributing 
towards their Spatial Vision, in particular ‘creating a cleaner, greener borough’, and will help meet the 
Councils aspiration of ensuring residents have increased opportunities to live and enjoy productive, healthier 
lives by developing a safer, cleaner borough. 

 

 

 

 



 

 

 

 

2 OVERVIEW & FORECAST 

2.1 INTRODUCTION 

The figure below illustrates the EV share of total car sales for Hammersmith & Fulham in comparison to the 

rest of London. It confirms that the hotspots for EV uptake form an arc across the central northwest area, 

centred on Camden and Westminster that includes Hammersmith & Fulham. EVs were reported to have made 

up 1 sale in every 100 – 200 vehicles purchased in the borough. 

Figure 2-1: Cumulative registration of electric cars as a share of total sales (2010-2014) 

 

Following brief introduction, we set out the existing network in Hammersmith & Fulham and assess the 

potential future uptake of EVs for the borough. 

 

2.2 CURRENT NETWORK 

There is currently a total of 38 EVCPs located within Hammersmith & Fulham, located at 13 different sites, 

illustrated in Figure 2-2 overleaf. It is however noted that a further 21 sites have been identified and are 

expected to be implemented by the end of 2017.   

Locations with a high number of EVCPs include:  

 Winslow Road (5); 

 Wolverton Gardens (4); 

 Ranelagh Gardens (4); and 

 Peterborough Road (4). 

 

It is noted from discussions with officers that there are a number of EVCPs in the borough that enables both a 

slow / standard and fast charge – which is ultimately dependent on the end users socket compatibility. For the 

purposes of this note and ensure a consistent key for all reports, these charge points have been classified as 

‘slow / standard’ chargers. Figure 2-2 overleaf sets out the location and owners of EVCPs in the borough. 



 

 

Figure 2-2: Location of existing EVCPs 

 
  



 

 

 

 

2.3 FUTURE NETWORK REQUIREMENTS 

A previous study undertaken by WSP with Element Energy (EE) examined the likely spatial distribution of EVs 

in London over the next decade to assess what infrastructure is likely to be needed to support this uptake. 

This study interrogates the data further to establish current EV uptake and future demand for Hammersmith & 

Fulham specifically.  

 

The approach used to predict the distribution of EV uptake is based on current sales distribution for cars, 

where uptake is most significant. For this study, we present a ‘Baseline’ that assumes a moderate rate of 

ULEV market penetration, with 30% EV sales reached by 2030.  

 

It is noted from the previous study, that the impacts of EV uptake are likely to vary across the borough, due to 

variation in housing types, parking availability and loading of distribution networks. As such uptake has been 

forecast by MSOAs (Middle Super Output Areas), each containing 2,000 – 6,000 households, and assumes 

no change in car ownership levels. The figures overleaf present the estimated future uptake of EVs for 

Hammersmith & Fulham. 

FUTURE DISTRIBUTION OF EV STOCK IN 2020 – CARS, VANS AND TAXIS (BASELINE) 

The future distribution of EV stock within the borough in 2020 is shown in Figure 2-3 and indicates there will 

typically be between 26-50 EVs in each MSOA, albeit slightly lower (0-25) in: 

 Surrounding area of Shepherds Bush;  

 Hammersmith centre; and 

 Earls Court area – adjacent to the boundary with Kensington & Chelsea. 

FUTURE DISTRIBUTION OF EV STOCK IN 2025 – CARS, VANS AND TAXIS (BASELINE) 

The future distribution of EV stock within the borough in 2025 is shown in Figure 2-4 and projects a significant 

increase in EV uptake across the borough as a whole. The areas that are expected to see the greatest uptake 

of EVs in the borough include: 

 White City;  

 Most westerly part of the borough – adjacent to Chiswick; 

 Hammersmith centre; and 

 Riverside Palace. 

For these particular MSOAs, the assessment indicates that there will be between 151-175 EVs (compared to 

26-50 EVs in 2020). 

 

 

 

 

 

  



 

 

Figure 2-3: Future distribution of EV stock in 2020 – Cars, vans and taxis 

 



 

 

 

 

Figure 2-4: Future distribution of EV stock in 2025 – Cars, vans and taxis 

 



 

 

2.4 ON-STREET EV DEMAND 

There are various options for charging vehicles, such as at home, at work, or at a public charge point, but it is 

widely accepted that access to home charging is the most critical in facilitating uptake. 

 

As such Figure 2-6 and 2-7 estimate the proportion of home based charging that will require on-street 

EVCPs, based on the availability or otherwise of off-street parking in each MSOA area.  

 

HOUSEHOLDS WITH NO OFF-STREET PARKING PROVISION  

Figure 2-5 confirms that that whole borough south of the A40 is heavily reliant (typically between 81-100%) 

on on-street parking. Households north of the A40 (White City) are slightly less reliant, with the percentage of 

households with no off-street parking between 51-60%.   

 

NO. OF EVS CHARGING ON-STREET IN 2020 

Figure 2-6 identifies the absolute numbers of EVs that will require on-street parking, and estimates a 

relatively consistent level throughout the borough – ranging from 0-50 EVCPs per MSOA area.  

 

It is however noted that the area to the north of the borough (north of the A40) is forecast to be slightly lower – 

which can partly be explained by the information set out in Figure 2-5 and the fact households are less 

dependent on on-street parking. 

 

NO. OF EVS CHARGING ON-STREET IN 2025 

Figure 2-7 projects an increasing requirement for on-street EVCPs as demand increases in line with EV 

uptake. The pattern reflects that described above, with the areas to the south of the borough expected to 

require the greatest number of on-street EVCPs (typically 126 – 175 per MSOA), most notably around the 

Palace Riverside / Fulham areas. 

 

 
 

 

 

 

  



 

 

 

 

Figure 2-5: % Households with no off-street parking provision  

  



 

 

Figure 2-6: Future EV uptake of EV reliant on on-street parking in 2020  

 



 

 

 

 

Figure 2-7: Future EV uptake of EV reliant on on-street parking in 2025 

  



 

 

2.5 CAR CLUBS 

As of 2015/16, Hammersmith & Fulham had over 6,250 people registered as car club members, and 71 car 

club cars. ZipCar is the primary operator in the borough, as shown in Table 2-2.   

Table 2-1: Current car club vehicles and members in Hammersmith & Fulham1 

ZIPCAR CITY CAR CLUB TOTAL CAR CLUB CARS 
TOTAL CAR 

CLUB MEMBERS 

64 7 71 6,256 

 

This data was prior to the recent launch of the BlueCity car club in May 2016. As part of this scheme an initial 

30 BlueCity EVs will operate from around 85 on-street EVCPs, and able to be dropped off more widely at 

approximately 400 bays across 16 other boroughs. This will take the boroughs total car club fleet to over 100. 

 

The current car clubs bays, as shown in Figure 2-8 are primarily located around the main local centres and to 

the inner parts of the borough adjacent to Kensington & Chelsea.   

Figure 2-8: Existing car club bays and potential demand heat map 

 
A previous report undertaken by WSP and SDG for WestTrans (West London Car Club Strategy) highlighted 

the areas of potential demand for new car club bays. The highest potential coincides with the existing hotspots 

described above – around main local centres / adjacent to Kensington & Chelsea.  

 

Based on a previous study WSP and Frost & Sullivan undertook for TfL, which entailed consulting with car 

club operators to understand their aspirations for introducing ULEVs into their fleet, we have been able to 

estimate the potential demand amongst operators for ULEV Car Clubs within Hammersmith & Fulham and the 

associated EVCP requirements to support this. 

                                                      

 
1 CarPlus Annual Survey 2015/2016 (London) 



 

 

 

 

 

Table 2-2: Forecast ULEV Car Club Vehicle Growth and EVCP Requirements 

YEAR 
MID-RANGE FORECAST 

ULEV CAR CLUBS 
ESTIMATED CAR CLUB 
EVCP REQUIREMENT 

2018 40 74 

2020 167 341 

2025 291 604 

 

It is important to note that the number of EVCP required to support the growth set out above is partly 

dependent on the type of car club: 

 Back-to-base is predicted on a single EVCP bay per vehicle; 

 Fixed one-way would require some contingency and allowances for tidal flows of vehicles; and 

 Floating one-way requires widespread provision of EVCP bays, particularly in the longer term where 
the aspiration is for users to charge the vehicles and minimise artificial redistribution. 

 

 



 

 

3 STAKEHOLDER CONSULTATION 

3.1 APPROACH 

In order to comment on the Councils strategy and potential recommendations / suggestions on how to 

promote EV uptake and make a decision on investments in supporting infrastructure, it was essential we 

understood the current status of their EV strategy, their objectives, known constrains and any other concerns 

of the borough. 

 

For this reason, a face-to-face interview was undertaken with Richard Hearle (Parking Projects & Policy 

Manager) and Dan McCrory (Project Officer) on the 28th April 2017, guided by the interview template pro-

forma included in Appendix 1-A. 

3.2 FINDINGS  

This section summarises some of the relevant information acquired during the interview which is divided by 

relevant subjects.   

 

Policy 

 LBHF are currently re-drafting their LIP, whereby promoting EV uptake is expected to 
have a much bigger role in helping achieve its objectives. 

 Previously, their policy was to implement EVCPs off-street due to high on-street parking 
stress throughout the borough, as well as conflict with various frontages and TPOs.  

 Critical to the on-going installation of EVCPs is the need for both parties to be satisfied 
with the EVCP location. 

 There is a strong political will to promote EVs and therefore the installation of EVCPs. 

 Currently installation of EVCPs is required as part of any new developments – in 
accordance with London Plan standards. Access to these charge points can often be 
limited to the general public, due to them being located ‘on-site’.  

 There is no ‘trigger point’ to the installation of EVCPs (i.e. 3 requests) – the objective is 
to each resident is located within 400m of a charge point.  

Current EV 

demand and 

locations 

 By the end of year nearly all residents will have access to an EVCP within 400m of their 
homes. 

 This was considered necessary due to the high number of homes with no off-
street parking. 

 The Council believe they will reached a point whereby coverage satisfies demand and 
further implementation of EVCPs will be ‘on pause’. 

 The number of requests received from residents is continue to rise each year: 

 2015 – 10 requests 

 2016 – 18 requests 

 2017 – 21 requests (end of March) 

 There are reservations about the validity of some requests, with concerns that some 
residents encourage neighbours to also put in a request for an EVCP, regardless of 
whether they own an EV or an ICE.  

 LBHF are able to monitor usage of EVCPs via a ‘dashboard’ – however this facility is 

temperamental and as a result this monitoring takes place infrequently. 

Future EV 
 As detailed above, LBHF are likely to ‘pause’ the roll-out of further EVCPs after the 



 

 

 

 

demand and 

locations 

remaining planned sites are implemented as they believe the infrastructure will suffice 
for the immediate / short term demand. 

Charging 

solutions 

 Streetlight chargers are considered an option for moving forward – with the majority of 
streetlights located at the front of the footway. 

 LBHF are currently in discussions with TfL over two sites for the installation of Rapid 
Chargers. 

 Rapid Chargers are considered to work well, with such sites reflecting petrol 
stations that could serve both infrequent users as well as residents. 

Installations, 

operation & 

maintenance 

 LBHF have signed contract with BluePoint London (BPL) who now operate and maintain 
all EVCPs. Currently:  

 Bluepoint will identify a location for installation of EVCP 

 LBHF will review and if acceptable, proceed with TMO. 

 LBHF, bi-borough with RBKC is interested in the installation, operation and 
maintenance of Ubitricity at RBKC. 

Car clubs 

 Car Club operators prefer the floating model (as opposed to fixed, or one-way model). 

 BlueCity car club has recently been announced – which will enable residents to pick up 
a vehicle (from initial 30 vehicles) from about 85 on-street EVCPs and drop off at any of 
approximately 400 EVCPs across 16 other boroughs.  

 To encourage use of BlueCity Car Club, residents have been offered free membership 
and vouchers. 

 Albeit there is no information currently on the uptake from residents of these 
incentives.  

 



 

 

4 SUMMARY & RECOMMENDATIONS 

4.1 SUMMARY  

The analysis, research and stakeholder engagement undertaken through this study can be summarised in five 

key points: 

 Policy: The Council has been pro-active in the roll-out of EVCPs to support EV uptake in the 
borough, and their new LIP is envisaged to have a greater focus on EVs in contributing towards 
improving air quality. Key to its success has been the signing of the contract variation with BluePoint 
London, that has enabled them to improve EVCP coverage at little cost to the Council, both financially 
and in terms of resources.  

 Current network: There is a reasonable first layer of coverage of EVCPs across the borough, and it 
is noted another 21 sites have been identified for further expansion of this network. This will ensure 
that the vast majority of residents are always located within a 400m radius of a charging point. These 
sites are scheduled to become live by the end of 2017.   

 Future EV uptake: The analysis indicates that the lower-range forecast uptake in EVs is likely to be 
in the Shepherds Bush / White City area, both in the 2020 scenario (Figure 2-3) and 2025 (Figure 2-
4). The largest increase is expected to take place at Palace Riverside, southwest of the Borough. The 
number of households who rely on-street provision is particularly high south of the A40 (81-100%), 
which has implications with regards to the type of charging solutions rolled out. 

 Stakeholder Feedback: The Council have been able to ensure (or planned for) good coverage of 
EVCPs through their agreement with BluePoint London. However, moving forward they believe the 
interim solution to meeting EVCP demand for the residential areas is through streetlight charging. The 
Council works bi-borough with RBKC, and they will be closely monitoring the success of the Ubitricity 
trial that is taking place, and also hope to benefit from the delivery of rapid chargers through the TfL 
Rapid Charger Concessionary Scheme. 

 

4.2 RECOMMENDATIONS 

Based on our review of the boroughs policy objectives and the feedback received from officers interviewed we 
put forward our thoughts / recommendations on six relevant subjects. 

 



 

 

 

 

 

 

Source London 

The decision by LBHF to sign the variation 
order proposed by IER has proved to be a 
good decision and helps ensures that it 
captures its share of investment and plays a 
part in enabling the borough to meet its 
ambition. As set out in the core report, in our 
view Source London CPs will likely only 
constitute part of the solution for residents 
requiring on-street charging, on the basis that 
BPL will primarily seek to deploy EVCPs at 
destinations and to underpin the BlueCity 
operations. However where a satisfactory 
agreement or compromise can be reaches in 
places for installing a number of bays they do 
represent fully funded investments, and as 
such, we would suggest the borough captures 
its share, even if this would be solely in areas 
around key attractors/ destinations.  

 

Rapid Chargers 

Rapid chargers can serve an important role in 
catering for demand not well served by the 
Source London points, enabling a relatively 
large number of vehicles to be supported by 
fewer sites. The Council is right to take 
advantage of the TfL Rapid Charger 
Concessionary Scheme that presents the 
Council with an opportunity to satisfy future 
demand at no cost and will contribute towards 
generating a moderate revenue to the Council, 
whilst not resulting in any on-street parking 
bays. It is recommended that the identification 
of sites for Rapid Chargers should focus on 
areas of poor air quality, typically along some 
of the key strategic routes / nearby Taxi 
Operators, taking into account newly licenced 
London taxis will soon have zero emission 
capabilities.  

 
ULEV Car Clubs 

Hammersmith & Fulham is by far the most 
attractive borough in the sub-region for 
expansion of Car Club operators. The launch 
of BlueCity is encouraging and demonstrates 
a significant financial commitment from 
BluePoint London. We note from previous 
engagement with other operators that there is 
strong interest amongst a number of 
established Car Club operators in operating 
ULEV car clubs provided the supporting 
infrastructure can be delivered. This included 
ZipCar, who have over 60 Car Club cars in 
LBHF. We suggest engaging with these 
operators to seek out these opportunities that 
could be progressed when on-street car club 
bays come up for re-tender, or new bays are 
promoted etc.  

Delivery Partnership Scheme for Residents 

and Car Clubs 

The GULCS delivery partnership scheme in 
principle provides a tailor-made solution to the 
challenge facing LBHF, in supplying charge 
points for residents without off-street parking, 
and also further Car Club operators to operate 
ULEVs. We recommend that the borough 
remains actively engaged in this initiative to 
ensure that it benefits from its share of the 
funding support available. Another useful role 
for the DP scheme could be for the borough to 
require CPs at new developments to be 
delivered through this framework, and then 
owned, managed and operated by the same 
operator.  

The Streetlight Chargers 

Streetlight chargers present an attractive low 
cost and rapidly deliverable interim option. 
The low cost and short delivery times mitigate 
the risks associated with deploying what is, in 
the UK, still a relatively unproven technology. 
It is recommended that the trial at RBKC is 
monitored and ultimately undertake small 
scale pilots in a handful of hotspots / areas 
where there are requests, enabling the 
borough at a low cost to fulfil resident requests 
and help make an informed decision on how 
to proceed in the medium to longer term. An 
option could be to trial this utilising the GULCs 
funding opportunities that exist – most likely in 
the southern part of the borough where there 
is least off-street parking provision.  

 

StreetCharge Residents Only Scheme 

We note from discussions that it was 
considered many EV users in the borough are 
high-income families with no off-street parking 
provision, and therefore whilst we believe the 
StreetCharge model may provide challenging 
to deliver on a larger scale (due to the high 
cost of installing a conventional charge point), 
this model may represent an attractive 
solution to the more price elastic consumers. 
We recommend that as part of any future 
trials, the Council engages with Streetcharge 
to establish any interest in operating where 
there is a cluster of 2-3 residents.  

 



 

 

4.3  NEXT STEPS:  

The Council is already proceeding with taking full advantage of some of the comparatively generous funding 

schemes to deliver and pilot a range of charge point solutions – which we consider to be the right approach in 

ensuring that innovative solutions are trialled and will enable the Council to monitor the performance of these 

different charging solutions. One potential next step to help inform their strategy may be to: 

 We would suggest the borough seeks to deliver and pilot a range of charge point solutions, rather than 
committing to a single technology or network at this stage. 

 Initiate discussions with prospective suppliers, operators and delivery groups, including London Councils, 
TfL, other private charge point and rapid charge point operators, car club operators. 

 Conventional Chargers – Continue to work with Source London to understand which areas of the borough 
they would be interested in installing new points in, and where a mutually acceptable leasing fee can be 
agreed, and enable the borough to focus on gaps where the market will not otherwise deliver, and target 
these with alternative options. 

 Rapid Chargers – Continue to identify and review prospective sites, and enter into discussions with TfL to 
understand which they may be receptive to including with the scheme. In parallel engage with other 
quality providers to understand the extent of market interest in the borough and inform your negotiating 
position on your lease/profit share expectations for each site. 

 Launch pilot studies and trials, to satisfy short term demand and inform longer term strategies, and 
monitor closely the Ubitricity trial in Kensington and Chelsea, to establish its suitability to cater for 
residential demand in Brent.  

 ULEV car clubs – Engage in discussions with other boroughs where required, to support the wider roll-out 
of BlueCity scheme in neighbouring boroughs to ensure the success of the scheme – to the benefit of the 
Hammersmith & Fulham and the wider scheme. Ensure ULEV car clubs are proactively 
encouraged/required where appropriate as part of your wider strategies and planning conditions. 

 New developments - Develop guidance on charge point provision for developers, ensuring that any 
charge installed will be operated and maintained in an effective way. 

 Consider other complimentary measures with the aim of improving local air quality and promoting ULEV 
uptake, such as Low Emission Neighbourhoods and Zero Emission Streets. 

 Planning and development control functions - consider the requirements/opportunities for rapid charger 
provision, either on site or off-site, using pooled funding to cover the preparatory works on otherwise 
unviable sites. 

 Based on the findings of this assessment and progress against the recommendations, determine longer 
term targets for EVCP delivery to ensure it will cater for demand. 
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1 INTRODUCTION  
As set out in the core report, boroughs are at different stages of developing their charging networks and 

continue to face their own challenges in determining how to respond to the current and expected future 

demand for EVs. 

 

For this reason, it was considered impractical to provide our thoughts and recommendations for the sub-

region as a whole. This note therefore sets out the current and future EV demand for Hounslow and 

summarises the outcomes of the discussions held with the Transport & Highways team (Greg Edwards) at the 

Council, before ultimately commenting on their existing strategy and putting forward some recommendations 

that are considered helpful in ensuring the right strategy is adopted. 

 

Figure 1-1: London Borough of Hounslow 

 

1.1 HOUNSLOW POLICY REVIEW 

Prior to liaising with LB Hounslow directly, a desktop analysis of relevant local policies was undertaken to 

better understand the role that EVs have in contributing towards the objectives set out in their Local Plan. As 

well as any other information deemed relevant to the study. The findings are summarised in the table overleaf. 

 
 

 

 

 



 

 

Table 1-1 Policy Review 

REFERENCES / 
SOURCE 

COMMENTARY 

Local Implementation 
Plan (2011-31) 

Confirms that new charging facilities in Council-owned car parks will be provided (partly 
funded through the ‘Plugged in Places’ grant from TfL) and linked to TfL’s ‘Pan London 
Scheme’. 

Confirms intention to explore the development of a system where residents can apply for 
a dedicated parking space near their house including an electric vehicle charging point 
through the use of a new ‘CPZ+Electric’ permit. 

Outlines Councils intention to increase the availability of EV charging point through 
requesting developers ensure that at least 20% of spaces can be made available for 
electric vehicles. 

Development 
Management Plan 

Policies (2016 

In August 2015 Hounslow was the only council in the UK to trial Ubitricity’s charging 
technology (which can be fitted for less than £100 - compared to the £6,000 traditional 
installations). 

Other 

Negotiations with Tesco about provision of a charging point in their Bulls Bridge and 
Faggs Lane sites, which would ensure full coverage of the borough (majority of residents 
within 1 mile of a charging point) – albeit it is noted that the supermarket is unwilling to 
provide this, citing lack of demand.  

 
 



 

 

 

 

2 OVERVIEW & FORECAST 

2.1 INTRODUCTION 

The figure below illustrates the EV share of total car sales for Hounslow in comparison to the rest of London. It 

confirms that the hotspots for EV uptake form an arc across the central northwest area, centred on Camden 

and Westminster. In Hounslow specifically EVs were reported to have made up 1 sale in every 100 – 200 

vehicles purchased, similar to the central / inner (western) boroughs. 

Figure 2-1: Cumulative registration of electric cars as a share of total sales (2010-2014) 

 

Following brief introduction, we set out the existing network in Hounslow and assess the potential future 

uptake of EVs for the borough. 

 

2.2 CURRENT NETWORK 

There are currently a total of 129 EVCPs located within Hounslow, located at over 35 different sites, illustrated 
in Figure 2-2 overleaf. It is noted that many of these are located 
within public car parks – as opposed to on-street EVCPs.  

Locations with a high number of EVCPs include: 

 Moto Services Heston – West & East (12); 

 Hounslow West Underground NCP Car Park (10); 

 Heston Leisure Centre (8); and 

 Moss Court Car Park (6); 

 

The existing EVCPS consists of a number of various types of 

charge points; namely slow / standard (41%), fast (50%) and rapids 

(9%). The location and owners of these are set out in Figure 2-2.  

  

41%

50%

9%

Slow Fast Rapid



 

 

 

 

Figure 2-2: Location of existing EVCPs 

 
  



 

 

 

 

2.3 FUTURE NETWORK REQUIREMENTS 

As described in the main report, a previous study undertaken by WSP with Element Energy (EE) examined 

the likely spatial distribution of EVs in London over the next decade to assess what infrastructure is likely to be 

needed to support this uptake. This study interrogates the data further to establish current EV uptake and 

future demand for Hounslow specifically.  

 

The approach used to predict the distribution of EV uptake is based on current sales distribution for cars, 

where uptake is most significant. For this study, we present a ‘Baseline’ that assumes a moderate rate of 

ULEV market penetration, with 30% EV sales reached by 2030.  

 

It is noted from the previous study, that the impacts of EV uptake are likely to vary across the borough, due to 

variation in housing types, parking availability and loading of distribution networks. As such uptake has been 

forecast by MSOAs (Middle Super Output Areas), each containing 2,000 – 6,000 households, and assumes 

no change in car ownership levels. The figures overleaf present the estimated future uptake of EVs for 

Hounslow. 

FUTURE DISTRIBUTION OF EV STOCK IN 2020 – CARS, VANS AND TAXIS (BASELINE) 

The future distribution of EV stock within the borough in 2020 is shown in Figure 2-3 and indicates two 

potential ‘hotspots’ for EV uptake, namely: 

 Feltham; and 

 Heston / Osterly (either side of the A4 Great Western Road).   

For these areas, the assessment indicates that there will be between 26-50 EVs per MSOA. 

FUTURE DISTRIBUTION OF EV STOCK IN 2025 – CARS, VANS AND TAXIS (BASELINE) 

The future distribution of EV stock within the sub-region in 2025 is shown in Figure 2-4, and forecasts a 

significant increase in EV uptake in the eastern part of the borough. In addition to Heston / Osterly and 

Feltham mentioned above, Brentford and Chiswick are both expected to see a noticeable increase in EV 

uptake.  

 

For these particular MSOAs, the assessment indicates that there will be between 174-200 EVs (compared to 

26-50 EVs in 2020). 

 



 

 

 

 

Figure 2-3: Future distribution of EV stock in 2020 – Cars, vans and taxis 

 



 

 

Figure 2-4: Future distribution of EV stock in 2025 – Cars, vans and taxis 

 



 

 

 

 

2.4 ON-STREET EV DEMAND 

There are various options for charging vehicles, such as at home, at work, or at a public charge point, but it is 

widely accepted that access to home charging is the most critical in facilitating uptake. 

 

As such Figure 2-6 and 2-7 estimate the proportion of home based charging that will require on-street 

EVCPs, based on the availability or otherwise of off-street parking in each MSOA area.  

 

HOUSEHOLDS WITH NO OFF-STREET PARKING PROVISION  

Figure 2-5 highlights that the eastern part of the borough is generally more reliant on on-street parking. The 

key findings of the assessment can be summarised as: 

 Chiswick and Isleworth has the highest number of households who rely on on-street parking – typically 
between 81-90%.  

 The rest of the borough typically has between 41-60% of households who rely on on-street parking. 

 On the other spectrum, households in Osterly / Heston have a much lower reliance on on-street parking 
(21-30%). It is noted earlier in the report, that this area is expected to see a relatively high increase in EV 
uptake in the short to medium term. 

 

NO. OF EVS CHARGING ON-STREET IN 2020 

Figure 2-6 identifies three ‘hotspots’ where there is likely to be a greater requirement for on-street EVCPs (26-

50 per MSOA area) by 2020, including: 

 Hounslow (town centre); 

 Chiswick; and 

 Isleworth 

The remainder of the borough is projected to require access to between 0-25 on-street EVCPs per MSOA by 

2020. 

 

NO. OF EVS CHARGING ON-STREET IN 2025 

Figure 2-7 shows a clear divergence emerging by 2025, with notably higher demand for on-street EVCPs in 

the east of the borough (126-200), whilst parts of the west of the borough, around Feltham, are projected to 

require 101-125 EVCPs per MSOA area.  

 

 

 



 

 

 

 

Figure 2-5: Location of on-street parking dependency 

 



 

 

Figure 2-6: Future EV uptake of EV reliant on on-street parking in 2020  

 



 

 

 

 

Figure 2-7: Future EV uptake of EV reliant on on-street parking in 2025 

  



 

 

 

 

2.5 CAR CLUBS 

As of 2015/16 Hounslow had a total of 1,804 people registered as car club members, and five car club cars, 

all located off-street. Hertz and ZipCar are the two operators in the borough, as shown in Table 2-2.    

Table 2-1: Current car club vehicles and members in Hounslow1 

ZIPCAR CITY CAR CLUB TOTAL CAR CLUB CARS 
TOTAL CAR 

CLUB MEMBERS 

27 3 30 1,804 

 

The current car clubs bays, as shown in Figure 2-8 are primarily located in the eastern part of the borough, 

where typically access to public transport is better and as set out earlier in the chapter there is less off-street 

provision (and hence lower car ownership levels).  

 

Figure 2-8: Existing car club bays and potential demand heat map 

 
 

A previous report undertaken by WSP and SDG for WestTrans (West London Car Club Strategy) highlighted 

the areas of potential demand for new car club bays. The highest potential coincides with the existing hotspots 

described above – around the eastern part of the borough.  

 

Based on a previous study WSP and Frost & Sullivan undertook for TfL, which entailed consulting with car 

club operators to understand their aspirations for introducing ULEVs into their fleet, we have been able to 

estimate the potential demand amongst operators for ULEV Car Clubs within Hounslow and the associated 

EVCP requirements to support this. 

                                                      

 
1 CarPlus Annual Survey 2015/2016 (London) 



 

 

Table 2-2: Forecast ULEV Car Club Vehicle Growth and EVCP Requirements 

YEAR 
MID-RANGE FORECAST 

ULEV CAR CLUBS 
ESTIMATED CAR CLUB 
EVCP REQUIREMENT 

2018 24 46 

2020 105 215 

2025 185 385 

 

It is important to note that the number of EVCP required to support the growth set out above is partly 

dependent on the type of car club: 

 Back-to-base is predicted on a single EVCP bay per vehicle; 

 Fixed one-way would require some contingency and allowances for tidal flows of vehicles; and 

 Floating one-way requires widespread provision of EVCP bays, particularly in the longer term where 
the aspiration is for users to charge the vehicles and minimise artificial redistribution. 

 

 

 



 

 

 

 

3 STAKEHOLDER CONSULTATION 

3.1 APPROACH 

In order to comment on the Councils strategy and potential recommendations / suggestions on how to 

promote EV uptake and make a decision on investments in supporting infrastructure, it was essential we 

understood the current status of their EV strategy, their objectives, known constrains and any other concerns 

of the borough. 

 

For this reason, a face-to-face interview was undertaken with the Transport Team (Greg Edwards) on 26th 

April 2017, guided by the interview template pro-forma included in Appendix 1-A. 

3.2 FINDINGS  

This section summarises some of the relevant information acquired during the interview which is divided by 

relevant subjects.   

 

Policy 

 New Local Implementation Plan (LIP) is being written next year. The feeling is that 
having delivered the initial aspiration of ensuring the majority of residents are within one 
mile of an EVCP, the next step will be much more ambitious. 

 Rapids will also feature in the new strategy. 

 Ubitricity streetlight chargers trial will have been underway for 2 years – so part of the 
considerations for the next LIP will be whether they fully support further roll-out, or do so 
on a passive or demand responsive basis. 

 ULEV car clubs will feature – currently retrofitting 2 car clubs for ZipCar to operate 
ULEVs (PHEVs). 

Current & 

Future EV 

demand and 

locations 

 Many of the existing EVCPs are Source London points. 

 Currently receive 2-3 requests for access to EVCPs per week. 

 Also receive a lot of requests from residents in Ealing for EVCPs. 

Charging 

solutions 

 Conventional charge points - Source London – been working with, been quite happy 
with how they have operated. Signed contract variation such the IER now own and 
operate the points. Achieve reasonable bay leases, though no profit-share. LBH clear 
that they see these serving as destination charging. 

 Rapids – challenging identifying suitable sites. Council owned land is being used. They 
identified 30 potential sites, of which 2 have been taken forward as part of the TfL 
concessionary scheme, one of which is on TfL land (Henley’s Corner). Not keen on 
having lots of rapid chargers on-street due to concerns over streetscene impacts, likely 
to seek individual rapid chargers per site. 

 Streetlight chargers – trial has gone well to date, residents participating in the scheme 
have been positive. The business model for streetlight chargers is less clear however. 
There are a number of potential options – they could seek to make them cost neutral to 
the borough by requiring that user pays for 1 socket to be installed, but their concern 
would then be that they may have to dedicate the parking bay, which gets problematic. 
They accept they could not continue to operate the scheme on the basis they do now in 
2025 at much greater scale. It currently costs the borough approximately £1k per socket 
charger – worst case £3k. 

 Strategy will potentially to deliver rapid charging network, and then respond to passive 
demand through installing streetlight chargers, and to a lesser extent via Source London 



 

 

network. 

Installations, 

operation & 

maintenance 

 LBH keen to take an active role in ensuring suitable locations and installations are 
undertaken, but accept the ownership, operation and maintenance of the points 
(certainly in the case of conventional EVCPs) is best taken on by the network operator. 

Car clubs 

 No specific targets set for car club or ULEV car club vehicles/ memberships. 

 Hounslow have signed up to BlueCity car club scheme – no changes to TMOs were 
required. 

 Relocating some off-street car club bays on-street. 

 Currently subsidising car clubs heavily 

 In discussions with ZipCar and BlueCity over scope for increasing car club numbers, 
including ULEVs. Feels there’s a reasonable consensus for trialling sub-regional point-
to-point or floating car club scheme. 

Other 
 Recently provided feedback on the existing London Plan EVCP parking standards, and 

feel the updated requirements should be more nuanced to better reflect the 
circumstances/ context of the site beyond broad land use categories. 

 



 

 

 

 

4 SUMMARY & RECOMMENDATIONS 

4.1 SUMMARY  

The analysis, research and stakeholder engagement undertaken through this study can be summarised in five 
key points: 

 Policy: The previous Local Implementation Plan (2011-31) set out plans for new charging facilities in 

Council-owned car parks, and through requesting developers ensure at least 20% of spaces cater for 

EVs. The new Local Implementation Plan (LIP) will be prepared next year and look to build on this, 

with the initial aspiration for the majority of residents to be within one mile of an EVCP having been 

largely achieved. In August 2015 Hounslow became the first local authority in the UK to trial 

Ubitricity’s streetlight charging technology, and has in the process rightly become recognised as a 

leading innovator in the provision of innovative EV charging solutions. 

 

 Current network: There are currently a total of 129 EVCPs located within Hounslow, located at over 

35 different sites, mainly within public car parks. The existing EVCPs consist of slow / standard (41%), 

fast (50%) and rapids (9%).  

 
 Future EV uptake: The future distribution of EV stock within the borough by 2020 is includes 

‘hotspots’ for EV uptake around Feltham; and Heston / Osterly (either side of the A4 Great Western 

Road).  For these areas, the assessment indicates that there will be between 26-50 EVs per MSOA. 

By 2025 a significant increase in EV uptake is forecast in the eastern part of the borough. In addition 

to Heston / Osterly and Feltham mentioned above, Brentford and Chiswick are both expected to see a 

noticeable increase in EV uptake. For these particular MSOAs, the assessment indicates that there 

will be between 174-200 EVs (compared to 26-50 EVs in 2020). 

 Stakeholder Feedback: The feeling is that having largely delivered the initial aspirations for ensuring 
the majority residents are within one mile of an EVCP, the next step will be more ambitious. ULEV car 
clubs will feature. The strategy will potentially be to deliver a rapid charging network, and then 
respond to passive demand through installing streetlight chargers, and to a lesser extent via Source 
London network (principally serving as destination chargers). The streetlight chargers trial has gone 
well to date, with residents participating in the scheme providing positive feedback, though further 
consideration will need to be given to the business model to upscale it successfully. 

4.2 RECOMMENDATIONS  

Based on our review of the boroughs policy objectives and the feedback received from officers interviewed we 
put forward our thoughts / recommendations on six relevant subjects. 



 

 

 

Streetlight Chargers 

Hounslow have successfully blazed a trail in 
proactively trialling the streetlight chargers, with 
positive feedback from residents. They have also 
served as a cost effective a rapidly deliverable 
practical solution in responding to demand for 
access to on-street charge points amongst 
residents. The next challenge will be establishing a 
scalable model by which they can delivered in 
greater numbers across the rest of the borough, by 
reducing the costs to the borough, and resource 
burden on borough officers, as well as the support 
we understand is currently provided on a non-
commercial basis by other council teams to support 
the delivery. This will likely entail continuing to work 
closely with Ubitricity, SSE and other borough 
departments to determine how best to achieve this 
(i.e. whether through the end user taking on all or 
part of the costs, or finding alternative mechanisms 
to derive revenues to pay down costs). We suggest 
utilising the GULCs funding opportunities that exist 
to further expand the scheme. 

Rapid Chargers 

Rapid chargers will form an important of the 
boroughs strategy, with the solution enabling a 
relatively large number of vehicles to be 
supported by fewer sites. We believe the 
Council is right to work with TfL via the Rapid 
Charger Concessionary scheme that provides 
revenue potential for the borough, minimal costs 
and no maintenance responsibilities or liabilities 
for the asset. In parallel with this, it may also be 
beneficial to engage with private operators 
outside of the TfL framework to understand the 
extent of market interest. The borough features 
a number of strategic roads which may be 
attractive sites for commercial operators, which 
could in turn also support some local resident/ 
car club usage. 

Source London 

We feel the councils approach to Source London is 
sensible in inviting them to install and operate 
EVCPs, and recognising that these will primarily 
serve as destination charging points. Source 
London and the associated BlueCity Car Club 
scheme represent significant investments in London 
and demonstrate a commercial commitment. By 
doing so the borough captures its share of the 
investment and is plugged into the wider network of 
CPs and ULEV car clubs it entails.  This will remove 
any burden of having to pay to maintain the points, 
as is currently the case.  

Delivery Partnership Scheme for Residents 

and Car Clubs 

The GULCS delivery partnership scheme in 
principle provides a solution to supplying charge 
point easily accessible by residents without off-
street parking and Car Club operators to operate 
ULEVs. Another useful role for the DP scheme 
could be for the borough to require charge points 
at new developments to be delivered through 
this framework and then owned, managed and 
operated by the same operator as the wider DP 
scheme – reliving Hounslow of any management 
burden. We recommend that the borough 
remains actively engaged in this initiative and 
ensures it benefits from its share of the funding 
support available.  

ULEV Car Clubs 

The east of the borough in particular has areas of 
high potential for car clubs, and we advise the 
borough continues to pursue its interests in being 
fully incorporated into the BlueCity scheme 
underway in neighbouring Hammersmith and 
Fulham. We also suggest the Council gives 
consideration to introducing car club requirements 
that specify inclusion of ULEVs. ULEV Car Club 
provision can serve to support the delivery of 
EVCPs as they deliver demand and electricity 
usage, enabling CP operators to break even more 
quickly, so lessening the requirement for public 
sector funding. We understand from discussions 
with other WestTrans members that quarterly 
engagement meetings use to take place with Car 
Club operators and we suggest re-establishing 
these meetings.  

StreetCharge Residents Only Scheme 

The StreetCharge scheme being piloted in 
Westminster (set out in the core report) offers a 
potentially fully private alternative to the Delivery 
Partnership model. If there is a cluster of 
demand for on-street provision, then we believe 
it would be worthwhile the borough engaging 
with them to establish their interest in operating 
a similar scheme within Hounslow. It is however 
important to note that this would only be 
potentially attractive to the more elastic 
consumer. 



 

 

 

 

4.3 NEXT STEPS:  

In the short to medium term, we would suggest that: 

 

 We suggest the borough continues its approach of delivering and piloting a range of charge point 
solutions, rather than committing to a single technology or network at this stage. 

 Initiate discussions other prospective suppliers, operators and delivery groups, including private charge 
point and rapid charge point operators and car club operators, as well as maintaining dialogue with 
Source London/ BlueCity, London Councils and TfL.  

 Rapid Chargers – Continue to identify and review prospective sites, and enter into discussions with TfL to 
understand which they may be receptive to including with the scheme. In parallel engage with other 
quality providers to understand the extent of market interest in the borough and inform your negotiating 
position on your lease/profit share expectations for each site. 

 Conventional Chargers – Continue to work with Source London to understand which areas of the borough 
they would be interested in installing new points in, and where a mutually acceptable leasing fee can be 
agreed, and enable the borough to focus on gaps where the market will not otherwise deliver, and target 
these with alternative options. 

 Streetlight chargers – build on the strong relationships already in place with Ubitricity and SSE to explore 
options for establishing a sustainable and scalable medium term business plan, to support further growth 
of the network of sockets. A key objective should be to reduce the costs to the borough, and the resource 
burden on borough officers. Depending on the approach taken, and whether it is private sector led, public-
private partnership or public sector led scheme, it would likely be sensible to undertake cash flow 
modelling exercise, and work to agree mutually acceptable governance structures and delivery processes. 

 ULEV car clubs – Monitor the performance of the BlueCity car club scheme in Hammersmith & Fulham, 
and where bays are already available for use as part of the scheme within Hounslow. Ensure ULEV car 
clubs are proactively encouraged/required where appropriate as part of your wider strategies and planning 
conditions. Re-establish quarterly engagement meetings with car club operators for discussing the scope 
for expanding the networks. 

 New developments - Develop guidance on charge point provision for developers, ensuring that any 
charge installed will be operated and maintained in an effective way. 

 Consider other complimentary measures with the aim of improving local air quality and promoting ULEV 
uptake, such as Low Emission Neighbourhoods and Zero Emission Streets. 

 Planning and development control functions - consider the requirements/opportunities for rapid charger 
provision, either on site or off-site, using pooled funding to cover the preparatory works on otherwise 
unviable sites. 

 Based on the findings of this assessment and progress against the recommendations, determine targets 
for EVCP delivery to ensure it will cater for demand. 
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1 INTRODUCTION  
As set out in the core report, boroughs are at different stages of developing their charging networks and 

continue to face their own challenges in determining how to respond to the current and expected future 

demand for EVs. 

 

For this reason, it was considered impractical to provide our thoughts and recommendations for the sub-

region as a whole. This note therefore sets out the current and future EV demand for Brent and summarises 

the outcomes of the discussions held with the Transport team (Monica Li – Principal Transport Planner and 

Grace Edminton – Transport Planner) at the Council, before ultimately commenting on their existing strategy 

and putting forward some recommendations towards a future EV strategy. 

 

Figure 1-1: London Borough of Brent 

 
 

1.1 BRENT POLICY REVIEW 

Prior to liaising with LB Brent directly, a desktop analysis of relevant local policies was undertaken to better 

understand the role that EVs have in contributing towards the objectives set out in their Local Plan. As well as 

any other information deemed relevant to the study. The findings are summarised in the table below. 
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Table 1-1 Policy Review 

REFERENCES / 
SOURCES 

COMMENT 

Core Strategy 
The document does not specifically mention EVs, but it states the council will promote the 
use of alternative fuels – to contribute towards a holistic approach to mitigate and adapt to 
climate change.  

Local Implementation 
Plan 

Funding is identified for a programme of EVCPs installations from 2010/11 to 2013/14 
with a target of 8 charge points by 2014 (up from 2 in 2010). 

The document states “EVCP provision in new local business and residential 
developments is a key element of Brent’s development control process.” 

Brent Parking Strategy 
(2015) 

The strategy recognises the importance of electric vehicles in reducing kerbside 
emissions.  Within Brent residents permits for electric vehicles are free (for the first car 
only), and electric vehicles are exempt from the central London Congestion Charge. 

Confirms Brent Council’s intention to take into account future demand of electric vehicles 
and the loss of general public parking before considering whether to install any on-street 
bays. 

Development 
Management Policies 

(2016) 

The document  highlights that ‘Brent will encourage the allocation of spaces for low 
emission vehicles, car clubs, pool cars, cycle hire and parking, and electric vehicle 
charging equipment.” It also includes reference to a preference for EVCPs to be provided 
within the highway, or publicly accessible to encourage greater use 

Transport Strategy 2015 - 
2035 

Brent Council has set clear targets to encourage car clubs expansion in light of the 
advantages of reduced car ownership and the “opportunity to introduce more ULEVs”. 

To achieve this (Car Club) expansion, Brent Council’s intend to produce a Car Club 
Management Plan which will consider how many bays will be appropriate and how many 
should be expected to contain charging infrastructure for ULEV/LEV use. 

 
The review confirmed that EV uptake and future roll-out of EVCPs is part of the solution towards contributing 

towards their priorities set out in their Transport Strategy that included improving ‘Air Quality’ and ‘Health’. In 

particular, it was apparent that the borough felt the expansion of Car Clubs could play a key role by 

contributing towards reducing the need for residents to own a private vehicle, and for ULEV Car Clubs to 

become more prominent.   
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2 OVERVIEW & FORECAST 

2.1 INTRODUCTION 

The figure below illustrates the EV share of total car sales for Brent in comparison to the rest of London. It 

confirms that the hotspots for EV uptake form an arc across the central northwest area, centred on Camden 

and Westminster. In Brent specifically EVs were reported to have made up 1 sale in every 351 – 500 vehicles 

purchased. 

Figure 2-1: Cumulative registration of electric cars as a share of total sales (2010-2014) 

 

Following brief introduction, we set out the existing network in Brent and assess the potential future uptake of 

EVs for the borough. 

2.2 CURRENT NETWORK 

There is currently a total of 170 EVCPs located within Brent, 

located at just 13 sites, illustrated in Figure 2-2 overleaf. It is 

noted that many of these are located in car parks – as opposed 

to on-street EVCPs. Locations with a high number of EVCPs 

include: 

 Costco Wembley (62); 

 Brent Civic Centre (48); and 

 Wembley Stadium Car Park (10). 

 

The existing EVCPS consists of a number of various types of charge points; namely slow / standard (10%), 

fast (87%) and rapids (3%). The location and owners of these are set out in Figure 2-2.  

10%

87%

3%

Slow Fast Rapid
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Figure 2-2: Location of existing EVCPs 
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2.3 FUTURE NETWORK REQUIREMENTS 

As described in the main report, a previous study undertaken by WSP with Element Energy (EE) examined 

the likely spatial distribution of EVs in London over the next decade to assess what infrastructure is likely to be 

needed to support this uptake. This study interrogates the data further to establish current EV uptake and 

future demand for Brent specifically.  

 

The approach used to predict the distribution of EV uptake is based on current sales distribution for cars, 

where uptake is most significant. For this study, we present a ‘Baseline’ that assumes a moderate rate of 

ULEV market penetration, with 30% EV sales reached by 2030.  

 

It is noted from the previous study, that the impacts of EV uptake are likely to vary across the borough, due to 

variation in housing types, parking availability and loading of distribution networks. As such uptake has been 

forecast by MSOAs (Middle Super Output Areas), each containing 2,000 – 6,000 households, and assumes 

no change in car ownership levels. The figures overleaf present the estimated future uptake of EVs for Brent. 

FUTURE DISTRIBUTION OF EV STOCK IN 2020 – CARS, VANS AND TAXIS  

The future distribution of EV stock within Brent in 2020 is shown in Figure 2-3. The forecast levels of EV 

uptake are broadly even throughout much of the borough by 2020, with the exception of three areas that are 

expected to experience slightly lower levels of uptake, with no more 0-25 EVs (per MSOA) in: 

 Sudbury;  

 Brent; and 

 Willesden 

The assessment indicates that there will typically be between 26-50 EVs per MSOA throughout the borough 

by 2020. 

FUTURE DISTRIBUTION OF EV STOCK IN 2025 – CARS, VANS AND TAXIS  

The future distribution of EV stock within the borough in 2025 is shown in Figure 2-4 and projects a significant 

increase in EV uptake across the borough as a whole. There are two ‘hotspots’ where EV uptake is estimated 

to increase the most: 

 The south eastern part of the borough around Maida Vale; and 

 The north eastern part of the borough, just north of Wembley Stadium. 

For these particular areas, the assessment indicates that there will be between 151-175 EVs (compared to 

26-50 EVs in 2020 for the majority of the borough). 
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Figure 2-3: Future distribution of EV stock in 2020 – Cars, vans and taxis 
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Figure 2-4: Future distribution of EV stock in 2025 – Cars, vans and taxis 
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2.4 ON-STREET EV DEMAND 

There are various options for charging vehicles, such as at home, at work, or at a public charge point, but it is 

widely accepted that access to home charging is the most critical in facilitating uptake. 

 

As such Figure 2-6 and 2-7 estimate the proportion of home based charging that will require on-street 

EVCPs, based on the availability or otherwise of off-street parking in each MSOA area.  

 

CURRENT ON-STREET PARKING DEPENDENCIES 

Figure 2-5 indicates a significant variation in the number of households who are reliant on on-street parking 

across the Borough. The key findings of the assessment can be summarised as: 

 The south eastern part of the borough has the highest number of households who rely on on-street 
parking – typically between 91-100%. 

 On the other spectrum, the further north and western part of the borough typically has between 21-
40% of households who rely on on-street parking.  

 The area around Kenton in particular, has just 11-20% of households who do not have off-street 
parking provision. 

 

NO. OF EVS CHARGING ON-STREET IN 2020 

Figure 2-6 indicates three ‘hotspots’ where there is likely to be a requirement for on-street EVCPs by 2020, all 

of which are located in the south eastern part of the borough, including:  

 Maida Vale; 

 Stonebridge; and 

 Cricklewood. 

In these areas, the assessment estimates that there will be typically between 26-50 EVs requiring access to 

on-street EVCPs. 

 

NO. OF EVS CHARGING ON-STREET IN 2025 

Figure 2-7 projects an increasing requirement for on-street EVCPs as demand increases in line with EV 

uptake. The pattern reflects that described above, with the areas to the south eastern part of the borough 

expected to require the greatest number of on-street EVCPs (typically 101 – 150 per MSOA), with hotspots 

requiring up 126-150 per MSOA. 

 

Elsewhere in areas to the north west of the borough, where households typically have off-street parking 

provision, is not expected to see a noticeable increase in on-street EVCP (0-50 per MSOA). 

 

 

 

 

 

 

 

  



 

 

 

1 
 

Figure 2-5: Location of on-street parking dependency 
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Figure 2-5: Future EV uptake of EV reliant on on-street parking in 2020  
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Figure 2-6: Future EV uptake of EV reliant on on-street parking in 2025 
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2.5 CAR CLUBS 

As of 2015/16 Brent had nearly 4,000 people registered as car club members with 124 car club cars operating 

in the borough, the majority of which are located on-street. ZipCar is the main operator in the borough, as 

shown in Table 2-2. City Car Club (since rebranded as Enterprise) is the other operator active in the borough.  

Table 2-1: Current car club vehicles and members in Brent1 

ZIPCAR CITY CAR CLUB TOTAL CAR CLUB CARS 
TOTAL CAR 

CLUB MEMBERS 

117 7 124 3,878 

 

The current car clubs bays, as shown in Figure 2-8 are primarily located in the southern part of the Borough, 

adjacent to the inner / central boroughs, such as Hammersmith & Fulham, Kensington & Chelsea and 

Camden.   

Figure 2-7: Existing car club bays and potential demand heat map 

 
 

A previous report undertaken by WSP and SDG for WestTrans (West London Car Club Strategy) highlighted 

the areas of potential demand for new car club bays. The highest potential coincides with the existing hotspots 

described above – around the south eastern part of the borough.  

 

Based on a previous study WSP and Frost & Sullivan undertook for TfL, which entailed consulting with car 

club operators to understand their aspirations for introducing ULEVs into their fleet, we have been able to 

estimate the potential demand amongst operators for ULEV Car Clubs within Brent and the associated EVCP 

requirements to support this. 

                                                      

 
1 CarPlus Annual Survey 2015/2016 (London) 
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Table 2-2: Forecast ULEV Car Club Vehicle Growth and EVCP Requirements 

YEAR 
MID-RANGE FORECAST 

ULEV CAR CLUBS 
ESTIMATED CAR CLUB 
EVCP REQUIREMENT 

2018 24 46 

2020 105 215 

2025 185 385 

 

It is important to note that the number of EVCP required to support the growth set out above is partly 

dependent on the type of car club: 

 Back-to-base is predicted on a single EVCP bay per vehicle; 

 Fixed one-way would require some contingency and allowances for tidal flows of vehicles; and 

 Floating one-way requires widespread provision of EVCP bays, particularly in the longer term where 
the aspiration is for users to charge the vehicles and minimise artificial redistribution. 
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3 STAKEHOLDER CONSULTATION 

3.1 APPROACH 

In order to comment on the Councils strategy and potential recommendations / suggestions on how to 

promote EV uptake and make a decision on investments in supporting infrastructure, it was essential we 

understood the current status of their EV strategy, their objectives, known constrains and any other concerns 

of the borough. 

 

For this reason, a face-to-face interview was undertaken with the Transport team (Monica Li – Principal 

Transport Planner & Grace Edminton – Transport Planner) at the Council in April 2017. The interview was 

guided by the interview pro-forma included in Appendix 1-A. 

3.2 FINDINGS  

This section summarises some of the relevant information acquired during the interview which is divided by 

relevant subjects.   

 

Policy 

 Brent has environmental targets to reach and investing in EVCPs can help.  

 LBB want to encourage EV uptake but ultimately prioritise walking – due to the fact a 

switch to EV does not reduce traffic numbers. 

Current & 

Future EV 

demand and 

locations 

 Contract variation with BluePoint London has been signed.  

 There are 48 EVCPs in the underground car park at Brent Civic Centre which are 
accessible to the public - albeit users need to pay parking fees (not shown on Zap-map) 
as well as for any charge. 

 Brent currently has 15 logged requests – with typically 1-2 requests received monthly. 
These are mostly located in the south of the borough (Queen’s park, Kenton, 
Mapesbury, and 1 in Harlsden). 

 Source London wants to install 30 new charge points – however they want 3 designated 
bays (minimum 2) per location with its primary purpose to serve destination charging.  
LBB state that they cannot afford to allocate so many spaces due to pressure on on-
street parking and the likely reaction from residents. The majority of bays desired by 
Source London are in Kilburn (on residential roads close to main streets) or close to 
tube stations in residential areas. 

Charging 

solutions 

 Ubitricity - Hounslow is trialling it: they get 1 request and put 3 on one road. Concerns 

over this approach due to potential for people to park in these bays, as well as the 

process involved in ensuring that they are EV only bays.   

 Lighting columns – Despite the concerns above, the Council are seeking funding for 9 

EVCPs in 3 residential streets to trial this option. It was noted that this might need to 

increase to 12 EVCPs at 5 locations to ensure higher usage.  Not decided on operator 

yet as at this moment in time - LBB did not feel they have enough information to make 

this decision. 

 Conventional free standing units – LBB is keen to minimise street clutter so not keen on 

the units Source London uses. These units also need a designated bay, which could be 

vandalised.  

 Rapid chargers the preferred approach: 

 Petrol station model makes sense for rapid charging. Images of charging 

stations of the future look very appealing.  



 

4 
 

 Rapid - TfL working with LBB to find locations for rapid EVCPs. These would 

manly be in south of the Borough in taxi bays next to Tube stations. Only North 

circular is TRLN (TfL) but no locations for EVCPs have been identified there so 

they would all be on Brent land.  

 Rapids are good for both locals and for people passing through. LBB wants to 
support London as a whole as “it is crucial that we work together”. 

Installations, 

operation & 

maintenance 

 Maintenance is an issue and concern – although they note that having signed the 

agreements with Source London charge points it should relieve the borough of 

responsibilities for those points.  

 Ideally maintenance would not be through the borough.  

 There are too many operators; concerns with compatibility issues / differing socket 

types.  

 LBB want to encourage competition and feel the GULCs offers an opportunity for a mix 

of operators that is why they like the go ultra-low scheme (i.e. residents can get better 

prices). 

 A private Rapid Charge point operator approached LBB about installing rapid EVCPs 

but they declined as they want to do this with TfL. 

Car clubs 

 LBB preference is to have EV car clubs, but there is a perception at the Council that 

they are probably not interested in coming to Brent.  

 LBB preference is floating car clubs - would like to team up with DriveNow (which 

operates in neighbouring Barnet), but WestTrans are not keen to adopt the floating 

model. The concern is that people might not like it as most cars might end up on the 

south side of Borough. Brent is trying to find evidence to see whether this model can be 

beneficial. Also, DriveNow’s policy of ‘greying out’ certain areas (i.e. where there is 

higher crime rate) would not be acceptable to the Council. 

 Flexible point to point might also lead to problems as there might be a need to 

redistribute cars. 

Other 

 Revenue from advertising would be welcome. 

 LBB is not keen for residents to pay for part of the cost directly. 

 Unsure how match-funding works. 

 Go Ultra Low scheme to add EVCPs where there is demand and where demand can be 

forecasted. 
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4 SUMMARY & RECOMMENDATIONS 

4.1 SUMMARY  

The analysis, research and stakeholder engagement undertaken through this study can be summarised in five 

key points: 

 Policy: Whilst the Core Strategy doesn’t refer to EVs specifically, they are referred to in other plans 

(i.e. the LIP), and their uptake is seen as being able to contribute towards a holistic approach in 

mitigating climate change. In particular their Transport Strategy sees a role for Car Clubs in 

encouraging further use of ULEVs. It is noted that the Council see walking and cycling as a priority, 

and the uptake of EVs should be focused for those occasions where these other modes is not 

practical.   

 
 Current network: Whilst Brent has a total of 170 EVCPs located within the borough, coverage is 

currently patchy, with those EVCPs located at just 13 sites, and over 100 of which are located at two 

locations (Costco Wembley & Brent Civic Centre). The south eastern part of the borough, which is 

forecast to have the greatest uptake in EV (discussed below) currently only has two EVCPs at one 

location (Wendover Road Car Park). 

 
 Future EV uptake: The future distribution of EV stock estimates a relatively consistent uptake 

throughout the borough, with the most significant increase expected in the MSOAs on the south 

eastern part of the borough (around Maida Vale) and a ‘hotspot’ in the north eastern part of the 

borough. The assessment estimates that there will typically be between 100-175 EVs per MSOAs. 

On-street EVCPs are most likely to be required in the south eastern part of the borough, where off-

street parking provision is generally lower compared to the north western part of the borough, 

including Maida Vale, Stonebridge and Cricklewood. By 2025 areas in the south east of the borough 

are expected to require 101 – 150 on-street EVCPs per MSOA. 

 Stakeholder Feedback: Whilst the Council has signed the contract variation with BluePoint London it 

is noted that they have been unable to agree terms on the roll-out of further EVCPs due to BluePoint 

London’s requirement for at least two bays per site (preferably three). The Councils concerns relate to 

complaints from residents about removing bays in areas of high parking stress, and challenges in 

enforcing ‘EV only’ bays. Other notable obstacles cited included concerns over street clutter.  

 
 

4.2 RECOMMENDATIONS 

Based on our review of the boroughs policy objectives and the feedback received from officers interviewed we 

put forward our thoughts / recommendations on six relevant subjects.  
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Rapid Chargers 

Rapid chargers will likely form an important of 
the boroughs strategy, with the solution 
enabling a relatively large number of vehicles 
to be supported by fewer sites. We believe the 
Council is right to work with TfL via the Rapid 
Charger Concessionary scheme that provides 
revenue potential for the borough, minimal 
costs and no maintenance responsibilities or 
liabilities for the asset. In parallel with this, it 
may also be beneficial to engage with private 
operators outside of the TfL framework to 
understand the extent of market interest.  

 

Source London 

We note the Councils concerns relating to a) 
the number of bays Source London require 
and b) enforcing the use of an EV bay only. In 
our view Source London is only likely to 
present a solution for parts of the Boroughs 
charging infrastructure, on the basis that BPL 
will primarily seek to deploy EVCPs at 
destinations and to underpin the BlueCity 
operations. However where a satisfactory 
agreement or compromise can be reaches in 
places for installing a number of bays they do 
represent fully funded investments, and as 
such, we would suggest the borough captures 
its share, even if this would be solely in areas 
around key attractors/ destinations. 

Streetlight Chargers 

For residential areas, streetlight chargers 
would provide a better solution than 
conventional chargers from the perspective of 
minimising street clutter, which was noted as a 
concern by Officers. Though Rapid chargers 
also present an alternative solution that we 
recognise may the boroughs preferred primary 
approach. An option could be to trial this as a 
relatively quick and low cost solution, utilising 
the GULCs funding opportunities that exist – 
most likely in the south eastern part of the 
borough where there is less off-street parking 
provision for residents.  

Delivery Partnership Scheme for Residents 

and Car Clubs 

The GULCS delivery partnership scheme in 
principle provides a solution to supplying charge 
point easily accessible by residents without off-
street parking and Car Club operators to 
operate ULEVs. Another useful role for the DP 
scheme could be for the borough to require 
charge points at new developments to be 
delivered through this framework and then 
owned, managed and operated by the same 
operator as the wider DP scheme – reliving 
Brent of any management burden. We 
recommend that the borough remains actively 
engaged in this initiative and ensures it benefits 
from its share of the funding support available.  

ULEV Car Clubs 

Large areas of the borough have high 
potential for car clubs, and we advise the 
borough continues to pursue its interests in 
being either incorporated into the DriveNow 
scheme, or initiates a West London scheme, 
potentially including the BlueCity scheme 
underway in Hammersmith and Fulham. We 
suggest the Council give consideration to 
introducing car club requirements that specify 
inclusion of ULEVs. ULEV Car Club provision 
can serve to support the delivery of EVCPs as 
they deliver demand and electricity usage, 
enabling CP operators to break even more 
quickly, so lessening the requirement for 
public sector funding.  

 

StreetCharge Residents Only Scheme 

The StreetCharge scheme being piloted in 
Westminster (set out in the core report) offers a 
potentially privately funded alternative to the 
Delivery Partnership model. There are likely to 
be clusters of demand in the south of the 
borough where enough adopters are reliant on 
on-street parking and in close enough proximity 
to be an option. It is however important to note 
that this would only be potentially attractive to 
the more price-elastic consumer, and we note 
the Councils concern over pushing all the costs 
onto the end users.   
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4.3 NEXT STEPS 

In the short to medium term, we would suggest that: 

 

 We would suggest the borough seeks to deliver and pilot a range of charge point solutions, rather than 
committing to a single technology or network at this stage. 

 Initiate discussions with prospective suppliers, operators and delivery groups, including Source London/ 
BlueCity, London Councils, TfL, other private charge point and rapid charge point operators, car club 
operators. 

 Rapid Chargers – Continue to identify and review prospective sites, and enter into discussions with TfL to 
understand which they may be receptive to including with the scheme. In parallel engage with other 
quality providers to understand the extent of market interest in the borough and inform your negotiating 
position on your lease/profit share expectations for each site. 

 Conventional Chargers - Work with Source London to understand which areas of the borough they would 
be interested in installing new points in, and where a mutually acceptable leasing fee can be agreed, and 
enable the borough to focus on gaps where the market will not otherwise deliver, and target these with 
alternative options. 

 Launch pilot studies and trials, to satisfy short term demand and inform longer term strategies. The 
borough learns from the Ubitricity trial at Hounslow and the trial currently being rolled out at Kensington 
and Chelsea to establish its suitability to cater for residential demand in Brent. It is also considered 
prudent to engage with other Streetlight chargers (the names of which are outlined in the Core report) to 
establish their interest in operating in the borough. These charging solutions could be trialled utilising the 
range of funding opportunities that exists.   

 ULEV car clubs – Seek opportunities to join the active DriveNow or BlueCity schemes in neighbouring 
boroughs, or to instigate a West London area equivalent. Ensure ULEV car clubs are proactively 
encouraged/required where appropriate as part of your wider strategies and planning conditions. Re-
establish quarterly engagement meetings with car club operators for discussing the scope for expanding 
the networks. 

 New developments - Develop guidance on charge point provision for developers, ensuring that any 
charge installed will be operated and maintained in an effective way. 

 Consider other complimentary measures with the aim of improving local air quality and promoting ULEV 
uptake, such as Low Emission Neighbourhoods and Zero Emission Streets. 

 Planning and development control functions - consider the requirements/opportunities for rapid charger 
provision, either on site or off-site, using pooled funding to cover the preparatory works on otherwise 
unviable sites. 

 Based on the findings of this assessment and progress against the recommendations, determine targets 
for EVCP delivery to ensure it will cater for demand. 
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1 INTRODUCTION  
As set out in the core report, boroughs are at different stages of developing their charging networks and 

continue to face their own challenges in determining how to respond to the current and expected future 

demand for EVs. 

 

For this reason, it was considered impractical to provide our thoughts and recommendations for the sub-

region as a whole. This note therefore sets out the current and future EV demand for Harrow and summarises 

the outcomes of the discussions held with the Traffic & Parking Team Leader (Barry Philips) and his team, 

including Kerry Edens (Travel Planner) at the Council, before ultimately commenting on their existing strategy 

and putting forward some recommendations towards a future EV strategy. 

 

Figure 1-1: London Borough of Harrow 

 
 

1.1 HARROW POLICY REVIEW 

Prior to liaising with LB Harrow directly, a desktop analysis of relevant local policies was undertaken to better 

understand the role that EVs have in contributing towards the objectives set out in their Local Plan. As well as 

any other information deemed relevant to the study. The findings are summarised in the table below. 

 

 

 

 



 

 

 

Table 1-1 Policy Review 

REFERENCES / 
SOURCE 

COMMENT 

TfL ULEV Delivery Plan Through the ‘Go Ultra Low’ Scheme (funding: £370,000), Harrow will develop a low 
emission zone offering parking and traffic priority to owners of plug-in vehicles. 

Harrow Council Though the ‘Neighbourhoods of the Future’ scheme (funding: £180,000)1, Harrow will be 
installing electric charging points in the town centre, supporting local businesses who wish 
to switch to electric vehicles and training mechanics to service these vehicles. 

Local Implementation 
Plan (2011 – 14) 

Confirms the intention to install new fully accessible electric charging points across the 
borough. 

Harrow is a member of Source London and following the trial within Harrow Council car 
park, it will expand the roll out of electric vehicle charging points across the Borough. 

Harrow will also consider installing new fast charging technology and support and 
promote the provision of charging points to local businesses and residential developments 

 
The review confirmed the Council is taking a pro-active approach towards improving EVCP infrastructure in 

the borough, a pre-requisite for residents to purchase an EV. Contributing towards achieving this is ensuring 

that new developments (particularly in Intensification Areas) are required to contribute towards the funding 

and implementation of such charge points. In particular, the policy plans states that this will contribute towards 

managing the boroughs contribution towards climate change and improving air quality.  

                                                      

 
1http://www.harrow.gov.uk/news/article/464/harrow_to_introduce_neighbourhoods_of_the_future_scheme  

http://www.harrow.gov.uk/news/article/464/harrow_to_introduce_neighbourhoods_of_the_future_scheme


 

 

 

 

2 OVERVIEW & FORECAST 

2.1 INTRODUCTION 

The figure below illustrates the EV share of total car sales for Harrow in comparison to the rest of London. It 

confirms that the hotspots for EV uptake form an arc across the central northwest area. In Harrow EVs were 

reported to have made up 1 sale in every 351 – 501 vehicles purchased. 

Figure 2-1: Cumulative registration of electric cars as a share of total sales (2010-2014) 

 

Following brief introduction, we set out the existing network in Harrow and assess the potential future uptake 

of EVs for the borough. 

2.2 CURRENT NETWORK 

There is currently a total of 37 EVCPs located within Harrow, located at just 7 sites illustrated in Figure 2-2 

overleaf. It is noted that majority of these located in off-street (36) car parks.  All bar one EVCP is operated by 

Source London and POLAR.  

 

The main locations with EVCPs include: 

 Rayners Lane LU Car Park (12); 

 Stanmore LU Car Park (12); 

 Waitrose – Harrow Wealdstone (4); and 

 Waitrose – South Harrow (4). 

 

The existing EVCPs consists of both slow / standard (16%) and fast 

(84%) charge points. The location and owners of each charge points 

is set out in Figure 2-2.  

16%

84%

Slow Fast Rapid



 

 

 

 

Figure 2-2: Location of existing EVCPs 

 



 

 

2.3 FUTURE NETWORK REQUIREMENTS 

A previous study undertaken by WSP with Element Energy (EE) examined the likely spatial distribution of EVs 

in London over the next decade to assess what infrastructure is likely to be needed to support this uptake. 

This study interrogates the data further to establish current EV uptake and future demand for Harrow 

specifically.  

 

The approach used to predict the distribution of EV uptake is based on current sales distribution for cars, 

where uptake is most significant. For this study, we present a ‘Baseline’ that assumes a moderate rate of 

ULEV market penetration, with 30% EV sales reached by 2030.  

 

It is noted from the previous study, that the impacts of EV uptake are likely to vary across the borough, due to 

variation in housing types, parking availability and loading of distribution networks. As such uptake has been 

forecast by MSOAs (Middle Super Output Areas), each containing 2,000 – 6,000 households, and assumes 

no change in car ownership levels. The figures overleaf present the estimated future uptake of EVs for 

Harrow. 

FUTURE DISTRIBUTION OF EV STOCK IN 2020 – CARS, VANS AND TAXIS (BASELINE) 

The future distribution of EV stock within the borough by 2020 is shown in Figure 2-3. The forecast levels of 

EV uptake are broadly even throughout much of the borough by 2020, with the exception of two areas that are 

expected to experience slightly slower growth:  

 Pinner; and 

 Harrow town centre.   

The assessment indicates that there will be typically between 26-50 EVs per MSOA throughout the borough 

by 2020. 

FUTURE DISTRIBUTION OF EV STOCK IN 2025 – CARS, VANS AND TAXIS (BASELINE) 

The future distribution of EV stock within Harrow in 2025 is shown in Figure 2-4, and estimates the greatest 

uptake in EVs will be in Stanmore in the north eastern part of the borough, just south of the M1 and A41. 

Other areas that are expected to see a more rapid increase in EV uptake is: 

 South Harrow; and 

 Areas to the north and south of Uxbridge Road in the north western part of the borough. 

For these particular areas, the assessment indicates that there will be between 151-175 EVs per MSOA 

(compared to 26-50 EVs in 2020) which compares to 176-200 in Stanmore.  

 
 



 

 

 

 

Figure 2-3: Future distribution of EV stock in 2020 – Cars, vans and taxis 

 



 

 

Figure 2-4: Future distribution of EV stock in 2025 – Cars, vans and taxis 

 



 

 

 

 

2.4 ON-STREET EV DEMAND 

There are various options for charging vehicles, such as at home, at work, or at a public charge point, but it is 

widely accepted that access to home charging is the most critical in facilitating uptake. 

 

As such Figure 2-6 and 2-7 estimate the proportion of home based charging that will require on-street 

EVCPs, based on the availability or otherwise of off-street parking in each MSOA area.  

 

CURRENT ON-STREET PARKING DEPENDENCIES 

This figure confirms households across the borough generally have similar levels of off-street parking 

availability. There is however, a greater reliance on on-street parking in Headstone South, Wealdstone, 

Malborough, Greenhill, Kenton East and Roxbourne, with typically 71 – 80% of households in these wards 

having no off-street parking. On the other spectrum, households in Pinner have a much lower reliance on on-

street parking (just 21-30%).  

 

FUTURE EV UPTAKE OF EV RELIANT ON ON-STREET PARKING IN 2020 

Figure 2-6 indicates that the requirement for on-street EVCPs by 2020 will be at the more modest end of the 

spectrum (with 0-25 EVs per MSOA area), though this still represents a significant increase on current levels. 

The figure identifies two ‘hotspots’ whereby on-street EVCPs are likely to be required. They are:  

 Harrow town centre; and 

 South Harrow. 

In these areas, the assessment estimates that there will be typically between 26-50 EVs requiring access to 

on-street EVCPs. 

 

FUTURE EV UPTAKE OF EV RELIANT ON ON-STREET PARKING IN 2025 

Figure 2-7 projects an increasing requirement for on-street EVCPs as demand increases in line with EV 

uptake. By this time the forecast requirements begin to vary more significantly throughout the Borough, from 

0-25 to 101-125, in part reflecting the differences in availability of off-street parking, as well as other 

characteristic. Unsurprisingly, due to the number of households with off-street parking in areas such as Pinner 

and Kenton, demand for such charge points is limited even in 2025. 

 

 

  



 

 

Figure 2-5: % Households without off-street parking in 2020 

  



 

 

 

 

Figure 2-6: Future EV uptake of EV reliant on on-street parking in 2020  

 



 

 

 

Figure 2-7: Future EV uptake of EV reliant on on-street parking in 2025 



 

 

 

 

2.5 CAR CLUBS 

As of 2015/16 Harrow had a total of 395 people registered as car club members along with just three car club 

cars. ZipCar and City Car Club (since rebranded as Enterprise) are the two operators in the borough, as 

shown in Table 2-2.  

 

Table 2-1: Current car club vehicles and members in Harrow2 

ZIPCAR CITY CAR CLUB TOTAL CAR CLUB CARS 
TOTAL CAR 

CLUB MEMBERS 

1 2 3 395 

 
The current car clubs bays, as shown in Figure 2-8 are primarily located in the around Harrow town centre.  

Figure 2-8: Existing car club bays and potential demand heat map 

 
 

A previous report undertaken by WSP and SDG for WestTrans (West London Car Club Strategy) highlighted 

the areas of potential demand for new car club bays. The highest potential coincides with the existing hotspots 

described above – around Harrow town centre.  

 

Based on a previous study WSP and Frost & Sullivan undertook for TfL, which entailed consulting with car 

club operators to understand their aspirations for introducing ULEVs into their fleet, we have been able to 

estimate the potential demand amongst operators for ULEV Car Clubs within Harrow and the associated 

EVCP requirements to support this. 

 

 

 

 

 

                                                      

 
2 CarPlus Annual Survey 2015/2016 (London) 



 

 

Table 2-2: Forecast ULEV Car Club Vehicle Growth and EVCP Requirements 

YEAR 
MID-RANGE FORECAST 

ULEV CAR CLUBS 
ESTIMATED CAR CLUB 
EVCP REQUIREMENT 

2018 9 17 

2020 43 88 

2025 80 166 

 

It is important to note that the number of EVCP required to support the growth set out above is partly 

dependent on the type of car club: 

 Back-to-base is predicted on a single EVCP bay per vehicle; 

 Fixed one-way would require some contingency and allowances for tidal flows of vehicles; and 

 Floating one-way requires widespread provision of EVCP bays, particularly in the longer term where 
the aspiration is for users to charge the vehicles and minimise artificial redistribution. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 



 

 

 

 

3 STAKEHOLDER CONSULTATION 

3.1 APPROACH 

In order to recommend a suitable strategy for LBH to promote the uptake EVs and make decisions on 

investments in supporting infrastructure, it was essential we understood the current status of their EV strategy, 

their objectives, known constrains and any other concerns of the borough. 

 

For this reason, a face-to-face interview was undertaken with Barry Phillips (Parking Projects & Policy 

Manager) and Annabelle (Transport Planner) as well as Kerry Edens (Travel Planner) on the 28th April 2017, 

guided by the interview template pro-forma included in Appendix 1-A. 

3.2 FINDINGS  

This section summarises some of the relevant information acquired during the interview which is divided by 

relevant subjects.   

 

Policy 

 There is some political pressure not to lose prime parking revenue. 

 The main aim of LBH is to get people to mode shift, not to shift to EV vehicles. However, 
the borough is keen to invest in EVCPs because of Air Quality targets. A new Air Quality 
strategy being developed and it includes climate change and development issues. 

 LBH is happy to accommodate Rapid Chargers (where appropriate) as part of a wider 
network of chargers across London which could ultimately be used by commuters / 
leisure users.   

 LBH currently asks developers to comply with the London plan guidance in terms of 
provision of EVCPs. LBH will need to start monitoring more closely whether developers 
are delivering what is committed through planning approvals. 

 LBH wants to make sure investing in EVCPs can help improve the borough and not just 
a way just fund people’s lifestyle choices - they won’t install EVCPs automatically upon 
a request.  

 Requests are currently issued a standard response.  

 Residents are known to have enquired for further information on EVCPs (i.e. locations).  

Current & 

Future EV 

demand and 

locations 

 Only one EVCP in Harrow is property of LBH. 

 Three requests received in 2017. 

 LBH is using a balance of destination and residential data to decide where to install new 
EVCPs. The maps provided by the study team confirm the areas LBH is looking at are 
the right ones.  

 On top of this, LBH is launching a public consultation on future EV uptake. This consists 
of a survey to try and establish where growth in EV use is most likely.  

 Thanks to the ‘Neighbourhoods of the Future (NOF)’ funding opportunity LBH is 
planning to install 1 or 2 rapid and 4 standard (22kw) EVCPs, mainly in town centre – 
part of fleet trials which rapids would help support this demand.   

 LBH will also seek to support taxis going electric. Demand for taxis is highest around 
night tube stations. 

Charging 

solutions 
 Exploring sites (potential 10) for installation of Rapid Chargers – preferably adjacent to 

TfL network. Interest in installation of rapids on-street. 



 

 

 LBH does not want EVCPs on lamp columns because:

1) The columns are thin so they have no capacity inside to install the unit. This leads to
problems with vandalism and subsequent maintenance of the unit, and possible
structural issues for the lamp column.

2) There could be billing issues for the LBH problems as the output is fixed and so is
the bill. Would need to be metered so this would create an issue

3) More demand on the network could lead to power outage, which could mean 
residents would not be able to charge their vehicles.

4) Dedicated bays would not be well received by residents.

5) General health and safety concerns.

Installations, 

operation & 

maintenance 

 LBH has no Source London agreement. This is mainly because of the high cost for 
users, but also the low return for the borough and the fact that it is not ‘open-access’. 

 LBH is looking to sign an agreement with Chargemaster (POLAR) but could consider a 
different operator for rapid EVCPs close to the TfL network. 

 At the moment, if there is an issue with parking enforcement there is a quick response 
team residents can contact by phone. This would continue to operate for any new EV 
only bay.  

 LBH wants to be able to be hands-off about promotion of the network. It would be in 
charge of providing information on the borough’s website, but leave all other promotion 
to the operator of the EVCPs. 

Car clubs 
 There are no EV car clubs operating in LBH.  

 Some non-EV car clubs are operating in the borough.   

Other 

 Harrow town centre won Neighbourhood of the Future (NoF) funding. 

 Currently applying for rapid EVCPs through TfL, OLEV funding, Go Ultra Low charging, 
DfT residential (TfL LIP fund used to match fund). 

 



 

 

 

 

4 SUMMARY & RECOMMENDATIONS 

4.1 SUMMARY 

The analysis, research and stakeholder engagement undertaken through this study can be summarised in five 

key points: 

 Policy: Despite relatively few requests from residents the Council are taking a pro-active approach to 
enhancing the existing EVCP infrastructure, with consultation with residents planned for June 2017. 
Whilst acknowledging the need for on-street EVs, the funding opportunities means that in the 
immediate future they will be looking to install EVCPs in the town centre, and supporting local 
businesses who wish to switch to EVs. The Council were keen to stress that encouraging walking and 
cycling was still the main priority with regards to travel mode.   

 

 Current network: The assessment confirmed there were currently 37 EVCPs located at seven 
different sites. Coverage of existing EVCPs is patchy and primarily located at various car parks, for 
example 24 (of the 37) are located at two station car parks (Stanmore LU & Rayners Lane LU).  

 

 Future EV uptake: The analysis forecasts that EV uptake by 2020 will remain relatively even 
throughout the borough, with a slightly higher uptake in wards such as Greenhill, West Harrow, 
Roxeth, Pinner and Kenton East. A larger increase in EV uptake is forecast by 2025, in particular to 
the north of the borough (Canons and Stanmore Park) and the west (Headstone North and Pinner 
South). On-street EVCP are more likely to be required in the eastern part of the borough, with the 
greatest increase in on-street EVCP demand around Marlborough, Rayners Lane and Roxbourne. 

 

 Stakeholder Feedback: The Council has not signed the contract variation with BluePoint London due 
to concerns of high costs for the end-user, and is therefore exploring options of entering into an 
agreement with Chargemaster / Polar. The Council is seeking to enter into an agreement with an 
operator that will enable it to have a ‘hands-off’ approach but also provide some revenue to the 
Council. A key consideration that has been argued by its members is that on-street EVCPs should not 
result in a loss of prime parking revenue. 

 

4.2 RECOMMENDATIONS 

Based on our review of the boroughs policy objectives and the feedback received from officers interviewed we 
put forward our thoughts / recommendations on five relevant subjects. 



 

 

 
 

 
 

 
 

Source London 

We note that the Council has not been able to 
agree terms with BluePoint London due to 
concerns of the high costs for users. The pricing 
for Source London points is likely to evolve over 
time, and in our view their network will have a 
part to play in providing charge points at key 
attractors/destinations. Source London is only 
likely to present a solution for parts of the 
Boroughs charging infrastructure, with more 
limited scope for ULEV car clubs in the north of 
the borough, and on the basis that BPL will 
primarily seek to deploy EVCPs to underpin the 
BlueCity operations. Source London and the 
associated BlueCity car club schemes represent 
significant fully funded investments in London 
from IER, and as such, we would suggest the 
borough captures its share, even if this would be 
solely in areas around key attractors/ 
destinations. Provided reasonable terms can be 
agreed it should be a mutually beneficial move, 
and will remove any burden of having to pay to 
maintain the points. 

Rapid Chargers 

Rapid chargers should form an important of the 
boroughs strategy, with the solution enabling a 
relatively large number of vehicles to be 
supported by fewer sites. This is particularly 
pertinent to LB Harrow to satisfy the need of 
those with no off-street parking, taking into 
consideration their concerns with regards to 
streetlight chargers.  

As well as locations near the TfL Network, it is 
recommended that locations along strategic 
corridors within the borough and areas of poor 
air quality are explored.  

Locations nearby taxi ranks could also be 
considered, taking into account that newly 
licenced taxis will soon have zero emission 
capabilities. 

Delivery Partnership Scheme for Residents 

and Car Clubs 

The GULCS delivery partnership scheme in 
principle provides a solution to supplying charge 
point easily accessible by residents without off-
street parking and Car Club operators to 
operate ULEVs. We note that the initial tranche 
of funding secured will only suffice to deliver 
1,150 EVCPs for residents and up to 1,000 
EVCPs for car clubs across the whole of 
London. If split evenly, this would amount to just 
35 EVCPs for residents and 30 for Car Clubs – 
therefore Harrow are encouraged to use funding 
opportunities through the DP to trial new 
charging solutions to help better inform the 
future strategy as EV uptake continues to grow. 

StreetCharge Residents Only Scheme 

The StreetCharge scheme being piloted in 
Westminster (reviewed in the core report) offers a 
potentially fully private alternative to the Delivery 
Partnership model. But is dependent on localised 
clusters of demand all reliant on-street provision. 
Based on the preceding analysis this is likely to 
offer limited scope in Harrow, besides in a few 
hotspots.  

Nonetheless it may be worthwhile the borough 
engaging with them to establish their interest in 
operating a similar scheme within Harrow. It is 
however important to note that this would only be 
potentially attractive to the more price-elastic 
consumer. 

ULEV Car Clubs 

There are relatively few Car Clubs operating in 
the borough compared to other boroughs within 
the sub-region – however there is reasonable 
forecast potential to grow, and we suggest the 
Council give consideration to pooling planning 
contributions for new developments to enable 
larger, more commercially viable networks to not 
only be delivered but sustained, and that car 
club requirements specify inclusion of ULEVs. 
ULEV Car Club provision can serve to support 
the delivery of EVCPs as they deliver demand 
and electricity usage, enabling CP operators to 
break even more quickly, so lessening the 
requirement for public sector funding.  

 

Streetlight Chargers 

We recognise streetlight chargers are not 
favoured by LB Harrow due to concerns over the 
impacts on the streetlights, and the limited 
deployment in the UK. Previous research 
undertaken into the scope for installing socket 
chargers in narrow streetlights, and into metering 
usage may dispel some of the concerns raised. A 
further option could be to trial this solution in an 
area where there is a cluster of 2-3 requests, 
utilising the GULCs funding opportunities that 
exists to help inform future decisions. 
Alternatively a watching brief of the market and 
other boroughs trials should be maintained. 



 

 

 

 

4.3 NEXT STEPS:  

In the short to medium term, we would suggest that: 

 

 We would suggest the borough seeks to deliver and pilot a range of charge point solutions, rather than 
committing to a single technology or network at this stage. 

 We note that the Council is already seeking to draw on the comparatively generous funding schemes 
currently available.  

 Initiate discussions with prospective suppliers, operators and delivery groups, including Source London/ 
BlueCity, London Councils, TfL, other private charge point and rapid charge point operators, car club 
operators. 

 Launch pilot studies and trials, to satisfy short term demand and inform longer term strategies. 

 Rapid Chargers - Undertake detailed assessments to identify prospective sites, and enter into discussions 
with TfL to understand which they may be receptive to including with the scheme. In parallel engage with 
other quality providers to understand the extent of market interest in the borough and inform your 
negotiating position on your lease/profit share expectations for each site. 

 Conventional Chargers (Source London) - Sign the variation order giving IER ownership. Work with 
Source London to understand which areas of the borough they would be interested in installing new points 
in, and where a mutually acceptable leasing fee can be agreed, and enable the borough to focus on gaps 
where the market will not otherwise deliver, and target these with alternative options. 

 ULEV car clubs - Agree a clear direction on car clubs, and ensure ULEV car clubs are proactively 
encouraged as part of this strategy. Re-establish quarterly engagement meetings with car club operators 
for discussing the scope for expanding the networks. 

 New developments - Develop guidance on charge point provision for developers, ensuring that any 
charge installed will be operated and maintained in an effective way. 

 Consider other complimentary measures with the aim of improving local air quality and promoting ULEV 
uptake, such as Low Emission Neighbourhoods and Zero Emission Streets. 

 Planning and development control functions - consider the requirements/opportunities for rapid 
charger provision, either on site or off-site, using pooled funding to cover the preparatory works on 
otherwise unviable sites. 

 Based on the findings of this assessment and progress against the recommendations, determine targets 
for EVCP delivery to ensure it will cater for demand. 

 

 


