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1 Foreword – by Nic Dakin MP 
 

The impact of transport upon our environment and public health is one of the 

most pressing issues of our time and an area that requires considerable 

attention from policy makers. Transport is the only sector with increasing 

carbon emissionsi, contributing over a quarterii of the UK’s greenhouse gases 

which can cause climate change, whilst also being a significant contributor to 

poor air quality which can cause or exacerbate a number of major health 

conditions.   

There is a clear need for Government to take immediate action and for its 

policies to reflect the realities of the vehicle fleet on the road in the short to 

medium term. To date, policies have focused on answers that are several decades in the future 

without recognising the need to address more immediate or transitionary concerns.  

In the cost/benefit analysis accompanying the Department for Transport’s consultation on the 

Renewable Transport Fuels Obligation, the introduction of E10 – a greener fuel consisting of 10% 

renewable bioethanol blended with petrol -  was shown to be the quickest, easiest and most cost-

effective method of reaching the UK’s renewables targets. This was supported by the Transport 

Minister’s own remarks in the foreword to that consultation response, which stated that “increasing 

the renewable content of petrol by moving to E10 fuel should make achieving our targets easier and 

potentially more cost effective, as well as providing an economic boost to domestic producers”iii. 

Nevertheless, the Government has been unnecessarily hesitant to take the action needed to introduce 

E10. One of the issues that has been at the forefront of this debate is the compatibility of E10 with the 

existing vehicle fleet, particularly with older vehicles, and what contingencies can be put in place to 

reassure motorists. In particular, it is essential that any change to fuel composition within the UK does 

not disproportionately impact upon the poorer and most vulnerable in society.  

I am delighted to say that this report illustrates that the number of vehicles unwarrantied for E10 is in 

a very small and ever-decreasing minority, and are likely those which currently use premium petrol 

and will therefore be unaffected by any change. Notably, the sociodemographic data within this report 

suggest that any impact, were it to occur, falls primarily on those with the broadest shoulders – older 

cars overwhelmingly exist within more affluent households, where they tend not to be the first-choice 

vehicle.   

By contrast, a previously overlooked issue of the ownership of E10-optimised modern vehicles, would 

suggest that a more significant sector of society, including many of the poorest households, are 

currently losing out most by being prevented from using the most efficient fuel for their vehicle. This 

contingent outnumbers those with potential warranty concerns by more than double and should be 

taken into account to a greater degree than has been the case previously.  

I hope that the Department for Transport takes on board the findings of this report and gains the 

confidence needed to tackle transport emissions through the implementation of E10.  

Nic Dakin MP 

Chair of the All Party Parliamentary Group for British Bioethanol 
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2 Executive Summary and Key Findings 
 

• Over 95% of the petrol cars currently on the UK road were manufactured since 

2000 and therefore likely to be already warrantied for E10 use – this should 

give the Department for Transport confidence to introduce E10 knowing that 

any impact will be minimal and that there are suitable alternatives in place 

• Around 2.7 million petrol vehicles (13%) are optimised for E10 use, and are 

therefore getting poorer performance by being forced to use E5 in the UK. 

This is more than double the number of unwarrantied vehicles, illustrating 

that the number of motorists that would benefit from an E10 introduction 

outweighs the minority that might be inconvenienced by it 

• Older vehicles are significantly more prevalent in richer communities, 

meaning that any impact of E10 will affect the poorest least and be largely 

carried by those who do not use them as first-choice vehicles. For example, 

the number of pre-2000 vehicles in the five richest authorities is 62% larger 

than those in the five poorest, despite the considerably smaller population. 

When taking population into account, there are more than four times the 

number of pre-2000 vehicles per person in the most affluent authorities than 

in the most deprived, and more than double when analysing per 1000 vehicles 

• The older the vehicle, the more likely it is to be owned by a more affluent 

household, and these are more likely to be classic or hobby cars rather than 

owned out of necessity. For example, there are more than twice as many 

1970s vehicles and nearly double the number of 1980s vehicles in the most 

affluent authorities than in the most deprived. Per head of population, there 

is a seven-fold difference in 1970-74 vehicles between the two demographic 

sets, and a three-fold difference in 1970s vehicles per 1000 total vehicles 

• There is a larger absolute number of newer vehicles in poorer areas, with 

nearly half of all petrol vehicles that reside within the five most deprived 

boroughs being less than seven years old  
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3 Introduction 
 

3.1 Policy background: the challenge to decarbonise road transport 
 

The transport sector is responsible for 28% of greenhouse gas emissions produced in the UKiv. This 

makes it the biggest emitting sector according to 2016 figures from the Department for Business, 

Energy and Industrial Strategy (BEIS). Motor vehicles are a major contributor to these emissions, 

despite the advances made in engine technology.  

Although there has been a notable shift in UK Government rhetoric and policy away from fossil fuel-

powered vehicles, and particularly away from diesel vehicles, they still represent the vast majority of 

vehicles on the road and given the new vehicles being purchased by consumers this is likely to continue 

for the foreseeable future. New registration figures correlated monthly by the Society for Motor 

Manufacturers and Traders (SMMT) show that petrol vehicles currently account for a 64% market 

share of new sales whilst diesel vehicles took a further 31%v. With vehicles averaging fourteen years 

on the road, these sales figures offer an insight into the composition of road transport for at least the 

coming decade.  

In recent years there has been a policy and media shift away from the climate change agenda and 

towards increasing concern over air pollution and poor air quality which can lead to severe human 

health problems. In particular, diesel vehicles, which have higher emissions of pollutants that cause 

these issues, have come under scrutiny and have been considered for a range of measures aimed at 

decreasing their sale and use, which has had some immediate impact. Contrary to much of the media 

and policy drive seen on these issues, most experts – and more recently the joint Select Committee 

report on Air Qualityvi – consider that both greenhouse gas emissions (including CO2) and air pollution 

(such as NOx and particulates) need addressing jointly, not separately.   

The direct policy implication means there is an immediate requirement to tackle the combined 

emissions of the fossil fuel-powered vehicles actually on the road and in showrooms today, which will 

represent the transport mix for at least the next decade, in addition to the need for a parallel long-

term strategy beyond that.   

So far, the Government has been solely focused upon the long-term strategy without considering 

complimentary bridging opportunities. In July 2017 the UK Government announced that sales of 

conventional petrol and diesel engine cars would be banned from 2040, with focus increasingly 

shifting towards electric vehicles (EVs). Whilst these are seen by many as the future of transport, and 

sales have steadily increased in percentage terms, they are still an exceptionally small minority in 

absolute terms, representing less than 0.6% of vehicle sales in the UKvii. Alternatively-fuelled vehicles 

(AFVs) represent a marginally larger but still notably small minority of 5.6% of salesviii. These are often 

mis-represented as ‘electric vehicles’ but it is important to note that 90% of the total are actually 

petrol-hybridsix - essentially vehicles with petrol engines that also feature an electric battery for 

occasional use, and are often seen as a stepping stone for motorists before committing to running a 

fully electric-powered vehicle. Indeed, a recent BEIS Select Committee Inquiry indicated that the 

Government recognised the role of transition technologies such as petrol hybrids and expected their 

growth to continuex. Crucially, petrol hybrid sales will not be banned from 2040, meaning that there 

will still be new cars driven out of showrooms which require liquid fossil fuel and as such there will 

remain an urgent need to decarbonise this element. 
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3.2 E10 – the quickest, easiest, most cost-effective solution 
 

E10 is a fuel blend containing up to 10% bioethanol mixed with petrol, which reduces the negative 

environmental impact of petrol by decreasing greenhouse gas emissions and a number of other 

pollutants compared to petrol with lower or no bioethanol.  

It has been estimated that the introduction of E10 in the UK could save more than 1.3 million tonnes 

of CO2, equivalent to the tailpipe emissions of up to 700,000 vehiclesxi. There is also significant 

evidence that E10 results in emissions reductions of particulate matter (PM) up to 95%, carcinogenic 

air toxins of up to 60%, and NOx up to 34%xii.  

Ethanol blended fuel is on sale in over fifty countries worldwide, with E10 available in over thirty and 

representing more than 95% of gasoline sales in the USA (where consumers have been calling for 

higher availability of E15xiii) as well as being widely available in many European countries such as 

France, Belgium, Germany and Finland. On UK forecourts, unleaded petrol currently contains up to 5% 

bioethanol, known as E5. Given the Government’s legally binding 2020 targets with regards to tackling 

climate change, and their current legal challenge to air quality and pollution in inner cities,  E10, due 

to its immediate availability, has been recognised as the fastest and most-cost effective method to 

address these issuesxiv. Indeed, it has been estimated that E10 is currently more than three times more 

cost-effective at reducing carbon emissions than electric vehiclesxv.  

 

3.3 E10 – addressing the compatibility question 
 

One of the most frequent questions regarding increasing the levels of bioethanol within petrol is its 

level of compatibility with older vehicles. It is worth noting that almost every petrol vehicle 

manufactured since 2000 is warrantied to run on E10 fuel. This accounts for over 95% of cars 

registered on the UK roads currently, and this percentage will increase month-by-month as older cars 

are taken out of use. Additionally, more recently manufactured petrol vehicles are optimised to run 

on E10, meaning that cars made since March 2016 are running sub-optimally and inefficiently on E5. 

Here it is important to note that there is a difference between something being unwarrantied (ie. not 
subject to a legal warranty) and something being incompatible (ie. its use resulting in damage). It is 
also estimated that around half of vehicles un-warrantied to use E10 are likely to be scrapped over 
the next five years.  
 
Nevertheless, it is recognised that not all motorists are able to buy and run new vehicles, which 
highlights the importance of assessing this question if there could be motorists who might be 
adversely affected by an E10 launch. This includes those who own older or classic cars for leisure or 
hobby reasons (where it would often not be the first-choice vehicle and not used year-round), as well 
as those who may own older vehicles for economic reasons. There has been some debate around the 
proportion of vehicles on the road that these groups represent.  
 
The only comparable previous example of such a change in transport fuel composition was the switch 
from leaded petrol to unleaded, the latter first going on sale in the UK in June 1986 and slowly 
increasing in use until lead’s total ban in 2000. At the time of its introduction, SMMT commented that 
“Around two-thirds of the 22 million cars and light commercial vehicles can accept unleaded fuel”xvi 
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whilst by the time of the announcement that leaded petrol would be completely removed from 
forecourts it was still estimated that five million vehicles used it and around two million of those could 
not convertxvii. The introduction of unleaded was accompanied by a Government information 
campaign and a tax incentive leaving the greener choice 6p per gallon cheaper. Although initial take-
up was slow, consumers and policy makers recognised the requirement for a shift towards more 
environmentally friendly fuel alternatives, and a CLEAR (Campaign for Lead Free Air) survey in the 
early 1990s found that 90% of people were prepared to pay more for lead-free fuel and were 
extremely reluctant to use leadedxviii. Relevant recent surveys in the UK have produced similar results, 
with a study by consumer group Fair Fuel UK showing that 70.4% of motorists are willing to pay more 
for fuel that is better for the environment, and 62% of petrol drivers saying that their vehicle emissions 
concerned themxix.     
 
There is some debate to be had about whether it is right to encourage older non-classic or collectable 
cars to remain on the road given their generally higher emissions and lower efficiency. In a political 
and social climate where numerous impactful policies and actions are being considered to reduce 
vehicle emissions including scrappage schemes and urban charging zones, it is worth considering 
whether the Government should be seeking further incentives to encourage motorists into modern 
cars rather than protecting higher-emitters. In this way, it is possible that the introduction of E10 might 
encourage motorists with non-classic older vehicles to move towards newer ones. Conversely, a 
decision not to introduce E10 purely because of the impact it may have on non-classic older vehicles 
would seem contrary to the Government’s wider ambitions.   
 
There has been some concern shown by owners of classic or high-performance cars that the higher 
RON premium petrol that they use would be affected by the introduction of E10, but this is mistaken. 
To date, all proposals to introduce E10 within the UK have recommended replacing existing E5 
‘regular’ unleaded petrol with E10 ‘regular’ unleaded petrol, whilst leaving E5 ‘premium’ (super/ultra 
97/98 RON) widely available and unchanged. This would allow any motorists with older vehicles or 
those who do not wish to use E10 to have access to an easily accessible ‘legacy’ grade fuel.  
 
Moreover, accidental use of E10 in a car that is not warrantied to use the fuel is very unlikely to cause 
damage and may not cause any issues at all when used over an extended period of time. It should be 
noted, that even with E10 being introduced and selling well in an increasing number of countries, 
there have not been any documented reports of vehicles being unable to be used due specifically to 
the new fuel.  
 
Nevertheless, until now there have been varying anecdotal accounts and a lack of definitive data 
regarding how many vehicles may fall into this category and what demographic this may impact upon. 
In a Freedom of Information (FOI) request sent to The Driver and Vehicle Licensing Agency (DVLA) in 
early 2018, we sought to gain an indication of how many motorists owned older vehicles and their 
socio-economic circumstances – for example would these be cars owned out of necessity due to the 
inability to buy a newer car, or could the owners reasonably be classed as car enthusiasts, collectors 
and/or vintage car owners who drove their older vehicle for pleasure, often more sparingly and only 
in certain good weather conditions. This latter group of drivers may be more likely to have a higher-
than-average disposable income, may already prefer to use the premium-grade petrol that would 
remain unchanged on sale alongside E10, and would therefore be unaffected by changes made to 
increasing the proportion of bioethanol in standard unleaded petrol. 
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4 Methodology 
 

The findings presented are compiled from the information returned to us by the DVLA. An FOI request 

was sent in January 2018 which asked the following set of questions. 

1) Please provide statistics regarding (a) the total number of petrol or petrol hybrid vehicles; and 

(b) the total number of petrol and hybrid cars; which have been road taxed within the last 

twelve months (January 2017-2018) and were first registered in the following years: 1970-

2018 

The purpose of this request was primarily to establish the number of older/historic vehicles that are 

still in regular use on the road within the UK, compared to more modern cars. This would establish the 

total amount of vehicles, with a figure split out for cars, that are still used on UK roads and which 

would not be warrantied to run on E10 if it was launched in the UK. 

2) Please provide statistics regarding the total number of petrol or petrol hybrid vehicles which 

have been road taxed within the last twelve months (January 2017-2018) and were first 

registered in the following groups of years: 

1970-1974, 1975-1979, 1980-1984, 1985-1989, 1990-1994, 1995-1999, 2000-2004, 2005-

2009, 2010-2014, 2015-2018 

And which are currently registered to addresses within the following Local Authorities (LAs): 

Middlesbrough, Knowsley Metropolitan, Hull City, Liverpool City, Manchester City, Hart 

District, Wokingham Borough, Chiltern District, Waverley Borough, Elmbridge Borough 

The purpose of this request was primarily to consider the geographical distribution of the 

older/historic vehicles that are still in regular use on UK roads, and evaluate these against the 2015 

Indices of Deprivation to gain some socio-economic indication of ownership.  

The ten local authorities (LAs) listed above represent the 5 most deprived and 5 least deprived (most 

affluent) areas of the UK according to these Indices. By selecting the two sets of areas at opposite ends 

on this scale, we identify not only the age of cars and the prevalence of their ownership in the most 

and least deprived areas, but also provide an indication of older cars owned by the most and least 

deprived households. This would then help to determine whether older vehicles are being used as 

either: 

(a) A households’ main mode of personal transport (which would be expected to be more 

frequently seen in the most deprived LAs), usually out of necessity due to an inability to afford 

a more modern vehicle; or   

(b) Owned by those who could be suitably classed as motor car enthusiasts, running an older 

vehicle by choice, often as a collectible and non-daily mode of personal transport, and tending 

to have more disposable income for its upkeep and fuelling (which could be expected to be 

seen in the most affluent LAs). 

Whilst these are by no means absolute, for example because there are clearly richer households in 

deprived areas and vice versa, this study would reasonably be expected to provide an indication of 

the socio-demographic ownership of older vehicles, particularly if the results were significantly 

contrasting.  
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Statistics provided by the DVLA show petrol vehicles only (not diesel or electric), licenced at the end 

of Q3 2017 (30th September 2017). For the sake of this study, this period will often be referred to as 

‘current’. Figures include both fully petrol vehicles and petrol hybrid vehicles.  

The DVLA data provided indicates when a car was first licenced rather than manufactured. In the vast 

majority of cases this would tend to be around the same date, but there may be marginal deviations, 

for example a car manufactured in December 2009 but first registered in January 2010 would appear 

in the 2010 figures, but these will be minor and relatively insignificant to the overall findings. Within 

this study, ‘first licences’ and ‘manufactured’ may be used interchangeably.   

In each case, we asked for data going back to cars registered in 1970. Whilst there will be a small 

number of pre-1970 cars on the road, these were considered to be a statistically insignificant minority 

and as such, 1970 was judged to be an adequate cut-off date for this data. 
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5 Findings and analysis 
 

5.1 The age of vehicles on the road in the UK 
 

In the first part of our study we asked the DVLA to provide data of vehicles on the road in the UK that 

were first licenced in each year from 1970 to 2017 (the most recent date available at the time). The 

results of this can be seen below in tables A and B.  

 

Table A: Petrol vehicles and cars first licenced since 2000 

YEAR OF FIRST 
REGISTRATION 

TOTAL NUMBER OF PETROL & 
PETROL HYBRID VEHICLES 
CURRENTLY TAXED IN UK 

TOTAL NUMBER OF PETROL AND 
PETROL HYBRID CARS CURRENTLY 

TAXED IN UK 

2017 1,233,724 1,137,659 

2016 1,479,424 1,355,538 

2015 1,403,400 1,301,087 

2014 1,240,138 1,160,159 

2013 1,145,119 1,079,825 

2012 1,008,496 948,980 

2011 948,664 893,563 

2010 1,065,713 1,012,229 

2009 1,120,624 1,064,407 

2008 1,125,573 1,065,569 

2007 1,289,929 1,230,949 

2006 1,219,166 1,167,166 

2005 1,165,839 1,114,272 

2004 1,121,363 1,072,897 

2003 1,012,253 962,739 

2002 835,294 787,647 

2001 612,459 569,199 

2000 404,192 363,920 

Total 2000-2017 19,431,370 18,287,805 

Total 1970-2017 20,616,313 19,161,103 

% 2000-2017 94.3% 95.4% 

 

Table A shows the total number of petrol vehicles and total number of petrol cars currently on UK 

roads which had first been licenced since 2000. It shows that the vast majority of petrol vehicles – 

nearly 19.5m or 94.3% - and of petrol cars – nearly 18.3m or 95.4% – currently on UK roads are 

manufactured since 2000 and therefore likely to be warrantied for E10 use.  
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Table B: Petrol vehicles and petrol cars first licenced between 1970-1999 

YEAR OF FIRST 
REGISTRATION 

TOTAL NUMBER OF PETROL & 
PETROL HYBRID VEHICLES 
CURRENTLY TAXED IN UK 

TOTAL NUMBER OF PETROL AND 
PETROL HYBRID CARS CURRENTLY 

TAXED IN UK 

1999 278,245 238,512 

1998 185,519 151,369 

1997 127,488 99,005 

1996 77,255 58,855 

1995 53,388 40,288 

1994 38,978 27,716 

1993 32,485 22,484 

1992 29,440 19,099 

1991 30,185 19,945 

1990 33,254 22,156 

1989 29,856 19,857 

1988 21,888 13,550 

1987 16,689 10,112 

1986 14,823 8,486 

1985 13,676 7,561 

1984 18,158 8,500 

1983 16,968 8,040 

1982 12,000 5,293 

1981 12,724 5,325 

1980 14,208 6,413 

1979 13,583 6,601 

1978 12,023 6,284 

1977 8,785 4,619 

1976 8,954 4,630 

1975 8,876 5,096 

1974 10,590 7,367 

1973 17,014 11,951 

1972 19,647 14,147 

1971 14,875 10,396 

1970 13,369 9,641 

Total 1970-1999 1,184,943 873,298 

Total 1970-2017 20,616,313 19,161,103 

% 1970-1999 5.7% 4.6% 

 

Table B shows the total number of petrol vehicles and total number of petrol cars currently on UK 

roads which had first been licenced between 1970 and 1999. It shows a very small minority of petrol 

vehicles – less than 1.2m or 5.7% - and of petrol cars – around 873,000 or 4.6% – currently on UK roads 

are manufactured before 2000 (but since 1970) and therefore unlikely to be warrantied for E10 use. 
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The policy implications of this are that the vast majority of vehicles – over 94% - are already 

likely to be fully warrantied for E10 use. The remaining small percentage would be able to 

continue to use the widely available premium fuel which would be unchanged, and indeed most 

of these vehicles may currently use this anyway.  

 

5.2 Modern E10 optimised vehicles 
 

Table D: Vehicles and cars optimised for E10 

YEAR OF FIRST 
REGISTRATION 

TOTAL NUMBER OF PETROL & 
PETROL HYBRID VEHICLES 
CURRENTLY TAXED IN UK 

TOTAL NUMBER OF PETROL AND 
PETROL HYBRID CARS CURRENTLY 

TAXED IN UK 

2017 1,233,724 1,137,659 

2016 1,479,424 1,355,538 

Total 2016-2017 2,713,148 2,493,197 

Total 1970-2017 20,616,313 19,161,103 

% 2016-2017 13.2% 13% 
 

Table D shows the number of petrol cars manufactured since (and including) 2016, when E10 

became the optimum reference fuel for most modern cars. This means that cars produced after 

this date are running sub-optimally and getting worse performance if they are still using E5 or 

less, as they will be doing within the UK.  

Around 13% of petrol vehicles and cars fall into this category, accounting for over 2.7m vehicle 

owners currently getting less than optimal performance from their new vehicle due to the 

unavailability of the fuel that it was designed for. For comparison, this is more than double the 

number that own unwarrantied pre-2000 petrol vehicles. 
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From a policy point of view, it would appear to make more sense to take account of the 2.7 

million drivers that are currently experiencing poorer performance as a result of being unable 

to use E10, whilst also recognising the need for an alternative option to be available for the 1.2 

million who may not be able to – or not wish to – use E10. This is  addressed by providing both 

regular unleaded E10 and premium unleaded E5 at fuel forecourts.   

 

5.3 The socio-demographic distribution of older vehicles 
 

In the second part of the study, we asked the DVLA to provide statistics on the prevalence of older 

vehicles in the five most deprived and five most affluent local authority areas according the 2015 

Indices of Deprivation. To make the correlation and analysis of this data easier, we asked it to be 

grouped into five-year blocks. 

 

Table F: Petrol vehicles registered in the most deprived local authorities 

YEAR OF REG MIDDLESBRO’ KNOWSLEY HULL LIVERPOOL MANCHESTER TOTAL 

2015-2017 6,732 8,912 10,313 21,679 16,447 64,083 

2010-2014 10,132 10,268 17,584 26,260 24,226 88,470 

2005-2009 10,658 10,537 20,751 28,604 33,445 103,995 

2000-2004 5,463 5,240 13,485 15,904 20,557 60,649 

1995-1999 543 687 1,584 2,120 2,505 7,439 

1990-1994 161 124 343 383 450 1,461 

1985-1989 98 69 185 189 253 794 

1980-1984 71 45 170 150 157 593 

1975-1979 56 42 113 91 95 397 

1970-1974 57 44 99 127 126 453 

TOTAL 33,971 35,968 64,627 95,507 98,261 328,334 
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Table F shows that there are just over 328,000 petrol vehicles (post-1970) in the five most deprived 

local authorities. Nearly 20% of vehicles in these authorities are less than three years old. A significant 

number of these are modern vehicles, with nearly half of them - 152,553 or 46% - being seven years 

old or less.  Of the remaining vehicles in these areas manufactured since the millennium, 256,548 or 

78% are twelve years old or less, whilst 317,197 or 96.6% are seventeen years old or less – the latter 

being the usually defined cut-off point for E10 warrantied vehicles. 

There is a significant drop-off in at the turn of the century, with over 60,600 still on the road that were 

registered between 2000-2004 but only just over 7,400 registered in the preceding five years of 1995-

1999, and only around 1,400 in the five years prior to that.  

 

 

 

It is worth noting that some of these local authorities have notably large numbers of vehicles by 

comparison with others due to their relative population size. For example, Liverpool City Council 

covers a population of 487,600 and Manchester City Council covers 541,300 peoplexx whereas 

Middlesbrough covers just 139,500xxi, Knowsley covers 148,000 and Hull covers 260,000xxii. This goes 

some way to explaining the larger number of vehicles within Liverpool and Manchester compared to 

the other boroughs, but also the difference between the overall total of these most deprived local 

authorities combined compared to the most affluent authorities below. Vehicle numbers by 

population weighting will be analysed further below.  
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Table H: Petrol vehicles registered in most affluent local authorities 

YEAR OF REG HART WOKING’M CHILTERN WAVERLEY ELMBRIDGE TOTAL 

2015-2017 7,440 12,176 7,212 8,608 11,409 46,845 

2010-2014 10,934 18,415 11,273 13,271 15,081 68,974 

2005-2009 11,654 19,536 11,414 14,671 15,593 72,868 

2000-2004 7,600 11,982 7,506 10,693 10,855 48,636 

1995-1999 1,620 2,443 1,619 2,549 2,581 10,812 

1990-1994 378 530 385 605 624 2,522 

1985-1989 242 320 249 351 349 1,511 

1980-1984 174 209 152 264 203 1,002 

1975-1979 140 192 115 229 195 871 

1970-1974 207 298 220 355 248 1,328 

TOTAL 40,389 66,101 40,145 51,596 57,138 255,369 
 

Table H shows that there are just over 255,000 petrol vehicles (post-1970) registered within 

the five most affluent local authorities. The total number of vehicles in these authorities is 

around 73,000 fewer than in more deprived areas, primarily due to the smaller population size 

– we will see later that there is a marked contrast when comparing on a per-head basis.   

Compared to the most deprived authorities there appears to be a similar spread of modern 

vehicles, with 18% being under three years old (compared to 20% in the most deprived 

boroughs), and 115,819 or 45% of vehicles being seven years old or less (compared to 46%). 

Of the remaining vehicles in these areas manufactured since the turn of the century, 188,687 

or 74% are twelve years old or less, whilst 237,320 or 93% are seventeen years old or less 

(compared to nearly 97% in most deprived areas) – the latter being the usually defined cut-off 

point for E10 warrantied vehicles. 
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There is far less of a drop-off in the less deprived areas for vehicles registered either side of the turn 

of the century, with just over 48,600 in 2000-2004 dropping to just over 10,800 in 1995-1999 

(compared to a drop from 60,600 to 7,400 in more deprived areas). This is despite the lower 

population in richer authorities, suggesting that these households may be more likely to hold on to 

older vehicles, perhaps to pass on to family members, rather than to scrap or part-exchange them for 

newer models.    

 

Table J: Petrol vehicles registered before 2000 in most deprived local authorities 

YEAR OF REG MIDDLESBRO’ KNOWSLEY HULL LIVERPOOL MANCHESTER TOTAL 

1995-1999 543 687 1,584 2,120 2,505 7,439 

1990-1994 161 124 343 383 450 1,461 

1985-1989 98 69 185 189 253 794 

1980-1984 71 45 170 150 157 593 

1975-1979 56 42 113 91 95 397 

1970-1974 57 44 99 127 126 453 

TOTAL PRE-
2000 986 1,011 2,494 3,060 3,586 

11,137 

TOTAL 
VEHICLES 33,971 35,968 64,627 95,507 98,261 

328,334 

% PRE-2000 2.9% 2.8% 3.9% 3.2% 3.6% 3.4% 

 

When we look more closely at the data for petrol vehicles registered pre-2000, the differences 

between most and least deprived local authorities becomes more apparent.  

In the five most deprived authorities combined (Table J above), only 3.4% of petrol vehicles 

are licenced as pre-2000, significantly below the national average of 5.7% and also less than 

half the 7% in the most affluent authorities (Table K below).   

The difference is also distinct in absolute as well as percentage terms, with just over 18,000 

pre-2000 vehicles registered in the most affluent areas compared to around 11,000 in the most 

deprived, despite the latter’s significantly larger population and overall larger car ownership 

numbers. Indeed, in absolute terms, the number of older vehicles in richer areas is 62% larger 

than those in poorer areas, despite the much smaller population.  

Comparing specific local authorities shows some more notable contrasts. For example, there 

are more than four times as many older vehicles in Waverley than there are in Knowsley despite 

having around 27,000 fewer peoplexxiii. There are over 1,100 more older vehicles in Elmbridge 

than in Liverpool despite the latter having a population nearly four times the sizexxiv.  

When trying to analyse whether older cars are retained for economic necessity or enjoyment 

(such as for a hobby, and in many cases, this would be as a second vehicle), it is best to look 

at the data around the oldest cars. We can see that there are more than twice as many 1970s 

cars in richer areas (2,199) than in poorer ones (850). Similarly, with 1980s cars, there are 

nearly double the number in less deprived authorities (2,513) than in most deprived ones 

(1,387). Again, this is a significant difference and despite the notable population weight in the 

latter areas.  
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Table K: Petrol vehicles registered before 2000 in most affluent local authorities 

YEAR OF REG HART WOKING’M CHILTERN WAVERLEY ELMBRIDGE TOTAL 

1995-1999 1,620 2,443 1,619 2,549 2,581 10,812 

1990-1994 378 530 385 605 624 2,522 

1985-1989 242 320 249 351 349 1,511 

1980-1984 174 209 152 264 203 1,002 

1975-1979 140 192 115 229 195 871 

1970-1974 207 298 220 355 248 1,328 

TOTAL PRE-
2000 2,761 3,992 2,740 4,353 4,200 18,046 

TOTAL 
VEHICLES 40,389 66,101 40,145 51,596 57,138 255,369 

% PRE-2000 6.8% 6% 6.8% 8.4% 7.4% 7% 
 

The higher absolute number and proportion of households in richer areas owning a pre-2000s 

vehicle may tend to suggest not only retaining ownership of household vehicles but also 

potentially using these as the second or third vehicle within that household. This would be the 

case if an older vehicle which had been used within the household for a period of time was 

passed onto an offspring, but also if the vehicle was a less-used one for hobby or recreational 

purposes, such as is the case with classic cars. The relatively stable pre-1994 numbers would 

tend to suggest this, as one would assume that the older the vehicle, the more likely it is to be 

a ‘classic’ or collectable. One would also assume that these households are more likely to have 

higher levels of disposable income for upkeep of such vehicles, including its fuelling, and would 

tend to use premium petrol already.  

For example, there are more vehicles registered within these richer authorities dated 1970-74 

than there are for the periods 1975-79 or 1980-84, and nearly as many as those dated 1985-

89. It would be hard to argue that this age of vehicle would be retained for economic necessity 

rather than for collectable reasons.    
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In order to get a clearer picture which takes account of the population differences between the 

local authorities concerned, we can look at petrol vehicle numbers per head of population, 

shown in tables M and N below. When we do so, the differences are even more stark. Across 

all five local authorities, there are nearly 193 pre-2000 petrol vehicles per 1000 people in most 

affluent areas compared to just over 46 in the most deprived – more than a four-fold difference.  

There is a significant difference in numbers across the vehicle age ranges, with almost a four-

fold difference also in the most recent 1995-1999 petrol vehicles, but an even more pronounced 

difference for vehicles manufactured prior to that. Indeed, for the oldest vehicle group sampled, 

those first registered in 1970-74, the difference between least and most deprived areas per 

1000 people is a factor of seven.   

 

Table M: Pre-2000s petrol vehicles per 1000 population in most deprived local authorities 

YEAR OF 
REG 

MIDDLESBRO’ KNOWSLEY HULL LIVERPOOL MANCHESTER TOTAL 

1995-99 4.9 5.9 7.6 5.5 6.2 30.1 

1990-94 1.5 1.0 1.6 1.0 1.1 6.2 

1985-89 0.9 0.6 0.9 0.5 0.6 3.5 

1980-84 0.6 0.4 0.8 0.4 0.4 2.6 

1975-79 0.5 0.4 0.5 0.2 0.2 1.8 

1970-74 0.5 0.4 0.5 0.3 0.3 2.0 

TOTAL 8.9 8.7 11.9 7.9 8.8 46.2 

 

There is also a clear difference when likening individual authorities – for example comparing Hull, 

which has the highest number of pre-2000s vehicles per 1000 people of the five most deprived areas, 

with a total of 11.9, to Waverley which is the highest of the most affluent areas with a total of 44.5 – 

again, a difference of nearly four times.  

 

0

2000

4000

6000

8000

10000

12000

14000

16000

18000

20000

Total pre-2000 1990s 1980s 1970s

Table L: Pre-2000s vehicles in most deprived and most 
affluent LAs

Most deprived LAs Most affluent LAs



18 
 

Table N: Pre-2000s petrol vehicles per 1000 population in most affluent local authorities 

YEAR OF 
REG 

HART WOKING’M CHILTERN WAVERLEY ELMBRIDGE TOTAL 

1995-99 22.2 19.9 22.0 26.1 25.0 115.2 

1990-94 5.2 4.3 5.2 6.2 6.1 27.0 

1985-89 3.3 2.6 3.4 3.6 3.4 16.3 

1980-84 2.4 1.7 2.0 2.7 2.0 10.8 

1975-79 1.9 1.6 1.6 2.3 1.9 9.3 

1970-74 2.8 2.4 3.0 3.6 2.4 14.2 

TOTAL 37.8 32.5 37.2 44.5 40.8 192.8 

 
This again indicates that the ownership of pre-2000 vehicles is more common in less deprived areas, 

and the older the vehicle the more likely it is to be owned by a household within a richer area. This 

would tend to echo our previous thoughts regarding the greater ownership of classic or hobby vehicles 

in richer authorities and the retention of older vehicles to pass on to others within the same household 

in those areas.  This further supports the assertion that any impact of the introduction of E10 would 

affect poorer areas and households least. 

 

 

This difference is supported further when analysing the number of pre-2000s vehicles per 1000 

vehicles within the relevant authorities (shown in tables P and Q below). This removes any additional 

factors which may be present in the data per 1000 population, such as urban areas having better 

public transport networks.  

Whilst not as extreme as the difference by population, the variation is still hugely significant. Within 

the most affluent authorities, the ratio of pre-2000 vehicles is over 70 per 1000 petrol vehicles 

compared to approximately 34 in the most deprived authorities – more than double.   
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Table P: Pre-2000 registered petrol vehicles per 1000 petrol vehicles in most deprived LAs 

 

YEAR OF 
REG 

MIDDLESBRO’ KNOWSLEY HULL LIVERPOOL MANCHESTER 
WEIGHTED 
AVERAGE 

1995-99 16.0 19.1 24.5 22.2 25.5 22.7 

1990-94 4.7 3.4 5.3 4.0 4.6 4.4 

1985-89 2.9 1.9 2.9 2.0 2.6 2.4 

1980-84 2.1 1.3 2.6 1.6 1.6 1.8 

1975-79 1.6 1.2 1.7 1.0 1.0 1.2 

1970-74 1.7 1.2 1.5 1.3 1.3 1.4 

TOTAL 29.0 28.1 38.6 32.0 36.5 33.9 

 

This pattern is reflected across the vehicle age categories but is more pronounced the older the 

vehicle. For example, the ratio of late-90s petrol vehicles is just over double, but the ratio of early-70s 

vehicles is more than treble.  

Comparing individual authorities tells a similar story, with Waverley (the highest proportion of the 

most affluent) being well over double that of Hull (the highest of the most deprived) with 84 and 29 

pre-2000 petrol vehicles per 1000 total petrol vehicles respectively. 

 

Table Q: Pre-2000 registered petrol vehicles per 1000 petrol vehicles in most affluent LAs 

 

YEAR OF 
REG 

HART WOKING’M CHILTERN WAVERLEY ELMBRIDGE 
WEIGHTED 
AVERAGE 

1995-99 40.1 37.0 40.3 49.4 45.2 42.3 

1990-94 9.4 8.0 9.6 11.7 10.9 9.9 

1985-89 6.0 4.8 6.2 6.8 6.1 5.9 

1980-84 4.3 3.2 3.8 5.1 3.6 3.9 

1975-79 3.5 2.9 2.9 4.4 3.4 3.4 

1970-74 5.1 4.5 5.5 6.9 4.3 5.2 

TOTAL 68.4 60.4 68.3 84.4 73.5 70.7 

 

The data shows that older vehicles are typically owned by motorists in wealthier areas of the country, 
where the potential higher costs of retaining older vehicles and using premium grade petrol are likely 
to be more easily afforded.  
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6 Conclusions 
 

This study, comprising two main elements regarding age of vehicles throughout the UK and their 

demographic locations, has provided a number of interesting key findings which can help to guide 

future Government policy on the potential introduction of E10. 

It has established that over 95% of petrol cars and 94% of petrol vehicles on the road were first 

registered in 2000 or after, meaning that the vast majority of petrol vehicles on the road today are  

warrantied for E10 use which should give peace of mind to policy makers. This number will only 

increase with time, as on a month-by-month basis older cars are taken off the road either to be 

scrapped or to be exchanged for newer models.  

By comparison with the introduction of unleaded petrol, where only around two thirds of vehicles 

could use the fuel at the time of its introductionxxv, and given that around five million vehicles still used 

leaded petrol at the time of its banxxvi, the potential roll-out of E10 is a very minor proposition.   

Notably, whilst a lot of attention has been given to the potential inconveniencing of those who own 

older vehicles, very little has been shown to those regularly receiving poorer performance from the 

E5 petrol currently supplied at UK pumps, due to newer vehicles being optimised for E10 use. This 

accounts for around 13% of vehicles on the road (around 2.7 million), which is more than double the 

number of those which are not warrantied. Given the generally higher emissions and lower efficiency 

seen in older vehicles which may lead some to question whether we should be encouraging motorists 

into more modern vehicles anyway, it would seem logical for policy makers to pay greater heed to the 

2.7 million that are currently losing out than to the 1.2 million that may be inconvenienced.  

Across the range of demographic data comparing vehicle ownership in most and least deprived local 

authorities, it is clear that pre-2000 registered vehicles are significantly more prevalent in richer areas, 

and that this is more pronounced the older the vehicle. Conversely, in absolute terms, there is a higher 

number of more modern vehicles in the more deprived areas than in the more affluent ones.  

This is likely to be due to two main factors – firstly that more affluent households are more likely to 

own classic cars or second-choice vehicles that are used sparingly as a hobby; and second that those 

households are more likely to retain older vehicles, possibly passing them onto their offspring, rather 

than trading them in for a more modern vehicle.  

In the case of more affluent households owning classic or hobby vehicles, it is likely that these already 

use premium grade petrol which will be left unchanged and widely available as a ‘legacy’ fuel. For 

those who own a pre-2000 vehicle which may have to move from 95 regular unleaded petrol to 95 

premium unleaded petrol, it is clear that the burden of this sits primarily in those regions where 

households are more likely to have greater disposable income and are more able to handle any 

potential increased fuel expenditure.  

These findings suggest that the UK is in a very positive position to introduce E10. The number of 

unwarrantied vehicles is sufficiently small to minimise impact and is notably smaller than has been 

the case in other countries which have already demonstrated successful roll-outs. The number of 

motorists with E10-optimised vehicles that would benefit from its introduction far outweighs those 

that would be inconvenienced by it. The households most likely to be impacted by any change of fuel 

type are those that are most likely to be able to absorb that change.    
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