
 

 
 

Appendix 1 
 

London Assembly Transport Committee – Tuesday, 5 February 2019 
 

Transcript of Item 6 – Freight in London 
 

Caroline Pidgeon MBE AM (Chair):  All right.  Let us move on to our main item.  I would like to welcome 

our guests before us today.  Alex Williams is Director of City Planning at Transport for London (TfL).  

Rob Fowler - whom a number of us met the other week when we went to DPD to look at your fantastic fully 

electric depot in Westminster - is the General Manager of Corporate Social Responsibility and Technical 

Planning at DPD.  Natalie Chapman is Head of South of England and Urban Policy for the Freight Transport 

Association (FTA).  Jace Tyrell is Chief Executive of the New West End Company Business Improvement District 

(BID) in the centre of London.  Thank you very much for coming along today. 

 

I would like to kick off the questions with perhaps an opener which is general.  How does freight contribute to 

London’s economy and what are the costs of this?  Who would like to kick off?  I am looking at Alex, really. 

 

Alex Williams (Director of City Planning, Transport for London):  I think you are.  Freight is 

fundamentally important to the city.  It is a bit of a no-brainer to say that.  The industry is going through a 

period of radical change and the Freight and Servicing Action Plan that we are working on is trying to help 

understand that change and also shape that change. 

 

If you think about how the industry has changed over the last few years, consumer demand has changed 

hugely.  The expectation when you click to buy something is that it arrives pretty rapidly rather than in a few 

days, as it used to be.  If you look at some of the trends, vans are going up and it looks as though that is going 

to be an increase that will be sustained.  Heavy goods vehicles (HGVs), which are a much more regulated 

sector of the industry, are plateauing or going down, and there are a whole range of reasons for that.  There is 

the dotcom revolution, but it is much broader than that, in my view.  It is about the cost of land.  Often if you 

are a plumber or a maintenance engineer, you do not have an office and your office is your van.  There is 

growth there that we are struggling with. 

 

The document that we are working on to publish later this month or next month is the fourth daughter 

document of the Mayor’s Transport Strategy (MTS) and it is trying to understand what the industry is going 

through and how important it is to the London economy and how to shape it going forward.  It is trying to 

shape it in four areas: in terms of safety, in terms of cleanliness where there is some kind of regulatory role that 

we have that the industry needs to respond to, and also in relation to how the industry can be more efficient 

and how we can use land to support the industry where our influence is not as great.  It is about collaboration 

with a whole series of public and private sector providers to try to change behaviours and try to address some 

of those needs. 

 

To your core question, it is fundamentally important to the city and it is going to become even more important 

with a growing city.  The Freight and Servicing Action Plan is trying to address some of those issues. 

 
Natalie Chapman (Head of South of England and Urban Policy, Freight Transport Association):  
Following on from what Alex has said, freight underpins everything that we do.  We are here to support 
London’s businesses, London’s residents, London’s visitors, the people who come and commute and work in 
London every day.  We do not come in for fun because it is actually very expensive.  We come in here to deliver 
what the customer wants when the customer wants it.  There is a huge amount that needs to be done with the 
customer to understand more about the choices that they make. 



 

 
 

 
I suppose I will describe a little bit of the magic of the supply chain, because we order stuff and stuff arrives by 
magic and we only really think about it when stuff does not arrive.  That is down to the fantastic, meticulous 
planning that businesses do to try to make sure that they get stuff to their customer on time and as efficiently 
as possible. 
 
Efficiency is really important because it is expensive.  Margins in the transport industry are very small.  We are 
obsessed with the idea of free delivery, and there is no such thing as free delivery.  There is a cost to all of this.  
We are trying to do what we can do as efficiently as possible.  Enabling and helping the industry to be efficient 
is really important. 
 
One of our concerns that we have that we are seeing more and more of in London at the moment is around the 
fragmentation of regulation.  We are seeing more and more that is being done at borough level.  We have the 
33 boroughs in London, plus TfL.  We have an awful lot of agencies doing things in quite often slightly 
different ways.  Even if you look at, for example, loading/unloading restrictions, there is a common rule around 
it, and yet every borough manages to apply that rule in very slightly different ways, which causes massive 
confusion for drivers.  It is about pulling that together. 
 
What we really want to see in London is more leadership on freight at a political level as well.  We no longer 
have a freight team within TfL.  Freight has been spread across the organisation.  I think the former head of 
that freight team is behind me in a listening mode today.  There was that leadership.  What is really important 
is that we need to make sure that freight is not seen in isolation but in everything we do.  In any scheme 
coming forward, we need to make sure that we are thinking about what the implications are for every road 
user, and that includes the implications for freight as well. 
 
Certainly what we want to see - and we have called before for it - is a Freight Commissioner.  We have a 
Walking and Cycling Commissioner.  We have a Night Czar.  We are not looking at it as a mode of transport; we 
are looking at this as the movement of goods, like the movement of people.  Whether it is a Freight 
Commissioner or some kind of a figurehead, somebody who can pull this together at a political level is really 
what we would like to see. 
 
Caroline Pidgeon MBE AM (Chair):  That was very interesting.  We will come back to that.  There is no such 
thing as free delivery.  That is a useful reminder.  Jace, do you want to come in next? 
 
Jace Tyrell (Chief Executive, New West End Company):  Yes.  We represent 600 members, particularly 
retail, on Bond Street, Oxford Street and Regent Street, everything from Prada to Primark, and so you can take 
your pick from there.  Every retailer is looking at how they deliver for the customer.  Ten years ago there were 
no online channels for delivery.  Think how much that has changed in a decade.  We think our members are 
about 25% online and instore and so a lot more click-and-collect.  We have about 150,000 people who work in 
the immediate area and they are using that, and that puts more congestion on the roads.  We think that by 
2025 there will be about 50% using online channels and instore delivery functions.  Again, that is huge 
customer demand in quite a short period that we need to address. 
 
Also, we do a lot of work surveying our customers for the reasons they are not coming to the West End and 
what to change.  Particularly for our London consumers the issue of air quality and congestion is now the in 
the top one or two barriers to coming to the West End, whereas ten years ago that was not even on the radar.  
It is linked to this discussion because we are losing customer demand and spend, and the costs of freight and 
delivery are increasing on our retailers as well. 
 
Just one point that is not directly related to freight and waste, but the Elizabeth Line delay has been hugely 
damaging to the West End.  About £1 billion a year we are going to lose every year that it is delayed.  All these 
pressures on freight and costs of trading and not having that new Elizabeth Line are really damaging for our 
members as well. 
 



 

 
 

Caroline Pidgeon MBE AM (Chair):  That is interesting.  Can I just understand that statistic?  Is that 50% by 
2025 customers doing online shopping and picking it up from the businesses on Oxford Street rather than 
browsing and shopping in a traditional way? 
 
Jace Tyrell (Chief Executive, New West End Company):  50% of online sales, and we think about 20% of 
that is where they click-and-collect.  We have about 10% click-and-collect now and about 20% by 2025. 
 
Caroline Pidgeon MBE AM (Chair):  That will go up to about 20%?  OK, but 50% of general shopping 
through your retailers will be online? 
 
Jace Tyrell (Chief Executive, New West End Company):  By 2025, yes, which then changes what you do 
in stores.  It is not about the product now; it is about the brand and the animation, and that is all linked to 
planning policy, which is less relevant here but links to it as well. 
 
Caroline Pidgeon MBE AM (Chair):  Very interesting.  Rob? 
 
Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 
UK):  Fundamentally, DPD as an organisation, we are a service that we are providing which is demanded by 
people of London who choose to use e-commerce as a preference for how they procure items.  The three panel 
members have summed it up quite nicely.  Freight is much more of a function of demand inside London, 
basically.  We undoubtedly have seen significant growth in this area.  There can be no question that e-
commerce has grown rapidly over the past eight or ten years.  As a result, we by extension have been making 
more deliveries in London and we have been operating more vehicles and we have been increasing the number 
of depots we have inside the city. 
 
Caroline Pidgeon MBE AM (Chair):  In terms of responding to consumer demand, you are saying that you 
are responding to what the customer wants, but is there then the challenge between what an individual 
customer wants and the public good?  If I want - I do not know - that thing within an hour, there is a cost to 
that.  There should be potentially a cost to the person but there is a cost to society in terms of putting another 
vehicle on the road, clogging up the streets and air pollution.  Is that being built into any of your work to make 
sure there is a true cost to the customer if they want something within an hour rather than within two days? 
 
Jace Tyrell (Chief Executive, New West End Company):  If you think about the premium parcel model, the 
time-constrained deliveries, before 10.30am in the morning, there is inherently an additional cost that is added 
by an organisation.  Any organisation like mine is trying to work as efficiently as it possibly can do with the 
resources that it has.  We have no desire to put any more vehicles or drivers onto the roads of London than we 
absolutely require.  While people are changing in that way, it may affect some of your optimisation and your 
route planning, but it does not distort the overall route performance across the course of the day because the 
quantities of them are relatively limited at the moment. 
 
The point that comes out of this is that as volume increases, as we are delivering more into a city centre, we 
get an increase in our density.  Instead of delivering nine parcels to a street, we deliver ten parcels to a street.  
Therefore, the consequences of people changing to a slightly different time are relatively limited because our 
delivery patches once we are inside the city centre are very tight.  We are pretty much in those areas.  We have 
some analysis that shows that when you park a van in a certain location, you can service a significant number 
of properties on foot from that point, and so we are reaching a point where we are doing as much on foot, 
using the van as a base, than we are moving the van between individual locations. 
 
Caroline Pidgeon MBE AM (Chair):  Do you want to say a little bit - because a number of us came to visit - 
about your electric vehicles (EVs) just at this point? 
 
Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 
UK):  Yes.  DPD Westminster opened in October last year [2018].  That was the official opening; we soft-
opened in September [2018].  It is our first all-electric final-mile delivery depot, which is just off Caxton Street 



 

 
 

next to St James’s Park or 55 Broadway.  It is an entirely new operating approach, which has allowed us not 
just to run final-mile EVs but to run a trunking EV solution as well.  We believe we are the first operator that is 
trunking parcels in all-electric 7.5-tonne vehicles. 
 
The project was difficult to put together, to be honest with you.  There were a number of challenges around 
vehicle supply, around EV infrastructure, around accessing properties and securing locations to operate from.  
However, we have put an entirely new operational approach in place to facilitate both a reduction in pollution 
and a reduction in congestion because the productivity from being in the right location for us is phenomenal. 

 

The consequence that we are finding more across London is that B8 space is being pushed further and further 

from the city centre.  The consequence of that is that we by extension lose a number of parcels that a van can 

deliver each day because the drivers are spending two hours travelling into the city centre.  The planning 

decisions to move B8 away from the city centre are having a direct effect on the number of vehicles that we 

are having to run. 

 

The analogy I use is that it is like when you work from home you tend to have an extra hour in the morning 

and in the evening when you tend to be more productive.  We experience the same.  If our drivers’ first delivery 

is less than five minutes from where they are starting their day, they are phenomenally more productive.  That 

allows us to reduce the number of vehicles on the roads.  That B8 space coming together is really important for 

an operator like us. 

 

Caroline Pidgeon MBE AM (Chair):  The land use is increasingly important, which comes back to what 

Alex [Williams] mentioned earlier about protecting land. 

 

Florence Eshalomi AM (Deputy Chair):  Sorry, what is ‘B8’? 

 

Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 

UK):  Sorry.  B8 is warehousing and industrial buildings, in effect.  It is a planning classification. 

 

Alex Williams (Director of City Planning, Transport for London):  You are exactly right.  The one thing 

that is interesting about the DPD depot is that it is quite small.  I do get the point about B8 space being lost, 

but these are relatively small parcels of land that can be put into more productive use.  It is worth knowing that 

the space at Caxton Street used to be TfL land.  It used to be where the managing director kept his chauffeur-

driven car. 

 

Caroline Pidgeon MBE AM (Chair):  How long ago was this, Alex? 

 

Alex Williams (Director of City Planning, Transport for London):  A very long time ago, but it just shows 

you that for some of these historic spaces there is a much more productive and more modern use.  There is 

plenty of scope for these kinds of facilities with underused carparks in the centre of the city or other space.  

Maybe some of our bus depots, even where you could use this space more productively.  One of the challenges 

of the plan is to see how we can unlock more of these sites for DPD and other companies like it. 

 

Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 

UK):  Can I just respond, Alex, with just a couple of points?  One is that the property is a TfL-owned property, 

but there is no financial subsidy associated with this.  This was taken off an agent and so we are not actually 

receiving any financial support to operate the site, which is a major financial cost to our organisation.  It is not 

a cheap exercise that we have gone through. 

 



 

 
 

The point around the smaller parcels of land is that this is a different operational change and it has required a 

significant amount of work in the background to make this work, but the educational piece for people inside 

the city that logistics buildings are no longer 50,000 square feet with 40 roller-shutter doors is another lesson 

that we are having to go through.  We are having to talk to a number of stakeholders about helping them to 

identify these types of spaces, which fundamentally in most instances are underused.  We are commercialising 

an asset for them but they do not know we are looking for them.  That is part of the challenge.  We are having 

to spend time educating people on what we are trying to find and how we can make it work as well.  

Stakeholders inside London have to understand that requirements for logistics buildings are changing quite 

rapidly.  There are an awful lot of stakeholders in London to go out and talk to and we are trying to talk to as 

many as we can, but that is one of the challenges. 

 

Caroline Pidgeon MBE AM (Chair):  Natalie, you represent a huge number of organisations.  What changes 

in general have you seen in how freight is being transported?  DPD is trying something rather different here. 

 

Natalie Chapman (Head of South of England and Urban Policy, Freight Transport Association):  Yes, 

and DPD is not alone.  There are a number of other companies like DPD that are taking that leadership step.  

Freight is broad and within it we include deliveries.  We include servicing.  One of the things that would be 

good for us to explore is the growth in van traffic we have seen.  There are a lot of assumptions that there has 

been a growth in van traffic, there is a growth in e-commerce, and therefore the two are inextricably linked.  

Actually, that is not the case. 

 

There was a really good report that the RAC Foundation published in 2017 authored by Professor 

Alan Braithwaite.  It said that vans used by package and grocery e-commerce deliveries comprise only a small 

part of the overall van park, less than 4%, and about 10% of van traffic.  If you are a carrying vehicle and are 

involved in deliveries, you are going to be driving around a lot more, whereas if you are a service-related 

vehicle you are going to be parked up for a proportion of the day, but it is still only about 10% of the overall 

van traffic.  There is a lot of assumption that it is all about everybody online shopping and that is bad, but 

actually the biggest amount of growth is service-related.  The challenge around that is -- 

 

Caroline Pidgeon MBE AM (Chair):  About 90% is service? 

 

Natalie Chapman (Head of South of England and Urban Policy, Freight Transport Association):  

About 90%, we estimate. 

 

Caroline Pidgeon MBE AM (Chair):  Is that this point Alex made, which I thought was very interesting, 

about offices in the vans? 

 

Alex Williams (Director of City Planning, Transport for London):  Yes. 

 

Natalie Chapman (Head of South of England and Urban Policy, Freight Transport Association):  Yes, 

and we need to understand more about that.  There is very little in the way of data about vans, partly because 

vans are not registered in the same way as HGVs are and so they are not subject to operator licensing.  You will 

have some vans that are registered to companies and you can make a guesstimate as to what kind of business 

or operation they are in, but a lot of vans of course are operated by tradespeople and they are registered to 

themselves personally.  There is a whole mixture.  If you go out and look on any street and if you look at the 

vans that are liveried, probably the majority of them are service-related, not delivering.  Then there is a whole 

big chunk of course that are not liveried at all and so we have no idea what they are doing.  There is a real 

challenge about understanding more. 



 

 
 

 

The concern I have is that we jump to conclusions, which means we then jump to solutions that may not solve 

the problem that we are trying to solve and, in the worst-case scenario, might create some unintended 

consequences.  For example, the draft MTS had - it was taken out of the final version because we did question 

it and the evidence behind it - the idea of encouraging businesses to ban personal deliveries.  Actually, if you 

have a large building with a lot of people working, that could be one van coming here.  It will be making a B-

to-B delivery anyway, on the back of which it has B-to-C.  That is consolidation. 

 

It would be interesting to understand - and I know TfL has banned personal deliveries to their offices - what 

people have done otherwise.  We know they have not stopped shopping online.  That is a given.  What are they 

doing?  Are they doing more click-and-collect?  Are they still getting it delivered to TfL offices?  I do not know 

what the compliance rate is there.  Are they getting more failed home deliveries?  Are we actually increasing 

van traffic in the suburbs, which is less consolidated because we are going greater distances from home to 

home rather than going to one location?  We need to understand more there. 

 

The other aspect that would be interesting to look at as well is that, as someone who shops quite a lot online, 

when you go and do your checkout, you often do not know who the carrier is and you do not know what your 

delivery options are.  What you are told is, “What address do you want it delivered to?”  You are going to put 

either your home address or your office address or maybe a family member, but you are quite often not given 

your click-and-collect options as that stage.  I know there is a lot of encouragement to say to people, “Let us 

do click-and-collect”, and some retailers are very good at that, but others are less so.  That is something that 

we perhaps need to talk to retailers about: making it much clearer to the consumer what options are available 

to them. 

 

Coming back to that central point, we need to understand far more about what is going on with vans and not 

make that assumption.  In overall traffic terms, we are talking about only 1.5% of all traffic.  This was based in 

London and it was taking the worst-case scenario but I would certainly encourage the Committee to look at 

that report. 

 

Caroline Pidgeon MBE AM (Chair):  Do you mean of the 10% of vans, only 1.5% -- 

 

Natalie Chapman (Head of South of England and Urban Policy, Freight Transport Association):  Of 

the 10% of vans, it was still only 1.5%, yes. 

 

Caroline Pidgeon MBE AM (Chair):  Thank you for that.   

 

Jace Tyrell (Chief Executive, New West End Company):  Just to echo Natalie’s point on that smart use of 

consolidation, for us, only 1% of our customers arrive in private vehicles but we have a huge number of car 

parks that are not full.  There are in fact 20% to 25%.  They are a hangover from the 1960s and 1970s when 

everyone drove to city centres.  It is linked to the planning policy.  Can we repurpose these car parks dotted all 

around the West End - like in Park Lane - and use them for consolidation? 

 

We have had some really good examples.  The Crown Estate has consolidated with the office sector and the 

retailers and has reduced now by 30% vehicles coming in.  Its consolidation delivery vehicles are electric now.  

It works when you have a single owner of a street.  We have a lot of fragmented ownership across the West 

End.  It also links back to the planning policy.  Retailers do not need all these floors in their buildings anymore 

to sell goods.  They can consolidate.  Retailers can come together and use one of their floors as a number of 



 

 
 

retailers together.  That has to come back through the planning policy at a local level and strategic planning 

policy to help with that. 

 

Caroline Pidgeon MBE AM (Chair):  We will get into some detail on consolidation later.   

 

Keith Prince AM:  We are going to do consolidation?  I wanted to ask about the drop-boxes.  Do we want to 

deal with that under consolidation? 

 

Caroline Pidgeon MBE AM (Chair):  Do you mean lockers? 

 

Keith Prince AM:  Yes. 

 

Caroline Pidgeon MBE AM (Chair):  Why not ask it now?  Go on. 

 

Keith Prince AM:  Rob, thanks for your hospitality the other day. 

 

Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 

UK):  No problem. 

 

Keith Prince AM:  About the drop-boxes, you were saying quite rightly - and I agree with the argument that 

you make - about dropping off to offices.  Of course, that does have an on-cost for the offices because they 

have to have somebody who goes around distributing them around their staff, but for the first time I used a 

drop-box last night.  I thought it was very good.  I usually get my goods delivered by the post office, who 

cannot deliver to my house, and so I then have to go miles and miles to wherever they drop it off at; whereas 

last night I could just simply to go to the Shell station and pick it up on my way home.  What is your view on 

that? 

 

Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 

UK):  Lockers and pickup shops are classed as virtually interchangeable with the exception of perhaps a few 

hours overnight when they are closed.  If you look at the TfL idea about banning personal deliveries into 

Palestra, we know that the majority of carriers now inside London - and there are only a handful of major 

carriers that account for a significant percentage of the parcel marketplace - all have pickup shops.  At DPD we 

have one inside five minutes of any walking location inside the city centre and so we are getting the same 

thing, effectively.  What we are doing is consolidating deliveries.  Whether that is into a locker or whether that 

is into a shop, you achieve the same result, basically. 

 

That is part of the query I have around when you ban these deliveries to offices and you stop these types of 

things.  Actually, all that happens is the van delivers to the other side of the street rather than delivering than 

to the Palestra side of the street or another building - let us not talk about TfL - within there. 

 

Lockers are a great solution that have been looked at, but they come with problems.  We do have them within 

the DPD Group inside Europe in certain locations.  However, when you are putting high-value items into these 

lockers, they just fundamentally do not have the security that you would find with a pickup shop location.  

That is one of the concerns we have about them.  They can be vandalised.  There is nobody there to talk to.  

These are things that parcel carriers build their reputations on.  Their interface with customers and their unique 

selling point (USP) becomes that engagement with people.  That is why pickup shops would be a great 

solution, but pickup shops would be our preference.  Lockers are not something we are progressing at the 



 

 
 

moment.  We are much more interested in building a pickup shop network where you can deliver parcels and 

collect and achieve the same result. 

 

Keith Prince AM:  Would they be 24 hours?  For instance, my parcel did not arrive until 9.00pm last night, 

but the good thing is that I was driving past it at 10.30pm and so happy days. 

 

Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 

UK):  Yes.  If you look across the distribution and when we are delivering our parcels and when you are 

collecting from the pickup shops, the majority are within the working-hours window.  If you look at who we 

have in our customer base, you can collect from a Halfords until 8.00pm at night, I believe.  There are 

extended periods of time that allow people to collect outside the traditional 9-to-5 window as well.  You may 

not be able to access it at 1.00am in the morning but at 8.00am in the morning it will be back open and 

available for you. 

 

Caroline Russell AM:  I briefly wanted to say that surely it is better that people are picking up their items 

close to where they live than from the centre of London when they have to carry everything back on the Tube 

or on the bus to get home with them, creating more crowding on public transport.  Do you have preferences 

for doing those deliveries close to where people live rather than bringing them in to where people work in the 

centre? 

 

Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 

UK):  This goes back to Natalie’s [Chapman] point earlier when we talked about private car usage declining.  

What you are seeing is a shift of product which would perhaps not traditionally have been delivered.  Perhaps 

going back five or ten years, you probably went to pick up your washing machine from Currys or wherever it is 

you get a washing machine from; whereas now that type of delivery is having to shift towards a delivery vehicle 

because people do not have that ability to facilitate large deliveries. 

 

Caroline Russell AM:  That would always go to someone’s home address.  You would not get your washing 

machine delivered to TfL. 

 

Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 

UK):  Yes, but we are still delivering that when perhaps historically people went out and collected that 

themselves.  There is a change in terms of products. 

 

Caroline Russell AM:  Sure, but I am talking about the smaller parcels that people are getting delivered to 

their workplaces.  Surely it is better from a policy point of view that they get delivered to pickup points close to 

where people live rather than in the centre. 

 

Caroline Pidgeon MBE AM (Chair):  That is why we had recommended click-and-collect at stations be 

pursued by TfL and with Network Rail.  The idea is that you are on your way home, get to your local station 

and can then pick up there, rather than picking it up from your office in town or somewhere. 

 

Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 

UK):  For me, what is probably more important is the first-time success delivery rate, particularly in the 

small-parcel world.  Actually, what is more important is not putting a van back out on the road carrying 

something that it has already carried.  By putting people close to their deliveries, whether that is at home or 

whether that is close to their office, as long as you are getting the parcel to them on the first instance, that is 

probably more significant for me. 



 

 
 

 

Caroline Russell AM:  OK, but from a public policy point of view we would rather those deliveries were 

happening in outer London to pickup points so that people can collect them in walking distance of where they 

are living rather than in walking distance of where they work. 

 

Joanne McCartney AM:  A quick point and I hope it is not off point.  I am constantly amazed whenever I am 

getting anything delivered that the size of the box often has no relevance to the item inside, which implies to 

me that the size of vehicles could be dramatically reduced if packaging was reduced.  Is anybody doing any 

work on that at all? 

 

Natalie Chapman (Head of South of England and Urban Policy, Freight Transport Association):  That 

is a very interesting point about packaging.  I have also received some parcels and some small items in some 

peculiarly large boxes.  The challenge when looking at vans is that it is very difficult to start shrinking vehicles 

because you need that flexibility.  If you buy a van, you want to be able to run it all through the year, including 

to accommodate your peaks as well, and you cannot then shrink that vehicle.  There is a challenge there. 

 

Absolutely, you are right.  There are challenges to go back to some of the retailers to say, “How are you 

packaging some of your items?”  There is a whole general conversation about packaging and waste because of 

course that creates more recycling or waste in itself that needs to be then dealt with.  We would rather see that 

reduced in the first place.  Overall - and Rob [Fowler] could probably add more on this one - the idea is that 

you would have a van anyway. 

 

Joanne McCartney AM:  I am thinking more as well of being able to hand-deliver things if it is easier.  My 

local supermarket has lockers opposite the train station and so they are ideally placed, but I would be very 

reluctant to go if I am ordering something that comes in a box this size, which is what I got the other day. 

 

Navin Shah AM:  Also, it increases the capacity of vehicles and probably reduces frequencies if you are able 

to pack more in rather than less. 

 

Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 

UK):  Yes.  Ultimately, my organisation delivers the parcels that it collects from the retailers and so Natalie is 

right that this is probably an issue that needs to be discussed with retailers perhaps more than with carriers. 

 

The point about van flexibility is absolutely right and it is often something that we talk about: van utilisation 

and productivity.  Having a larger van is a more flexible solution.  You would not have a small van and a large 

van and ask the driver to pick which one they fancy in the morning.  It is not the way to run a business. 

 

The key point is that we either max out our productivity based on volume - ie you cannot get any more parcels 

in - or max out based on how many parcels that individual is capable of delivering in a day.  Let us say 100 

parcels or whatever that number might be.  In some instances, you may look in the back of a van and you may 

query why that van is not absolutely stuffed full, but if a driver has 100 parcels on board and that is all he can 

deliver in a day, ultimately they may find that day-to-day fluctuations mean that it might be 60% full on one 

day and 90% full the following day but they may deliver the same number of parcels.  By having that larger 

van, as an operator it gives you that flexibility. 

 

We have introduced a smaller van.  We have introduced a micro vehicle.  We can get 135 on a very small 

vehicle running out of DPD Westminster and so there are solutions.  It is about balancing the fleet mix across 

the type and size of vehicles that are available to you and trying to operate as smartly as you can do.  There is 



 

 
 

no point in putting on a smaller van and finding that it cannot carry more than 60 parcels one day and putting 

a second van out.  That is not beneficial for what we are trying to achieve. 

 

Caroline Pidgeon MBE AM (Chair):  Can I just pick up with Alex before we move to the next section?  TfL 

has a Freight and Servicing Action Plan, which will be coming out, from the reports we have had, in early 

March [2019]? 

 

Alex Williams (Director of City Planning, Transport for London):  Yes. 

 

Caroline Pidgeon MBE AM (Chair):  Will that have new targets for TfL? 

 

Alex Williams (Director of City Planning, Transport for London):  There is already a target in the MTS. 

 

Caroline Pidgeon MBE AM (Chair):  Will it break it down and have some intermediate ones and so on? 

 

Alex Williams (Director of City Planning, Transport for London):  No, the target - following the 

[London] Assembly’s advice, actually - is an intermediate target to 2026 in terms of the 10% reduction in 

freight movements in the morning peak in central London.  There will be a disaggregation of that between 

HGVs and vans.  There will be targets in there. 

 

There are also a whole series of proposals in there to try to address many of the issues that the freight industry 

is facing.  An example of that is what we have just talked about, the lockers and the click-and-collect, and 

whether we can do more on that to stimulate that. 

 

It is worth going back to the example of TfL banning personal deliveries.  We did that over a year ago now.  We 

did that because it was quite evident -- 

 

Caroline Pidgeon MBE AM (Chair):  We asked you to, did we not?  I think we did. 

 

Alex Williams (Director of City Planning, Transport for London):  I am not sure whose idea it was, but I 

will just say that we did it because it was quite evident from the buildings we were in that the deliveries were 

causing a problem on busy bus routes and it was causing congestion there.  It was quite evident that we had to 

do something about that.  There are high levels of compliance.  People do not get personal deliveries at work 

anymore. 

 

One of the things we do need to do - which is to address Natalie’s [Chapman] point - is about what has 

happened because people, clearly, have not stopped shopping online.  I was struck when DPD or one of the 

other companies was talking about how one of their busiest days is now a Sunday.  There is a lot more pushing 

for this to be done in off-peak periods when people are at home so that missed collections are lower as a 

result.  We need to do some surveys as to what people have done as a result of it, but certainly it was done 

because of the congestion problem in our central London locations. 

 

Caroline Pidgeon MBE AM (Chair):  Great.  Thank you.  I was going to then move on to the impact of 

freight deliveries in London.   

 

David Kurten AM:  Hello, everyone.  Just thinking about the number of freight deliveries there are, would 

you say that the number of lorries and vans that are delivering freight is going up over the years or staying the 



 

 
 

same or going down?  Is there anything we can do to reduce the amount of freight traffic on the roads, 

possibly by using other modes of transport as well?  What are your thoughts about those things? 

 

Natalie Chapman (Head of South of England and Urban Policy, Freight Transport Association):  

Freight movements, yes, are increasing, particularly van movements, as we have discussed, and that covers 

servicing as well as deliveries.  What we also have to understand of course is that London’s population is 

increasing and we are meeting a demand.  More people means they demand more stuff and that means that 

has to be delivered.  If we are also at the same time trying to encourage people to live car-free or be less 

reliant on a private car, then they are going to be even more reliant on the freight industry to deliver things to 

them, wherever that right place may be. 

 

What we need to look at is the whole-system approach.  It is not to say that freight movements are increasing 

and that that is really bad if freight movements are increasing a little bit but private cars are reducing a lot 

overall.  We have to look at the bigger picture of that and understand more about what that means. 

 

On your other point, there is much greater use we can make of the network that we have.  We have limited 

scope to build more roads in London.  What we need to do is to make better use of the capacity we already 

have when it comes to roads.  That is looking at things like retiming deliveries, to try to encourage more 

deliveries to be made particularly out of that morning peak to meet the MTS target. 

 

We know that is possible.  We did it for the [2012] Olympics.  Needs must.  Unfortunately, it did not 

automatically then continue.  What we have found is that it takes a lot of intense resources to make this 

happen.  After the [Olympic] Games, TfL put a lot of resource into a retiming deliveries programme and in fact 

I chaired the Retiming Deliveries Consortium.  They produced a toolkit on retiming deliveries, which is 

fantastic.  I forget the actual figure now but a huge number of sites were retimed as part of that programme, 

but it was very resource-intensive.  It happened because TfL had the resources to put in to make that 

happened.  It was people talking to the retailers, talking to the customers, talking to the local authorities and 

bringing everybody together.  There is a process that can work but we have to put that right amount of 

resource in to make that happen. 

 

The second thing I would say is that there are a lot of deliveries that happen in the morning because they need 

to.  A lot of things like construction movements happen in the morning and that is because things are needed 

onsite at the start of the day.  There is no point in delivering sandwiches after lunch.  They need to be 

delivered nice and early.  However, does all of that need to happen in the 7.00am-to-9.00am period?  With 

some of the construction stuff there are difficulties over planning consents and noise issues, but there is a lot 

that can happen before 7.00am.  Some of that is down to planning conditions that prevent deliveries being 

made earlier.  Some of it is around whether the customer is willing to receive the delivery earlier and whether 

they are around. 

 

Also, the other elephant in the room is the London Lorry Control Scheme, which is currently undergoing a 

review and I am really pleased to see that London Councils has been advertising for a project manager to 

manage the next stage of the review. 

 

A lot of people are quite unfamiliar with the London Lorry Control Scheme.  It is not a ban - it used to be called 

the London Lorry Ban - but it does heavily restrict the movement of goods vehicles over 18 tonnes at night 

and at weekends.  It operates on Saturday afternoon and all day Sunday, which may have made sense in 1986 

but we have to look at ourselves in 2019 and ask if that is really appropriate.  It ends in 7.00am in the morning.  

Whilst it is not a ban, it is a restriction and it does for many have the same effect.  It requires some vehicles to 



 

 
 

go on quite large detours.  If you get it wrong - and it is quite easy to get it wrong if you just come off the 

excluded road network just a bit too soon - the company is slapped with a £550 fine plus £130 for the driver as 

well.  It is expensive if you get it wrong and so a lot of companies just do not. 

 

We would certainly urge the [London Assembly Transport] Committee to work with London Councils and push 

London Councils to be innovative in this review.  They probably need some help, some support, some resources 

and some leadership as well to enable that to happen.  That is something we would like to see because we 

could make much better use of our roads.  That is the roads issue. 

 

Then, looking at other modes, there is definitely potential to make greater use of the river, particularly for 

things like waste and aggregates.  You are not going to put everything on there.  You have to look at where 

the delivery and collection point is and how close that is to the river.  There is definitely that opportunity to do 

more there.  Of course we need to do -- 

 

Caroline Pidgeon MBE AM (Chair):  We will get into that in the next section in more detail. 

 

Natalie Chapman (Head of South of England and Urban Policy, Freight Transport Association):  OK, 

we will talk about that in a moment.  On rail, there is probably some limited stuff for London, but the big 

challenge that London faces with rail is that most of the rail freight using London’s network is not destined for 

London.  It is using London’s network because there is not the gauge capacity elsewhere in the country.  It is 

good overall, but we are competing with congested commuter routes as well.  Hopefully, that answers that. 

 

David Kurten AM:  Yes, absolutely.  Thank you very much.  Alex from TfL, do you have anything to say on 

this? 

 

Alex Williams (Director of City Planning, Transport for London):  I can probably give you some numbers 

from the MTS.  The analysis that was done there talks about van traffic going up by 43% between now and 

2041 and HGV traffic falling by 6%.  That is the scale of the problem we are facing.  If you think about some of 

the traffic trend analysis we get from the Department for Transport (DfT), there has been a long-time decline 

in car use in London and a decline in car use across London.  The exception to that is the increase in van 

traffic.  That is pushing the numbers up, certainly in outer London.  That is a cause for concern, which is why 

we are looking at the Freight and Servicing Action Plan. 

 

The challenge with all of this is that, with a growing London economy, the volume of goods that London 

consumes means we are reliant on a very extensive freight and servicing industry to support it.  What we want 

to look at is how that industry can be more efficient, how it can be safer, how it can be cleaner and how we 

can support it with the appropriate land. 

 

David Kurten AM:  As Natalie [Chapman] said, the population has been going up as well.  It has gone up by 

about two million in the last 20 years.  Has that been a factor in the increase in vans, do you think? 

 

Alex Williams (Director of City Planning, Transport for London):  It has, but also we have seen a move 

away from HGVs to vans.  That is partly a reflection of the fact of how regulated that industry is.  The average 

age of an HGV driver is over 60, I think. 

 

Natalie Chapman (Head of South of England and Urban Policy, Freight Transport Association):  It is 

late 50s, yes. 

 



 

 
 

Alex Williams (Director of City Planning, Transport for London):  It is quite a regulated industry, 

whereas anyone with a driving licence can rock up and drive a van and work in a servicing or freight industry.  

It is much less regulated.  One of our challenges is how we increase the efficiency in that industry to deal with 

the volumes we are looking at. 

 

David Kurten AM:  Thanks.  Another thing I am interested in is the safety record.  You mentioned HGVs 

there, which are involved in more collisions as a proportion of the traffic and the kilometres that they drive.  

What do you hope the Mayor’s Vision Zero plan and the Freight and Servicing Action Plan will do?  What 

specific steps are there in those two things to try to bring down the accidents and collisions? 

 

Alex Williams (Director of City Planning, Transport for London):  The first thing is to mention the scale 

of the problem and it is a substantial problem, particularly with HGVs.  They are involved in 63% of fatalities on 

our road network and they account for less than 5% of the mileage on the network.  They are 

disproportionately a significant factor in the safety issues for our road network. 

 

Both the Vision Zero plan and this plan will refer to the key initiatives to improve safety.  The flagship policy 

there is the Direct Vision Standard (DVS).  We are in the final consultation on that now and we aim to be 

issuing the first permits in October this year [2019] with that coming into full effect from October 2020.  There 

is a lot of really good work with the FTA and other members of the freight industry about defining that 

standard so that it is an appropriate system approach to improve the safety record of those vehicles. 

 

If you do get a chance, I really would recommend going in a five-star vehicle and comparing that with a three-

star vehicle or a zero-star vehicle.  Five-star vehicles are fantastic in terms of the visibility you have as a driver 

or a passenger of the surrounding network.  You feel much more connected with the road, much more aware 

of what is going on, and it is absolutely the right direction of travel. 

 

Our issue with the DVS is working with every single operator in London to make sure they transition to these 

vehicles as quickly as possible. 

 

David Kurten AM:  Do you have any statistics that show that the five-star vehicles are safer and have fewer 

accidents than other categories? 

 

Alex Williams (Director of City Planning, Transport for London):  There is a lot of analysis and it is all on 

the DVS website.  I can send you some images of the extra visibility that you have in a five-star vehicle 

compared to a zero-star vehicle.  That is mapped out in terms of the people you can see.  It is quite shocking, 

actually, the number of additional people you can see. 

 

Also, the research indicates that through that direct vision you have an earlier sight of individuals around the 

vehicle and that earlier sight means that you are able to respond sooner.  It may be only a second earlier, but 

that second could be the difference between someone dying or not dying.  All of that evidence and analysis - 

and we worked with Loughborough University on that - is all available on the website and I will send that to 

you. 

 

David Kurten AM:  OK, thanks.  Do any of the rest of you have any thoughts about the Vision Zero plan and 

the Freight and Servicing Action Plan and the DVS and these things Alex has talked about? 

 

Natalie Chapman (Head of South of England and Urban Policy, Freight Transport Association):  In 

the Freight and Servicing Action Plan there are a lot of different measures.  Most of them are things that are 



 

 
 

already referenced within the MTS and many of those are things that are underway.  As I said earlier, what we 

need is leadership and resourcing to make some of that stuff actually happen, particularly things like retiming. 

 

On the DVS, we have been working very closely with TfL as it has been progressing.  It has posed some 

significant challenges to our industry.  In principle, there is a real issue when cities set their own vehicle-related 

standards.  In an ideal world, that really should be set at a European Union or a United Nations international 

level.  Those conversations are ongoing.  Eventually, we will see increased direct vision rolling out through new 

vehicle design, which means that all vehicles will have that. 

 

Also, coupled with that, technology is going to deliver some real safety benefits as well because it takes away 

the human error element.  At the end of the day, you can have a vehicle filled with all of the direct vision, but 

you still have a human being behind the wheel and you still have human beings interacting with that vehicle.  

That is always going to be a challenge. 

 

Again, this is where it comes to that leadership and that vision on freight.  The challenge we have had is that 

we have this scheme, which is around safety, and then we also have the Ultra Low Emission Zone (ULEZ) 

coming, which is around air quality, and the uncertainties around the DVS.  It is a very big step to make.  

Setting up a whole new vehicle standard is really complicated.  TfL has been tasked with doing it in a very short 

space of time.  We as an industry have had lots of uncertainty about what that looks like, what it is going to 

mean, the vehicles and the alternatives. 

 

It has meant that a lot of operators have held off from purchasing new vehicles because they do not want to 

make a significant investment until they know that what they are going to be buying is going to be the right 

vehicle.  They do not want to buy something to be told, “Sorry, you cannot operate it here”.  Sadly, some of 

those Euro VI vehicles we would have seen perhaps enter the market sooner in London, given those air quality 

benefits, have not.  There is a bit of a trade-off.  There were two different schemes and it just needed that 

leadership looking at everything holistically, which is where the challenge really has been. 

 

David Kurten AM:  Yes.  Thank you. 

 

Jace Tyrell (Chief Executive, New West End Company):  It is complicated because, as you say, we are 

looking at personal deliveries, we are looking at servicing, we are looking at perishable goods and non-

perishable goods.  It is very dynamic and fluid and it is moving very rapidly. 

 

For us, there are some good examples.  John Lewis, for example, is using all EVs now in its fleet.  McDonald’s 

is looking at biofuels. 

 

To Natalie’s point, there are so many policies that our businesses are trying to respond to.  You have boroughs 

where there are different policies.  You have strategic plans for London and national directives.  Before they 

make that significant capital investment, whether servicing or freight, they need to understand the policy 

context they are working in.  That is really important. 

 

On the leadership point, for the boroughs and for London it is so complicated.  Strategically, this needs to be 

looked at by the Greater London Authority (GLA) to get the boroughs more aligned on this as well. 

 

Natalie Chapman (Head of South of England and Urban Policy, Freight Transport Association):  

Absolutely.  Just following up from Jace’s points, one prime example of that is the Ultra Low Emission Vehicle 

(ULEV) zone that we have seen introduced in Hackney.  We cannot fault Hackney’s ambition and aim and we 



 

 
 

absolutely support the requirement to improve air quality.  The challenge we have had is that this has been a 

scheme that has been introduced at very short notice with very little business engagement.  They engage with 

the businesses on the streets affected, but there has been little wider business engagement with the 

companies that deliver to and service those premises. 

 

There is a lot of confusion.  People are getting confused between the ULEZ and the ULEV.  What is the 

difference?  The ULEZ is Euro VI but the ULEV is less than 75 grams per kilometre of carbon dioxide (CO2).  

There are quite a few cars around now that meet that definition, plus plugin electric as well.  For vans, we are 

talking about only plugin electric.  There are not any vans that meet that definition.  For HGVs, we do not even 

measure them in that way and, if we did, they would not meet that standard. 

 

The Government in its Road to Zero Strategy has committed to creating a definition of an ultra-low emission 

truck.  We do not yet have that.  Actually, what we need at a national level is a framework for local authorities 

to work towards. 

 

However, ultimately, we are just too soon for some of those stick approaches.  What we are seeing is that the 

investment the DPD has made is not insignificant.  It is not a case of swapping a diesel van for an electric van.  

It was a change in the whole business model.  It was procuring the vehicles at much higher upfront cost.  The 

availability of those vehicles is a real challenge.  We are talking to a number of our members that want to and 

have the money, but the manufacturers do not have the supply of those vehicles and have some very long lead 

times. 

 

Caroline Pidgeon MBE AM (Chair):  We will pick that up and also the lack of right-hand-drive EVs.  That 

was one of our takeaway moments from our visit. 

 

Natalie Chapman (Head of South of England and Urban Policy, Freight Transport Association):  With 

registering them as well with the Driver and Vehicle Licensing Agency (DVLA), there has been some real 

hiccups there.  A number of companies have said to us that they are finding some real hurdles there on the 

administrative side.  It is finding the right land and the right location and having the right charging 

infrastructure. 

 

What we need to be doing is working with businesses that have the resources and want to do that leading the 

way, rather than introducing punitive schemes that will actually ultimately hit businesses that do not have that 

alternative, where the vehicle is not available, where they do not have the access to finance, particularly small 

business operators of specialist vehicles.  Companies like DPD and others will be leading that way.  They will be 

creating that market.  Those vehicles will start to come down in price.  That will start to trickle through. 

 

However, we are a little bit too soon on that.  Hackney has introduced this.  The City of London [Corporation] 

has been looking at some zero-emission streets and has been engaging with us very well, I have to say.  

Outside of London, Oxford is now looking to bring forward plans for a zero-emission zone.  It is not even just 

authorities in London. 

 

One of the things we need to see is a national framework on this.  Clean air zones have a national framework 

but there is no national framework or definitions for these vehicles.  In the absence of that, of course, we have 

authorities that have the ambition and want to do something, but they are probably doing something in a way 

that is not most helpful for their local businesses and residents. 

 



 

 
 

Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 

UK):  Can I just add a couple of points into this?  EV supply and infrastructure I am sure will come up over the 

course of this discussion and so I will probably talk about that as a separate entity. 

 

On DVS, no one can argue with what the MTS is trying to achieve, absolutely not, but it is very difficult when 

you are procuring vehicles to convince a manufacturer to make a vehicle for just one city.  If you look at the 

global manufacturing structure, Volkswagen Group accounts for a significant number of vehicles on the road 

and produces these vehicles to service all of Europe, parts of South America and wherever else.  To convince 

them to make a vehicle that is compliant for one city is very difficult, particularly if Birmingham makes a 

different decision and Manchester makes a different decision.  That is an issue we are having to work through. 

 

Just picking up on Hackney as well, the problem we have with Hackney is that the way it is set up does not 

make any sense.  We have a compliant vehicle, which is a hybrid vehicle that switches between fuel types.  Its 

assessment is based on its overall CO2 per kilometre.  In effect, I could drive it there on electric, flip it into 

petrol, drive it through the ULEZ in petrol and come out the other side without any problem.  That does not 

make any sense and that is not what Hackney is trying to achieve.  While we understand that the boroughs are 

trying to make these decisions and that is absolutely the right thing to do, a coherent approach has to be had.   

 

The Clean Air Framework, issued by the Department for Environment, Food and Rural Affairs, sets it out very 

nicely in a structure.  I can look at any city in the United Kingdom (UK) and work out where I stand.  We will 

have a really significant problem if I have six different standards in the six central boroughs in London because 

fleet procurement on that basis is phenomenally difficult; whereas if we have a standard for London we will 

know that these types of vans will work inside the city centre and be compliant.  I entirely understand what 

Hackney is trying to achieve, but you have to be pragmatic about what the industry can do and what 

manufacturers are doing.  All of these pieces need to work together at a relatively similar rate to allow us to 

deliver the change that you want to deliver.  TfL can make all the policy in the world, but we procure vans and 

deliver parcels and operate vehicles, and so we need to be part of this conversation about how these processes 

and policies are delivered. 

 

David Kurten AM:  What do you think the unintended consequences of this will be, particularly with the 

expansion of the ULEZ to the North and South Circulars in 2021? 

 

Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 

UK):  We are probably better placed than a lot of van operators to respond to the ULEZ and that is because we 

have a progressive fleet procurement policy.  We buy 1,000 Euro VI vehicles a year.  We will manipulate our 

fleet to make sure that our Euro VI vehicles are in the right place and people will have to accept that we will 

move the negative externality associated further afield - that is the first point around this - because we will just 

reallocate our vehicles wherever we stand. 

 

We look at the ULEZ and think that the real impact will be on the bigger vehicles.  When you are carrying 90 to 

100 parcels, the incremental costs associated with them divided by the quantity is relatively low.  When you are 

running an HGV that is making three big deliveries, you then have to swallow £100 across three customers 

rather than finding £12.50 across a van full of parcels.  The impact of the ULEZ as I see it is probably more on 

either the small operators who do not change vans very quickly because they do not have the capital or the 

purchasing power to do so, or the heavy operators who have older vehicles that can make only three or four 

big deliveries a day. 

 



 

 
 

Natalie Chapman (Head of South of England and Urban Policy, Freight Transport Association):  It is 

particularly small businesses and operators of specialist vehicles that are going to be hit hardest by this, those 

that do not buy vehicles from new or keep their vehicles for long periods of time because they do fairly low 

mileage or may be specially adapted.  That is where the biggest challenges are. 

 

The ULEZ, like clean air zones - and that is the London brand for clean air zones - is not creating a new 

standard.  The standard is there.  It is Euro VI for diesel.  It is accelerating the uptake.  The challenge for 

businesses when they purchase a vehicle is not just how much they buy that vehicle for.  It is how long they 

plan to run it for, the time taken to sweat that asset, and the residual value at the end.  You have businesses 

that have purchased Euro V vehicles way back when and are now having to sell them a lot quicker than they 

were going to and so they have not sweated their asset for as long as they were going to, and of course the 

residual value for Euro V has plummeted and so they are not getting as much for it at the end.  That whole 

business case has caused some real issue for some fleets in particular.  Some are Euro VI and they will be fine 

and it will not affect them at all, but there are going to be some who are going to be very badly affected by 

this. 

 

I understand that the Mayor has announced a van scrappage scheme for microbusinesses.  We need to 

understand more about what that will look like, but it will probably have quite a negligible effect.  It is going to 

be a very small pot of money -- 

 

David Kurten AM:  It is £23 million. 

 

Natalie Chapman (Head of South of England and Urban Policy, Freight Transport Association):  It is 

not going to go very far.  The question is: what vehicles will they have to buy?  Will they be able to replace a 

Euro V van with a Euro VI van?  Is that good enough or does it have to be replaced with a zero-emission van?  

If you are replacing it with a zero-emission vehicle, you are talking probably three or four times as much that 

that vehicle will cost.  If you are a microbusiness, it is going to have to be a huge amount of subsidy to make 

the figures stack up.  Those are some of the concerns we have around that. 

 

Alex Williams (Director of City Planning, Transport for London):  I have two things.  One is the concern 

about the proliferation of zones.  There are lots of zones in London, and the ULEV in Hackney I know is a 

particular concern.  We will shortly be publishing guidance on zero-emission zones for consultation, probably in 

the spring, to try to enable the boroughs to develop these in a more consistent way, in particular in relation to 

that earlier engagement with the freight industry, the people who are most affected by this in many ways.  We 

are aiming to issue that soon. 

 

However, it is worth adding that ultimately the definition of the zones is a decision for the local highway 

authorities to make.  If Hackney chooses to make its streets entirely zero-emission with very strict standards, 

that is Hackney’s decision.  If we were funding the scheme we would have a say in it, but most of these 

schemes we are not funding and so it is down to the local highway authority. 

 

The other point that was raised was about the van scrappage scheme.  The Mayor announced that in December 

[2018] with £23 million to enable vans to shift to ULEZ-compliant fleets for central London.  We will be 

announcing details of that in the next few days, hopefully.  I will not tell you the details of that because I am 

not allowed to, but it is imminent in terms of that.  It is about recognising the fact that vans are probably the 

sector of vehicles going into central London that has the greatest journey to get to compliance.  It is trying to 

help particularly small and medium enterprises and businesses transition to cleaner fleets. 

 



 

 
 

Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 

UK):  Just adding to Natalie’s point, there is a problem with residual values across vehicles full stop at the 

moment because we are having this problem working out what is going to happen to the older vehicles and 

what the value is going to look like at the end of their life.  People are buying vehicles for four or five years 

and it is a long time at the speed of change we are going through to project what a residual value is going to 

look like.  We are also in the position where we do not know what the residual value of an EV looks like, either. 

 

Building financing models at the moment is very difficult, unfortunately.  Inherently, when you are building a 

return-on-investment model for an EV, you take the upfront cost but you recover that through a lower cost 

per mile, in effect.  Actually, where I would rather deploy EVs is in Cumbria because, in Cumbria, they may be 

able to do 65 miles and, if I can get them to do 64 miles, I maximise my return-on-investment process.  When 

we are talking about London, these vehicles are doing only 5 or 10 miles a day.  They are doing relatively small 

distances.  Without that certainty on the residual at the back end, getting the return-on-investment to hang 

together is quite a difficult process to go through. 

 

We as an organisation have made a proactive change that says we are prepared to swallow some of the 

financial impacts by doing something that we believe in by deploying an all-electric solution, but not 

everybody will have the luxury of doing that. 

 

Jace Tyrell (Chief Executive, New West End Company):  I have a final small point.  The challenge is 

always what problem we are trying to solve.  Is it air quality or congestion or is it both?  We have unintended 

consequences through this.  We would like to see some more carrots rather than sticks as well.  John Lewis has 

shifted to an all-EV fleet.  Can we look at incentives, whether it is at borough level or GLA level, to encourage 

our businesses to flip over, to make that capital investment?  At the moment there is a very heavily regulated 

approach rather than a ‘carrot’ incentive approach. 

 

David Kurten AM:  Thank you. 

 

Caroline Pidgeon MBE AM (Chair):  All right.  Thank you.   

 

Caroline Russell AM:  I just wanted to go back to the Vision Zero bit of the questioning.  In particular we are 

seeing a 6% predicted drop in HGVs and I am wondering how much of that is due to the longer lorries that are 

allowed.  Frankly, cycling on a road when one of those very long lorries goes past: they have recently in the last 

couple of years, I think, been allowed on to London streets and I am wondering whether there is any data on 

the difference in the involvement of the extra-long lorries in collisions with pedestrians and cyclists, or whether 

all the data for HGVs is amalgamated together in one lump.  Is it possible to separate that out? 

 

Alex Williams (Director of City Planning, Transport for London):  I think it probably is the latter but I 

will check. 

 

Caroline Russell AM:  Sorry, they are all in one pot? 

 

Alex Williams (Director of City Planning, Transport for London):  Yes, exactly, one HGV category, but 

the excellent analysis team works in my area so I will check that. 

 

Caroline Pidgeon MBE AM (Chair):  Sorry, could we have that information quite quickly?  We are going to 

be responding very quickly, ahead of -- 

 



 

 
 

Alex Williams (Director of City Planning, Transport for London):  Yes.  OK, I will do so. 

 

Natalie Chapman (Head of South of England and Urban Policy, Freight Transport Association):  

What I would just add in to that is that the longer semi-trailer charge that we have been talking about is a very 

small number of trailers and this is mostly about trunking.  It is not vehicles that are coming right into urban 

areas.  It is probably quite a small number of vehicles. 

 

Caroline Russell AM:  Tesco’s had one of them the other day on Holloway Road, Upper Street.  You get the 

very long ones that are delivering for the Post Office.   

 

Natalie Chapman (Head of South of England and Urban Policy, Freight Transport Association):  That 

will not necessarily be the longer semi-trailer ones. 

 

Caroline Russell AM:  They are definitely -- 

 

Natalie Chapman (Head of South of England and Urban Policy, Freight Transport Association):  

They could be quite long.  They are quite tall. 

 

Caroline Russell AM:  They are very tall and they are extra-long as well. 

 

Caroline Pidgeon MBE AM (Chair):  Let’s see if we can get some data on that.   

 

Caroline Russell AM:  It would be good to have the data. 

 

Caroline Russell AM (Chair):  Yes.  Great, thank you.  Keith. 

 

Keith Prince AM:  A very quick one to Alex, if I may.  Good to see you again, Alex.  How much do you think 

the Mayor is going to make out of the ULEZ from the freight industry? 

 

Alex Williams (Director of City Planning, Transport for London):  Central or inner? 

 

Keith Prince AM:  Let us say both. 

 

Alex Williams (Director of City Planning, Transport for London):  Over the long term I do not think that 

will be making money because what we are seeking is compliance.  We are seeking cleaner air.  We are seeking 

compliance. 

 

Keith Prince AM:  That is the same when you put in a resident parking bay or a parking bay.  You are looking 

for compliance but where you are making your money is on the enforcement.  It must be the same with the 

ULEZ. 

 

Alex Williams (Director of City Planning, Transport for London):  Having said that, It is slightly different 

because you are not seeking to change residents’ behaviour in terms of having less vehicles, whereas what we 

are seeking to do is change behaviour in terms of cleaner vehicles.  This is all about encouraging people to shift 

to a cleaner vehicle fleet and if we get to 100% compliance with ULEZ standards, fantastic. 

 

Keith Prince AM:  You must have done the numbers, Alex. 

 



 

 
 

Alex Williams (Director of City Planning, Transport for London):  We have run the numbers and they are 

in our business plan -- 

 

Keith Prince AM:  What are the numbers then? 

 

Alex Williams (Director of City Planning, Transport for London):  -- but they are not in my head. 

 

Caroline Pidgeon MBE AM (Chair):  We will have those, again, in a quick turnaround.  We will have those 

provided as well. 

 

Alex Williams (Director of City Planning, Transport for London):  Yes. 

 

Caroline Pidgeon MBE AM (Chair):  That would be great.  OK, let us move on to the next section, getting 

freight into London.  Tom, you are going to lead on that. 

 

Tom Copley AM:  Thank you, Caroline.  Yes.  Moving on to the river and rail, the initial question is: what 

opportunities are there to move more freight on to the river and on to rail to get into London and what are the 

barriers to achieving this?  Alex, do you want to kick off? 

 

Alex Williams (Director of City Planning, Transport for London):  River and rail.  There are a lot of 

goods by tonnage that are transported by the river already, particularly materials leaving the city.  There is our 

waste.  There are plenty of waste wharfs that are in active use right in the heart of the city that are really 

important to getting noise off the road.  We forget about it sometimes.  Also, there are a lot of projects that 

are working on getting all their spoil out by the river.  The Northern Line Extension, I was there last week and 

all of the tailing spoil for that went out by the river.  The Battersea Power Station uses the river for some of 

their work.  Thames Tideway Tunnel, I think, are really leading the way on this in terms of their spoil out by the 

river but also some of their materials in by the river.  We need to learn the lessons from that for Silvertown, to 

be honest, to see how they have done it and how they have cracked it with real leadership, making sure that 

we follow that as best we can.   

 

There is a lot happening on the river.  More to do.  The biggest thing to crack - and people have tried - is how 

you get materials in or goods in.  That is more difficult.  It is also more difficult in terms of the safeguarded 

wharves.  The safeguarded wharves are there but they are often locked in land disputes where the people who 

own them would prefer them not to be safeguarded wharves so that they can develop them as residential.  

They are not unlocking them to enable them to be used for their safeguarded purpose.  That is where some of 

these sites are stalled.  We need more to be done there.   

 

The other area I think we often underestimate is what we can do on the canals.  We had a very good 

development in Southall where there was a planning condition to get a lot of materials in by the canal, actually, 

which is very slow but frankly it did not matter for some of these materials coming in to be a bit slower as long 

as you programme it right.  There is a lot to do on the river, a lot more we can do, but there is a practical 

difficulty about getting materials in.  That is where it is a bit of a struggle.   

 

Tom Copley AM:  TfL and the Mayor do not actually have any specific powers over the river, do you?   

 

Alex Williams (Director of City Planning, Transport for London):  No. 

 



 

 
 

Tom Copley AM:  It is the Port of London Authority (PLA).  Is that something that TfL would like or does the 

relationship with the PLA work quite effectively? 

 

Alex Williams (Director of City Planning, Transport for London):  I know there was a debate historically 

about PLA being part of the GLA family.  I think there are representatives on the PLA Board, are there not, 

from the GLA?  I have a feeling there are some. 

 

Tom Copley AM:  I do not think there are. 

 

Alex Williams (Director of City Planning, Transport for London):  There are not?  OK. 

 

Caroline Pidgeon MBE AM (Chair):  Royal Docks we got but not the PLA, no. 

 

Alex Williams (Director of City Planning, Transport for London):  I thought there were nominees from 

the GLA.  Maybe I am wrong on that.   

 

Caroline Pidgeon MBE AM (Chair):  Essex and Kent have blocked us from taking over the PLA. 

 

Alex Williams (Director of City Planning, Transport for London):  Did they?  OK.  I will not go there.   

 

More influence?  Yes, potentially.  There is a more joined-up relationship between us and the PLA than there 

has been before, which has been very helpful, particularly in relation to some of our discussions on the big 

projects like Silvertown, like Rotherhithe to Canary Wharf.  There is more engagement with us and them on 

some of the practical details of that.  You are right, our powers are limited in this regard but the planning 

process is where we have the greatest leverage, through the applications that are referred to the Mayor and 

where he can put on conditions about construction management plans and making sure that they get as much 

spoil out by the river as possible, but also us leading by example in things like the River Lea and Silvertown. 

 

Tom Copley AM:  What about rail, sorry? 

 

Alex Williams (Director of City Planning, Transport for London):  Rail?  Again, it is easy to lose sight of 

the fact that there is a lot going on.  There is often a feeling that a lot of those goods yards have been 

developed now and all of that rail activity has gone.  That is not necessarily the case.  I went to a fascinating 

facility for a cement works in King’s Cross.  All of that railway land has been developed and it is a fantastic part 

of London now but at the heart of that is a railhead for aggregates to come in for cement for all of the London 

construction sites.  That is bringing in aggregates, big tonnage, by rail, right to the heart of the city centre.  

There are quite a few of those small facilities dotted around London and a lot of those facilities are really 

important to get large numbers of HGVs off the road network.   

 

There is undoubtedly more we can do.  High Speed 2 (HS2) has a big challenge at Euston about how they get 

huge amounts of spoil from that site at Euston onto the rail network.  That is something we want them to 

progress and at the moment I am not seeing the progress that we would like to see there.  The other tension 

with rail is the stuff that uses the Overground network.  There is a tension there between us wanting to 

increase capacity and frequency on the Overground network but then having to work through protected rail 

paths through the heart of the city.  That is an ongoing dialogue between us and the rail industry that will 

continue for a long period of time.  Often it is down to a practical debate about how they can get their rail 

paths through London and we can also increase our frequencies.   

 



 

 
 

Tom Copley AM:  A few years ago I had a cab ride in a freight train from Folkestone.  I was living in Kentish 

Town and it dropped me off at Camden Road, which was very convenient.   

 

Alex Williams (Director of City Planning, Transport for London):  Yes, I was offered the same. 

 

Tom Copley AM:  It was not destined for London, it was going out. 

 

Alex Williams (Director of City Planning, Transport for London):  I hope you swiped in and out! 

 

Tom Copley AM:  I think people were quite surprised to see someone get off a freight train.  There is this 

issue - and Natalie [Chapman] touched on it - about upgrading the lines outside of London so that more 

freight can be moved around London if it is not destined for the city.  What progress has been made with the 

DfT in the Government and Network Rail to persuade them to do that? 

 

Alex Williams (Director of City Planning, Transport for London):  It is more of a conversation with 

Network Rail to do that.  There is an active dialogue on that.  I do not have all the details.  It is probably best if 

I send you a note on where we are with that.  There is a rail freight lobby that is very passionate, as I am sure 

they were when you were on that train, about protecting those paths, and you can see how they are important 

for that industry getting freight off the road network.  Having said that, I suspect a lot of that freight was not 

London-bound.   

 

Tom Copley AM:  No. 

 

Alex Williams (Director of City Planning, Transport for London):  Did it need to come into the heart of 

central London?  Is there a better way of them getting around there?  I think their difficulty is the availability 

of rail infrastructure that could circumnavigate the capital.  That is where they are struggling, really.  But there 

is a debate with the freight industry and it is probably best if I send you a separate note because I am sighted 

on the detail of that.   

 

Tom Copley AM:  Can I bring this to our other panellists now?  Natalie, do you want to talk about the river 

and rail? 

 

Natalie Chapman (Head of South of England and Urban Policy, Freight Transport Association):  Alex 

has made certainly one of the points I would have made, that there is a lot being done already and there are 

definitely opportunities for more.  It is about safeguarding of wharves and making sure that the wharves that 

are safeguarded are actually available for use.  At the end of the day, any land is going to have a higher value 

for residential and riverside land is always going to be particularly prime land.  Where you have a wharf and you 

are taking lorries off the road and moving it onto the river, overall it reduces the number of lorry movements 

but at that point of course it does increase it, and if you bought a very expensive riverside property, the 

thought that you are right next to a busy wharf with lots of lorries running in and out probably does not sound 

quite so appealing.  That is the real challenge we have.   

 

It is important that we make sure that those sites are safeguarded and that they are put into use where there is 

demand as well.  It is about identifying where the potential is and where the potential is not.  Potential is really 

around aggregates, building products and waste.  That is where we should be aiming.  There may be other 

niche things that happen elsewhere but that is not really going to be where we need to be.  We need to be 

concentrating our efforts on the things where we are going to make the biggest difference.   

 



 

 
 

With rail, a lot of the rail that travels around London, as you say, is not destined for London.  It is a challenge 

that we need the gauge clearances that we do not have elsewhere.  We have regular dialogue as well with 

Network Rail on behalf of our rail freight members about track access charges, access to the network.  A lot of 

engineering work still happens overnight when a lot of freight trains want to use it.  It is about making sure 

that rail freight is affordable, reliable.  Generally, it is stuff that is not necessarily so time-sensitive but you still 

need to have reliability that it is going to get there when you expect it to get there.   

 

Generally, the kinds of commodities that you are talking about tend to work best over fairly long distances.  

That does not mean there is no potential to do stuff into London because operating in London with HGVs is 

very expensive as well.  There may be some cases where some of the figures do stack up, but I think it is going 

to be quite a niche element in terms of what we can do for London with rail.  The biggest bang for our buck is 

going to be about making better use of the road network 24/7 and looking at enabling cleaner vehicles, but 

there is no silver bullet in any of this, so if we can do more on the river and we can do more on the rail as well, 

we should certainly be looking at all of those opportunities. 

 

Tom Copley AM:  Rob? 

 

Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 

UK):  At our organisation, to be honest, the majority of our HGV movements are outside of hours anyway.  

They are not in the 9.00am to 5.00pm window.  They are coming in from an East Midlands or West Midlands 

hub, departing at 2.30am or 3.00am and coming in here around 6.00am or 7.00am.  We are not moving HGVs 

through the peak rush hour time that you are thinking about. 

 

Rail and river are things which I have looked at, but the problem for an industry like ours is that I am still in the 

East Midlands, sorting the parcels we are going to deliver to your office or your house, at 2.30am this morning.  

To try to ship from a sortation hub to a rail or river facility and then get to London by 7.00am to get the 

parcels which people want on the floor for next-day delivery, it just does not hang together.  I can see that rail 

and river absolutely have their place but Natalie [Chapman] and Alex [Williams] are right: aggregates, 

construction, waste.  It is more suited to those types than perhaps our industry. 

 

Jace Tyrell (Chief Executive, New West End Company):  Very briefly, the West End and Mayfair is 

landlocked so there are no rivers.  We do have the Tyburn River, so maybe we could resurrect that again.  

There was talk of the old Royal Mail train servicing and whether that has legs or not.  That was a couple of 

years ago now.   

 

The Elizabeth line is an opportunity, when it finally arrives and we are not losing £1 billion a year from its 

delay.  We have these huge new stations that are wide, east and west, even Crossrail 2, and are we using those 

stations to click and collect, the delivery and the servicing?  I have not seen much on how these stations are 

going to be used and they are very large.  You look at Tottenham Court Road, having been down there.  Can 

we be better and more efficient?   

 

To your point earlier, Caroline [Pidgeon MBE AM], in terms of home deliveries, I have some figures here from 

TfL: 22% of Londoners received personal deliveries every week and 94% to their homes.  There has been quite 

a shift to home deliveries and that is striking in what we were talking about before as well.  Elizabeth Line, 

good opportunity.   

 



 

 
 

Tom Copley AM:  Just moving on to the impact that an expanded Heathrow could have, Heathrow always 

talk about how they have no more cars on the road from it but they never talk about the fact that there is 

going to be this big increase in freight coming in. 

 

Caroline Pidgeon MBE AM (Chair):  They did by mistake at our Committee meeting, did they not? 

 

Tom Copley AM:  By mistake at our Committee meeting, yes.  What sort of impact do you think that could 

have and how could it be managed?  Who wants to come in on this?  Natalie? 

 

Natalie Chapman (Head of South of England and Urban Policy, Freight Transport Association):  

Certainly, the FTA position on Heathrow is that we do support an expanded Heathrow and the simple reason 

for that is that for air freight it works on a hub basis about getting access to destinations.  Heathrow is the UK 

hub.  We are not competing with other UK airports, we are competing with Charles de Gaulle, we are 

competing with Frankfurt and we are competing with Schiphol.  If we do not get the access to those markets 

they will go to those other airports, be put on the back of a truck and shipped through Kent, so Kent will see 

more trucks potentially, although we do not know what is going to happen on that border.  There are going to 

be some challenges there.  We will see in the next few weeks how that pans out.   

 

It is about making sure we have that connectivity.  That is where Heathrow, for us, is hugely important.  There 

are challenges around Heathrow at the moment in terms of vehicle movements and we work very closely with 

the airport on their surface access strategy, on getting cleaner vehicles and more sustainable freight 

movements around Heathrow as well so that we can ensure that any increase in air cargo - because we are 

going to get some access to more markets, which is going to be hugely important to us in a post-Brexit Britain, 

having access to those other markets as well - is handled in the most sustainable way.  The reality is that the 

vast majority of traffic generated by Heathrow is people-related and there is a lot more opportunity, I think, to 

do things with getting passengers to Heathrow in a more sustainable way. 

 

Tom Copley AM:  Alex? 

 

Alex Williams (Director of City Planning, Transport for London):  On Heathrow, if expansion is 

approved it will substantially increase the amount of freight traffic to and from the airport.  We are in 

discussions with the airport as they prepare their Development Consent Order (DCO) and that is one of the 

issues that we are talking to them about, the scale of the increase and how that is managed.  As 

Natalie [Chapman] rightly says, one of the biggest challenges for the airport is how they have a credible 

surface access strategy that has the public transport capacity and connectivity to enable people to get to the 

airport by public transport.  At the moment, they are woefully short of what they need in terms of -- 

 

Tom Copley AM:  They are either denying it or just trying not to talk about it. 

 

Alex Williams (Director of City Planning, Transport for London):  To be fair to them, they are engaging 

with us on it at the moment.  There is a lot of work to crunch all the numbers but at the moment we do not 

think there is a credible surface transport access strategy that will enable that airport to be expanded without a 

substantial increase in car traffic to the airport.  The MTS targets assume a substantial increase in road traffic 

to the airport, circa 50,000 to 60,000 vehicles a day, and then you put freight on top of that.  That is the scale 

of increase on roads that we know are already heavily congested.  There is a credibility gap between what they 

want to achieve and what is actually being funded at the moment.  That is a debate that will run and run.   

 



 

 
 

Tom Copley AM:  Any other comments on Heathrow?  We are talking about the expansion of Heathrow but I 

am sure Members at the table know about the proposal for Manston Airport.  Natalie and Alex, could you 

comment on that at all? 

 

Natalie Chapman (Head of South of England and Urban Policy, Freight Transport Association):  In 

terms of freight, there are certainly some people around Manston that would like to see freight return to 

Manston.  It just does not lend itself.  The way in which the freight industry operates, the hub aspect; if you 

look around Heathrow, particularly around the M4 corridor, and you look at the high-tech industries that have 

built up around there, it is because they have that hub and that access to markets.  They are not going to get 

that from Manston.  Manston more recently has been used as basically a filler stop to head to Schiphol.   

 

For freight, we are talking about not huge volumes in the scheme of things but stuff that is very high-value 

and time-sensitive.  It could be pharmaceuticals, it could be widgets in part of a bigger process.  Heathrow 

lends itself to that because if we get the right capacity there, what we will then do is be able to get the direct 

access to those other markets rather than having to be stopping off elsewhere.  We are effectively going to 

lose our competitiveness if we do not get that at Heathrow.   

 

There really is not the infrastructure down in Manston.  We currently have it on standby in case we need it in a 

few weeks’ time, seeing what happens cross-Channel.  The roads around there are not really suited, the 

infrastructure is not there and we just do not have the access to the markets that we want to see.   

 

Keith Prince AM:  Alex, has TfL considered -- 

 

Alex Williams (Director of City Planning, Transport for London):  No, we have not looked at that in 

detail.  We are fully engaged with Heathrow at the moment, with the DCO.   

 

Caroline Pidgeon MBE AM (Chair):  Steve wanted to come in on Manston. 

 

Steve O’Connell AM:  To perhaps complete the set of airports, Gatwick.  I do not think this Committee can 

speak with one voice but there is a strong -- 

 

Caroline Pidgeon MBE AM (Chair):  We do on Heathrow speak with one voice. 

 

Steve O’Connell AM:  Yes, we do on Heathrow but we do not speak with one voice on Gatwick.  I think there 

is more support for Gatwick expansion.  I certainly support it.  Would you like to comment particularly on the 

benefits of a Gatwick expansion, whether it is their existing expansion or additional runways?   

 

Caroline Pidgeon MBE AM (Chair):  For freight. 

 

Steve O’Connell AM:  We hope there will be some expansion around Gatwick and it is more likely.  Would the 

freight industry like to comment around the potential advantages of a Gatwick expansion and the effects 

thereof for freight? 

 

Natalie Chapman (Head of South of England and Urban Policy, Freight Transport Association):  It is 

still about having the hub airport.  Heathrow is our main hub.  There may be still demand in terms of 

passengers for Gatwick and there is cargo, obviously, that goes through Gatwick, but if you look at the freight 

industry the majority of freight is carried in the belly hold of passenger planes.  There are dedicated freighters 

as well but the majority is carried in the belly hold of passenger planes, the vast majority of which go through 



 

 
 

Heathrow.  That is because they have the access to markets.  It is also partly what makes those routes viable 

for passengers as well.  Certainly when I sit there back in economy - I am sadly not paid enough to travel in 

more luxurious ways - apart from the low-cost airlines that are set up that way, I am not making that viable.  It 

is the business and first-class passengers and what is going underneath in terms of the cargo that make that 

route viable. 

 

Steve O’Connell AM:  I get that.  So where is the argument for Heathrow, not Gatwick, then?  Just remind 

me of the point you are trying to make. 

 

Natalie Chapman (Head of South of England and Urban Policy, Freight Transport Association):  

Because the industry is set up around Heathrow and airlines will want that one base to run their fleets out of to 

have access to those direct markets.  We can certainly provide the Committee with some more details around 

that.  I have colleagues who are far more specialised in this area, if you wanted technicals. 

 

Caroline Pidgeon MBE AM (Chair):  That technical area of how freight works around Heathrow would be 

useful. 

 

Natalie Chapman (Head of South of England and Urban Policy, Freight Transport Association):  

Happy to help with that. 

 

Steve O’Connell AM:  OK.  Thank you. 

 

Tom Copley AM:  This is the very last point, about the schemes like LoCITY to reduce the impact of 

commercial vehicles on the environment and, Alex, the work that TfL is doing on that.  Maybe just explain 

what LoCITY is and -- 

 

Alex Williams (Director of City Planning, Transport for London):  We have quite a lot of initiatives with 

the freight industry.  LoCITY is about working with the willing in the freight industry to get them to transition 

to cleaner and safer vehicles.  It is a great network.  There was a meeting yesterday, I think, of operators there.  

It is about people leading by example, really, so that you get to see the five-star vehicles from a DVS 

perspective at their events.  Natalie [Chapman] and I have spoken at that and you have probably spoken as 

well.  It is a fantastic network.  That is one of those things that we need to do more of and encourage, sharing 

the best practice across the city.  It is a great network.   

 

Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 

UK):  Can I just add to that, Tom [Copley AM]?  About 18 months ago, that was where we came into this kind 

of world, to be brutally honest with you.  The first meeting I went to was one of the LoCITY meetings and that 

really untied our business and kickstarted it.  It has been really good programme for TfL.  The challenge TfL 

now have is: how do you keep operators like ourselves, who have been involved in the process for 18 months 

or two years?  We have a very different set of requirements to where I was two years ago and we are talking 

about a whole different thing.  The challenge TfL now has is how they set that programme up as it matures 

going forward.   

 

I would like to say though that that was my entry point into this entire world and it has been a valuable 

resource.  It is also a valuable way for operators to talk to TfL.  TfL in its own way can be difficult or easy 

depending on who you get and what day you get them on, but it is a good entry point -- 

 

Tom Copley AM:  That is what we find as well. 



 

 
 

 

Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 

UK):  It is a good entry point into engaging with TfL as well. 

 

Tom Copley AM:  Great.  Natalie, do you want to come in on LoCITY?   

 

Natalie Chapman (Head of South of England and Urban Policy, Freight Transport Association):  

Certainly.  The FTA has been involved in LoCITY since the outset and I think that is absolutely the way forward.  

We need to be finding ways to enable and inform the businesses that can, rather than hitting over the head the 

businesses that are going to find it much more difficult to transition.  The technology and everything will start 

to trickle down.  Programmes like LoCITY are really helpful and valuable in carrying out trials, sharing 

information and working out what technology works in what circumstances as well.  There is a group for vans 

and there is a group for HGVs.  It is understanding what works where.   

 

Absolutely the thought leadership part of that is really, really helpful for the industry.  As Rob has said, we 

have companies that have come in and are now implementing stuff that they have learnt through that LoCITY 

approach.  It is now how you continue it, how you bring more companies in and support businesses to 

transition because ultimately that is what they need.  They need that support, not just the financial support 

but the regulatory support, creating that right environment.  I had the example - it is beyond the powers, 

necessarily, of TfL - of the challenges with the DVLA about registering vehicles.  We are trying to encourage 

businesses here.  We should not be having red tape in the way, having to fill out forms in triplicate, you can 

only order six forms at a time and if you get something wrong you have to order another, in the post.  We 

should be doing this all online.  There are things like that that we need to be working on in the next stage.   

 

Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 

UK):  Yes.  When we talk about EV supply I think we will talk about some of difficulties we have had as an 

organisation getting EVs on fleet.  Just to touch on LoCITY, one of the key points for it going forward is that it 

needs to engage with some of the boroughs.  You have a group of people who in the room who are engaged 

with EV deployment and the Clean Air Strategy that people are trying to deliver.  Boroughs have a great 

opportunity to come and talk to people who are leading this sort of process.  Come and talk to us.  The 

Hackney scheme should have come in front of that and I think they did at some point.  It is a great opportunity 

for boroughs to come and talk to people who can say, “That is practical and that is not practical” in an arena 

like this, where there is a nice opportunity to sit and talk about things.   

 

Tom Copley AM:  Jace? 

 

Jace Tyrell (Chief Executive, New West End Company):  I was out of the room but I think the question 

was around lower vehicle emissions.  We have done some work in Bond Street that I think this [London 

Assembly Transport] Committee has looked at before.  It was started a couple of years ago.  It was a pilot, 

really - we had 100 different owners and 200 different businesses - on how we could really work smart on the 

street to help reduce congestion and also improve air quality.  Dan Johnson [Director of Placemaking, New 

West End Company], my colleague, led all that.  It was very good from our perspective.  For some highlights of 

results, we reduced daily waste vehicle collections from 144 down to just nine companies, we got kerbside 

vehicle stops down by 17% within two years and we removed almost 70% of waste bags from the footway.  

Again, congestion.  That is one very small example on one street in the West End. 

 

The challenge for us is that we want to roll this out across the West End and across the Central Activities Zone 

(CAZ).  It goes back to an earlier point Natalie [Chapman] made on this leadership and this approach which is 



 

 
 

across boroughs, is strategic for the city.  Business is willing and it is not just about money, it is also about 

incentivising good practice and, again, thought leadership, advice and guidance to really move them at pace.  

They are retailers, they want to do their job and sell, and yet they have lots of regulation coming down the line 

they have to respond to.  They want to do a good job for their customers, and obviously Oxford Street is the 

worst polluted street in Europe.  We have to do more to move this quite rapidly. 

 

Tom Copley AM:  Thank you. 

 

Navin Shah AM:  Besides Heathrow expansion, which we have talked about, there is a major development 

expansion planned at Old Oak and Park Royal Development Corporation (OPDC) which will see a major amount 

of construction activity, to say the least.  We have boat canal as well as existing rail connections.  Is there a 

clear strategy by TfL in terms of freight traffic and movement for decades to come? 

 

Alex Williams (Director of City Planning, Transport for London):  You are right.  That area, if it takes 

off, is going to be a construction site for decades.  The first major infrastructure construction project there is 

going to be HS2.  I cannot remember the details of it but I am fairly sure that the spoil that they are going to 

be excavating from the HS2 station at Old Oak is by rail.  That spoil will be taken away through rail.  The 

construction management for the rest of the developments there is something that we would need to talk 

through with the OPDC but I am sure they are aware of it and they would want to look at construction 

consolidation so that the different construction projects can work together to procure things at the same time 

and get greater efficiencies of delivery.  We have done that in Nine Elms, the Northern Line work, the Thames 

Tideway and the Battersea Power Station, making sure there were efficiencies there.  Old Oak has exactly the 

same opportunity. 

 

Navin Shah AM:  This is something, Chair, that does need to be looked into as part of the local plan or the 

strategy because already some works are underway and there are obviously local concerns with the residents in 

terms of the transfer of spoils, construction materials and so on through roads, etc.  That is where I think it is 

important, looking at what we are discussing, that for major projects like that there is a clear strategy for the 

transfer of all the goods and everything through other means than just roads.   

 

Alex Williams (Director of City Planning, Transport for London):  Yes.  I think it is a relatively similar 

issue, where it is relatively easy to get spoil out by rail.  The other challenge is getting stuff in by rail.  I will 

take that and find out where we are with HS2 on that. 

 

Navin Shah AM:  If you can take it up, yes, please.  Thank you. 

 

Caroline Pidgeon MBE AM (Chair):  Very good.  Thank you.   

 

Caroline Russell AM:  I just wanted to clarify that the [London] Assembly has recently put out a report 

opposing any aviation expansion in London on the basis of the noise, particularly from concentrated flight 

paths.  That was a cross-party agreed report of the [London] Assembly.   

 

Moving on to the final mile -- 

 

Steve O’Connell AM:  I am sure I dissented to that. 

 

Caroline Russell AM:  It was not your Committee, it was the [London Assembly] Environment Committee. 

 



 

 
 

Steve O’Connell AM:  It just sounded like you were speaking for the [London] Assembly. 

 

Caroline Russell AM:  No, I am sorry, I was speaking for the [London Assembly] Environment Committee as 

the Environment Chair -- 

 

Steve O’Connell AM:  Thanks for clarifying that. 

 

Caroline Russell AM:  -- and it was a cross-party agreed report. 

 

Caroline Pidgeon MBE AM (Chair):  Yes.  All parties signed up to that. 

 

Steve O’Connell AM:  Was it really?  Indeed.  I am sure it was. 

 

Caroline Pidgeon MBE AM (Chair):  OK. 

 

Caroline Russell AM:  The final mile.  Starting with you, Alex, what progress has TfL made on reducing the 

number of lorries and vans entering central London in the morning peak and is TfL on target to reach the 10% 

reduction by 2026? 

 

Alex Williams (Director of City Planning, Transport for London):  If we look at that final point, “Are we 

on target?”, the plan will set out where we are now.  I think the baseline is circa 20,000 vehicle movements in 

the peak and we need a 10% reduction of that by 2026.  If you look at the linear trajectory of that, we are just 

below.   

 

Caroline Russell AM:  Just below meeting it, do you mean? 

 

Alex Williams (Director of City Planning, Transport for London):  Just ahead of the target. 

 

Caroline Russell AM:  Excellent, yes. 

 

Alex Williams (Director of City Planning, Transport for London):  We all know it is a bit like the 80% 

mode share, it is not going to be a straight line and it will ebb and flow with changes in the wider economic 

position.  As big construction hots up, potentially it will go above that.  At the moment we are OK but one of 

the things we need to focus our efforts on is this issue about the last mile, as well as the issue about retiming 

and issues about consolidation.  The Action Plan will look at those issues in a bit more depth. 

 

The other thing I would say is that we will track progress against that target every year through the Travel in 

London report.  As it is an MTS target, that document will be published every November/December.  We will 

publicly set out how we are doing and, if we are not on target, what more we are going to do. 

 

Caroline Russell AM:  Earlier, Natalie [Chapman] raised the issue of night-time lorry movements.  Is that 

something that you have looked at adjusting, particularly as there are more things that can be done now 

around noise, which I think is why the original night ban came in? 

 

Alex Williams (Director of City Planning, Transport for London):  It was never a ban. 

 

Caroline Russell AM:  OK.  Night restriction, sorry. 

 



 

 
 

Alex Williams (Director of City Planning, Transport for London):  The London Lorry Control Scheme is 

often referred to as a ban, and people who know it know that it is not a ban.  I do think Natalie is right to 

highlight the review that London Councils are doing because the circumstances for the original scheme in 1985 

are very different now.  Technology has moved on and certainly the Olympics was a good example where the 

quieter deliveries and quieter technology meant that you could do a lot more deliveries out of hours, 

overnight, not necessarily in the middle of the night but later in the evening or early in the morning.  People 

were fine with it, really.  That is a debate that we need to have with London Councils to get them to loosen the 

reins a bit on this, really, to realise that technology has moved on and that you can have more people 

delivering later in the evening or earlier in the morning without the negative effects that people feel.   

 

I personally think, having worked on the [Olympic] Games and that retiming debate, that there was a lot of 

play made on the regulation stopping it when actually, when you spoke to a lot of businesses, one of the 

factors that stopped people doing it was having a recipient in the building to collect the goods because they 

have to pay for them to be there at 6.00am or 9.00pm or something like that.  The regulation is an issue but it 

is not a panacea.  If you got rid of the London Lorry Control Scheme I do not think you would have a huge 

surge of overnight deliveries because people do not -- 

 

Caroline Russell AM:  Although on the night-time economy we have just had data published that shows that 

a third of Londoners work at night.   

 

Alex Williams (Director of City Planning, Transport for London):  Yes, 6.00pm to 6.00am. 

 

Caroline Russell AM:  You would have thought then that there might be potential there that would be worth 

looking at. 

 

Alex Williams (Director of City Planning, Transport for London):  Certainly I agree with that, absolutely.   

 

Caroline Russell AM:  We have looked at and discussed quite a bit already the impact of reducing personal 

deliveries to offices but I wonder, has TfL done any modelling on the effects of businesses preventing people 

from having personal deliveries -- 

 

Alex Williams (Director of City Planning, Transport for London):  No.  I referred to it earlier; one of the 

things we need to do is a survey of our own staff to find out what they did because, as I said, they did not stop 

shopping.  They carried on shopping and we need to understand how their needs are met.  I suspect that more 

was done in the evening and at the weekend in terms of those deliveries to their home addresses. 

 

Caroline Russell AM:  When you say you need to survey TfL staff --  

 

Alex Williams (Director of City Planning, Transport for London):  We are doing that. 

 

Caroline Russell AM:  Are you doing it?  Do you have a date when you are expecting -- 

 

Alex Williams (Director of City Planning, Transport for London):  I am afraid I do not but I can get that 

to you. 

 

Caroline Russell AM:  If you could, that would be very helpful.  Thank you.  A further question for you is: I 

gather TfL, giving evidence to the National Infrastructure Commission, said that you are looking at 

international best practice, things like Hamburg, where they deliver on foot for the last mile, or Singapore, 



 

 
 

where they have a limited number of permits for vehicles into the central activity zone.  Are there any specific 

examples beyond those that you are looking at internationally? 

 

Alex Williams (Director of City Planning, Transport for London):  Yes.  We have also looked at the 

examples in Paris, where they have a lot of city centre consolidation activity.  What you find with a lot of those 

international comparisons is that there is a substantial public sector investment and I think we need to be 

realistic that that may not be available in the UK in the current state.  The other, more productive discussion 

we need to have is to look at how we use our land more efficiently and prioritise its availability for B8 users and 

freight.  The Caxton Street example with DPD is a fantastic example.  The issue is that I think we need to do a 

lot more of it.  There is a lot of land out there that is underused that could be used for more productive uses.  

There are these unused carparks that we talked about earlier.  In council blocks or in retail areas there are 

plenty of small parcels of land that companies like DPD could take advantage of. 

 

Caroline Russell AM:  That presumably also would help with the problems with curb space and the fight for 

curb space. 

 

Alex Williams (Director of City Planning, Transport for London):  Yes. 

 

Caroline Russell AM:  Certainly when we did the Committee visit to the Quietways we were cycling and there 

was the problem of delivery vehicles making Quietways unsuitable for nervous cyclists.  If you are using TfL 

land, presumably, then -- 

 

Alex Williams (Director of City Planning, Transport for London):  But also you are using much smaller 

vehicles, are you not?  The Paxters are -- 

 

Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 

UK):  Yes.  We have put a vehicle out which has about one cubic metre of load space, as you know, which is 

much smaller than any other vehicle.  We are the first organisation in the UK to import these.  As 

Natalie [Chapman] touched on, the registration process with DVLA was phenomenally difficult to the point 

where we got to a couple of weeks before opening and we did not have any that were road legal, which - 

bearing in mind they were already operating in Norway - seems ridiculous.   

 

That is something that needs to be picked up because there seems to be a surge of smaller organisations 

developing vehicles.  If you went back maybe ten or 15 years, your vehicle choices were from the major original 

equipment manufacturers, and I seem to be contacted by a much higher number of people from small 

organisations who are bringing these vehicles forward.  Their processes to get them registered are going to be 

phenomenally difficult.  The processes to go through to get them roadworthy are one thing, but just to get 

DVLA and the Driver and Vehicle Standards Agency to understand what these vehicles are, to be honest with 

you, was an awful process.  As Natalie said, you can order a pack of forms.  They send you nine forms at a 

time.  We had ten vehicles in our first batch so we had to have 18 sets of triple carbon forms sent out to us.  It 

is just not good enough as it currently stands.   

 

Caroline Russell AM:  Not fit for purpose. 

 

Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 

UK):  Not fit for purpose, absolutely. 

 



 

 
 

Caroline Russell AM:  There is this surge in small EVs which means fewer vans on the streets, which is a help 

for making places like Oxford Street and presumably West End places less van-filled in terms of deliveries.  

What about bikes?  Do people have experience of your kind of business model, where you have your electric 

vans taking stuff out or little minivans taking stuff out -- presumably there could be a model with bikes. 

 

Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 

UK):  The enabler is property.  The key point of that is I cannot ask somebody to get onto a small vehicle, a 

micro-vehicle which is designed for tight city centre spaces, and drive down the A13 from Dagenham.  That is 

just not practical.  The benefit that the small location gives us in the sort of area where Jace [Tyrell] is involved 

is that you can return to base.  Now, if they are delivering into your area and they are based in Dagenham you 

will not send a small vehicle out that will then have to return in the middle of the day and take two hours out 

of your day to get back.   

 

The location enables that switch.  Whether that is a micro-vehicle, a cargo bike or a foot solution, the property 

has to facilitate that.  That is the driver of this.  There is definitely a shift towards smaller vehicles coming in 

and B to C traffic, generally speaking, is smaller - the volume is smaller, sorry - in terms of parcel size.  That is 

moving towards a smaller vehicle solution but you need that property to unlock those opportunities to do it 

and we need to unlock those properties to make that viable.   

 

Caroline Russell AM:  That presumably could be local authorities with garages under estates that are not 

used -- 

 

Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 

UK):  Absolutely. 

 

Caroline Russell AM:  -- or City of London carparks or any public carparks. 

 

Alex Williams (Director of City Planning, Transport for London):  Railway arches. 

 

Caroline Russell AM:  And railway arches. 

 

Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 

UK):  We have some examples.  I see our European group in effect, so all the DPD European units come 

together twice a year to discuss this.  They have taken all sorts of different spaces to make these types of 

solutions viable but, going back to my earlier comment, you need the landlords and owners to understand that 

you are looking for something that they do not know you are looking for.   

 

Natalie Chapman (Head of South of England and Urban Policy, Freight Transport Association):  It 

needs also the longevity of the lease as well, because if you are going to make the kind of investment that 

DPD has made in charging infrastructure and everything, it cannot just be, “We will be infill for a couple of 

years before you sell it off to someone far more lucrative”.  You need that security of tenure, which is the other 

important element. 

 

Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 

UK):  Absolutely.  Westminster, in effect, was a £3 million commitment over ten years.  That was just in capital 

cost, rent and lease before I put any management and headcount cost into that process, so it is a significant 

investment.  When you start to think about infrastructure as well, the electrical supply to the building is 100 

amp.  The 7.5-tonne vehicles that we are trunking in, of which we have two - there are only ten in the UK and 



 

 
 

we have two of them - charge at 32 amp.  I am reaching a point where I can only charge to a certain point.  

The size of the building against the operational capacity against the electrical infrastructure all needs to be 

balanced because if you are offered a lease for two years and it is £1 million in the road outside to put a bigger 

cable in, which is not yours and you are going to have to depreciate over two years, that is very difficult 

financially to put together.  There is a conversation coming, as I see it - the EV Taskforce has started this and I 

understand that - about how we absorb this cost between the landlords, between the local authorities, 

between the people who want this EV deployment and operators like ourselves.  My gut feeling at the moment 

is everyone is going to ask me to pay for it, and that makes some exercises unsustainable.   

 

Just to go back to your original question, the property unlocks the cargo bike, micro-vehicle, small vehicle 

solution, but the property also has to have certain parameters that will allow you to turn it into a facility that 

you need it to be. 

 

Caroline Russell AM:  If you want to use EVs rather than cargo bikes or people on foot? 

 

Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 

UK):  Yes.  Even cargo bikes require charging to a certain point.  It is only a much lower-rated charge. 

 

Caroline Russell AM:  They can use normal electricity, rather than needing extra power? 

 

Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 

UK):  They can use a normal electricity supply, yes, but you still need to balance that, if you are under a big 

residential building, against the needs of a resident and other occupiers as well.   

 

Caroline Russell AM:  Jace, you look like you want to jump in. 

 

Jace Tyrell (Chief Executive, New West End Company):  Long-term landlords of great estates really 

understand.  They are here for hundreds of years, so they are looking at their property portfolios.  It would be 

interesting to know how many car parks are not being used in the CAZ because it is such an inefficient use of 

space.  Park Lane, direct link out, 100,000 square feet there.  It is basically empty, so it is not even generating 

revenue.  This is a really good example where you can consolidate.   

 

It needs to go back to the planning policy.  There need to be more incentives and new developments coming 

through to really incentivise this, and you have to make it long-term.  It cannot be two- or three-year leases.  

You need to look at 25 years as well.  The property industry has to play something here.   

 

On Strategic Industrial Locations (SIL), I read a report this morning.  We have collected £3.5 billion in London 

in SIL in three or four years.  SIL is about infrastructure.  If it is pan-London, it is across boroughs, it is CAZ, 

why can’t we use some of that capital investment to build some of these consolidated centres, and the 

boroughs could pool that SIL together to have some solutions around this?  This might be a smarter way that 

we could look at SIL in the future.  Not housing SIL; this is purely on infrastructure. 

 

Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 

UK):  Just to pick up on that, Jace, in planning policy, we are definitely seeing at the moment schemes coming 

forward that are now mixed-stage.  A good example is the Travis Perkins Depot, which has student 

accommodation over the top.  As far as a mixed-use scheme goes, that is one of the best examples that I have 

seen.   

 



 

 
 

One of the challenges is that we are not finding these until they reach the planning stage, and what is 

happening is you are taking a residential architect who designs a lovely tower block, and then they are asking 

them to design some logistics space underneath.  They simply are just not designing something that is fit for 

purpose, and it is becoming a gesture in the planning process.  What they need to do is to hook in with either a 

suitable architecture team or some early operators or some operators who are prepared to contribute to that 

thought process, basically.  There is no point producing a scheme that nobody wants at the end, unfortunately, 

and that is something that we are seeing where we are being sent schemes that are already coming up for 

determination and we are saying, “You cannot make that work in its current form”. 

 

Caroline Russell AM:  We have come up with lots of good ideas for my final question, which is: what more 

could the Mayor and TfL do to help businesses and freight distributors to improve their practices?  We have 

heard about land, access to land, making sure that the planning process is fit for purpose.  Whether we should 

be writing to the Examination in Public (EIP) for the London Plan in terms of freight logistics is just something 

that occurs.  Do you have anything else that TfL could be doing that is not happening at the moment that 

could be helpful?  Jace? 

 

Jace Tyrell (Chief Executive, New West End Company):  There are 50 BIDs in London now.  At the sharp 

end, they are on the ground, dealing with occupiers every single day, so there are some really good examples 

of very small and very good pilots happening.   

 

To the earlier point, we need a strategic approach to this.  The BIDs work on very small revenue.  We are 

fortunate in West End and Mayfair, £10 million a year, but a lot of the BIDs are operating on £500,000, very 

marginal amounts of income.  We would encourage TfL to put some funding behind this, and it does not have 

to be financial.  It could be resources as well, to give the experts, to help them and have a CAZ approach 

particularly, because we see a lot of pressure on the CAZ.  That is something very practical I think the BIDs and 

the business groups can really benefit from in the short to medium term to help get more of these programmes 

off the ground.  To have the desired effect, we want the capital.   

 

Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 

UK):  There are the trials that we are seeing coming through as well.  It is great that people are thinking about 

things differently, but we have to understand that there is a very significant challenge between somebody 

doing a trial from a small operator to scaling it to very large operational approaches.  My concern at the 

moment is some of the trials that you are seeing are clever and they are achieving something, but is that a 

viable solution that can be scaled?  That is something that probably needs to be factored into that thought 

process.   

 

Alex Williams (Director of City Planning, Transport for London):  Following on from Jace’s [Tyrell] point 

about the BIDs, I would agree with him wholeheartedly because the BIDs are very close to the business 

communities, as you would expect, and have a much greater understanding about their needs and their 

pressures than we do.  We are really keen to work with the BIDs across London, and there is an event next 

week where we are talking about the Freight and Servicing Action Plan and about how we can work with them 

more effectively.  To be honest, they are doing a lot of really good stuff already.  It is really how we can help 

them do more. 

 

Caroline Russell AM:  Thank you.  Anything? 

 

Natalie Chapman (Head of South of England and Urban Policy, Freight Transport Association):  No.  

I think quite a lot of points have already been made.  It is about the enablement.  As I said earlier, the industry 



 

 
 

works on very tight margins, so we aim to be as efficient as we possibly can.  It is about identifying the barriers 

to efficiency.  It is not necessarily just by adding new and additional regulation.  It is about enabling those that 

can and those that are willing to, creating that right regulatory environment.   

 

Coming back to that leadership point, one of the challenges we have with the boroughs - because a lot of this 

stuff needs to be delivered at a very local level - is the boroughs do not have that expertise and knowledge.  

The only authority I am aware of that has a dedicated freight officer is the City of London [Corporation] 

because it has that resource, and the others do not.  I am not kicking the boroughs on that; they have limited 

resource, and freight for them probably carries over a number of different roles and responsibilities but it does 

not fall on one person.  They do not necessarily have that expertise.  I think there is a role here for the Mayor 

and for TfL to help support the boroughs to make sure that they do have that knowledge, because never let 

the lack of knowledge get in the way of having a good opinion on something or implementing bad policy.   

 

We need to make sure that if we are going to have policies that are implemented, they are achieving what we 

want them to achieve, that they do not create unintended consequences, that they do not add additional costs 

particularly to small businesses and push them out.  That is one of the risks sometimes with some very blunt 

tools.  Some of the bigger companies can perhaps absorb some of those costs, although it is still a challenge 

for them, but some of the smaller businesses find it more difficult to adapt.  We need to protect and support 

London’s small businesses as well because they really underpin what we do and what makes our city 

interesting.   

 

Caroline Pidgeon MBE AM (Chair):  Thank you very much.  Let us move on to our next section: making 

space for freight in London.   

 

Shaun Bailey AM:  A lot of these points have already been covered.  In the interests of time, some of them 

we might skip over.   

 

Like I say, making space for freight in London.  In relation to logistics and distribution sites, what does the 

freight industry need in order to deliver efficiently in the capital? 

 

Natalie Chapman (Head of South of England and Urban Policy, Freight Transport Association):  

Perhaps I can come in there.  Obviously this question is very timely because the draft London Plan is going 

through its EIP.  We were really pleased to see a lot of recognition about the importance of logistics and 

industrial land in London.  If London’s population is growing, we need to make sure we have the right land to 

support it, and that is not just building more houses.  As I said earlier, if we are going to encourage people to 

live car-free, we need to support them in that as well.  There are lots of things that the plan does which will be 

helpful, and there are lots of areas where it does not go far enough.  I am happy to share with the Committee 

our detailed responses on those particular areas.   

 

One of the challenges is that industrial and logistics land is lumped together as one, and some of the needs are 

quite different.  For logistics, what we quite often need is just open yard space.  We need spaces for vehicles.  

There is a big focus in the plan about intensification, which may work for some uses but does not always work 

that simply for logistics land as well.   

 

Also let us talk about protecting the land that we already have.  Some limited release.  There are I think three 

boroughs, all in the Thames Gateway, which have been identified for limited release of industrial land, which I 

find quite surprising considering that is where a lot of the growth is happening in London.  I wonder whether 

there are other issues behind it, whether the property that is on the land is the kind of property that logistics 



 

 
 

and the industry needs, whether we have the right kinds of warehousing, the right kinds of land, or whether we 

have situations where we have developers that are effectively land-banking.  There may be some of that as 

well.  We would certainly question that limited release, but we think we need to go further, that we probably 

need more land.   

 

Will London deliver the land that industry needs?  Maybe.  The question is where is that going to be?  Is that 

even going to be in London?  Is it going to be pushed out to the home counties?  Then we have the issue that 

we are pushing logistics further and further out, increasing those journey times and ultimately increasing the 

number of the vehicles.  It is about having the right land in the right strategic locations.   

 

One of the challenges, of course, is we look at this on a borough-by-borough basis, but it is about the arterial 

routes.  Where are the key arterial routes heading into London?  Generally, that is where logistics needs to be: 

on or close to those major routes.  Then we need to make sure that we have the right land and the right 

location as well for the micro-consolidation and shift towards EVs as well.   

 

Only about 64% of industrial land in London is protected, so about a third of it is unprotected land and small 

pockets of land now.  That may be difficult to go through that process of protecting every single piece of land, 

but we need to think very carefully because particularly some of these pockets of land in the centre of London, 

those underutilised car parks that we talk about, how long are they going to stay there as underutilised car 

parks?  This is really expensive real estate.  If we do not identify those bits of land now, they will be gone 

forever.  It is really important that we make sure we are dealing with this early and not pushing it into the long 

grass.   

 

Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 

UK):  Just to give you an example, we had a depot located on Camley Way, which is just behind King’s Cross 

Railway Station, which within our organisation was well known as the most productive depot that we had.  

When I say productive, the drivers achieved most deliveries a day from that location.  We lost that.  It was 

about 1.5 acres.  That was sold for in excess of £35 million.  The logistics industry just cannot compete at that 

price point, and there is some research from Savills circulating that I have scribbled down: vacancy rates are less 

than 4%, and in certain boroughs in the last ten years there has been a rent increase on a per-square-foot 

basis in excess of 90%.  There definitely is a squeeze on supply, and that is significantly affecting the price.  

You are pricing operators out of these city centre locations.   

 

If you think about the King’s Cross example, the nearest location we could find that was viable was for Park 

Royal Depot.  We have two depots in Park Royal less than 250 yards from each other.  One drives all the way 

into King’s Cross, and one delivers to the local area.  Operationally, that just makes no sense in any shape or 

form.  It just does not stack up.  What it creates is challenges.  When you talk about the small vehicles, you 

cannot go back from King’s Cross to Park Royal.  The evening vehicles, we do not have a 3.5-tonne.  We only 

have a small vehicle really that you can start to get on a decent supply.  You cannot run them from those 

locations.  These challenges are as a result of the impact on B8 land, and that is making it a real problem.   

 

Natalie [Chapman] is absolutely right when we talk about the smaller pockets of space, but the industry on the 

whole, it feels, is getting cleaner.  In Westminster we are managing to co-exist with local residents.  The impact 

of logistics is declining as the cleaner and quieter vehicles come in, and we can perhaps co-exist better with 

residents as it currently stands.   

 

Just quickly on intensification, intensification goes back to my earlier comment about getting the right person 

to design the intensification scheme.  Intensification is a solution that works, and we know that there are 



 

 
 

multi-level schemes coming forward and we know there are different solutions coming forward.  They are all a 

long way from the city centre, but you need these to be designed properly, you really do.  It may have to come 

through the planning process.  The planners have to think more about these spaces and not just write “B8” on 

an empty space at the bottom of a building.   

 

Shaun Bailey AM:  Do you have any examples of a good intensified space that exists? 

 

Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 

UK):  There is one good example within our group, and it has been phenomenally difficult to produce.  There 

is a facility in Bordeaux that is operated on a co-existing basis between two of the DPD brand companies, 

Chronopost and DPD France, where they have chosen to share welfare facilities, crew spaces and kitchen 

spaces.  They effectively have a third of a warehouse each, and the final third operates for different parts of 

the business at different times.  It has been easier to implement because it is our own company brands, as you 

can imagine.  I do not believe that I have seen a solution where you have found multiple operators working 

from the same building within the same industry. 

 

Shaun Bailey AM:  Do you think that is the way forward?  Do you think that could make an impact? 

 

Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 

UK):  I think you have to think about operational resilience in these types of processes.  It is always good 

saying, “I can give half of my warehouse away at 10 o’clock”, but what happens when you have an operational 

problem?  What happens when the A13 is closed and I cannot get my vehicles into it?  You have to find a very 

select partner that you can co-exist with, and they have to be willing to do that.  My observation of the way 

that the industry is moving is that some people are quite keen to enter into these types of discussions, and 

some people are burying their head in the sand and are ignoring it.  It is about getting the right people to talk 

to each other. 

 

Shaun Bailey AM:  Interesting.  Does anybody else want to add something before I move on? 

 

Alex Williams (Director of City Planning, Transport for London):  If I can just give you a figure, between 

2001and 2015 London lost 1,300 hectares of industrial land.  It is a massive shift away from industrial -- 

 

Shaun Bailey AM:  These things are all lumped together.  We have just made a distinction between industrial 

and logistics.  We really here are speaking about logistics, not industrial land.  There will be reasons for that 

loss.  Do you have a separate figure for logistics land? 

 

Alex Williams (Director of City Planning, Transport for London):  Not while we are here, no.  To me, 

that emphasises why the London Plan has changed, to get greater protection there.  I would echo 

Rob’s [Fowler] point that I think we are in our infancy in terms of understanding how logistics and residential 

land can co-exist.  One good example is in St Pancras Way, but there is a lot more that needs to be done on 

this. 

 

Jace Tyrell (Chief Executive, New West End Company):  If we look at real estate and the roof values, 

drones are not that far away.  If you look at Tokyo Olympics, they are using drone taxis to get people around 

the Olympics in Japan.  If we talk about the next decade, the roof values are going to become very valuable for 

business and logistics and deliveries.  There is a big piece around how we use drones, particularly with the 

airport issue.   

 



 

 
 

Caroline Pidgeon MBE AM (Chair):  That is our next section, Jace.  We will grill you on that in a minute.   

 

Shaun Bailey AM:  What progress has been made on the network of construction consolidated centres, 

developing networks for micro-distribution centres as well?  I suppose that is primarily to Alex. 

 

Alex Williams (Director of City Planning, Transport for London):  Yes, thank you.  There is a lot of work 

on consolidation.  There is a lot of work through the BIDs, and Jace [Tyrell] has referred to that, through the 

Bond Street project, which is really good, where you have a single landowner who can help drive the change in 

behaviour.  There are other examples of that around London where it is easy to do that.  Through the planning 

process, there is a lot of work on consolidation to make sure that is built into new consent so that very large 

tower being built over the river, 22 Bishopsgate, has a consolidation centre as part of that consent.  They will 

get one or two deliveries a day for their entire needs for that entire building, and every tenant is required to 

buy into that consolidation centre that will not be in the city further away.   

 

There is a lot of work on construction consolidation, particularly where you have a lot of development activity 

happening at the same time.  Nine Elms is a good example.  The [London] Olympics [2012] was a great 

example.  King’s Cross has elements of that as well.  Old Oak, I think we need to do more of it, really.  I think it 

works where you have a lot of development activity together.  At 22 Bishopsgate, I am sure the developments 

around there are linking together on that.  It works when there is a lot of construction in the same area.  It is 

more difficult when it is a bit more disparate.   

 

Shaun Bailey AM:  That makes sense.  Navin’s [Shah AM] point earlier on about the canal and the rail: the 

canal goes all over the place in London.  Is it being actively looked at?  Are people trying to make it happen?  

Is it part of the planning?  How much of the culture is it to drill down on how you are going to consolidate 

these things going forward?  Does it only happen, I am asking, when it is simple, like you have said, when there 

is a lot of activity going on and you are right on top of the river? 

 

Alex Williams (Director of City Planning, Transport for London):  When there is a very large 

development that fronts a canal, you would obviously look at it.  The best example of that I have is the 

Berkeley Homes development in Southall, where there was a planning condition put on that site, the British 

Gas site, where they would use the canal for spoil out and some of the materials in.  It clearly only lends itself 

to materials that are not time-critical, where you have more time to get them in.  It is only going to be of 

limited values, but certainly we look at it where it is directly relevant.  We will be looking at it for Old Oak as 

well, where you have some of the sites, like the Cargiant site, that straddles the canal.  Obviously you are going 

to be looking at whether you can do it there.  We just need to be realistic that it is not going to be a panacea.  

It is going to be something we can look at and see if we can use it, but it is not going to be huge volumes. 

 

Shaun Bailey AM:  OK.   

 

Natalie Chapman (Head of South of England and Urban Policy, Freight Transport Association):  I 

think Alex is right.  On construction, it is about getting the volumes.  If we are talking more generally about 

consolidation centres, they can in certain circumstances help reduce the number of lorry and van movements, 

but it is in very select circumstances where that works.  What we need to make sure is that we have the right 

solution for the right location.  At 22 Bishopsgate over in the City of London, they are introducing a 

consolidation centre because they will not have the physical space for the number of vehicle movements that 

they would need to accommodate if everything came to them individually.  It is a ‘needs must’.  Then the 

question comes: who pays for it?  They are putting it into a new building, so of course the tenants are going to 

be paying for it so they can make that happen.  Trying to put something retrospectively in, generally, quite 



 

 
 

often starts off with public funding.  What we have found in the past is that when the public funding is being 

removed it all falls apart because you cannot get the figures to stack up. 

 

You also need to look at what it is that you are consolidating, so what goods can and what goods cannot.  

What you do not want to be doing necessarily is taking out fully consolidated loans.  A lot of retail is very well 

consolidated already, so what you do not want to be doing is splitting it into many smaller vehicles.  A large 

HGV will carry the equivalent of 25 vans.  A medium-sized one will carry the equivalent of ten vans.  Even if 

there is zero tailpipe emission, they could still be adding to congestion.  We need to make sure it is the right 

solution in the right location.   

 

We get very excited about consolidation centres.  They are generally warehouses or sheds.  They do not look 

quite as exciting as they probably sound.  That is what we already do in our industry.  There is a lot of 

consolidation that does already happen in that way.  We just need to be thinking about what is going to work 

in the right locations and what the trick is.  If in a location - say 22 Bishopsgate - they are going to be 

mandating it through the tenants, the tenants will be paying for it, but if you are putting it retrospectively, it is 

a local authority willing to provide ongoing funding.   

 

Jace Tyrell (Chief Executive, New West End Company):  The City and the West End is highly congested, 

and finding these sites is very challenging.  Obviously there is a huge demand there.  The rents have gone up.  

If you look at all the Financial Times Stock Exchange 100 logistics companies, there is massive, massive 

demand.  The question is, looking at the public authority land, whether it is TfL or the Metropolitan Police 

Service and others, if there is such a high demand there -- I know housing is very important to this city, but 

actually in the centre, in the City and the West End, is housing appropriate in all of those areas?  Can we use 

some of these public sector sites to build some consolidation centres where there is a demand as well?  It is 

something to think about in the future. 

 

Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 

UK):  That is absolutely right.  On a sector-by-sector basis, consolidation has its potential, and my gut reaction 

is that it is sectors where products are more homogenous with one another.  Aggregate freight is aggregate 

freight, is it not, to a certain extent?   

 

For the people that I speak to, which are similar operators to myself, there is a lot of concern about 

consolidation.  You have talked about the MTS.  I am not sure how well people really understand it.  We do 

have some experience.  The [London] Olympics [2012], unfortunately, for an organisation like mine, was 

painful, to be honest with you.  It was very difficult.  We lost a lot of our data streams.  We lost a lot of our 

USP as a business, which is around engaging people through technology, through your app.  We lost all of that 

type of visibility of these parcels when they went into the consolidation process, so there are some concerns 

about it. 

 

The concern, though, lies in mandated geographical consolidation.  For us, I cannot see a world where you 

create a monopoly that is a better solution than a competitive marketplace.  Unfortunately, my background is 

in economics, so you can imagine my views.  Ultimately, the key thing about the parcel industry and the 

statistic that I use is: if you have 1 million cubic metres of parcels being delivered into London and each van 

can hold ten cubic metres, you still have 100,000 vans now.  However, you chop that volume up, you still have 

the same number of vans.  What you find is that you get a difference in the density profile but you still have 

the same stem mileage.  The vehicles are still originating outside of London and driving into London, but you 

now have two vehicles one street away from each other, when perhaps previously they were three streets away 

from each other.  In our world we get very concerned about that.   



 

 
 

 

My question would be, by adding an extra handling lane into a next-day parcel solution and taking an hour of 

productivity out of the day, is the actual consequence that you would increase the number of vehicles because 

the drivers have an impact on productivity, which defeats the objective from the outset?  That is probably the 

way I would think about it.   

 

Consolidation has its place, but it is all about the sector.  Sorry, I will not ramble on too much.  We talked to 

one of the boroughs, and they said, “We want to build a parcel consolidation centre”.  I looked at where our 

depots are, and myself and six or seven other carriers all have 50,000 square feet.  “We want to redevelop this 

area.”  I said, “OK, you are going to build 400,000 square feet of space?”  We do not have buildings bigger 

than we need, and people are not thinking about it in those terms.  Who is going to give us 500,000 square 

feet of industrial space, which nobody seems to want, in the middle of a new development?  It is just not going 

to happen, is it?  There is some thought around consolidation, and I think there is a lot of worry.  The people 

that I talk to feel like they do not understand what people are trying to achieve or they are not sure that it is 

going to achieve what people want it to.   

 

Shaun Bailey AM:  That is a very interesting take.  Just quickly back to Alex, then.  We talked earlier on that 

you had lost your freight department that looks specifically at that.  Who is taking that strategic look?  When 

you hear these conversations, obviously there is a tension between the need for housing, for strategic 

industrial land, for sites right close in so you can have short distances, but also bigger spaces as well.  Who is 

having a look at this whole piece, and also involved in the local councils? 

 

Alex Williams (Director of City Planning, Transport for London):  Ultimately, that rests with me, to be 

perfectly honest.  If Mike Brown [MVO] is the Commissioner [of TfL], I am on his executive committee, and his 

lead on freight on the executive committee is me. 

 

Shaun Bailey AM:  Do you have that workstream that is looking at all of these tensions? 

 

Alex Williams (Director of City Planning, Transport for London):  We are drafting the Freight and 

Servicing Action Plan, and that permeates across the organisation.  It will pick up our Commercial Development 

team, Graeme Craig’s [Commercial Development Director, TfL] team.  It will pick up all our work on safety, all 

of our work on emissions, and all of our work with the Surface Transport teams on the efficient trade networks.  

The buck stops with me, but clearly I draw on teams all over TfL to help me fulfil this.   

 

Shaun Bailey AM:  Let me just quickly ask this last question.  Why is the specific proposal for all of London to 

be within a 30-minute drive of a construction consolidation centre being taken out of the Transport Plan? 

 

Alex Williams (Director of City Planning, Transport for London):  I was not aware it was taken out, to be 

perfectly honest. 

 

Shaun Bailey AM:  I have been reliably informed that it has been taken out.   

 

Caroline Pidgeon MBE AM (Chair):  It is in the final. 

 

Alex Williams (Director of City Planning, Transport for London):  OK.  I am afraid I do not know the 

answer to that one, so I probably need to come back to you on that.   

 



 

 
 

Caroline Pidgeon MBE AM (Chair):  It was not a specific proposal, whereas it had been in the draft.  It was 

watered down by the final. 

 

Alex Williams (Director of City Planning, Transport for London):  OK.  I do not know the specifics of 

that, so I need to get back to you on this -- 

 

Shaun Bailey AM:  It goes back to my former point about the more I listen to this conversation, the more I 

realise this is actually very fundamental and it needs to be woven into any conversation you have about 

housing, about transport, and that is before we can even get to the point that we need some innovation.  Do 

we use these new, huge Tube stations we have at night for deliveries?  Who knows?  Unless someone is taking 

this broad, overall look at it, this will get missed.  Of course, the big worry is there are about to be 10 million of 

us, so none of this problem is going to be reduced.  It is just going to keep growing.   

 

Alex Williams (Director of City Planning, Transport for London):  Yes, exactly.  In terms of the specifics 

of why that was changed, I will come back to you on that.  Clearly, that was a draft and we consulted and we 

responded to it.  I cannot remember the specifics about why that was taken out, but I will come back to you on 

that. 

 

Florence Eshalomi AM (Deputy Chair):  Just listening to that, essentially there will be big challenges for 

London, and I think Jace [Tyrell] has touched on it in terms of the space.  When you are looking at somewhere 

like the West End, instead of trying to find spaces for those big warehouses, should we look at smaller 

consolidation sites?  You touched on it earlier, Jace, in terms of some of the shops having that additional floor 

space.  Personally, I would like to see them converted into play areas so I can go shopping with my kids, but 

that is another conversation.   

 

In terms of plans for co-located and distribution centres for maybe click-and-collect, stores working in 

collaboration with each other, what do you think are the challenges for that?  In the mix you have thrown big 

residential units.   

 

Jace Tyrell (Chief Executive, New West End Company):  It does come back to planning.  The retail sector, 

the A1, if you are familiar with planning policy, is the most protected and regulated class in Britain.  You look 

at the department stores; we think there will be 25% less retail as we know it today in the next ten years in the 

West End and Mayfair.  We need those different uses and we need to drive customer demand, and retail will 

change as well.  The challenge at the moment is the planning policy, whether it is London or the borough level.  

It is just not keeping up pace with the sector.  It needs a rapid response to this.  We all talk about the 

challenge, but it takes a long time to get this through.   

 

I think it is interesting.  We sit on four neighbourhood forums, so at the very bottom end of what is happening 

in community planning.  When you sit with the residents and businesses, they want consolidation and they 

want less congestion.  In Soho we talk about consolidating restaurants because they get a lot of frequent 

deliveries because of the fresh produce and the restaurants, and they are keen now to look at: can four 

restaurants or ten restaurants work together, consolidate their distribution, consolidate their waste?  These are 

very live conversations at the SIL level at the neighbourhood forum.  If the planning policy up here were 

supporting that on the ground, then you could see some real change in this quite rapidly.   

 

Florence Eshalomi AM (Deputy Chair):  I think you mentioned the Travis Perkins site where there was 

student accommodation and then the consolidation centre.  Do you think more co-locating like that would 

work? 



 

 
 

 

Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 

UK):  The Travis Perkins site still has a traditional builder’s yard underneath it, and over the top of it it has 

student accommodation, basically.   

 

Caroline Pidgeon MBE AM (Chair):  Where is this? 

 

Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 

UK):  St Pancras Way, which is probably, for me, the best example that I have seen of people co-existing 

together.   

 

Absolutely, freight and logistics has the potential to co-exist with residential, and we are seeing more schemes 

coming forward with that piece designed.  There are some certain requirements.  It cannot be the type of 

operator who is bashing metal together or something like that.  It is all about finding the right partnership of 

operator and residential location, basically.  In principle, yes, but there are certain things that you have to talk 

about.  I find it interesting when you say it might be a nice idea to consolidate above a retail unit.  That is 

great, but how do I get all of our product up there and then back down, and how do I get my vans in?  If I 

cannot get my vans inside the building, I have a load of parcels on the first floor, but they are all parked on the 

street outside.  I think it is about finding the right combination of buildings, of occupiers and of residential 

locations.   

 

All of that plays together, and that is why Jace [Tyrell] is absolutely right.  It is not just a transport issue.  This 

crosses planning, this crosses retailers, this crosses transport policy, and it needs a much more holistic 

viewpoint. 

 

Florence Eshalomi AM (Deputy Chair):  Are there any international examples that you think have worked 

well that maybe we should be looking at in terms of this co-location and accommodating freight within cities? 

 

Alex Williams (Director of City Planning, Transport for London):  The best example I have come across 

is in Paris, but I am fairly sure there was a substantial public subsidy to enable that to happen, where 

distribution was below substantial residential.   

 

Caroline Pidgeon MBE AM (Chair):  Is this that Chapelle International Logistics Hotel? 

 

Alex Williams (Director of City Planning, Transport for London):  Yes, I think that is it.  Yes.   

 

Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 

UK):  We have three facilities in Paris operated by our Chronopost vans.  We also have an interest in Chapelle 

as well.  We have taken people from the UK out to look at Beaugrenelle and - the name escapes me - a second 

location.  It is not a bad place to go visit, I must say.  One of them, Beaugrenelle, is an underground facility 

that has a combination of retail, residential and a school above it, so it is quite surreal.  You walk out of one 

exit and there is a playground, but it has been well designed.  There is no external parking, but head clearances 

inside are big enough to get an HGV into.  When you think about the design piece again, it is no use giving us 

something that has 1.9-metre clearance because I cannot get the quantity of parcels, or logistics operators will 

not be able to get the freight in effectively.  That design piece.   

 

There are some good examples in Paris.  I am sure I can facilitate a visit if anybody would like to go and look at 

them.   



 

 
 

 

Florence Eshalomi AM (Deputy Chair):  Before or after Brexit?   

 

Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 

UK):  Yes.  We had better go see.  Yes, there are some good examples out there. 

 

Jace Tyrell (Chief Executive, New West End Company):  Singapore was touched on.  There is huge 

investment by the state there, though, in terms of this.  In terms of greening, sustainability, they are really 

ahead of the curve globally, and we look a lot at Singapore on smart cities, the use of technology to monitor 

different traffic and how they use the city as well.   

 

Tokyo is really good, though.  In terms of the Olympics, they are really ahead of the curve on this.  It is almost 

a decade from the Tokyo Olympics to London, and I would implore you to have a look at what is happening in 

Tokyo.  We are really impressed with what they are doing with people movement, freight, the whole city 

logistics.  I think the Japanese are doing a really good job there. 

 

Bond Street, closer to home, a very small example.  We have taken the yellow lines off, or Westminster Council 

did, which is revolutionary in the City of Westminster to take yellow lines off a street.  This was with TfL as 

well.  The way they are using the street, you would think it is very contemporary, but at different times of the 

day, whether it is logistics, people or just pedestrians, more of London’s streets should be smarter.  It is not 

just one use 24 hours a day.  We could learn a lot from that.  I am very happy to welcome you to Bond Street 

at any time, this [London Assembly Transport] Committee.  It is a bit closer to home.   

 

Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 

UK):  Just to pick up Jace’s point as well, for us, by opening up that kerb space to delivery, it goes back to 

that productivity discussion.  Any time that you are pushing us ten minutes’ walk away from a location we need 

to get to, you lose productivity.  Smart use of kerb space is a great example of a way where you can increase 

that productivity and ultimately reduce the number of vehicles. 

 

Florence Eshalomi AM (Deputy Chair):  Just on Oxford Street, Bond Street and Regent Street, the 

discussions you are having with some of the big landowners, for example, the Crown Estate, and how you can 

essentially plan forward -- one of the things I notice when I am out in the West End is sometimes those shops 

that do not last long then will change hands.  What impact does that then have on the plans you have already 

agreed with some of the other retailers for that consolidation?  Are you then having to sign them up to this 

new plan, or, if they are a multi-national plan, do they have their own systems in place already?  How is that 

working logistically on the ground? 

 

Jace Tyrell (Chief Executive, New West End Company):  As I said, the great estates, the long-term 

landlords, really understand this.  They are building it in.  They are building the infrastructure.  They are writing 

it into their lease agreements now, whether it is commercial or retail, so they are doing a market-led approach.  

Bond Street was useful because we had 90 different owners, so it is smaller and the boutiques are smaller.  

Where it is more challenging is the national high street.  When you have the Marks and Spencer or John Lewis, 

they are national contracts working around the country.  It is far harder to bring these voluntary schemes in, 

and they are voluntary.   

 

The earlier point I made around incentivising really good change.  You have brands like Louis Vuitton.  These 

are global retail distribution logistics companies.  It is harder with some of the multinationals but it does not 

mean we should not try to incentivise to get some more of this happening on the ground. 



 

 
 

 

Florence Eshalomi AM (Deputy Chair):  Definitely that carrot and stick approach that you mentioned.   

 

Jace Tyrell (Chief Executive, New West End Company):  The Crown Estate is excellent: Grosvenor.  Some 

really good stuff.  We are rolling it out now.  We are down from Bond Street to all of East Mayfair in the next 

12 months.  We would love to get Oxford Street in within two years.  By 2020 we would like all of our 74 

streets, all the businesses having access to some form of consolidation, whether it is personal deliveries, 

rubbish or servicing on a voluntary basis.  There are some really good operators out there.  Obviously it saves 

costs, so when they join these schemes we are consolidating down.  There is a business incentive on their 

bottom lines.  It is a really good example of how we incentivise businesses to join these schemes.   

 

Alex Williams (Director of City Planning, Transport for London):  It is just worth noting a couple of 

numbers on the Crown Estate scheme.  I would agree with Jace that they have been fantastic.  Twenty-one 

retailers signed up to it in Regent Street.  There was an 80% reduction in HGVs.  It is just showing you, when 

there is common ownership, it works really well.   

 

Florence Eshalomi AM (Deputy Chair):  When you have that high-level discussion, it works? 

 

Alex Williams (Director of City Planning, Transport for London):  Yes, exactly. 

 

Caroline Pidgeon MBE AM (Chair):  Who is leading that discussion? 

 

Alex Williams (Director of City Planning, Transport for London):  The Crown Estate. 

 

Jace Tyrell (Chief Executive, New West End Company):  The Crown Estate, but the BID has facilitated the 

occupiers where you do not have a dominant landlord.  The BID steps in where there is not a market leader.  

Oxford Street, very much the BID, and East Mayfair.  It is not one fix.  It is what works best on the ground, 

effectively.   

 

Caroline Pidgeon MBE AM (Chair):  Some of it is almost shared services, what we do across the GLA group.  

You get an economy of scale, which I would have thought for some of those smaller -- 

 

Florence Eshalomi AM (Deputy Chair):  It would make sense. 

 

Caroline Pidgeon MBE AM (Chair):  When you talk about the West End, you are thinking it is shops, but 

you have all sorts of public relations companies and goodness knows what.  Being able to share their stationary 

supplies and stuff and reduce -- 

 

Jace Tyrell (Chief Executive, New West End Company):  Totally.  Two-thirds of our space is commercial, it 

is not retail, and it will be less retail in the future.  The big increase we have had recently is construction.  There 

is a huge amount of development happening in the City and the West End.  Consolidated construction vehicles.  

Why do ten vehicles come to one work site on Bond Street?  Is there consolidation in the construction sector, 

which we do not talk about as much?  We talk about servicing and delivery, but in construction there might be 

some thinking around that as well.   

 

Caroline Pidgeon MBE AM (Chair):  Our final section - Jace is already ahead of the curve - touched on this 

in terms of new technology and freight.  Keith, you are going to lead this for us. 

 



 

 
 

Keith Prince AM:  Thank you very much.  If I could start with perhaps Alex, if you do not mind, what are the 

challenges presented by the commercial use of drones and droids for London and freight deliveries? 

 

Alex Williams (Director of City Planning, Transport for London):  The short answer is I am not sure 

really, because the drones are so early and formative.  We really do not know how extensively they are going to 

be used.  There is talk about using them within depots to help sort and mix goods within a controlled 

environment, on the highway or in the public arenas.  There was another area that was looked at.  The National 

Health Service was looking at it as well.  There is lots of analysis about where they could potentially be used, 

but in terms of actual, practical examples on London’s roads or airspace, they have not been used, as far as I 

am aware.  It is in such an infancy that we do not really know the full effect of that.   

 

Keith Prince AM:  I think the [London Assembly Transport] Committee is quite worried about TfL’s whole 

approach to droids and drones.  I do not think it is taking it seriously.  There was hardly any mention of it in 

the MTS.  I think the big worry is that when you responded to our Committee you said TfL has also asked the 

DfT to clarify the legal status of delivery robots in order to understand whether or not legislation would be 

required to permit their use on the pavement.  Shouldn’t you really be asking - I would have thought - because 

this also goes wider to the whole area of not just drones and droids but also different types of 

people-carrying -- 

 

Alex Williams (Director of City Planning, Transport for London):  Autonomous vehicles.   

 

Keith Prince AM:  Yes.  Shouldn’t TfL really be asking for some overarching legislation to give it the power to 

react more quickly?  Every time something new - even like the dockless bikes - appears on the scene, you do 

not have any power to do anything, and then you have to go to the Government asking for particular 

legislation.  Rather than that, can’t you lobby Government for overarching powers to give you the ability to 

move more quickly to respond to all these different changes?  It is not just about droids and drones, but even 

the rickshaws.   

 

Caroline Pidgeon MBE AM (Chair):  Being ahead of the game. 

 

Keith Prince AM:  Yes, exactly. 

 

Alex Williams (Director of City Planning, Transport for London):  The MTS has policy 21, I think it is, 

which talks about areas of innovation and change.  The reality is that the MTS up to 2041 cannot predict what 

the next Uber is or the next drone or dockless bikes system is, but what it was saying in that document was 

that any new initiative needs to be tested against the objectives of the MTS, which is about shifting towards 

sustainable modes and getting up to the 80% figure, reducing dependence on vehicle use.  I think any new 

initiative that comes along, we need to test it against that policy, and the innovation team at TfL under 

Michael Hurwitz [Director of Transport Innovation, TfL] does that for all of those innovations.  Like dockless 

bikes: they had come, they were going to take over the world, and then it looks as though they probably are 

not, when we are just getting our heads around the regulatory framework with London Councils to see how we 

would manage them.  These things come and go fairly rapidly, but the key thing for me is you test it against 

the policy objectives that are in the MTS. 

 

In terms of drones, I know that Michael [Hurwitz] and his team are working with Government on that, because 

I thought there was some legislation on that recently where we were consulted and we did respond to that.  

That is another one where I probably need to get back to you. 

 



 

 
 

Keith Prince AM:  That is the point, Alex.  It is all well and good testing against the MTS, but surely it would 

be far better if TfL were to make a strong case - and I am sure the [London Assembly Transport] Committee 

would consider supporting it - that it is given greater overarching powers to pass bylaws to regulate these 

across the whole of London.  Otherwise we just have this mish-mash.   

 

We have people who come to London and dump bikes all over different boroughs.  Yes, we manage to deal 

with that, but we have people who have droids that are running along the pavements delivering takeaways, 

which nobody can tell us what the legal status of those are.  We have rickshaws going around charging people 

£600 just to ride 200 yards.  We need overarching legislation.  We need to make a case to Government to give 

TfL the power to react more quickly, not to have to keep going cap-in-hand to the Government for specific 

legislation for each thing.  Like you say, the dockless bikes have come.  By the time we get around to getting 

proper legislation, they will be gone. 

 

Alex Williams (Director of City Planning, Transport for London):  I think often those technologies come 

along and they expose the weaknesses of the current regulatory legal framework.  We would like to be able to 

respond more quickly and to address those issues more quickly.   

 

The reality, though, of getting primary legislation through is that it just takes a phenomenal amount of time.  I 

am going to give you an example -- 

 

Keith Prince AM:  That is the point, Alex.  Sorry, but that is the point.  If you could get primary overarching 

legislation for the ability to make bylaws, then you would not have to keep going through this long process 

every time because you would have the power to make bylaws.   

 

Alex Williams (Director of City Planning, Transport for London):  We would like that greater control, 

very much so, and I will speak to our Director of Innovation to find out what more we can do on that.  The 

reality of it, though, a thing to remember, is the last piece of legislation we got through, the London Local 

Authorities and TfL Act, took eight years.  It took eight years to go from concept and drafting to Royal Assent.  

Particularly if you think about the national circumstances, there is a backlog of legislation at the moment.  Our 

ability to be quick on that, our record is not as great as we would like, but that does not stop us asking, which I 

think is your main point. 

 

Keith Prince AM:  I think that makes the point that you have to get one big lump through in one go, 

otherwise we will be here in 16 years’ time to try to regulate the dockless bikes, which are probably gone.  OK.   

 

Could I also ask Rob in relation to drones and droids, although apparently they are all drones?  Do you have 

any plans to use drones or droids? 

 

Rob Fowler (General Manager, Corporate Social Responsibility and Technical Planning, DPD Group 

UK):  Not at the moment.  I understand that in our European group they have started to look at them, but I do 

not have any information I can give you, to be honest with you, Keith [Prince AM].  It is still such early days in 

the process that I cannot give you anything now. 

 

Keith Prince AM:  OK.  Natalie, any comments on that? 

 

Natalie Chapman (Head of South of England and Urban Policy, Freight Transport Association):  We 

are always looking at new technology and what might come forward, and we need to be open to what the 

potential may be of different technologies.  I think we just need an environment where we can enable 



 

 
 

businesses to innovate.  Some of that innovation will happen here, some of it will happen abroad, and we have 

multinational businesses that may, as Rob [Fowler] has said, do things elsewhere.  Then we have to look at 

how it works and in the context of the UK, and in particular here in London.  We just have to keep our minds 

open.  Some of these things may sound like pie in the sky but you never know where things may go.   

 

Certainly, with autonomous vehicles and autonomous features in vehicles, I do not think it is a case that we will 

go from the vehicles that we have now to suddenly it is all fully autonomous.  There are all these autonomous 

features that are coming forward.  Particularly if we look at HGVs, we are not talking about things like 

driverless HGVs.  There are some potential trials coming up looking at platooning on motorways.  Whether it 

will work in the UK, whether we have enough junctions, whether we have the space, that is still to be seen.  We 

obviously have to make sure all this stuff is done safely.  That is the first priority: we have to make sure it is 

safe.  What we need to be in the UK are pioneers of this technology, and if there is stuff that we can sell - the 

USP - to other countries, we can sell those ideas, we can sell that technology.  There is certainly I think a role 

for the UK technology sector in that as well.   

 

Certainly, if you are again looking at vehicles, looking at HGVs, some of those autonomous features coming 

forward - like autonomous braking - are the things that are going to take away the human error element.  If 

you get into a modern car now, some of the things that it incorporates in a modern HGV, compared to where 

we were just ten years ago, some of those features that are coming forward, some of them now are coming as 

standard.  We will start seeing more and more of those, and that is what we have to be embracing, particularly 

things that can help us improve our safety record and our environmental performance.  We really need to be 

embracing those technologies and enabling them to happen.   

 

Keith Prince AM:  OK.  Just one last question.  What are your views on droids running up and down the 

pavements? 

 

Jace Tyrell (Chief Executive, New West End Company):  It was a flippant remark, “Yes, the rooftops”, but 

actually you bet the companies that we represent are thinking about the next ten, 20, 30 years.  They are 

thinking about technology, whether it is real estate, whether it is retail.  Microsoft is opening its European 

flagship store in the middle of Oxford Circus in June [2019].  Of course it is thinking about drone technology, 

smart technology.   

 

To your earlier point, I did not realise there is an Innovation team at TfL.  It links back to your point: rather 

than responding to these changes, can we adapt and forward-forecast what we are expecting in the next ten to 

20 years?  Any of our companies would be putting 1% to 10% in research and development every single year 

thinking about this.  The public sector probably needs to get on that journey as well to help adapt and respond 

in the future. 

 

Keith Prince AM:  What about your view?  There is a company that has droids that run up and down the 

streets delivering -- I do not think they are pizzas -- 

 

Jace Tyrell (Chief Executive, New West End Company):  Amazon is looking at it.   

 

Caroline Pidgeon MBE AM (Chair):  They had to stop because they were not allowed, but we did a site visit 

and had ice cream delivered to us, which was very -- 

 

Keith Prince AM:  I missed that actually.   

 



 

 
 

Caroline Pidgeon MBE AM (Chair):  I think they have stopped.  Yes. 

 

Jace Tyrell (Chief Executive, New West End Company):  Amazon is doing a lot in this space.  Amazon is 

opening at Oxford Circus as well in the next 12 months, so it is coming.  It is how we respond in public policy 

and getting ahead of the curve, as you said. 

 

Keith Prince AM:  Thank you.  That is good. 

 

Caroline Pidgeon MBE AM (Chair):  OK, lovely.  Thank you all so much for your contributions. 

 

 

 


