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INTRODUCTION 

The Freight Transport Association (FTA) is one of Britain’s largest trade associations, and uniquely 
provides a voice for the entirety of the UK’s logistics sector.  Its role, on behalf of over 16,000 

members, is to enhance the safety, efficiency and sustainability of freight movement across the 
supply chain, regardless of transport mode.  FTA members operate over 200,000 goods vehicles - 
over half the UK fleet - and some 700,000 liveried vans. In addition, they consign over 90 per cent 
of the freight moved by rail and over 70 per cent of sea and air freight.   

FREIGHT IN LONDON 

Greater London is a densely-packed city of 8.6 million – the joint largest in Western Europe 
alongside Paris. It depends on reliable and efficient logistics to deliver food, clothes, documents, 
medicines, building and construction materials; keeping the city going 24 hours a day, seven days 
a week.  Theatres, restaurants, sporting venues and tourist attractions need a constant supply of 
goods and services to meet the demands of their customers.  And the waste left behind must be 
cleared up before another day begins.  

London’s population is set to grow to an estimated 10.5 million over the next 25 years which will 

put the capital’s transport infrastructure under increasing strain.  The challenge is not just to 
enable all these people to move about, but also to ensure that they have all the goods and 
services they need.  

Lorries and vans play an indispensable role in servicing our towns and cities. Their unique ability to 
move freight literally from door to door determines their pre-eminent role in distributing goods and 
services throughout London. Ninety per cent of London’s freight is moved by road. Over 360,000 
tonnes of goods are moved by lorries across the capital on average each day. That’s 15,000 

tonnes picked up or dropped off each hour, or 250 tonnes every minute. And as this figure 

excludes vans, it is only a part of what freight does.  With the expected growth in demand with e-
commerce and population growth, there is added pressure to deliver more, more often and with 
shorter delivery windows at the same time as we’re being encouraged to minimise freight 
movements.  

There are social impacts from vans and lorries, in terms of road safety and emissions and the 

industry has and continues to find ways to address these.  But there are massive social benefits 
too, by keeping costs down and enabling local businesses to function and for London’s residents, 
visitors and workforce to get the goods and services they desire. 

As a multi-modal trade association, FTA supports initiatives to move more freight by rail and 
water.  Although it is likely to have a relatively small impact in terms of reducing the amount of 
overall road freight, there are some potentially large opportunities, particularly for the construction 
and waste sectors, but this is dependent on safeguarding existing infrastructure and enabling new 

opportunities for river and rail including vital road connections. 

Aviation plays an important role in the movement of high-value, time sensitive goods that 

London’s financial sector and hi-tech industries depend upon. FTA supports the expansion of 

Heathrow.  As the UK’s hub airport, it handles more freight than all other UK airports put together. 
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SUMMARY AND KEY RECOMENDATIONS 

▪ The appointment of a Freight Commissioner for London to deliver a strategic vision 

for freight. 

▪ The principle of ‘no net loss of industrial floorspace capacity’ does not go far 

enough.  Too much logistics and industrial land has been lost over the years.   According 

to the GLA’s evidence base, land for industry and logistics is being lost at three times the 

anticipated level of release in the current London Plan, a rate which is unsustainable.  

London’s growing population will increase demand for deliveries and servicing activity and 

therefore land needs to be in place to support this.  The principle of ‘No net loss of 

industrial floorspace’ is not the same as the same as ‘no net loss of land’ and relies too 

much on intensification.  For logistics, open land and vehicle storage areas are required.  

In addition, it only applies to designated industrial land which is just 64 per cent of 

industrial land meaning that 36 per cent is at risk.  The base level of industrial land is low 

already, but capacity needs to be in the right geographical area.   

▪ Further categorisation of industrial land may be needed as the requirements of 

the freight industry are distinct from other industrial activities due to the 

transport related functions which underpin our operations. Ensuring the availability 

of sufficient affordable logistics land in the right location for optimal efficiency is necessary 

in order to achieve the goals of the Mayor’s Transport Strategy, including improving air 

quality and safety and reducing congestion. 

▪ Review the reasoning for the higher vacancy rates in the three boroughs which 

have been identified for ‘limited release’ of industrial land.  The Thames Gateway is 

a growth area, so it seems surprising that there is an overall lack of demand for logistics 

and industrial land in those boroughs. 

▪ The ‘Agent of Change’ principle is welcomed but should be expanded to include 

all potential activities that could cause a statutory nuisance including vibration, 

traffic, parking and smells and safeguards need to be put in place to ensure that 

it remains enforceable after the developer has sold the property. 

▪ Assist fleets with shifting to alternatively fuelled vehicles by facilitating the 

provision of refuelling and recharging infrastructure and long-term incentives (as opposed 

to one off grants which can dry up) to enable the right market conditions for uptake. 

▪ The London Plan should include a requirement to construct new lorry parking 

facilities for drivers to take their legally mandated breaks during the day and 

overnight. 

▪ New developments should be designed and managed so that deliveries can be 

received outside of peak hours and if necessary in the evening or night-time without 

causing unacceptable nuisance to residents.   

▪ Provide ample kerbside loading/unloading facilities to enable deliveries to be 

made efficiently, safely and legally. Large new developments or change of use should 

trigger an area-wide review of the signs and lines and every high street should have a 

periodic review at least every five years to ensure that the facilities are still fit for purpose.  

▪ Provide a new network of river crossings in East London including the Silvertown 

Tunnel and crossings at Belvedere and Gallions Reach to reduce congestion and unlock 

growth opportunities. 

▪ Safeguard industrial land, wharfs and rail infrastructure to reduce journey 

distances, enable modal switch to rail and river, particularly for construction and waste. 

▪ Recognise the importance of Heathrow for freight as the UK’s hub airport. 
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RESPONSE TO PLAN 

Policy SD4 The Central Activities Zone (CAZ) page 66 

FTA supports the recognition of the challenges posed by very limited industrial and logistics 

capacity as a result of the high-value land market within the CAZ.  The Association also supports 

the requirement for plans and development decisions to take into account the supply and demand 

for industrial and related uses including sustainable distribution, just in time servicing, repair and 

maintenance, construction and waste management. 

 

Policy D1 London’s form and characteristics page 98 

FTA supports the proposal that new developments should be designed and managed so that 

deliveries can be received outside of peak hours including in the evening and at night without 

disturbing residents.  In addition, it is welcome to see that appropriate facilities will be required to 

minimise additional freight trips arising from missed deliveries. 

Large new developments or change of use should trigger an area-wide review of the on-street 

signs and lines and every high street should have a periodic review at least every five years to 

ensure that the facilities are still fit for purpose.  

 

Policy D6 Optimising housing density page 117 

FTA supports the requirement for ‘management plans’ to be submitted with higher density 

development proposals including details of day-to-day serving and deliveries as well as longer-

term maintenance implications.  However, such ‘Delivery and Servicing Plans’ need to be 

scrutinised properly to ensure that they do not just become a ‘tick box exercise’ but that the plans 

are actually appropriate to the individual development.  This may require particular expertise 

within planning departments so that whoever is reviewing them has the skills and knowledge to 

determine their appropriateness.  They should also be regularly reviewed once the development is 

constructed and in use.  

 

Policy D12 Agent of Change page 136 

FTA strongly welcomes the inclusion of the ‘Agent of Change’ principle as a sensible and pragmatic 

approach to the issues which all too often arise from new residential developments being 

constructed next to existing industrial and logistics sites.  This has over the years resulted in many 

businesses being forced to restrict their activities, relocate or close down altogether (with the 

associated loss of employment).  The onus should be on developers to ensure that new residential 

developments are designed in such a way that existing businesses and the new residents are 

protected. 

However, the policy focuses on noise and should be expanded to include all potential activities that 

could cause a statutory nuisance including vibration, traffic, parking and smells. 

It is not clear how the policy will be enforced in the long-term and safeguards need to be put in 

place to ensure that it remains enforceable after the developer has sold the property.  For 

example, if the developer doesn’t do a good enough job with the mitigation measures and a new 

resident moves in several years later and complains.  It needs to consider the eventuality of the 

developer no longer being in business.  The onus of failed noise and nuisance mitigation should not 

fall on the existing industrial/logistics site operator.  The ten-year New House Builder Guarantee 

could be used as a method of protection.  The proposal also needs to protect future uses of the 

industrial land, such as if the business wishes to expand or diversify.  Further detail is needed 

regarding the timeframe and test criteria for this protection. 

 

Policy E4 Land for industry, logistics and services to support London’s economic function 

page 232 

‘No net loss of industrial floor space’ 
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FTA welcomes the recognition in the draft plan of the need for a sufficient supply of land and 

premises in different parts of London to meet current and future demand for industrial and related 

functions.  In particular, the need for land for storage and logistics/distribution and for intermodal 

freight interchanges.  However, the principle of ‘no net loss (6.4.5) of floorspace capacity’ does not 

go far enough.  This is not the same as ‘no net loss of land’ and relies too much on intensification.  

For logistics, open land and vehicle storage areas are required. In addition, it only applies to 

designated industrial land which is just 64 per cent of industrial land meaning that 36 per cent is 

at risk.  The base level of industrial land is low already, but capacity needs to be in the right 

geographical area. 

FTA notes that three boroughs (Barking & Dagenham, Havering and Newham), all in the Thames 

Gateway, have been identified for ‘limited release’ due to higher vacancy rates.  However, it is 

important to understand the reasons behind higher vacancy rates at each of the sites in the three 

boroughs, such as poor transport links, because the building quality is poor or not of the optimal 

size, or because land owners are land-banking for redevelopment for residential use.  The Thames 

Gateway is a growth area, so it seems surprising that there is an overall lack of demand for 

logistics and industrial land in those boroughs. 

Further categorisation of industrial land may be needed as the requirements of the freight industry 

are distinct from other industrial services due to the transport related functions which underpin our 

operations. Ensuring the availability of sufficient affordable logistics land in the right location for 

optimal efficiency is necessary in order to achieve the goals of the Mayor’s Transport Strategy, 

including improving air quality and safety and reducing congestion. 

Borough-level categorisations of capacity (figure 6.1) 

Logistics works across boundaries and therefore boroughs shouldn’t be the categorisation of 

demand; instead the plan should focus on key arterial routes.  It is important to ensure that new 

logistics sites are well-connected to the transport network. 

Logistics land requirements – central London 

There is a need for stronger protection of logistics land in Central London and in particular in the 

West End for cross-docking and micro-consolidation.  The only really suitable sites are under-

utilised car parks and these would need specific protection otherwise once they are redeveloped, 

the opportunity is lost forever. 

Logistics land requirements – inner/outer London 

FTA is concerned about the very heavy focus on intensification within the plan, while this may be 

appropriate for some industrial uses, it is not a wholesale solution.  For logistics, open land and 

vehicle storage areas are required.  In addition, the document makes no mention of the need for 

lorry parking facilities.  All drivers of HGVs (goods vehicles over 3.5 tonnes) must under EU Drivers 

Hours regulations take rest breaks during the day (45 minutes after 4.5 hours of driving) as well 

as overnight and weekly rest breaks.  Often this needs to take place in the cab, but there is a 

severe lack of facilities for drivers to take their breaks in London and the South East.  New 

distribution centres should be designed to accommodate vehicles and their drivers to park up 

safely and securely with access to basic welfare facilities (i.e. toilets) and larger developments 

should provide greater levels of facilities for overnight breaks (i.e. showers and hot food).  

Overnight facilities may be chargeable and the level of charge would depend on the level of 

security and the quality of facilities on offer.  New logistics sites should be built to accommodate 

the largest trucks possible and include alternative fuel and recharging infrastructure to support the 

uptake of electric and alternatively-fuelled freight vehicles to help meet the Mayor’s ambitions for 

air quality. 

 

Policies E5 & E6 Strategic Industrial Locations and Locally Significant Industrial Sites 

page 239 

As mentioned above, the ‘no net loss’ principle only applies to designated industrial land which is 

just 64 per cent of industrial land, leaving 36 per cent at risk. Non-designated industrial land tends 

to be small pieces of land but is nevertheless important, particularly in dense locations in central 

and inner London.  The non-designated status should be removed and all land used for logistics 

purposes should be either strategic or locally significant in order to protect those sites. 
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Policy E7 Intensification, co-location and substitution of land for industry, logistics and 

services to support London’s economic function page 246 

Intensification 

Again, there is too strong a focus on intensification.  This approach does not work for many 

logistics operations.  However, there may be opportunities here for other industrial uses and there 

should be clear examples and case studies of where this works and where is it less appropriate.  

Co-location 

Where there are mixed use developments, they need to be industrial developer-led and not 

residential developer-led. Otherwise residential developers tend to come up with inappropriate 

solutions for industry which remain vacant and are then reallocated for residential, creating a loss 

of industrial use.  In terms of mixed use, to support good growth, the plan needs to be specific 

about which uses can be co-located and which cannot.  There are uses other than residential that 

work better for co-location with logistics, such as business parks. 

Substitution 

Land will always have a higher value for residential over industrial/logistics uses, therefore it is 

important that all avenues are explored before any release for other purposes. 

 

Policy SI3 Energy Infrastructure page 329 

This policy recognises that electricity demand is expected to increase due to several factors 

including the increased take up of electric vehicles.  Van fleets operating electric vehicles require 

overnight charging for multiple vehicles.  With many electricity substations at or near to capacity 

in a number of areas across the capital, this is likely to require investment in the network.  

However, that cost should not fall on companies which are already paying significant additional 

capital costs for vehicles over fossil fuel equivalents and will make the business case for 

investment in cleaner vehicles unviable. 

For larger vehicles, where gas is a more viable alternative to diesel, appropriate refuelling 

infrastructure is essential.  However, such vehicles come at a significant cost premium, so other 

incentives such as exemptions from the Congestion Charge and the London Lorry Control Scheme 

(gas vehicles are significantly quieter) would help enable their uptake. 

 

Policies SI14 and SI15 Waterways – strategic role and water transport page 363 

As a multi-modal trade association, FTA welcomes the recognition of the important role that 
London’s waterways and in particular, the River Thames, play in moving freight in the capital.  

Although it is likely to have a relatively small impact in terms of reducing the amount of overall 
road freight, there are some potentially large opportunities for modal shift, particularly for the 
construction and waste sectors.  However, with many other demands on valuable riverside land, it 
is essential that wharves along with highway and rail access are maintained and protected.  Again, 
the use of the Agent of Change principle is particularly welcome here, especially as many wharves 
are in Opportunity Areas or in locations which are desirable for residential development. 

 

Policy T2 Healthy Streets page 403 

FTA supports the overall aim of this policy.  However, the tone relating to freight needs 

consideration.  There should be recognition of the important role that freight plays in the capital, 

not just in terms of servicing businesses, but also residents.  If Londoners are to be encouraged to 

live car free or to be less reliant on private cars, they will be even more dependent on the freight 

industry.  Section 10.2.5 should be reworded to say that ‘the Mayor will continue to work with the 

freight industry, its customers and London’s boroughs to support solutions to managing freight and 

deliveries.’  This is in recognition of the good work that has already taken place and continues.  

The freight industry operates on tight margins; therefore, operators are always looking to optimise 

efficiency.  The role that that The Mayor, TfL and the boroughs can play is in supplying the right 

regulatory environment to support this, such as reforming the London Lorry Control Scheme, 
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reviewing night-time delivery restrictions and ensuring appropriate kerbside access is available at 

the times of day required.  The current fragmentation in regulation is a blocker to the industry 

achieving the Mayor and TfL’s goals. 

 

Policy T3 Transport capacity, connectivity and safeguarding page 406 

East London River Crossings 

FTA welcomes the recognition of good transport connectivity.  In particular we support the 
inclusion of East London River Crossings in the plan.  Cross-river road connectivity in East London 

is extremely poor in comparison to West London. The Blackwall Tunnel is a key pinch point on the 
capital’s network, it is unreliable and the regular congestion around it means the local area suffers 
particularly from poor air quality. East London is also one of the major growth areas in the capital 
for new housing and jobs. But to ensure its success, it needs the infrastructure to underpin it. FTA 
fully supports the proposals for a new crossing at Silvertown as well as plans for additional 
crossings further east at Gallions Reach and Belvedere to create a network of river crossings.  This 
will spread the traffic wishing to cross the river, leading to shorter and more efficient journeys and 

lightening the burden on local communities. 

However, user charging should take into consideration the value of the trip, so essential deliveries 
and servicing activity should not be made to shoulder the majority of the burden. 

Rail freight 

The plan makes very little reference to rail freight.  According to Network Rail’s Freight & National 
Passenger Operators Route Strategic Plan, 40 per cent of construction sector traffic into London 

moves by rail, avoiding many additional lorry journeys.  So, it is essential that land for enabling 
modal shift is protected.  However, it is recognised that much of the rail freight around London is 
not destined for the capital, but for other parts of the country.  It uses the busy London rail 
network as it has the gauge capacity needed for the types of loads carried.  To enable rail freight 
to travel more directly from origin to destination, and to free up capacity for the capital’s 
significant commuter demand, gauge upgrades are needed on the network in other parts of the 
country.   

 

Policy T5 Cycling page 414 

London’s roads are currently undergoing huge changes with the reallocation of road space to 

cyclists and the development of the new stretches of segregated and non-segregated cycling 

infrastructure. FTA supports this approach in principle, both the intention to engineer the roads to 

improve safety for cyclists, as well as to encourage cycling. However, it is essential that a sensible 

balance is achieved between the needs of different road users so that best use is made of limited 

road space to benefit London overall.  

Plans for any new segregated routes must consider access to the kerbside for deliveries and 

servicing activity and potential increases in journey times.  Ensuring that these routes are well 

planned and that freight needs are considered from the outset is essential.   

The programme for the first segregated Cycle Superhighway routes constructed during the 

previous Mayoral term did not take account of industry’s needs until very late in the process, 

leaving inadequate time to develop appropriate mitigations.  The increases to journey times, both 

during the construction phase and because of the loss of road space once the routes were opened, 

resulted in companies increasing the number of vehicles they deployed.  This was because they 

still had the same amount of goods to deliver and had to meet customer service levels, but their 

productivity reduced.  Not only did this add unnecessary costs, but also further compounded the 

congestion problem as well as increasing emissions.   

FTA therefore urges the Mayor to ensure that all future schemes are well planned and take account 
of freight needs from the outset. 

 

Policy T7 Freight and servicing page 430 

As with Policy T2 above, the tone relating to freight needs consideration.  There should be 

recognition of the vital role that deliveries and serving plays in people’s everyday lives as well as 
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underpinning London’s economy.  The freight industry operates on tight margins; therefore, 

operators are always looking to optimise efficiency.  The role that that The Mayor, TfL and the 

boroughs can play is in supplying the right policy levers to support this, such as reforming the 

London Lorry Control Scheme, reviewing night-time delivery restrictions and ensuring appropriate 

kerbside access is available at the times of day required. 

Section 10.7.2 states that ‘lorries and vans are often less than half full’.  However, it does not 

substantiate this claim with evidence.  Much of the van traffic on London’s roads is engaged in 

servicing activity rather than deliveries and will therefore not be full to capacity with goods as that 

is not the main use of the vehicle.  Many trips will be multi-drop and therefore it will be impossible 

for them to be full at all times.  In addition, waste vehicles will always start their journeys empty 

and gas tankers will always end their journey empty.  This is not to say that there is no 

opportunity for greater efficiencies, but the wording of this section needs to be reviewed. 

Consolidation and distribution centres 

‘Consolidation centres’ can play a role in controlling and potentially reducing the number of freight 
vehicle movements into urban centres in certain circumstances.  For local authorities and offices 
receiving many deliveries to different locations, consolidated procurement and deliveries can assist 
in minimising vehicle movements.  It can also work at airports and shopping centres where access 

for deliveries is limited. 

However, it is important to remember that many operators will already have heavily consolidated 
deliveries as part of their supply chain; retail is a good example of this.  Adding a consolidation 
centre in instances where the vehicle is fully loaded would in fact be less efficient and could lead to 
more vehicles on the road.  

In addition, consolidation centres would not work for time-critical deliveries such as express mail 
and parcels.  Here, the use of drop boxes or lockers may be more appropriate, and deliveries of 

multiple items on a single vehicle to a single building such as a large office block is also in itself a 
form of consolidation.   

The question of funding is also important as adding another link to the supply chain will incur cost, 
so it is likely that there will need to be some ongoing public funding unless there is a commercial 
case.  

Consolidation centres only work if they are in the optimum strategic position for cross docking. The 
lack of industrial land due to rising land values in London is pushing distribution sites out of the 

capital, leading to longer journeys and also an increase in vehicle movements.  This is because EU 

Drivers’ Hours rules limit the number of hours a driver can drive, effectively capping the length of 
a shift.  In addition, companies have customer service levels to meet, so if journeys take longer to 
complete, then logistics firms are likely to react by increasing the numbers of vehicles they deploy, 
adding to costs, emissions and congestion. 

Retiming 

The Association has been working on initiatives to reduce noise and retime deliveries for many 
years with success. FTA chairs TfL’s Retiming Deliveries Consortium which, through a collaborative 
approach with local authorities and businesses, has promoted and enabled deliveries to be retimed 
and has overseen the development of tools and guidance to help others retime their deliveries.   

To enable more deliveries to be retimed, FTA urges the Mayor to work with boroughs to review 

night-time delivery restrictions and adopt TfL’s re-timing deliveries protocol; with London Councils 

on their review of the London Lorry Control Scheme; and with businesses to procure goods and 

services in a way that minimises freight movements, particularly at peak times.  Whilst the 

concept has been proven, we need to industrialise the solution if it’s going to have any meaningful 

impact.   

Direct vision 

The plan refers to the use of vehicles with increased direct vision (on page 233 and under the list 
of transport schemes on page 408).  Standards for HGVs should be set at a national or 
international level as manufacturers design vehicles for a European market not by individual cities.  
This could lead to London becoming a niche market for the manufacturers, increasing the costs of 
new vehicles. 

There must be a clear evidence base for new standards, otherwise we cannot be sure that the 

additional investment required will actually lead to improved safety.  Whilst increasing direct vision 
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has a role to play, it not the most effective way of addressing safety issues and technical 

developments will mitigate the requirement for improved direct vision.  Often cameras and mirrors 

will give drivers a view that no amount of direct vision will be able to replace.  FTA welcomes the 

announcement by TfL in September 2017 recognising that a more holistic approach should be 

adopted for the scheme to be introduced in 2020.  However, the details of what the new ‘safe 

system’ will look like and how the permit scheme will be administered are far from certain and the 

delays in confirming which vehicles will be affected is significantly disrupting operators planning to 

achieve the ULEZ requirements in 2019. 

Freight Commissioner 

Until the end of last year, Transport for London had one of the most established and experienced 

freight teams in the world.  However, now freight is embedded across TfL rather than sitting in one 

distinct team.  Whilst this may have benefits in terms of ensuring that freight is considered in 

every aspect of TfL’s work, there is also a concern that focus may be diluted.  In light of this, FTA 

along with London business groups, has called for the appointment of a Freight Commissioner for 

London to create a vision for enabling efficient logistics and to develop a world-class freight and 

logistics environment in the capital. A Commissioner, working directly under the Mayor, would help 

ensure the effective implementation of the London Plan and the Mayor’s Transport Strategy freight 

recommendations and develop long term road map for the sector. 

 

Policy T8 Aviation page 433 

Aviation plays an important role in the movement of high-value, time sensitive goods that 

London’s financial sector and hi-tech industries depend upon. Heathrow is capacity constrained, so 

there has been little expansion in services, whilst competing European hubs have increased their 

offer. Heathrow offered more destinations than any other single European airport in the 1990s, but 

it has now slipped behind Frankfurt, Paris and Amsterdam. 

FTA supports the expansion of Heathrow.  As the UK’s hub airport, it handles more freight than all 

other UK airports put together. It is also critical for the UK economy that we do not lose the 

connectivity provided by night flying and the small number of existing early morning arrivals at the 

airport. These are vital for maintaining freight connectivity with the Far East for London’s 

businesses depending on urgent next day deliveries. 

 

 

For further information please contact:  

Natalie Chapman 
Head of South of England and Urban Policy 
Freight Transport Association 

 
 

   




