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Section 1: Introduction 

 
1.1 This response is on behalf of the Mayor of London and Greater London Authority (GLA), 

including Transport for London (TfL) and other Greater London Authority Group (GLA 
Group) functional bodies. 

 
1.2 The GLA is the strategic authority for London and includes the Mayor of London's office. 

The GLA Group encompasses a number of functional bodies including Transport for 
London, the London Fire and Emergency Planning Authority and the Mayor’s Office for 
Policing and Crime. 

 
1.3 Under the GLA Act 1999 the Mayor of London has legal responsibility for preparing an Air 

Quality Strategy for London and leads on the implementation of measures in the capital to 
tackle pollution emissions, reduce exposure, raise awareness and integrate air quality and 
public health. The 32 boroughs and the City of London must have regard to the Mayor’s 
Strategy when exercising their local air quality management functions.  The Act also 
delegates certain supervisory powers over those functions under the Environment Act 
1995 from the Secretary of State for Environment, Food and Rural Affairs to the Mayor of 
London.  

 

Section 2: Intervention and funding 

 
2.1 The draft plans to improve air quality in the UK are a welcome opportunity to resolve 

London’s air quality challenge. The Mayor is fully committed to complying with EU legal 
limits as soon as possible and we agree that this can only be achieved through action taken 
at an individual, local, national and international level.  

 
2.2 It is fundamental the plan receives cross governmental support and Defra is handed a key 

role in delivering a cohesive strategy. Several departments have a strong influence over 
improving air quality through their respective policy areas and funding streams, in 
particular, the DfT, DECC, OLEV, BIS and the DCLG. 

 
2.3 It is estimated there could be around eight million cars driven in London every year, with 

the majority registered elsewhere in the UK. This supports our position that policies and 
investment in the capital continue to have a wide reaching impact but it also clearly 
demonstrates action is needed at a national level to influence transport emissions at a 
regional and local level. 

 
2.4 We accept NO2 compliance can be achieved by 2025 with significant support and funding 

from Central Government, and there is potential to bring this date forward. Furthermore, 
the Government should start to consider reducing emissions beyond minimum legal air 
quality limits as this will continue to deliver substantial health benefits in urban 
environments. 

 
2.5 London has a strong track record of improving air quality and we are now compliant with 

eight out of the nine regulated pollutants. Despite the challenges faced by the 
dieselisation of the fleet and failed Euro standards, there has been a 12 per cent reduction 
in nitrogen dioxide (NO2) concentrations since 2008 thanks to the Mayor overseeing an 
ambitious programme of measures, including a new bespoke London Local Air Quality 
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Management framework. However, it is clear additional action is needed to achieve NO2 
compliance in as short a period as possible and this requires both additional powers and 
funding from Government, which, when accounting for the importance attached to the 
issue by the UK Supreme Court ruling, should be reflected in the latest Spending Review. 

 
2.6 The GLA welcomes the flexibility afforded to regional and local authorities in considering 

which measures are necessary and appropriate to achieve compliance. However, this 
approach is clearly determined by the outcome of the current Spending Review and 
Government decisions on fiscal incentives, such as Vehicle Excise Duty and capital 
allowances. Given the need to address urgently air pollution, a plan that demonstrates that 
the right powers, funding and action will be in place, is of upmost importance. 

 

Section 3: European vehicle emission standards 

 
3.1 Dieselisation of the UK light vehicle fleet has been a public policy failure. In London, like 

many other cities, compliance would have been achieved much earlier if it was not for the 
failure of European vehicle emission standards, which have not been effective at reducing 
NOx emissions from diesel light vehicles in urban environments and in real-world driving 
conditions. 

 
3.2 There is currently limited data on Euro 6 vehicles and it is clearly a changing picture as the 

new testing regime is negotiated and evidence emerges from the Volkswagen case. 
Nevertheless, results from a recent Transport for London (TfL) study on light vehicles 
indicate that Euro 6 vehicles will deliver substantial benefits in real-world driving 
conditions when compared to older vehicles, even though they still fall far short of the 
official standard. TfL would welcome the opportunity to work with Defra and contribute to 
its work on urban emissions functions whilst a consolidated dataset on the performance of 
Euro 6 vehicles is established. 

 
3.3 A top priority of the Government must be to ensure the introduction and measurement of 

real world driving emissions (RDE) in the testing regime for Euro 6 vehicles. It is essential 
to secure a transformation in the testing regime because it is the only way we can be 
confident that further necessary emission reductions from Euro 6 vehicles will materialise. 
The recent vote to agree the package of measures on regulatory emission limits based on 
‘Real Driving Emissions’ testing is positive1, although we believe this could be sooner and 
stronger. It is essential changes are committed to legislation as soon as possible and that a 
robust programme to ensure the achievements expected through RDE are being delivered. 
The implications of not taking this forward are clear in the accompanying sensitivity 
testing to the consultation, which demonstrates that a failure of Euro 6 would result in 30 
non-compliant zones in the UK in 2020. Member States must work together to ensure the 
agreed conformity factors and testing procedure is accepted by the European Parliament 
early next year.   

 

Section 4: Clean Air Zones framework 

 
4.1 Access controls can be effective at tackling air pollution but they must be fair, 

proportionate and affordable for individuals. The London Low Emission Zone (LEZ) is one 
of the largest of its kind and it has played an important role in London achieving 
compliance with particulate matter (PM). We welcome the proposed framework of Clean 
Air Zones (CAZ) and TfL would be willing to share knowledge and lessons learnt in the 
development of existing and planned schemes in London. One important lesson is that TfL 
currently has had to absorb considerable costs to establish bespoke databases for the 
information required to enforce the London LEZ. The establishment of such databases 

                                                 
1 http://europa.eu/rapid/press-release_IP-15-5945_en.htm 
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must be addressed at a national level because it will act as a major disincentive to any 
other authority looking to introduce its own scheme as part of a CAZ framework.   

 
4.2 There should also be flexibility in the CAZ framework to allow authorities to restrict access 

based on other important parameters such as congestion, road user safety and also to 
recoup expenditure. For example, enabling deliveries out of normal working hours would 
reduce daytime congestion and emissions. A concurrent review of the statutory criteria for 
use of traffic orders would also enable greater flexibility in how traffic schemes can operate 
or are presented, for example enabling the ability for traffic restrictions in particular areas 
to respond to day to day changes in atmospheric conditions that could rely on digital 
traffic signs. 

 
4.3 The plan includes a ‘Type D’ CAZ in central London in 2020. This is consistent with the 

Mayor’s commitment for an Ultra Low Emission Zone (ULEZ), which will almost halve NOx 
emissions in central London in 2020. We are urgently seeking additional funding of around 
£50 million from OLEV to deliver this initiative in its entirety. 

 
4.4 In support of the ULEZ, we are seeking £20 million match-funding from OLEV to deliver 

around a third of our target of 300 zero emissions single-deck buses in central London by 
2020. This fund will help to pay for the additional net costs of electric buses over diesel 
buses and associated infrastructure. We are also seeking to become the UK’s Go Ultra Low 
City as part of an ambitious £20 million OLEV bid, which will help to realise independent 
projections for 70,000 ultra low emission vehicles (ULEVs) sold in London by 2020. Finally, 
we will be seeking £12 million funding to support new ULEV licensing requirements as part 
of our vision to create demonstrator taxi and private hire vehicle fleets in the capital. 

 
4.5 The plan also includes a Greater London CAZ in 2020, which we understand will potentially 

be strengthened in 2025. This is clearly a matter for the next Mayoral administration and 
would be subject to public and stakeholder consultation. Whilst this approach is agreeable 
in principle, London’s bus fleet would not be Euro VI compliant by this time without 
additional funding. Transport for London is currently working with London boroughs to 
examine options for strengthening the requirements of the existing LEZ and/or expanding 
the ULEZ and it would not be appropriate to pre-empt that work. 

 
4.6 Subject to the outcome of the above work and funding decisions, it may be appropriate to 

specify an implementation date after 2020 for the Greater London CAZ, especially if Euro 
VI retrofit options remain unavailable. This would be more manageable for businesses and 
could still achieve compliance by 2025. 

 
4.7 A fund for the research and development of Euro 6/VI retrofit options would support the 

Government’s work to exploit new and clean technologies. If a suitable solution is found 
then a national certification scheme should be created to support the implementation of 
CAZs. Likewise, it may be helpful to consider a Liquid Petroleum Gas (LPG) retrofit scheme 
for vans or increased uptake of petrol vans to help small businesses transition away from 
diesel in the short to medium-term, subject to emission savings being demonstrated. 
Roughly 98 per cent of kilometres driven by vans in London are diesel and there are 
currently limited alternative options on the market. 

 
4.8 The Government could consider bringing penalty charges for engine idling in line with 

other traffic offences to provide a stronger disincentive and support the CAZ framework. 
TfL estimate that if all drivers in central London switch off engines for one minute each 
day instead of idling it could reduce emissions by 90kg per annum per vehicle. 
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Section 5: Support for cleaner vehicles 

 
5.1 The plan is an excellent platform to influence consumer purchasing beyond conventional 

fuel and to increase the uptake of ultra low emission vehicles. We recognise it is important 
that fiscal incentives, such as the OLEV plug-in car grant, are regularly reviewed to ensure 
consumers and industry do not become dependent on subsidy. However, the Government 
must remain committed to these measures, for at least the next ten years, until the vehicle 
market becomes more mature and suitably competitive – this is particularly the case for 
strategic fleets, such as vans, taxis and private hire vehicles, which remain at a critical 
moment in their transition. Ultra Low Emission Vehicles help maintain improved air quality 
and will clearly contribute to the Government’s CO2 reduction targets. 
 

5.2 The Government has a crucial role to play in encouraging the uptake of Euro VI vehicles, 
including through the use of enhanced Reduced Pollution Certificates, the HGV Road User 
Levy Scheme and capital allowances to off-set investment in Euro VI. Consideration should 
also be given to how the emerging practice of removing diesel particulate filters pre-
installed on vehicles to “improve” engine performance can be tackled. 

 
5.3 We welcome the Government’s decision to revise buying standards for the procurement of 

public sector vehicles as the existing mandatory standards and best practice guidance are 
intrinsically linked to the failed Euro V/5 standard. Public sector procurement should 
necessitate ultra low emission vehicles in the first instance, subject to suitability. 

 
5.4 In light of the effectiveness of previous Euro standards and the Volkswagen scandal, the 

Government should seriously consider introducing a national diesel scrappage scheme, 
modelled on the successful 2009 scheme, to help drivers to switch to cleaner vehicles. This 
is particularly helpful at the individual level as many consumers have been nudged towards 
diesel fuel owing to fuel efficiencies and national fiscal incentives to cut CO2 emissions. In 
addition, a real world emissions test for Euro 6 light vehicles will still take time to impact 
NO2 concentrations in London owing to the rate of fleet turn over in the UK. 

 
5.5 In central London, taxis2 account for around 20 per cent of PM10 road transport emissions 

and 18 per cent of NOx road transport emissions. Taxis in other cities across the UK have 
similar disproportionate air quality impacts. London has now set a new licensing 
requirement that all new taxis licensed from 2018 need to be zero emission capable 
(≤50g/km CO2 and a minimum zero emission range of 30 miles). Similar national emission 
standards for licensing taxis would help to boost demand for these vehicles and support 
the manufacturing industry, which would lead to better economies of scale for drivers and 
substantial emission savings in cities. Without such national standards there is a danger 
that older more polluting taxis are simply exported from those areas that have tightened 
their emission standards. 

 
5.6 It is important to ensure that the trial of longer semi-trailers (LSTs) is not at the cost of 

pedestrian and cyclist safety - design of vehicle or use on unsuitable roads. A coherent 
policy that links emissions (both air pollutant and CO2) and road safety is required. 
Consideration could be given to linking with schemes such as the London Safer Lorry 
Scheme, which aims to encourage cycling and walking by reducing the fear of accidents 
with HGVs through fitting of sideguards and mirrors.  

 
5.7 As exhaust emissions reduce, the proportion of emissions from tyre and brake wear is 

expected to increase. Indeed, the latest London Atmospheric Emissions Inventory based on 
research by King’s College London indicates that up to 75 per cent of road transport 
emissions of PM come from tyre and brake wear. To date limited action has been taken to 
address these sources and Government has a critical role to play in undertaking additional 

                                                 
2 London “Black Cabs” or “Hackney Carriages” as per TfL licencing standards 
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research to further understand this issue, and then putting in place appropriate steps to 
reduce this emissions source. 

 

Section 6: Heathrow airport 

 
6.1 The Government must continue to scrutinise the existing operation of Heathrow Airport to 

mitigate its impact on poor air quality in the capital. Increasing use of larger aircraft such as 
the A380 results in higher pollutant emissions as well as greater passenger numbers, which 
increase traffic on the road network. The GLA and London boroughs clearly have a very 
limited influence on the overall control of the emission impacts of an international airport. 
Therefore, a clear commitment is needed at a national level to ensure this area meets 
compliance as soon as possible. Measures put forward to improve compliance at Heathrow 
airport and the surrounding exceedance areas should be explicitly referred to in the final 
plan and operational changes must only be permitted when effective mitigation is put in 
place – and proven effective. 

 
6.2 We note that the assessment undertaken to inform preparation of the draft plan does not 

include Heathrow expansion and we also note that the work undertaken by the Davies 
Commission earlier this year does not have regard to the draft plan.  In particular, the 
Commission’s report was based on not delaying compliance with EU limits beyond 2030 
but the current consultation will bring this forward to 2025.  

 
6.3 This highlights quite clearly that there is a fundamental mismatch between the work of 

Government through the Davies Commission and that of Defra through preparation of the 
action plan. As a result, it is not clear how expansion of Heathrow Airport is compatible 
with the Government’s EU air quality obligations and how it could be implemented 
lawfully. 

 
6.4 The predicted picture is that the Heathrow area (without expansion) would be compliant. 

There exists no assessment of the impacts of expansion in this scenario, nor of the 
required mitigation to ensure that air quality does not deteriorate further. The new Defra 
Action Plan presents a risk that expansion of Heathrow in its poorly mitigated form 
currently, as put forward by the Commission, may indeed risk a third runway moving us 
from compliance to non-compliance. This is a key test for any national infrastructure 
project.   

 
6.5 Our view is that, as such, as a minimum, the assessment of Heathrow expansion must be 

updated in order to for the government to make a decision that does not impact the health 
of Londoners for years to come. The Government should therefore reject the Airport 
Commission’s recommendation to expand Heathrow Airport as it jeopardises the objectives 
of the plan. 

 

Section 7: Local measures 

 
7.1 The Mayor is providing £20 million to boroughs through the Mayor’s Air Quality Fund to 

help deliver local measures that address emissions in known air quality hotspots. A national 
toolkit for local authorities to help identify and prioritise hotspots would allow local 
authorities to target funding and resources effectively. This approach has helped London 
to achieve compliance with Particulate Matter in recent years. 

 
7.2 It is important that Defra ensures Air Quality Grants, which are well regarded by local 

authorities, are continued and if possible increased to support the Mayor’s own funding 
commitments. London boroughs have expressed some disappointment that the fund was 
halved in 2015/16, and many are unable to apply for capital only grant funding. It is 
hoped that in 2016/17 this fund will once again be £1 million in total and available for 
both capital and revenue projects. Additionally, given the extent of NO2 exceedence in the 
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capital, it is hoped a significant proportion of this funding would be ring fenced 
for/provided to London boroughs. The GLA would encourage boroughs to provide 
additional match-funding from available LIPs funding and other sources.  

 
7.3 The Mayor has recently consulted on a Local Air Quality Management system for London. 

This system is tailored to the specific opportunities, challenges and policies in London. The 
new London Local Air Quality Management (LLAQM) system will commence in 2016 and 
aims to provide enhanced co-ordination across the city, as well as helping to raise the 
profile of the importance of local authorities’ work on air quality. The Mayor has been 
working closely with Defra on this to ensure a joined up approach, and we are looking 
forward to continuing to work together to ensure that borough action on air quality is 
supported and encouraged. 

 

Section 8: Non-transport emissions 

 
8.1 There is a strong focus on transport measures in the action plan. This is important as road 

transport is often the greatest contributor to NO2 exceedence in locations where the 
majority of people are active (eg the roadside). However, road transport only accounts for 
roughly half of NOx emissions in London and the Government must remain supportive of 
other policies to reduce emissions from non-transport sources. 

 
8.2 Importantly, we believe there are opportunities for the Government to make regulatory 

changes, at no cost, which would strengthen the effectiveness of existing non-transport 
emission reduction policies in London. For example, the Clean Air Act has delivered 
significant improvements in air quality over the past sixty years and now needs to be 
updated to make it fit for purpose. Amongst other issues, the right approach is needed to 
enable local authorities to manage properly emissions from construction and generators, 
biomass, liquid biofuels and combined heat and power systems. Existing powers relating to 
smoke control orders should also be retained. London could be taken roughly an extra 
three per cent closer to NO2 compliance by allowing the Mayor to regulate non-road 
mobile machinery in the same way that motor vehicles can be regulated. This would 
require appropriate legislative amendments for example, to the GLA Act or through the 
Clean Air Act. 

 
8.3 Changes that result from the Housing Standards Review could potentially complicate 

London’s ability to enforce existing emission standards on residential developments. 
Taking into account London’s growth, this would lead to a reversal of the emissions 
reduction delivered by the ULEZ. It is essential the Department for Communities and Local 
Government (DCLG) protect regional and local authorities’ ability to set appropriate air 
pollutant emission standards for new developments, such as ‘Air Quality Neutral’ 
requirements included in the London Plan. The Government must allow London planning 
policy to take precedent on these matters. 

 
8.4 The Department for Energy and Climate Change (DECC) should prioritise measures that 

address CO2 emissions and air pollution in tandem, such as energy efficiency and boiler 
replacement, and formally include reducing air pollutant emissions as one of its objectives. 
As a welcome first step, DECC should consider devolved powers to the GLA so London’s 
residents can be better served.  

 
8.5 To date London has seen unintended consequences from the Energy Company Obligation 

(ECO) owing to a perception of high delivery costs, which has led to the capital 
representing only 7.5% of all UK household ECO measures being installed. In conjunction, 
London continues to receive a significantly lower share of national funding to upgrade 
inefficient boilers in fuel poor homes (receiving less than 4% of the Home Heating Cost 
Reduction Obligation (HHCRO) element of ECO), despite having over 12 per cent of 
England’s fuel poor living here.  
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8.6 There is precedent within ECO for setting targets to redress the imbalance of activity.  For 

example, the rural sub-target of the Carbon Saving Communities Obligation was developed 
to ensure rural communities get their fair share of energy efficiency support. The capital 
should receive a similar sub-obligation to account for the current low level of support 
afforded to Londoners. 
 

Appendix 1: Minor corrections to the draft air quality  
plan for the Greater London area 

 
a) London taxis will not be required to operate in zero emission mode when driving in the 

ULEZ. They are exempt from the ULEZ scheme and emission reductions will be sought from 
the taxi fleet through new Londonwide vehicle licensing requirements. 
 

b) The Mayor has now confirmed the new licensing requirements for London taxis as follows: 
 

 From 1 January 2018, all taxis licensed for the first time must be zero emission 
capable (≤50g/km CO2 and a minimum zero emission range of 30 miles), while 
new diesel taxis will not be allowed in London. 

 
c) The Mayor has now confirmed the new licensing requirements for London Private Hire 

Vehicles as follows: 
 

 There are several milestones which will ensure that all vehicles granted a private 
hire licence for the first time after 1 January 2023 will be zero emission capable 
(≤50g/km CO2 and a minimum zero emission range of 10 miles or ≤75g/km CO2 
and a minimum zero emission range of 30 miles), regardless of age: 

 
o In advance of the ULEZ requirements, and to clean up the private hire 

fleet, all private hire vehicles licensed for the first time between 1 January 
2018 and 31 December 2019 must feature a Euro 6 petrol or diesel engine, 
or a Euro 4 petrol-hybrid engine. 
 

o From 1 January 2020 all new private hire vehicles – defined as those under 
18 months old – licensed for the first time will have to be zero emission 
capable. 

   
o Older private hire vehicles – those over 18 months old – will need to 

feature a Euro 6 engine when licensed for the first time between 1 January 
2020 and 31 December 2022. They will also need to be zero emission 
capable from 2023. 

 
 
 
 
 


