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M12. Is the broad spatial distribution of housing and employment development proposed 

in the Plan, including between inner and outer London, justified and would it contribute to 

the objective of achieving sustainable development particularly in terms of minimising the 

need to travel and maximising the use of sustainable transport modes; building a strong, 

competitive economy; creating healthy, inclusive communities; and respecting the 

character and appearance of different parts of London? 

 

1 INTRODUCTION 

1.1 We believe the broad distribution of housing and employment proposed is justified and 

would be sustainable, including in terms of transport, when applied in tandem with the draft 

Plan’s policies.  

1.2 The draft Plan sets out housing targets that are higher in outer London than inner London. 

While inner London generally has greater access to public transport, outer London covers 

significantly more area and therefore needs to play an important role in delivering a 

substantial proportion of London’s housing growth, with a particular focus in areas with 

greater access to public transport and local amenities, such as town centres. This approach 

will also contribute to the vitality of outer London town centres, which is needed where 

retail and other uses have declined in recent years.  

1.3 The draft Plan proposes to cater for employment growth in central London and other well 

connected locations. We believe this approach would make the best use of historic and 

ongoing investment in existing transport infrastructure, deliver economic benefits through 

agglomeration and advance the case for further targeted investment in London’s transport 

network to support employment growth.  

1.4 We also believe the distribution of growth in the Plan would help strengthen London’s 

economy, improve the health of Londoners and build inclusive communities, and that this 

can be achieved in a way that gives adequate regard to the character of different parts of 

London.   

2 DISTRIBUTION OF HOUSING 

2.2 The distribution of housing proposed in the draft Plan is based on the Strategic Housing Land 

Availability Assessment (SHLAA).  The 2017 SHLAA was carried out by the Greater London 

Authority (GLA) and is divided into large site and small sites components. 

2.3 Large site capacity is based on identified sites and takes into account both transport 

connectivity and capacity. The former is reflected through the use of Public Transport 

Access Level (PTAL) in the density assumptions, while the latter is included as a delivery 

constraint that can reduce the probability of a site coming forward and thus its contribution 

to overall housing capacity. The 2017 SHLAA sets out that over half of the identified 

capacity on large sites between 2019/20 and 2028/29 is in locations of PTAL 4-6, which tend 
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to see significantly higher use of sustainable modes.1 Areas of higher PTAL often have 

greater access by foot to local employment, retail and other amenities, reducing the need to 

travel. The Plan complements this by promoting greater housing density, which is associated 

with greater use of sustainable modes (see Figure 1) and can in turn support the case for 

public transport and active travel investment. In addition, nearly 70 per cent of large site 

capacity is within Opportunity Areas. These areas can accommodate large-scale brownfield 

development that can be designed from the outset to enable higher densities and 

sustainable travel, supported by targeted investment in transport infrastructure and 

integrated planning, such as through Opportunity Area Planning Frameworks. Overall, we 

believe that the distribution of large sites makes the most of the existing public transport 

network and where the opportunities are greatest to expand upon it. Within this context, the 

broad distribution of large site housing capacity is justified and sustainable in transport 

terms.  

Figure 1: All journey mode share by population density of home area, London 

residents, 2011 

 

Source: MTS Challenges and Opportunities Report, TfL 

 

2.4 The capacity for housing on small sites is based on a modelled approach, rather than the 

identification of specific sites. The vast majority of small site development benefiting from 

the presumption in favour of development as described by Policy H2 Part D2 will be within 

800m of a station or town centre, with any outside these areas having a PTAL between 3 and 

6. In most cases this provides residents with access to public transport and local amenities 

and is supported by the NPPF (2012) requirement for development to be focused in 

sustainable locations where the fullest use of public transport, walking and cycling can be 

made.  

                                                
1 Figure 142, MTS Challenges and Opportunities Report 



Participant 010 

Page 3 of 5 

 

2.5 As mentioned above, there is a strong relationship (see Figure 1) between levels of residential 

density and use of sustainable modes and we would therefore anticipate travel by foot, cycle 

and public transport to increase as small site development occurs. We will review local 

transport needs on an ongoing basis to support this, supported by outputs from the London 

Development Database. Within this context, we consider the broad distribution of small site 

housing capacity to be justified and sustainable in transport terms.  

2.6 Given the greater opportunities for residential development in outer London, we believe the 

draft Plan has placed appropriate emphasis on it as a source of housing capacity. Higher 

housing delivery is critical to strengthening London’s economy so workers and communities 

can continue to afford to live in the city. At the same time, it is important that this growth is 

focused in areas with access to public transport and local amenities to ensure both that 

people and goods can move efficiently and that residents can travel actively to benefit their 

health. Housing delivery also supports the creation of local jobs to provide amenities and 

public services to new residents, which in turn makes public transport operations and 

investment more viable. We therefore believe that both greater housing delivery and housing 

being concentrated in well connected locations are essential to achieve the aims of the Plan. 

The distribution of housing growth in the draft Plan strikes an appropriate balance to achieve 

its stated objectives.  

3 DISTRIBUTION OF EMPLOYMENT 

3.1 The draft Plan assumes an additional 900,000 jobs2 in London over the Plan period. Of these, 

700,000 are projected to be in central and inner London. We believe this reflects current 

development demand, office viability and the tendency of businesses to locate in areas of 

existing employment density and public transport connectivity, which allows for access to a 

larger potential workforce. Similarly, there is significant non-office employment such as retail 

in well connected locations which allows these businesses to access a wider pool of both 

potential workers and customers. We consider this analysis of the potential for employment 

growth to be an appropriate basis on which to determine policies on employment use 

classes. 

3.2 We also believe that this distribution of employment growth would support sustainable 

transport outcomes. In particular, employment growth being concentrated in central London, 

inner London and the well connected parts of outer London would support use of 

sustainable transport modes. Central London in particular benefits from ‘hyper connectivity’ 

by public transport, providing the businesses that locate there access to a massive potential 

labour force. This helps the area compete with cities in other parts of the world to attract 

employment uses that would be unlikely to locate elsewhere in the city, or indeed the 

country, providing a substantial contribution to the economy of London and the UK as a 

whole. More generally, employment growth in well connected locations can help make the 

best use of existing and planned investment in public transport, such as the Elizabeth lne and 

the investment programme in London Underground lines. We are continuing to develop 

proposals such as Crossrail 2 to provide further transport capacity for employment growth, 

including in central London where there are further agglomeration benefits that can be 

secured. As well as rail infrastructure, changing street environments can enable more 

commuters to travel, such as by providing segregated cycle routes,  reallocating road space 

to walking, cycling and buses and applying parking restraint. Cycling has particular potential 

as a means of commuter travel. It represents a considerably higher share of traffic during the 

                                                
2 London Employment Sites Database 
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morning and evening peaks3 and has grown to reach around 6 per cent of trips to 

central/inner London workplaces by London residents.4 Central and inner London are well 

placed for continued growth in commuting by cycle, supported by planned investment in 

infrastructure. 

3.3 The distribution of employment would also help reduce the need to travel. In inner London, 

higher existing densities can enable more people to live near employment opportunities, 

while in outer London, the concentration of new jobs in town centres and Opportunity Areas 

would coincide with new homes and increasing population densities. This would result in 

more jobs being located near where people live, both now and in the future, enabling more 

walking, cycling and public transport use to work.  

3.4 Finally, there are a number of wider potential benefits that this approach could secure. There 

is a strong relationship between employment density and productivity5 and by concentrating 

growth in central London and well connected locations such as town centres in the rest of 

London, these economic benefits can be maximised. At the same time, locating jobs in 

places that are well connected by public transport can increase the number of people able to 

access them (see figure 2) helping more communities across much of London to share in the 

prosperity generated by the city’s growth. This can also help build the case for future 

investment in public transport and active travel infrastructure in these areas and enable more 

Londoners to travel actively as they get to work, benefiting their health.  

                                                
3 Travel in London report 11, figure 5.4 
4 London Plan Cycle Parking evidence paper, figure 7 
5 Figure 125, MTS Challenges and Opportunities Report 
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Figure 2: Change in number of jobs reachable within 45 minutes travel time by public transport in 

the MTS scenario (2015 to 2041) 

 

Source: MTS Outcomes Report, TfL 

 

4 CONCLUSION 

4.1 We believe this demonstrates that the distribution of housing and employment proposed is 

justified and would result in sustainable transport outcomes when applied through the 

policies in the draft Plan. This in turn will help strengthen London’s economy, support more 

Londoners to travel actively to improve their health of Londoners and maximise 

communities’ access to employment and housing.  

4.2 As part of preparations for both the Mayor’s Transport Strategy (MTS) and draft London Plan, 

we carried out strategic modelling of the proposed distribution of housing and employment 

growth. This found that the distribution could be achieved with sustainable transport 

outcomes – including those relating to road congestion, public transport crowding and air 

quality – when the proposals of the MTS are implemented. Based on the arguments set out 

above, an alternative distribution of the growth that is referred to in the Plan would likely 

present fewer opportunities for walking, cycling and the use of public transport for those 

using new developments. As a result, it would risk greater levels of car dependency and 

associated increase in congestion, emissions and physical inactivity, and therefore less 

sustainable development.    

4.3 The proposed distribution of housing and employment complements of a number of the 

Plan’s policies, particularly those on optimising density, public realm, Healthy Streets, cycling 

and car parking, which in turn support the proposed distribution being achieved.  


