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ACRONYMS
This report uses the following acronyms:
3PL – Third Party Logistics

HGV – Heavy Goods Vehicle

ABP – Associated British Ports

ICE – Internal Combustion Engine

AQMA – Air Quality Management Area

LEP – Local Enterprise Partnership

BID – Business Improvement District

LGV – Light Goods Vehicle

CIL – Community Infrastructure Levy

Lo-Lo – Load on Load Off

CILT – Chartered Institute of Logistics &
Transport

LPA – Local Planning Authority

CLES – Centre for Local Economic Strategies
CLOCS - Construction Logistics and
Community Safety
CoT – Chamber of Trade
CRP – Community Rail Partnership
CSRGT - Continuing Survey of Road Goods
Transport

LTA – Local Transport Authority
MaaS – Mobility as a Service
ODs – Origin - Destinations
ORR – Office of Rail & Road
PCL – Port Centric Logistics
Ro-Ro – Roll on Roll Off
RSSB – Rail Safety & Standards Board

DfT – Department for Transport

SLR – Strategic Land Reserve

EST – Energy Saving Trust

SME – Small Medium Enterprises

FDM – Freight Demand Management

SRN – Strategic Road Network

FOCs – Freight Operating Companies

STBs – Sub National Transport Bodies

FQP – Freight Quality Partnership

TAP – Traffic Assessment Project

FTZ – Future Transport Zone

TOCs – Train Operating Companies

JIT – Just in Time

PCV – Passenger Carrying Vehicle

GHG – Green House Gases
GVA – Gross Value Added
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1

REPORT INTRODUCTION

1.1

INTRODUCTION
The sustainable, safe and efficient movement of goods requires the freight industry to continually
improve and optimise its operational practices. Additionally, public authorities must provide the
conditions for the industry to thrive. An effective relationship between the two is critical for the
development and longer-term commitment to sustainable freight planning and strategy.
This report reflects on the opportunities available to the freight industry (referred to as ‘industry’
throughout) to deliver cost effective services and to satisfy demand. The roles and responsibilities of
public authorities in creating a supportive regulatory and investment environment is also considered.
This operating environment must also balance the needs of society whilst protecting the environment
and supporting economic prosperity.

1.2

REPORT CONTENT
This report aims to present a compelling narrative for guiding future operational and planning
considerations, by named actors, to satisfy the needs of the freight industry and the broader
objectives of public authorities, including Transport for the South East (TfSE). The report is structured
follows:
Current Challenges: providing a snapshot of current challenges facing the freight industry and
discussing the historic lack of awareness of freight as an industry sector;
The Role of Industry: establishing the rationale for freight companies, mainly road haulage operators,
to adopt new practices, including a series of dashboards to inform operational changes;
The Role of Public Authorities: identifying the need to apply a freight lens to internal practices,
upskilling local authority officers and presenting a series of dashboards on future planning
considerations;
The Role of TfSE: reflecting on the key takeaway themes and developing a course of action for TfSE
to help embed best practice approaches across its geography.
Conclusions: a summary of the main conclusions that have been drawn throughout the report.

1.3

KEY ACTORS AND THEIR ROLES INTRODUCTION
The responsibility for sustainable freight planning, strategy and delivery must be shared between
public authorities and the freight industry. Creating the appropriate conditions for safe, sustainable
and efficient freight movements will require several different actors to proactively take on
responsibilities for change in order to achieve the TfSE vision outlined below:
TfSE Vision Statement (extract)
The South East is crucial to the UK economy and is the nation’s major international gateway for
people and businesses. We will grow the South East’s economy by facilitating the development of
a reliable, high quality, sustainable, integrated transport system that makes the region more
productive and competitive, improves access to opportunities for all and protects the
environment” – TfSE Transport Strategy (2020).
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Freight has historically been siloed and poorly integrated within the broader discourse around
transport, travel and place. This contrasts to the focus of attention and investment in passenger and
active travel due to their political capital and the fact that freight has traditionally been the preserve of
market forces rather than shaped by long term strategic planning.
The sector is equally susceptible to the changing trends and priorities affecting the wider transport
system. These range from climate change and the decarbonisation agenda through to the rise in ecommerce, new employment structures and fluctuating market conditions. The scale of
interdependencies and the pace of change require sound partnerships and relationships to be forged
between the freight industry and public authorities to ensure that the optimal conditions for efficient
freight operations are delivered and maintained. There are other stakeholders, such as trade bodies,
acting as a conduit between the two and providing invaluable input to each respective actor.

1.4

THE FREIGHT INDUSTRY
The freight industry is defined as the organisations involved in the carriage of goods between an
origin and a destination for processing, sorting or consumption. Logistics is a broader concept that
encompasses other components of a supply chain including the production and management of
goods, as well as their distribution.
The focus of attention, in terms of the future of freight, is on the need to optimise road freight haulage,
the most dominant means of moving goods across the UK. More specifically, efforts are underway to
reduce the societal and environmental impact of the movement of goods while recognising its role in
local and national economies.
The stakeholders directly and indirectly involved in Freight, Logistics and International Gateways in
the South East are many and varied. The groupings below present a selection of the key actors in the
freight system and their objectives, which need to be considered when developing strategies, policies
and planning.
 Freight Trip Generators – those procuring goods and services and those fulfilling demand, covering
both business-to-business (B2B) and business-to-customer (B2C), e.g. residents/individual
consumers at the local, regional, national and international levels, shippers (consignors) or
receivers (consignees)
 Freight and Logistics Operators and Service Providers (across all modes; road, rail, air, sea and
pipeline) – those who provide logistics services (transport, storage, distribution and other
supporting functions, to meet the demand for movement created by the Freight Trip Generators
above:
 Carriers (moving goods for others)
 Own account operators (carrying their own goods)
 Infrastructure Owners & Authorities – Organisations, whether pan national bodies, such as
National Highways, port authorities (which could be owned and managed by local authorities as in
the case of Portsmouth International Ports or by private commercial operators such as ABP);
airport operators and the rail network (Network Rail - soon to be absorbed by Great British
Railways).
The triggers for the freight industry to optimise journeys, reduce road-based mileage and raise driving
standards are discussed further in Section 2. These will require collaborative working with Freight
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Operating Companies (FOCs) across all modes of freight transport within a local, regional and subnational context to continue supporting the industry.
There are a number of key freight industry facts of note in the box below1234

Key Freight Industry Facts
 Over 79% of domestic UK freight is moved by road (152 billion tonne kilometres per year)
alongside 5.6 billion tonne kilometres moved internationally by UK registered vehicles (TCfGB,
2020);
 In total, over 1.56 million people are employed in transport (including storage), with the freight
industry contributing £12bn to the UK economy (GOfS, 2019);
 More specifically, the transport and logistics sector across the South East of England
generates GVA of over £8 billion per annum (Steer, 2018); and
 The South East is a crucial economic driver; with forecast employment growth of 500,000 and
an additional £130 billion being added to the economy over the next 30 years (WSP, 2019).

1.5

PUBLIC AUTHORITIES
There is critical role for public authorities working in partnership with the freight industry.to facilitate
the operation of an effective and efficient freight network. Public authorities range in size and scale
with varying levels of power to influence and shape policy, planning and strategy. TfSE can act as a
unifying voice to lobby for change by collating together the aspirations of local authorities and the
freight industry, escalating demands to DfT for shaping national policy and helping to apply a freight
lens to internal processes and decision making.
Public authorities, for the purposes of this study, include but are not limited to:
 Local Transport Authorities (LTAs): officers working across transport, land use and urban design
departments (and elsewhere) helping to shape or influence site-based plans, policy and strategy.
There are 16 LTAs in total across the TFSE area;
 Local Planning Authorities (LPAs): decision makers within development control and involved in the
formation of local plans and the exercising of urban planning functions across a particular area,
including interaction with members and councillors;

1

TCfGB (2020) Annual Report to the Secretary of State 2019-20, Annual Report to the Secretary of State 201920 - GOV.UK (www.gov.uk)
2Government Office for Science (2019) Understanding the UK Freight Transport System, Future of Mobility:
understanding the UK Freight Transport System (publishing.service.gov.uk)
3 Steer (2018) Economic Connectivity Review, FINAL-Economic-Connectivity-Review.pdf
(transportforthesoutheast.org.uk)
4 WSP (2019) Freight, Logistics & Gateway Review
1
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 Local Economic Partnerships (LEPs); helping to source investment and deliver business-led
strategic growth including skills development and infrastructure. These are multi-stakeholder
groups, and there are five in total across the TfSE area; and
 Department for Transport (DfT); The national government body setting trends, forecasting future
scenarios and conveying policy and data for transport at a strategic level across industry sectors.
 Policy development is also being undertaken by national network operators whose investment
priorities are set by DfT. This covers network operations, maintenance and renewal and includes
National Highways, which prioritises investment on the SRN in the South East; and
 Network Rail, which prioritises investment on the rail network in the South East.

1.6

OTHER STAKEHOLDERS
There are a number of other stakeholders that play a role in shaping the narrative around freight and
logistics. Trade body associations often represent a particular sector (e.g. aviation, road haulage etc)
of the freight and logistics industry and typically provide support, advice and tailored content to their
membership while lobbying public authorities, developing policy statements and informing strategy.
Their remit extends to promoting best practice and improving industry standards; recognising the
challenges and issues faced by FOCs and the aspirations and demands of public authorities and the
public at large.
Logistics UK and the Chartered Institute of Transport and Logistics (CILT) provide a holistic
perspective on freight and logistics across their membership, content and policy direction and are
actively engaged on a national, sub national and local scale, while the following notable trade bodies
(not an exhaustive list) have a more specialist membership and associated policy positions:
 Road: Road Haulage Association (RHA);
 Warehousing: UK Warehousing Association (UKWA);
 Ports: British Ports Association (BPA), British International Freight Association (BIFA) and the UK
Major Ports Group (UKMPG);
 Aviation: International Air Transport Association (IATA);
 Rail: Rail Delivery Group (RDG), Rail Freight Group (RFG);
 Businesses: Federation of Small Businesses (FSB) or the Confederation of British Industry (CBI);
and
 Traffic Commissioners (the industry regulators).
There are other industry bodies that have an interest in the freight and logistics sector. Manufacturing
associations, representing freight generators, can help convey ‘real life’ consequences of inefficient
freight movements alongside supply chain insights and rationale. Higher education, such as
Universities, can contribute towards research and development in the field of future mobility. Fuel and
energy network providers are increasingly engaged to accelerate the shift towards zero emissions
fuels in order to decarbonise the freight industry.
The freight industry and public authorities rely on a range of service providers offering solutions that
can improve the efficiency, safety and sustainability of freight movements. This ranges from improving
data collection through to improving backloading (the means of collating loads to reduce empty
running, often via load sharing platforms). Equally, public authorities across the UK have consulted
organisations such as the Centre for Local Economic Strategies (CLES) to change procurement
practices and the Energy Saving Trust to move towards greener fleet policies.
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1.7

RATIONALE FOR ACTION
Freight, until relatively recently, has been the silent network operating outside of the public
consciousness and with little fanfare; holding limited weight in political discourse and investment
programmes compared to the movement of people. Traditionally, the freight sector has been heavily
market-led with minimal state investment or direction despite the impact it has, both positively and
negatively, on people’s quality of life.
Underpinning this is a lack of awareness of freight as part of the transport mix (discussed in Work
Package 2 [WP2]) and subsequent lack of resources and attention dedicated to the sector historically.
Only now, as the decarbonisation agenda comes to the fore and goods movements start to have a
visible impact on urban streets, is the call for action being raised. The repercussions from leaving the
European Union and the impact of the Covid 19 pandemic, have also highlighted the role of the freight
and logistics sector to sustaining standards of living and the need for greater supply chain resilience.
On this basis, key aims of this report are:
 To understand the challenges faced by the freight industry to help inform future operational
interventions; and
 The need for public authorities, including TfSE to insist on greater integration between transport
and land use development planning; and
 The need for public authorities to engender a ‘think freight’ approach throughout their decisionmaking processes.
The benefits of a prominent stance on freight range from the design of new streetscapes that put
safety, accessibility and attractiveness at its heart, through to supporting the role of the sector and its
contribution to employment growth targets at a strategic level. A positive and proactive approach to
freight and logistics can bring very real impacts on profit margins and standards of living.
The following sections distinguish between the role of the freight industry and public authorities, and
their collective and individual responsibilities for delivering optimal freight operating conditions. They
also consider the potential role(s) for TfSE going forward. A set of dashboards detailing
recommended interventions are also presented.
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2

THE ROLE OF INDUSTRY

2.1

THE CURRENT CONTEXT
First and foremost, businesses working within the freight sector are seeking to improve their
operational performance to save time, minimise operating costs and reduce overheads whilst trying to
enter new markets and build their reputations. Freight transport is always seeking to optimise
journeys with hauliers, couriers and shippers constantly competing for custom and seeking new
revenue streams and where they can, consolidate loads to reduce trips, maximise payloads and
increase profit margins.
Revenue is the biggest driver for shaping operational practices, which are influenced by external
factors determined by activities and functions of public authorities or are natural consequences of
market demand. There are other triggers on a local (even ‘hyperlocal’) or global scale that influence
decision making which can stimulate a shift in operational practices and influence travel behaviour
change.
Partnership working between the freight industry and public authorities is important to help foster a
step change in the adoption of new practices and to respond to changes in legislation. This includes
the transition towards cleaner fuels as part of the decarbonisation agenda and more specifically the
changes to tax on fuel duty (i.e. red diesel) that will directly impact operational costs.
There are a number of key facts relating to the Freight, Logistics & Gateway Review as bulleted in the
box below5.
Key Facts (Freight Logistics & Gateway Review, WSP, 2019)
 Around 12% of all UK HGV operators are based in the TfSE area from a total figure exceeding
82,000 based on 2019 figures.
 The majority of operators have fleets of less than 10 vehicles; indicating the scale of
engagement required for adoption of new practices by companies likely to have smaller
operational margins.
 There is a higher density of HGVs per km2, in the TfSE area with 19 compared to an average
of 10 per km in other UK regions. This indicates the relative scale of vehicle ownership/leasing
over smaller geographical footprint.

INDUSTRY DRIVERS
There are a number of key drivers for FOCs to adopt new practices and behaviours which are
generally replicable across all modes of freight transport (road, rail, air and maritime). These drivers
can also be useful Key Performance Indicators (KPIs) that can help industry assess performance and
operational efficiency.

5

WSP (2019) Freight, Logistics & Gateway Review
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 Reducing trips; reducing the number of journeys (and/or distance travelled) by a particular mode or
as a proportion of all trips made by a single mode to fulfil service requirements with minimal
business overheads;
 Vehicle optimisation; carrying the maximum distance/weight tonnage across vehicle deck lengths
(e.g. HGVs, sea faring vessels, rail rolling stock, aircraft);
 Minimising empty running; reducing ‘stem mileage’, the distance travelled without a load between
the source of activity and where vehicles are stored or based;
 Driver and vehicle efficiency; enhancing fuel efficiency, slowing vehicle depreciation (and
maintenance requirements) and alleviating road related incidents, accidents or collisions;
 Time utilisation; ‘sweating’ existing assets (e.g. vehicle fleets) alongside workforce availability over
a whole working day (the best purpose vehicle on the best fit route with best trained resource); and
 Deviation from Schedule; the responsiveness to changes in internal factors (e.g. driver illness or
vehicle breakdown) and external conditions (traffic congestion and limited infrastructure).
A business-as-usual approach towards operational practices has direct implications on revenues and
costs for companies working within the haulage and road freight sector who are more vulnerable to
occurrence of internal and external factors. On average, there are 150 million avoidable lorry miles
each year6 resulting from poor route selection.
The, the costs of congestion to businesses along major corridors through the TfSE area amounted to
£389 million in 2019 and is predicted to rise to £1.1 billion by 2041 without mitigation. The cost of
congestion for HGVs is double that of LGVs7.
Alongside the need to generate revenue, FOCs must also be legally complaint and, in the case of
road freight, are held accountable by the Traffic Commissioner who has responsibility for the licensing
and regulation of HGV and PCV operators and operation. Legal compliance can take priority over
environmental performance, especially amongst smaller hauliers. This presents a major challenge to
improving all-round efficiency and decarbonisation.
One of the reasons for suppliers to outsource haulage requirements to third parties is to take
advantage of economies of scale and the offering of higher quality service. In this context, the road
freight industry is able to adopt new ideas and working practices; overcoming management inertia
and restrictive work practices that inhibit in-house efficiencies. Road hauliers can also offer flexibility
or specialisation of services and can be more receptive to the collation of loads.
The opportunity presented by load sharing networks are presented in the box below whilst detailed
overview of differing operating licences, and their significance, is provided in the following box89.

Oldman (2016) UK Freight In for the long haul?, https://www.imeche.org/docs/default-source/1-oscar/reportspolicy-statements-and-documents/uk-freight---in-for-the-long-haul.pdf?sfvrsn=38dfc012_2
7 Steer (2018) Economic Connectivity Review,
https://transportforthesoutheast.org.uk/app/uploads/2020/10/FINAL-Economic-Connectivity-Review.pdf
8 TCfGB (2020) Annual Report to the Secretary of State 2019-20, Annual Report to the Secretary of State 201920 - GOV.UK (www.gov.uk)
9 Texaco (2016) Overview of the UK Commercial Vehicle Industry, https://motortransport.co.uk/wpcontent/uploads/2018/04/Texaco-Report-2016-1-3.pdf
6
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Load Sharing Networks
Palletline and Pallex are networks that help to offer low-cost express deliveries nationwide, based
on a hub and spoke model; with consignments smaller than a truckload sent to hubs for onward
connections. These are ideal access points for SMEs and road hauliers looking to secure steady
revenue streams, optimise payloads and to reduce empty running. This network relies on ‘hub’
locations being established and an understanding of strategic freight flow.
3PLs, who oversee much of the supply chain management and perform an array of added value
services, tend to optimise deliveries and consignments on behalf of suppliers and customers
across multiple sectors from larger fulfilment and warehousing centres across the country.
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Standard v Restricted Operating Licences
The licensing terms applicable to the carriage of goods by hauliers can be a barrier to the
adoption of best practice and efforts to boost industry standards. Standard Operating
Licences (SOLs), which enable FOCs to transport goods for payment (Hire and Reward),
require licenced drivers to hold a Certificate of Professional Competence (CPC) and a
higher vehicle deposit/insurance threshold to cover maintenance and vehicle repairs or
damage. These can be held as national or international licences (the latter particularly
relevant for freight forwarders and hauliers based out of the south east).
In contrast, Restricted Operating Licences (ROLs) confine FOCs to moving their own goods
alone without the need to carry a CPC and a sizeable capital deposit; with the aim of
removing barriers to entry and protecting smaller businesses with a freight requirement but
small capital reserves. However, this situation potentially leads to more freight vehicles
taking to the roads with minimum driving standards in place.
Out of the 473,900 registered commercial vehicles in the UK (2014-2015 figures), around
52% are driven under a Restricted Licence. A licence authorises you to use a maximum
number of motor vehicles and, if applicable, trailers. The average number of vehicles
specified to a restricted licence is was around 2.4 in 2013/2014 compared to the number
specified to a standard licence which was 6.1-6.3 in the same year.
Restricted licences only allow the operator to carry “own account” (i.e. not third party)
goods. A Standard licence is needed to carry third party goods (or to “apply for hire and
reward”). A snapshot of licences continued and in use during 2014-2015 indicates almost
double the number of Restricted licences compared with Standard ones. There are now
8,185 O licences issued across the South Eastern and Metropolitan Traffic Area
[comparison of numbers by Traffic Area isn’t needed – it’s partly down to the number and
spread of operating centres and partly the size of the different Traffic Areas] covering
42,486 vehicles (TCfGB, 2020).
However, the HGV licencing structure:
 Severely limits backloading and reducing empty running by Restricted licence holders;
 Effectively incentivises the purchase, use and retention of older and more polluting
vehicles; the average age of a HGV in the UK is now 7.5 years with vehicles having
lengthening lifecycles (Texaco, 2016); and
 Fails to recognise or reward industry standards and professionalisation in the sector,
which can lead to a proliferation of smaller, unqualified and less efficient vehicle fleet
operators.

2.2

TRIGGERS
The freight industry, and particularly road haulage, is under increased pressure to minimise its
environmental impacts through vehicle fleet decarbonisation, whilst simultaneously trying to minimise
operational overheads and generating additional income streams. This scenario impacts on the
receiver of goods and the supply chain as well as on their relative competitiveness and longer-term
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financial sustainability. Future operational changes led by industry are being triggered by a number of
key triggers set out below.

DECARBONISATION & AIR POLLUTION
Transport is gradually becoming cleaner with reduced greenhouse gas emissions as a transition takes
place from combustion engines to electrified vehicle powertrains, including battery electric and
hydrogen fuel cell across all modes of transport. The need to shift to zero emission vehicles has been
accelerated by changes in government policy, with the publication of its Transport Decarbonisation
Plan in July 202110. This will include future bans on the sale of new petrol and diesel-engine cars and
vans by 2030 and diesel HGVs by 2040 and ensuring all road vehicles are net zero emission by 2050.
Decarbonisation is taking place at varying rates across the road freight industry. There are marked
differences in the availability of capital investment, incentives and availability of new technologies to
support LGVs undertaking short, local trips, compared with the requirements of Heavy Goods
Vehicles (HGVs) on longer distance journeys (particularly along the SRN) that demand greater
capacity requirements. In 2016, HGV and LGV tailpipe emissions together accounted for 11% of PM10
and 17% of PM2.5 pollution from road transport11 The DfT’s Road to Zero12strategy aims to foster a
15% reduction in GHG emissions from road freight by 2025 working with industry to support the
transition.
The decarbonisation agenda makes the case for a transition towards cleaner fuel technologies and
efficient driving practices. This is with the aim of reducing GHG emissions, particulate matter and fuel
consumption. and ultimately improving air quality and addressing climate change.
The need to decarbonise and reduce emissions is increasingly relevant as new legislation is also
brought forward. This includes the introduction of clean air zones and increases in fuel duty to nudge
users towards cleaner alternatives. However, around 98% of the road haulage sector in the UK is still
powered by diesel traction and almost half of HGV fleets across the UK are 10 years or older. This
presents itself as both an opportunity and a challenge to transition to cleaner transport or risk ‘locking
in’ diesel fleets for the foreseeable future.
This is a perennial issue facing the haulage industry, particularly due to the pace of decarbonisation
that is being sought. The age of vehicle fleets is increasing; with the average age of licensed LGVs
now being 8.3 years, compared to 7.4 years for HGVs13. There were 3,625 Ultra Low Emission
Vehicles (ULEVs) LGV registered in 2019; a 126% increase on the previous year but only 19

DfT (2021) Decarbonising Transport, A Better Greener Britain,
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/1009448/dec
arbonising-transport-a-better-greener-britain.pdf
11 WSP (2019) Freight Logistics & Gateway Review
12 DfT (2018) The Road to Zero,
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/739460/roadto-zero.pdf
13 DfT (2020) Vehicle Licensing Statistics: Annual 2020,
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/985555/vehic
le-licensing-statistics-2020.pdf
10
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registered HGVs in this category across the UK). Used van prices have increased by record amounts
(50%) over an 18-month period during 2020/202114 (due to the combined demand for servicing
(trades), e-commerce and the overall strong business case and flexibility offered by the van. This has
implications on air quality from higher emitting, older vehicles.
Without financial incentives, the transition will be difficult for the smaller, licenced fleet operators who
constitute the vast majority of national hauliers. The transition will have a disproportionate impact on
SMEs due to the initial capital outlay required for new vehicles or in-cab technologies and the current
absence of a reliable refuelling or charging infrastructure network for alternatively fuelled vehicles.
Many hauliers, or businesses operating a fleet, may not even meet Euro 6 diesel engine standards
which were introduced in 2015 and remains the latest standard for emissions reduction including for
air polluting nitrogen oxides (NOx) and particulate matter (PM), The standards are upheld and used to
charge vehicles entering CAZs.
Hauliers will subsequently need to look for cost effective alternatives. Fleet operators could consider
higher capacity vehicles using European Modular Systems (EMS) that offer a substantial payload
advantage, with a corresponding reduction in fuel consumption per tonne-km of approximately 20%
compared with conventional tractor-semitrailer vehicles15.
Decarbonisation is not confined to road freight transport with waterborne transport, commercial ports
and Rail Freight Operators (RFOs) also moving away from the use of red diesel in response to tax
changes on fuel duty. Industry can take advantage of cost effective alternatives, ranging from
shoreside power systems and LNG bunkering facilities to serve newer vessels (as in the case of
Southampton) or Hydrotreated Vegetable Oil (HVO) by DB Schenker across existing locomotive fleets
as solutions towards decarbonisation. ‘Hub’ ports, such as Southampton, has the greatest potential to
boost rail freight traffic and mode shift away from a dependency on long distance road haulage.
From a shipping perspective; the scale and pace of decarbonisation remains modest. Whilst the
Sulphur Emissions Control Area (SECA, in place since 2015) has restricted the use of heavy fuel oil
as a bunker fuel, vessels are still inclined to use diesel whilst berthing, in the absence of the
necessary bunkering and alternative shoreside power generation. Ports, including Southampton, have
invested in LNG facilities and are introducing plug-in power with the financial backing of the Solent
LEP to reduce GHG emissions.
However, there are barriers to decarbonisation; notably both capital and operating costs, for
transitioning effectively. There are also numerous parties involved in this process; for example, the
use and potential of shoreside power, provided by port authorities, is dependent on the vessel power
specification (and therefore the vessel operator) as well as the availability of power often via a third
power source (e.g. the national grid). There has to be cross party alignment and ‘buy in’.

2

Commercial Fleet (2021) Used van values up 50% in 18 months despite mileage and age increasing,
https://www.commercialfleet.org/news/van-news/2021/07/05/used-van-values-up-50-in-18-months-despitemileage-and-age-increasing
15 Oldman (2016) UK Freight In for the long haul?, https://www.imeche.org/docs/default-source/1-oscar/reportspolicy-statements-and-documents/uk-freight---in-for-the-long-haul.pdf?sfvrsn=38dfc012_2
Steer (2018) Economic Connectivity Review,
14
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NEW TECHNOLOGIES
New technologies and innovations, particularly those aimed at improving freight efficiency, were
popular with stakeholders representing industry, public authorities and other local stakeholders across
the TfSE region16. The adoption of new technologies is driven by new consumer expectations, internal
strategy/competition, regulation/compliance and wider supply chain benefits.
The emergence of new technologies (see Work Package 4 for further information) offers individual
FOCs the opportunity to reduce operational overheads, maximise load capacities and reduce barriers
to new markets; with the ultimate aim of maximising profit margins. across the UK, HGVs are
operating empty 28-30% of the time17with limited improvement made over the past two decades.
Greater supply chain visibility and the rise of brokerage and sharing platforms, such as Freight
Exchange, provide hauliers with the opportunity to optimise spare vehicle capacity and reduce empty
running.
Vehicle optimisation is relevant for both domestic and international hauliers travelling through the
TfSE area and is especially pertinent given rising operational costs brought on by customs checks
and the increased wage demands brought on by the HGV driver shortage. There is also potential for
further improvement, with HGV ‘load factors’ stabilising at around 61%, implying that vehicles have
over a third capacity spare for hauling additional loads18.
The shortage of warehousing capacity, particularly across the South East, could also be addressed
through sharing assets This would seek to combine technology with innovative software solutions and
automated inventory management systems to optimise the use of existing floorspace.
The optimal use of assets applies, to a lesser extent, to vehicle fleets and alternative business models
that offer more demand responsive services. New, disruptive technology platforms, such as Uber
Freight have the potential to revolutionise the industry by quickly matching carriers and shippers
through technological platforms.
The use of in-cab technologies and the adoption of standardised GPS devices to aid route
optimisation has the potential to grow exponentially across the road freight industry. This relatively
cost-effective intervention, accessible to the road haulage sector, would allow vehicles to ‘talk’ with
on-road smart infrastructure. The use of this technology could be supported and reinforced by trade
bodies with mass adoption across the sector leading to reduced freight costs from better routing, fuel
efficiency and vehicle maintenance.

CHANGING EXPECTATIONS/DEMANDS
There is a concerted drive to reduce the prominence of long distance road haulage and to shift loads
over to more cost effective, environmentally friendly means of travel, such as rail and coastal
shipping, particularly for strategic journeys.

AECOM (2019) Freight Scoping Study
RAC (2021) Motoring FAQs, https://www.racfoundation.org/motoring-faqs/mobility#a42
18 NIC (2019) Better Delivery: The Challenge for Freight, https://nic.org.uk/app/uploads/Better-Delivery-April2019.pdf
16
17
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Road haulage is likely to remain the dominant means of moving goods inland across the TfSE area in
the future. but this will be set against a backdrop of changing expectations around emissions
reduction (and the pace of transition) and placemaking alongside commitments to Corporate Social
Responsibility (CSR) and ISO accreditation.
Almost 20% of all UK retail sales now take place online19with shifting expectations for next day
delivery, shorter lead times and supply chain transparency. Consumers are increasingly conscious of
the impacts of their purchasing decisions, including how deliveries are conducted. A recent study
indicated that consumers would pay a premium for better ‘traceability20 and that ‘sustainability’ is a
key consideration for a variety of consumer segments when making purchasing decisions21.
While individual operators, notably larger hauliers, have likely explored eco driving techniques or
upgraded to in-cab telematics systems, additional promotion and targeted marketing campaigns or
incentives would likely be required to nudge smaller companies towards greater uptake. There are
also expectations to consider around satisfying industry standards and demonstrating best practice to
help secure future contracts and comply with planning conditions (such as during development
construction).
The changing market demand for commodities is also having a catalytic effect on waterborne and rail
requirements, particularly the former with many of the UK ports privately owned. Containerisation has
provoked growth in tonnage moved and has increased loading/unloading speeds but requires
investment in handling equipment and storage yards for Load on – Load off (Lo-Lo) traffic. The
interest expressed by industry for mode shift to rail through the identification, designation and
operation of Strategic Rail Freight Interchanges (SRFIs) will need to be unlocked by public authorities
(through capital investment and land designation) to minimise risk to private sector industry.
There are challenges that will inform commercial decisions. There are some commodities that move
exclusively by road for domestic freight journeys, such as fertilisers, chemicals and machinery as well
as foodstuffs and animal fodder. Rail plays a more prominent role at present in transporting metal
products, crude and manufactured goods. Rail has raised its mode share by 3% nationally in
2018/2019 (on the previous year) and has seen freight volumes grow by 60% over the last twenty
years22. However, Freight distribution by rail depends upon a range of factors such as end
destination, path availability, journey time, rail terminal availability as well as fuel costs, HGV driver
availability, and the nature of commodities being moved.

RAC (2017) The Implications of Internet Shopping Growth on the Van Fleet and Traffic Activity,
https://www.racfoundation.org/wpcontent/uploads/2017/11/The_Implications_of_Internet_Shopping_Growth_on_the_Van_Fleet_and_Traffic_Acti
vity_Braithwaite_May_17.pdf
20 IBM (2020) Meet the 2020 consumers driving change, https://www.ibm.com/downloads/cas/EXK4XKX8
21 Deloitte (2020) Shifting sands: How consumer behaviour is embracing sustainability,
https://www2.deloitte.com/ch/en/pages/consumer-business/articles/shifting-sands-sustainable-consumer.html
22 DfT (2019) Transport Statistics Great Britain 2019,
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/870647/tsgb2019.pdf
19
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The need for manufacturing firms and 3PLs to deliver on a Just in Time (JIT) basis means aviation
can deliver high value items on time-critical services, though at a higher cost to the consumer, so is
unlikely to play as substantial a role across the TfSE area comparatively.
There are a number of key facts relating to the Driver Shortage are discussed below23.
Driver Shortage
In total, over 79,000 EU registered citizens left the UK in 2020, leaving a skills and driver
shortage across the industry. The number of EU HGV drivers fell by 14,275 (36.3%) over Q2
2020 whilst there was a parallel drop of 4,000 (1.5%) in UK nationals who were registered as
HGV drivers (Logistics UK, 2020). Indeed, there was a notable reduction in HGV practical and
theory tests undertaken (and passed) between 2019-2020 (Q2) (Logistics UK, 2020).
This situation has led to staff retention issues; with drivers hopping between businesses offering
higher wage opportunities (often at the detriment of smaller hauliers with smaller margins).
However, the cost of recruitment and training are also high; £7,000 per HGV driver for gaining a
full qualification with annual driver salaries or gross hourly pay for the South East lagging behind
other parts of the country (e.g. Midlands). The fact remains that even despite leaving the
European Union, the Migration Advisory Committee (MAC) has not accepted the case for adding
the role of HGV driver to the Shortage Occupation List (SOL) and therefore the ability for the
sector to access skilled worker visa routes to address driver shortages is limited.

SKILLS & SECTOR PROFESSIONALISATION
Industry Image
Alongside the challenge to address the nationwide HGV driver shortage, there is a broader concern
about the recognition of the freight and logistics sector as a vital industry and to address its poor
public image. Staff recruitment and retention are high on the agenda to counteract the skewed
demographic profile of drivers; who are stereotypically male, white and over 50 years of age24). There
is also a perception that driving is also an unskilled job and a belief that future employment within
freight and logistics is confined to informal, monotonous consignments in cab or a warehousing
facility. These are just a few of the portrayals of the industry that erodes interest in the profession.
Employment Opportunities
The greatest proportion of employment opportunities across the freight and logistics sector are low to
middle skilled (41.7%), followed by low skilled (26.6%) compared to 9.2% and 31.4% respectively for
all jobs in the UK economy. However, delving deeper, the industry does have a high concentration of
low level occupational roles (machine operatives and elementary roles account for 49% of the
workforce) and poorly qualified workforce (41% unqualified or qualified below level 2). This situation

Logistics UK (2020) Skills and Employment Report 2020,
https://logistics.org.uk/CMSPages/GetFile.aspx?guid=86764e99-6b36-4517-a93d-f567ebfa0ada&lang=en-GB
24 Logistics UK (2020) Skills and Employment Report 2020,
https://logistics.org.uk/CMSPages/GetFile.aspx?guid=86764e99-6b36-4517-a93d-f567ebfa0ada&lang=en-GB
23
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could impact the scale and growth of the industry, which may also change in response to automating
menial roles and upskilling staff. Upskilling of course is dependent on successful staff retention, often
related to providing attractive working conditions.
The industry will also need to accept that the introduction of new technologies and practices will
require staff training and upskilling. The Employer Skills Survey (ESS) reported that employers are
struggling to fill vacancies due to lack of skills, qualifications and experience, especially for higher
skilled roles that require specialist qualifications. The job market trends towards higher skilled
professions in freight and logistics roles, suggesting increasing professionalisation of the sector and
the future automation of jobs. There was a 103% increase in the number of Purchase Managers and
Directors employed between 2009-2019 and a 20% increase in transport/distribution managers,
compared to the increase in forklift trucks drivers (21.4%) and elementary storage occupations
(22.4%) over the same period25.
The British Chambers of Commerce (BCC)26 noted the scale of the skills gap; highlighting that within
the transport and distribution sector, 27% of businesses attempted to recruit and 59% reported
problems in finding the right people; with management, leadership and digital skills most difficult to
find. Some operators and companies have taken the initiative and have developed their own
programmes, but most have requested instead for a standard to be developed for vocational training
and experience that can be universally applied.
Next Generation
There are examples of collaboration between larger industry partners, DfT and other government
departments to create national training academies specialising in a broad range of logistics and
freight skills development. Apprenticeships are another option based on the availability of the
Apprenticeship Levy and desire for greater vocational training and hands-on experience. In reality,
only 15% of apprenticeship levy paying employer accounts in 2019/2020 across the UK27fully utilised
the funds available to them, with year-on-year apprenticeships in logistics falling by the same
percentage annually from 2012-20. When it comes to hiring apprentices, only 46% of transport and
logistics companies would explore the opportunity; lower than all but one sector.
Streamlining and incentivising the uptake on apprenticeships, which come with fundable courses and
the opportunity to attain certain registered standards (such as warehousing), could aid industry and
boost the appeal to new audiences. This includes the lack of women represented across the industry
(which currently stands at 12% compared to 20% target).
Best Practice Standards
The need to ensure high standards across domestic and international vehicle traffic is also key; both
in terms of maintaining safety standards (i.e. vehicle condition) and to ensure fair market conditions

Logistics UK (2020) Skills and Employment Report 2020,
https://logistics.org.uk/CMSPages/GetFile.aspx?guid=86764e99-6b36-4517-a93d-f567ebfa0ada&lang=en-GB
26 British Chamber of Commerce (2020) Quarterly Recruitment Outlook,
https://www.britishchambers.org.uk/media/get/BCC%20QRO%20Q2%202020%5b1%5d%2011.pdf
27 Logistics UK (2020) Skills and Employment Report 2020,
https://logistics.org.uk/CMSPages/GetFile.aspx?guid=86764e99-6b36-4517-a93d-f567ebfa0ada&lang=en-GB
25
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are upheld. Lorry traffic had the highest proportion of foreign registered vehicles at 3.9%, a decrease
of 0.6 percentage points compared to 2017 with the South East having the highest registration in the
UK28Only approximately 15% of Roll on – Roll off (Ro-Ro) movements, where vehicles board and
depart vessels, carrying international freight are undertaken by UK-registered vehicles29 hinting at the
crucial contribution that foreign-registered freight forwarders and hauliers make to UK supply chains.
Raising standards can bring many benefits to individual businesses and the road freight industry
generally. Voluntary accreditation and recognition schemes, most notably the Fleet Operator
Recognition Scheme (FORS) and the Construction Logistics & Community Safety (CLOCS), are pan
national schemes with varying levels of award for adopting best practice.
Members can gain access to toolkits, attend workshops and ‘instil a mindset of continual
improvement’ covering subjects from efficient tyre management through to enhanced fleet
management, ensuring vehicle compliance and delivering training that boosts driver morale and
motivation. Ultimately FORS training and accreditation can lead to delivering a better, cost effective
service (as an operator) and help to protect the environment and reduce congestion (local
authorities).
Membership can entice FOCs with discounts and offers with the main advantages for
industry30including:
 £2.2 million in insurance premiums saved by FORS members;
 £1.94 million in manager training benefits provided;
 £7.24 billion of contracts specifying FORS;
 14% reduction in reported fleet GHG emissions;
 12% improvement in reported fleet MPG;
 32% reduction in reported road incidents; and
 49% reduction in PCNs.

DfT (2020) Road Traffic Estimates: Great Britain 2019,
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/916749/roadtraffic-estimates-in-great-britain-2019.pdf
29 TfSE (2021) Topic Paper
30 FORS (2021) Your route to best practice, https://www.fors-online.org.uk/cms/champions/
28
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Other recognition schemes, such as ECO Stars, operate nationally but have limited presence in the
south east (with the exception of FOCs based in Swale), which was launched in 2015 as part of an Air
Quality Action Plan (AQAP) to address air pollution across Sittingbourne, Isle of Sheppey, Sheerness
and Faversham.
FORS Accreditation
As at 2021, there were8,687 FORS accredited companies operating within the freight and
logistics sector across the UK and 3,964 accreditations, across all industries and sectors based
in the south east of the UK, including London. A disproportionate number are based in the capital
compared to the spread of coverage elsewhere across the TfSE area (with peaks associated
with major freight generators and logistics hub locations).
Figure 2-1 - UK FORS Members (FORS, 2021)

2.3

A NEW APPROACH
The tendency, at least historically, is for private industry to be left to their own devices and to adopt
new practices in response to favourable market conditions. Industry interest will naturally spur on the
adoption of new practices and behaviours; whether these are driven by:
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 Internal Factors: namely the profit motive but with a broader recognition of social responsibility and
environmental commitments that are within the power of the company to define; based on values
and reputation; and
 External Factors; those outside of a business’s control, such as consumer preferences, which
influence how a business conducts its activity or runs its service.
A Freight Demand Management (FDM) approach can help frame the approach that could be taken by
industry to deliver a more safe, sustainable and efficient freight network through which individual
business objectives can be satisfied. Abiding by the ‘4Rs’ can be a useful way to shape the
interventions. Crucially, public authorities can also tailor future planning considerations around this
type of demand management approach for consistency and alignment. The 4Rs, first used for the
management of freight and logistics for the 2012 London Olympics, covers:
 Remode: to change how goods are moved from A to B; associated with reducing the most
polluting and inefficient forms of road transport;
 Reduce: to lower the number and length of trips that are made and ultimately help to reduce travel
demand;
 Reroute: to recalibrate the way in which items are delivered and to plan and optimise journeys to
avoid sensitive areas or navigate busier travel corridors; and
 Retime: to change the point in time when goods are being delivered; with the primary aim of
travelling outside of peak periods.
There is a 5th ‘R’ which is equally, if not more crucial to delivering a freight strategy. The need to
‘Reflect’ on freight movements and more specifically the monitoring and evaluation of interventions,
will help businesses to assess the impact of adopting new practices; with data collection and analysis
forming a key component of this process over time (see WP2 for data collection issues and
opportunities).

2.4

THE INTERVENTIONS
A set of dashboards has been developed to help illustrate the range of interventions available to the
freight industry to address the key (intrinsic) drivers and responding to (external) triggers for the
adoption of new operational practices. Every dashboard covers several subject areas and uses a
similar format to that used to describe potential technological innovations in WP4 Decarbonisation
and Technology. There are also parallels with (and therefore some replication of) interventions across
these two work packages. Here the focus is on road freight transport as the recipient of future efforts
due in part to the following:
 The urgency to decarbonise the sector because of its disproportionate role in contributing almost a
quarter (23%) of all road-based transport emissions across the UK31;

DfT (2021) Transport and Environment Statistics 2021 Annual report,
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/984685/trans
port-and-environment-statistics-2021.pdf
31
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 The prominence of road freight for domestic freight movements relative to rail (9%), coastal
shipping (1%) and aviation (<1%)32. This is combined with the lack of data across other modes;
and
 The opportunities being presented to deliver innovative freight solutions by industry under the
influence of public authorities who are responsible for managing and developing the road network.
The interventions selected, featuring a combination of vehicle, place and people based approaches,
are informed by the recommendations within the TfSE Logistics & Gateway Review (including
stakeholder suggestions captured through the AECOM Scoping Report) alongside cross referencing
the range of interventions indicated within the Freight Carbon Review33The dashboards are selfexplanatory but cover the following subject areas:
 Mode Relevance: The applicability to different types of freight transport;
 Freight Sector: predominantly ‘road’ focused but covering all modes of freight;
 Actors: key stakeholders involved in application/formation of intervention;
 Technical Maturity: How progressed the intervention is as a workable deliverable ready to deploy
 Commercial Maturity: The extent to which the intervention is operational and available to market
 Geographical Applicability: where the intervention could be pursued across the TfSE area.
Use Cases
Similar to WP4, use cases have been developed to provide inspiration for industry across the TfSE
area; with any proposed application being referenced under ‘opportunities’, ‘barriers’ and the ‘local
relevance section.
Freight Objectives
A TfSE Freight Strategy must be led by a set of objectives which lay out plans for the future of freight
within the wider transport network to manage current and future economic, environmental and social
challenges. The same objectives which were applied to other work packages (as below) are cross
referenced and scored, by impact, for each of the interventions that could be adopted by industry.
Dashboards
The following interventions have presented in dashboard format:
 Telematics (Re-routing);
 Load Sharing (Reducing);
 Quiet Deliveries (Re-timing);
 Port Booking System;

DfT (2019) Transport Statistics Great Britain 2019,
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/870647/tsgb2019.pdf
33 DfT (2017) Freight Carbon Review 2017,
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/590922/freigh
t-carbon-review-2017.pdf
32
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 Cargo Handling Equipment;
 Greener Fleets;
 Shared Assets;
 Driver Training;
 Accreditation & Recognition Schemes;
 Alternative Modes (Re-moding):
 Waterborne Transport;
 Freight on Public Transport; and
 E Cargo Bikes.

Dashboard Summary
A number of observations can be made as to the value of each intervention (and dashboard)
individually and how they can collectively inform the development and delivery of a freight strategy.
These have been summarised below:
 All the interventions will need to get buy in from industry. Ultimately operators and companies will
be chiefly responsible for expending time and resources so consensus is required to drive forward
with prioritised interventions that can satisfy a wide range of aims and objectives. Most of the
interventions suggested are low risk (they are commercially mature) to incentivise take up.
 The vast majority of the interventions are focusing on addressing the challenges and unlocking
opportunities for the road haulage and freight forwarding sector which contributions the most
towards overall carbon emissions whilst transporting the highest volume of goods across the
region. It is also the sector that generates the most externalities.
 Most of the interventions score highly when it comes to meeting economic sub objectives of the
freight strategy and often have a dual focus on reducing environmental externalities. The impact on
meeting social objectives is less pronounced – but engagement on this front is better represented
through the actions of public authorities (see chapter three).
 E-Cargo bikes can have the biggest, positive impact on fulfilling the objectives and subobjectives of
the freight strategy and should be a prioritised intervention for deploying in an urban, peri-urban
location across various conurbations where there are preferred conditions for roll out.
 There needs to be a package of interventions that combines ‘soft’ behavioural and operational
changes short term, namely driver training and quiet deliveries, with longer term capital intensive
investment in physical assets. The former is well established and can be more easily leveraged
whilst physical, capital intensive interventions and those with limited technical maturity can be
considered at a later date.
 Tried and tested interventions with clear delivery roadmaps would be ideally placed to start the
transition towards net zero and decarbonisation – namely fostering industries move towards green
fleets and accreditation and recognition schemes. These have technical and commercial maturity
but would benefit from greater awareness, profiling and promotion.
 Most interventions should be executed as part of a package of interventions and delivered in a
timely manner with changes in regulations or optimal conditions for adopting new practices (e.g.
fuel shortage and lack of lorry drivers). This applies, for example, to load sharing which should be
pursued more vigorously with the backing of trade bodies if licencing arrangements change.
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 There are interventions that would need to be explored at a more granular scale to determine
feasibility (namely cargo handling equipment and shared assets) which would need a strong buy in
and possible partnership in place to steer the process from concept to implementation.
 Public authorities themselves can be a trailblazer in some instances, such as investing in greener
fleets and driver training and can help set the tone for industry to follow suit. Public authorities
should also be putting pressure on setting higher standards across the industry and can pull levers
in the procurement phase for ensuring suppliers are accredited to a scheme.
 The development and delivery of all interventions will also be determined by funding availability.
For this reason, a broad mix of interventions has been selected to futureproof against changes in
the availability of funding. Whilst they are likely to have different cost profiles, they all share the
same aim of maximising the impact of meeting the freight objectives and sub objectives.
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Table 2-1 - Telematics (Rerouting)
TELEMATICS
Definition:
[Trajectory]

Mode Relevance

All freight modes

Freight Sector

Road (Haulage/Courier)

4 Rs

Gnewt
[London, UK]
OptimoRoute
[Software]
E-cargo bikes
Zedify
[UK, Nationwide]
Major Market
Failures

Local
Relevance

Mature technical
operation

Commercial
Maturity:

Category

Mature commercial
operation
Data and Connectivity

Geographical Applicability:

Use Cases
GeoTab

Barriers

Technical
Maturity

Fleet management tools can provide real-time visibility into fleet operations while increasing driver satisfaction and decreasing fuel usage through
predictive analytics and accurate reporting. It also helps fleet managers ensure that their operations are adhering to the complex regulations governing the
industry. Fleet management systems can also improve operational efficiency by assigning and dispatching routes to drivers in real-time to ensure accurate
pickups, deliveries and returns. Solutions include hazard alert services, delivery tracking, and dynamic routing. Telematics complements the delivery of
driver training (separate dashboard)

Best Practice

Opportunities

Re-route, Re-time

General

Gnewt as the UK’s largest fully electric commercial vehicle fleet. Delivering zero-emission final mile logistics for retailers and third-party logistics companies, Gnewt’s fleet of double payload modified vans has transformed green
deliveries in London – growing from just a handful of vans into the UK’s largest all-electric fleet. Gnewt needed to optimise its operations in order to compete with ICE delivery companies which were often cheaper. To add to this,
there are charging limitations with only a finite amount of power coming into its charging depot. Only 35 vehicles a day could be fully charged at first. To combat these constraints, drive greater scalability, and provide a platform for
future innovation, Gnewt needed a telematics solution that could transform how it views and models its fleet’s charging operations – one that could directly feed in vital intelligence on vehicle state of charge.
OptimoRoute enables users to optimise for the best routes & schedules while respecting all order and task criteria: priority, time windows, day of week, date range, reverse logistics orders, variable job durations vehicle matching (e.g.
loading ramp/refrigeration). Last minute orders can be integrated into route plans and automatically recalculated to reflect manual changes. It also integrates with delivery systems to provide proof of delivery, capturing digital
signatures and sending messages to customers informing them when the driver is scheduled to arrive.
Zedify built their own robust, efficient technology platform that addresses the specific demands of providing predominantly cargo bike-based city logistics. Routes are optimised daily meaning deliveries are made as quickly and
efficiently as possible. Barcode scanning enables consistency with other systems in the supply chain. Digital proof of delivery capture provides end-to-end tracking; and client login means deliveries can be booked and tracked and
reports accessed directly.
Route planning and optimisation is currently executed in isolation by individual fleet operators. There is a risk that if multiple fleet operators optimise their routing strategies in response to the same stimuli (e.g. diverting freight traffic
onto a lower capacity road to avoid congestion), this could create new problems elsewhere. To counter this, more data sharing between major hauliers should be encouraged. Simulations have shown that if we were all willing to take
a wider variety of coordinated routes that may not be optimised on an individual level, it would yield an overall reduction in congestion.

Vehicle emissions savings due to route optimisation, reducing the amount of stem mileage and empty running. Better co-ordination of assets resulting in reduced waiting times and delivery windows. Telematics can also aid with improving fuel efficiency,
minimise vehicle depreciation/maintenance requirements and better gauge tyre pressures for smooth rolling; for larger fleet operators and SMEs.
Costs may be prohibitive to deployment (for SMEs; although not relatively to new vehicle purchases for improving vehicle efficiency). Selecting appropriate system will also require thorough research.
Larger fleet operators can pave the way for the uptake in telematics and in-cab technologies as they are more likely to have access to capital for upgrades and associated driver training requirements. The use and application of telematics can be a shortterm win for helping the road sector, particularly HGVs, decarbonise in the event of a slower transition to alternative fuels., Telematics investment is a cost-effective way to improve driver efficiency (and to sweat existing assets), to improve road safety
and reduce the externalities from road freight movements (all led by industry). Telematics can also pave the way for greater supply chain visibility, a key emerging trend, and would help to response to congestion on the SRN, especially in and around
international gateways.
Impact on Freight Objectives
Economy

Freight efficiency

Environment
Max

Improved journey times, optimised use of fleets, delay mitigation and improved
supply chain connectivity to save time and costs
Industry contribution

Improved connectivity seamless intermodal activity to support local, national
and international freight movements across the area

FREIGHT, LOGISTICS AND GATEWAYS STRATEGY:
Project No.: 70079897 | Our Ref No.: 70079897
Transport for the South East (TfSE)

Max

Reduce the impact of the sector through air quality improvements and a
reduction in other forms of pollution and intrusive activities
Min

Improved jobs and opportunities to address skills shortages, support for inward
investment, land availability, infrastructure provision
Connectivity

Air quality

Society

Greenhouse gas emissions

Urban realm
Minimising the intrusive impact of freight transport on visual amenity and local,
protected settings

Min

Improve the safety of the sector to reduce the number of accidents involving
goods vehicles
Max

Reduction in greenhouse gas emissions from the sector to achieve net-zero by
2050
Med

Safety

Community disturbance

Max

Reduce the impact of freight on communities, noise levels, air quality and
informal overnight lorry parking
Med

Placemaking

Max

Better integrate freight into land use planning, development, construction and
servicing plans, better freight data
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Table 2-2 - Load Sharing (Reducing)

LOAD SHARING
Definition:
[Trajectory]

Mode Relevance

Freight Sector

Haulage & Freight Forwarding

Local Relevance

Technical Maturity

Mature technical operation

Commercial Maturity:

Category

Operating Commercially

Aggregation

Geographical Applicability:

Use Cases
Innovate UK
FreightShareLab [UK]

FreightShareLab is aiming to reduce empty running and improve partly loaded vehicle percentages. They are developing an open data software platform to coordinate the sharing of assets and anticipate that their software
will act as a strategic planning tool, integrating job and vehicle data from shippers, fleets and carriers. The research project aims to confront a reality which could see freight demand increase by 290%.

Penske Logistics
Clear Chain
[USA]

In the United States, Penske Logistics have developed software called Clear Chain that aims to match up empty-running trucks with jobs they could undertake. Real-time visibility of trucks, driver hours and work allow
backhaul loading opportunities to constantly be updated and matches to be facilitated when appropriate. Finding the right backhaul opportunity requires intense coordination, because the timing must match at every step of
the delivery process. Carriers need to find backhauls that fit within their schedule and their vehicles/ trailers.

LoadShare
[UK]

LoadShare is a unique service connecting parcels to journeys or people to deliveries. If you have a parcel to deliver there is always someone, about to undertake a journey, who is prepared to take that parcel to its destination
by incorporating your parcel delivery in their routine or occasional trip. Likewise, if you have a journey to undertake, there is always a parcel close to your route that, for some small deviations of journey, you can take with you
en route and recoup some of your journey costs.

Shiply
[UK]

Shiply is a hugely popular platform for over 150,000 FOCSs in the UK for backloading vehicles, with requests posted online every 30 seconds. FOCs can tailor searches by route, region and urban areas to tailor around other
fulfilling other consignments and quote prices for customers (B2B, B2C or C2C) with supply chain visibility inherently built into the software. Shiply partners with multinational marketplaces, such as eBay to maximise visibility
and integrate purchasing and delivery decisions.

Road Tech
[UK}

Major Market
Failures

Barriers

Re-duce

Load sharing connects parcels to journeys by making use of available space in existing journeys to deliver goods which otherwise would
have been shipped through traditional more expensive means. Load sharing means that businesses can move freight sooner, rather than
having to wait until they have accumulated enough product to fill an entire deck. Very often, there is always someone nearby about to
undertake a journey, who is prepared to take a parcel to its destination by incorporating a parcel delivery in their routine or occasional trip.

Best Practice

Opportunities

4 Rs

Road Tech is a market leader for providing IT services for the haulage and logistics sectors in the UK. The company trialled a marketplace hub for matching requirements for haulage work with spare capacity with the Road
Haulage Association for several years. In the end they concluded it did not work as what was always left were either jobs that no one wanted or ones that were priced at too low a rate. It was also argued that many activities
in logistics actually rely on a relationship of trust between the logistics provider and their customer.

Making use of spare capacity on other modes such as rail, bus, DDRT or car; but particularly road transport to help tackle the scale of empty running across the UK.
Most effective in geographies where transport is over longer distances than is common in the UK. Also concerns by operators around data sharing and the value for money for taking up shipment opportunities.
There are existing software/platforms already developed on a pan national level that can be accessed by operators. However, a number of issues need to be resolved if there is to be scaling up in interest across the TfSE area. This includes but is not
limited to, greater awareness and promotion by trade associations (with public authorities), conversion (and increases) in Standard Operating Licences (SOPs) through incentivisation and broader changes to industry structure and greater enforcement
of cabotage; to make it cost effective for UK hauliers to compete with international freight forwarders. The changing customs procedures resulting from Brexit may present an opportunity to reduce empty running from TfSE ports by swapping trailers for
return journeys inland. Load sharing can offer SMEs the opportunity to source additional income.
Impact on Freight Objectives
Economy

Freight efficiency

Environment
Max

Improved journey times, optimised use of fleets, delay mitigation and improved supply chain
connectivity to save time and costs
Industry contribution

Improved connectivity seamless intermodal activity to support local, national and
international freight movements across the area
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Transport for the South East (TfSE)

Max

Reduce the impact of the sector through air quality improvements
and a reduction in other forms of pollution and intrusive activities
Min

Improved jobs and opportunities to address skills shortages, support for inward investment,
land availability, infrastructure provision
Connectivity

Air quality

Society

Greenhouse gas emissions

Urban realm
Minimising the intrusive impact of freight transport on visual amenity
and local, protected settings

Min

Improve the safety of the sector to reduce the number of accidents involving
goods vehicles
Max

Reduction in greenhouse gas emissions from the sector to achieve
net-zero by 2050
Med

Safety

Community disturbance

Min

Reduce the impact of freight on communities, noise levels, air quality and
informal overnight lorry parking
Min

Placemaking
Better integrate freight into land use planning, development, construction and
servicing plans, better freight data

Min
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Table 2-3 - Quiet Deliveries (Re-timing)
QUIET
DELIVERIES
Definition:
[Trend]

Mode Relevance

Freight Sector

Haulage

4 Rs

Local
Relevance

Mature technical operation

Commercial Maturity

Category

Operating Commercially

Eco Logistics

Geographical Applicability:

Use Cases
Silent Night Time Deliveries
CIVITAS
[Barcelona}

Barriers

Technical Maturity

Re-timing deliveries allows goods to be delivered to businesses outside normal hours, using techniques to minimise noise and disturbance and the
externalities generated from freight movements. The aim of shifting deliveries to other times is to improve delivery schedules and reduce congestion and the
impact of carbon emissions in peak hours (within or outside the shoulders of the day). There can be many techniques involved to reduce visual and noise
intrusion; ranging from the type of vehicle used to the equipment sourced to move goods over the last 250m for minimising community disturbance. This
includes mitigating noise from equipment such as roll cages (e.g through rubber wheels or wooden structures instead of metal). Quiet deliveries, or re-timing,
links to consolidation and zero emission last mile deliveries.

Best Practice

Opportunities

Re-time
Re-route

The development of night deliveries was made in collaboration with two supermarket operators, Mercadona and Condis. In Valencia Street. The operator Mercadona demonstrated that night-time deliveries could be made
using adapted trucks and quiet unloading methods. The pilot (which was subsequently rolled out across the rest of the city) demonstrated benefits in terms of reduced delivery times and lower transport operating costs
whilst greater efficiency was achieved by replacing seven daytime deliveries with two deliveries by larger, quieter vehicles outside peak hours.

Retiming Deliveries
Consortium
Transport for London

The consortium was established on the back of the 2012 Olympic Games and in collaboration with the Freight Transport Association (now Logistics UK), Road Haulage Association, Noise Abatement Society, major national
retailers and several local authorities, to advocate, promote and educate business and government around the benefits of retiming within London. The Co-op was one of the organisations who engaged with the consortium
to help re-time deliveries across 100 of their London based stores. A subsequent guide of Quiet Deliveries was also produced for the capital to aid with re-timing deliveries based on industry best practice.

Project ZEUS
European Institute of
Innovation and
Technology

The ZEUS project aims to show that urban goods can be delivered in off-peak hours in a quiet, efficient, and environmentally friendly way. Using off-peak hours of 7pm-7am means delivery trucks will not contribute to rush
hour and traffic jams. To keep these late-night deliveries, quiet the project is looking at quiet transport trailers, low-noise pallet trucks, and covered loading docks at the stores. Colruyt Group is using their stores in city
centres as real test sites and hoping that the ZEUS project not only helps their own delivery system but can be used as a blueprint for cities across Europe.

Reduces the externalities from delivery and collection activities on local communities, whilst recognising the need for freight movements to take place and optimised for the industry to support society. Industry will naturally lean towards minimising delays
and disruptions because of the financial repercussions but may need support in gauging the optimal delivery and servicing windows.
The application may vary depending on the organisation and influence over supply chain decisions (especially if vehicles are trip chaining between multiple sites during a day)
As with many urban areas and city centres/service centres, a key aim is to encourage freight transport using the primary route network and central business areas to re-time outside of peak periods (which will vary from place to place). General traffic
mixing with freight and other forms of road transport, creates congestion and increases air pollution. Quiet deliveries aim to identify and recalibrate freight activity outside of busy windows to minimise delay (and ultimately improve supply chain efficiency).
Large supermarket chains and wholesalers, both with larger fulfilment centres in peri urban locations, should be the target audience for re-timing and even re-routing deliveries to improve journey times. Quiet deliveries can be factored into DSP and CLP
guidance too for minimising noise pollution during different times of the day. Quiet deliveries are best suited for B2B and C2B trips where there is flexibility within scheduling and enough of an opportunity cost for industry to shift routing patterns. Vehicle
Booking Systems (VBS) introduced at Dover and Southampton have also forced the issue of re-timing on a huge scale; with potential issues on traffic roaming without advanced holding pens/areas whilst regional airports are also aiming to make
throughput times more reliable to allow hauliers to forward plan/schedule delivery programmes.
Impact on Freight Objectives
Economy

Freight efficiency

Environment
Max

Improved journey times, connectivity and integration between modes. Reduced
impact from and on congestion
Industry contribution

Improved connectivity to international gateways in the TfSE area
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Max

Reduce the impact of the sector through air quality improvements and a
reduction in other forms of pollution and intrusive activities
Min

Improved jobs and opportunities for the sector to address skills shortages,
support for inward investment, land availability, infrastructure provision
Connectivity

Air quality

Society

Greenhouse gas emissions

Urban realm
Minimising the intrusive impact of freight transport on visual amenity and local,
protected settings

Max

Improve the safety of the sector to reduce the number of accidents involving
goods vehicles
Med

Reduction in greenhouse gas emissions from the sector to achieve net-zero by
2050
Min

Safety

Community disturbance

Max

Reduce the impact of freight on communities, noise levels, air quality and
informal overnight lorry parking
Max

Placemaking

Max

Better integrate freight into land use planning, development, construction and
servicing plans, better freight data
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Table 2-4 - Port Side Booking System
PORT SIDE
BOOKING SYSTEM
Definition:
[Trajectory]

Freight
Sector

Mode Relevance

Container Haulage (Freight Forwarding)

Opportunities
Barriers
Local Relevance

Technical
Maturity

Re-time

Randomly timed arrival of trucks can lead to bottlenecks, producing congestion inside and outside the terminal. It can lead to serious local environmental
problems such as noise and harmful emissions, but also to major inefficiencies in various operations – not least for the port itself. The main cause of truck
congestion is the fluctuating arrival pattern of trucks. This results in a situation where demand significantly exceeds supply or vice versa. Truck
appointment systems (TAS), or equivalent systems, allow ports to reduce peaks in truck arrivals and spread access over a longer duration. Thereby, the
operation costs for terminals and the waiting times for trucking companies are reduced. This intervention must be considered alongside external holding
areas, the use of hard shoulders (VMS/ITS applied) and future lorry parking facilities (laybys and designated off road sites).

Best Practice

Major Market
Failures

4 Rs

Mature technical
operation

Commercial
Maturity:

Category

Mature commercial
operation

Data and Connectivity

Geographical Applicability:

Use Cases
1-Stop
Vehicle Booking
System (VBS)
[Australasia / SE Asia]

VBS was developed to drive efficiencies by addressing the common issues shared by port communities around the world – the lack of transparent information flow, under-utilisation of equipment and inefficient practices.
VBS allows terminal operators to match terminal resources with landside demand. Terminals can configure timeslots, work-day calendars and business rules, and create and maintain customer details. For example, when
the quayside is busy, landside resources can be adjusted to support best use of equipment. Equally, when quayside activity is lower, landside operations can be ramped up to support clearing for the next vessel arrival.

Terminal Appointment
Booking System
[Manila, Philippines]

Manila’s two main terminals have launched a vehicle booking system that is expected to improve container flows into and out of the port as the Philippines’ peak shipping season approaches. The Terminal Appointment
Booking System, or TABS, was a response to the truck ban and road policies that were introduced by the local government in 2014 to combat the traffic congestion in Manila but only served to bring the port to a complete
standstill with vessel delays often measured in weeks. TABS will also allow the terminals to better manage their port capacity and ensure the resources are in place to handle more predictable volumes and scheduling.

DP World
Southampton
[United Kingdom]

VBS Premium, implemented in 2013 has been a tremendous success for managing terminal capacity. Firstly, all truck lines have been eliminated with hauliers saving time with turnarounds now at 30mins, one of the best
in the UK . As a result, exchange areas are always now reachable because there are not hundreds of trucks blocking common areas. Additionally, traffic jams leading in and out of the port have been reduced. The
process of logging into the VBS also requires drivers to undertake a Driver Awareness Assessment; thereby lifting standards of use and mitigating risk associated with egressing and accessing the terminal.

Hutchison
Port of Felixstowe
[UK]

The UK’s largest container port, Port of Felixstowe, is making some significant changes to its troubled vehicle booking system (VBS) following criticism from the British International Freight Association to try to prevent
container collection slots for box hauliers and freight forwarders being wasted. The failure of the system has come about as a result of a poor migration to the new systems and a spike in demand for the movement of
containers. A statement from BIFA read “BIFA members have suffered from two years of poor service from the port, and we feel that there is a need for independent intervention by government to address the many issues
faced by the port’s users.”

Integration with real-time fleet management systems to enable flexible scheduling dependant on slot availability to reduce waiting time. Active routing of drayage trucks through the port based on internal traffic.
Most actors of the port community are small-sized, and struggle to fund the investment for developing or modifying their systems for connecting to the booking system. Systems must be rigorously tested.
Most ports across the TfSE area are privately owned and commercially operated (with the exception of Portsmouth) and will be motivated to improve their relative attractiveness for maximising revenue. Southampton already operates a Vehicle Booking
System (VBS) and Dover has introduced the Transport Assessment Project (TAP) in attempts to manage access to each respective port. The predicted growth in intermodal and construction traffic, the continued dominance of on demand Ro-Ro traffic and
the growth ambitions laid out in by individual port masterplans to expand tonnage handled (and the landing space/yards required to support this), points towards the need to streamline access to site. This is especially pertinent given the increased
popularity of port centric logistics that will generate further movements within the vicinity of port estates (including hydrogen hubs (Southampton & Newhaven) alongside smaller, more constrained ports around Shoreham and Medway Towns (Sheerness).
Impact on Freight Objectives
Economy

Freight efficiency

Environment
Max

Improved journey times, optimised use of fleets, delay mitigation and improved supply
chain connectivity to save time and costs
Industry contribution

Improved jobs and opportunities to address skills shortages, support for inward
investment, land availability, infrastructure provision
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Med

Reduce the impact of the sector through air quality improvements
and a reduction in other forms of pollution and intrusive activities
Min

Improved jobs and opportunities to address skills shortages, support for inward
investment, land availability, infrastructure provision
Connectivity

Air quality

Society

Greenhouse gas emissions

Urban realm
Minimising the intrusive impact of freight transport on visual amenity
and local, protected settings

Min

Improve the safety of the sector to reduce the number of accidents involving
goods vehicles
Med

Reduction in greenhouse gas emissions from the sector to achieve
net-zero by 2050
Max

Safety

Community disturbance

Min

Reduce the impact of freight on communities, noise levels, air quality and
informal overnight lorry parking
Med

Placemaking

Min

Better integrate freight into land use planning, development, construction and
servicing plans, better freight data
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Table 2-5 - Cargo Handling Equipment
CARGO HANDLING
EQUIPMENT
Definition:
[Trajectory]

Mode
Relevance

Freight
Sector

Rail, Sea (Ports/IWW)

4Rs

Cargo Handling Equipment is the provision of off-road, self-propelled vehicles or equipment used in the context of an intermodal rail yard or port/dock
facility to lift or move container, bulk, or liquid cargo carried by ship, train, or another vehicle. Cargo handling equipment is still largely diesel-based
and involves a lot of CO2 emissions with equipment, including reach stackers and empty container handlers – contributing almost a quarter of the total
emissions attributed to a site. Handling goods can also be noisy and contribute towards sound and dust pollution which can have a disproportionate
impact on local neighbourhoods. Cargo handling equipment must tie into infrastructure upgrades (such as berth extensions (ports) and handling yards
(rail terminals) but also including flight runways (airports). Many best practice examples require government intervention/subsidy or operate on a
different governance/legislative model to the UK.

Best Practice

Barriers
Local Relevance

Technical operation

Commercial Maturity:

Category

New commercial
operation

Cleaner Transport

Geographical Applicability:

Use Cases
Electric Top Handlers
Everport Terminal
[Los Angeles]

Opportunities

Technical
Maturity

Re-duce, Re-mode

As part of the Everport Advanced Cargo Handling Demonstration Project, the world’s first zero-emission battery-electric top handlers will be tested at a California container terminal as part of a port’s drive for clean cargohandling operations. The battery-electric top handlers, which are off-road vehicles with an overhead boom for loading containers, run on a one-megawatt battery designed to operate for up to 18 hours between charges.
Each top handler has a data logger for tracking hours of operation, charging frequency, energy usage and other performance indicators. The port aims to advance commercially feasible solutions to meet its goal of
transitioning all cargo-handling equipment to zero emissions by 2030.

Hydrogen Container
Yard Crane, KICT
[Japan]

A new near zero-emission (NZE) rubber-tired gantry (RTG) container yard crane is being piloted at the MOL-operated Kobe International Container Terminal (KICT). The model seeks to improves fuel consumption by 2030% and reduces emissions of CO2 and other harmful substances in diesel exhaust in comparison with conventional fuels. The introduction of the NZE RTG matches the concept of Carbon Neutral Port (CNP), which is an
initiative of Japan’s Ministry of Land, Infrastructure, Transport and Tourism aimed at achieving decarbonization in ports and harbours.

Renewable Diesel
Fuel
Fenix Marine
Services
[Los Angeles]

The Fenix Marine Services, a container terminal at the Port of Los Angeles that handles 2m containers a year, has transitioned its entire fleet of more than 300 pieces of container-handling equipment, as well as some
support vehicles, from fossil-based diesel fuel to renewable diesel fuel, a blend made 80% of recycled organic oils and animal fats, and 20% of biomass. Fenix has been able to immediately and significantly reduce its
harmful emissions while also minimizing its costs and the time required for such a transformation. The change does not require any modifications to the equipment and can simply replace conventional fuels. This is taking
place alongside a trial of five hydrogen-fuelled heavy-duty trucks, two battery-electric yard tractors, and two battery-electric forklifts through the Shore 2 Shore project.

New equipment is being trialled globally and introduced as a key way for ports and rail yards to reduce emissions (and as a response to red diesel fuel duty changes) and lowering noise pollution.
Making the transition towards electric or hydrogen fuelled handling equipment will require investment in fuelling infrastructure on site and power generation (energy network).
Most of the TfSE ports are looking at, or have already made the transition towards cleaner and more efficient surface transport and handling equipment. Shoreham, for example, has a fleet of environmentally friendly Yale forklift trucks and a range
of Sennebogen cranes (the largest mobile material handlers in the world) to futureproof customers changing needs and goods diversification (floating windfarms/biomass). Southampton has previously invested in vehicle handling facilities to
support the automobile industry (with storage capacity for 7,600 vehicles en route from the UK to global markets) but with additional handling equipment being required to be able to process 1.9 million vehicles per annum by 2035 (a doubling on
2015 levels). Southampton has also recently invested in 11 hybrid straddle carriers and already has a fleet of electric forklift trucks. Secure areas for Handling Equipment is integral to growth for the cluster of recycling and materials recovery
businesses at Newhaven Port (North Quay) and will form part of the required expansion plans at Sheerness for handling bulk timbers and for the automotive trade. The potential offered for moving unitised, intermodal containers from road to rail
along the Solent to Midlands Corridor and the drive towards boosting rail freight mode share more broadly (utilising existing rail freight terminals) will include requirements for handling equipment for transhipment between road vehicles and rail
rolling stock.
Impact on Freight Objectives
Economy

Freight efficiency

Environment
Max

Improved journey times, optimised use of fleets, delay mitigation and improved
supply chain connectivity to save time and costs
Industry contribution
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Max

Reduce the impact of the sector through air quality improvements and a
reduction in other forms of pollution and intrusive activities
Min

Improved jobs and opportunities to address skills shortages, support for inward
investment, land availability, infrastructure provision
Connectivity

Air quality

Society

Greenhouse gas emissions

Urban realm

Min

Improve the safety of the sector to reduce the number of accidents involving
goods vehicles
Max

Reduction in greenhouse gas emissions from the sector to achieve net-zero by
2050
Max

Safety

Community disturbance

Max

Reduce the impact of freight on communities, noise levels, air quality and
informal overnight lorry parking
Min

Placemaking

Min
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Improved connectivity seamless intermodal activity to support local, national
and international freight movements across the area

Minimising the intrusive impact of freight transport on visual amenity and local,
protected settings

Better integrate freight into land use planning, development, construction and
servicing plans, better freight data

Table 2-6 - Greener Fleets
GREENER
FLEETS

Mode Relevance

Definition:
[Trend]

Freight Sector

Haulage

4 Rs

Technical Maturity

Undertaking periodic vehicle fleet review and maintain a clean fleet with corporate procurement policy being developed to continue with improving fleet
efficiency. Led by industry and public institutions to help catalyse shift towards cleaner vehicles and earmarking upgrades for complementary charging
infrastructure in future investment priorities and strategies respectively. Industry is increasingly exploring a shift in fleet management practices and
vehicle procurement to keep up with the shift towards a net zero-carbon future.

Best Practice

Opportunities

Re-mode

Mature technical operation

Commercial Maturity

Category

Operating Commercially

Procurement

Geographical Applicability:

Use Cases
Cleaner Fleet Policy
Derby City Council
[UK]

An attempt by a local authority to replace their fleet of 48 vehicles (cars & LGVs) with electric battery alternatives, which will remove 98 tonnes of CO2 tailpipe emissions from the air each year. The policy introduces a ‘Low
Emission Hierarchy of Vehicle Procurement’; providing the flexibility to take advantage of future shifts in the operational, financial and environmental changes across low emission vehicle technologies. The intention is to
lead the way locally as a major employer and key anchor institution to encourage others across the private sector to adopt the same practices to meet the aims of local and national policy and address the climate
emergency.

Green Fleet Review
Commercial Group
[UK}

Commercial Group, the UK’s largest independent office services company, transformed their delivery scheduling after committing to a ‘greening’ of their vehicle fleets and managed to reduce fleet carbon emissions by 50
per cent during 2007. This was partly attributed to a commitment to a companywide carbon emissions reduction after an extensive review of its fleet vehicles, with almost 90 per cent of the organisation’s CO2 emissions
came from its owned fleet vehicles. A 300,000-mile replacement policy was also introduced across the LGV fleet alongside a commitment to upgrading vehicles to a more fuel efficient, compliant Euro 6 engines.

EV Fleet Transition
Lime
[US]

Lime have pledged to transition its entire fleets to electric by 2030. This is well over 100,000 owned and leased trucks, vans and vehicles used for moving around scooters and associated equipment as part of its
commitment to the Climate Group V100. It is working with Ceres to advocate policies internally that will support the transition. Lime are the first micromobility provider engaged in the Ceres programme and view its fleet
transition in the context of improving infrastructure capacity and delivering its local fleet management strategy. It initially started its fleet transition in 2018 by neutralized all emissions associated with their fleet of operations
vehicles with verified carbon offset projects.

Opportunity for organisations to fulfil their CSRs and respond to the need to transition from diesel and petrol vehicles (linked to national policy) towards electric and alternative fuels on a comprehensive scale.

Barriers

May appeal to larger organisations with significant fleet management responsibilities but more difficult for SMEs to achieve, especially for sole traders and with the apparent cost effectiveness of older vehicles. Cost is a major barrier to adoption.

Local Relevance

A hugely relevant aim for larger fleet operators who have the capital to spend on low emission vehicles. starting first with LGVs and then exploring the development of hydrogen or CNG powered fleets. Public authorities should seek to take the
lead, with TfSE playing a mediator role to develop a coherent approach towards fuel infrastructure and green fleet policies that takes inspiration from the ‘Derby Model’ for a Low Emission Hierarchy of Vehicle Procurement or the approach across
other councils that considers practical and financial limitations. Engagement with the Energy Saving Trust would be highly advisable based on successful case studies elsewhere working across the UK through the Local Government Support
Programme. This included strategy reviews, procurement support and staff training and upskilling as well as fostering knowledge sharing between authorities.
Impact on Freight Objectives
Economy

Freight efficiency

Environment
Med

Improved journey times, connectivity and integration between modes. Reduced
impact from and on congestion
Industry contribution

Improved connectivity to international gateways in the TfSE area
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Max

Reduce the impact of the sector through air quality improvements and a
reduction in other forms of pollution and intrusive activities
Med

Improved jobs and opportunities for the sector to address skills shortages,
support for inward investment, land availability, infrastructure provision
Connectivity

Air quality

Society

Greenhouse gas emissions

Urban realm
Minimising the intrusive impact of freight transport on visual amenity and local,
protected settings

Min

Improve the safety of the sector to reduce the number of accidents involving
goods vehicles
Max

Reduction in greenhouse gas emissions from the sector to achieve net-zero by
2050
Min

Safety

Community disturbance

Min

Reduce the impact of freight on communities, noise levels, air quality and
informal overnight lorry parking
Min

Placemaking

Min

Better integrate freight into land use planning, development, construction and
servicing plans, better freight data
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Table 2-7 - Shared Assets
SHARED ASSETS
SHARED
ASSETS

Investment
Needed

Mode Relevance

Definition:
[Trend]

Freight
Sector

Low
Not Modes - Warehousing

Road, Rail, Air, Sea

Freight Sector

Businesses, Industry
Bodies, Public Sector

Actors

Warehousing, Fulfilment &
Distribution

4 Rs

Barriers
Local Relevance

Technical Maturity

Larger companies working together or a host of smaller organisations seeking to achieve online delivery logistics synergies in an industry led approach
to cost savings and efficiencies. This can work to support economies of scale or provide low cost access into consolidation/fulfilment to mitigate
investment risk in a facility and to share the running of the site and many aspects of the delivery operations. Affordable warehousing space is becoming
a premium due to the rise in e-commerce and the costs and availability of land in strategic locations, so more flexible or shared options are becoming
more attractive.

Best Practice

Opportunities

N/A

Risk Level

High

Mature technical operation

Scheme Maturity:
Commercial Maturity

Category

Deployed
New Commercial
Operation
Groupage

Geographical Applicability:

Use Cases
Shared Fulfilment
Ocado & Morrisons
[South East London]

Ocado entered into an agreement to supply Morrisons’ online grocery delivery service and provided space in Shared Fulfilment Centres (SFC). This required gaining access to Morrisons’ internal fulfilment software to fulfil
online orders from its stores with the aim of offering online services in areas not currently serviced by a customer fulfilment centre. Morrisons has also recently agreed terms with Amazon based on a similar offer to expand
area coverage – including last mile deliveries. The approach is viewed as low risk and a capital-light wholesale supply arrangement.

Flexible Warehouse
Peel Ports
[Liverpool}

The availability of decentralised, strategic network of warehouses located closer to the market available for sharing (one-to-one and multi-customer space sharing). A multi-user facility provides flexibility in space allocation
with rental space covering pallets or other standardised module designs. The digital sharing platform allows utilisation of the vacant warehousing space where mixing diverse sectors with different seasonality peaks
supports flexibility. Peel Ports, home to the £400m Liverpool2 terminal, is an example of a new container shipping hub with advanced facilities, port-side storage and the flexibility to meet the demands of each and every
customer, through flexible warehousing solutions.

Multi User
Warehouse
Imperial Logistics
[Germany]

Opened in 2020 with easy access to Germany’s A1 and A2 autobahns and proximity to courier and express companies with adjacent land available for potential future expansion. The multi user warehouse operates a payas-you-use billing model, reducing user costs and assisting budgeting and cash flow and is closely aligned to manufacturing operations within the wider industrial zone (Imperial is handling inventory control for outbound
lines, as well as providing frequent trailer shuttles to and from manufacturing sites). The lean management methodology also drives efficiencies whilst the company is able to pass on savings through consolidated
purchasing of packaging materials.

Maximising the use of surplus warehousing capacity and optimising use of new facilities at strategic locations for freight movements to improve site, travel and cost efficiencies
High capital cost to invest or retrofit a facility (and who pays?). As a burgeoning concept, there may be a demand by companies to see supply chain transparency. Land also has to be available in key locations
This practice looks towards building a ‘future ready’ freight sector which acknowledges both the rising demand for and pressure on warehousing space, which is at a premium across the TfSE area, and the opportunity that shared assets bring for
allowing smaller organisations to enter the market. This intervention can help boost the role of freight and logistics as a key economic driver. The trend towards concentrating warehousing space around peri urban locations to take advantage of
shorter stem mileage and proximity to end users/consumers, is likely to continue concurrently with the rise in e-commerce. This must recognise the competing/complementary uses of space for other freight specific interventions, namely SRFIs, as
well as housing and commercial property. TfSE should seek to undertake a review of the logistics estate across the study area and assess capacity needs and the potential for utilising existing premises better with the freight industry.
Impact on Freight Objectives
Economy

Freight efficiency

Environment
Max

Improved journey times, connectivity and integration between modes. Reduced
impact from and on congestion
Industry contribution

Improved connectivity to international gateways in the TfSE area
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Project No.: 70079897 | Our Ref No.: 70079897
Transport for the South East (TfSE)

Med

Reduce the impact of the sector through air quality improvements and a
reduction in other forms of pollution and intrusive activities
Max

Improved jobs and opportunities for the sector to address skills shortages,
support for inward investment, land availability, infrastructure provision
Connectivity

Air quality

Society

Greenhouse gas emissions

Urban realm
Minimising the intrusive impact of freight transport on visual amenity and local,
protected settings

Min

Improve the safety of the sector to reduce the number of accidents involving
goods vehicles
Med

Reduction in greenhouse gas emissions from the sector to achieve net-zero by
2050
Max

Safety

Community disturbance

Min

Reduce the impact of freight on communities, noise levels, air quality and
informal overnight lorry parking
Min

Placemaking

Min

Better integrate freight into land use planning, development, construction and
servicing plans, better freight data
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Table 2-8 - Driver Training
DRIVER TRAINING
Definition:
[Trend]

Investment
Needed

Low-Med

Freight
Sector

Road Freight

Actors

Barriers
Local Relevance

Risk Level

The provision of training and development opportunities will provide a cost-effective way of getting the best out of individuals. A training programme
would be aimed at drivers of HGVs and vans, alongside fleet managers of organisations, and is designed to improve overall fuel consumption, whilst
assisting fleet managers with improving vehicle utilisation, accident rates, vehicle downtime and maintenance costs. Often this can involve extensive
research into the technical and behavioural aspects of driving and undertaking a fleet review. Driver training is an addition to securing standard or
restricted vehicle licensing and a Certificate of Professional Competence (CPC).

Best Practice

Opportunities

Businesses, Industry
Bodies

Low

4Rs

Category

Re-duce
Raising Best Practice

Geographical Applicability:

Use Cases
Driver Training
Carlsberg
[UK]

Carlsberg UK runs a fleet of 296 vehicles, covering over 8.5 million miles every year and delivering to around 13,000 accounts every week. They wished to reduce the fuel cost and emissions generated by their vehicles,
all of which are 7.5 tonnes or above, mostly 26 tonne rigid trucks. On this basis, emphasis was placed on driver engagement and empowerment with the use of telematics (monitors drivers’ performance on a daily basis
and gives live updates via a web portal) helping to provide feedback on driving efficiency alongside providing training (courses), debriefs and introducing incentives. Since 2011, Carlsberg have saved 502,549 litres of fuel,
£568,687 and 1,346 tonnes of CO2 and has reduced their driver insurance premiums.

Young Driver
Academy
British Gas
[UK}

Launched in 2014 to reduce collision rates, improve fuel use and lower fleet maintenance costs; with 45% of the company’s young drivers (under 25s) involved in a collision. The academy was also created to improve the
reputation and image of the company as well as meeting its CSR objectives. The academy is mandatory for 12 months under an apprenticeship produced by Fleetmaster and is run in a structured manner covering 9 units,
including eco-driving training which is subsidised through the Energy Saving Trust. Overall, the academy has helped see a 14% reduction in fuel consumption/wear and tear, a 30% reduction in collision rates (despite fleet
growth) and positive feedback from engaged drivers on the course.

Advanced Driver
Training
Drive DeVilbiss
[UK]

The organisation experienced rapid expansion and formed a ‘Green Team’ to assess environmental performance; identifying advanced driving training as key part of employee inductions alongside a handbook to develop
a sustainable driving culture and technology to monitor data/feedback. Overall, fleet speeding offences reduced by over 15,000 in 2014 alone whilst the average distance, percentage speeding and vehicle idling times
dramatically fell by 44% in the same year. Fuel use also declined year on year from 3,960 litres per vehicle in 2012 to 3,145 litres per vehicle on average in 2015 through Eco Driving and enhance fleet maintenance alone.

Considerable cost saving benefits to businesses within road freight alongside better driver recruitment and retention levels. A strong case for schemes to tie in to meeting businesses’ CSRs and especially relevant when operational costs have
increased and SMEs work off of small profit margins.
Can often be associated with larger fleet operators and organisations who have significant budgets– in contrast to smaller operators who may lack the budgets and the time to invest in training and fleet reviews
With a large proportion of the haulier industry dominated by smaller fleet operators with limited capital to invest in new technologies and alternative fuels, driver training can provide a valuable means to save costs associated with fuel consumption
and vehicle maintenance through a structured training programme. Like with many accreditation and recognition schemes, boosting uptake and promoting the virtues of the scheme (potentially supplemented by financial incentives) could mark a
realistic step in the roadmap towards decarbonising the road freight sector. Whilst a local scheme covering the TfSE area would be advantageous, a national programme may be necessitated because of the cross-boundary movements of
operators and their respective bases across the UK. Cross country relations at an EU level would also be advantageous to raise standards across the industry, including foreign registered drivers who make up a significant proportion of freight
transport in the South East compared to other parts of the UK. TfSE would benefit from liaising with trade bodies and LTAs, as well as DfT, to support driving training schools which could link to a broader standard raising programme and changes
to the industry structure at a pan national scale. Promotion and awareness of the virtues of driver training would likely lead to an uplift in adoption by industry.
Impact on Freight Objectives
Economy

Freight efficiency

Environment
Max

Improved journey times, connectivity and integration between modes. Reduced
impact from and on congestion
Industry contribution

Improved connectivity to international gateways in the TfSE area
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Max

Reduce the impact of the sector through air quality improvements and a
reduction in other forms of pollution and intrusive activities
Max

Improved jobs and opportunities for the sector to address skills shortages,
support for inward investment, land availability, infrastructure provision
Connectivity

Air quality

Society

Greenhouse gas emissions

Urban realm
Minimising the intrusive impact of freight transport on visual amenity and local,
protected settings

Max

Improve the safety of the sector to reduce the number of accidents involving
goods vehicles
Max

Reduction in greenhouse gas emissions from the sector to achieve net-zero by
2050
Min

Safety

Community disturbance

Max

Reduce the impact of freight on communities, noise levels, air quality and
informal overnight lorry parking
Max

Placemaking

Min

Better integrate freight into land use planning, development, construction and
servicing plans, better freight data
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Table 2-9 - Accreditation & Recognition Schemes
ACCREDITATION AND
RECOGNITION SCHEMES
Definition:
[Trend]

Investment
Needed

Freight
Sector

Low

All Road Freight

Actors

Barriers
Local Relevance

Risk Level

Many businesses are recognising the value of being an accredited or recognised member of an industry body and scheme to help boost their
credentials amongst potential clients and supply chain partners. Whilst improving supply chain visibility, refining efficiency, and minimising cost are
key operational drivers, fleet operators, suppliers and operators recognise the virtues of setting high environmental, safety and vehicle
performance on financial sustainability. Equally local authorities and industry bodies are able to raise standards and help generate valuable
datasets to inform future decision making.

Best Practice

Opportunities

Industry Bodies, Public
Sector, Businesses

Low

4Rs

Category

Re-mode, Re-duce, Re-route,
Re-time
Raising Best Practice

Geographical Applicability:

Use Cases
Fleet Operator
Recognition Scheme
FORS

The Fleet Operator Recognition Scheme (FORS) is a voluntary accreditation scheme for fleet operators which aims to raise the level of quality within fleet operations, and to demonstrate which operators are achieving
exemplary levels of best practice in safety, efficiency, and environmental protection. FORS helps reduce work related road risk (WRRR) and demonstrates to a commitment to exceeding the industry standard. Already
well established across the UK with accreditation delivered through C Track (Inseego) but further promotion is key. There are three levels of accreditation that can be attained for hauliers, suppliers and carriers of
goods (bronze, silver and gold).

EcoStars Fleet
Recognition Scheme
ECOSTARS

EcoStars has been adopted around many UK and European cities with several membership options available to new organisations, businesses and local authorities. The aim of the scheme is to help fleet operators
improve efficiency, reduce fuel consumption & emissions and make cost savings. This type of scheme seeks to both accredit /recognise the impetus taken by industry to improve safety, environmental standards and
provide further, practical assistance to members. Implementing the key measures recommended by ECO Stars, a typical commercial vehicle operator could expect to reduce fuel consumption at least 5% in the first
year or up to £2,450 per vehicle in fuel costs. The scheme is managed by consultants, TTR.

Logistics Emissions
Reduction Scheme
Logistics UK

A voluntary industry initiative to record, report and reduce transport emissions to feed into a public database (open source) to help report the sector contribution towards national emission reduction targets. The
scheme is accessible to a company with a minimum of one vehicle and is designed to raise standards across the industry and awareness of the challenges and opportunities faced to meet targets. Such a scheme
helps build awareness and promotion of environmentally friendly practices across the industry; operators can demonstrate their green credentials which hold weight with buyers, government and industry bodies. The
scheme is also pivotal for data collection and using this to inform future decision making.

Can help raise industry standards to support businesses efficiency and meet wider social and environmental aims. The structure of accreditation & recognition schemes is already well established in some cases.
Extra resource will need to be expended to engage with smaller operators, who may be less inclined or able to raise standards due to financial and time constraints/commitments. The virtues of being accredited should be more clearly
communicated by trade bodies, whose role it is to support their membership, as well as through local authority and major organisation supply chains.
Freight standards and best practice can be scaled up with support from major trade bodies such as the Road Haulage Association (RHA) and the promotion and awareness of accreditation and recognition schemes aimed at both large and
small fleet operators across haulage and freight forwarding sub sectors of road freight transport. The push towards the professionalisation of the sector will have positive impact on reducing the environmental (emissions through fuel
efficiency) and social (road safety and accidents) impacts of the sector whilst bringing about positive benefits to individual organisations and businesses who can benefit from additional market exposure, access to training and resources. The
collection of data, in some schemes, will help contribute towards a better, more robust database for making informed freight decisions.
Impact on Freight Objectives
Economy

Freight efficiency

Environment
Max

Improved journey times, connectivity and integration between modes. Reduced
impact from and on congestion
Industry contribution

Improved connectivity to international gateways in the TfSE area
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Max

Reduce the impact of the sector through air quality improvements and a
reduction in other forms of pollution and intrusive activities
Med

Improved jobs and opportunities for the sector to address skills shortages,
support for inward investment, land availability, infrastructure provision
Connectivity

Air quality

Society

Greenhouse gas emissions

Urban realm
Minimising the intrusive impact of freight transport on visual amenity and local,
protected settings

Max

Improve the safety of the sector to reduce the number of accidents involving
goods vehicles
Max

Reduction in greenhouse gas emissions from the sector to achieve net-zero by
2050
Min

Safety

Community disturbance

Max

Reduce the impact of freight on communities, noise levels, air quality and
informal overnight lorry parking
Max

Placemaking

Min

Better integrate freight into land use planning, development, construction and
servicing plans, better freight data
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Table 2-10 - Alternative Modes (Re-moding) – Waterbourne Transport
WATERBOURNE
FREIGHT
Definition:
[Trajectory]

Freight
Sector

Mode Relevance

Haulage

4 Rs

A city's waterways are often an underutilised asset and yet, whilst the roads are increasingly congested, the rivers and canals experience very little traffic
and run right through the heart of many of our towns and cities. There is an opportunity to connect transport networks and watersides for goods
transhipment without needing to interface with road traffic. Equally, waterbourne freight can be used for accessing hard to reach areas inaccessible for
other vehicles and can be used as compounds for construction activity taking place canal side or adjacent to river courses. Waterbourne freight is apt for
carrying non-time dependent, non-perishable bulky goods (such as aggregate materials) or abnormal loads with affiliated infrastructure required for goods
handling and storage.

Best Practice

Opportunities
Barriers
Local Relevance

Technical operation

Commercial
Maturity:

Category

Commercial Operation
New Modes

Geographical Applicability:

Use Cases
River Barges
Vert chez Vous
[Paris]

An intermodal example of using low emission vehicles, combining barges and e-tricycles to deliver 2,500 packages each day. The ship doubles up as floating ‘mobile’ warehouse that cruises on the river Seine, with 5 preset stops per day with seamless transition and handling of goods between modes. Each trike has a 2m cargo hold, while the barge holds 120m, so a total of 60 full bike loads can be delivered each day. Space constraints
put additional value on a moving warehouse as more stops can be made per day.

Green Highway
Ship Canal
[Manchester]

The Port of Liverpool and the Manchester Ship Canal are jointly owned and managed by Peel Ports and now handle more than 40 million tonnes of cargo and 15,000 ship movements. A canal barge service linking
Liverpool and Manchester serves as a 'green highway' and provides an alternative to the congested motorway network in the North West; with each journey equating to a saving of 180kgs of CO2 emissions, with the
potential to save an additional 2,000 tonnes of CO2 per annum. Until recently the service carried only containers, but the carriage of a giant chemical tank to a facility at Runcorn saw the start of non-containerised traffic

Aggregate Shipments
Hanson, Grand Union
Canal
[London]
Major Market
Failures

Technical
Maturity

Re-mode

New Lock System
Albert Canal
[Belgium]

The shipment of 450,000 tonnes of aggregate started in 2003 as part of a new initiative to move sand and gravel by water and avoid using congested local roads (with width restrictions also in place) from the gravel pit to
a canal side concrete making plant owned by Hanson, the international construction materials group at Stockley Park, West London. Up to 60,000 tonnes was move by four craft annually over a distance of 5 miles, with
sometimes two journeys a day. This culminated in taking 6,000 lorry movements off the network each year.
The Albert canal, located in the eastern part of Flanders and used as a vital connection between industrial zones around Liege with the harbour of Antwerp, recently invested in new lock systems and developed a
dependency on the Meuse Basin to receive water for the sluice gates. As a consequence of climate change, it is projected that there will be extensions to the discharge time for water to feed through the sluices to feed
into the canal system to support navigation of ships along its course.

Increasingly popular as a cost-effective means for transporting bulkier goods and removing HGV traffic from sensitive and hard to reach urban areas. Can integrate with other land uses and transport networks.
Does require handling and canal/riverside infrastructure (mini ports) and enhanced integration with portside facilities (if required). Rivers and canals must be fully navigable for the craft that are to use them and future proofed for long term use.
There are several navigable Inland Waterways across the TfSE area; most of which are underutilised for freight transport; despite them being originally built to serve this purpose. Whilst there is currently a lack of integration and dedicated provision
(policy and data/evidence) to support waterbourne freight and transhipment/goods handling between modes, the River Medway (the only ‘live’ Inland Freight Route offers an opportunity to transport construction aggregate inland (during high tide)
from Maidstone to London via Medway Ports providing connection with the SRN at the A249/M2.The Kennet & Avon Canal, between Reading & Newbury, could also be used for slow bulky freight movements and floating platoons to reduce local
HGV movements and to deliver consignments of waste, minerals and parcels ; the latter on more time critical deliveries from peripheral business/trading estates. These options have been loosely referenced in local freight strategy and dovetail with
policies to safeguard wharves and handling facilities from development proposals.
Impact on Freight Objectives
Economy

Freight efficiency

Environment
Med

Improved journey times, optimised use of fleets, delay mitigation and improved supply chain
connectivity to save time and costs
Industry contribution

Improved connectivity seamless intermodal activity to support local, national and
international freight movements across the area
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Project No.: 70079897 | Our Ref No.: 70079897
Transport for the South East (TfSE)

Max

Reduce the impact of the sector through air quality improvements
and a reduction in other forms of pollution and intrusive activities
Med

Improved jobs and opportunities to address skills shortages, support for inward investment,
land availability, infrastructure provision
Connectivity

Air quality

Society

Greenhouse gas emissions

Urban realm
Minimising the intrusive impact of freight transport on visual amenity
and local, protected settings

Max

Improve the safety of the sector to reduce the number of accidents involving
goods vehicles
Med

Reduction in greenhouse gas emissions from the sector to achieve
net-zero by 2050
Max

Safety

Community disturbance

Med

Reduce the impact of freight on communities, noise levels, air quality and
informal overnight lorry parking
Max

Placemaking

Min

Better integrate freight into land use planning, development, construction and
servicing plans, better freight data
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Table 2-11 - Alternative Modes (Re-moding) – Freight on Public Transport
FREIGHT ON
PUBLIC
TRANSPORT
Definition:
[Trajectory]

Freight
Sector

Mode Relevance

Rail / Courier

4 Rs

Opportunities
Barriers
Local Relevance

Technical
Maturity

Train stations act as major transport interchanges and offer unparalleled direct access and low journey times to city centres compared to travel by road. This is
as much a potential benefit to logistics as it is currently to passengers and could allow e-cargo bikes to collect parcels offloaded from trains for onward delivery.
Similarly, buses are running below capacity and supplementing the movement of people with freight would add another much-needed revenue stream that
would in turn help retain the financial viability of essential services. The routing algorithms that underpin DDRT, which would offer a more flexible style of
operation than conventional buses, could factor in both people and freight to create the most efficient routes that do not compromise on customer experience
or journey times.

Best Practice

Major Market
Failures

Re-mode, Re-time,
Re-duce

Technical operation

Commercial
Maturity:

Category

Commercial Operation
New Modes

Geographical Applicability:

Use Cases

GB Railfreight
Freight trial
[UK]

UK rail freight operator GB Railfreight worked with train leasing company Eversholt to a commuter train to carry express freight to London. The company completed a trial shipment of NHS supplies on a passenger train
on the West Midlands to London route in 2020, and said that with minor interior modifications, it could be loaded in both dedicated freight terminals or platform-side in any town or city that has a station and appropriate
road access. The train was loaded with cages that can each carry 200kg of packages and parcels, The test was to ensure that the cages could be loaded/unloaded from the train’s existing door arrangement, with minimal
modifications, and to see how many of the parcel cages could be conveyed within each vehicle with seating removed or a modified seating arrangement.” The Orion service, which operates light logistics express trains,
worked with Porterbrook, another train leasing company, to convert passenger rolling stock for this purpose.

HobbyDB
PostBus
[Switzerland]

PostBus Switzerland is a subsidiary company of the Swiss Post, which provides regional and rural bus services throughout Switzerland, and also in France and Liechtenstein. Whilst post and passengers are mostly
separate in Switzerland, the PostBus still exists to connect to post offices in peripheral regions. The federal law and the Swiss Constitution stipulate that every village with a population greater than 40 is entitled to regular
bus services. The frequency of these services is in direct proportion to the population density; however, for the most remote communities, combining postal and passenger movements makes commercial sense.

InterCity Rail Freight
[UK]

InterCity RailFreight now runs up to 30 trains per day, and returns, across multiple main line corridors. They use secure and spare paths across a network of 125 miles per hour (200 kilometres per hour) trains, running at
an average of around 70 mph (110km/h). Their reliably is an enviable 97 per cent within 15 minutes of schedule). On some routes, a zero-emission door-to-door service is now offered, combining electric trains with
electric delivery vehicles. The company has collected industry awards and ISO certification, helped by a zero deliveries lost record over ten years of service.

Royal Mail
Postbus
[UK, Historic]

Royal Mail postbuses used to be a common sight in some rural areas across the United Kingdom, most notably across the Yorkshire Dales and South West Scotland, but as the needs of passengers and freight diverged,
so did the respective services. The postbus was originally created to replace rapidly declining local bus and rail services across remote locations where they sometimes served as the only form of public transportation,
running once or twice a day. Even as recently as 2006 there were more than 200 services running with the last service running up to 2017 in the Scottish Highlands.

Creating suitable consolidation hubs at rail freight hubs and rail stations, along with bus interchanges (and multi-use mobility hubs) to create a modal interchange for parcels, mail and packages for onward delivery by last mile modes.
Regulatory barriers to moving freight alongside passengers, the current challenge around retrofitting and secure storing of items on rolling stock and within station environs.
This is an area that has not been explored to much extent across the TfSE area but would align with aspirations for rail freight to play an expanded role for the movement of goods. Emerging from the pandemic, Train Operating Companies (TOCs)
will be exploring new revenue streams to complement a core, but reduced, commuter and leisure offer. The density of suburban, branch line and strategic rail connections across the South East, combined with mass transit proposals within larger
conurbations (and proposed mobility hubs as part of the Solent FTZ), are all highly conducive to shipping goods efficiently; with first & last mile logistics in place to transfer goods (parcels) between origins and destinations. There is also an
opportunity to serve rural hinterlands; saving suppliers of goods significant costs by consolidating pre-existing public transport services and utilising transport partnerships (e.g. The 18 Community Rail Partnerships (CRPs) across the TfSE region.
Mobility Hubs or Local Authority travel hubs could also act as modern equivalent to bus travel offices which previously received parcels at bus stops/stations.
Impact on Freight Objectives
Economy

Freight efficiency

Environment
Max

Improved journey times, optimised use of fleets, delay mitigation and improved supply chain
connectivity to save time and costs
Industry contribution
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Project No.: 70079897 | Our Ref No.: 70079897
Transport for the South East (TfSE)

Max

Reduce the impact of the sector through air quality improvements
and a reduction in other forms of pollution and intrusive activities
Med

Improved jobs and opportunities to address skills shortages, support for inward investment,
land availability, infrastructure provision
Connectivity

Air quality

Society

Greenhouse gas emissions

Urban realm

Min

Improve the safety of the sector to reduce the number of accidents involving
goods vehicles
Med

Reduction in greenhouse gas emissions from the sector to achieve
net-zero by 2050
Max

Safety

Community disturbance

Min

Reduce the impact of freight on communities, noise levels, air quality and
informal overnight lorry parking
Med

Placemaking

Min
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Improved connectivity seamless intermodal activity to support local, national and
international freight movements across the area

Minimising the intrusive impact of freight transport on visual amenity
and local, protected settings

Better integrate freight into land use planning, development, construction and
servicing plans, better freight data

Table 2-12 - Alternative Modes (Re-moding) – E Cargo Bikes
E-CARGO BIKES
Definition:
[Trajectory]

Mode Relevance

Freight Sector

Last Mile Logistics

Barriers
Local Relevance

Initial real-world
operation

Commercial
Maturity:

Category

Operating
commercially
New Modes

Geographical Applicability:

Use Cases
Outspoken Cycles
Zedify
[UK}

Opportunities

Technical
Maturity

Re-mode

Electric cargo bikes are a highly versatile form of first and last mile freight transportation that can replace deliveries in urban areas traditionally made by light
goods vehicles (LGVs), whilst using a fraction of the roadspace. Being electrically assisted, they enable the rider to efficiently transport cargo with zero emissions
at street level, with some variants able to carry loads of 250kgs+. Additionally, where infrastructure allows, they can use the cycling network to efficiently move
around a city and their smaller size allows them to be parked more conveniently near to their destination and to have access to pedestrianised areas.

Best Practice

Major Market
Failures

4 Rs

Zedify use a fleet of zero emission cargo bicycles and tricycles, supplemented by electric vans, that operate out of small urban logistics hubs to fulfil deliveries and collections in urban areas. At the hubs, items are sorted into
local, digitally-tracked delivery rounds and sent to their final addresses by specially adapted cargo bikes carrying up to 250kg – or electric vans for longer distances, if needed. Clients include online retailers, logistics carriers,
as well as local businesses for ‘across town’ same day deliveries. They currently operate in 9 UK cities, including Brighton, Cambridge, London, Edinburgh, Glasgow and most recently in Bristol.

DHL
City Hub
[Utrecht, Netherlands]

DHL Express is piloting a new City Hub concept that will enable increased use of cargo bicycles for inner-city deliveries. The City Hub is a customised trailer which can carry up to four containers for the DHL Cubicycle, a
customised cargo bicycle which can carry a container with a load of up to 125 kg (one cubic meter in volume). A DHL van delivers the trailer into the city centre, where the containers can be quickly loaded on to two
Cubicyles for last-mile inner-city delivery. It can then be reloaded for outbound shipments. DHL Express has already replaced up to 60% of inner-city vehicle routes in some European countries with cargo bicycles and they
plan to roll out the approach more widely over the next 3-5 years.

Hereford Pedicabs
Pedicargo
[Hereford]

Hereford PediCargo collect business waste for recycling on a weekly or ad hoc basis. They use cargo trikes and deployable trailer bins to gather the city’s paper, cardboard and plastic and then shred, compact and send it
for recycling. The service is then invoiced at the end of the month to collect cash from the clients. Having diversified from a pedicab service after identifying a lack of trade waste recycling facilities in Hereford, they now
provide an easy way to recycle waste, much of which would ordinarily go to landfill despite 80% of the waste being recyclable. Having rapidly grown, they now operate a fleet of e-cargo bikes and prevent over 10,000kg of
recyclable waste from going to landfill every week.

General Challenges

Previous work has identified that e-cargo bike operators face a number of challenges which affect their ability to compete with traditional van traffic. Firstly, in logistics, e-cargo bike operators are subject to strong downward
price pressures and the margins in logistics are quite slim, making expedient or risky investments very difficult. Furthermore, as a relatively new mode, there is a limited market for e-cargo bikes and many models haven’t
gone through the same rigorous testing processes as ordinary bikes. This leads to issues with reliability and increases costs, especially given that some larger models can cost in excess of £10,000. Whilst e-cargo bikes are
highly versatile, clearly much larger modes are out of scope. This can result in partners needing to manage two separate operators, which often proves too costly or time-consuming.

Links to micro-consolidation centres and mobility hubs, logistics centred development where there is scope for mode shift over the last mile, the most expensive part in the supply chain journey
Limited to a small geography, cannot carry some larger loads, not suited to all locations and dependent, to a degree, on urban form. There are many variations that could also be applied.
Future schemes would need to coalesce around identified ‘triggers’ per urban area that make uptake appealing and commercially viable for operators; whether being deploying as a last mile, only mile or shared use scheme. E-cargo bikes are likely
to have a competitive advantage over other vehicles especially where measures are introduced to limit and restrict vehicle access; namely timed closures in Canterbury City Centre, across historic centres of Newbury (with links between
interchanges and a higher proportion of independent shops serving a more hyperlocal customer market) and the introduction of Clean Air Zones (CAZ) in Portsmouth and Southampton. 3PLs, such as DHL. Amazon and DPD would be best placed to
link up their respective networks and deploy e-cargo bike delivery at scale from existing and proposed peri urban locations, such as in Maidstone.
Impact on Freight Objectives
Economy

Freight efficiency

Environment
Max

Improved journey times, optimised use of fleets, delay mitigation and improved supply chain
connectivity to save time and costs
Industry contribution
Improved jobs and opportunities to address skills shortages, support for inward investment,
land availability, infrastructure provision
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Air quality

Society
Max

Reduce the impact of the sector through air quality improvements
and a reduction in other forms of pollution and intrusive activities
Max

Greenhouse gas emissions
Reduction in greenhouse gas emissions from the sector to achieve
net-zero by 2050

Safety

Max

Improve the safety of the sector to reduce the number of accidents involving
goods vehicles
Max

Community disturbance

Max

Reduce the impact of freight on communities, noise levels, air quality and
informal overnight lorry parking
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Connectivity
Improved connectivity seamless intermodal activity to support local, national and
international freight movements across the area
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Max

Urban realm
Minimising the intrusive impact of freight transport on visual amenity
and local, protected settings

Max

Placemaking

Max

Better integrate freight into land use planning, development, construction and
servicing plans, better freight data
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3

THE ROLE OF PUBLIC AUTHORITIES

3.1

THE CURRENT CONTEXT
The different types of public authorities and their respective roles and responsibilities are outlined in
Section 1.5 of this report. This chapter helps to provide additional detail and coverage, especially
concerning land use planning, strategic transport investments and creating the apparatus for
approaching the freight industry.
Freight, and the study of goods movement, has traditionally been siloed and undervalued as a ‘core’
component of transport and land use planning. There are only a handful of local transport authorities
(LTAs) that have designated officer posts, defined strategies or live actions plans (namely Kent, West
Sussex and West Berkshire). This is activity is driven by the need to confront particular issues (for
example, Lorry Parking for Kent County Council). In most instances, consideration of potential freight
issues for a project is a bolt on to emerging transport strategies and considered at the last minute;
without the planning and guidance offered by expertise in the area. Funding availability and
challenges with staff recruitment also play into the absence of freight expertise to guide future
investment and strategy formation.
Public Authorities, both Local Planning Authorities (LPA) and LTAs, have a critical role going forward;
supported and guided by TfSE to help create the optimal conditions for the freight industry whilst
balancing the demands and priorities of other industries and social, environmental and economic
objectives. However public authorities can play a key role in two key areas:
 Pursuing freight interventions. These are the actionable measures that LPAs/LTAs can
influence and shape; including planning considerations and strategy; and
 Cultivating a ‘Think Freight’ culture. Helping to upskill and normalise freight expertise and
forging conducive relationships with industry across the TfSE area to improve decision making.
The approach to both is inconsistent across the TfSE area. The development of a Freight Forum and
Steering Group for the development of a TfSE Freight Strategy marks a turning point in raising
awareness of the industry and coordinating policy development through the different layers of
government and governance. As the latest form of devolved power, STBs are being asked to take on
more responsibility from central government and the DfT for shaping local/regional priorities; but
equally they rely on sound national guidance and steering principles at a pan national scale.
Snapshot of Industry Issues
Previous engagement with public authorities, directly and through the analysis of published materials
as part of the TfSE Freight Scoping Study reveal that road safety was a particular issue; namely the
interaction with vulnerable road users, the safety standards of freight vehicles and the (lack of)
investment in suitable driver training. There was a recognised need to improve safety and driver
standards despite their being an overall decrease in vulnerable road users killed or seriously injured
over the past decade.
Furthermore, air quality was the most pressing concern flagged by public authorities throughout the
review of local freight documentation, plans and strategies with emission zones, of varying shapes
and forms, being frequently referenced as part of solutions to addressing levels of particulate matter
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and nitrogen oxide which exceed UK & EU limits in most larger conurbations. In total, TfSE featured
22 of the most polluted areas within its region34.
The desire to introduce and enforce a number of examples of best practice guidance and support for
the freight industry, through Construction Logistics Plans (CLPs), Delivery & Servicing Plans (DSPs)
and similar tools, was raised in the same AECOM Freight Scoping Study. This was identified in
response to increased congestion and demand for road space; particularly pertinent issues across the
TfSE area.

3.2

A NEW APPROACH
The underlying rationale for public authorities, with industry, is for the development of practices that
maximise the realisation of the individual company and wider societal objectives. These can be seen
to revolve around the principle of managing (and minimising) freight trips; reviewing and developing
freight transport in ways in which people, businesses and organisations are encouraged to make
optimal use of locally available transport resources to improve efficiencies, reduce costs and mitigate
the impact of travel on society. For consistency, this implies deploying the aforementioned Freight
Demand Management (FDM) principles used to frame industry interventions.
Public authorities, collectively, can be responsible for shaping the freight interventions, meeting the
4Rs, and cultivating a think freight culture through several mediums. This includes, but is not limited to
the following (which are then discussed individually):
 Partnerships: Helping to foster relationships between industry and public decision makers to
develop and deliver coordinated, mutually beneficial schemes and minimise investment risk;
 Freight Data: Acting as the conduit for collecting and collating data across industry and ensuring
some form of standardisation and consistency (see Work Package Two for more information);
 Regulations: To put in place legislation that will influence freight routing, timing and ultimately the
conditions for moving goods; often as a means to reduce freight externalities;
 Planning Policy: Supporting burgeoning freight and logistics markets and changing consumer
expectations through land use allocations; and safeguarding essential infrastructure/strategic sites;
 Planning Conditions: Setting the tone through development control decisions (LPAs) and efforts
to attach conditions to the development or regeneration of new housing and commercial properties;
 Consolidation: Leveraging interest in facilities and zero emission deliveries within urban areas
whilst recognising the virtues and challenges with different applications/models; and
 Procurement: Using public authority levers, within legislative frameworks, to influence internal
supply chain decisions (as trailblazers).

PARTNERSHIPS
Public authorities play the leading role in shaping transport and land use policy and securing funding
for delivering services for the public good LPAs and LTAs across the TfSE area, will ultimately be
shaping the freight environment throughout the course of day to day decision making across a range

34

AECOM (2020) Freight Scoping Report
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of transport, land use, environmental and development planning subject areas. There is a critical role
to play for public authorities on numerous fronts to create optimal conditions for the freight sector to
thrive and support the economic, environmental and social wellbeing. This should ideally coincide with
greater industry collaboration to develop synergies and shared visions for the role of freight in the
future.
TfSE can play a coordination role by bringing together the freight industry representatives including
suppliers, couriers, hauliers, shippers and businesses partaking in a supply chain, alongside trade
bodies who will play a key role in lifting industry standards and supporting sector professionalisation
through driver training and course accreditations. The latter could dovetail aspirations for sector
specialisation; working with universities and developing courses (e.g. Marine Technology, Renewable
Technologies and Advanced Manufacturing etc) to support burgeoning local industries35.Alongside a
lack of infrastructure, a lack of support for the freight industry was, by far, the main challenge raised
by stakeholders (fifty delegates across industry, public authorities and other local stakeholders)36.
TfSE can use the Freight Forum and Steering Group, the predecessors to the Transport Stakeholder
Forum, featuring a combination of public institutions, such as National Highways, through to Network
Rail (now under the umbrella of GB Rail), to form close working partnerships to help align activities
and provision as well as sharing information to inform regional priorities. As TfSE currently has limited
funding and legislative powers, emphasis must be placed on dovetailing and influencing those who
can pull the levers of change whilst STBs generally establish themselves as new devolved entities.
National policy and the coordination between national stakeholders will be imperative for helping set
the tone (e.g. standardisation in data collection).
Partnerships can also be key to supporting economic activity and coordinating a response across
multiple stakeholders. For example, this could be responding at the micro level to the impact on
deliveries and servicing from pedestrianisation proposals; the like of which are starting to take shape
across larger conurbations (in response to the Active Travel Fund and combined with emergency
walking and cycling schemes). The importance of collaboration and cooperation is captured across
various public sector plans (i.e. Highway England’s Strategic Business Plan, 2015); planting the seed
for continuous dialogue to assist future network planning.
Liaison with representatives of the private sector and freight ‘receivers’ will also be necessary; at both
the micro and macro level. Chamber of Commerce, Business Improvement Districts and
Manufacturing Associations, generally present in some shape or form across all towns and cities
across the TfSE area, can be vital mouthpieces for organising around a theme or agenda, which may
have a freight and logistics angle. Discussions at this scale may be better cascaded up via the
relevant LPA/LTA or arranged locally and used as an exemplar of best practice for partnership
working that can deliver change at pace.
Considering the role the South East plays in accommodating long distance strategic movements
nationally and internationally (and that approximately 85% of international Ro-Ro traffic comprises

TfSE (2019) Economic Connectivity Review,
https://transportforthesoutheast.org.uk/app/uploads/2020/10/FINAL-Economic-Connectivity-Review.pdf
36 AECOM (2020) Freight Scoping Report
35
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foreign-registered operators), partnerships should engage with major international operators located
outside of the UK. Engagement with these may be challenging but the benefits of developing working
relationships could be significant for raising vehicle and safety standards. In terms of goods moved,
the major participants carrying out cabotage in the UK were vehicles from Poland, Romania and
Ireland; with TfSE exploring opportunities to work with pan global trade associations to push for best
practice.

FREIGHT DATA
Data harvesting is increasingly key for developing a robust evidence base for informing decision
making by both businesses and public authorities. This includes understanding the origin and
destination of freight movements. However, obtaining and collecting freight specific data, ranging from
vehicle movements to road and vehicle utilisation, is a notorious challenge faced by the freight sector
historically that impacts on the relevancy of future investment priorities and fleet management
respectively. This has been acknowledged, in detail, as part of WP2 and the TfSE Logistics &
Gateway Review.
TfSE, working with public authorities, can help identify knowledge gaps in local databases as well as
lobbying for change with other STBs to escalate demands for data standardisation and guidance of
data gathering further upstream (DfT). For example, the Continuing Survey of Road Goods Transport
(CSRGT), which captures a data sample of HGV trips annually, excludes foreign registered vehicles
from its accounts; which skews the representativeness of goods traffic, including European freight
forwarders, throughout the TfSE area that connect through international gateways.
Links to DfT
TfSE should maintain strong links to the DfT team creating the National Freight Strategy and to
its Future of UK Freight Team, which includes a data analyst, particularly as it is considering
innovative methods for data capture. National Highways, along with other STBs, including TfN,
are also exploring different options; the latter of which involves developing a freight data
repository to enable TfN and its partners to access and interrogate a wide range of freight
datasets, from strategic commodity flows to local traffic counts.
Public Authorities will continue to play a facilitating role in collecting and collating data; ranging from
LGV registrations and operating licence records, through to Annual Average Traffic Data (AATD)
counts and Air Quality Management Area (AQMA) statistics. However, there is a distinct lack of data,
available within the public domain, that derives from actual industry activities; in part due to
commercial sensitivity and the absence of standardised processes for data collection. Data collected
by public authorities must also seek to understand why goods move in a certain way, rather than
simply highlighting a freight situation.
The emergence of the sharing economy and initiatives such as the FreightShare Lab (a collaboration
of industry bodies with close links to public authorities) and Data Hubs by STBs, namely Transport for
the North (TfN), are trailblazing approaches to collating and collecting data sources for informing
policy approaches and investment priorities across the industry. Equally the sharing of live data
between public institutions and conveying core messages with industry to aid diversionary routing and
forward planning is an obvious, yet blurred practice. As previously implied, a consistent data collection
approach is required across all public authorities which would be ideally mediated through a pan
national approach that can be lobbied for/supported by TfSE.
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As around 95% of the UK’s international trade moves through UK seaports with 91% of deep sea
volumes entering and leaving via the wider South East (including Felixstowe)37, TfSE should be
working with other STBs to understand future traffic flows; where goods are going to and from and
why and taking a broader outlook on future developments outside of the south east that will depend
on efficient freight network thorough the TfSE area.

REGULATIONS
Public authorities are increasingly introducing measures to minimise the impact of vehicle traffic in
sensitive urban areas, which recognises freight and the impact the sector has on air quality and the
quality of the public realm. Barriers imposed through traffic management or traffic regulation orders,
loading restrictions and zoning principles will shape the freight operational environment; a trend that is
likely to be accelerated in response to the decarbonisation and placemaking agenda. A distinction
must be made between fostering voluntary actions by industry and, in this case, delivering mandatory
requirements to trigger behavioural and operational changes across the freight industry.
The introduction of Clean Air Zones (CAZ) in Portsmouth and Southampton, alongside HGV Routing
Strategies (countywide, e.g. West Sussex or site specific e.g. Surrey Eco Park Application are
existing examples of regulatory interventions that nudge fleet operators and freight sector businesses
to adopt new practices; providing incentives are also in place to stimulate behaviour change. This
could include the transition towards greener vehicle fleets, in response to charging zones being
introduced for higher emitting vehicles, alongside re-timing deliveries outside of peak hours to
minimise interaction with vulnerable road users (benefits for road safety).
The freight industry is a disparate industry with a large proportion of SMEs. Caution must be exerted
when deploying interventions due to the disproportionate impacts of regulations on different parts of
the freight sector across the TfSE area and their ability to respond (quickly) to changing conditions.
For example, lorry parking bans may be symptomatic of a lack of available parking and absence of
real data demonstrating the gulf between demand and supply available locally which must be factored
into the discourse by those involved in the making decisions internally. The harmonisation and
legibility of regulations is also key; this can lead to issues with enforcement and overall effectiveness
whilst infrastructure costs, administrative and maintenance costs must be evaluated.
Digitising Data
To aid the deployment, management and compliance of regulations, public authorities can work
with software providers to make vital datasets and key information legible and available virtually.
This extends to HGV routing schemes, as in the case of the London Lorry Control Scheme
(LLCS) to complement ‘hard’ guidance in the form of signage delivered through the highways
department and core funding (West Sussex Advisory Lorry Maps).

DfT (2020) UK Port Freight Statistics: 2019,
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/908558/portfreight-statistics-2019.pdf
37
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Broader travel and consumer behaviour change would be ideally deployed in conjunction with new or
emerging regulations to frontload changes to supply chain activity and freight demand. This is
especially relevant as part for Future Transport Zones (Solent) and the widespread adoption of Low
Traffic or Liveable Neighbourhoods at the hyperlocal scale. LTAs working at this scale can look to
apply a package of interventions, designed with and for local communities, to adopt new practices
and a sense of place around the changing role of the street and the popularity of non-motorised
travel. TfSE is well placed as a new STB establishing itself nationally, to positively use marketing and
communication channels to raise awareness of sustainable deliveries and the wider role of freight and
logistics in our everyday life.
The Goods Vehicle Operator Licensing Scheme, administered by the Driver and Vehicle Standards
Agency (DVSA) on behalf the Traffic Commissioners, play an instrumental role in both shaping and
ensuring compliance with industry standards. Changes to licensing to enable and incentivise own
account, restricted licence holders to backload their vehicles, could have a major, positive impact on
addressing empty running and improving overall freight efficiency. Any proposals, which would need
to be decided at a national level, must be sensitive to the terms and conditions stipulated to current
licence holders.

PLANNING POLICY
Planning policies can be delivered through national guidance, local plan strategic/development
management policies and Supplementary Planning Guidance, such as design guides. These provide
the framework through which Community Infrastructure Levy (CIL) contributions, planning conditions
and developer agreements (s106), for infrastructure and services, should be applied and funding
secured.
There should be a symbiotic relationship between the policies contained within the National Planning
Policy Framework and LPA Planning Policy; informed and shaped by industry input and broader
consultation with local stakeholders across the TfSE area. The former offers more strategic guidance
to supporting sustainable development that stipulates the need for accommodating efficient delivery of
goods and services.

National Freight Strategy
The DfT is developing a National Freight Strategy, due for publication in mid-2021 (revisit
timeline as were beyond this point now, which will provide the opportunity for its outputs, if
delivered on time, to be dovetailed with the development of the TfSE Freight Strategy. This is
likely to feature or focus on the broader decarbonisation agenda but will help to set the scene for
the role of public authorities, including STBs.

Although TfSE does not have a direct role in shaping land use policy, it can work alongside the
constituent LPAs across the study area to help influence the allocation of land uses (zones) within
Local Plans (LPs) and Strategic Land Availability Assessments (SLAAs). LPAs could also be
encouraged to plan for urban freight within infrastructure strategies and review local regulations and
develop outline business cases. Equally LPAs and LTAs should be aware and contributing towards
emerging masterplans, particularly ports across the TfSE area, and take a proactive approach to
safeguarding land and infrastructure for future use.
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The pace of growth in e-commerce (online retailing) and the prominence of Third Party Logistics
(3PL), who have experienced 70% increase in volume carried during 2019 in some instances38, is
resulting in larger van fleets and the increased land demand for sortation and fulfilment centres. This
is putting pressure on local infrastructure and the need for quicker spatial planning decisions to be
made in response to demand.
Planning decisions on sites abutting industrial land, transport interchanges and international gateways
must also be sympathetic to expansion plans and proposed site operations. However, the disruption
and pace of change experienced across the freight and logistics sector is outstripping the speed of
the planning system to respond accordingly. The need to address the current deficiency of Lorry
Parking, a critical issue across the TfSE area and the spatial consequences of the disconnect
between ‘trunking’ and ‘last mile’ deliveries on vehicle volumes and land for logistics, are two
examples where planning policy must seek to address longstanding and emerging trends.
From a bottom up perspective, TfSE can play a supportive role in helping LPAs with developing a
robust evidence base to support the allocation of land for freight and logistics use whilst flagging
potential demand for space to help satisfy strategic, cross boundary objectives. At a top down level,
TfSE must also be proactively engaging with industry to help understand demand and apply a holistic
view of freight and logistics needs that can then be scoped with LPAs.
Freight efficiency, particularly intermodal movements of transport, relies on the seamless transition
between different stages and stakeholders of the supply chain and the ease of access between and
through local, national and international gateways. This can manifest in different ways and can be
shaped by public authorities by means of fostering economic agglomeration; an approach that is
being sought through the designation of freeports at Solent and Thameside and is already established
around Heathrow and Gatwick respectively.
The National Policy Statement for Ports39, Airports40, DfT forecasts on port freight throughput and the
emerging National Policy Statement on National Networks, the government's statement for major road
and rail schemes, are all examples of major planning related strategic documents. A designated
‘Future of Freight’ team at DfT, are also pivotal for steering the course of the freight industry.

NIC (2019) Better Delivery: The Challenge for Freight, https://nic.org.uk/app/uploads/Better-Delivery-April2019.pdf
39 DfT (2012) National Policy Statement for Ports,
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/3931/national
-policy-statement-ports.pdf
40 DfT (2018) Airports National Policy Statement: new runway capacity and infrastructure at airports in the South
East of England,
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/858533/airpo
rts-nps-new-runway-capacity-and-infrastructure-at-airports-in-the-south-east-of-england-web-version.pdf
38
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There are a number of key facts relating to Safeguarding Wharves as described below.41
Safeguarding Wharves
The safeguarding of wharves, storage and land availability through local plans for satisfying the
South East’s reliance on imports of sand, gravel and crushed rock (aggregates) (MDS
Transmodel (2007)), is a prime example of the role public authorities can play in acknowledging
commodity shipments/requirements and dependency on the freight industry. The broader study
outlines the role of public authorities to continue adopting safeguarding measures to futureproof
capacity, especially in this instance, with the rise in construction and transport of dry bulk
materials to serve burgeoning markets (coastal shipping towards London). This also considers
LPAs Minerals and Waste planning policies.

PLANNING CONDITIONS
A prime opportunity to counteract the combined challenges of a growing urban population, rapid
development growth and increased freight trip, particularly across larger conurbations within the TfSE
area, is to embed a ‘think freight’ approach into the planning process and the conditions requested by
developers to secure permission. Equally, tools and action plans can be forged for mitigating existing
freight based movements; although the consequences or ‘ripple effects’ of measures could have
wider geographical implications.

The London Effect
Transport for London (TfL) adopted a pan city Freight & Servicing Action Plan (2019) with the
view to minimising the externalities derived from road freight transport in the capital, covering
deliveries, servicing and construction movements, including the reduction of peak period traffic
by 10% by 2026. The key actions including working with boroughs to better coordinate freight
movements with opportunities for applying the 4Rs approach to address congestion, air quality
and safety concerns that complemented Vision Zero and Healthy Streets agendas.
Land zoned for housing, industrial development and employment/commercial uses will all have a
freight requirement and generate freight movements; contributing and potentially exacerbating
concerns around congestion, local access, pollution and road safety. Ideally new planning practice
guidance on freight for strategic policy making and site specific decision making considerations would
be steered at a pan national scale for consistency. LPAs can again play a crucial role, with updated
guidance, in requiring developments to provide adequate land and infrastructure for on-site micro

MDS Transmodal (2007) Aggregate Wharves and Rail Depots in South East England,
https://www.iow.gov.uk/azservices/documents/2782-FI5-Aggregate-Wharves-and-Rail-Depots-in-South-EastEngland.pdf
41
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consolidation, concierge and waste management practices, or co-location in mixed use developments
(providing mitigations are in place) and recycling of meanwhile spaces and car parking.
In many cases, larger developments will require a transport assessment with developers also being
required to contribute Section 106 contributions and Section 278 highways funding towards traffic
mitigation; which should seek to consider negating the impacts of freight and servicing and promoting
sustainable alternatives. LTAs should work with LPAs across the TfSE area on this basis during the
review of planning applications to assess infrastructure requirements.
On this basis, there is an opportunity to embed freight best practice principles into the process of
securing permission and ensuring new developments and urban regeneration mitigate the
externalities from freight movements; during both the construction (build) phase and for day to day
operations covering waste management, deliveries and servicing activity. This will require providing
sufficient materials and guidance to developers and initially upskilling department staff on the value,
requirements and application of conditions. This should align with a commitment in local policy
discourse with consideration also given to enforcing conditions and monitoring compliance.

ECONOMIC AGGLOMERATION
The term to describe the clustering of business activity to support economies of scale, productivity
efficiencies and cost reduction. The zoning principles deployed across the TfSE area are already
evident; ranging from the large scale ‘Gatwick Diamond’ through to the emerging hive of green
technologies and eco-businesses proposed around Shoreham Harbour, a designated Eco-Port.
These locations, often in peri-urban settings, ultimately come to depend on high quality access by
road but are increasingly exploring rail links and rail freight capacity.
Future agglomeration will depend on policy and investment commitments, including mode shift and
multimodalism, to unlock industry growth. This is hinted at in the growth scenarios and LEP Local
Economic Strategies to promote smart specialisation and cluster policies based on identified
strengths and competitive advantages. There is a particular requirement for public authorities of all
sizes across the south east to support the development of processing facilities in the current climate
in response to growing lack of affordable, accessible warehousing facilities available or visible to meet
the demand for space near end users (driven and led by e commerce).
The burgeoning freight and logistics sector is an emerging economic driver driven by both the
proximity of strategic road and rail networks, international gateways and clustering of suppliers,
wholesales and third party logistics providers, offering competitive advantages through supply chain
efficiencies. Alongside high-profile companies such as Amazon who had established distribution hubs
pre pandemic across counties such as Kent amidst the boost in e-commerce, there is a requirement
by public authorities to unlock land in conducive locations and provide the necessary infrastructure.
The TfSE area is blessed with several international gateways which should be exploited.
Port centric logistics, with specific reference to Southampton, is discussed in the box below42

Port of Southampton (2016) Port Master Plan 2016 – 2035,
https://www.southamptonvts.co.uk/admin/content/files/New%20capital%20projects/Master%20Plan%202016/M
aster%20Plan%202016%20-%202035%20Consultation%20Document%20Oct%202016.pdf
42
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Port Centric Logistics
Future proposals to build on the Port of Southampton’s Strategic Land Reserve (SLR) in
Marchwood, signifies the future significance of port centric logistics and its role in supporting
local employment and economic prosperity. Continued investment in major infrastructural
investment on site; combining shoreside energy networks, on site warehousing facilities and
hi tech/marine business clusters, will require subsequent investment by public authorities to
upgrade road and rail infrastructure for improved port connectivity (ABP, 2016).
As previously mentioned, the five LEPs across the TfSE area are well placed to guide economic
agglomeration; with employment growth hubs acting as a proxy for the location of future freight
demand. These are clearly situated around coastline/estuarial conurbations, namely the Medway
Towns, Thanet, Southampton (and broader Solent area), Basingstoke and Thameside (Dartford).
LEPS alongside other public authorities will play a key role in managing the dependency on freight
and logistics across employment sectors, namely construction, manufacturing, mining (& quarrying),
storage and wholesale and retail trade; the latter contributing the greatest proportion of employment
industry share (%) per LEP area43.
Infrastructure schemes, which are often integrated into land use planning decisions, are the most
substantial category of measures and are usually implemented by public authorities. Due to the high
cost of planning, implementing, and maintaining transport infrastructure in urban areas and their
perception as being for the “public good”, they are often the only actors willing and able to fund their
implementation. Public Private Partnerships (PPPs) have emerged over recent decades as another
financing model to invest in substantial improvements to road, rail, sea and air networks whereby the
initial capital and risk is absorbed by public authorities to leverage private sector investment in the
operational and longer term viability of initiatives that are associated with delivering a public good.

CONSOLIDATION
Consolidation, the means of grouping consignments in fewer vehicles based out of ‘remote’ or ‘last
mile’ hubs are increasingly popular as a mechanism to reduce freight externalities in an urban setting.
However, this requires public authorities to proactively identify and develop appropriate sites with
industry partners to bring this to fruition; with historic challenges to developing financially viable
schemes across the UK ‘at scale’. The diminishing stock of industrial land, combined with land costs
and the challenge in developing and sustaining ‘open access’ sites, are issues that public authorities
must seek to overcome to bring schemes to fruition. Competing use for housing is a particularly acute
challenge in the TfSE area; with local plans having to balance the interests of providing affordable
living and increased urban densification with providing additional land capacity for logistics sites.

43

WSP (2019) Freight Logistics & Gateway Review
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The main example of an operation centre across the region, in Southampton, is referred to in the box
below44.

Southampton Sustainable Consolidation Centre (SDC)
The Southampton Sustainable Consolidation Centre (SDC), established in 2012, was
formed by Southampton City Council (SCC) with Meachers Global Logistics to help meet
the Green City Commitments 2030. The 20,000-sq. ft. site based out of Nursling Industrial
Estate on the outskirts of the city, accommodates deliveries to a warehouse for onward
distribution with fully optimised vehicle capacities outside peak periods. The scheme serves
a number of public sector organisations and has forecast to reduce the number of HGV
movements by up to 75% (6,900 vehicle movements per annum) (Meachers, 2020).

.

Previous industry experience of consolidation points towards the challenges of a state-led scheme
compared to facilities that are accepted and embedded within business supply chains (the users). The
growth in Third Part Logistics (3PLs) companies establishing bases at peri urban sites across the
TfSE area, outside locations such as Maidstone (New Hythe), Rochester (London Medway
Commercial Park) and Theale (Arlington Business Park) to name a few, provides an opportunity to
work with industry partners on initiatives that can re-mode and reduce local HGV trips.
Siting consolidation centres presents a challenge similar to that experienced across the south east for
locating warehousing and distribution facilities of scale. Concerted efforts and analysis of public
authority estates should form part of a broader land based assessment to understand the scope for
conversion or use. This should take into account urban ‘triggers’; the factors that would ‘nudge’
prospective industry partners to using consolidation sites developed by the public sector which could
include regulatory changes (e.g. Clean Air Zones) or historic urban grains (e.g. timed road closures).
Consolidation Centres could start to play a greater role in relation to ports and airports to avoid the
need for stem mileage and to shift away from road freight at the source.
Inevitably, public sector led schemes would require substantial subsidy and would possibility require
mandatory status to scale up interest (as opposed to voluntary adoption) with trials often used to rest
proof of concept and integration with other schemes (e.g. zero emission deliveries and urban depots).
In theory, consolidation can be applied to any conurbation, in one guise or another, but requires due
diligence in the planning and investment in facilities, steering by public authorities with industry.
Procurement
Anchor institutions, large public and private sector organisations rooted within a locality and with
notable sway over local decision making, also have substantial budgets and spending power to
procure goods and services. Alongside LAs across the TfSE area, larger multinational companies with
bases or headquarters can arrange procurement contracts and terms to develop sustainable and local

Meachers (2020) Smarter Deliveries in Southampton with the Sustainable Distribution Centre,
https://meachersglobal.com/news/smarter-deliveries-in-southampton-with-the-sustainable-distribution-centre/
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supply chains. This brings the benefit of reducing travel demand and freight miles with procurement
contracts able to set conditions for the use of sustainable freight or emissions targets.
Smaller procurement contracts would also enable SMEs to compete with delivering goods over a
shorter distance or in clean vehicles and encourage operators to raise standards to be eligible for
tendering. This has the potential to develop the local freight and logistics sector, facilitate local
prosperity and community wealth building whilst minimising the impact of supply chain activities on
local communities through improvements to air quality and reductions in vehicle use.
Localised Manufacturing
There are signs of a reshoring of manufacturing activity within the UK that could have
ramifications on port traffic (commodities moved) and globalised supply chains. However, local
manufacturing can bring employment opportunities and be viewed as part of the shift towards
shortening supply chains and exploring a greater range of added value services at defined sites
that access the strategic road and rail network.
Whilst decarbonisation within the private sector is likely to be driven by cost efficiencies and a strong
commitment to Corporate Social Responsibility (CSR) policies, public authorities can start to set
future trends and become trailblazers in this capacity. In this respect, collective or joint procurement
can help to reduce freight miles and optimise delivery drops whilst helping to save resources through
economies of scale. This includes developing preferred suppliers for waste and recycling activities to
minimise daily trip volumes, the concentration of vehicle carbon emissions and road safety concerns.
Linked to procurement is the opportunity public authorities and wider ‘anchor intuitions’ across the
TfSE area can play in upgrading to cleaner vehicle fleets through a hierarchal approach to adoption
(i.e. electric vehicle as the priority aim, hybrid as second best option depending on requirements) or
stimulating broader uptake across the private sector through tailored scrappage schemes (currently
being trialled on a localised scale in Coventry with the option of receiving mobility credits).

Buying Standards
In December 2017, new Government Buying Standards were introduced with a commitment
that all new government vehicles will be zero or ultra-low emission by default, with alternatives
considered only in exceptional circumstances as part of the Road to Zero Strategy. This can
form the basis for local authorities to transition to greener fleets and for TfSE to help promote
sustainable procurement practices.
TfSE can play an instrumental role in raising the profile of local procurement and localised supply
chain activity by promoting the opportunities this brings and triggering interest across the region. This
should start with stating the virtues across resident LPAs (and across departments such as economic
development, procurement (HR) as well as transport policy and planning) and bringing in key experts
in this field (e.g. Centre for Local Economic Strategies- A Think & Do Tank) to deliver a series of
workshops on the practicalities of delivering new practices. LPAs could then be the trailblazers who
can cascade the approach to other public authorities and anchor institutes across their respective
areas.
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3.3

THE INTERVENTIONS
A set of dashboards have been developed to help illustrate the range of considerations for public
authorities to help deliver optimal conditions for the freight sector and wider society to thrive. The
interventions will naturally help cultivate a ‘Think Freight’ culture amongst decision makers and
officers working across public authorities with the aim of satisfying individual and strategic economic,
social and environmental objectives.
TfSE should initially play an advisory role and set about establishing relationships and contacts with
public authorities and developing a workshop series that communicate the virtues of different
interventions (as well as sense checking levels of interest). Ultimately public authorities (LPAs, LTAs)
will be responsible for decision making and actual implementation but TfSE can aid with the steer and
development during the early stages and sharing best practice from across the UK and across the
region. Funding will always be a challenge; so TfSE can look to build evidence with partner authorities
on an intervention by intervention basis to help get them of the ground.
The interventions selected, featuring a combination of vehicle, place and people based approaches,
are informed by the recommendations within the TfSE Logistics & Gateway Review and the feedback
from stakeholders from the AECOM scoping report undertaken in 2019. The dashboards are selfexplanatory but cover the following subject areas:
 Investment Needed: scored on a scale of high, medium, low for financial commitment;
 Sector: predominantly ‘road’ focused but covering all modes of freight;
 Actors: key stakeholders involved in application/formation of intervention;
 Risk Level: high level scoring based on a scale of low, medium, high for ease of deployment;
 4Rs: the interventions role in remoding, retiming, rerouting and reducing freight movements;
 Category: the type of intervention being pursued; and
 Geographical Applicability: where the intervention could be pursued across the TfSE area.
The use cases and objectives section are formatted in the same way as the previous dashboards.
Dashboards
The following interventions have presented in dashboard format:
 Freight Quality Partnerships;
 Waste Management Partnerships;
 Emission Zones;
 Delivery and Servicing Plans;
 Construction Logistics Plans;
 Building Regulations;
 Urban Consolidation;
 Sustainable Procurement; and
 Greener Fleets.
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DASHBOARD SUMMARY
A number of observations can be made as to the value of each intervention (and dashboard)
individually and how they can collectively inform the development and delivery of a freight strategy.
These have been summarised below:
 Many of the interventions are focused around influencing the operational framework and condition
for the freight industry to simultaneously improve the efficiency of goods moved and reduce the
externalities associated with (road) freight and both local and global supply chains. These are low
risk, low cost and are designed to help embed a ‘think freight’ culture and freight ‘lens’ across
decision makers within public authorities. A first step before implementation would be to review
current practice (or lack thereof), standardise a process and template a monitoring dashboard.
 Interventions place strong emphasis on partnerships with industry. For example, Freight Quality
Partnerships, providing that they have a clear remit and motivation, can be especially fruitful for
focusing on tackling freight issues across different parts of the region and are relative low risk and
low cost to set up and mobilise. The same applied to Waste Management Partnerships which
could, in theory, apply to any conurbation (although operators work within a free market so
business engagement and BID buy are pre-requisites to setting up a preferred supplier).
 A real focus of attention short term should be about raising and embedding best practice within the
land use planning system. DSPs and CLPs, for example, could offer a fantastic return on time and
investment providing resource can be committed to set up and monitoring. This offers a chance to
proactively shape freight conditions as opposed to responding to a problem. These are low risk
and have matured over the years as a ley TDM tool.
 There are interventions that offer a more holistic set of benefits that go beyond freight
considerations and meeting the objectives of a freight strategy. Sustainable procurement as the
prime example, looks towards supporting local economic development and would likely gain buy in
politically (e.g. through councillors) to mobilise quickly. It is practical and puts the impetus on public
authorities to take the initiative (alongside easily identifiable anchor institutions).
 Longer term, low emission zones are likely to be normalised. Designation should take place
concurrently with a package of interventions, including alternative fuel technologies to ensure a just
transition for the many operators who don’t have the capital resource to adapt at pace (especially
with limited grant funding and limited HGV vehicles on the market. However, this is already a
regulatory/legislative process that is already ongoing in some conurbations. There is an opportunity
to share best practice (do’s and don’ts) to investigate roll out over the medium to long term across
other towns and cities.
 There are interventions that need further investigation and partnerships at a granular level and
present more of a challenge to mobilise, Urban consolidation, for example, needs to be pump
primed initially and a package of measures being in place to unlock the advantages and steer
suppliers/organisations to use a facility. Again, public authorities can lead the way but evidence
suggests that an approach has to be tailored to place dynamics.
 Similarly to the interventions for industry, there is an immediate opportunity to set up and mobilise
behavioural/operational interventions short term and, in this instance, to create the framework for
better freight planning. These are practical interventions with previous traction and technical
maturity.
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Table 3-1 - Freight Quality Partnerships
INDUSTRY &
PUBLIC
AUTHORITY
PARTNERSHIPS
Definition:
[Trend]

Investment
Needed

Low

Sector

All Sectors

Local Relevance

Low

Re-route, Re-time, Reduce, Re-mode

4Rs

Category

Raising Best Practice

Geographical Applicability:

Use Cases
Freight Quality
Partnership (FQP)
Thurrock

The Thurrock FQP materialised because of the need to minimise the impact of high HGVs volumes on local communities and the local road network. Those impacts were associated with proximity and access to the port
and logistics centres alongside more localised concerns around delivery and servicing activity. The FQP also offered the opportunity to raise standards amongst member companies and through supply chain vehicle fleets
by offering free green fleet efficiency surveys and fleet recommendations as part of subscribing to the local ECO Stars scheme.

Freight & Logistics
Advisory Groups
Scotland

Established to act as a ‘soundboard’ for policies on the movement of freight and to help with monitoring delivery of policy to achieve national outcomes and objectives. Key aim is to prioritise and coordinate action taken by
both industry and other stakeholders and to foster collective participation; without being a lobbying organisation. Having national organisations organising working groups around freight specific themes provided a focus –
with active engagement taking place in recent times around Lorry Parking and Rural Freight.

Regional Freight Forums
(CILT)
[Rail, PWW, TDM, CL]

The Chartered Institute of Logistics & Transport (CILT) offer members (which can include LPAs) the opportunity to attend over thirty forums to explore topical insights and contents offered by relevant industry research and
policy experts. These are both pan national and at regional level; (Gatwick Group, Kent Group & Sussex Group, for example) with the chance to witness best practice and seek support and advice for fellow members along
thematic lines or to attend events and days out to comprehend freight activities in ‘real life’ scenarios.

Events Freight Forum
London Olympics
TFL, London

Barriers

Risk
Level

There are a number of platforms that aim to foster a greater understanding and appreciation of freight, delivery and servicing issues by bringing together
industry, public authorities and other stakeholders together and developing constructive local solutions that reconcile the need for access to goods and
services with local economic, environmental and social concerns. They can form the basis of addressing real world challenges and fostering greater
communication and sharing of data to inform decision making across modes, helping to shape future transport planning and strategy discourse. They are
often triggered by particular issues of concern.

Best Practice

Opportunities

Industry Bodies, Public
Sector, Businesses

Actors

A Freight Forum was established by TfL concurrently with the programming of the Olympic Games and built on 20 months of engagement work with partners across the freight industry (DHL, UPS, Federation of Small
Businesses alongside the RHA, London Councils and many others). The forum helped identify and discuss how to apply joint solutions to adapting the regulatory framework for the freight industry, the best means of
communicating with industry (and customers) and the importance of timing and quality of information.

Offers a fantastic opportunity to reconcile the needs and interests of industry with the wider objectives of public authorities to support economic prosperity and protect the environment and societal wellbeing. A well planned, focused partnership (with
clearly defined objectives or triggers for development/thematic focus), can help develop joint, robust solutions quickly and responsively; into perpetuity.
No cost barriers, but risk that another ‘layer’ of engagement and time commitments, without tangible outcomes, will lead to low turnout (especially amongst smaller businesses across the freight industry)
Highly relevant for establishing at a county or district scale (for a geographical focus) and a regional scale (with focus on freight themes) to complement the introduction of the TfSE Freight Forum. For example, unlocking port centric logistics around
Southampton and Dover may be best suited to bringing together local actors (ABP, Southampton City Council (LPA), Hampshire County Council (LTA) and 3PLs (Amazon, Hermes etc) with a focus on understanding timeframes for unlocking the
port’s Strategic Land Reserve (SLR) and developing tailored bids for capital funding for road access improvements. Thematically, a sub group of the TfSE Freight Forum could pursue ‘Mode Shift – Road2Rail’; delving deeper into reducing parallel
running along major freight corridors from the ports to the Midlands and helping scope SRFI locations (with Network Rail/DfT).
Impact on Freight Objectives
Economy

Freight efficiency

Environment
Max

Improved journey times, connectivity and integration between modes. Reduced
impact from and on congestion
Industry contribution

Improved connectivity to international gateways in the TfSE area
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Max

Reduce the impact of the sector through air quality improvements

Min

Improved jobs and opportunities for the sector to address skills shortages,
support for inward investment, land availability, infrastructure provision
Connectivity

Air quality

Society

Greenhouse gas emissions

Urban realm
Minimising the intrusive impact of freight transport on visual amenity and local,
protected settings

Max

Improve the safety of the sector to reduce the number of accidents involving
goods vehicles
Max

Reduction in greenhouse gas emissions from the sector to achieve net-zero by
2050
Max

Safety

Community disturbance

Max

Reduce the impact of freight on communities, noise levels, air quality and
informal overnight lorry parking
Max

Placemaking

Max

Better integrate freight into land use planning, development, construction and
servicing plans, better freight data
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Table 3-2 - Waste Management Partnerships
WASTE
MANAGEMENT
PARTNERSHIP
Definition:
[Trajectory]

Investment
Needed

Low

Sector

Waste Management

Actors

Business Improvement Districts (BIDs) (of which there are over 300 across the UK), Chamber of Trade (CoT) and other business led groups developing a
contract framework with a waste management provider on behalf of levy payers or members to offer a reliable, efficient service that would increase
recycling, reduce business costs and minimise vehicle movement around the city centre. This can help to ease congestion, improve air quality and alleviate
concerns about HGVs mixing with vulnerable road users. The basic premise is to consolidate waste collections into fewer vehicles and seek to informally
regulate the industry.

Best Practice

Bristol Waste &
Broadmead BID
Zero Emission
Collections
Better Bankside BID
Subsidised Recycling
Service

Barriers
Local Relevance

Low

4Rs

Re-duce

Category

Eco Logistics

Geographical Applicability:

Use Cases
SUEZ & Bath BID
Trade Waste
Partnership
[Bath}

Opportunities

Risk
Level

Public/Private

The Bath BID has been working in partnership with SUEZ (formerly SITA) for the past seven years to provide a streamlined and excellent citywide trade waste and recycling service for the BID area. The purpose of
streamlining the city’s trade waste collection and recycling service is to reduce congestion and city pollution by reducing the number of waste collection operators in the city each day and improve the appearance of the
public realm in this World Heritage Site. Rates are 25% less for levy payers, with on site support from SUEZ to foster better recycling practices and reduce the weight of commercial waste. Companies save over 20% on
costs of collections and SUEZ optimises vehicle loads during collections.
Broadmead BID’s partnership with Bristol Waste enables all levy-payers to take advantage of discounted, and very competitive, prices. Bristol Waste is proud not to be just a waste collection company, but also a part of the
Bristol community, bringing together businesses across Bristol by reducing and re-using waste. There is plenty of B2B movement too as Bristol Waste would like to, for example, encourage businesses to recycle crisp
packets to reduce general waste stream; with packets a being donated to Bristol Zoo Gardens, who send them to Walkers, who then sends back a small rebate (circular economy).
All Better Bankside businesses are eligible to sign up for subsidised recycling service with Paper Round offering an allocation of sacks (and 15% discount on food waste sacks) and a subsidised range of other collection
requirements (dry recycling). Paper Round will work with the business to arrange collections times and dates that work for the business. They can also come into the business and carry out a waste audit to identify areas
were recycling rates can be improved and additional savings made and work with other partners to collect and recycle more unusual consignments.

Fostering better recycling activity and reducing business overheads through behaviour change techniques. Reduces HGV movements and allows for routing optimisation to save provider costs/secure demand.
The challenges of operating within an unregulated market where other commercial providers are still present. Needs buy in by business community and political will to work effectively.
The TfSE area has a high concentration of BIDs relative to the rest of the UK (Lichfields, 2018), particularly around the orbital road network and spread across the southern coastline (covering the larger conurbations), Most towns also have a
Chamber of Trade (CoT), although their level of activity varies significantly. CoTs can act proactively, coordinate future waste management activity to reduce businesses overheads, minimise vehicle trips (and shadowing) and support alternative
modes for the collection and servicing of businesses within its boundary. No known waste partnerships exist in the TfSE area so proof of concept (including a trial) would be ideal to trigger wider adoption. This initiative would help bring together a
focus on wider recycling and environmentally friendly practices and catalyse a discussion on the role and impact of deliveries (B2C), the scope for reverse logistics (C2B) and options that businesses could pursue for moving goods and items between
levy payers/members (Peer 2 Peer). There is a prime opportunity to dovetail successful Transforming Cities Funding across the Solent and through the Future High Streets Fund (Dover Town Centre & Waterfront, Newhaven, Chatham, Thanet and
Fratton).
Impact on Freight Objectives
Economy

Freight efficiency

Environment
Max

Improved journey times, connectivity and integration between modes. Reduced
impact from and on congestion
Industry contribution

Improved connectivity to international gateways in the TfSE area
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Med

Reduce the impact of the sector through air quality improvements and a
reduction in other forms of pollution and intrusive activities
Max

Improved jobs and opportunities for the sector to address skills shortages,
support for inward investment, land availability, infrastructure provision
Connectivity

Air quality

Society

Greenhouse gas emissions

Urban realm
Minimising the intrusive impact of freight transport on visual amenity and local,
protected settings

Med

Improve the safety of the sector to reduce the number of accidents involving
goods vehicles
Med

Reduction in greenhouse gas emissions from the sector to achieve net-zero by
2050
Min

Safety

Community disturbance

Max

Reduce the impact of freight on communities, noise levels, air quality and
informal overnight lorry parking
Max

Placemaking

Max

Better integrate freight into land use planning, development, construction and
servicing plans, better freight data
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Table 3-3 – Low Emission Zones
EMISSION ZONES
Definition:
[Trend]

Investment
Needed

Medium

Sector

Road Transport

Actors

An Emission Zone is an area where targeted action is taken to improve air quality, in particular by discouraging the most polluting vehicles from entering
the zone. No vehicle is banned in the zone, but those which do not have clean enough engines will have to pay a daily charge if they travel within the area.
There are different types of measures to offset the impact of vehicle traffic on air quality that can be implemented by local authorities (often under the
jurisdiction of national government departments).

Best Practice

High

Re-mode, Re-duce, Remode

4Rs

Category

Regulatory

Geographical Applicability:

Use Cases
Ultra-Low Emission
Zone (ULEZ)
London

Opportunities

Risk
Level

Public

The Ultra-Low Emission Zone (ULEZ) operates 24 hours a day, 7 days a week, every day of the year (except Christmas Day). It covered the same area as the Congestion Charge zone until 25 October 2021 when it
expands to cover a broader area (within the North and South Circular Roads). Despite recent improvements in air quality, toxic air pollution remains the biggest environmental risk to the health of all Londoners and reducing
the amount of pollution from traffic remains one of the best ways of improving air quality. The vehicle standards for entering these CAZs will be Euro VI for diesel and Euro IV for petrol, any non-compliant vehicles will be
charged upon entry to the zone, but not banned.

Air Quality Speed Limit
Trials
UK

Trialling 60mph speed limits on short sections of the Strategic Road Network where action needs to be taken to reduce emissions and improve air quality. This trial should result in a reduction in NO2 when traffic speed is
reduced from 70 to 60mph at six locations. The eight locations, mainly in the North of England were where NO2 levels exceed the legal annual mean limit level of 40 µg/m³.

Green Travel Districts
Birmingham

Pre-requisite to the Clean Air Zone, the Green Travel Districts sought to focus investment on public transport, walking and cycling to try to encourage people to use cars less, with the city's road infrastructure stretched. The
vision for those districts is less congestion, less pollution and fewer accidents to contribute towards Birmingham's carbon and air quality targets. GTDs build on the experiences of Birmingham’s Smarter Choices programme
by integrating travel awareness on a local level within a wider policy and infrastructure framework and where there were higher concentrations of commercial activity.

The core objectives of reducing air pollution through regulation and legislation to reduce the number of high emitting vehicles and overall emissions on urban roads and nudge changes in freight practices

Barriers

Needs government approvals and strong local political backing. Will be less effective if undertaken voluntarily or if the approach does not suggest charging models are applied. Will have disproportionate impact on HGVs. The cost of cleaner vehicles
is currently prohibitive as well as developing a network of supporting infrastructure (at pace).

Local Relevance

There are a number of emission zones coming to fruition in 2021/2022, including in Southampton and Portsmouth, that will attempt to minimise tailpipe emissions from general private, public and freight traffic from ICE vehicles. LGVs and private cars
contribute the most towards NOx emissions in Southampton. Air Quality Management Areas (AQMAs) are often concentrated along SRN and port access roads as a consequence of traffic mixing and heightened HGV volumes – particularly during
peak periods. Introducing regulations (which includes road user charging) would need agreement locally and sign off from DfT for implementation to begin the process of nudging behaviour change through re-moding and reducing journeys; with the
opportunity to deploy greater enforcement measures (through ANPR technology) to manage access and apply charges accordingly. There are potentially stark ramifications on the haulage industry, especially with limited nationwide clean fuel
alternatives available commercially for HGVs. Regulations must be complemented, as part of an urban freight management ‘package’, to enable a just transition that limits the financial repercussions on the road haulage sector and allows haulage
firms time to adapt. TfSE should consider a deployment hierarchy to support changes in behaviour through varying levels of regulation; depending on air quality thresholds, progress with alternative fuels and other interventions. The most acute
pollution can be witnessed along the M25 (outside the London ULEZ and arguably a consequence of the intervention) and the major conurbations across the TfSE area.
Impact on Freight Objectives
Economy

Freight efficiency

Environment
Med

Improved journey times, connectivity and integration between modes. Reduced
impact from and on congestion
Industry contribution

Improved connectivity to international gateways in the TfSE area
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Max

Reduce the impact of the sector through air quality improvements and a
reduction in other forms of pollution and intrusive activities
Med

Improved jobs and opportunities for the sector to address skills shortages,
support for inward investment, land availability, infrastructure provision
Connectivity

Air quality

Society

Greenhouse gas emissions

Urban realm
Minimising the intrusive impact of freight transport on visual amenity and local,
protected settings

Med

Improve the safety of the sector to reduce the number of accidents involving
goods vehicles
Max

Reduction in greenhouse gas emissions from the sector to achieve net-zero by
2050
Med

Safety

Community disturbance

Max

Reduce the impact of freight on communities, noise levels, air quality and
informal overnight lorry parking
Min

Placemaking

Max

Better integrate freight into land use planning, development, construction and
servicing plans, better freight data
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Table 3-4 - Delivery & Servicing Plans
DELIVERY &
SERVICING
PLANS
Definition:
[Trend]

Investment
Needed

Low

Sector

Planning Policy

Actors

A Delivery and Servicing Plan (DSP) sets out how building occupiers will enable safe, clean and efficient deliveries to their site. These are typically a
requirement of a planning condition that is discharged on the basis that organisations and developers reduce the externalities from delivery and collection
activity across a site. DSPs can apply to existing sites (that don’t have such a planning condition) where there may also be opportunities to save costs,
make efficient use of space and contribute towards Corporate Social Responsibility (CSR).

Best Practice

Opportunities
Barriers
Local Relevance

Risk
Level

Public

Low

Re-duce, Re-mode,
Re-route

4Rs

Category

Land Use Planning

Geographical Applicability:

Use Cases
Delivery & Service Plans
Guidance
Transport for London

Transport for London (TfL) have developed a detailed set of DSP guidance to help showcase and illustrate the stages that local authorities and developers (and other organisations) go through to ensure freight movements
are considered at the forefront of developing new residential or commercial dwellings; often with the aim of ultimately discharging a planning condition for a site. The guidance is designed to support the planning process
and mitigate the externalities from freight movements on new and existing communities. DSPs are a specific policy requirement in the spatial plan for London, the London Plan.

Pathfinder Towns
Trailblazer Project
UK Towns

The TRAILBLAZER project (Transport and Innovation Logistics by Local Authorities with a Zest for Efficiency and Realisation) has achieved a reduction in energy used in urban freight transport through public sector policy
interventions across Europe by showcasing good practices and promoting DSPs. The key objective of the project w to implement the actions contained in the DSPs produced by PATHFINDER cities/towns (Liverpool,
Sutton, Croydon and Lambeth). The evidence from the project suggested that this led to a reduction in energy use as a result of DSPs, a transfer knowledge to less experienced organisations and the adoption of best
practice in freight energy efficiency amongst local and regional authorities, as well as the private sector

Delivery & Servicing
Plan Toolkit
Birmingham City
Council

Birmingham City Council created a toolkit to support the development and implementation of Delivery and Servicing Plans (DSPs) by businesses and organisations operating in Birmingham to support the roll out of Green
Travel Districts (GTD) and business engagement across service centres located on arterial routes through the city. This was based on a desire to encourage behaviour change through an assessment of delivery and
servicing activities as part of a one to one survey, interviews and observational analysis of sites.

Embedding best practice into key decision-making processes and supporting integrated land use and transport planning. Mitigates externalities from developments and optimises freight journeys
Needs to be properly enforced and monitored to ensure compliance. A ‘stick’ needs to be applied to have an impact, which may need to go beyond just the need for a plan to be developed to discharge a planning condition
DSPs are a missing component of planning conditions for new development sites that could be progressively factored into spatial planning documents across all 57 LPAs, based on a new TfSE guidance document/toolkit for local application (if no
similar arrangements already exist). This can be accompanied by officer training for delivery, monitoring and compliance (and the resource for officer time). The latter is particularly pertinent so TfSE could take on an evaluation role with LTAs to
determine their effectiveness over time. The development of a clear toolkit for developers would be highly valuable and ensure consistency in the development of plans that can be requested at pre-application phase for sites of a particular size or
freight/servicing requirements. A toolkit should also have equal applicability to pre-existing developments so that it can be used to target freight generators and rolled out across service centres where delivery and servicing issues are prevalent and
need addressing to reduce congestion, improve air quality and progress business/supply chain efficiency. DSPs have been referenced in multiple cases, including the Kent Freight Action Plan (2016), East Sussex Freight Strategy (2011), the West
Berkshire Freight Strategy (2014) and the Slough Freight Strategy (2011).
Impact on Freight Objectives
Economy

Freight efficiency

Environment
Max

Improved journey times, connectivity and integration between modes. Reduced
impact from and on congestion
Industry contribution

Improved connectivity to international gateways in the TfSE area
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Max

Reduce the impact of the sector through air quality improvements and a
reduction in other forms of pollution and intrusive activities
Max

Improved jobs and opportunities for the sector to address skills shortages,
support for inward investment, land availability, infrastructure provision
Connectivity

Air quality

Society

Greenhouse gas emissions

Urban realm
Minimising the intrusive impact of freight transport on visual amenity and local,
protected settings

Max

Improve the safety of the sector to reduce the number of accidents involving
goods vehicles
Max

Reduction in greenhouse gas emissions from the sector to achieve net-zero by
2050
Med

Safety

Community disturbance

Max

Reduce the impact of freight on communities, noise levels, air quality and
informal overnight lorry parking
Max

Placemaking

Max

Better integrate freight into land use planning, development, construction and
servicing plans, better freight data
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Table 3-5 - Construction Logistics Plans
CONSTRUCTION
LOGISTICS
PLANS
Definition:
[Trend]

Investment
Needed

Low

Sector

Planning Policy

Actors

A CLP provides the framework for understanding and managing construction vehicle activity into and out of a proposed development. They are developed
early in the planning process and focus specifically on construction supply chains and how to reduce impact on the road network. The construction supply
chain covers all movements of goods, waste and servicing activity to and from site. The plans are formulated and implemented by developers and their
contractors, but the guidance is produced by local authorities and enforced by them. There are outline and detailed CLPs with affiliated non-compulsory
codes of practice, namely the Considerate Constructor Scheme, also worth consideration down the supply chain.

Best Practice

Barriers
Local Relevance

Low

Re-duce, Re-route,
Re-time

4Rs

Category

Land Use Planning

Geographical Applicability:

Use Cases
H2020 Programme for
SUCCESS
CIVITAS EU

Opportunities

Risk
Level

Public

The European Sustainable Urban Consolidation Centres for construction (SUCCESS) project aimed to improve the efficiency and reduce negative impacts of the construction supply chain by exploring and testing reliable
and innovative solutions. Different solutions were tested in four pilot sites in the partner countries, Valencia, Paris, Verona and Luxembourg City which including using guidance material and tools to assess data and use
appropriate solutions (e.g. e-collaboration tools, GIS) to reduce cost and transit time of construction materials, the number of journeys and/or the number of kilometres per vehicle (GHG emissions) and improve the reliability
and the flexibility regarding delivery of supplies to construction sites.

Construction & Logistics
Plans (CLP)
Transport for London

Transport for London alongside CLOCS have produced a best practice guidance document for developers and local authorities to help mitigate the externalities from developments. This guidance document assists those
looking to write either an effective outline CLP or a detailed CLP as well as explaining in further detail the difference between the two. Templates and tools have also been designed that can be completed by developers to
save time and costs with developing the plans and helping to steer the content required. CLPs are a specific policy requirement in the spatial plan for London, the London Plan.

Construction Logistics
Plan Framework
Croydon Council

Fostering a collaborative model between the council, contractor and supply chain in order to maximise efficiencies and provide greater project certainty. The implementation of a macro level ‘Framework CLP’ considers
collectively the construction activity taking place across Croydon Town Centre to generate more substantial benefits than could be achieved by considering individual sites in isolation. This would make it easier to integrate
logistics processes across development sites; for example, among others, removing direct conflicts between deliveries to neighbouring sites and allowing consolidation of deliveries leading to a reduction in the number of
deliveries.

Embedding best practice into key decision-making processes and mitigating externalities from new developments. Supply chain efficiencies and collaboration save time and reduce costs.
Needs to be properly enforced and monitored to ensure developer and supply chain compliance. Success is built on sound cooperation between different stakeholders to be meaningful.
Similarly to DSPs, CLPs are often a missing component of the local development planning architecture to help mitigate the externalities from construction activity. Each LPA should seek to embed the requirement for a CLP into the conditions set for
planning permission. These can be outline or full CLPs with clear guidance/toolkit being developed to complement the roll out of the condition. CLPs are relevant in all contexts; whether it is a new site within a burgeoning logistics site near the SRN or
city centre locations which are spatially constrained and where HGV access should be limited to improve (the perception of) road safety. TfSE would again take on an evaluation role and seek to develop some consistency in approach to help with
benchmarking impacts.
Impact on Freight Objectives
Economy

Freight efficiency

Environment
Max

Improved journey times, connectivity and integration between modes. Reduced
impact from and on congestion
Industry contribution

Improved connectivity to international gateways in the TfSE area
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Max

Reduce the impact of the sector through air quality improvements and a
reduction in other forms of pollution and intrusive activities
Max

Improved jobs and opportunities for the sector to address skills shortages,
support for inward investment, land availability, infrastructure provision
Connectivity

Air quality

Society

Greenhouse gas emissions

Urban realm
Minimising the intrusive impact of freight transport on visual amenity and local,
protected settings

Max

Improve the safety of the sector to reduce the number of accidents involving
goods vehicles
Max

Reduction in greenhouse gas emissions from the sector to achieve net-zero by
2050
Med

Safety

Community disturbance

Max

Reduce the impact of freight on communities, noise levels, air quality and
informal overnight lorry parking
Max

Placemaking

Max

Better integrate freight into land use planning, development, construction and
servicing plans, better freight data
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Table 3-6 - Building Regulations
BUILDING CODE
REGULATIONS
Definition:
[Trend]

Investment
Needed

Low

Sector

Planning Policy

Actors

This measure involves the use of building regulations to ensure that new business premises provide adequate space for goods handling and storage. By
ensuring that they have suitable off-street delivery areas or storage zones, the number of on-street loading/unloading activities causing congestion and
obstruction due to the high number of delivery trucks and the related heavy burden on public streets can be reduced. Markets, bars, and restaurants are
the most relevant targets for this measure as they generate very frequent deliveries.

Best Practice

Opportunities
Barriers
Local Relevance

Risk
Level

Public

Low

4Rs

Re-route, Re-duce

Category

Land Use Planning

Geographical Applicability:

Use Cases
Servicing Adaptations
Mercat de la Conceptió
[Barcelona]

The remodelling of the Mercat de la Conceptió in 1998 was the start of the initiative to provide off-street cargo handling space in public markets regulations to build off-street delivery areas or storage areas within newly built
business establishments and stores, with the objective of reducing the number of on-street operations. The ordinance states that all new buildings of at least 400 m2 have to arrange at least one delivery zone within their
premises. New bars and restaurants have to build a storage area with a minimum size of 5 m2 or 5% of their total floor area.

BREEM Certification
BREEM

BREEAM is an assessment undertaken by independent licensed assessors using scientifically based sustainability metrics and indices which cover a range of environmental issues. Its categories evaluate energy and water
use, health and wellbeing, pollution, transport, materials, waste, ecology and management processes. This means BREEAM rated developments are more sustainable environments that enhance the well-being of the
people who live and work in them, help protect natural resources and make for more attractive property investments.

Loading Docks Safely
Logistics UK

Shopping centres and large stores in central business districts have limited space and often have insufficient or out-dated loading docks. Logistics UK have developed a guide for delivering safe, efficient, and sustainable
logistics. Loading docks present a number of significant risks that require careful management. Differing specifications for docks and vehicles, visiting drivers, and the lack of direct communication between drivers and
warehouse staff all contribute to potential problems.

To reduce enforcement requirements, road user conflict and congestion alongside user safety during delivery, collection and servicing activity; Would set best practice.
Would require cross department collaboration within local authorities to deliver working with developers. Sites may also be physically constrained or need retrofitting and unable to accommodate servicing yards.
Applying or updating building regulations could start the process of normalising freight considerations into the design and planning process of new developments; especially given the forecast growth in mixed use developments across the TfSE area
and particularly the intensification of housing and commercial activity in larger conurbations (e.g. Medway Towns, Solent cities). There is limited consistency in the application of building regulations to this effect so embedding best practice principles
or a sense check tool into the process can help to raise standards. A broader discission, led by TfSE, would entail developing a better understanding of current practice and building regulations enforcement by different LTAs Transport Development
Management departments, including parking standards (max/min requirements), warehouse and transport terminals (LTAs/Network Rail) and other infrastructure provision to ensure the highest standards of energy efficiency (e.g. Port Handling
Equipment/Shoreside Energy Networks). With road safety being a particularly sensitive issue raised during the TfSE Scoping Report, there is an opportunity to proactively build in standards that reduce user conflicts and the development of servicing
yards/space and delivery points that can blend into a setting
Impact on Freight Objectives
Economy

Freight efficiency

Environment
Med

Improved journey times, connectivity and integration between modes. Reduced
impact from and on congestion
Industry contribution

Improved connectivity to international gateways in the TfSE area
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Min

Reduce the impact of the sector through air quality improvements and a
reduction in other forms of pollution and intrusive activities
Min

Improved jobs and opportunities for the sector to address skills shortages,
support for inward investment, land availability, infrastructure provision
Connectivity

Air quality

Society

Greenhouse gas emissions

Urban realm
Minimising the intrusive impact of freight transport on visual amenity and local,
protected settings

Max

Improve the safety of the sector to reduce the number of accidents involving
goods vehicles
Min

Reduction in greenhouse gas emissions from the sector to achieve net-zero by
2050
Min

Safety

Community disturbance

Max

Reduce the impact of freight on communities, noise levels, air quality and
informal overnight lorry parking
Max

Placemaking

Max

Better integrate freight into land use planning, development, construction and
servicing plans, better freight data
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Table 3-7 - Urban Consolidation
URBAN
CONSOLIDATION
Definition:
[Trajectory]

Mode Relevance

All

Freight Sector

Last Mile Logistics

Barriers
Local Relevance

Initial real-world
operation

Commercial
Maturity:

Category

Commercial Launch
Consolidation

Geographical Applicability:

Use Cases
Zedify
Zero emission hub
[Bristol}

Opportunities

Technical
Maturity

Re-mode, Re-route

Freight consolidation exploits the economies of aggregation by combining multiple shipments destined for a geographic region into a single load where upon
arrival, the shipment is broken into smaller consignments for onward delivery across the locality. Consolidation can happen at all scales, manifesting differently at
various points in the logistical chain. Remote consolidation, as implied, takes place on the periphery of an urban area usually aggregating deliveries in larger
warehousing units; with LGVs delivering consignments across a broad area. Micro consolidation is often associated with zero carbon delivery over the last mile
and is more interwoven within a city centre context.

Best Practice

Major Market
Failures

4 Rs

Zedify received a £100,000 grant to set up a zero emission delivery hub in Bristol to enable their fleet of electric cargo bikes to make sustainable last mile deliveries across the city centre. It is hoped that within 10 years,
95% of deliveries can be made by electric vehicles. The zero-emission hub is located on the edge of Bristol where it intercepts deliveries bound for the city centre. Here, freight is processed and then re-moded on to
electric cargo bike, or other sustainable last mile mode of delivery, to make the part of its journey to the recipient of the delivery. This mode prevents vans and HGVs from having to access the congested centre of
Bristol, and therefore creates savings in CO2 emissions and improves air quality in the locality. Zedify Bristol’s new depot is part of a national urban network, with nine other micro consolidation hubs across the country.

Travelwest
Bristol Bath Freight
Consolidation Centre

Bristol Freight Consolidation Centre was initially set up as a pilot scheme in 2004 with European funding to help alleviate issues associated with freight in Broadmead, Bristol. At its peak, a 70% to 80% reduction in the
number of onward trips was seen by the freight consolidation scheme subsidised by Bristol City Council to serve the central area between 2004 and 2018. This meant that for every 10 vehicles that made a delivery to
the consolidation centre, just 2 or 3 onward journeys to the central area were made. The return trip provided the opportunity to return packaging materials for recycling. This has only recently become commercially
viable; with management now shifted to DHL to operate and run.

CoMoUK
Mobility Hubs Guidance

‘Local Mobility Hubs’ will provide an array of mobility, commercial and community services to a surrounding area and will allow people to lead low-car lifestyles by co-locating the movement of people with the services
that they might commonly need on their daily journeys. One such service that could be provided is a micro-consolidation hub where freight can arrive for distribution across a local area. Furthermore, the movement of
goods and people also offers an opportunity for travellers to access ‘click-and-collect’ services and access parcel lockers.

Elcidis UCC
Urban consolidation
Centre
[La Rochelle]

La Rochelle Urban Community has been implementing a last mile urban freight delivery service using electric vans and trucks for more than 15 years, based on receiving conventional heavy goods vehicles (HGVs) and
transferring goods to electric vehicles to make the last mile delivery. The assessment on the freight movements captured by the Elcidis UCC revealed that the service is not fully delivering the expected environmental
and financial gains (capturing 100 freight movements per day out of 670 (15%) in the city centre generated by freight carriers - or 4% of 2,288 movements per day overall). Reasons for failure included: Location – not
being located on strategic routes in La Rochelle, Regulatory framework - does not incentivise the use of the UCC, or indeed electric vehicles. Complementary functions - No additional services beyond the distribution of
goods are offered (e.g. recycling processing facility for reverse flows).

Links with mobility hubs and transport interchanges for interface with space capacity on public transport, consolidation as a means of re-moding for the last mile of delivery.
Extra cost incurred as a result of additional handling of goods. Approach should look to be industry led and embedded to ensure synergies with business supply chains to reduce public subsidy dependence.
Urban Consolidation takes place already via closed networks with industry using hierarchies of centres to deliver goods across the TfSE area (Royal Mail being the best example nationwide). However, in terms of open access sites delivered in part
by public authorities, only the Sustainable Distribution Centre (SDC) at Southampton, operated by Meacher’s Global Logistics, offers a best practice example. Similarly to the suitability of zero emission last mile deliveries, public (urban) authorities
will need to work around identified triggers and work with industry based on principles such as: proximity to the SRN, watercourses and rail stations, introduction of access restrictions and regulations (mandatory vs voluntary), presence of anchor
institutions, high business interest/engagement and buy in, community engagement/sponsorship/partnering and ‘ripe’ land/facility (meanwhile space/existing industrial units with EV charging capacity, high eaves, 24hr access etc). This delves into the
granular detail that LPA/LTAs can steer.
Impact on Freight Objectives
Economy

Environment

Society

Freight efficiency
Improved journey times, optimised use of fleets, delay mitigation and improved supply chain
connectivity to save time and costs

Max

Air quality
Reduce the impact of the sector through air quality improvements
and a reduction in other forms of pollution and intrusive activities

Med

Safety
Improve the safety of the sector to reduce the number of accidents involving
goods vehicles

Med

Industry contribution
Improved jobs and opportunities to address skills shortages, support for inward investment,
land availability, infrastructure provision

Max

Greenhouse gas emissions
Reduction in greenhouse gas emissions from the sector to achieve
net-zero by 2050

Med

Community disturbance
Reduce the impact of freight on communities, noise levels, air quality and
informal overnight lorry parking

Max

Connectivity

Max

Urban realm

Max

Placemaking

Max

Improved connectivity seamless intermodal activity to support local, national and
international freight movements across the area
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Minimising the intrusive impact of freight transport on visual amenity
and local, protected settings

Better integrate freight into land use planning, development, construction and
servicing plans, better freight data
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Table 3-8 - Sustainable Procurement
SUSTAINABLE
PROCUREMENT
Definition:
[Trend]

Investment
Needed

Low

Sector

Procurement

Actors

Starting with in house policy changes for procuring goods and services to ensure these are ‘green’ and can reduce freight miles; with conditions applied to
contract terms and conditions for sustainable delivery and opportunities for re-moding. Changes to procurement can leverage a wider benefit pool,
including supporting SMEs, and helping to improve the social, environmental and economic outlook of the town and wider region by stipulating a
commitment to living wages and sound environmental standards. Joint procurement should also be explored between public institutions for essential nonperishable goods.

Best Practice

Barriers
Local Relevance

Low

4Rs

Re-mode, Re-duce

Category

Demand Management

Geographical Applicability:

Use Cases
Preston Model
Community Wealth
Building
[Preston, Lancashire]

Opportunities

Risk
Level

Public/Private

The "Preston Model" is a term applied to how the council, its anchor institutions and other partners are implementing the principles of Community Wealth Building within Preston and the wider Lancashire area. The city
council is committed to implementing this approach and, as the "place leader" for the city is promoting the concept to other anchor institutions in and around Preston and to the private sector. Community wealth building
offers an opportunity for local people to take back control, to ensure that the benefits of local growth are invested in their local areas, are used to support investment in productive economic activities and that people and
their local institutions can work together on an agenda of shared benefit.

Joint Procurement
Ryedale, Selby and
Scarborough Councils
[North Yorkshire]

Joint procurement means combining the procurement actions of two or more contracting authorities. The key defining characteristic is that there should be only one tender published on behalf of all participating authorities
with aggregation taking place in the supply chain during delivery. The Councils of Ryedale, Selby and Scarborough jointly spend £53 million every year on the supplies, services and works needed to deliver services to
public of all areas. How well these goods are procured to those requirements has a critical impact on performance and ability to provide value for money.

Sustainable
Procurement Framework
Clean Cargo UK

In order to reduce their transport-related impacts and achieve global climate objectives, member companies of the Clean Cargo Working Group have co-developed a framework that will enable companies to effectively
benchmark themselves against their peers and to evaluate their progress in supplier management, within the context of sustainability practices in logistics. Shippers advance their supplier management programs by
identifying key activities and best practices that they can implement to improve their own sustainability performance and foster sustainability improvements among their suppliers.

Reducing freight miles and maximising vehicle payloads by securing constant demand. Opportunities to re-mode freight vehicles by sourcing locally and embedding this in contractual agreements.
Potential to conflict with competition authority, as seen to favour local companies; but can be avoided by breaking up large contract orders into smaller requests under a procurement threshold.
Sustainable procurement is a key discussion subject that could be facilitated by TfSE, starting across all 57 LPAs and involving benchmarking procurement practice, exploring shared procurement opportunities (with LTAs and local public institutions)
and collating together local spend and contract conditions to understand the extent to which procurement is sustainable and reducing freight trips/miles/demand. This discussion can expand to larger private sector companies within each respective
area to assess the impact that freight requirements have on supporting the local economy. The approach towards community wealth building has an explicit economic and social message with ramifications on local sourcing. Lewes is the only known
example that has been developed in the south east with plentiful opportunities for the likes of university and hospital estates, schools and libraries, alongside LTAs/LPAs to review a range of options for procurement; from shared vehicle fleets through
to bulk goods purchase from local suppliers. It would be highly recommended that advice be sought from experts within the field, including ‘think & do’ tank, the Centre for Local Economic Strategies (CLES) who work on a pan national, regional and
local scale with public authorities.
Impact on Freight Objectives
Economy

Freight efficiency

Environment
Max

Improved journey times, connectivity and integration between modes. Reduced
impact from and on congestion
Industry contribution

Improved connectivity to international gateways in the TfSE area
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Max

Reduce the impact of the sector through air quality improvements and a
reduction in other forms of pollution and intrusive activities
Max

Improved jobs and opportunities for the sector to address skills shortages,
support for inward investment, land availability, infrastructure provision
Connectivity

Air quality

Society

Greenhouse gas emissions

Urban realm
Minimising the intrusive impact of freight transport on visual amenity and local,
protected settings

Min

Improve the safety of the sector to reduce the number of accidents involving
goods vehicles
Max

Reduction in greenhouse gas emissions from the sector to achieve net-zero by
2050
Med

Safety

Community disturbance

Min

Reduce the impact of freight on communities, noise levels, air quality and
informal overnight lorry parking
Min

Placemaking

Min

Better integrate freight into land use planning, development, construction and
servicing plans, better freight data
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Table 3-9 - Greener Fleets
GREENER
FLEETS

Investment
Needed

Definition:

Undertaking periodic vehicle fleet review and maintain a clean fleet with corporate procurement policy being developed to continue with improving fleet
efficiency. Led by industry and public institutions to help catalyse shift towards cleaner vehicles and earmarking upgrades for complementary charging
infrastructure in future investment priorities and strategies respectively. Industry is increasingly exploring a shift in fleet management practices and vehicle
procurement to keep up with the shift towards a net zero-carbon future.

[Trend]

Low-High

Freight Sector

Road Freight

Best Practice

Opportunities
Barriers
Local Relevance

Businesses, Industry
Bodies, Public Sector

Actors

Risk
Level

Medium

Scheme Maturity:

Category

Deployed
Procurement

Geographical Applicability:

Use Cases
Cleaner Fleet Policy
Derby City Council
[UK]

An attempt by a local authority to replace their fleet of 48 vehicles (cars & LGVS) with electric battery alternatives, which will remove 98 tonnes of CO2 tailpipe emissions from the air each year. The policy introduces a ‘Low
Emission Hierarchy of Vehicle Procurement’; providing the flexibility to take advantage of future shifts in the operational, financial and environmental changes across low emission vehicle technologies. The intention is to
lead the way locally as a major employer and key anchor institution to encourage others across the private sector to adopt the same practices to meet the aims of local and national policy and address the climate
emergency.

Green Fleet Review
Commercial Group
[UK}

Commercial Group, the UK’s largest independent office services company, transformed their delivery scheduling after committing to a ‘greening’ of their vehicle fleets and managed to reduce fleet carbon emissions by 50
per cent during 2007. This was partly attributed to a commitment to a company wide carbon emissions reduction after an extensive review of its fleet vehicles with almost 90 per cent of the organisation’s CO2 emissions
came from its owned fleet vehicles. A 300,000-mile replacement policy was also introduced across the LGV fleet alongside a commitment to upgrading vehicles to a more fuel efficient, compliant Euro 6 engines.

EV Fleet Transition
Lime
[US]

Lime have pledged to transition its entire fleets to electric by 2030. This is well over 100,000 owned and leased trucks, vans and vehicles used for moving around scooters and associated equipment as part of its
commitment to the Climate Group V100. It is working with Ceres to advocate policies internally that will support the transition. Lime are the first micromobility provider engaged in the programme and view its fleet transition
in the context of improving infrastructure capacity and delivering its local fleet management strategy. It initially started its fleet transition in 2018 by neutralizing all emissions associated with their fleet of vehicles with verified
carbon offset projects.

Opportunity for organisations to fulfil their CSRs and respond to the need to transition from diesel and petrol vehicles (linked to national policy) towards electric and alternative fuels on a comprehensive scale.
May appeal to larger organisations with significant fleet management responsibilities but more difficult for SMEs to achieve, especially sole traders given the cost effectiveness of older vehicles.
Hugely significant in the context of public authorities across the UK and the South East; with a fraction of vehicles being electric or hybrid and no common policy being in place to green vehicle fleets. The public sector should look to lead by example
and become trailblazers in this respect; starting first with LGVs and then exploring the development of hydrogen or CNG powered fleet policies depending on a parallel policy being put in place for alternative fuel infrastructure. Public authorities should
seek to take the lead, with TfSE playing a mediator role to develop a coherent approach towards fuel infrastructure and green fleet policies that takes inspiration from the ‘Derby Model’ for a Low Emission Hierarchy of Vehicle Procurement or the
approach across other councils that considers practical and financial limitations. Engagement with the Energy Saving Trust would be highly advisable based on successful case studies elsewhere working across the UK through the Local Government
Support Programme. This included strategy reviews, procurement support and staff training and upskilling as well as fostering knowledge sharing between authorities.
Impact on Freight Objectives
Economy

Freight efficiency

Environment
Max

Improved journey times, connectivity and integration between modes. Reduced
impact from and on congestion
Industry contribution

Improved connectivity to international gateways in the TfSE area
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Max

Reduce the impact of the sector through air quality improvements and a
reduction in other forms of pollution and intrusive activities
Med

Improved jobs and opportunities for the sector to address skills shortages,
support for inward investment, land availability, infrastructure provision
Connectivity

Air quality

Society

Greenhouse gas emissions

Urban realm
Minimising the intrusive impact of freight transport on visual amenity and local,
protected settings

Min

Improve the safety of the sector to reduce the number of accidents involving
goods vehicles
Max

Reduction in greenhouse gas emissions from the sector to achieve net-zero by
2050
Min

Safety

Community disturbance

Min

Reduce the impact of freight on communities, noise levels, air quality and
informal overnight lorry parking
Min

Placemaking

Min

Better integrate freight into land use planning, development, construction and
servicing plans, better freight data
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4

ROLE OF TFSE

4.1

ACKNOWLEDGING THE CHALLENGE
The first step on the journey towards improving the safe, sustainable and efficient movement of goods
in the future is to acknowledge the challenges posed by ‘freight blindness’, particularly across public
authorities, and the comparative lack of attention paid towards the industry historically. This can be
partly attributed to the fact freight has traditionally been the preserve of the private sector and dictated
by market conditions with minimal intervention, investment and strategic steer offered by public
authorities.
The crux of the challenge is that the freight industry inherently relies on public authorities shaping
conditions for the industry to thrive. This is especially pertinent with the drive towards decarbonisation
taking place at pace and at scale which coincides with the introduction of new regulations and
legislation to reach net zero targets. The pace of change observed across the industry concurrently
with emerging trends and scenarios (see Work Package Two) demands partnership working to
respond to opportunities as well as confronting the externalities from the way goods are currently
moved; now and in the future.
Freight is still viewed as an issue to be resolved rather than an opportunity to be explored, with freight
‘planning’ considered only in few instances as a set of ‘bolt on’ recommendations. This can be
attributed to the image of the industry, the lack of expertise in the field of freight and logistics within
public authority departments and the poor or unrepresentative insights into the operational
characteristics of the industry. Engagement between the industry, public authorities and local
stakeholders has only recently been pursued at scale and with proper deliberation.
As a new, devolved entity still taking shape and moulding its future role and responsibilities, TfSE is
not in a position to directly change legislation or unlock opportunities through capital or revenue
investment in the short term. However, TfSE can address the aforementioned factors through its
mediator role and build relationships between and within industry, public authorities and other local
stakeholders and developing an approach that falls between awareness building, upskilling and
industry initiatives.

4.2

AWARENESS BUILDING
The first and most obvious, cost effective place to start for TfSE is to raise awareness of the role and
significance of the freight industry across the South East and its relationship to the rest of the UK;
both within the public domain and internally across public authorities, targeting LPAs and LTAs who
will be primarily responsible for dealing with issues and opportunities at a granular and strategic level.
Image is key. TfSE, through its marketing and communications departments, would seek to apply its
(limited) resource to communicating the everyday virtues of freight; clearly illustrating (literally), how it
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supports daily life. The pandemic and disruptions to supply chains have exposed the reliance on the
industry to fulfil basic social and economic needs.
Proposition One: Fr8 Campaign
To help raise the profile of freight and logistics, as well as TfSE, a concise, targeted mixed
method promotional/marketing campaign, delivered through various platforms (e.g. hard copy
brochure, video snapshot) and channels (e.g. government departments, councillors, local TV) to
convey eight core messages around the role and importance of the industry. This should also
communicate, in layman terms, key statistics and showcase the journey items going through to
get from A to B along a supply chain (tailored to different scenarios and applying a TfSE lens).
The campaign would also present an opportunity for companies based across the South East to
partake in raising their respective profiles and link into school visits.

A constructive way for educating people who are engaged or may potentially be involved in freight
and logistics is the chance to see how the movement of goods and supply chain activity takes place in
‘real life’ scenarios across the road, rail and maritime sectors. This would run concurrently with a
campaign (Proposition One) but at a more granular scale to help shift the image of the industry and
for developing a better appreciation of future needs and requirements across the TfSE area.

Proposition Two: Organised Industry Visits
TfSE, working alongside trade bodies/associations, would be well placed to coordinate the
delivery of industry field visits and a programme of events; bringing together a cross section of
public authority figures across LTAs and LPAs involved in development control, highways
management, strategy and policy to better understand the industry in ‘real life’. A programme
could fall between thematic lines (and assisted by suggestion two), ranging from:
 Goods vehicle cab rides with SMEs/fleet operators across the haulage industry that could be
brokered through CILT (freight carriers, hauliers) or the FSB, CBI (businesses with transport
fleets);
 Port field trips to Southampton (large scale, deep sea shipping) to understand growth plans,
issues and aspirations, alongside smaller ports, such as Shoreham, to observe their
approach towards becoming an PERS accredited, ECO Port, and
 Contact with East Midlands Gateway consortium to capture planning process approvals/
conditions, design codes and ‘triggers’ for SRFIs and warehousing.
Reverse visits should also be accommodated; with industry looking to arrange visits to LTA and
LPA offices to gain a glimpse into decision making processes, plans and strategies.
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The overwhelming perspective captured through previous scoping work across the TfSE area (but
also more broadly across the UK) is the absence or lack of freight strategies. This echoes the views
expressed previously around freight being viewed as an issue rather than an opportunity and the
limited expertise and resource available to LTAs to develop plans. For industry, that relies on having a
reliable steer and knowledge over investment activities and proposals; updated strategy is key,
especially if this can be positively portrayed and framed around key areas such as decarbonisation.

Proposition Three: Updated Freight Strategies
One of the more obvious roles that TfSE could help with steering is the need to update the
thirteen existing freight strategies in place across the south east; most of which are over a
decade old. New strategies should be informed by the emerging DfT Freight Strategy and would
benefit from a consistent approach to data capture and collection whilst cross referencing the
output of the TfSE Freight Strategy to ensure full vertical integration of messaging.
Local strategies can take a more granular approach and build on the suggestions for localised
approaches to broader themes with consistency of formatting/KPIs/objectives helping with future
benchmarking and evaluation of effectiveness. Inevitably, this will all require resource being
committed but could help feed up intelligence (e.g. to DfT) and inform future updates to TfSE
strategy.
A ‘quick win’ option for TfSE, which would ideally benefit from some degree of national coordination
across all STBs, is the development of a best practice repository to complement a ‘data catalogue’
(see Work Package Two for further details). Just within the TfSE area, the opportunity for public
authorities to communicate and agree around shared goals, facilitated by TfSE, should naturally bring
together successful (and unsuccessful) examples of freight measures in action.
More specifically, it would be beneficial to reflect on the key ingredients for delivering successful
freight measures, such as regular communication between delivery partners or optimal timing (and
strategic planning) of the project to help unlock a package of benefits. It is equally as important to
reflect on the difficulties or challenges with delivering interventions to help mitigate future risks (e.g.
Limited future gazing on lorry parking demand resulting in existing infrastructure being underutilised.
This is all with the aim of providing a better roadmap to aid public authority decision making and joint
working.
Proposition Four: Best Practice Repository
Developing a user friendly, transparent database of best practice freight interventions which,
crucially, can communicate the approach (roadmap) towards deployment; with some indication
of timescales, spend, key considerations, main actors and ‘triggers’ for investment. This
database would complement the catalogue of suggestions for TfSE to explore across the study
area. A virtual platform easily embedded within current LTA/LPA systems/intelligence base or
developed as a standalone website, funded jointly by all STBs, would be recommended (see
Bristol Traffic Choices BS1) for an easy to use format).
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The delivery of strategic infrastructure of national significance, is ultimately reliant on the planning
system and decisions made by LTAs and councillors/members representing constituents across the
TfSE area. However, the scale and role of schemes, namely ‘big box’ warehousing and SRFIs close
to the SRN and strategic rail connections, local and international markets and labour supply, will need
to be leveraged by pan national stakeholders and signed off by the Secretary of State. TfSE can take
steer on bringing together industry and public authorities to address notorious, long term challenges
about siting major logistics hubs and SRFIs by defining a clear ‘developer charter’ to guide the
conditions for interested commercial property developers.

Proposition Five: Planning Working Group
TfSE can start bringing together key stakeholder contacts representing DfT Network Rail,
National Highways, LTAs, LPAs and LEPs to begin the process of defining SRFI and
warehousing typologies and scoping out locations. These can then be matched against/floated
with industry (operator) partners, namely Rail Freight Operators and 3PLs alongside notable
commercial property developers (e.g. Segro/Prologis) to further define locations/conditions.
A working group could act as the screening process for future applications that consider:
 Large SRFIs featuring added value services and distribution/warehousing facilities;
 Multiple smaller hub locations affiliated/attached to existing centres/parks; and
 Upgrades of existing assets (rail terminals/warehousing).
The working group would look to hold responsibility for the proposed ‘Logistics Property’ Review
(see WP3 Recommendations).

4.3

UPSKILLING
The structure of the freight industry can be confusing and disparate. Furthermore, being able to read
and understand freight data and to apply this knowledge to real life scenarios and decision making
can be daunting, especially for those who have limited contact with the profession.
One of the obvious challenges to moving away from business as usual in freight planning and
strategy is the availability of dedicated resource across public authorities. This type of role would help
to deliver expertise in the field across areas of policy and strategy and generally aid with embedding a
‘think freight’ culture across officers within environmental planning departments.
Only where there is a distinct freight-related issue, such as in Kent, has a Freight Officer being
employed with the relevant background, expertise and experience to focus on improving current
conditions. Whole departments are dedicated to planning the provision of passenger transport and
sustainable, active travel (increasingly); dedicated freight resource is sparse. This can be attributed to
both securing funding and committing to creating a designated post (demand side factors) as well as
recruiting the right candidate with the skills, experience and technical expertise to perform in the role
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(supply side). This ties into Proposition Eight and Nine. LTA core funding and recruitment policy falls
outside the remit of TfSE; but they could be influenced through collective lobbying to DfT or a
dedicated post loaned to authorities via TfSE. This need for additional resource and expertise applies
not only to policy and strategy but for enforcement and monitoring of projects and schemes to aid
evaluation/monitoring. For example, the popularity of DSPs and CLPs, viewed as cost effective ways
to frontload freight considerations on developments, does require time to accurately assess
submissions and, ultimately, compliance.

Proposition Six: TfSE Freight & Logistics Officers
Pending future funding allocations, across all scale of public authority, one option would be to
explore developing designated TfSE Freight & Logistics Officer posts to help steer the legacy of
a freight strategy and embed a ‘think freight’ approach across LTAs and LPAs across the South
East through raising their capabilities/capacity. Likewise, LTAs/LPAs could help inform the new
officers of issues and opportunities in a two way dialogue. Officers could be allocated across
geographical areas (outer orbital, economic hubs etc), themes (e.g. lorry parking, warehousing
etc) or modes (e.g. sea, aviation, rail, road etc) depending on the possible alignment with
existing trade body forums and traffic commissioners (a debate for the existing TfSE freight
forum and steering group). This could evoke a national conversation (and network) of officers
with close ties to industry and levels of government/governance. Remits would need to be
defined but could extend too:
 Development and review of DSP/CLP Toolkits & Guidance (and developing a more robust,
but easy to use monitoring process for benchmarking/reviewing compliance
 Management and promotion of accreditation schemes (e.g. FORS); and
 Stakeholder engagement and liaison.

Membership of institutions and trade bodies provide good outlets for helping support sector
professionalisation. This can apply both to industry and public authority figures who could be
encouraged (through structured learning or role requisites) to subscribe to courses to gain
accreditation and certificates across freight and logistics related disciplines. This would help to raise
standards internally across public authorities, especially if adopted by non-freight specialists, such as
urban designers, who will need to consider how street spaces can be tailored to the movement of
goods in the future. How this could be practically arranged would require consultation across the TfSE
Freight Forum and Steering Group.
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There is also a collective opportunity, arranged by TfSE, to bring in service providers who can also
offer practical advice to public authorities and industry.
Proposition Seven: Fleet Reviews & Local Economic Strategies ‘Learnshops’
TfSE can play an instrumental role in raising best practice across public authorities through a
programme of ‘Learnshops’ to ensure the public sector can become trailblazers for future freight
thinking and delivery. This should start with the ‘low hanging fruit’ and organising a programme
for public authority representatives to attend. Two initial suggestions are as follows:
 Fleet Reviews and ‘Green Fleet’ Policy – Procuring the Energy Saving Trust or a Transport
Consultancy with plentiful experience with delivering fleet reviews, management and advice,
on the shift towards greater fuel efficiency and fuel alternatives; and
 Local Sustainable Procurement – Requesting the Centre for Local Economic Strategies
(CLES) deliver a Learnshop on local sourcing and community wealth building with LPAs (e.g.
economic development departments) across the region. This would then be a catalyst for
further, detailed discussions at a local authority level with anchor institutions (e.g. Canterbury
would consist of Canterbury City Council. St Martins Hospital, Kent & Canterbury Hospital,
University of Kent, Canterbury Cathedral.

The knowledge gap and skills demands to support the successful future of freight and logistics cannot
be addressed through industry investment alone. The skills of the future must be embedded within
vocational courses delivered through service providers as part of burgeoning apprenticeships within
industry. However, upskilling is a continuous process that should be accessible to all, especially those
with less resource to fund training and qualifications against a backdrop of technological change.

4.4

INDUSTRY INITIATIVES
Ultimately, TfSE will need to engage effectively with industry into the future to provide the optimal
conditions for growing the sector in line with A Sustainable Route to Growth; the preferred ‘scenario’
for the TfSE Freight Strategy. The first priority will be to retain, but mould, the function of the TfSE
Freight Forum and Steering Group (as indicated under the dashboard ‘Industry & Public Authority
Partnerships’ where different ‘versions’ have been referenced) so it can play an instrumental role in
delivering the outcomes from the strategy. Reference should be made to the comprehensive
stakeholder engagement strategy, developed during the initial scoping review, as the blueprint for
future engagement including the engagement matrix and plan and the categorisation of stakeholders
into primary, secondary and tertiary tiers for prioritised contact and communication.
Alongside the dashboard interventions developed for industry and public authorities (Chapters 2 & 3),
TfSE can aid industry as a facilitator; especially where this involves bringing in other key local and
regional stakeholders. One of the more obvious examples includes brokering future educational and
vocational opportunities for the next generation of freight and logistics sector employees; drawing in
the role and expertise of the LEPs, universities and colleges to embed the local offer.
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Proposition Eight: Skills Manifesto & Hub learning
There are many HGV driving schools and individual training providers offering sessions and
courses but are not part of a structured programme or hub to develop the essential skills of the
future that could serve a broad audience across the TfSE area. TfSE, alongside the five LEPs
and contracted training providers, could be chiefly responsible for establishing a skills manifesto
detailing the future requirements of the freight and logistics sector and satellite hub learning
locations across the south east. This could include sessions on:
 IT skills - for application of emerging technologies (office based essentials) including or
extending to website design and knowledge of different logistics/freight tools
 Customer service and communication skills – highly relevant on the basis of recently
increased demand in home deliveries and direct end-user contact and engagement;
 Contract relationship management – Managing customer expectations from contracts but
handling these effectively and efficiently;
 Compliance awareness – adhering to new rules and regulations and being able to
demonstrate compliance with contract needs, which may require complex auditing;
 Analytical / Reporting skills – many of the technologies and systems hold a vast array of data
relating to performance, so analytical skills are key to effective translation;
 Planning - the ability to use historical data as a means to influence future planning; and
 Problem solving skills – ability to use real-time data to identify and deal with issues quickly
and efficiently.

Whilst this does not apply necessarily to driver training, which has separate schools it does hold
relevance for those looking towards subjects such as supply chain management, freight forwarding
and the central tenets to decarbonisation (e.g. alternative fuels, renewable energy networks etc). As
the TfSE area has a burgeoning reputation for sector specialisation and clustering of business
expertise, as well as leading universities, future collaboration on course/module development and
syllabuses could be approached jointly by TfSE and industry partners alongside delivery partners
such as CILT and PTRC (Education & Research Services Ltd).
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A quick fire way to raise industry standards, particularly for improving road safety, is to begin the
process of embedding accreditation requirements into contract terms and conditions. Public
authorities have the power and influence to shape their procurement and supplier contracts for
servicing and deliveries (for FOCs directly), as well as through businesses selling goods and services,
to drive best practice across the industry and reduce risk. Whilst industry may be inclined to take on
the opportunity that this presents to improve fuel efficiency, reduce insurance premiums and enhance
reputations, public authorities can make it a requirement on the basis of improving best practice to
address the externalities from road freight transport on society, the environment and the economy.

Proposition Nine: Apprenticeships & Placements
The proposed changes to the Apprenticeship Levy by the UK Government may help to mark an
acceleration in apprenticeships across the country and provides a good springboard for liaising
with industry on future opportunities across the TfSE area. Working in partnership, public
authorities, including LEPs, can help promote opportunities for young people with willing
businesses and organisations in burgeoning logistics and industrial sectors.
Expanding the number of placement opportunities is another target area that TfSE could help
mediate at a high level. Ideally better engagement with industry will help to allude to role and
skill shortages to shape future opportunities (STEM subjects look likely to remain the focus of
attention) whilst prospective candidates also need to be better informed of careers within freight
and logistics which may not an obvious location for entering the workplace. To some extent, pan
national industry and public authorities already perform this role through graduate programmes
(e.g. Network Rail).
The desire to boost interest and recruitment into the freight and logistics sector, as an important
industrial sector and employer across the TfSE area, and address specific labour and skills
shortages, is listed under a set of strategy objectives in the TfSE Area Studies Paper alongside
the need to improve working environments for employees.
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Proposition Ten: FORS Supplier Standards (& CLOCS compliance)
TfSE with public authorities across the South East, can look to broker a relationship with FORS to
incorporate FORS accreditation into supply chain contracts and procurement processes whilst
also receiving support internally for upskilling drivers and fleet operators as trailblazers for the
private sector to follow. This cost-effective approach, which would likely come to fruition on a
rolling basis as contracts come up for renewal, is a lever by which to shape industry standards;
with industry (e.g. operators and businesses) also benefitting from discounts on other value-added
services.
Consideration would need to be given to SMEs (the likely beneficiary of localising supply chains
and raising standards), for whom cost will be the biggest determining factor in uptake. The scheme
could also look to extend to freight forwarders based in mainland Europe who serve the UK, as a
way to address inconsistencies in standards. The aim would be to generate an additional 20%
more FORS-accredited companies/fleets over the freight strategy period across the TfSE area.
CLOCS is the other recognised accreditation scheme that LPAs can influence through planning
conditions; requiring developers to sub-contract accredited members across the construction
industry. The same also applies to Considerate Contractors. All of these need only limited
resources and effort on the part of public authorities in exchange for risk management and
mitigation. TfSE could also liaise with FORS on generating FORS champions from across
industry.

Encouraging and facilitating the transition towards better freight management and planning should go
beyond the classroom and ‘static’ proposals. As implied in the TfSE Area Studies Paper, TfSE can
play a proactive role with industry to addressing some of the immediate challenges and emerging
scenarios unfolding across the region. The Solent FTZ is an example of a new approach towards the
delivery of interventions that engage with multiple local freight-related actors in an agile way of
working. ‘Living Labs’ may help counteract the feedback received through the stakeholder
engagement conducted as part of the Freight Strategy Scoping Study. The lack of support for the
industry, through funding or otherwise, was the top issue/challenge raised. Other concerns relating to
freight routing, restrictions and consistency in policy and standards did not score highly.
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5

CONCLUSIONS
This report has sought to break down the future roles, responsibilities and possible actions of the
freight industry, public authorities and other local stakeholders to developing a safe, sustainable and
efficient freight network of the future. There are a number of triggers that are encouraging industry to
adopt new practices and opportunities for public authorities to provide optimal conditions for the
industry to address longstanding issues and meet future growth aspirations. The relationship between
industry and public authorities, alongside the role of other local stakeholders, is key moving forwards
to counteract ‘freight blindness’ and promote new and best practices that reconcile individual business
objectives with broader economic, social and environmental wellbeing.
TfSE have a mediator role to play in the short term by brokering relationships between public
authorities, industry and local stakeholders such as trade bodies to raise the awareness of freight and
logistics, upskill officer and departmental expertise and weave in a ‘think freight’ lens in decision
making. Equally, TfSE can take a strategic stance to deliver consistent approaches to freight planning
and management and help LTAs/LPAs deploy these on the ground at the local scale. Whilst industry
can look to apply a suite of freight demand management measures, TfSE and partners must provide
the conditions for these to work effectively.
TfSE should seek to sense check each proposition with members of the freight forum and steering
group, particularly public authorities, and seek to apply these under the key ‘actions’ of the freight
strategy, namely awareness building and skills development within the sector. The propositions enter
into more granular detail and bringing them to fruition will require a combination of interest and
funding availability. There are propositions that would be quicker and easier to mobilise to build on the
momentum of the freight strategy being released; namely 2,4,5 and 7.
The dashboards that feature throughout this report are valuable reference points for the type of
schemes that could come to fruition. Whilst they bring together best practice examples and the
benefits of deployment, they also relate back to the objectives of the freight strategy and make direct
reference to their (current and future) application regionally. Interventions aimed at public authorities
have also being scored based on the investment required and risk scoring; which can help to steer
decision making.
The key takeaway from this report is the need for TfSE to promote interventions to support industry in
response to emerging trends and triggers for change whilst helping to leverage interventions that
would support a number of public authority objectives and the capacity for both to work collectively
with trade bodies to deliver the aims and objectives of the freight strategy. Ultimately, though, TfSE
cannot deliver on its own. It is essential that the public and private sectors collaborate to lead the
delivery of the strategic actions and measures necessary to meet objectives.
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