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EXECUTIVE SUMMARY 

This document sets out the need for the expansion of London Luton Airport to handle up to 
32 million passengers per annum (mppa) (the Proposed Development) as put forward by 
Luton Rising (a trading name of London Luton Airport Limited) (the Applicant).  Luton 
Rising is a business and social enterprise owned by a sole shareholder, Luton Borough 
Council, for community benefit.  Luton Rising is at the heart of a movement for positive 
change in the Luton community.  

The document has been updated from its draft form following feedback received during the 
statutory consultation in 2022 and from stakeholders more generally. 

The Proposed Development will increase capacity by more than 10 mppa and, hence, will 
be a Nationally Significant Infrastructure Project (NSIP) requiring consent through a 
Development Consent Order (DCO). 

The document addresses: 

a. the strategic economic case for aviation growth; 

b. national aviation policy; 

c. economic context; 

d. London Luton Airport’s current market performance; 

e. future demand forecasts; 

f. current airport capacity and future capacity requirements; and  

g. economic benefits of the development. 

The strategic socio-economic case for aviation growth 

National, regional and sub-regional economic strategy is strongly focussed on building 
economic growth around linkages with the global economy.  Build Back Better provides 
explicit direction for the future and identifies as a core pillar the Global Britain policy 
agenda, which requires enhanced international connectivity.  This is reinforced by the 
Oxford-Cambridge Arc (the Arc) initiative, which is seeking to build on the world class 
academic and economic assets that are housed within it.  As the only major airport within 
the Arc, a growing London Luton Airport will be central to achieving these aspirations 
through its ability to facilitate trade, investment and tourism. 

The airport’s role is also vital in the context of the ‘levelling up’ agenda.  Stakeholders in 
the airport’s surrounding areas have identified that, despite apparent high levels of 
prosperity, there remain substantial and persistent pockets of deprivation. Luton itself is 
identified as a highest priority area for the Levelling Up Fund and has recently been 
awarded £20m from the fund.  The role of the airport in supporting regeneration in many of 
these areas is already recognised and future growth in line with Proposed Development 
will substantially increase this role. 

It is these economic imperatives that provide the context within which the need for the 
Proposed Development has to be assessed. 
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National aviation policy 

The most recent aviation policy document, Flightpath to the Future (FttF), confirms that the 
relevant policy in relation to airport development is set out in the Airports National Policy 
Statement (ANPS) and Beyond the Horizon The future of UK aviation Making best use of 
existing runways (MBU). There is clear policy support for aviation growth and for airports 
making best use of their runways demonstrated in terms of the demand that the airport can 
attract and the benefits from it doing so.   

The most relevant of these, the MBU policy, makes clear that decisions should be taken 
having regard to “all relevant considerations, particularly economic and environmental 
impacts and proposed mitigations”1. This is consistent with policy originally set out in the 
APF that growth is supported “within a framework which maintains a balance between the 
benefits of aviation and its costs, particularly its contribution to climate change and noise”2 

The Proposed Development would contribute to several of the Government’s four key 
themes as set out in FttF, namely: 

a. Enhancing global impact for a sustainable recovery; 

b. Embracing innovation for a sustainable future; 

c. Realising benefits for the UK; and 

d. Delivering for users.  

The Proposed Development is making use of the existing runway, consistent with policy as 
set out in the ANPS and MBU policy documents.  It is being designed in a way that is 
consistent with the overarching and longstanding principle of balancing the economic 
benefits and environmental costs of development.  The Proposed Development will under 
pin initiatives to support the sustainable recovery of the sector, improve the competitivity of 
the market for airlines seeking opportunities for growth in the South East of England and 
create opportunities for enhanced connectivity to support the broader economic growth of 
the UK economy as well as delivering local benefits.  It will deliver an improved customer 
experience for passengers using the airport, taking full account of safety and security 
requirements.  It is, hence, considered to be compliant with UK aviation policy.  

The ANPS is of relevance in so far as it provides context for airports making best use of 
their existing runways and also in providing updated guidance on the assessment of 
effects, including for climate change highlighting in particular that:  

“Any increase in carbon emissions alone is not a reason to refuse development consent, 
unless the increase in carbon emissions resulting from the project is so significant that it 
would have a material impact on the ability of Government to meet its carbon reduction 
targets, including carbon budgets.” 3 

The recent Jet Zero Strategy makes clear that growth of airport capacity is supported and 
that the Government does not intend to introduce demand management measures, going 
on to highlight that it is the responsibility of Government to address carbon emissions from 

 
1 Department for Transport, Beyond the horizon: The future of UK Aviation; Making Best Use of existing 
runways, June 2018, paragraph 1.29. 
2 Department for Transport, Aviation Policy Framework, March 2013, paragraph 5. 
3 Department for Transport, Airports National Policy Statement, paragraph 5.82. 
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aircraft at the national level.  Policy makes clear that growth, in principle, remains 
supported and that the focus is on addressing the impacts of aviation rather than 
constraining economically beneficial growth.  The Green Controlled Growth (GCG) 
approach, put forward as part of the Proposed Development, is designed to ensure that 
the impacts of growth can be mitigated and controlled whilst delivering the anticipated 
economic benefits set out in this document. 

Economic context 

The airport is situated at the heart of the Arc.  The area is home to concentrations of 
economic sectors that are demonstrably reliant on air travel and that offer significant 
opportunities for future growth. The international nature of the economy within the airport’s 
‘home’ region is demonstrated by the high levels of exports from the region and the high 
and growing proportion of regional GVA4 that is supported by foreign owned companies.  
The sub-region and region around the airport contain many businesses with a high 
dependence on air travel. 

More broadly, the Local Enterprise Partnership areas around the airport and the Arc have 
a focus on the growth of high value sectors and the development of the international 
economy.  The connectivity of the region is a key strength in this regard and further 
development of the airport will be important in achieving these aspirations.   

At the same time, there are very real pockets of deprivation around the airport, notably in 
Luton itself, Bedford, Stevenage and Milton Keynes.   In this context, the growth of the 
airport to 32 mppa is of dual economic importance.  It is needed to ensure that the areas 
around the airport continue to have access to a strong and, crucially, growing base of 
connectivity to support their international economies, by supporting the retention and 
growth of existing companies and also through attracting new investment.  At the same 
time, growth at the airport represents a significant opportunity to create jobs directly and 
through its supply chain. 

London Luton Airport’s current market performance 

The airport has grown rapidly in recent years and there is increasing evidence of its 
economic importance in terms of providing opportunities for business travel and inbound 
tourism, specifically to/from Europe.  The airport is showing strong recovery from the 
effects of the pandemic and is on track to attain 2019 traffic levels by 2024.   

The airport commands a high market share of the passenger demand in the areas around 
it, specifically the Three Counties of Bedfordshire, Buckinghamshire and Hertfordshire and 
also extending into North London along the Thameslink corridor.  Analysis of the 
characteristics of passenger demand using the airport in 2019 indicates how growth has 
enabled it to better serve the needs of its catchment area but also the scope for further 
enhancement of the airport’s broader economic role with the Proposed Development.     

Growth at the airport has the potential to greatly enhance the connectivity that the airport 
will be able to offer and to increase its wider economic contribution.  The Proposed 

 
4 Gross value added. 
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Development will enable the airport to provide some long haul services to points in the 
USA and Middle East, primarily.  

Future demand forecasts 

Projections of the future demand to use the airport have been developed using robust 
econometric methodologies and, given the inherent uncertainties in forecasting airport 
demand over a long time period, reflect a reasonable range of potential forecasts.  A 
number of underlying demand growth scenarios have been set out, taking into account 
economic recovery from the pandemic, carbon costs and other future drivers of the cost of 
air travel consistent with the assumptions used by the Government in modelling future 
demand taking into account the Jet Zero Strategy targets.  Different scenarios for the 
development of new runways at Heathrow, Gatwick and a combination of the two have 
also been tested.  This provides a range for the demand that London Luton Airport could 
handle if capacity is expanded meaning that the timeframe over which the airport is 
expected to reach the 32 mppa for which consent is sought is between 2042 and 2049. 

A further factor has been the anticipated delivery of development, which means that 
growth would initially be restricted below the demand that the airport could attract on the 
basis of the ‘most likely’ scenario.  Taking the potential delivery of the proposed new 
infrastructure, specifically Terminal 2, into account, the airport is expected to reach the 32 
mppa, for which consent is sought, between 2042 and 2049, with 2043 being the most 
likely date.  This most likely case forms the Core Planning Case and Faster and Slower 
Growth Cases have also been developed, reflecting uncertainties, for assessment 
purposes demonstrating that, ultimately, the airport will reach 32 mppa within a reasonable 
timeframe. 

Detailed outputs have been derived from these forecasts to inform the assessment of the 
impacts of the Proposed Development, including the future fleet mix, the expected profile 
of demand over the year and over the day. These have been based to some degree on 
conservative principles so as to ensure that the assessments represent a reasonable 
worst case for the effects of the Proposed Development.   

Current airport capacity and future capacity requirements 

In the light of the growth projections, notwithstanding the impact of Covid-19 restrictions on 
travel in the short-term, additional airport capacity is urgently needed at the airport in order 
to keep pace with demand.  The requirements for new capacity have been derived from 
the detailed demand forecasts in terms of runway, apron and terminal capacity.  The 
Proposed Development is aimed at ensuring an overall capacity at the airport of 32 mppa, 
divided between the two terminals.   

The runway has been assessed as having a sustainable capacity of at least 50 aircraft 
movements an hour with the additional taxiway links proposed, which is sufficient to 
accommodate 32 mppa envisaged under the Proposed Development. 

The Proposed Development comprises initial enhancements to Terminal 1 (T1) to increase 
its capacity as an interim step (Assessment Phase 1) before the construction of Terminal 2 
(T2).   
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Specific parameters have been defined for the requirements of T2 and its associated 
apron area to meet the expected need for an initial development to accommodate c.7 
mppa and for expansion to provide a total capacity of up to 12 mppa.  These will require 
18 additional aircraft stands to serve T2 at 7 mppa and 28 stands at 12 mppa as well as 
appropriate operational and other support accommodation and facilities to accommodate 
up to 12 mppa at Assessment Phase 2. 

An indicative phasing of development and construction has been defined for assessment 
purposes with Assessment Phase 1 taking capacity to 21.5-23 mppa and Assessment 
Phase 2 taking capacity initially to 27 mppa then 32 mppa. 

Economic benefits of the development 

The airport is central to the economy of Luton, the Three Counties and the Six Counties5 
area and is an important connectivity asset for the broader region it serves.  The airport’s 
important role in serving the London market should also not be forgotten. 

The future economic strategy for Luton is seeking to secure significant economic growth, 
including through initiatives to regenerate the town centre, supported through the Levelling 
Up Fund, and exploiting the potential of the Enterprise Zone status of the area around the 
airport.  It is seeking to develop higher value added employment, more job opportunities 
and to clawback current out-commuting to higher paid jobs.  The potential of the 
aerospace sector and aviation, including the airport, to support these aspirations is well 
recognised as well as opportunities to attract green technology enterprises to the local 
area.  This is fundamental to the objective to reduce levels of deprivation in the local area 
and the growth at the airport with the Proposed Development can play a major role both 
through direct job generation during the construction and operational phases as well as 
acting as a catalyst to attracting new businesses and making it easier for existing 
businesses to trade internationally and expand. 

More broadly, the LEP areas around the airport and the Arc have a focus on the growth of 
high value sectors and the development of the international economy.  The connectivity of 
the region is a key strength in this regard and further development of the airport will be 
important in achieving these aspirations. 

The airport is already a significant economic driver in terms of its operations, supporting 
11,800 jobs in Luton, 16,500 jobs in the Three Counties, 19,900 jobs in the Six Counties 
and 28,400 jobs in the UK through direct, indirect and induced impacts.  The airport’s total 
impact on GDP once indirect and induced effects are included is estimated to be around 
£830 million in Luton, £1.1 billion in the Three Counties, £1.3 billion in the Six Counties 
and £1.8 billion across the UK as a whole. 

The development of the airport to handle 32 mppa would offer substantial operational 
employment benefits compared to a Without Development scenario in 2043, with the Core 
Planning Case supporting: 

 
5 The Three Counties are Bedfordshire, Buckinghamshire and Hertfordshire and the Six Counties also 
include Oxfordshire, Cambridgeshire and Essex. 
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a. around £698 million in additional GDP and 4,400 more jobs in Luton compared to 2019, 
and £582 million in additional GDP and 6,100 more jobs compared to Without 
Development; 

b. around £0.9 billion in additional GDP and 6,100 more jobs in the Three Counties 
compared to 2019, and £0.8 billion in additional GDP and 8,600 more jobs compared 
to Without Development; 

c. around £1.1 billion in additional GDP and 7,500 more jobs in the Six Counties 
compared to 2019, and £0.9 billion in additional GDP and 10,400 more jobs compared 
to Without Development; and  

d. around £1.5 billion in additional GDP and 10,800 more jobs across the UK compared 
to 2019, and £1.3 billion in additional GDP and 15,000 more jobs compared to Without 
Development. 

These operational GDP and employment benefits offer substantial socio-economic 
opportunity to address deprivation and ‘level up’ areas that surround the airport.  The need 
for this stimulus has been firmly established by stakeholders and has been demonstrated 
in Section 2.  The designation of Luton as a Priority 1 area for the Levelling Up Fund and 
a number of other areas within the region as Priority 2 areas, clearly demonstrates this 
need for regeneration.  These benefits will be promoted through the Employment and 
Training Strategy [TR020001/APP/7.05] that will support the Proposed Development. 

The development also has the potential to support wider economic benefits through 
improved connectivity for business travellers and increased inbound tourism.  In the Core 
Planning Case, business traveller productivity effects could support: 

a. around £14 million in additional GDP in Luton compared to 2019, and £10 million in 
additional GDP compared to Without Development; 

b. around £108 million in additional GDP and 250 more jobs in the Three Counties 
compared to 2019, and £147 million in additional GDP and 500 more jobs compared 
to Without Development;  

c. around £146 million in additional GDP and 450 more jobs in the Six Counties compared 
to 2019, and £199 million in additional GDP and 910 more jobs compared to Without 
Development; and 

d. around £495 million in additional GDP and 2,390 more jobs across the UK compared 
to 2019, and £638 million in additional GDP and 4,440 more jobs compared to Without 
Development. 

Growth in inbound tourism could support:  

a. around £5 million in additional GDP and 50 more jobs in Luton compared to 2019, and 
£6 million in additional GDP and 90 more jobs compared to Without Development;  

b. around £60 million in additional GDP and 490 more jobs in the Three Counties 
compared to 2019, and £65 million in additional GDP and 890 more jobs compared to 
Without Development;  



  

London Luton Airport Expansion 
Development Consent Order    
 
 
      

Need Case 

 

TR020001/APP/7.04 | Issue 1 | 27 February 2023    
 

c. around £111 million in additional GDP and 870 more jobs in the Six Counties compared 
to 2019, and £119 million in additional GDP and 1,570 more jobs compared to Without 
Development; and 

d. around £758 million in additional GDP and 6,410 more jobs across the UK compared 
to 2019, and £818 million in additional GDP and 11,550 more jobs compared to Without 
Development. 

These wider economic impacts strongly support the aspirations of stakeholders across the 
airport’s catchment area to drive the international economy to increase productivity, grow 
prosperity and, ultimately, improve quality of life for the population in Luton, the Three 
Counties, Six Counties and across the  Arc.   

Analysis of the impact on socio-economic welfare effects suggests that, in Luton, the 
proposed development results in a £232 million benefit to users over the 60 year appraisal 
period.  This grows to around £1.6 billion across the Three Counties and to £1.3 billion 
across the Six Counties.   

Across the UK as a whole, with all the assessed costs and benefits included, the Proposed 
Development results in a net present value (NPV) of £5.3 billion.  If carbon costs are 
included, then the NPV is £3.8 billion.  This clearly demonstrates that the Proposed 
Development will provide substantial net socio-economic welfare benefits to society 
regardless of the treatment of carbon costs within the analysis. 

Luton Rising also makes a direct social contribution through the revenues received from 
the operation of the airport.  As these revenues grow with the Proposed Development, it is 
intended that these local and community investments will increase pro-rata to growth.  
Luton Rising proposes to establish the Community First Fund providing £1/passenger from 
growth above 18m ppa. Overall, these direct social contributions will be substantial and in 
excess of similar schemes in place at other UK airports.  This adds further to the potential 
beneficial impacts of the Proposed Development. 

Summary 

Overall, there is a strong need for the development.  The principle of development to make 
best use of the airport’s existing runway is supported in policy, as confirmed in the recent 
Jet Zero Strategy.  The area served by the airport is highly international and these 
businesses need enhanced aviation connectivity in order to remain globally competitive 
and deliver growth in productivity and output. 

Notwithstanding Covid-19, there is evidence of a strong recovery in demand for air travel, 
with the market recovering to 2019 levels by around 2024.  This growth is expected to 
continue and additional capacity will be required at London Luton Airport shortly thereafter 
if it is to continue to deliver the aviation connectivity that the area around it requires. 

Expansion of the airport will deliver very substantial economic benefits in terms of jobs and 
a boost to economic activity in the local area, which will be very valuable in the context of 
the Government’s ‘levelling up’ agenda and support other initiatives to grow the economy 
in Luton and beyond.   
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ABBREVIATIONS 
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AC Airports Commission 
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AIP Aeronautical Information Publication 

ANPS Airports National Policy Framework 

APF Aviation Policy Framework 2013 

ArcPORT A fast time airport capacity simulation model 
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 INTRODUCTION 

1.1.1 This document sets out the need for the expansion of London Luton Airport (the 
Proposed Development) as put forward by Luton Rising (a trading name of 
London Luton Airport Limited) (the Applicant).  It has been updated from its draft 
form following feedback received during the statutory consultation in 2022 and 
from stakeholders more generally.    

1.1.2 The document addresses: 

a. the strategic economic case for aviation growth; 
b. national aviation policy; 
c. economic context; 
d. London Luton Airport’s current market performance; 
e. future demand forecasts; 
f. current airport capacity and future capacity requirements; and 
g. socio-economic benefits of the development. 

1.2 Organisation  
1.2.1 London Luton Airport (the Application Site) is wholly owned by Luton Borough 

Council (LBC) through the company London Luton Airport Limited (trading as 
Luton Rising), which was incorporated in 1986.  In 1998, London Luton Airport 
Limited entered into a Concession Agreement with London Luton Airport 
Operations Limited (LLAOL) for the management, operation and development 
of the airport, which will last in its current form until 2032.  

1.2.2 Whilst LLAOL is responsible for the day to day running of the airport, the 
Applicant takes significant responsibility for the long-term vision and planning of 
the airport’s future to ensure that the benefits to the local and regional area are 
fully realised.  The Proposed Development is being promoted by the Applicant 
but the current operator, LLAOL, is actively involved with the Applicant in 
developing the scheme and how it interfaces with the current airport operation.  
LLAOL remains responsible for operational matters, including the process of 
airspace change.  

1.3 The Proposed Development  
1.3.1 The Proposed Development is characterised by retention of the existing 

runway, expansion of the existing passenger terminal, and the provision of a 
new passenger terminal on land owned by the Applicant and LBC, to the north 
east of the runway, to provide an overall passenger capacity of 32 million 
passengers per annum (mppa), which is the proposed passenger limit 
associated with this application.  The Proposed Development will increase 
capacity by more than 10 mppa and, hence, will be a Nationally Significant 
Infrastructure Project (NSIP) requiring consent through a Development Consent 
Order (DCO).   



London Luton Airport Expansion 
Development Consent Order    
 
 
      

Need Case 

 

TR020001/APP/7.04 | Issue 1 | 27 February 2023  Page 5 
 

1.3.2 In addition to the above and to support the initial increase in demand, the 
existing infrastructure and supporting facilities will be improved in line with the 
short-term requirements for additional capacity. 

1.3.3 Key elements of the Proposed Development include: 

a. Extension and remodelling of the existing passenger terminal (Terminal 1) 
to increase the capacity; 

b. New passenger terminal building and boarding piers (Terminal 2); 
c. Earthworks to create an extension to the current airfield platform; the vast 

majority of material for these earthworks would be generated on site; 
d. Airside facilities including new taxiways and aprons, together with 

relocated engine run-up bay and fire training facility; 
e. Landside facilities, including buildings which support the operational, 

energy and servicing needs of the airport; 
f. Enhancement of the existing surface access network, including a new dual 

carriageway road accessed via a new junction on the existing New Airport 
Way (A1081) to the new passenger terminal along with the provision of 
forecourt and car parking facilities;  

g. Extension of the Luton Direct Air to Rail Transit (Luton DART) with a station 
serving the new passenger terminal; 

h. Landscape and ecological improvements, including the replacement of 
existing open space; and 

i. Further infrastructure enhancements and initiatives to support the target of 
achieving zero emission ground operations by 20406, with interventions to 
support carbon neutrality being delivered sooner including facilities for 
greater public transport usage, improved thermal efficiency, electric 
vehicle charging, on-site energy generation and storage, new aircraft fuel 
pipeline connection and storage facilities and sustainable surface and foul 
water management installations. 

The full project description is provided in Chapter 4 of the Environmental 
Statement (the ES) [TR020001/APP/5.01] and the Design and Access 
Statement [TR020001/APP/7.03].  

1.3.4 On 1 December 2021, the local planning authority (Luton Borough Council) 
resolved to grant permission for the current airport operator (LLAOL) to grow 
the airport up to 19 mppa, from its previous permitted cap of 18 mppa.  Since 
then, the application has been called-in and referred to the Secretary of State 
for determination instead of being dealt with by the local planning authority.  The 
inquiry to consider the called-in application opened on Tuesday 27 September 
2022 running until 18th November 2022.  At the time of submission of the 
application for development consent the outcome of the inquiry is still 
unknown.  All of the assessment work to date has been undertaken using a 
‘baseline’ of 18 mppa.  In anticipation that LLAOL’s 19 mppa planning 

 
6 This is a Government target, for which the precise definition will be subject to further consultation following 
the Jet Zero Strategy, and which will require further mitigations beyond those secured under the DCO. 
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application may be approved, however, the environmental assessments 
supporting Luton Rising’s application for development consent included 
sensitivity analysis of the implications of the permitted cap increasing.  As a 
result, it is concluded that the environmental assessments are representative of 
the likely significant effects of expansion, whether the baseline is 18 mppa or 19 
mppa.    

1.3.5 The Proposed Development is described in three phases for the purposes of 
assessment: Phase 1, Phase 2a and Phase 2b. These are ‘assessment 
phases’. In practice, the Proposed Development will be delivered in undefined 
increments that appropriately respond to demand over time, which may differ 
from the assessment phases providing delivery does not give rise to effects 
which are new or materially different to those reported in the ES 
[TR020001/APP/5.01] and Transport Assessment (the TA) 
[TR020001/APP/7.02].  

1.3.6 For the purposes of assessment, the key construction activities assumed to 
take place in each phase are described below: 

a. Assessment Phase 1 – works to facilitate the expansion of capacity in 
Terminal 1 in line with the demand forecasts contained in the application.  

b. Assessment  Phase 2 – works to build and operate Terminal 2, and any 
associated infrastructure, such that the airport can ultimately 
accommodate a maximum of 32 mppa across both terminals.  For 
assessment purposes, Phase 2 will be described with reference to an 
interim phase, Phase 2a, delivering capacity up to 27 mppa and a 
completed phase, Phase 2b, delivering capacity to 32 mppa.   

1.3.7 This Need Case document is submitted in support of the application for 
development consent.
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 THE STRATEGIC SOCIO-ECONOMIC CASE FOR AVIATION 
GROWTH 

2.1 Introduction 
2.1.1 This section articulates the economic strategy and policy context in which the 

airport will operate in the future and in which the Proposed Development will 
come forward.  In essence, this section examines why aviation connectivity and 
airport growth matters in terms of the future economic aspirations of the UK and 
the areas and regions around the airport.  It considers both the importance of air 
connectivity and airport growth generally but also the specific role that a vibrant 
and growing airport can play. 

2.2 Why aviation connectivity and airport growth matters? 
2.2.1 The importance of airports to the UK economy has been long established.  This 

is recognised in aviation policy as set out in Section 3.  They are recognised as 
significant centres of employment in their own right, with attendant supply chain 
effects (referred to as indirect effects) and income expenditure effects (referred 
to as induced effects).  Moreover, they are recognised as catalysts of economic 
activity in the wider economy, which is also highly relevant in the context of the 
potential expansion of the airport.  These considerations provide a framework 
within which to articulate the strategic economic case for growth. 

2.3 National economic policy 
2.3.1 The fundamental need for aviation growth to support growth in the UK’s 

economy in the future is established by the UK Government’s national economy 
policy.  This has been articulated most recently in Build Back Better: Our Plan 
for Growth, which was published by HM Treasury in March 2021.  This 
document sets out the key economic policy themes put forward by the 
Government in recent times, notably its vision for a Global Britain, the 
importance of ‘levelling up’, and the importance of infrastructure in economic 
growth. These themes are explored further below.          

2.3.2 The Government’s commitment to a Global Britain and the importance of this 
policy to future UK prosperity is emphasised in Build Back Better: 

“The UK’s prosperity is built on our integration into the global economic and 
financial system. An open economy, which permits the free flow of ideas, goods, 
services and data based on adherence to a mutually agreed set of rules and 
principles, will drive long-term prosperity and innovation. It provides UK 
consumers, businesses, producers, workers and investors with access to 
cheaper, better quality goods and services, offering greater choice, creating jobs 
and freeing up resources for innovation and investment at home. In 2019-20, new 
inward investment projects supported over 56,000 jobs across the UK.  

The UK’s success as a trading nation will depend on its ability to use its 
comparative strengths to anticipate evolving demand at both a country and sector 
level. Trends such as continued rapid growth in emerging economies, the 
expansion of the global middle class, as well as the growing demand and 
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increasing tradability of more sophisticated sectors of the global economy all 
provide potential opportunities for UK businesses. Openness to international 
markets ensures UK access to multiple diverse sources of supply for the goods 
and services we need, improving the resilience of our supply chains and 
benefitting prosperity.”7 

2.3.3 Build Back Better clearly articulates the importance of the UK’s ability to interact 
with the global economy as a trading nation.  Growing air connectivity to enable 
these interactions will be vital if this vision is to be achieved.  Furthermore, Build 
Back Better specifically highlights the importance of inward investment and 
trade for future economic prosperity: 

“Inward investment brings economic benefits to the UK – in 2019-20 inward 
investment created over 56,000 jobs across the UK, of which over three quarters 
were outside London – and it can also play a role in supporting the UK 
Government’s key priorities, such as levelling up and net zero.  The UK is open 
for investment and continues to encourage and support investors from around 
the world. The Government is committed to ensuring that the UK continues to be 
one of the top destinations in the world for investment.”8 

“We will make use of the full range of policy tools available to us as an 
independent trading nation to improve our openness to trade and investment, 
supporting our key growth sectors, on the basis of free and fair competition. 
Exporting will play a key role in developing our pioneering sectors and 
technologies to become world-leading, driving growth and creating jobs.”9 

2.3.4 Build Back Better also highlights the importance of world class infrastructure, 
such as that which will be brought forward through the Proposed Development, 
in supporting the Government’s aspirations around economic growth: 

“High quality infrastructure is crucial for economic growth, boosting productivity 
and competitiveness.”10 

“The government is committed to transforming the UK’s infrastructure and 
increased investment is also a central part of economic recovery.”11 

2.3.5 It also highlights how infrastructure is a: 

“. . . key factor in determining where firms choose to locate and grow, and 
people’s ability to access resources. It unlocks development of housing. It can 
also support and enable our businesses to integrate into the international 
economy and trade goods and services across the world.”12 

2.3.6 Build Back Better also provides more detail in relation to the Government’s 
levelling up agenda.  It emphasises the Government’s desire to boost economic 
prosperity in areas that are beyond London and the South East. 

 
7 HM Treasury. (2021). Build Back Better: Our Plan for Growth,  Page 94. 
8 Ibid, page 98. 
9 Ibid, page 98. 
10 Ibid, page 8. 
11 Ibid, page 32. 
12 Ibid, page 32. 



London Luton Airport Expansion 
Development Consent Order    
 
 
      

Need Case 

 

TR020001/APP/7.04 | Issue 1 | 27 February 2023  Page 9 
 

“The last few decades have seen increased prosperity in London and the South 
East, but without commensurate improvements in the rest of the UK. The primary 
objective of this government is to change that, ensuring no region is left behind 
as we achieve greater economic prosperity.”13   

“We will tackle geographical disparities in key services and outcomes across the 
UK: improving health, education, skills, increasing jobs and growth, building 
stronger and safer communities and improving infrastructure and connectivity. 
We will focus on boosting regional productivity where it is lagging to improve job 
opportunities and wages”14 

2.3.7 Build Back Better goes on to highlight the Government’s vision for globally 
competitive cities across the UK, spreading the benefits of engagement with the 
international economy more effectively and driving prosperity beyond from 
London and the South East: 

“Cities are a fundamental driver of productivity growth. They play a critical role in 
the success of the wider region – successful regions benefit from strong cities to 
anchor growth. Our long-term vision is therefore for every region and nation of 
the UK to have at least one globally competitive city at its heart, helping to drive 
prosperity and increasing opportunity for all those who live nearby.”15 

2.3.8 Luton and a number of the areas around the airport are very much part of this 
drive to ‘level up’.  The Prospectus for the first round of the Levelling Up Fund16, 
published alongside Build Back Better, provides a classification of each local 
authority in Great Britain in terms of its priority level of levelling up.  There are 
six local authorities around the airport that are classified as either Priority 1 
(most in need) or Priority 2 (in need), notably Luton itself (Priority 1), North 
Hertfordshire (Priority 2) and Bedford (Priority 2).  These areas retained their 
classifications in the second round of the Levelling Up Fund, which was 
published as part of the Government’s Spring Statement of 202217.  The criteria 
used to identify areas in need of levelling up considered the need for economic 
recovery and growth, the need for improved transport connectivity, and the 
need for regeneration.  The designation of these areas as being in need of 
levelling up provides an important context for the Proposed Development not 
just in terms of its economic role but also the potential broader social 
contribution to helping to overcome deprivation.  This is discussed further later 
in this section and in Section 4.   

2.3.9 In October 2021, Luton was awarded £20m from the Levelling Up Fund to 
support regeneration of the town centre.  This confirms the priority accorded to 
investment in Luton in support of initiatives to overcome deprivation. 

 
13 Ibid, page 12. 
14 Ibid, page 71. 
15 Ibid, page 75. 
16 HM Treasury, Ministry of Housing, Communities and Local Government, Department for Transport, 
Levelling Up Fund: Prospectus, March 2021, list of local authorities by priority category. 
17 HM Treasury, Ministry of Housing, Communities and Local Government, Department for Transport, 
Levelling Up Fund: Prospectus, March 2021, list of local authorities by priority category. 
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2.4 Regional and sub-regional economic context  
2.4.1 This focus on the international economy and the importance of engagement 

with the global economy is a core theme within the regional and sub-regional 
strategies for the areas that surround the airport.   

The Oxford-Cambridge Arc 

2.4.2 The concept of an economically significant arc linking Oxford to Milton Keynes 
to Cambridge, known as the Oxford-Cambridge Arc (the Arc), was formally 
recognised in the 2016 Budget.  It was identified as an economically significant 
area of the UK with the potential to drive up productivity and deliver economic 
growth to benefit the whole of the UK that could be enhanced through the 
provision of appropriate infrastructure18.      

2.4.3 The Arc has been recognised as a globally significant area encompassing 
Oxford, Milton Keynes and Cambridge, with very significant international 
businesses.  The National Infrastructure Commission (NIC), in its 2017 report 
on the Arc19, stated:  

“The success of the Cambridge-Milton Keynes-Oxford arc should be a national 
priority. The arc competes with locations across the globe, attracting talent and 
bringing investment into the UK. Its towns and cities are amongst the most 
economically productive outside London and make a vital contribution, both to 
national income and to national tax revenues. 

If the UK is to succeed in the global economy, it must invest in the success of the 
arc. This matters, not just for those who live and work in the arc, but for all parts 
of the UK. 

The economic importance of the arc – and its position at the heart of the UK’s 
knowledge economy – is a reflection of its concentration of world leading research 
facilities, internationally significant business clusters, track record in innovation 
and entrepreneurship, and the skills of its workforce. 

The arc’s higher education institutions and scientific research facilities are 
fundamental to its success. Oxford and Cambridge Universities rank consistently 
amongst the top four in the world, and Cranfield University is a global leader in 
engineering disciplines. The arc’s teaching hospitals – including the John 
Radcliffe, and Churchill, in Oxford and Addenbrooke’s in Cambridge – drive 
internationally significant clinical and medical developments, while the Harwell 
Campus and the Culham Science Centre house some of the world’s most 
important facilities for applied scientific research. 

The arc also has internationally significant business clusters operating in 
knowledge-intensive sectors. These include corporate head offices and 
companies operating at the leading edge of scientific research; life sciences; 
pharmaceuticals; high-tech manufacturing; performance technology and 
motorsport sectors. Nine of the UK’s top 100 (and two of the top ten) high growth 

 
18 HM Treasury, Budget 2016, Table 1.7. 
19 National Infrastructure Commission (2017), Partnering for Prosperity: A New Deal for the Cambridge – 
Milton Keynes – Oxford Arc, Part One. 
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tech firms are located in the arc, despite the area accounting for just 5.1% of the 
UK’s population.”  

2.4.4 The NIC identified the key business clusters geographically within the Arc20 as 
illustrated in Figure 2.1 below.  The position of the airport as the only one within 
the Arc as identified by the NIC is clearly shown. 

Figure 2.1: Major Business Clusters in the Oxford-Milton Keynes-Cambridge Arc 

 
Source: National Infrastructure Commission 

2.4.5 The importance of the Arc is, ultimately, founded on its potential as an 
internationally focused area of economic activity, as recognised by the leaders 
of the local authorities in the area and the local enterprise partnerships: 

“The Oxford-Cambridge Arc has unrivalled assets of international standing and 
significance. With the commitment of Government to long-term investment in the 
area, the Arc will fulfil its true potential to deliver transformational economic 
growth that will benefit the whole of the UK.”21 

2.4.6 The Arc is already home to a range of key sectors that will drive future 
economic growth and that have a strong global focus22: 

a. life sciences – the Arc is home to “two globally renowned life science 
clusters around Oxford and Cambridge.”; 

 
20 Ibid, Figure 1. 
21 The Arc Leadership Group, The Oxford-Cambridge Arc Economic Prospectus 2020, page 5. 
22 Ibid, pages 23 to 27. 
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b. space - the Arc supports the largest space cluster in Europe.  Its assets 
are seen as essential if the UK is to remain at the forefront of global 
competition in this growing, global market; 

c. aviation – the Arc’s specialisms in electric and hydrogen propulsion, 
autonomy and airspace management technology are becoming 
increasingly important drivers of competitiveness in the aviation market; 

d. digital and creative - the Arc is already on the map as a major centre for 
application and testing in emerging technologies, such as artificial 
intelligence, robotics, cybersecurity and advanced quantum computing, 
which complement its strong foundations in creative, digital and ICT; 

e. advanced manufacturing - the Arc’s advanced manufacturing cluster is 
known for high-performance technology and motorsport engineering; 

f. future transport - the Arc’s expertise in future green mobility options is built 
upon specialist expertise in the design and manufacture of innovative 
propulsion systems that incorporate low carbon engineering, and; 

g. future energy - energy is central to the green Arc vision for carbon 
neutrality by 2050 and the UK’s Clean Growth Grand Challenge. 

2.4.7 If these sectors are to thrive in a globally competitive market, and so deliver 
enhanced economic performance to the benefit of the wider region and to the 
whole of the UK, this will require improved global connectivity directly to the Arc.  
London Luton Airport is the only major airport located within the Arc and, as 
such, the airport has a central role to play in providing the connectivity that will 
be required in the future to sustain these activities and deliver the envisaged 
productivity improvements. 

2.4.8 Indeed, the importance of infrastructure to the success of the Arc is also 
recognised.  Enhancements to infrastructure and connectivity are seen as 
critical for the economic success of the Arc and its ability to attract foreign direct 
investment: 

“.. without a joined-up approach to planning for housing, jobs and infrastructure, 
the arc risks being left behind by its international competitors, damaging the UK’s 
future competitiveness.”23  

2.4.9 Although there is a focus on the international competitiveness of the Arc, the 
need for ‘levelling up’ within it has also been recognised.  As well as enhancing 
international connectivity, future growth at the airport has the potential to directly 
address this issue in relation to Luton, Bedford and other neighbouring areas, 
where deprivation levels are higher, through the provision of employment 
opportunities at the airport, alongside its wider role as an enabler of economic 
growth in the wider economy. 

2.4.10 The principle of the Arc as a driver of economic growth continues to underpin a 
number of regional and sub-regional strategies. 

 
23 National Infrastructure Commission (2017), Partnering for Prosperity: A New Deal for the Cambridge – 
Milton Keynes – Oxford Arc, page 7. 
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 Other Policy Linkages to the Oxford-Cambridge Arc 

2.4.11 In the context of the overall strategic framework offered by the Arc and the 
airport’s position as the only one located within the Arc, it is also important to 
note the extent to which other sub-regional strategies and policies seek to work 
within this overall context, with an emphasis of the strength and importance of 
international businesses as economic assets within the area. 

2.4.12 The Central Bedfordshire Local Plan 2015-2035 of July 2021 sets out a clear 
objective to contribute to the realisation of the aims of the Oxford-Cambridge 
Arc, including through a partial review of the Local Plan as plans for additional 
infrastructure, including the proposed East-West Rail become clearer.  The Arc 
is identified as a key context for the Spatial Strategy: 

“Central Bedfordshire has an important relationship with surrounding major 
centres; particularly London, Milton Keynes, Bedford and Luton; and also by its 
strategic position at the centre of the Cambridge-Milton Keynes-Oxford Arc which 
will receive significant additional investment in strategic infrastructure. This 
presents major potential for improved connectivity and growth within Central 
Bedfordshire, for continued strategic joint working with neighbouring authorities 
to help realise enhanced growth opportunities identified within the NIC Report”24   

2.4.13 Significantly, the Local Plan sets out an aim for Central Bedfordshire to be 
recognised as a site of national and international significance in terms of its 
economic potential25, which highlights the importance of international 
connectivity that the airport can provide. 

2.4.14 The Local Industrial Strategy for Buckinghamshire highlights the importance of 
its location as part of the Arc: 

“A key driver of this strategy is to exploit Buckinghamshire’s position at the centre 
of the Arc, to mobilise its economic assets to drive growth locally and 
nationally.”26 

2.4.15 Cambridgeshire is keen to further solidify its position as a world-renowned 
centre of excellence in the context of the Arc: 

“Working with partners across the Arc, Cambridgeshire and Peterborough will… 
Seek to grow its role as a global research and innovation hub, acting as a UK 
magnet for international talent, R&D, Foreign Direct Investment and research 
collaborations. The LEPs and MCA will work with the Department for International 
Trade, the Arc Universities Group and others to channel foreign investment in the 
assets and projects that will make the biggest impact on Arc-wide and UK 
growth.”27  

2.4.16 In the context of this focus on the Arc in providing a cohesive strategy for future 
economic growth across the area, the importance of the airport and its role as a 

 
24 Central Bedfordshire, Local Plan 2015-2035 (July 2021), paragraph 5.1.1. 
25 Ibid, paragraph 12.1.7. 
26 Buckinghamshire Local Enterprise Partnership, Buckinghamshire Local Industrial Strategy (2019), page 
14. 
27 Cambridgeshire & Peterborough Combined Authority, Cambridgeshire and Peterborough Local Industrial 
Strategy (2019), page 43. 
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provider of international connectivity is heightened.  Hence, the airport as very 
much a core asset for the Arc and for the sub-regional economies within it. 

2.4.17 The central position of the airport within this growth area is well illustrated by 
England’s Economic Heartland, the sub-national transport body for the area.  
On its website, it illustrates the strategic assets as shown in Figure 2.2, which 
demonstrates how London Luton Airport sits at the heart of the area of 
opportunity. 

Figure 2.2: England’s Economic Heartland – Places of strategic importance 

 
Source: England’s Economic Heartland 

Specific local policy context for the airport in Luton 

2.4.18 The Application Site is located almost entirely within the LBC area and the 
importance of the airport both as a direct provider of employment and prosperity 
and as a strategic asset for the area is well recognised within the local policy 
framework.  The policy framework also strongly recognises the potential role 
that further growth at the airport can play in driving economic growth and 
addressing deprivation in the area, in line with the ‘levelling up’ agenda. 

2.4.19 The Luton Local Plan 2011-2031 (adopted Nov 2017) notes that:  

“There is, however, a significant economic growth multiplier for Luton and the 
wider sub-region, provided by the busy and growing London Luton Airport, which 
provides a range of aviation-related skilled engineering and technical 
employment and also lower skilled work related to aviation and business services. 
There will be a need to ensure that aviation and other related growth arising from 
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the proximity to the airport or related business clusters are not held back by land 
and infrastructure constraints.”28 

2.4.20 In relation to the future, the Local Plan cites the value of the airport in driving 
future jobs growth at a range of skill levels: 

“London Luton Airport will be improved to provide more jobs related to aviation 
industries and other associated business clusters and maintain London Luton 
Airport's key role as a sub-regional economic driver bringing wealth and job 
creation (including high skilled jobs) to the town and neighbouring local 
authorities.”29  

2.4.21 The role of the airport as an anchor for the Luton economy, helping to secure 
the town’s position as a sub-regional centre is reflected in Strategic Objective 1 
of the Local Plan:  

“To retain and enhance Luton’s important sub-regional role as a place for 
economic growth and opportunity, including the safeguarding of London Luton 
Airport’s existing operations and to support the airport’s sustainable growth over 
the plan period based on its strategic importance.”30 

2.4.22 Policy LLP6 specifically addresses the expansion of the airport within the 
context of the zone of land allocated to the airport and related uses, highlighting 
its strategic economic role, alongside a number of environmental tests: 

“The allocation serves the strategic role of London Luton Airport and associated 
growth of business and industry, including aviation engineering, distribution and 
service sectors that are important for Luton, the sub-regional economy, and for 
regenerating the wider conurbation.”31 

Compliance with the Local Plan policy in its entirety is addressed in the Planning 
Statement [TR020001/APP/7.01]. 

2.4.23 The importance of the airport within the local economy is recognised within the 
assessment of key strengths and assets, alongside the town’s strategic location 
and surface connectivity: 

“Outstanding connectivity by road, rail and air – less than 30 minutes from London 
by rail, close to the M1 and 10 miles from the M25 

An excellent strategic location – close to the centre of the Oxford to Cambridge 
Arc 

Home to the fifth largest airport in the UK – supporting jobs, the local economy 
and services for residents 

A strong local economy – worth £7.5 bn at the beginning of 2020.”32  

 
28 Luton Borough Council, Luton Local Plan 2011-2031 (2017), page 10. 
29 Ibid, page 13. 
30 Ibid, page 14. 
31 Ibid, page 14. 
32 Luton Borough Council, Luton 2020-2040 A Place to Thrive (2020), pages 6 to 7. 



London Luton Airport Expansion 
Development Consent Order    
 
 
      

Need Case 

 

TR020001/APP/7.04 | Issue 1 | 27 February 2023  Page 16 
 

2.4.24 The policy context for expansion of the airport is also clear in relation to the 
challenges facing the town’s economy linked to current high levels of 
deprivation, made more acute by the Covid-19 pandemic.  The Luton 2020-
2040 Strategic Vision recognises the importance of supporting both its key 
existing sectors, such as aviation, and new and emerging ones as part of the 
recovery process: 

“Covid-19 has further highlighted the significant challenges we face in relation to 
deprivation, health inequalities and the economic impact of the pandemic.”   

“The Covid-19 pandemic has highlighted the challenges our economy faces when 
crucial sectors that support many jobs are badly affected. Through this target 
outcome we will seek to support our existing key sectors such as aviation and 
manufacturing, while also working to grow new and emerging sectors of our 
economy such as the green economy and digital and creative industries.”33  

2.4.25 In late 2018, Luton Council set up the Luton Inclusive Growth Commission as 
an independent body tasked with investigating how to develop an inclusive 
economy in Luton and overcome specific barriers to inclusive growth.  The 
Commission34 highlighted poverty and inequality as being among the most 
important issues in Luton. The Luton 2020-2040 Inclusive Economy Strategy 
again notes that the airport is a major asset to Luton and its local economy and 
that securing the airport’s recovery and growth in line with the Proposed 
Development will help to support further economic growth, as well as 16,000 
new jobs for local people35. 

2.4.26 Looking to the future, the Luton 2020-2040 Inclusive Economy Strategy 
acknowledges the need to diversify the economy by supporting and growing key 
sectors including the green economy, digital, creative industries, manufacturing 
and aviation, and that: 

“London Luton Airport is a key asset to our town that will have a key role to play 
in achieving our carbon neutral ambition. London Luton Airport Limited has set 
out its own ambition to become the most sustainable airport in the UK. This will 
require the support and collective efforts of the entire aviation industry in Luton 
over the next five years.”36 

2.4.27 The airport’s ability to provide ‘locally based’ international connectivity to 
support trade from these sectors and attract further inward investment will be 
important in supporting this diversification of the economy. 

2.4.28 The airport, and the connectivity it provides, is also central to the success of a 
number of major developments that will come forward in Luton.  The London 
Luton Airport Enterprise Zone (EZ), around 395 acres in size, consists of three 
linked sites surrounding the Airport: 

“The airport-related employment site will create thousands of jobs and attract 
aerospace, engineering and advanced manufacturing businesses, specialist 

 
33 Ibid, page 21. 
34 Growing Luton Together, The Final Report of the Luton Inclusive Growth Commission (2019). 
35 Luton Borough Council, 2020-2040 Inclusive Economy Strategy (2020), page 1. 
36 Luton Borough Council, 2020-2040 Strategic Vision - A Place to Thrive, page 27. 
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support services for airline/airport operations and associated leisure, hotel and 
catering businesses.”37 

“New Century Park: will deliver up to 4,000 new jobs on 70-acre commercial 
development east of the airport.”38  

Bartlett Square: will bring 2,000 new jobs with the commercial development 
comprising around 240,000 square feet of office development and a 170-
bedroom hotel.”39 

2.4.29 The Luton Investment Framework notes that the airport is a key site, aspiring to:  

“create thousands of jobs and attract aerospace, engineering and advanced 
manufacturing businesses, specialist support services for airline/airport 
operations and associated leisure, hotel and catering businesses.”40  

2.4.30 Luton’s Covid-19 Economic Recovery Plan Crisis, Rescue, Recover, Reform 
2020 to 2022 highlights that Luton was one of the most impacted local authority 
areas and emphasises the importance of bringing forward initiatives to stimulate 
growth: 

“To do this we will bring forward the work of our Inclusive Economy Strategy with 
the aim of growing our economy to provide more high-value and well-paid jobs 
for our residents; drive growth in key sectors, including the airport”41 

To that end, the airport is seen as one of the key economic strengths of the area 
in terms of supporting recovery.”42  

Other sub-regional and local strategies 

2.4.31 Within the overarching strategic framework established by national policy and 
the pan-regional Oxford-Cambridge Arc initiative, there are a wide range of sub-
regional and local strategies that articulate the needs and aspirations of the 
areas that surround the airport.  There are a number of key themes that emerge 
from these strategies that are important in considering the potential future 
contribution of an expanded airport: 

a. accessing international markets, supporting globally focussed companies 
and securing Foreign Direct Investment (FDI); 

b. accessibility and the role of infrastructure in supporting growth; 
c. a focus on high value added sectors, including a focus on ‘green’ growth 

sectors; 
d. the need for job creation across a range of skill levels; 

 
37 Ibid, page 4. 
38 Ibid, Page 5.  New Century Park is now called Green Horizons Park.  It should be noted that development 
of the Airport will lead to the displacement of some of this potential job creation and these effects are 
accounted for in the ES, Chapter 11. 
39 Ibid, Page 5. 
40 Luton Borough Council, The Luton Investment Framework, page 4. 
41 Luton Borough Council, Luton Covid-19 Economic Recovery Plan Crisis, Rescue, Recover, Reform 2020 
to 2022 , Introduction page 3. 
42 Ibid, page 4. 
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e. addressing the pockets of deprivation that exist across the areas around 
the airport; 

f. building on the environmental and tourism assets in the areas around the 
airport; and 

g. linking effectively to the opportunities provided by the Arc. 

 Links to the global economy and growth sectors 

2.4.32 The importance of the international element within the local economy is a 
common theme across the strategies for many of the areas that surround the 
airport, recognising the importance of international trade in enabling growth, the 
role of globally focussed businesses in driving productivity and providing high 
value jobs, and the benefits of securing further inward investment. 

2.4.33 The South East Midlands Local Enterprise Partnership (SEMLEP) Economic 
Strategy (2017) identifies two ‘Growing Business’ priorities that are particularly 
relevant: 

“• To deliver increased levels of private sector investment, including Foreign 
Direct Investment into the area, and grow jobs by 10% by 2025.” 

• To deliver greater trading activity between companies in our area and 
elsewhere, with a special emphasis on emerging global markets, but also working 
to retain good European links.”43 

2.4.34 SEMLEP also emphasises the importance of the international economy in the 
context of the Arc, stating that it will: 

“Work with the Department for International Trade to encourage greater trade and 
inward investment, building on existing engagement at LEP level and including 
the development of an Oxford-Cambridge Arc Internationalisation Delivery 
Plan.”44 

2.4.35 These themes around the importance of links to the global economy are 
reinforced by ‘local’ policies.  Stakeholders in Hertfordshire specifically 
recognise the importance of the international economy: 

“As a hub for scientific research, Hertfordshire differs from other locations insofar 
as its strengths are vested primarily in a dynamic group of world-leading, 
research-intensive, businesses – such as GSK, Airbus, MBDA, Roche, Eisai and 
Johnson Matthey. These are complemented by commercially-focused research 
organisations of international significance . . .”45 

“The county has significant profile at both national and international level due to 
the presence of clusters around advanced engineering and manufacturing in 
Stevenage/North Hertfordshire, cell and gene therapies and broader life sciences 

 
43 South East Midlands Local Enterprise Partnership (SEMLEP), Strategic Economic Plan (2017), page 19. 
44 South East Midlands Local Enterprise Partnership (SEMLEP), Local Industrial Strategy (2019), page 101. 
45 Hertfordshire LEP, Hertfordshire Local Industrial Strategy Draft for Consultation (2019), page 15. 
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along the A1 corridor and film and media in Watford and South West 
Hertfordshire.”46 

“The District hosts a number of internationally important businesses in the 
environmental technologies, insurance and electronics, as well as companies in 
pharmaceutical technologies, advanced engineering.”47  

2.4.36 Hertfordshire LEP more recently published specific action plans for the Life 
Sciences sector48 and the cluster focussed on Stevenage in particular, which 
stresses the international nature of the sector, which highlights the importance 
of global connectivity.  It has also produced an action plan for the Film and TV 
Production sector49, which is of growing significance across the local area and 
for which international connectivity is also very important.    

2.4.37 Most recently, the local authorities of South West Hertfordshire – Hertfordshire, 
St Albans, Dacorum, Hertsmere, Three Rivers and Watford Councils – have 
consulted on a Joint Strategic Plan, which sets out a vision: 

“South West Herts will realise its full potential of being globally connected, 
nationally recognised and locally cherished. Known for its creative spirit, 
collaborative working and willingness to accelerate positive change, it will be a 
place where sustainable growth provides a better future for everyone”50 

It is notable that the global connectedness of the combined area is stressed. 

2.4.38 In relation to economic growth specifically, there are objectives to “Encourage 
investment in new and high performing sectors to allow the local economy to 
prosper” and “to strengthen the visitor economy”51.  This highlights the 
importance of global connectivity in delivering the objectives of the Joint 
Strategic Plan. 

2.4.39 Buckinghamshire Local Enterprise Partnership (LEP) also focusses on key 
international sectors and the importance of connectivity to the economy: 

“Buckinghamshire has four internationally significant economic assets. They are 
the Westcott Space Cluster; Silverstone Park and Tech Cluster; Pinewood 
Studios and creative businesses; and Stoke Mandeville and MedTech 
businesses.”52 

“Economic resilience will be developed by not having a reliance on single 
international partners/suppliers. A stronger inward Investment package for the 
whole of Buckinghamshire is needed to support this ambition”53  

 
46 Hertfordshire LEP, Hertfordshire Enterprise and Innovation Strategy (2021), page 21. 
47 North Hertfordshire District Council, Local Plan 2011-2031 Proposed Submission (2016), page 13. 
48 Hertfordshire LEP, Life Sciences Sector and Cell and Gene Therapy Cluster Action Plan, September 2022. 
49 Hertfordshore LEP, Film and TV Production Sector Action Plan, Septembr 2022. 
50 South West Hertfordshire, Joint Strategic Plan, Realising Our Potential, September 2022, page 22. 
51 Ibid, page 25. 
52 Buckinghamshire LEP, Buckinghamshire Economic Recovery Plan (2020), page 24. 
53 Ibid, page 9. 
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“Transport plays an essential part in every aspect of our daily lives, from 
supporting the UK economy through the movement of people and goods, getting 
people to work and food to the supermarkets.”54  

2.4.40 This focus is reinforced by the Buckinghamshire LEP’s Strategic Economic 
Plan, which states that: 

“we should be striving to significantly grow our GVA per capita, and in order to do 
this, we will need to attract high-value, globally orientated firms to 
Buckinghamshire and stimulate the vibrancy of the local economy.”55 

2.4.41 The airport’s role in providing the connectivity that is required to achieve these 
aspirations is specifically recognised: 

“Nearby airports at Heathrow and Luton provide significant aviation related 
employment opportunities for Buckinghamshire. They also link us with important 
international business and leisure opportunities. Good connections with these 
airports, appropriate infrastructure and related facilities are vital for 
Buckinghamshire to thrive.”56  

2.4.42 The more recent Buckinghamshire Local Industrial Strategy also highlights the 
importance of not standing still in terms of engagement with international 
markets and the importance of future growth: 

“More needs to be done to support scale-up so that more businesses achieve 
their potential. This includes the better use of data to target growing businesses; 
enhanced leadership and access to talent; access to and take-up of finance; 
improved access to markets through international trade and government 
procurement and better supply chain support.”57 

2.4.43 The Central Bedfordshire Economic Strategy ‘Building Local Prosperity’, 
January 2021, again highlights the importance of major international companies 
in driving key sectors: 

“Our innovation assets, including the Barclays Eagle Lab, Millbrook Proving 
Ground, Nissan Technical Centre (Europe), Collins Aerospace and Cranfield 
University, which underpin our strengths in the automotive, manufacturing and 
aerospace sectors, have helped to attract leading international companies.”58 

2.4.44 The Oxfordshire Local Enterprise Partnership (OxLEP) explains how 
Oxfordshire’s assets including its universities and clusters of advanced industry 
have positioned the region firmly on the global stage: 

“Oxfordshire has one of the highest concentrations of innovation assets in the 
world with universities, and science, technology and business parks at the 
forefront of global innovation in transformative technologies and sectors such as 
Fusion Technology, Autonomous Vehicles, Quantum Computing, Cryogenics, 
Space, Life Sciences, and Digital Health. Together, they provide a rich and 

 
54 Buckinghamshire Thames Valley LEP, Strategic Economic Plan 2012-2031 (2012), page 36. 
55 Buckinghamshire LEP, Strategic Economic Plan, page 8. 
56 Buckinghamshire County Council, Buckinghamshire’s Local Transport Plan 4 2016-2036 (2016), page 33. 
57 Buckinghamshire LEP, Local Industrial Strategy (2019), page 30. 
58 Central Bedfordshire, Economic Strategy Building Local Prosperity (2021), page 7. 
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economically critical network of employment, R&D and creative nodes which offer 
significant opportunities to scale-up, develop new products and services, so 
enabling the UK to compete on the international stage in exciting new markets.”59   

2.4.45 The Cambridgeshire & Peterborough Combined Authority set out the region’s 
position as a global centre for innovation and knowledge-based sectors such as 
life sciences and advanced manufacturing: 

“The Cambridgeshire and Peterborough economy is thriving, contributing £22bn 
to the UK. The economy has outperformed the UK in overall growth since 2009, 
and growth in employment has significantly outpaced official figures. The area is 
an internationally recognised centre for artificial intelligence, life sciences, food 
production and advanced manufacturing. Cambridge is a global leader in 
innovation and the commercialisation of new ideas.”60   

2.4.46 The airport is already seen as important domestic and short-haul connector for 
the international economies around the airport.  Growth of the airport in line with 
the Proposed Development will enable to it to grow this role further, ensuring 
that the connectivity available to the areas around the airport keeps pace with 
competitor regions elsewhere where air connectivity is also growing or is 
planned to grow. 

 Building on environmental and tourism assets 

2.4.47 The potential to build on the natural assets in the areas around the airport to 
support tourism growth in the future is highlighted by a number of stakeholders.  
The Central Bedfordshire Economic Strategy ‘Building Local Prosperity’, 
January 2021, sets out that: 

“Central Bedfordshire is extremely well connected to regional areas of opportunity 
and has a number of world class environmental and tourism assets, providing our 
residents with a high quality of life”61 

2.4.48 While Dacorum Borough Council (Shaping the Future of Dacorum – Our Growth 
and Infrastructure Strategy to 2050 of 2019) states that: 

“Attracting more visitors means more revenue for local businesses; we want to 
draw in both domestic and international tourism by further improving the quality 
and variety of attractions available – this includes the retail and leisure facilities 
in Dacorum’s town centres.”62  

2.4.49 The newly formed Buckinghamshire Unitary Authority has also identified the 
importance of tourism to the area, particularly in the context of the Chilterns 
Area of Outstanding Natural Beauty (AONB), which is in close proximity to the 
airport.  In particular, the importance of transport links to key transport hubs, of 
which the airport is one, has been highlighted along with the target to attract 

 
59 Oxfordshire LEP (OxLEP), The Oxfordshire Investment Plan (2020), page 9. 
60 Cambridgeshire & Peterborough Combined Authority, Local Industrial Strategy (2019), page 7. 
61 Central Bedfordshire, Economic Strategy Building Local Prosperity (2021), page 7. 
62 Dacorum Borough Council, Shaping the Future of Dacorum – Our Growth and Infrastructure Strategy to 
2050 (2019), page 22. 
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more staying visitors, which could be facilitated by an expanding air service 
offer63. 

2.4.50 An expanded airport has a clear role to play in supporting aspirations around 
tourism growth as it would enable access to a broader range of international 
markets, enabling increased visitor numbers. 

 Support for the airport as driver of prosperity 

2.4.51 The airport’s role as both a direct provider of employment and prosperity and as 
an enabler of the international economy in the regions around the airport is 
specifically recognised in a range of strategy and policy documents. 

2.4.52 The SEMLEP Industrial Strategy of July 2019 identifies the airport as an 
important asset: 

“The airport employs over 9,400 staff and is a major economic driver for the 
region. Its route network serves more than 140 destinations in Europe, Africa, 
and Asia, with 11 airlines flying from the airport, including easyJet, Wizz Air, 
Ryanair and TUI. A £160m transformation programme is nearing completion 
which will increase capacity to 18 million passengers per year by 2020. The 
airport has also published a vision for sustainable growth for 2020-2050, which 
includes an environmental strategy to address the air quality and noise 
implications of the expansion through high-tech solutions. LLA is well on its way 
to achieving its ambition of becoming the airport of choice for north London and 
England’s Economic Heartland.”64 

2.4.53 Stakeholders in Hertfordshire have also identified the benefits of the airport’s 
growth plans and general support for the airport: 

“There are many important developments outside the County which could impact 
future economic growth, particularly in areas adjacent to or with very good 
connections to Hertfordshire settlements. Some of these include: Plans for growth 
at both Stansted and Luton airports . . .”65 

“Local people also benefit from having access to jobs that come directly, and 
indirectly, from the airport and the connectivity it provides.”66 

“. . . the Council is keen to see the economic benefits of the growth of the airport 
being shared with those it impacts, including the residents of Stevenage.”67 

2.4.54 The airport is clearly recognised as an important economic driver with 
significant potential for the future. 

 
63 Buckinghamshire Council, The Visitor Economy Update - Report to Communities & Localism and Growth, 
Infrastructure & Housing Select Committees, 13 July 2022. 
64 South East Midlands Local Enterprise Partnership (SEMLEP), Local Industrial Strategy (2019), page 59. 
65 Hertfordshire LEP, Hertfordshire County Council and Hertfordshire Infrastructure and Planning 
Partnership. (2020) Key Employment Sites, page 15. 
66 Stevenage Borough Council. (2019), Future Town, Future Transport 2019, page 25. 
67 Ibid, page 54. 
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 Addressing pockets of deprivation and ‘Levelling Up’ 

2.4.55 As described above, the role the airport plays in supporting the Luton economy 
as a provider of jobs and prosperity is vital in the context of addressing 
deprivation in the town.  However, the need to combat deprivation and ‘level up’ 
under-performing areas is not purely an issue for Luton itself.  A range of 
stakeholders highlight the existence of pockets of deprivation and the need to 
address these: 

“Hertfordshire ranks low down on the deprivation scale overall but there are some 
lower super output areas within Hertfordshire’s districts that fall into the most 
deprived 10% nationally.”68  

“Although the county is relatively affluent and has low levels of unemployment 
compared to the national average, deprivation does exist across 
Buckinghamshire, with 3.6% of residents living in the 30% most deprived areas 
in the country.”69 

“Pockets of deprivation exist across the county… One Oxfordshire ward is 
identified as in the 10% most deprived in England and 16 wards are in the 20% 
most deprived”70  

“Peterborough and Cambridge, the two most urban districts, as well as Fenland, 
have some areas where over 25% of households are in poverty, although the 
numbers and proportions are rather more acute in Peterborough.”71 

2.4.56 The airport is already a significant direct provider of jobs in a number of these 
areas and its influence through supply chains and as general regional economic 
driver is significant.  Growth in line with the Proposed Development will enable 
the airport to increase the role it plays in addressing deprivation across a broad 
geographic area, which is particularly important in the context of the 
Government’s levelling up agenda. 

The airport and the London economy 

2.4.57 The airport also serves London and has a role to play in supporting the city-
wide development strategies for London including the Local Industrial Strategy 
and Mayoral strategies.  London First and London Chamber of Commerce 
publications have highlighted the importance of airports and international 
connectivity.  The London Plan identifies that:   

“London’s major airports provide essential connectivity for passengers and 
freight, support vital trade, inward investment and tourism, generate prosperity, 
and provide and support significant numbers of jobs.”72 

 
68 Hertfordshire LEP, Hertfordshire Local Skills Report (2022), page 45. 
69 Buckinghamshire County Council, Buckinghamshire’s Local Transport Plan 4 2016-2036 (2016), page 15. 
70 Oxfordshire LEP (OxLEP), Oxfordshire Skills Strategy (2022-2024), page 18. 
71 Cambridgeshire & Peterborough Independent Economic Review, Final Report (2018), page 38. 
72 Mayor of London, The London Plan (2021), page 439. 
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2.4.58 They are crucial to London’s continuing international competitiveness and 
world-city status and by extension London’s ability to act as an economic driver 
for the rest of the UK. 

2.4.59 The Mayor of London supports the role of the airports serving London in 
enhancing the city’s spatial growth, particularly within Opportunity Areas well 
connected to the airports by public transport and which can accommodate 
significant numbers of new homes and jobs73.  

2.4.60 The London Plan goes on to state its support for airports making best use of 
their existing runways: 

“It is important, in the first instance, to make best use of existing airport capacity, 
which fast, frequent, sustainable surface access can support.”74 

2.4.61 Specifically, in relation to the main London airports, it makes clear the potential 
for significant economic benefits from further growth where this can be achieved 
in a sustainable manner and notes the airport’s plans to extend its terminal 
capacity: 

“The Mayor will therefore strongly oppose any expansion of Heathrow Airport that 
would result in additional environmental harm or negative public health impacts. 
Air quality gains secured by the Mayor or noise reductions resulting from new 
technology must be used to improve public health, not to support expansion. The 
Mayor also believes that expansion at Gatwick could deliver significant benefits 
to London and the UK more quickly, at less cost, and with significantly fewer 
adverse environmental impacts. Stansted Airport will, in due course, be able to 
make better use of its single runway following the raising of its flight cap, 
alongside appropriate environmental mitigation. London City Airport is working to 
upgrade its passenger facilities and enhance operational efficiency in conjunction 
with the introduction of additional environmental mitigation measures and what 
amounts to a reduction of its maximum permitted number of movements. Luton 
and Southend airports are also undertaking substantial upgrades of their terminal 
facilities.”75  

2.4.62 Air connectivity is a vital asset for London, the South East and the UK. For the 
global city of an island nation, it holds a particular economic and social 
importance.  The airport’s future contribution to delivering enhanced air 
connectivity needs to be seen in this light.  

2.5 How airports deliver economic growth 
2.5.1 As demonstrated above, the airport has a specific role to play within the context 

of its local and sub-regional area and the priorities for growth, including the Arc 
and the need for levelling up within Luton particularly.  These needs can only be 
met if the airport is allowed to expand to deliver the enhanced air connectivity to 
support this growth.  The airport is the only major airport located within the Arc 
and is, as a consequence, ideally placed to develop and deliver the international 

 
73 Ibid, Page 438, Policy T8. 
74 Ibid, , Paragraph 10.8.3, page 439 
75 Ibid, Paragraph 10.8.6, Page 440. 
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connectivity it needs moving forward.  The airport is also well located to support 
the levelling up of the areas of deprivation in the centre of the Arc, building on 
its existing role as a key employer for Luton and the Three Counties around it.  

2.5.2 The ways in which the expansion of the airport will support economic growth 
within the local and sub-regional area are explained below. 

Airports as centres of employment 

2.5.3 Airports are the geographic centres for the air transport industry.  They are 
where the service is ultimately delivered to its end users, passengers or cargo 
customers.  However, airports are now about much more than simply loading 
passengers or cargo on to an aeroplane.  They are centres for the delivery of a 
wide range of ancillary goods and services that either directly support the 
delivery of air services or service the broader demand for goods and services 
from passengers passing through the airport.  As such, they are often major 
centres for employment and economic activity within the regions that they serve 
and are diverse economies in their own right, offering employment opportunities 
in a wide range of sectors and at different skill levels.  

2.5.4 This concentration of activity at and immediately around an airport is known as 
its direct economic impact.  However, an airport’s economic footprint does not 
stop there.  Organisations at airports have supply chains that enable them to 
provide the goods and services that they offer.  Purchases in this supply chain 
within the region around airports support further employment and prosperity 
(indirect effects).  Expenditure of the wages and salaries earned by those 
employed by the direct and indirect impacts injects further consumer 
expenditure into the economy, which in turn supports more economic activity 
and jobs in the region.  At the local or regional level, these effects can often be 
significant particularly in areas of relative deprivation or in need of ‘levelling up’. 

Why aviation connectivity matters for the wider economy 

2.5.5 The ways in which air connectivity provided by airports impacts on economic 
performance in the wider economy are summarised below.  This overall effect is 
sometimes referred to as the wider economic impact or catalytic impact of 
airports.  While this effect is multifaceted, this link can be explained in terms of 
the effect through a number of channels of impact: 

a. Foreign Direct Investment; 
b. Trade; 
c. Labour market effects; 
d. Agglomeration; and 
e. Tourism. 

2.5.6 At the outset, it is important to note that the UK is a highly global economy. 
Hence, air connectivity is more important to all parts of the UK than is 
necessarily the case in other countries of the world.  It is also an island and, 
consequently, connectivity has been central to its prosperity for centuries, 
initially by sea but increasingly relying on air connectivity through the 20th 
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century.  The importance of air connectivity to the area around the airport must 
be seen in this context as global connectivity is a vital component of the current 
and future economic performance.  Connectivity has to be considered as a 
dynamic element in underpinning growth, i.e. the level of connectivity available 
to businesses in a region has to keep pace with that available to competitor 
regions.  This is important in the context of the need for the airport to be able to 
grow its connectivity in the future to ensure that regions around the airport can 
maintain their competitive position and continue to be attractive to businesses, 
investors and tourists alike. 

2.5.7 Broadly, the channels through which air connectivity delivers benefit to the 
wider economy in the region around any airport are summarised below.   

 Foreign Direct Investment    

2.5.8 A wide range of research has established the existence of a linkage between air 
transport and the attraction or retention of inward FDI76.  Whether the 
investment is inward or outward, strong connectivity is needed between the 
head office and the branch locations to ensure that operations are efficiently 
managed.  Hence, the benefits of improved connectivity made possible by the 
Proposed Development will ultimately flow through to the attractiveness of the 
area around an airport for business investment more generally and the ability of 
local businesses to grow and invest within and beyond the local area. 

 Trade 

2.5.9 The importance of air travel and air connectivity in increasing levels of trade is 
again well established.  In relation to trade in goods, air cargo is a quick and 
efficient means of transporting goods around the world, which makes economic 
sense in relation to the transport of some goods, primarily those that are high-
value, low weight or time critical.  Passenger connectivity is also important in 
terms of trade.  In relation to the trade in goods, companies will still need staff to 
travel, even post-Covid-19, to meet potential customers, to secure deals and to 
provide after sales care.  This relates to both exports and imports.  Trade in 
services is also heavily reliant on air passenger connectivity.  Air connectivity is 
exceptionally effective at reducing the perceived distance between markets.   

2.5.10 Hence, air service connectivity is important in facilitating trade in both goods 
and services.  Whilst this is bi-directional, encouraging imports as well as 
exports, ultimately enabling bi-directional international trade facilitates economic 
growth through enabling countries or regions within countries to develop 
comparative advantage.  As a consequence, better connected regions will be 
more productive and better able to avail themselves of trading opportunities 
than parts of the UK that are less well connected.   

 
76 Cushman & Wakefield European Cities Monitor 1990 to 2011, Oxford Economics - The Economic 
Contribution of the Aviation Industry to the UK Economy (2006), York Aviation The Social and Economic 
Impact of Airports in Europe for ACI Europe (2004), Bel & Fageda Getting There Fast: Globalisation, 
Intercontinental Flights and Location of Headquarters (2008), Strauss-Kahn, Vanessa and Xavier Vives, Why 
and where do headquarters move? (2008), Price Waterhouse Coopers Econometric Analysis to Develop 
Evidence on the Links Between Aviation and the Economy on behalf of the Airports Commission (2013), 
Eurocontrol - The Economic Catalytic Effects of Air Transport in Europe (2005). 



London Luton Airport Expansion 
Development Consent Order    
 
 
      

Need Case 

 

TR020001/APP/7.04 | Issue 1 | 27 February 2023  Page 27 
 

 Labour market effects 

2.5.11 An area that is increasingly being identified as one of the channels of impact 
through which air connectivity operates is its effect on the labour market through 
its ability to influence individuals’ decisions around where and how much labour 
to supply.  This effect can, in broad terms, be divided in to two parts: 

a. air connectivity is important for the UK in being able to attract talented 
individuals to live and work in the country on a permanent basis as air 
connectivity is needed to support the quality of life of this group through 
the ability to visit family and friends in their countries of origin and vice 
versa; and 

b. air connectivity is also essential for an increasing number of high value 
added individuals who use air services to commute for short periods or 
even weekly while living overseas.  These individuals often provide 
specialist or high value services that are part of what enables the UK’s 
competitive advantage.  

2.5.12 These factors are important in ensuring that the regions around the airport are 
able to attract and retain the skilled workers required to support broader 
economic development. 

 Agglomeration 

2.5.13 Agglomeration effects are productivity benefits that can be achieved by firms 
located close to each other, perhaps through the ability to share knowledge 
between firms, improved access to suppliers or to larger labour markets.  They 
relate to the concentration of economic activity in an area.  In other words, the 
more firms located within an area the greater the likely agglomeration effects.  
In the context of air connectivity, there are two potential agglomeration impacts: 

a. as a direct impact from the way in which air services can increase effective 
density across large areas by reducing travel times and increasing the 
ease with which agglomeration effects may occur across national borders.  
This is essentially the boost in productivity within firms as air services make 
the world smaller, facilitating innovation and cooperation and widening 
markets for both goods and labour; and 

b. as an indirect impact relating to the potential impact of air services in terms 
of influencing FDI decisions, which in turn result in clustering of firms in 
locations around major airports, again resulting in an increase in effective 
density and greater agglomeration. 

 Tourism 

2.5.14 Air services make the UK easier and faster to get to for visitors travelling either 
for business or leisure purposes.  Hence, the availability of air services 
influences the decisions that potential visitors make.  The importance of air 
services for attracting inbound tourism holds true at a regional and sub-regional 
level as if a region is not easy to reach directly, visitors from overseas are far 
less likely to visit, focussing instead on the well-known visitor attractions in 
central London or Scotland.  It also impacts on the ability of a region to attract 
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business visitors, including to conferences and conventions.  If a city or sub-
region or region is not easily accessible, by air or by another mode, then it is 
either unlikely ever to reach consideration in the first instance or, to be chosen 
as a preferred option for a visit.  If an area is difficult to reach for business 
visitors, it will act as a deterrent to investment. 

2.5.15 The importance of outbound tourism in supporting economic prosperity in the 
UK is also relevant.  The ability to travel and experience other countries and 
other cultures is an extremely important part of life for many people, while for 
others the ability to visit friends and relatives in other parts of the world is vitally 
important.  As made clear by the Government in its recent policy statement 
Flightpath to the Future, discussed further in the next section, where the 
Government makes clear the importance of travel more generally77:   

“Consumers are at the heart of UK aviation, and ensuring that the sector 
continues to deliver effectively for all consumers will be essential for its future 
success. The pandemic has highlighted more than ever the importance of air 
travel for connecting people around the world, and supporting families, 
friendships, and enabling global connections to thrive.” 

2.5.16 In the context of the role of aviation in supporting this aspect of economic 
prosperity, access to air travel is a key component in making cities and regions 
‘liveable’ places for people.  Hence, access to an airport with a good range of 
services is an increasingly important factor in attracting people to live and work 
in an area, particularly in the context of what is an increasingly global workforce.  
Ultimately, this will support population growth and additional economic activity in 
an area, provide prosperity and create the conditions that are needed for 
economic growth.  Outbound tourism provides both a very real socio-economic 
welfare benefit to individuals and also helps to support long run economic 
prosperity in the economy in terms of GDP and employment, as an essential 
part of making cities and regions attractive places to live and work. 

2.5.17 It is important also to recognise that outbound tourism supports economic 
activity in the UK directly, both at the airport and in firms that deliver holidays.   

2.5.18 The economic effects of outbound tourism are considered further in Section 8.  

2.6 Summary 
2.6.1 National, regional and sub-regional economic strategy is strongly focussed on 

building economic growth around linkages with the global economy.  Build Back 
Better provides explicit direction for the future and identifies as a core pillar the 
Global Britain policy agenda, which requires enhanced international 
connectivity.  This is reinforced by the Arc initiative, which is seeking to build on 
the world class academic and economic assets that are housed within it.  As the 
only major airport within the Arc, a growing London Luton Airport will be central 
to achieving these aspirations through its ability to facilitate trade, investment 
and tourism. 

 
77 Department for Transport, Flightpath to the Future, May 2022, page 60. 



London Luton Airport Expansion 
Development Consent Order    
 
 
      

Need Case 

 

TR020001/APP/7.04 | Issue 1 | 27 February 2023  Page 29 
 

2.6.2 The airport’s role is also vital in the context of the ‘levelling up’ agenda.  
Stakeholders in the airport’s surrounding areas have identified that, despite 
apparent high levels of prosperity, there remain substantial and persistent 
pockets of deprivation.  Luton itself is identified as a highest priority area for the 
Levelling Up Fund and has recently been awarded £20m from the Fund.  The 
role of the airport in supporting regeneration in many of these areas is already 
recognised and future growth in line with Proposed Development, alongside the 
proposed Employment and Training Strategy (ETS) [TR020001/APP/7.05], 
will substantially increase this role. 

2.6.3 It is these economic imperatives that provide the context within which the need 
for the Proposed Development has to be assessed.
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 NATIONAL AVIATION POLICY 

3.1 Introduction 
3.1.1 This section sets out the Aviation Policy context for the Proposed Development.  

Alongside the economic policies in the preceding section, national policies on 
aviation and the development of airports articulate the basis of the need for the 
development. 

3.2 Overall planning policy context 

Basis for determining the proposed application 

3.2.1 As a Nationally Significant Infrastructure Project (NSIP), the proposed 
application for development consent will be determined under the Planning Act 
2008, which requires that, in deciding applications for development consent, 
regard must be had, inter alia, to any National Policy Statement (NPS) which 
has ‘effect’ in relation to development of the description to which the application 
relates78 (a “relevant national policy statement”). 

3.2.2 On 26 June 2018, the Government designated the Airports National Policy 
Statement (ANPS).  The ANPS makes it clear that it only has ‘effect’ in relation 
to the delivery of additional airport capacity through the provision of a Northwest 
Runway at Heathrow Airport as well as proposals for new terminal capacity 
located between the new Northwest Runway and the existing Northern Runway 
and the reconfiguration of terminal facilities in the area between the existing 
runways at that airport79.  Hence, this application will need to be considered 
under section 105 of the Planning Act 2008, applicable where no national policy 
statement is in effect.    

3.2.3 Whilst the National Planning Policy Framework (NPPF), updated in 2021, and 
Local Development Plans will also be relevant considerations, this section 
concentrates on the aviation policy context within which the proposals have 
been developed.  The Government recognises that aviation is very important to 
the economy and, in principle, supports the growth of the sector so long as its 
environmental impact is managed.  This chapter summarises the Government’s 
aviation policy context for the airport making best use of its existing runway.  
The Planning Statement [TR020001/APP/7.01] provides further details of the 
overall compliance with policy more generally.  

3.2.4 It is important to note that the NPPF emphasises the importance of leveraging 
economic advantage: 

“Planning policies and decisions should help create the conditions in which 
businesses can invest, expand and adapt. Significant weight should be placed on 
the need to support economic growth and productivity, taking into account both 
local business needs and wider opportunities for development. The approach 
taken should allow each area to build on its strengths, counter any weaknesses 
and address the challenges of the future. This is particularly important where 

 
78 Section 104(2) of the Planning Act 2008. 
79 Department for Transport, Airports National Policy Statement, 2018, paragraph 1.40. 
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Britain can be a global leader in driving innovation, and in areas with high levels 
of productivity, which should be able to capitalise on their performance and 
potential”80         

3.3 Government aviation policy 
3.3.1 As noted above, the ANPS does not have effect in relation to an application for 

development consent for expansion of airport capacity other than specifically for 
the proposed new Northwest runway at Heathrow Airport81 to meet the need for 
additional runway capacity identified by the Airports Commission (AC)82.  
Nonetheless, the ANPS goes on to indicate that: 

“the Secretary of State considers that the contents of the Airports NPS will be 
both important and relevant considerations in the determination of such an 
application, particularly where it relates to London or the South East of 
England.”83 

3.3.2 The ANPS is clear that, at the time it was written, the relevant policy for other 
airport capacity proposals, was set out in the Airports Policy Framework of 2013 
(APF)84.  However, policy has evolved since this time and the relevant policies 
are set out below.  

Aviation Policy Framework 2013 

3.3.3 Government policy related to the growth of aviation in the UK was set down 
within the APF in 2013.  The APF did not set out any site-specific policies or 
recommendations for development at individual airports but sets out the policies 
which applied to the sector as a whole.  The economic contribution of aviation 
was highlighted: 

“We believe that aviation infrastructure plays an important role in contributing to 
economic growth through the connectivity it helps deliver. For example, it 
provides better access to markets, enhances communications and business 
interactions, facilitates trade and investment and improves business efficiency 
through time savings, reduced costs and improved reliability for business 
travellers and air freight operations.”85   

3.3.4 The Government set out a key objective as: 

“One of our main objectives is to ensure that the UK’s air links continue to make 
it one of the best-connected countries in the world. This includes increasing our 
links to emerging markets so that the UK can compete successfully for economic 
growth opportunities. To achieve this objective, we believe that it is essential both 
to maintain the UK’s aviation hub capability and develop links from airports which 

 
80 Ibid, paragraph 81. 
81 Department for Transport, Airports National Policy Statement, paragraph 1.41. 
82 Airports Commission, Final Report, June 2015.  The Airports Commission was established by the 
Government to consider the requirement for additional runway capacity to meet the UK’s need for hub airport 
capacity, particularly in the South East of England and ultimately recommended the development of a third 
runway at Heathrow. 
83 Department for Transport, Airports National Policy Statement, para. 1.41. 
84 Department for Transport, Aviation Policy Framework, March 2013. 
85 Department for Transport, Aviation Policy Framework, March 2013, paragraph 1.2. 



London Luton Airport Expansion 
Development Consent Order    
 
 
      

Need Case 

 

TR020001/APP/7.04 | Issue 1 | 27 February 2023  Page 32 
 

provide point-to-point services (i.e. carrying few or no transfer passengers). This 
should be done in a balanced way, consistent with the high-level policies set out 
in this document and acknowledging Government’s commitment to economic 
growth“86   

and:  

“In the short to medium-term, a key priority is to work with the aviation industry 
and other stakeholders to make better use of existing runway capacity at all UK 
airports.”87 

3.3.5 It is an important principle of national aviation policy that the costs, particularly 
environmental costs of airport development, should be balanced against the 
benefits of growth:  

“The Government’s primary objective is to achieve long-term economic growth. 
The aviation sector is a major contributor to the economy and we support its 
growth within a framework which maintains a balance between the benefits of 
aviation and its costs, particularly its contribution to climate change and noise”.88   

3.3.6 The APF set out clear objectives in terms of managing aviation’s environmental 
impacts and these, along with the policies set out in the ANPS, have informed 
the assessment of the environmental impact of the Proposed Development 
within the ES [TR020001/APP/5.01].  Specifically, in relation to aviation noise, 
the APF set out a requirement for the benefits of new technologies and quieter 
aircraft being shared between airports and the communities around them: 

“The Government’s overall policy on aviation noise is to limit and, where possible, 
reduce the number of people in the UK significantly affected by aircraft noise, as 
part of a policy of sharing benefits of noise reduction with industry”89 

3.3.7 This document explains the benefits of the Proposed Development, which need 
to be considered alongside the environmental impacts as set out in the ES 
[TR020001/APP/5.01].  Issues relating to climate change and noise are further 
considered in the ES [TR020001/APP/5.01] Chapters 12 and 16 respectively 
and the fleet assumptions upon which they are based are outlined in Section 6 
of this report. 

3.3.8 The APF then provided the background to the establishment of the AC and 
consideration of the requirement for additional airport capacity, and specifically 
runway capacity, to meet the air travel needs of the South East of England. 

3.3.9 In 2017, the Government began the process of consulting on a new Aviation 
Strategy, intended ultimately to replace the APF, to take forward the direction of 
aviation policy in the light of the in principle decision taken to support the 

 
86 Ibid, para. 9. 
87 Ibid, para. 10. 
88 Ibid, paragraph 5. 
89 Ibid, paragraph 3.12. 
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building of a new runway at Heathrow and support for all airports making best 
use of their runways, as well as in the context of Brexit90. 

Airports National Policy Statement 

3.3.10 The ANPS, which is specifically applicable to the development of the proposed 
new Northwest runway at Heathrow, was published in June 2018 to respond to 
the recommendations of the AC.  The ANPS sets out the Government’s 
rationale for selecting the development of a third runway at Heathrow as the 
principal means of addressing the long-term shortage of hub airport capacity in 
the UK, confirming the recommendation of the AC91.  In the light of the 
timescale over which a new runway could be brought into operation, the AC 
had, nonetheless, highlighted the opportunity for other airports in the meantime: 

“The capacity constraints at Heathrow and Gatwick present an opportunity for 
other UK airports in the coming decade. This is particularly true for the largest 
airports, which benefit already from high passenger numbers and large route 
networks, as well as the airports whose passenger catchments overlap most fully 
with those of Heathrow and Gatwick.”92 

and noted that: 

“The other airports in the London system are developing business strategies to 
make best use of their capacity, and the government, and other stakeholders, 
could support them in doing so.”93  

3.3.11 The ANPS makes clear that, alongside the provision of an additional runway at 
Heathrow, the Government supports other airports, including those in the South 
East of England, making best use of their existing runways: 

“the Government has confirmed that it is supportive of airports beyond Heathrow 
making best use of their existing runways. However, we recognise that the 
development of airports can have positive and negative impacts, including on 
noise levels. We consider that any proposals should be judged on their individual 
merits by the relevant planning authority, taking careful account of all relevant 
considerations, particularly economic and environmental impacts.”94  

and that: 

“the Government accepts that it may well be possible for existing airports to 
demonstrate sufficient need for their proposals, additional to (or different from) 
the need which is met by the provision of a Northwest Runway at Heathrow.”95 

3.3.12 Hence, this document is provided to set out the need for the development, in 
terms of the demand that the airport can attract and the benefits from it doing 

 
90 Beyond the horizon: the future of UK Aviation, A call for evidence on a new strategy, Department for 
Transport, July 2017, Foreword. 
91 Airports Commission, Final Report, June 2015. 
92 Ibid, paragraph 16.41. 
93 Ibid, paragraph 16.46. 
94 Ibid, para. 1.39. 
95 Ibid, para. 1.42. 
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so, in line with the recommendations of the ANPS.  In relation to London Luton 
Airport specifically, the AC had noted in its Interim Report: 

“The maximum permitted use of existing capacity at some airports, including 
Stansted and Luton, is constrained by planning restrictions and also by the 
availability of non-runway infrastructure such as terminal and stands able to 
handle higher than current numbers of passengers or air traffic movements”.96 

3.3.13 The Proposed Development is designed to overcome these identified 
constraints at the airport by making best use of its existing runway over the 
coming years, particularly having regard to the delayed timetable for the 
provision of an additional runway at Heathrow. 

3.3.14 In its final report, the AC stressed the importance of air connectivity to the 
economy: 

“Good aviation connectivity is vital for the UK economy. It promotes trade and 
inward investment, and is especially crucial for a global city like London. The 
service sector, whether the City, the media industry or universities, depends 
heavily on prompt face-to-face contact. There is strong evidence that good 
transport links, and especially aviation connectivity, make an important 
contribution to enhancing productivity, which is an important national 
challenge.”97 

and noted that:  

“The London economy as a whole is driven by sectors which are heavily 
dependent on aviation, from financial and creative services to high value 
manufacturing. Rapid and direct access to the strongest possible aviation links 
will play an important role in maintaining London’s status as a global business 
centre.”98   

3.3.15 This provides a context for policy decisions set out in the ANPS regarding both 
Heathrow and the policy support for other airports making best use of their 
runways. 

3.3.16 Whilst the ANPS is not directly applicable to the Proposed Development, the 
Government made clear that it is an important and relevant consideration to any 
application for airport development, particularly in the South East of England as 
noted at paragraph 3.3.1 above and in relation to the importance of those 
airports making best use of their runways. 

3.3.17 The ANPS also sets out Assessment Principles (Section 4) and expectations in 
terms of the Assessment of Impacts (Section 5).  Whilst these are framed in 
terms of the specific requirements in respect of a third runway at Heathrow, 
these principles have informed and guided the assessments made in the ES 
[TR020001/APP/5.01] where relevant and are referenced accordingly within the 
ES [TR020001/APP/5.01].  Of specific relevance is the guidance given to the 

 
96 Airports Commission, Interim Report, December 2013, paragraph 5.130. 
97 Airports Commission, Final Report, June 2015, Foreword. 
98 Ibid, Executive Summary. 
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Examining Authority in relation to consideration of the impact of the 
development: 

“In considering any proposed development, and in particular when weighing its 
adverse impacts against its benefits, the Examining Authority and the Secretary 
of State will take into account: 

• Its potential benefits, including the facilitation of economic development 
(including job creation) and environmental improvement, and any long-term or 
wider benefits; and 

• Its potential adverse impacts (including any longer term and cumulative adverse 
impacts) as well as any measures to avoid, reduce or compensate for any 
adverse impacts.”99  

3.3.18 The ANPS makes clear that an increase in carbon emissions alone is not a 
reason to refuse development consent: 

“Any increase in carbon emissions alone is not a reason to refuse development 
consent, unless the increase in carbon emissions resulting from the project is so 
significant that it would have a material impact on the ability of Government to 
meet its carbon reduction targets, including carbon budgets.”100  

3.3.19 This is because constraint at one airport may simply result in growth being 
displaced elsewhere, even outside of the UK.  This policy position in relation to 
the treatment of airport specific carbon emissions from aircraft has been 
confirmed by the recent decision in respect of the planning application for the 
expansion of Stansted Airport to 43 mppa where the Planning Inspectorate 
concluded that: 

“Carbon emissions are predominantly a matter for national Government and the 
effects of airport expansion have been considered, tested and found to be 
acceptable in MBU.”101 

3.3.20 This position was further confirmed in the decision for the Bristol Airport 
Planning Inquiry: 

“there is no policy which seeks to limit airport expansion or impose capacity 
limits – which would be the effect of dismissing the appeal in this case. This is 
not supported by national policy.”102  

Beyond the horizon: The future of UK Aviation: Making Best Use of existing 
runways (MBU) 

3.3.21 The MBU policy was published alongside the ANPS in June 2018 and supports 
the principle that airports other than Heathrow should seek to make best use of 
their existing runways.     

 
99 Department for Transport, Airports National Policy Statement, paragraph 4.4. 
100 Department for Transport, Airports National Policy Statement, paragraph 4.4. 
101 Appeal Decision, Appeal Ref: APP/C1570/W/20/3256619 London Stansted Airport, Essex, May 2021, 
paragraph 153. 
102 Appeal Decision, Appeal Decision APP/D0121/W/20/3259234, February 2022, paragraph 215. 
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3.3.22 The policy statement concludes that: 

“... the government is supportive of airports beyond Heathrow making best use of 
their existing runways. However, we recognise that the development of airports 
can have negative as well as positive local impacts, including on noise levels. We 
therefore consider that any proposals should be judged by the relevant planning 
authority, taking careful account of all relevant considerations, particularly 
economic and environmental impacts and proposed mitigations. This policy 
statement does not prejudge the decision of those authorities who will be required 
to give proper consideration to such applications.  It instead leaves it up to local, 
rather than national government, to consider each case on its merits.”103  

3.3.23 In making clear the support for airports making best use of their existing 
runways, the policy statement set out a number of relevant considerations, 
including the implications for the UK’s carbon commitments and local 
environmental impacts.  In particular, the Government made clear that: 

“There are, however, some important environmental elements which should be 
considered at a national level. The government recognises that airports making 
the best use of their existing runways could lead to increased air traffic which 
could increase carbon emissions.”104 

3.3.24 The MBU policy made clear that Government expects that there to be measures 
taken centrally by Government, in relation to the decarbonisation of air 
transport, that would be consistent with the planning presumption of airports 
seeking to make best use of their existing runway and that these would be set 
out in the anticipated new aviation strategy105.  The proposals are covered by 
Flightpath to the Future and the new Jet Zero Strategy106 referred to below. 

3.3.25 The MBU policy indicates that, as part of any planning application, airports will, 
nonetheless, need to demonstrate how they will mitigate against local 
environmental issues, taking account of relevant national policies, including any 
new environmental policies emerging from the anticipated new Aviation 
Strategy107.  It also makes clear the airports will need to demonstrate the 
economic benefits of making ‘best use’ and how these benefits will be shared 
with communities around the airport108.  The provisions of the MBU policy set 
out the principal context for the DCO application. 

3.3.26 The MBU policy also states that applications to increase caps by 10 mppa or 
more are considered as nationally significant infrastructure projects (NSIPs) and 
would be considered under the Planning Act 2008 on a case-by-case basis by 
the Secretary of State, as is the case with the Proposed Development109.         

 
103 Department for Transport, Beyond the horizon: The future of UK Aviation; Making Best Use of existing 
runways, June 2018, paragraph 1.29. 
104 Ibid, paragraph 1.11. 
105 Ibid, paragraph 1.21. 
106 Department for Transport, Jet Zero Strategy – delivering net zero aviation by 2050, Department for 
Transport, July 2022. 
107 Department for Transport, Beyond the horizon: The future of UK Aviation; Making Best Use of existing 
runways, June 2018, para. 1.26. 
108 Ibid, paragraph 1.22. 
109 Ibid, paragraph 1.27. 
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Aviation 2050 – the future of UK Aviation 

3.3.27 As part of the development of its new aviation strategy, the Government 
published a Green Paper ‘Aviation 2050 – the future of UK aviation’110  for 
consultation in December 2018 outlining its proposals for a new aviation 
strategy.  The core objectives underpinning Aviation 2050 were:   

a. help the aviation industry work for its customers; 
b. ensure a safe and secure way to travel; 
c. build a global and connected Britain; 
d. encourage competitive markets; 
e. support growth while tackling environmental impacts; and 
f. develop innovation, technology and skills111. 

3.3.28 In this regard, it is notable that a core objective is making sure that the industry 
works for its customers.  This is an important principle in terms of ensuring that 
airports provide convenient access to air services and good quality customer 
service. 

3.3.29 The Green Paper noted that the Government starts from the position that that 
the aviation sector is at the heart of the economy:  

“Aviation has long been at the heart of the United Kingdom’s economic success” 

and 

“A thriving aviation sector is tangible evidence of economic confidence, growing 
tourism, increased trade, and business investment.”112 

3.3.30 This provides the context for why Government supports the growth of aviation 
as part of its sustainable development strategy.  In Aviation 2050, the 
Government made clear that it supports the continued growth of aviation: 

“The government supports the growth of aviation and the benefits this would 
deliver, provided that growth takes place in a sustainable way, with actions to 
mitigate the environmental impacts.”113   

3.3.31 The Green Paper elaborated the reasons for this support: 

“Air travel benefits most of us, either directly or indirectly. For many people, it is 
the means by which they can enjoy a well-earned holiday. It is important for 
maintaining social and family ties with loved ones who may be based across the 
world. Business air travel also brings trade and investment to the UK, generating 
prosperity. 

Aviation is also an increasingly important facilitator of our modern lifestyles and 
the means by which many of the goods that we buy online are flown in to the 

 
110 Department for Transport, Aviation 2050 – the future of UK aviation, December 2018. 
111 Department for Transport, Aviation 2050, December 2018, Background. 
112 Ibid, Foreword. 
113 Ibid, Executive Summary. 
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country before arriving at our doorsteps, as well as the medicines and other vital 
products that we rely upon. Aviation is, in its own right, a passion that is enjoyed 
by many. It is also an industry that is at the cutting edge of the development of 
new and exciting technology, from drones to electric planes and to the edges of 
space itself. 

Aviation is also vital to how the UK is connected to the global economy. The UK’s 
aviation network is connected to a vast number of international locations 
accessible through airports across the country. This helps to maintain important 
social and cultural links and is vital for facilitating an environment for businesses 
to engage in international opportunities.”114   

3.3.32 The Green Paper, in its Executive Summary, also set out support for the local 
economic contribution that airports make to the regions within which they are 
located.     

“Airports are vital hubs for local economies, providing connectivity, employment, 
and a hub for local transport schemes. The government wants to see, through 
the Aviation Strategy, that these benefits are maximised, by ensuring that: 

• markets are functioning effectively for consumers and local communities 

• airports are delivering the connectivity that regions need to maximise their 
potential 

• the industry continues to provide high quality training and employment 
opportunities 

• barriers to the air freight industry are reduced 

The government recognises the importance of rebalancing the UK economy 
through economic growth of the regions and ensuring that the UK remains 
competitive after we leave the European Union. Airports have a crucial role to 
play as hubs for growth within and beyond the region in which they are situated. 
The government is committed to working with the industry to develop appropriate 
and practical policies that support the industry’s ambitions.” 

3.3.33 This is particularly relevant for the airport within the context of the growth 
aspirations of the SEMLEP region and the Arc, as explained in Section 2. 

3.3.34 The Government also confirmed that airports seeking to make best use of their 
existing runways must ensure that environmental and economic issues are 
addressed.  The Government is clear that, whilst supporting “continued growth 
in aviation over the next 30 years, it also believes that the UK must be more 
ambitious on environmental protection to ensure that growth is sustainable.”115  
These principles underpin the Proposed Development proposals and are set out 
in the Applicant’s Sustainability Strategy116 and enshrined in the Green 
Controlled Growth (GCG) proposals as set out in the Green Controlled 
Growth Explanatory Note [TR020001/APP/7.07].   

 
114 Ibid, paragraphs. 1.5-1.7. 
115 Ibid, paragraph 3.3. 
116 Luton Rising, A Sustainability Strategy for Luton Rising, 2022. 
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3.3.35 Aviation 2050 also espoused the principle of airports sharing the benefits of 
growth with the communities around them: 

“Growth in aviation can benefit local communities. Airports create jobs for local 
residents, improve transport links and bring tourism and trade to the region. 
Airports should therefore create opportunities for communities to engage, 
particularly on issues which have the most direct impact on them such as road 
and rail access, airspace change and noise policy.”117 

3.3.36 In Aviation 2050, the Government emphasised the importance of airports 
engaging with the communities around them and indicates clearly that it expects 
airports to set up community funds proportionate to the growth of the airport so 
as to ensure that the benefits are shared with communities affected: 

“The government believes all major airports should establish and maintain 
community funds, to invest sufficiently in these so that they are able to make a 
difference in the communities impacted and to raise the profile of these funds. 
The levels of investment should be proportionate to the growth at the airport. 
Community funds are complementary measures to ensure communities get a fair 
deal and do not substitute for noise reduction.”118 

3.3.37 The Applicant is responding to this by setting up the Community First fund, to 
supplement the existing Near Neighbour Fund, to support local communities 
impacted by growth at the airport119. This is over and above the Applicant‘s 
existing and ongoing commitment to supporting the local voluntary and 
community sector through its Community Funding Programme.  

3.3.38 Aviation 2050 also contemplated additional measures to ensure better 
outcomes in terms of noise standards and procedures and also measures 
proposed to improve noise insulation schemes around airports, with 
consideration of additional powers being given to the Civil Aviation Authority 
(now the noise regulator for the industry) in enforcement of the measures120.   

3.3.39 In the context of existing cargo operations at the airport, Aviation 2050 
supported growth in air cargo (freight), albeit it is recognised that the main 
contribution will be delivered by increased global bellyhold121 capacity at 
Heathrow: 

“The government supports continued growth of the air freight sector particularly 
making best use of existing capacity at airports, to continue to facilitate global 
trade for UK businesses and consumers”122. 

3.3.40 Aviation 2050 also placed particular emphasis on the importance of general 
aviation (GA), including the business aviation sector (BA) for which the airport is 
the pre-eminent airport serving north and central London today.  It noted the 

 
117 Department for Transport, Aviation 2050, December 2018, paragraph 3.69. 
118 Ibid, paragraph 3.72. 
119 Further details on the Community First Fund can be found in the Draft Compensation Measures and 
Policies document. [TR020001/APP/7.11] 
120 Ibid, paragraph 3.119 – 3.122. 
121 Bellyhold freight is that carried in the holds of passenger aircraft. 
122 Department for Transport, Aviation 2050, December 2018, paragraph 4.49. 
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importance of maintaining a network of GA airfields, as set out in the NPPF 
2018123.  The scale of business aviation activity at the airport would suggest 
that it would be in a strong position within any network based on the criteria 
identified124.   

3.3.41 Aviation 2050 also emphasised the importance of airspace modernisation, both 
to deliver more capacity to accommodate growth and to improve environmental 
compatibility particularly in terms of the effects of noise and emissions125. 

Flightpath to the Future 

3.3.42 The most recent statement of Government aviation policy is Flightpath to the 
Future (FttF).  FttF responds to the Aviation 2050 consultation and sets out: “a 
strategic framework for aviation over the next ten years” 126.  In particular, FttF 
sets out to address the challenges faced by the industry following the Covid-19 
pandemic and taking into account the effects of Brexit, with the key aims being 
to secure: 

“A future where aviation remains of huge strategic importance to the country post-
Brexit allowing tourism, business and trade to thrive. A future where UK aviation 
becomes synonymous with sustainability, and part of the solution to climate 
change. And a future where the UK consolidates its position as one of the world’s 
most important aviation hubs.”127  

3.3.43 Specifically, the Government confirms its support for airport expansion: 

“That means supporting airport expansion where it’s justified, to boost our global 
connectivity and level up the UK.”128  

3.3.44 The Government also confirms the relevance of earlier policy statements in 
respect of airport growth and development: 

“Airports have a key role to play in boosting our global connectivity and we 
continue to be supportive of sustainable airport growth. Our existing planning 
frameworks for airport growth provide a robust and balanced framework for 
airports that want to grow within our strict environmental criteria.”129   

3.3.45 The existing policy frameworks are defined as Beyond the horizon – the future 
of UK Aviation: Making best use of existing runways (MBU) and the ANPS, both 
published in June 2018, which are confirmed as the most up-to-date policy on 
planning for airport development.  The relevance of these policy documents is 
addressed further below. 

3.3.46 The strategic framework set out in FttF is based around four key themes: 

a. Enhancing global impact for a sustainable recovery; 

 
123 Ibid, paragraph 7.17.  Note: this policy is retained in the updated NPPF 2021. 
124 Ibid, paragraph 7.23. 
125 Ibid, paragraphs 3.15-3.18. 
126 Department for Transport, Flightpath to the Future, May 2022, Ibid, Ministerial Foreword.  
127 Ibid. 
128 Ibid. 
129 Ibid, page 4. 
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b. Embracing innovation for a sustainable future; 
c. Realising benefits for the UK; 
d. Delivering for users.  

3.3.47 FttF sets out a 10-point plan under these themes for delivering the key priority 
areas: 

i. Recover, learn lessons from the pandemic and sustainably grow the 
sector - including to committing to growth and working together towards 
a future where the sector can recover, grow and thrive in a way that is 
sustainable, resilient and connected; 

ii. Enhance the UK’s global aviation impact and leadership; 
iii. Support growth in airport capacity where is justified, ensuring that 

capacity is used in a way that delivers for the UK; 
iv. Put the sector on course to achieve Jet Zero by 2050 – with specific 

targets for 10% SAF by 2030 and zero emissions flights across the UK 
this decade; 

v. Capture the potential of new technology and uses – including routinely 
using new aircraft to provide new and improved low carbon services; 

vi. Unlock local benefits and levelling up - including through trade, air 
freight, aerospace, investment and tourism as well as allowing people to 
benefit  from improved connections across the union and regions; 

vii. Unleash the potential for next generation professionals 
viii. Make the UK the best place in the world for General Aviation; 
ix. Improve the consumer experience; 
x. Retain our world leading record on security and safety with a world 

leading regulator. 

 Enhancing global impact for a sustainable recovery 

3.3.48 Under the first of the four strategic themes, the Government makes clear its 
commitment to enabling growth in the sector but accompanied by a commitment 
to address environmental issues and ensuring that development is sustainable:  

“The Government is committed to growth in demand and working with industry to 
ensure we enable the sector to recover. We want the aviation sector to build back 
better, alongside supporting a greener future, and more sustainable growth.” 

and 

“We are also committed to continuing to improve global connectivity for the UK”130  

3.3.49 Specifically, the Government stresses the link between improving connectivity 
and achieving competitive advantage for the UK to lever trade and investment:  

 
130 Ibid, page 6. 
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“A central aspect of achieving our future ambitions will be to continue to enhance 
our global aviation impact. At the heart of aviation is facilitating travel 
internationally to connect people, goods, and businesses across the globe. The 
UK will promote and improve its global connectivity to facilitate sustainable 
growth, as well as embracing UK aviation strengths and competitive advantage 
to deliver our ambitions to incentivise UK trade and investment opportunities.”131 

3.3.50 It is in this context that support for airport expansion and the concept of making 
best use of existing airport capacity is confirmed: 

“Airport expansion has a key role to play in realising benefits for the UK through 
boosting our global connectivity and levelling up. It is also essential that we utilise 
existing airport capacity in a way that delivers for the UK, putting the needs of 
users first and supporting our aims to enhance global connectivity.”132 

3.3.51 Importantly, Government makes clear that enhancing global connectivity is not 
solely for business or inbound tourism reasons but is also to allow UK citizens 
to connect to the world: 

“Enhancing our global connectivity, including both making the UK more 
accessible to visitors, and making the rest of the world more accessible for people 
living in the UK, is essential for the future success of the sector. The pandemic 
has demonstrated more than ever the importance of human connection, and the 
Government is committed to working with the sector to ensure UK aviation 
delivers the best possible global connectivity.”133   

 Embracing innovation for a sustainable future 

3.3.52 A key theme throughout FttF is the importance of growth being sustainable and, 
in particular, ensuring that the sector contributes to the Government’s 
decarbonisation goals, as set out in the Jet Zero Strategy134 that is discussed 
further later in this section.  The Government is clear that airport expansion 
must demonstrate that these obligations are being met and that local impacts 
must be managed within the context of the noise policy framework, referring 
back to its earlier consultation Green Paper, Aviation 2050135 (details of that 
framework are considered later in this section).  The Government indicated that 
there would be further guidance on the next steps in managing noise impacts 
later in 2022/23. 

3.3.53 Under this theme, the Government also reaffirmed its commitment to airspace 
modernisation to deliver overall efficiencies and environmental improvements.  

 
131 Ibid, page 18. 
132 Ibid, page 6. 
133 Ibid, page 6. 
134 Department for Transport, Jet Zero Strategy – delivering net zero aviation by 2050, Department for 
Transport, July 2022. 
135 Department for Transport, Aviation 2050, December 2018. 
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 Realising benefits for the UK 

3.3.54 The local importance of airports and aviation was also recognised in FttF, not 
just in terms of the wider connectivity benefits but also for the direct role that 
such activity plays in providing jobs and supporting local economic activity:   

“Aviation plays an important role in many of our local communities. It is essential 
for the jobs and economic activity it directly supports, as well as supporting other 
parts of the economy, including business and tourism, and attracting inward 
investment. We are committed to working with the sector to ensure we recognise 
the existing comprehensive aviation infrastructure across the UK, and continue 
to support regional airports and airfields.”136  

3.3.55 In particular, the role that aviation can play in supporting the levelling up agenda 
is highlighted, which is highly relevant in terms of the importance of levelling up 
to Luton and other key locations within its catchment area as outlined in the 
previous section: 

“Aviation also has a central role in delivering local benefits across the UK. This 
includes championing the levelling up agenda, strengthening union connectivity, 
boosting economic success, and supporting local jobs. It is important to recognise 
the role our extensive airport, airfield and aviation infrastructure network plays in 
providing benefits to local communities, as well as supporting associated supply 
chains.”137  

3.3.56 Again, support for airport expansion and the relevance of the pre-existing 
planning frameworks is stressed: 

“Airport expansion has a key role to play in realising benefits for the UK through 
boosting our global connectivity and levelling up. We continue to be supportive of 
airport growth where it is justified, and our existing policy frameworks for airport 
planning provide a robust and balanced framework for airports to grow 
sustainably within our strict environmental criteria. They continue to have full 
effect, as a material consideration in decision-taking on applications for planning 
permission. The Government is clear that the expansion of any airport must meet 
its climate change obligations to be able to proceed.”138  

3.3.57 As part of this key theme, the Government also stresses the importance of 
strengthening aviation skills and support for diversity in the workforce.  The ETS 
[TR020001/APP/7.05] sets out the relevant proposals associated with this 
application. 

 Delivering for users  

3.3.58 The final theme focusses on consumers and issues such as safety, security and 
quality of service.  Once again, the important benefits of being able to travel are 
stressed: 

“Consumers are at the heart of UK aviation, and ensuring that the sector 
continues to deliver effectively for all consumers will be essential for its future 

 
136 Department for Transport, Flightpath to the Future, May 2022, page 42. 
137 Ibid, page 7. 
138 Ibid. 
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success. The pandemic has highlighted more than ever the importance of air 
travel for connecting people around the world, and supporting families, 
friendships, and enabling global connections to thrive.”139 

3.3.59 Whilst FttF represents the most recent statement of Government aviation policy, 
it is intended primarily as a 10 year recovery strategy and cross references 
other policy and associated consultation documents for longer term policies.  
These include the ANPS, MBU policy, the Aviation 2050 Green Paper and the 
Jet Zero consultation140, cited as also containing relevant policy.  Specifically, 
FttF cross refers141 to Aviation 2050 for elaboration of its noise policy 
framework, in particular a number of measures that would make up this 
framework:       

“setting a new objective to limit, and where possible, reduce total adverse effects 
on health and quality of life from aviation noise.” 

“developing a new national indicator to track the long-term performance of the 
sector in reducing noise.”  

“routinely setting noise caps as part of planning approvals (for increase in 
passengers or flights).” 

“requiring all major airports to set out a plan which commits to future noise 
reduction, and to review this periodically.”142    

FttF states that there will be further information on the next steps in relation to 
the noise policy framework later in 2022/23.,  

3.3.60 Overall, it is clear that FttF does not entirely supersede existing policy but brings 
it up to date.  More recently, the decision in relation to the Development 
Consent Order for Manston Airport also references the APF as continuing to 
have relevance as a statement of Government policy143.  On that basis, the 
relevant policies from these documents are set out below. 

3.3.61 First and foremost, FttF has provided confirmation that the principal policy 
context for the Application is the MBU policy. 

The Jet Zero Strategy 

3.3.62 Following consultation, the Government published its Jet Zero Strategy in July 
2022144.  This strategy sets out how the Government intends to ensure that it 
meets the target of net zero flying by 2050, consistent with its broader 
decarbonisation agenda and the requirements of the Paris Treaty.  The strategy 
is based on three principles: 

 
139 Ibid, page 60. 
140 Department for Transport, Jet Zero Consultation A consultation on our strategy for net zero aviation, July 
2021. 
141 Ibid, page 35. 
142 Departmenr for Transport, Aviation 2050, December 2018, paragraph 3.115. 
143 Department for Transport, TR020002-006369-220818 – Manston Airport PA08 Decision Letter, para. 40. 
144 Department for Transport, Jet Zero Strategy – delivering net zero aviation by 2050, July 2022. 
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a. setting an emissions reduction target for the sector to achieve the overall 
net zero target by 2050; 

b. all domestic flights achieving net zero by 2040; and 
c. all airport operations to be zero emission by 2040.    

3.3.63 The strategy is underpinned by a commitment to adopt a CO2 emissions 
reduction trajectory based on its ‘High Ambition’ scenario145, with in-sector CO2 
emissions targets of 35.4 MtCO2e in 2030, 28.4 MtCO2e in 2040, and 19.3 
MtCO2e in 2050.  The intention is that progress against these targets will be 
monitored on an annual basis, with a review of progress against the overall 
strategy every 5 years to ensure that the industry is on track to achieve these 
targets and if further measures are required.  In essence, these will be binding 
CO2 emission limits, which airlines will need to work within.     

3.3.64 The High Ambition scenario assumes a combination of the use of sustainable 
aviation fuels (SAFs), zero emission aircraft (e.g. hydrogen, electric), general 
fuel efficiency savings from engine technologies and airspace modernisation, as 
well as the impact of the UK Emissions Trading Scheme (UK ETS) and 
CORSIA in reducing carbon emissions.  In particular, the UK ETS covers all UK 
domestic flights and those within the European Economic Area and requires 
operators to have allowances and these allowances will be adjusted downwards 
as aviation is brought within the 6th Carbon Budget from 2033 and in line with 
the targets set out in the Jet Zero Strategy.  Given the nature of flying at the 
airport focussed on European destinations, a large majority of the flights are 
covered by the UK ETS requirements and will have to comply with the carbon 
budgets.  In addition, there is a requirement for airlines to offset their growth in 
carbon emissions under the provisions of CORSIA146, which covers virtually all 
flights from the airport due to the signatories to CORSIA.   

3.3.65 The Jet Zero Strategy assumes that the residual emissions, in line with the 
targets, will be address by abatement or removal outside of the aviation sector 
to achieve a net zero position by 2050.  Section 6 explains how the demand 
projections underpinning the S73 Application have been developed consistent 
with this High Ambition scenario. 

3.3.66 Notwithstanding these ambitious targets, the Jet Zero Strategy sets out how the 
Government supports continued growth of aviation, repeating language from 
FttF including the continued relevance of the ANPS and MBU policies:  

“The Government remains committed to growth in the aviation sector and working 
with industry to ensure a sustainable recovery from the pandemic. In our recently 
published strategic framework for the future of aviation – 'Flightpath to the Future' 
– we recognise that airport expansion has a role to play in realising benefits for 
the UK through boosting our global connectivity and levelling up. The framework 
is clear that we continue to be supportive of airport growth where it is justified, 
and our existing policy frameworks for airport planning provide a robust and 

 
145 Department for Transport, Jet Zero illustrative scenarios and sensitivities, July 2022, Scenario 2 High 
Ambition. 
146 CORSIA – Carbon Offsetting and Reduction Scheme for International Aviation set up by the International 
Civil Aviation Organisation to which 114 countries are already signed up. 
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balanced framework for airports to grow sustainably within our strict 
environmental criteria. We have also been clear expansion of any airport in 
England must meet our climate change obligations to be able to proceed.”147  

and: 

“We will support airport growth where it can be delivered within our environmental 
obligations. The aviation sector is important for the whole of the UK economy in 
terms of connectivity, direct economic activity, trade, investment, and jobs. Before 
COVID-19, it facilitated £95.2 billion of UK’s non-EU trade exports; contributed at 
least £22 billion directly to GDP; directly provided at least 230,000 jobs across all 
regions of the country and underpins the competitiveness and global reach of our 
national and our regional economies. We are committed to enabling a green 
recovery of the sector, as well as sustainable growth in the coming years. The 
Government’s existing planning policy frameworks, along with the Jet Zero 
Strategy and the Flightpath to the Future strategic framework for aviation, have 
full effect and are material considerations in the statutory planning process for 
proposed airport development.”148 

3.3.67 The Jet Zero Strategy makes clear that the Government considers that it is 
possible to:  

“achieve Jet Zero without the Government needing to intervene directly to limit 
aviation growth. The analysis uses updated airport capacity assumptions 
consistent with the latest known expansion plans at airports in the UK. The 
analysis indicates that it is possible for the potential carbon emissions resulting 
from these expansion schemes to be accommodated within the planned 
trajectory for achieving net zero emissions by 2050, and consequently that our 
planning policy frameworks remain compatible with the UK's climate change 
obligations.”149 

3.3.68 It is important to note that the airport capacity assumptions adopted for the 
Government’s Jet Zero modelling made allowance for the airport’s growth plans 
up to 32 mppa150.  Hence, in principle, expansion of the airport in line with the 
DCO is assumed not to compromise the achievement of the Jet Zero target, 
albeit it will be in competition with other airports to attract its share of overall 
demand, as explained in Section 6 and will need to demonstrate that the local 
impacts of the development are acceptable through the planning process.  It is 
clear that the Government expects that users will pay for the necessary costs of 
carbon/abatement of carbon.  For this reason, the expected cost of carbon has 
been included as a key variable in the development of the demand forecasts for 
the Proposed Development as also explained in Section 6. 

 
147 Department for Transport, Jet Zero Strategy – delivering net zero aviation by 2050, July 2022, paragraph 
3.56. 
148 Ibid, paragraph 3.61. 
149 Ibid, paragraph 3.57. 
150 Department for Transport, Jet Zero: modelling framework, March 2022, paras. 3.16-3.20 and Annex D. 
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3.4 Aviation policy conclusions 
3.4.1 The most recent aviation policy document, Flightpath to the Future, confirms 

that the relevant policy in relation to airport development is set out in the ANPS 
and the MBU policy.  There is clear policy support for aviation growth and for 
airports making best use of their runways, demonstrated in terms of the demand 
that the airport can attract and the benefits from it doing so.   

3.4.2 The most relevant of these, the MBU policy, makes clear that decisions should 
be taken having regard to “all relevant considerations, particularly economic and 
environmental impacts and proposed mitigations”151.  This is consistent with 
policy originally set out in the APF that growth is supported “within a framework 
which maintains a balance between the benefits of aviation and its costs, 
particularly its contribution to climate change and noise”152. 

3.4.3 The Proposed Development would contribute to several of the Government’s 
four key themes as set out in FttF, namely: 

a. Enhancing global impact for a sustainable recovery; 
b. Embracing innovation for a sustainable future; 
c. Realising benefits for the UK; 
d. Delivering for users.  

3.4.4 The Proposed Development is making use of the existing runway, consistent 
with policy as set out in the ANPS and MBU policy documents.  It is being 
designed in a way that is consistent with the overarching and longstanding 
principle of balancing the benefits and environmental costs of development.  
The Proposed Development will under pin initiatives to support the sustainable 
recovery of the sector, improve the competitivity of the market for airlines 
seeking opportunities for growth in the South East of England and create 
opportunities for enhanced connectivity to support the broader economic growth 
of the UK economy as well as delivering local benefits.  It will deliver an 
improved customer experience for passengers using the airport, taking full 
account of safety and security requirements.  It is, hence, considered to be 
compliant with UK aviation policy.  

3.4.5 The ANPS is of relevance in so far as it provides context for airports making 
best use of their existing runways and also in providing updated guidance on 
the assessment of effects, including for climate change highlighting in particular 
that:  

“Any increase in carbon emissions alone is not a reason to refuse development 
consent, unless the increase in carbon emissions resulting from the project is so 
significant that it would have a material impact on the ability of Government to 
meet its carbon reduction targets, including carbon budgets.”153  

 
151 Department for Transport, Beyond the horizon: The future of UK Aviation; Making Best Use of existing 
runways, June 2018, paragraph 1.29. 
152 Department for Transport, Aviation Policy Framework, March 2013, paragraph 5. 
153 Department for Transport, Airports National Policy Framewo, paragraph 5.82. 
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3.4.6 The Jet Zero Strategy makes clear that growth of airport capacity is supported 
and that the Government does not intend to introduce demand management 
measures and that it is the responsibility of Government to address carbon 
emissions from aircraft at the national level.  Policy makes clear that growth, in 
principle, remains supported and that the focus is on addressing the impacts of 
aviation rather than constraining economically beneficial growth.  The GCG 
approach, put forward as part of the Proposed Development, is designed to 
ensure that the impacts of growth can be mitigated and controlled whilst 
delivering the anticipated economic benefits set out later in this document
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 ECONOMIC CONTEXT   

4.1 Introduction 
4.1.1 This section sets out the economic characteristics of the main sub-regional 

catchment area served by the airport and the need for air connectivity that this 
economic activity generates.  The focus is on the drivers of demand for 
business related air travel.  This section sets out the context for why the 
enhancements to air connectivity that growth at the airport can deliver through 
the Proposed Development matter.  The focus is on data on the state of the 
economy in 2019 to examine the underlying characteristics but the impact of 
Covid-19 pandemic creates greater imperatives for initiatives, such as growth of 
the airport, that have the ability to make a substantive economic contribution. 

4.1.2 The analysis focuses on a number of key geographies: 

a. the town of Luton, where the airport is located; 
b. the Three Counties area, which represents the sub-region around the 

airport and its primary labour catchment area.  This area includes 
Bedfordshire including Luton, Buckinghamshire and Hertfordshire; and 

c. the Six Counties area, which represents the broader functional economic 
area around the Airport, including key parts of the Arc. This area includes 
the Three Counties and also Oxfordshire, Cambridgeshire and Essex. 

4.1.3 Where possible given data availability, the analysis presented has focussed on 
these three areas.  However, some contextual data, particularly that on the 
international economy, is only available at regional level, and, hence, data for 
the East of England is used on occasion. 

4.1.4 The analysis considers a range of issues that are pertinent to the airport’s 
current role as an economic driver but, significantly in the context of the 
Proposed Development, it considers why growth at the airport in the future will 
be important.  The section considers: 

a. the presence of key sectors that require air travel or are sensitive to the 
presence of air services; 

b. patterns of international trade and FDI; 
c. the tourism economy; 
d. evidence on areas of deprivation around the airport; and 
e. the extent of business travel from the key geographies. 

4.2 Air intensive and air sensitive sectors 
4.2.1 One way to consider the importance of air connectivity for the areas around the 

airport, is to examine the presence of economic sectors that are either drivers of 
air transport demand, in that they spend significant amounts on air transport, or 
that are likely to be sensitive to the presence of air transport connections 
because they spend an unusually high proportion of their transport budgets on 
air transport.  The concept of air intensive and air sensitive sectors was first 
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introduced in the lead up to the Future of Air Transport White Paper in 2003, 
drawing on work by Oxford Economic Forecasting154.   

4.2.2 Using data from the Office for National Statistics Input-Output tables155, the top 
15 highest spending sectors on air transport (Air Intensive Sectors) and the top 
15 sectors with the highest proportion of spending on air transport in their 
overall travel budgets (Air Sensitive Sectors) have been identified. It should be 
noted that there is considerable crossover between the two groups.  It should 
also be noted that the analysis is, ultimately, limited by the sectoral definitions 
within the Input-Output tables and, therefore, it is not always easy to pick out 
sector clusters. For instance, advanced technology or pharmaceuticals, two 
sectors known as high value clusters in the South East and East of England, 
are not specifically identified within the Input-Output tables and, hence, this 
requires some interpretation of the data to identify the local implications having 
regard to the nature of the economic activities present. 

4.2.3 In Table 4.1, data on the extent of employment in these sectors in Luton, the 
Three Counties and the Six Counties has been set out.  This analysis identifies 
that a significant proportion of employment in each area is in these sectors that 
are heavily reliant on air accessibility, 27% in Luton, 31% across the Three 
Counties and 28% in the Six Counties.  In volume terms, these sectors 
employed around 25,200 people in Luton, over 415,000 people in the Three 
Counties and 787,300 in the Six Counties in 2019.  This highlights the current 
dependence of the regional and sub-regional economy on convenient access to 
air services.  As has been described above, these types of sectors, which are 
typically internationally focussed and high value added, are also commonly 
cited by stakeholders as core future drivers for the economy.  Their presence is, 
therefore, likely to increase over time, driving the ‘need’ for air connectivity to 
support the economy.  Growth at the airport potentially has a key role to play in 
this context given the airport’s location at the heart of the geographic areas 
described. 

  

 
154 Oxford Economic Forecasting, The Contribution of the Aviation Industry to the UK Economy, Appendix E. 
155 ONS (2020), Supply and Use Tables 1997 to 2018. 
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Table 4.1: Employment in Air Intensive and Air Sensitive Sectors (2019) 

 Luton Three Counties Six Counties 
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Air 
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and Air 
Sensitive 

11,000 12% 243,100 18% 472,000 17% 

Air 
Intensive 
Only 

4,750 5% 70,800 5% 146,850 5% 

Air 
Sensitive 
Only 

9,400 10% 101,900 7% 168,450 6% 

Total 25,200 27% 415,800 30% 787,300 28% 

Source: York Aviation analysis of ONS Business Register and Employment Survey 

4.2.4 The analysis has also considered whether there is evidence of the clustering of 
air intensive or air sensitive sectors within Luton, the Three Counties or the Six 
Counties using location quotients (LQ)156.  LQs measure the relative 
concentration of particular activities within an area.  A value of greater than 1 
suggests that there is a relative concentration of activity in the relevant area 
which is an indicator of the potential reliance of the local economy on air 
accessibility, with higher values indicating greater concentration of activity and 
local reliance.  Table 4.2 shows the air intensive and air sensitive sectors with a 
location quotient above 1 in each study area in 2019.  Some of these sectors 
have also been defined below.157 

  

 
156 A location quotient is a way of quantifying how concentrated a particular industry is in an area as 
compared to a benchmark. It can reveal what makes a particular region ‘unique’ in comparison to the 
national average. In this case, a comparison has been made between different areas of Luton, Three 
Counties and Six Counties and Great Britain excluding London. It is calculated as the proportion of total 
employment in a given sector in the area being considered, divided by the proportion that sector makes up of 
total national employment. A result in excess of 1 suggests a level of concentration.   
157 Other Professional, Scientific and Technical Activities: This section is comprised of activities such as 
Specialised Design Activities, Photography & Film processing,  Quantity Surveying, Environmental 
Consultant and various other relevant activities, see ONS Explanatory Notes for more information. 
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Table 4.2: Air Intensive and Air Sensitive clusters (2019) 

Three Counties 
Sector LQ 
Activities Of Head Offices; Management Consultancy Activities   1.6 
Manufacture of other transport equipment 1.5 
Other Professional, Scientific And Technical Activities   1.3 
Wholesale And Retail Trade And Repair Of Motor Vehicles And Motorcycles   1.3 
Sports Activities And Amusement And Recreation Activities   1.1 

Six Counties 
Sector LQ 
Other Professional, Scientific And Technical Activities   1.3 
Wholesale And Retail Trade And Repair Of Motor Vehicles And Motorcycles   1.2 
Activities Of Head Offices; Management Consultancy Activities   1.2 

Source: York Aviation analysis of UK Input-Output Tables and Business Register and Employment Survey  

4.2.5 Evidence on the concentration of air intensive and air sensitive sectors within 
Luton itself is very limited.  This may, to some degree, reflect the economic 
challenges facing Luton, but suggests that there should be opportunities moving 
forward to lever the connectivity of the airport as it grows.   

4.2.6 Within the Three Counties, other air intensive and air sensitive sectors such as 
activities of head offices; management consultancy activities and other 
professional and scientific and technical activities are prominent with location 
quotients of 1.3 and above.  There are also other air sensitive sectors such as 
manufacture of other transport equipment and sporting activities that are heavy 
users of air services, which are concentrated in the Three Counties.  This 
pattern is consistent with the economic policy and strategy position of 
stakeholders within the Three Counties area, which is focussed on attracting 
such high-value added, internationally focussed sectors. 

4.2.7 The picture within the Six Counties is very similar to that of the Three Counties, 
with a primary focus on other professional & scientific activities, motor vehicle 
trade and head office activities.  The data above suggests that within the Three 
Counties, there are a number of sectors that are relatively more reliant on air 
accessibility or, potentially, even strategically located to take advantage of the 
connectivity offered by the airport.  These users could benefit significantly from 
an airport with improved connectivity, especially in cases where the airport’s 
future connectivity would not just contribute towards enterprise growth but also 
facilitate new business creation to a greater extent than supported by existing 
levels of connectivity.  Again, this is reflective of the aims and objectives of key 
stakeholders across the Six Counties area and, indeed, reflects the aspirations 
of the  Arc in terms of the focus on international, high value added key sectors. 

4.2.8 Within the Three Counties and the Six Counties, there is clear evidence of 
strong representation of activities that rely on air transport access more than the 
average.  This highlights the importance of ensuring that air connectivity is 
enhanced to provide the conditions for these activities to thrive and grow, 
supporting broader economic growth in the area around the airport. 
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4.3 High value added employment clusters 
4.3.1 Another way to consider the airport’s potential influence on key clusters is to 

examine the presence of high value added employment sectors in the areas 
around the airport.  These sectors are often identified by stakeholders as 
important drivers for the economy but also core parts of the international 
economy.  This analysis focuses on a number of science and technology 
related sectors and on high technology manufacturing activities.  In both cases, 
the Office for National Statistics has, in recent years, developed statistical 
definitions of these sectors to enable better understanding of the role they play 
in the economy.   

4.3.2 Table 4.3 sets out the presence of these key science and technology activities 
in the three study areas using LQs.   

a. In Luton, there are concentrations of aerospace transport and aerospace 
engineering, alongside clusters of activity in precision engineering, 
pharmaceutical manufacturing & computer and electronic manufacturing; 

b. Within the Three Counties there is a strong presence in defence 
technologies, other research & development, computer & electronic 
manufacturing and pharmaceutical manufacturing.  All of these sectors 
have LQs of 2.0 or above; and 

c. Within the Six Counties, which includes the majority of the Arc, there is a 
significant concentration of biotechnology research, research & 
development, defence technologies and other knowledge intensive 
services.  

4.3.3 This, again, suggests that there is a significant base of high value added firms 
with a need for international connectivity in the areas around the airport.  These 
firms will drive demand for business travel now and in the future.  The airport 
already plays an important role in servicing this demand and its future growth 
will enable it to play an even greater role. 
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Table 4.3: Science and Tech clusters in Luton, Three Counties and Six Counties (2019) 

Luton 
Sector LQ 
Aerospace transport 15.4 
Precision engineering 5.9 
Aerospace engineering 2.8 
Automotive production (inc. vehicles, trailers, railroad, shipbuilding) 2.4 
Pharmaceutical manufacture 2.1 
Computer & Electronic manufacturing (inc. peripherals) 2.0 
Healthcare services 1.2 
Total Science & Technology 1.2 

Three Counties 
Sector LQ 
Defence technologies 4.8 
Computer & Electronic manufacturing (inc. peripherals) 2.1 
Other research and development 2.1 
Pharmaceutical manufacture 2.0 
Biotechnology research 1.9 
Other knowledge intensive services 1.6 
Precision engineering 1.3 
Digital & Computer Services 1.2 
Aerospace engineering 1.2 

Six Counties 
Sector LQ 
Biotechnology research 4.6 
Other research and development 3.5 
Defence technologies 2.5 
Other knowledge intensive services 2.0 
Computer & Electronic manufacturing (inc. peripherals) 1.8 
Higher education 1.6 
Medical (exc. Pharmaceutical), optical & precision equipment manufacture 1.3 
Publishing, Marketing & Graphic Design 1.3 
Pharmaceutical manufacture 1.3 
Digital & Computer Services 1.2 

Source: York Aviation analysis of ONS Definition of Science & Technology & BRES data 

4.3.5 Figure 4.1 shows the LQs for the high technology manufacturing sectors in the 
areas around the airport. 
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Figure 4.1: Employment LQ by High Tech Manufacturing clusters (2019) 

 
Source: York Aviation Analysis of ONS Definition of Science & Technology & BRES data 

4.3.6 As can be seen, a number of districts, namely Stevenage, Welwyn Hatfield, 
Chiltern, East Hertfordshire and South Bucks have, in most cases, over double 
the rate of employment in High Tech Manufacturing compared to the national 
average.  Luton, the Three Counties and the Six Counties, have above average 
employment in High Tech Manufacturing clusters, which is higher even than 
that seen in Cambridgeshire and Oxfordshire.  This again, suggests a higher 
than average reliance on air transport in key activity clusters within the airport’s 
sub-regional catchment area. 

4.4 Trade 
4.4.1 London and the East of England account for 36% of the UK’s export of goods 

and services. This suggests that the underlying economies are likely to be 
dependent on air connectivity to a high degree given the need to service these.  
30% of Gross Value Added (GVA) in the East of England derives from exports, 
reflecting that the region, much like most of the UK, has a strong international 
focus, which drives an ever-growing need for international connectivity.  This 
applies to the passenger connectivity required in order to achieve these sales 
as well as to air cargo connectivity. 

4.4.2 Figures 4.2 and 4.3, respectively, illustrate the exports by sector for goods and 
services for the East of England. This highlights a high dependence on exports 
in professional, scientific and technical activities, finance and insurance 
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activities, and information and communication activities as well as chemical and 
related products and machinery and transport equipment.  Within these sectors, 
it is worth noting the importance of the key tech, pharmaceutical and life 
sciences clusters, which have a strong presence in the region, and that are 
identified as key drivers of future growth highlighting the expected increasing 
dependence on exports and internationalisation of the regional economy. 

Figure 4.2: Exports in goods by sector for the East of England (2019) 

 
Source: UK Regional Trade Statistics 2019, Trade in goods by value and volume158  

4.4.3 The high reliance on services activities, which accounts for around 77% of 
regional GVA in the East of England compared to an average of 75% for 
regions outside of London, suggests a proportionately higher reliance on air 
transport than the average, as these sectors make more intensive use of air 
transport than other sectors of the economy.  This is reinforced by the 
significant level of financial and insurance activity contributing to exports, given 
the strong propensity of this sector to fly.  Again, this picture of international 
activity fits with known strengths of the East of England economy and with the 
sectors that are expected to drive the economy forward in the future, requiring 
improved air connectivity through growth, to which the expansion of the airport 
to 32 mppa can make a major contribution.  
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Figure 4.3: Exports in services by sector for the East of England in 2018 

Source: UK Trade; International Trade in Services; UK Trade in services by industry, country and service type: 2018   

4.5 Foreign Direct Investment 
4.5.1 Statistics from the Department for International Trade159 show that the East of 

England attracted around 260 FDI projects between 2017/18 and 2019/20. In 
overall terms, the East of England’s FDI stock, as represented by the number of 
foreign owned companies based in the region and the GVA supported by those 
companies, is significant.    

4.5.2 According to the Annual Business Survey, there were around 9,300 foreign 
owned companies in the region in 2018 (around 3% of the total), supporting 
around £26 billion in GVA (around 24% of the total).  This demonstrates the 
importance of foreign owned companies and FDI in supporting the regional 
economy.  While the number of companies is relatively small in percentage 
terms, these companies account for nearly a quarter of regional GVA.  The 
growing importance of foreign owned companies within the East of England can 
be seen in Figure 4.4.   

 
159 Department for International Trade: Inward Investment Results 2019. 
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Figure 4.4: GVA of Foreign owned companies in the East of England by world region of 
ownership (£ billions)  

 
Source: ONS (2020). Annual Business Survey - UK Non-Financial Business Economy Foreign Owned Businesses 

4.5.3 In the context of the role played by the airport, and also by Stansted Airport, in 
supporting inward investors to the East of England region, it is important to note 
that the EU is the second largest grouping in terms of the GVA supported by 
foreign owned companies.  Overall, Europe, in its entirety, is the largest source 
of FDI.  This is a close match to the connectivity provided by the airport 
currently and serving European markets is expected to remain the airport’s core 
role in the future.  In the context of Brexit, it should be noted that the EU’s 
proximity and the fundamental size of the EU economy and the extent of the 
UK’s economic links with the EU means that this position is not likely to change 
significantly in the future.  However, with growth in the future, the airport is also 
expected to provide connectivity to a range of long haul destinations notably to 
the Middle East hubs and the eastern seaboard of the USA.  This would enable 
it to better support current and future investors from parts of Asia and the 
Americas. 

4.5.4 Figure 4.5 illustrates some of the key assets in the international economy 
around the airport.  It shows the presence of a range of major companies, many 
of which are multinationals, alongside the Higher Education Institutions in the 
region, many of which are key drivers for innovation and economic growth.  It 
demonstrates the presence of a wide range of high-value added sectors and 
clusters around the airport, including precision engineering, pharmaceuticals, 
research and development, aerospace and defence, bio-technology, advanced 
computing and electronics, and the creative industries.  Some of the key firms 
located in the area can be identified, including North American businesses such 
as Johnson & Johnson, Sophos, McAfee, Lockheed Martin, Warner Brothers 
Studio and more, combined with European firms, such as AstraZeneca, Bosch, 
Carl Zeiss, Santander, Skanska, and Stellantis (Vauxhall), and UK firms, such 
as Unilever.  There are also smaller firms active in the key sectors. 
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Figure 4.5: Map of key international business assets in the areas around the airport 

Source: York Aviation analysis of ONS definition of Tourism & BRES Data 
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4.5.5 The airport already plays an important role in supporting these key sectors and 
clusters through the provision of short-haul connectivity and growth in the future 
will help to ensure that these existing companies can continue to operate 
efficiently, with connectivity to meet their growing needs, and that the region 
remains an attractive and competitive proposition for new investors.  Evidence 
for this is provided in the case studies below.   

Stellantis is the world’s 4th largest automotive manufacturer with a portfolio of 16 
brands, including Vauxhall, Fiat, Jeep and Chrysler.  Stellantis has a global reach, with 
industrial operations in 30 countries and sales in more than 130 countries.   The 
company has significant heritage in Luton, being home to the Vauxhall brand since the 
production of its first car – the Vauxhall Viva – in 1964. Today, the Stellantis plant 
produces light commercial vehicles for Vauxhall, Opel, Fiat, Peugeot, and Citroen 
brands.   
Stellantis considers London Luton Airport as a key asset in helping the company conduct 
its global business, facilitating the mobility of critical staff members that travel 
internationally on a regular basis, to meet suppliers across Europe, or to visit other 
Stellantis’ offices and factories, such as the company’s global headquarters in 
Amsterdam and plants throughout Europe.   
Stellantis places great value on the associated benefits that London Luton Airport brings 
to the local area, particularly in regards to high-quality surface access such as the 
connectivity provided by Luton Airport Parkway Station, the DART, and the M1 
motorway.  Stellantis recognise that infrastructure which directly supports the airport 
indirectly supports their own business’ interests.  

GKN is a leading supplier of parts and systems in the aerospace sector globally, 
operating across 12 countries with 40 manufacturing sites spread across Europe, the 
Americas, Africa and Asia Pacific including India and China.  Globally they are a £2.6bn 
company with their Luton site, which is located directly adjacent to the airport, making 
up £45m of that annual turnover.    
Their site in Luton first began production in 1932 and now employs a team of 420 staff 
specialising in the manufacture of cockpit and passenger windows for aircraft such as 
the Airbus A380 and Boeing 787, as well as ice protection systems for aircraft wings and 
support for aircraft engines.    
The nature of GKN’s business means that there is a great deal of collaboration and 
support between their sites as well as their wide customer base.  With this comes an 
important requirement for international connectivity to allow staff to visit their other sites 
and customers, as well as customers visiting GKN’s manufacturing sites.  GKN estimate 
that staff make around 120 visits per year to their sites in the Netherlands and Germany 
most commonly, as well as sites outside of Europe including the US, India and China.  
In addition to this it is estimated that they receive on average 1 customer visit per week 
into Luton, demonstrating the benefit of having the airport on their doorstep.  
In the future, GKN would like to see more connections to the US and Middle East, which 
would provide important access to their sites in these countries including their state-of-
the-art, 80,000m2 aerostructures facility in Jingjiang China that GKN operates in Joint 
Venture. 
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Hayward Tyler manufactures pumps and motors for energy sector markets, including 
nuclear, oil and gas and clean energy, with customers across the globe.  The company 
has a long heritage in the UK and first located its manufacturing facilities in Luton in the 
late 19th century.  Their base in Luton has 68,000 square feet of manufacturing space 
and employs 115 people including more than 20 highly specialised engineers.  Hayward 
Tyler also has a smaller manufacturing facility in East Kilbride, Scotland as well as major 
design and manufacturing sites in Vermont the United States, India and China.    
Hayward Tyler considers their location in Luton to be highly beneficial due to its proximity 
to the airport and surface access transport which allows them to connect to their 
customers across the UK.  The airport is particularly beneficial to the company for a 
variety of reasons. It facilitates quick and convenient travel regularly for staff between 
locations in Ireland, their manufacturing site in Scotland as well as occasional field 
services visits to customers in Europe.  The airport also acts as a highly beneficial selling 
point when trying to recruit skilled workers and university graduates for their Luton site.  
Hayward Tyler acknowledges the benefits of future growth at London Luton Airport, 
enhancing their access to international connectivity particularly Europe and the US 
where for example connections to east coast US destinations will facilitate improved 
access to their Vermont and Michigan design and manufacturing sites.  

Jaltek Systems is a leading electronics manufacturer and technology solutions 
provider working across a wide range of sectors including Clean Energy, 
Communications and Broadcasting, Medical and Space and has an equally diverse 
customer base including Arm Holdings, L3 Communications and BP.   
Jaltek has been based in Luton for more than 30 years and has an annual turnover of 
£15m.  They now employ around 100 people at their Luton site and are passionate 
about their diverse workforce and providing them with support to develop and enhance 
their skills. 
They consider their proximity to the airport valuable for the international access it 
provides to Europe in particular, where a significant amount of their supplier and 
customer base is located.  The airport also provides convenient access to Trade Shows 
across Europe as well as being a useful link to recruiting skilled workers from Eastern 
Europe in particular.  Jaltek is also feeling the benefits of convenient access to Europe 
as the trend of reducing their reliance on raw materials from Asia in favour of supplies 
from Eastern Europe develops.  
Jaltek has aspirations to grow to their company in the future to a £30m turnover and are 
now actively developing relationships in North America with the view to expand their 
customer base.  They acknowledge that growth in Luton Airport will be beneficial to 
facilitating connectivity with suppliers and clients in America in the future.  They further 
acknowledge that, while remote working has become more common, they still anticipate 
that the requirement for face-to-face meetings with suppliers and customers will 
increase in the future as the company grows.  
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Fujifilm is a multinational technology company with its global headquarters in Tokyo, 
whose origins began in the manufacture of photographic films and now operates in the 
fields of healthcare, imaging and advanced materials.   
Bedford, just 30 kilometers north of London Luton Airport, is the home of Fujifilm’s UK 
HQ where they employ approximately 350 members of staff.  Fujifilm has operated 
from their base in Bedford for nearly 40 years and has recently invested £8m in a 
30,000 sq ft replacement HQ just 250m from their current site, having signed a 10-
year lease on the premises.   
Fujifilm’s UK HQ is closely aligned with their strategic HQ for Europe in Ratingen near 
Dusseldorf in Germany, and their major production site in Tilburg near Eindhoven in 
the Netherlands.   
Fujifilm estimates that at approximately 175 return trips are made each year to 
Dusseldorf and Tilburg as well as other European destinations by UK based staff.  
Around a further 100 return trips each year are made into London Heathrow from 
various locations across Europe by their Europe-based staff.  From Fujifilm’s 
perspective, London Luton would ideally serve all routes for the above mentioned 
European travel, but 95% currently aren’t. 
International connectivity is important to Fujifilm UK in facilitating face to face meetings 
that are highly valued and key to Japanese business culture.  At present, only a small 
number of the above mentioned annual trips are made from London Luton Airport even 
though it is the most convenient for its staff, being the closest to the headquarters and 
where the majority of their staff live.  Only 15% of staff live inside the M25, with the 
remaining majority living within 30km of Bedford, and for whom London Luton Airport 
would be the most convenient.  Longer and more costly surface access journeys are 
needed to take flights from London City Airport, Heathrow and Stansted, due to the 
currently more limited route network at Luton Airport.  Fujifilm would like to see an 
expanded London Luton Airport, enabling it to grow its European route network to 
include destinations such as Dusseldorf and Eindhoven that are so vital for its business.  
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4.5.6 These case studies provide real examples of how the connectivity offered by 

the airport supports local businesses and the employment and income that they 
generate. 

4.6 Tourism 
4.6.1 The importance of the tourism sector as an employer is outlined in Figure 4.6.  

As can be seen, Luton in Bedfordshire, Hertsmere in Hertfordshire and South 
Bucks in Buckinghamshire, have the highest dependency on tourism in the 
Three Counties, with around one in eight employees employed in the sector, in 
comparison to around one in eleven in the Three Counties and the Six Counties 
and around one in ten in the East of England.   

Luton Hoo Hotel is a 5-star luxury spa hotel located just to the South of Luton in 
Bedfordshire.  The hotel is set in 1,100 acres of historic parkland centred around a 
grade I listed mansion and in total the estate provides 228 guest rooms and a range of 
facilities including an 18-hole golf course, luxury spa and conference / meeting room 
facilities.   
The hotel is operated by The Arora Group, who primarily operate and manage airport 
hotels, and while Luton Hoo does not accommodate a large proportion of guests who 
are travelling through the airport, they see the airport as a significant benefit in terms 
of the business it attracts to its conference and business-related facilities in particular.  
The airport itself, businesses located at and around the airport and to a lesser degree 
businesses who fly in, depend on the high-quality conference, team building and 
business social event facilities that the hotel provides. 
The Arora group believes that future growth of the airport will bring continued and 
additional benefits to their Luton Hoo Hotel business.  The initial construction, which will 
naturally last several years, will bring increased demand for conference facilities and 
accommodation.  Additionally, the future increase in passenger numbers as well as 
potential development of long-haul routes will increase demand for hotel 
accommodation.  More broadly, the Arora Group believe that growth of the airport will 
improve the status of Luton and with this will come a range of benefits to Luton, the sub-
region, as well as the Luton Hoo Hotel.  
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Figure 4.6: Percentage of employment in the tourism sector (2019) 

Source: York Aviation analysis of ONS definition of Tourism & BRES Data  

4.6.2 International tourism in the East of England has been growing over time.  As 
can be seen in Figure 4.7, the long run trend in international visitors has been 
steady with an upward trajectory, growing from around 1.95 million in 2011 to 
close to 2.3 million visitors in 2019. 

Figure 4.7: International visitors to the East of England (000s) 

 
Source: Visit Britain: Nation, Region and County data 

4.6.3 Figure 4.8 shows the key international markets for the East of England tourism 
sector in 2019. This shows a number of European short haul markets, namely 
Spain, France, Germany and Ireland in Western Europe and Romania and 
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Poland in emerging Europe.  It is worth noting that these destinations are 
already served from the airport, which means that it is well placed to attract key 
inbound visitors from these markets.  With growth in the network in the future, it 
has the potential to increase its role and bring in more visitors including from 
key markets such as the US and China, via hubs in the Middle East.   

Figure 4.8: Top 20 Markets for inbound visitors to East of England in 2019 (000s) 

 
Source: Visit Britain Tourism Statistics (2019) 

4.6.4 Air connectivity is central to attracting visitors from these markets. In 2019, over 
75% of international visitors to the East of England Region arrived by air, 
demonstrating clearly the importance of air access and the potential opportunity 
offered by future expansion. 

4.6.5 To the extent that future growth at the airport enables it to serve some key long 
haul markets, as will be explained in Section 6, there are potentially clear 
benefits in accessing key tourism markets for the East of England, such as the 
USA and China, albeit via convenient hub airports, which could be expected to 
increase tourist visits to the region materially.  

4.6.6 Tourism is also important at a local level, particularly within the Chilterns area, 
where the relative lack of staying visitors has been noted.   Greater air 
accessibility could enhance the attractiveness for visitors to stay in the area 
rather than it being seen as simply a day trip out of London.  Figure 4.9 
illustrates the range of tourist attractions across the Three Counties area. 
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Figure 4.9: Tourist attractions across the Three Counties  

   

Source: Visit Herts, Visit England, Experience Bedfordshire, Visit Buckinghamshire, Visit South East England, Chilterns Area of Outstanding Natural Beauty 



London Luton Airport Expansion 
Development Consent Order    
 
 
      

Need Case 

 

TR020001/APP/7.04 | Issue 1 | 27 February 2023  Page 67 
 

4.6.7 The economic implications of inbound and outbound tourism are set out, along 
with business related impacts in Section 8.  

4.7 Propensity to fly for business 
4.7.1 The extent of the underlying economy of the area around the airport and its 

reliance on air service access, coupled with its fundamental ‘internationality’, is 
also reflected in the propensity of the employment base to use air services.  
Figure 4.10 shows the number of business flights per head of employment 
to/from the study areas and a number of comparator areas. 

Figure 4.10: Business flights per person employed in 2019 

 
Source: York Aviation Analysis of CAA Passenger Survey 2019 and Business Register and Employment Survey 

4.7.2 The results suggest that Luton itself has an above average propensity to fly for 
business compared to most regions in the UK.  This highlights the important 
role that the airport plays in supporting the local economy.  It also identifies that 
the larger study areas of the Three Counties and the Six Counties also have a 
relatively high propensity to fly for business.  This strongly demonstrates that 
there is a need for air connectivity for business travel in Luton and its 
surrounding areas, where the airport currently draws the majority of its 
passengers from.  The number of business passengers using the airport has 
grown by 40% since 2010160 and its share of the overall London business air 
travel market has grown, reflecting its convenient location relative to areas with 
a high propensity to fly on business. 

4.7.3 Looking forward, and bearing in mind the expected focus of economic growth in 
the area in the future, it is clear that this existing need for connectivity will grow 
and that the airport has an important role to play in enabling this demand.  

 
160 CAA Passenger Survey Reports 2010 and 2019. 
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Conversely, it should also be recognised that if the airport cannot grow and the 
region around the airport falls behind in terms of relative global connectivity, 
then it is likely that some of the businesses that currently support this demand 
will move away or refocus their growth to areas that can support their needs. 

4.8 Deprivation 
4.8.1 The airport’s role within its catchment area is not just confined to the provision 

of air connectivity to passengers.  It also plays an important part in tackling 
deprivation in Luton and across the Three Counties by providing sustainable 
employment and economic prosperity. 

4.8.2 Figure 4.11 shows a map of the Index of Multiple Deprivation for the areas 
around the airport.  It reinforces the messages from economic policy review 
that, while the broad region around the airport is relatively affluent, there are still 
pockets of severe deprivation.   

4.8.3 A number of these areas of deprivation are close to the airport, notably in Luton 
itself, Bedford, Stevenage and Milton Keynes, and the airport already plays a 
role in addressing the issues in these areas.  Over a quarter of the Lower Super 
Output Areas (LSOAs) in Luton, around 14% in Bedford and 12% in Milton 
Keynes are amongst the 20% most deprived LSOAs in the country.   Future 
growth at the airport will significantly increase the role it can play in addressing 
deprivation in these areas, both as a source of direct employment, but also as a 
general economic driver for the area.  This is being addressed through the ETS 
[TR020001/APP/7.05], which will be targeted at ensuring that residents in areas 
of deprivation are able to access the higher value jobs that the Proposed 
Development will create.  The Community First Fund161 will also be aimed at 
tackling poverty and deprivation as one of its targets.  

4.8.4 This pattern also highlights the need to ‘level up’ these areas of deprivation 
within the overall region around the airport.  While the  Arc, for instance, has the 
potential to be an internationally significant economic region, it is vital for its 
overall success that its less deprived areas are able to share in its success. 

 
161 Further details on the Community First Fund can be found in the Draft Compensation Measures and 
Policies document [TR020001/APP/7.11].  
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Figure 4.11: Deprivation Index across the sub-region 

 
Source: CDRC Maps for IM 
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4.8.5 Overall, the key message is clear: Luton has one of the highest levels of 
deprivation in the East of England and higher than the majority of the rest of the 
region.  This suggests a need for the development of the airport to directly 
contribute towards ‘levelling up’ the economic prosperity in Luton and help 
facilitate indirect contributions through its business and leisure users.  The poor 
performance of the area in recovering from the effects of the Covid-19 
pandemic, as noted in Section 2, gives greater imperative to leveraging the 
benefits that the growth of the airport can bring into the future. 

4.9 Summary 
4.9.1 The airport is situated at the heart of an internationally focussed region, as has 

clearly been recognised by the recognition of the Arc and its role in delivering 
growth.  The area is home to concentrations of economic sectors that are 
demonstrably reliant on air travel and that offer significant opportunities for 
future growth. The international nature of the economy within the airport’s 
‘home’ region is further reflected in the high levels of exports from the region 
and the high and growing proportion of regional GVA that is supported by 
foreign owned companies.   

4.9.2 At the same time, there are very real pockets of deprivation around the airport, 
notably in Luton itself, Bedford, Stevenage and Milton Keynes.   In this context, 
the growth of the airport to 32 mppa is of dual economic importance.  It is 
needed to ensure that the areas around the airport continue to have access to a 
strong and, crucially, growing base of connectivity to support their international 
economies, both by retaining existing companies but also through attracting 
new investment.  At the same time, growth at the airport represents a significant 
opportunity to create jobs and address deprivation, backed by the ETS 
[TR020001/APP/7.05], with the intention that the strategy will ensure that 
opportunities for employment are targeted at areas of higher unemployment and 
where there is a need for more jobs. 
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 LONDON LUTON AIRPORT’S CURRENT MARKET PERFORMANCE 

5.1 Introduction 
5.1.1 As set out in the previous section, the airport has been one of the UK’s fastest 

growing airports over the last decade and had reached the passenger capacity 
limit of its existing planning permission prior to the onset of the Covid-19 
pandemic.  This section provides some background on the current performance 
and operations at the airport. The following sections will then set out the current 
growth forecasts for the airport, explain how this growth will be accommodated 
by the Proposed Development and then set out the economic benefits of 
expansion.   

5.1.2 In the light of the Covid-19 pandemic and the implications that travel restrictions 
had on air travel, 2019 is adopted as the base year for all assessments as 
2020, 2021 and 2022 are unrepresentative of the expected future operational 
characteristics as travel restrictions have been progressively removed.  2019 
forms the baseline for the environmental and other assessments supporting the 
application for development consent. 

5.2 Current and recent passenger and aircraft movement growth  

Passengers 

5.2.1 In 2019, passenger throughput was recorded by the CAA at nearly 18.2 
mppa162, an increase of nearly 8.6% over the previous year.  This number is 
above the stated planning cap of 18 mppa, as infants are excluded from the 
calculation of the cap but included within the CAA data.  For forecasting 
purposes for the application, the CAA recorded data has been adopted as the 
baseline. 

5.2.2 Over the previous 10 years, the airport saw significant growth in passenger 
numbers.  Following the economic downturn in 2008, there was a decline in 
passenger numbers, common to all UK airports.  However, the airport returned 
to growth in 2010 and has seen continual growth since that time.  The airport 
was, in 2019, the UK’s fifth largest by passenger traffic.  Since 2009, passenger 
throughput has increased by 99.8%, representing a compound annual growth 
rate (CAGR) of over 7%.  This growth is even more significant when compared 
to the post-recession low point in 2010, with 2019 passenger throughput 
representing a 109% increase in passengers since that time.  Significant growth 
occurred from 2013 onwards, representing a CAGR of 11.1% over the five-year 
period to 2019, as shown in Figure 5.1.   

5.2.3 The high growth seen is, in part, a reflection of recovery from the post-recession 
low point in 2010 but also a reflection of the faster economic growth in the 
South East of England, leading to faster growth in demand than observed over 
the rest of the UK.  The airport captured a share of this faster underlying market 
growth. 

 
162 CAA Airport Statistics 2019. 



  

London Luton Airport Expansion 
Development Consent Order    
 
   

Need Case 

 

TR020001/APP/7.04 | Issue 1 | 27 February 2023  Page 72 
 

Figure 5.1: London Luton Airport passenger traffic 

 
Source: CAA Airport Statistics 

 Covid Recovery 

5.2.4 Although Covid-19 has had a substantial impact on passenger throughput 
across all UK airports and globally, underlying demand for air travel has 
remained strong and, as restrictions on travel to and from the UK and other 
countries have eased, the throughput of the airport has recovered gradually.  By 
August 2022, passenger throughput at the airport had recovered to 80% of 
2019 levels and recovery is expected to continue through 2023 as remaining 
travel restrictions are removed.    

Aircraft movements 

5.2.5 Throughout the same 10-year period, from 2009 to 2019, aircraft movements 
also grew, although at a slower rate than overall passengers.  Figure 5.2 below 
shows some reduction in movements following the economic downturn in 2008, 
followed by a relatively flat period to 2013 where a noticeable recovery begins in 
line with passenger growth.  The decline in aircraft movements associated with 
the recession included not only commercial passenger flights, but also business 
aviation, and the recovery of the latter category also started in 2010, mirroring 
the general trends in aviation demand growth seen across the UK.  The total 
aircraft movement figures shown in Figure 5.2 consist primarily of commercial 
passenger aircraft movements but also include business aviation, cargo and a 
small number of aircraft maintenance related movements.    
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Figure 5.2: Aircraft movements at London Luton Airport 

 
Source: CAA Airport Statistics 

5.2.6 In 2019, total aircraft movements were 43.7% higher than in 2008, at nearly 
142,000.  The slower growth in aircraft movements compared to passenger 
volumes can be attributed mainly to the increase in passengers per aircraft 
movement, driven by higher load factors163 and larger average aircraft seating 
capacities.  The growth in passengers per aircraft movement has been greater 
than expected at the time of the planning permission (12/01400/FUL) for Project 
Curium164 when the total number of aircraft movements at 17.8 mppa was 
expected to reach 157,000 a year165 by 2028.  However, because of the 
increase in the number of passengers carried by each aircraft, the overall 
growth in passengers has been achieved with a lower number of aircraft 
movements.  

Business aviation aircraft movements 

5.2.7 Business aviation is the use of general aviation aircraft for company business 
and also includes private aircraft and air taxis.  Overall, there has been a 
reduction in business aviation aircraft movements over the last 10 years, with 
an initial 31% fall from the pre-recession peak of activity of 36,000 annual 
aircraft movements in 2007.  Business aviation movements have regained 
ground slowly since the recession but remained below this peak in 2019 at 
28,100 annual aircraft movements. 

5.2.8 The decline in business aviation movements, which remain below the numbers 
expected as part of Project Curium, relates partly to the effect of faster growth 
of commercial passenger operations restricting the availability of slots at peak 

 
163 The load factor is the proportion of seats sold on each flight. 
164 Project Curium was the project carried out by LLAOL to increase capacity at the airport to 18 mppa and 
which gained planning consent in 2014. 
165 London Luton Airport Operations Limited, Planning Supporting Statement, Nov 2012. 
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periods and the relatively limited apron areas for the parking of such aircraft.  
More recently, in order to limit the noise impact of the airport’s operation at 
night, further scheduling restrictions166 have been placed on such operations in 
the night period.  The effect of this has been some reduction in the number of 
such movements, which in 2019 made up 28,106 of the aircraft movements 
shown in Figure 5.2 above. 

Cargo aircraft movements 

5.2.9 Cargo aircraft movements initially fell by 41% following the recession from a 
peak of 2,885 cargo aircraft movements in 2007.  Cargo movements have since 
had a flatter profile of growth compared to passenger aircraft movements from 
2009 onwards, and have now returned to 2007 levels with 2,800 such 
movements in 2019, including empty positioning flights.     

5.2.10 In general, across the UK, the market for dedicated cargo flights has been 
declining but many of the cargo operations at the airport are by DHL, which 
operates an integrated cargo solution specialising in express parcels, often 
associated with e-commerce.  Such operations continue to grow within the UK, 
principally at East Midlands Airport.  In the cargo sector, the airport fulfils a 
complementary role to Heathrow, with the focus on inbound deliveries of high 
value and urgent goods to London and the wider South East. 

5.2.11 During the Covid-19 pandemic, an increased proportion of cargo was carried by 
dedicated cargo aircraft as the availability of bellyhold capacity was reduced as 
passenger services were largely suspended in response to international travel 
restrictions and decreased passenger demand.  The increased reliance on 
cargo aircraft has been short-term and in direct response to the transient market 
conditions brought by the pandemic and, therefore, it is appropriate to use 2019 
as the baseline for future cargo aircraft movement forecasts at the airport. 

5.2.12 Table 5.1 below shows the breakdown of the recorded number of aircraft 
movements by type of operation between 2017 and 2019. 

Table 5.1: Aircraft movement categories 

 2017 2018 2019 
Passenger 103,492 105,351 110,545 
Cargo167 1,924 2,300 2,826 
Business Aviation 30,047 29,027 28,106 
Other 58 79 4 
Grand Total 135,521 136,757 141,481 

Source: LLAOL 

 
166 London Luton Airport is a Coordinated Airport under the UK Airports Slot Allocation Regulations 2006 as 
amended.  This requires all aircraft operations to be granted a slot in order to operate. 
167 This includes empty positioning flights. 
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Routes and airlines 

5.2.13 Airline services at the airport are dominated by low fares airlines and, in 2019, 
three low fares carriers, easyJet, Wizz Air and Ryanair, accounted for over 94% 
of all available seats, up from 86% in 2012.  EasyJet has historically been the 
largest operator at the airport but, in 2019, Wizz Air matched easyJet’s total 
seats available throughout the year.  Wizz Air has made the airport its principal 
UK base.  This growth in dominance by the three big low fare airlines can be 
seen in Figure 5.3 below. 

Figure 5.3: Departing seats by airline 2012-2019 from the airport 

 
Source: OAG168 

5.2.14 The demise of Monarch Airlines in 2017 further bolstered the share of the three 
dominant carriers.  Wizz Air’s acquisition of Monarch’s runway slots has helped 
the former’s recent growth.  TUI is the largest charter airline at the airport but, 
since 2012, has seen a reduction both in its share of available seats (from 4% in 
2012 to 1.3% in 2019) and also in the actual number of seats available.  Other 
airlines at the airport in 2019 included low fares airlines such as Blue Air and 
Vueling, as well as El Al of Israel and a handful of other airlines that provided 
limited seat capacity. 

5.2.15 The business models of the predominantly low fare airlines, focusing on short 
haul services currently, is reflected in the route network.  In 2019, over 97% of 
seat capacity was on short haul routes to Europe (including domestic 
services169) and North Africa.  This represents a small decline in the short haul 
share since 2012 due to some growth in capacity to Tel Aviv (as Wizz Air 

 
168 Online Airline Guide (OAG). 
169 Services within the United Kingdom. 
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entered this market) but, on the whole, the geographic balance in the network 
has changed little although specific destinations may have changed.  However, 
the growth of Wizz Air and Blue Air at the airport results in the short haul170 
network being more balanced between Western and Eastern/Central Europe 
than historically, as can be seen in Figure 5.4.   

Figure 5.4: Geographic composition of seat capacity available at the airport 

 
Source: OAG 

5.2.16 This growth in the European network has also seen the total number of 
destinations served grow from 100 in 2012 to 159 in 2019. 

5.2.17 In 2019, around 7% of passengers were using domestic services, mainly 
operated by easyJet.  There were seven key domestic destinations served in 
2019  including the Channel Islands and Isle of Man.  In 2018, Belfast was the 
largest by passenger numbers, followed by Edinburgh and Glasgow 
respectively. 

Growth in aircraft size and load factors 

5.2.18 The average number of passengers per movement has seen a rapid increase in 
recent years, climbing from 138 passengers per aircraft on average in 2012 to 
165 in 2019.  This means that recent passenger growth has not been matched 
by the same rate of growth in the number of aircraft movements.  This has been 
the result of two key drivers combined: 

 
170 Short haul refers to flights principally to destinations in Europe, including UK domestic flights. 
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a. the average number of seats available on each flight has been increasing 
at the airport; and 

b. airlines have been selling a higher proportion of the seats available on 
each flight (known as the load factor). 

5.2.19 The average number of seats available on each flight has been increasing as 
airlines have been replacing their older aircraft with higher capacity versions of 
the same aircraft families.  The two largest carriers at the airport, easyJet and 
Wizz Air, have both been upgrading their Airbus A320 family aircraft to larger 
versions. These are essentially stretched variants of the same basic aircraft with 
more seats on board.  The scale of seat increase in each case is shown in 
Figure 5.5.  This trend is expected to continue as airlines upgrade their current 
fleets over the next decade. 

Figure 5.5: Relative increase in seats per aircraft for easyJet and Wizz Air 

 
Source: OAG/York Aviation 

5.2.20 Figure 5.6 goes on to illustrate the balance of aircraft types scheduled to 
operate at the airport for each of these two key carriers since 2012 and the 
subsequent average seats per movement.  As the two largest carriers, easyJet 
and Wizz Air have played a significant role in underpinning average aircraft size 
growth across the airport as a whole.  Figure 5.7 shows the fleet mix and 
resultant average seats per flight for the airport as a whole from 2012 to 
present. 
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Figure 5.6: Fleet breakdown and average seats per aircraft movement for easyJet and 
Wizz Air at the airport 

Source: OAG / York Aviation 

5.2.21 Figure 5.7 also identifies the principal aircraft types that used the airport in 
2019, these were largely narrowbodied aircraft in the size category known as 
Code C aircraft171.  There were also a small number of larger Code E aircraft, 
such as El Al Boeing 777-200ERs and some ad-hoc charters by Airbus A330s 
using the airport in 2019 and such operations continue as well as the use of 
Code E aircraft on cargo flights. 

Figure 5.7: Scheduled fleet mix and average seats per aircraft movement at the airport 

 
Source: OAG/York Aviation 

 
171 Code C and Code E are International Civil Aviation Organisation (ICAO) reference codes for aircraft, 
determined principally by the dimensions of the aircraft.  These codes are used to designate the facilities 
required on the airfield and their dimensions. 
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5.2.22 Combined with this upward shift in aircraft capacity, the main airline operators 
have also been increasing the proportion of seats sold on each flight (the load 
factor).  Whilst low fares airlines, such as easyJet, historically aimed to sell in 
the region of 85% of all seats, that figure has increased rapidly in recent years 
to over 90% across their networks.  Figure 5.8 shows the average load factors 
for the airport’s three largest carriers across their whole networks over time and 
illustrates the clear upward trend. 

Figure 5.8: Network-wide average load factors for key airlines 

 
Source: Airline Annual Reports 

5.2.23 The general trend towards higher load factors by these carriers has applied 
equally at the airport, where it is estimated that the average load factor across 
all airlines climbed from 81% in 2012 to 87% in 2019.  This reflects the overall 
mix of airline operations at the airport. 

Passenger characteristics 

5.2.24 The CAA carry out surveys of passengers at the main UK airports, including 
London Luton Airport, to ascertain their characteristics172.  The split of business 
and leisure between UK resident and foreign resident passengers at the airport 
is shown below in Figure 5.9.  Leisure passengers have been split into pure 
leisure passengers and those visiting friends and relatives (VFR).  It is notable 
that UK resident passengers travelling for purely leisure reasons accounted for 
only 26% of the total passengers using the airport. 

 
172 The Civil Aviation Authority undertake surveys of departing passengers at the main UK airports, including 
LTN, throughout each year.  This sample survey data is used to define the characteristics of passengers 
using each airport and is weighted to reflect the number of passengers using each airport on an annual 
basis. 
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Figure 5.9: Business and leisure split between UK and Foreign resident passengers 2019 

Source: CAA Passenger Survey data 

5.2.25 Of the nearly 18.2 million passengers travelling through the airport in 2019, 
around 33% were foreign residents, which is slightly more than the proportion at 
London Gatwick Airport, and 13% were travelling on business, which is slightly 
less than the proportion seen at London Stansted and London Gatwick Airports.  
Purely outbound leisure passengers amounted to only 26% of the total.  It is 
significant that 33% of all passengers using the airport were foreign visitors and 
a majority of those UK residents using it were travelling for business reasons or 
to visit family and friends abroad.  This highlights the important social role of the 
airport in enabling such visits and in creating the conditions where people are 
willing to locate in the area.  The airport has a high proportion of VFR 
passengers and this highlights the important role that the airport plays in this 
regard.  If those UK residents could not easily travel to visit family overseas, 
they would be less likely to live and work locally and this would have broader 
labour market implications.      

5.2.26 It should also be noted that just over 5% of passengers using the airport in 2019 
were transferring between flights and so do not impact on the surface transport 
network. 

5.3 Catchment area and leakage 
5.3.1 In Figure 5.10 below, the catchment area by local authority district from which 

the airport draws its passengers is illustrated, taken from the same CAA 
Passenger Survey data.  It demonstrates the relatively local nature of the 
airport’s catchment with approximately 4.7 million passengers (27%) coming 
from the Three Counties of Bedfordshire, Buckinghamshire and Hertfordshire, 
immediately surrounding the Airport.  A further 39% of passengers have surface 
origins or destinations in Greater London, with a strong catchment focus along 
the M1/Thameslink corridor and into the  Arc. 
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Figure 5.10: The airport’s passenger catchment area 2019 

 
Source: CAA Passenger Survey data 

5.3.2 The airport commands a high market share of all short haul air travel in the 
areas close to it.  The airport’s share of the market for short haul air travel is 
shown in Figure 5.11.  The districts where it commands the highest share of the 
market are shown in Table 5.2.  Its highest share of the market is attained in the 
Bedfordshire districts but the share of the overall market remains high across 
the Three Counties (see previous paragraph) and down the M1/Thameslink 
corridor including the northernmost London boroughs.  This illustrates the 
importance of the airport being able to deliver enhanced air connectivity, 
particularly to short haul markets, if these areas are to keep pace with other 
areas of the UK in terms of the air connectivity available to them .  
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Figure 5.11: The airport’s share of the short haul market by district 2019 

 
Source: CAA Passenger Survey data 

5.3.3 Table 5.2 details the top ten districts where the airport had the strongest market 
share for short haul passenger traffic in 2019.  Districts within the immediate 
vicinity of the airport have the highest proportion of passengers using it for short 
haul services. 

Table 5.2: The airport's share of short haul air transport market by district in 2019 

Rank District Airport market share 
1 Luton 83.5% 
2 Bedford 79.2% 
3 Central Bedfordshire 75.0% 
4 St. Albans  70.3% 
5 Stevenage  67.2% 
6 Milton Keynes 65.6% 
7 Dacorum  63.4% 
8 North Hertfordshire  60.0% 
9 Wellingborough  59.7% 
10 Northampton  58.7% 

 
Source: CAA Passenger Survey data 
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Business passengers 

5.3.4 Over the past few years, the airport has handled in excess of 1.5 mppa 
travelling for business purposes.  Figure 5.12 illustrates how the volume of 
business passengers at the airport has grown between 2016 and 2019.  In 
2019, it handled nearly 2.2173 million business passengers, of which 1.7 million 
originated from the within the Six Counties area.  The airport handled in the 
region of 100,000 business passengers annually from the district of Luton 
alone.   

Figure 5.12: Business passengers using the airport 

 
Source: CAA Passenger Survey data 

5.3.5 Table 5.3 lists the top districts from which the airport drew its business 
passengers in 2019.  Milton Keynes contributed the largest number of business 
passengers from a single district, accounting for approximately 9% of all 
business passengers who used it in 2019.  Other nearby districts, such as 
Luton, Central Bedfordshire and St. Albans, also contributed significant volumes 
of business passengers.  The airport also draws large numbers of business 
passengers from various London Boroughs, with the City of Westminster alone 
contributing the second highest number of business passengers. 
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Table 5.3: Surface origins of business passengers using the airport in 2019 

Surface origin district Business passengers % of Total 
Milton Keynes 194,100 9% 
City of Westminster London 
Borough 

115,900 5% 

Luton 105,800 5% 
Central Bedfordshire 103,700 5% 
Camden London Borough 86,600 4% 
St. Albans District 72,100 3% 
Dacorum District 67,900 3% 
Welwyn Hatfield District 56,500 3% 
Barnet London Borough 55,500 3% 
Islington London Borough 48,700 2% 
City of London Borough 47,400 2% 
North Hertfordshire District 44,900 2% 
Watford District 37,200 2% 
Brent London Borough 37,000 2% 
Kensington and Chelsea 
London Borough 

35,400 2% 

Others 1,076,200 49% 
Three Counties 821,500 38% 
Six Counties 962,900 44% 
London Thameslink Corridor 283,700 13% 
London 778,000 36% 
East of England 700,600 32% 
South East 1,185,500 54% 
Greater South East 1,886,000 86% 
Total 2,184,900 100% 

Source: CAA Passenger Survey data 

5.3.6 Business passengers at the airport make use of its strong domestic and 
European route network.  Table 5.4 shows the most popular routes for 
passengers travelling for business purposes in 2014 and 2019.  Domestic 
services to/from Edinburgh, Glasgow and Belfast remained strong throughout 
the five-year period, and connections to major European cities, such as 
Amsterdam, Paris and Geneva, have continued to grow.  It is notable that 
connections to secondary Eastern European cities, such as Cluj, Gdansk and 
Sofia, are also important to business passengers using the airport.  
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Table 5.4: Top destinations for business passengers using the airport 

Destination city 
(2014) 

Business 
passengers (2014) 

Destination city 
(2019) 

Business 
passengers (2019) 

Edinburgh 155,650 Amsterdam 195,650 
Amsterdam 155,550 Edinburgh 142,500 
Glasgow 110,350 Glasgow 119,900 
Paris 91,100 Belfast 115,150 
Budapest 87,800 Barcelona 86,100 
Belfast 86,850 Paris 78,100 
Dublin 73,100 Geneva 68,000 
Bucharest 55,700 Bucharest 66,200 
Warsaw 50,500 Dublin 64,900 
Geneva 50,300 Warsaw 61,750 
Katowice 47,550 Budapest 57,000 
Berlin 46,750 Lisbon 52,500 
Cluj 44,800 Tel Aviv 49,400 
Vilnius 40,600 Cluj 45,900 
Tel Aviv 39,550 Gdansk 44,500 
Barcelona 38,650 Berlin 42,850 
Sofia 38,250 Sofia 42,500 
Dortmund 37,050 Zurich 41,900 

Source: CAA Passenger Survey data 

 Characteristics of business passengers 

5.3.7 Table 5.5 sets out the average annual income of business passengers at the 
airport with surface origins or destinations across the South East and East of 
England.  Over half of the business passengers using it from the East of 
England had an annual income of at least £57,500 in 2019, which is 
considerably higher than the average full time earnings in the East of England.  
This suggests that business travel usage from the airport is important to key 
decision makers in the businesses concerned, which reflects its economic role 
outlined in the previous section. 
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Table 5.5: Annual income of the airport's business passengers in 2019 

Income Bracket East of 
England South East London Greater South 

East 
0 - £22,999 7% 14% 14% 11% 
£23,000 - 
£34,449 11% 14% 14% 13% 

£34,500 - 
£57,499 31% 28% 31% 30% 

£57,500 - 
£114,999 38% 38% 26% 33% 

£115,000 - > 
£350,000 13% 6% 15% 13% 

Source: CAA Passenger Survey data 

5.3.8 Figure 5.13 shows the sectors in which business passengers travelling to or 
from the Greater South East region and using the airport in 2019 were 
employed.  Business passengers employed in the technology, media and 
telecoms sector represented the single largest proportion at approximately 21%, 
followed by those employed in manufacturing and financial services sectors that 
accounted for 16% and 11%, respectively.  This fits closely with the air 
intensive, air sensitive and high-value added sectors identified in Section 4.  
The preponderance of tech, advanced manufacturing, professional, scientific 
and technical activities, and the creative industries is clear in both analyses.  

Figure 5.13: Employment sectors of business passengers at the airport in 2019 

 
Source: CAA Passenger Survey data 
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5.3.9 The overall business passenger market is also considered in Figures 5.14 and 
5.15 below.  As can be seen in Figure 5.14, the airport is used by more than 
half of all business passengers travelling to and from Luton itself, but it also 
handles over a third of all business trips to and from the Three Counties area.  
Beyond the Three Counties, greater proximity to Heathrow, Stansted or London 
City can be a factor.  Nonetheless, the high share of the business travel market 
commanded by Luton within the Three Counties area highlights the significant 
role played by the airport and the importance of it being able to increase the air 
connectivity offered to business travellers through the growth enabled by the 
Proposed Development.  If the airport was not able to expand to accommodate 
growth, it is likely that the route network would consolidate back to high volume 
leisure routes, which would be detrimental to business prospects within the 
Three Counties as business passengers from these areas are likely to have to 
travel further to access air services not available from London Luton Airport. 

Figure 5.14: London airports’ share of business passengers in 2019 

 
Source: CAA Passenger Survey 

5.3.10 An important point to note is that much of the leakage of business passenger 
demand from the Three Counties to the other London airports is travelling to or 
from destinations not already served from the airport, including leakage of long 
haul traffic to Heathrow.  Destinations such as Germany and the USA are not 
currently served from the airport but the growth enabled by the Proposed 
Development would allow such services to develop over time and enable the 
airport to claw back more of the local business passenger demand.  Enabling 
this claw back would have the effect of reducing the length of surface access 
journeys compared to accessing these other airports so reducing congestion 
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and consequent environmental impact, as well as delivering productivity 
benefits to business as will be explained further in Section 8.  The Proposed 
Development will also facilitate some long haul service development from the 
airport through providing some facilities for larger Code E type aircraft able to 
serve the Eastern seaboard of the USA and points in the near East, providing 
onward hub connections. 

 Business related connectivity to/from the airport 

5.3.11 The analysis below considers the value of the airport’s route network in terms of 
its ability to connect the regional economy to key economic centres around the 
world. This has been done by considering its coverage of world cities, as 
defined by the Globalisation and World Cities Network (GaWC) in The World 
According to GaWC in 2020174. This is the latest publication in a long series of 
research into world city formation around the world, including Europe.  The 
research analyses the location decisions of advanced service firms to establish 
a hierarchy of world cities. Cities are then classified into a series of rankings 
starting with Alpha++ (the most important global centres) through to Gamma-. In 
addition, the classification identifies High Sufficiency and Sufficiency cities, 
which do not have all the features of world cities but display important 
characteristics of world cities. The analysis here focusses on connectivity to 
Alpha, Beta and Gamma cities, which are all considered to be important cities 
for business internationally. The full list of cities categorised by GaWC is 
included in Appendix A. 

5.3.12 Figure 5.15 shows the number of GaWC cities served from the airport over the 
last 10 years. There are a number of points to note: 

a. across all classifications, the number of world cities served by the airport 
has been on an upward trend for the last 10 years, reflecting its ongoing 
traffic and network growth; 

b. there has been a limited growth in the number of Alpha cities served since 
2011, with only three new Alpha cities being added since 2011.  However, 
it should be recognised that the total number of Alpha cities is relatively 
small; and 

c. there has been some growth in Beta city coverage, but this has, too, been 
limited.  Coverage of Gamma cities has grown rapidly and doubled since 
2011.  These are cities that are growing in business importance and 
support the concept of global Britain. 

5.3.13 The ongoing growth in connectivity to these key economic centres is an 
important indicator of how the airport’s growth to date has fuelled its ability to 
support connectivity that is important in driving economic benefits.  Some 
variation year on year is to be expected but the upward trend is clear indicating 
how it has supported wider business growth in the region over the last decade.  
Further expansion of capacity at the airport, as proposed, is essential to 
ensuring that the trend for improving business related connectivity can continue.  
Growth will enable the airport to deepen its connectivity to core Alpha, Beta and 

 
174 Loughborough University, GaWC (2020), The World According to GaWC 2020. 
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Gamma cities, including serving them at higher frequencies, which is important 
to business travellers, while growing further its coverage of globally important 
cities for business in all categories, particularly in Europe.  This will enable the 
airport to develop the breadth and depth of connectivity that is so important to 
internationally competitive regions. 

Figure 5.15: GaWC cities served from the airport 

 
Source: York Aviation analysis of GaWC, The World According to GaWC 2020 and OAG 

Inbound business passengers 

5.3.14 Figure 5.16 shows the surface origins/destinations of inbound business 
passengers using the airport.  A high proportion of inbound business 
passengers were travelling into London and the proportion has remained fairly 
stable over time.  Inbound business passengers make up around one third of all 
business passengers using the airport and, similarly, this proportion has 
remained stable over time.  
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Figure 5.16: Foreign inbound business passengers using the airport 

 
Source: CAA Passenger Survey 

Leisure passengers 

5.3.15 The airport has seen strong growth in leisure passengers since 2016, growing 
from 12.7 million passengers in 2016 to over 15.1 million passengers175 in 2019 
as shown in Figure 5.17.  As noted earlier in this section, a high proportion of 
these passengers were visiting friends and family either in the UK or abroad 
and a proportion were inbound tourists visiting the area more generally.  Much 
of this growth has come from the Six Counties and the northern part of London 
reflecting the increasing attractiveness of the airport as its network of services 
has grown.  This clearly demonstrates the role that the airport plays in the wider 
leisure market.  Its market share within the Three Counties was already high but 
greater penetration of the market in the Six Counties and London demonstrates 
the growing importance of the airport in satisfying demand from across the East 
of England, the South East, London and the Midlands. 

 
175 Excluding transfer passengers. 
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Figure 5.17: Leisure passengers using the airport 

 
Source: CAA Passenger Survey 

5.3.16 Table 5.6 shows the main districts from which the airport drew its leisure 
passengers in 2019.  This pattern is similar to that for business passengers.  
Bedford, contributed the largest number of leisure passengers by any single 
district, amounting to around 700,000 passengers or 5% of the airport’s annual 
traffic.  Other nearby districts, such as Central Bedfordshire, Luton, Milton 
Keynes and St. Albans, also contributed significant volumes of leisure 
passengers along with the London Boroughs of Barnet and Camden.  Overall, 
the airport drew large numbers of leisure passengers from various London 
Boroughs (around 39% of leisure traffic drawn from all boroughs in London) 
reflecting both outbound and inbound leisure visitors. 

  

0.5 0.4 0.5 0.6

3.4 3.7 3.9 4.0

0.9 1.1 1.3 1.4

4.4
5.2

5.4
6.0

3.2
3.3

3.3
3.2

0.0

2.0

4.0

6.0

8.0

10.0

12.0

14.0

16.0

2016 2017 2018 2019

Vo
lu

m
e 

of
 L

ei
su

re
 P

as
se

ng
er

s 
(m

illi
on

s)

Luton Rest of Three Counties Rest of Six Counties London Other Regions



  

London Luton Airport Expansion 
Development Consent Order    
 
   

Need Case 

 

TR020001/APP/7.04 | Issue 1 | 27 February 2023  Page 92 
 

Table 5.6: Surface origins of leisure passengers using the airport in 2019 

Surface origin districts Passengers % 
Beford 697,300 5% 
Central Bedfordshire 634,200 4% 
Luton 568,600 4% 
Barnet London Borough 561,800 4% 
Camden London Borough 532,300 4% 
Milton Keynes 487,500 3% 
St Albans District 479,800 3% 
City of Westminster London Borough 446,000 3% 
Brent London Borough 344,300 2% 
Harrow London Borough 328,300 2% 
South Cambridgeshire District 314,900 2% 
City of London Borough 309,700 2% 
Huntingdonshire District 304,900 2% 
Enfield London Borough 298,500 2% 
North Hertfordshire District  286,800 2% 
Others 8,557,000 56% 
Three Counties 4,564,000 30% 
Six Counties 5,996,000 40% 
London Thameslink Corridor 2,205,200 15% 
London 5,975,700 39% 
East of England 4,994,700 33% 
South East 8,100,400 53% 
Greater South East 13,095,100 86% 
Total 15,151,900 100% 

 
Source: CAA Passenger Survey 

5.3.17 Figure 5.18 illustrates the market share by airport for leisure passengers with 
origins and destinations in the airport’s key study areas.  It has a strong position 
in terms of meeting the needs of passengers to/from Luton.  The airport’s 
influence remains strong within the core area it serves, with a 50% market 
share within the Three Counties and 32% in the Six Counties.  Close to two 
million passengers to/from the Three Counties use Heathrow, although over 
60% of these passengers were travelling to long haul destinations.  Stansted is 
the largest competitor in the short-haul leisure market, drawing around 1.4 
million passengers from the Six Counties area.  It is, however, also noticeable 
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that Gatwick draws over 700,000 passengers from the area on a mix of short 
and long haul flights.  This demonstrates the potential for a growing London 
Luton Airport to clawback demand from these more distant airports, serving that 
demand more efficiently and locally.  Much of the leakage to these other 
airports, particularly to Heathrow and Gatwick is to long haul destinations not 
presently served by the airport but which will be enabled by the Proposed 
Development over the longer term enabling more of the leakage to be clawed 
back. 

Figure 5.18: London airports’ share of leisure passengers in 2019 

 
Source: CAA Passenger Survey 

 Inbound leisure tourism 

5.3.18 Figure 5.19 shows that the overall volume of inbound leisure passengers flying 
through the airport in 2019 has grown by around 50% since 2016.  However, 
this growth has largely been in visits to the Three Counties and the Six 
Counties, with the proportion staying locally increasing from 43% of inbound 
visitors using the airport to 53%.  This suggests strongly that, as the airport 
grows its route network, it can contribute to growing the number of tourist visits 
within the local area, thereby supporting wider economic benefits as explained 
later. 

5.3.19 The source markets for this inbound leisure tourism (including those visiting 
friends and relatives (VFR)) to the Three Counties are set out in Figure 5.20.  
The growth of Wizz Air’s operation at Luton has brought a greater influx of 
visitors from Central and Eastern Europe with Poland, Romania and Lithuania 
all accounting for at least 5% each of total inbound tourists using  the airport.  
Ireland tops the list with around 13%.  To a large degree, the origins of inbound 
visitors reflect the route network offered by the airport, indicating the potential 
for growth in the inbound tourism contribution as the route network expands.  
However, it is evident that, based on the current route structure, a high 
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proportion of inbound visitors are visiting friends and relatives in the area, 
accounting for over 70% of inbound visitor trips in the pre-pandemic period. 

Figure 5.19: Foreign inbound leisure passengers using the airport 

 
Source: CAA Passenger Survey   

Figure 5.20: Key markets for inbound tourism in the Three Counties in 2019 

 
Source: CAA Passenger Survey 
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should facilitate areas local to the airport in attracting a higher number of visitors 
in the future.   

Figure 5.21: Passenger market share for foreign inbound passengers visiting the Three 
Counties in 2019 

 
Source: CAA Passenger Survey 2019 

 Visiting friends and relatives 

5.3.21 In terms of outbound leisure trips, a substantial proportion of these are visiting 
friends and relatives, as with the inbound trips as shown in Figure 5.22.   This is 
important in the context of the role that the airport plays in ensuring that the 
surrounding area is perceived as an attractive place to live as it is easy for 
friends and family to visit and vice versa.  VFR passengers make up over half of 
all leisure passengers using the airport.  The use of the airport for purely holiday 
trips was not growing prior to the pandemic.   
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Figure 5.22: Purpose of UK resident leisure passengers flying through the airport 

  
Source: CAA Passenger Survey 

5.4 Conclusions 
5.4.1 This section sets out some basic information about the nature of the operations 

at the airport pre-pandemic and specifically in 2019, which forms the basis for 
the assessment of the impact of the Proposed Development.  The rapid growth 
in demand, prior to the pandemic, provides the basis for the development of 
projections for the future use of the airport and the assessment of the capacity 
needed to handle it, as set out within this document.  The airport is showing 
strong recovery from the effects of the pandemic and is on track to attain 2019 
traffic levels by 2024.  

5.4.2 Analysis of the characteristics of passenger demand using the airport in 2019 
indicates how growth has enabled it to better serve the needs of its catchment 
area but also the scope for further enhancement of the airport’s broader 
economic role with the Proposed Development, which is set out in the following 
sections. 
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 FUTURE DEMAND FORECASTS 

6.1 Introduction 
6.1.1 This section explains the demand projections that underpin the Proposed 

Development.  At the outset, it should be noted that the Covid-19 pandemic led 
to an almost complete suspension of flying from many UK airports and a 
significant drop in demand due to Government policies around ‘lockdowns’ and 
travel restrictions.  Significantly, the pandemic led to an economic downturn 
globally, including a recession in the UK and most European nations, which are 
the core markets served from the airport.  

6.1.2 In consequence, the forecasts have been kept under review and the forecasts 
presented here have been developed using economic projections from early 
2022, which take into account pandemic related effects, as well as the 
implications of Brexit.  The forecasts are also set out as a range to reflect 
greater market uncertainty over the forecast period, which would encompass 
more recent global events. 

6.1.3 This section outlines the methodology used to produce these forecasts, 
including the assumptions and key economic input data, as well as the resultant 
output forecasts.   

6.2 Approach to passenger demand forecasting 
6.2.1 This sub-section outlines the overall approach taken in developing the 

passenger forecasts, including the key input assumptions and the resulting 
growth rates arising from the modelling. 

Approach overview  

6.2.2 The primary approach to developing the forecasts for the airport has been to 
follow a ‘top-down’ econometric approach which takes into account 
consideration of macro econometric effects, passenger choice and 
displacement, and long-term trends176.  This type of approach is generally 
considered to be the most appropriate for forecasting traffic growth at individual 
airports over the medium to long-term.  It initially considers how the airport 
might grow if it were not constrained by the capacity of its infrastructure, before 
constraining demand growth (where necessary) to that which can be handled by 
the airport’s infrastructure at any given point in time. 

6.2.3 ‘Bottom-up’ forecasting is often used for short-term airport forecasts where 
specific assumptions are made about the routes and frequencies of service that 
the airlines will operate.  This is typically based on an understanding of the 
scale of the potential market but draws more heavily on assumptions as to how 
airlines will serve that market.  Typically, ‘bottom up’ forecasts would be used to 

 
176 ‘Top down’ forecasts start with a projection of overall demand across the UK and in the catchment area of 
the airport and examine the share of the market that the particular airport is likely to attract over the medium 
to long-term.  ‘Bottom up’ forecasts based on the specific services that airlines are expected to operate are 
typically used to derive more detailed short-term forecasts up to 5 years ahead.    
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inform airport business planning over a one to five year period, but ‘top down’ 
econometric methods are considered more robust over the longer term.  

6.2.4 The approach adopted in developing the demand forecasts for the DCO 
Application is a multi-stage process.  This process is summarised in Figure 6.1 
and discussed below.  Adopting such a multi-stage approach, which first 
considers demand in an airport’s catchment area and then the competitive 
position of an airport in meeting a share of that demand, is considered more 
robust than simply assuming that an overall growth rate applies irrespective of 
competition between airports to meet that demand.  This approach allows 
different scenarios of capacity delivery across the London airports to be tested, 
which is relevant to considering the future demand for London Luton Airport.  
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Figure 6.1: Passenger demand forecasting process 

 

6.3 Development of the demand forecasts 

Establishing the scale of the market 

6.3.1 The first stage in the forecasting process adopted is to develop an 
understanding of how underlying passenger demand originating in or destined 
for London Luton Airport’s catchment area is expected to grow over time. This 
includes passengers flying from the airport and also those that are travelling via 
other airports, such as Heathrow or Stansted.  For the purposes of these 
forecasts, all demand from, essentially, the southern half of the UK has been 
included in this wider catchment area.  It is important to note that the initial 
stage is to forecast growth in the underlying market in which the airport 
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operates and, as such, this does not directly represent how passenger volumes 
using it will grow in serving that market.  A later stage of the modelling process 
then determines how much of the underlying market would be expected to use 
London Luton Airport in the context of market growth overall.   

6.3.2 Demand is segmented in a number of ways:   

a. by surface origin – CAA Passenger Survey data is used to identify baseline 
demand at a district level; 

b. by air journey destination – passengers are identified as travelling to 
domestic, European, North American or other long haul177 destinations; 
and 

c. by Purpose of Travel and Residence – passengers are identified by 
whether they are travelling for business or leisure and whether they are 
UK or Foreign residents. 

6.3.3 This segmentation allows different rates of growth to be applied to different 
markets, reflecting differing levels of market maturity, differing rates of economic 
growth and different market characteristics.  The growth rates used here are 
based upon the underlying analysis that underpinned the Department for 
Transport’s (DfT’s) UK wide passenger demand forecasting model as set out in 
their UK Aviation Forecasts 2017178 and the more recent forecasts 
underpinning the Jet Zero Strategy179.  The approach takes account of overall 
trends such as the increased use of video-conferencing over time, reducing the 
extent to which business travel grows as the economy grows, and other factors 
reflecting a maturing of the market for air travel to and from the UK.   

6.3.4 Adjustments have been made to the model to reflect updated economic data 
including Gross Domestic Product (GDP) forecasts for the UK and further afield, 
fuel prices and carbon costs.  This approach is considered to be the most 
robust method of assessing the overall passenger demand drivers in the UK 
market as DfT’s forecasting equations and elasticities have been robustly 
calibrated over a long time period and peer reviewed.   

6.3.5 As with the DfT’s model, the model used in this case determines future growth 
rates in the market based on a forward view of two main drivers, economic 
growth, usually UK or overseas GDP (or a combination of the two), and 
modelled air fares, which are dependent on a number of core building blocks, 
notably: 

a. fuel price and fuel consumption; 
b. Air Passenger Duty; 
c. cost of carbon (the model assumes that the cost of carbon will ultimately 

be paid by passengers); 
d. average sector length in different market segments; and 

 
177 Short haul flights are typically those with in the UK, Europe and the Mediterranean region, Long haul 
flights are typically to the rest of the world, including North America. 
178 Department for Transport, UK Aviation Forecasts, October 2017. 
179 Department for Transport, Jet Zero: modelling framework, March 2022. 
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e. average aircraft size and load factor in different market segments. 

6.3.6 How changes in economic growth and air fares translate through to growth in air 
transport markets is based on the elasticities (the degree to which a demand or 
supply is sensitive to changes in price or income) identified within the DfT’s 
forecasting model.  These were originally set out by DfT in 2013, summarised in 
the UK Aviation Forecasts 2017180 and have been recently been updated in 
connection with the Jet Zero Strategy181.  They are estimated using time-series 
regression techniques taking into account changes in the air travel market over 
a long period of time182, including several recessions and other ‘shock’ events.  
This means that the market response to the effect of the Covid-19 ‘shock’ is 
expected to follow the pattern seen following other shock events, such as 
changes in the pattern of business travel.  The same would apply in relation to 
current economic and fuel price fluctuations.  At the present time, use of these 
calibrated demand elasticities is considered the most robust approach.  The 
elasticities are set out in Table 6.1 below. 

6.3.7 The income elasticities remain subject to the market maturity assumptions set 
out within the UK Aviation Forecasts 2017, i.e. the extent to which demand 
growth responds to growth in income declines over time and this approach has 
been adopted in the forecasting process.  Price elasticities remain constant 
throughout the forecast period in the model used here, as they do in the DfT’s 
model. 

6.3.8 Although the model uses DfT’s elasticities, these have been applied within a 
Monte Carlo simulation approach to consider the potential impact of varying 
assumptions about future economic growth, fuel prices or carbon costs, taking 
into account uncertainty and risk, to define the potential range of the future 
growth rate of growth of air travel demand within the catchment area served by 
the airport.  Monte Carlo simulation is a mathematical technique based on 
probabilities of occurrence of the various input assumptions.   The simulation 
runs the potential different combinations of inputs, weighted by their 
probabilities, many times to determine a broad range of growth rates for each 
year for the forecast. 

  

 
180 Department for Transport, UK Aviation Forecasts, October 2017, Section 2. 
181 Department for Transport, Jet Zero: modelling framework, March 2022, Annex A. 
182 Time series regression is a statistical method for predicting future demand based on the historic 
relationship between demand and a number of key predictive variables, in this case principally economic 
performance and the cost of air travel. 
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Table 6.1: Department for Transport income and fare elasticities 

Sector Income elasticity Price elasticity 
Domestic Business 1.1 -0.2 
Domestic Leisure 1.0 -1.0 
UK Business Southern Europe 0.6 -0.2 
UK Business Rest of Europe 1.1 0 
UK Business OECD Countries 0.1 0 
UK Business Rest of the World 0.4 -0.6 
UK Leisure Southern Europe 1.0 -1.1 
UK Leisure Rest of Europe 1.0 -1.1 
UK Leisure OECD Countries 1.3 -1.1 
UK Leisure Rest of the World 2.0 -0.9 
Foreign Business Southern Europe 1.1 -0.1 
Foreign Business Rest of Europe 0.7 -0.3 
Foreign Business OECD Countries 0.9 0 
Foreign Business Rest of the World 1.2 -0.3 
Foreign Leisure Southern Europe 2.6 -1.1 
Foreign Leisure Rest of Europe 1.9 -1.1 
Foreign Leisure OECD Countries 1.1 -1.1 
Foreign Leisure Rest of the World 2.1 -0.9 
International to International Interliners 0.9 -0.9 
Overall 1.2 -0.9 
Source: Department for Transport - Econometric Models to Estimate Demand Elasticities for the National Air Passenger 

Demand Model (March 2022) 

6.3.9 The model uses future forecasts of key air transport demand drivers from a 
number of key sources:  

a. Economic Growth – a range of economic growth scenarios for the UK and 
other world regions has been developed based on economic forecasts 
from the Office for Budgetary Responsibility (OBR) and the OECD.  In each 
case, the most recent short and long-term forecasts available in Spring 
2022 were used183.  These projections, thus, take into account the 

 
183 Office for Budgetary Responsibility, Economic and Fiscal Outlook, March 2022;  
  OECD Dataset: Economic Outlook No 109, Long-term baseline projections, October 2021; Office for 
Budgetary Responsibility, Fiscal Sustainability Report, July 2020. 
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potential range of economic recovery outcomes following the Covid-19 
pandemic, as well as the impact of BREXIT184.   
In each case, ‘central’ scenarios from each organisation are assumed to 
have a higher probability of occurrence.  High and low forecasts are 
assumed to have equal likelihood of occurrence. 
In addition, a further step has been included in relation to UK economic 
growth to reflect the fact that the economy of London, the South East and 
the East of England, the core catchment area for the airport, has 
traditionally grown faster than the UK as a whole.  Data from the Office for 
National Statistics has been used to identify the differential between 
economic growth in this area and the rest of the UK over the previous 20 
years.  This identified that economic growth rates have been around 20% 
higher in London, the South East and the East of England.  This uplift has 
been used to adjust the underlying UK economic growth moving forward, 
but with the effect assumed to reduce over time to zero by 2040 reflecting 
the levelling up agenda; 

b. Carbon Prices – the forecasts assume that passengers will, via some 
mechanism, have to pay for the carbon emissions or the costs to the 
airlines of abating emissions associated with their travel.  Effectively, this 
could be paying for offsetting or removals of carbon or the higher costs 
associated with alternative low or zero carbon technologies (known as 
abatement costs) as well as the direct and traded costs of any residual ‘in-
sector’ aviation carbon emissions over time.  In other words, the cost of 
carbon is internalised within the forecasts and the costs are based on the 
Department for Business, Energy and Industrial Strategy (BEIS) guidance 
on carbon values 2021185, which set out target consistent values of carbon 
to be used for appraisal purposes.  The values adopted in the forecasting 
model are consistent with those used by the DfT in the Jet Zero 
Strategy186, which were adapted from the BEIS appraisal values reflecting 
short-term actual carbon prices, based on the UK Emissions Trading 
Scheme, trending to the long-term BEIS values that include the full cost of 
abatement and removals.  As such, these values go beyond simply the 
projected future values of carbon for traded sectors and represent the 
marginal abatement costs for carbon consistent with achieving the 
Government’s net zero by 2050 target;  

c. Air Passenger Duty - air passenger duty is not assumed to change in real 
terms over the period, other than in relation to the reforms to domestic 
APD already announced; 

 
184 In November 2022, OBR updated its projections for the future of the UK economy in Office for Budget 
Responsibility, Economic and Fiscal Outlook, November 2022.  These downgraded the short-term 
projections for growth but, over the medium-term, the rates of economic growth are similar to those used in 
the demand projections with some slowing of economic growth in the longer term towards 2050.  As such, it 
is considered that the updated economic projections still lie within the range of those used in developing the 
specific forecasts for the application. 
185 Department for Business, Enterprise and Industrial Strategy, Valuation of greenhouse gas emissions: for 
policy appraisal and evaluation, September 2021. 
186 Department for Transport, Jet Zero: further technical consultation, March 2022, paragraphs 2.10-2.11 and 
Annex B and Jet Zero Strategy Analytical Annex, July 2022. 
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d. Fuel Prices – fuel prices have a significant influence on air fares.  The 
potential future price of oil over the longer term has been taken from the 
most recent guidance from BEIS187.  These are considered most 
appropriate as a long-term indicator of fuel prices for aviation forecasting 
purposes and are the same as those used by DfT in its Jet Zero 
forecasting, accepting that there may be shorter term fluctuations around 
the trend.   

6.3.10 The full range of assumption scenarios are set out in Appendix B, along with 
the probabilities assigned to each scenario within the Monte Carlo analysis. 

6.3.11 The outturn forecast market growth rates for the 50th Percentile from the Monte 
Carlo simulation are shown in Table 6.2 below.  The range of underlying market 
growth rates is shown in Figure 6.2 (2019 is set at 100%).  This approach 
enables a ‘most likely’ growth path to be identified at the 50th percentile but 
also identifies the upper and lower bound of the potential outcomes, 
representing a rounded view of risk taking into account all factors.  The 20th 
percentile taken as the realistic lower bound of demand growth within the 
airport’s catchment area and the 80th percentile taken as the realistic upper 
bound of demand growth.  The mid-range 50th percentile has been adopted as 
the ‘most likely’ demand growth trajectory in terms of the overall market 
available to the airport. 

Table 6.2: Underlying passenger demand growth rates – 50th Percentile ‘Most Likely’ 

Broad Segment 2019 to 2030 2031 to 2050 
Domestic Business 1.6% 1.3% 
Domestic Leisure 2.5% 1.0% 
International Business 1.4% 0.9% 
International Leisure 3.1% 1.0% 
Total 2.8% 1.0% 

Source: York Aviation  

 
187 Fossil Fuel Price Assumptions 2019, Department for Business, Energy & Industrial Strategy 2020. 
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Figure 6.2: Range of underlying market growth rates 

 
Source: York Aviation 

6.3.12 These market growth rates reflected a dip in the level of underlying passenger 
demand as a result of the economic effects of Covid-19, with underlying market 
recovery indicated by around 2023.  However, it should be noted that this 
underlying market demand position does not reflect the full and ongoing impact 
of travel restrictions and other health related factors on actual passenger 
throughput.  Hence, actual throughput at airports in 2020 and 2021 was 
significantly below the levels indicated on a purely econometric basis and the 
restrictions have continued to impact throughput through 2022. Although 
recovery is well underway, as made clear in Section 5, it is still being impacted 
by the lag in airlines reinstating aircraft capacity to 2019 levels.  This has been 
taken into account in the development of demand scenarios for assessment. 

6.3.13 In consequence, the final forecasts have been adjusted to reflect the anticipated 
ongoing effect of restrictions on the full recovery of the market to 2019 levels up 
until 2024/5, with short haul markets such as those served by the airport tending 
to recover faster than long haul markets.  The growth rates by market segment, 
identified through this process, are applied to an underlying demand base 
defined at district level using CAA Passenger Survey data.  The primary source 
is the 2019 survey data which provides information on demand using Luton, 
Gatwick, Heathrow, Stansted, London City, Birmingham, East Midlands and 
Manchester airports and its surface origin or destination.  The result is the total 
‘pool’ of demand across the catchment area from which the airport can draw, 
broken down by local authority district for each year for each market segment 
through to the end of the forecast period.   
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Estimating the airport’s share of the market 

6.3.14 The second element of the forecasting process is to identify how this pool of 
demand will be served by the network of airports in the UK serving the southern 
and central part of England.  The other airports within the model are Bristol, 
Birmingham, Cardiff, East Midlands, Exeter, Gatwick, London City, Heathrow, 
Stansted and Manchester, covering demand from the relevant area from which 
London Luton Airport draws passengers.  This process is undertaken using a 
regression based multinomial logit model188.  The allocation model is similar in 
concept to that used by the DfT within its aviation forecasting suite. 

6.3.15 Such models seek to mimic passenger decision making in terms of which 
airport they choose to use by analysing how passengers have behaved in the 
past using CAA Passenger Survey data.  The model assumes that passengers 
will make a choice between airports based on the level of utility (a function of 
access time/cost, frequency of service and air fares/type of airline) that each 
airport offers.  The approach adopted is similar to that used by the DfT in its 
passenger allocation model used to assess the level of future demand that 
might use each of the UK’s main airports.   

6.3.16 Other data inputs are airline schedule data for each airport from OAG and travel 
times data from Google Maps.  Different models of passenger behaviour have 
been estimated to reflect different passenger choices in the various segments of 
the air transport market, notably in relation to domestic, short haul and long haul 
travel and the difference between business and leisure passengers. 

6.3.17 The model operates at a local authority district level.  It derives market shares 
for each airport in the model within each district based on the passenger choice 
parameters described above.  As markets grow, it examines how the market 
share balance between airports will change based on how frequencies are 
expected to grow at each airport and based on any capacity constraints that are 
relevant at each airport.  The way that frequency at each airport is expected to 
grow is based on airports’ previous frequency growth in response to underlying 
demand growth in the UK market so the frequencies are assumed to grow to 
meet the market that the airport can attract.      

6.3.18 A share of demand is then allocated to the individual airports based on their 
relative attractiveness in each district, for each passenger type, based on 
access time and levels of service.  The model is run iteratively over time so that 
the assumed level of service reflects the demand attracted to an airport in the 
previous year.  This process results in an unconstrained demand forecast for all 
airports in the model, including London Luton Airport.   

6.3.19 At this initial stage, the unconstrained demand forecasts take no account of any 
capacity constraint at any of the airports.  It represents an optimal allocation of 
demand in terms of the utility or value to the passenger as passengers are 
assumed to choose their preferred airport in terms of services available and 
surface access time costs.  At this level, demand is not displaced between 

 
188 A logit model is a form of statistical regression that predicts the discrete outcomes based on the 
performance of a number of other variables.  
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airports as displacement only arises when constraints are applied at any of the 
airports and passengers displaced to their next best alternative.   

6.3.20 The next step is to consider whether there are capacity constraints that would 
affect the ability of an airport to handle the demand allocated to it. If, in total, an 
airport is allocated more passengers than it is able to handle within its 
infrastructure capacity and having regard to any planning caps on capacity, an 
additional time penalty cost is then added which makes it relatively less 
attractive (i.e. passengers are priced off).  This has two effects: 

a. some passengers choose to no longer travel as the additional cost means 
the journey is not sufficiently valuable to them even allowing for the 
availability of alternatives; and  

b. some passengers will switch to other airports as these become relatively 
more attractive compared to their original choice, i.e. they are displaced 
as a result of the constraints on capacity at their preferred airport. 

6.3.21 In relation to other airport capacity constraints, only Heathrow and Gatwick are 
assumed to be operationally constrained at 2019 demand levels.  In the first 
instance, their growth is limited to incremental growth up to assumed capacities 
of 90 mppa and 50 mppa respectively based on usage of their existing runways, 
and, in Heathrow’s case, its annual aircraft movement limit of 480,000 air 
transport movements.  The capacities assumed in the short-term are consistent 
with the passenger throughput assumptions made in the DfT’s UK Aviation 
Forecasts 2017 before allowing for any new runway capacity.  For the purposes 
of the forecasts, account has been taken of the permission granted for Stansted 
Airport to grow to 43 mppa.  Other airports are assumed to be unconstrained 
over the medium to long-term and to be able to meet the demand they can 
attract.   

6.3.22 Although the provision of a third runway at Heathrow continues to benefit from 
support from the ANPS, as set out in Section 3, and Gatwick is bringing 
forward a proposal to bring its northern runway into permanent use as a second 
runway on a similar timescale to this Proposed Development, neither 
development is consented and so some uncertainty remains regarding the 
timing of when either new runway might become operational.  Hence, the effect 
of the provision of additional runway capacity at these airports is tested 
separately.  For the purposes of modelling, it is assumed that the earliest that a 
third runway could be operational at Heathrow is 2033189 and for Gatwick’s 
northern runway 2030190.  The expanded capacity at Heathrow with a third 
runway is assumed to be 135 mppa, while Gatwick with a second runway is 
assumed to be capable of handling around 70 mppa191.   

 
189 The original timescale expected for the third runway was for it to be operational by 2027, based on 
submission of a DCO application in 2020, according to Heathrow Airport’s Consultation Documents in 2019 
but it is understood that work on the project is on hold and the timing of its operation remains uncertain.     
190 Gatwick Airport consulted in 2021 on plans to open the northern runway to full operations by 2029 , 
assuming submission of a DCO application in 2022.  This has now been delayed to 2023. 
191 It is recognised that Gatwick Airport Ltd has estimated that the capacity provided through the full use of 
the north runway could reach 80 mppa by the late 2040’s but this is not considered material to the overall 
assessment scenarios used for this application. 
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6.3.23 The result is a passenger demand forecast for each airport for each year, 
accounting for capacity constraints within the system.   At this point, the 
throughput of London Luton Airport was constrained to 32 mppa in the longer 
term, reflecting the parameters of the DCO application, but was otherwise 
unconstrained until that throughput was reached in order to define the 
requirement for the Proposed Development up to the 32 mppa capacity that is 
the basis of the DCO application.  This initial ‘unconstrained’ forecast was then 
further constrained taking into account the likely phased delivery of new 
capacity, as set out in later in this section. 

6.3.24 Overall, the model results at this stage reflect the optimal allocation of 
passengers to airports, having regard to fixed infrastructure or other constraints.  
This represents the most beneficial allocation of passengers to airports having 
regard to their expected preferences in terms of access time/cost and 
availability of services. 

 Other adjustments 

6.3.25 It is also necessary to make some other adjustments to reflect issues that 
econometric models of this type have difficulty dealing with effectively: 

a. the impact of Covid-19 on travel restrictions and other deterrents to travel 
in the short-term; 

b. short-term airline behaviour in terms of putting on services to meet 
demand; and 

c. new market segments, such as the potential for long haul services from 
the airport. 

 Covid-19 effects 

6.3.26 In terms of the adjustment for the lingering effects of the Covid-19 pandemic, 
the impact has not necessarily been on the desire to travel (i.e. demand) but the 
ability to do so. Hence, the current throughput in terms of passenger numbers at 
any airport does not properly reflect underlying demand for air travel but the 
ability to fly constrained by residual travel restrictions and ongoing health 
concerns, as well as the capacity decisions of airlines in terms of the 
reinstatement of services.  Such factors cannot be modelled, so a judgemental 
adjustment has been made to the first few years of the forecast to reflect a 
general aviation industry consensus that the number of air passengers flying 
(actual passenger throughput) will return to 2019 levels by around 2024/5192, 
with long haul routes generally exhibiting slower recovery, and be driven, 
thereafter, by the conventional econometric parameters, i.e. the levels of 
underlying demand. 

 Long haul overlay forecasts 

6.3.27 A further issue for which adjustments have been made is around the 
development of long haul services over the longer term.  Logit models, such as 
those used here, ultimately reflect passenger choices and behaviour from the 

 
192 Eurocontrol, 2022-2028 Forecast, June 2022, ACI Europe, Airport Traffic Forecast, 2023 Scenarios & 
2023-2027 Outlook, December 2022. 
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past.  Hence, there is limited data from which to assess whether passengers 
would use longer haul services from the airport in future as overall demand 
grows.  Logit models, thus, have difficulty predicting how markets will grow in 
the future where an airport has limited levels of similar activity currently.  To 
date, the operation of longer haul services using larger aircraft have been 
limited not just by runway length and aircraft capability but by limited 
infrastructure on the ground and the accessibility of the airport, which will be 
improved by the operation of the Luton DART (direct air-rail transit) from 2023.   

6.3.28 A supplementary analysis has, therefore, been undertaken, examining long haul 
markets in the airport’s main catchment area on an individual basis to identify 
those routes that might come forward in the future, taking into account the 
length of the current runway, and over what timescale those new routes may 
become attractive.  Over time, it is reasonable to assume that such services 
may develop at the airport as the underlying demand for key destinations long 
haul increases and the Proposed Development provides improved infrastructure 
to enable such services to be handled.  This would replicate the patterns seen 
at some other London airports, notably London Stansted more recently, as well 
as at regional airports across the UK where long haul services have developed 
in more recent years as the overall throughput of the airport has grown.  It is 
considered reasonable that an airport handling 32 mppa would be capable of 
supporting some long haul operations because the strength of the underlying 
market for such an airport is likely to include sufficient demand to sustain direct 
services to some long haul points.  There are, however, a number of issues to 
be considered. 

6.3.29 One consideration in the scope for long haul services at the airport is that the 
runway is not long enough to permit regular flying to destinations beyond the 
Middle East, the eastern seaboard of North America and the Caribbean.  Over 
recent years, there have been services to points such as Cancun in Mexico 
from the airport but the runway would not allow the operation of direct services 
to destinations in Asia and South America. 

6.3.30 In terms of the demand for the services, the long haul forecast overlay uses a 
semi ‘bottom-up’ approach, which takes account of both the underlying demand 
in the airport’s catchment area (using CAA Survey data for 2019) and also likely 
realistic frequencies and capacities consistent with the potential route by route 
demand.   

6.3.31 The model then determines how much of this demand the airport could expect 
to attract if services were available using identified market capture rates.  These 
rates have been established based on the proportion of underlying demand that 
chooses London Luton Airport over alternative airports on existing routes where 
it competes with a number of other neighbouring airports offering services to the 
same destinations as a proxy for the market capture on long haul routes.  This 
approach reflects that long haul markets that might be served from the airport 
are highly likely to be the more popular routes also served from one or more of 
the other London airports.  These market capture rates are applied to each 
district to provide the scope of demand which would theoretically be available to 
the airport in 2019 if such services had operated.   
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6.3.32 A further adjustment is then made to each year’s forecast to reflect the scope 
for onward connecting passengers on long haul services.  A number of 
destinations globally act as hubs, particularly those that are within the range of 
operation from the airport’s runway, such as Dubai, Doha and New York.  This 
adjustment is based on data for 2019 from a number of UK airports, which 
feature long haul services, to determine the ratio of point-to-point passengers 
(i.e. those travelling to/from each destination directly) and those using the 
destination to make an onward connection to a further point.  Examples of these 
ratios can be seen in Table 6.3 below.  Across all the long haul routes being 
considered, these ratios are applied to the point-to-point demand to determine 
the overall market potential for a service, including onward connecting traffic 
based on these typical ratios. 

Table 6.3: Examples of onward connecting ratios for long haul destinations 

Destination Point-to-point passengers Onward connecting 
passengers 

Dubai 27% 73% 
New York (JFK) 86% 14% 
Doha 10% 90% 
Washington (IAD) 82% 18% 

 
Source: York Aviation/CAA Survey 2019 

6.3.33 The demand for each long haul opportunity is then grown forward based on the 
same market growth rates set out in Table 6.2 to identify which routes are likely 
to be viable and over what timescale, taking into account realistic annual 
frequencies of service, aircraft capacities and load factors.  Any route which 
could not credibly be served from airport’s runway is excluded at this point193.  
For the remaining routes, a minimum threshold is set, below which services 
would be unlikely to be unviable, based on typical minimum frequencies for the 
route and likely aircraft types.  Examples of these thresholds can be seen in 
Table 6.4. 

Table 6.4: Minimum passenger thresholds for viable services at the airport (85% load 
factor) 

Aircraft 
Seats 

3 times 
Weekly, 

Year Round 

5 times 
Weekly, 

Year Round 

Daily, Year 
Round 

2 times 
Daily, Year 

Round 

3 times 
Daily, Year 

Round 
180 48,000 80,000 111,000 222,000 333,000 
220 58,000 97,000 136,000 272,000 407,000 
250 66,000 111,000 154,000 309,000 463,000 

 
193 The range of destinations has been determined broadly based on previous long haul routes from London 
Luton (such as Cancun and Orlando with Boeing-787 and Boeing-767 aircraft), as well as comparators such 
as Bristol (which has served Cancun and Orlando with Boeing 787 aircraft from a shorter runway) and 
Newcastle (which has services to Dubai with a Boeing-777-300ER from a marginally longer runway).   
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300 80,000 133,000 185,000 370,000 556,000 
350 93,000 155,000 216,000 432,000 648,000 
400 106,000 177,000 247,000 494,000 741,000 

Source: York Aviation  

6.3.34 As demand to particular destinations increases above a set minimum threshold 
over time, these destinations are included in the overall long haul forecast for 
the airport.  The forecasts are compiled every five years from 2025 to 2050, with 
interpolation between them.  Examples of routes which are expected to be 
viable from the airport over the life of the forecast are: 

a. New York (JFK and/or Newark) – around 345,000 per annum by 2043; 
b. Dubai – around 600,000 per annum by 2043; 
c. Orlando – around 118,000 per annum by 2043; 
d. Toronto – around 83,000 per annum by 2043; 
e. Chicago – around 108,000 per annum by 2043; 
f. Washington – around 75,000 per annum by 2043; 
g. Cancun – around 63,000 per annum by 2043; 
h. Abu Dhabi – around 143,000 per annum by 2043; and 
i. Doha – around 325,000 per annum by 2043. 

6.3.35 Services to these destinations are not expected to commence until Terminal 2 
and the additional apron capable of handling larger Code E aircraft becomes 
available, as will be explained in the next section and the routes are added 
incrementally as demand thresholds are reached for each destination.  In total, 
the number of long haul passengers is expected to remain a small proportion of 
the overall demand using the airport, accounting for around 2 mppa in 2039 and 
2.2 mppa in 2043 when the airport reaches a throughput of 32 mppa. 

Integration of ‘top-down’ forecasts and the long haul overlay forecasts 

6.3.36 The final combined passenger forecasts, which are presented in the following 
sub-section, are a combination of the ‘top-down’ allocation model passengers 
and the overall long haul forecast.  The two are directly additive in the 
unconstrained (up to 32 mppa) demand forecasts for the airport, i.e. the long 
haul forecasts are layered directly on to the short haul and domestic forecasts.  
Short haul traffic is expected to remain the dominant traffic at the airport.  By the 
time the airport reaches 32 mppa, long haul passengers are expected to make 
up around 7% of total traffic and only 5% of aircraft movements as explained 
later in this section.  The vast majority of activity at the airport is expected to 
remain within the EEA. 

6.4 Passenger forecasts for the airport 
6.4.1 The resulting passenger forecasts for the airport are set out below.  These 

include consideration of a number of different scenarios for future passenger 
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growth based around faster and slower growth in underlying demand and 
alternative scenarios for runway capacity delivery in the London airport system.   

6.4.2 Initially, the forecasts are presented on an unconstrained basis until 32 mppa is 
reached.  The unconstrained forecasts reflect the potential passenger demand 
that the airport could attract if it had the infrastructure capacity to do so under 
different scenarios of runway capacity delivery elsewhere, and also for faster or 
slower growth in demand.  The timeline for the delivery of the Proposed 
Development and, hence, the constraining influence of the airport’s 
infrastructure, is then layered on to the unconstrained passenger demand 
forecasts to enable consideration of the passenger throughput that can be 
achieved at the airport through the delivery of the Proposed Development.  
These passenger forecasts are referred to as the constrained forecasts and 
these constrained forecasts for the assessment cases are used to assess the 
impact of the Proposed Development. 

Unconstrained passenger forecasts 

6.4.3 A number of different scenarios for future growth at the airport have been 
considered in terms of the unconstrained passenger demand potential for the 
airport, limited only when the passenger throughput reaches 32 mppa.  These 
reflect a combination of assumptions around additional runway capacity at the 
London airports, alongside faster and slower underlying passenger demand 
growth rates as well as the central ‘most likely’ demand growth scenario.  The 
use of these different demand growth scenarios has been deliberately adopted 
to ensure that the forecasts reflect underlying uncertainties in terms of market 
growth and the extent and timing of the provision of additional capacity at other 
airports.  This approach has been adopted so as to provide a robust basis for 
defining the forecast cases for assessment.     

6.4.4 In terms of additional runway capacity in the London airport system, four 
different possibilities have been considered: 

a. no new runways in the London airport system; 
b. the opening of the third runway at Heathrow in 2033, which is based on an 

optimistic view of when this project could now be delivered; 
c. the opening of a second runway at Gatwick in 2030, based on the expected 

submission date of its DCO application and the anticipated timescale for 
delivery as set out in its DCO Statutory Consultation in September 2021194; 
and 

d. the delivery of both a third runway at Heathrow and a second runway at 
Gatwick in line with the timescales above, although this is considered 
unlikely other than in circumstances of faster growth. 

6.4.5 The growth rate scenarios modelled are based on the outputs from the Monte 
Carlo model described above in terms of the expected growth in the underlying 
passenger demand market.  The 50th percentile growth rate, reflecting what is 

 
194 The original expected opening date was 2029 with a DCO submission in 2022.  This has been delayed by 
approximately 1 year based on the more recent Gatwick DCO consultation of June 2022. 
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considered the ‘most likely’ scenario for future growth, has been used as the 
basis of the central demand growth scenarios.  The 20th and 80th percentiles 
are used to provide growth rates for reasonable slower and faster demand 
growth scenarios respectively against which the provision of new runways has 
been tested under a number of different scenario combinations.   

6.4.6 Six of the resulting passenger demand growth scenarios are set out in Figure 
6.3, with actual passengers for 2015-2021 and anticipated for 2022 also shown.   
These reflect realistic permutations of potential growth and delivery of runway 
capacity elsewhere as discussed further below.  At this point, no account has 
been taken of the timing of delivery of new capacity at London Luton Airport in 
terms of realistic forecast cases for assessment.  The unconstrained forecasts 
scenarios present a wider range of potential demand forecasts for London 
Luton Airport than previously consulted on in early 2022 as a result of the 
greater variability in the assumptions underpinning the Monte Carlo simulation 
set out above and the effect of the revised DfT demand elasticities.  It is, 
nonetheless, considered that the range of forecasts represent a reasonable 
basis for considering the actual demand that the airport can attract reflecting 
any inherent uncertainties. 

Figure 6.3: Unconstrained passenger demand forecasts for London Luton Airport 

  
Source York Aviation 

6.4.7 Whilst these demand scenarios set the reasonable boundaries within which the 
forecasts for the airport should lie, having regard to the underlying economic 
factors and the potential for other airports to deliver additional runway capacity, 
there are reasons why some combinations are less plausible. 
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6.4.8 In terms of the unconstrained demand forecasts, three scenarios have been 
defined for the potential underlying growth in demand: 

a. a central demand growth scenario based on the ‘most likely’ growth, 
defined in paragraph 6.3.11 above, combined with allowance for one new 
runway at either Heathrow or Gatwick is considered to represent the most 
robust basis for considering the need for additional capacity at the airport 
as there is no certainty that both new runways could be viably brought 
forward over the same timescale;     

b. a slower demand growth scenario, which is a hybrid of ‘reasonable 
lower bound’ market growth with no additional runways and ‘most likely’ 
growth with two additional runways in the South East of England, as it 
would be expected that with slower overall growth in the market both the 
additional runways at both Heathrow and Gatwick would be substantially 
delayed or, potentially, not delivered at all; 

c. a faster demand growth scenario broadly equivalent to the ‘reasonable 
upper bound’ market growth with two additional runways or ‘most likely’ 
growth with no additional runways delivered.  This would potentially 
represent the reasonable worst case for the assessment of environmental 
impacts, as the 32 mppa limit for the DCO application would be attained at 
an earlier date with potential implications for the fleet mix, as discussed 
later in this section. 

6.4.9 It is important to also consider the extent to which these projections of the 
underlying market demand to use London Luton Airport can be met in terms of 
the delivery of new capacity through the Proposed Development.  It is 
thesedemand forecast scenarios, further constrained by the prospective phased 
delivery of new airport capacity at the airport, which form the basis of the 
assessment of the impacts of the DCO application. 

Constrained passenger forecasts 

6.4.10 The constrained passenger forecasts for assessment purposes consider the 
extent to which the unconstrained demand growth scenario projections 
described above could be delivered assuming the indicative delivery of the 
Proposed Development adopted for assessment purposes as set out in Section 
1.  In practice, the timing of delivery of new airport capacity means that growth 
at the airport is likely to be subject to some periods where it will be constrained 
below that which could be attained if it was able to meet unconstrained demand 
growth as set out above.  Ultimately, based on the assumed phasing of 
development, 32 mppa would be reached at a slightly later date than would be 
the case if capacity could be delivered in time to meet the underlying demand.  
The effect of constraint has been specifically modelled and taken into account in 
the development of the forecasts for assessment purposes.   

6.4.11 The projections set out here form the basis of the assessments set out in the 
ES [TR020001/APP/5.01] but the range of forecasts is intended to be indicative 
of the reasonable range of potential outcomes which could impact on the 
phasing of delivery as well as the assessment of the reasonable worst case 
effects.  
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6.4.12 As noted above, the central demand growth scenario, with one new runway 
elsewhere in the London airport system, is considered the most reasonable 
basis for defining the Core Planning Case for the application for development 
consent and this provides the basis for the environmental assessment.     

6.4.13 The Core Planning Case assumes development consent is secured in 2024.  
This is then followed by incremental delivery of additional capacity in T1, which 
enables passenger throughput to increase to 21.5 mppa.  The initial works to 
deliver T2 are expected to be complete in time for it to open in 2037, which 
enables growth beyond 21.5 mppa, and incremental delivery of capacity 
thereafter enables growth in passenger throughput to meet demand through to 
the ultimate capacity for the scheme of 32 mppa.  32 mppa is reached in 2043. 

6.4.14 Figure 6.4 shows the relationship between the Core Planning Case and 
potential Faster and Slower Growth Cases.  It also shows the outer bounds of 
the forecast range taken from the unconstrained growth scenarios (Figure 6.3) 
for reference based on the assumed phasing of the works adopted for 
assessment purposes. 

Figure 6.4: Planning forecast cases for assessment   

 
Source: York Aviation 

6.4.15 The Faster Growth Case sees 32 mppa achieved in 2042, based on the faster 
demand growth scenario for underlying growth in demand but also allows for 
some incremental growth above 21.5 mppa through T1 if the airlines are willing 
to operate more flights outside of key peak periods, as will be explained further 
later in this section. On this basis, the throughput of T1 could reach 23 mppa  by 
2027.  It also assumes that some of the T2 infrastructure could be brought into 

0.0

5.0

10.0

15.0

20.0

25.0

30.0

35.0

Faster Demand Growth Scenario - Two New Runways

Slower Demand Growth Scenario - No New Runway

Slower Growth Case

Faster Growth Case

Core Planning Case

Expected
DCO 

Consent

Incremental Delivery 
of Stage 1 Capacity

T2 initial
phase fully 

open

Incremental Delivery of 
T2 later phases



  

London Luton Airport Expansion 
Development Consent Order    
 
   

Need Case 

 

TR020001/APP/7.04 | Issue 1 | 27 February 2023  Page 116 
 

use a year or so ahead of full opening at the end of 2036 allowing some further 
small incremental growth above 23 mppa to be achieved ahead of the full 
opening of T2 assuming that some of the new apron capacity can be brought 
into use ahead of the opening of the terminal. 

6.4.16 In line with the slower demand growth scenario set out above, the Slower 
Growth Case sees 32 mppa reached later in 2049.  The passenger forecasts 
by year for each of the assessment cases are set out in Table 6.5 overleaf, 
noting that data for 2019-2021 shows actual passenger throughput and that for 
2022, the estimate for the full year based on data to November 2022 published 
by the CAA.     
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Table 6.5: Demand forecasts (mppa) – Cases for assessment 

Year Core Planning Case Faster Growth Case Slower Growth Case 
2019 18.2 18.2 18.2 
2020 5.5 5.5 5.5 
2021 4.7 4.7 4.7 
2022 13.3 13.3 13.3 
2023 16.8 16.8 15.7 
2024 19.0 19.0 17.3 
2025 19.8 20.1 17.9 
2026 20.6 21.5 19.0 
2027 21.5 23.0 19.7 
2028 21.5 23.0 20.3 
2029 21.5 23.0 21.0 
2030 21.5 23.0 21.5 
2031 21.5 23.0 21.5 
2032 21.5 23.0 21.5 
2033 21.5 23.0 21.5 
2034 21.5 23.0 21.5 
2035 21.5 23.4 21.5 
2036 21.5 23.8 21.5 
2037 23.8 24.7 21.9 
2038 25.1 26.3 22.3 
2039 26.5 27.9 22.7 
2040 28.0 29.7 21.1 
2041 29.4 31.6 23.7 
2042 31.0 32.0 24.2 
2043 32.0 32.0 24.8 
2044 32.0 32.0 25.3 
2045 32.0 32.0 25.9 
2046 32.0 32.0 27.0 
2047 32.0 32.0 28.8 
2048 32.0 32.0 30.4 
2049 32.0 32.0 32.0 

Source: York Aviation 
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6.4.17 It should be noted that, as explained earlier, projections in the very short-term 
are impacted by assumptions about travel restrictions in operation and the 
current pattern of recovery.  From 2024, it is assumed that any remaining 
restrictions impacting the ability or willingness of people to travel will have been 
removed and, from this point, it is assumed that the passenger throughput at 
the airport will match underlying demand, subject only to the timescales over 
which new airport capacity can be delivered. 

Passenger characteristics 

6.4.18 In terms of the passengers that are expected to use the airport in future, the 
airport is expected to remain broadly similar to its composition now.  A 
comparison between the different passenger segments in 2019, taken from 
CAA Passenger Survey, and in 2043 based on the Core Planning Case forecast 
is set out in Figure 6.5.  This suggests a small shift towards UK Leisure 
passengers primarily and away from Foreign Leisure passengers. 

Figure 6.5: Passenger characteristics at the airport in 2019 and in 2043 

  
Figures may not sum due to rounding 

Source: York Aviation 

6.4.19 Business passengers are still expected to grow in numerical terms, although 
they are expected to make up a slightly smaller proportion of the overall number 
of passengers over the longer term.  This reflects the fact that, although leisure 
travel is expected to grow faster than business across the UK as a whole, the 
improvements anticipated in the route network at the Airport will still support an 
improved ability to capture business traffic.  The underlying growth projections 
have already factored in the long-term trend towards greater use of video-
conferencing, meaning that the increase in business travel relative to the 
underlying economic activity is moderated over time.    
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6.4.20 In terms of its catchment area, the airport is expected to expand the area it 
draws passengers from over time, particularly to the South, reflecting the 
greater attractiveness in terms of its range of services.  The expansion to the 
South reflects likely ongoing constraint within the London airport system even in 
the future.  Figure 6.6 shows a map of passenger demand growth rates by 
district for the Core Planning Case with a third runway at Heathrow.  The darker 
colours represent faster growing sources of demand, albeit the effects are only 
marginal in scale.  This shows quite clearly that faster growing markets tend to 
be to the south of the airport and, to some extent, the high market share already 
captured by the airport more locally. This will, ultimately, have some 
implications for surface access to the airport moving forward, which have been 
taken into account in the transport assessment.  

Figure 6.6: Map of passenger demand growth by district 2018 to 2050 
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6.5 Cargo and business aviation forecasts 
6.5.1 This sub-section sets out the approach taken to forecasting cargo and business 

aviation activity and the corresponding associated forecasts for aircraft 
movements.   

Cargo forecasts 

6.5.2 Currently, cargo at the airport is carried almost exclusively on dedicated cargo 
aircraft, primarily operated by DHL and Turkey’s MNG Airlines.  Low fares 
airlines, such as easyJet, Wizz Air and Ryanair that dominate passenger 
activities at the airport, do not generally carry cargo in the bellyholds of their 
aircraft. 

6.5.3 Cargo tonnage fluctuated from year to year, and between 2009 and 2019, the 
average annual cargo tonnage has been around 28,000 tonnes.  However, in 
2019, this figure was significantly higher at 35,700 tonnes (see Figure 6.7).   

Figure 6.7: Cargo tonnage at the airport 2009 – 2019 

Source: CAA Statistics 

6.5.4 Similarly, the number of cargo aircraft movements also fluctuated, peaking in 
2019 at 2,800 annual movements but this was significantly higher than in 2017 
and 2018 at 1,900 movements in 2017 and 2,300 movements respectively. 

6.5.5 Although most cargo is currently handled on dedicated cargo aircraft, this may 
not be the case in the longer term as the airport attracts long haul passenger 
services once the new infrastructure in T2 is available to support such 
operations.  Unlike the low fares airlines, which are expected to continue to 
drive the majority of growth in the short haul market, long haul airlines (including 
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long haul low fares airlines) do carry bellyhold cargo.  Therefore, the projections 
for future cargo tonnage are based on a combination of retention of the 
dedicated cargo aircraft market and also the addition of long haul services 
carrying some bellyhold cargo over time. 

6.5.6 Despite the uptick in throughput in 2019 and through the pandemic, significant 
growth in dedicated cargo operations at the airport is not anticipated, given the 
patterns seen over the longer term.  To ensure that sufficient cargo capacity is 
included within the development plans, cargo carried on dedicated cargo aircraft 
is assumed to remain at 35,700 tonnes, as it was in 2019, over the period of the 
forecasts.  As explained further below, it is not planned to encourage additional 
dedicated cargo operations.  It is anticipated that the actual cargo tonnage may, 
in reality, fluctuate in some years even if the number of dedicated aircraft 
movements remains largely the same.  These dedicated cargo operations 
largely operate for the ‘integrators’ who provide dedicated express parcel 
services coming into the airport from their main hub airports and largely serve 
the local market for parcels requiring early morning delivery.  For this reason, 
the aircraft movements are often in the night period to ensure delivery by 09:00 
and, hence, provide a vital service.  However, noise restrictions are impacting 
overnight cargo operations and this is expected to act as a limitation on growth 
in dedicated cargo activity.  

6.5.7 For long haul bellyhold cargo, a ‘bottom-up’ forecast for cargo has been 
created, which looks at the annual frequency of services and the tonnage which 
may be carried on each of the passenger services identified in the long haul 
overlay forecasts explained above.  The bellyhold cargo projections are based 
on the take up of bellyhold capacity expected to be available to the relevant 
destination rather than the local market as cargo may be consolidated and use 
bellyhold capacity where it is available.   

6.5.8 This ‘bottom-up’ forecast, therefore, relates to the assumed fleet mix for long 
haul activity, with each aircraft assumed to carry an average tonnage of cargo 
across all its movements.  The typical tonnage per movement has been 
assessed based on the performance at other UK airports (excluding London 
Heathrow).  These estimates can be seen in Table 6.6.  On this basis, it has 
been assumed that each long haul passenger aircraft movement will also carry 
5 tonnes of cargo. 
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Table 6.6: 2019 Average tonnes per widebody aircraft movement at UK airports 

Airport Bellyhold Cargo 
Scheduled 
Widebody 

Movements 
Average Tonnes 
Per Movement 

Birmingham 15,764 3,878 4 
London Gatwick 110,150 29,808 4 
London Stansted 6,874 1,168 6 
Manchester 104,635 20,620 5 
Newcastle 4,075 874 5 

Source: York Aviation analysis of CAA Airport Statistics 

6.5.9 Within the passenger forecast, long haul services are not assumed to 
commence until 2037, when T2 provides suitable new infrastructure capable of 
serving larger (Code E) aircraft.  Consequently, the forecast for bellyhold cargo 
only commences in 2037 and is shown for the core assessment years in Table 
6.7.  To the extent that 27 and 32 mppa are reached earlier or later in the Faster 
and Slower Growth cases, these throughputs would be reached earlier or later. 

Table 6.7: Bellyhold cargo tonnage forecast for the airport in the Core Planning Case   

 Annual 
Movements Tonnes/ Movement Cargo Projection 

2039 
Airbus A350-900 630 6 3,780 
Boeing B787-8 1,880 4 7,520 
Boeing B787-9 630 7 4,410 
Boeing B787-10 1,250 7 8,750 
Airbus A321LR 630 1 630 
Total 2039 Bellyhold Cargo 25,090 
2043 
Airbus A350-900 630 6 3,780 
Boeing B787-8 4410 4 17,640 
Boeing B787-9 1260 7 8,820 
Boeing B787-10 1890 7 13,230 
Airbus A321LR 630 1 630 
Total 2043 Bellyhold Cargo 44,100 

Source: York Aviation 

6.5.10 The dedicated cargo tonnage per annum and bellyhold projections have then 
been combined to provide the overall cargo forecast.  This is shown in Figure 



  

London Luton Airport Expansion 
Development Consent Order    
 
   

Need Case 

 

TR020001/APP/7.04 | Issue 1 | 27 February 2023  Page 123 
 

6.8, reaching a peak of around 80,000 tonnes of annual cargo by 2043 in the 
Core Planning Case. 

Figure 6.8: Long-term cargo tonnage forecast for the airport 

  
Source: York Aviation 

Business aviation forecasts 

6.5.11 Business aviation is forecast solely on the basis of aircraft movements.  As can 
be seen in Figure 6.9, there has been relatively little variation in the number of 
such aircraft movements over recent years, in large part related to the amount 
of apron space available to park such aircraft.  In recent years pre-pandemic, 
the typical number of such movements annually has been up to around 30,000 
movements. 
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Figure 6.9: Historic Business/General Aviation aircraft movements at the airport 

Source: LLAOL Movement Data. 

6.5.12 Given recent trends, the future projections have assumed that such movements 
remain at this upper limit of 30,000 aircraft movements a year throughout the 
forecast period, which is considered a realistic upper bound for assessment 
purposes given that additional apron areas for such aircraft are not part of the 
Proposed Development. 

6.6 Parameters for environmental assessment, surface access planning 
and capacity assessment 

6.6.1 This sub-section sets out how the passenger and air cargo projections outlined 
above have been used to provide the more detailed forecast parameters to 
enable the assessment of the impacts of the Proposed Development.  

Annual aircraft movement forecasts 

6.6.2 Based on the passenger and cargo projections outlined above, aircraft 
movement projections have been developed.  The outputs described here are 
for the Core Planning Case (32 mppa by 2043), but the process, assumptions 
and methodologies are also consistent for outputs related to the Slower and 
Faster Growth cases. 

6.6.3 In addition to outputs relating to the Proposed Development to 32 mppa, 
outputs have also been prepared for the Without Development Case of 18 
mppa to allow assessment of the impacts of the development relative to Without 
Development195    

 
195 An alternative Without Development Case with the airport operating at 19 mppa was also prepared and 
used to assess the extent to which the economic benefits of the scheme, reported in Section 8, are sensitive 
to a higher baseline throughput. 
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6.6.4 As will be explained further below, the Core Planning Case fleet mix is based on 
the expected fleet mix at the airport, taking into account the expected transition 
to new generation aircraft196 over the next decade.  However, in order to ensure 
that the reasonable worst case is considered for environmental assessment, a 
slower potential fleet transition to new generation aircraft has been adopted for 
the Faster Growth Case.   

6.6.5 It is important to recognise that over the period to 2049, there will be further 
developments in aircraft technology, not least to meet the requirements of the 
UK’s Jet Zero Strategy and other global initiatives to decarbonise aviation to 
see the introduction of electric or hydrogen powered aircraft.  Such new 
generation aircraft would be expected to be quieter than those they replace, 
albeit that reductions in carbon emissions may be the priority, following the 
consistent trends for new generation aircraft to be quieter than those they 
replace.  By the mid to late 2030s, it would be expected that the next round of 
fleet replacement would be underway, including the gradual introduction of zero 
emission aircraft in line with the Jet Zero Strategy.   An alternative fleet mix has 
been created that makes allowance for the expected transition to next 
generation aircraft in line with the Jet Zero Strategy High Ambition Scenario 2 
and allows for a proportion of the fleet to be zero emission aircraft in DfT 
assumptions197.  This is described further below and has informed sensitivity 
analysis in terms of both noise and carbon emissions. 

 Passenger air transport movement forecasts 

6.6.6 Projections of commercial passenger aircraft movements, or Passenger Air 
Transport Movements (PATMs), are calculated for future years based on a 
projected average number of passengers per movement.  By dividing the 
overall passenger forecast by these projections, the annual movements are 
determined. 

6.6.7 Hence, the first stage of assessing the PATMs is to determine the likely average 
passengers per movement in future years.  The starting point for establishing 
the number of passengers per PATM in future years has been to review recent 
performance at the airport.  As can be seen in Figure 6.10, this has been 
increasing over recent years, climbing from around 138 passengers per PATM 
in 2012 to just under 165 in 2019.  Over the last 4 years alone, this figure grew 
by an average of 3.6% per annum. 

 
196 A320/A321Neo family of aircraft, B737Max aircraft and other new variants. 
197 Department for Transport, Jet Zero illustrative scenarios and sensitivities, July 2022, page 9 and Jet Zero: 
modelling framework, March 2022, Section 4. 
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Figure 6.10: Recent growth in passengers per PATM at the airport 

  
Source: York Aviation analysis of LLAOL Movement Data 

6.6.8 This rapid increase has taken place for two key reasons: 

a. the average number of seats available on each flight has been increasing; 
and 

b. airlines have been selling a higher proportion of the seats available on 
each flight (known as the load factor). 

6.6.9 The first of these has been the result of a combination of: 

a. airlines replacing older aircraft with larger versions of the same aircraft 
families, for example easyJet replacing 156-seat Airbus A319 aircraft with 
186-seat Airbus A320 aircraft; and 

b. because of more rapid growth at the airport by airlines such as Wizz Air, 
which have been operating larger capacity variants of narrowbody aircraft 
compared to the historic average. 

6.6.10 It is important to recognise, however, that when considering ‘larger’ aircraft in 
this context, the airlines continue to base their operations around Code C 
narrowbody types, which includes the Airbus A320 family and Boeing-B737 
family of aircraft.  Within each of these there are different variants.  In essence, 
these are just stretched variants of the same basic aircraft with more seats on 
board.  Indeed, some aircraft have been altered to fit more passengers without 
any physical change to the fuselage, such as the increase from 180 to 186 
seats on the Airbus A320 and the increase from typically 210-220 passengers 
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on the Airbus A321 to up to 235-239 passengers on the replacement Airbus 
A321Neo. 

6.6.11 Hence, growth in aircraft size has not been due to any fundamental change to 
much larger aircraft and this can be seen in Figure 5.5 which illustrates the 
scale of seat increase across the Airbus A320 family for the two largest airlines 
at the airport, easyJet and Wizz Air. 

6.6.12 Figure 6.11 illustrates the balance of aircraft types scheduled by these key 
airlines since 2012 and the impact on the average number of seats per 
movement for each, showing the clear upward trend and the acceleration of this 
over recent years. 

Figure 6.11: Fleet breakdown and average seats per aircraft movement for easyJet and 
Wizz Air at the airport 

 
Source: OAG 

6.6.13 In addition to this upward shift in aircraft capacity, the main airlines operating at 
the airport have also been focusing on increasing the proportion of seats sold 
on each flight (the load factor) in recent years.  These carriers historically 
targeted selling around 80-85% of all available seats, but recently have actively 
sought to increase this to over 90%.  This is illustrated in Figure 6.8, illustrating 
the upward trend. 

6.6.14 This upward trend towards higher load factors has been broadly consistent 
across all carriers at the airport, where it is estimated that the average load 
factor across all airlines climbed from 81% in 2012 to 87% in 2019.  Going 
forward, the recent trends in load factor growth are likely to be unsustainable as 
the ability to increase the number of passengers per ATM is, ultimately, limited 
by the seating capacity of the aircraft, typically Code C aircraft operating short 
haul flights from the airport, and the commercial reality that some flights will 
operate with a full load (such as outbound at the start of the school holiday 
period) whilst the reverse leg will necessarily have a lower load factor. 

6.6.15 This suggests that the rate of change in average passengers per aircraft 
movement will be slower over the medium to long-term.  In determining the 
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future expectations as to increases in passengers per PATM, a number of other 
factors have been considered: 

a. the number of easyJet Airbus A319s remaining in the fleet is now 
relatively small so there is less scope for step changes in average aircraft 
size through their replacement by A320s than has occurred over recent 
years; 

b. Wizz Air now accounts for a larger proportion of the overall traffic and, 
therefore, its future growth will have a lower impact in terms of the 
ongoing increase in passengers per aircraft movement than the impact 
up to 2019 when it was growing its share and increasing aircraft size 
concurrently; 

c. the change in average seating capacity for other airlines may be less 
even as they replace aircraft, for example Ryanair’s new B737-Max 8 
aircraft will carry only 9 passengers more than their current fleet; 

d. network-wide average load factors appeared to be stabilising pre Covid-
19 at around 93% year round198.  Given that it is not realistic to expect 
100% of seats to be sold on all flights year round, then there is likely little 
scope for this to be a contributing factor in average passengers per PATM 
increases, albeit the airport still operates slightly below the network 
average in terms of passengers actually carried; and 

e. as the airport grows, different types of airlines may have lower average 
load   factors compared to the existing airlines, for example regional or 
full service airlines that may operate more in the 70-80% load factor 
bracket. 

6.6.16 In the short-term, the ongoing effects of Covid-19 means that load factors are 
likely to remain below long-term averages for a period.  Taking into account the 
factors above, the average rate of change in average passengers per PATM is 
assumed to be approximately 1% per annum until the mid-2020s, then slowing 
to 0.25% per annum until the end of the forecast period.  The more rapid 
change in the near term reflects the continued replacement of easyJet’s Airbus 
A319 aircraft, before then settling to a balanced mix of larger Code C aircraft 
such as Airbus A320s and Airbus A321s (and Neo versions), with some more 
steady replacement of the smaller variants over time as passenger demand 
increases. 

6.6.17 These projections have been informed by consultations with airlines operating 
at the airport presently regarding their fleet plans going forward as well as their 
likely operating patterns as they grow.  These have also been checked against 
the publicly announced fleet plans for these airlines.  The projections as to the 
expected growth in passengers per PATM have informed the development of 
the more detailed outputs for assessment. 

6.6.18 Figure 6.12 illustrates the expected annual average passengers per PATM 
used to underpin the detailed forecast outputs.  The same assumptions apply 

 
198 In terms of seats sold. 
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across all forecast scenarios (Core Planning, Faster Growth, Slower Growth 
and Without Development).  Consequently, the number of passengers per 
PATM is assumed to grow in line with the forecasts except in the Without 
Development Case when, on reaching 18 mppa again (in 2023), it is assumed 
that the airlines will seek to maintain frequencies of service rather than increase 
aircraft size with the passenger cap in place. 

Figure 6.12: Forecast average passengers per PATM at the airport 

 
Source: York Aviation 

6.6.19 The average numbers of passengers per aircraft movement has been used to 
calculate the annual number of PATMs by dividing the passenger forecast by 
the average aircraft size for each of the forecast scenarios.  The resultant 
movement forecasts can be seen in Figure 6.13 and Table 6.8. 

Figure 6.13: Passenger air transport movement forecasts  

  
Source: York Aviation 
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6.6.20 Over time, as long haul services develop, wide-bodied aircraft and some long 
haul narrowbody aircraft will enter the fleet mix.  At 27 mppa, around 3% of the 
annual passenger fleet is projected to be wide-bodied aircraft operating longer 
haul services, climbing just under 5% at the point when 32 mppa is handled. 

Table 6.8: Passenger air transport movement forecasts 

Year Core Planning 
Case 

Faster 
Growth Case 

Slower 
Growth Case 

Without 
Development 

2024 110,890 110,870 100,970 105,800 
2025 114,630 116,360 104,200 105,800 
2026 118,960 123,860 110,320 105,800 
2027 123,860 132,480 114,090 105,800 
2028 123,540 132,150 117,300 105,800 
2029 123,230 131,830 121,030 105,800 
2030 122,920 131,510 123,860 105,800 
2031 122,620 131,180 123,300 105,800 
2032 122,310 130,860 122,990 105,800 
2033 122,010 130,520 122,690 105,800 
2034 121,710 130,210 122,380 105,800 
2035 121,410 132,150 122,070 105,800 
2036 121,090 134,050 121,760 105,800 
2037 133,710 138,760 123,690 105,800 
2038 140,680 150,960 125,650 105,800 
2039 150,960 156,180 127,620 105,800 
2040 156,140 165,680 129,630 105,800 
2041 163,560 175,780 132,310 105,800 
2042 172,010 177,110 135,000 105,800 
2043 177,110 177,110 138,000 105,800 
2044 177,110 177,110 141,070 105,800 
2045 177,110 177,110 144,210 105,800 
2046 177,110 177,110 150,960 105,800 
2047 177,110 177,110 159,890 105,800 
2048 177,110 177,110 168,390 105,800 
2049 177,110 177,110 177,110 105,800 

Source: York Aviation 
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 Cargo aircraft movement forecast 

6.6.21 As has already been indicated earlier in this section, it is assumed that cargo 
aircraft movements will remain at 2019 levels, in part due to limitations on night 
operations and cargo on dedicated aircraft will thus remain at 2019 levels.  
Although the number was around 2,800 movements in 2019, this was an 
isolated peak and, even during the Covid-19 pandemic when activity in 
dedicated cargo aircraft increased generally, the number of such movements at 
the airport was 1,600.  A realistic average of 2,300 dedicated cargo aircraft 
movements has been adopted for the future as can be seen in Figure 6.14, 
albeit that these movements are expected to be able to accommodate the cargo 
tonnage seen in 2019 over the longer term due to some up-gauging of aircraft.   

Figure 6.14: Historic cargo aircraft movements at the airport 

 
Source: York Aviation 

 Total aircraft movement projections 

6.6.22 The overall movement forecasts are, hence, derived by combining the 
passenger movement and cargo aircraft movement forecasts described above, 
along with the business aviation projections described earlier in this section.  
These can be seen in Table 6.9 and Figure 6.15. 
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Table 6.9: Total aircraft movements forecasts by year 

Year 
Core 

Planning 
Case 

Faster 
Growth Case 

Slower 
Growth Case 

Without 
Development 

2024 143,190 143,170 133,270 138,100 
2025 146,930 148,660 136,500 138,100 
2026 151,260 156,160 142,620 138,100 
2027 156,160 164,780 146,390 138,100 
2028 155,840 164,450 149,600 138,100 
2029 155,530 164,130 153,330 138,100 
2030 155,220 163,810 156,160 138,100 
2031 154,920 163,480 155,600 138,100 
2032 154,610 163,160 155,290 138,100 
2033 154,310 162,820 154,990 138,100 
2034 154,010 162,510 154,680 138,100 
2035 153,710 164,450 154,370 138,100 
2036 153,390 166,350 154,060 138,100 
2037 166,010 171,060 155,990 138,100 
2038 172,980 183,260 157,950 138,100 
2039 183,260 188,480 159,920 138,100 
2040 188,440 197,980 161,930 138,100 
2041 195,860 208,080 164,610 138,100 
2042 204,310 209,410 167,300 138,100 
2043 209,410 209,410 170,300 138,100 
2044 209,410 209,410 173,370 138,100 
2045 209,410 209,410 176,510 138,100 
2046 209,410 209,410 183,260 138,100 
2047 209,410 209,410 192,190 138,100 
2048 209,410 209,410 200,690 138,100 
2049 209,410 209,410 209,410 138,100 

Source: York Aviation  
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Figure 6.15: Total aircraft movements by year With Development and in the Without 
Development Cases  

  
Source: York Aviation 

Key outputs for environmental impact assessment 

6.6.23 The forecasts have been developed into more detailed outputs to allow the 
environmental impact assessment work to be undertaken, as well as to support 
capacity planning and highways modelling.  Key outputs include: 

a. Busy Day timetables for airport capacity planning and October Day 
Timetables for highways modelling and surface access; 

b. annual fleet; 
c. 92-Day fleet mix for noise assessment; and 
d. assumed world region split for each aircraft type and average range to 

each region. 

 Busy day and October day timetables 

6.6.24 Busy Day Timetables (BDTTs) have been developed as a basis for assessing 
capacity requirements and these are used to project forward to 92-day and 
annual fleet mixes, which are considered later in this section.   

6.6.25 These BDTTs are intended to represent a typical busy day, not the peak day in 
the year or the busiest hour in the year but a typical busy period relevant to be 
used for design purposes.  This is normally based on the day containing the 30th 
busiest hour in the year.  As the airport has a fairly consistent pattern of daily 
operations over the busy summer period, this is considered a representative 
day.   

6.6.26 In addition, timetables for an indicative October day have been developed in 
each assessment year for the purposes of surface access assessments and 
transport modelling.  This is to reflect that the Busy Day in each year is likely to 
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occur in the peak of summer when background road traffic is lower due to the 
school holidays.  The October day represents a typical busier day for the month 
(excluding the half term peak) to test against a normal level of background 
traffic demand and is considered more appropriate for surface access 
modelling. 

6.6.27 The first stage in developing these indicative timetables is to determine the 
number of movements which will occur on each day.  The airport, like many 
airports, has a definite peak in movements over the summer months, declining 
in the winter months.  This can be seen in Figure 6.16 for 2018 and 2019. 

Figure 6.16: Seasonality of passenger aircraft movements at the airport 

 
Source: CAA Statistics 

6.6.28 Over time, as the airport grows it is expected that this seasonal pattern will 
flatten somewhat as: 

a. long haul services are likely to operate a more consistent schedule across 
the year than short haul services; 

b. leisure routes tend to dominate smaller airports, whilst larger airports tend 
to have a greater balance of destinations, many of which will have year-
round demand; and 

c. regional airlines, which currently have a limited presence at the airport, but 
likely to grow over time, may operate a more consistent pattern of traffic 
across the year. 

6.6.29 Regression analysis, based on examining trends in seasonality at the airport 
and at Stansted with a similar mix of traffic as expected in future at the airport, 
shows how the ratio of Busy Day to annual passenger aircraft movements 
would be expected to decrease as the airport grows.  This is shown in Figure 
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0

2,000

4,000

6,000

8,000

10,000

12,000

Jan Feb Mar Apr May Jun Jul Aug Sep Oct Nov Dec

M
on

th
ly

 P
AT

M
s

2018 2019



  

London Luton Airport Expansion 
Development Consent Order    
 
   

Need Case 

 

TR020001/APP/7.04 | Issue 1 | 27 February 2023  Page 135 
 

decline is projected to 2040 but the number of aircraft movements on the busy 
day is retained as a constant proportion to annual movements thereafter in 
order to: 

a. reflect uncertainty over the nature of airlines which may be operating in the 
UK, and their patterns of operation in 20 years’ time; and  

b. present a reasonable worst case environmental assessment which is 
driven off the Busy Day, particularly for the key noise assessments. 

Figure 6.17: Busy day to annual passenger aircraft movement analysis 

 
Source: York Aviation 
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Table 6.10: The number of aircraft movements projected on the Busy and October Days 

 Forecast ratio 
Year Busy day October day 
2027 403 374 
2039 483 457 
2043 565 536 

 
                                         Source: York Aviation 

6.6.32 The process for developing the timetables is consistent across both the Busy 
day and the October day and, in both cases, uses appropriate days for 2019 as 
the starting point for the process.  There are three key stages to the timetable 
development: 

a. remove services known to no longer be operating (due to airline failures or 
service withdrawals); 

b. adjust aircraft types based on discussions with airlines, industry trends and 
in line with aircraft size parameters set out above; and 

c. add new flights to the schedule up to the projected number of movements 
for a busy day.  Additional flights are based on observed operating patterns 
for airlines, whether with based or inbound aircraft.  Mini schedules have 
been created for new based aircraft which will reflect likely and forecast 
destinations, sector lengths and turnaround times, building up a day’s 
operation for such an aircraft to add into the timetable.  An example is 
illustrated in Figure 6.18.   For potential inbound aircraft, these are be 
based on likely arrival times at the airport from the origin as well as realistic 
turnaround times before departure.  

Figure 6.18: Indicative mini-schedule for a based aircraft 

 
Source: York Aviation 

6.6.33 An important element of future operations will be the continued need to operate 
some departures and arrivals within the 8-hour night noise period.  This is 
critical to low fares airline operations as it is vital to maximise the use of the 
aircraft that are based overnight at the airport in order to keep fares lower for 
consumers.  Achieving high utilisation requires airlines to operate their first 
departure early in the morning (which may from around 06:00 hours, within the 
8-hour night period) and return late into the evening.  This is reflected in the 
indicative schedule seen in Figure 6.18 above.  Such operations are an 

Arr Time Airline Aircraft Type From Arr Seats Dep Time Airline Aircraft Type From Dep Seats
0620 X Airbus A320Neo TLS Dep 186

1035 X Airbus A320Neo TLS Arr 186 1105 X Airbus A320Neo OPO Dep 186
1615 X Airbus A320Neo OPO Arr 186 1650 X Airbus A320Neo MLA Dep 186
0035 X Airbus A320Neo MLA Arr 186
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essential element of airline operations, without which the airport would be 
unable to meet its local passenger demand. 

6.6.34 It is important to note that, whilst the timetables are based on realistic operating 
patterns, they remain indicative of the profile of traffic, generic assumptions as 
to the destinations likely to be served and the types of airlines which may 
operate.  Over the period to 2043, it is likely that some airlines will enter and 
leave the market and it is the nature of the schedule overall which is more 
important than the detail by airline or route.  The indicative busy day timetable 
for 32 mppa is set out in Appendix C. 

6.6.35 As a further sense check, the historic relationship between the typical busy hour 
flow of arriving and departing passengers at the airport has been examined to 
ensure that, within the busy day, the busy hours are grown appropriately having 
regard to the expectation that, as with seasonality, the profile of traffic using an 
airport will spread over the day as the overall number of flights and passengers 
handled grows.  The profile for the airport, based on recent years’ actual data. 
Is illustrated in Figure 6.19. 

Figure 6.19: Ratio of busy hour to annual passengers at the airport (arrivals and 
departures) 

 
Source: York Aviation analysis of LLAOL data 

6.6.36 This analysis results in estimated peak hour passenger flows across the airport 
as a whole for each of the assessment throughputs; 21.5, 27 and 32 mppa.  
These are set out in Table 6.11 below in future years and this has informed the 
development of the BDTTs and informed the parameters used to determine the 
terminal works required as part of the Proposed Development. 
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Table 6.11: Projected busy hour passengers at the airport at the assessment phases 

Mppa Arrivals Departures 
Phase 1 - 21.5 mppa 3,300 4,200 
Phase 2a – 27 mppa 3,900 4,900 
Phase 2b – 32 mppa 4,350 5,500 

 
Source: York Aviation analysis of LLAOL data 

6.6.37 In developing the BDTTs, account has been taken of the difference between 
scheduled times of operation and the actual passenger flows through the 
terminal as reflected in the above busy hour projections.  Hence, the hourly 
passenger flows shown in the BDTTs do not precisely match historically derived 
benchmarks but are considered to be within a reasonable tolerance of error.  
The demand profiles for aircraft movements, based on scheduled times of 
arrival and departure, are set out in Figures 6.20 to 6.22 below for the Core 
Planning Case199 and the equivalent profiles for arriving and departing 
passengers in Figures 6.23 and 6.24.  To the extent that these hourly flows 
used for assessment purposes are higher than the historic benchmarks, this 
contributes to ensuring that a reasonable worst case for the impacts has been 
assessed. 

Figure 6.20: Profile of scheduled arriving aircraft movements on a busy day 

 
Source: York Aviation  

 
199 These include only PATMs and their associated passengers and not freight and business aviation aircraft 
movements. 
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Figure 6.21: Profile of scheduled departing aircraft movements on a busy day 

 
Source: York Aviation 

Figure 6.22: Profile of two-way scheduled aircraft movements on a busy day 

 
Source: York Aviation 

6.6.38 In developing both the Busy day and October day timetables, a load factor of 
90% has been applied to all arriving and departing flights to determine 
passenger numbers as shown in Figures 6.23 and 6.24.  In practice, some 
flights will operate at higher load factors and others below.  The resulting 
number of passengers on the Busy Day has been cross checked for 
consistency to the annual total. 
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Figure 6.23: Profile of scheduled arriving passengers on a busy day 

 
Source: York Aviation 

 

Figure 6.24: Profile of scheduled departing passengers on a busy day 

 
Source: York Aviation 

6.6.39 A busy day timetable was also derived for the Faster Growth case to ensure 
that the worst case impacts can be tested.  This case assumes that, if faced 
with constraints on scheduling more movements in the commercially desirable 
busy hours as a result of the limited additional airport capacity assumed to be 
provided at Assessment Phase 1 and the timeframe before substantial 
additional capacity is assumed to be provided in Assessment Phase 2, airlines 
might be willing to operate a greater proportion of flights outside of the peaks, 
although this is not considered to be the most likely outcome.  On this basis, the 
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Faster Growth Case assumes that the Phase 1 infrastructure has the potential 
to support up to 23 mppa but without increasing demand in peak periods.  The 
change in demand profile over the day is illustrated in Figure 6.25 with the 
profile at 21.5 mppa in 2027 compared with that for 23 mppa in the Faster 
Growth Case. 

Figure 6.25: Comparison of Core Planning and Faster Growth Case passengers on a busy 
day at Assessment Phase 1  

 

 
Source: York Aviation 

6.6.40 Busy day and October day timetables have not been developed for the Without 
Development Case because the surface access assessments, which use these 
detailed timetables, are based on actual traffic counts for recent years and pro-
rata adjusted forward such that there was no requirement for BDTTs to support 
this assessment.  Furthermore, the remaining outputs for the Without 
Development Case are derived by adjusting assumptions, such as fleet mix, 
consistent with the Core Planning Case, to produce future year annual fleet 
mixes and the 92-day fleet mixes for assessment purposes.  These 
assumptions are described below. 

 Annual aircraft fleet mix 

Passenger aircraft fleet mix 

6.6.41 For the Core Planning Case, the annual fleet mix is determined by assuming 
that the fleet mix on the Busy day is broadly representative of the fleet which will 
operate across the year.  The starting point for the fleet has been to adjust the 
aircraft assumed within the BDTT based on expected changes in the fleets of 
typical airlines operating at the airport.  To do this, a review of aircraft orders 
and statements by the carriers related to fleet renewals has been undertaken, 
as well as discussing future aircraft types with the core airlines at the airport. 

6.6.42 It is important to note that the rate of growth of individual airlines at the airport 
will vary over the forecast period, new airlines will start to serve the airport and 
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some existing airlines could cease operations.  Hence, it is important to 
recognise that the assumptions around the fleet are not airline specific and that 
it is the overall split between current and new generation types that is key to the 
environmental assessments.   

6.6.43 As BDTTs have not been developed for the Without Development Case, this 
instead relies on the fleet mix in each assessment year taken from the Core 
Planning Case, and applying this pro-rata to the assumed total movements in 
the corresponding year for the Without Development Case.  In doing this, only 
aircraft types operated by low fares and charter airlines are included because 
with capacity limited to 18 mppa, there would be no scope for growth of 
regional, full service or long haul operations at the airport.   

6.6.44 The fleet mixes in the Core Planning Case and in the Without Development 
Case are shown for key years in Table 6.12.  Interpolations between these 
years have been undertaken for the purposes of those environmental 
assessments that require a complete annual time series. 

6.6.45 In practice, a large number of the aircraft types shown in Table 6.12 are only 
just being introduced into service currently and, therefore, are still the main area 
where fleet changes are expected based on current manufacturers’ order books 
over the short to medium term.  By 2027, the Core Planning Case fleet mix 
assumes that 69% of the primary short haul aircraft types (Airbus A320 
family/Boeing-B737 family) will be new generation (Neo/Max) and 31% will be 
current generations of these aircraft types.  By 2037 and 2043, it is anticipated 
that the split of core short haul aircraft (so excluding widebody and regional 
aircraft) will strongly favour new generation types at 98% of these key aircraft. 

6.6.46 As outlined earlier, an alternative fleet mix has been developed for the Faster 
Growth Case, which reaches a higher throughput in 2027 of 23 mppa before a 
new terminal is open in the mid-2030s.  The higher throughput in the early 
assessment year has a higher number of annual movements, as shown in 
Figure 6.14.  The Faster Growth Case also reflects a slower transition to newer 
generation aircraft (Max and Neo types) over this timeframe so as to represent 
a reasonable worst case for assessment of the upper bounds of the 
environmental impacts resulting from the Proposed Development and properly 
reflects uncertainties as to fleet transition and the potential for faster growth.  
On this basis, the split of new generation and current generation aircraft for the 
main short haul fleet at the airport is projected to be 60% new generation and 
40% current generation types in 2027. 
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Table 6.12: Projected annual passenger aircraft fleet mixes 

 2019 
Actual 

Core Planning Case Without Development 
Case 

 2019 2027 2039 2043 2027 2039 2043 
Airbus A319 21,470 0 0 0 0 0 0 
Airbus A320 44,054 25,880 0 0 22,110 0 0 
Airbus A320neo 6,013 46,210 71,400 75,640 39,480 60,790 60,790 
Airbus A321 18,918 620 0 0 530 0 0 
Airbus A321LR 0 0 630 630 0 0 0 
Airbus A321neo 1,434 28,960 43,840 54,210 24,740 26,710 26,710 
Airbus A350-900 0 0 630 630 0 0 0 
Boeing B737-800W 16,659 11,710 3,130 1,890 9,990 3,130 1,890 
Boeing B737-900W 540 620 0 0 530 0 0 
Boeing B737-Max10 0 0 2,510 5,040 0 0 0 
Boeing B737-Max8 0 9,860 19,420 23,950 8,420 14,540 15,780 
Boeing B737-Max9 0 0 630 630 0 630 630 
Boeing B787-10 0 0 1,250 1,890 0 0 0 
Boeing B787-8 0 0 1,880 4,410 0 0 0 
Boeing B787-9 0 0 630 1,260 0 0 0 
Dash 8-Q400 0 0 5,010 4,410 0 0 0 
Embraer E190-E2 0 0 0 2,520 0 0 0 
Other 1,436 0 0 0 0 0 0 

Source: York Aviation 

6.6.47 Over the longer term, it would be reasonable to expect that the two cases would 
converge due to the natural rate of aircraft replacement by the airlines, although 
a marginal difference remains at 27 mppa due to this throughput being reached 
one year earlier in the Faster Growth Case.  The fleet mix for the key 
assessment years of the Faster Growth Case is shown in Table 6.13. 

6.6.48 The aircraft assumed to be used within the BDTTs and, therefore, the annual 
fleet projections are based on the current latest generation aircraft (e.g. Airbus 
Neo aircraft) that are already entering the airline fleets, referred to as ‘New 
Generation’ aircraft.  This represents a conservative fleet for the purposes of the 
environmental assessments over the longer term, and the split of these aircraft 
can be seen in Table 6.14.  In the first instance, it should be recognised that 
each generation of new aircraft tends to bring improvements in environmental 
performance compared to the types they replace and that, over the period to 
2043, there will almost certainly be another generation of aircraft developed and 
brought into service.  
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Table 6.13: Faster Growth Case fleet mix variant 

Faster Growth Case 
 2027 2038 2042 
Airbus A320 35,000 0 0 
Airbus A320Neo 42,500 71,400 75,640 
Airbus A321 1,870 1,250 0 
Airbus A321LR 0 630 630 
Airbus A321Neo 29,370 42,590 54,210 
Airbus A350-900 0 630 630 
Boeing B737-800W 15,000 3,130 1,890 
Boeing B737-900W 620 0 0 
Boeing B737-Max10 0 2,510 5,040 
Boeing B737-Max8 8,120 19,420 23,950 
Boeing B737-Max9 0 630 630 
Boeing B787-10 0 1,250 1,890 
Boeing B787-8 0 1,880 4,410 
Boeing B787-9 0 630 1,260 
Dash-8-Q400 0 5,010 4,410 
Embraer E190-E2 0 0 2,520 

 Source: York Aviation 
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Table 6.14: Summary of fleet mixes 

  2019 
Actual 

Core 
Planning 
Case 21.5 

mppa 

Faster 
Growth 
Case 23 

mppa 

Core 
Planning 
Case 27 

mppa 

Faster 
Growth 
Case 27 

mppa 

Core 
Planning 
Case 32 

mppa 

Faster 
Growth 
Case 32 

mppa 

Core 
Narrowbody 
Aircraft 

Current 
Generation 93% 31% 40% 3% 3% 1% 1% 

New 
Generation 7% 69% 60% 91% 91% 90% 90% 

Regional Aircraft 0% 0% 0% 3% 3% 4% 4% 
Widebody Aircraft 0% 0% 0% 3% 3% 5% 5% 

Split of Core 
Narrowbody 
Aircraft 

Current 
Generation 93% 31% 40% 2% 3% 1% 1% 

New 
Generation 7%% 69% 60% 98% 97% 99% 99% 

Source: York Aviation
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6.6.49 Whilst the Core Planning Case fleet mix projections are based, in the first 
instance, upon current and the latest generation of aircraft now entering service, 
an alternative fleet mix scenario has also been developed to reflect the next 
generation of aircraft that may come forward over the period to 2043.  This 
scenario has been developed by assuming development and entry into service 
of new technologies in line with the Government’s Jet Zero Strategy, as 
discussed earlier in this section.  This includes the assumption that some zero 
emission aircraft will be entering the fleets from the early 2030s.  This 
alternative fleet mix is the principal fleet mix200 adopted for the purpose of 
considering greenhouse gas emissions within Chapter 12 of the ES 
[TR020001/APP/5.01]  as it reflects Government policy and the requirement for 
the sector to meet the targets set out in the Jet Zero Strategy. 

6.6.50 Assumptions regarding the transition to next generation aircraft, excluding those 
assumed to be zero emission follow the principles laid out in the Jet Zero 
documentation (Ref 6.1201), which sets out: 

a. Entry into service by next generation smaller Class 1 and 2 aircraft (< 150 
seats) in 2035; 

b. 50% of retiring class 3 aircraft (150-250 seats, the majority of future 
aircraft at Luton) from 2040 replaced by zero emission aircraft. 

6.6.51 The Jet Zero Strategy indicates that around 27% of the national fleet is 
expected to be zero emissions by 2050, although this figure is influenced by 
long haul aircraft for which zero emission aircraft are likely to be introduced 
later.  Hence, the rate of introduction for short haul operations would be 
expected to be somewhat faster.  However, for the purposes of the 
environmental assessment we have capped the growth of these aircraft at the 
Airport to a maximum of 27% of the fleet by 2050, with 5% of the fleet assumed 
to be zero emission in 2040, consistent with Jet Zero and to ensure some 
degree of conservatism.  Figure 6.26 illustrates the sensitivity fleet projection 
for the core Code C fleet at Luton (Boeing-B737/Airbus A320 family types). 

6.6.52 At this stage, the alternative fleet mix case assumes the same cargo and 
business aviation fleets as the Core Planning Case.  This may be a 
conservative assumption for the business aviation fleet however, where new 
technologies may mirror those in the commercial aircraft market and may be 
introduced earlier reflecting the smaller aircraft typically operated.  These fleets 
are considered in more detail below. 

 

 
200 Referred to as the Green House Gas Core Planning Case. 
Ref 6.1201 Department for Transport, Jet Zero: modelling framework, March 2022. 
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Figure 6.26: Code C aircraft fleet mix in the alternative Next Generation Fleet Mix Case 

 
Source: York Aviation 

6.6.53 Figure 6.27 goes on to illustrate the split of all aircraft types in the sensitivity 
fleet projection for Luton over the period from 2035. 

Figure 6.27: Overall fleet composition in the alternative Next Generation Fleet Mix Case 

 
Source: York Aviation 
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6.6.54 While next generation aircraft also have the potential to be quieter than those 
they replace, following historic trends on improving aircraft performance, this is 
less certain.  For this reason, the alternative fleet mix is treated as a sensitivity 
test for noise assessment purposes in Chapter 16 of the ES 
[TR020001/APP/5.01].   

Cargo aircraft fleet mix 

6.6.55 The cargo aircraft fleet projected forward is consistent in both the with 
development assessment cases (Core Planning and Faster Growth) and the 
Without Development Case and is based on a relatively simply adjustment to 
the current fleets.  It is assumed that: 

a. where services are operated by Boeing-B757-200F and Boeing-B737-
400F aircraft presently, these are replaced by converted Boeing-B737-
800W aircraft; and 

b. where services are presently operated by Airbus A300 aircraft presently 
these are replaced by Airbus A330-200F aircraft202. 

6.6.56 For commercial reasons, the relevant airlines have not been able to share their 
likely fleet replacement plans, but the assumptions above are based on 
replacements by current generation passenger aircraft which are being 
increasingly converted to cargo aircraft.  This follows the typical pattern for 
many airlines operating dedicated cargo aircraft where their fleet remains one 
generation behind the passenger airlines by virtue of using these converted 
aircraft as they leave passenger service.  Table 6.15 shows the projected cargo 
fleet by aircraft type which are included in the forecasts. 

Table 6.15: Projected cargo aircraft fleet mix 

 2019 2027 2039 2043 
Airbus A300-600F 1,758 1,100 0 0 
Airbus A330-200F 56 150 400 400 
Airbus A330-300F 0 0 850 850 
Boeing B737-800F 0 0 1,050 1,050 
Boeing B737-400F 385 270 0 0 
Boeing B757-200F 620 780 0 0 
Other 7 0 0 0 

Source: York Aviation 

 Business aviation fleet mix 

6.6.57 Currently, there are a significant number of different aircraft types operating 
business aviation flights at the airport and the fleet mix is not consistent from 

 
202 Operations at night would be subject to payload restrictions on departure to comply with the current 
requirement for no quota count (QC)2 operations during the night period.  
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one year to the next.  These types can range from helicopters and small 
turboprops to executive-configured Boeing-B737 and Airbus A320 types. 

6.6.58 With such a broad spectrum of aircraft, it is not possible to cover all possible 
permutations within a future fleet projection.  Therefore, the fleet mix has been 
developed by reviewing the fleet operated in 2019 and selecting a 
representative fleet mix covering helicopters, small-, mid- and large-size 
business aircraft, focusing primarily on newer generation aircraft which are likely 
to dominate the fleet over the forecast period.  The total of 30,000 business 
aviation movements expected has then been allocated across these 
representative types based on historical patterns related to these and similar 
aircraft types.  The fleet mix for key assessment years is shown in Table 6.16. 

Table 6.16: Projected business aviation fleet mix 

 2027 2039 2043 
Airbus A319CJ 150 0 0 
Airbus A319Neo CJ 200 350 350 
Augusta A139 Helicopter 600 600 600 
Beechcraft King Air 350 550 550 550 
Boeing B737-BBJ7 150 0 0 
Boeing B737-BBJ Max7 200 350 350 
Bombardier Global Express 6000 4,300 4,300 4,300 
Canadair Challenger 605 4,050 4,050 4,050 
Cessna 680 Sovereign 7,450 7,450 7,450 
Dassault Falcon F8X 3,100 3,100 3,100 
Embraer Legacy 650E 2,000 2,000 2,000 
Embraer Phenom 300E 950 950 950 
Gulfstream 400 2,550 2,550 2,550 
Gulfstream 650 3,750 3,750 3,750 

Source: York Aviation 

6.6.59 As with the commercial passenger aircraft, these fleet projections do not yet 
factor in any next generation aircraft at this time as these are not clearly defined 
and may not fully reflect ongoing modernisation of the business aviation fleet in 
the meantime.  As such, the fleet mix presented allows a conservative 
environmental assessment.  It is more likely that new technologies, such as 
electric aircraft, will come forward at an earlier date within the business aviation 
fleet but this has not been factored into the assessments to be conservative. 
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 Noise assessment parameters 

Night movement projections 

6.6.60 This sub-section focuses on operations in the night period.  As outlined earlier 
at paragraph 6.6.33, night flying is an important part of the operation at an 
airport such as Luton.  There are two key aspects to considering activity at 
night.  The first is the 23:30-05:59 night control period during which the airport is 
currently controlled by an annual limit on the number of movements as well as a 
Quota Count (QC) limit.  The current limits are explained further in the next 
section.  The second is the 8-hour noise assessment period (23:00-07:00) and 
the projections for this covering the 92-day noise assessment period are 
described further below.  The latter of these covers the early part of the 
operational day and it is recognised that there will be growth in the number of 
movements in the 06:00-07:00 period, which will be fundamental to achieving 
growth to 32 mppa as these early departures will enable the airlines to base 
more aircraft at the airport and operate them to maximise their usage and 
continue to deliver low fares. 

6.6.61 The number of passenger aircraft movements in the night control period has 
been compiled through the following stages: 

a. development of a ratio between the number of movements in this period 
on a busy day to annual basis.  This ratio was calculated for 2018 and 
2019, and then averaged to allow for some variation from year to year; 

b. applying this averaged current ratio to the count of night time movements 
in the future projected BDTTs to establish planned night time movements 
across the year for the assessment years; and 

c. factoring up the annual night movement figure by 5% to allow for late 
arriving flights which are not scheduled in the night period, but which fall 
into this period due to delays. 

6.6.62 The Applicant has committed to retaining the existing night time movement limit 
of 9,650 annual movements for the quota period in order to mitigate the impacts 
of growth203.  Therefore, this acts as the key constraint and in so far as 
passenger movements use more of this allowance over time, so other activities 
may be squeezed out into the shoulder periods.  A hierarchy has been applied 
to this process, favouring passenger movements within the 9,650 limit, followed 
by cargo aircraft and, then, finally business aviation.  Where possible, retention 
of 1,550 cargo movements, as handled in 2019, has been sought due to the 
need for such operations in the night period to support early morning delivery of 
express goods.  Movements displaced from the night quota period are assumed 
to be displaced into the shoulder period either side of the control period. 

6.6.63 Table 6.17 illustrates the projections of movements in the night movement 
control period in each assessment year in relation to the 9,650 limit.  It should 
be noted that the residual number of movements available for Business Aviation 
does not mean that all of these slots will necessarily be used (and, indeed, have 
not been to date), but this simply indicates the balance of the night limit 

 
203 FutureLuToN, Making the Best Use of Our Runway Consultation, June 2018, Page 56. 
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movements potentially available for such activity after taking account of 
passenger and cargo movements.  Taking this approach suggests that, by 
2043, there will be no available capacity for night-time business aviation activity 
in the period 23:30-05:59, compared to scope for around 2,500 movements in 
2019 (when around 1,550 were used). 

Table 6.17: Projected annual night control period aircraft movements (23:30-05:59) in the 
Core Planning Case 

 2019    
Actual 2027 2039 2043 

Passenger Movements 6,113 6,950 7,500 8,600 
Cargo Movements 1,546 1,550 1,550 1,050 
Sub-Total 7,659 8,500 9,050 9,650 
Available for Business Aviation204 1,185 1,150 600 0 

Movement Limit 9,650 9,650 9,650 9,650 
QC Count 3,159 2,926 2,607 2,879 

Source: York Aviation 

6.6.64 Furthermore, it is anticipated that all of the night quota period movement 
allowance will be used over time for passenger and cargo activity, up from 
around 8,850 such movements in 2019 (92% of the limit) to 9,650 movements 
in the medium to longer- term.  It is also anticipated that some cargo 
movements may be pushed into the shoulder periods over the longer term.  On 
this basis, although the number of permitted night movements is expected to be 
fully taken up, it is anticipated that the quota count will remain well inside 
permitted QC limits of 3,500 as also shown in Table 6.17.  The noise 
implications and the quota count are addressed further in Chapter 16 of the ES 
[TR020001/APP/5.01]. 

6.6.65 Although these controls apply to the night noise quota period, the environmental 
assessment for noise is based on the 8-hour 23:00-06:59 period and this 
provides for the continued operation of all cargo aircraft within the period 
regardless of how the night quota limit is allocated between types of operation.  
Hence, the effect of such operations has been taken into account in the 
assessment. 

92-day movement projections 

6.6.66 Noise assessment relies on the projection of movements over a 92-day summer 
period rather than the overall annual number so as to ensure that noise is 
assessed for the relevant busy period.  The expected number of aircraft 
movements by type in the peak 92-day summer period is used for noise contour 
modelling (16 June to 15 September inclusive each year).  These have been 
derived based on the current ratio of 92-day to annual movements of 28.6% and 
applied equally to all aircraft types in the overall annual fleet mix.  Whilst there is 
expected to be some peak spreading of movements across the year, this is 

 
204 2019 Business Aviation is actual used, giving a total of 8,844 movements. 
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expected to include the early and later parts of the 92-day assessment period 
also (so proportionally more movements in June and September).  As a result of 
this, the ratio of 92-day movements to annual is assumed to remain constant 
throughout the forecast period.    

6.6.67 The overall fleet for the 92 days is then divided into the periods of the day used 
for noise assessment purposes: 

a. Daytime (07:00-18:59); 
b. Evening (19:00-22:59); and 
c. Night Period (23:00-06:59) 

6.6.68 For commercial passenger aircraft movements, this division has been based on 
the busy day timetable profile for each specific aircraft type, split by arriving and 
departing aircraft. 

6.6.69 For cargo aircraft movements, the current 92-day to annual ratio is assumed to 
apply in future, as is the same split of movements by time of day as present.  In 
so far as some movements may be pushed out of the 23:30-05:59 period and 
into the 23:00-23:29 or 06:00-06:59 period, this makes no difference to the data 
used for the assessment of night noise as they are assumed to remain within 
the 8-hour night noise assessment period. 

6.6.70 In terms of business aviation aircraft movements, the current ratio between the 
92-day period and the annual number of such movements has been applied.  
However, as these movements are increasingly squeezed out of the night 
period due to the movement limit, displaced movements have redistributed back 
into the evening period of the day. 

6.6.71 As previously indicated, there is anticipated to be growth in the total number of 
movements in the 8-hour night noise period, driven largely by growth in 
outbound movements by new based aircraft in the 06:00-07:00 period each 
morning.  This can be seen in Table 6.18 below. 

Table 6.18: 92-Day movements in 8-hour night noise period 

2019 Actual 2027 2039 2043 
5,400 5,877 6,968 8,221 

Source: LLAOL/York Aviation 

6.6.72 Based on the projections of movements by world region, the split of movements 
following each of the Standard Instrument Departure (SID) routes has been 
developed, with the results for the 92-day period for noise assessment for 2043 
are shown in Table 6.19 below205.  The routes are shown in Figure 6.28.  This 
leads to an increase in the proportion of movements departing on the northerly 
SIDS (Olney) and a proportional decrease to the south compared to the current 

 
205 Currently, all of the assessments are based on the existing flightpaths used by the airport pending the 
wider airspace change anticipated over the South East of England, which is proceeding on a later timescale 
than the DCO application. 
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pattern.  This is driven in part by the assumption around some routes to the 
USA developing over time. 

Table 6.19 : 92-Day split of aircraft movements by Standard Instrument Departure (SID) 
Route 

 OLNEY COMPTON206 MATCH 
2019    
Runway 07 Departures 3% 6% 13% 
Runway 25 Departures 11% 22% 45% 
2043    
Runway 07 Departures 5% 7% 12% 
Runway 25 Departures 15% 23% 39% 

Source: LLAOL/York Aviation 

 
206 Compton SID will be renamed to RODNI in March 2023 but with no change to the route flown. 
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Figure 6.28: London Luton Airport Standard Instrument Departure Routes 

  
 

Source: LLAOL
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6.7 Summary  
6.7.1 This section has outlined the basis of the demand projections for the airport that 

underpin the proposed application for development consent. 

6.7.2 The forecasts have been developed using robust econometric methodologies 
and, given the inherent uncertainties in forecasting airport demand over a long 
time period, reflect a reasonable range of potential forecasts, meaning that the 
timeframe over which the airport is expected to reach the 32 mppa for which 
consent is sought is between 2042 and 2049. 

6.7.3 From these overall passenger demand forecasts, detailed outputs have been 
derived to inform the assessment of the impacts of the Proposed Development.  
These have been based to some degree on conservative principles so as to 
ensure that the assessments represent a reasonable worst case for the effects 
of the Proposed Development. 
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 CURRENT AIRPORT CAPACITY AND FUTURE CAPACITY 
REQUIREMENTS 

7.1 Introduction 
7.1.1 This section sets out the background information on how the airport operates 

today and its existing capacity constraints. 

7.2 Project Curium 
7.2.1 In June 2014, planning permission was granted for capacity expansion works at 

the airport allowing for a capacity increase from 12 mppa up to 18 mppa.  
Implementation of this development, known as Project Curium has been 
ongoing since that time and comprises terminal, airfield, road access, car 
parking and ancillary improvement works.  Passenger throughput is currently 
capped at 18 mppa by planning condition, along with other conditions limiting 
the noise exposure from the airport207.  As noted in Section 1, LLAOL has 
applied for a variation of the condition limiting passenger throughput to 19 mppa 
but no additional works are proposed associated with that application. 

7.2.2 Project Curium comprised the following planned works: 

a. the dualling of Airport Way from the roundabout at the junction with the 
A1081 to the Central Terminal Area; 

b. improvements to the layout of the Central Terminal Area for public and 
private transport; 

c. expansion of the passenger terminal (Terminal 1); 
d. provision of additional aircraft stands to provide up to a total of 48 Code C 

stands for commercial passenger aircraft along with apron areas for 
business aviation and cargo aircraft; 

e. a new passenger boarding pier; and 
f. new taxiway infrastructure to support a runway aircraft movement rate of 

40 movements per hour. 

7.2.3 The proposed airport layout following the Project Curium works is illustrated in 
Figure 7.1.  Most, but not all, of the enhancements have been completed with 
some apron works to complete the original provision of 48 Code C aircraft 
stands and a final section of extended taxiway at the eastern end of the runway 
still to be completed.  It was intended that these works will be completed no 
later than 2026 but there have been some further adjustments to the airfield 
layout described below and it is the final form of the airfield as adjusted that 
forms the baseline for the Proposed Development and it is these modified works 
that are expected to be in place no later than 2026. 

 
207 See ES Chapter 16 [TR020001/APP/5.01]. 
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Figure 7.1: Project Curium Airport Layout  

 
 Source: LLAOL   
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7.2.4 In addition, the Luton DART rapid transit link to Luton Airport Parkway station 
has been installed and will be operational in 2023, and an additional multi-
storey car park built.    

7.2.5 As noted above, it had been expected that the Curium works would be 
implemented over the period to 2026 in time to provide capacity for 18 mppa 
and 157,000 annual aircraft movements, including 38,000 business aviation and 
cargo aircraft.208  However, 18 mppa was reached in 2019 prior to the 
pandemic albeit with a lower number of aircraft movements and, consequently, 
with less requirement for the full airfield infrastructure to be in place.   

7.2.6 Based on the Project Curium demand forecasts, the current passenger terminal 
is designed to accommodate just over 3,800 departing passengers and 
approximately 3,000 arriving passengers in the respective busy hours209.  This 
proved to be an accurate forecast of the busy hour passenger flows in 2019, 
when the airport handled the anticipated 18 mppa210. 

7.2.7 The passenger aircraft apron, where the aircraft are parked, refuelled, loaded 
and unloaded, and boarded by passengers is located around the Central 
Terminal Area (CTA).  In 2019, there were up to 43 aircraft stands available for 
use by commercial passenger aircraft of up to Code C size.  These stands 
primarily serve Code C aircraft (wingspan up to 36m, such as the B737 and 
A320 families of aircraft) although alternative stand centrelines provide the 
ability to accommodate a limited number of larger aircraft types up to some 
smaller Code E types211.  Code C aircraft are typical of those that dominate the 
short haul services operated from the airport.  There are two piers enabling 
passengers to walk to the aircraft directly and a number of other aircraft stands 
are located adjacent to the older part of the passenger terminal and between 
the CTA and the runway (the South Apron).  Currently 58% of these stands 
provide passenger contact service, where passengers can walk directly to the 
aircraft, with the remaining stands being remote from the terminal, including 
some in front of the maintenance hangars to the west, requiring passenger 
bussing operations to and from the terminal for arrivals and departures.  

7.2.8 On completion of Project Curium, it is now intended that there will be 46 stands 
for commercial passenger aircraft use, reflecting the slightly larger aircraft now 
being used compared to the original Curium design.  It is now intended that 
some areas of the existing apron will continue to be dedicated for business 
aviation use including some current stands adjacent to the Signature Flight 
Support terminal.  These will be replaced by reconfigured apron areas in and 
around the existing terminal.    Hence, there are some minor adjustments to the 

 
208 London Luton Airport Operations Limited, Planning Statement and ES Appendix N(3), Table N(3) - 3, 
November 2012. 
209 Information provided by LLAOL for the busy hours – 30th busiest hours in the year commonly used as the 
basis of terminal design. 
210 As explained in Section 5, 18 mppa (excluding infants) is the current capacity cap at the airport although 
CAA Statistics record 18.2 mppa. 
211 Code C and Code E are International Civil Aviation Organisation (ICAO) reference codes for aircraft, 
determined principally by the dimensions of the aircraft.  These codes are used to designate the facilities 
required on the airfield and their dimensions. 
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‘Curium’ layout shown in Figure 7.1 that will be implemented ahead of the 
Proposed Development.   

7.2.9 The changes are reflected in the Future Baseline Plan shown at Figure 7.2 and 
include additional stands located to the north of the CTA and between the 
southern passenger pier (Pier B) and the South Apron on an area of land 
formerly used as a temporary drop-off zone (TDOZ) during construction of the 
second multi-storey car park.  These additional apron areas do not increase the 
number of commercial passenger aircraft stands consented under Project 
Curium but reflect the need for additional apron areas to be dedicated to use by 
business aviation aircraft to support existing levels of operation.  These 
additional apron areas will be constructed using the airport’s permitted 
development rights212. 

Figure 7.2: Baseline layout before commencement of the Proposed Development 

 
  Source: Scheme Layout Plans, LLADCO-3C-CAP-WHS-GEN-DR-AR-1100 – Scheme Layout Future Baseline Plan  

[TR020001/APP/4.02] 

 
212 Approved by Luton Borough Council on 10th October 2022 Application No. 22/01104/GPDOPD. 



  

London Luton Airport Expansion 
Development Consent Order    
 
   

Need Case 

 

TR020001/APP/7.04 | Issue 1 | 27 February 2023  Page 160 
 

7.3 Other Operational Features 
7.3.1 In addition to facilities for commercial passenger flights, there are three 

terminals (FBOs213) for business aviation aircraft users operated by Signature 
Flight Support and Harrods Aviation.  Some apron areas, in particular adjacent 
to the Signature FBO on Percival Way, are used by business aviation aircraft 
other than for short periods of peak demand for commercial aircraft.  As noted 
above, this area of apron is now intended to be used by business aviation 
aircraft on a long- term basis214 and there are additional aprons available for 
business aviation use to the north and east in proximity to the Harrods FBO and 
hangars and Signature hangars.  These apron areas are over and above the 46 
stands to be provided for commercial passenger use.   

7.3.2 There are also two cargo aircraft stands adjacent to a small cargo centre to the 
north of the CTA, which is accessed off President Way. 

7.3.3 There are a number of hangars used for the storage and maintenance of aircraft 
for both commercial airlines and business aviation aircraft, including easyJet 
located adjacent to the existing passenger terminal, and TUI located on Percival 
Way.  Both TUI and easyJet have their headquarters located at or in the vicinity 
of the airport, with easyJet co-located with their hangar in the CTA and TUI 
adjacent to the airport on Wigmore Lane. 

7.3.4 The airport operates 365 days a year and 24 hours a day but, as discussed in 
the previous section, there are limitations on how many aircraft can operate in 
the night period in order to minimise the impact of noise on local communities.  
These limitations were put in place to comply with conditions associated with 
the granting of planning approval for Project Curium and were implemented 
from April 2015.  These restrictions also prohibit certain types of noisier aircraft 
from operating at the airport during the night.  There are also noise contour 
limits in force as explained further in the Chapter 16 of the ES.   

7.3.5 At the time when the Project Curium planning application215 was submitted, a 
throughput of 18 mppa was not projected to be reached until 2028, by which 
time it was expected that quieter new generation aircraft would make up a large 
part of the airlines’ fleets of aircraft.  Whilst the shift to newer, quieter aircraft is 
still expected over this timeframe to 2028, the effect of the 18 mppa capacity 
being reached earlier has meant that the noise contour area has been 
exceeded in the short-term as fleet renewal has not kept pace with passenger 
growth.  LLAOL submitted a planning application to the local planning authority 
to vary the noise contour condition as well as to increase the permitted annual 
passenger throughput to 19 mppa as set out earlier in this report.  Further 
information relating to current and future noise impacts is contained in Chapter 
16 of the ES.  

 
213 Fixed Base Operation – a terminal for use by business aviation aircraft.  The third FBO terminal is only 
operated on a part time basis during busier periods for Signature Aviation. 
214 There is a provision for 1 stand to be made available for commercial passenger aircraft should there be a 
need for more than 46 operational stands in the short-term. 
215 Planning Application to Luton Borough Council, reference 12/01400/FUL. 
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7.4 Slot coordination 
7.4.1 The airport is a coordinated airport under EU Slot Allocation Regulation 95/93 

as amended, which remains in force in the UK post-UK withdrawal from the EU.  
As such, airlines and other operators need to apply to an independent slot 
coordinator216 to obtain a time slot to operate to and from the airport.  Slots are 
allocated against defined capacity parameters set by the airport, in consultation 
with the airlines and NATS.217 

7.4.2 The capacity declaration for the summer season 2019218 set out the following 
parameters as the basis for scheduling operations at the airport.  The capacity 
constraints remain applicable for Summer 2023: 

a. Runway Capacity – up to 37 aircraft movements in the busiest hours, of 
which no more than 26 can be departing aircraft movements, with a total 
of no more than 124 movements over four hours; 

b. Apron Capacity – 42 Code C passenger aircraft stands (with some 
limitations on aircraft variants by stand) reflecting use of the stands 
adjacent to the Signature FBO by business aviation aircraft; and   

c. Terminal Capacity – 3,870 departing passengers an hour, with a limit of 
6,845 passengers over two hours, and 2,800 international and 700 
domestic arriving passengers an hour, with a two hour limit of 4,350 
international arriving passengers.   

7.4.3 In practice, the main current capacity limitation is the number of stands 
available for parking aircraft overnight, with 42 stands used for commercial 
aircraft overnight in 2019219.  This acts as a constraint on airline scheduling and 
there is no effective buffer available for aircraft that are subject to delay.  The 
capacity of the existing terminal can also act as a limitation on passenger 
capacity in peak periods220.   

7.4.4 In addition, strict constraints are imposed on the number and noise category 
(Quota Count (QC) points) of aircraft scheduled to operate at night to manage 
compliance with the night noise limits as set out above.  Furthermore, in order 
to mitigate the recent short-term exceedance of the noise contour area, 
restrictions are placed on night time ad hoc business aviation movements 
during the summer. 

 
216 Airport Coordination Limited is appointed coordinator. 
217 NATS – National Air Traffic Services which provides the air traffic control service at LTN. 
218 Airport Coordination Limited, London Luton Airport Scheduling Declaration for Summer 2019.  Airlines 
schedule their flights according to seasons: Summer – April to October, Winter – November – March, with 
summer typically being the busier season 
219 Before the transfer of some of this apron area to more permanent use by business aviation aircraft. 
220 There are also current limitations on the number of passengers per hour that can be handled through the 
terminal due to Thames Water Sewage System capacity. 
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7.5 Current and future capacity requirements  
7.5.1 This section sets out the key requirements for new capacity and how these are 

addressed by the Proposed Development.  Further information is provided in 
the Design and Access Statement [TR020001/APP/7.03]. 

Runway 

 Current capacity 

7.5.2 The airport has a single runway designated Runway 07/25, running 
approximately east to west, which is 2,162m in length.  It is not proposed to 
either extend or re-align the runway consistent with the spirit of the 
Government’s MBU policy.  The runway has a CAT II/III precision instrument 
landing and approach system221 which can enable landings in low visibility 
conditions.    

7.5.3 The aerodrome is classified by the CAA as code 4E222 based on the length of 
the runway and the wingspan of aircraft that are able to use it which, in the 
airport’s case, comprises aircraft with a wingspan up to 65m wide, such as the 
Boeing 787 and Airbus A350, albeit there are limitations on the ability of these 
types to use the airport currently due to constraints on the current apron and 
taxiway system, including the runway turning circles.  Any such larger aircraft 
would currently require to backtrack to use the full length of the runway on 
departure so reducing effective runway capacity, albeit this is not an issue 
currently given the small number of such operations.  Larger aircraft than these, 
such as the B747 or A380, will remain restricted principally due to the length of 
the runway and these are not assumed to operate to the airport on a regular 
basis now or in the future even following the opening of T2.   

7.5.4 Runway usage statistics between 2014 and 2019 show an average split of 
70%/30% between westerly (Rwy 25) and easterly (Rwy 07) direction 
operations respectively on an annual basis223.  This is because 70% of the time, 
on average, the prevailing wind blows from the west or southwest and, as 
aircraft typically need to land and take off into the wind, this determines the 
mode of runway operation. 

7.5.5 The single runway is accessed by a parallel taxiway, but this does not run the 
full length of the runway today.  Because of this physical constraint, a 
substantial number of aircraft currently have to enter the runway then 
backtrack224 before taking off, occupying the runway longer than necessary and 
limiting the number of aircraft that can be handled each hour to a maximum of 

 
221 A radio navigation system which provides aircraft with horizontal and vertical guidance just before and 
during landing and, at certain fixed points, indicates the distance to the reference point of landing, for further 
information. 
222 UK Regulation (EU) No 139/2014 (the UK Aerodromes Regulations). 
223 Note that the runway usage during the summer period used for noise assessment purposes can vary from 
the annual average as set out in Section 6. 
224 Backtracking is when an aircraft enters the runway part way along its length and taxis back to the end of 
the runway before turning to use the full length of the runway for take-off.  The same may happen in reverse 
for arrivals where an aircraft requires the full length of the runway but there is no exit taxiway at the end of 
the runway. 
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37 in the morning and afternoon peak periods, with adjacent hours operating at 
31/33 aircraft movements to deliver an average of up to 34.5 aircraft 
movements an hour over the three to four hour busy periods.  For the remainder 
of the day, the runway capacity is declared as 33 aircraft movements an 
hour225.   

7.5.6 In 2019, the available runway capacity was not fully used at 18 mppa, reflecting 
the constraint on the number of stands and departure gates available.  The loop 
taxiway around the existing terminal (T1) and the limited taxiway infrastructure 
overall acts as a further limitation on capacity due to the potential for aircraft to 
be delayed between the runway and aircraft parking stands.  Hence, there is the 
potential for the runway to support additional movements within the capacity 
declaration if other capacity constraints are overcome.   

7.5.7 The allocation of runway slots for commercial passenger and freight operations 
in summer 2019, as produced by Airport Coordination Limited (ACL), is shown 
in Figure 7.3 below.  This shows that peak planned runway utilisation was 35 
aircraft movements in the busiest hour, with some additional business aviation 
movements permitted up to the declared 37 in the hour and using available 
capacity in other hours. 

Figure 7.3: Runway Slot Utilisation at the airport Summer 2019226 

 
Source: Airport Coordination Limited 

7.5.8 An extension of the taxiway closer to the western end of the runway was 
completed as part of Project Curium.  A further extension towards the eastern 
end is yet to be completed but is anticipated to be complete no later than 2026.  
The runway has been assessed as having a latent capacity of around 40-42 
movements per hour once the full Project Curium works have been completed.  
The extended taxiway will eliminate the need for most residual backtracking by 
Code C aircraft as it will provide access to virtually the full length of the runway 
for departures in the westerly direction, albeit some backtracking will still be 

 
225 Airport Coordination Limited, London Luton Airport Scheduling Declaration for Summer 2023. 
226 Airport Coordination Limited, Luton Airport (LTN), Summer 2019 (S19) Start of Season Report. 
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required for any current Code E operations or aircraft operating particularly long 
sectors.  However, the attainable capacity will remain limited by stand 
availability in the short-term.  

 Future capacity requirements 

7.5.9 The future runway capacity required to support growth in commercial passenger 
and cargo services up to 32 mppa with the Proposed Development has been 
identified from the busy day profile of commercial passenger aircraft movement 
demand as shown in Figures 6.20 and 6.21227.  This is set out in Table 7.1.  

Table 7.1: Required Runway Capacity at Assessment Phases by Passenger Throughput 

Annual Passenger Capacity by 
Assessment Phase 

Scheduled Hourly Runway Movement Rate 
Required 

Phase 1 - 21.5 mppa 36 
Phase 2a - 27 mppa 43 
Phase 2b - 32 mppa 45 

Source: York Aviation 

7.5.10 The capacity of the runway infrastructure proposed at each assessment phase 
has been tested using fast time simulation modelling228 based on the BDTT’s as 
described in Section 6 for 21.5 mppa, 27 mppa and 32 mppa.  The modelling 
was carried out based on observations made on how the airport was operated 
in 2016 and 2019, with the existing terminal and apron area, and taking into 
account standard ATC practices for the new apron area.  The airfield capacity 
validation modelling is described more fully in Appendix D. 

7.5.11 The Curium runway and taxiway layout described above, once complete, will 
provide sufficient runway capacity to support the required 36 aircraft commercial 
passenger movements per hour over the busy period to support 21.5 or 23 
mppa at the initial assessment phase.  The analysis set out in Appendix D 
shows low levels of delay at this throughput indicating that the runway as 
configured would have sufficient capacity support an increase in hourly 
movements (up to the 40-42 movements per hour indicated in paragraph 7.5.7 
(to provide headroom for the continuation of business aviation activity in peak 
periods as well as further growth).   

7.5.12 Nonetheless, it is considered that an additional surface movement radar will be 
required at this stage in order to ensure that air traffic control (ATC) have good 
visibility of aircraft movements on the airfield, including those aircraft pushing 
back onto Taxiway Delta and Taxiway Golf229, immediately to the east of 
Terminal 1, to ensure that the movement rate can be sustained.  This is 
provided for in the application. 

 
227 Any demand by business aviation aircraft at peak periods would be in addition. 
228 Using ArcPORT, which is a recognised simulation tool used for assessing airport capacity. 
229 See the Design and Access Statement [TR020001/APP/7.03] for an explanation of the naming of 
taxiways. 
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7.5.13 In order to support the growth envisaged with the later phases of development 
up to 32 mppa, additional taxiway infrastructure will be required to ensure that 
the hourly runway capacity is adequate to enable demand to be handled at 
acceptable levels of delay.  It is proposed that the parallel taxiway be extended 
to virtually the full length of the runway, with two additional runway entry points, 
to avoid any need for aircraft, including Code E types operating to the 
destinations envisaged, to backtrack to use the full length of the runway.  The 
provision of additional taxiway infrastructure and additional runway entry points 
will allow for optimum sequencing between departing aircraft based on their 
departure routes and having regard to any wake vortex separation 
requirements230.  A second parallel taxiway is proposed at the eastern end of 
the runway through the new development zone to provide separate taxiway 
routes for arriving and departing aircraft and to enable air traffic control to better 
sequence departing aircraft, particularly in the predominant westerly runway 
direction.  This is essential to deliver the required runway capacity to support 
more than 40-42 aircraft movements per hour as required to accommodate 27 
mppa and 32 mppa. 

7.5.14 Rapid Exit Taxiways (RETs) are planned to enable landing aircraft to vacate the 
runway more quickly, so increasing the capacity of the runway.  These fast turn-
offs are likely to be needed to enable the runway to handle more than 40-42 
aircraft movements an hour and priority is being given to the early provision in a 
westerly direction at assessment by the time the airport handles 27 mppa.  The 
additional RET in the easterly direction will be sequenced during the later stage 
of the works following the construction of the easternmost runway entry point to 
ensure that two runway entry points are maintained throughout the construction 
period.  Maintaining two runway entry points and the ability to sequence 
departures in the predominant westerly direction is considered more critical to 
attaining the required runway movement rate than the provision of a RET in the 
easterly direction, albeit this will be required to allow the required 45 commercial 
scheduled passenger aircraft movements per hour to be scheduled in the peak 
hours at 32 mppa. 

7.5.15 For the purpose of capacity modelling, no changes to flight paths in the 
immediate vicinity of the airport were assumed231.  Hence, capacity was 
constrained to some degree by the existing structure of departure routes with 
many aircraft following the same departure route for some distance following 
take-off from the runway, particularly in the westerly direction. This assumption 
is inherently conservative as, if future flightpaths enable an earlier divergence of 
the departure routes, this would increase effective runway capacity232, albeit 
runway capacity is sufficient to enable the future forecast demand to be handled 
without specific changes to the routes in the vicinity of the airport.  Account was 
taken of the expected fleet mix in busy periods and the impact on required 

 
230 Additional separation in the air may be required when a smaller aircraft follows a larger aircraft and this is 
taken into account in the assessment of runway capacity for any given mix of aircraft during peak periods. 
231 This reflects uncertainty regarding the potential timescale and impact over which airspace modernisation 
across the South East of England might take place.   
232 It was also assumed that, in the longer term, operations at LTN would not be constrained by the 
operations at other airports as this is an overarching objective of the government’s Airspace Modernisation 
programme. 
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airborne separations but it is not anticipated that there will be Code E 
departures within the main departure peak period when the maximum departure 
movement rate is required.   

7.5.16 Simulation modelling, as illustrated in Figure 7.4, confirmed that, with the 
proposed infrastructure, the runway has sufficient capacity to accommodate 
demand up to 32 mppa and was capable of processing around 50 movements 
per hour at acceptable levels of delay233.  Modelling work tested a number of 
configurations in terms of the timing of the provision of the RETs and the extent 
to which one or both would be required to accommodate demand at the 27 
mppa level.  This modelling also confirmed that the provision of the second 
parallel taxiway is essential to support the operation of T2.  The final access 
taxiways at each end of the runway are required to ensure that at least 45 
aircraft movements per hour can be handled once operations by larger Code E 
type aircraft operating long haul routes begin to grow in line with the forecasts 
for 27 and 32 mppa, as these aircraft would otherwise need to backtrack and 
occupy the runway for longer.  Further simulation modelling has been carried 
out to verify the capacity for each of the proposed development phases and to 
test alternative taxiway configurations to confirm that the proposed 
enhancements to taxiway infrastructure are optimal, including the timing when 
additional RETs will be required relative to the required runway movement rate.   

Figure 7.4: Illustration from Runway Capacity Simulation Modelling at 32 mppa 

 
Source: York Aviation  

7.5.17 Even at 32 mppa, there is spare runway capacity available to accommodate 
some business aviation aircraft movements in busy periods but growth of this 

 
233 The standard delay criteria, as commonly used for scheduling purposes, of no more than 10 minutes 
average delay on the airfield over a 3 hour busy period was adopted. 
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sector will ultimately be limited by the apron space available to park such 
aircraft, which is not proposed to increase with the Proposed Development. 

Apron 

 Current capacity 

7.5.18 As noted earlier in this section, all but one of the available aircraft stands were 
used for parking scheduled passenger aircraft overnight at the airport in 
Summer 2019.  This left no effective buffer for delays or aircraft undergoing 
long-term maintenance, either in the hangars or otherwise.  Some of the apron 
was also used by business aviation aircraft for the remainder of the day.  The 
currently promulgated airfield stand layout is illustrated in Figure 7.5. 

7.5.19 The number of aircraft movements, when the airport handled 18 mppa, was 
fewer than assumed at the time when Project Curium was planned.  This is 
because the size of aircraft, both for commercial passenger operations and for 
business aviation movements, was relatively larger than expected at that time, 
carrying more passengers per aircraft movement.  The dimensions of the 
aircraft are also somewhat larger, in part due to more aircraft being equipped 
with ‘sharklets’ and, hence, with wider wingspans than expected resulting in a 
lower number of actual stands being available within the overall apron area.  As 
a result, all of the apron areas envisaged under Project Curium are being fully 
used currently even though there are fewer aircraft movements overall than 
envisaged and the balance of apron allocated to commercial passenger aircraft 
and to business aviation aircraft varies somewhat from what was originally 
assumed. 

7.5.20 The current apron stand layout at the airport is shown in Figure 7.5.  In 2019, 
stands were used234 as follows: 

a. stands 1-15, 20-23, 41-49 and 60-61 used by commercial passenger 
aircraft; 

b. stands 16-19 used by commercial passenger aircraft in peak periods and 
then for business aviation for the remainder of the time; 

c. stands 54-58, 62, 71, 80-81 used by business aviation aircraft and 
associated maintenance activities; and 

d. stands 30-31 used by cargo aircraft.  

 
234 Some stands have multiple left (L) and right (R) centerlines dependent on the specific aircraft type so 
stand numbers do not necessarily equate to the precise number of aircraft that can be parked at any one 
time. 
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Figure 7.5: Current Stand Layout235 

 

Source: UK AIP 

7.5.21 Overall, there were 39 aircraft stands for Code C aircraft fully allocated for use 
by commercial passenger aircraft in 2019.  A further three out of four stands 
(16-19) adjacent to the main Signature FBO on Percival Way were used for 
commercial passenger aircraft movements in the morning peak periods but then 
used by Signature Flight Support for business aviation movements for the rest 
of the day.  These stands will shortly be re-assigned to long-term use by 
business aviation aircraft once additional apron stands are constructed adjacent 
to Taxiway D and further additional stands will be provided north of Stands 41-
42 to ensure that 46 aircraft stands236 are provided for commercial passenger 
aircraft, providing some buffer for resilience to delays within the overall pool of 
stands and to ensure that stands are available to allow for aircraft access to the 
hangars adjacent to the commercial apron.  

 
235 UK Integrated Aeronautical Information Package – Aerodrome Information for London Luton. 
236 There are provisions for use to be made of one stand out of 16-19 should this be required to 
accommodate peak demand ahead of the Proposed Development. 
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7.5.22 A further area of apron to the north of the airport (stands 80 and 81), which it 
had been intended to convert to use by commercial passenger aircraft by 2026 
as part of Project Curium, remains in use by business aviation aircraft.  There 
have also been some adjustments to stand layout on the western part of the 
apron, in front of the hangars, resulting in one less aircraft stand being provided 
than originally planned. 

7.5.23 In order to accommodate 18 mppa in 2019, the airport achieved very high 
utilisation of its available aircraft stands, with usage on average across the 
passenger aircraft stands equivalent to c.428,000 passengers being handled 
through each commercial aircraft stand over the year, up from 407,000 
passengers based on the number of stands actually used for operational aircraft 
in 2018, when the airport handled 16.7 mppa.  The growth in passengers 
handled has in large part been driven by a step change in the size of aircraft 
being used by Wizz Air during 2019.  The airport attains a more intensive use of 
available stands than commonly seen across UK airports with similar traffic. 

7.5.24 Currently, 25 of the passenger aircraft stands are contact gates, i.e. where 
passengers can walk directly from the terminal to the aircraft without the 
requirement for bussing.  This represents 58% of the stands used for 
commercial passenger operations in the peak in 2019 being contact stands, 
which is not optimal for the low cost airlines that use the airport and their 
operational requirements for fast turnarounds237 requiring passengers to be 
able to walk directly to and from the aircraft without requiring bus transport to a 
remote parking position.  

7.5.25 Overall, the airport is considered to be at capacity currently in terms of its ability 
to park additional aircraft overnight, which is when the peak demand for aircraft 
stands occurs at the airport.  Completion of the 46 stands now expected as part 
of Project Curium will provide that necessary resilience and ensure that demand 
up to 19 mppa (as applied for by LLAOL) can be accommodated.  The apron is 
the principal constraint on capacity at the airport today and, therefore, is the 
highest priority in terms of the requirement for additional capacity. 

 Future capacity requirements 

7.5.26 The future requirements in terms of the number of Code C aircraft stands for 
passenger operations is set out in Table 7.2.  The number of stands required 
has been assessed based on the number of passengers expected to be 
handled on a Code C aircraft stand per annum (see paragraph 7.5.21 above) 
and this number increased each year in line with the expected growth in aircraft 
size as set out in Section 6.  It is based on the profiles of demand over the day 
as set out in that section.  Allowance has also been made for a minimum of two 
spare stands, over and above those operationally required, to allow a buffer for 
aircraft that are delayed or long-stopping as is normal practice when planning 
apron areas at airports.  No further changes are assumed to the allocation of 
aprons for business aviation or dedicated cargo aircraft use beyond  those 
described above. 

 
237 The time from an aircraft arriving on stand and then departing again 
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Table 7.2: Future Code C aircraft stand requirements at Assessment Phases 

Annual Passenger 
Capacity by Phase Code C Aircraft Stands Required (including buffer stands) 

 T1 T2 
Phase 1 - 21.5 mppa 52238  
Phase 2a - 27 mppa 46 17238 
Phase 2b - 32 mppa 46 28239 

Source: York Aviation 

7.5.27 Code E aircraft will be accommodated by using two Code C aircraft stands in a 
MARS configuration240.  Such aircraft movements are not considered likely to 
require overnight parking, unless related to activity in the maintenance hangars, 
and so will not detract from the number of stands available for overnight parking 
of Code C aircraft, which is the critical constraint. 

7.5.28 New aircraft aprons will be located to the east of the T1 area, east of Taxiways 
D and F as shown on the indicative phasing drawings later in this section.  
These will be within the T2 development zone.  At Assessment Phase 1 and the 
initial stage of the T2 development, the Engine Run-up Bay (ERUB) will be used 
to provide the two stand buffer requirement until the full area of new apron is 
completed with the full Assessment Phase 2 works.  The stand provision at 
each assessment phase is described further below. 

7.5.29 Because the new aircraft stands, even at Assessment Phase 1, will be 
developed in the area to be occupied by T2 in future, once T2 is developed at 
Assessment Phase 2, these areas are expected to become contact gates for 
T2.  This will impact on the throughput attainable through T1 in the longer term 
if stands are effectively reassigned to be used by aircraft associated with T2.  In 
the longer term, it is likely that the stands available to service T1 will be limited 
again to the 46 anticipated in the baseline.  In practice, the precise balance of 
capacity between the two terminals will depend on the allocation of airlines 
between the two terminals at the time when T2 becomes operational but could 
see up to 12 mppa handled in T2 once it is fully developed.  This will be a 
matter for the airport operator to determine at the appropriate time.    

7.5.30 Gating analysis241 has confirmed that the planned number of stands with the 
Proposed Development is sufficient to accommodate future demand based on 
the BDTT.  Within the total number of stands required for commercial 
passenger aircraft, the Applicant has an aspiration for at least 70% of stands to 
be contact stands.  This means that the majority of passengers would be 
handled on contact stands over the day, in line with the operational 

 
238 Including the use of the ERUB as buffer parking. 
239 Excluding use of the ERUB. 
240 A multiple use stand whereby two Code C aircraft can park on a Code E stand when not in use by a 
larger aircraft.  Further details are provided in the Design and Access Statement [TR020001/APP/7.03] 
241 Gating Analysis is the provisional allocation of the busy day timetable to stands across the airport. 



  

London Luton Airport Expansion 
Development Consent Order    
 
   

Need Case 

 

TR020001/APP/7.04 | Issue 1 | 27 February 2023  Page 171 
 

requirements of the main airline operators at the airport, with the balance of 
passengers bussed to and from/remote stands.   

Terminal 

 Current capacity 

7.5.31 As noted at paragraph 7.2.6, T1 at the airport was operating at its planned 
hourly capacity in 2019 at 18 mppa.  Data from ACL shows that declared 
terminal capacity was close to fully allocated at peak periods in summer 
2019242.  However, there is some latitude to increase the throughput of the 
terminal albeit with some degradation of the level of service below the ‘optimum’ 
level243.  The scope for growth beyond this would require spreading of 
passenger demand outside of the peak periods.  On this basis, it is considered 
that the existing terminal will be able to accommodate 19 mppa but growth 
beyond that will require incremental expansion of T1 as part of the Proposed 
Development. 

 Future capacity requirements 

7.5.32 As set out in Table 6.11, the busy hour passenger demand that the airport 
needs to handle at each phase has been derived from the forecasts.  Once the 
airport operates with two terminals, a degree of ‘allocative inefficiency’ is 
expected as demand is split across the two terminals.  This inefficiency arises 
because it is unlikely that the peak passenger demands will arise precisely 
concurrently across the two terminals.  Hence, the total hourly capacity required 
across two terminals will be somewhat greater than if all demand could be 
accommodated in a single terminal.  Assuming 21.5 mppa using T1 at Phase 1, 
20 mppa at Phase 2 (serviced by 46 operational stands), with T2 handling 7 and 
12 mppa respectively, the busy hour demand that would need to be 
accommodated in each terminal is set out in Table 7.3 below.   

Table 7.3: Busy Hour Capacity Required by Terminal and Assessment Phase 

Annual Passenger 
Capacity by Phase Busy Hour Terminal Capacity Parameters 

 T1 T2 
 Departures Arrivals Departures Arrivals 
Phase 1 - 21.5 mppa 4,200 3,300   
Phase 2a - 27 mppa 4,000 3,150 1,950 1,500 
Phase 2b - 32 mppa 4,000 3,150 2,800 2,200 

Source: York Aviation 

7.5.33 As noted earlier, although it is intended that T1 be expanded to accommodate 
up to 21.5 mppa at Phase 1 based on the above hourly flows of passengers, it 

 
242 Airport Coordination Limited, Luton Airport, Summer 2019, Start of Season Report. 
243 The International Air Transport Association (IATA) define the parameters for assessing passenger 
terminal capacity in its Airport Development Reference Manual (ADRM11).  This defines the parameters – 
space per passenger and processing times – associated with achieving an ‘optimum’ level of service. 
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is possible that the terminal may be able to accommodate more passengers if 
the airlines were willing to change the pattern of their operations to increase the 
number of flights outside of peak periods without requiring additional overnight 
parking of aircraft but the scope for this is likely to be limited.  This has been 
considered as a sensitivity test in the assessment of the impacts of the 
Proposed Development as part of the Faster Growth Case, where the 
throughput of T1 increases to 23 mppa before T2 opens.   

7.5.34 Once T2 opens, the capacity of T1 is expected to be limited by the 46 
operational stands adjacent to it, as discussed above.  Assuming these would 
comprise the available aircraft stands for scheduled passenger aircraft to the 
west of Taxiways D and F, T1 might be limited to a throughput of the order of 20 
mppa once T2 is operational but this will depend on operational decisions made 
by the airport operator at the time when T2 is developed and the precise 
allocation of airlines between terminals.   

7.5.35 The parameters set out in Table 7.3 have been used to develop the detailed 
facility requirements for each terminal at each phase of development taking 
account the requirement to achieve an optimum level of service. 

Other facilities 

7.5.36 In addition to the core facilities for aircraft and passengers, the expanded airport 
will require a number of other operational facilities.  These include: 

a. relocated engine run-up facilities; 
b. relocated fire training ground; 
c. an upgraded fuel supply, including provision for sustainable aviation fuels 

and future zero carbon technologies; 
d. ground handling accommodation; 
e. additional freight accommodation for bellyhold freight; and 
f. additional hangar space for aircraft maintenance. 

7.5.37 Further information on the planned provision of these facilities is provided in 
Chapter 4 of the ES [TR020001/APP/5.01] and in the Design and Access 
Statement [TR020001/APP/7.03].  The sizing of the requirements has been 
undertaken by reference to the BDTT and is commensurate with the additional 
requirements for operational support facilities and accommodation at a terminal 
handling 12 mppa. 

7.5.38 In addition to airport operational requirements, the development of the airport to 
handle 32 mppa will create opportunities for additional commercial 
development.  To a large extent, this will be accommodated in the recently 
permitted Green Horizons development, near to the proposed second terminal.   

7.5.39 There will also be a requirement for additional hotel accommodation to serve a 
32 mppa airport.  The airport is already served by a number of hotels in the 
vicinity, principally located between it and Parkway Station, along Airport Way.  
In total, there are currently 2,775 bedrooms provided by hotels in the immediate 
vicinity (4 miles) of the airport.  The majority of these were in operation in 2019 
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when the airport handled 18 mppa.  These hotels are heavily used by both 
passengers, aircrew and other visitors associated with activity at the airport.  As 
the volume of passengers and flights using the airport grows, there will be a 
need for additional hotel accommodation within the vicinity of the airport.  An 
additional 145 bedroom hotel is planned as part of the Green Horizons 
Business Park and there are other new hotels planned in the vicinity of the 
airport, providing of the order of 570 additional bedrooms.  As the airport grows 
to 32 mppa, the additional number of hotel bedrooms required to meet the 
needs of passengers and other airport related visitors could exceed 2,000.  
Hence, a 400 bedroom hotel is planned adjacent to T2 in the later stage of 
development as part of the Proposed Development. 

7.5.40 Further information on these other development requirements is provided in the 
Design and Access Statement [TR020001/APP/7.03]. 

7.5.41 In addition to these facilities, there will also be a requirement for enhanced 
surface access, car parking, and an extension to the Luton DART.  The 
requirements for these facilities have been informed by the passenger forecasts 
and are described in more detail in the Transport Assessment 
[TR020001/APP/7.02] appended to Chapter 18 of the ES 
[TR020001/APP/5.01]. 

7.6 Phasing proposals 
7.6.1 Further detail of the anticipated works at each assessment phase and indicative 

layouts is contained in the Design and Access Statement 
[TR020001/APP/7.03]. 

Assessment Phase 1 

7.6.2 At Assessment Phase 1, a series of incremental expansions to T1 are 
proposed, comprising:  

a. expansion to the arrivals immigration area; 
b. extensions to the check-in area; 
c. extension to the departure lounge at first floor level 
d. additional baggage handling space on the mezzanine level; and 
e. an additional pier providing direct passenger access to the new stands 

proposed adjacent to Taxiway Delta and to part of the South Apron, so 
increasing the number of contact gates.   

7.6.3 Further internal reconfiguration is envisaged to T1 to ensure capacity is 
sufficient to handle the expected passenger demand based on the busy hour 
flows in Table 7.3.  The precise works will be determined dependent on the 
busy hour processing requirements but will not be more extensive than shown 
in Figure 7.6.   

7.6.4 Six additional aircraft stands are required as a minimum at 21.5 mppa, over and 
above the 46 Code C aircraft stands expected to be provided as the final part of 
Project Curium.  The phasing plan shows 4 additional stands located alongside 
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a new Taxiway Golf, parallel to the existing Taxiways Delta and Foxtrot.  The 
existing ERUB will be reconfigured to enable the parking of 2 Code C aircraft 
within it and an additional buffer stand is proposed alongside the ERUB to allow 
some buffer in the circumstances where the ERUB is required for its primary 
purpose of testing engines after maintenance.  These additional stands are 
shown in Figure 7.5.   

Figure 7.6: Assessment Phase 1 - Layout at 21.5 mppa  

  
Source: Scheme Layout Plans, LLADCO-3C-CAP-WHS-GEN-DR-AR-1220 – Indicative Scheme Layout Plan 

Assessment Phase 1 [TR020001/APP/4.02] 

7.6.5 Passengers will need to be bussed to these remote stands but, given the 
proposed provision of the additional pier serving the stands adjacent to Taxiway 
Delta, which were previously proposed as remote stands within the baseline, 
and some of the current remote stands on the South Apron, it is considered that 
the existing bussing facilities in Pier B will be adequate to support the required 
level of bussing to the new remote aprons in the east. 

7.6.6 No additional taxiway infrastructure is proposed at Assessment Phase 1 and the 
works outlined are considered sufficient to accommodate the Faster Growth 
Case at 23 mppa on the basis that the increased passenger throughput is 
achieved through peak spreading. 
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Assessment Phase 2 

7.6.7 Assessment Phase 2 comprises the construction of T2 and associated aprons, 
along with other required infrastructure to support the operation of the terminal, 
and with enhancements to other airport infrastructure to enable 32 mppa to be 
handled. 

7.6.8 Given that part of the apron required to support 21.5 mppa being handled 
through T1, namely the four stands alongside Taxiway Foxtrot, will eventually 
become attached to the western pier of T2, the capacity of T1 is expected to be 
effectively limited by the aircraft stands available to serve it at Assessment 
Phase 2.  Furthermore, the ERUB will be relocated onto the T2 apron initially to 
facilitate the provision of a new parallel taxiway to provide access to the T2 
apron and form part of the T2 buffer stand provision so necessarily more distant 
from T1. 

7.6.9 On this basis, it is likely that the first phase of T2 would be constructed 
potentially to handle up to 7 mppa, consistent with relocating the operations of 
at least one of the main airlines using the airport to the new terminal and of a 
scale that would be commercially viable for retail and catering providers to 
match the services provided to passengers in T1.  However, the precise 
allocation of airlines and flights between the two terminals will be a matter for 
commercial agreement between the airport operator and airlines nearer the 
opening date of the terminal.  Hence, the precise balance of terminal usage will 
necessarily remain subject to some flexibility in the early years dependent upon 
the allocation of airlines between terminals and the requirements of the 
business aviation sector for parking aircraft associated with their operations in 
and around T1 in order to at least maintain their current levels of activity.  

 Assessment Phase 2a 

7.6.10 On the basis that the first phase of T2 is sized to deliver capacity for 7 mppa, 
this would require 17 additional Code C aircraft stands east of Taxiways D and 
F, of which some will have been provided at Assessment Phase 1.  Of these, 
three stands would be capable of accommodating Code E aircraft on a MARS 
configuration.  The proposed additional works for 27 mppa airport layout are 
shown in Figure 7.7.      
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Figure 7.7: Assessment Phase 2a: Layout at 27 mppa  

   
Source: Scheme Layout Plans, LLADCO-3C-CAP-WHS-GEN-DR-AR-1240 – Indicative Scheme Layout Plan 

Assessment Phase 2a [TR020001/APP/4.02] 

7.6.11 The works proposed provide 16 operational stands and two additional Code C 
aircraft parking positions within the relocated ERUB.  This provides sufficient 
operational stands to support 7 mppa and across the airport as a whole, as well 
as accommodating some buffer aircraft parking within the ERUB, when not in 
use. 

7.6.12 Approximately two thirds of the terminal building would be constructed at this 
phase, along with the eastern of the two piers.  Further details of the sizing of 
the terminal and the design of the piers is included in the Design and Access 
Statement [TR020001/APP/7.03].  

7.6.13 At Assessment Phase 2a, it is envisaged that the new hotel, consented as part 
of the Green Horizons Business Park would have been developed to provide 
some additional airport related hotel accommodation.  There is space to the 
north of the apron area and east of the initial T2 build to accommodate other 
ancillary support facilities, such as handling equipment storage and vehicle 
charging facilities at Assessment Phase 2a, albeit these may be temporary 
facilities pending their final location as part of the Assessment Phase 2b works.  

7.6.14 Other airport facilities, such as the fire training ground, will be retained in their 
existing location at this phase. 
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 Assessment Phase 2b  

7.6.15 Beyond Assessment Phase 2a, capacity will need to be provided incrementally 
to meet demand up to a total of 32 mppa.  This will be provided through 
extension of T2 to a capacity of 12 mppa and additional aircraft stands adjacent 
to T2 to provide a total of 74 passenger aircraft stands across the whole of the 
airport along with additional parking areas for business aviation and cargo 
aircraft.  The T2 apron will accommodate 28 Code C aircraft stands, of which 
six will be capable of accommodating Code E aircraft on MARS configuration.  
In overall terms, this meets the stand requirements as set out in Table 7.2 
above.  This includes the required buffer stand provision.  On completion of the 
T2 apron, the ERUB will be relocated to a self-contained location at the eastern 
end of the airfield and also be available as an isolation stand should one be 
required244. 

7.6.16 The terminal building will be extended by about one third.  This expansion may 
be undertaken incrementally in line with the growth in demand.  Further details 
are contained in the Design and Access Statement [TR020001/APP/7.03]. 

7.6.17 At this stage, there will be further development of car parking, as set out in the 
Transport Assessment [TR020001/APP/7.02].  There is also provision 
proposed for airport related support accommodation in a permanent location to 
the east of the terminal building and the provision of the additional c.400 
bedroom hotel.  The airport’s fire training ground will be relocated to the south 
of the runway to facilitate the Assessment Phase 2b works. 

7.6.18 Assessment Phase 2b also includes the provision of two additional Code C 
aircraft hangars to the northwest of the airfield, with associated aprons replacing 
some existing buildings and Stand 81. 

7.6.19 The proposed layout at 32 mppa is shown in Figure 7.8 overleaf. 

 
244 An isolation stand is required to enable an aircraft to be handled remotely from the rest of the airport 
operation in the event of a health or security concern. 
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Figure 7.8: Assessment Phase 2b: Layout at 32 mppa 

 

Source: Scheme Layout Plans, LLADCO-3C-CAP-WHS-GEN-DR-AR-1260 – Indicative Scheme Layout Plan 
Assessment Phase 2b [TR020001/APP/4.02] 

7.7 Conclusion on capacity required 
7.7.1 Additional airport capacity is urgently needed at the airport in order to keep 

pace with demand.  The Proposed Development is aimed at ensuring an overall 
capacity at the airport of 32 mppa, divided between two terminals.   

7.7.2 The runway has been assessed as having a sustainable capacity of at least 50 
aircraft movements an hour with the additional taxiway links proposed, which is 
sufficient to accommodate 32 mppa as part of the Proposed Development. 

7.7.3 The Proposed Development comprises a second passenger terminal (T2) and  
specific parameters have been defined for the requirements of T2 and its 
associated apron area to meet the expected need for an initial development to 
accommodate c.7 mppa and for expansion to provide a total capacity of 12 
mppa.  These will require 17 additional aircraft stands to serve T2 at 7 mppa 
and 28 stands at 12 mppa as well as appropriate operational and other support 
accommodation and facilities to accommodate up to 12 mppa. 
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7.7.4 An indicative phasing of development and construction has been defined for 
assessment purposes and is illustrated in Figure 6.4 relative to the demand 
forecasts. 
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 SOCIO-ECONOMIC BENEFITS OF THE DEVELOPMENT 

8.1.1 The Proposed Development of the airport represents a major socio-economic 
opportunity for the surrounding sub-regions and regions.  The importance of 
airports as economic drivers is well established and widely recognised in policy 
as set out in Sections 2 and 3.  London Luton Airport is no different.  It is 
already a major source of employment and prosperity for local communities and 
an important connector for local businesses and those wishing to visit the 
region.  Growth to 32 mppa will enable the airport to enhance that economic 
role, providing more jobs to help address the very real issues in pockets of 
deprivation in the areas around the airport, and enhancing international 
connectivity to the area, making it a more attractive place to locate businesses, 
and, importantly, to live and work. 

8.1.2 This section considers the socio-economic benefits that will come forward as 
the airport grows in the future and how these benefits can support the economic 
aspirations of stakeholders in the regions around the airport. 

8.2 The study areas for the assessment 
8.2.1 The airport provides socio-economic benefits across a wide area.  It draws 

labour from not just Luton but a large area around the airport.  It provides 
connectivity to businesses across the South East and East of England, and also 
to those located in London, building on its strong surface access links.  
Similarly, it acts as a gateway to a broad region for inbound leisure visitors. 

8.2.2 For the purposes of assessing the economic benefits associated with the 
airport’s development to 32 mppa, the principal study area is defined as the 
‘Three Counties’ area, namely Bedfordshire, Buckinghamshire (including Milton 
Keynes), and Hertfordshire, which includes Luton. These Three Counties are 
included in the geographical remit of three local enterprise partnerships (LEPs): 
Buckinghamshire LEP, Hertfordshire LEP, and SEMLEP.  The assessment has 
also provided quantitative impacts in terms of the effects of airport growth in 
Luton itself and across the UK as a whole. 

8.2.3 In the context of the wider economic impacts of growth at the airport, it is 
important to acknowledge the broader context of the ‘Oxford-Cambridge Arc’, 
which straddles Buckinghamshire and Bedfordshire and is an area of particular 
economic ambition.  This stems from the particularly international nature of the 
sectors that are expected to drive the Arc’s economy in the future and the 
position of the airport as the only major airport located within the Arc.  The wider 
Arc is largely represented by the ‘Six Counties’ study area, as defined in 
Section 4 and illustrated in Figure 4.5, which includes the Three Counties area 
plus Essex, Oxfordshire and Cambridgeshire.   

8.2.4 It should also be noted that the area immediately adjacent to the airport has 
been designated as the London Luton Airport Enterprise Zone (EZ), providing a 
context for exploiting the wider economic potential offered by the airport. 
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8.3 Assessing the economic impacts of growth at London Luton Airport 
8.3.1 The economic benefits of the airport have been assessed within a commonly 

used and well accepted framework for analysis that is considered best practice.  
This framework splits the economic impacts of the airport into a series of 
effects, which, in broad terms, can be classified as either relating to the 
operation of the airport as an economic activity providing air transport services 
and the functions that support the provision of those services, or wider 
economic impacts, which accrue to the users of air transport services 
(passengers or freight) from the connectivity offered by airport enabling them 
improved access to the regions around the airport.  These wider economic 
impacts can manifest themselves through channels such as increased trade, 
more inward investment, agglomeration effects, labour market benefits or 
increased tourism, making an area a more attractive place in which to live, work 
and establish a business.  Both the direct benefits from the operation of the 
airport and the connectivity it provides flow through to the broader economy 
through supply chain (indirect) and induced effects. 

8.3.2 The different economic impacts considered in this assessment are set out in 
Table 8.1.  

8.3.3 The assessment has also considered broader socio-economic welfare benefits 
associated with the development of the airport to passengers through a high-
level socio-economic cost benefit analysis.  While these effects cannot be 
combined with the GDP and employment impacts identified, they do provide a 
different perspective on the economic benefits of the development. 

8.3.4 The approach taken to estimating these different impacts is set out in Appendix 
E. 
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Table 8.1: Economic Impact Analysis Framework 

Category of 
Effect Effect Definition 

Operational 
Impacts 

Direct 

Employment and GDP are wholly or largely related to the 
operation of the airport and generated within the airport 
Employment Area or in the immediate vicinity.  Airports are 
hugely diverse employment markets, with a wide range of 
activities undertaken on-site and in the immediate 
surrounding area and, as a consequence, these effects 
can include a wide range of companies.  Examples of 
types of companies often included in this effect include the 
airport operator, airlines, handling agents, control 
authorities, concessions, freight agents, flight caterers, 
hotels, car parking, aircraft servicing and fuel storage. 

Indirect 

Employment and GDP generated in the chain of suppliers 
of goods and services to the direct activities.  In order to 
deliver the services described in the direct effect, 
organisations need to buy goods and services of their own.  
These purchases in turn support economic activity in the 
surrounding economy.  This activity can be in a diverse 
range of sectors.   

Induced 

Employment and GDP generated by the spending of 
incomes earned in the direct and indirect activities.  This 
expenditure can, of course, be across any sector of the 
economy offering goods or services to consumers.   

Wider 
Impacts 

Business 
Productivity 

Employment and GDP supported by the role that the 
airport plays in enabling business travel and the movement 
of air freight, which in turn supports increased trade, 
increased inward investment, greater competition and 
better access to supply chains and knowledge sources.  
This is ultimately reflected in higher productivity in the 
surrounding economy.  The sectors involved in these 
impacts are hard to identify but effects would tend to be 
concentrated in those with a strong international focus, 
either in terms of trade or investment. 

Inbound 
Tourism 

Employment and GDP supported by the airport’s role in 
helping to bring new and additional visitors to the region.  
Expenditure by these visitors boosts economic activity and 
supports jobs and prosperity.  The initial injection is in to 
the sectors that make up the tourism industry, notably 
hospitality and catering, leisure activities and transport.  
However, indirect and induced effects stemming from this 
injection will spread the impact across the economy. 

Source: York Aviation/Oxford Economics  
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Treatment of Displacement in the Need Case 

8.3.5 The Need Case presents economic impacts in gross terms without the potential 
effects of displacement245.  This means that the Need Case provides a view on 
the economic impact associated with the Proposed Development, as opposed 
to effects across the broader economy, which are discussed within the ES. 

8.3.6 More generally, in relation to the issue of displacement, there are a number of 
points to be made: 

a. The concept of displacement is, ultimately, an abstract one.  It is very 
difficult to predict with certainty, particularly over the longer term.  Hence, 
gross numbers provide a more certain measure of economic impact 
particularly at the local level; 

b. Displacement is primarily an issue in relation to public sector interventions 
at a national level where there is a need to avoid market distortion and 
crowding out of private sector investment.  The Proposed development is 
not a public sector intervention as it will be funded commercially from 
airport profits; 

c. The demand forecasts set out in relation to the Proposed Development 
reflect an optimum allocation of passenger traffic, with passengers able to 
choose the airport option that best serves their needs.  As such, 
passengers are not effectively displaced from other airports by the 
Proposed Development and, hence, it is false to suggest that economic 
activity is displaced as a result of changes in the product market; 

d. It should also be noted that, even in relation to public sector evaluation and 
appraisal, the new place-based assessment guidance within the Green 
Book moves away from assuming the complete displacement of 
employment as the default position at a sub-national level246.  

8.3.7 The analysis here demonstrates the role that the Proposed Development could 
play in driving prosperity and supporting employment, particularly at the local 
level where there is a need for levelling up. 

8.4 The operational economic impacts of London Luton Airport 
8.4.1 The operational impacts of the airport are already a major influence on the 

economies around it and its future expansion offers significant potential to 
support increased employment and GDP through these effects, helping to 
address the policy and strategy aspirations described earlier in this section. 

 
245 Displacement which is the extent to which an increase in economic activity or other desired outcome is 
offset by reductions in economic activity or other desired outcome in the area under consideration or in areas 
close by -  The Green Book: Appraisal and Evaluation in Central Government – HM Treasury (2022), section 
10.4.  Displacement can be either at the product market level based on the airport’s share of the market or at 
the factor market level where it is using resources (people and goods) that could have been used in other 
productive activity. 
246Ibid, Appendix A.2,  Place Based Analysis. 
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The operational economic impact of the airport in 2019 

8.4.2 The economic impact of operations at the airport in 2019 is set out below, 
focussing on the impact on GDP and employment in Luton, the Three Counties, 
the Six Counties and the UK.  This is taken from Oxford Economics, The 
Economic Impact of London Luton Airport 2022247, where a full explanation of 
the methodology is set out.   

8.4.3 In 2019, there were around 10,900 directly airport related jobs within the defined 
‘airport employment area’248 comprising the airport and its immediate vicinity 
where businesses directly associated with the operation of the airport are 
located.  The airport is already a significant influence on employment in Luton 
and the Three Counties, providing job opportunities in a diverse range of roles 
to people from across the area.  It accounted for around 12% of total jobs in 
Luton.  The airport’s corresponding direct GDP contribution was estimated to be 
around £789 million in 2019. 

8.4.4 Around 58% of workers, or 6,400 jobs, are employed by airlines, in head office 
functions of aviation-related companies, or in airport operations.  Around 2,800 
jobs or 25% of workers work in airline support services, particularly 
maintenance, repair and overhaul (MRO), ground handling and fixed based 
operators.  Shops, hotels and restaurants together support employment for 
around 1,100 workers.  Employment by category is shown in Figure 8.1. 

Figure 8.1: Direct employment at the airport by broad activity in 2019 

Source: Oxford Economics 

8.4.5 The geographic distribution of direct employees shows that the largest number 
of employees live in Bedfordshire (6,300), where the airport is located, with 
particular concentrations in Luton (3,100) and Central Bedfordshire (around 
2,200 employees).  The airport is already a significant employer, providing jobs 

 
247 Appended to the ES at Appendix 11.1 [TR020001/APP/5.02] 
248 See Figure 11.1 of the ES [TR020001/APP/5.01]. 
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for people across the Three Counties area.  In total, around 80% of direct 
employees live in the Three Counties area.    It is particularly worth noting that 
the airport provides significant numbers of jobs in districts which include areas 
of significant deprivation, such as Luton, Bedford and Stevenage.  A map 
showing the distribution of direct employment is shown in Figure 8.2. 

8.4.6 The airport’s direct impact is magnified by its indirect and induced impacts.  The 
airport’s total impact, once indirect and induced effects are included, is 
estimated to be around £831 million in Luton, £1.1 billion in the Three Counties, 
£1.3 billion in the Six Counties and £1.8 billion across the UK as a whole.  This 
again demonstrates the importance of the airport in supporting prosperity in 
Luton, the Three Counties and the Six Counties.  The analysis also highlights 
the high added value nature of aviation activities in the round, generating GDP 
per job in excess of £65,000 in Luton and the Three Counties, substantially 
above the UK average.  This total operational impact is summarised in Figure 
8.3.
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Figure 8.2: Place of residence of direct employees at the airport in 2019 

 

Source: Oxford Economics
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Figure 8.3: The operational impact of the airport in 2019 

 

 

Source: Oxford Economics 

Future operational impacts 

8.4.7 The growth of the airport to handle 32 mppa offers significant operational 
economic benefits.  It will enable the airport to substantially expand its role as 
an employer in Luton and the Three Counties in particular.  This will enable the 
airport to support the efforts of stakeholders to generate jobs, address 
deprivation and improve prosperity.  If the airport cannot expand, then this 
opportunity will be lost and the airport’s economic role as an employer will 
diminish as productivity gains in the future erode the need for labour with 
demand growth stifled. 

8.4.8 The economic impact assessment undertaken by Oxford Economics (see 
paragraph 8.4.2) examined future growth in operational economic benefits in 
relation to three growth scenarios, as outlined in Section 6, the Core Planning 
Case, a Slower Growth Case and a Faster Growth Case.  This section focuses 
on the socio-economic impacts associated with the Core Planning Case.  
Further information on the methodology used to derive the future economic 
impacts is contained in Appendix E.  Sensitivity testing in relation to the Slower 
Growth and Faster Growth cases is set out in Appendix F.  It has also 
considered the Without Development Case, which represents the future 
baseline against which the benefits of proposed development can be compared.  
The additional operational economic benefits associated with the Proposed 
Development are represented by the difference between the relevant growth 
case and the Without Development Case. 
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 Luton 

8.4.9 Table 8.2 sets out the operational economic impacts of the Core Planning 
Case, the Without Development Case and the corresponding employment and 
GDP impact in Luton.  The analysis is shown from three assessment years that 
represent the thresholds as to when the airport reaches 21.5 mppa, 27 mppa 
and 32 mppa. 

8.4.10 Developing the airport to handle 32 mppa would result in it supporting 
substantially more jobs in Luton than it does now, helping to address 
deprivation and ‘levelling up’ the area.  This will be supported by the 
Employment and Training Strategy [TR020001/APP/7.05], which will help to 
ensure that the jobs supported by the airport will be accessible to local 
residents.   

8.4.11 Direct jobs at the airport are forecast to increase from around 10,900 in 2019 to 
around 15,100 by 2043.  There are also expected to be significant increases in 
indirect and induced impacts.  By 2043, indirect and induced employment 
supported by an expanded airport is forecast to grow to around 1,100 jobs in 
Luton.  The total employment supported by the airport in Luton in the Core 
Planning Case in 2043 is, therefore, 16,200 jobs in Luton, an increase of 4,400 
jobs over 2019. 

8.4.12 This expansion, in line with the Core Planning Case, offers significant additional 
operational employment benefits compared to the Without Development Case, 
with around 6,140 additional jobs supported in Luton in 2043.  This difference is, 
in part, fuelled by the erosion of employment at the airport in the Without 
Development scenario as the airport stagnates and future productivity gains 
come into effect enabling existing passenger numbers to be handled with fewer 
staff. 

8.4.13 Alongside the employment impacts in Luton are significant increases in the level 
of GDP supported by the airport.  The direct GDP supported by the airport in the 
Core Planning Case is forecast to grow from around £789 million to around 
£1.46 billion in 2043.  When indirect and induced effects are included, the total 
annual GDP supported by the airport in Luton in 2043 is estimated to be around 
£1.53 billion, an increase of £698 million compared to 2019.  Compared to the 
Without Development Case in 2039, this is an increase of around £582 million. 

8.4.14 The Proposed Development, therefore, offers a substantial socio-economic 
opportunity for Luton, an area which has been identified as suffering from 
significant levels of deprivation.  As has been noted above, the Levelling Up 
Fund has identified Luton as a Level 1 Priority Area and the Index of Multiple 
Deprivation identifies that over a quarter of the SOAs in Luton are within the top 
20% most deprived in England.  This establishes the strong need for 
regeneration and economic stimulus in Luton.  To aid in securing the economic 
benefits of the Proposed Development for Luton, a detailed comprehensive 
Employment and Training Strategy [TR020001/APP/7.05] has been 
developed. 
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Table 8.2: Operational economic impacts in Luton – Core Planning Case 
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m
) Direct £789 £807 £889 +£100 +£83 £873 £1,166 +£376 +£293 £902 £1,457 +£667 +£554 

Indirect £12 £12 £14 +£2 +£1 £13 £18 +£6 +£5 £13 £21 +£9 +£8 

Induced £29 £30 £33 +£4 +£3 £31 £42 +£13 +£11 £32 £51 +£22 +£19 

Total £831 £849 £936 +£105 +£87 £917 £1,225 +£395 +£308 £947 £1,529 +£698 +£582 

Em
pl

oy
m

en
t Direct 10,900 10,500 11,700 +700 +1,100 9,600 13,200 +2,300 +3,500 9,400 15,100 +4,200 +5,700 

Indirect 300 300 300 +0 +0 300 300 +100 +100 200 400 +100 +100 

Induced 500 500 600 +0 +100 500 600 +100 +200 400 700 +200 +300 

Total 11,800 11,300 12,500 +800 +1,200 10,300 14,100 +2,400 +3,800 10,100 16,200 +4,400 +6,100 
Data may not sum due to rounding 

Source: Oxford Economics
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 Three Counties 

8.4.15 Table 8.3 sets out the operational economic impacts of the Core Planning 
Case, the Without Development Case and the corresponding employment and 
GDP impact in the Three Counties.  The analysis is shown from three 
assessment years that represent the thresholds as to when the airport reaches 
21.5 mppa, 27 mppa and 32 mppa. 

8.4.16 Developing the airport to handle 32 mppa would again result in it supporting 
substantially more jobs in the Three Counties.  The total operational 
employment supported by the airport in the Three Counties in the Core 
Planning Case in 2043 is forecast to grow to 22,600 jobs, an increase of 6,100 
jobs over 2019.  It is also 8,600 more jobs than would be supported by the 
Without Development Case in 2043. 

8.4.17 Alongside the employment impacts in the Three Counties there are significant 
increases in the level of GDP supported by the airport.  The total annual GDP 
supported by the airport in the Three Counties in 2043 is estimated to be 
around £2.0 billion, an increase of £0.9 billion compared to 2019.  Compared to 
the Without Development Case in 2043, this is an increase of £762 million. 

8.4.18 Again, the GDP and employment impacts from the Proposed Development offer 
a substantial opportunity for the Three Counties.  While there is a general 
perception that this area is prosperous, there are still significant areas of 
deprivation, as has been recognised by the designation of areas such as North 
Hertfordshire and Bedford as Level 2 Priority areas for the Levelling Up Fund.  
Securing these benefits in these areas is again a focus for the Employment 
and Training Strategy [TR020001/APP/7.05] for the Proposed Development. 
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Table 8.3: Operational economic impacts in the Three Counties – Core Planning Case 

    2019 2027 2039 2043 
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) Direct £789 £807 £889 +£100 +£83 £873 £1,166 +£376 +£293 £902 £1,457 +£667 +£554 

Indirect £97 £99 £110 +£13 +£11 £104 £144 +£47 +£40 £106 £177 +£80 +£71 
Induced £204 £208 £229 +£25 +£21 £220 £296 +£92 +£77 £225 £363 +£158 +£137 

Total £1,091 £1,114 £1,229 +£138 +£114 £1,197 £1,606 +£516 +£409 £1,234 £1,996 +£906 +£762 

Em
pl

oy
m

en
t Direct 10,900 10,500 11,700 +700 +1,100 9,600 13,200 +2,300 +3,500 9,400 15,100 +4,200 +5,700 

Indirect 2,100 1,900 2,200 +100 +200 1,700 2,400 +300 +700 1,700 2,700 +700 +1,100 
Induced 3,500 3,300 3,700 +200 +300 3,100 4,100 +600 +1,100 3,000 4,800 +1,300 +1,800 

Total 16,500 15,800 17,500 +1,000 +1,700 14,400 19,700 +3,200 +5,200 14,000 22,600 +6,100 +8,600 
 Data may not sum due to rounding 

Source: Oxford Economics 
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 Six Counties 

8.4.19 Table 8.4 sets out the operational economic impacts of the Core Planning 
Case, the Without Development Case and the corresponding employment and 
GDP impact in the Six Counties.  Again, the analysis is shown from three 
assessment years that represent the thresholds as to when the airport reaches 
21.5 mppa, 27 mppa and 32 mppa. 

8.4.20 Developing the airport to handle 32 mppa would again result in it supporting 
substantially more jobs in the Six Counties.  The total operational employment 
supported by the airport in the Six Counties in the Core Planning Case in 2043 
is forecast to be 27,300 jobs, an increase of 7,500 jobs over 2019.  It is also 
10,400 more jobs than are supported by the Without Development Case in 
2043. 

8.4.21 Alongside the employment impacts in the Six Counties there are significant 
increases in the level of GDP supported by the airport.  The total annual GDP 
supported by the airport in the Six Counties in 2043 is estimated to be around 
£2.3 billion, an increase of £1.1 billion compared to 2019.  Compared to the 
Without Development Case in 2043, this is an increase of £892 million. 

8.4.22 This analysis highlights the potential importance of socio-economic opportunity 
offered by the Proposed Development for areas across the Six Counties.  In the 
context of this broader area, while direct impacts remain important, the indirect 
(supply chain) opportunities are increasingly greater factor in impact, reflecting 
the opportunities to supply goods and services to companies on-site as it grows. 
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Table 8.4: Operational economic impacts in the Six Counties – Core Planning Case 

    2019 2027 2039 2043 
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Direct £789 £807 £889 +£100 +£83 £873 £1,166 +£376 +£293 £902 £1,457 +£667 +£554 
Indirect £184 £189 £210 +£26 +£21 £199 £277 +£93 +£78 £204 £341 +£157 +£138 
Induced £294 £300 £331 +£37 +£31 £317 £429 +£135 +£112 £325 £526 +£231 +£200 

Total £1,267 £1,297 £1,430 +£163 +£134 £1,390 £1,872 +£604 +£482 £1,431 £2,323 +£1,056 +£892 

Em
pl

oy
m

en
t Direct 10,900 10,500 11,700 +700 +1,100 9,600 13,200 +2,300 +3,500 9,400 15,100 +4,200 +5,700 

Indirect 4,000 3,800 4,200 +200 +400 3,400 4,700 +700 +1,300 3,300 5,400 +1,400 +2,100 
Induced 4,900 4,700 5,200 +300 +500 4,300 5,900 +900 +1,500 4,200 6,800 +1,900 +2,600 

Total 19,900 19,100 21,100 +1,200 +2,000 17,400 23,800 +3,900 +6,400 16,900 27,300 +7,500 +10,400 
Data may not sum due to rounding 

Source: Oxford Economics 
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 United Kingdom 

8.4.23 Table 8.5 sets out the operational economic impacts of the Core Planning 
Case, the Without Development Case and the corresponding employment and 
GDP impact across the UK.   

8.4.24 Developing the airport to handle 32 mppa would again result in it supporting 
substantially more jobs in the UK.  The total operational employment supported 
by the airport in the UK in the Core Planning Case in 2043 is forecast to be 
39,200 jobs, an increase of 10,800 jobs over 2019.  It is also 15,000 more jobs 
than are supported by the Without Development Case in 2043. 

8.4.25 Alongside the employment impacts in the UK there are significant increases in 
the level of GDP supported by the airport.  The total annual GDP supported by 
the airport in the UK by 2043 is estimated to be around £3.3 billion, an increase 
of £1.5 billion compared to 2019.  Compared to the Without Development Case 
in 2043, this is an increase of over £1.3 billion. 

8.4.26 This ability to generate jobs and GDP across the UK reflects the 
transformational nature and national significance of the proposed development.  
It will generate prosperity and provide work not only for the areas around the 
airport, but for communities across the UK. 

8.4.27 Overall, the growth in employment and GDP across all study areas represents a 
significant economic opportunity to support prosperity and job creation in local, 
sub-regional and regional economies around the airport.  The contribution at the 
UK level is also material due to wider supply chain effects from growth.  This 
growth will provide a wide range of opportunities that will suit many different 
people with different needs.  Access to these employment opportunities will, be 
supported by the Employment and Training Strategy [TR020001/APP/7.05], 
which will work with individuals, companies and stakeholders to ensure that 
these opportunities are accessible to all. 
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Table 8.5: Operational economic impacts in the UK – Core Planning Case 
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Direct £789 £807 £889 +£100 +£83 £873 £1,166 +£376 +£293 £902 £1,457 +£667 +£554 
Indirect £434 £449 £498 +£64 +£49 £473 £651 +£217 +£179 £483 £800 +£366 +£317 
Induced £553 £569 £627 +£74 +£58 £604 £817 +£264 +£213 £619 £1,001 +£448 +£382 

Total £1,776 £1,825 £2,014 +£238 +£190 £1,949 £2,634 +£858 +£684 £2,004 £3,257 +£1,481 +£1,253 
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m

en
t 

 

Direct 10,900 10,500 11,700 +700 +1,100 9,600 13,200 +2,300 +3,500 9,400 15,100 +4,200 +5,700 
Indirect 8,600 8,200 9,100 +400 +900 7,400 10,100 +1,500 +2,700 7,200 11,700 +3,000 +4,500 
Induced 8,900 8,500 9,400 +500 +900 7,900 10,700 +1,800 +2,800 7,700 12,400 +3,600 +4,700 

Total 28,400 27,300 30,100 +1,700 +2,900 24,900 34,000 +5,600 +9,100 24,200 39,200 +10,800 +15,000 
Data may not sum due to rounding  

Source: Oxford Economics
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8.5 Wider economic impacts 
8.5.1 The wider economic impacts associated with the Proposed Development stem 

from the greater connectivity that the expanded airport will offer to passengers 
and freight users.   

8.5.2 This increased connectivity will: 

a. support international businesses operating in the areas around the airport 
to trade more and more efficiently;  

b. make the regions around the airport more attractive to investors, helping 
to retain and grow the global business base; 

c. enhance competition by increasing the transparency of markets; 
d. help the development of internationally focussed clusters, facilitating 

agglomeration effects; 
e. attract high skilled people to come and live and work in the area; and 
f. increase the number of inbound tourists using the airport. 

8.5.3 As has been described in Section 2, this role is central to the economic 
aspirations of stakeholders in the areas around the airport.  It is particularly 
pertinent given the focus on the internationally significant Oxford-Cambridge Arc 
initiative, for which the airport is a key international gateway. 

8.5.4 The assessment of these wider economic impacts has focussed on three areas: 

a. the strategic role of the airport; 
b. business productivity impacts; and 
c. inbound tourism impacts. 

8.5.5 The approaches used to assess the GDP and employment impacts associated 
with business productivity and inbound tourism impacts are set out in Appendix 
E.  In broad terms, the business productivity impact uses an econometric 
relationship between the overall level of business-related air travel and 
productivity in the UK economy to consider the effect of the Proposed 
Development in this regard.  The effect on the overall level of business travel249 
is estimated by considering the change in the generalised cost of travel faced 
by business passengers with and without the expansion of Luton Airport.  
Inbound tourism impacts have been assessed based on the expenditure 
injection from inbound travellers to the study area, based on the CAA 
Passenger Survey and average expenditure data taken from VisitBritain. 

Strategic role of the airport in the sub-region and beyond 

8.5.6 International connectivity is seen as one of the key regional strengths, which 
policy seeks to support and leverage.  This is reflected in the focus within policy 
on the international economy and global companies, as set out in Section 2.  
The areas around the airport are important and growing centres for high tech 

 
249 This increase is smaller than the total business passenger demand that is projected to use the airport as 
absent the expansion some of them might choose still to travel from an alternative less optimal airport. 
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and biotech industries in particular, as shown in Section 4, which are strongly 
international in their focus and require high quality international connectivity to 
support their operations.  Hence, the airport has the potential to make a 
substantially greater contribution if expanded in line with the Proposed 
Development, giving confidence to companies to invest and expand in the area, 
secure in the knowledge that there will be a vital and growing airport locally to 
support their international connectivity needs.  This is particularly the case in 
relation to the areas around the airport within the Three and Six Counties. 

8.5.7 It is also important to recognise, the airport plays a role in supporting London, 
with 37% of passengers having surface origins or destinations within Greater 
London.  Growth at the airport will make an important contribution to meet the 
air travel needs of London regardless of the potential capacity expansion 
elsewhere. 

8.5.8 Consultations with sub-regional economic development stakeholders and key 
corporates, reported in Section 2 have revealed the importance of the airport 
being able to enhance its connectivity to support the achievement of broader 
economic strategies and how these effects can be maximised in future with the 
Proposed Development.  The important economic role that the airport plays has 
been highlighted in the consultation responses of a number of stakeholders, 
including Central Bedfordshire Council, East Hertfordshire Council, Milton 
Keynes Council and Stevenage Borough Council250.     

8.5.9 To some degree, the impacts assessed here are conservative as they are 
based on the current patterns of usage of the airport and, hence, do not reflect 
the extent to which the improved air connectivity will stimulate wider economic 
growth and business activity within the area, particularly in those more deprived 
areas of Luton and the neighbouring areas.  This is particularly relevant in terms 
of the aspiration for growth at the airport to leverage additional investment in the 
Green Horizons Business Park and surrounding areas of Luton. 

Business connectivity benefits 

8.5.10 In addition to the GDP and employment impacts supported through the direct, 
indirect and induced impacts, the airport supports economic activity by providing 
connectivity to the passengers that use it.  The analysis of the international 
economy that surrounds the airport, set out in Section 4, clearly shows the 
presence of sectors that are reliant on air services to support their international 
operations.  Furthermore, the case studies of corporates based in and around 
the airport demonstrate the value of the airport now and the need for its further 
development in the future to enable companies to grow, invest and prosper. 

8.5.11 Quantifying these wider benefits in terms of contributions to GDP or 
employment is highly complex and estimates around these should be seen as 
broader in nature than those for direct, indirect and induced effects.  However, 
they do provide a strong evidential base for the order of magnitude of effects in 
the wider economy. 

 
250 See Consultation Report: Appendix M [TR020001/APP/6.02]. 
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8.5.12 For passengers travelling on business, the connectivity offered by the airport 
means that they are able to interact more effectively with global markets.  This 
makes trade easier, opening up export markets and allowing access to 
overseas goods, supply chains and knowledge.  It also enables investment 
flows.  In terms of inward investment, connectivity makes an area more 
attractive as it is easier and more efficient for overseas companies to manage 
and grow their interests in the area.  Conversely, it enables ‘local’ companies to 
invest overseas with greater confidence knowing that they will be able to 
manage and grow their overseas operations.  The result is a more open, 
competitive and productive local economy. 

8.5.13 The potential wider impacts stemming from increased business travel through 
the airport as a result of the expansion project are shown in Table 8.6.  The 
methodology of analysis used to calculate these impacts is set out in Appendix 
E.  Broadly, the analysis uses an econometric relationship between the overall 
level of business travel in the economy and productivity to estimate the impact 
on GDP and jobs.  The approach isolates the number of business passengers 
travelling to and from the study areas that are solely related to the existence of 
the airport.  These impacts are based on the Core Planning Case.   

8.5.14 This analysis suggests that GDP and job impacts stemming from increased 
connectivity supporting business travel in the Core Planning Case in 2043 could 
be: 

a. around £14 million in additional GDP in Luton compared to 2019, and £10 
million in additional GDP compared to Without Development; 

b. around £108 million in additional GDP and 250 more jobs in the Three 
Counties compared to 2019, and £147 million in additional GDP and 500 
more jobs compared to Without Development;  

c. around £146 million in additional GDP and 450 more jobs in the Six 
Counties compared to 2019, and £199 million in additional GDP and 910 
more jobs compared to Without Development; and 

d. around £495 million in additional GDP and 2,390 more jobs across the UK 
compared to 2019, and £638 million in additional GDP and 4,440 more 
jobs compared to Without Development. 
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Table 8.6: Economic impacts from business travel – Core Planning Case 
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Luton £12 £11 £13 +£0 +£2 £9 £16 +£3 +£6 £9 £23 +£10 +£14 
Three 

Counties £129 £111 £132 +£3 +£22 £102 £165 +£35 +£63 £91 £237 +£108 +£147 

Six Counties £175 £150 £179 +£4 +£29 £138 £223 +£48 +£86 £123 £321 +£146 +£199 

UK £555 £487 £565 +£10 +£79 £439 £742 +£187 +£303 £413 £1,051 +£495 +£638 

Jobs 

Luton 10 10 10 +0 +0 10 10 +0 +0 10 10 +0 +0 
Three 

Counties 560 440 530 -30 +90 350 590 +30 +240 310 810 +250 +500 

Six Counties 1,020 810 960 -60 +150 630 1,060 +40 +430 560 1,470 +450 +910 

UK 4,920 3,980 4,620 -300 +640 3,180 5,380 +460 +2,200 2,870 7,310 +2,390 +4,440 
Data may not sum due to rounding 

Source: York Aviation 
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8.5.15 These impacts demonstrate the potential role that an expanded airport can play 
in supporting growth in the wider economy, providing access to international 
markets and helping to attract investment.  As has been demonstrated in 
Section 2, stakeholders within the broad area served by the airport, and notably 
within the Oxford-Cambridge Arc, are strongly focussed on the development of 
the international economy to drive prosperity and develop high valued added 
sectors of the economy.  This analysis helps to demonstrate the potential 
importance of the Proposed Development in achieving these aspirations, which 
in turn could mean that more of the benefit would be realised locally. 

Inbound Tourism  

8.5.16 The growth of the airport and the connectivity it offers will also enable more 
visitors to use the airport to come to the UK.  These visitors will support GDP 
and employment via an expenditure injection into the economy.  These impacts 
have been assessed using analysis of the CAA Passenger Survey, VisitBritain 
data on typical visitor expenditures and ONS data on the tourism sector’s 
characteristics.  The results of this analysis for the Core Planning Case are set 
out in Table 8.7.  The approach taken to estimating these effects is set out in 
more detail in Appendix E.  In broad terms, the number of inbound passengers 
to the study areas is estimated based on the CAA Passenger Survey and the 
consequential expenditure impact estimated based on the average expenditure 
per trip from VisitBritain data.  This is then converted to GDP and jobs impacts 
based on the ratio of GDP to turnover from the Annual Business Survey and the 
average GDP per job for the tourism sector calculated from the Business 
Register and Employment Survey.  A tourism multiplier is then applied to reflect 
indirect and induced impacts. 

8.5.17 This analysis suggests that GDP and job impacts stemming from increased 
connectivity supporting inbound tourism in the Core Planning Case in 2043 
would be: 

a. around £5 million in additional GDP and 50 more jobs in Luton compared 
to 2019, and £6 million in additional GDP and 90 more jobs compared to 
Without Development;  

b. around £60 million in additional GDP and 490 more jobs in the Three 
Counties compared to 2019, and £65 million in additional GDP and 890 
more jobs compared to Without Development;  

c. around £111 million in additional GDP and 870 more jobs in the Six 
Counties compared to 2019, and £119 million in additional GDP and 1,570 
more jobs compared to Without Development; and 

d. around £758 million in additional GDP and 6,410 more jobs across the UK 
compared to 2019, and £818 million in additional GDP and 11,550 more 
jobs compared to Without Development. 
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Table 8.7: Inbound Tourism Related GVA and Jobs Impacts – Core Case 

      2027 2039 2043 
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Luton £8 £8 £9 +£1 +£1 £7 £11 +£3 +£4 £7 £13 +£5 +£6 
Three 

Counties £88 £85 £102 +£14 +£17 £84 £125 +£37 +£40 £83 £148 +£60 +£65 

Six 
Counties £162 £158 £188 +£26 +£31 £156 £230 +£68 +£75 £154 £273 +£111 +£119 

UK £1,112 £1,081 £1,291 +£179 +£210 £1,052 £1,577 +£465 +£526 £1,052 £1,870 +£758 +£818 

Jobs 

Luton 150 140 160 +10 +20 120 180 +30 +60 110 200 +50 +90 
Three 

Counties 1,540 1,380 1,650 +110 +270 1,190 1,790 +250 +600 1,140 2,030 +490 +890 

Six 
Counties 2,720 2,440 2,910 +190 +470 2,100 3,160 +440 +1,060 2,020 3,590 +870 +1,570 

UK 19,990 17,920 21,410 +1,420 +3,490 15,460 23,190 +3,200 +7,730 14,850 26,400 +6,410 +11,550 
Data may not sum due to rounding  

Source: York Aviation 
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8.5.18 Again, this stimulus to the inbound tourism economy will support the aspirations 
of stakeholders in the areas around the airport to develop the tourism industry 
and, particularly, to increase inbound international expenditure in the airport’s 
catchment area. 

8.5.19 The potential effect on GDP and employment from outbound tourism has not 
been quantified.  This reflects the fact that there are considerable uncertainties 
around the actual impact of an airport’s expansion on GDP or employment from 
outbound tourism in terms of the overall level of outbound travel: 

a. it seems likely that any impact on overall outbound tourism expenditure 
would be effectively limited as passengers would either simply use a 
second choice UK airport to fly, at a higher cost or surface access time, or 
through passengers reducing the number of trips taken but increasing the 
length of those trips;   

b. in addition, it should also be recognised that outbound trips from the UK 
also support significant economic activity in the UK, for instance through 
travel agency operations or through retail expenditure on goods or 
services relating to overseas trips.  This knock-on effect would need to be 
considered for any assessment of outbound tourism impacts;   

c. it is far from certain that any reduction in outbound tourism as a result of 
airport capacity constraints would result in the capturing of more 
expenditure in the UK economy.  Given the discretionary nature of 
expenditure on overseas holidays or leisure trips, it is quite possible that 
individuals would choose to save the money they would have spent or 
potentially spend it on another import of some sort; and  

d. overseas leisure travel does, in itself, have important quality of life benefits, 
which would not be reflected in such an analysis.  The availability of leisure 
travel is a vital factor in making an area an attractive place to live and work, 
which ultimately will impact on GDP and employment.    However, 
estimating this effect would be highly complex. 

8.5.20 It would seem reasonable to suggest that outbound tourism will, therefore, have 
some offsetting effect on the positive impacts from inbound tourism but this is 
likely to be relatively limited.  This needs to be see within the context of the 
recognised beneficial effects of outbound tourism in terms of social benefits and 
quality of life, which can be significant in making an area attractive within which 
to live and work, in turn supporting growth and prosperity in the economy.  This 
is, ultimately, reflected in Government policy, which does not seek to restrict 
outbound leisure for balance of payments reasons and, indeed, highlights the 
intangible benefits associated with such travel, as described in Section 3. 

8.5.21 Overall, the development of the airport will provide substantial wider economic 
benefits to Luton, the Three Counties and the Six Counties, supporting the 
aspirations for the development of the international economy and the visitor 
economy in the regions around the airport.  The impacts at the UK level are also 
reported. 
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8.6 Socio-economic cost benefit analysis 
8.6.1 Another way to look at the potential benefits of the Proposed Development is to 

consider the impact that it might have on socio-economic welfare.  This will 
impact on a range of costs and benefits accruing to different actors in the 
economy: 

a. Passengers that prefer to use Luton airport will be able to do so.  This may 
be because it is nearer, faster to reach, more convenient or that the 
services there are cheaper.  This will have a positive impact on their 
economic welfare, which can be expressed in monetary terms, and also 
reduce emissions relating to surface access to airports; 

b. Adding more capacity in the capacity constrained London system will allow 
more people to fly.  With more passengers travelling, airports will be able 
to take advantage of economies of scale to deliver their services more 
efficiently, thereby increasing economic welfare, as reflected in increased 
profits for airports across the airport system; 

c. If there are more passengers travelling, then the amount of Air Passenger 
Duty that will be collected by the Government will be increased, impacting 
positively on its ability to provide public services, again increasing 
economic welfare; 

d. However, there is obviously a cost to constructing the Proposed 
Development and this means that these resources cannot be used in other 
ways to the benefit of society.  This reflects a cost to society from the 
Proposed Development; 

e. Investment will also be required to ensure that carbon emissions from the 
Proposed Development are compliant with the objective of reaching Net 
Zero251   This, again, reflects a cost to society, as these resources could 
be used for other activities.   

8.6.2 This effect on socio-economic welfare has been assessed via a socio-economic 
cost benefit analysis.  This type of analysis is, in broad terms, similar in concept 
to the type of analysis prescribed in WebTAG, the Department for Transport’s 
transport appraisal guidance for public sector interventions in the transport 
market, but is not intended to be a WebTAG appraisal, as the development will 
be commercially funded from airport profits.  It is, hence, not a public sector 
intervention in the market.  WebTAG appraisal is not designed for considering 
the merits of an individual planning application but designed to test the impact 
of different Government policy decisions.  The analysis below is a robust 
assessment of some of the main socio-economic welfare effects, which sits 
alongside the main assessment of the Proposed Development’s impact on GDP 
and employment. 

 
251 It should be noted that whether or not these carbon costs should be included within an appraisal of this 
type is a matter of some debate and this is discussed further in Appendix D.  The costs of carbon or its 
abatement are already accounted for within the demand forecasts and, hence, such costs should not be 
included in the assessment as this would constitute double counting.   
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8.6.3 The socio-economic cost benefit includes examination of the following 
measures: 

a. Journey Time Savings – the impact on passengers’ travel times from the 
Proposed Development; 

b. Air Fare Savings – the air fares paid by passengers using the Airport with 
the Proposed Development; 

c. Producer Surpluses – this examines the additional profits that will accrue 
across the London system airports from the additional passengers that can 
be accommodated as a result of the Proposed Development; 

d. Air Passenger Duty – the estimated additional APD revenue accruing to 
the UK Government from the additional passengers flying as a result of 
the Proposed Development; 

e. Construction Costs – the construction costs of the Proposed Development 
are taken from the Funding Statement [TR020001/APP/3.03]; 

f. Carbon Costs – the full range of carbon emissions associated with the 
Proposed Development, i.e. those relating to additional flights, increased 
airport operations, growing surface access journeys and the construction 
programme.   

8.6.4 A more detailed explanation of the methodology employed is set out in 
Appendix E. 

8.6.5 The results of the analysis are set out in Table 8.8.  The table shows the 
passenger-related effects for all four study areas.  The UK level assessment 
then includes the additional elements that can only be measured at a UK level.  
Notably, this includes the potential impact of carbon emissions.  The 
assessment considers with the Do Minimum scenario and Green House Gas 
Core Planning Scenario252 from the Green House Gas Chapter 12 in the ES 
[TR020001/APP/5.01].  It also shows the resulting NPVs at UK level including 
and excluding carbon costs.  The NPV excluding carbon costs is quoted to 
reflect the fact that the cost of carbon is an explicit driver within the demand 
forecasts and, as such, these costs are already accounted for in passenger 
responses.  To include them again is therefore double counting, as recognised 
in the BEIS guidance on carbon values253.  Government has also made clear 
that carbon emissions are a global and national issue and not a local issue.  
Hence, should not be included in the assessment of a scheme such as the 
Proposed Development.  The NPV including carbon costs is, therefore, only 
included to demonstrate that, even if they were included, the assessment would 
remain positive. 

8.6.6 All values are discounted at HM Treasury Green Book standard discount rates 
and are for a 60-year appraisal period.  The final result is a Net Present Value.  

8.6.7  In Luton, the proposed development results in a £232 million benefit to users 
over the 60 year appraisal period.  This grows to around £1.6 billion across the 

 
252 The Greenhouse Gas Core Planning Case assessment presented in Chapter 12 in the ES uses a fleet 
mix consistent with the achievement of the Government’s Jet Zero Strategy targets as set out in Section 6. 
253 Valuation of greenhouse gas emissions: for policy appraisal and evaluation – BEIS (2021). 
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Three Counties and to £1.3 billion across the Six Counties.  The slightly lower 
value for the Six Counties reflects the greater availability of alternative airport 
options in this broader area. 

8.6.8 Overall, the strongly positive NPVs for the Proposed Development demonstrate 
its substantial socio-economic contribution. 

8.6.9 Across the UK as a whole, with all the assessed costs and benefits included, 
the Proposed Development results in a net present value of £5.3 billion.  If 
carbon costs are included, then the NPV is £3.8 billion.  This clearly 
demonstrates that the Proposed Development will provide substantial net socio-
economic welfare benefits to society regardless of the treatment of carbon costs 
within the analysis.
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Table 8.8: 60 Year Average Present Value of Passenger Benefits (£ million) – Core Case  

   Luton Three 
Counties Six Counties UK 

Journey Time 
Savings 

UK Business £20 £178 £202 £271 
UK Leisure £36 £222 £205 £17 

Foreign Business £15 £37 £42 £65 
Foreign Leisure £13 £75 £71 -£31 

Total  £85 £512 £520 £322 

Air Fare 
Savings 

UK Business £1 £24 £233 £571 
UK Leisure £13 £147 £253 £1,539 

Foreign Business £76 £551 £24 £242 
Foreign Leisure £58 £397 £229 £3,884 

Total  £148 £1,120 £739 £6,237 
Airport Profits    £45 
Air Passenger Duty    £259 
Construction Costs    -£1,527 
Carbon Costs    -£1,535 
Net Present Value excluding Carbon Costs £232 £1,632 £1,259 £5,335 
Net Present Value including Carbon Costs £232 £1,632 £1,259 £3,800 

 Source: York Aviation
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8.7 Other Social Benefits 
8.7.1 As well as the social benefits of employment, the economic benefits of growth at 

London Luton Airport also translate directly into social benefits due to the 
airport’s ownership by Luton Borough Council.  Revenue flows back to the 
council in a number of ways as illustrated in Figure 8.4.  Since 1998, Luton 
Rising has provided more than £257 million to support local front-line services 
of Luton Borough Council, together with an additional £155 million for 
community investment projects and local charities. 

Figure 8.4: Luton Rising contributions for the 2019 financial year 

 
8.7.2 The contribution made by Luton Rising to frontline services amounts to 15% of 

the Luton Borough Council’s income and support averaging £8 million a year is 
provided to community groups and services in Luton and the surrounding area, .  

8.7.3 It is intended that this pattern of social investment will continue, including 
sharing the revenue gains from the Proposed Development with the community, 
maintaining a long track record of commitments to local charities through the 
Community Funding Programme and growing future contributions through the 
proposed Community First fund, as explained in the Compensation Proposals 
[TR020001/APP/7.11].   
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8.7.4 Community First will provide £1 in funding for every additional passenger above 
the passenger cap at the point when the application for development consent is 
approved. This funding will be taken from the additional revenue arising from 
growth and will be in addition to the existing Community Funding Programme 
which will continue.  40% of the proceeds of Community First will be put into a 
fund targeted at ensuring the social benefits of growth are spread beyond 
Luton, providing grants to recipients in areas outside of Luton that are most 
affected by airport operations. The remaining 60% of the proceeds of 
Community First will be made available to support areas of high deprivation and 
decarbonisation projects in Luton, which has some of the most deprived areas 
within the East of England.  

8.7.5 The social contributions are already in excess of similar schemes in place at 
other UK airports.  Overall, these direct social contributions will be substantial 
and significant in the context of an area with high levels of deprivation.  This 
adds further to the potential beneficial impacts of the Proposed Development. 

8.8 Benefits during the construction phase  
8.8.1 The permanent benefits of the Proposed Development of the airport that stem 

from its on-going operation have been considered above.  However, the 
development will also be a major construction project, which will support 
employment and GDP while it is on-going, again offering opportunities for 
people in the areas around the airport and aiding in addressing the pockets of 
deprivation close to the airport site.  The Employment and Training Strategy 
[TR020001/APP/7.05] will provide a strong framework for ensuring that these 
jobs are accessible to local people and that the right training and infrastructure 
is in place to ensure that benefits are felt in the areas that need it.  Further 
information on construction employment is contained in Chapter 11 of the ES 
[TR020001/APP/5.01]. 

8.9 Conclusions on socio-economic benefits 
8.9.1 The airport is central to the economy of Luton, the Three Counties and the Six 

Counties area and is an important connectivity asset for the broader region it 
serves.  The airport’s important role in serving the London market should also 
not be forgotten. 

8.9.2 The future economic strategy for Luton is seeking to secure significant 
economic growth, including through initiatives to regenerate the town centre, 
supported through the Levelling Up Fund, and through exploit the potential of 
the Enterprise Zone status of the area around the airport.  It is seeking to 
develop higher value added employment, more job opportunities and to 
clawback current out-commuting to higher paid jobs.  The potential of the 
aerospace sector and aviation, including the airport, to support these 
aspirations is well recognised as well as opportunities to attract green 
technology enterprises to the local area.  This is fundamental to the objective to 
reduce levels of deprivation in the local area and the growth at the airport with 
the Proposed Development can play a major role both through direct job 
generation during the construction and operational phases as well as acting as 
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a catalyst to attracting new businesses and making it easier for existing 
businesses to trade internationally and expand. 

8.9.3 More broadly, the LEP areas around the airport and the Oxford-Cambridge Arc 
have a focus on the growth of high value sectors and the development of the 
international economy.  The connectivity of the region is a key strength in this 
regard and further development of the airport will be important in achieving 
these aspirations. 

8.9.4 The airport is already a significant economic driver in terms of its operations, 
supporting 11,800 jobs in Luton, 16,500 jobs in the Three Counties, 19,900 jobs 
in the Six Counties and 28,400 jobs in the UK through direct, indirect and 
induced impacts.  The airport’s total impact on GDP once indirect and induced 
effects are included is estimated to be around £830 million in Luton, £1.1 billion 
in the Three Counties, £1.3 billion in the Six Counties and £1.8 billion across the 
UK as a whole. 

8.9.5 The development of the airport to handle 32 mppa would offer substantial 
operational employment benefits compared to a Without Development scenario 
in 2043, with the Core Planning Case supporting: 

a. around £698 million in additional GDP and 4,400 more jobs in Luton 
compared to 2019, and £582 million in additional GDP and 6,100 more 
jobs compared to Without Development; 

b. around £0.9 billion in additional GDP and 6,100 more jobs in the Three 
Counties compared to 2019, and £0.8 billion in additional GDP and 8,600 
more jobs compared to Without Development; 

c. around £1.1 billion in additional GDP and 7,500 more jobs in the Six 
Counties compared to 2019, and £0.9 billion in additional GDP and 10,400 
more jobs compared to Without Development; and  

d. around £1.5 billion in additional GDP and 10,800 more jobs across the UK 
compared to 2019, and £1.3 billion in additional GDP and 15,000 more 
jobs compared to Without Development. 

8.9.6 These operational GDP and employment benefits offer substantial socio-
economic opportunity to address deprivation and ‘level up’ areas that surround 
the airport.  The need for this stimulus has been firmly established by 
stakeholders and has been demonstrated in Section 2.  The designation of 
Luton as a Priority 1 area for the Levelling Up Fund and a number of other 
areas within the region as Priority 2 areas, clearly demonstrates this need for 
regeneration.  These benefits will be promoted through the Employment and 
Training Strategy [TR020001/APP/7.05] that will support the Proposed 
Development. 

8.9.7 The development also has the potential to support wider economic benefits 
through improved connectivity for business travellers and increased inbound 
tourism.  In the Core Planning Case, business traveller productivity effects could 
support: 

a. around £14 million in additional GDP in Luton compared to 2019, and £10 
million in additional GDP compared to Without Development; 
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b. around £108 million in additional GDP and 250 more jobs in the Three 
Counties compared to 2019, and £147 million in additional GDP and 500 
more jobs compared to Without Development;  

c. around £146 million in additional GDP and 450 more jobs in the Six 
Counties compared to 2019, and £199 million in additional GDP and 910 
more jobs compared to Without Development; and 

d. around £495 million in additional GDP and 2,390 more jobs across the UK 
compared to 2019, and £638 million in additional GDP and 4,440 more 
jobs compared to Without Development. 

8.9.8 Growth in inbound tourism could support:  

a. around £5 million in additional GDP and 50 more jobs in Luton compared 
to 2019, and £6 million in additional GDP and 90 more jobs compared to 
Without Development;  

b. around £60 million in additional GDP and 490 more jobs in the Three 
Counties compared to 2019, and £65 million in additional GDP and 890 
more jobs compared to Without Development;  

c. around £111 million in additional GDP and 870 more jobs in the Six 
Counties compared to 2019, and £119 million in additional GDP and 1,570 
more jobs compared to Without Development; and 

d. around £758 million in additional GDP and 6,410 more jobs across the UK 
compared to 2019, and £818 million in additional GDP and 11,550 more 
jobs compared to Without Development. 

8.9.9 These wider economic impacts strongly support the aspirations of stakeholders 
across the airport’s catchment area to drive the international economy to 
increase productivity, grow prosperity and, ultimately, improve quality of life for 
the population in Luton, the Three Counties, Six Counties and across the 
Oxford-Cambridge Arc.   

8.9.10 Analysis of the impact on socio-economic welfare effects suggests that, in 
Luton, the proposed development results in a £232 million benefit to users over 
the 60 year appraisal period.  This grows to around £1.6 billion across the Three 
Counties and to £1.3 billion across the Six Counties.   

8.9.11 Across the UK as a whole, with all the assessed costs and benefits included, 
the Proposed Development results in a net present value of £5.3 billion.  If 
carbon costs are included, then the NPV is £3.8 billion.  This clearly 
demonstrates that the Proposed Development will provide substantial net socio-
economic welfare benefits to society regardless of the treatment of carbon costs 
within the analysis. 

8.9.12 Luton Rising also makes a direct social contribution through the revenues 
received from the operation of the airport.  As these revenues grow with the 
Proposed Development, it is intended that these local and community 
investments will increase pro-rata to growth. Overall, these direct social 
contributions will be substantial and in excess of similar schemes in place at 
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other UK airports.  This adds further to the potential beneficial impacts of the 
Proposed Development. 
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 CONCLUSIONS 

9.1.1 This document has set out the need for the expansion of London Luton Airport 
(the Proposed Development) and addresses both the strategic and aviation 
policy context for the Proposed Development, as well as setting out the role of 
the airport today, the forecasts of future demand and the broader economic 
impacts of the growth in passenger numbers projected to use the airport with 
development. 

9.2 The strategic socio-economic case for aviation growth 
9.2.1 National, regional and sub-regional economic strategy is strongly focussed on 

building economic growth around linkages with the global economy.  Build Back 
Better provides explicit direction for the future and identifies as a core pillar the 
Global Britain policy agenda, which requires enhanced international 
connectivity.  This is reinforced by the Arc initiative, which is seeking to build on 
the world class academic and economic assets that are housed within it.  As the 
only major airport within the Arc, a growing London Luton Airport will be central 
to achieving these aspirations through its ability to facilitate trade, investment 
and tourism. 

9.2.2 The airport’s role is also vital in the context of the ‘levelling up’ agenda.  
Stakeholders in the airport’s surrounding areas have identified that, despite 
apparent high levels of prosperity, there remain substantial and persistent 
pockets of deprivation.  Luton itself is identified as a highest priority area for the 
Levelling Up Fund and has recently been awarded £20m from the Fund.  The 
role of the airport in supporting regeneration in many of these areas is already 
recognised and future growth in line with Proposed Development will 
substantially increase this role. 

9.2.3 It is these economic imperatives that provide the context within which the need 
for the Proposed Development has to be assessed. 

9.3 National aviation policy 
9.3.1 The most recent aviation policy document, Flightpath to the Future, confirms 

that the relevant policy in relation to airport development is set out in the ANPS 
and the MBU policy.  There is clear policy support for aviation growth and for 
airports making best use of their runways demonstrated in terms of the demand 
that the airport can attract and the benefits from it doing so.   

9.3.2 The most relevant of these, the MBU policy, makes clear that decisions should 
be taken having regard to “all relevant considerations, particularly economic and 
environmental impacts and proposed mitigations”254.  This is consistent with 
policy originally set out in the APF that growth is supported “within a framework 
which maintains a balance between the benefits of aviation and its costs, 
particularly its contribution to climate change and noise”255. 

 
254 Department for Transport, Beyond the horizon: The future of UK Aviation; Making Best Use of existing 
runways, June 2018, paragraph 1.29. 
255 Department for Transport, Aviation Policy Framework, paragraph 5. 
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9.3.3 The Proposed Development would contribute to several of the Government’s 
four key themes as set out in FttF, namely: 

a. Enhancing global impact for a sustainable recovery; 
b. Embracing innovation for a sustainable future; 
c. Realising benefits for the UK; 
d. Delivering for users.  

9.3.4 The Proposed Development is making use of the existing runway, consistent 
with policy as set out in the ANPS and MBU policy documents.  It is being 
designed in a way that is consistent with the overarching and longstanding 
principle of balancing the economic benefits and environmental costs of 
development.  The Proposed Development will under pin initiatives to support 
the sustainable recovery of the sector, improve the competitivity of the market 
for airlines seeking opportunities for growth in the South East of England and 
create opportunities for enhanced connectivity to support the broader economic 
growth of the UK economy as well as delivering local benefits.  It will deliver an 
improved customer experience for passengers using the airport, taking full 
account of safety and security requirements.  It is, hence, considered to be 
compliant with UK aviation policy.  

9.3.5 The ANPS is of relevance in so far as it provides context for airports making 
best use of their existing runways and also in providing updated guidance on 
the assessment of effects, including for climate change highlighting in particular 
that:  

“Any increase in carbon emissions alone is not a reason to refuse development 
consent, unless the increase in carbon emissions resulting from the project is so 
significant that it would have a material impact on the ability of Government to 
meet its carbon reduction targets, including carbon budgets.” 256 

9.3.6 The Jet Zero Strategy makes clear that growth of airport capacity is supported 
and that the Government does not intend to introduce demand management 
measures and that it is the responsibility of Government to address carbon 
emissions from aircraft at the national level.  Policy makes clear that growth, in 
principle, remains supported and that the focus is on addressing the impacts of 
aviation rather than constraining economically beneficial growth.  The GCG 
approach, put forward as part of the Proposed Development, is designed to 
ensure that the impacts of growth can be mitigated and controlled whilst 
delivering the anticipated economic benefits set out later in this document. 

9.4 Economic context 
9.4.1 The airport is situated at the heart of the Oxford-Cambridge Arc.  The area is 

home to concentrations of economic sectors that are demonstrably reliant on air 
travel and that offer significant opportunities for future growth. The international 
nature of the economy within the airport’s ‘home’ region is demonstrated by the 
high levels of exports from the region and the high and growing proportion of 

 
256 Department for Transport, Airports National Policy Statement, paragraph 5.82. 



  

London Luton Airport Expansion 
Development Consent Order    
 
   

Need Case 

 

TR020001/APP/7.04 | Issue 1 | 27 February 2023  Page 214 
 

regional GVA that is supported by foreign owned companies.  The sub-region 
and region around the airport contain many businesses with a high dependence 
on air travel. 

9.4.2 More broadly, the Local Enterprise Partnership areas around the airport and the 
Arc have a focus on the growth of high value sectors and the development of 
the international economy.  The connectivity of the region is a key strength in 
this regard and further development of the airport will be important in achieving 
these aspirations.   

9.4.3 At the same time, there are very real pockets of deprivation around the airport, 
notably in Luton itself, Bedford, Stevenage and Milton Keynes.   In this context, 
the growth of the airport to 32 mppa is of dual economic importance.  It is 
needed to ensure that the areas around the airport continue to have access to a 
strong and, crucially, growing base of connectivity to support their international 
economies, by supporting the retention and growth of existing companies and 
also through attracting new investment.  At the same time, growth at the airport 
represents a significant opportunity to create jobs directly and through its supply 
chain. 

9.5 London Luton Airport’s current market performance 
9.5.1 The airport has grown rapidly in recent years and there is increasing evidence 

of its economic importance in terms of providing opportunities for business 
travel and inbound tourism, specifically to/from Europe.  The airport is showing 
strong recovery from the effects of the pandemic and is on track to attain 2019 
traffic levels by 2024.   

9.5.2 The airport commands a high market share of the passenger demand in the 
areas around it, specifically the Three Counties of Bedfordshire, 
Buckinghamshire and Hertfordshire and also extending into North London along 
the Thameslink corridor.  Analysis of the characteristics of passenger demand 
using the airport in 2019 indicates how growth has enabled it to better serve the 
needs of its catchment area but also the scope for further enhancement of the 
airport’s broader economic role with the Proposed Development     

9.5.3 Growth at the airport has the potential to greatly enhance the connectivity that 
the airport will be able to offer and to increase its wider economic contribution.  
The Proposed Development will enable the airport to provide some long haul 
services to points in the USA and Middle East, primarily.  

9.6 Future demand forecasts 
9.6.1 Projections of the future demand to use the airport have been developed using 

robust econometric methodologies and, given the inherent uncertainties in 
forecasting airport demand over a long time period, reflect a reasonable range 
of potential forecasts.  A number of underlying demand growth scenarios have 
been set out, taking into account economic recovery from the pandemic, carbon 
costs and other future drivers of the cost of air travel consistent with the 
assumptions used by the Government in modelling future demand taking into 
account the Jet Zero Strategy targets.  Different scenarios for the development 
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of new runways at Heathrow, Gatwick and a combination of the two have also 
been tested.  This provides a range for the demand that London Luton Airport 
could handle if capacity is expanded meaning that the timeframe over which the 
airport is expected to reach the 32 mppa for which consent is sought is between 
2042 and 2049. 

9.6.2 A further factor has been the anticipated delivery of development, which means 
that growth would initially be restricted below the demand that the airport could 
attract on the basis of the ‘most likely’ scenario.  Taking the potential delivery of 
the proposed new infrastructure, specifically Terminal 2, into account, the 
airport is expected to reach the 32 mppa, for which consent is sought, between 
2042 and 2049, with 2043 being the most likely date.  This most likely case 
forms the Core Planning Case and Faster and Slower Growth Cases have also 
been developed, reflecting uncertainties, for assessment purposes 
demonstrating that, ultimately, the airport will reach 32 mppa within a 
reasonable timeframe. 

9.6.3 Detailed outputs have been derived from these forecasts to inform the 
assessment of the impacts of the Proposed Development, including the future 
fleet mix, the expected profile of demand over the year and over the day.    
These have been based to some degree on conservative principles so as to 
ensure that the assessments represent a reasonable worst case for the effects 
of the Proposed Development.   

9.7 Current airport capacity and future capacity requirements 
9.7.1 In the light of the growth projections, notwithstanding the impact of Covid-19 

restrictions on travel in the short-term, additional airport capacity is urgently 
needed at the airport in order to keep pace with demand.  The requirements for 
new capacity have been derived from the detailed demand forecasts in terms of 
runway, apron and terminal capacity.  The Proposed Development is aimed at 
ensuring an overall capacity at the airport of 32 mppa, divided between the two 
terminals.   

9.7.2 The runway has been assessed as having a sustainable capacity of at least 50 
aircraft movements an hour with the additional taxiway links proposed, which is 
sufficient to accommodate 32 mppa envisaged under the Proposed 
Development.  

9.7.3 The Proposed Development comprises initial enhancements to Terminal 1 (T1) 
to increase its capacity as an interim step (Assesment Phase 1) before the 
construction of Terminal 2 (T2).  Specific parameters have been defined for the 
requirements of T2 and its associated apron area to meet the expected need for 
an initial development to accommodate c.7 mppa and for expansion to provide 
a total capacity of up to 12 mppa.  These will require 18 additional aircraft 
stands to serve T2 at 7 mppa and 28 stands at 12 mppa as well as appropriate 
operational and other support accommodation and facilities to accommodate up 
to 12 mppa at Assessment Phase 2. 

9.7.4 An indicative phasing of development and construction has been defined for 
assessment purposes with Assessment Phase 1 taking capacity to 21.5-23 
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mppa and Assessment Phase 2 taking capacity initially to 27 mppa then 32 
mppa. 

9.8 Socio-economic benefits of the development 
9.8.1 The airport is central to the economy of Luton, the Three Counties and the Six 

Counties area and is an important connectivity asset for the broader region it 
serves.  The airport’s important role in serving the London market should also 
not be forgotten. 

9.8.2 The future economic strategy for Luton is seeking to secure significant 
economic growth, including through initiatives to regenerate the town centre, 
supported through the Levelling Up Fund, and through exploiting the potential of 
the Enterprise Zone status of the area around the airport.  It is seeking to 
develop higher value added employment, more job opportunities and to 
clawback current out-commuting to higher paid jobs.  The potential of the 
aerospace sector and aviation, including the airport, to support these 
aspirations is well recognised as well as opportunities to attract green 
technology enterprises to the local area.  This is fundamental to the objective to 
reduce levels of deprivation in the local area and the growth at the airport with 
the Proposed Development can play a major role both through direct job 
generation during the construction and operational phases as well as acting as 
a catalyst to attracting new businesses and making it easier for existing 
businesses to trade internationally and expand. 

9.8.3 More broadly, the LEP areas around the airport and the Arc have a focus on the 
growth of high value sectors and the development of the international economy.  
The connectivity of the region is a key strength in this regard and further 
development of the airport will be important in achieving these aspirations. 

9.8.4 The airport is already a significant economic driver in terms of its operations, 
supporting 11,800 jobs in Luton, 16,500 jobs in the Three Counties, 19,900 jobs 
in the Six Counties and 28,400 jobs in the UK through direct, indirect and 
induced impacts.  The airport’s total impact on GDP once indirect and induced 
effects are included is estimated to be around £830 million in Luton, £1.1 billion 
in the Three Counties, £1.3 billion in the Six Counties and £1.8 billion across the 
UK as a whole. 

9.8.5 The development of the airport to handle 32 mppa would offer substantial 
operational employment benefits compared to a Without Development scenario 
in 2043, with the Core Planning Case supporting: 

a. around £698 million in additional GDP and 4,400 more jobs in Luton 
compared to 2019, and £582 million in additional GDP and 6,100 more 
jobs compared to Without Development; 

b. around £0.9 billion in additional GDP and 6,100 more jobs in the Three 
Counties compared to 2019, and £0.8 billion in additional GDP and 8,600 
more jobs compared to Without Development; 

c. around £1.1 billion in additional GDP and 7,500 more jobs in the Six 
Counties compared to 2019, and £0.9 billion in additional GDP and 10,400 
more jobs compared to Without Development; and  
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d. around £1.5 billion in additional GDP and 10,800 more jobs across the UK 
compared to 2019, and £1.3 billion in additional GDP and 15,000 more 
jobs compared to Without Development. 

9.8.6 These operational GDP and employment benefits offer substantial socio-
economic opportunity to address deprivation and ‘level up’ areas that surround 
the airport.  The need for this stimulus has been firmly established by 
stakeholders and has been demonstrated in Section 2.  The designation of 
Luton as a Priority 1 area for the Levelling Up Fund and a number of other 
areas within the region as Priority 2 areas, clearly demonstrates this need for 
regeneration.  These benefits will be promoted through the Employment and 
Training Strategy [TR020001/APP/7.05] that will support the Proposed 
Development. 

9.8.7 The development also has the potential to support wider economic benefits 
through improved connectivity for business travellers and increased inbound 
tourism.  In the Core Planning Case, business traveller productivity effects could 
support: 

a. around £14 million in additional GDP in Luton compared to 2019, and £10 
million in additional GDP compared to Without Development; 

b. around £108 million in additional GDP and 250 more jobs in the Three 
Counties compared to 2019, and £147 million in additional GDP and 500 
more jobs compared to Without Development;  

c. around £146 million in additional GDP and 450 more jobs in the Six 
Counties compared to 2019, and £199 million in additional GDP and 910 
more jobs compared to Without Development; and 

d. around £495 million in additional GDP and 2,390 more jobs across the UK 
compared to 2019, and £638 million in additional GDP and 4,440 more 
jobs compared to Without Development. 

9.8.8 Growth in inbound tourism could support:  

a. around £5 million in additional GDP and 50 more jobs in Luton compared 
to 2019, and £6 million in additional GDP and 90 more jobs compared to 
Without Development;  

b. around £60 million in additional GDP and 490 more jobs in the Three 
Counties compared to 2019, and £65 million in additional GDP and 890 
more jobs compared to Without Development;  

c. around £111 million in additional GDP and 870 more jobs in the Six 
Counties compared to 2019, and £119 million in additional GDP and 1,570 
more jobs compared to Without Development; and 

d. around £758 million in additional GDP and 6,410 more jobs across the UK 
compared to 2019, and £818 million in additional GDP and 11,550 more 
jobs compared to Without Development. 

9.8.9 These wider economic impacts strongly support the aspirations of stakeholders 
across the airport’s catchment area to drive the international economy to 
increase productivity, grow prosperity and, ultimately, improve quality of life for 
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the population in Luton, the Three Counties, Six Counties and across the 
Oxford-Cambridge Arc.   

9.8.10 Analysis of the impact on socio-economic welfare effects suggests that, in 
Luton, the proposed development results in a £232 million benefit to users over 
the 60 year appraisal period.  This grows to around £1.6 billion across the Three 
Counties and to £1.3 billion across the Six Counties.   

9.8.11 Across the UK as a whole, with all the assessed costs and benefits included, 
the Proposed Development results in a net present value of £5.3 billion.  If 
carbon costs are included, then the NPV is £3.8 billion.  This clearly 
demonstrates that the Proposed Development will provide substantial net socio-
economic welfare benefits to society regardless of the treatment of carbon costs 
within the analysis. 

9.8.12 Luton Rising also makes a direct social contribution through the revenues 
received from the operation of the airport.  As these revenues grow with the 
Proposed Development, it is intended that these local and community 
investments will increase pro-rata to growth. Overall, these direct social 
contributions will be substantial and in excess of similar schemes in place at 
other UK airports.  This adds further to the potential beneficial impacts of the 
Proposed Development. 

9.9 Summary 
9.9.1 Overall, there is a strong need for the development.  The principle of 

development to make best use of the airport’s existing runway is supported in 
policy, as confirmed in the recent Jet Zero Strategy.  The area served by the 
airport is highly international and these businesses need enhanced aviation 
connectivity in order to remain globally competitive and deliver growth in 
productivity and output. 

9.9.2 Notwithstanding Covid-19, there is evidence of a strong recovery in demand for 
air travel, with the market recovering to 2019 levels by around 2024.  This 
growth is expected to continue and additional capacity will be required at 
London Luton Airport shortly thereafter if it is to continue to deliver the aviation 
connectivity that the area around it requires. 

9.9.3 Expansion of the airport will deliver tangible economic benefits in terms of jobs 
and a boost to economic activity in the local area, which will be very valuable in 
the context of the Government’s ‘levelling up’ agenda and support other 
initiatives to grow the economy in Luton and beyond. 
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GLOSSARY 

Term Definition 

Bottom Up 
Forecasts 

Bottom up forecasts based on the specific services that airlines are 
expected to operate are typically used to derive more detailed short-
term forecasts up to 5 years ahead    

Busy Day 
Timetable 

An indicative schedule of flights for a future year relating to a typical 
busy day that is used to inform the assessment of airport capacity 

Catalytic Impact The wider impact on the economy around an airport due to the 
connectivity that it offers which acts to attract other investment, 
economic activity and tourism into an area 

Code C aircraft An aircraft of wingspan between 24 and 36m 

Code E aircraft An aircraft of wingspan between 52 and 65m  

CORSIA A carbon offsetting scheme under which airlines are required to offset 
their carbon emissions above 2019 level and applies to all 
international flights to/from the UK connecting to other participating 
countries.  This will include all but a small number of exempt countries 
from 2027 

Direct 
Employment 

Employment directly related to the operation of the airport and the 
flights operating from it 

Domestic Air 
Services 

Air services within the United Kingdom 

Global and 
World Cities 
Network 
(GaWC) 

This is a research network based at the University of Loughborough 
that focuses upon research into the external relations of world cities 
and is the leading thinktank on cities and globalisation 

Gross Domestic 
Product 

The total monetary value of all final goods and services produced 
(and sold on the market) within a country during a period of time 
(typically 1 year) 

Gross Value 
Added 

A measure of economic productivity that measures the contribution of 
a corporate subsidiary, company, or municipality to an economy, 
producer, sector, or region 
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Indirect 
Employment 

Employment created through the airport’s supply chain 

Induced 
Employment 

Employment generated through secondary rounds of spending as a 
consequence of direct and indirect employment associated with the 
airport 

Jet Zero The Government’s strategy for achieving net zero aviation by 2050 

Long Haul Air 
Services 

Air services mainly beyond Europe, typically over 6 hours flying time 

Monte Carlo 
Simulation 

A mathematical technique based on probabilities of occurrence of the 
various input assumptions 

Multinomial 
Logit Model 

A logit model is a form of statistical regression that predicts the 
discrete outcomes based on the performance of a number of other 
variables 

Multiple Aircraft 
Ramp System 

Aircraft stands laid out in such a manner that two (or more) smaller 
aircraft can occupy a stand designed for a larger aircraft 

Project Curium The project underway by LLAOL to increase the capacity of the 
airport from 12 mppa to 18 mppa as approved in 2014 

Short Haul Air 
Services 

Air services principally within Europe and the North Mediterranean, 
typically of less than 6 hours flying time 

Socio-economic 
Welfare 

Relates to how economic efficiency and income distribution affect the 
overall well-being of people in the economy to achieve beneficial 
social and economic outcomes for all of society. 

Top Down 
Forecasts 

Top down forecasts start with a projection of overall demand across 
the UK and in the catchment area of the airport and examine the 
share of the market that the particular airport is likely to attract over 
the medium to long-term   

WebTAG The Department for Transport’s suite of guidance on how to assess 
the expected impacts of transport policy proposals and projects. 
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