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Introduction

About this consultation 

This is London Luton Airport Limited’s (LLAL’s) second consultation on Future LuToN, LLAL’s 
proposals for making the best use of London Luton Airport’s (LTN’s) existing runway.  LLAL is 
proposing to do this by constructing a new terminal and associated infrastructure to increase 
the capacity of LTN in terms of the number of flights and passengers it can handle.  The 
permitted capacity of LTN is currently 18million passengers per annum (mppa) and consent will 
be sought to increase this to 32mppa. 

As LLAL is seeking consent for airport-related development that would expand LTN’s permitted 
capacity by more than 10mppa, it is a type of development that is defined as a Nationally 
Significant Infrastructure Project (NSIP) under the Planning Act 2008. As such, LLAL must 
apply to central government for a Development Consent Order (DCO) to authorise these 
expansion plans. Once made, the application will be examined by the Planning Inspectorate 
and decided by the Secretary of State for Transport. This decision cannot be taken by the 
airport’s local planning authority, Luton Borough Council. 

It is a requirement of the Planning Act 2008 that a statutory pre-application consultation in 
accordance with the Act’s requirements is undertaken.  This document, together with the 
documents shown on the diagram overleaf, is the material for LLAL’s statutory pre-application 
consultation for the purposes of the Planning Act 2008. 

In line with the Planning Act 2008, the detailed consultation plans were published in October 
2019, in LLAL’s Statement of Community Consultation (SoCC).  The SoCC explains how LLAL 
is consulting with people living in the vicinity of the airport and publicising the proposals.  It was 
produced in consultation with surrounding councils, including the airport’s host local authorities: 
Luton Borough Council, Hertfordshire County Council, North Hertfordshire District Council, and 
Central Bedfordshire Council.  This consultation is being carried out in accordance with the 
SoCC. This document is available online at futureluton.llal.org.uk, and at the consultation 
events and document inspection venues set out in the SoCC.  

More information about the DCO process can be found on the national infrastructure planning 
website at: infrastructure.planninginspectorate.gov.uk/application-process/the-process.  

About this document 

Purpose  
The first consultation on Future LuToN was undertaken in summer 2018 to seek views on 
LLAL’s proposals to expand LTN.  The proposals have since been refined, incorporating 
feedback received.  This report presents LLAL’s updated proposed development for the 

purpose of the Statutory Consultation.  LLAL wants to hear what you think of the updated 
proposals.  A feedback form is available online at futureluton.llal.org.uk, and at the consultation 
events and document inspection venues set out in the SoCC.   

An application for the expansion of an airport is a technical process.  A glossary is provided in 
Appendix A of this document to explain the specialist terms. 

Scope  
The focus of this report is the key features of the Proposed Development, its constituent parts 
and delivery.  It also explains the parameters of the individual elements that LLAL is seeking 
permission for and is consulting on.  The report has been structured as follows: 

1) The story so far – a recap of what LLAL shared during the summer 2018 consultation, 
including options appraisal and how the scheme has developed since then, a description 
of the planning context (further detail on planning policy in Appendix B), and how the 
proposed development has been planned, taking into account external constraints. 

2) Development considerations – an overview of the strategic considerations of the 
Proposed Development 

3) Explaining the Proposed Development – an overview of the proposal, proposed 
development zones, a list of built elements in each zone and their parameters (further 
detail on reference design for each element of the scheme is provided in Appendix C). 

4) Delivering the Proposed Development – explains how the construction will be 
managed and delivered in phases to respond closely to demand, and minimise 
disruption.   

Further information on other aspects of the Proposed Development is presented in other 
statutory consultation documents (please refer to the diagram overleaf) to which reference 
should be made for more detail 

Diagrams 
The DCO Boundary (also referred to herein as the ‘Red Line’ boundary) and the Proposed 
Development scheme are formally introduced and explained later within this report (section 3). 
However, to aid contextual understanding of development constraints and the geographical 
proximity of specific elements of the Proposed Development relative to the Red Line Boundary, 
that boundary and the Proposed Development  have generally been indicated on a number of 
diagrams prior to section 3 of the Report. 

. 

http://futureluton.llal.org.uk/
http://infrastructure.planninginspectorate.gov.uk/application-process/the-process
http://futureluton.llal.org.uk/
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1 The story so far

1.1 The Airport today 

 Operations 

Today LTN is the UK’s fifth largest airport, serving commercial passengers and cargo flights.  
Both TUI and easyJet are based at LTN, and the other main airline operators include Wizz Air, 
Ryanair, Vueling, and Blue Air, flying all over Europe, North Africa, and the Middle East.  The 
airport is characterised as a base for low cost airlines, with the majority of aircraft using the 
airport being short haul types, such as the Boeing 737 and Airbus A319, 320 and 321. 

LTN is the busiest business aviation airport serving north and central London.  It also has a 
small cargo centre and substantial aircraft maintenance activity, which reflects the historic 
position of the airport as the headquarters of several airlines and reflects the strength of 
engineering skills in the local area of Luton.   

Figure 1.1 LTN today 

LTN is owned by LLAL, which is in turn is wholly owned by Luton Borough Council.  As such, it 
is the only major UK airport remaining wholly publicly owned.  The LLAL board of directors is 
appointed by Luton Borough Council and is composed of elected members of the council along 
with specialist advisory members.   

The airport is managed and operated under a concession agreement until 2031 by London 
Luton Airport Operations Ltd (LLAOL).  LLAOL is 51% owned by Aena Internacional, the 

international business arm of the Spanish national airport and air traffic control organisation.  
AMP Capital, the owner of Newcastle and Leeds Bradford airports, owns the remaining 49%.  

Figure 1.2 LTN stakeholders 

Layout 

LTN has a single runway designated Rwy 08/26, running approximately east to west and is 
2,162m in length.  As made clear at non-statutory consultation in 2018, it is not proposed to 
either extend or re-align the runway.  

The single runway is accessed by a parallel taxiway, but this does not run the full length of the 
runway.  Because of this physical constraint, many aircraft have to enter the runway then 
backtrack before taking off, occupying the runway longer than necessary and limiting the 
number of aircraft that can be handled each hour. 

The passenger facilities are concentrated in a central terminal area (CTA), served by a dual 
carriageway access road from New Airport Way that passes under one of the main aircraft 
taxiways.  Parts of the building date from the 1970s, with substantial expansion in the late 
1990s and more recent expansion as part of Project Curium, described below. 

The passenger aircraft apron, where the aircraft are parked, refuelled, loaded and unloaded, 
and boarded by passengers is located around the CTA.  Currently, there are 39 aircraft stands 
available for use by commercial passenger aircraft at all times, and a further four stands, 
adjacent to the Signature fixed based operator (FBO) on Percival Way, that are used by 
commercial passenger aircraft in peak periods but used by business aviation aircraft for the 
rest of the year and at less busy times of the day.  The existing stands primarily serve Code C 
aircraft (wingspan up to 36m, such as the B737 and A320 families of aircraft) although 
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alternative stand centrelines provide the ability to accommodate a limited number of larger 
aircraft types up to Code E.  Code C aircraft are typical of those that dominate short haul 
services operated from LTN.   

There are other areas of apron dedicated to use by business aviation aircraft and 2 cargo 
aircraft stands adjacent to a small cargo centre to the north of the CTA, accessed off President 
Way. 

In addition to facilities for commercial passenger flights, there are three terminals (FBOs) for 
business aviation aircraft users operated by Signature Aviation and Harrods Aviation.  There 
are also a number of hangars used for the storage and maintenance of aircraft  

Project Curium 

In December 2014, planning permission was granted for capacity expansion works at LTN 
allowing for a capacity increase from 12mppa up to 18mppa.  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.  The proposed 
Curium airport layout is illustrated in Figure 1.3 below. 

Figure 1.3 Proposed Curium layout 

Source: LLAOL Revised Masterplan September 2012 

LLAL investments 

LLAL is currently bringing forward projects in and around LTN, which includes a range of 
projects within the London Luton Airport Enterprise Zone (Figure 1.4).  In autumn 2018 and 

spring 2019, Luton Borough Council resolved to grant planning permission, subject to 
completion of legal agreements, for two major mixed-use developments within the Enterprise 
Zone: Bartlett Square adjacent to Luton Airport Parkway railway station, and New Century Park 
to the north-east of the airport. 

Figure 1.4 London Luton Airport Enterprise Zone 

LLAL is making very significant investments to make the airport more accessible by public 
transport.  The current development programme includes the Luton DART (Direct Air-Rail 
Transit), which will transform access to LTN from the national rail network.  The Luton DART is 
due to open in 2021.   

The Luton DART will be a fully automated and driverless system, approximately 2.1km in 
length.  It will provide fast, frequent and reliable transfers for over 2,000 passengers each way 
every hour between Luton Airport Parkway railway station and the terminal in around five 
minutes, 24 hours a day.   

The Luton DART is due to be complete and operational in 2021 and will support LLAL’s goal of 
increasing the number of journeys made to the airport by public and sustainable transport from 
32% now to a target of at least 45%.   
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Figure 1.5 Luton DART 

1.2 The Case for developing London Luton Airport 

 Summary 

The reasons LLAL is now proposing to expand LTN include: 

• LTN is growing strongly, and is forecast to continue growing

• The existing facilities are near capacity, requiring the expansion of the airport and
enhancement of the existing infrastructure

• To realise the benefits to the national, regional and local economies

• The Proposed Development is consistent with government airport and aviation policy

This part of the report provides an outline of the first three of these factors, and Section 1.3 
discusses the relevant government policy.  There is more detail on government aviation policy 
in the Outline Need Case. 

 Forecast growth 

1.2.2.1 Passengers 

LTN has been one of the UK’s fastest growing airports over the last six years (Figure 1.6). It is 
expected to reach the limits of its existing planning approval (18mppa) very soon.  The existing 
infrastructure, particularly terminal and apron areas, were developed to service this level of 
activity and are therefore also nearing the limit of their capacity.  LLAOL has an aspiration to 
increase the capacity to 19mppa using the existing infrastructure to meet immediate demand.  

Figure 1.6 LTN annual passenger totals 2010-2019 (millions) 

Source: CAA Airports Statistics - rolling year to June 2019 

Demand for air transport has grown rapidly in the UK, more than doubling since 1997 and 
reaching 292million passengers using UK airports in 2018.  The Department for Transport 
(DfT) publishes forecasts of aviation demand, with the latest published national forecasts being 
UK Aviation Forecasts 2017.  These forecasts show air passenger demand for the UK’s 
airports rising to between 335 and 380million passengers by 2030 and between 470 and 
535million passengers by 2050.   

Based on the DfT forecasts, all London airports are forecast to reach their consented planning 
limits over the period to 2040.  Even with a third runway at Heathrow and approved growth at 
other airports, there is still a shortfall in capacity to meet demand, particularly across the 
London airports. DfT’s 2017 forecasts showed LTN being full by 2021, but demand across the 
UK, and at LTN specifically, has grown quicker in the short-term such that the capacity limit will 
be reached earlier than expected.  There is a clear need for more capacity at airports including 
LTN. 

To support the Proposed Development, specific forecasts have been developed for LTN based 
on the principles of the DfT model.  This is described in detail in the Outline Need Case, it is 
available online at futureluton.llal.org.uk. 

LTN unconstrained passenger forecast is shown in Figure 1.7.  This shows how demand could 
grow at LTN if capacity were available to handle it.  In practice, the ability to accommodate this 
growth in demand is likely to be limited by the capacity available at the airport until the DCO 
works are implemented.  Nonetheless, having regard to surface access and other 
environmental constraints, it is considered that 32mppa is an appropriate capacity target for 
infrastructure expansion at the current time.  
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The effect of adjustments to the forecasts to reflect the latest economic circumstances, 
including Brexit, prior to submission of the DCO application may result in the year when this 
throughput is reached moving forwards or backwards by a small number of years. 

Figure 1.7 Unconstrained demand forecast for LTN 

Source: York Aviation

As LTN grows, it is expected that low-cost airlines will continue to be the primary customers. 
However, with constraint at other airports around London and a growing base of local demand,
it is expected that there will be some growth by other airline operators. These may include 
national, regional and long-haul airlines with aircraft capable of using LTN’s runway.

The facility requirements derived from these overall traffic level forecasts are described in
detail in the Outline Need Case, it is available online at futureluton.llal.org.uk.

1.2.2.2 Aircraft movement and fleet mix

In order to assess facilities required for the Proposed Development and its environmental 
impact, the annual passenger forecasts developed to determine the Outline Need Case (see 
Section 1.2.2 above) were converted to forecasts of aircraft movements and other design 
parameters, along with an assessment of the types of aircraft that would be flying from LTN. 

Discussions with airlines have included a focus on plans to replace older aircraft with larger 
variants of short-haul aircraft such as the Airbus A320 and A321 “New Engine Option” variants. 
These aircraft are quieter, bringing environmental benefits.  Some longer haul flights, with new 
generation wide-body aircraft capable of operating from the runway at LTN to points in the USA 
and Middle East, are also expected.  The average number of passengers carried on each 
aircraft has been increasing in recent years as airlines have been flying larger variants of their 
short-haul aircraft.  In 2017, there were 153 passengers per flight on average and this is 
expected to increase to 178 by the time LTN is handling 32mppa.

Detailed busy day timetables and facility parameters were derived from these forecasts to 
inform the planning of passenger facilities.  For more detail see the Outline Need Case, it is 
available online at futureluton.llal.org.uk. 

Table 1.1 LTN capacity 

Terminal 1 
(Existing) 

Terminal 2 (DCO 
Development) 

Terminal 1 + 
Terminal 2 

Busy Hour Rate 
Departing Passengers 

3610 3000 6610 

Mppa 18 14 32 

Total number of 
Code C stands 

39† 38* 77 

Total number of 
Code E stands ‡ 

2 9 11 

Number of Code C 
contact stands 

25 28 + up to  4 (T1) 57 

Terminal area 
(including gates) 

~100,000m2 ~130,000m2 # ~230,000m2 

Apron area (including 
taxiways) 

~418,000m2 ~324,000m2 ~742,000m2 

† Figure does not represent total declared stands (summer 2019) which includes 
temporary use stands used during peak periods 

* Includes up to four Code C stands on a new Terminal 1 pier constructed under the DCO
consent

‡ Provided in multiple aircraft ramp system stand configuration 

~ approximate 

# Terminal 2 sizing will be larger despite similar busy hour rates as gates will be 
predominantly on passenger piers rather than the terminal (as is the case on Terminal 1) 
and space requirements for Code E passengers 

Cargo and business aviation facilities 

It is assumed in the forecasts that the numbers of cargo and business aviation flights will 
remain largely the same as now.  Owing to constraints around the current permitted level of 
noise at LTN, some restrictions have recently been applied to business and general aviation, 
particularly during the night periods.  This is expected to have a very small impact on demand 
in the short term. As the cargo airline and business aviation fleets move towards newer, quieter 
variants, such restrictions could potentially be lifted.  The assumption of 30,000 business 
aviation aircraft movements a year reflects a return to the 2017 position in the medium term, as 
quieter aircraft are introduced and current limitations on the availability of aircraft parking 
stands in peak periods are lifted. 

It is assumed 2,000 annual cargo movements continue to be operated, but it is expected that 
the cargo carriers will move to progressively quieter aircraft types over time.  These forecasts 
are explained in more detail in the Outline Need Case, it is available online at 
futureluton.llal.org.uk. 
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 Benefits  

The Proposed Development is expected to deliver considerable benefits to the region and UK: 

• Increased direct, indirect and induced jobs by 16,100

• Increase in contribution to the economy £2 billion

• Connectivity benefits

• Community and social benefits

More details of the benefits can be found in the Outline Need Case and Compensation 
Proposals documents, they are available online at futureluton.llal.org.uk.   

1.3 Policy context for the Proposed Development 

As a Nationally Significant Infrastructure Project (NSIP), the DCO application will be 
determined under the Planning Act 2008.  Section 104(2) of the Planning Act 2008 highlights 
the imperatives of national policy in deciding DCO applications in which any proposal must be 
able to demonstrate compliance with the principle objectives set out in National Policy 
Statement (NPS). 

On 26 June 2018, the government designated the Airports NPS which is regarded as both 
important and a relevant material consideration in the determination of such an application, 
particularly where it relates to London and the South of England.  In context of Luton, this 
means making best use of its existing runway.  Indeed, the Aviation Policy Framework (APF) 
sets out the government’s strategy for supporting the growth and benefits of aviation again 
added further to the concept of policy support for airports outside the South East of England to 
make best use of their existing airport capacity. 

The Airports Commission, established in September 2012 with the remit of recommending how 
the UK can maintain its status as a global aviation hub and maintain its international 
connectivity, adds further weight to the general thrust for growth of airport use by underling 
how this best use of existing capacity can be achieved in the shorter term.   

Overall therefore while the National planning policy for England does not contain specific 
policies for a nationally significant infrastructure project at LTN, the importance of the 
supporting aviation policy and its strategy in the context of a decision-making framework in the 
Planning Act 2008, will be relevant for the Secretary of State to consider in the determination of 
the DCO application. More detail can be found in Appendix B.  

1.4 Summer 2018 Consultation and options taken forward 

Options appraisal process 

In order to demonstrate that the potential impacts of the range of options were fully considered 
and appraised, a three-stage option appraisal process known as the ‘sift process’, was used.  
The results are summarised in three publicly available reports – Sifts 1, 2 and 3 – which 
identify the appraisal criteria, methodology, outcomes and recommendations, and document a 
structured, multi-stage process of options appraisal which helped to identify which options 
should be taken forward or no longer considered for design development.  

The sift process, outlined by stage in the figure and text in the following paragraphs, was not 
intended to be a fixed or static process, and was undertaken in parallel with the option 
development process.  An important element of the sifting process was the feedback loop and 
back-checking which enabled the revisiting of appraisals when additional information emerged 
and/or as options evolved, and to ‘back check’ discounted options. 

Figure 1.8 Sift process 

Appraising all options (Sift 1: long list of options) 

The purpose of Sift 1 was to undertake an initial appraisal of the long list of options to produce 
a short list of preferred options to recommend for option development.  A number of options 
had emerged which could be grouped into ‘families’ of an appropriate level of detail for 
consideration at Sift 1, with the more detailed options being left for consideration at Sift 2.  
These were as follows:  

• Option 1a – a two terminal option, with both terminals north of the runway

• Option 1b – a single terminal complex to the west of the site

• Option 1c – a single terminal complex to the east of the site

• Option 2 – a two terminal option, with one terminal north and one terminal south of the
runway

• Option 3 – a two terminal option with either a realigned (3a) extended (3b) or additional
runway (3c)

These options were considered against a set of high level, qualitative criteria chosen to meet 
key project objectives – strategic, economic, social, environmental, surface access, 
deliverability, operational viability, and cost – and either recommended for further consideration 
and design development or discontinued at this stage.  At the end of Sift 1, the Option 3 family 
was not considered to be consistent with the then emerging government policy to make the 
best use of existing runways. In addition, all Option 3 sub-options also performed very poorly 
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on deliverability in relation to financial and technical viability, on account of delivering capacity 
ahead of demand (because these options involved building a second runway at LTN) and the 
large amount of earthworks required.  The latter also would also have increased the estimated 
cost of the project, as would the fact that the second runway and realigned runway sub-options 
both would have required acquiring significant areas of land outside of LLAL ownership.  As a 
result of these factors, the design development of the Option 3 family was discontinued at that 
stage, with the remainder being considered in the Sift 2 Report.  

Location ‘Sifting’ process (Sift 2: short list of options) 

The purpose of Sift 2 was to appraise the options which remained under consideration after 
Sift 1.  These options also had the benefit of further analysis compared to Sift 1 with some 
additional information available for each option.  The options that performed most strongly 
against a range of refined criteria at Sift 2 were presented as the most preferred options during 
the non-statutory consultation in summer 2018.  

It was recommended that Option 2 – which represented a new terminal building and all 
associated infrastructure south of the existing runway – be discontinued, because the appraisal 
concluded that it would be difficult to establish the necessary compelling case in the public 
interest for the very special circumstances required for development in the green belt when 
alternative options are available north of the runway.  In addition, Option 2 proposed 
development outside of the LLP6 Strategic Allocation boundary and extended into the Luton 
and Central Bedfordshire green belt.  As such, it was considered that Option 2 was “currently 
unworkable” as an option for further design development given the existing planning policy 
context and other options available. However, Option 2 was recommended for inclusion in the 
summer 2018 consultation. 

Summer 2018 consultation and feedback 

The potential options and the findings of Sifts 1 and 2 were summarised and presented during 
the summer 2018 consultation.  The detailed findings of the consultation are presented in the 
Non-Statutory Consultation Feedback Report, it is available online at futureluton.llal.org.uk, 
with 892 responses, with concerns focused on the perceived impacts of: 

• increased aircraft movements impacting communities under the flightpaths

• increased road traffic movements and the capacity of the highway network

• loss of open space at Wigmore Valley Park

Sift 3: Identification of the preferred option  

The purpose of Sift 3 was to undertake a further appraisal of the options presented in the 
summer 2018 consultation, taking into account the feedback received and further technical 
work.  Based on the evidence, the Sift 3 process was intended to lead to the selection of the 
proposed scheme to be developed further and ultimately taken forward to statutory 
consultation.  

Further technical work took place to inform the development proposals and add to the project’s 
evidence base, particularly around addressing the main feedback items raised in the summer 
2018 consultation (see section 1.4.4). This work also considered ways to reduce the need for 
development within the green belt, noting the planning protections over this land and the 
concerns expressed by some consultees about encroachment of the expanded airport into the 
countryside.   

In view of the above, the scale of the expansion was reconsidered.  Although an airport 
capable of handling 36-38mppa is technically achievable using the existing runway, it was 
identified, arising from the further technical work, that the appropriate target for the DCO 

application should be 32mppa. This decision required a revision of the shortlisted options so 
that a 32mppa version could be appraised as part of Sift 3.  

The two main changes appraised during Sift 3 were therefore: 

• Development of a new sub-option, which retained Wigmore Valley Park in its current
location

• Revision of the Sift 2 option layouts to achieve a target capacity of 32mppa, as opposed to
36-38mppa as originally considered in Sifts 1 and 2

Based on the ongoing development of the scheme and the outputs from summer 2018 
consultation, the appraisal was back checked to make sure results of the sifting of strategic 
options were still valid for a lower target capacity.   

1.4.5.1 Outcome of Sift 3 

Overall, the outcomes of Sift 3 reinforced the conclusions of Sift 2. A two terminal solution to 
the north of the runway being the preferred option to be taken forward to statutory consultation. 
It is the most beneficial in relation to strategic fit, economic benefits, deliverability, operational 
viability and cost benefit.  Remaining options were therefore discounted at this stage.  

1.4.5.2 Developing the preferred option further 

Following the conclusion of Sift 3, with the preference for expansion in the zone north of the 
runway with a new second terminal complex confirmed, the next stage was to consider the 
placement of the potential expansion in this zone as well as the most appropriate locations for 
various components. The layout selected as a result of this design development was published 
in February 2019 following the non-statutory consultation process, this includes a new second 
terminal (Terminal 2) located immediately to the east of the existing terminal complex, as 
shown below in Figure 1.9. With this option, the loss of less formal areas of open space within 
Wigmore Valley Park can be re-provided to the east of the existing parkland. The new terminal 
would be located on the existing long stay car park which overlays the historic landfill site, and 
the associated supporting facilities located close to the new terminal.  The new apron and 
aircraft stands will be located to the south of the new terminal along with a second parallel 
taxiway to the runway.  The Luton DART mass transit facility would be extended from its 
current existing terminal station (under construction) such that the new Terminal 2 is connected 
both to the existing terminal and Luton Airport Parkway railway station.  The expansion of the 
airport will necessitate new facilities for the supply and storage of aviation fuel and the 
treatment of surface and waste water. The elements of the airport are described in further 
detail in subsequent chapters of this report. 

https://futureluton.llal.org.uk/
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Figure 1.9 Sift 3 Preferred option layout 
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2 Development considerations

2.1 Introduction 

This chapter describes the development of the scheme, including the key drivers and strategic 
considerations, and the rationale behind the selection of options for the principal elements of 
the work.  These elements are: 

• the earthworks and landfill treatment strategy that creates the site 

• the terminal strategy 

• the airfield strategy 

• the energy strategy 

• the fuel strategy 

• the strategy to drain the site 

• the Luton DART strategy 

• landscape and open space strategy 

• surface access strategy 

• car parking strategy 

• the hotel strategy 

The scheme based on these considerations is described in chapter 3 and forms the baseline 
for the environmental assessments described in the Preliminary Environmental Information 
Report (PEIR), it is available online at futureluton.llal.org.uk. 

2.2 Scheme development 

The further development of the preferred option layout published in February 2019 and 
identified from the sifting exercise (see paragraph 1.4.5.2 above) required more detailed 
consideration of the factors and constraints affecting the proposed solution.  LLAL has 
considered a range of strategic objectives to satisfy the forecast demand and policies identified 
in chapter 1.  It has also considered a range of existing and applicable constraints as well as 
determining the appropriate technical solutions and the detail necessary to inform the DCO 
process.  These considerations are detailed in the following sections. 

2.3 Key drivers 

In preparing the proposals, due consideration has been given to the following strategic 
objectives to: 

• enhance the existing airport rather than replace it, and make best use of the existing 
runway to accommodate increasing demand in accordance with aviation policy 

• increase capacity for commercial passengers to 32mppa, while also continuing to provide 
capacity for business aviation 

• continue to position LTN as a site for aircraft maintenance and repair 

• retain existing cargo operations, but subject to limitations on night-time aircraft noise 

• maximise benefits to the local and sub-regional economy 

• deliver best value and good levels of service to all customers 

• enable LTN to handle some flights to longer haul destinations 

• minimise and mitigate environmental impacts, including air quality and noise, in line with the 
development’s commitment to responsible and sustainable development 

• enhance and encourage the use of public transport as an alternative to private vehicles 

• maintain as much of Wigmore Valley Park public open space as possible, and provide 10% 
more public open space than before the development 

• minimise disruption to the existing airport and local infrastructure 

• minimise environmental impact, including noise and air quality 

The airport has been designed to be as environmentally sustainable as reasonably possible as 
well as minimising vulnerability to climate change.  It will avoid where possible significant 
negative impacts on the environment.  Specific measures include: 

• supporting the fullest possible use of sustainable transport 

• securing the highest use of energy efficiency, reduction in emissions and minimal carbon 
footprint through the use of renewable energy, energy efficient buildings and energy targets 

• maximising the use of electric vehicles both airside and landside 

• providing high quality open space and landscaping 

• sustainable waste management 

• implementation of a surface water strategy (rainwater harvesting and grey water recycling) 

• sustainable drainage strategy 

2.4 Constraints 

 Boundaries 

In order to better understand the impact of the proposed development, a number of boundaries 
relevant to the application have been identified and illustrated on Figure 2.1 to aid 
consideration:  

• extent of current airport concession 

• existing airport operation 

• extent of LLAL ownership 

• local authority boundaries 

• public safety zones 

• green belt boundary 

• historic landfill site 

• areas of ecological or landscape value 

http://futureluton.llal.org.uk/
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Figure 2.1 Boundaries and constraints 

New Century Park 

The land on which the Proposed Development will be constructed overlaps with the proposed 
New Century Park development site (Planning application 17/02300/EIA).  The adjustments 
necessary to that scheme to accommodate the Proposed Development are centred around the 
realignment of the Century Park Access Road, and the provision of the public open space.  
The New Century Park scheme provides for a new play park, a skate park, and pavilion works, 
all of which remain unaffected and are planned to be delivered in 2020.  It also involves moving 
Wigmore Valley Park to the east.  The Proposed Development encroaches upon this 
replacement open space and the implementation of the Proposed Development will 
necessitate the provision of new public open space to the north.  With DCO consent, the 
proposed New Century Park light industrial buildings intended for the eastern side of that 
scheme will be omitted in favour of retention of that part of the current Wigmore Valley Park.   
The proposed adjustment to the Wigmore Valley park open space is illustrated in Figure 2.2 
and Figure 2.3.   

The proposed five office buildings remain as designed, although their orientation will be slightly 
adjusted to accommodate the new terminal access road and their proposed car parking will 
eventually need to be consolidated into a multi-storey car park.   

Figure 2.2 New Century Park application (2017) 

Figure 2.3 New Century Park integrated into DCO 
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2.5 Strategic considerations for the principal elements of the Proposed 
Development 

The following sections describe the strategies adopted for the various principal elements of the 
Proposed Development. 

 Earthworks and landfill treatment strategy 

2.5.1.1 Earthworks 

Significant earthworks will be required to build a platform to support the airport expansion, as 
the airfield needs to be at similar levels to the existing runway to comply with the relevant 
international standards. The earthworks strategy aims to make the best use of the LLAL 
landholdings immediately adjacent to the existing airport to provide materials to support the 
proposed infrastructure.  

The following will be needed: 

• the levelling and preparation of a suitable site platform so the expanded airport will be level
with the runway

• work to remodel the Eaton Green landfill and make it suitable for development

• profiling of the landholdings after excavation activities for landscaping and to accommodate
long-stay car parking

The extent of the proposed earthworks and new platform are shown on Figure 2.4. 

Figure 2.4 Proposed excavation and platform 

Ground profiles accentuated for illustrative purposes 

The main consideration relating to the earthworks is whether to: 

• import the earth required to raise land to the level of the runway from outside the area,
necessitating a very large number of lorry movements on the road network over a number
of years; or

• take earth from close to where it is needed but meaning greater changes to the local
topography.

Detailed site investigation has been carried out and specific feedback was sought during non-
statutory consultation. The outcome of this process to achieve the most efficient and least 
disruptive earthworks solution indicated that it is best to use earth excavated from the site. This 
is because the alternative would be to import up to 4,000,000m3 of material by road (equivalent 
to the volume of four Wembley stadiums), which might involve continuous lorry movements 
every working day for up to four years. This would be a significant extra traffic burden on the 
local area.  

Using material from the site would also mean each phase of the earthworks can be done in as 
little as a year.  It is proposed that the earthworks would be undertaken in a small number of 
relatively short phases over a long period. This means that work can be carried out in an 
efficient way, minimising the impact on local residents, and ensuring that LTN can be 
developed in stages in line with passenger demand. 

Works would be undertaken in a closed site so there would be no need to move the majority of 
the material by local roads. Best practice would be employed to carefully control noise, dust 
and odour in affected areas. 

In setting the levels for the aircraft stands and apron it has been possible to determine the 
necessary landscape changes to the existing land adjacent to the airport.  This in turn has 
determined the areas and depths to which it will be necessary to excavate elsewhere on the 
site to provide the necessary filling materials.  Overall, a large amount of material needs to be 
provided from land adjacent to the airport to avoid importing material for that purpose. 
Figure 2.4 shows the different levels from the existing land to the new platform that will be 
required to deliver the new platform.  

The works required to create the new landform are described in more detail in Appendix C. 

2.5.1.2 Landfill 

The Proposed Development will also occupy the area of the former Eaton Green landfill the 
extent of which is shown in Figure 2.5. The landfill was not engineered to modern standards 
when it was closed so the preparation works would include measures to protect the users of 
the airport and its neighbours from its contents. More detail on the condition of the landfill and 
the work done to assess it is provided in the Preliminary Environmental Information Report 
(PEIR).  To achieve the ground levels needed it will be necessary to excavate some of the 
landfill material and reuse it to create a part of the proposed platform. It would also be 
necessary to pile foundations through the landfill to support the new buildings and the Luton 
DART extension. This work would be done in a way that protects the underlying groundwater, 
and in liaison with the Environment Agency. Preliminary discussions indicate that this part of 
the design will be acceptable to them.   

The design of the airport layout has gone through several iterations. A primary aim has been to 
limit the overall footprint of the development while minimising disturbance to the former landfill, 
thereby reducing associated risks. The location and orientation of the earthworks platform has 
been designed to reduce the amount of landfill material that will require excavation, thereby 
reducing potential exposure of construction workers and adjacent site users to potential 
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contaminants within the landfill during construction. The following options were considered and 
excluded: 

a) Excavation of the whole landfill and disposal of the material it contains offsite. This
option would avoid the need for special engineering requirements when developing on
the landfill. However, removal would involve site work to remove more than 3,500,000m3

of material and many thousands of lorry movements to transport it from site. Disposing
of such a large volume of material is not considered sustainable. Furthermore, the
disturbance and transport of the landfill material and consequent risk of dust and
leachate generation could lead to greater risks to human health and groundwater quality
than leaving it in place. It is also unlikely that sufficient waste disposal space is available
to accept such a large volume of material.

b) Excavation and treatment of all of the landfill material and re-deposit on site. In the long
term this would reduce the risk presented by the landfill. However, like option (a), the
disturbance of the landfill material and consequent risk of dust and leachate generation
from the treatment process could lead to greater risks to human health and groundwater
quality than leaving it in place.

c) Avoid any interaction with the landfill and build around it. The position and extent of the
landfill means the extent of the Proposed Development would extend significantly into
the green belt if the landfill were to be completely avoided.

The preferred option includes the minimum amount of remodelling of the landfill necessary to 
create an efficient airport layout, retains the maximum amount of the material on site and 
includes measures to improve the potential impact the landfill has on the environment. This 
means that the airport’s design objectives can be achieved with the least risk and disturbance. 

It is understood that the presence of the landfill is one of the particular concerns of the people 
that live near the airport. The new development will include measures to deal with the landfill in 
the most appropriate way.  To ensure this is achieved detailed ground investigation has been 
completed.  The assessment and work proposed is described in more detail in the PEIR and 
Appendix C and the proposal will be agreed with the Environment Agency. 

Figure 2.5 Extent of landfill 

Terminal strategy 

Section 1.4 describes the process of optioneering, evaluation and consultation undertaken to 
establish the proposed passenger terminal strategy for the future expansion of London Luton 
Airport. The Proposed Development is characterised by the retention of the existing passenger 
terminal and the provision of a new passenger terminal on land owned by LLAL to the north-
east of the runway, to provide an overall passenger capacity of 32mppa. 

2.5.2.1 Terminal 1 

The existing terminal (Terminal 1) is being developed under the planning permission granted in 
2014 for LLAOL to increase the capacity of the airport to 18mppa. London Luton Airport is 
expected to achieve 18mppa capacity very soon and will require further enhancements as part 
of the DCO consent to minimise constraint of growth ahead of the construction of Terminal 2. 

A number of small interventions are proposed to improve the passenger experience and quality 
of service with a short-term increase in passenger capacity ahead of the opening of Terminal 2. 
These include, 

• Expansion of the terminal entrance and retail concourse with associated adjustment to
bus/coach station interface

• Reconfigurations of check in or security can be resolved within the existing space allocation

• Two storey expansion to the north of the existing terminal at the root of Pier A to provide
improved passenger waiting/seating facilities

• Minor reconfiguration of first floor retail over the entrance to provide additional seating for
passengers

• A new pier is proposed with boarding gates to a new apron for up to four new aircraft
stands located at the current temporary drop off zone

• Partial demolition, reconfiguration and expansion of number of boarding gates within
original terminal facilities to western edge of the existing terminal, this will update three
existing undersized gates to a solution providing five new gates sized for passenger
numbers appropriate for the larger modern aircraft over two storeys

As part of managing the passenger growth of LTN, the strategy will be to maximise the 
capacity out of the existing Terminal 1 building (incorporating the above enhancements) up to 
21.5mppa.  This will allow the construction of the new Terminal 2, associated apron and airport 
infrastructure to progress releasing 7mppa capacity out of the new terminal. At this point, the 
passenger split between the two terminals will be re-balanced. 

The phasing and construction of the scheme is further explained in chapter 4. 

2.5.2.2 Terminal 2 

The new additional passenger terminal (Terminal 2) will be ultimately sized to process up to 
14mppa, taking the total airport capacity from 18mppa to 32mppa, in line with the strategy 
explained for Terminal 1.  

The rationale of building a second terminal to the north of the runway and east of the existing 
terminal was explained under section 1.4. This option significantly reduces the risk to the 
existing airport operation during construction with the Proposed Development ultimately 
providing an integrated airfield operation and efficiencies in shared support facilities, 
infrastructure and public transport access.  

On establishing the proposed location of the new terminal, physical parameters needed to be 
determined.  Based on initial studies, three viable terminal options were established. These 
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included a single, double and three-storey terminal building all of which have differing impacts 
on the Proposed Development.  

Figure 2.6 Terminal options 

Key considerations in establishing the preferred Terminal 2 design include the following: 

• Earthworks and topography –The proposed solution minimises the volume of earth
movements required. The level of the site falls away to the east and was a key
consideration in the assessment of options.

• Landfill – Footprint of the new terminal and foundation strategy was a key consideration in
developing the preferred solution. The proposed solution looks to minimise the excavation
and earthwork movements within the landfill.

• Policy – The proposed Terminal 2, airfield and support development parameters seek to
minimise the impact on the green belt.

• Luton DART – Extending the existing automated transport system under construction
between Luton Airport Parkway railway station and the existing terminal introduces certain
constraints in order to maximise the systems engineering efficiency and operational
capacity. This is fully accommodated with the fixed location of the western elevation of the
new Terminal 2.

• Construction – The complete terminal will not be required to be delivered in a single phase
in response to passenger growth forecasts so the proposed solution has to give flexibility in
the phasing of delivery requiring the design to be simply expanded without significant
disruption to operating parts of the terminal.

In considering the terminal options against the above criteria, the preferred terminal solution 
was a double storey terminal, which optimised each of the above elements to form the 
proposed Terminal 2 design. More information on the proposed terminal can be found in 
chapter 3. 

Airfield strategy 

The location of the airfield is derived from the consideration of the development options 
considered and presented in the summer 2018 consultation.   

In delivering the additional airfield infrastructure required to support the increased capacity, a 
number of key requirements have been considered.  These include: 

• maintaining and, where possible, improving the existing operations of the airfield

• developing a scheme that is operationally efficient, safe and secure

• developing a scheme that is resilient and adaptable to future changes

• sizing the scheme appropriate for 32mppa

• constructing and releasing stands progressively in line with need

The Proposed Development addresses these requirements by improving the taxiway 
connectivity to the runway to allow aircraft to enter and exit the runway more efficiently.  The 
location of the additional apron is close to the existing runway, therefore minimising the taxiing 
times of the aircraft.   

The apron has been configured to support the safe operation of the fast aircraft turnaround 
procedure and includes a number of multiple aircraft ramp systems stands to provide flexibility 
and the ability to accommodate some larger aircraft.  To assist with safe and efficient operation 
on stand, the proposed scheme recommends that fixed electrical ground power, fuel hydrants 
and visual docking guidance systems are installed on all new stands.  The majority of these 
stands are adjacent to the terminal and piers to allow passengers direct access to aircraft.  

Dependent upon passenger demand, and appropriate agreement with LLAL, the current airport 
operator may bring forward a local planning application before the delivery of Terminal 2 to 
provide a temporary capacity of up to 21.5mppa in Terminal 1 in accordance with the proposals 
for this capacity set out in the DCO, if it appears that this could deliver interim capacity sooner 
than through the DCO.  This would be comprised of up to five additional stands within the 
Terminal 2 proposed development, up to four additional stands associated with Terminal 1, and 
a new passenger pier. 

To develop the apron area to the north of the runway the existing fire training ground and 
engine ground running bay need to be relocated.  Both facilities are vital to support the 
operation of the airfield, so the relocation works need to be phased to ensure the facilities are 
always available.   

The engine ground running bay requires access to and from the taxiway network, therefore the 
options for relocating this facility are limited to within the proposed platform to the north of the 
runway. To limit the impact of the bay on the proposed operational stands and terminal area, 
the apron area to the north-east of the platform is the preferred location for relocation of the 
engine ground running bay.  Options in relation to phasing the construction of this facility have 
also evolved with the proposal to extend the platform sufficiently in the first phase to allow the 
engine ground running bay to be relocated just once.   

The fire training ground facility does not need aircraft access.  As the proposed airfield platform 
area has a finite area with competing demands for aviation and terminal infrastructure, options 
to relocate this facility away from the main platform have been explored.  The preferred 
position for the fire training ground is to the south of the runway (this can be seen Figure 1.9). 
More information on the proposed airfield can be found in chapter 3. 

 Energy strategy 

2.5.4.1 Current position 

Table 2.1 and Figure 2.7 show current energy usage and carbon emissions at the airport. 
Electricity already accounts for 73% of current emissions.  

Table 2.1 Energy use and carbon emissions for LTN in 2018 

Fuel use CO2e % total CO2 

Electricity (kWh) 35,975,300 10,183,528 73% 

Gas (kWh) 9,365,134 1,722,810 12% 

Diesel heating (litres) 31,178 81,903 1% 

Diesel power (litres) 44,501 116,901 1% 

Diesel vehicles (litres) 677,531 1,779,833 13% 

Total Scope 1+2 
CO2(kg) 

13,884,976 Source: LLAOL/ 
Ricardo 
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Figure 2.7 LTN carbon emissions 

Source: LLAOL/Ricardo 

LLAOL has been undertaking a large-scale project to upgrade elements of its building services 
plant in an initiative to reduce its energy consumption.  It is also progressing upgrading 
initiatives to reduce diesel consumption and dependency on gas.  The move to electric vehicles 
from diesel over time will also impact the 13% CO2 emissions. 

2.5.4.2 The Proposed Development 

The aim of LLAL’s energy strategy is to align with national policy on carbon emissions, Luton 
Borough Council’s renewable energy strategy, and to progress towards zero carbon emissions 
for its infrastructure and airport asset performance.  The strategy takes account of the future 
objectives and deadlines expected for low carbon performance, and zero net carbon 
emissions, and the decarbonisation of the building asset base by 2050 or earlier.  The energy 
proposals are a key part of LLAL’s ambition to make LTN one of the most sustainable airports 
in the UK.  The National Infrastructure Commission has set a target for at least 50% of the 
country’s energy to be from renewable sources by 2030.  LLAL’s aspiration is to secure 100% 
energy from such sources.  The range of measures currently proposed in the development of 
the energy strategy include: 

• modal switching from private to public transport

• managing a switch in the private vehicle stock from fossil fuels to electricity

• developing low carbon or nearly zero net energy buildings

• supplying 100% of energy use from renewable sources

The approach is based on an electricity strategy which will maximise energy efficiency and 
minimise the need for new generating capacity.  Electrical power will be used for heating and 
cooling, the Luton DART system, powering parked aircraft and a wide range of equipment and 
for electrification of both airport and visitor vehicles.  There is no intention to utilise gas in the 
Proposed Development. 

Overall energy demand is expected to increase from around 6MW (megawatts) to around 
12MW with Terminal 2 and its apron.  The Luton DART will increase to 6MW when connected 
to Terminal 2, and with the introduction of electric vehicle charging by a further 3MW.  The total 

energy demand at 32mppa will be circa 20MW.  Such demand will be met by the provision of 
new planned national renewable energy supplies.  

It is proposed much of the services infrastructure plant and equipment is centralised in an 
energy centre complex.  The new terminal complex will require a range of infrastructure 
services providing electricity, heating and cooling, ventilation, water, drainage and 
communications.   

Within the new terminal, thermal gains are likely to outweigh losses and thus cooling is likely 
the predominant mode.  Rather than wasting this heat the energy strategy recommends that a 
heat pump system is developed to move the heat to storage with the aim of achieving carbon 
savings above those of conventional approaches.  It is also proposed to utilise electric reverse 
heat pumps for heating and cooling supported with ground source heat pump technology 
(using the ground and water storage tanks). 

This strategy will increase the share of renewable electricity for these purposes.  Electricity will 
be sourced from providers delivering renewable energy, matched with on-site photo voltaic 
electricity generation using private wire provision.  LLAL intends to supplement the use of 
electricity from the local supply network with: 

• Solar (photo-voltaic cells, built where practical over car parks and on roofs over a period to
2037) to ultimately provide up to 20% of annual site demand for electricity

• Battery storage for back-up power rather than solely relying on diesel generation

• Buildings designed to 2013 BREEAM ‘good’ status to be energy-efficient with appropriate
installations and equipment together with thermally efficient materials and shading

More information on the energy proposal can be found in chapter 3. 

Figure 2.8 Terminal 2 utilities strategy 
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Fuel strategy 

At present, aviation fuel is delivered by road tankers to the two existing fuel storage facilities 
and then dispensed into fuel bowsers which transport the fuel to the aircraft.  The increased 
capacity at LTN would require a larger fuel storage facility than currently available to meet the 
increased fuel demand.  The current site does not have the space required to accommodate 
the growth required, so alternative options have been considered.  The fuel strategy looks at 
three key aspects of the fuel service, namely delivery, storage and distribution.  

There are two fuel delivery options available to meet the increased fuel demand: either to 
increase road tanker deliveries or to connect the fuel storage facility to an existing national fuel 
delivery pipeline.  The preferred option is to connect the fuel storage facility to the national fuel 
delivery pipeline, thereby significantly reducing the number of road tankers using the local and 
national highways.  Options for this spur connection have been appraised, with the preferred 
route avoiding the requirement to cross the runway or the Luton DART by putting the 
connection to the east of the current airfield.   

A connection between the fuel storage facility and the national fuel delivery pipeline would 
require the construction of a small permanent connection facility at the point of connection on 
land designated as green belt.  This limited green belt development is necessary as the 
national fuel delivery pipeline route passes through the green belt, and it will allow fuel to be 
supplied direct from the pipeline and will, therefore, deliver substantial economic, 
environmental, and traffic benefits compared to delivery of fuel by road. 

Identifying a fuel storage site that meets required standards, is adequately sized to meet the 
growing demand of the airport to 32mppa and which is in a location that would allow a 
connection to the fuel delivery pipeline are the key factors that have influenced the 
development of a new site to the east of the airfield for fuel storage.   

Distributing the fuel from this facility to the new aircraft stands in the Terminal 2 area is likely to 
be via an underground pumped hydrant system.  The hydrant system pumps fuel directly from 
the fuel storage facility to the aircraft stands where it is dispensed into the aircraft.  A hydrant 
system removes the requirement for fuel trucks to travel between the fuel storage facility and 
the airfield, reducing local traffic on the road network and within the operational airfield, and is 
the strategy for supplying fuel to the proposed new apron.  

The existing terminal is currently serviced by the two existing fuel storage facilities to the west 
of the airfield.  These fuel storage facilities are supplied by truck deliveries and then distributed 
to the aircraft via fuel bowsers.  It is not planned to change the arrangements for delivering fuel 
to the aircraft at Terminal 1 and this would remain a fuel bowser operation due to the 
operational disruption to install a hydrant system.  The supply of fuel to this existing fuel facility 
would be provided from the new fuel storage facility by either pumping it via a new pipeline 
connecting the two fuel facilities or locally trucking the fuel between the facilities.  More 
information on the fuel proposal can be found in chapter 3. 

Drainage strategy 

The airport surface water drainage system currently discharges into a combination of 
soakaways and infiltration basins, while the foul water system discharges into the Thames 
Water sewage network. 

The Proposed Development includes increasing the hard standing and impermeable areas and 
an increase in passenger and airport staff numbers.  The Proposed Development would result 
in a significant increase in both surface water and foul water discharge.  Thames Water have 
indicated that both the existing foul and surface drainage systems have limited remaining 

capacity so there is minimal scope for fully discharging into the existing Thames Water 
networks. 

The proposed system would include an on-site water treatment plant.  This will avoid 
overloading the existing drainage network and offers the potential to re-cycle water on site 
back to Terminal 2 to reduce the water supply requirements.  

The Proposed Development will divert the southern runway soakaways (approximately 143 
hectares of total impermeable catchment area) into a new network that will control the pathway 
of any contaminated run-off and would terminate with end of pipe treatment at the proposed 
water treatment plant.  

An early option considered an aeration and storage lagoon with reed beds to remove pollutant 
prior to discharge to an infiltration basin.  However, due to the limitations of land availability and 
the risk of bird strikes, the water treatment plant would instead consist of below-ground tanking 
systems for storage and for infiltration. 

The proposed drainage strategy will include attenuation tanks to be constructed below ground, 
allowing the surface above the tank to be used for future parking areas. The storage tank of 
70,000m3 is sized to hold 2 hours of the 1:100 year storm rain event plus 40% additional flow to 
account for climate change impact.  There are two infiltration tanks. The main one with 
75,000m3 storage volume for the surface water discharge into ground located under the lowest 
point of the site, and another 7,000m3 for the treated water from the WTP discharge into 
ground located under the north car park.  A proportion of the treated water from the water 
treatment plant will be re-cycled and recirculated back to Terminal 2 for flushing toilets and 
garden irrigation.  

The run-off quality will be continuously monitored and will be intercepted and stored for 
treatment if high levels of contamination (such as from the de-icing agents used for the 
planes/runways during the winter period or in the event of severe pollutant spillages) are 
detected. Contaminated surface water will be stored and routed to the water treatment plant.  
Once the quality readings return to below the trigger levels, the discharge will be diverted away 
from the storage tanks and will be channelled back to the main infiltration basin.  

The proposed infiltration basins are to be composed of large perforated pipes or similar. The 
basins will be underground removing the requirement for any open water and thus reducing the 
risks of bird strikes. 

From the geological data it is understood that the ground below the infiltration basin is 
comprised of chalk bedrock deposits which is a relatively permeable material. Ground 
investigations have indicated a characteristic infiltration rate of approximately 0.085 m/hr. The 
strategy is therefore based on the combined use of suitable sized new infiltration basins, and 
existing north soakaway as the preferred sustainable drainage system (SuDS) for the 
management of run-off (see Figure 2.9). The main infiltration basin offers a further 75,000m3 
water storage which combined with the 70,000m3 storage tank and the WTP will improve the 
current drainage system significantly. 

It is important to note that the infiltration basins have been sized such that they will generally 
remain mostly dry, apart from in all but the most severe storm events. The components of the 
proposed drainage system are shown on Figure 2.9. More information on the proposed 
drainage system can be found in chapter 3. 
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Figure 2.9 Drainage strategy 

Luton DART strategy 

The proposed Luton DART Terminal 2 station and tunnel extension would extend the Luton 
DART system that is currently under construction from the existing passenger terminal, 
ultimately providing a light rail passenger transfer from Network Rail’s Luton Airport Parkway 
railway station to Terminal 1 and Terminal 2.   

The preferred location for the Luton DART Terminal 2 station was chosen based on proximity 
to the proposed Terminal 2, in order to provide a pedestrian-friendly link to the new terminal.  
Locating the new station under Terminal 2 was considered, but this option was discounted for 
multiple reasons, such as avoiding the deeper landfill area for the station box, avoiding more 
complicated and onerous evacuation procedures and emergency services access for the sub-
surface station.   

Consideration was also given to building landside assets over the Luton DART Terminal 2 
station, which would in turn lead to a more complex station development with a sub-surface 
station requiring mechanical ventilation. The preferred option is to preserve the Luton DART 
Terminal 2 station as a semi-open station, with strategically placed natural ventilation.  More 
information on the proposed DART can be found in chapter 3. 

 Landscape and open space strategy 

2.5.8.1 Landscaping 

The landscaping proposals take into consideration the principles of sustainable development 
and their contribution to making places better.  LLAL acknowledges its responsibility to develop 
a design that mitigates the environmental impacts of the Proposed Development, creates an 
attractive setting to the airport, is as sustainable, aesthetically sensitive, durable, adaptable 
and resilient as it can reasonably be and, as far as reasonably possible, contributes to the 
quality of the local area.   

The proposals would deliver functional green infrastructure (i.e. the network of natural and 
semi-natural features, green spaces, rivers and lakes within and between villages, towns and 
cities, which provides a range of social, environmental and economic benefits at the same 
time) and landscape involvement in the design process has helped to ensure: 

• that the value of the existing green infrastructure in the area surrounding LTN has been
suitably considered, with valued assets protected and managed wherever possible

• that proposed green infrastructure measures are planned, such that they may perform
differing functions simultaneously

• that connectivity between green infrastructure assets would be enhanced, ensuring greater
adaptivity and resilience to changes in the environment

Landscape involvement has also helped to ensure that proposals: 

• are efficient in their use of natural resources and energy used in construction

• incorporate a range of local facilities and improve public access

• consider the landscape setting of the airport and are sensitive to place

• provide an appearance that demonstrates good aesthetics as much as possible

• integrate public art

• deliver necessary environmental mitigation measures

Replacement open space 

The proposals will deliver an area of replacement open space: 

• to comply with commitments advised at the summer 2018 consultation

• to meet the requirements of policy

• to mitigate effects on local users and the wider environment

To satisfy policy requirements, land given in exchange for affected open space needs to be “at 
least as good in terms of size, usefulness, attractiveness, quality and accessibility” to that 
which it replaces and should reflect feedback advised through engagement with stakeholders 
and the public.   

In preparing the evidence base for the adopted Local Plan 2011-2031, Luton Borough Council 
appointed The Greensand Trust to prepare a Greenspace Strategy Review.  This report 
identifies all publicly accessible green spaces within the Borough, whether publicly or privately 
owned, and is considered the best means to define the size of existing open space within the 
Proposed Development.   

Analysis of mapping prepared as part of the ‘Greenspace Strategy Review’ identifies that the 
existing open space within the Proposed Development covers an area of 41.6ha, comprising a 
mixture of urban parks and gardens, natural and semi-natural greenspaces and allotments 
typologies.  As the New Century Park planning application proposes a 2.0ha increase in open 
space, it is therefore considered that replacement open space given in exchange for land 
affected by development would therefore need to be at least 43.6ha in size to satisfy this 
element within the policy.   

To satisfy other requirements of policy, replacement open space must also be close and 
accessible to the communities it serves, must compensate for the value provided by any 
existing open space lost because of the proposals and be respectful to the existing landscape 
that it affects, wherever possible minimising damage to landscape character and strengthening 
valued landscape and environmental features. More information on the proposed landscaping 
can be found in chapter 3. 
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Figure 2.10 Landscape and open space strategy 

Surface access strategy 

A Surface Access Strategy Report has been produced and forms part of this consultation.  This 
report deals with all matters related to surface access and covers accessibility in a multi modal 
manner including private vehicles, public transport including rail, walking and cycling etc for 
passengers and employees.  Please see that report for further detail, it is available online at 
futureluton.llal.org.uk. 

Figure 2.11 Surface access 

 Car park strategy 

The car parking requirements have been set based on the surface access strategy, it is 
available online at futureluton.llal.org.uk. The surface access strategy sets a target of at least 
45% for public transport share of people travelling to and from the airport. Based on this public 
transport modal share and the 32mppa airport size, the car parking requirements equate to the 
numbers presented in Table 2.2. 

In order to meet the car parking requirements, a number of sites were identified, primarily 
within the LLAL owned boundary, which would be suitable for establishing parking within the 
vicinity of the terminal building. This assessment identified the following sites (Figure 2.12): 

1: Wigmore Triangle 

2: Wigmore Field 

3: Option Land 

4: Winch Hill West  

5: Winch Hill North 

6: Winch Hill East 

7: Terminal 2 Short Stay 

8: New Century Park 

9: Staff car park  

10: Terminal 1 drop off zone 

11: Terminal 1 multi-storey car park (MSCP) 1 

http://futureluton.llal.org.uk/
http://futureluton.llal.org.uk/
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12: Terminal 1 MSCP 2 

13: Mid Stay 

14: Luton Parkway Car Park B (known as Trailer) 

15: Luton Parkway Car Park A (known as Tiered) 

16: Vauxhall Car Park  

17: West of Proctor Way 

Table 2.2 Number of car park spaces required 

Parking Type 

Number of Spaces 

Existing (on 
completion 
of MSCP2) 

21.5mppa 25mppa 32mppa 

Short 3,700 4,100 4,500 5,600 

Medium 2,350 

(1,700 after 
Luton DART 

opening) 

2,600 2,800 3,500 

Long 4,500 4,600 5,000 6,300 

Staff 3,800 3,850 4,200 5,600 

Car hire 300 475 600 700 

Valet pick up / 
drop off 

100 100 100 150 

Note: Further detailed in the Surface Access Strategy Report, it is available online at 
futureluton.llal.org.uk. 

Each of these sites was assessed in accordance with the following criteria: 

1. Car park usage – Define the usage of the car park, i.e. long stay/short stay/staff

2. Car parking type – Assess the car parking suitability for surface, block, decked and
multi-storey car parking

3. Car parking numbers – Assess the car parking numbers

In appraising each of the sites in isolation and understanding their suitability in terms of 
operational, environmental and financial suitability, the next stage was to combine the different 
sites into a single car parking strategy that provides the parking requirements. As part of the 
initial appraisal, thirteen different parking strategies were generated, all of which when 
appraised performed differently. The key criteria which were considered and discussed as part 
of the narrowing down a viable option considered the following key aspects:  

• The location of the various types of car park relative to the terminals, i.e. short stay / mid
stay / long stay

• The potential to reduce the volumes of traffic using Century Park Access Road as a result
of locating multi-storey car parks  on the Luton Parkway car park locations

• The potential to utilise Luton DART as a direct link between areas of parking and both
terminals

• The operational efficiency which would be achievable (i.e. factors such as reducing the
need for shuttle bus services to link the individual car parks and terminals, or the potential
to create a mixture of block / decked long stay parking)

• Avoiding sites which are key areas for the creation / retention of parkland

• Whether the sites within each combination provided the required number of parking spaces
in terms of future airport growth and development

Figure 2.12 Car park locations considered 

Based on this, a car parking strategy (Figure 2.13) was selected as the preferred option that 
was developed and integrated as part of the development: 

http://futureluton.llal.org.uk/
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Figure 2.13 Car parks 

 Hotel strategy 

2.5.11.1 Planning policy 

Luton Borough Council recognises, in a high growth scenario, there is a need for an additional 
1,030 hotel rooms in the vicinity of the airport by 2020, increasing to 1,830 by 2030. This 
forecast is noted as being driven by airport and business-related demand. Luton Local Plan 
2011-2031, November 2017: The Luton Hotel Study (July 2015), paragraph 4.29 "provides 
evidence of the additional demand for these facilities in the plan period. The studies 
respectively conclude that: a) there is a need for an extra hotel room requirement of 1,030 
rooms by 2020, growing to potentially 1,830 rooms by 2030 predominantly related to aviation 
and business travel in the vicinity of the airport”. 

2.5.11.2 Current supply 

Recent research carried out by LLAL in July 2019 indicates that there are currently 26 hotels 
located within a driving distance of 6.3mi of the airport, providing a total of 2,487 rooms.  These 
hotels provide accommodation for all guests, including airport-related occupancy.  The majority 
of the hotels (85%) are in the two-star and three-star category, which reflects the low-cost 
nature of the airport. 

In determining future demand for airport related hotel beds, the LLAL research has assumed 
that 100% of the hotel occupancy within 1.5 miles of the airport is airport-related. Away from 
the immediate vicinity of the airport, Visit Britain (https://www.visitbritain.org) survey data for 
Luton between 2015 and 2018 assumes airport-related occupancy to be 45% for Luton town 
centre and 30% for outer Luton hotels. Collectively, in 2018, this equated to a total of 1,703 
rooms attributable to airport-related occupancy by passengers, airline staff and airport-related 
business guests (see Table 2.3).  This indicates a 103 room:mppa ratio in 2018 (1,703 
beds/16.6mppa).  

Table 2.3 Estimated number of hotel rooms used that are airport business related 

No. Name of Hotel Hotel 
star 
rating 

Driving 
distance 
from 
airport 
(mi) 

Existing 
no. of 
rooms 

Estimated % 
of rooms that 
are airport 
related 

Estimated no. 
of rooms that 
are airport 
related 

1 Holiday Inn 
Express, 
Percival Way

3 0.4 153 100 153 

2 Courtyard by 
Marriott, Airport 
Way

3 0.4 250 100 250 

3 Ibis London 
Luton Airport

2 0.5 162 100 162 

4 Holiday Inn, 
Airport Way 

3 0.5 124 100 124 

5 Ibis Budget, 
Airport Way 

3 0.6 134 100 134 

6 Hampton by 
Hilton

3 1.1 188 100 188 

7 Premier Inn, 
Osbourne 
Road 

3 1.5 173 100 173 

8 Red Lion Hotel 3 2.0 18 45 8 

9 easyHotel 
Luton

2 2.0 68 45 31 

10 Thistle 
Express

3 2.1 152 45 68 

11 Icon Hotel 4 2.1 62 45 28 

12 Luton Hotel 
Residence

2 2.2 35 45 16 

13 Premier Inn, 
Regent Street 

3 2.2 120 45 54 

14 Stockwood 
Hotel

2 2.4 21 45 9 

15 Comfort Hotel 3 2.5 44 45 20 

16 Stuart Hotel 3 2.7 60 45 27 

17 Linton Hotel N/A 2.8 46 45 21 

18 King William 
Hotel

3 2.9 13 45 6 

19 Leaside Hotel 3 3.0 23 45 10 

20 Luton Hoo 
Hotel

5 3.0 144 45 65 

21 Quality Skyline 
Hotel

3 3.1 50 45 23 

22 Hilton Garden 
Inn

4 3.8 157 30 47 

23 Chiltern Hotel 3 4.5 97 30 29 

24 The Pines 3 5.0 12 30 4 

25 Travel Lodge 3 6.0 140 30 42 

26 Premier Inn, 
350 Luton 
Road 

2 6.3 42 30 13 

Total 2,487 1,703 

https://www.visitbritain.org/
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2.5.11.3 Hotel demand forecast 

Various hotel studies in Luton since 2015 had confirmed that there is a growing hotel bed 
demand from passengers, airline staff and airport-related business, in direct relation to the 
continuous growth of the airport.  

A benchmarking exercise was carried out by LLAL for hotel occupancy in four other major UK 
airports with some similar low-cost characteristics as LTN including Stansted, Manchester, 
Edinburgh and Gatwick. It was found that using a driving distance of 4.5 miles radius of the 
respective airport, the rooms/mppa ratios in 2018 in these airports were similar to LTN, as 
shown in Table 2.4. 

LLAL’s research found that currently there is an extant planning permission count of 1,209 
hotel rooms in the Borough of Luton, and 145 rooms in outline planning applications.  Given 
that many of the extant permission counts are outside of the airport, the factored estimate 
suggests that 906 rooms may be apportioned for airport-related occupancy. 

Table 2.4 Rooms/mppa ratios in 2018 in airports similar to LTN 

Y
E

A
R

: 
2

0
1

8
 

Airport mppa in 2018 Hotel rooms within 4.5 
miles driving distance of 
the airport 

Rooms/mppa 

Luton 16.6 1,608 97 

Edinburgh 14.3 1,370 96 

Gatwick 46.1 4,488 97 

Manchester 28.3 2,903 103 

Stansted 27.0 2,150 80 

The continuous growth of LTN is expected to generate further hotel room demand by 
passengers, airline staff and airport-related businesses including the aerospace and aviation 
supporting industries that are located in Luton. It is prudent therefore to use the growth forecast 
ratio of 103 rooms:mppa to predict hotel rooms demand at LTN. The DCO maximum capacity 
is 32mppa, therefore, a total of 3,296 rooms (103 x 32) would be required by 2038.  Assuming 
the airport-related extant permission and pipeline hotel rooms are realised in the near future, 
2,609 rooms (1,703 + 906) would be available. This would satisfy the demand at 25mppa 
(estimated to be reached by 2027). But there would be a shortfall of 687 rooms (3,296 - 2,609) 
at 32mppa. 

2.5.11.4 Options Appraisal 

The following hotel development options have been considered and summarised Table 2.5. 

Table 2.5 Hotel development options 
Option Pros Cons Appraisal 

score 
(see 
Table 2.6) 

1 Do nothing • Reduces size of the DCO
development site

• Leads to shortage of airport-
related hotel occupancy,
reducing the level of service

• Guests would need to find
hotels further away from the
airport / town, leads to
increased use of private
vehicles to the airport

• Does not promote use of
public transport to the airport

-20

2 Rely on 
possibility of 
using other 
hotels away 
from the 
airport 

• Reduces size of the DCO
development

• Increase hotel occupancy
/employment in town and
outer town

• Leads to shortage of non-
airport related hotel
occupancy in these hotels

• Less convenient for airport-
related guests

• Increase private vehicles on
the road

• Reliant on availability of
development sites

-10

3 Expand 
existing New 
Century Park 
consent for a 
larger hotel 

• Promote airport-related
guests to use public transport 
including Luton DART 

• Facilitates improved service
for passengers taking early
morning and late evening
peak departures and arrivals

• Outline planning permission
145 beds hotel in New
Century Park

• Increase level of service for
airport-related guests

• Reduce shuttle bus services
on the road

• Requires amendments to
planning application

• Requires more land-use to
build a much larger hotel in
Wigmore Park

• Scale of the hotel would
have an adverse visual
impact on local residents

• Increase the size of the DCO
development

10 

4 Build a new 
hotel next to 
the new 
Terminal 

• Promote airport-related
guests to use public transport
including Luton DART

• Facilitates improved service
for passengers taking early
morning and late evening
peak departures and arrivals

• Increase four-star service for
guests

• Reduces private vehicles and
shuttle bus on the road

• Increase the airport’s profile
with conferencing facilities

• Increase the size of the DCO
development

20 
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Table 2.6 Appraisal levels 

Appraisal Level Scoring Appraisal Level Scoring 

Large Beneficial 20 Slightly Adverse -5 

Moderate Beneficial 10 Moderate Adverse -10 

Slight Beneficial 5 Large Adverse -20 

Neutral 0 Currently Unworkable -20 

2.5.11.5 Conclusions 

The two options with the highest benefits are: 

• Expand existing New Century Park consent for a larger hotel

• Build a new hotel next to the new Terminal.

Given the scale and massing of a combined hotel on the NCP site and the need to provide a 
range of star ratings it would be advisable to build a new hotel of 400 rooms next to the new 
Terminal to four-star quality. 

In addition, in a high growth scenario, as LTN has been experiencing in recent years, it may be 
sensible to increase the capacity of the proposed NCP three-star hotel to fulfil the forecast 
demand of 687 rooms. 
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3 Explaining the Proposed Development

3.1 Introduction 

This chapter describes the following areas: 

• Red line boundary – required to define the physical boundary of the Proposed Development

• Proposed Development – the elements of the Proposed Development to be constructed
within the red line boundary

• Development Zones and sub zones – the Proposed Development has been divided into six
separate zones and then sub zones to assist in explaining the different elements and the
context

• Parameters - The DCO will specify the physical parameters within which the Proposed
Development will be constructed and operated. The environmental impact assessment
accompanying the DCO application adopts these parameters. Detailed designs will be
subject to further local planning approvals.

3.2 Red line boundary 

An application for an DCO must include a Red Line Boundary Plan which identifies a clearly 
defined ‘red line’ within which the Proposed Development will be constructed and operated. 
The land within the boundary comprises not only the main areas of development to the north 
east of the runway but also the existing airport, associated car parks, highway improvement 
locations and improvements to outlying agricultural land. Details of the elements of the 

Proposed Development within the red line boundary are described in the remainder of this 
chapter. The proposed red line boundary for the DCO application is shown on Figure 3.1. 

3.3 The Proposed Development 

The key elements that comprise the Proposed Development include the new terminal building, 
airfield, associated support facilities, areas of new landscaping/public open space, access 
roads and off-site junction improvements.  Further details of the various elements of the 
Proposed Development are described in this chapter and in Appendix C of this Report.  

The Proposed Development has been prepared taking account of the key drivers and 
considerations set out in chapter 2 above and it will provide the facilities necessary to support 
an increase in the capacity from the currently permitted 18mppa to 32mppa (Figure 3.2). 

Not all the facilities described above will be required at the same time to serve the forecast 
demand of the airport. Phasing of the Proposed Development is proposed to take into account 
both the forecast need and the overall necessary magnitude of development. 

For example, the new terminal will initially need to be sufficiently sized to accommodate 
approximately 7mppa. This will facilitate a move of operations from the existing terminal and 
accommodate one or more airlines without splitting operations across both terminals. 

A proposed sequence of construction has been developed based on these principles and is 
described in chapter 4 below.  

Figure 3.1 Redline boundary 
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Figure 3.2 Proposed Development Layout (32mppa) 
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3.4 Proposed development zones and sub zones 

For the purpose of the statutory consultation, the Proposed Development has been divided into 
six separate development zones to assist in explaining the different elements of the Proposed 
Development and their context.   

Table 3.1 Zone Overview 

Zone Zone Name 

Zone 1 Site-wide/creating the site 

Zone 2 Airfield 

Zone 3 Terminal and associated works 

Zone 4 Support facilities 

Zone 5 Landscaping and habitat creation 

Zone 6 Century Park Access Road, on-site and offsite road works 

These zones have been further split into a number of sub zones as described in the following 
sections. A table is included providing a brief description of the sub zones within each zone. 
Appendix C of this report provides a more detailed description of the Sub zones comprising 
the Proposed Development and includes a number of detailed sheets explaining the existing 
features and context of the site within which each sub zone development will take place; details 
of the works and uses proposed; and details of the current ‘reference’ design.     

Zone 1 Site-wide/creating the site 

Zone 1 is a “site-wide” zone that includes multiple areas and activities (see Figure 3.3 below) 
aimed at preparing the Site for the main development works.  The proposed activities and 
development within this Zone will create a site at the levels required to expand the airfield 
taking into account the requirements of international standards.  The works required to prepare 
the site include;  

• necessary survey works (where necessary, carried out prior to construction)

• site clearance

• providing a temporary replacement long stay car park

• setting up for remediation of the landfill area

• utilities diversions and installation

• extension and relocation of airport drainage systems

• construction of the airfield platform

• landscape preparation

• other preparatory works

It is anticipated that Zone 1 would comprise the following Sub zones and associated 
development (which are described in greater detail in Appendix C) within the scope of the 
Proposed Development:  

 Zone 
Sub zone 
reference 

Sub zone name 

Zone 1 

Sub zone 1.1 Geotechnical and other survey works 

Sub zone 1.2 
Clearing, physically identifying and setting up the site of Century 

Park Access Rd Phase 2 

Sub zone 1.3 Landscaping preparation 

Sub zone 1.4 Excavation 

Sub zone 1.5 Phasing of Open Space 

Sub zone 1.6 Impact on Public Rights of Way 

Sub zone 1.7 Statutory Services Diversions 

Sub zone 1.8 
Provision of temporary replacement of Long Stay Car Park 
(described in Section 4.1.1) 

Sub zone 1.9 Clearing and setting up site for remediation of landfill area 

Sub zone 1.10 Extension & relocation of airport drainage systems 

Sub zone 1.11 Airfield platform 
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Figure 3.3 Zone 1 Site-wide/creating the site 



Future LuToN - Scheme Development & Construction Report 

27 
October 2019 

Zone 2 Airfield 

Zone 2 is termed the Airfield zone.  This Zone comprises elements of the operational airfield 
(see Figure 3.4) required to support the airport expansion.  The proposed works within this 
zone include the provision of the aprons and taxiways and the relocation of a number of 
essential airfield facilities which would be displaced as a result of the Proposed Development:  

• an additional taxiway parallel to the runway along its eastern end together with improved
runway links

• relocated fire training ground facilities

• relocated engine ground running bay, de-icing area, and a calibration pad at the east end of
the runway

• electric vehicle charging areas, standby generators, and substations

It is anticipated Zone 2 would comprise the following sub zones and associated development 
(which are described in greater detail in Appendix C) within the scope of the proposed 
development:  

Zone 
Sub zone 
reference 

Sub zone name 

Zone 2 

Sub zone 2.1 Apron & Links 

Sub zone 2.2 Parallel Taxiway & Links 

Sub zone 2.3 Access Taxiway / Exit 

Sub zone 2.4 Fire Training Ground 

Sub zone 2.5 Engine Ground Running / Isolation Bay 

Sub zone 2.6 Calibration Pad 

Sub zone 2.7 De-icing 

Sub zone 2.8 Buildings Along Apron 
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Figure 3.4  Zone 2 Airfield 

 



   
Future LuToN - Scheme Development & Construction Report 

 

29 
October 2019 

 Zone 3 Terminal and associated works 

Zone 3 is termed the Terminal and associated works zone.  The Proposed Development (See 
Figure 3.5 below) required for this Zone includes:  

New passenger terminal (Terminal 2) and supporting facilities  

• A new terminal building with boarding piers (Western and Eastern piers) capable of 
accommodating 14mppa and serving Code C and Code E aircraft (with passenger 
boarding bridges if required by airlines); 

• New aircraft apron containing 34 stands for short-haul aircraft (B737 etc).  Within this 
allowance nine stands capable of servicing either large long-haul aircraft (B787/A350 
etc) or two smaller aircraft simultaneously.  Stands to incorporate fixed ground power 
and hydrant refuelling.   

• New energy centre to support heating and cooling of the terminal. 

• Service Yard 

Access and public transport  

• A coach station for the new terminal  

• A new forecourt area for the new terminal with a plaza, passenger drop off and pick-up 
areas, bus area and taxi provision 

• An extension of the Luton DART passenger transport link to Luton Airport Parkway 
railway station, and a new Luton DART station at Terminal 2.   

Adjustments to the existing passenger terminal (Terminal 1) and supporting facilities 

• Renewal of the original boarding gate area in the western edge of the existing terminal 
as this original facility requires renewal and will be sized to better accommodate the 
aircraft using these stands.  

• Expansion of the boarding gate area in the north of the terminal to better serve the 
aircraft stands in that location.   

• Expansion of the existing terminal entrance and check-in concourse over the existing 
forecourt together with associated adjustment to maintain the number of bus/coach 
bays.   

• A new aircraft apron containing up to four short-haul aircraft stands on the area of the 
current temporary drop off zone and DART construction compound. 

It is anticipated that Zone 3 would comprise the following Sub zones and associated 
development (which are described in greater detail in Appendix C) within the scope of the 
Proposed Development: 

Zone 
Sub zone 
reference 

Sub zone name 

Zone 3 

Sub zone 3.1 Proposed Terminal 2 

Sub zone 3.2 Western Pier 

Sub zone 3.3 Eastern Pier 

Sub zone 3.4 Coach Station 

Sub zone 3.5 Drop off Zone (DOZ) 

Sub zone 3.6 Terminal 2 Plaza 

Sub zone 3.7 DART Station 

Sub zone 3.8 Service Yard 

Sub zone 3.9 Energy Centre 

Sub zone 3.10 Terminal 1 - Terminal/Boarding (described in section 4.1.2)  
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Figure 3.5 Zone 3 Terminal and associated works 
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Zone 4 Support facilities 

Zone 4 is termed the Support facilities zone.  The proposed works within this zone include the 
support facilities required to facilitate the additional airport traffic from the Proposed 
Development and includes (see Figure 3.6): 

• operational, logistical and security facilities including a storage for de-icing activities, a
security post controlling staff and vehicle entrance to the airfield, a new police station, an
emergency vehicle assembly, and a catering centre;

• an airport hotel adjacent to the new passenger terminal;

• enhanced facilities with additional space for aircraft parking and maintenance expected to
be required by the business aviation sector;

• an additional cargo centre is required reflecting the volume of belly hold cargo in the
increasing numbers of Code C and Code E passenger aircraft (cargo freighter traffic not
expected to increase significantly).

• enhanced aircraft maintenance and servicing facilities - with increasing numbers of aircraft
based at the airport and an established aircraft servicing workforce there will be a
requirement for additional hangarage and support buildings (up to 3 hangar bays);

• new short-stay, long stay and staff car parking, and additional taxi and hire car facilities for
the new terminal;

• refurbished fuel facility and airfield fuel filling station;

• new drainage and water treatment facilities;

It is anticipated that Zone 4 would comprise the following Sub zones and associated 
development (which are described in greater detail in Appendix C) within the scope of the 
proposed development: 

Zone 
Sub zone 
reference 

Sub zone name 

Zone 4 

Sub zone 4.1 De-icing Equipment / Glycol Storage (described in sub zone 3.8) 

Sub zone 4.2 Police Station 

Sub zone 4.3 Emergency Vehicle Assembly (described in sub zone 3.8) 

Sub zone 4.4 Four Star Hotel 

Sub zone 4.5 Airside Security and Access 

Sub zone 4.6 Airport Operations 

Sub zone 4.7 Ground Operations / Logistics 

Sub zone 4.8 Cargo / Catering Centre 

Sub zone 4.9 Airport Operations and Maintenance 

Sub zone 4.10 Hangar A 

Sub zone 4.11 Hangar B 

Sub zone 4.12 Hangar C 

Sub zone 4.13 New Fuel Farm (incl. connection and pipeline) 

Sub zone 4.14 Sub zone reference not used 

Sub zone 4.15 Existing Fuel Farm Site 

Sub zone 4.16 Attenuation tank 

Sub zone 4.17 Water Treatment Plant 

Sub zone 4.18 Infiltration Tank / Permeable Paving 

Sub zone 4.19 New Short Stay MSCP (Multi-Storey Car Park) 

Sub zone 4.20 New Long Stay Car Park 

Sub zone 4.21 Staff Car Park (displaced by CPAR) 

Sub zone 4.22 Car Park A (known as Tiered car park) 

Sub zone 4.23  Car Park B (known as Trailer car park) 

Sub zone 4.24 Car Park C (known as Mid-stay car park) 
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Figure 3.6 Zone 4 Support facilities 
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 Zone 5 Landscaping and habitat creation 

Zone 5 is termed Landscaping and habitat creation. The proposed works in this Zone include 
the public realm and landscaping elements of the proposed development, replacement open 
space and areas of habitat creation (see Figure 3.7).  This includes: 

• New public open space re-providing that displaced by the airport expansion; 

• Landscaping and ecological mitigation to provide screening for the expanded airport; 

• Planting and landscaping around new buildings and car parks  

It is anticipated that Zone 5 would comprise the following Sub zones and associated 
development (which are described in greater detail in Appendix C) within the scope of the 
proposed development: 

Zone 
Sub zone 
reference 

Sub zone name 

Zone 5 

Sub zone 5.1 Terminal Entrance & Development 

Sub zone 5.2 Replacement Open Space 

Sub zone 5.3 Landscape Restoration Area 

Sub zone 5.4 Habitat Creation Area 

Sub zone 5.5 Off-site Hedgerow Restoration & Screening 
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Figure 3.7 Zone 5 On-site and off-site landscaping and habitat creation 
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 Zone 6 Century Park Access Road, on-site and offsite road works 

Zone 6 is termed the Century Park Access Road, On-site and Offsite Road Works. This Zone 
includes the following access roads and highway improvements necessary to support the 
airport expansion: 

• extending and adjusting the planned Century Park Access Road connected to a series 
of new access and on-airport distributor roads (see Figure 3.8) 

• highways and junction enhancements in the local area and off-site to accommodate the 
increasing traffic (see Figure 3.9) 

It is anticipated that Zone 6 would comprise the following Sub zones and associated 
development (which are described in greater detail in the Surface Access Strategy Report that 
forms part of the statutory consultation for the proposed development) within the scope of the 
Proposed Development: 

Zone 
Sub zone 
reference 

Sub zone name 

Zone 6 

Sub zone 6.1 CPAR Phase 2 

Sub zone 6.2 CPAR Link Road 

Sub zone 6.3 Airport Public Roads 

Sub zone 6.4 Airport Operational Roads 

Sub zone 6.5 Works to airport road at Public Highways (Barriered Junctions) 

Sub zone 6.6 Offsite Mitigations - Windmill Road / Kimpton Road 

Sub zone 6.7 Offsite Mitigations - A1081 New Airport Way / B653 / Gipsy Lane 

Sub zone 6.8 Offsite Mitigations - A1081 New Airport Way / B653 / Gipsy Lane 

Sub zone 6.9 Offsite Mitigations - Eaton Green Road / Lalleford Road 

Sub zone 6.10 Offsite Mitigations - Wigmore Lane / Crawley Green Road 

Sub zone 6.11 Offsite Mitigations - Eaton Green Road / Wigmore Lane 

Sub zone 6.12 Offsite Mitigations - A1081 / London Road (North) 

Sub zone 6.13 
Offsite Mitigations - Windmill Rd / Manor Rd / St. Mary's Rd / 
Crawley Green Rd 

Sub zone 6.14 Offsite Mitigations - Crawley Green Road / Lalleford Road 

Sub zone 6.15 
Offsite Mitigations - A602 Park Way / A505 Upper Tilehouse 
Street 

Sub zone 6.16 
Offsite Mitigations - A505 Moormead Hill / B655 Pirton Rd / Upper 
Tilehouse Street 

Sub zone 6.17 Offsite Mitigations - A602 Park Way / Stevenage Road 

Sub zone 6.18 Offsite Mitigations - M1 J10 

Sub zones within this zone are described in the Surface Access Strategy Report that has been 
produced and forms part of this consultation.  This report deals with all matters related to 
surface access and covers accessibility in a multi modal manner including private vehicles, 
public transport including rail, walking and cycling etc for passengers and employees.  The 
reader is referred to that Surface Access Strategy Report for further detail, it is available online 
at futureluton.llal.org.uk.

http://futureluton.llal.org.uk/
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Figure 3.8 Zone 6 Century Park Access Road, and other highways work 
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Figure 3.9 Zone 6 offsite highways mitigations 
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3.5 Parameters/massing for consent 

The development of the airport is planned over a two-decade period with each phase delivered 
to meet and service the progressive growing customer demand.  Flexibility for the various 
elements of the Proposed Development must be retained, particularly where certain elements 
will not be constructed for many years.  Therefore, the application for the Development 
Consent Order (DCO) is not expected to include detailed design of the development but 
instead will set out physical parameters within which the Proposed Development would be 
carried out.  This is known as the ‘Rochdale Envelope’ approach and is explained further in the 
Planning Inspectorate’s Advice Note Nine (Rochdale Envelope).  It provides an approach to 
allow a proposed development to be assessed in environmental impact terms (i.e. by an 
Environmental Impact Assessment) when final design details are not available, and where 
flexibility is required.  Consent can be granted for a development subject to further details 
being agreed prior to construction of a proposed development on the basis of this approach, 
allowing detailed design to be developed without affecting the validity or robustness of the 
Environmental Impact Assessment (EIA).  

Reference designs for the sub-zones of the Proposed Development have been developed 
taking into account the potential scale, function and operational resource requirements of each 
sub-zone.  The reference designs have been converted to a set of maximum physical 
parameters (providing a maximum horizontal and vertical extent) within which each sub-zone 
will be constructed (subject to detailed design and approvals granted by the relevant planning 
authority).   

The concept of parameters is illustrated in Figure 3.10, which shows a building enclosed within 
a given parameter allow flexibility for the developer to design and construct a building within 
the given envelope. The current extent of the sub-zone parameters (based on design work that 
has taken place to date) is shown on Figure 3.11 and Figure 3.12.  

Figure 3.10 Parameters illustrated  

 

 

The Preliminary Environmental Information Report (PEIR) (and the assessments supporting it) 
adopt the current design ‘parameters’ (Figure 3.11 and Figure 3.12) as the maximum extent of 
the Proposed Development in order to assess the likely significant adverse effects of the 
Proposed Development, i.e. assuming the reasonable ‘worst case scenario’ in terms of the 
environmental effects of the scheme.  The parameters will then be used in undertaking and 
completing the final Environmental Impact Assessment, and the Environmental Statement that 
will be submitted with the DCO application.  

In addition to informing the EIA process, the parameters will also be used to develop relatively 
high-level engineering designs, which are fundamental to the delivery of the expanded airport.   

For the purposes of completeness, and whilst not part of the DCO application, New Century 
Park (concurrent works) is identified as Zone 7 on the following parameter drawings. 
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Figure 3.11 Parameter plan
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Figure 3.12 Parameter plan – highway interventions
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4 Delivering the Proposed Development

4.1 Phases of the Proposed Development 

Delivering the proposed Terminal 2 will take a number of years, during which time demand to 
use LTN is expected to continue to grow in line with current forecasts (see section 1.2.2). A 
phased development programme has been set out such that capacity is delivered to satisfy 
demand in a set of logical steps. Figure 4.1 shows how capacity could be delivered under the 
DCO and the impact on the achievable throughput at LTN. There are potentially four major 
phases of work. 

• Preparatory works—which in themselves do not increase the capacity, but allow Terminal 2 
to open at the time required on the basis of the current forecasts 

• Phase 1 interim capacity up to 21.5 mppa, comprising works that develop capacity in 
advance of Terminal 2 opening in line with the demand 

• Phase 2 – Terminal 2 enabling 25 mppa capacity for the airport, which includes bringing 
Terminal 2 and its associated infrastructure and support facilities into use 

• Phase 3 – enabling 32 mppa capacity for the airport, with the remaining elements of the 
proposals 

Figure 4.1 Potential phased delivery of incremental airport capacity 

 

Source: York Aviation 

 Preparatory works 

LLAL believes it will be necessary to deliver Terminal 2 ready for passenger and airline 
operations no later than the summer of 2027.  To meet this programme, permission may be 
sought from the local planning authorities in early 2020 for a small number of preparatory 
works planned to be delivered in advance of the expected grant of the DCO application.  The 

early delivery of these works would reduce the impact on ongoing airport operations in the first 
year of the development programme.   

The works which would be the subject of local planning applications are described below. They 
would still be included in the DCO application, to ensure the DCO contains comprehensive 
powers to facilitate the development proposals enabling these to be delivered pursuant to 
DCO.   

Figure 4.2 Preparatory works 

  

4.1.1.1 Replacement of Wigmore Valley Park  

As part of the preparatory works, LLAL may seek to bring forward a local application for the 
early delivery of replacement parkland to the east of the airport, releasing Wigmore Valley Park 
to form part of the expansion area.  

4.1.1.2 Temporary reprovision of airport long-stay car parking 

A temporary long-stay car park will be created in the area of the proposed New Century Park 
office park on Wigmore Valley Park.  The car park could have a single level temporary metal 
deck over a part of the ground-level parking, providing further spaces.  The facility would 
include fencing, lighting and security barriers.  This temporary facility would be in addition to 
the consented New Century Park car park provision.  This temporary car park will 
accommodate around 3,500 of the current 4,200 space long-stay car park.  Due to the 
anticipated relative timing of the various developments, this temporary use of this area for car 
parking would not have a significant effect on the proposals for New Century Park. The 
remaining displaced spaces would be reprovided on available existing car park sites adjacent 
to Luton Airport Parkway railway station.  
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4.1.1.3 Site establishment 

The site will be established by constructing temporary buildings and hard standing. This will 
include a temporary processing facility to support the future landfill remediation works. 

A security fence and temporary haul roads will be installed to the initial DCO works area, 
segregating the works area from the public open space.  These works will be predominantly 
sited on the airport’s current long-stay car park.    

 Phase 1 – interim capacity 

The airport operator, LLAOL, has been delivering a project to expand the airport to 
accommodate 18mppa, which is called Project Curium.  Given the increase in the numbers of 
passengers carried in each aircraft, LLAOL believes that it will be possible for the airport to 
support up to 19mppa using Project Curium infrastructure and it is anticipated that they will 
submit an appropriate planning application to Luton Borough Council for this in due course.  
Some further adjustments to the airfield layout may be required to ensure that there is 
resilience to cope with delayed aircraft, space for the larger aircraft wingspans of new 
generation aircraft, and sufficient parking space for business aviation aircraft that stay parked 

at the airport for long periods.  To cover the eventuality that this expected planning application 
has not been determined by the time that the DCO  will also seek to replicate this requirement, 
to ensure that there is consent for the airport to grow beyond its 18 mppa limit at the soonest 
opportunity.   

In addition to these immediate proposals being brought forward, subject to demand and 
appropriate agreement with LLAL, LLAOL may also consider submitting a separate local 
planning application to Luton Borough Council, in advance of the DCO, to achieve the following 
interim capacity improvements to enable accommodation of further growth in demand 
(Figure 4.3): 

• up to five additional stands within Terminal 2 development zone 

• the provision of up to four aircraft stands associated with Terminal 1 

• an extension and reconfiguration of part of Terminal 1 to provide capacity for up to 
21.5mppa, including a new passenger pier, additional baggage reclaim facilities, security, 
seating, and boarding gates (Figure 4.4) 
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Figure 4.3 Phase 1 interim capacity  
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The works to deliver 21.5mppa capacity, in any event, will be included within the DCO 
application and would start before the delivery of Terminal 2.  As with the preparatory works, 
these Phase 1 interim capacity works will be incorporated into the DCO so that an increase in 
capacity to 21.5mppa would be achieved as part of the DCO should consent for any such 
LLAOL planning application not be achieved by the time that the DCO has been determined.  

The completion of the Century Park Access Road, replacement of the long-stay car park, and if 
not already installed, the installation of the landfill treatment compound will also be undertaken 
at this time under the DCO construction programme. 

Figure 4.4 Proposed adjustments to the existing passenger terminal 

 

 Phase 2 – Terminal 2 enabling 25mppa capacity 

Based on the passenger demand forecast, LLAL believes it will be necessary to deliver 
Terminal 2 ready for passenger and airline operations no later than the summer of 2027.  The 
phasing and balance between Terminals 1 and 2 will be kept under review as the development 
progresses to ensure that capacity is matched to demand as closely as possible. 

The new terminal will initially need to be sufficiently sized to accommodate approximately 
7mppa. This will include  

• first of the two passenger piers  

• aircraft stands adjacent to proposed passenger pier 

• taxiway and links to improve access to the existing runway from the new stands 

• car parks 

• Luton DART extension and new station to serve Terminal 2 

• primary drainage system, water treatment plant  

• new fuel storage facility 

• relocation of existing fire training ground to a new location on the south of the existing 
runway 

The provision of the above will facilitate a move of operations from the existing terminal and 
accommodate one or more airlines without splitting operations across both terminals. Any of 
the new aircraft stands already built would be allocated to the new terminal, allowing a 
balanced use of the two passenger terminals, each with their own airlines, aircraft stands, and 
support facilities. 

While the increased emphasis on public transport will reduce the need for vehicle access, 
several local road improvements will already have been undertaken.  The new access road 
planned in the New Century Park development, proposed to be modified by the DCO, will need 
to be  completed to help manage the traffic to the new terminal (Figure 4.5). 

 Phase 3 – enabling 32mppa capacity 

It is likely that the delivery of the facilities and assets to accommodate the remaining 7mppa 
Terminal 2 will be undertaken on a progressive basis rather than as a single phase, with the 
next increment to capacity needed probably no later than 2030. Additional facilities will be built 
and delivered when they are required, in line with future passenger growth (Figure 4.6).  

It is anticipated the additional capacity will need to be delivered in full by around 2039.  The 
likely remaining works would be: 

• Expansion of Terminal 2 and its aircraft stands and aprons 

• Migration of Terminal 2 short-stay car parking into a multi-storey facility 

• Expansion of airfield and ground handling operations centres 

• Expansion of long-stay car parking facilities 

• Provision of additional hangars to support the aircraft based at the expanded airport 

• Provision of a Terminal 2 hotel
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Figure 4.5 Phase 2 – Terminal 2 enabling 25mppa capacity 

  



   
Future LuToN - Scheme Development & Construction Report 

 

46 
October 2019 

Figure 4.6 Phase 3 – enabling 32mppa capacity  
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4.2 Outline construction sequence 

A construction sequence to deliver a fully functional airport for each of the development phases 
has been developed. The sequence for each phase will include enabling works (mobilisation, 
site preparation), construction, testing and commissioning.  

In order to meet the passenger demand in a timely manner, the construction works for phase 2 
are planned to begin in early 2022 and conclude in 2027, with Phase 3 concluding no later than 
2039. Within this overall timeframe, infrastructure assets will be delivered as and when they 
are required.  

To reduce the impact on neighbours and the environment, programmes and solutions that aim 
to manage the flow of materials and workforce to optimise construction operations; maximise 
productivity and reduce the effects on local communities, the environment and airport 
operations will be developed.  Site activities will commence with enabling works. These will 
comprise of: 

• activities associated with environmental mitigation measures 

• if not already delivered, the delivery of the new Wigmore Valley Park 

• if not already delivered, the reprovision of the existing long-stay carpark, landfill 
treatment compound and associated welfare facilities 

• early works associated with the CPAR Phase 2 works including demolition operations 

• construction fencing 

• temporary haul roads 

• utility diversions 

• soil remediation works 

• establishment of a consolidation centre 

• ongoing surveys and monitoring 

A key part of the construction strategy is ensuring that access to high quality open space is 
maintained during the construction works.  If not already delivered, works will be undertaken to 
deliver the works under Phase 1 – Interim Capacity for 21.5mppa.   

Phase 2 construction sequence will commence with the earthwork operation along with the 
drainage, underground utilities including water storage tanks, electrical services, fibre optics, 
and the Luton DART tunnel. This will be followed by the installation of foundations for the new 
airport buildings. Other works will include pier, concrete pavements, taxiways, aprons and 
other associated airfield facilities including perimeter roads, signage and markings. The more 
complex construction areas such as the construction of the new Luton DART station and tunnel 
and the new terminal building are likely to be among the first active construction sites.  The 
construction of the new ancillary buildings, long and short stay car parks, and associated 
airport landscaping, roads, pavements, and new works will follow.  

Phase 3 will comprise of expansion of Terminal 2, construction of second pier and associated 
apron, airport support buildings and additional car parks. 

Figure 4.7 Airport operational boundary changes at completion and replacement of 
Wigmore Valley Park 

Prior to December 2021 

 

 

Early 2022 
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 Construction timeline 

Figure 4.8 provides an indication of the overall construction programme for Phases 1, 2, and 3.  
The Phase 1 interim capacity works, if not already separately consented and progressed by 
LLAOL, will be the first works to commence. In parallel, enabling works will also begin to 
deliver the new terminal (Phase 2). Enabling works activities will continue with partial relocation 
of Wigmore Valley Park to its new location. 

The construction of the new terminal and its associated facilities is likely to commence a year 
after DCO consent on a four-year programme to conclude in 2026. The 25mppa overall airport 
capacity will be available in time for the summer of 2027.  This is a tight timescale, so LLAL 
has been working collaboratively with the airport operator to put arrangements in place for 
timely access to the airport site to begin work as soon as possible.  The delivery of Phase 3 is 
planned to progressively deliver capacity between 2028 and 2038.  

Figure 4.8 Overall construction programme 

 

Key elements of the phased construction work are shown in Figure 4.9 to Figure 4.11. 

 

Figure 4.9 Phase 1 (21.5mppa) construction 

 

Figure 4.10 Phase 2 (25mppa) construction 

 

Figure 4.11 Phase 3 (32mppa) construction 

 

4.3 Construction management 

The proposed approach to construction management is explained in more detail in the Draft 
Code of Construction Practice, Volume 3 of the PEIR, it is available online at 
futureluton.llal.org.uk.  A summary is provided in the following paragraphs.  

YEAR

Preparatory Works

Phase 1 -  21.5MPPA EW

Phase 2 - 25MPPA EW

Phase 3 - 32MPPA EW EW

EW = Earthwork duration within each phase

LUTON AIRPORT PROPOSED DEVELOPMENT CONSTRUCTION PROGRAMME

2022 2023 2024 2025 2026 20272020 2021

Prep. Works

2028 2029 2030 2031 2032

21.5MPPA & 25MPPA 32MPPA

20342033

http://futureluton.llal.org.uk/
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 Construction compounds 

To promote efficiency on site, a main construction compound along with smaller satellite 
compounds is planned. The locations of these compounds are yet to be agreed but will help 
manage the flow of materials to and from the site. The main compound will vary depending on 
the construction requirements, but will typically incorporate offices, equipment storage and 
maintenance, materials storage, staff accommodation, vehicle parking and welfare facilities 
among others. All of the compounds will be located to minimise disturbance to local 
communities and wider environmental receptors wherever practical.   

4.3.1.1 Deliveries 

The peak level of deliveries is estimated at around 260 vehicles per day in 2023 and 230 
vehicles per day in 2025, which are the busiest years of construction.  Deliveries will be 
arranged to minimise impacts on the road system so far as reasonably practical. Abnormal and 
special loads may be delivered outside standard working hours subject to the requirements 
and approval of the relevant local authorities and the police. Examples may include, but are not 
limited to, delivery of prefabricated buildings, transformers, mechanical and electrical units or 
other large or heavy plant.    

Only contractors who are part of the Fleet Operator Recognition Scheme (FORS) will be 
employed for the delivery of materials to the works. The Fleet Operator Recognition Scheme is 
a voluntary accreditation scheme for fleet operators which aims to raise the level of quality 
within fleet operations, and to demonstrate which operators are achieving exemplary levels of 
best practice in safety, efficiency, and environmental protection. Accreditation is only awarded 
to exceptional operators who have met exacting targets and will actively promote the FORS 
Standard to their supply chain. 

This will ensure that the fleets of vehicles are ultra-low or zero emission, and are driven safely 
with respect to pedestrians, cyclists and other vulnerable road users.  

4.3.1.2 Consolidation centre and vehicle holding site 

An option is being investigated to establish a consolidation centre to reduce the number of 
vehicles requiring access to site. This would ensure that vehicles are optimally loaded, 
deliveries are scheduled and that empty delivery vehicles are used for removal of waste and 
unused materials. The consolidation centre would also serve as a lorry park, long-term storage 
area, possibly a prefabrication facility, sample stores, and a temporary overspill car parking 
area. In addition to reducing congestion, use of the consolidation centre would result in shorter 
vehicle journeys which would result in an overall reduction in carbon dioxide emissions and 
impact on air quality on and around the site. The overall reduction in vehicle movements would 
also reduce the impact on airport neighbours, local businesses and residents. 

The location of a consolidation centre has not been finalised and is subject to ongoing 
technical validation. The location options and possible impact of this consolidation centre on 
any adjacent neighbours will be agreed with the stakeholders.  Mitigation measures would be 
implemented to minimise any temporary impact on neighbours. 

 Working hours 

The majority of construction work will be carried out during normal working hours and will be in 
line with the requirements of the Control of Pollution Act 1974, Part III, section 60, namely; 
Mondays to Fridays, 08:00 to 18:00, and Saturdays, 08:00 to 13:00. 

Where working is required outside of the above hours due to unforeseen circumstances or 
planned work that can only occur outside of the core hours (e.g. road closure requirements or 
continuity of working on large concrete pours or excavations where the working pattern may 

include night and weekend working), this will be done in consultation with the relevant local 
authorities and appropriate notifications will be provided. 

 Lead contractor 

A lead contractor will be appointed to provide overall construction oversight and management 
of the works. The lead contractor will be responsible for finalising the construction phasing and 
delivering the construction schedule. The lead contractor will coordinate the project delivery 
with multiple design teams and various construction oversight teams.  Arrangements would be 
agreed with the local planning authorities, client representatives, airport operator, regulators 
and the stakeholders including residential and commercial communities.  

Contractors on the project will need to prepare and submit for approval their own construction 
environmental management plan. 

 Environment impacts and mitigation 

Consideration of the environmental impacts is imperative during all stages of construction, 
starting with enabling works. At all stages, priority will be given to construction practices that 
reduce the impact of noise, light, visual and air quality pollution and traffic. Where possible, 
facilities to reduce nuisance will be employed and operations that may cause an impact will, 
where possible, be located at a suitable distance from neighbours and appropriate mitigation 
measures adopted. Studies to identify the risks and mitigation of environmental impacts from 
construction on the local environment are already underway.  

A construction environmental management plan would be produced by each contractor and will 
describe the management and record the risks and mitigation of the environmental concerns 
during the construction activities. Different construction approaches will be considered and 
adopted to create acceptable conditions. For instance, dust suppression systems, noise and 
vibration limiters, protection of ecological features, surface water management and solutions to 
prevent tracking of dirt off site will be implemented. Different construction approaches will be 
reviewed to establish where it may be possible to avoid or reduce impacts by utilising different 
methods of construction. For instance, design, manufacture and assembly solutions that 
streamline the delivery process, reducing material use and waste, are already being explored, 
with the aim of reducing construction traffic associated with material transfer across different 
work site locations.  Further detail can be found in the Draft Code of Construction Practice, 
Volume 3 of the PEIR, it is available online at futureluton.llal.org.uk. 

4.3.4.1 Sustainable construction 

The sustainability of construction is also being explored. This would be achieved by measures 
including using just in time deliveries to reduce the usage and waste of materials. At the same 
time, plans will be coordinated with other local construction projects where possible and only 
contractors who use FORS accredited operators will be employed. Where possible, 
construction techniques will be used which maximise the reuse of recycled materials while 
minimising water and energy consumption usage. 

4.3.4.2 Waste management and material handling 

The project aims to minimise the volume of waste generated by applying the waste hierarchy – 
avoid, reduce, reuse, recycle – and responsible disposal as set out in the Waste (England and 
Wales) Regulation 2011. All waste streams that are likely to be produced will be identified and 
segregated, stating the quantities that are likely to be generated, and an approach will be set 
out for the controlled and sustainable management and disposal of all construction waste and 
how it is handled.  

http://futureluton.llal.org.uk/
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A significant potential waste stream is from the excavated material from both the existing 
landfill and other excavated areas, as discussed in section 2.5.1. It is intended that this 
material is recycled for re-use on site, with non-recyclable material being disposed in a 
controlled manner at licenced waste treatment sites.  Studies to explore the handling options 
for the excavated material, and transportation from the extraction location to the treatment area 
and back to the re-filling location, are ongoing. Studies to explore options for on-site waste 
treatment plants to sort the material into waste streams for re-use as filling and for residual 
waste disposal off-site have been considered.  

Material handling technologies will also be used to minimise manual handling such as lifts and 
hoists, cranes, forklifts, concrete pumps and similar. 

 Security 

Control posts will be at site entrances, which would provide security checks for materials and 
workforce entering and leaving the construction sites. These would be typically located in easy 
to access areas for both workers and construction vehicles and will be managed 24 hours a 
day, 7 days a week. The intention is to work with local communities and the airport operator to 
supplement the existing security measures by not only adding to the number of security check 
points, but to also supplement them with additional patrolling guards around the perimeter of 
the construction sites, preventing unauthorised access to avoid theft or incidents. 

 Construction traffic management  

For the early phases, it is proposed that the entrance to the respective sites will be via 
President Way. This location has been selected as it allows for a separate entrance and exit to 
site whilst utilising existing infrastructure.  For the later phases, the Century Park Access Road 
(CPAR) will be used, dependent on timing and discussions with the local highway authority. 

Traffic management measures will be implemented near the construction site to reduce 
congestion. Closure of any local roads and footpaths will be minimised during construction 
planning. Adequate diversion routes and temporary access for site neighbours will be provided 
where required in consultation with the local communities and other road users.  

Accessing the construction sites will initially lead to additional pressure on the local road 
network, resulting from the movement of construction personnel and materials. Dedicated 
access routes to the site will be identified and created, which all construction traffic will adhere 
to.  The appropriate design decisions will be made to reduce the pressure on the local network. 
For instance, the current proposal for the construction of the CPAR carriageway takes into 
account sufficient space being available to enable traffic to continue to use the existing road 
during its construction. Currently the CPAR carriageway is expected to be complete in 2024 
alleviating the pressure on the local roads from there on. 

 Number of operatives 

The number of operatives varies throughout the project but is expected to peak during the 
construction of the terminal and ancillary buildings concurrently with the construction of the 
new airport apron and taxiways from 2022 to 2026. During this period, it is estimated that there 
will be a construction workforce of up to 1,350.  The workforce will then reduce following the 
completion of the taxiways and will be largely localised during Phase 3. 

The construction works will be managed by a team of approximately 200 (included in the above 
figures) during the period of works. This includes project and construction management, 
engineering and design consultants, security and marshals. 

 Interfaces 

It is recognised that there are several other projects both being planned and being delivered in 
and around the airport area, which may be impacted by the redevelopment works. It is also 
recognised that there are other significant issues during the construction works that will need to 
be managed, including taxiway closures, access and security, low visibility closures, economic 
impacts, noise, dust, ecology, ground conditions, highway considerations and the local 
community. Separate liaison groups will be established to identify and manage the Proposed 
Development interfaces with the airport operator, local businesses and the local community. 
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Appendix A – Glossary 

You may find that there are specialist or 
technical terms in this document, and in 
other consultation materials, and in the 
documents that are submitted to the 
Planning Inspectorate.  Here they are 
defined for your reference. 

AOD – Above Ordnance Datum 

The term ‘Ordnance Datum’ refers to the 
height of mean sea-level, taken from a 
reference point at Newlyn in Cornwall. The 
term Above Ordnance Datum (AOD) refers 
to a height above the Ordnance Datum. 
Measurements are given a + or a – sign to 
signify which side of Ordnance Datum it 
falls. 

Aircraft stands 

A place where aircraft can be parked. 

Air Quality Management Areas 

Local councils in the UK monitor air quality 
in their areas and may designate certain 
places identified as having concerns with air 
quality as Air Quality Management Areas 
with plans for improving the air quality.  
Luton has a number of these to help 
address the impacts of road traffic 

Airside 

The area of the airport that is within its 
passport and security checks.   

Airside infrastructure area 

All infrastructure related to handling aircraft 
movements, such as the runway, aircraft 
parking, and taxiways.   

Ammoniacal Nitrogen 

Ammoniacal nitrogen (NH3-N), is a 
measure for the amount of ammonia, a toxic 
pollutant often found in landfill leachate and 
in waste products, such as sewage, liquid 
manure and other liquid organic waste 
products. 

ANPS - Airports National Policy 
Statement 

The government’s policy on the framework 
for expansion at Heathrow.   

Apron 

The apron is the name for the area of the 
airport where aircraft are parked, refuelled, 
loaded and unloaded, and boarded by 
passengers.  The parking positions are 
called aircraft stands.   

Bartlett Square 

A proposed 2.5 acres of commercial 
development off Kimpton Road, next to 
Luton Airport Parkway railway station.   

Biochemical Oxygen Demand 

Biochemical oxygen demand (BOD) is the 
amount of dissolved oxygen needed by 
aerobic biological organisms to break down 
organic material present in a given water 
sample at certain temperature over a 
specific time period. 

BREEAM 

An international scheme that provides 
independent third party certification of the 
assessment of the sustainability 
performance of individual buildings and 
infrastructure projects. 

Business Aviation 

Company aircraft and air taxis.  

CAA – Civil Aviation Authority 

The statutory body in the UK that oversees 
and regulates all aspects of civil aviation.   

Calibration Pad 

A facility with minimum magnetic 
interference, in which an aircraft may be 
oriented to various headings, for the 
purpose of checking on-board compass 
systems. 

Century Park 

An undeveloped site adjacent to LTN that is 
identified as a major site for employment 
development within Luton Borough 
Council’s Local Plan.  It was acquired by 
LLAL in 2015.   

Chemical Oxygen Demand 

Chemical oxygen demand (COD) is a 
measure of the capacity of water to 
consume oxygen during the decomposition 
of organic matter and the oxidation of 
inorganic chemicals such as Ammonia and 
nitrite. 

Climate Change Act 

Legislation passed by Parliament in 2008 to 
set greenhouse gas reduction targets and 
encourage the UK to become a low-carbon 
economy. The UK set a target to reduce 
emissions to net-zero by 2050. 

Code C Aircraft  

An International Civil Aviation Organisation 
(ICAO) reference code for aircraft. These 
codes are used to designate the facilities 
required on the airfield and their 
dimensions. Code C refers to an aircraft 
with a wing span range between 24 metres 
up to, but not including, 36 metres. 

Code E Aircraft 

An International Civil Aviation Organisation 
(ICAO) reference code for aircraft. These 
codes are used to designate the facilities 
required on the airfield and their 
dimensions. Code E refers to an aircraft 
with a wing span range between 52 metres 
up to, but not including, 65 metres. 

Compulsory Acquisition 

The process by which land can be acquired 
at a fair price for important developments 
such as infrastructure of national 
importance.   

CPAR - Century Park Access Road  

A proposed new road around the airport to 
support the proposed development at New 
Century Park.   

CTA – Central Terminal Area 

The CTA encompasses the public areas in 
the immediate vicinity of the airport terminal 
and includes access to and from the arrivals 
and departures terminal and associated 
buildings, the transport interchange, and the 
short-term car park.   

DART  

Luton DART will be a new fully-automated 
transport system, approximately 2.1km in 
length, to move passengers between Luton 
Airport Parkway railway station and the 
airport terminal. The system is scheduled to 
become operational by 2021. 

dB 

Decibel—a unit used to measure the 
intensity of sound. Audible sounds range 
from 0 dB to 140 dB. 

DCO – Development Consent Order 

A Development Consent Order is the way 
that developments categorised as 
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Nationally Significant Infrastructure Projects 
(NSIPs) are given planning permission.  
Rather than the application being 
considered by the local council, it will be 
examined by the Planning Inspectorate 
(PINS) and the decision made by the 
relevant secretary of state – in the case of 
LTN, the Secretary of State for Transport.   

Department for Transport (DfT) 

The Department for Transport is the 
government department responsible for the 
transport network in England and Wales, 
including airports and civil aviation.  It will 
ultimately be the Secretary of State of this 
department who will make the decision on 
the application to expand LTN.   

Direct Jobs 

Employment supported by organisations 
directly involved in the provision of air 
transport services onsite at the airport.  

Eaton Green Landfill 

A former landfill waste site which was 
operational between 1937 and 1978.  

East Luton Study  

A Luton Borough Council review of the 
cumulative impacts of development sites, 
building on previous studies which had 
identified network constraints and potential 
mitigation options, particularly the Vauxhall 
Way corridor.  The main aims and 
objectives of the study were to develop a 
micro-simulation model covering the whole 
of the south and east of Luton, to identify 
junctions and sections of the highway 
network expected to come under stress, 
based on the transport impacts of the 
planned development in the area.  
Following the modelling exercise, the study 
also sought to develop designs for 
mitigating these impacts, before providing 
an indication of potential costs. This work 
does not include airport expansion beyond 
18mppa. 

EIA – Environmental Impact Assessment 

The law requires large development 
projects to carry out an assessment of the 
likely significant effects they will have on the 
environment, allowing suitable mitigation 
measures to be proposed and informing 
decision-makers on the full impact.  

EGRB – Engine Ground Running Bay 

An area specifically designed to reduce the 
impact of aircraft engine noise. 

FORS – Fleet Operator Recognition 
Scheme 

The Fleet Operator Recognition Scheme is 
a voluntary accreditation scheme for fleet 
operators which aims to raise the level of 
quality within fleet operations, and to 
demonstrate which operators are achieving 
exemplary levels of best practice in safety, 
efficiency, and environmental protection. 
Accreditation is only awarded to exceptional 
operators who have met exacting targets 
and will actively promote the FORS 
Standard to their supply chain. 

GEA – Gross External Area 

Gross External Area is the area of a 
building measured externally at each floor 
level. 

GDP – Gross Domestic Product 

The total value of goods produced, and 
services provided in a country during one 
year.   

GHG – Greenhouse gases 

Greenhouse gases are those, like carbon 
dioxide, methane, and nitrous oxide, which 
contribute to trapping heat in the earth’s 
atmosphere and cause global climate 
change.   

GSE – Ground Service Equipment 

Ground Support Equipment (GSE) is the 
support equipment found at an airport, 
usually on the apron, the servicing area by 

the terminal. This equipment is used to 
service the aircraft between flights. 

GVA – Gross Value Added 

The measure of goods and services 
produced in an area. 

Indirect Jobs 

Employment supported in the supply chain.   

Induced Jobs 

Employment supported by the expenditure 
of the wages and salaries earned in the 
direct and indirect impacts. 

LAeq,8h 

The average equivalent continuous sound 
pressure level over an 8-hour period, in this 
case taken to be 23:00 to 07:00 accounting 
for the daily average of aircraft movements 
during a 92-day summer period from 19 
June to 15 September. 

LAeq,16h 

The average equivalent continuous sound 
pressure level over a 16-hour period, in this 
case taken to be 07:00 to 23:00, accounting 
for the daily average of aircraft movements 
during a 92-day summer period from 19 
June to 15 September. 

Landside 

The landside part of the airport is the area 
open to the general public without security 
checks, including the check-in and ticketing 
desks and terminal entrance.  Once 
passengers have passed through security, 
they are in the airside part of the airport.   

LBC – Luton Borough Council 

London Luton Airport (LTN) sits within the 
boundaries of Luton Borough Council, a 
unitary authority.  The council is the sole 
shareholder of LLAL.   

LIF – Luton Investment Framework 

A 20-year plan by Luton Borough Council 
and its partners to secure £1.5 billion 
investment in the town and create 
thousands of new jobs for local people. 

LLAL – London Luton Airport Limited 

The company that owns LTN. Its sole 
shareholder is Luton Borough Council. Its 
board of directors is appointed by Luton 
Borough Council, and comprises elected 
councillors with three advisory members. 

LLAOL – London Luton Airport 
Operations Limited 

The company that manages and operates 
LTN on a concessionary basis until 2031. 

LEP – Local Enterprise Partnership 

Local enterprise partnerships are voluntary 
partnerships between local authorities and 
businesses, to encourage local economic 
development and bid for government 
funding. SEMLEP (South East Midlands) is 
the LEP that covers Luton. 

Local Plan 

A local plan sets out local planning policies 
and identifies how land is used, determining 
what will be built where. They are drawn up 
by local councils in consultation with the 
public. Luton’s Local Plan was adopted by 
Luton Borough Council in 2017 and covers 
the period up to 2031. 

London Luton Airport Enterprise Zone 

Enterprise Zones are designated areas 
across England that provide government 
support to businesses who locate there as 
part of the government’s wider industrial 
strategy to enable local economic growth. 
The London Luton Enterprise Zone is 
adjacent to LTN. 
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LTN – London Luton Airport 

London Luton Airport is commonly 
abbreviated to LTN because this is its code 
from the International Air Transport 
Association. 

Luton DART – Direct Air-Rail Transit 

Luton DART will be a new fully-automated 
transport system, approximately 2.1km in 
length, to move passengers between Luton 
Airport Parkway railway station and the 
airport terminal.  The system is scheduled 
to become operational by 2021.   

mAOD 

Metres Above Ordnance Datum. ‘Ordnance 
Datum’ refers to the height of mean sea-
level, taken from a reference point at 
Newlyn in Cornwall. 

Modal Share 

The proportion of journeys made by 
different types, or modes, of transport  

μg/m3 

A unit of concentration of an air pollutant 
(e.g. nitrogen dioxide) given in micrograms 
(one-millionth of a gram) per cubic metre of 
air. 

mppa – million passengers per annum 

The number of air passengers passing 
through the airport each year. 

NATS – National Air Traffic Services 

The main air traffic control provider in the 
UK. Air traffic controllers working for NATS 
provide en-route flight information and air 
traffic services to 14 UK airports, including 
LTN. 

New Century Park 

Land on Wigmore Valley Park, adjacent to 
LTN, was identified in Luton Borough 
Council’s Local Plan as a strategic location 
for new employment development. Plans for 
road improvement and a new commercial 
development, including office buildings, a 
hotel and car parking, have been submitted 
seeking consent from the local planning 
authority. 

NPPF – National Planning Policy 
Framework 

This is the document that sets out the 
government’s planning policies for England 
and how they are expected to be applied by 
local councils when they write local planning 
policies and decide planning applications. 

NSIP – Nationally Significant 
Infrastructure Project 

Nationally Significant Infrastructure Projects 
(NSIPs) are large-scale developments 
relating to energy, transport, water or waste 
and are defined by the Planning Act 2008. 
NSIPs are granted development consent by 
the relevant secretary of state rather than 
through the planning process administered 
by local planning authorities. 

PINS – Planning Inspectorate 

The Planning Inspectorate is an executive 
agency of government, which examines and 
makes recommendations to government 
ministers making decisions on Nationally 
Significant Infrastructure Projects. 

Priority habitats 

Describes a range of habitats listed under 
Habitats and Species of Principal 
Importance for the conservation of 
biodiversity in England under the provisions 
of Section 41 of the Natural Environment 
and Rural Communities (NERC) Act 2006. 
These include all the habitats in England 
that were identified as requiring action in the 
UK Biodiversity Action Plan (UK BAP), 
which continue to be regarded as 
conservation priorities in the subsequent UK 
Post-2010 Biodiversity Framework. 

Project Curium 

A £160 million redevelopment programme 
by London Luton Airport Operations Limited 
(LLAOL) to improve and increase current 
airport infrastructure and facilities to allow 
capacity at LTN to increase up to 18mppa. 

PRoW – Public rights of way 

Refers to paths on which the public have a 
legally protected right of way, including 
footpaths and bridleways. 

RET – Rapid exit taxiway 

Taxiways linked to runways at an angle that 
permits aircraft to exit the runway at high 
speeds (40–58 mph or 65–93 km/h). 

SEMLEP – South East Midlands Local 
Enterprise Partnership 

SEMLEP is the LEP which comprises the 
four unitary authorities of Bedford, Central 
Bedfordshire, Luton and Milton Keynes, 
together with the district councils of 
Aylesbury Vale, Cherwell, Corby, Daventry, 
Kettering, Northampton and South 
Northamptonshire. 

SoCC – Statement of Community 
Consultation 

An infrastructure project that intends to 
apply for permission through the DCO 
process must produce a Statement of 
Community Consultation prior to the 
process of statutory consultation. This 
describes the proposal to consult the local 
community about the proposals and is 
produced in consultation with the local 
authorities that host the airport. 

Summer 2018 consultation 

Also known as the non-statutory 
consultation, this consultation was 
undertaken by LLAL in Summer 2018. This 
stage introduced people to the options for 
expansion and gathered initial feedback to 
inform the evolution of the plans and 
designs. 

Surface access 

This refers to all the journeys that 
passengers take to get to and from the 
airport, be that by car, coach, public 
transport, bike or on foot.  

Taxiing

When aircraft are moving along the ground, 
this is called taxiing or to taxi.

TWY – Taxiway

The taxiway is the path for aircraft to move 
between the apron, where they load 
passengers, to the runway, where they 
take-off.

Terminal

The terminal is the airport building where 
passengers purchase tickets, transfer 
luggage, go through security, and access 
aeroplanes via gates.

Total Suspended Solids

Total suspended solids (TSS) is the dry-
weight of suspended particles, that are not 
dissolved, in a sample of water that can be 
trapped by a filter that is analysed using a 
filtration apparatus.

TA – Transport Assessment

Transport Assessments are thorough 
evaluations of the transport implications of 
development, carried out by technical 
specialists. They set targets and identify 
opportunities to deliver sustainable 
transport options.

Travel Plan

A management strategy encouraging 
sustainable transport to and from the 
airport, by passengers, staff and deliveries.

Vision for Sustainable Growth 2020-2050 

LLAL produced its Vision for the airport, 
titled ‘Vision for Sustainable Growth 2020-
2050’, to outline why LTN should make 
better use of its runway while being 
environmentally and socially responsible
and a good neighbour to surrounding 
communities. This Vision was the first step 
in the process represented by the rest of
this document.
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Appendix B – Planning Policy Context

This appendix first considers the policy basis for determining the Development Consent Order 
(DCO) application, before then describing the planning policy context at the national, strategic 
and local level, including government aviation policy.  An overview of government aviation 
policy is also provided in the Outline Need Case which accompanies the statutory consultation.  
A full document which sets out appropriate national, strategic and local policy compliance will 
be provided as part of the DCO application upon submission.   

Basis for Determining the DCO Application 

As a Nationally Significant Infrastructure Project (NSIP), the DCO application will be 
determined under the Planning Act 2008.  Section 104(2) of the Planning Act 2008 requires 
that in deciding DCO applications, 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 relates (a “relevant national policy statement”). 

On 26 June 2018, the government designated the Airports NPS.  Paragraph 1.40 of the 
Airports NPS 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 the airport.    

Paragraph 1.41 indicates that the Airports NPS does not have effect in relation to an 
application for development consent for an airport development not comprised in an application 
relating to Heathrow Airport as noted above.  Paragraph 1.41 goes onto indicate that 
nevertheless 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 and the South of England. 

Section 105 of the Planning Act 2008 sets out the procedure on how decisions should be made 
on DCO applications where no NPS has effect.  In such instances, Section 105 (2) of the 
Planning Act states that in deciding the application the Secretary of State must have regard to: 

a) any local impact report (within the meaning given by Section 60(3)) submitted to the 
Secretary of State before the deadline specified in a notice under Section 60(2); 

b) any matters prescribed in relation to development of the description to which the 
application relates; and 

c) any other matters which the Secretary of State thinks are important and relevant to the 
Secretary of State’s decision. 

A local impact report is a report in writing giving details of the likely impact of the proposed 
development on the authority’s area (or any part of that area).  It is expected that the Planning 
Inspectorate will invite the host authorities, in this instance Luton Borough Council, 
Hertfordshire County Council, North Hertfordshire District Council and Central Bedfordshire 
Council, to submit a local impact report for their respective areas. 

The Planning Act 2008 does not incorporate Section 38(6) of the Planning and Compulsory 
Purchase Act 2004 which sets out the approach for the determination of planning applications, 
namely that they must be determined in accordance with the Development Plan unless 
material considerations indicate otherwise.  The Development Plan is not therefore the starting 
point for consideration of a DCO application.  Nevertheless, the relevant Development Plan 

policy context is likely to be both important and relevant to the Secretary of State’s decision, 
together with relevant national policy guidance. 

In the absence of a designated NPS which has effect in relation to the proposed airport 
development, set out below is a summary of the relevant government aviation policy and 
national, strategic and local policy context which is likely to be important and relevant to the 
Secretary of State’s consideration of the DCO.  

Government Aviation Policy  

This section summarises the government’s aviation policy context for Luton making best use of 
its existing runway.  As noted above, the Airports NPS does not have effect in relation to an 
application for development consent for an airport not comprised in an application related to 
Heathrow Airport, although its contents will be both important and relevant considerations in 
the determination of such an application.  

Under the heading, ‘Relationship between the Airports NPS and the Aviation Policy 
Framework’, paragraph 1.38 of the Airports NPS indicates that the NPS sets out government 
policy on expanding airport capacity in the South East and in particular by developing a 
Northwest Runway at Heathrow.  It is noted that other government policy on airport capacity 
has been set out in the Aviation Policy Framework, published in 2013, and that the Airports 
NPS does not affect government policy on wider aviation issues, for which the 2013 Aviation 
Policy Framework and any subsequent policy statements still apply.     

Therefore, consideration needs to be given to the government’s wider policy related to aviation 
in the UK.  The government’s wider policy framework is set out below by first referring to the 
Aviation Policy Framework (2013) before then describing the more recent emergence of 
government aviation strategy by reference to consultations and announcements relating to 
making best use of runway capacity, and then describing the key aspects of the Airports NPS.   

Aviation Policy Framework  

The Aviation Policy Framework (APF) sets out the government’s strategy for supporting the 
growth and benefits of aviation.  Whilst it provides policy support for airports outside the South 
East of England to make best use of their existing airport capacity, airports within the South 
East were to be considered by the Airports Commission set up in September 2012.  The APF 
is therefore silent on specific policies either in support or against further airport expansion in 
the South East.    

Whilst not providing any specific commentary on airport expansion in the South East, the APF 
does indicate that the government recognises the very important role airports across the UK 
play in providing domestic and international connections and the vital contribution they can 
make to the growth of regional economies. 

Emerging Government Aviation Strategy 

The Airports Commission was established in September 2012 with the remit of recommending 
how the UK can maintain its status as a global aviation hub and maintain its international 
connectivity, as well as making best use of existing capacity in the shorter term.  The 
Commission published its Interim Report on 17 December 2013 and then its Final Report on 1 
July 2015.  The Final Repot recognised the need for an additional runway in the South East by 
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2030 and recommended that this should take the form of a Northwest Runway at Heathrow.  
However, it also noted that there would be a need for other airports to make more intensive 
use of their existing infrastructure. 

In July 2017, the government published a call for evidence consultation document – ‘Beyond 
the horizon: The future of UK aviation’ to establish views on the approach it was proposing to 
take on a number of aviation issues identified to inform the aviation strategy.  Under the 
heading proposed aims and objectives, the consultation document noted at paragraph 2.2 that 
the aim of the Aviation Strategy is: ‘To achieve a safe, secure and sustainable aviation sector 
that meets the needs of consumers and of a global, outward-looking Britain’   

The call for evidence document set out at paragraph 7.20 that the government agreed with the 
Airports Commission’s recommendation that there is a requirement for more intensive use of 
existing airport capacity and was minded to be supportive of all airports who wish to make best 
use of their existing runways including those in the South East, subject to environmental issues 
being addressed. 

On 5 June 2018, the government reported on the feedback received from the Aviation Strategy 
call for evidence and set out its support of airports beyond Heathrow making best use of their 
runways in ‘Beyond the horizon: The future of UK aviation – Making best use of existing 
runways’. The government’s www.gov.uk web site indicates that this document forms part of 
the government’s wider Aviation Strategy and sets out the detail of the ‘making best use’ 
policy.   

The document gives consideration to the implications for the UK’s carbon commitments and 
local environmental impacts before setting out the government’s policy statement.  Under the 
heading of ‘Policy statement’, paragraph 1.25 indicates that as a result of the consultation and 
further analysis to ensure future carbon emissions can be managed (as described in the 
document), the government believes there is a case for airports making best of their existing 
runways across the whole of the UK.    Paragraph 1.26 indicates that as part of any planning 
application, airports will 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 Aviation Strategy. 

Paragraph 1.26 further indicates that the government expects that applications to increase 
existing planning caps by fewer than 10 million passengers per annum (mppa) can be taken 
forward through the local planning authorities under the Town and Country Planning Act 1990.  
Meanwhile, paragraph 1.27 states that applications to increase caps by 10mppa or more 
deemed nationally significant would be considered as NSIPs and as such would be considered 
on a case by case basis by the Secretary of State.         

Paragraph 1.29 of the policy statement concludes in bold: 

“Therefore, 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.”              

Clearly, in the case of the London Luton Airport (LTN) DCO, it is the Secretary of State who will 
need to consider the application on its merits as the proposed development comprises a NSIP. 

In the further development of its aviation strategy, the government published a green paper for 
public consultation in December 2018 outlining its proposals for a new aviation strategy 
‘Aviation 2050 – the future of UK aviation’, in respect of which the consultation period ran from 
17 December 2018 to 20 June 2019.  The government is currently considering responses to 
the green paper and the next step will be to publish a final white paper version of the aviation 
strategy later this year.  It is understood that, once published, this will set down the 
government’s new aviation policy to be read alongside the Airports NPS. 

Chapter 1 of the green paper addresses ‘The role of aviation in a changing world’.  Paragraph 
1.2 of the introduction under this chapter indicates that the government has been clear about 
the importance of aviation to the whole of the UK having regard to its economic benefits and 
ability to connect to the rest of the world as a dynamic trading nation.  The paragraph further 
notes that this is why the government supports the growth of aviation, provided, ‘…that this is 
done in a sustainable way and balances growth with the need to address environmental 
impacts’. Paragraph 1.3 confirms that the government has stated that it supports airports 
throughout the UK making best use of their existing runways, subject to environmental issues 
being addressed. 

The heading of Chapter 2 is ‘Build a global and connected Britain’.  It describes by way of 
introductory summary text on page 32 that aviation is vital to the government’s goal of building 
a global and connected Britain.  It goes onto state that: ‘The government wants the UK to be 
best placed to build new connections in rapidly growing aviation markets, and to use our 
international influences to lead the way on liberalisation, security and safety standards, and 
environmental measures including robust, environmentally effective emissions reductions 
measures.’ 

The topic of chapter 3 is ‘Ensure aviation can grow sustainably’.  Under the heading, ‘A 
partnership for sustainable growth’, paragraph 3.7 indicates that the government is supportive 
of growth that is sustainable and will provide the necessary framework for this to happen.  
Paragraph 3.8 describes how this will require a partnership approach between the government, 
the regulator, the industry and other interested parties to ensure that conditions are met in 
respect to infrastructure, community investment and environmental measures. Paragraph 3.9 
describes how the partnership which the government is proposing is a long-term policy 
framework, which will need to be flexible enough to respond to new information, developments 
and changing circumstances, whilst providing sufficient long-term confidence for the industry 
and communities.  Paragraph 3.10 indicates that the new framework would apply to all airport 
and airline operations within the UK, although it is recognised that many policies would need to 
be tailored to the local circumstances.  Chapter 3 goes onto set out a proposed policy 
framework and package of measures to address the harmful effects of aviation on the 
environment, such as carbon emissions, air quality and noise and also sets out the 
government’s expectations that communities should benefit directly from growth.      

With expected publication of the white paper later this year, the government’s new policy 
framework as described above will be in place at the time of submission of the DCO and the 
application will have proper regard to the requirements of the framework as appropriate in the 
finalisation of the development proposals.                                  

Airports NPS  

As noted above, the government designated the Airports NPS on 26 June 2018.  Under the 
introduction section of the NPS, paragraph 1.1 confirms that the UK aviation sector plays an 
important role in the modern economy, contributing around £20 billion per year and directly 
supporting approximately 230,000 jobs.  It further describes how the positive impacts of the 
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aviation sector extend beyond its direct contribution to the economy by also enabling activity in 
other important sectors like business services, financial services, and the creative industries. 

Paragraph 1.2 however recognises that London and the South East are now facing longer term 
capacity problems with Heathrow operating at capacity today and Gatwick operating at 
capacity at peak times, whilst the whole London airport system is forecast to be full by the mid-
2030s.  The NPS acknowledges that there is spare capacity elsewhere in the South East for 
point to point and especially low-cost flights.  However, with very limited capacity at London’s 
major airports it is noted that London is beginning to find that new routes to important long-haul 
destinations are being set up elsewhere in Europe and this is having an adverse impact on the 
UK economy, and affecting the country’s global competitiveness.     

Paragraph 1.39 refers to the government’s call for evidence on a new Aviation Strategy in July 
2017 and notes that having analysed the responses, the government has confirmed that it is 
supportive of airports beyond Heathrow making best use of their existing runways.  However, it 
goes on to note that the government recognises that the development of airports can have 
positive and negative impacts, including on noise levels.  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. 

Paragraph 1.42 notes that in light of the findings of the Airports Commission on the need for 
more intensive use of existing infrastructure, ‘...the Government accepts that that it may well be 
possible for existing airports to demonstrate sufficient need for their proposals, additional to (or 
different form) the need which is met by provision of a Northwest Runway at Heathrow’. It is 
noted that the government’s policy on this issue will continue to be considered in the context of 
developing a new Aviation Strategy. 

The NPS goes on to set out policy guidance on assessment principles at chapter 4 and 
assessment of environmental impacts at chapter 5.  Whilst these have effect in relation to the 
proposals for a Northwest Runway at Heathrow, consideration will be given to the policy 
guidance as part of the DCO application for Luton Airport on the basis that the contents of the 
NPS will be an important and relevant consideration in the determination of the application. In 
this regard, consideration has been given to relevant aspects of the NPS within individual topic 
chapters of the Preliminary Environmental Information Report (PEIR), which accompanies the 
Statutory Consultation. 

Consideration of Government Aviation Policy       

It is evident from the above that government aviation policy is one of support for aviation 
growth and for airports beyond Heathrow making best use of their existing runways, subject to 
related economic and environmental matters being appropriately considered, and this provides 
that aviation policy basis for LTN to make best use of its existing runway through the 
submission of the DCO application.  It is recognised that careful account will need to be taken 
of all relevant considerations, particularly economic and environmental impacts and proposed 
mitigations and this has been central to LLAL’s development of the DCO proposal as 
demonstrated at this stage in its Outline Need Case and PEIR. 

National Planning Policy Background  

As part of the development proposal, highway works are proposed to Junction 10 of the M1 
and as such the NPS for National Networks (December 2014) has been considered. The 
proposed works include minor slip roads widening within the highway boundary, widening of 
the circulatory system to provide additional lane within the existing roundabout, and changes to 

white lines and signals, and an adjacent compound.  The Preliminary Environmental 
Information Report (PEIR) indicates at Table 1.1 that the total area of the works is around 
7.7ha.  It further notes that a screening exercise has been undertaken which concludes there 
are no likely significant effects expected from the works when considered in isolation.  For 
those reasons therefore these highway works are not a National Significant Infrastructure 
Project under section 22 of the Planning Act 2008 and this NPS does not have effect in relation 
to the proposals.  

National planning policy for England is set out within the National Planning Policy Framework 
(NPPF) (February 2019).  Paragraph 5 indicates that the Framework does not contain specific 
policies for nationally significant infrastructure projects and confirms that these are determined 
in accordance with the decision making framework in the Planning Act 2008 and relevant 
national policy statements for major infrastructure, as well as others matters that may be 
relevant which it confirms may include the NPPF.  In the absence of a directly applicable 
Airports NPS, the NPPF will be a relevant matter for the Secretary of State to consider in the 
determination of the DCO application. 

Paragraphs 7 to 14 set out the government’s approach to achieving sustainable development.  
Paragraph 8 indicates that achieving sustainable development means that the planning system 
has three overarching objectives, which are interdependent and need to be pursued in mutually 
supportive ways.  These are noted as: 

a) an economic objective – to help build a strong, responsive and competitive economy, by 
ensuring that sufficient land of the right types is available in the right places and at the 
right time to support growth, innovation and improved productivity; and by identifying 
and coordinating the provision of infrastructure; 

b) a social objective – to support strong, vibrant and healthy communities, by ensuring that 
a sufficient number and range of homes can be provided to meet the needs of present 
and future generations; and by fostering a well-designed and safe built environment, 
with accessible services and open spaces that reflect current and future needs and 
support communities’ health, social and cultural well-being; and 

c) an environmental objective – to contribute to protecting and enhancing our natural, built 
and historic environment; including making effective use of land, helping to improve 
biodiversity, using natural resources prudently, minimising waste and pollution, and 
mitigating and adapting to climate change, including moving to a low carbon economy. 

Paragraph 9 indicates that these objectives should be delivered through the preparation and 
implementation of plans and the application of policies within the Framework and that they are 
not criteria against which every decision can or should be made.  It is noted that planning 
policies and decisions should play an active role in guiding development towards sustainable 
solutions, but in doing so should take local circumstances into account, to reflect the character, 
needs and opportunities of each area. 

Paragraphs 80 to 84 refer to building a strong, competitive economy.  Paragraph 80 indicates 
that planning policies and decisions should help create the conditions in which businesses can 
invest, expand and adapt and that 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. 

Paragraphs 91 to 101 refer to promoting healthy and safe communities.  Under the heading of 
‘Open space and recreation’, paragraph 97 indicates that existing open space, sports and 
recreational buildings and land, including playing fields, should not be built on unless:  
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a) an assessment has been undertaken which has clearly shown the open space, buildings 
or land to be surplus to requirements; 

b) the loss resulting from the proposed development would be replaced by equivalent or 
better provision in terms of quantity and quality in a suitable location; or  

c) the development is for alternative sports and recreational provision, the benefits of 
which clearly outweigh the loss of the current or former use. 

d) Paragraph 98 states that planning policies and decisions should protect and enhance 
public rights of way and access, which should include taking opportunities to provide 
better facilities for users, for example by adding links to existing rights of way networks 
including National Trails. 

Paragraphs 102 to 111 refer to promoting sustainable transport.  Paragraph 108 indicates that 
in assessing sites for allocation or specific applications for development, it should be ensured 
that: 

a) appropriate opportunities to promote sustainable transport modes can be, or have been, 
taken up, given the type of development and its location; 

b) safe and suitable access to the site can be achieved for all users; and 

c) any significant impacts from the development on the transport network (in terms of 
capacity and congestion), or on highway safety, can be cost effectively mitigated to an 
acceptable degree. 

Paragraphs 124 to 132 refer to achieving well-designed places. Paragraph 124 describes how 
the creation of high quality buildings and places is fundamental to what the planning and 
development process should achieve.  It is further noted that good design is a key aspect of 
sustainable development, creates better places in which to live and work and helps make 
development acceptable to communities. 

Paragraph 127 indicates that planning policies and decisions should ensure that 
developments: 

a) will function well and add to the overall quality of the area, not just for the short term but 
over the lifetime of the development;  

b) are visually attractive as a result of good architecture, layout and appropriate and 
effective landscaping;    

c) are sympathetic to local character and history, including the surrounding built 
environment and landscape setting, while not preventing or discouraging appropriate 
innovation or change (such as increased densities);  

d) establish or maintain a strong sense of place, using the arrangement of streets, spaces, 
building types and materials to create attractive, welcoming and distinctive places to 
live, work and visit;  

e) optimise the potential of the site to accommodate and sustain an appropriate amount 
and mix of development (including green and other public space) and support local 
facilities and transport networks; and  

f) create places that are safe, inclusive and accessible and which promote health and well-
being, with a high standard of amenity for existing and future users; and where crime 
and disorder, and the fear of crime, do not undermine the quality of life or community 
cohesion and resilience.   

Paragraph 128 describes how design quality should be considered throughout the evolution 
and assessment of individual proposals and that applications that can demonstrate early, 
proactive and effective engagement with the community should be looked upon more 
favourably than those that cannot. 

Paragraphs 133 to 147 refer to protecting green belt land.  Under the heading ‘Proposals 
affecting the Green Belt’, paragraph 143 indicates that inappropriate development is, by 
definition, harmful to the Green Belt and should not be approved except in very special 
circumstances.  Paragraph 144 states that when considering planning applications, local 
planning authorities should ensure that substantial weight is given to any harm to the Green 
Belt and describes how ‘very special circumstances’ will not exist unless the potential harm to 
the Green Belt by reason of inappropriateness, and any other harm resulting from the proposal, 
is clearly outweighed by other considerations. 

Paragraph 145 indicates that a local planning authority should regard the construction of new 
buildings as inappropriate in the Green Belt and then provides for a list of exceptions.  
Paragraph 146 then indicates that certain other forms of development are also not 
inappropriate in the Green Belt provided that they preserve its openness and do not conflict 
with the purposes of including land within it.  These include mineral extraction and engineering 
operations and well as material changes in the use of land (such as changes of use for outdoor 
sport or recreation, or for cemeteries and burial grounds). 

Paragraphs 148 to 169 refer to meeting the challenge of climate change, flooding and coastal 
change. Paragraph 148 indicates that the planning system should support the transition to a 
low carbon future in a changing climate, taking full account of flood risk and coastal change.   
Paragraph 150 describes how new development should be planned in ways that avoid 
increased vulnerability to the range of impacts arising from climate change; and can help to 
reduce greenhouse gas emissions, such as through location, orientation and design.  
Paragraph 153 indicates that local planning authorities should expect development to: 

a) comply with any development plan policies on local requirements for decentralised 
energy supply unless it can be demonstrated by the applicant, having regard to the type 
of development involved and its design, that this is not feasible or viable; and 

b) take account of landform, layout, building orientation, massing and landscaping to 
minimise energy consumption. 

Paragraphs 170 to 183 refer to conserving and enhancing the natural environment.  Paragraph 
170 indicates that planning policies and decisions should contribute to and enhance the natural 
and local environment by:   

a) protecting and enhancing valued landscapes, sites of biodiversity or geological value 
and soils (in a manner commensurate with their statutory status or identified quality in 
the development plan); 

b) recognising the intrinsic character and beauty of the countryside, and the wider benefits 
from natural capital and ecosystem services – including the economic and other benefits 
of the best and most versatile agricultural land, and of trees and woodland;  

c) maintaining the character of the undeveloped coast, while improving public access to it 
where appropriate; 

d) minimising impacts on and providing net gains for biodiversity, including by establishing 
coherent ecological networks that are more resilient to current and future pressures;  
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e) preventing new and existing development from contributing to, being put at 
unacceptable risk from, or being adversely affected by, unacceptable levels of soil, air, 
water or noise pollution or land instability. Development should, wherever possible, help 
to improve local environmental conditions such as air and water quality, taking into 
account relevant information such as river basin management plans; and  

f) remediating and mitigating despoiled, degraded, derelict, contaminated and unstable 
land, where appropriate.   

Paragraph 175 states that when determining planning applications, local planning authorities 
should apply the following principles: 

a) if significant harm to biodiversity resulting from a development cannot be avoided 
(through locating on an alternative site with less harmful impacts), adequately mitigated, 
or, as a last resort, compensated for, then planning permission should be refused;  

b) development on land within or outside a Site of Special Scientific Interest, and which is 
likely to have an adverse effect on it (either individually or in combination with other 
developments), should not normally be permitted. The only exception is where the 
benefits of the development in the location proposed clearly outweigh both its likely 
impact on the features of the site that make it of special scientific interest, and any 
broader impacts on the national network of Sites of Special Scientific Interest;  

c) development resulting in the loss or deterioration of irreplaceable habitats (such as 
ancient woodland and ancient or veteran trees) should be refused, unless there are 
wholly exceptional reasons and a suitable compensation strategy exists; and  

d) development whose primary objective is to conserve or enhance biodiversity should be 
supported; while opportunities to incorporate biodiversity improvements in and around 
developments should be encouraged, especially where this can secure measurable net 
gains for biodiversity.   

Under c) above, the NPPF notes that exceptional reasons can include infrastructure projects, 
including nationally significant projects, orders under the Transport and Works Act and hybrid 
bills, where the public benefit would clearly outweigh the loss for deterioration of habitat. 

Under the heading ‘Ground conditions and pollution’, paragraph 178 notes that planning 
policies and decisions should ensure that:      

a) a site is suitable for its proposed use taking account of ground conditions and any risks 
arising from land instability and contamination. This includes risks arising from natural 
hazards or former activities such as mining, and any proposals for mitigation including 
land remediation (as well as potential impacts on the natural environment arising from 
that remediation); 

b) after remediation, as a minimum, land should not be capable of being determined as 
contaminated land under Part IIA of the Environmental Protection Act 1990; and  

c) adequate site investigation information, prepared by a competent person, is available to 
inform these assessments.       

Paragraph 180 indicates that planning policies and decisions should ensure that development 
is appropriate for its location taking into account the likely effects of pollution on heath, living 
conditions and the natural environment.  In doing so, paragraph 180 states that they should: 

a) mitigate and reduce to a minimum potential adverse impacts resulting from noise from 
new development – and avoid noise giving rise to significant adverse impacts on health 
and the quality of life; 

b) identify and protect tranquil areas which have remained relatively undisturbed by noise 
and are prized for their recreational and amenity value for this reason; and 

c) limit the impact of light pollution from artificial light on local amenity, intrinsically dark 
landscapes and nature conservation.  

Paragraph 181 indicates that planning policies and decisions should sustain and contribute 
towards compliance with relevant limit values or national objectives for pollutants and should 
take into account the presence of Air Quality Management Areas and Clean Air Zones and the 
cumulative impacts from individual sites in local areas.  Paragraph 181 further indicates that 
opportunities to improve air quality or mitigate impacts should be identified, such as through 
traffic and travel management and green infrastructure provision and enhancement. 

Paragraphs 184 to 202 refer to conserving and enhancing the historic environment.  Under the 
heading ‘Proposals affecting heritage assets’, paragraph 189 states that in determining 
applications, local planning authorities should require an applicant to describe the significance 
of any heritage assets affected, including any contribution made by their setting and that the 
level of detail should be proportionate to the asset’s importance and no more than is sufficient 
to understand the potential impact of the proposal on their significance.  The paragraph further 
describes how where sites include, or have the potential to include, heritage assets with 
archaeological interest, local planning authorities should require developers to submit an 
appropriate desk-based assessment and, where necessary, a field evaluation. 

Under the heading ‘Considering potential impacts’, paragraph 193 states that when considering 
the impact of development on the significance of a designated heritage asset, great weight 
should be given the asset’s conservation.  Paragraph 194 indicates that any harm to, or loss of, 
the significance of a designated heritage asset should require a clear and convincing case.  It 
further notes that substantial harm to or loss of grade II listed buildings or grade II registered 
parks or gardens should be exceptional, whilst such harm to or loss of assets of the highest 
significance, including, inter alia, scheduled monuments and grade I and II* listed buildings and 
registered parks and gardens should be wholly exceptional. 

Paragraph 195 indicates that where a proposed development will lead to substantial harm to, 
or total loss of significance of, a designated heritage asset, local planning authorities should 
refuse consent, unless it can be demonstrated that the substantial harm or total loss is 
necessary to achieve substantial public benefits that outweigh the harm or loss.  Paragraph 
196 notes that where development will lead to less than substantial harm, this harm should be 
weighed against the public benefits of the proposal, including, where appropriate, securing its 
optimum viable use.       

Consideration of National Planning Policy in the context of expansion of LTN        

As described in the PEIR, the NPPF, the Airports NPS and other relevant policies have been 
applied to topic assessment where appropriate and continued consideration will be given to the 
NPPF in finalising the DCO application.  A summary of the key considerations in the context of 
the proposed expansion of LTN is set out below.   

It is considered that the development proposals will deliver sustainable development having 
regard to the NPPF’s overarching economic, social and environmental objectives.  The key 
benefits associated with the development proposals are outlined in the Guide to Statutory 
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Consultation.  The proposals will deliver new infrastructure whilst making best use of the 
existing runway at LTN to accord with national aviation policy.  As set out in the Outline Need 
Case, PEIR and Outline Employment and Training Strategy, the development proposals will 
deliver significant economic benefits at a local and sub regional level, including the creation of 
new employment opportunities, whilst also benefiting the UK economy as a whole by 
contributing to the Government’s aviation strategy.   

The development proposals will deliver social benefits through the provision of improved and 
enhanced aviation transport infrastructure to serve LTN’s catchment, to include new well 
designed terminal and associated airport facilities, whilst also contributing to enhanced public 
transport use through various Travel Plan initiatives and extension of the DART (Direct Air-Rail 
Transit), as set out in the Surface Access Strategy.  Replacement open space for Wigmore 
Valley Park will be provided with an increase in the overall open space provision of at least 
10% on that which exists today, together with provision of enhanced recreational facilities.   As 
set out in the Guide to Statutory Consultation, LLAL also proposes to introduce a new funding 
stream called FIRST (Future LuToN Impact Reduction Scheme for the Three Counties) as part 
of the DCO proposals to run in addition to and alongside its Community Funding Programme.  
The main objective of FIRST is to provide an equitable basis for the allocation of resources 
created by the growth of LTN between Luton and the surrounding authorities focussed on three 
key themes of environment, access and community.  

As required by government aviation policy described above, careful account will be taken of the 
environmental impacts of the development proposals and proposed mitigations and having 
regard to the environmental objectives of sustainable development.  The development 
proposals have sought to make effective use of land by focussing the airport expansion within 
the existing strategic allocation to the north-east of the existing runway as demonstrated 
through the previous ‘Sift’ process.  Detailed consideration of the environmental impacts and 
proposed mitigations at this stage of the process are set out in the PEIR.  Further to this, LLAL 
has published a Sustainability Strategy which can be found on its web site, which outlines how 
the development proposals will be designed to be as sustainable as possible, avoiding where 
practical negative impacts on the environment. 

The proposed expansion of the airport will require certain works to be undertaken in the Green 
Belt to the east of the airport boundary within North Hertfordshire District Council.  These works 
comprise earth works in association of recovery of material to extend the airport platform, 
underground drainage works in the form of an infiltration basin, replacement open space and 
an above ground installation facility and associated access at the connection point to the fuel 
pipeline to the east of the airport to serve the proposed new fuel farm. 

The proposed earthworks and drainage works comprise engineering works for the purposes of 
paragraph 146 of the NPPF.  The NPPF indicates that such works are not inappropriate in the 
Green Belt provided that they preserve its openness and do not conflict with the purposes of 
including land within it.  Once these works have been completed, the landscape will be re-
instated, albeit with adjusted contours, and the openness of the Green Belt will be preserved 
and there will be no conflict with the purposes of including land within it.      

Paragraph 146 of the NPPF further indicates that material changes in the use of land (such as 
changes of use for outdoor sport or recreation, or for cemeteries and burial grounds) are not 
inappropriate again provided that they preserve its openness and do not conflict with the 
purposes of including land within it.  Part of the proposed replacement for Wigmore Valley Park 
will comprise a material change in use of the land to the east of the airport from agricultural 
land to public open space.  Access to the park will be maintained from its existing position 
within Luton Borough Council where the recreational facilities will be focussed.  Having regard 

to the NPPF, it is considered that the proposed change of use of the land within the Green Belt 
is not inappropriate.  It will preserve the openness of the Green Belt and will not conflict with 
the purposes of including land within it. 

The proposed fuel delivery to the expanded airport will be via a connection between the 
proposed new fuel facility on the eastern edge of the airport and an existing national fuel 
pipeline located to the east of the airport.  A new fuel line will pass through Green Belt land to 
connect to an installation at the point of connection to the pipeline.   The fuel link itself will be 
buried underground with no impact on the openness of the Green Belt and would therefore not 
be inappropriate following the precedent of other projects, however the installation at the point 
of connection will be above ground and will comprise a compound facility of approximately 
460m2, together with an associated single access track for maintenance purposes near the 
point of connection.  The above ground fuel connection facility would be classified as 
inappropriate development within the Green Belt.   

As part of the DCO application, very special circumstances will be demonstrated for this 
proposed connection facility within the Green Belt.  The very special circumstances, in 
summary, are as follows: 

- There are measurable operational efficiencies in capacity and safety of fuels supplied 
direct to the airport by this method; 

- Aligned to these operational improvements are supporting comparative benefits against 
the likely environmental and traffic impacts associated with the alternative of delivery of 
a very large quantities of fuel by road. The average daily fuel demand for existing airport 
is 1365m3 to meet the 18mppa capacity, which equates to a daily average (not allowing 
for peak periods) of approximately 76 truck movements (in and out) per day. This 
increases to a daily average of 136 truck movements to meet the 32mppa capacity if all 
the fuel were to be delivered by road.  A new fuel storage facility and connection to the 
fuel pipeline constructed in 2027 will result in truck movements to supply the existing 
fuel facility limited to short journeys between the two fuel facilities alone.  Consequently, 
the construction of a fuel storage facility removes the current requirement for delivery by 
trucks over long distances. In addition, connection to the fuel pipeline will negate the 
need for up to 60 additional daily truck movements needed to service the proposed 
aircraft stands for Terminal 2 if the alternate strategy of fuel delivered by road was 
proposed; 

- Further the operational efficiencies and reductions in impacts can be demonstrated if 
fuel distribution between the new fuel storage facility and the existing Terminal 1 fuel 
facility could be by buried pipeline. While the technical viability of the pipeline route is 
still being validated, there is nonetheless clear benefits as part of normal airport 
operations in removing truck movements between the two fuel facilities; 

- The existing fuel pipeline is a fixed asset and there are no reasonable alternatives to 
facilitating a connection, other than in the Green Belt; 

- The proposal seeks to minimise the harm to the openness and other purposes of the 
Green Belt by limiting the area of land take and access for the above ground fuel 
connection facility only to that practically required for its safe function; and 

- There is government policy support for the expansion of LTN through making best use if 
its existing runway as described above.     
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It is considered that the potential harm to the Green Belt by reason of inappropriateness 
associated with the above ground fuel connection facility is clearly outweighed by these 
considerations and the overall benefits associated with the proposed development.  

Strategic Context     

LTN falls within the South East Midlands Local Enterprise Partnership (SEMLEP) area and 
SEMLEP’s industrial and economic strategies are matters which are likely to be relevant and 
important to the Secretary of State’s consideration.   

LTN was designated as an Enterprise Zone by the Government in 2015 which is also of 
relevance in recognising the economic growth potential of the area.  The Enterprise Zone 
comprises three sites surrounding or connected to the airport at New Century Park, Airport 
Business Park and Bartlett Square.  These significant development opportunities are being 
delivered by Luton Borough Council in partnership with LLAL.  Luton Borough Council is the 
Accountable Body for the Enterprise Zone and is responsible to the SEMLEP Board.   

LTN falls within the Oxford to Cambridge Growth Arc where the Government has aspirations to 
deliver up to one million new homes by 2050 and government announcements and strategies 
for the area are also likely to be important for the area.  It also falls within England’s Economic 
Heartland, which brings together political and business leaders in a shared collaborative 
partnership stretching from Swindon to Cambridge and from Northamptonshire to 
Hertfordshire.   

Lastly, whilst the London Plan provides a regional planning policy context for the Greater 
London area, it recognises the role of regional airports as providing a key contribution to 
supporting both the economy and connectivity of London and will therefore be a relevant 
consideration. 

Set out below is a summary of the key aspects of the strategic context. 

Oxford-Cambridge Arc 

Geographically, the Oxford-Cambridge Arc extends from Oxford to Cambridge taking in four 
County Councils of Oxford, Buckinghamshire, Northamptonshire and Cambridgeshire; 21 
district councils, 5 unitary authorities of Milton Keynes, Luton, Bedford, Central Bedfordshire 
and City of Peterborough; and the Cambridgeshire and Peterborough Combined Authority. 
Luton Airport is located centrally within the south eastern edge of the Arc.   

In March 2016, the National Infrastructure Commission (NIC) was asked by the government to 
consider how to maximise the potential of the Cambridge – Milton Keynes – Oxford corridor as 
a single, knowledge-intensive cluster that competes on a global stage, protecting the area’s 
high quality environment, and securing the homes and jobs that the area needs. The NIC’s 
interim findings were published in November 2016 and the final report was published in 
November 2017 in the form of ‘Partnering for Prosperity: A new deal for the Cambridge-Milton 
Keynes-Oxford Arc’.  The report of the NIC found that the Oxford-Cambridge Arc is home to 
some of the UK’s most productive and fast-growing cities and has significant potential for 
transformative growth.  However, the NIC also found that the Arc is constrained by poor east-
west infrastructure and lack of suitable housing and that in order to realise the Arc’s full 
economic potential it recommended that an integrated approach to infrastructure, place making 
and business growth was needed, including building up to 1 million new homes by 2050. 

The government published its response to the NIC’s report in October 2018, which confirmed 
its support for the NIC’s ambition to build up to 1 million high quality homes by 2050 to 

maximise the growth of the Arc.  This was followed up by the government’s publication of ‘The 
Oxford-Cambridge Arc: Government ambition and joint declaration between Government and 
local partners’ in March 2019.  The joint declaration was agreed between the government, local 
authorities across the Arc, Cambridge and Peterborough Combined Authority, the Arc’s four 
local enterprise partnerships, and England’s Economic Heartland.  The joint declaration 
recognises, inter alia, that the Arc is an area of significant economic strength and opportunity, 
which can further benefit its existing and future communities and businesses by realising its 
potential.  It describes how there is long-term potential to transform the Arc as a whole into a 
world-leading economic area, acting as a testbed for innovation.  It is further noted that 
because of this potential the government has already designated the Arc a key economic 
priority and that the joint declaration seeks to meet its full potential, building on forthcoming 
Local Industrial Strategies, for the benefit of existing and future local communities and 
businesses, and in the national interest. 

The joint declaration further recognises that meeting the long-term economic and housing 
delivery ambitions for the Arc will require long-term commitments to provide enabling 
infrastructure, in the widest sense, that communities and businesses will need.  The 
declaration goes onto recognise the need to plan for and deliver substantial additional 
infrastructure ahead of the arrival of new communities, including necessary transport 
infrastructure, utilities, digital connectivity, health and education.  

Finally, as a next step, the declaration indicates that the joint parties aim to launch a broad, 
joint, public engagement exercise over the summer 2019 which will be used to inform future 
plans for the Arc, albeit this has yet to take place. 

England’s Economic Heartland   

England’s Economic Heartland (EEH) brings together political and business leaders in a 
collaborative partnership with a shared commitment to realise the economic potential of the 
Oxford-Cambridge Arc and surrounding areas.  As noted above, it covers an area from 
Swindon to Cambridge and from Northamptonshire to Hertfordshire.   

The EHH’s publication ‘Delivering a World Class Heartland’ published in September 2018 
provides information on England's Economic Heartland, in terms of who they are and what they 
do.  The document describes how EHH provides the region’s voice on strategic infrastructure 
and services with a focus on addressing barriers to releasing the potential of the area.  It notes 
that the EHH’s overarching Transport Strategy will be a 30-year strategic vision for the area’s 
transport system that puts the needs of businesses and individuals at the forefront of 
investment decisions.  It further indicates how the EHH’s work on wider strategic infrastructure 
is focused on making sure investment in transport, digital and utilities infrastructure is joined 
up.  

The publication goes on to describe how EHH established the Strategic Transport Forum in 
February 2016 and is committed to using this as the basis for a statutory sub-regional 
Transport Body and that the Forum’s work to put in place the overarching Transport Strategy 
will be used to make the case for additional investment in support of the business investment 
that will deliver economic growth.  The publication notes that EEH membership covers 11 local 
transport authorities, although it also works closely with Cambridgeshire and Peterborough 
Combined Authority, and Suffolk, Norfolk and Essex County Councils.  EHH membership 
includes the Leaders of Luton Council and Hertfordshire County Council and the Leader of 
Central Bedfordshire Council who sits as Vice Chairman. 
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On 16 July 2019, EHH launched its Outline Transport Strategy: Framework for Engagement, 
which its web site notes will see wide ranging debate on the future of transport in and around 
the Oxford-Cambridge Arc.  This is the subject of public consultation running to 31 October 
2019.   

SEMLEP 

Building on the government’s aspirations for growth in the Oxford-Cambridge Arc, the Local 
Enterprise Partnerships located within the Arc covering Buckinghamshire, Cambridge and 
Peterborough, Oxfordshire and the South East Midlands all coordinated to publish their 
respective Local Industrial Strategies on 19 July 2019.  The four Strategies detail how the local 
areas will boost productivity and economic growth and have been produced in a collaboration 
between the local areas and central government. 

Government guidance on Local Industrial Strategies was published on 1 October 2018 within 
Local Industrial Strategies: Policy Prospectus.  This indicates that Local Industrial Strategies 
will be long-term, based on clear evidence and aligned to the National Industrial Strategy.  
Under the heading ‘Rationale’, it is noted that Local Industrial Strategies should set out clearly 
defined objectives to increase the productivity of the local economy and will address local 
strengths and weaknesses, as well as market opportunities and failures. 

Under the Executive Summary of the SEMLEP Local Industrial Strategy, it is noted that the 
area is located at the centre of the Oxford-Cambridge Arc, and acts as an international 
gateway to the area through London Luton Airport, rail links to Gatwick airport and St Pancras 
international rail service, and proximity to London Heathrow, London Stansted and Birmingham 
International airports.  The Executive Summary further indicates that while growth in the 
SEMLEP area is already impressive, plans to improve the connectivity across the Arc present 
opportunities for this growth to go even further and faster, with the area building on its current 
expertise to act as testbed for new technologies.  It is noted that the objective of the Strategy is 
to harness these opportunities, while ensuring growth is undertaken in a sustainable manner. 

Under the heading ‘Infrastructure’, it is noted that the SEMLEP area is extremely well located in 
order to connect with key markets in the UK and abroad and that amongst the area’s strengths 
is its international connectivity through, inter alia, London Luton Airport and rail links to Gatwick 
airport and St Pancras international rail services.  London Luton Airport is the focus of a case 
study under the heading of infrastructure, which makes reference to LALL’s £225m investment 
in the Luton DART (Direct Air-Rail Transit) connecting the airport terminal with Luton Airport 
Parkway railway station as well LLAL’s vision for sustainable growth for 2020-2050 to address 
the air quality and noise implications of expansion of the airport through high-tech solutions.  
The case study describes how the airport is well on its way to achieving its ambition of 
becoming the airport of choice for north London and England’s Economic Heartland.       

Also of relevance under this heading is SEMLEP’s Revised Strategic Economic Plan published 
in November 2017.  Whilst pre-dating the Local Industrial Strategy, it sets out the ambition and 
strategic economic direction for the South East Midlands to 2050, focusing particularly on the 
next 10 years.  Under section 5 ‘Growing Places’, sub section 5.2 Strategic Transport 
Infrastructure highlights that the area benefits from international connectivity through London 
Luton Airport and rail links to Gatwick airport and St Pancras international rail services.  The 
sub section describes how investment in infrastructure is key to mitigating constraints upon 
growth, and is likely to be cost effective in terms of providing productivity improvements.  
Subsection 5.3 relates to Local Transport Infrastructure.  Under the heading ‘Opportunities and 
Challenges’, paragraph 5.3.2.1 indicates that looking to the future, SEMLEP is looking to 
support a number of local transport schemes in development, which include a project to 

improve highway access to London Luton Airport, to improve passenger access and facilities 
airport growth.  It is noted that this will complement investment by the airport and Luton 
Borough Council into improved rail access to the Airport by way of the new Luton DART 
system. 

London Plan       

The current London Plan comprises The London Plan (Consolidated with Alterations since 
2011).  Policy 6.6 refers to Aviation.  Part A under the heading ‘Strategic’ describes how airport 
capacity serving a wide range of destinations is critical to the competitive position of London in 
a global economy and that airport capacity serving the capital and wider south of England must 
be sufficient to sustain London’s competitive position.  Part C indicates that the aviation 
industry should meet its full environmental and external costs.    

The Mayor is in the process of preparing a new London Plan, a draft of which was the subject 
of an Examination in Public from January through to May 2019.  A draft version of the Plan 
consolidated with suggested changes following the Examination in Public was published by the 
Mayor in July 2019.  Policy T8 refers to Aviation, Part A of which indicates that the Mayor 
supports the case for additional aviation capacity in the south east of England providing it 
would meet London’s passenger and freight needs, and recognising that this is crucial to 
London’s continued prosperity and to maintaining its international competitiveness and world 
city status.  Part C states that the environmental and health impacts of aviation must be fully 
acknowledged and that the aviation industry should fully meet its external and environmental 
costs particularly in respect of noise, air quality and climate change. Part G indicates that better 
use should be made of existing airport capacity underpinned by upgraded passenger and 
freight facilities and improved surface access links, in particular rail. 

High level consideration of the strategic context in the context of expansion of LTN   

It is clear from the above that LTN is located centrally within an area which is recognised for its 
economic growth potential and opportunity.  The joint declaration between the government, 
local authorities and enterprise partnerships across the Oxford-Cambridge Arc describes how 
there is long-term potential to transform the Arc as a whole into a world leading economic area, 
acting as a testbed for innovation.   The joint declaration further recognises that meeting the 
long-term economic and housing delivery ambitions for the Arc will require long-term 
commitments to provide enabling infrastructure, in the widest sense, that communities and 
businesses will need.  

LTN is already recognised for its economic potential through the establishment of the Airport 
Enterprise Zone in 2015.  Further investment at LTN will make an important contribution to the 
infrastructure requirements of this sub region and to help ensure it meets its growth potential.  
The airport is recognised as an international gateway to this area and SEMLEP’s Local 
Industrial Strategy highlights LTN as a case study making reference to LLAL’s £225m 
investment in the Luton DART (Direct Air-Rail Transit) connecting the airport terminal with 
Luton Airport Parkway railway station as well its vision for sustainable growth for 2020-2050, 
which is being brought forward through the DCO application.   

Furthermore, the London Plan recognises that airport capacity serving a wide range of 
destinations is critical to the competitive position of London in a global economy and that 
airport capacity serving the capital and wider south of England must be sufficient to sustain 
London’s competitive position. 
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Local Policy Context  

The development plans and other adopted strategies (where relevant) of the four host 
authorities, namely Luton Borough Council, North Hertfordshire District Council, Central 
Bedfordshire Council and Hertfordshire County Council, will be important and relevant matters 
in the determination of the DCO.  Set out below is a summary of the position with respect to 
each of the host authorities and key policies of relevance to the DCO proposals. 

Luton Borough Council     

The adopted Local Plan for Luton is the Luton Local Plan 2011-2031 adopted on 7 November 
2017, which sets out the Council’s guiding principles for development proposals, including 
those related to the airport.   

The saved policies of the Minerals and Waste Local Plan 2005, which covers Bedford Borough, 
Central Bedfordshire and Luton Borough Council’s also form part of the development plan for 
Luton, as does the Minerals and Waste Local Plan: Strategic Sites and Policies, which was 
adopted by Luton and Central Bedfordshire Council’s in January 2014.  The adopted Minerals 
and Waste Plan for Bedfordshire (2014-2019) also forms part of the development covering the 
Luton and central Bedfordshire areas.   

Also of relevance under this heading is the Luton Local Transport Plan 2011-2026 for Luton.  

Set out below is a summary of the relevant policies from the Luton Local Plan.  

Luton Local Plan 2011-2031  

The Local Plan is supportive of the sustainable growth of LTN, stating in its Strategic Objective 
1:  

“Retain and enhance Luton’s 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” 

The application site area for the DCO is covered by the London Luton Airport Strategic 
Allocation and also includes Category A Employment Areas, a District Park and Area of Local 
Landscape Value.  Part of the site also the subject of a Public Safety Zone designation.  The 
Local Plan also includes areas to the south of the airport including a small part of the airport 
itself which falls within the Green Belt.  The policy approach of these designations is set out 
before then summarising the relevant general policies of the plan. 

Policy Designations 

Policy LLP6 covers London Luton Airport Strategic Allocation.  The supporting text to the policy 
at paragraph 4.45 indicates that London Luton Airport is a busy, growing airport currently 
operating at around 10 million passengers per annum with a capacity to manage up to 
12.4mppa, and with the planning permission reference 12/01400/FUL allowing the airport to 
grow to an operating capacity of 18mppa. It is noted that this is supported by Policy LLP6, 
which includes criteria to allow additional proposals to be considered in accordance with the 
most up-to-date Master Plan i.e. that Master Plan which is applicable at the time of determining 
any planning application.  

Paragraph 4.45 goes onto describe how the airport provides infrastructure and services for 
commercial and business-related aviation as well as air cargo/freight and generates significant 

employment for residents of the town and surrounding areas, which includes aviation-related 
engineering and services and other aviation-related jobs. It is further noted that the airport also 
provides and underpins employment for a pool of workers and businesses that use and rely on 
the airport from neighbouring local authorities' areas, in particular Bedfordshire, Hertfordshire 
and Buckinghamshire. 

The introductory paragraph to the policy itself describes how the allocation covers 
approximately 325 hectares and includes land within the airport boundary, Century Park and 
Wigmore Valley Park.  It notes that the allocation serves the strategic role of LTN and 
associated growth of business and industry, including aviation engineering, distribution and 
service sectors that are important to Luton, the sub regional economy, and for regenerating the 
wider economy.   

Under the heading ‘Airport Safeguarding’, Clause A indicates that development that would 
adversely affect the operational integrity or safety of the airport will not be permitted, including 
matters related the height of buildings, lighting, bird activity and proximity to Public Safety 
Zones. 

Under the heading ‘Airport Expansion’, Clause B indicates that proposals for expansion of the 
airport and its operation, together with any associated surface access improvements, will be 
assessed against the Local Plan policies as a whole taking account of the wider sub-regional 
impact of the airport. It is further noted that proposals for development will only be supported 
where the following criteria are met, where applicable/appropriate having regard to the nature 
and scale of such proposals: 

i. they are directly related to airport use of development;  

ii. they contribute to achieving national aviation policies;  

iii. are in accordance with an up-to-date Airport Master Plan published by the operators of 
London Luton Airport and adopted by the Borough Council; 

iv. they fully assess the impacts of any increase in Air Transport Movements on surrounding 
occupiers and/or local environment (in terms of noise, disturbance, air quality and climate 
change impacts), and identify appropriate forms of mitigation in the event significant adverse 
effects are identified;   

v. achieve further noise reduction or no material increase in day or night time noise or 
otherwise cause excessive noise including ground noise at any time of the day or night and in 
accordance with the airport's most recent Airport Noise Action Plan;   

vi. include an effective noise control, monitoring and management scheme that ensures that 
current and future operations at the airport are fully in accordance with the policies of this Plan 
and any planning permission which has been granted;  

vii. include proposals that will, over time, result in a significant diminution and betterment of the 
effects of aircraft operations on the amenity of local residents, occupiers and users of sensitive 
premises in the area, through measures to be taken to secure fleet modernisation or otherwise; 
viii. incorporate sustainable transportation and surface access measures that, in particular, 
minimise use of the private car, maximise the use of sustainable transport modes and seek to 
meet modal shift targets, all in accordance with the London Luton Airport Surface Access 
Strategy;  

ix. incorporate suitable road access for vehicles including any necessary improvements 
required as a result of the development.      
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Under the heading, ‘Airport-related Car Parking’, Clause C indicates that proposals for airport-
related car parking should be located within the Airport Strategic Allocation, as shown on the 
proposals plan (excluding Century Park and Wigmore Valley Park) and will need to 
demonstrate that the proposals: meet an objectively assessed need; do not adversely affect 
the adjoining highway network; and will not lead to the detriment of the amenity of the area and 
neighbouring occupiers. 

Clause C goes on to describe how proposals for airport-related car parking outside this area 
will only be permitted where: there is demonstrated to be a long-term car parking need that 
cannot be met at the airport; they accord with the sustainable development principles as 
defined by the plan as a whole; they relate well to the strategic road network and do not 
exacerbate traffic congestion; they do not have an adverse impact on amenity; and are in 
accordance with the most recently approved London Luton Airport Surface Access Strategy. 

Under the heading ‘Century Park’, Clause D of the policy indicates that development of 
Century Park will be supported where proposals make provision for office, manufacturing and 
distribution employment. It notes that particular support will be given and provision made for 
engineering and manufacturing for both aerospace and automotive purposes that demonstrate 
a need to locate close to the airport. In addition, a range of accommodation types, including 
small scale affordable B2 units to facilitate the expansion and relocation of existing Luton-
based businesses, new business start-ups as well as significant inward investments, will be 
allowed provided that it does not generate bad neighbour issues. Meanwhile, warehousing-only 
developments must demonstrate a need to co-locate near the airport.  Clause D also states 
that the Council will require the proposals to be the subject of a comprehensive development 
brief or Master Plan which shall include details of proposed access via the extension of the 
New Airport Way;  and secure opportunities to link site access via walking, cycling and 
bridleways to the wider network of routes via Wigmore Valley Park and access to the 
countryside to the east and south.  

Clause E of the policy refers to Wigmore Valley Park and indicates that this is integral to the 
London Luton Airport Strategic Allocation. In delivering development and access under clause 
D (i.e. Century Park), including any reconfiguration of the land uses that may be necessary, the 
following criteria will need to be satisfied: 

i. provision will be made to ensure that the scale and quality of open space and landscaping in 
the area is maintained and, if feasible, ensure that there is a net increase in open space 
provision; 

ii. bio-diversity will be enhanced and improved within the Borough;  

iii. that the new open space to replace Wigmore Valley Park offers facilities of at least equal 
quality and is available and accessible before any development takes place on the existing 
Wigmore Valley Park; 

iv. the long term management of open space, landscaping and bio-diversity interest is 
compatible with that for safe airport operations and will be of a high quality and secured though 
a legal agreement establishing long term funding.  

Clause F of the policy refers to design and drainage and indicates that development proposals 
for the London Luton Airport Strategic Allocation will ensure: 

i. appropriate strategic landscaping to be provided both on and off-site, which shall have regard 
to the potential for significant visual prominence within the wider area of built development at 
Century Park and which does not increase risk to aviation operations arising from structures, 

lighting, bird strike or open water and having regard to operational and national security 
considerations; 

ii. the height and design of buildings will reflect the site’s rural fringe setting, its high visibility 
from surrounding countryside and its proximity to London Luton Airport;  

iii. provision is made for sustainable drainage and the disposal of surface water in order to 
ensure protection of the underlying aquifer and prevent any harm occurring to neighbouring 
and lower land; and 

iv. that development proposals, where applicable/appropriate will fully assess the impacts upon 
heritage assets and their setting, and should be designed to avoid harm to the setting of any 
heritage assets.  

The eastern proposed car park site near Luton Airport Parkway railway station falls within a 
Category A Employment Area as defined on the Local Plan Policies Map and as such is 
subject to Policy LLP14. Apart from the northern quarter, the majority of the site also falls within 
the Public Safety Zone as defined on the Local Plan Policies Map and subject to Policy LLP34. 
The main central part of the site falls within the 1 in 100,000 risk contour, whilst the southern tip 
falls within the 1 in 10,000 risk contour. 

The western proposed car park site near Luton Airport Parkway railway station is not the 
subject allocation in the Local Plan but does fall within the Public Safety Zone subject to Policy 
LLP34. Approximately 60% of the site area to the north falls within the 1 in 100,000 risk 
contour, whilst the remaining southern portion of the site falls within the 1 in 10,000 risk 
contour. 

The edge of the strategic allocation under LPP6 comprising the area set aside for the Century 
Park development under Clause D also falls within a category A Employment Area under 
Policy LLP14. 

Policy LLP14 (Employment Areas) distinguishes between Category A and Category B & 
Existing Unidentified Employment Sites.  Under Category A, the policy indicates that once 
developed, strategic allocations (which includes Century Park) containing B1, B2 and B8 uses 
are safeguarded as category A employment areas.  The policy goes onto indicate that changes 
of use or redevelopment within the Category A areas and sites that would result in a loss of 
floorspace for economic development purposes will be resisted.  It further notes that 
redevelopment, extensions and intensification in these areas that would result in additional 
floorspace for B1, B2 or B8 uses will be supported provided that i) it would not have 
unacceptable amenity or traffic implications; ii) an appropriate size and range of units is 
provided; and iii) appropriate levels of parking are provided. 

Policy LLP34 (Public Safety Zones) indicates that within the Public Safety Zones, planning 
permission will not be granted for: 

A. any development, including extensions and changes of use, which is likely to result in 
people: i) living in the property, unless it is for the purpose of enlarging or improving the living 
accommodation for the benefit of existing residents; or ii) working or congregating at the 
property or site; 

B. short-stay car parking (where the maximum stay is expected to be less than six hours); 

C. sorting depots or retail warehouses; 

D. children’s playgrounds, playing fields or sports grounds; 

E. sports clubhouses; or 
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F. any other development likely to result in significant numbers of people being present at     
a site on a regular basis. 

Wigmore Valley Park within the north-east of the strategic allocation is designated as a District 
Park which is subject to Policy LLP27 (Open Space and Natural Greenspace).  An area slightly 
larger than the District Park is designated as an Area of Local Landscape Value subject to 
Policy LLP29 (Landscape and Geological Conservation), whilst an area incorporating the 
southern half of the park and some adjoining land to the east of the park is designated as a 
County Wildlife Site subject to Policy LLP28 (Biodiversity and Nature Conservation).  In 
addition, a small triangular part of the strategic allocation on its southern boundary falls within 
an area designated as an Area of Local Landscape Value and also within the Green Belt 
subject to Policy LLP4 (Green Belt). 

Policy LLP27 indicates that the Council will work with developers, landowners, and 
stakeholders and support proposals that safeguard and enhance existing networks of open 
space (including the District and Neighbourhood Parks identified in the Policies Map) and 
establish new green infrastructure within the borough in accordance with standards established 
in the Green Infrastructure, Nature Conservation and Greenspace Strategies.  

Clause B of Policy LLP27 refers to loss of open space and indicates that development 
proposals that result in the loss of open space, parks, allotments, important greenspace, and 
green infrastructure will only be permitted where the most up-to-date evidence demonstrates 
that the open space is not in an area of identified deficit in the locality and is surplus to 
requirements. It is noted that exceptionally, losses will also be permitted where: i) replacement 
open space provision can be made that is of an equivalent type, quality, and quantity or better 
and is accessible and within the vicinity; or ii) the proposal is for alternative or ancillary sports 
and recreational provision, the need for which clearly outweighs the loss.  Clause C of the 
policy refers to development on open space and indicates that development will only be 
permitted where development is ancillary, complementary, and limited in scale securing the 
efficient and effective use of the existing green space.      

Policy LLP29 under clause A states that development proposals will be supported where they 
protect, conserve, or enhance the character, setting, and natural beauty of national and local 
landscape areas.  Clause B indicates that planning applications will be supported where they 
protect or enhance and add to the designated Rights of Way network (including informal 
pedestrian routes) giving access for all users, where feasible, to the countryside and green 
space, provided that: 

i) traditional and historic routes are maintained, such as Icknield and Theed ways, Hexton 
Way, Dallow Lane, and the Old Bedford Road; and   

ii) access is designed and regulated to encourage biodiversity and prevent inappropriate 
use of materials, planting, signage, and potential anti-social uses e.g. from motorcycles and 
vehicles.    

Policy LLP28 indicates that the Council will work with partner organisations to positively 
assess, manage, and designate sites and ecological networks including giving support to 
development proposals that add to the net stock of wildlife habitats or where they help to 
deliver a net gain in the conservation and enhancement of such sites. It is noted that the 
protection given will be commensurate with their status, giving appropriate weight to their 
importance and the contribution they make to ecological networks.  Clause A of the policy 
states that development proposals that impact adversely on statutory or other designated sites, 
and ecological networks will need to demonstrate compliance with the following sequential 
criteria: i) avoidance, wherever possible; otherwise ii) the benefits of the proposal must clearly 

outweigh the intrinsic nature conservation interest; iii) mitigation must be used, including 
retention, protection, enhancement, and appropriate management to minimise any harm during 
and after development; and iv) compensation, through acquisition and management of an 
alternative habitat of equivalent wildlife value in the vicinity. 

Clause B indicates that all existing habitats and ecological networks will be afforded a level of 
protection from harm according to statutory and non-statutory nature conservation hierarchy 
designations and the contribution they make to wider ecological networks. It is noted that tier 1 
designations are of national statutory importance and tier 2 and tier 3 are of regional or local 
importance but with policy protection in the local plan.  County Wildlife Sites are noted to be tier 
2 designations.  

Clause D of the policy indicates that where there is a reasonable likelihood that a development 
proposal could have an adverse effect on habitats or species of biodiversity interest, the 
prospective developer will be required to submit an ecological assessment with the planning 
application.  Clause E states that development site layouts should retain any existing areas of 
National Priority Habitats wherever possible, and to enhance their visual and biodiversity value 
with appropriate planting of locally native trees, shrubs, and hedgerows but only in such 
locations that the long term impact on existing habitats (grasslands, hedgerows, ponds, etc.) is 
not deleterious through effects of shading, leaf fall, or other impacts. 

Policy LLP4 (Green Belt) under Clause A indicates that within the areas defined as Green Belt, 
planning will not be granted for inappropriate development.  Clause B describes how 
inappropriate development is by definition harmful to the Green Belt and will only be permitted 
in very special circumstances. 

Relevant General Policies   

Policy LLP1 (Presumption in Favour of sustainable Development) indicates that a presumption 
in favour of sustainable development will be applied to development management decisions. 
Wherever possible, the Council will work proactively and positively with all applicants to help 
shape development proposals to deliver growth and sustainable development that can be 
approved without delay.  Clause A notes that planning permission will be granted where 
applications accord with development plan policies when taken as a whole, unless material 
considerations indicate otherwise.  The policy goes onto describe how the Council will seek to 
encourage growth and sustainable development and growth in homes, jobs and services that 
constitutes sustainable development will be welcomed provided the growth is directed to 
places with good concentrations of existing infrastructure or areas where there is capacity to 
grow with further sustainable infrastructure investment.  It is noted that the Strategic Allocations 
and Luton Town Centre will be the primary locations for growth.  

Policy LLP2 sets out the Council’s Spatial Development Strategy.  Clause B of the policy 
indicates that employment in B use classes will be delivered through around 69 hectares of 
employment development on the Strategic Allocations and delivering net additional 
employment land stock on allocated sites prior to releasing older unsuitable employment land 
and premises to other uses.  Clause D states that the infrastructure required to support the 
Spatial Development Strategy will be phased and funded in line with the Infrastructure Delivery 
Plan and the policies of the Local Plan, including at point iv) increased capacity at London 
Luton Airport alongside transport access improvements. 

Policy LLP13 sets out the Council’s Economic Strategy.  Clause A indicates that planning 
applications will be granted where they deliver sustainable economic growth and prosperity to 
serve the needs of Luton and the wider sub region.  Clause A further notes jobs will be 
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generated through business and industry development on strategic employment allocations, 
and within the existing key employment areas safeguarded for B class uses as identified on the 
Policies Map.  Clause B states that proposals for warehousing (B8) over 500sqm floorspace 
will be directed to employment locations well connected to the strategic highway network, 
motorway access, at rail served depots and exceptionally at Crescent Road. It is noted that the 
preferred locations are London Luton Airport (including Century Park), Sundon Park 
employment area, Junction 11 Craddock Road and Chaul End Lane, and Limbury Sidings.  

The supporting text to Policy LLP13 at paragraph 5.2 under key issues, indicates the need to 
plan for the growth of around 18,000 jobs (8,000 B class jobs and 10,000 non B class jobs) 
over the plan period and that the Luton economy is capable of generating those jobs as 
evidenced by the Council’s Employment Land Review.  Paragraph 5.7 describes how the 
development of, and improved access to, the London Luton Airport Strategic Allocation, which 
includes Century Park, is needed to serve aviation engineering, business and logistics related 
growth and some small scale B2 accommodation for local businesses. 

Policy LLP25 (High Quality Design) indicates that buildings and spaces will be of high-quality 
design with distinctive character and be safe and easily accessed by all members of the 
community; and that proposals will need to demonstrate adherence to the best practice 
principles of urban design to help create quality places in the Borough.  The policy then refers 
to the following design criteria which, where material to an application site, provision should be 
made to:    

i) enhance the distinctiveness and character of the area by responding positively to the 
townscape, street scene, site and building context, form, scale, height, pattern and materials, 
distinctiveness, and natural features including bio diversity;  

ii) create or enhance attractive safe, accessible, and active open public spaces, creatively 
using hard and soft landscaping and public art for all members of the community; 

iii) provide continuity of built form, connectivity, active frontages, and enclosure;  

iv) optimise and improve accessibility to walking and cycling and connections to public 
transport, local services, open spaces, and community services and facilities; 

v) optimise higher densities and avoid backland development where it would give rise to 
adverse amenity whilst meeting the other requirements of this policy; 

vi) provide green infrastructure and measures to protect, conserve, or enhance natural 
assets and biodiversity; 

vii) be adaptable to change of uses and flexible to accommodate changing living and 
working requirements of all the members of the community;  

viii) reduce carbon emissions, risk of flooding, and increase energy and water efficiency and 
quality; 

ix) promote sport and physical activity and healthy communities; 

x) promote opportunities for reducing crime and anti-social behaviour; 

xi) deliver new housing in accordance with external amenity space standards set out in 
appendix 6, and minimises noise, overlooking and overshadowing/loss of light, address tall 
buildings and the protection of important views, and ensure access to storage and privacy; and  

xii) deliver and integrate public art, particularly in strategic allocations.  

Policy LLP30 (Historic Environment) indicates under clause A that to protect, conserve and 
enhance Luton’s unique and rich heritage, developments proposals must take account of the 

character, settings, and local distinctiveness of local affected heritage assets, including bullet 
point ii) registered parks and gardens, including Luton Hoo and Wardown Park, and under iii) 
historic landscape features such as the Chilterns and River Lea.  The policy notes that any 
degree of harm and benefit arising from development proposals will be assessed against the 
significance of any affected heritage assets. 

Policy LLP31 refers to the Council’s Sustainable Transport Strategy and indicates that the 
strategy for sustainable transport in Luton is based on the vision for the Local Transport Plan 
2011-2026, which is to ensure that an integrated, safe, accessible, and more sustainable 
transport system supports the economic regeneration and prosperity of the town.  Clause A of 
the policy indicates that the Council will work with its partners, agencies and developers to 
deliver: 

i) reduced congestion around the town centre and key strategic routes including seeking 
to deliver targeted road and junction improvements needed to accommodate Luton's growth 
including strategic and local improvements to address cross boundary growth while promoting 
sustainable modes of transport; 

ii) sustainable connections via the Luton Dunstable busway serving the conurbation with 
potential links to neighbouring authorities and key developments in Luton; 

iii) improved accessibility and connectivity for a more pedestrian friendly town centre 
environment for all users;  

iv) controlled parking within the town centre, district, and neighbourhood centres to support 
sustainable local service delivery, housing, and jobs, linked trips and accessible destinations; 
and 

v) controlled freight traffic and facilities by using traffic management on key corridors and 
routes into Luton and potential development sites on its borders.   

Clause B states that planning permission will be granted for proposed development that meet 
the following criteria, where relevant; 

i) minimises the need to travel; 

ii) provides a sustainable transport choice with priority for buses, pedestrians, and cyclists;  

iii) reduces road congestion particularly at peak times; 

iv) reduces the safety risk to motor vehicles, non-motorised, and vulnerable users;  

v) provides cycle parking/storage; and  

vi)      ensures the quality of the local environment is not compromised. 

Clause D refers to London Luton Airport and indicates that support for the continued economic 
success of London Luton Airport as a transport hub will be delivered through: measures to 
ensure there is capacity at strategically important junctions; and continued enhancement of 
sustainable modes of transport via the Airport Surface Access Strategy. 

Clause E refers to improvements needed and safeguarded land and states that the following 
infrastructure schemes are needed to support proposed development and that land is 
safeguarded for this purpose where needed: Luton Airport Parkway railway station North 
Entrance dedicated tunnel to accommodate a feasible and viable public transport based 
solution linking to the airport; Century Park Link - Access road to Century Park; East Luton 
Circular Road (North including the Weybourne Link); and Luton Airport Parkway railway station 
improvements.  In addition to the above, Clause F refers to junctions on the priority traffic 
network which will require improving to cater for increased travel generated. 
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Policy LLP32 (Parking) indicates that parking provision in Luton will be managed to ensure that 
a that a proportionate number of spaces are available to support the growth of the town centre.  
The policy further describes how parking provision will be stringently controlled at London 
Luton Airport (in line with Policy LLP6).  Clause B of the policy indicates that development will 
be permitted provided that, inter alia, i) car parking provision should not exceed the maximum 
standards set out in Appendix 2 in order to promote modal shift, however within those 
standards, sufficient parking should be provided to help ensure that adverse effects on 
highway safety and the convenience of nearby residents and users are avoided; and ii) 
minimum cycle parking standards set out in Appendix 2 is provided for non-residential 
developments. 

Policy LLP36 refers to Flood Risk and indicates under clause A that the risk and impact of 
flooding will be minimised through:  

i) directing new development to areas with the lowest probability of flooding; 

ii) ensuring that all new development addresses flood resilience, the effective management 
of flood risk including opportunities for appropriate dry access for emergency vehicles;  

iii) ensuring that development does not increase the risk of flooding elsewhere, including 
cumulative impact on adjoining and surrounding land and in the wider catchment; and  

iv) ensuring wider environmental benefits of development in relation to flood risk and 
contribute towards delivering "good ecological status". 

Clause D indicates that new development shall be required to provide a drainage strategy and 
that developments will be expected to incorporate multi-functional sustainable drainage 
systems which, where feasible, should address water efficiency and rainwater harvesting.  The 
policy notes that SuDS must ensure that run-off rates are attenuated to greenfield run-off rates 
in accordance with Luton's Sustainable Drainage Advice and that higher run off rates will need 
to be justified and the risks quantified. It is further noted that where SuDS are implemented, a 
plan for their long-term maintenance will be required. 

Policy LLP37 refers to climate change, carbon and waste reduction and sustainable energy.  It 
describes how the Council will support development proposals that contribute towards 
mitigation, and adaption to climate change through energy use reduction, efficiency, and 
renewable and decentralised energy.  Clause B states that all new non-residential 
development over 1,000 square metres will be required to achieve 2013 Building Research 
Establishment Environmental Assessment Method (BREEAM) ‘Good Status’.  Clause C refers 
to Energy Hierarchy of:  

i) consider reducing energy and water demand; 

ii) consider energy generation from low and zeros carbon sources on site; 

iii) consider decentralised energy networks and generation; and 

iv) consider off-site solutions, retro fitting, and carbon reduction schemes. 

Under the heading of waste, the policy describes how the Council encourages an overall 
reduction in the amount of waste generated, treated and disposed of to reduce the need for 
land for waste management. Proposals that are likely to generate significant volumes of waste 
through development or operational phases will be required to include a waste audit as part of 
the application. 

Policy LLP38 refers to pollution and contamination.  Under the heading of pollution, the policy 
indicates that evidence on the impacts of development will need to demonstrate whether the 

scheme (individually or cumulatively with other proposals) will result in any significantly adverse 
effects with regard to air, land or water on neighbouring development, adjoining land, or the 
wider environment. It notes that where adverse impacts are identified, appropriate mitigation 
will be required and that this covers chemical, biological, and radiological contamination and 
the effects of noise, vibration, light, heat, fluid leakage, dust, fumes, smoke, gaseous 
emissions, odour, explosion, litter, and pests.  

Clause A under the heading of pollution indicates that development should provide for the 
satisfactory disposal of surface water to deliver water quality improvements to receiving water 
courses and aquifers where feasible and, together with waste water disposal, should not be 
detrimental to the management and protection of water resources. It is further noted that in all 
cases, development must be carefully built, operated, and closed in such a manner so as to 
ensure there are no long-term pollution problems.  Clause B states that during construction and 
operation, appropriate measures will be required to prevent the deposit of mud or other debris 
on or within public highways and water bodies from vehicles using the site. 

Under the heading contaminated land, Clause C indicates that for proposals on or affecting 
contaminated land, a site assessment must be carried out to establish the full extent and 
nature of the contamination.  Under the heading land stability, the policy describes how 
development must be sensitive to local ground conditions and land stability. It must be 
appropriate for existing conditions and ensure that the future stability of land is protected. 

Policy LLP39 refers to infrastructure and developer contributions.  Clause A states that the 
Local Planning Authority will support development proposals that provide or adequately 
contribute towards the infrastructure and services needed to support them, which will be 
delivered using the following approach: 

i) testing the capacity of existing infrastructure and, where there is insufficient capacity, 
securing the timely provision of improvements or additional provision; 

ii) infrastructure provision or improvements should be provided on-site as an integral part 
of a development wherever possible and appropriate;  

iii) where off-site measures are needed, or on-site provision is not possible, planning 
obligations will be needed to secure the necessary provision or a financial contribution towards 
provision; and 

iv) where a contribution towards other infrastructure improvements or provision is needed 
and viable, this will be achieved through planning obligations, planning conditions and/or 
Community Infrastructure Levy. 

North Hertfordshire District Council    

The adopted Local Plan for North Hertfordshire comprises the saved policies of the North 
Hertfordshire District Local Plan No.2 with Alterations (April 1996) saved as of September 
2007.   

The Council is in the process of preparing a new Local Plan (2011-2031).  The pre-submission 
version of the draft Local Plan 2011-2031 was the subject of public consultation from 19 
October to 30 November 2016 and the Plan was then submitted to the Secretary of State for 
Examination on 9 June 2017.   Examination hearings took place from 13 November 2017 
through to 27 March 2018 and consultation on draft Main Modifications took place from 3 
January to 11 April 2019.  
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The Examination Inspector wrote to the Council on 9 July and 9 August raising some issues 
and reservations following the draft Main Modifications consultation exercise and has indicated 
that a further hearing will be required in respect of some of those issues.   The Inspector has 
asked for the Council’s response on the matters raised, following which he has noted that he 
will confirm the full list of matters on which he considers an additional hearing to be necessary 
and will set out further Matters and Issues, with specific questions to focus the additional 
hearing sessions.  The Council wrote to the Inspector on 24 September confirming that it will 
provide a full response on the matters raised by 29 November. In light of this position, the 
programme is uncertain at present.  Nevertheless, the draft Local Plan is likely to be adopted at 
some point in 2020 and policies related to the development proposals will therefore relevant 
and important matters for the consideration of the DCO.    

The area to the east of Luton Airport falling with North Hertfordshire District is covered by 
Green Belt policy designation where Policy SP5 (Countryside and Green Belt) will apply and 
this will be relevant to consideration of those elements of the proposed development that fall 
within North Hertfordshire, namely proposed earth works, drainage works, replacement open 
space and connection to the fuel pipeline to the east of the airport.  Part C of Policy SP5 as 
amended in the draft Main Modifications indicates that the Council will only permit development 
proposals in the Green Belt where they would not result in inappropriate development or where 
very special circumstances have been demonstrated.   

Other strategic and development management policies from the submission draft Local Plan 
(incorporating draft Main Modifications) will be matters for consideration where relevant, 
including those noted below:  

Strategic Policies 

Policy SP1 – Sustainable development in North Hertfordshire  

Policy SP5 – Countryside and Green Belt 

Policy SP6 – Sustainable transport 

Policy SP7 – Infrastructure requirements and developer contributions 

Policy SP9 – Design and sustainability 

Policy SP10 – Healthy communities 

Policy SP11 – Natural resources and sustainability 

Policy SP12 – Green infrastructure, biodiversity and landscape 

Policy SP13 – Historic environment 

Development Management Policies 

Policy T1 – Assessment of transport matters 

Policy D1 – Sustainable design 

Policy D3 – Protecting living conditions 

Policy D4 – Air quality 

Policy HC1 – Community facilities 

Policy NE1 – Landscape 

Policy NE2 – Green infrastructure 

Policy NE3 – The Chilterns Area of Outstanding Natural Beauty (potentially in relation to 
setting) 

Policy NE5 – New and improved public open space and biodiversity 

Policy NE6 – Designated biodiversity and geological sites 

Policy NE7 – Reducing flood risk 

Policy NE8 – Sustainable drainage systems 

Policy HE1 – Designated heritage assets  

Policy HE2 – Heritage at risk 

Policy HE4 – Archaeology  

Central Bedfordshire Council  

The adopted Local Plan for this part of Central Beds is the South Bedfordshire Local Plan 
(adopted January 2004) which is the area formerly covered by South Bedfordshire District 
Council.  Within this Local Plan, the area south of the airport falls within the Green Belt and is 
also designated as an Area of Great Landscape Value.   Policies GB1, GB2, GB3 and GB4 of 
the Local Plan relate to Green Belt and Policy NE3 to Areas of Great Landscape Value. 

Central Bedfordshire Council is in the process of preparing a new Local Plan for the whole of 
the Central Bedfordshire area – the Central Bedfordshire Council Local Plan 2015-2035.  The 
pre-submission version of the draft Local Plan was the subject of public consultation from 11 
January to 22 February 2018 and was then submitted to the Secretary of State for Examination 
on 30 April 2018. Examination hearings commenced on 21 May 2019 and finished on 25 July 
2019 and the Examination Inspector’s report is now awaited.   

The area to the south of the airport continues to be designated as Green Belt under the 
submission Local Plan.  Assuming some element of landscape mitigation is to be provided 
south of the airport, the policies of relevance would include: 

Policy SP4 – Development in the Green Belt 

Policy EE1 – Green Infrastructure 

Policy EE2 - Enhancing biodiversity 

Policy EE3 – Nature Conservation 

Policy EE4 – Trees, woodlands and hedgerows  

Policy EE5 – Landscape Character and Value 

Policy EE6 – Tranquillity 

Policy EE7 - The Chilterns area of Outstanding Natural Beauty (potentially in relation to setting) 

Policy EE – Public Rights of Way 

In addition to the above, the Council adopted the Central Bedfordshire Transport Strategy 
(Local Transport Plan 3) in 2011, which covers the period April 2011 to 2026 and consideration 
will be given to relevant matters.  

Hertfordshire County Council 

The County Council is responsible for minerals and waste across the County of Hertfordshire. 
The Minerals Local Plan Review 2002-2016 was adopted in March 2007.  This is the subject of 
review with consultation on the Council’s proposed submission draft Minerals Local Plan 
having taken place between 14 January 2019 and 22 March 2019 and adoption is expected in 
late 2020.  Matters related to waste are covered in the Waste Core Strategy and Development 
Management Policies document (adopted November 2012) and the Waste Site allocations 
document (adopted July 2014). 

The County Council also adopted the Hertfordshire Local Transport Plan (2018-2031) in May 
2018 in respect of which consideration will be given where relevant.      
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High level consideration of the local policy context in the context of expansion of LTN  

Luton Borough Council’s strategic objective 1 as set out in its Local Plan is to retain and 
enhance Luton’s sub-regional role as a place for economic growth and opportunity, which 
includes the safeguarding of LTN’s existing operations and to support the airport’s growth over 
the plan period based on its strategic importance. 

The basis of the Council’s policy approach with respect to the airport is set out at Policy LLP6.  
The policy was conceived and prepared prior to LLAL’s Vision for Sustainable Growth for the 
airport from 2020-2050.  The extent of expansion being promoted under the DCO is therefore 
not recognised in Policy LLP6, although consideration has been given to the objectives and 
criteria of the policy in developing the DCO proposals.  

With respect to the development of Century Park for employment development, the Council 
resolved to grant planning permission for the New Century Park proposals on 27 March 2019 
and the grant of planning permission is awaiting the completion of a section 106 Agreement.  
This planning permission provides for the Century Park Access Road, new employment 
development and the replacement of Wigmore Valley Park, albeit in a different configuration to 
that envisaged in the Local Plan.  The delivery of the New Century Park development will be 
coordinated with the delivery of the DCO proposals for expansion of the airport.  Otherwise, 
consideration will be given to the relevant policies of the Luton Local Plan and other relevant 
policy documents of Luton Council for the purposes of the DCO application submission. 

With respect to those elements of the proposals which fall within North Hertfordshire District 
Council, consideration of the Green Belt policy designation is set out under the Consideration 
of National Planning Policy background heading above.  Otherwise, consideration will be given 
to the relevant policies of North Hertfordshire District Council and those of Central Bedfordshire 
Council and Hertfordshire County Council for the purposes of the DCO application submission.      
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