wood.

• © Wood Environment & Infrastructure Solutions UK Limited

Report for

London Luton Airport
Navigation House
Airport Way, Luton
Bedfordshire LU2 9LY

Main contributors

-

Copyright and non-disclosure notice
The contents and layout of this report are subject to copyright
owned by Wood(© Wood Environment & Infrastructure
Solutions UK Limited 2020) save to the extent that copyright
has been legally assigned by us to another party or is used by
Wood under licence. To the extent that we own the copyright
in this report, it may not be copied or used without our prior
written agreement for any purpose other than the purpose
indicated in this report. The methodology(if any) contained in
this report is provided to you in confidence and must not be
disclosed or copied to third parties without the prior written
agreement of Wood. Disclosure of that information may
constitute an actionable breach of confidence or may
otherwise prejudice our commercial interests. Any third party
who obtains access to this report by any means will, in any
event, be subject to the Third-Party Disclaimer set out below.

Third party disclaimer
Any disclosure of this report to a third party is subject to this
disclaimer. The report was prepared by Wood at the instruction
of, and for use by, our client named on the front of the report.
It does not in any way constitute advice to any third party who
is able to access it by any means. Wood excludes to the fullest
extent lawfully permitted all liability whatsoever for any loss or
damage howsoever arising from reliance on the contents of
this report. We do not however exclude our liability (if any) for
personal injury or death resulting from our negligence, for
fraud or any other matter in relation to which we cannot legally
exclude liability.

Management systems
This document has been produced by Wood Environment &
Infrastructure Solutions UK Limited in full compliance with our
management systems, which have been certified to ISO 9001,
ISO 14001 and ISO 45001 by Lloyd's Register.

Document revisions
Wood
Floor 23
25 Canada Square
Canary Wharf
London E14 5LQ
United Kingdom
Tel +44(0)20 3215 1610

No.

Details

Date

Issued for consultation

September 2020

Doc Ref. 41431-WOOD-XX-XX-RP-O-0002_S3_P01.1
Environmental Impact Assessment Progress Report

September 2020
Doc Ref. 41431-WOOD-XX-XX-RP-O-0002_S3_P01. 1 Environmental Impact Assessment Progress Report

•••

3

© Wood Environment & Infrastructure Solutions UK Limited

Contents

1.
1.1

2.
2.1

The Project

5

Background

5

Environmental Impact Assessment approach

9

The proposed condition variations.
Environmental Impact Assessment

Environmental Impact Assessment

Screening
Scoping
Preparation of the Environmental Statement
Consultation

5
7

9

10
10
11
11

3.

EIA process: progress to date

3.1

Screening

12

Scoping

13

3.2

Scoped-Out environmental topics
Scoped-in environmental topics
Cumulative effects

12

13
17
18

4.

Air Quality

4.1

Introduction

20

4.2

Scope

21

4.3

Methodology

21

4.4

Initial findings

22

4.5

Initial mitigation

23

5.

Climate Change

5.1

Introduction

24

Scope

24

Methodology

25

Initial findings

27

Initial mitigation

27

5.2

5.3

5.4
5.5

Spatial scope
Temporal scope
Non- aviation operations emissions
Surface access emissions
Aviation emissions
Determination of overall impact

Non-aviation operations emissions
Surface access emissions
Aviation emissions

September 2020
Doc Ref. 41431-WOOD-XX-XX-RP-O-0002_S3_P01.1 Environmental Impact Assessment Progress Report

20

24

24
25

25
25
25
26

28
28
28

4

© Wood Environment & Infrastructure Solutions UK Limited

6.

Human Health

6.1

Introduction

29

6.2

Scope

29

Methodology

29

6.4

Initial findings

34

6.5

Initial mitigation

35

7.

Noise & Vibration

7.1

Introduction

36

7.2

Scope

36

7.3

Methodology

36

7.4

Initial findings

37

7.5

Initial mitigation

38

8.

Traffic & Transport

8.1

Introduction

39

8.2

Scope

39

8.3

Methodology

40

8.4

Initial findings

40

8.5

Initial mitigation

40

9.

EIA process: next steps

6.3

Legislative context
Planning policy context
Technical guidance
Data gathering methodology
Overall baseline
Future baseline
Assessment methodology
Determination of overall impact

Graphic 1.1
Table 2.1
Table 3.1
Table 8.1

Stages of the EIA process
Schedule 2 thresholds and criteria of the 2017 EIA Regulations
Environmental topics to be assessed as part of each condition variation
Planning Policy Issues Relevant to Human Health

Appendix A

Noise Contour Figures

September 2020
Doc Ref. 41431-WOOD-XX-XX-RP-O-0002_S3_P01.1 Environmental Impact Assessment Progress Report

29

29
30
31
32
33
33
34
34

36

39

42

9
12
18
30

5

© Wood Environment & Infrastructure Solutions UK Limited

1.

The Project

1.1

Background

1.1.1

1.1.2

1.1.3

1.1.4

1.1.5

In 2014, London Luton Airport Operations Limited (LLAOL) was granted planning permission for a
growth plan that allowed for expansion to a cap of 18 million passengers per annum (mppa). The
18 mppa cap on passenger numbers imposed by the 2014 Consented Scheme reflected the
forecasts at that time, which anticipated that London Luton Airport (LLA) would see a steady rise to
around 18 mppa by about 2027.
According to the London Luton Airport Vision for Sustainable Growth 2020-2050 1, the latest
forecasts for LLA anticipated that the 18 mppa capacity was expected to be fully utilised by 2020.
However, LLA reached the 18 mppa cap during 2019 2 almost a decade earlier than originally
forecast in the 2014 Consented Scheme.
LLAOL anticipates that the growth to 19 mppa can be accommodated without any new on-airport
infrastructure, including that which is already permitted and not yet built, and that which could be
built under permitted development rights. The growth to 19 mppa would, therefore, not require
any physical development.
To facilitate its growth plans, LLAOL therefore intends to vary a number of conditions attached to
the 2014 planning permission via a Section 73 application3 to Luton Borough Council. The
proposed application under Section 73 of the Town and Country Planning Act 1990 4 will seek to
vary a number of conditions associated with the 2014 planning permission for LLAOL.
The relevant conditions and the proposed variations are described in the following section.

The proposed condition variations
Proposed variation to Condition 8 (Passenger throughput cap)
1.1.6

1.1.7

LLAOL wishes to vary Condition 8 and raise the passenger cap from 18 mppa to 19 mppa, from
2024. This would ensure that the number of passengers going through LLA could continue to grow
over the decade, and not be restricted by the existing cap.
It is proposed that variation to Condition 8 is as follows (variations to the existing condition are
noted in red bold text, with the text to be replaced shown as strikethrough):
“At no time shall the commercial passenger throughput of the airport exceed 18 19 million
passengers in any twelve-month period. From the date of this permission the applicant shall every
quarter report in writing to the Local Planning Authority the moving annual total numbers of
passengers through the airport (arrivals plus departures). The report shall be made no later than 28
days after the end of each quarter to which the data relates.”

London Luton Airport Ltd (n.d.). London Luton Airport Vision for Sustainable Growth 2020 – 2050, [online] Available at:
https://www.llal.org.uk/Documents/vision2020-2050.pdf [Accessed 11 May 2020].
2
London Luton Airport Operations Limited (LLAOL), (2019). Carbon footprint report. [online]. Available at: https://www.londonluton.co.uk/LondonLuton/files/50/50af686c-ffae-49fd-981d-180f588dd5d6.pdf [Accessed 14 September 2020].
3
An application made under the Town and Country Planning Act 1990 to remove or vary a condition associated with an existing
planning permission.
4
The Town and Country Planning Act 1990 [online]. Available at: https://www.legislation.gov.uk/ukpga/1990/8/contents [Checked
September 2020].
1
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Proposed variation to Condition 10 (Noise contours)
1.1.8

1.1.9

The proposed variation to Condition 10 is driven by the occasional breaches during the summer
periods in 2017, 2018, and 2019 night-time contour. This variation is being sought as the
introduction of new quieter aircraft (predicted in the 2014 Consented Scheme) has not kept pace
with the unprecedented growth in passenger demand. The variation to Condition 10 is for a
temporary basis and will only be required until the year 2028.
It is proposed that variation to Condition 10 is as follows (variations to the existing condition are
noted in red bold text, with the text to be replaced shown as strikethrough):
“The development shall be operated in accordance with the Noise report approved on 2 March 2015
(ref: 14/01519/DOC), including providing details of forecast aircraft movements and consequential
noise contours as set out in that report,
The area enclosed by the 57 dB(A) Leq16hr (0700-2300) contour shall not exceed 19.4 21.6 sq km for
daytime noise, and the area enclosed by the 48 dB(A) Leq8hr (2300-0700) contour shall not exceed
37.2 42.9 sq km for night-time noise, when calculated by the Federal Aviation Authority Integrated
Noise Model version 7.0-d (or as may be updated and amended) for the period up to the end of
2027. Post 2027 the area enclosed by the 57 dB(A) Leq16hr (0700 – 2300) contour shall not
exceed 15.5 sq km for daytime noise, and the area enclosed by the 48 dB(A) Leq8hr (2300 –
0700) contour shall not exceed 35.5 sq km for night-time noise.
Within five years of the commencement of development a strategy shall be submitted to the Local
Planning Authority for their approval which defines the methods to be used by LLAOL or any
successor or airport operator to reduce the area of the noise contours by 2028 for daytime noise to
15.2 15.5 sq km for the area exposed to 57 dB(A) Leq16hr (0700-2300) and above and for night-time
noise to 31.6 35.5 sq km for the area exposed to 48 dB(A) Leq8hr (2300-0700) and above.
Forecast aircraft movements and consequential noise contours (Day, Night, and Quota
Periods) for the forthcoming calendar year shall be reported on the 1st December each year
to the LPA, which shall utilise the standard 92-day summer contour.”

Proposed variation to Condition 22 (Car park management)
1.1.10

1.1.11

The 2014 Consented Scheme sought permission to physically extend the car parking facilities as
part of the Phase 1 of the development (out of the total 3 phases of development). The Project
does not seek any physical changes to the airport’s existing car parking facilities which have been
constructed since the 18 mppa parent permission. However, an updated Car Parking Management
Plan is being provided to support the 19 mppa proposal and therefore there is a need to vary
Condition 22.
It is proposed that variation to Condition 22 is as follows (variations to the existing condition are
noted in red bold text, with the text to be replaced shown as strikethrough):
“The car parking areas within Phase 1 shall be constructed and managed in accordance with details
approved on 21 January 2016 (ref: 15/00659) to accommodate up to 18 million passengers per
annum.
The scheme as approved shall be implemented in full prior to that phase coming into operation. The
areas within the application site which are shown to be in use for car parking in the application
details shall not be used for any other purpose other than the parking of vehicles by passengers, staff
and contractors servicing the airport.
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Beyond the passenger throughput of 18 million passengers per annum, the car parking areas
within the application site shall be managed in accordance with details provided in the Car
Parking Management Plan to accommodate up to 19 million passengers per annum.”
Proposed variation to Condition 24 (Travel plan)
1.1.12

1.1.13

The Project is being accompanied by a new Travel Plan to accommodate the additional 1 mppa
therefore Condition 24 will need to be varied.
It is proposed that variation to Condition 24 is as follows (variations to the existing condition are
noted in red bold text, with the text to be replaced shown as strikethrough):
“The Passenger and Staff Travel Plan shall be implemented in accordance with the details approved
on 23 September 2015 (re: 15/00761/DOC) to accommodate up to 18 million passengers per
annum.
Beyond the passenger throughput of 18 million passengers per annum, the Travel Plan shall
be complied with to accommodate up to 19 million passengers per annum.”

Proposed variation to Condition 28 (Approved plans and documents)
1.1.14

1.1.15

The Project is being accompanied by updated submissions across a suite of technical evidencebased assessments which would necessitate the variation of Condition 28 as it sets out the
approved documentation in support of planning permission.
It is proposed that variation to Condition 28 is as follows (variations to the existing conditions are
noted in red bold text, with the text to be replaced shown as strikethrough):
“To accommodate up to 18 million passengers per annum, the development hereby permitted
shall not be carried out other than in complete accordance with the approved plans and specifications
as set out in the schedule of documents and the Environmental Statement contained in the Terence
O’Rourke letters dated 30th November and 14th December 2012 submitted with application
12/01400/FUL and with the following documents:


Noise Impact Assessment, Bickerdike Allen Partners dated 15 May 2015;



Contour Methodology Update, Bickerdike Allen Partners dated 14 August 2015;



Environmental Statement Addendum, Terence O’Rourke dated July 2015.

Beyond the passenger throughput of 18 million passengers per annum, to accommodate up to
19 million passengers per annum, the development hereby permitted shall be carried out in
complete accordance with the approved plans and specifications as set out in the following
documents:”

Environmental Impact Assessment
1.1.1

1.1.2

Furthermore, the 2014 Consented Scheme was the subject of an Environmental Impact Assessment
(EIA), and the proposed changes have the potential for likely significant environmental effects. It is
therefore necessary to carry out an EIA and prepare an Environmental Statement (ES) to support
the application.
To support the Section 73 Planning Application, an EIA is therefore being carried out to identify the
likely significant environmental effects that the Project may have on the surrounding environment
and community. The EIA will also identify ways that these effects can be avoided, reduced, and / or
managed.
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Furthermore, since permission for the 2014 Consented Scheme was granted, there have been
changes to the Town and Country Planning (Environmental Impact Assessment ) Regulations 2017
(the ‘EIA Regulations’Error! Bookmark not defined.). These changes require additional environmental topics
(such as Human Health and Climate Change) to be considered within the assessment, which were
not assessed or reported in the ES produced in for the 2014 Consented Scheme. These topics are
being included in the assessment of the proposed changes arising from the variations to the
conditions.
On completion of the EIA, an ES will be prepared that will present the EIA findings. The ES will be
submitted to LBC as one of the documents in the Section 73 application package. The ES will then
be available in the public domain to enable decision makers, statutory and non-statutory
consultees, and members of the public to understand the likely significant effects of the Project on
the environment.
For the purpose of carrying out the EIA, the ‘Project’ for assessment comprises the operational
profile of LLA following the variation of the five conditions through the Section 73 application. The
five conditions are described in the following section.
The remainder of this Environmental Impact Assessment Progress Report describes the approach to
the EIA and identifies which stage we are currently at. It also describes the topics scoped in and out
of the assessment, presents any initial findings we have made, and describes potential mitigation
measures. Lastly, this report describes our next steps for the EIA process.
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2.

Environmental Impact Assessment approach

2.1

Environmental Impact Assessment

2.1.1

2.1.2

2.1.3

EIA is a process required by European and UK law which brings together information about any
likely significant environmental effects of a project. It provides decision-makers, stakeholders, and
the public with the environmental information needed to make decisions when determining
applications for certain developments.
The legal basis for EIA is the European Community Directive 85/337/EEC5 (as amended by
Directives 97/11/EC6, 2003/35/EC7, 2011/92/EU8, and 2014/52/EU9) which is transposed into UK
legislation. The regulations specific to applications made under the Act are the 2017 Regulations.
The EIA method follows a multi-stage process (see Graphic 1.1). Currently we are in the
‘Environmental Assessment and Evaluation’ stage and have completed the ‘Screening’ and ‘Scoping’
stages. The completed stages are described below, in the context of the EIA of the Project.

Graphic 1.1 Stages of the EIA process
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Screening
The first stage of the EIA process is to confirm whether a project triggers the need for an EIA by
undertaking a screening assessment. This involves screening against the descriptions of projects
given in Schedule I5 and II6 of the 2017 EIA Regulations. For projects listed under Schedule I of the
2017 EIA Regulations, EIA is mandatory. If a project is listed in Schedule II, EIA is required where it is
likely to potentially have significant effects on the environment, by virtue of factors such as its
nature, size, or location. Given the potential for likely significant effects arising from the Project, an
EIA is being carried out.

2.1.4

Scoping
2.1.5

2.1.6

2.1.7

2.1.8

Where it is decided that an EIA is required, the next stage is to define the environmental issues that
that need to be assessed. This involves identifying:


the people and environmental resources (collectively known as 'receptors') that have the
potential to be significantly affected by the Project;



what aspects of the Project those receptors might be affected by; and



the work required to take forward the assessment of these potential likely significant effects.

Our approach involves scoping being started at the outset of our work on the EIA, with the initial
conclusions about the potential likely significant effects of the Project being discussed with Luton
Borough Council (LBC). To ensure that scoping is carried out appropriately we use information about
the legislative and policy context alongside any details of previous developments at the site. It is also
apprised by the simple rule that, to be significant, an effect must be of sufficient importance that it
should influence the process of decision-making about whether or not consent should be granted
for the Project or an element of it. This is referred to as the 'significance test'.
At the scoping stage, early identification of potentially significant effects is drawn by applying the
significance test. These are based upon professional judgement, with reference to the Project’s
description and justification, and as appropriate, drawing upon available information about:


the magnitude and other characteristics of the potential changes that are expected to be
caused by the Project;



the sensitivity of receptors to these changes;



the duration of the changes;



the effects of these changes on relevant receptors;



the value of receptors; and



the spatial area of which changes may occur.

If the information that is available at the scoping stage does not enable a robust conclusion to be
reached that a potential effect is not likely to be significant, the effect is then taken forward for
further assessment.

Schedule I - descriptions of development for the purposes of the definition of “schedule I development”
Schedule II - descriptions of development and applicable thresholds and criteria for the purposes of the definition of “schedule II
development”
5
6
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Preparation of the Environmental Statement
2.1.9

The third stage of the EIA process involves the preparation of an ES. The ES provides information
relating to the likely significant environmental effects, a description of the measures to avoid /
reduce / minimise any potentially significant adverse environmental effects of the Project; it is
intended for use by LBC and other stakeholders, to inform the process of determining the application
for planning permission.

Consultation
Consultation is a fundamental aspect of the EIA process, and this Environmental Impact Assessment
Progress Report supports a consultation exercise that is being carried out for the proposed
changes.
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Scoping
A meeting between the Applicant’s team and LBC was held in September 2020 that discussed the
need for the Project and its specifications, the approach to undertaking the environmental
assessments, any initial findings, any initial mitigation measures, and the potential likely significant
environmental effects associated with the Project. Shortly after this meeting, the scope of the EIA
was agreed with LBC.

Scoped-Out environmental topics
3.2.2

3.2.3

This section of the Environmental Impact Assessment Progress Report describes the reasoning
behind scoping-out several environmental topics, as the Project is not likely to cause any significant
effects on these topics.
In addition to the environmental topics ‘scoped-out’ the Waste & Resource Use, and Water
Resources and Flood Risk topics have also been scoped out of the EIA following further evaluation,
the reasoning for this is detailed below.

Biodiversity
3.2.4

3.2.5

3.2.6

There are no material changes proposed, which seek to alter the overall built infrastructure of the
airport. The increase in air traffic movements (ATMs) as a result of the increase in passengers would
be minor and the direction of flights will remain the same, so there will be no change to the spatial
pattern of ATMs, meaning there will not be an introduction of new ecological sites that could be
sensitive to changes in noise.
There are no statutory sites within 5 km of LLA, including within the proposed noise contour limit.
Knebworth Woods is a Site of Special Scientific Interest (SSSI) approximately 8 km east of the
airport, the qualifying feature of Knebworth Woods is almost all ancient in origin and is ecologically
diverse with rides, ponds, and small areas of both acidic and neutral grassland. Galley and Warden
Hills SSSI (located approximately 6 km) has been designated for calcareous grassland and plants
which are not considered to be sensitive to changes in noise.
At this location, it is likely that aircraft will be at a sufficient height and distance whereby emitted
noise is low enough to be considered as to not have a significant effect. As such, there is unlikely to
be a change in adverse effects on the ecological environment that would require further
consideration. The Biodiversity topic has been scoped out of further assessment.

Ground Conditions
3.2.7

3.2.8

The ES that was submitted as part of the 2014 Consented Scheme highlighted that during the
construction phase, following the implementation of mitigation measures, that ‘none of the residual
effects are considered to be significant, as all potential effects are reduced to slight or negligible’.
During operation, it was noted that the most likely source of surface and groundwater
contamination was from fuel oils, de-icing compounds, and firefighting foam, for which there are
existing control mechanisms in place. As such, no significant effects were expected.
The Project will not change the nature of the construction works associated with the 2014
Consented Scheme, which are ongoing. There are also no additional construction requirements
associated with the Project, no additional contamination risks, dust generation or increased
excavation activity are anticipated. Similarly, operational activities are not anticipated to change, so
risks due to site contamination, and contamination of controlled waters remain therefore no
additional significant adverse effects would require further consideration.
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As there are no additional significant effects anticipated as a result of the Project the conclusions
made within the 2014 Consented Scheme’s ES remain valid and Ground Conditions topic has been
scoped out of further assessment.

Historic Environment
3.2.10

3.2.11

3.2.12

3.2.13

3.2.14

There are no material changes associated with the Project, which seek to alter the overall built
infrastructure of the airport. In addition, the increase in ATMs as a result of the increase in
passengers would be minor and the direction of flights will remain the same, so there will be no
change to the spatial pattern of ATMs. Therefore, there would only be a negligible impact from the
increase to 19 mppa from 18 mppa from in-air and ground aircraft noise, and road traffic noise.
There will, only be a negligible change to the noise environment at designated sites due to the
variation to Condition 8.
As reported in the ES for the 2014 Consented Scheme, during the operational phase there would be
no significant effects through a change to setting, resulting from the additional built development
at the airport.
However, potential effects to the scheduled monument at Someries Castle were assessed as slight
to moderate significance. The assessment also concluded that the development may affect Luton
Hoo House and registered parkland and listed buildings within the surrounding area. The degree of
the effect to Luton Hoo House was assessed as slight, while effects to listed buildings was assessed
as slight to negligible. The proposed variation to Condition 10 proposes the equivalent of a 1 dB
change; a change in noise of 1 dB in the short-term is the smallest that is considered perceptible
and is therefore considered negligible. Furthermore, the 2014 Consented Scheme’s ES considered
that a change in aircraft noise of 1 dB has ‘no effect’. As such, the same conclusions have been
drawn for the Project.
There are no Scheduled Monuments, World Heritage Sites, Registered Battlefields, or Registered
Parks and Gardens located within the proposed noise contour limit. However, there are a number of
listed buildings located within this area.
The nature of the proposed variation to Condition 10 will not result in a reduction or increase of
any effect as assessed in the 2014 Consented Scheme ES. An increase in noise would not directly
affect a listed building setting and therefore, there are no additional significant adverse effects that
would require further consideration as a result of the proposed variation to Condition 10. The
Historic Environment topic has been scoped out of further assessment.

Landscape & Visual Effects
3.2.15

Guidance8 states that the exercising or performing of air navigation functions ‘in relation to, or so as
to affect, land in National Parks and AONB’ should be given due regard. The proximity of the
Chilterns AONB is unlikely to be the subject of any adverse noise effects, regardless of contours
being sited closer to the boundary of the AONB. The height of aircraft passing over the AONB
varies depending on location; between Hitchin and Toddington aircraft fly at an average of 5,000 ft,
while between Ivinghoe and Berkhamsted arrivals average 4,000 ft and departures 8,000 ft. In all
instances, this is above the 4,000 ft threshold whereby effects are deemed to be insignificant. The
Project will result in no change to this prescribed flight height, or present flight paths taken by
aircraft. Moreover, current guidance also states that ‘given the finite amount of airspace available, it
will not always be possible to avoid overflying National Parks or AONB, and there are no legislative

Department for Transport (2017) Air Navigation Guidance 2017, [online]. Available at:
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment data/file/653978/air-navigation-guidance2017.pdf [Checked October 2018].
8
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requirements to do so as this would be impractical’. As such, it is not expected that there will be any
effects requiring further assessment.
3.2.16

3.2.17

3.2.18

It should be acknowledged that there will be a slight increase in the extent of the 57 dB daytime
noise contour over the Chilterns AONB for the 2021 19 mppa scenario, however there will be
decreases in the 2028 19 mppa scenario. Nonetheless, the results of the screening assessment for
noise have shown that there would be a negligible impact from the increase to 19 mppa from 18
mppa from in-air and ground aircraft noise and road traffic noise. There will, therefore, only be a
negligible change to the noise environment at designated sites.
Moreover, it is understood that there are no areas within proximity to Luton Airport that would be
referred to in the NPPF as being prized for their recreational and amenity value. Consequently,
there is no requirement to undertake assessments considering the likely effects upon open spaces
and quiet areas.
There are no material changes associated with the Project that seek to alter the overall built
infrastructure of the airport. In addition, the increase in ATMs as a result of the increase in
passengers would be minor and the direction of flights will remain the same, so there will be no
change to the spatial pattern of ATMs. Therefore, it is not expected that there will be any landscape
and visual adverse effects requiring further assessment in addition to those addressed in the 2014
Consented Scheme’s ES and Landscape and Visual Effects topic is scoped out of further assessment.

Major Accidents & Disasters
3.2.19

3.2.20

3.2.21

3.2.22

3.2.23

3.2.24

The assessment of major accidents and disasters is a requirement of the 2017 EIA RegulationsError!
Bookmark not defined.
and as such, was not assessed as part of the 2012 ES. Whilst material changes
associated with the Project are limited to noise contours, consideration needs to be given to
whether this change could arise in likely significant effects.
There will be no associated construction works associated with the Project and as such no risk of
accident (e.g. indirect effects on existing fuel storage tanks which could initiate a major accident,
such as collision with a construction vehicle) during this phase of development will be introduced.
A Transport Assessment (TA) will accompany the Planning Application and will take into account
the effect of traffic associated with the Project, and propose if necessary, any environmental
measures to ensure safety of the network.
Flight numbers have increased quicker than anticipated. The number of forecasted aircraft is
consistent with the figures assessed as part of the 2014 Consented Scheme and reported within the
ES, only the year in which the number increase has changed. As with all UK airports, licensing and
controls imposed by the Civil Aviation Authority (CAA) are in place and it is envisaged that the
slight increase in the number of aircraft movements will operate under the same licensing and
controls as (e.g. CAA, International Civil Aviation Organisation, and European Union Aviation Safety
Agency). Additionally, it is not expected that there will be any alteration to aircraft flightpaths.
The control measures imposed at the airport will ensure that the likelihood of a major accident
occurring as a result of the proposed changes and impacting people, or the environment is limited.
The consideration of potential effects above has demonstrated that the Project is unlikely to result
in significant effects, reflecting the limited changes in the risk profile and the low likelihood of
occurrence of an event that could constitute a major accident or natural disaster. Therefore, there
are no additional significant effects that would require further consideration in relation to Major
Accidents and Disasters and this topic has therefore been scoped out of further assessment.
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Socio-Economic Effects
3.2.25

3.2.26

3.2.27

3.2.28

Since there are no material changes to the overall built infrastructure of the airport, or construction
activities associated with the Project, there are no changes to the conclusions of the socioeconomic assessment within the 2014 Consented Scheme and therefore, the conclusions presented
within the 2014 ES remain valid.
During operation, effects upon employment and the local economy were assessed as substantial
and significant. There could be potential for beneficial effects upon employment and the local
economy associated with the increase in passenger numbers. An economics assessment will
accompany the Planning Application.
Potential environmental effects on community facilities surrounding the Project have been
considered, including effects such as air quality and noise; no significant effects are considered
likely.
Therefore, as there are no additional significant adverse effects that would require further
consideration as a result of the Project, the conclusions made within the 2014 Consented Scheme’s
ES remain valid and the Socio-Economics topic has been scoped out from further assessment.

Waste & Resource Use
3.2.29

3.2.30

3.2.31

3.2.32

Since there are no material changes to the overall built infrastructure of the airport there will not be
any generation of construction waste, so it is not expected that there will be any adverse effects
requiring further assessment.
An increase in passenger numbers will result in a minor increase in operational waste, which is
within the routine capacity of LLA’s waste management infrastructure and facilities operated by
their waste management contractors. The management of waste will continue as existing and there
are unlikely to be significant effects associated with the operational waste.
A Site Waste Management Plan (SWMP) is being produced to accompany the Planning Application.
The initial findings of the SWMP have shown that:


there will be a slight – moderate impact on total waste arisings due to the additional
passengers, and a minimal impact on the day-to-day management of operational waste.
Strategies for managing and minimisation of waste at the airport will be outlined, with targets
to reduce passenger waste rates.



there is sufficient capacity within the airports existing infrastructure for routine operational
waste arisings.



existing procedures for waste management at the airport will be sufficient to manage the
additional waste produced from the increase in passengers.

The variation to Condition 8 will not result in any likely significant effects on waste at the airport
and the existing infrastructure at the airport will be able to handle the increase in passengers. Due
to this a Waste assessment has been scoped out from further assessment.

Water Resource and Flood Risk
3.2.33

3.2.34

Luton airport comprises of large impermeable areas associated with the runway, taxiways, and
apron and as well as buildings and large car parking areas. The rest of the airport, including the
land between and around the runway and taxiways is short maintained grass.
With regards to the area to which surface water run off could drain, the airport is set within an
urban landscape to the north and a largely agricultural landscape to the south, comprising of
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primarily pasture. To the north lies Luton, with the area adjacent to LLA being predominantly
residential in nature. LLA is within the Lee Upper drainage catchment, which has a total of 23 rivers
or canals within it. No surface water bodies are present on-site.
3.2.35

3.2.36

3.2.37

3.2.38

3.2.39

3.2.40

3.2.41

The Environment Agency Flood Map for Planning9 identifies LLA to be located within Flood Zone 1,
so has a low probability of flooding. The River Lea, one of the tributaries to the River Thames, is
located approximately 0.5 km to the south-west of LLA; land on either side of the River is
designated as Flood Zone 3 (so at a high probability of flooding).
Since there are no material changes proposed that seek to alter the overall quantum of built
development or increase impermeable areas, it is not expected that there will be any adverse
effects requiring further assessment in relation to water resources and flood risk.
A Drainage and Water Supply Infrastructure Appraisal has been carried out to assess the potential
effects on drainage and water supply arising from the Project. This has assessed the existing
surrounding public infrastructure conveying contaminated surface and foul water, and incoming
water supply.
There will be an increase in demand of water from the network due to the additional 1 mppa
associated with the Condition 8 variation. However, as the airport plan to restrict peak passenger
throughput to current 18 mppa levels neither foul water discharge nor potable water demand will
be subject to an increase at peak times. This demand can be met by the local water supplier
(Affinity Water).
There will be no increase in peak foul rate as peak passenger throughput will be restricted. There
will be an increase of foul effluent discharge annually, this increase in volume can discharged into
the local network (Thames Water).
An increase in surface water contamination from de-icer use will be minimal due to improved
operational techniques and additional aircraft movements during non-winter months.
The Project will not result in any likely significant effects and the local network is able to handle the
additional capacity due from the increase in passengers. Due to this a Water assessment has been
scoped out from further assessment.

Scoped-in environmental topics
3.2.42

3.2.43

9

LBC agreed that the following environmental topics were ‘scoped-in’ to the assessment:


Air Quality;



Climate Change;



Human Health;



Noise & Vibration; and



Traffic & Transport.

The environmental topics that will be assessed for each condition variation are identified in Table
3.1. All environmental topics will include new technical reports which will be included within the
Section 73 application package, to support the variation to Condition 28.

The Environmental Agency Flood Map for Planning [online]. Available at: https://flood-map-for-planning.service.gov.uk/
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Intra-project effects
3.2.50

3.2.51

Since there are no material changes proposed that seek to alter the overall built infrastructure of
the airport, intra-project cumulative effects are limited to changes to noise and traffic volumes
within the study area.
The noise and transport modelling used within the assessment has assumed a population increase
since 2011 (the baseline assessment year) consistent with the area. No likely significant effects have
been identified as part of this cumulative effects assessment and as such, intra-project effects have
been scoped out from further assessment.

Inter-project effects
3.2.52

Since the Project only intends to increase passenger numbers with only a minor increase in ATMs
and noise contours, and no associated change to the building infrastructure, it is appropriate to
only consider cumulative effects where a likely significant effect may be a factor. No likely
significant effects have been identified as part of this cumulative effects assessment and as such,
inter-project effects have been scoped out from further assessment.

Transboundary Effects
3.2.53

3.2.54

There will relatively small increase in ATMs associated with the proposed variation to Condition 8,
which is not considered likely to have a significant transboundary effect.
There is a small temporary increase in the noise contour associated with the proposed variation to
Condition 10, which does not extent outside of the jurisdiction of the UK. There are unlikely to be
any significant transboundary effects, and transboundary effects have been therefore scoped out
from further assessment.
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4.

Air Quality

4.1

Introduction

4.1.1

4.1.2

4.1.3

4.1.4

4.1.5

4.1.6

Air quality refers to the concentrations of pollutants in the air that people breathe. Poor air quality
is associated with a number of health problems, especially respiratory and cardiovascular (lung and
heart) conditions. It can also affect vegetation and sensitive ecosystems. Legally binding limits on
key pollutants are set in European and UK legislation 10 for the protection of human health and
ecosystems. Strictly speaking, compliance with these legal limits is the responsibility of the
government, while local authorities are expected to meet the Air Quality Objectives (AQOs) in the
Air Quality Strategy11, but since the limit values12 and the AQOs are the same for the most
important pollutants, they are commonly treated interchangeably.
The main pollutants of concern for the Project, as with all urban locations in the UK, are oxides of
nitrogen (NOx), nitrogen dioxide (NO2)13 and fine particulate matter (PM10 and PM2.5)14. All of these
pollutants are produced by combustion processes, including aircraft engines, road vehicle engines,
and boilers for heating homes and offices. PM10 and PM2.5 are also produced by wear of tyres and
brakes on road vehicles and aircraft. Due to the short distances between roads and houses, road
traffic is generally the most important source of these pollutants on where people live.
There is good evidence to suggest that elevated levels of PM10 and PM2.5 have significant health
effects. The annual average AQOs for PM 10 and PM2.5 are 40 µg m−3 (40 micrograms per cubic
metre) and 25 µg m−3, respectively. The World Health Organization (WHO) 15recommends a stricter
target level for PM2.5 of 10 µg m−3. Concentrations of PM10 and PM2.5 meet the AQOs across most
of the country, but concentrations of PM2.5 are higher than the WHO target in many urban areas.
There is less scientific certainty about the health effects of NO2, but concentrations of this pollutant
are close to or above the annual average AQO of 40 µg m −3 in many urban areas. NOx is not
believed to have impacts on human health but can affect vegetation and ecosystems.
As part of its Local Air Quality Management (LAQM) responsibilities, LBC monitors each of these
pollutants16. Generally, higher concentrations are found in the town centre and close to busy and
congested roads, including the M1 motorway, with lower concentrations in suburban and rural
areas. Monitored concentrations of PM10 comfortably meet the annual mean AQO. Monitored
concentrations of PM2.5 in the town centre (Dunstable Road East) also comfortably meet the annual
mean AQO and are close to the WHO target value of 10 µg m−3.
LBC has identified two main areas where NO2 concentrations exceed, or are likely to exceed, the
annual mean AQO of 40 µg m−3. As a result, these areas have been declared as Air Quality
Management Areas (AQMAs). They are:

The Air Quality Standards Regulations 2010. Statutory Instrument 2010 No. 1001. Available at:
http://www.legislation.gov.uk/uksi/2010/1001/contents/made.
11
Defra (2007) The Air Quality Strategy for England, Scotland, Wales and Northern Ireland.
12
Limit values are legally binding EU parameters for each individual pollutant that must not be exceeded.
13
NO2 is a constituent of NOx but it is convenient and conventional to treat them as distinct pollutants.
14
Particulate Matter is the term used for a mixture of solid and/or liquid particles found in the air. These vary in size from a few
nanometres (the size of a virus) in diameter to 100 micrometres (the size of a human hair). Particulate Matter can be classified according
to size, for example the measurement of PM10 gives the concentration of particles that are less than or equal to 10 µm in diameter and
PM2 5 describes the concentration of particles that are less than or equal to 2.5 µm in diameter.
15
WHO (2006) WHO Air quality guidelines for particulate matter, ozone, nitrogen dioxide and sulphur dioxide. Global update 2005.
Summary of risk assessment. WHO/SDE/PHE/OEH/06.02.
16
Luton Borough Council (2019) 2019 Air Quality Annual Status Report (ASR).
10
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along the length of the M1 Motorway; and



along the A505 (Dunstable Road) in part of Bury Park and the Town Centre.

4.1.7

Elsewhere in Luton, concentrations of NO2 are below the AQO.

4.2

Scope

4.2.1

4.2.2

4.2.3

4.2.4

4.2.5

4.2.6

4.2.7

4.3
4.3.1

Changes in air quality are only likely to occur from the variation to Condition 8 (i.e. the increase in
overall passenger numbers from 18 mppa to 19 mppa). To assess the environmental effects arising
from this change, total concentrations of pollutants coming from all sources (both airport-related
and non-airport) have been calculated. This is because both the total pollutant levels to which local
people are exposed, and the increase in exposure due to the Project are important. Sources include
aircraft, ground support equipment at the airport, airport-related and non-airport road traffic, and
other (‘background’) sources such as domestic, commercial, and industrial sources.
Two future scenarios have been assessed:


the year 2024 assuming the airport remains capped at 18 mppa; and



the year 2024 assuming the airport grows to 19 mppa.

This allows the impact of the increase in passengers on air quality to be compared against what
would happen if the airport is not expanded.
Air quality impacts from sources within the airport boundary (aircraft, ground support equipment)
decrease quickly with distance. The greatest impacts from these sources are experienced within a
few hundred metres of the airfield.
Impacts relating to road traffic associated with the airport will affect a wider area. These areas are
therefore the main focus of the assessment. Concentrations are calculated at specific receptors
which are expected to experience the greatest impact from the Project. Impacts from road traffic
generally decline to background levels within a few tens of metres of roads.
Although the greatest impacts are likely to be experienced close to major roads, concentrations
have also been calculated on a grid of receptors covering the whole of the Luton and Dunstable
urban area. This allows the impact at every property in the greater urban area to be estimated in
order to determine the population-level health effects, since a large number of people may be
expected to experience very low levels of impact.
Most of the focus of the air quality assessment relates to human health but impacts on ecological
sites have also been considered. There are a number of areas of ancient woodland close to the
airport or to major roads, but there are no sites with a higher protection status that are close
enough to be affected by air pollution from the airport or major roads.

Methodology
Concentrations of pollutants are calculated using established best practice to airports and
associated sources, based on the recommendations of the Project for the sustainable Development
of Heathrow17. This was a major study run by the Department for Transport in 2007–2009 to
establish best practice for airport air quality assessments. The calculation uses a type of computer
modelling software called a dispersion model. In dispersion modelling, emissions are calculated for

Department for Transport (no date). Project for the Sustainable Development of Heathrow - Report of the Air Quality Technical Panels.
http://webarchive.nationalarchives.gov.uk/20080306053058/http://www.dft.gov.uk/print_view/3b723f5b612c85bc79a526ca27c9d370
17

September 2020
Doc Ref. 41431-WOOD-XX-XX-RP-O-0002_S3_P01.1 Environmental Impact Assessment Progress Report

22

© Wood Environment & Infrastructure Solutions UK Limited

all of the sources considered and they are combined with weather information to see where
pollution is likely to travel through the air and therefore calculate levels of pollutants at the key
areas of concern. Emissions are calculated for aircraft movements on the ground and in the air.
Emissions from airborne aircraft are calculated below an altitude of 3,000 feet (914 m); emissions
above about 100 m altitude have a negligible impact on ground-level concentrations which is
accepted good practice.
4.3.2

4.3.3

4.3.4

4.3.5

4.3.6

4.4
4.4.1

4.4.2

Emissions from aircraft are calculated from engine emission factors published by the International
Civil Aviation Organization (ICAO)18 from engine certification test data, which include
measurements of emissions of pollutants from each model of jet engine in civil operation at
different thrust (power) settings. These are multiplied by the time aircraft spend with their engines
running at each thrust setting during the various phases of the landing and take-off cycles, namely
approach, landing roll, taxi-in, pushback, taxi-out, hold, take-off roll, initial climb and climb-out.
Emissions from road traffic are calculated using the traffic flows identified in the traffic and
transport assessment [Chapter 8]. The number of light-duty and heavy-duty vehicles is multiplied
by emission factors published by the government (Defra)19. These emission factors depend on
vehicle type and age and take account of the mix of vehicles in the national fleet.
The contribution from other sources (including those across the south east of England) is taken
from the Defra background maps20. These are maps of concentrations of various pollutants
published by Defra based on national modelling for recent and future years. Comparison with
monitoring carried out by LBC shows that the Defra data gives good agreement with background
concentrations (i.e. away from particular localised sources such as major roads). The Defra data
includes a contribution from Luton Airport and major roads, so these have been removed to avoid
double-counting.
The assessment makes a number of worst-case assumptions, which means that air quality impacts
are likely to be over-estimated. A model verification study was carried out to compare the model
results against monitoring data for 2017, this found good agreement between the model outputs
and the LBC monitoring data, which gives assurance that the model is likely to be provide a robust
basis for forecasting impacts in future years and under different airport growth scenarios.
To assess how significant the impacts are, the recommendations from the Institute of Air Quality
Management (IAQM)21 and the Environment Agency (EA)22 have been followed.

Initial findings
The results from initial assessment indicate that overall impacts from the proposed airport growth
(Condition 8 variation) are negligible at all relevant receptors. The following results will be updated
for the final ES but are not expected to change significantly.
The predicted increases in annual mean concentrations of NO 2 are at most about 0.3 µg m−3 at
properties along Eaton Green Road, which is less than 1 % of the annual mean AQO. Total annual
mean concentrations of NO2 along Eaton Green Road are predicted to remain below 30 µg m −3,
less than 75 % of the AQO. At other human receptors, the impact is even lower. According to IAQM

ICAO (2019). ICAO Aircraft Engine Emissions Databank, version 27. https://www.easa.europa.eu/easa-and-you/environment/icaoaircraft-engine-emissions-databank
19
Defra (2020) Emissions Factors Toolkit. https://laqm.defra.gov.uk/review-and-assessment/tools/emissions-factors-toolkit.html
20
Defra (2020) Background mapping data for local authorities. https://uk-air.defra.gov.uk/data/laqm-background-home
21
IAQM/EPUK (2017) Land-Use Planning & Development Control: Planning For Air Quality
22
Environment Agency (2016) Air emissions risk assessment for your environmental permit. https://www.gov.uk/guidance/air-emissionsrisk-assessment-for-your-environmental-permit
18
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guidance, these impacts are negligible. The risk of an exceedance of the hourly mean AQO for NO 2
is also negligible.
4.4.3

4.4.4

4.4.5

4.5
4.5.1

The predicted increases in annual mean concentrations of PM 10 are well below 0.1 µg m−3 at all
human receptors, which is less than 0.1 % of the AQO. Total annual mean concentrations of PM 10
are predicted to remain below 21 µg m−3, less than 51 % of the objective. According to IAQM
guidance, these impacts are negligible. The risk of an exceedance of the daily mean AQO for PM 10
is also negligible.
The predicted increases in annual mean concentrations of PM 2.5 are at most 0.03 µg m−3 at all
human receptors, which is at most 0.1 % of the AQO. Total annual mean concentrations of PM 2.5
remain below 13.5 µg m−3, less than 54 % of the objective. According to IAQM guidance, these
impacts are negligible. Modelled concentrations of PM 2.5 are above the WHO target at many
receptors, but this is overwhelmingly due to existing sources. The additional contribution from the
Project is expected to be at most 0.25 % of the target.
Impacts at ecological receptors are also very low, being at most a few percent of the various
assessment levels, although there are some exceedances of the assessment levels due to existing
conditions. In accordance with EA guidance, these impacts can be considered insignificant.

Initial mitigation
In view of the low level of impact found from the initial assessment, no mitigation is considered
necessary to address the Project. However, LLA will continue working on measures to reduce its air
quality impact overall and will continue its programme of monitoring air quality around the airport
in collaboration with LBC.
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5.

Climate Change

5.1

Introduction

5.1.1

5.1.2

5.2
5.2.1

Changes in Greenhouse Gas (GHG) emissions are only likely to occur from the variation to
Condition 8 (i.e. the increase in overall passenger numbers from 18 mppa to 19 mppa). To assess
the environmental effects arising from this change, the EIA will assess the impact of the increase in
GHG emissions as a result of the Project on the global climate. The assessment compares emissions
from the planned 19 million passengers per annum (mppa) scenario to the current 18 mppa
planning capacity at London Luton Airport. It aims to identify the extent to which the magnitude of
emissions from the Project affects the ability to meet national and local targets for climate
mitigation, as well as the adequacy of the mitigations put in place.
Passenger numbers in 2019 were reported at 17,999,969 2, demonstrating that the 18 mppa capacity
was close to being fully utilised. The 2019 baseline used in the climate change assessment is
therefore representative of 18 mppa.

Scope
The growth to 19 mppa will be accommodated without any new on-airport infrastructure, including
that which is already permitted and not yet built, and that which could be built under permitted
development rights. The growth to 19 mppa would, therefore, not require any operational
development and hence, emissions from construction activities are not considered in this
assessment.

Spatial scope
5.2.2

The receptor for all GHG emissions is the global climate. For the purposes of the quantification of
emissions, three sources are considered23:


non-aviation operations, including:


energy and on-site use including Scope 1 (gas use, fleet vehicles, heating/red diesel) and
Scope 2 (grid/renewable electricity) emissions;



scope 3 (other indirect emissions) from non-aviation sources including water consumption
and waste disposal.



surface access emissions (staff and passengers).



aviation emissions (domestic and international), including:


climb, cruise, and descent (CCD) phase constituting climb from 3,000 ft (914 m), cruise and
descent to 3,000 ft (departing flights only); and



Landing and Take Off (LTO) cycle which accounts for aviation movements below 3,000 ft.

Note that the usual Scope 1, 2 and 3 system of GHG reporting is not applied, as the contextualisation of emissions in the assessment
blurs the boundaries between the three scopes. For example, there are different contextualisation approaches for each of international
aviation emissions, domestic aviation emissions, surface access emissions and water consumption, even though they are all scope 3
emissions.
23

September 2020
Doc Ref. 41431-WOOD-XX-XX-RP-O-0002_S3_P01.1 Environmental Impact Assessment Progress Report

25

© Wood Environment & Infrastructure Solutions UK Limited

Temporal scope
5.2.3

5.3
5.3.1

The temporal scope of the assessment of climate is consistent with the period over which the
development would be carried out and therefore covers the operational period. Total emissions per
annum associated with the Project at peak airport usage have been estimated in this assessment.
No projections to 2050, and the associated sector efficiency increases from future aircraft types and
Sustainable Aviation Fuels (SAFs), are included, so the peak airport usage emissions represent the
worst-case effect.

Methodology
The approach to determining the scale and significance of GHG emissions associated with the
Project is to compare the calculated increase in emissions against relevant national and regional
GHG budgets, targets, and action plans.

Non- aviation operations emissions
5.3.2

The increase in non-aviation GHG emissions associated with the Project are determined by linearly
increasing the 2019 baseline data, relative to the required passenger increase for the 19 mppa
scenarios. These are multiplied by emissions factors from the 2019 conversion factors published by
BEIS24 or the most up-to-date, relevant emission factors.

Surface access emissions
5.3.3

Surface access emissions are calculated using employee and passenger numbers from the Traffic
Assessment and Travel Plan (Chapter Error! Reference source not found.), and by estimating the
total kilometres travelled for each mode of transport. The split of car types (petrol, diesel and
electric) for each assessment year are considered25. These are multiplied by emissions factors from
the 2019 conversion factors published by BEIS24.

Aviation emissions
5.3.4

5.3.5

5.3.6

The majority of an airport’s GHG emissions arise from the combustion of fuel by aircraft. Although
research is being undertaken to introduce lower-carbon biofuels, it is likely that fuel will remain
largely fossil-derived with only a small percentage of biofuel in the mix over the timescale of this
assessment and they are therefore not considered.
The impacts of non-CO2 emissions from aviation are not considered in this climate change
assessment. This is based on the Committee on Climate Change (CCC) recommendation to the
Department for Transport (DfT) that “consider how best to tackle them [non-CO 2 emissions]
alongside UK climate targets” is an action for 202126.
LLAOL provided flight forecasts for each of the future scenarios, as well as real aircraft movement
data for the 2019 baseline scenario. The forecasts detail the aircraft type and the origin or
destination of the flight.

Business, Energy and Industrial Strategy (BEIS), (2019). Greenhouse gas reporting: conversion factors 2019. Available at:
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment data/file/847122/Conversion-Factors-2019Full-set-for-advanced-users.xls [Accessed 14 September 2020].
25
Department for Transport (DfT), (2020). Transport Analysis Guidance (TAG) data book. Available at:
https://www.gov.uk/government/publications/tag-data-book [Accessed 14 September 2020].
26
Committee on Climate Change (CCC), (2020). Reducing UK emissions: 2020 Progress Report to Parliament. Available at:
https://www.theccc.org.uk/publication/reducing-uk-emissions-2020-progress-report-to-parliament/ [Accessed 14 September 2020].
24
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The distance from Luton Airport to each airport is calculated using best-practice methods including
an uplift to allow for flight path inefficiencies, as per DfT guidance 27. These are multiplied by
emission factors derived from the latest available EMEP/EAA guidebook 28. Fuel consumption for
taxi-in and taxi-out times specific to LLA are used to calculate emissions within the LTO cycle.

Determination of overall impact
5.3.8

The overall impact of the Project on global climate change is determined by considering the
sensitivity (or value) of the receptor it impacts and the magnitude of that impact.

Sensitivity
5.3.9

The only receptor for the climate change assessment is the global climate. Given the global impacts
of climate change and the globally recognised requirement to limit GHG emissions to maintain
global average temperature increase below 2°C, as laid out in the Paris Agreement 29, the receptor is
considered highly sensitive to emissions. GHG emissions to the receptor are considered direct and
negative, and the effects on the receptor are permanent. Any increase or decrease to GHG
emissions can be considered to be potentially significant and therefore require detailed assessment.

Magnitude
5.3.10

5.3.11

In order to identify the effects of a single project against the universal receptor (i.e. the global
climate), an approach for contextualisation must be used. For this assessment, the national budget,
targets, actions plans, and planning assumptions would be used.
The magnitude of the GHG emissions is assessed based on the following tests:


the scale of international aviation GHG emissions from the 19 mppa scenarios are
contextualised within their overall impact on the UK aviation sector planning assumption of
37.5 MtCO2 as recommended by the CCC30 with a sensitivity test for the updated net zero
recommendation of 30 MtCO231. These recommendations have not been brought into policy
and there is currently no mechanism for doing so 32. The extent to which the scheme affects the
ability of the UK to meet this recommendation is considered;



the scale of the total GHG emissions (excepting international aviation) from the 19 mppa
scenarios are contextualised within their overall impact on the UK Government’s 2050 net zero
target33. This target does not include international aviation emissions, which are considered
separately due to the challenges of decarbonising aviation and the requirement for

Department for Transport (DfT), (2018). UK aviation forecasts. [online]. Available at: https://www.gov.uk/government/publications/ukaviation-forecasts-2017 [Accessed 16 September 2020].
28
European Monitoring and Evaluation Programme (EMEP) and European Environment Agency (EEA), (2019a). EMEP / EEA air pollutant
emission inventory guidebook. Technical Chapter 1.A.3.a Aviation. Available at: https://www.eea.europa.eu/publications/emep-eeaguidebook-2019 [Accessed 16 September 2020].
29
UNFCCC, (2015). The Paris Agreement. Available at: https://unfccc.int/process-and-meetings/the-paris-agreement/the-parisagreement [Accessed 14 September 2020].
30
Committee on Climate Change (CCC), (2009). Meeting the UK aviation target – options for reducing emissions to 2050. Available at:
https://www.theccc.org.uk/archive/aws2/Aviation%20Report%2009/21667B%20CCC%20Aviation%20AW%20COMP%20v8.pdf [Accessed
14 September 2020].
31
Committee on Climate Change (CCC), (2019). Net Zero: The UK’s contribution to stopping global warming. Available at:
https://www.theccc.org.uk/wp-content/uploads/2019/05/Net-Zero-The-UKs-contribution-to-stopping-global-warming.pdf [Accessed 14
September 2020].
32
UK Parliament, (2020). POSTNote: Climate Change and Aviation. [online]. Available at:
http://researchbriefings.files.parliament.uk/documents/POST-PN-0615/POST-PN-0615.pdf [Accessed 14 September 2020].
33
The UK Government, (2008). Climate Change Act 2008 (as amended). Available at:
http://www.legislation.gov.uk/ukpga/2008/27/contents [Accessed 14 September 2020].
27
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international cooperation. The extent to which the scheme affects the ability of the UK to meet
this target is considered;

5.3.12



the scale of non-aviation GHG emissions from the 19 mppa scenarios are contextualised within
the local goal for a net zero borough by 2040 as set out in the Luton Borough Council Climate
Change Action Plan34. The non-aviation emissions from the expansion of Luton Airport are
considered within the context of a 2040 net zero Luton Borough, with an acknowledgement
that the policy landscape will evolve significantly as a carbon reduction plan to achieve this
goal is devised;



satisfactory mitigations are in place to reduce GHG emissions through design and operation
wherever practicable.



the Project adheres to the principles required to meet the Luton Borough Council Local Plan
(Luton Borough Council, 2017); and



the appropriateness of GHG emission monitoring arrangements following approval.

The magnitude of GHG emissions would be considered low or high based on the extent to which
the scheme materially affects the ability of the carbon budgets and target set out above to be met,
using expert judgement.

Determination of overall impact
5.3.13

5.4
5.4.1

5.4.2

5.4.3

5.4.4

5.5
5.5.1

Given that all emissions may be considered significant as the sensitivity of the receptor is always
high, the effect of the Project on climate change would be considered minor adverse if the
magnitude of GHG emissions is low, and major adverse if the magnitude of GHG emissions is high.

Initial findings
There is likely to be an increase in emissions resulting from the Project compared to 18 mppa
scenario. However, it is not expected that the Scheme will materially affect the ability of the carbon
budgets and targets set out in the Methodology (see Section 5.3) to be met. Therefore, there is
likely to be a minor adverse effect on climate change following further assessment.
Total aviation emissions from the Project at Luton Airport increase in 2021, before falling in 2024
and 2028. This is primarily driven by reductions in international aviation emissions.
Combined Scope 1 and 2 emissions, which LLAOL have control over, increase in 2021 before falling
markedly due to the mitigations included in the Project (see Section 5.5).
Total surface access emissions increase in 2021 before dropping below the 2019 baseline levels in
2024 due to the mitigations described in Section 5.5 and higher update of electric vehicles as
described in the Transport Analysis Guidance Data book25.

Initial mitigation
A range of environmental measures have been embedded into the development proposals to
reduce emissions wherever practicable. These mitigations will be embedded into the climate
change assessment to provide a reasonable projection of the airport operations in the future.

Luton Borough Council, (2019). Climate change action plan: Becoming a carbon neutral borough by 2040. Available at:
https://www.luton.gov.uk/Environment/Lists/LutonDocuments/PDF/Climate%20change/Climate-change-action-plan.pdf [Accessed 14
September 2020].
34
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Non-aviation operations emissions
5.5.2

LLAOL is committed to reducing emissions within their control. LLAOL has implemented a number
of measures to reduce emissions including:


installation of air handling unit upgrades saving over 1.3 million kWh per year;



upgrading boilers, reducing gas consumption by 16 %;



installation of LED lighting, reducing electricity demand by over 1 million kWh per year;



sourcing all electricity from renewable sources by 2021;



generating at least a quarter of electricity demand from on-site renewables by 2026; and



reducing operational electricity demand (excluding vehicles) to less than 2.0 kWh/pax by end of
2023.

Surface access emissions
5.5.3

The Travel PlanError! Bookmark not defined. (see Chapter Error! Reference source not found.)
sets out objectives and targets with a series of measures around the promotion of walking, cycling,
use of public transport and reducing single car occupancy for both passengers and staff. The
Surface Access Strategy35 includes the following targets which are embedded into the climate
change assessment:


passengers travelling to and from the airport by rail will increase from 21 % in 2019 to 24 % in
the 19 mppa scenario by 2022;



staff travelling to and from the airport by Single Occupancy Vehicles (SOVs) will reduce from
66 % in 2019 to 64 % in the 19 mppa scenario by 2022; and



increase employee travel by sustainable modes of transport including increasing staff travelling
to and from the airport by rail from 7 % to 9 % in the 19 mppa scenario by 2022 and by bus
and coach from 9 % to 11 % in the 19 mppa scenario by 2022.

Aviation emissions
5.5.4

Contractual arrangements with key airlines are based on incentivising efficiency gains through the
use of more modern aircraft (particularly the Airbus 320/321/319 Neos). The aircraft forecasts
reflect this change over time, with progressive phasing out of the older aircraft being replaced by
Neos.

London Luton Airport, (2019). Surface Access Strategy 2018–2022 2019 Reissue. [online]. Available at: https://www.londonluton.co.uk/LondonLuton/files/a3/a31129aa-284b-4b4c-aae0-ed0208d70fec.pdf [Accessed 14 September 2020].
35
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6.

Human Health

6.1

Introduction

6.1.1

6.1.2

As part of the EIA process an assessment of human health effects is being undertaken to
understand the potential health and wellbeing effects that the proposed variations to Conditions 8
and 10 may have on the surrounding community, including those along flightpaths and major
roads to and from LLA. This assessment of human health effects follows a health impact assessment
(HIA) methodology.
While the assessment of human health effects will identify key positive and negative human health
effects, a detailed assessment will only be performed on the negative effects, as required by the EIA
regulations. The assessment will identify ways that these effects can be reduced and / or managed.

6.2

Scope

6.2.1

The assessment will assess the health implications on the surrounding community of:

6.3



increasing the daytime noise contour limit from 19.4 sq km to 21.6 sq km and increasing the
night time noise contour limit from 37.2 sq km to 42.9 sq km between 2020 - 2028 and then
reducing to 15.5 sq km daytime and 35.5 night time noise contour limits post 2024; and



increasing passenger numbers from 18 to 19 million per annum and the changes in noise, air
quality, traffic and transport, and climate change effects.

Methodology

Legislative context
Town and Country Planning (Environmental Impact Assessment) Regulations 2017 36
6.3.1

On 16 May 2017, EIA Regulations came into force. This mentions human health explicitly alongside
consideration of population aspects. Part 1, General, Clause 4 (2a) states:
“The EIA must identify, describe and assess in an appropriate manner, in light of each individual case,
the direct and indirect significant effects of the proposed development on the following factors (a)
population and human health...”

Environmental Protection Act 199037
6.3.2

Part III of the Environmental Protection Act 1990 regulates the control of emissions (including dust,
noise, and light) that may be prejudicial to health or a nuisance.

HM Government (2017) Town and Country Planning (Environmental Impact Assessment) Regulation 2017. Available at:
http://www.legislation.gov.uk/uksi/2017/571/part/1/made [Checked 17 March 2019].
37
HM Government (1990) Environmental Protection Act 1990. Available at: https://www.legislation.gov.uk/ukpga/1990/43/part/III [17
March 2019]
36
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development proposals can support strong, vibrant, and healthy communities and help
create healthy living environments which should, where possible, include making physical
activity easy to do and create places and spaces to meet to support community
engagement and social capital;



the healthcare infrastructure implications of any relevant proposed local development have
been considered;



opportunities for healthy lifestyles have been considered (e.g. planning for an environment
that supports people of all ages in making healthy choices, helps to promote active travel
and physical activity, and promotes access to healthier food, high quality open spaces,
green infrastructure and opportunities for play, sport, and recreation);



potential pollution and other environmental hazards, which might lead to an adverse impact
on human health, are accounted for in the consideration of new development proposals;
and



access to the whole community by all sections of the community, whether able-bodied or
disabled, has been promoted.

The Air Navigation Guidance (ANG) 201748 provides guidance on setting the Lowest Observed
Adverse Effect Level (LOAEL) as 51dB LAeq,16hr and 45dB LAeq,8hr. ANG 2017 states that the
government advises setting a LOAEL which is the point at which adverse effects begin to be seen
on a community-wide basis. As noise exposure increases above this level, so will the likelihood of
experiencing an adverse effect. In line with this increase in risk, the proportion of the population
likely to be significantly affected can be expected to grow as the noise level increases over the
LOAEL. For the purposes of assessing and comparing the noise impacts of airspace changes, the
government has set a LOAEL of 51dB LAeq16hr for daytime noise and 45dB LAeq8hr for night time noise
and the Civil Aviation Authority (CAA) are tasked with ensuring that these metrics are considered.

Data gathering methodology
Desk study
6.3.9

6.3.10

Evidence suggests that difference communities have varying susceptibilities to health impacts and
benefits as a result of social and demographic structure, behaviours, and relative economic
circumstances. A baseline assessment provides a means to consider how potential health effects
may act disproportionately upon certain communities and sensitive groups.
Health and relevant determinants of health baseline data has been collected and reviewed from:


Public Health England;



community health profiles and local area health data;



Luton Borough Council Joint strategic needs assessment data and information;



Ministry of Housing, Communities & Local Government; and



indices of multiple deprivation 2019.

Department for Transport and Civil Aviation Authority (2017) Air Navigation Guidance 2017, [online]. Available at
https://www.gov.uk/government/publications/uk-air-navigation-guidance-2017 [Checked 14 September 2020]
48
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Study area
6.3.11

The study area for the desktop study encompasses the Luton Borough Council (LBC) local authority
area, key wards around LLA and, where appropriate, Lower Layer Super Output Areas 49.

Overall baseline
6.3.12

6.3.13

6.3.14
6.3.15

6.3.16

LLA is situated at the southern end of LBC. It is surrounded by North Hertfordshire, Stevenage,
Central Bedfordshire, St. Albans, and Dacorum districts. Compared to the population of Luton, the
health of the population of the other four districts is significantly better than Luton and the England
average, with lower levels of death, illness and deprivation and higher levels of health status and
life expectancy. LLA is situated in Wigmore ward and surrounded by Crawley and Round Green
wards in Luton borough; Hitchwood, Offa and Hoo and Kimpton wards in North Hertfordshire
district; and Caddington in Central Bedfordshire borough. The wards have a similar health profile to
their respective boroughs or districts (in most cases they are better than or in line with the overall
health status). The focus of this health profile is therefore on the population of the Luton borough
as representative of the residents who are most vulnerable to the health and wellbeing effects of
the proposed Conditions 8 and 10 variations.
The health of people in Luton is generally worse than the England average. Luton is one of the 20 %
most deprived local authorities in England and approximately 19 % (9,650) of children in Luton livein low-income families50.
Life expectancy for both men and women is significantly worse in Luton than the England average.
The most recent available data on strategic noise mapping using national calculation methods and
using data supplied by local authorities to model the percentage of the population exposed to
road, rail and air transport noise of 55 dB and 65 dB between 07:00 - 23:00 shows that Luton is
lower than the national average and most neighbouring boroughs (the percentage of residents
affected by noise above 65 dB is lower in Luton than in Slough, Birmingham, Wolverhampton,
Hillingdon and Redbridge; the percentage of residents affected by noise above 55dB in Luton is
also lower, except for Wolverhampton)51.
The most recent available data on the rate of complaints from Luton residents is below the England
average (Slough and Birmingham have lower rate of complaints; Wolverhampton, Hillingdon and
Redbridge have a higher rate compared to Luton).

Future baseline
6.3.17

Trends in population health and wellbeing in Luton (and the other four surrounding districts) are
likely to improve slowly over time with mortality from all causes likely to continue on the slight
downward trend that it is currently on. Levels of inequality are also likely to remain the same with
those from lower socio-economic backgrounds having a higher mortality than those form higher
socio-economic backgrounds. Luton has a much higher level of inequalities in men for under 75
mortality from all causes, compared to the four surrounding districts.

Super Output Areas were designed to improve the reporting of small area statistics and are built up from groups of Output Areas.
Lower Layer Super Output Areas are generally the smallest scale that routine statistics go down to. they are geographical areas that have
between 1,000-3,000 people and between 400-1,200 households. There are currently (as of 2011) 32,844 LSOAs in England.
50
Public Health England (2019). Luton local authority health profile 2019. Available at: https://fingertips.phe.org.uk/profile/healthprofiles [Checked 14 September 2020].
51
Luton Borough Council (2015) Luton’s joint strategic needs assessment 2015: noise pollution. Available at:
https://www.luton.gov.uk/Community and living/Luton%20observatory%20census%20statistics%20and%20mapping/Pages/Joint%20Str
ategic%20Needs%20Assessment%20-%20JSNA.aspx [Checked 14 September 2020].
49
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Luton is therefore likely to continue to have lower levels of life expectancy in both men and women
and higher levels of mortality from cardiovascular disease, lung cancer and respiratory diseases.
Heath trends in the surrounding boroughs and districts are also likely to continue to be better than
for Luton.

Assessment methodology
6.3.20

6.3.21

The methodology is based on emerging practice for the consideration of health in EIA. This section
sets out the methods for providing reasoned conclusions for the identification and assessment of
any likely significant effects of the project on population health. The methods provide a framework
to identify:


the likelihood of the project having an effect on health; and



if an effect is likely, whether it may be significant in EIA terms.

The qualitative analysis of the potential health and wellbeing effects considered:


the nature of the effects on health determinants and their duration;



the size and characteristics of the populations exposed to any effects, accounting for any
specific vulnerabilities;



review of scientific evidence linking the effects with health outcomes; and



the scope for mitigation of health outcomes.

Determination of overall impact
6.3.22

6.3.23

6.4
6.4.1

6.4.2

The determination of significance has two stages:


firstly, the sensitivity of the receptor affected, and the magnitude of the effect upon it are
characterised. This establishes whether there is a relevant population and a relevant change in
health outcomes to consider; and



secondly, a professional judgement is made as to whether the change in a population’s health
is significant. This judgement is based on the collection and presentation of data to evidence
reasoned conclusions.

The assessment will characterise the relevant changes in health outcomes for each health issue.
Professional judgement will be used to assess the sensitivity and magnitude for each health issue,
with the factors informing this decision stated in the ES. Significance of effect is the product of the
sensitivity of receptors and magnitude of impact. Moderate, large, or very large effects are
considered 'significant'.

Initial findings
At this stage, based on preliminary information on the potential changes in the noise environment
associated with the Project, and the public health evidence on the potential for these changes to
have adverse effects on human health, potential significant effects on human health are judged to
be plausible and likely and will be considered for further assessment.
The information that is available on the potential air quality, climate change, and traffic and
transport effects associated with the Project, and the potential for these to cause associated effects
on human health is currently limited. Therefore, it does not yet allow for a robust conclusion to be
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reached on whether the related effects on human health are, or are not, likely to be significant. As
such, these potential effects on human health are, at this stage, taken forward for further
assessment. As further information becomes available from the other environmental topic
assessments, a decision will be made on whether associated health effects are to be assessed as
part of the EIA or to be scoped out.

6.5
6.5.1

Initial mitigation
The health assessment is currently in its preliminary stages and no mitigation measures have yet
been identified beyond those set out in the other environmental chapters: noise, air quality, traffic
and transport, and climate change.
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7.

Noise & Vibration

7.1

Introduction

7.1.1

7.2
7.2.1

7.2.2

7.2.3

7.2.4

The increase in passenger numbers will have an effect on noise levels from various aspects of LLA’s
operation. This could be a result of increased traffic on the local road system or due to changes to
the number of air traffic movements to support this increase in passengers. However, aviation noise
does not necessarily increase as a result of higher passenger counts. Newer aircraft are generally
considered to be quieter than older models and therefore the future fleet mix is an important
consideration. Noise modelling and assessments are currently being undertaken to analyse the
effects of increased passenger numbers, a methodology and initial results of which follows.

Scope
Initial assessments have been undertaken to review likely effects from the proposed passenger
increase associated with the Project. These have been used to focus the EIA on key aspects of the
proposals for further assessment. The EIA will focus on noise sensitive locations such as residences,
schools, medical and religious centres in an area approximately 100 km2 around the airport during
the daytime and 70 km2 during the night-time. The effects of noise will be assessed up to 2028.
The following aspects of the proposals have been scoped out as not having any adverse effect:


construction noise, as no construction is required;



ground noise not associated with taxiing aircraft, as no changes to aircraft testing are required
and any variation in other plant noise associated with the running of planes would be
negligible; and



vibration effects, as any effects of increased traffic would be negligible.

The following aspects are not likely to result in significant adverse effects, but ‘screening’ level 52
assessments will be included within the EIA:


road traffic noise; and



noise from taxiing aircraft.

The following aspects are considered to have the potential to result in significant noise effects:


7.3
7.3.1

aviation noise whilst aircraft are in the air, including take-off and landing. The following
methodology relates to this element of the assessment.

Methodology
Aviation noise will be assessed by comparing ‘development scenarios’ with existing permitted noise
levels and baseline as follows:


worst-case (i.e. anticipated highest noise level) year (currently anticipated to be 2021)
compared with current accepted limits for 2021 within the planning conditions;

To mean that this will not include detailed modelling, but a level of assessment appropriate to determine if no significant effects
would be possible. Should this screening assessment show that significant effects may occur, more detailed analysis will be undertaken.
52
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future year 2028 scenario with 19 mppa compared to current accepted limits as set out in
planning conditions for the airport for 2028; and



future year 2028 scenario with 19 mppa compared to the future baseline in 2028 as originally
reported in the 2012 (using a capacity of 12.5 mppa).

Whilst the worst-case year is only predicted to have 18 mppa (passenger levels expected to be 19
mppa from 2024), 2021 is assessed because it does exceed noise level limits in the planning
condition.
Aviation noise predictions will be undertaken using computer noise modelling based on aircraft
movement data provided by the Airport. Government policy 53 requires the assessment of sound
levels in decibels (dB)54 using the LAeq, 16-hour and LAeq, 8-hour55 metrics for the summer months; a form
of noise average. However, the maximum noise events associated with the proposed passenger
increase will also be considered.
The criteria for assessing whether a significant adverse effect is identified is based on both change
in noise levels from the baseline and absolute noise level at assessment locations in the
development scenario. Government policy sets different effect levels in relation to noise:


LOAEL: Lowest Observed Adverse Effect Level – This is the level above which adverse effects on
health and quality of life can be detected; and



SOAEL: Significant Observed Adverse Effect Level – This is the level above which significant
adverse effects on health and quality of life may occur.

A significant adverse effect would be identified where the ‘with development’ scenario noise level
at assessment locations is between LOAEL and SOAEL, and the increase in noise is at least 3 dB.
Where the ‘with development’ scenario noise level at assessment locations is above SOAEL, a
significant effect would be identified with an increase of at least 1 dB. 56

7.4
7.4.1

Initial findings
Initial noise modelling has been undertaken based on the latest forecasts of aircraft movements.
Figures A1 to A4, in Appendix A, show predicted noise contours for the main scenarios being
assessed. Initial modelling of the scenarios described in 7.3.1 above has identified the following
potential increases in noise levels at residences:


<1 dB during the worst-case year of 2021 in comparison with the current planning condition
limit for 2021; and



<1 dB during the 19 mppa scenario for 2028 in comparison with the current planning condition
limit for 2028.



<1 dB during the 19 mppa scenario for 2028 in comparison with the future baseline predicted
in the 2012 ES for 12.5 mppa for 2028.

Currently laid out in the Aviation Policy Framework (Dept. for Transport 2013) and updated by the Consultation Response on UK
Airspace Policy: A Framework for Balanced Decisions on the Design and use of Airspace (Dept. for Transport, 2017). There are many other
policy and guidance documents that will be considered for the assessment including national planning policy and Civil Aviation
Authority guidance.
54
The decibel is a logarithmic unit used to measure sound level.
55
LAeq is the A-weighted (for the human hear) equivalent continuous sound level in decibels over a specified time.
56
A similar approach would be taken with road traffic noise and aviation taxiing noise if a detailed assessment was considered necessary.
53
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7.4.2

None of the identified increases in noise level would be considered significant.

7.5

Initial mitigation

7.5.1

7.5.2

7.5.3

Luton Airport has an established programme of noise mitigation to minimise noise emissions, and
any resulting effects, as part of its obligations to meet the requirements within the Environmental
Noise (England) Regulations57. These mitigation measures will be enhanced to include residences
newly predicted to be in areas with noise levels above the SOAEL.
Mitigation will include operational measures such as the following:


restrictions on daytime and night-time flights (23:30 to 07:00 hrs) based on a reduced quota
allotment58;



restriction on “non-emergency” diverted flights during the night-time; and



differential charging to incentivise the rapid modernisation of fleet.

Mitigation will also include compensatory measures as follows:


an enhanced Noise Insulation Fund to provide additional attenuating measures to increase
protection of residences internal noise environments; and



one-off grants to local councils exposed to noise levels between LOAEL and SOAEL based on
the predicted future noise contours. Grants are to be used to provide community
improvements.

The Environmental Noise (England) Regulations, 2006. Available [online] at:
https://www.legislation.gov.uk/uksi/2006/2238/contents/made. Accessed on 21/09/2020.
58
Each aircraft type is assigned a Quota Count according to its noise performance and an overall limit is applied to aircraft on this basis.
For instance, an Airport could run more quieter aircraft or fewer louder aircraft or a balance of either.
57
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8.

Traffic & Transport

8.1

Introduction

8.1.1

8.1.2

8.1.3

8.1.4

8.2
8.2.1

To carry out an assessment of the transport related impacts of an increase in passenger numbers
three main documents were prepared to support the Project, these are a Transport Assessment
(TA), a Travel Plan (TP) and a Car Parking Management Plan (CPMP).
The TA follows on from the 2014 Consented Scheme to allow capacity at LLA to increase to 18
mppa by 2026/27. A key component of LLA’s growth identified for further analysis is surface access
and car parking, most notably demonstrating that increasing passenger numbers can be
satisfactorily accommodated on the highway network (on and off airport) and through adequate
sustainable transport measures. This will require investigation of highway capacity and whether
additional traffic will require additional off-site highway works. Impact on public transport access
will also need to be reviewed.
The TP has been developed with the objective of reviewing the latest Airport Surface Access
Strategy Report (ASAS) 2018 - 2022 (2019 Reissue59) and updating objectives, targets and measures
based on a policy appraisal and site assessment. This analysis has been translated into a concrete
action plan to be monitored periodically.
The CPMP has been produced to set out what available parking supply will be available to LLAOL
for 19 mppa and how the existing car parks would be managed to operate at this increased
capacity. No further capacity increases in car parking are being proposed directly linked to the 19
mppa application.

Scope
Changes in traffic and transport are likely to occur from the variation to Condition 8, Condition 22,
and Condition 24 (i.e. the increase in overall passengers from 18 mppa to 19 mppa). To assess the
environmental effects arising from this change the assessment will be carried out through the
following key elements:


Policy Appraisal at a national and local level, including Luton Airport’s policy documentation
such as the ASAS;



Site Assessment; this consisted of the airport’s existing facilities, as well as the key access points
involving all potential transport modes (car, walking, cycling, bus, and rail services);



analysis of passenger and staff movements using all possible modes of transport. For this
analysis, accurate data recorded in 2019 was used to forecast the estimated passenger and staff
numbers expected to access the airport in 2024; and



existing ASAS and Parking Strategy review and updating of existing targets based on
performance up to date. Additionally, all existing parking facilities were checked to ensure that
Luton Airport can operate up to 19 mppa.

London Luton Airport (2019). Airport Surface Access Strategy (ASAS) 2018 – 2022 (2019 Reissue). [online] Available at:
https://www.london-luton.co.uk/LondonLuton/files/a3/a31129aa-284b-4b4c-aae0-ed0208d70fec.pdf [Accessed 17 September 2020].
59
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8.4.1

8.4.2
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Methodology
In order to assess the transport related impacts of the Project, a detailed analysis of passenger and
staff numbers at the airport was carried out. The baseline data used for this analysis was provided
by York Aviation and consisted of near actual 2019 18 mppa and forecast 19 mppa aircraft
schedules. This data was used to produce forecasts for a 2024 18 mppa and 19 mppa scenario,
allowing us to compare and determine whether the increase in traffic volumes resulting from the
increase in passenger numbers is significant.
Targets from the existing London Luton ASAS were reviewed against the latest passenger and staff
travel figures from the latest Civil Aviation Authority (CAA) statistics and 2019 LLA Staff Travel
Survey. Objectives and more stretching targets were set for the TP with a series of measures based
on the latest results from CAA and the staff travel survey. An action plan was developed to set out
each of the measures against timescales for completion and the body responsible for actioning
them.

Initial findings
Future travel demand indicates an increase in passenger trips on all modes of transport including
private car, bus/coach, and rail from the 18 mppa scenario to the 19 mppa scenario in 2024. In the
AM (before midday) peak for passengers, a total increase of 4.2 % was estimated for all transport
modes (bus/ coach, taxi/ minicab/ private car). In the PM (after midday) peak, the total increase for
all modes is of 3.4 %. For employees, the same comparison between an 18 mppa and 19 mppa
scenario was performed. In the AM peak an increase of 2.8 % was estimated, while in the PM peak
an increase of 2.8 % was estimated.
Overall, the total passenger and employee demand for all transport modes (bus/ coach, taxi/
minicab/ private car) resulted in a 3.7 % increase (120 vehicles) in the AM peak and a 3.2 % increase
(93 vehicles) in the PM peak.
Published CAA data shows an increase in public transport modal share and as such it is important
to note that due to the robustness of the data used to forecast a 2024 scenario, the volumes of car
traffic are likely to be less. This is further substantiated by Luton DART which will result in more rail
passengers than the one considered in the analysis using 2019 data.

Initial mitigation
From the analysis carried out it can be concluded that the net increases in total flows (passengers
and employees) will not cause significant effects in terms of network operational capacity. This is
based on our knowledge of the network and traffic flow thresholds which are likely to have a
significant impact on its capacity. It has been agreed with HE and LBC that this level of traffic flow
increase is not significant enough to warrant any further traffic modelling at this stage. Thus, it is
concluded that the highway network will not show any significant change from the 18 mppa at a
2024 design year level.
It is extremely encouraging that the airport has already met its key primary sustainable transport
targets that were originally set for 2022 in 2019, three years ahead of schedule. As such the latest
results have been used to set new stretching TP objectives and targets focusing around three key
areas: reduction in private car travel, increase in sustainable travel and a focus on reducing carbon
emissions derived from surface access to the airport.
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The existing 18 mppa CPMS was deemed appropriate for a 19 mppa scenario. This will be managed
with controlled capacity and pricing and monitored through the ASAS and latest TP produced for
the Project.
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9.
9.1.1

9.1.2

9.1.3
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EIA process: next steps
EIA process is on-going, we are currently carrying out the ‘Impact Assessment’ of the
‘Environmental Assessment and Evaluation’ stage (see Graphic 1.1). Next, we will take on-board the
responses attained through this consultation. In doing so, your comments and concerns will shape
the ‘Impact Assessment’ and ‘Mitigation’ put forward to avoid, reduce, and minimise any adverse
effects of the Project.
This will complete the ‘Environmental Assessment and Evaluation’ stage of the EIA process, with the
findings presented in the Environmental Statement. The Environmental Statement alongside all
additional supporting environmental reports carried out will be submitted alongside the Planning
Application for the Project. All of the documents submitted will be available to view publicly on
LBC’s planning application portal website.
The Planning Application will be then be reviewed by LBC and other stakeholders. Afterwards, LBC
will decide whether to accept, defer, or reject the Planning Application. If successful, there may be
‘Follow-up Activities’ to monitor and audit any of the potential impacts, and any environmental
management measures agreed upon between LLAOL and LBC. These would be set out as
Conditions60 attached to the Project.

The local planning authority may grant planning permission subject to conditions as it thinks fit. These conditions are used to enhance
the quality and mitigate the adverse effects of the proposed development.
60
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Appendix A1
57 dB Daytime Noise Contours 2021 Summer
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Appendix A2
48 dB Night Time Noise Contours 2021 Summer

September 2020
Doc Ref. 41431-WOOD-XX-XX-RP-O-0002_S3_P01.1 Environmental Impact Assessment Progress Report

1A

© Wood Environment & Infrastructure Solutions UK Limited

Appendix A3
57 dB Daytime Noise Contours 2028 Summer
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Appendix A4
48 dB Night Time Noise Contours 2028 Summer
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