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EXECUTIVE SUMMARY  

This report has been prepared by RPS and Optimal Economics on behalf of Gatwick Airport 
Ltd (GAL) to support the airport company’s response to the Airports Commission’s (the 
Commission’s) consultation exercise concluding in February 2015. 

The scope of the report relates principally to the employment and housing implications of 
airport expansion in the South East of England at either Gatwick or Heathrow airports.  In 
addition to the main consultation document it also draws on the Commission’s Business 
Case and Sustainability Assessments for the three airport schemes and the technical report 
on Local Economy Impacts. 

The Commission’s appraisal framework published in April 2013 also includes surface access 
under the Local Economy heading.  This issue is dealt with on behalf of GAL in a separate 
report supporting its overall consultation response. 

The three airport expansion schemes and the respective promoters are referenced using the 
same general terms and abbreviations as those adopted in the Commission’s consultation 
documentation as set out below.  

• Gatwick 2nd runway (Gatwick Airport Ltd) –  Gatwick (GAL) 
• Heathrow North West Runway (Heathrow Airport Ltd) – NWR (HAL) 
• Heathrow Extended Northern runway (Heathrow Hub Ltd) –  ENR (HH) 

The Commission’s approach on local employment and housing issues follows the same 
general methodology as that adopted in a technical report on Local Economy Impact 
prepared on behalf of GAL and submitted to the Commission in May 2014 as an appendix to 
GAL’s updated scheme submission.  This report is structured in a similar way. In summary, 
the key matters it addresses are thus: 

• The definition of a local area where most airport related jobs and homes will be 
located and the identification of a wider area that is likely to experience economic 
benefits arising from airport expansion. 

• The number of airport related jobs that are expected to arise in the respective 
local areas and the broader employment implications in the wider area. 

• the number of people that are predicted to move in to the local areas to take up 
airport related jobs and require a new home. 

• the implications of airport related growth forecast by the Commission on existing 
and planned employment and housing land supply.  

 

 

 

 



 

 
 
 
 
 
 

2 

 

Relevant area definition – Section 2 of this report 

It is considered that the local areas around Gatwick and Heathrow have been 
appropriately defined by the Commission and are a sound basis for assessment. 
Similarly, the Commission’s definition of the wider area as the UK focused on London 
and the South East is considered to be robust in terms of assessing broader benefits. 

 

The local area around Gatwick (also referred to as the “assessment area” in the consultation 
documentation) is very similar to that defined in previous work commissioned by GAL.  It 
comprises the same 14 local authority areas plus the small addition of Epsom and Ewell.  

For Heathrow, the same local area definition is used for both short listed schemes (NWR 
and ENR).  It has been defined on a similar basis to the Gatwick local area and includes 14 
local authorities in West London and the Thames Valley.   

The Heathrow local area is somewhat larger than the equivalent Gatwick area in terms of 
population (by about 21%) and employment (by about 23%) but, in terms of area, it is about 
half the size.  

In assessing the wider or “catalytic” economic effects the Commission recognises that, whilst 
there will be such effects throughout the UK, these will principally arise at the level of London 
and the South East. 

 

Local Employment Impacts – Section 2 of this report 

It is considered that the Commission’s employment forecasts for Gatwick are a 
reasonable basis for assessment. The future levels of employment (and thus the 
economic benefits) of both Heathrow schemes have, however, been significantly 
overstated, both in their own right and in comparison with the Commission’s 
forecasts for Gatwick. This ultimately appears to be a consequence of completely 
different assumptions about the nature of the passengers that would use the 
respective airport locations in the context of different scenarios of UK growth in air 
traffic. The strong emphasis at Heathrow is on long haul/transfer passengers whilst 
Gatwick is set in a context where low cost air travel dominates future air traffic 
growth. The situation is compounded by what is considered to be a questionable 
assumption that growth of air traffic would generate substantially greater indirect and 
induced employment in the Heathrow local area than around Gatwick.  

 

The assessment of employment in the local areas around Heathrow and Gatwick is closely 
linked to the projected increase in passengers that are forecast to be using the respective 
airports schemes in the future measured as millions of passengers per annum (mppa).  The 



 

 
 
 
 
 
 

3 

Commission’s maximum forecasts to 2050 in this regard are Gatwick + 52mppa, NWR + 58 
mppa and ENR + 51 mppa. 

Overall, the maximum passenger increases for all three proposals are thus of the same 
general order of magnitude with only a 7 mppa difference between the highest and the 
lowest (the two Heathrow schemes). 

The Commission’s employment forecasts associated with these increases in passenger 
throughput are expressed as very wide ranges which could usefully be narrowed to focus the 
final assessment.  

The difference between both Heathrow schemes and Gatwick in terms of maximum forecast 
additional jobs generated in the local area is, however, much greater than this order of 
magnitude of passenger growth would suggest.  The Commission considers that maximum 
direct employment at Gatwick would increase by 23,600 at 2050 whilst the equivalent 
maximum increase for the largest of the Heathrow proposals (NWR), which is forecast to be 
reached 20 years earlier at 2030, is 41,400. This is around 75% greater than for Gatwick 
whilst the forecast increase in passengers is only 11% higher. 

Of even greater significance, total employment (direct, indirect and induced) in the local area 
for Gatwick is predicted by the Commission to increase by a maximum of 32,500 at 2050. 
The equivalent maximum figure for Heathrow NWR is 112,400 at 2030, or 3.5 times higher.   

The variations in forecasts of direct employment reflect the current position in terms of the 
difference between the two airports in relation to the number of passengers per employee – 
Gatwick employs fewer people than Heathrow to serve a given number of passengers and 
the forecasts assume this will continue.   

The even more significant differences between Gatwick and the Heathrow schemes in 
relation to indirect and induced employment generation principally reflect the multipliers used 
to “convert” direct employment to overall local employment.  The indirect multiplier used in 
relation to Heathrow, for example, is significantly higher than the equivalent for Gatwick and, 
while some difference might have been expected in light of the slightly larger Heathrow area 
economy, the difference is far greater than might be expected given the relative scale of the 
economies.  

With regard to the induced multiplier, the value assumed for Heathrow (1.1) is also far higher 
than suggested by any regional level study in the UK or elsewhere and the reasons for 
selecting this figure have not been set out by the Commission. Typical values for a sub-
regional level induced multiplier would be 0.2 – 0.4.  Applying this order of magnitude of 
multiplier suggests that induced impact in relation to Heathrow has been overstated by 
several tens of thousands of jobs in the Commission’s assessment.   

A key concern in relation to this overall comparison is that it creates the clear but misleading 
impression that the difference between the local employment benefits as between Gatwick 
and the Heathrow schemes is much greater than it actually is. Adopting a more credible 
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induced multiplier alone in relation to Heathrow would significantly reduce the economic 
benefits attributed to Heathrow.   

The Gatwick and Heathrow locations are also less than 40 miles apart and closely related, 
both physically and in terms of their regional context. It would not be expected that 
multipliers and the associated economic benefits would vary as much as the Commission 
assumes given the relationship between the two locations. 

Heathrow also peaks in terms of employment at 2030 and the number of jobs then actually 
falls from 2030 to 2050, presumably on the basis of greater efficiencies. Gatwick, by contrast 
sees a steady increase in employment directly related to increased passenger growth. To 
the extent that this suggests that the existing and proposed layouts in the Heathrow 
schemes are less efficient than Gatwick, this factor should be included in the overall balance 
of considerations. Employment “benefits” based in part on inefficiency cannot be given the 
same weight as those arising from a more efficient airport. 

 

Catalytic Growth – Section 4 of this report 

The Commission’s alternative employment forecasts that include a catalytic 
component have similar characteristics to the principal local area forecasts in terms 
of the nature of assumed air traffic at Heathrow and Gatwick and the associated 
overstatement of economic benefits arising in relation to the Heathrow schemes. As 
with the local area forecasts, the Commission should have regard to this factor when 
making a final assessment. 

 

The Commission also includes some alternative employment forecasts derived from an 
economic model (S-CGE) that includes, along with direct, indirect and induced effects, 
catalytic growth in London and the South East.  There is no indication, however, as to what 
proportion of this growth might relate to the Heathrow and Gatwick local areas defined by the 
Commission. 

Total employment growth related to Gatwick is estimated from this modelling as 49,600 to 
2050 on the basis of this alternative approach, whilst the equivalent figure for the NWR 
proposal is 179,600, yet again over three and a half times greater than for Gatwick. 

So far as can be  established, the S-CGE model generates much larger impacts at Heathrow 
because the model works on the basis that long-haul/business passengers have a much 
greater impact on the economy than short-haul/budget passengers. Moreover, the modelling 
assumes that Gatwick grows to its full potential only in a market dominated by low cost 
flights. As with the principal, local area forecasts this means that any comparison between 
Gatwick and Heathrow is, again, not drawn on a like for like basis but is based on two quite 
different airports operating in completely different market contexts. As GAL makes clear 
elsewhere in its response to the Commission, Gatwick is already experiencing significant 
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growth outside the low cost sector and the likelihood is that this growth will continue in line 
with global trends in air travel including the increased emphasis on eastern markets. 

 

Housing – Section 5 of this report 

Based on the Commissions employment forecasts, the predicted housing 
requirements for the Heathrow schemes are three to four times higher than those 
associated with Gatwick. Having regard to appropriate adjustments to the 
Commission’s household forecasts for Gatwick, the estimates of housing 
requirements to 2050 associated with airport expansion are consistent with the 
Commission’s identified range.    

 

The maximum additional housing forecasts included in the Commission’s consultation for all 
three airport schemes relate solely to 2030.  The lowest increase is 18,400 households in 
relation to Gatwick, the highest (for NWR) is 70,800 which is approaching 4 times higher. 

There is no maximum projected 2050 household increase figure for Gatwick to set against 
maximum employment in the consultation documents, but on the basis of the Commission’s 
approach, it is estimated to be 24,900 at that date or about one third of the NWR Heathrow 
maximum. 

The Commission suggests that in all three cases the maximum housing figures may well not 
be as high as predicted due to various factors including reductions in unemployment and 
out-commuting. No specific adjustments to the headline figures, however, are made to take 
account of these.  The Commission also assumes that each individual in-migrant worker that 
moves in to the relevant local area will require a home, an assumption which is not borne out 
by current data and is thus highly questionable.. 

Making specific adjustments in relation to the factors identified by the Commission would 
suggest a need for a maximum of 15,000 houses at 2030 in the Gatwick local area.  The 
corresponding figure for 2050 would be about 22,000.  If the figures are also adjusted on the 
basis that not every single in migrant worker will need a new home based on current data, 
then the new housing requirement for Gatwick based on the Commission’s employment 
forecasts would be around 9,400 in 2030 and 14,000 in 2050.   

For Gatwick, the Commission presents the housing implications on the basis of a range 
starting at zero which, as with the employment forecasts, could be usefully narrowed.  The 
forecast requirement for 9,300 homes by 2050 prepared for GAL in May 2014, however, sits 
broadly in the middle of a 0 to 14,000 range for housing up to 2050 derived from the 
Commission’s approach, adjusted as described above. Bearing in mind that the 
Commission’s employment forecasts are higher than GAL’s, the two sets of forecasts can 
thus be reasonably reconciled on this basis. 
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Implications for land supply and existing plans – Section 6 of this report 

The Commission’s household forecasts associated with the Heathrow schemes would 
involve doubling the amount of housing allocated in existing and emerging plans in 
the Heathrow local area which is already highly constrained. The implications for 
Gatwick are far less as they involve significantly lower levels of development in a 
much less constrained area and over a considerably longer timescale. 

 

The Commission addresses the implications of airport expansion for future planned growth 
principally in relation to housing.  For Gatwick, the Commission concludes that the scale of 
new development associated with expansion to a two runway airport is unlikely to 
significantly increase pressure on local authorities’ plans. A similar conclusion was reached 
in relation to previous work undertaken for GAL. 

The 9,300 homes forecast to be required by 2050 in this previous work is less than 7% of the 
current annual planned house building rates in council plans in the Gatwick local area.  On 
the basis of the Commission’s forecasts, adjusted as outlined above, this proportion would 
increase to a maximum of around 10% of planned rates.  The fact that a significant 
proportion of the new Gatwick related housing will also be delivered between 2030 and 2050 
means that there is ample time for council plans to address the issues under either of these 
scenarios. 

The situation with Heathrow is very different.  The forecast housing requirement is very 
significantly higher for both schemes and is needed 20 years earlier, by 2030.  The impact 
on existing plans is consequently much greater.  It is estimated that the 14 local authorities 
in the Heathrow Local area would need to provide over double the housing land currently 
included in their existing and emerging plans to accommodate the maximum level of growth 
for Heathrow NWR of over 70,000 new homes by 2030 forecast by the Commission.   

The two local areas are also very different in character in terms of current levels of 
urbanisation and existing constraints affecting the delivery of new development.  Around one 
third of the Heathrow’s defined local area is already urbanised.  For Gatwick it is about one 
fifth.  Only 12% of the Heathrow local area is non-urban and unaffected by long established 
constraints such as Green Belt, AONB and national and international nature conservation 
sites, compared to 42% of the Gatwick local area. For Heathrow it is thus a case of 
attempting to accommodate much more development in a far more constrained area along 
the Thames Valley and in a much shorter timescale. The Commission’s conclusion that this 
situation gives rise to very limited risk in terms of delivering the forecast economic benefits 
associated with both Heathrow schemes requires reconsideration on this basis.  

Whilst there may be some limited scope for increasing housing density and further use of 
brownfield land, these are both diminishing resources throughout the South East. There is 
also unlikely to be any significant difference between the two local areas in terms of reliance 
on any marginal additional yield from these sources.  
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Overall Assessment – Section 7 of this report 

It is concluded that, due to a combination of significantly overstating the economic 
benefits of the Heathrow schemes and severely underestimating the impacts of 
attempting to accommodate the associated required development in the Heathrow 
local area, a more positive assessment is put forward by the Commission for both 
Heathrow schemes than is justified on the evidence. This conclusion applies in 
relation to the Heathrow airport expansion schemes assessed both in their own right 
and relative to the Gatwick airport expansion proposal. A re-evaluation on the basis of 
a more appropriate balancing of benefit against delivery risk would place Gatwick on 
at least an equal footing with Heathrow.  

The Commission’s Business Case and Sustainability Assessments for both Heathrow 
schemes conclude that they are HIGHLY SUPPORTIVE in terms of promoting employment 
and economic growth.  This conclusion is qualified on the basis that there are “potential 
areas of constraint” around Heathrow that could reduce this potential to SUPPORTIVE.  The 
Commission considers that the risks in this regard are not great.  This report demonstrates 
that this qualification as regards risk should be reviewed by the Commission and 
strengthened, principally on the basis of the constraints involved in delivering the 
development necessary to secure forecast economic benefits in the Heathrow local area, the 
scale of that development and the fact that it is to be delivered as soon as 2030. 

For Gatwick the employment and economic benefits are assessed as SUPPORTIVE.  There 
is no qualification in relation to constraints as there is for Heathrow. On the contrary the clear 
implication is that accommodating Gatwick related housing and employment, whilst still 
challenging, presents far fewer problems generally and the risks associated with securing 
economic benefits must therefore be much lower than they are in relation to Heathrow.  The 
Commission’s assessment also concludes that there is potential for Gatwick to move to 
HIGHLY SUPPORTIVE if the airport were to handle more transfer passengers. 

As explained elsewhere in its response to the Commission, GAL also believes that there is a 
clear potential for Gatwick to develop as an airport that will respond to changes in global air 
travel rather than focused purely on the low-cost airlines.  It is thus evident that the 
difference between Heathrow and Gatwick in terms of local economic benefits put forward in 
the Commission’s consultation document is unlikely to be as significant as portrayed in the 
Commission’s consultation documents.  In this regard the description of the benefits of 
Gatwick as “modest” is thus also likely to understate the position in relation to that proposal. 

For Heathrow the degree of constraint in West London and the Thames Valley represents a 
very significant risk in terms of realising either the Commission’s forecast economic benefits 
or the lower levels explored in this report. This is in stark contrast to the marginal level of risk 
suggested by the Commission. To give some perspective on the implications, even if the 
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Commission’s maximum Heathrow related housing figure were halved to around 35,000, this 
would require additional housing over and above that already planned to 2030 equivalent to 
a town the size of Basingstoke. 

Based on the above considerations, a more appropriate balance between securing local 
economic benefits and accommodating the development implications in relation to airport 
related growth in their respective local areas, would place Heathrow and Gatwick on at least 
an equal footing.  However, given the obvious and substantial problems associated with 
accommodating the scale of further development required in the Thames Valley by 2030, it 
could be concluded that the balance should, in reality, move decisively in Gatwick’s favour.   
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1 INTRODUCTION 

 The Airports Commission (‘the Commission’) is undertaking a consultation exercise in 1.1
relation to the provision of a further runway in the South East of England.  Three 
specific schemes are being consulted upon over a three month period between 
November 2014 and February 2015.  These schemes and their promoters are as 
follows, with the relevant abbreviations: 

• Gatwick 2nd runway – Gatwick (Gatwick Airport Ltd – GAL). 
• Heathrow North West Runway - NWR (Heathrow Airport Ltd – HAL). 
• Heathrow Extended Northern runway - ENR (Heathrow Hub Ltd - HH). 
 

 In January 2014, The Commission issued a draft Appraisal Framework indicating 1.2
how it would assess the short listed schemes.  Following consultation a finalised 
framework was issued in April 2014.  The framework has 16 modules of which one is 
Local Economy Impacts. 

 This report addresses the key issues arising from the Commission’s assessment of 1.3
the three shortlisted airport schemes under the Local Economy heading.  In this 
regard it focuses on employment and household forecasts in each case and the 
implications of accommodating the new development beyond airport boundaries that 
flows directly from those forecasts.   

 The key issues considered in this report are outlined below.  Based on the 1.4
assessment of these issues, it is considered that the overall balance of economic 
benefit set against the impact on local authorities’ plans and associated constraints 
should be reviewed by the Commission in relation to the three shortlisted schemes.  
On the basis of the evidence presented in this report, it is considered that such a 
review would place the Gatwick and Heathrow proposals on at least an equal footing 
in relation to an assessment of Local Economy Impacts. There is also the clear 
potential for the impact of airport related development on the already highly 
constrained Heathrow local area to tip this balance decisively in Gatwick’s favour 
where the constraints are significantly lower. 

 

Key issues - The Relevant Study Areas 

• The Commission’s approach to local area definition around Heathrow and 
Gatwick is supported.  It is consistent with work previously undertaken on behalf 
of GAL. 

• The Commission’s view that airport related catalytic growth would be generated 
UK wide but concentrated in London and the South East is also supported. 
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Key issues - Employment Forecasts 

• The Commission’s overall approach to construction employment forecasts with 
higher levels for the Heathrow schemes reflecting their significantly greater 
capital costs in comparison with Gatwick is supported. 

• Whilst direct employment forecasts undertaken on behalf of GAL are considered 
to be robust, the Commission’s alternative forecasts for employment growth at 
Gatwick are not, in themselves, unreasonable for the purposed of consultation. 

• As a basis for comparison with Gatwick, however, the employment forecasts 
associated with the two Heathrow schemes appear disproportionately high and 
the question thus arises as to whether economic benefits associated with them 
are overstated. On this basis such a comparison would plainly not be a fair one. 
It is considered that there is clear evidence that this is the case.  

• The principal reasons why the Heathrow forecasts may not be an appropriate 
basis for comparison with Gatwick seem to be based on a) the proposition that 
long haul/transfer passengers associated with Heathrow generate more 
employees than the ‘low cost’ passengers attributed to Gatwick and b) the much 
larger multipliers used to generate total Heathrow employment. This also raises 
the question as to whether assessments based on the Commission’s 
employment forecasts have been made on a like for like basis. It would appear 
that this cannot be the case having regard to the significant differences between 
these basic assumptions.  

• Whilst there are no details available of the model used, the Commission’s 
alternative employment forecasts including catalytic effects also appear to be 
based on similar assumptions in relation to long haul/transfer and ‘low cost’ 
passengers. These, in turn, give rise to major comparative differences between 
the Heathrow schemes and Gatwick of a similar magnitude to the main forecasts 
and thus raise similar issues.   

Key issues - Household Forecasts 

• Having regard to the directly related employment forecasts, the scale of the 
difference between the forecast housing requirements and the associated timing 
of delivery of that housing for Heathrow and Gatwick depicted in the 
Commission’s consultation documentation is very significant. The implications of 
this, particularly in relation to accommodating Heathrow related housing in the 
required timescale in the Thames Valley, are a key consideration. It is 
considered that these implications are substantial and give rise to very significant 
risks in relation to the delivery of economic benefits in the Heathrow local area. 
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• For Gatwick specifically, having regard to the quantification of specific factors 
identified in general terms by the Commission, the household forecast of May 
2013 prepared on behalf of GAL is consistent with the range of housing 
requirements identified in the Commission’s consultation documentation.  

 

 

Key issues - Land Supply 

• The impact of new, airport related development will be significantly greater 
around Heathrow than the Commission suggests, even at reduced levels 
associated with lower employment forecasts. This is because Heathrow 
expansion requires more development in a much more constrained area and 
over a considerably shorter period. It is questionable as to whether the 
implications of the Commission’s forecasts are thus accurately reflected in the 
assessment of risk associated with the delivery of new development in relation to 
Heathrow.  

• On the basis of the Commission’s household forecasts or at significantly reduced 
levels, local councils around Heathrow would be required to allocate much more 
additional land in their existing plans than the councils around Gatwick. 

• The scope for accommodating new development on “brownfield” land and 
through increases in housing densities are likely to be limited in relation to all 
three of the airport expansion schemes. 
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2 RELEVANT AREA DEFINITION 

 

 The Airports Commission begins its assessment of the impact of the expansion of 2.1
Gatwick and Heathrow by identifying and describing what it considers to be the 
relevant local areas around each airport location.  Reference is made in this regard to 
research by PWC which concluded that there is no commonly agreed definition of an 
airport’s local area.  The Commission states that defining such areas is a subjective 
tasks and then sets out what it considers to be the relevant areas for the two airports 
in relation to the impacts considered. 

 So far as direct, indirect and induced employment are concerned, the Commission 2.2
defines the local areas as including 15 authorities around Gatwick and 14 around 
Heathrow.  For catalytic economic effects for both airports the relevant area is the 
whole of the UK with an emphasis on London and the South East, but no specific 
overall area is identified.  Under the “Land” heading in the Commission’s Local 
Economy Impacts: Assessment, the relevant area is said to be London and the South 
East for both airports plus specific areas close to both airports (e.g. the Gatwick 
Diamond). 

 So far as the areas relevant to employment effects are concerned, the Commission 2.3
states that it has based the definitions on airport employee home residence and the 
location of activities which are part of each airport’s supply chain. 

 The area defined for Gatwick is almost identical to that defined in assessments 2.4
undertaken on behalf of GAL – i.e that being based on local authorities which are 
home to at least 1% of the airport workforce.  The only difference is that the Airports 
Commission includes one authority not in GAL’s own definition (Epsom and Ewell).       

 The Commission does not set out the data on which its definitions of areas are based 2.5
but the areas defined for the two airports are broadly comparable in scale.  The 
Heathrow local area, however, has a population of 2.3 million while the population of 
the Gatwick local area is 1.9 million.  Similarly, there are 78,000 business enterprises 
in the Gatwick area and 97,000 in the Heathrow area.   Finally, employment in the 
Gatwick study area stands at around 970,000 while in the Heathrow area it is about 
1,197,000.  The Heathrow local area thus already involves a materially larger 
economy (about 23% larger).  These considerations are important to the discussion 
of comparative economic impact below and also in relation to the respective local 
areas’ ability to absorb more economic activity.  

 For both areas the Commission define focused sub-areas where economic effects 2.6
are expected to be greatest.  For Gatwick this is the “Diamond” which accounts for 
about 40% of study area employment while for Heathrow the focus area contains five 
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authorities which account for 76% of the area’s workforce.  It is thus evident that 
employment around Heathrow is also more physically concentrated than around 
Gatwick. 
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3 LOCAL EMPLOYMENT EFFECTS 

Construction Employment  

 The Commission’s Local Economy Impact: Assessment includes figures for the 3.1
projected impacts arising in relation to the construction of each scheme on GDP and 
employment in the national economy.  These figures have been produced using the 
Computable General Equilibrium model developed for the Commission (the S-CGE 
model) that is also used to generate alternative employment forecasts beyond the 
defined local areas.  

 The S-CGE modelling predicts that construction activity at Gatwick will increase GDP 3.2
by 0.5% in 2022 and create 5,800 jobs in 2020.  For Heathrow it suggests that either 
of the proposed schemes would increase GDP by 0.5% in 2022 but the employment 
impacts of either scheme are said to be between 16,800 and 19,300 in 2020. 

 This difference in construction employment impacts does appear to be broadly 3.3
consistent with the fact that the capital cost of the Heathrow schemes is more than 
twice as high as at Gatwick.  

Assessment of Local Employment Forecasts 

 The main driver of local economic impact and local economic benefit is employment 3.4
growth associated with the expansion of each airport.  The main determinant of the 
level of employment at any airport is the annual number of passengers passing 
through the facility although other factors such as the type of operations can be 
relevant. 

 As detailed below, there are substantial differences in the Airport Commission’s 3.5
figures for the forecast employment consequences of the expansion of Gatwick and 
Heathrow.  These differences cannot be attributed to any significant degree to 
differences in additional number of passengers associated with each scheme 
because these differences are relatively small. 

 The Commission has produced passenger forecasts under several market scenarios.  3.6
However, what is most relevant is the maximum forecast growth in each case.  If we 
take 2050 as the point of comparison then the maximum growth in the number of 
passengers per annum, as compared to a base case, resulting from each scheme is 
as follows: 

• Gatwick - 52 million 
• Heathrow North West Runway – 58 million 
• Heathrow Hub – 51 million  

 In the Commission’s analysis, and indeed in submissions by the scheme promoters, 3.7
local employment impacts are divided into direct, indirect and induced jobs.  Direct 
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jobs relate to employment at the airport or in direct support of airport operations. 
Indirect jobs are those related to businesses which supply goods and services to the 
airport and induced jobs are those that are supported by the spending of the incomes 
created by the direct and indirect effects.  The creation of indirect and induced jobs is 
often dealt with on the basis of multiplier effects applied to the direct employment.  
These are considered in turn. 

 In contrast to the relatively small differences in passenger numbers, the 3.8
Commission’s projections of direct employment vary very widely which is not 
particularly conducive to a focussed analysis.   In 2050, however, when the highest 
passenger growth forecast for Heathrow exceeds that at Gatwick by only 14%, the 
figures for the maximum number of additional direct jobs are as follows: 

•  Gatwick – 24,000 
• Heathrow North West Runway – 40,100 
• Heathrow Hub – 34,400  

 These differences reflect an assumption that a given number of passengers require 3.9
fewer staff at Gatwick than at Heathrow. The Commission will have had regard to the 
literature review of studies of economic impact of airports which it commissioned from 
PWC.  This study noted that the number of passengers per employee varied 
considerably between airports but that airports with a high proportion of long haul 
passengers actually have fewer passengers per employee.   

 The Commission’s figures for future direct employment at Gatwick are reasonably 3.10
close to the estimates produced on behalf of GAL in May 2014.  The figures for 
Heathrow (both schemes) begin with the 2011 figure for passengers per worker 
(which is about 60% of that at Gatwick) and assume that productivity grows at the 
same rate as at Gatwick. The Commission’s figures thus assume that the current 
relationship between the airports in terms of passengers per worker will be 
maintained. It is considered that the estimate of 15,500 extra jobs produced on behalf 
of GAL by their consultants remains robust.   

 The differences in the indirect and induced jobs are much greater and less easily 3.11
understood. Bearing in mind the small differences in total passenger numbers as 
discussed above, the figures for maximum additional indirect and induced jobs in 
2050 are as summarised below: 

Indirect 

• Gatwick – 1,600 
• Heathrow North West Runway – 25,200 
• Heathrow Hub – 21,700  

 
Induced 

• Gatwick – 5,100 
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• Heathrow North West Runway – 42,900 
• Heathrow Hub – 36,800 

 These differences are also reflected in the 2011 baseline. 3.12

 The variation in these employment figures, with combined multiplier effects up to ten 3.13
times higher at Heathrow than at Gatwick is not justified by the Commission or 
credible on the basis of any specific evidence to support such a proposition.  

 The employment multiplier is the ratio of all jobs created (direct plus indirect plus 3.14
induced to direct).  The employment multiplier at Heathrow is around 2.7 while that at 
Gatwick is 1.275. It also the case that the Commission’s figures are close to those 
used to generate previous forecasts for GAL.  Similarly, the Commission appears to 
have relied on, or at least given weight to, the multipliers proposed by Heathrow 
Airport Limited (given as 0.6 for induced and 1.01 for induced).  These multipliers 
have been used to calculate the direct and indirect job impacts so that the ratio of all 
jobs to direct jobs is 2.7 as referred to above.     

 There is thus a clear inconsistency in the use of multiplier analysis for Gatwick on the 3.15
one hand and Heathrow on the other.  Moreover, both approaches cannot be correct.  
The Literature Review paper prepared by PWC for the Commission pointed out that 
the size of a multiplier is related to the size and structure of the economy to which it is 
applied.  In each case that economy is the defined local area as described above.  
While the Heathrow area economy is about 23% larger than the Gatwick area 
economy (so that a larger multiplier would be a reasonable assumption) it is not 
larger by the order of magnitude which could conceivably justify the differences in the 
multipliers that have been applied. 

 It is possible that some confusion has arisen around definitions and that this applies 3.16
particularly to induced jobs in the Heathrow case. The Commission document, 
reflecting the HAL submission has an induced effect such that induced jobs actually 
exceed direct jobs. The most detailed and complete analysis of regional multiplier in 
the UK is based on the Scottish Input Output Tables produced by the Scottish 
Government. This research shows that in an economy which accounts for about 8% 
of the UK economy the induced effect across all industries is in the region of 0.2 to 
0.3.   

 If an induced multiplier of 0.2 is applied to the Heathrow figures we would have a 3.17
maximum induced effect in 2050 of 8,000. This appears much more plausible. 

 It is also noted that a Regeneris Study on the impact of Heathrow in 2013 for several 3.18
LEP’s around Heathrow indicated an indirect multiplier of less than 0.3. 

 Taking account of the above points in relation to induced impacts, and without any 3.19
change at all to the indirect multiplier, application of an induced multiplier of 0.2 in the 
Heathrow case would produce the following comparative impacts in 2050. 
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Table 3.1 Revised Maximum Employment Impacts 2050 

  

 Gatwick  Heathrow NWR Heathrow ENR 

Direct  24,000 40,100 34,400 

Indirect  1,600 25,200 21,700 

Induced  7,000 8,000 8,000 

TOTAL 30,800 73,300 64,100 
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4 CATALYTIC EFFECTS 

INTRODUCTION 

 Catalytic economic effects are distinct from the direct and related job creating effects 4.1
of the operation of a business or project.  They arise through the role of an 
investment or project in bringing about increased efficiency, innovation, activity and 
productivity in businesses and activities which benefit directly or indirectly from the 
use of the facility or project involved. 

 Catalytic impacts of airport expansion have been analysed for the Commission using 4.2
a conventional local multiplier framework. The Commission has presented figures for 
impacts on employment generated by a Spatial Computable General Equilibrium (S-
CGE) Model of the UK economy which is disaggregated to a regional level. The 
relevant regional component is London and the South East thus this is the lowest 
geographical scale at which results are presented. 

 It is noted that the S-CGE model aims to capture all effects on the economy.  This 4.3
means that it does not present catalytic effects separately but combines them with 
the other employment categories discussed above. 

The Results   

 On the basis of the S-CGE model, the Airports Commission’s Local Impact 4.4
Assessment Report states that by 2050 a second runway at Gatwick could create 
49,600 jobs of which 25,100 would be in London and the South East.  

 The corresponding figures for the two Heathrow schemes are 163,000 to 180,000 4.5
jobs at the UK level by 2050 with 87,000 in London and the South East.  The 
Heathrow results are thus three times larger than for Gatwick. 

 These differences are striking given that the implied growth in passengers is so 4.6
similar as already outlined. The consultation documents give limited insight into the 
reasons for these very large differences.  

 What the Commission’s Local Economy Impact Report does indicate is that the 4.7
model embodies the assumption that the catalytic impact of long-haul/business 
passengers is far greater than that of an equivalent number of short-haul and low 
cost travel passengers. In addition, freight traffic is seen as a major generator of 
catalytic effects.  

 These features of the model combine with the assumptions made about the growth of 4.8
each airport to generate the observed results.  Because the Commission’s high 
growth scenario for Gatwick is “Low Cost is King” under which traffic growth is 
concentrated on low cost and short haul and predominantly leisure passengers, the 
scope for catalytic effects is necessarily limited.  In contrast, the Commission’s high 
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growth vision for Heathrow is incorporates high growth in long haul traffic, business 
traffic and freight – all of which have large economic impacts of all types in the 
modelling.      

Catalytic effects - Conclusions 

 The S-CGE modelling generates far larger regional economic impacts and benefits at 4.9
the regional level from expansion of Heathrow than from expansion at Gatwick 
despite broadly similar levels of additional passenger numbers. 

 So far as can be established, this result is the outcome of two sets of assumptions.  4.10

 The first set concerns the assumed greater economic benefit of long haul and 4.11
business passenger traffic along with freight as compared to short haul and leisure 
traffic. These assumptions are supported by some economic analysis.   

 The second set of assumptions concern the Commission’s scenarios for the future 4.12
development of Gatwick and Heathrow that mean that like is not being compared with 
like.  Because it is assumed that Gatwick can only grow to its maximum potential on 
the basis of low cost air travel, its expansion is modelled to generate a restricted 
economic benefit.  It is likely that the model would produce a very different outcome 
(both for Gatwick and Heathrow) if different assumptions were adopted relating to 
passenger mix.   

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 



 

 
 
 
 
 
 

20 

5 HOUSEHOLDS 

Introduction 

 The growth in employment discussed in Section 4 will give rise to an increased 5.1
requirement for housing as individuals, and households, move in to take up the 
employment opportunities created by airport expansion. 

Housing Requirement - Gatwick 

 The Airports Commission derives its forecasts of housing requirements for the 5.2
Gatwick area on the assumption that the proportion of Gatwick related employment 
filled by Gatwick area residents will remain as at present and that each additional job 
will require the in-migration of one additional household. On that basis the 
Commission produces a figure for additional housing for 2030.  Although the report 
contains the relevant data to facilitate a calculation, no specific housing figure is 
produced for 2050 for Gatwick.  However, it is possible to calculate such a figure 
using the Commission’s assumptions and this is included in Table 5.2. 

 Table 5.2 also shows the forecast housing requirement for 2030 and 2050 which are 5.3
consistent with employment projections previously commissioned by GAL. It may be 
noted that the Commission’s Report on Local Economy Impacts (Table 41) presents 
GAL forecasts for 2050 as being for 2030. This was done, presumably, as an 
approximate figure since under the relevant Commission scenario Gatwick achieves 
over 90% of 2050 employment in 2030. 

 

Table 5.2 Additional Housing Required 2030 and 2050 

 The Airports Commission correctly comments that there are many reasons why the 5.4
“true” requirement for extra housing will be less than the figures which it sets out.  
The Commission justifies presenting these figures on the grounds that it is helpful to 
consider the “worst case scenario.”  However, the problem with presenting only worst 
case figures is that these become associated with the most likely outcome. 

 It would have been more helpful to set out quantitative estimates based on more 5.5
realistic assumptions.  The factors which the Commission itself states as being 
reasons why its own figures are likely to be too high are: 

• The growth of the indigenous workforce which will increase local labour supply 
and thus reduce any need for in-migration 

 2030 
(Commission) 

2030 
(GAL) 

2050 
(Commission 
Methodology) 

2050 
(GAL) 

Low 0 2,100 8,695 8,100 
High  18,400 2,600 24,876 9,300 
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• Recruitment of people who would otherwise be unemployed 
• Reduced out-commuting 

 The Commission is right to have identified these factors.  It would be useful, however, 5.6
to quantify them.  In the previous analysis done for GAL in May 2014 the effect of 
reduced unemployment/economic inactivity and out-commuting was, on conservative 
assumptions, equivalent to 3,500 extra workers in 2031 and 3,800 in 2051. Applying 
these estimates to the Commission’s figures would reduce their maximum 2030 
figure to less than 15,000.  We consider this to be a reasonable adjustment. 

 The previous work undertaken for GAL also noted that in the economy at large we do 5.7
not observe a ratio of one job to one house but rather a ratio of around one house per 
1.6 jobs.  Given that the impact of an expanded Gatwick will involve a growth in study 
area employment of only up to around 3% on the current level, we consider that the 
assumption that the overall relationship of houses to jobs would remain unaltered is 
entirely appropriate.  Combined with an adjustment for labour supply, that would 
imply a maximum additional housing requirement of just under 10,000 in 2030 on the 
basis of the Commission’s employment forecasts.    

Housing Requirement - Heathrow 

 It has been concluded above that the Heathrow employment forecasts are excessive 5.8
- particularly due to the use of an implausibly high induced multiplier.   It would plainly 
be appropriate for any reduction in the projected level of employment to be reflected 
in the housing figures. Given the degree of over-statement of induced effects and the 
Commissions’ assumption that 63% of employees in Heathrow related jobs will live in 
the relevant study area this could reduce the estimated maximum housing 
requirement for Heathrow by around 21,000 homes. 

Conclusions   

 We consider that the housing requirement for Gatwick will certainly be in the range 5.9
identified by the Commission. It is also the case that the implied level of housing 
requirement for Gatwick is far below that related to Heathrow and represents a 
relatively small proportion of the overall housing market or even the projected growth 
of housing demand in the study area.  

 We also consider that it would be helpful for quantified assessments to be made of 5.10
the housing requirements which take account of the factors which the Commission 
right identifies as likely to mitigate any increase in demand.   

 As detailed above, it is also considered that even on the basis of the Commission’s 5.11
high growth scenario for Gatwick, this would imply a need for no more than 10,000 
new homes by 2030 or around 14,000 by 2050. Having regard to the fact that the 
Commission’s employment forecasts, as the starting point for housing estimates, are 
higher than the employment projections produced previously for GAL and the 
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application of appropriate adjustments as described above, the two sets of forecasts 
for Gatwick can thus be generally reconciled and the GAL maximum figure of 9,300 
additional homes by 2050 thus sits comfortably in what becomes a narrower range.    
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6 LAND SUPPLY 

Introduction 

 On this issue, the Commission’s analysis is presented principally in relation to 6.1
housing land supply.  It is acknowledged that housing is often easier to deal with in 
terms of available and reliable information and, given that additional airport related 
housing is related directly to employment, it does represent an expression of the 
forecast scale of economic benefit in absolute and relative terms.  However, new 
employment beyond the respective airport boundaries will plainly also require some 
new land thus adding to overall development pressures. 

Employment Land Supply 

 There are no specific employment land supply estimates for the three airport 6.2
schemes contained in the Commission’s consultation documentation in respect of the 
defined local areas around Gatwick and Heathrow airports. 

 The Commission’s approach to employment land supply for both Gatwick and 6.3
Heathrow is identical and based on the general proposition that it is likely that this will 
“not be a constraint on realising the benefits of the airport expansion” (pages 130 and 
136 of the Commission’s technical assessment report on Local Economy). 

 In the GAL May 2014 report on Local Economy Impacts it was estimated that, within 6.4
the Gatwick local area there was at least 1.35 million square metres of available 
employment floor space.  More recent work updating these figures and including 
additional categories suggests that this figure could be as high as 2.80 million square 
metres which correlates with data from the National Land Use Database (NLUD).  
The NLUD also suggests that for the Heathrow Local Area, the scale of available 
employment land is similar to Gatwick’s but within the smaller, more urbanised area 
of West London and the Thames Valley.  

 The GAL May 2014 report also concluded that, having regard to the uncertainties 6.5
surrounding the data, it was likely that there would be sufficient employment land to 
meet general growth needs in the Gatwick Study Area until the early 2030s.  This 
conclusion appears to be a robust one, based on the NLUD data and also seems to 
be a reasonable assumption to also apply to Heathrow. In a related RPS/Optimal 
report on Strategic Fit (Spatial Development) it is suggested that there are existing 
local shortages of employment land particularly in relation to Heathrow but there is 
insufficient data to draw a clear distinction between the two local areas.  On this basis 
the key consideration is the relative implications of the additional employment 
associated with airport expansion, and particularly that which may occur outside the 
airport boundaries. 
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 In this regard the following table summarises the position in relation to the maximum 6.6
non-direct or “off airport” employment for the respective airport schemes as forecast 
by the Commission. 

 
Table 6.1 – Summary of additional off airport employment  
 
 Gatwick (2050) ENR (2030) NWR (2030) 
 Max total additional jobs 32,500 96,200 112,400 
 Max additional direct jobs 24,000 35,400 41,400 
Max additional off-airport jobs 
(1 minus 2) 

8,500 60,600 71,000 

 

 It is clearly only the off airport jobs that will have implications in terms of land 6.7
requirements because the additional on-airport direct employment will all be catered 
for within the airport boundaries.  In this regard the overall scale of the Gatwick figure 
of 8,500 is 7 to 8 times smaller than for Heathrow.  The Gatwick figure is also 
forecast to be achieved by 2050 as compared to 2030 for Heathrow thus allowing 
significantly more time to deal with the associated town planning issues in terms of 
identifying and allocating new employment land in the forward plans prepared by 
individual councils in the local area. Even on the basis of the revised employment 
forecasts set out in Table 3.1 above, the differences between Heathrow and Gatwick 
would still be significant.  

 In Table 62 of the Commission’s Local Economy Impact Assessment report, it is also 6.8
estimated that additional airport related employment at Gatwick represents around 
150 jobs per local authority, per year up to 2030. For Heathrow the Commission 
estimate the equivalent figures to be 700 jobs per council per annum (ENR) and 800 
jobs per council per annum (NWR). The annualised figure for Gatwick for off airport 
employment is actually less than half the Commission’s equivalent estimate for total 
employment. It is 60 jobs per authority per year on average whilst for the larger of the 
two Heathrow schemes (NWR) it is still over 500.  Furthermore, if the impact in 
relation to Gatwick is spread out over 25 years from 2025 to 2050, the relevant figure 
averaged over the 15 local authorities in the Gatwick local area would drop to less 
than 25 jobs per authority, per year. 

 It is therefore clear that the implications in terms of providing additional off airport 6.9
employment land are significantly greater in relation to both Heathrow schemes than 
for the Gatwick scheme.  This situation of itself begins to suggest that the risks 
associated with securing forecast local economic benefits in association with the 
expansion of Heathrow may not be the same as those associated with a two runway 
airport at Gatwick. When set in the context of the associated housing implications 
and the relative capacity of the respective local areas to accommodate additional 
development however, it serves to reinforce the conclusion that future land supply is 
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a far more significant constraint in the Heathrow local area than it is in the equivalent 
area around Gatwick. Indeed, the risks in relation to Heathrow represent a significant 
and major threat to securing those benefits whether they are assessed in isolation or 
relative to Gatwick. 

Housing Land Supply 

 As suggested above housing land supply is generally easier to assess than that 6.10
related to employment not least because it is a resource that is less susceptible to 
“re-cycling”.  In this regard vacancy rates for housing in the South East of England 
will tend to not exceed 5% which largely reflects temporary vacancies as people 
more from one house to another. Employment land is subject to much greater 
variation in relation to issues such as vacancy rates and density due to the far greater 
effects arising from changes in the economic environment and technology.  The 
demand for housing is also more likely to exceed supply and thus tends to be more 
actively managed by local authorities. 

 In GAL’s May 2014 report on Local Economy Impacts an assessment was made of 6.11
planned future average annual house building rates in the Gatwick local area that 
totalled around 5560 dwellings per annum up to around 2030.  The Commission have 
added the small authority of Epsom and Ewell to the local area identified in the May 
2014 document. Taking this in to account and re-visiting the figures generally, it is 
estimated that this figure has risen slightly, to about 5,800 per annum.  The 9,300 
additional airport related homes estimated to be required from 2025 to 2050 in the 
GAL May 2014 report are equivalent to nearly  400 additional homes per year over 
this period or still about an additional 7% of the annual planned rate in the Gatwick 
local area as previously identified in the May 2014 document. 

 For the equivalent Heathrow local area as defined by the Commission on a very 6.12
similar basis to Gatwick, the equivalent annualised planned house building rate is 
around 6,150 per annum across the 14 authorities in that case. 

 Table 6.2 summarises the Commission’s maximum forecast annualised house 6.13
building rates from 2020 to 2030 for each of the three airport expansion schemes 
against the aggregated local authorities’ annual planned rates outlined above.  
Notwithstanding the issue of the overall scale of airport related housing, the 
difference is plainly very significant.  Essentially, based on these figures planned 
housing provision to 2030 would need to double to deal with the proposed levels in 
the Heathrow local area compared with an increase of about one third for the 
equivalent Gatwick scenario. 

 
 
 
 
 



 

 
 
 
 
 
 

26 

 
 
 
 
Table 6.2 Average annual planned house building and Airports Commission 
airport related annualised additional housing 2020 - 2030 
 Airport Scheme 

NWR ENR Gatwick 
Max annual Commission forecast house 
building rate in local area 2020 to 2030 (homes 
per annum). 

7080 6060 1840 

Current local authorities’ planned annual rates 
in local area to 2030 (homes per annum) 

6150 6150 5800 

Total 13,230 12,216 7,640 
% difference +115% +98% +32% 

 

 As indicated earlier in this report, there is no housing figure related to Gatwick’s 6.14
expansion identified in the Commission’s’ consultation documentation for 2050.  If, 
however, one annualises the figure of 24,876 additional dwellings in Table 5.2 that 
has been estimated for 2050 based on the Commission’s methodology across the 25 
years from 2025 to 2050, the increase would represent around 18% of current 
planned rates. This, as compared with the 32% in Table 6.2 that relates to the 
Commission’s forecast for the ten years 2020 to 2030.  This difference occurs 
because the Commission’s maximum forecast for Gatwick based on the “Low Cost is 
King” air traffic growth scenario assumes a rapid increase in passenger throughput at 
Gatwick to 2030 and slower growth thereafter to 2050. GAL’s own forecasts result in 
a more even growth pattern based on a more mixed air traffic assumption although 
both forecasts reach very similar final levels of passenger throughput by 2050.  

 The fact that the Commission’s analysis in relation to land supply generally stops at 6.15
2030 does not make it easy to compare Heathrow and Gatwick on a like for like 
basis. Fundamentally, and notwithstanding the rate of increase of passenger 
throughput, this approach does not clearly recognise the fact that growth at Gatwick 
will actually take place over a period that is 20 years longer than for Heathrow and, 
based on GAL’s own forecasts, at a steadier rate. Whilst this means that the 
economic benefits of Gatwick will obviously take longer to realise in full, it will also 
allow more time for the local area to respond to the implications of dealing with those 
benefits in terms of the necessary planning activities and adapting to the 
consequences of growth.   

 Table 6.2 is a summary of the Commission’s maximum position and does not include 6.16
any alternative scenarios in terms of possible lower employment and housing 
forecasts as discussed in earlier sections of this document, particularly in relation to 
Heathrow.  If lower figures are assumed however, the relative position of Gatwick and 
Heathrow would remain essentially the same.  Even if the housing forecasts were 
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halved the potential impact in relation to the Heathrow Local area would still be far 
greater than for Gatwick. 

 In the GAL May 2014 Local Economy Impacts report the housing land picture was 6.17
also reviewed in terms of the supply of housing land as assessed by the local 
authorities within the study area.  It was concluded that there was land for around 
115,000 dwellings that could be regarded as the maximum available at that time.  
Having again added Epsom and Ewell to the picture and reviewed the figures 
generally, we estimate that this figure is now about 138,000.  On this basis and as 
previously concluded it is thus still the case, as previously estimated, that there is 
around 20 years supply of housing land in the Gatwick local area that would thus last 
until the early 2030s at current planned rates. Thereafter, the planning process would 
need to deal with the question of further land identification. 

 The position in relation to the Heathrow local area is broadly similar although slightly 6.18
more restricted.  Current local authority assessments suggest that there are around 
112,000 dwellings in the overall housing land supply relating to the 15 constituent 
councils.  At current planned rates (Table 6.2) this would also take supply around 
Heathrow in to the first years of the 2030s. 

 What is clear therefore is that, for both the Gatwick and Heathrow local areas, there 6.19
is currently no obvious identifiable source of “spare” housing land that could 
conceivably be relied on to meet airport related housing needs.  Additional land will 
thus need to be found over and above that which will be required in any event to 
meet “normal” growth. Importantly, in the case of Heathrow, all of this additional land 
would need to be identified before 2030. 

The implications for the local areas 

 As is clear from the Commission’s consultation exercise and the above analysis, the 6.20
housing land requirements in relation to Gatwick and Heathrow are very different in 
terms of scale and timing.  Both Heathrow schemes are based on much higher levels 
of housing provision over a considerably shorter period.  The levels for Gatwick by 
contrast are significantly lower and would be required over a much longer period up 
to 2050.  For all three schemes, there is no readily identifiable supply of potential land 
to meet the additional demand so a key issue is the scope in the respective local 
areas for accommodating the additional, respective levels of growth in relation to 
housing, employment and other uses. 

 Figures 6.1 and 6.2 in Appendix 1 to this document show the Heathrow and Gatwick 6.21
local areas as defined by the Commission and the key, high level major constraints 
namely Metropolitan Green Belt, Areas of Outstanding Natural Beauty, European 
ecological designations with their immediate zones of influence and Sites of Special 
Scientific Interest. 
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 In graphical terms, it is immediately obvious from a comparison of these two plans 6.22
that the area unaffected by these constraints is substantially greater in the Gatwick 
local area than it is for the Heathrow equivalent.  In fact the area not covered by 
these constraints or within existing urban areas in Heathrow’s case is only 12% of the 
local area compared to 42% for Gatwick.  The scope for identifying additional 
development land is thus far more limited in relation to Heathrow. 

 Whilst it is fully accepted that there are other factors that will influence the 6.23
identification of additional development, this is a further clear basis for distinguishing 
the comparative risks associated with delivering economic benefits in the local areas 
around Gatwick and Heathrow.  

Other potential sources of land supply 

 In the Commission’s consultation documentation two potential additional sources of 6.24
housing land supply are identified.  These are firstly, increases in housing density 
and secondly, additional use of previously developed or “brownfield” land. 

 As far as “brownfield” land is concerned, the Commission recognises in its Local 6.25
Economy Impacts Assessment that limits may already be being reached in this 
category.  Figure 42 in the assessment document indicates that around 95% of new 
dwellings are already being built on such land in London.  For England as a whole it 
is still a high proportion at around 75%. 

 There has been a strong and consistent emphasis in national and local planning 6.26
policy on re-using brownfield land for many years and this is reflected in all the Local 
Plans in both the Heathrow and Gatwick local areas.  It is thus unlikely that the 
proportion of development on such land will increase significantly.  Indeed, as this is 
a finite resource, it is more likely to decrease in the future.  It will also be required, in 
any event, to meet general growth requirements so cannot be relied on to contribute 
significantly to any additional development requirements arising from airport growth. 

 To illustrate the problems associated with generating further housing from brownfield 6.27
land, particularly in London, Table 6.3 shows the position in the five London 
Boroughs in the Heathrow local area in relation to projected housing need and land 
supply in 2013. Croydon is also included as the only London Borough in Gatwick 
local area. 
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Table 6.3 2013 London SHLAA (Strategic Housing Land Availability 
Assessment) compared to DCLG household projections (annualised) 
 
Borough DCLG 2012 

Household 
Projections, 
annualised 

2013 SHLAA 
identified 
Capacity 
annualised 

2013 SHLAA 
compared to 
DCLG’s 
household 
projections 
annualised 

% difference 

Ealing 1,777 1296 -481 -27% 
Harrow 1,455 593 -862 -59% 
Hillingdon 1,491 559 -932 -63% 
Hounslow 1,749 822 -927 -53% 
Richmond 1,249 314 -935 -75% 
TOTAL 7,721 3584 -4137 -54% 
HEATHROW 
AREA 

    

CROYDON 1,838 1434 -404 -22% 
 

 In the Heathrow area land supply in the relevant London Boroughs thus only 6.28
represents about half the need as represented by current national household 
projections.  Given that the vast majority of this supply is on previously developed 
land, it would thus need to be doubled to meet existing underlying growth pressures 
without any allowance for additional airport related housing. 

 A significant proportion of brownfield sites are also former employment land.  Given 6.29
the Commission’s significant forecast employment growth, particularly in relation to 
Heathrow, any reliance on employment land to meet housing requirement creates an 
obvious tension between the two competing land-uses. 

 Turning to the question of housing density, there are no current national polices or 6.30
guidelines in relation to this matter in terms of specific target housing densities.  
Previous national planning policy in former Planning Policy Guidance Note 3 (PPG3) 
included an indicative minimum density of 30 dwellings/hectare.  This minimum was 
removed in 2010 partly because it was reducing the scope to provide family housing 
and also because it was said to be leading to unacceptably dense housing 
developments. 

 Current government policy in the National Planning Policy Framework (NPPF) and 6.31
National Planning Policy Guidance (NPPG) gives individual local authorities the 
flexibility to set density ranges but in the context of “good design” associated with a 
wide variety of considerations of which numerical density is just one.  This approach 
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was borne out of a view that pursuing higher housing density for its own sake has led 
to unsatisfactory living environments. 

 The NPPF and the NPPG represent the policy framework against which the local 6.32
authorities in both local areas around Gatwick and Heathrow currently prepare their 
plans and consider individual planning applications.  On this basis current planned 
housing growth reflects the national policy approach which does not any longer 
include a specific objective of increasing housing density simply to increase the 
numbers of new homes that can be produced for any given area of land. 

 The principle of relying on increases in housing density to reduce the amount of 6.33
development land required as a consequence of airport expansion should therefore 
be approached with extreme caution. 

 Overall, the potential mitigating effects of increased housing densities and increased 6.34
contributions from previously developed land in relation to airport expansion related 
housing are thus likely to be marginal in relation to all three airport schemes.  In 
addition and in any event, any such contributions will not affect the relative positon of 
Gatwick and Heathrow as there is no suggestion in the Commission’s documentation 
that the respective local areas around each airport exhibit materially different 
characteristics in relation to either of these two factors.  

Social Infrastructure 

 The Commission identify the specific additional facilities that may be required for 6.35
each scheme as set out in Table 6.4. 

 
Table 6.4 Additional Facilities 
Facilities 
(by 2030) 

NWR ENR Gatwick 

GPs 196 196 30 
Primary Care 
Centres 

28 28 - 

Primary Schools 50 42 25 
Secondary Schools 6 5 3 

 

 In relation to all three airport expansion proposals this provision is, as with 6.36
employment land, regarded by the Commission as being “within the capacity of the 
local area” in all cases.  Whilst this conclusion is accepted in relation to these 
facilities alone, these additional local requirements again accentuate the issues 
associated with Heathrow in particular in relation to the overall scale of airport related 
development and the constrained nature of its local area. 
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Overview of Land Supply 

 The Commission’s overall conclusions in relation to land supply (principally 6.37
expressed in terms of housing) are identical for both the Gatwick and Heathrow local 
area.  In the Local Economy Assessment report for both areas this conclusion is that 
land supply should not be considered a barrier to airport expansion or to realising the 
benefits associate with that expansion. No distinction is thus made on this issue 
between the schemes. 

 Whilst this does seem to be a reasonable conclusion in relation to Gatwick and its 6.38
local area, it is difficult to reconcile it with the Commission’s approach on housing and 
employment forecasts in relation to Heathrow. 

 By way of example, Table 63 in the Commission’s Local Economy Assessment 6.39
includes average figures of 500 and 400 dwellings per annum for the two Heathrow 
schemes that represent the additional numbers that needs to be found on average in 
relation to each local authority in the Heathrow local area between 2020 and 2030.  
As there are 14 such authorities, the totals per annum are thus 6000 – 7000 which, 
over 10 years is 60,000 – 70,000 additional homes. 

 The figures here are basically the same as those in Table 6.2 expressed in a different 6.40
way and, as already indicated, broadly involve a doubling of current planned house-
building rates in the Heathrow local area between 2020 and 2030.  The local 
authorities in the Heathrow Local Area as a whole would thus have to find roughly 
twice as much land as they are currently planning for to secure the employment 
related forecast economic benefits.  In reality of course, this would be likely to 
disproportionately affect some areas such as West Berkshire, Reading and 
Wokingham outside the highly constrained areas. 

 The Commission’s assessment of the implications of this situation is, however, 6.41
difficult to understand. The text associated with Table 63 in the Local Economy 
Assessment concludes that, whilst accommodating this maximum level of growth 
may be “challenging” the Heathrow Local area is flexible enough to accommodate 
this order of growth. It is difficult to see how such a conclusion can be justified on the 
basis of the impact on local authority plans outlined above and the highly constrained 
area that is required to accommodate these levels of growth. 

 Moreover, when compared with the equivalent picture in relation to Gatwick, the 6.42
evidence presented here strongly suggests that this situation in reality represents a 
significant and major risk in relation to delivering the forecast economic benefits 
associated with Heathrow.  Simply put, it involves attempting to locate a substantially 
greater quantum of development in a much more constrained area and in a much 
shorter period than the corresponding situation for Gatwick. 
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 An additional 70,000 homes in the Heathrow local area is equivalent to a town the 6.43
size of Reading.  Even half that number would be equivalent to another settlement of 
the same size as Basingstoke. Both would be required by 2030. 

 By contrast, the urbanisation implications of expansion of Gatwick area are more 6.44
limited in terms of scale, would occur in an area which is, relatively speaking, much 
less constrained and would involve delivery over a much longer period. 

 Accommodating airport related growth in the Gatwick local area will still of course be 6.45
challenging.  However, in terms of the future land supply position it gives rise to far 
less risk than for Heathrow in relation to delivering economic benefits.  The potential 
problems associated with finding land within the Heathrow local area to secure the 
Commission’s forecast benefits or even levels well below them represent a very 
significant and obvious threat to both Heathrow airport expansion schemes. As such, 
the balance that needs to be struck for the Heathrow schemes between the level of 
forecast local economic benefit and the issues associated with accommodating and 
delivering the new development that flows from such forecasts, clearly requires 
review.  
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7 CONCLUSIONS 

 As far as the Gatwick proposal itself is concerned, having regard to the higher 7.1
employment forecasts used by the Commission and the methodological differences 
in relation to “converting” employment to housing, the forecasts in the consultation 
documentation are reconcilable with the approach set out in the May 2014 report on 
Local Economy Impacts prepared on behalf of GAL. 

 Having regard to these differences, the conclusion in the Commission’s main 7.2
consultation document that accommodating off airport employment and housing in 
the Gatwick local area does not present “insuperable challenges” is considered to be 
a fair one.  There will still be challenges as there would be even without a second 
runway, but there is sufficient time and scope to respond to them as an expanded 
Gatwick airport grows steadily to 2050. 

 On this latter point the Commission’s principal scenario for Gatwick in terms of the 7.3
characteristics of future growth in air traffic also assumes that growth at Gatwick will 
be dominated by low cost airlines.  The most significant implication of this in relation 
to employment and housing requirement is that such a scenario indicates very rapid 
growth to 2030 and a somewhat “flatter” growth curve from 2030-2050. 

 As explained elsewhere in GAL’s consultation response, it is considered that Gatwick 7.4
has significant scope to achieve a much more varied air traffic profile than the 
Commission’s “Low Cost is King” scenario suggests and air traffic growth is also 
likely to occur at a more uniform rate to 2050 in accordance with GAL’s own 
forecasts.  Associated development pressures will thus also be spread more evenly 
over the 25 years that GAL expect an expanded Gatwick impact would be reaching 
capacity. 

 The air traffic scenarios used by the Commission for Gatwick are also associated 7.5
with a wide range of employment and housing forecasts.  For housing in particular 
these scenarios generate a range of requirement from zero to 18,400 homes by 
2030. 

 Again, in the context of the methodology and timing issues referred to above and the 7.6
implications of different air traffic scenarios, the forecasts of employment and housing 
requirements in the May 2014 report prepared for GAL sit well within this range.  At 
the same time, however, there must be some question over the usefulness of 
adopting such a wide range in terms of assessing the most likely outcome. 

 The issues in relation to Heathrow are quite different although one of the striking 7.7
features of the Commission’s consultation documentation is that it does not really 
distinguish them from those relevant to Gatwick to any significant degree.  Even on 
the basis of the reduced employment figures presented in this document, the 
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implications for the local area around Heathrow are very significant in terms of the 
implications of trying to deliver the new development that flows from those forecasts.  
In comparison to Gatwick, far more off airport development would need to be 
delivered around Heathrow in a much more constrained area where the economy is 
already larger. Heathrow related development is also depicted as being delivered 
over a significantly shorter period if the economic benefits are to be realised.  It is 
clear from looking at the evidence in relation to the Heathrow schemes in isolation 
that airport expansion at that location would, as a consequence, give rise to 
unprecedented pressures on the local authorities in the relevant local area in relation 
to finding sufficient land to deliver the economic benefits.  

 The key implications of this situation as far as the consultation exercise is concerned 7.8
are in relation to the final assessments in Section 8 of the Business 
Case/Sustainability Assessments for each scheme where the Commission makes its 
overall judgements about the impacts of the three proposals. 

 In relation to both Heathrow schemes, the evidence clearly suggests that the risks 7.9
that airport expansion around an expanded airport cannot sustainably deliver the 
scale of economic benefit that is forecast in the Commission’s consultations must be 
far more significant than the Commission’s assessment indicates.  Even on the basis 
of reduced forecast employment levels such as those put forward in this report, the 
impact on the Heathrow local area will be very substantial to the extent that the 
delivery of these benefits must be highly questionable. As far as Gatwick is 
concerned these risks are far lower and the expansion proposals can thus be relied 
upon with a much greater degree of confidence to deliver what are still significant 
economic benefits, and in a more sustainable way. 

 At the very least therefore, the Commission’s assessment for Heathrow against the 7.10
key objective of delivering economic benefits in the local area needs to be re-visited 
on the basis of revision from HIGHLY SUPPORTIVE  to SUPPORTIVE based on 
more appropriate weight being given to the risk factors associated with delivery. 

 This is considered to be a conservative approach that would result in Gatwick and 7.11
Heathrow being placed on at least an equal footing in relation to balancing economic 
benefits and the risks associated with realising them.  It would, however, be possible 
to justify downgrading Heathrow even further on the basis of the degree of impact 
that airport related development would be likely to have on West London and the 
Thames Valley if anything approaching the levels of forecast employment and 
housing growth in the Commission’s consultation for Heathrow are  to be achieved. 
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APPENDIX 1 

 

FIGURES 6.1 AND 6.2, GATWICK AND HEATHROW LOCAL AREAS AND 
CONSTRAINTS 



Lewes
District

Wealden
District

Eastbourne
District

(B)

Tandridge
District

Reigate
and Banstead

District (B)

Mole Valley
District

Epsom and
Ewell

District (B)

Arun
District

Adur
District

Mid Sussex
District

Horsham
District

Worthing
District

(B)

Crawley
District

(B)

Croydon
London

Boro

The City
of Brighton

and Hove (B)

Figure No: 6.1 Revision: .

Date: Dec 2014
Drawn:

Datum:
Checked:

Projection:
Job Ref:JC CS OXF8027

OSGB36 BNG

1:325,000Scale: A3 @
0 105 km

Title:

Client: Gatwick Airport Ltd
Project: Gatwick R2

20     Western Avenue     Milton Park     Abingdon     Oxon     OX14 4SH
T  01235 821888    F  01235 820351    E  rpsox@rpsgroup.com    W  rpsgroup.com

Status: -
Data Source: RPS 2014

Re v: Da te: Ame ndm en t: Na me : Ch ecked :

±

Pr
o j

ec
t R

ef:
 O

:\8
02

7  
Ga

tw
ick

 A
irp

or
t -

 P
lan

nin
g \

Te
ch

\D
ra

w i
ng

s\8
02

7-
03

29
-0

5 .
m

xd
    

Da
te 

S a
ve

d :
 2

2/1
2/2

01
4

© C rown co pyrig ht,  A ll r ight s re served.  20 14 License  nu mb er 01 000 316 73 , 10 001 99 8,1 000 484 92 . Cont ains Ordn an ce Su rve y da ta © Crown co pyrig ht a nd  da taba se r ight  20 14

Gatwick Local Area Constraints

Legend

Gatwick Local Area
Districts
AONB
SPA
SPA 5km Buffer
SSSI
Metropolitan Green Belt
Existing Urban Areas



South Bucks
District

Runnymede
District

(B)

Spelthorne
District

(B)

Hounslow
London

Boro

Ealing
London BoroHillingdon

London Boro

Harrow
London

Boro

Richmond
upon Thames
London BoroBracknell

Forest (B)

Reading
(B)

Slough (B)

West
Berkshire

Windsor and
Maidenhead

(B)

Wokingham
(B)

Figure No: 6.2 Revision: .

Date: Dec 2014
Drawn:

Datum:
Checked:

Projection:
Job Ref:JC PE OXF8027

OSGB36 BNG

1:300,000Scale: A3 @
0 105 km

Title:

Client: Gatwick Airport Ltd
Project: Gatwick R2

20     Western Avenue     Milton Park     Abingdon     Oxon     OX14 4SH
T  01235 821888    F  01235 820351    E  rpsox@rpsgroup.com    W  rpsgroup.com

Status: -
Data Source: RPS 2014

Re v: Da te: Ame ndm en t: Na me : Ch ecked :

±

Pr
o j

ec
t R

ef:
 O

:\8
02

7  
Ga

tw
ick

 A
irp

or
t -

 P
lan

nin
g \

Te
ch

\D
ra

w i
ng

s\8
02

7-
03

28
-0

5 .
m

xd
    

Da
te 

S a
ve

d :
 2

2/1
2/2

01
4

© C rown co pyrig ht,  A ll r ight s re served.  20 14 License  nu mb er 01 000 316 73 , 10 001 99 8,1 000 484 92 . Cont ains Ordn an ce Su rve y da ta © Crown co pyrig ht a nd  da taba se r ight  20 14

Heathrow Local Area Constraints

Legend

Heathrow Local Area
Districts
SPA
SPA 5km Buffer
SSSI
AONB
Metropolitian Green Belt
Existing Urban Areas


	RPS Ref: OXF8027
	RPS/OPTIMAL ECONOMICS
	Appendices
	Appendix 1 – Figures 6.1 and 6.2, Gatwick and Heathrow local areas and constraints.
	EXECUTIVE SUMMARY
	1 INTRODUCTION
	Key issues - The Relevant Study Areas
	Key issues - Employment Forecasts
	Key issues - Household Forecasts
	Key issues - Land Supply

	2 RELEVANT AREA DEFINITION
	3 LOCAL EMPLOYMENT EFFECTS
	Construction Employment
	Assessment of Local Employment Forecasts

	4 CATALYTIC EFFECTS
	INTRODUCTION
	The Results
	Catalytic effects - Conclusions

	5 HOUSEHOLDS
	Introduction
	Housing Requirement - Gatwick
	Housing Requirement - Heathrow
	Conclusions

	6 LAND SUPPLY
	Introduction
	Employment Land Supply
	Housing Land Supply
	The implications for the local areas
	Other potential sources of land supply
	Social Infrastructure
	Overview of Land Supply

	7 CONCLUSIONS

