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Summary 
 

Gatwick requests the support of the Airports Commission for the delivery of enhanced rail and road 
infrastructure for Gatwick airport, including the provision of new rolling stock for the Gatwick 
Express 

 

Gatwick requests that the promotion of competition is recommended by the Airports Commission 
as a way of incentivising the best use of existing runway capacity, and of encouraging new 
developments 

 

Gatwick invites the Airports Commission to consider defining an acceptable level of capacity 
utilisation for major UK airports, with a view to improved resilience 

 

Gatwick asks the Airports Commission to urge the UK Government to support the European 
Parliament’s first reading position during inter-institutional negotiations and to implement the final 
agreed regulation as soon as possible thereafter 

 

Gatwick requests the Airports Commission to recommend a systematic review of remaining 
bilateral restrictions with a view to reducing or eliminating restrictions 

 

Gatwick requests the support of the Airports Commission for retention of the existing night noise 
limits at Gatwick 
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Introduction 
 
In 2012/13, London Gatwick welcomed 34.2m passengers to our airport.  While this represents 
growth on 2011/12, this level of traffic is somewhat below our busiest year of 2007 where we 
welcomed 35.6mppa. 
 
Gatwick’s updated Masterplan was published in 20121.  This document explains that it might be 
possible to have up to 45mppa from our single runway, two terminal configuration.  Clearly, since 
we are already the busiest single runway in the World, this level of increase represents a 
significant challenge.  Nevertheless, we believe that with continued improvements in load factors, 
larger aircraft and deployment of technology, 45mppa represents a plausible maximum use 
forecast for our single runway, sometime in the mid 2020s. 
 
This is one example supporting our general view that there remains significant unused capacity at 
the London airports.  The table below summarises our estimate of the degree of unused capacity 
in the South East. 
 
Table 1: Capacity availability in South East 

  

 2012 
passengers 

(mppa) 

Passenger 
share 

Possible 
capacity 

(mppa) 

Possible 
capacity 

share 

Spare 
capacity 

(mppa) 

Heathrow 70 52% 802 43% 10 

Gatwick 34.2 25% 45 23% 10.8 

Stansted 17.5 13% 353 19% 17.5 

Luton  9.6 7% 18 10% 8.4 

London City 3 2% 8 4% 5 

Southend 0.6 < 1% 2 < 1% 1.4 

South East Total 134.9  188  53.1 

 
Although it would be undesirable to plan to 100% utilisation of capacity, this data shows that there 
remains a degree of spare capacity in the London system.  There is therefore a considerable 
amount that can be achieved in the short and medium term to increase the utilisation of the 
London network of airports.  This is what this submission to the Airports Commission seeks to 
address.  If the recommendations of the Airports Commission are adopted by the relevant 
authorities, it should serve to increase the use of the existing infrastructure of the London airports. 
 
 
  

                                            
1
 Gatwick Master Plan, July 2012 

2
 Assuming current 480k ATM cap 

3
 Current planning limit 



    

3 

 

1 GAL’s Short and Medium Term Measures requiring Airports Commission support 
 
We address the issue of short and medium term measures in two ways.  First, we make proposals 
that require implementation and support from Government or other agencies.  We would welcome 
particular consideration by the Commission of our proposals in this category, and, if considered 
appropriate, support for our proposals.  Second, we briefly comment on a range of initiatives that 
are being undertaken at Gatwick, several of which, if adopted at other airports, could accelerate, or 
even increase, the usage of the existing capacity in the London system.   
  
1.1 Improved Surface Access 
 
London Gatwick already has good surface access facilities, in particular the best rail connectivity of 
any of the London area airports.  We are currently connected directly to more stations – 120 – than 
any other airport in the UK.  We currently offer the fastest rail access into Central London of the 
larger London airports and there are important future opportunities to enhance rail connections 
(Crossrail 1, Crossrail 2 and the Thameslink programme).  We are therefore uniquely positioned 
with connections to the West End for tourism and the City for business, and we deliver more 
passengers to and from the airport by rail than our competitors. 
 
In terms of roads, we are conveniently located close to the M23 and M25 providing relatively quick 
access to London as well as all parts of the South East.  However, we believe that better surface 
access links are needed (a) to maintain/improve our public transport offer; (b) to cater for short and 
medium term growth and (c) attract away based carriers to Gatwick thereby increasing the 
connectivity of London to the rest of the World. 
 
Rail 
 
While the extent of rail connectivity to and from Gatwick is excellent, the quality of the rail links 
between London and the London airports competing with Heathrow is worsening.  Of 75 rail 
services recently surveyed nationwide by Passenger Focus, Gatwick Express was one of only five 
that saw a distinct drop in passenger satisfaction.  It was one of only four to see a reduction in 
space available to sit or stand.  Only 31% of passengers believe they are receiving a value for 
money service, which places what should be a premium service in the bottom quartile nationwide.  
 
The fact that the passengers see the quality of some of Gatwick’s rail links as being congested, of 
poor quality and poor value for money harms the ability of Gatwick to fill the capacity we have 
available, and our ability to provide the most compelling commercial proposition possible to our 
customers - both airlines and passengers.  To meet current airline needs, and attract new carriers 
who can provide the long haul direct connections that London and the UK needs, Gatwick must 
have improved direct, dedicated, high quality and value for money rail links into London.  Similarly, 
rail passenger survey data shows that better surface access, particularly access by rail, and the 
cost and convenience of getting to the airport, are key considerations for air passengers.  High 
quality surface access to Gatwick should be a key priority for investment for Government and the 
industry. 
 
The Airports Commission’s interim report will come at an opportune, but critical time in relation to 
policy development for rail. The right decisions from Government could help to deliver the kinds of 
quality improvements, and the infrastructure development linked to them, that are necessary from 
a Gatwick perspective to meet the short and medium term needs for air travel in the UK.  We 
estimate that a minimum of 5% additional passengers would be attracted to rail if quality 
improvements are addressed.  In addition, to reduce crowding and improve capacity we believe 
that the infrastructure  
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schemes suggested by Network Rail could add up to an additional two trains an hour in the peak 
hour commuter period. 
The key improvements that we invite the Airports Commission to support are: 

 

 Specification of the dedicated Gatwick Express service in the Thameslink Franchise (due to let 
in late 2013/early 2014) as a 30 minute, nonstop service every 15 minutes with on-board ticket 
sales, better rolling stock with more luggage space; accessible for all passengers including 
those with reduced mobility, families and passengers with luggage, and more peak period 
capacity; 

 

 Brighton Main Line additional capacity improvements through incremental improvements 
brought forward by Network Rail in Control Period 6 (2020-2025) for improvements in the peak 
period at key pinch points4; 
 

 Support for 2 trains per hour from Gatwick to Reading supported by an additional platform at 
Redhill and peak period capacity via longer trains; and 

 

 Gatwick Station concourse improvements to deliver improved accessibility with lifts and 
escalators to all platforms, as well as much needed capacity improvements to deliver a higher 
quality service. 

 
Although it is difficult to quantify the number of additional passengers, or new airlines that could be 
attracted to use Gatwick if these service improvements were available, there is sufficient evidence 
to support the proposition that more airline services could be added and more passengers would 
be attracted to use Gatwick. 
 
From a passenger perspective, investing in rail provides dual benefits as Gatwick shares the 
Brighton Main Line with large numbers of commuters.  With the provision of new Cross-London 
capacity in place, these service enhancements are entirely compatible with commuter needs; and 
Gatwick air passengers would add benefits and revenue to the rail operators by providing “counter-
flow” passengers at some peak times and a more constant flow of passengers throughout the day. 
 
Roads 
 
Gatwick is reasonably well served by road, except to and from Central London. However, even in 
the Airports Commissions short and medium term timeframe, improvements are needed for both 
commuters and air passengers to ensure that the expected planned growth to 2025 is not 
constrained.  The following measures will ensure that Gatwick could accommodate its maximum 
forecasts and that economic growth in the region is unconstrained: 
 

 Prioritisation and delivery Plan for a Route Management Strategy for the M23 and M25 
junctions 1-10;  

 Implementation of the M25 controlled/managed motorway junctions 7-10;  

 Implementation of Freeflow tolling on the Dartford Bridge/Tunnel; and 

 Route/corridor management as part of TfL’s Road Task Force plan from Gatwick to Central 
London. 

 

                                            
4
 Three Bridges signaling; grade separation of Windmill Junction; remodeling of East Croydon station to provide additional platforms and 

track for fast lines (by-directional); improvements to Stoats Nest Junction; grade separation of Keymer Junction; alternations to platform 
8 at Victoria and possible signal alterations at Clapham Junction. 
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We believe that all of these measures could be achieved by standard incremental road engineering 
techniques, many of which would be within the existing highway boundary.  Many of them have 
already been investigated beyond the feasibility stage by various agencies.  These measures will 
also contribute to Gatwick’s accessibility and assist in promoting a greater use of Gatwick in the 
short and medium term than would be achievable without them.  They also provide dual benefits to 
air passengers and commuters, and good value for money by not constraining the economies 
surrounding Gatwick. 
 
These improvements would be entirely compatible with the Aviation Policy Framework published in 
March 2013, that providing ‘high quality, efficient and reliable road and rail access to airports 
contributes greatly to the experience of passengers, freight operators and people working at the 
airport. These proposals are also entirely consistent with Gatwick’s Surface Access Strategy5, 
published in 2012 and endorsed by all of our Transport Forum members in line with the aviation 
policy.  
 
Impacts 
 
In terms of the issues raised by the Airports Commission at paragraph 2.7 of Guidance Document 
01, we believe the following impacts are relevant. 
 

 We estimate that improving the rail quality of Gatwick’s services would increase the usage 
of rail capacity by 5% compared to the current mode share; 

 The timescale for introduction would be as part of the next franchise period for the train 
operating companies, beyond 2015.  The rail infrastructure projects can be delivered from 
2014 and beyond; 

 Increased rail quality will directly attract away-based carriers, thereby increasing the 
connectivity of the UK; 

 Substitution onto rail access should reduce the emission of greenhouse gases; 

 We see no legal impediments to the improvement of surface access to the airports; and  

 Increased service quality of surface access would be directly aligned with local economic 
growth and regional development strategies. 
 

Gatwick requests the support of the Airports Commission for the delivery of enhanced rail and road 
infrastructure for Gatwick airport, including the provision of new rolling stock for the Gatwick 
Express 

 
 
1.2  Competition 
 
Gatwick believes that the most fundamental difference between the situation facing the Airports 
Commission today and the situation leading up to the 2003 Air Transport White Paper is the 
separate ownership of the three largest London airports.  Each airport will be arguing for its own 
vision of how London’s airports should develop.  In the past, the Competition Commission 
produced compelling evidence that the development of Gatwick had been held back due to the 
common ownership of the main London airports, to the detriment of passengers and airlines in 
London and the South East.  Indeed the Competition Commission identified the prospect of 
separate visions of runway development as being one of the benefits that would flow from the 
break-up of the South East airports monopoly. 
 
It is therefore Gatwick’s view that the encouragement of competition between the main London 
airports should be a specific part of the Airport’s Commission’s considerations when seeking to 

                                            
5
 Access Gatwick, Our Surface Access Strategy 2012-2030 
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address the location and nature of runway capacity usage (and, in due course, expansion).  The 
Airports Commission will be aware that Gatwick is in intensive dialogue with the CAA and airlines 
regarding our proposals for a competitive, rather than regulatory, framework for pricing and service 
quality for Gatwick.  Our proposal is called “contracts and commitments”.  We hope that this 
dialogue will result in Gatwick being given greater freedom to compete.   
 
In our July submission, we will be making the case that concentrating runway development at any 
one site will not allow the competitive dynamic forecast by the Competition Commission to come to 
fruition.  In the short and medium term, we request that the Airports Commission support Gatwick’s 
proposals to allow competition, rather than regulation, to be allowed to drive the more intensive 
use of the existing runways in the South East.   
 
Impacts 
 
In terms of the issues raised by the Airports Commission at paragraph 2.7 of Guidance Document 
01, we believe the following impacts are relevant. 
 

 We estimate that improved incentives on Gatwick would accelerate the growth of traffic 
forecast by Gatwick in its submissions to the CAA; 

 This acceleration of traffic growth can be effective from 2014/15; 

 Increased incentives upon Gatwick should result in lower charges to our airlines, and 
passengers, than a standard regulatory framework; and 

 The promotion of competition would be directly aligned to longer term options in 
encouraging Gatwick to seek permission for the next runway development in the South 
East, as foreseen by the Competition Commission in recommending the break-up of BAA. 

 

Gatwick requests that the promotion of competition is recommended by the Airports Commission 
as a way of incentivising the best use of existing runway capacity, and of encouraging new 
developments 

 
 
1.3  Resilience of existing airport capacity 
 
Gatwick is the World’s busiest single runway international airport.  Heathrow is even more 
intensively used, utilising 99% of its available movement cap.  As such, Heathrow has little 
resilience in terms of recovering from lost movements due to adverse weather conditions, 
operational issues or indeed any other reason.  In contrast, Gatwick, and most other airports, have 
greater resilience to adverse weather conditions or other disruptions since there is a degree of 
unused capacity that can be used to recover operations.  This contrast between Heathrow and the 
other major airports leads us to propose that the Airports Commission consider defining the 
appropriate level of resilience that should be offered by major international airports.   
 
In some countries, there appears to be a policy of promoting lower levels of utilisation of airport 
capacity.  In certain instances (such as Atlanta in the US) this may be related in part to recognition 
that major hub airports (where most of the passengers simply transfer from one aircraft to another) 
rely on the availability of spare capacity to cope when the schedule is disrupted.  In other instances 
such as Changi airport in Singapore, there is a deliberate policy of building capacity ahead of 
demand in order to provide high levels of service at all times.  
 
In contrast, successive Governments in the UK (with support from the industry) have adopted a 
policy of making intensive use of available airport capacity due to a desire to strike a balance 
between the competing interests of passengers and those affected by noise or the operation of the 
airport more generally.  While Gatwick supports the need to strike a balance between competing 
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interests, it believes that there comes a point at which the level of utilisation becomes so high that 
there is little or no ability to recover. So while Gatwick supports a policy of making an efficient and 
effective use of capacity (and would define “best’ use in that way) it does not support a policy of 
such intensive utilisation that an airport becomes unable to recover from disruption that can be 
expected to occur from time to time.  
 
While we are not aware of any definitive measure of acceptable levels of utilisation, our existing 
runway can be said to have approximately an 80% level of utilisation annually.  In addition, the 
nature of Gatwick’s traffic means that we have a natural greater resilience in the Winter, as our 
peak movements are in the Summer.  This natural resilience led Gatwick to suggest to the DfT that 
the connectivity of the UK could be improved during winter if Heathrow did not schedule to 99% of 
capacity during the Winter months.   
 
Gatwick has worked hard to apply maintain resilience and believes that the Airports Commission 
should consider this matter further in the context of both short and medium term measures as well 
as long term capacity proposals.  If the Commission agrees with Gatwick’s view, it should 
recommend to the Government that further steps are taken to avoid excessive use of capacity at 
airports. 
 
Impacts 
 
In terms of the issues raised by the Airports Commission at paragraph 2.7 of Guidance Document 
01, we believe the following impacts are relevant. 
 

 Improved resilience of the major UK airports can be reviewed immediately; and 

 We believe that increased resilience would improve the UK’s connectivity. 
 

Gatwick invites the Airports Commission to consider defining an acceptable level of capacity 
utilisation for major UK airports 

 
 
1.4  Slot Allocation 
 
The way in which runway slots are allocated to airlines is governed by an EU Regulation.  This 
Regulation determines the rules that airlines must follow in order to retain those same slots at the 
same time the following year.  If these criteria are met, airlines are granted ‘historic’ or ‘grandfather’ 
rights. 
 
Following a review of the effectiveness of these Regulations, the European Commission found that 
valuable airport slots, particularly at busy airports where capacity is constrained at peak times, 
were either not being used or being handed back to the independent coordinator too late by some 
airlines for them to be re-allocated to another airlines to use.  Accordingly, the European 
Commission proposed a series of modest reforms to allow congested airports to use their runways 
more efficiently.  These proposals suggested wholesale reform of the criteria for ‘grandfather 
rights’. 
 
These original Commission proposals have been amended by the European Council and the 
European Parliament as they have made their passage through the legislative process.  
Nevertheless, some important improvements remain as the Regulation nears final approval. 
 
Specifically, the European institutions support the principle of allowing ‘local guidance’.  This 
flexibility could be used, for example, to extend the required slot series length that airlines must fly 
to retain ‘grandfather rights’ for their slots.  This would be of particular value at times when demand 
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is particularly high. Until 2008, Gatwick had such ‘local guidance’ (known as ‘local rule 2A’) in place 
at the airport, with the agreement of its airlines.  It was subsequently rescinded as the relevant 
European legislation did not in fact permit it.   Had the same local guidance been in place during 
London Gatwick’s busiest week in summer 2012, 163 slots could have been made available for 
other airlines or new market entrants.  This might have allowed up to 300,000 extra passengers to 
be accommodated.    
 
The European institutions also support the introduction of rules to deal with those airlines that do 
not return their slots by the hand-back deadline.  On average 4% of slots at London Gatwick are 
returned too late to be used by other airlines.  This can create a situation where an airline that 
wants to make use of capacity at Gatwick is effectively prevented from doing so, as the slots they 
wish to use cannot be allocated by the independent slot coordinator.  Effectively, capacity can be 
left latent when it could have been used.  
 
The Regulation is in urgent need of reform in order for scarce runway space to be used in the most 
economically beneficial way.  In London Gatwick’s view, the re-introduction of local guidance would 
help to ensure that Gatwick’s capacity was used more efficiently at time of peak demand, and 
would require Member States to introduce a tougher system of sanctions to deal with airlines that 
do not return their unwanted slots on time so that others can use them. 
 
Impacts 
 
In terms of the issues raised by the Airports Commission at paragraph 2.7 of Guidance Document 
01, we believe the following impacts are relevant. 
 

 Taking usage patterns of Summer 2012 as a benchmark, 6.4% of Gatwick’s slots could 
have been made available to new market entrants or alternative users during our busiest 
week of the year; 

 There are legal barriers to overcome; and 

 We see no other negative impacts of this proposal. 
 

We ask the Airports Commission to urge the UK Government to support the European 
Parliament’s first reading position during inter-institutional negotiations and to implement the final 
agreed regulation as soon as possible thereafter 

 
 
1.5  Further Liberalisation of Bilateral Air Services Agreements 
 
Bilateral Air Services Agreements are inter-governmental agreements which control the rights of 
airlines to fly between two countries.  The regime within the European Union (EU) is different 
following the completion of the internal European market and the removal of national boundaries, 
so that any carrier registered in an EU member state enjoys the freedom to fly between any two 
points within the EU.  The EU also has or is negotiating so-called “open skies” agreements with 
some countries, notably the United States and Canada. 
 
Bilateral Air Services Agreements continue to operate between the UK and many other countries 
and the UK Government has led the way in adopting a very liberal stance in its approach to these 
agreements.  Gatwick welcomes the approach taken by the Government and supports the 
liberalisation measures that have been taken so far. Gatwick would, however, like the Government 
to go further, particularly in relation to the BRIC countries (Brazil, Russia, India and China) where 
restrictions continue to apply to the number of carriers permitted to fly to Brazil, Russia and China.  
Similar restrictions also apply to the bilateral with Egypt, an important destination for tourism.  We 
believe that the removal of these restrictions would lead to lead to certain unused runway slots 
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being taken up by airlines.  We recognise that this requires agreement by both Governments.  
Nevertheless, we believe a systematic review of remaining restrictions on new routes should be 
recommended by the Airports Commission. 
 
Impacts 
 
In terms of the issues raised by the Airports Commission at paragraph 2.7 of Guidance Document 
01, we believe the following impacts are relevant. 
 

 Connectivity of the UK would be directly improved by the removal of restrictions on flights 
between the UK and the rest of the World. 

 

Gatwick requests the Airports Commission to recommend a systematic review of remaining 
bilateral restrictions, with a view to reducing or eliminating restrictions 

 
 
1.6  Night Flights 
 
Night flights are crucial for the local and national economy, supporting tourism to the UK and 
enabling business travel.  Today, use of Gatwick’s night flight quota can be attributed to around 
£41 million of the airport’s annual Gross Value Add (GVA) to the economy of London and the 
South East.  Over 2,000 of the jobs generated by Gatwick are directly linked to night time 
operations at the airport.  
 
Airborne aircraft noise during the night time period (defined as 2300-0700) is controlled by the 
Secretary of State for Transport.  The Government is currently reviewing the number of 
movements that are permitted at night (along with other night noise limits) for the period 2014-2020. 
Under the current regime, night time movements at Gatwick are limited to Summer 11,200 and 
Winter 3,250 movements (arrivals and departures) and a Summer QC (quota count) points of 
6,200 and Winter 2,000 QC.  A quota count point is a noise classification number given to each 
type of aircraft and it will differ according to when the aircraft is taking off and arriving - the lower 
the QC number the quieter the classification of the aircraft.  Airlines can use QC point limits along 
with movement limits to get the best fit for aircraft use during the night period. Currently, Gatwick 
uses about 90% of its Summer quota and about 45% in Winter.  
 
In past reviews of night noise, the Government has tended to reduce quota limits in line with 
historic use.  This would imply a reduction of Gatwick’s future quota to current levels, and does not 
take into consideration the impact of the economic recession.  We believe the Government should 
instead assess a future quota limit in line with how overall passenger numbers are likely to grow in 
future at the airports.  Both our own and the DfT’s forecasts indicate that Gatwick’s passengers 
grow beyond the current maximum throughput we have achieved and evidence suggests that as 
they do, demand by airlines to make use of the quota will also rise. 
 
In order to retain scope for future growth, Gatwick requires the present number of movements and 
Quota Count points to remain the same over the course of 2014-2020. We believe this is 
particularly important in the context of growing connections to destinations in the Far East. Airlines 
will often require use of the night quota to arrive at Gatwick between 0500-0600 in order to make 
such routes commercially viable. Accordingly, Gatwick requests the support of the Airports 
Commission to retain the present limits on the grounds that it strikes a good balance between the 
interests of users and economic benefit on the one hand and the interests of the local community 
on the other hand. 
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Impacts 
 
In terms of the issues raised by the Airports Commission at paragraph 2.7 of Guidance Document 
01, we believe the following impacts are relevant. 
 

 Growth of air passengers on our single runway requires retention of the existing night noise 
regime; 

 We see no cost in the retention of the regime; 

 We recognise that noise is an issue that we seek to minimise as we grow the usage of the 
night noise quota; and 

 We see a direct impact on the connectivity of the UK since night time slots are particularly 
used by Asian carriers. 
 

Gatwick requests the support of the Airports Commission to retain the existing night noise limits  

 
 
 
2 Gatwick Work Programmes Underway 
 
There are a number of initiatives underway at London Gatwick that should increase the utilisation 
of our runway.  While support of the Airports Commission is not required, we believe that these 
initiatives might have relevance for other airports in the South East.   
 
A-CDM55 
 
Increasing the use of our single runway has been a key focus of the new management since 
Gatwick changed ownership in 2009.  As a result, the number of ATM’s (Air Transport Movements) 
using Gatwick in the busiest hours in the Summer has increased from 50 per hour to 53 per hour.   
 
Gatwick intends to continue to make the most effective use of its single runway without 
compromising the resilient nature of our operation.  Gatwick has already stated publicly our 
intention to increase the number of scheduled movements in peak hours to 55 and has invested in 
our "A-CDM55" performance improvement programme in order to achieve this.  
 
The overall project aims of A-CDM55 are to achieve additional peak hours with 55 slots declared, 
while delivering on-time performance of 85% or greater.  We are implementing Eurocontrol's A-
CDM processes to underpin the performance improvements detailed above and as a result 
expect to deliver a saving of 20% fuel usage on the ground which we believe will give our airlines a 
saving in the region of £2m per year.  
 
Airspace Changes 
 
Gatwick has the busiest single runway in the World thanks to the professionalism of NATS, the 
airline community and Gatwick.  While local airspace is managed by NATS, the way in which 
European airspace is operated is changing in order to make the end-to-end flight more reliable for 
passengers.  These changes capture the benefits of new technology which is designed to enable 
aircraft to fly much more accurately along navigational tracks and by doing so, provide greater 
predictability for people on the ground.   
 
The proposals are also expected to bring about significant environmental improvements.  This is 
achieved as a result of reducing the amount of time aircraft engines are running while on the 
ground and through providing more direct routings for aircraft in the air.  As a result, noise and 
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emissions from aircraft will be reduced.  Additional noise benefits for people on the ground can 
also be expected due to the ability to offer respite and the possible removal of aircraft stacking. 
 
These changes are also critical to the Government’s Future Airspace strategy and to the 
successful delivery of the longer term London Airspace Management Programme (LAMP). This 
more efficient air traffic management system will also deliver greater resilience against weather 
events and unforeseen delays.  In order to roll out these benefits for all, the way airspace operates 
around Gatwick (as with other airports) needs to change.  These changes will be undertaken 
through a formal Airspace Change process with full public consultation and although the benefits to 
all (including the local community) are significant, any change might be perceived by some as 
controversial either because they change the pattern of aircraft noise or because it should facilitate 
some limited growth in hourly capacity of runways by two or three movements.  
 
Easing the journey for transfer passengers 
 
Current demand for the use of London’s airports is overwhelmingly for access to and from London 
and the South East, and our forecasts are showing that the nature of demand will not change.  We 
also believe that the number of UK passengers transferring through non UK airports is relatively 
small.  Nevertheless, transfer passengers are an important part of maintaining and improving the 
overall connectivity of the UK.  Many transfer passengers “self-transfer” at Gatwick, buying two 
tickets, and re-checking in themselves and their baggage, having cleared immigration. 
 
In order to re-engineer the self-transfer process we are piloting the “Gatwick Connect" service this 
summer.  This was based upon close examination of the ViaMilano product currently operating at 
Milan Malpensa airport.  This service allows passengers to check-in and drop off their bags for 
their connecting flight in the arrivals baggage reclaim hall.  Passengers will still need to go landside, 
but can go straight to security, avoiding check-in queues.  Milan have clearly demonstrated 
passenger growth as a result of their improved service proposition for self-transferring 
passengers.   
  
Our long term vision is to allow self-connecting passengers to remain airside, utilising our existing 
airside capacity.  There are a number of significant technical and logistical challenges that we will 
explore in the coming years should airline and passenger demand warrant it.   
  
 
 
Conclusion 
 
All forecasts show that there will be need for additional runway capacity in the South East.  The 
earliest we believe any runway could be delivered is some time in the mid 2020’s.  There remains 
however a degree of spare capacity at all the London airports.  We have therefore proposed a 
series of measures that London Gatwick considers will increase the usage and resilience of the 
existing runways in London.   
 
Gatwick Airport Ltd is content for this submission to be published. 
 
 
 
 
Gatwick Airport Ltd 
16th May 2013 
 


